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THE STORY of Indian Air Transport can conveniently 
be divided into three periods. First, the early days up to 
and including the Second World War, then the stormy 
post-war years from 1946 to 1953 when the industry 
showed the greatest development and vitality while 
flying headlong towards its own ruin, and finally the 
present era since nationalisation in August 1953. 

PART I 

The Early Beginnings 
While some in India may claim that passenger air 

travel, althciugh admittedly on a somewhat limited 
scale, really began with the Flying Gandharvas of Hindu 
Mythology. I shall content myself with the historical 
fact that this great business of air transport, which today 
plays such a vital role in world commerce, travel and 
communications, was born in India when, on the 18th of 
February 1911, and therefore about four months before 
the first mail flight took place in England from Hendon 
to Windsor Castle as part of the 

celebrations for the coronation of King George V, Mr. 
Henri Piquet, flying a Humber hi-plane, carried mails by 
arrangement with the local postal authorities from the 
exhibition grounds at Allahabad to Naini Junction, some 
six miles away. The mails were duly delivered in 
thirteen minutes. It is worth noting, incidentally, that 
this flight was organised by the same Captain 
Wyndham, later Commander Sir Walter Wyndham, who 
was responsible for the subsequent Coronation mail flight 
and was thus the real founder of the air mail. 

This commendable piece of pioneering enterprise on 
the part of the Indian Postal authorities, coupled with the 
passing in the same year of an Act regulating in 
considerable detail the flight of aircraft over Indian 
territory at a time when the motor car was still a novelty, 
shows that the Government of India was then one of the 
most air-minded Governments in the world. It also 
seems to have been exhausted by this twin effort for, 
except for adherence to the International Convention on 
Air Navigation in October 1919, nothing remotely 
connected with air transport happened in India until 
after the First World War. Proposals for 
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FIGURE I (heitiir) : 18th February 1911: Mr. Henri Piquet in the Humber 
biplane in which he carried. from AIlahabad to Naini. the 
World's First Air Mail. 

 

establishing an air service between Cairo and Karachi 
were then the subject of discussion between London and 
Delhi. and India agreed to contribute half the cost of 
maintaining aerodromes at Bushire. Bunder Abbas and 
Chahbar. The abandonment of this scheme. because of 
unsettled conditions in Arabia and Iraq at the time, 
saved the country expenditure of no less than £200 per 
year representing half the amount originally committed. 

Things were pleasantly quiet again for some years. 
until in 1925 the British Air Ministry contracted with 
Imperial Airways to operate regular services between 
London and Karachi. The first segment to Cairo was 
inaugurated early that year and the time for India to 
become a vital link in Empire and Commonwealth 
communications was suddenly near at hand. 
• The Indian Air Board, an advisory committee of 
senior officials of the Government of India. which had. it 
seems, distinguished itself mainly by total inaction since 
its formation in 1920, was galvanised into feverish 
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activity. In 1926 it submitted to Government a re-, 
markable memorandum which also happened to be its swan 
song as its own dissolution was one of its recom-
mendations. The Board's memorandum, entitled " The Past 
History and Future Development of Civil Aviation in 
India." although written thirty-four years ago, makes 
fascinating reading to this day. After contrasting India's 
neglect of commercial aviation up to then with her 
admirable suitability for the development of "Aerial 
Transport " and her strategic geographical position as 

an all important link in future air communications in any 
air route between Great Britain and her Eastern 
Dominions." the Board made a number of specific recom• 
mendations. aimed at ensuring the rapid development of 
civil aviation within India and its participation in external 
air services. These included proposals for: 

(a) establishing landing grounds and other ground 
facilities: 

(h) the whole-time appointment of a Director of Civil 
Aviation: 

(c) a systematic survey of main trunk routes: and 
(d) the inauguration of an air service between Calcutta 

and Rangoon and the grant of a subsid to the 
Company entrusted with its operation. 

The most remarkable recommendation. however.. 
although in my view not the most sensible was that 
dovernment should. from the start. put for ard its claim 
to participate as a principal in contrasts for external air 
services and intimate their readines , to share in the 
financial liabilities of such contracts." The Board 

• - predicted that unless Government was prepared to take 
• positive action on those lines. " the whole of aerial  
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A post-card carried on the World's First Air Mail flight.  
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transportation in India would fall and be concentrated in 
foreign hands, Indian capital and enterprise would be 
ousted, and effective control of Indian interests would 
be difficult or impossible to achieve." " Unless India," 
warned the Board in a refreshing departure from 

officialese,' " to some extent pays the piper, she will 
not be able to call even part of the tune?' 

The Board's recommendations were approved by 
Government and the Indian Legislative Assembly in 
February 1927, and Mr. Francis Shelmerdine (later Sir 
Francis and D.G.C.A. in England) was appointed in 
1927 India's first Director of Civil. Aviation-. Among 
the approved recommendations was the decision that 
India must participate " as a principal," i.e. operation-
ally and financially, in any British through service 
across India. This brave but impractical decision failed 
to take into account the technical, administrative and 
economic realities of long range international air 
operations. It seems obvious today that the Imperial 
route to Australia, 12,000 miles long, cutting across 
four Continents and as many seas, could not be split up 
into separate pieces under separate ownership and 
control without a great deal of trouble, complications 
and loss of efficiency. 

A puraling aspect of the matter was Britain's accep-
tance of India's insistence on full participation over the 
Indian sector of the through route to Australia. because 
such participation could not be achieved without inter-
fering with the efficient operation of this great imperial 
air route and without ultimately leading to a denial to the 
British airline on this route of facilities and rights which 
would have to be granted sooner or later to other 
European carriers. This did in fact happen with the 
Dutch in 1930 and the French in 1931, both of whom 
were allowed to operate through India with normal raffle 
rights, their services to Indonesia and Indo-China 
respectively. That such a situation was allowed to be 
created at a time when Britain's control over India was 
supreme, does credit to the democratic and liberal spirit  

of the British administration in both coun-
tries in those days. but not to their judgment. 
Viewed in retrospect, it provides an inter-
esting flashback to imperial policies of the 
time and to the strains 'involved in an at-
tempt to make bed-fellows of liberalism and 
colonialism. 

Not having access to the original files and 
correspondence between London and Delhi. I 
can only attempt an intelligent guess as to 
what subsequently happened. Committed up 
to the hilt to the principle of active operational 
and financial participation, the painful 
moment for action came to the Government of 
India on 7th April 1929, when Imperial 
Airways London-Cairo service was first 
extended to Karachi, and the Imperial line to 
Australia thus reached the shores of India. 
The extension of the service to Delhi 

FIGURE 2. Air Routes in 1429. 

as a first step towards Calcutta and Singapore could no 
longer be delayed. 

Government had already created, at least on paper; 
an entity called the Indian State Air Service, but had 
failed up to then to cover its bones with the flesh of 
organisation and equipment. It would seem that, faced 
with the dilemma of either admitting a mistake and 
seeking a reversal of policy from the then Legislative 
Assembly or going ahead with the project and finding 
money for it, the Government of India evaded both 
alternatives by resorting to the somewhat transparent 
device of sub-contracting to Imperial Airways the ex-
tension to Delhi under a charter arrangement which was 
entered into initially for a period of two years. While 
under this arrangement operations were in the name of 
the Indian State Air Service, all technical and 
operational control was Ieft comfortably in the hands of 
Imperial Airways, who also provided the aircraft. In 
this form I.S.A.S. began to function, if not to operate, 
on 20th December 1929. 

Neither the Legislative Assembly nor the public 
was deceived by this bit of camouflage under which 
India paid the piper without calling the tune. A storm 
was raised in press and parliamentary debates and 
Government had no alternative but to proceed with 
plans to give the Indian State Air Service a fleet and 
an administration of its own. Four Avro X aircraft 
were ordered and a start made on building up an 
organisation. The project was, however, promptly 
abandoned in 1931 on the providential 
recommendation of a Retrenchment Committee of the 
Assembly, owing to the economic blizzard which hit 
India along with the rest of the world. 

Then came a brief interlude, not without a touch of 
humour when, in January 1932, the little Delhi Flying 
Club came to the rescue. With one Gipsy Moth loaned 
by the Government and one Indian pilot, it took over 
from mighty Imperial Airways the Karachi-Delhi 
service and operated it most efficiently until July 
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1933. Obviously, however, this could only be a stopgap 
arrangement. Apparently still anxious, and under-
standably so, to back-pedal out of a troublesome and 
costly commitment which they did not have the means to 
implement, the Government of India once again found an 
ingenious, but 'hardly ingenuous, solution to their 
problem. By agreement with the British Air Ministry, 
they sponsored early in 1933 an Indian company—called 
Indian Trans-Continental Airways—to operate the 
Karachi-Singapore sector of the U.K.-Australia route in 
partnership with Imperial Airways. 

From the point of view of carrying out the spirit of 
the undertaking given to the Legislature in 1927, the 
arrangement was perhaps a little better than the original 
charter agreement with Imperial Airways, but it 
blatantly violated the specific assurance given by 
Government to the Legislature in 1929, that 75 per cent 
of the voting rights in any company formed to operate 
the Trans-India route would be in Indian hands. In fact, 
51 per cent of the capital of I.T.CA_ was allotted to 
Imperial Airways, the balance being held jointly by the 
Government of India and Indian National Airways, a 
new Indian airline, of which more anon. 

Ignoring the moral aspects, the scheme was 
operationally a practical and sensible one and it did 
endeavour to assuage Indian feelings by offering training 
facilities for Indian staff and a subsidy from Britain for a 
period of six years, thus relieving the Government of 
India from any financial risk. In addition, India was 
permitted to settle postal charges for the carriage of air 
mail on the whole of the England-Australia route in 
sterling instead of gold francs. 

Prudently, the creation of I.T.C.A. and its capitali-
sation were not disclosed to the Indian Legislature until 
the end of September. 1933, nearly three months after 
the company had actually started operations. The 
scheme was naturally opposed, but it would seem that 
the members of the Indian Legislature had exhausted 
their interest in aviation and their pugnacity on its 
behalf in the 1927 debates, for the I.T.CA. scheme was 
in the end somewhat tamely approve& 

Indian Trans-Continental Airways bought or took 
over from Imperial Airways two Armstrong Whitworth 
XV Atalanta aircraft. Every alternate service on the 
Karachi-Delhi-Calcutta-Rangoon-Singapore sector of the 
route to Australia was operated under the Indian Flag 
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Room 4. 15th October 1932: The start of Indian 
Scheduled Air Transport. The author having flown 
the first leg of the inaugural Karachi-Madras flight, 
hands over to Mr. NeviII Vintcent at the Bombay 

"airport" (Juhu mud flat). 

and in the name of Indian Trans-Continental 
Airways, but in fact, by Imperial Airways who 
provided the crews, management and all technical 
services. 

The Birth of Indian Air Transport 
The eastern extensions, in one guise or 

another, of the London-Karachi service described 
above was never an Indian operation except 
during the brief Delhi Flying Club episode. 
Indian scheduled air services, in the real sense, 
began in 1932. They had their origin in the lone 
vision and efforts of a far-sighted and immensely  
able man whose name was Nevill Vintcent. After a fine 
career in the R.A.F., Vintcent and an associate, J. S. 
Newall, came to India in 1929 in two First World War 
13119's on a " barnstorming " tour, in the course of 
which they flew over the greater part of India and sur-
veyed a number of possible air routes. Vintcent realised 
from the start the immense potentialities of commercial 
aviation in India and, in order to get the necessary 
backing for his scheme, he joined the firm of Tatas in a 
happy and fruitful association which lasted until his 
death in 1942. While returning from a mission to 
England in connection with a Tata project for the 
manufacture of military aircraft in India, he was lost at 
sea in an RAF. Bomber presumed to have been shot 
down off the coast of Spain. I had the privilege of being 
associated with Nevill Vintcent from the beginning of 
his career in India and cannot pass over this opportunity 
of paying tribute to the memory of a gallant and 
resourceful man who was undoubtedly the founder of 
Indian air transport. 

The plans prepared by Vintcent for Tatas in 1929 
for a service between Karachi-Bombay-Madras to con-
nect with the Imperial Airways service at Karachi failed 
at first to secure the approval of the Government of 
India at the time preoccupied with the problems of. the 
Trans-India service mentioned earlier. Pending a more 
favourable response to the Tata scheme, and to gather 
experience, Vintcent accepted the managership of the 
Indian State Air Service in 1930 but returned to Tatas 
as soon as the project was abandoned in 1931. 

The proposal for the Karachi-Ahmedabad-Bombay-
Bellary-Madras mail service was finally approved in 
1932 when, after prolonged negotiations with Govern-
ment, Tatas finally agreed to operate it without any 
guarantee of mail revenue or subsidy. The service was 
inaugurated on the 15th October 1932, with a Puss 
Moth, which I flew from Karachi to Bombay via 
Ahmedabad, and which Vintcent took over at Bombay 
for the rest of the flight to Madras via Bellary. Tata 
Airlines consisted then of one Puss Moth, one Leopard 
Moth, one palm-thatched shed, one wholetime pilot. 

assisted by Vintcent and myself, one engineer on a part-
time basis, two apprentice-mechanics and unlimited 
optimism. Both ex-apprentices, incidentally, are still in 
Air-India today, one of them in a high management post. 

No doubt air mail services were being operated at 
the time in other parts of the world with single-engined 
aircraft, but none, I should think, with less support from 
the ground as the early Indian services received. Taking 
Tata's Karachi-Madras 1,300 mile route as an example, 
with the exception of Karachi, which had radio and 
night landing facilities of a sort, the rest of the route 
was totally devoid of any aid whatever and Bombay, 
the principal base of the airline, did not even have an 
all-weather aerodrome. The Bombay "airport" was a 
dried mud flat near the sea serviceable only during 
eight months of the year. At high tide during the mon-
soon the " aerodrome " was more or less at the bottom 
of the sea! The airline had then to transfer operations 
bodily to a small landing strip at Poona next to 
Mahatma Gandhi's favourite residence, the Yeravda 
Jail_ As there were no lighting facilities at any of the 
airfields on the route no night flying was possible and 
with a night stop at Bellary the average speed from 
Karachi to Madras was a snappy 40 miles an hour. The 
route crossed 5,000 ft_ high hill ranges, deserts, 
swamps and parts of the country which received up to 
300• inches of rain a year, all concentrated in four 
months. Apart from heavy monsoon rains, the route 
was subject to thunder storms, sand storms and severe 
turbulence. Notwithstanding these somewhat unhelpful 
conditions, Tata Airlines, during its first year of opera-
tion, flew 160,000 miles with an unbroken record of 
regularity. 

Vanle.Tatas were the first to operate scheduled air 
serer in India on a permanent basis, the honour of 
prOViang the first indigenous air transport operation 
must go to the Delhi Flying Club, which, as stated 
earlier, temporarily flew the mails between Karachi and 
Delhi for the Government of India from December 
1931, when the charter arrangement with Imperial 
Airways lapsed. 
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FIGURE 5. Air Routes in 1939_ 

In 1933 Tata Airlines were followed on the Indian -
air transport scene by Indian National Airways, a com-
pany based at Delhi, and formed with the dual purpose 
of operating services of its own and participating along 
with the Government of India as one of the two Indian 
minority shareholders in Indian Trans-Continental Air-
ways. I.N.A. began operations of their own on 1st 
December 1933, when they inaugurated a weekly 
passenger, mail and freight service between Calcutta and 
Rangoon and between Calcutta and Dacca, now in 
Pakistan, with de Havilland Dragon aircraft. 

A third airline, Air Services Of India, came on the 
scene in 1937 to operate passenger services between 
Bombay and some of the Indian States in Kathiawar 
.and between Bombay and Kolhapur to the south east. 
Its fleet consisted of de Havilland Fox Moths, Percival 
Gills and D.H. Dragons. A point of interest is that this 
company decided to charge only a little over second 
class rail fares. As costs, even at 100 per cent load 
factor, must have been well, above first class rail fares, 
the operation was not exactly profitable and the 
services closed down within two years. 

In the meantime, Tata Airlines and Indian National 
Airways made unspectacular but steady progress. Apart 
from increasing the frequency of their main Karachi-
Madras route, Tata. Airlines introduced new services to 
Delhi in the north and Trivandrum in the south with 
modest financial assistance from the Governments of 
the then autonomous States served by the route. As 
shown in Appendix I, total operations grew from 
154,000 miles in 1933 to nearly 600,000 miles in 1937. 
Except in the first year of operations, Tata Airlines 
never failed to make a profit until, after its 
incorporation under the name of Air-India, its position 
began to deteriorate in the early post-war years and it 
shared in the ultimate debacle. 

Empire Air Mail Scheme 
With the introduction of the Empire Air Mail 

Scheme, came the opportunity for a big step forward. 
Until then, only mail bearing a surcharge was carried 
within India or between India and other countries. In 
1934, the British Post Office formulated a revolutionary 
scheme under which all first class mail between Empire 

, • 
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or Commonwealth countries served by the U.K.-
Australia and U.K-Africa routes was to be carried by air 
without any postal. surcharge and at only a minimal 
increase in ordinary overseas postage rates. It unfor-
tunately took three years for this bold and imaginative 
scheme to fructify, and it was inaugurated on the 
London-Cairo sector of the U.K..-India-Australia route 
only in June 1937 and across India in February 1938. 

Apart from the immense saving of time it afforded at 
practically no cost to users in the participating countries, 
the scheme greatly stimulated both the operation of 
airlines in the areas in which it was in force, and the 
development of larger and faster aircraft. In India itself 
it galvanised the young air transport industry. Tata 
Airlines and Indian National Airways were granted ten-
year contracts with guaranteed minimum payments for 
the carriage of first class mail on the Karachi-Colombo 
and Karachi-Lahore routes. On the basis of these 
contracts, the two airlines were able to effect a striking 
expansion of their Operations and to renovate their 
fleets. In fact, within -one single year, there was an 
increase of operations greater than that in the four 
preceding years. Total miles flown increased two and a 
half times, passenger miles over three times, mails over 
four times and freight nine times (Appendix I). 

One of the most noteworthy facts about the Empire 
Air Mail Scheme was that, contrary to expectations, 
postal revenues earned almost equalled expenditure in-
curred during the very first year of operations and there 
was every indication, When the War intervened, that they 
would soon surpass it. Although the life of the scheme 
was cut short by the War, it will retain its place in the 
history of world air transport as a striking landmark for 
which British Postal and Civil Aviation authorities of the 
mid-thirties deServe the greatest credit, 

Air . Transport Goes to War 
As in most other countries, the outbreak of the 

Second World War profoundly affected the operations of 
air transport in India. On the international scene, the 
Empire Services were drastically curtailed. The " all-up " 
air mail scheme was abandoned, the England-India-
Australia service was reduced to two flights a week, 
heavy surcharges were imposed on maila, and passenger 
traffic was wholly controlled. The entry of Italy into the 
War and the fall of France dosed down the flying boat 
route through the Mediterranean which was replaced by 
the famous " Horseshoe " route around Africa. On the 
entry of Japan into the War in December 1941, the 
normal route to Australia, east of Rangoon, had to be 
abandoned and by. February 1942, as a result of the 
Japanese occupation of the Netherland East Indies, 
Calcutta became the eastern terminus of all services 
from the west. However, somewhat precarious air 
communications were later re-established with Australia 
by way of Colombo, using Consolidated " Catalina " 
amphibious flying boats and involving for a lime the 
longest non-stop route sectors in the world. 

On the Indian domestic scene, all air transport was 
geared to war needs. A number of air services were 
suspended in order to meet changing war requirements, 

the 1938 mail contracts were suspended and new con-
tracts entered into under which the entire operating 
capacity of the two airlines was placed at the disposal 
of Government, only spare capacity, if any, being avail-
able for commercial traffic. A flexible basis of payment 
was adopted under which Government paid all fixed 
standing charges plus an agreed rate per mile, and 
shared with the companies any commercial revenue 
earned. Under this agreement operations could be ex-
panded, curtailed or modified to any extent in accord-
ance with changing requirements without affecting the 
financial stability of the airlines. 

While the War disrupted and curtailed some services, 
it also created opportunities for expansion and diversi-
fication. The airlines were given many special assign-
ments, such as the survey of the South Arabian route on 
behalf of the RAY., the carriage of supplies to Iraq, the 
transport of civilian refugees from Burma and the 
overhaul and: maintenance of RA.F. equipment 

As was to be expected, however, the airlines' 
greatest problem during the War was the availability of 
transport aircraft Government requisitioned all multi-
engined equipment consisting mainly of de Havilland 
89's and 86's for anti-submarine and other duties, and 
left the airlines with only their older singlerengined 
obsolescent aircraft of small capacity with which to 
maintain their services. Tata Airlines, however, suc-
ceeded in supplementing their four-seater `Nacos with 
Stinson tri-motor aircraft bought second-hand from an 
American airline. Relief came towards the end of the 
War when Government loaned to the two Indian 
companies some Lend-Lease twin-engined Beechcraft 
Expeditors and finally a few DC-2's and DC-3's. 

As in other countries, one sphere in which the War 
brought far reaching and long term benefits to civil avia-
tion was in the 'construction of many new aerodromes 
.equippertwith long concrete runways and in the notable 
expansion of meteorological services, radio communi-
cations and landing aids. India was particularly fortunate 
in this respect, as it emerged from the War with no less 
than forty-four such aerodromes and a network of radio 
ranges and beacons. 

PART II 

Post-War Era : The -Tymms Plan 
Civil Aviation in India was restored to commercial 

status on 1st January 1946. The Indian air transport 
industry, which then consisted only of Tata Airlines and 
Indian National Airways, although relatively small, was 
well organised, experienced in the handling of modern 
aircraft, and financially sound. It could look forward to 
great opportunities ahead with every assurance that the 
development of civil aviation after the War would be on 
sound lines as well as extensive. For, as early as 1943, 
the Government of India had shown commendable 
foresight in placing Captain F. C..." Tymms, (later Sir 
Frederick Tymms), who had succeeded Sir. Francis 
Shelmerdine as Director of Civil Aviation in . 1931, on 
special duty to prepare post-war plans for 
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nomous body, was in fact never allowed to function as 
such and from the start had to bow to ministerial inter-
ference and pressures aggravated, incidentally, by the 
conflicts and passions generated by the impending 
partition of India. 

By the time the Board was ready to consider appli-
cations, no less than twenty-one companies with a 
total authorised capital of over £30 million (Rs. 40 
crores) were registered and well over a hundred 
Dakotas acquired by their sponsors from American 
war-surpluses. Within six months of the Air Transport 
Licensing Board starting work, it bad over a hundred 
applications for some 96 routes covering the whole of 
India. By the middle of 1947, the Tymms post-war 
Plan was reduced to a shambles, when provisional 
licences had been granted to eleven companies over 51 
routes. The scene was well and truly set for the ultimate 
and inevitable debacle. 

The situation was further complicated by the parti-
tion of India in August 1947. Karachi, up to then the 
western air-gateway of undivided India, suddenly be-
came the capital of a hostile foreign country, with which 
India found itself all but at war. The air routes 
previously operated in the transferred areas had to be 
abandoned by the Indian operator concerned, while one 
of the new airlines transferred its allegiance to Pakistan 
and its headquarters to Karachi. 

The newly licensed airlines were deficient in organ-
isation, equipment, training and operational standards, 
while many of the routes for. which licences were 
sought and granted lacked traffic potential and were 
therefore totally uneconomic. In the absence of enough 
remunerative routes to allot to all the airlines, the 
Licensing Board resorted to the fatal device of licensing 
a number of operators on the same or substantially the 
same route—on the Bombay-Calcutta route as many as 
three operators were licensed simultaneously—each 
restricted to a single daily flight. As a result, all airlines 
were deprived of the chance of a reasonable utilisation 
of their equipment and staff, and costs sky-rocketed. 

One of the main serious consequences of this state 
of affairs was that, operating on a shoe string, most 
airlines were unable to maintain the high standards 
essential to an industry so closely concerned with safety, 
nor could, they provide for later re-equipment with 
modem aircraft. Furthermore, none of the new entrants 
could afford to establish the repair and overhaul 
facilities necessary to make the industry self-supporting. 
They depended for such facilities on the Government-
owned factory of Hindustan Aircraft at Bangalore, the 
only one in the country. In the event of an emergency 
which would have required Hindustan Aircraft to con-
centrate its resources on serving the Indian Air Force, 
at least half of the Indian air transport industry would 
have ground to a halt within a few weeks for want of 
overhaul and repair facilities. 

The economic pressures on the industry were par-
tially relieved during 1947 by a fortuitous demand for 
air transport for the evacuation of refugees from 
Pakistan and for a military airlift to Kashmir. These 
operations -afforded valuable but fleeting relief to 
operators, and by 1948 the first signs of disintegration 
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appeared with the failure of two of the new Licensees. 

Government and the Air Transport Licensing Board 
now found themselves caught in a trap of their own 
creation. Up to then, only provisionallicences had been 
granted by the A.T.L.B. Bad as it was, the situation 
would eventually have retrieved itself if Government 
had allowed the natural, although admittedly harsh, 
process of contraction which had already begun,. to 
continue until only three or four strong companies 
survived, each with adequate route mileage and traffic 
potential to ensure economic and efficient operation. 
Unfortunately, Government, being themselves largely 
responsible for the deplorable state of the industry, were 
not prepared to face the uproar which might have 
followed the failure, one after another, of airlines which 
they had so recently encouraged to come into being. On 
the instructions of Government, ten-year licences were 
granted in July 1949 by the A.T.L.B. to most of the 
domestic operators which up to then had operated on 
provisional licences. of die was cast. 

Contributory causes of the industry's difficulties were 
the heavy duty on petrol which amounted in 1949 to 

17 ponce (15 annas) per imperial gallon,. equivalent to 
33 per cent of the total cost of fuel, and the fact that 
fares and freight rates were fixed by the Licensing 
Board at totally uneconomic levels in relation to costs of 
operation. They were in fact the lowest in the world as 
they 'still are today, while operating costs were far from 
being also the lowest. 

While they were unable or unwilling to bring order 
out of chaos by drastic means, Government, realising 
the critical situation into which the policy of indis-
criminate licensing had placed India's air transport 
industry, granted minor concessions. They first per-
mitted srrtall increases in fares in 1947 and 1948, and 
in the next year they allowed an increase in the per-
missible " all-up " weight of the Dakota---a measure of 
doubtful soundness from the safety point of view in a 
country where aircraft performance was severely 
affected by high temperatures and of little value to most 
of the airlines which operated at pitifully low load 
factors and had, therefore, no use for the extra payload. 
Further relief measures followed in March and April 
1949 in the form of a rebate of 10 pence 
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(9. annas) on the customs duty on aviation fuel and by 
the introduction of an " all-up " mail scheme under 
which all domestic mail between centres served by air 
was carried without surcharge. 

The benefits which accrued from these measures 
were, however, largely offset by a substantial rise in 
fuel prices and the extremely low rate of payment 
for the carriage of mail. Such little benefit as did 
remain was far outweighed by the calamitous effect 
of the introduction of the Night Air Mail Service in 
January 1949. 

Night Air Mail Service 
This scheme provided one of the most 

controversial landmarks in the brief history of Indian 
post-war transport up to nationalisation in 1953. As 
illustrated. in Fig. 7 it consisted of a cross-shaped 
service, connecting Calcutta, Bombay, Delhi and 
Madras, via a common central point at Nagpur in the 
geographical centre of India. Four Dakota aircraft were 
to start from each of these four cities sometime before 
midnight and to meet at' Nagpur where, after 
exchanging mail with each other, they would continue 
to one of the other three terminal points or return to 
base, according to the par-icular pattern dictated by 
technical considerations at the time. Thus, mails posted 
at each of these stations late in the evening would reach 
their destination at dawn next morning. 

Considered entirely by itself and given certain 
essential pre-requisites, the scheme was a practical and 
imaginative solution to the problem of rapid mail de-
liveries between these four cities. But under the con-
ditions existing in 1949 it was both operationally and 
economically unsound, as well as ill-timed and it did 
much to aggravate the disastrous situation in which the 
industry was already floundering. The safe operation of 
such a night service throughout the year. including the 
difficult monsoon season, would have required four-
engined aircraft, the highest standards of pilot training 
and aircraft maintenace, suitably located emergency 
landing grounds equipped with night landing facilities, 
and adequate navigational and approach radio-aids in 
all four sectors. All or most of these elements did not 
exist or were deficient in 1949. 

From the economic point of view, while such a ser-
vice might be self-supporting, particularly under an " all-
up " air mail scheme, this could only be at the expense of 
the existing services, as was forcibly argued during the 
somewhat heated discussions which preCeded the 
adoption of the scheme. Airlines licensed on routes 
connecting two or more of the four cities proposed to 
be served by the night air mail pointed out that, while 
heavy additional expenditure would have to be incurred 
on the operation of the new service, it would generate 
little fresh revenue and merely divert existing mail re-
venues from the day services, which were already losing 
money. The scheme was also strongly opposed, and 
quite rightly so, on grounds of safety. The then civil 
aviation authorities and the Ministry concerned were, 
however, determined to push the scheme through 
against all opposition: In the end, the licence went to an 
airline which, technically and financially perhaps the 
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FIGURE 7. The Night, Air Mail Scheme. 

weakest of all the airlines in the country, was willing to 
risk operating the service without any guaranteed mail 
revenue or subsidy. The Night Air Mail was in-
augurated on the 31st January 1949, and by May its 
Licensee had got into such serious financial difficulty 
that he had to suspend operations. Two other airlines 
came temporarily to the rescue to keep the night air 
mail service flying until the outbreak of the Monsoon, 
when it was suspended for the next four months, 

During the summer of 1949, further negotiations 
between the civil aviation authorities of the Govern--
meat of India and the scheduled airlines failed, where-
upon Government resorted to the extraordinary step of 
giving the licence from October to a small non-
scheduled operator. They thus added a further licensed 
operator to the excessive number already licensed in the 
country and made things worse for everybody. 

As I personally took a leading part in the negotiations 
and public controversy concerning the Night Air Mail 
Service in 1948 and 1949, of which I have vivid 
recollections, some not devoid of humour, my judgment 
may be somewhat suspect. With the lapse, however, of 
some eleven years since those stormy days, I think- I am 
able to view the matter philosophy and certainly with 
complete freedom from the heal, and passions generated 
at the time. I believe today, as I did then, that the night 
air mail scheme, while theoretically a good and practical 
one, was unsound and unsafe at the time and should 
have been postponed for two or three years until it could 
be undertaken with complete • safety and the calamitous 
economics of the-air xans-port industry had been 
straightened out. Today, under totally different 
conditions, the night air mail operates extremely well and 
safely with four-engined aircraft and", 
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plays a most useful role in the overall pattern of the 
country's air transport system. 

International. Operations 
In the chaotic and sombre picture of the post-war 

history of Indian air transport the only bright spot was 
the creation and solid success of Air-India International. 
Apart from Indian Trans-Continental Airways, of 
unlamented memory, which was merely a subsidiary 
of Imperial Airways and later of 13.0.A.C., Indian 
scheduled external air service§ had, up to 1948, been 
limited to flights to India's neighbours : Pakistan to 
the west, Ceylon to the south, and Banta to the east. 

During the War, Nevill Vintcent and I had prepared 
tentative post-war plans of development of our own 
which included in the last stage the operation of external 
services westwards and, if possible, all the way to 
England. In so far as they related to developments 
within India, these plans were largely fulfilled when 
Tata Airlines was converted into a public company in 
August 1946 under the name of Air-India and em-
barked on a large programme of development of its 
internal services. By the beginning of 1947 Air-India 
turned its attention to the international scene. B.O.A.C. 
had continued to operate services to India through- 
out the War while K.L.M. and Air France were in the 
process of resuming normal services to Indonesia and 
the Far Fast. America was entering the field in a global 
way and with the added advantage of having war-surplus 
DC-4 aircraft made freely and immediately available 
to them. By 1947 both Pan-American Airways and 
T.WA. had opened services through and to India 
respectively. 

It was clear that if India were at all to enter the 
field of long range international services she must do 
so quickly as, once foreign airlines were solidly en- 

trenched on all the world's best air routes, India's entry 
would become a difficult and'financially risky enterprise. 
By then international air transport had settled down to a 

pattern largely influenced by the so-called Bermuda 
Agreement between Britain and the U.S.A. and regulated 

wholly by bi-lateral treaties between countries. Apart 
from her own growing importance as a great trade and 
travel centre, India had a commanding strategic position 
astride the only practical air route from Europe to the Far 
East and Australia. She was thus in a strong bargaining 
position vis-a-vis other countries which operated 
services to or through India or intended to do so. 

Air-India had a detailed plan ready to take advantage 
of this happy situation and in the snmmer of 1947, 
submitted comprehensive propooals to the newly-formed. 
post-independence Government of India. It was pro-
posed to create a new Company to be called Air-India 
International Limited, in the capital of which the 
Government of India, Air-India and the public would 
participate, which would be managed and technically 
assisted by Air-India Limited, and would operate, 
initially, regular services between India and the U.K. with 
modem, long range pressurised aircraft Government 
were at first somewhat cool towards this proposal as 
they were inclined to prefer a scheme for an airline 

wholly owned and managed by themselves. When, 
however, they realised that the Air-India scheme Would. 
save both money and valuable time because of the ready-
made organisation and technical facilities placed from 
the start at the &toml of the project, they readily ac-
cepted the proposal and gave it from then on their 
full and enlightened support. • 

At Air-India's request, Government agreed to limit 
their capital participation to 49 per cent subject to an 
option to acquire at any time a further 2 per cent from 
Air-India. Air-India were appointed Technical Man-
agers on a ten-year contract under which all services 
were provided at cost and a s  i all fee charged on a 
decreasing scale at a certain rate per mile flown. Air-
India were also appointed Air-India International's 
Chief Sales Agents within India on standard IA.TA. 
terms. 

An important feature of the project was that Govern-
ment undertook, for an initial period of five years, to make 
up any loss incurred by the Company, in the form of 
subsidies repayable out of 50 per cent of future net profits. 
While any such subsidy remained outstanding, 
dividends, if any, were to be restricted to 4- per cent. 

In order to make the earliest possible start, Air-
India had some months earlier placed a provisional 
order for three Lockheed Constellation aircraft and 
arranged for the training of pilots and other staff. By a 
stroke of luck delivery of the aeroplanes was advanced 
by nearly six months, thanks to the cancellation of an 
order by another purchaser. Thus it was that Air-India 
International, although formally incorporated only 
on the 8th of March 1948, was able to inaugurate its 
Bombay-London service by 8th June of the same year. 
The scheme proved from the start a highly successful 

experiment in joint State and Private enterprise, in 
which the public interests as well as Government's and 
Parliament's desire for control were fully safeguarded 
by specific provisions in the agreement between 
Government and the Company, while day-to-day 
management was left to experienced private enterprise. 

Air-India International inaugurated its operations 
with a weekly service between Bombay and London 
on the 8th June 1948, since when it has never looked 
back. By 1952, when the decision to nationalise air 
transport was taken, it had in four brief years more 
than doubled the 1949 level of its operations and from 
its first full year made a profit each year except for one 
minor setback in 1952. I shall revert later to its 
subsequent history and progress. 

Although it was the intention at first to treat Air-
India International as India's sole chosen instrument 
for the operation of long range international services. 
an exception was made in 1949 in the case of one of 
the domestic airlines which, having acquired Skymaster 
aircraft, were permitted to undertake services to the 
east of India. They inaugurated services to Bangkok in 
May 1949, to Singapore in 1950 and to Jakarta in 1952. 
These services are now part of Air-India International's 
route system. 

Reverting to domestic air transport operations, the 
situation reached by 1950 is. reflected in Appendix. IL 
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While in five post-war years, route mileage, miles flown 
and traffic carried had shown a phenomenal growth, the 
industry as a whole was operating at a heavy loss of 
about £800,000 (or Rs. 1.10 crores), of which about 
£280,000 (or Rs. 37 lakhs) were met from a subsidy in 
the form of a rebate on petrol duty. The situation was in 
fact worse- than disclosed by these figures as most of 
the airlines were unable to provide for any depreciation 
of their assets, let alone for replacements. 

Air Transport Inquiry Committee 
Faced with this situation the Government of India, 

early in 1950, decided, mainly at the request of Air-India, 
to institute an independent enquiry into the state of the 
air transport industry and on the 8th February 1950 they 
appointed the Air Transport Inquiry Committee headed 
by a distinguished High Court Judge. The Committee 
were charged with the task of reviewing the existing state 
of the industry and of advising Government on the 
measures required " to ensure that the operation of air 
services is placed on a firm economic 

-footing and that the future development of air trans-
port proceeds on sound and healthy lines." A high 
technical officer of Trans-Australian Airlines was 
appointed Adviser to the Committee. 

The Committee's 'report, submitted in September 
1950, largely vindicated the case of the air transport 
industry by confirming that the unsatisfactory condition 
of the industry as a whole was due principally to the 
unsound and indiscriminate working of the licensing 
system under which licences to too many operators 
resulted in wasteful competition, increased costs and 
reduced revenues for all. Dealing with the future, the 
Committee expressed itself in favour of only four 
operators being licensed, thus conforming with the 
original recommendation made by Sir Frederick Tymnis 
six years earlier. It recommended that some of the air-
lines should be merged and that the licences of two of 
them should not be renewed_ These, interestingly 
enough, were the very two which had in the past re-
ceived special support from Government in connection 
with the Night Air Mail Scheme. 

The Committee worked out standard costs and 
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recommended a system of subsidies very similar in con-
cept to those proposed in the original Tymrne Plan, 
under which airlines meeting or beating their targets 
would make .a profit and those failing to meet the 
targets would make a loss. The Committee discussed 
the alternative of nationalisation in great detail and 
recommended the "status quo." By and large, the 
recommendations of the Committee were eminently 
sound and, if implemented, would have not only 
brought much needed relief to the industry as a whole 
but would also have ultimately resulted in the 
development of a sound and dynamic air transport 
system. In fact, the report was totally disregarded by 
Government! The reasons for this were never publicly 
explained. My own view is that the Minister concerned 
at the time had already made up his mind in favour of 
nationalisation and, for tactical reasons, decided to do 
nothing to strengthen the industry in the meantime. It 
must be admitted that, in the circumstances then 
existing. nationalisation did offer the easiest and 
quickest solution from Government's point of view 
with the added advantage that, while satisfying 
ideological aspirations in some quarters it would forever 
still further controversy over its past aviation policies. 

By 1952, the condition of all the airlines, except one, 
had. in varying degrees, deteriorated to an extent where 
action could no longer be delayed. The exception was a 
company based at Calcutta which, beginning as one of 
the smallest of the licensed operators in 1946, had by 
1951 become the largest operator in the country in 
terms of ton-miles flown and was, in addition, the only 
one which did not operate at a loss. The favourable 
position of this company, in contrast with the rest of the 
industry, was due to the combination of exceptionally 
low costs and exceptionally favourable route licences 
which enabled it to derive the maximum benefit from 
the enormous traffic which had artificially developed in 
the Bengal/ Assam region as a result of the loss of 
surface means of communications between the two 
areas resulting from partition. While this company 
deserved credit for controlling rising costs more effec-
tively than its colleagues in the industry, its low costs, as 
pointed out by the Air Transport Inquiry Committee, 
were achieved, partly, through the adoption of un-
acceptably low standards. There were also some unusual 
factors working in favour of this operator, a reference to 
which would serve no purpose today. 

In 1952, the Planning Commission recommended 
the meigei of all scheduled airlines into. a single Cor-
poration, in the capital of which the existing companies 
would participate pro-rata in exchange for their holdings, 
while the Central Government. would acquire a share 
large enough to exercise effective control. Government 
did not accept this recommendation and also refused 
even to discuss alternative proposals put up by myself on 
behalf of Air-India for the integration of the industry 
into two strong companies in which the State would 
have an important or controlling share. Government 
had irrevocably decided upon complete nationalisation 
and the only two issues they were prepared to discuss 
were the bisis of compensation and the question 
whether there should be two separate corporations to 

take over domestic and international services respec-
tively, or only one to take over the lot. Government at 
first favoured a single corporation but later accepted 
my strong recommendation in favour of two. 

PART III 
Nationalisation 

In March 1953 India's Parliament passed the Air 
Corporations Act, which received the assent of the Pre- 
sident on the 20th of May. The main provisions of 
the Act were that " there shall be two Corporations 
to be known as Indian Airlines and -Air-India Inter-
national," and that "there ellen be transferred to and 
vested in.— 

(a) Indian Airlines, the undertakings of all the 
existing air companies (other than Air-India 
International Limited), and 

(b) Air-India International, the undertaking of the 
Air-India International Limited:* 

The provisions of the Act followed substantially the 
corresponding British enactments and the two Corpora- 
tions themselves were largely patterned on the B.E.A./ 
B.O.A.C. concept. The Corporations were to consist of 
not less than five and not more than nine members, 
all of whom were to be appointed by the Central 
Government. In practice, Government have through-
out appointed the maximum number of members, of 
whom seven are common members of both Corpora- 
tions and five are officials of Government, including 
two Air Force Officers. One of the four non-officials 
represents the leading labour movement in the country. 

In the matter of the price to be paid on acquisition, 
the Government of India, naturally much against the 
wishes of the companies concerned. decided to ignore 
the market value of the acquired assets and to pay only 
the depreciated book value of such assets. AS at the 
time, and for some years thereafter, the market value 
of secondhand transport aircraft was at a much higher 
level throughout the world, the Government of India in 
effect acquired the principal assets of the nationalised 
companies at as little as 20 per cent of their true value. 
The companies naturally felt, not it would seem without 
cause, that they had been unfairly treated. 

The will of Government and Parliament naturally 
prevailed and the provisions for compensation finally 
incorporated in the Act were in accordance with 
Government's view. The Act provided further that, 
except for 10 per cent payable in cash, the acquisition 
price was to be paid in the form of 5 per cent Five-Year 
Bonds of the Corporations which were duly redeemed in 
1958. Since then, the capital requirements of the Cor-
porations have been provided wholly by Government 
and treated half as equity and half as loan capital. 

Nationalisation brought to a close an eventful era 
of twenty-one years marked first by pioneering en- 
deavour and slow but solid growth, followed by a phe- 
nomeeal but chaotic expansion and finally by contro-
versy, confusion and collapse. It in the course of this 
dismal post-war chapter, I have, more than once, criti-
cised Government. I should make it clear that such 
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criticism has been directed solely at its policies and not 
at Government departments responsible for carrying 
them out and particularly those providing and main-
taining the ground organisation, the airports and the 
meteorological, radio and other services. all of which 
functioned throughout with great efficiency despite a 
shortage of funds and trained manpower and many 
other difficultie,s. I would hire to take this opportunity 
to thank, and pay tribute to, the band of able and 
devoted men who in these various Government 
departments rendered great services to Indian aviation 
and were always most helpful to the airlines before and 
after nationalisation. I am happy to record ,also that 
once the causes of stress, conflict and controversy 
were removed on nationalisation the Government of 
India's policies and actions and their attitude towards 
the Boards of the two Corporations could scarcely 
have been more correct and helpful. 

The Post-Nationalisation Era 
On the morning of the 1st of August 1953, the 

Indian Airlines Corporation tout over as going con-
cerns the assets and business of all air transport com-
panies operating scheduled air services in India and 
between India and nearby countries, while the Air-
India International Corporation took over Air-India 
International Ltd. Nationalisation opened a new and, 
thank goodness, a more orderly chapter in the story of 
Indian air transport. While at one stroke of the knife it 
excised the tumour that had laid it low, the task of 
rehabilitating domestic operations and making them 
healthy and strong was a formidable one. 

The problems that faced the two Corporations 
differed materially in nature, magnitude and complexity. 
While main task was to integrate as rapidly as  
possilale the organisations of eight airlines, A-LL's task 
was largely the opposite one of disentangling the pre-
viously integrated organisation of Air-India Limited and 
Air-India International' Limited, and to build a self- 

contained airline with. its own workshops, ground ser-
vices and commercial organisation. This bad to .he 
achieved without a moment's interruption in both the 
external services of Air-India International and the 
internal services of Air-India Limited absorbed by I.A.C. 
The task was facilitated by the fact that the Boards of the 
two Corporations had a majority of common members, 
including the Chairman and General Managers of the 
two Corporations. A carefully thought out programme of 
action was jointly framed and completed on schedule, 
and both Corporations have made remarkable and 
uninterrupted progress since. 

Air-India International 
Taking Air-India first, Government's decision to 

create a separate Corporation for the operation of 
hang range international services proved correct from 
the start. The complications, uncertainties and 
possible lowering of standards which complete and 
sudden integration with all the domestic airlines under 
a single Corporation might have entailed were 
avoided. Efficiency and morale remained unimpaired, 
while the retention of the original name preserved the 
valuable goodwill and reputation earned by the 
Corporation's predecessor both in India and abroad. 
Conditions have changed in the past seven years and 
there are now probably as many arguments in favour 
of merging the two Corporations. This question is in 
fact periodically under joint examination by both the 
Boards and Government. 

The Corporation has continued to operate at a profit, 
albeit a small one, every year. In view of the continuous 
growth of both the Corporations and also the losses made 
by I.A.C., the Government of India has up to now waived 
the 44 per cent interest on its loans 'and claimed no 
return on its equity investment in the Corporations. 

The scale of operations and the route system of the 
Corporation have expanded continuously since 1953, 
when it took over the predecessor company's Bombay-
London and the Bombay-Nairobi services. To these 
the Corporation added services to Singapore in July 
1954, to Hongkong in August 1954, to Tokyo in May 
1955, to Sydney in October 1956, to Moscow in 
August 1958. to New York in May 1960, and to 
Kuwait in October 1960. 

From a total of thred stations served in June 194. the 
Airline now serves 28 cities in 21 countries, covering five 
Continents over an unduplicated route system of 24,671 
miles (Figs. 9 and 10). From 1949,. the full year of its 
operation, to 1959, available ton-miles have multiplied 
nine times, passenger miles seven times and operating 
revenues eight times. (Appendix IV.) In 1959, A-I.I. 
stood fourteenth among the eighty airline members of 
the International Air Transport Association. It has a 
capital employed of about £20.5 million .(Rs. 27.28 
crores), an annual turnover at the current rate-of £14.4 
million (Rs. 19.17 crores) and a current annual output of 
over 100 million ton-miles, which are expected to rise 
next year to £17.6 million (Rs. 23.50 crores) and to nearly 
130 million ton-miles respectively. At the close of 1959, 
the Corporation had on its ,pay roll nearly 

 

nor= 9. International Services in 1948. 
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J. R. D. TATA THE STORY OF INDIAN AIR TRANSPORT 15 

4,600 employees with a somewhat low productivity rate 
of 12,950 A.T.M. per man. This figure has risen appre-
ciably since the introduction of the Boeings and is 
expected to reach almost 20,000 A.T.M. per man next 
year. 

A recent development of special interest is that A-
I.I. has since April this year entered into a Revenue Pool 
with B.O.A.C. and Qantas. The Pool covers all its routes 
except the Bombay-Nairobi route over which B.O.A.C. 
and Qantas do not operate services and the DeIhi-
Moscow and Bombay-Prague services which Air-India 
already operates in Pool with Aeroflot and Czecho-
slovakian Air Lines (C.S.A.) respectively. The creation 
of the tri-partite Pool is in line with growing trends 
throughout the world outside the U.S.A. The Pool has 
enhanced the aggregate competitive power of the three 
partners and A-I.I. looks forward to a long, pleasant and 
mutually profitable association with its two great 
Commonwealth partners. 

The fleet of four 749A Constellations taken over in 
1953 has grown, six years later, to nine Lockheed 1049 
Super-Constellations and three Boeing 707 inter-
Continental jets with a fourth due early in 1961. A-I.I. 
has, from its inception, consistently followed the policy 
of standardising as far as possible on a single type of 
aircraft and engine. This policy could not be maintained 
during the transition to jet aircraft, but once the 
changeover is complete, .the advantages of standardisa-
tion 'will become even more pronounced in view of the 

relatively smaller number of units in use. The right 
policy for in the immediate future would, there-  
fore, seem to lie in the enlargement of its present jet! 
fleet with the same type of equipment, at least until the 
advent of supersonic aircraft_ 

The Airline entered the jet age on the 19th April 
1960 when its Boeing 707's went into service for the first 
time on its Blue Ribbon route to London. It would have 
done so some five years earlier if the unfortunate history 
of the original Comets had not resulted in the 
abandonment of the Comet III, for which the 
Corporation had placed an order in 1953. A point of 
interest in regard to A-I.I.'s Boeing order is that it was 
the first airline in the world to specify Rolls-Royce 
Conway engines. The exceptional range and fuel eco-
nomy of this combination of aircraft and engine rendered 
possible the first non-stop flight ever made between 
London and Bombay by a transport aircraft. This was 
achieved in February this year in the course of a delivery 
flight, when the distance of 4,850 miles was covered at 
an average speed of 600 miles an hour in exactly 8 hours 
and 5 minutes. As we landed at Bombay I recalled, 
somewhat nostalgically, that it had taken me that many 
days and hours to cover the same distance thirty years 
earlier, almost to the day, when I flew solo from Bombay 
to London in 8 days and 5 hours. 

Indian Airlines Corporation 
I.A.C.'s career has been a more chequered one, but 

its growth and progress has been equally remarkable. 
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At its birth in August 1953, IA.C. had to absorb eight 
separate airlines with varying standards of organisation, 
operation and administration, a fleet of 99 aircraft, in-
cluding 74 Dakotas, 12 Vikings and 3 Skymasters, with 
headquarters and maintenance bases in six cities, and a 
total of 7,017 men with widely varying scales of pay and 
conditions of work. 

The task of moulding all these into one single organ-
isation with common standards of operation and 
administration and uniform scales of pay and conditions 
of service, and at the same time to rationalise .routes and 
ground organisation, reduce costs and improve effi-
ciency all round, was a backbreaking one. Unlike A-I.I., 
which had no serious problem of organisation, personnel 
or morale, LAC. was faced also with the difficult task of 
fitting eight separate managerial and supervisory staffs 
into one organisation. 

Considering the difficulties involved, the job was 
tackled with remarkable confidence and ability and 
pushed through with great determination. Now, seven 
years later, LAC. has been transformed into an homo- 

genous and increasingly efficient organisation. Its route 
pattern has been rationalised so as to cut out un-
productive flying, while Viscount aircraft have replaced 
Vikings and Skymasters on trunk routes. The manage-
ment has been integrated and. streamlined and opera-
tional standards and passenger amenities progressively 
raised. 

Simultaneously, careful control has been exercised 
over costs and, as shown in Fig, 11, IA.C. is today one of 
the world's lowest cost operators in spite of successive 
and heavy increases in wages, a preponderance of obso-
lete aircraft in its fleet, and a crushing burden of taxation 
on fuel which, in 1959-60, cost the Corporation no less 
than £800,000 (Rs. 106 lakhs). This, incidentally, is 
mainly responsible for the fact that I.A.C.'s fuel costs 
have ever since 1953 worked out to almost 35 per cent of 
its total operating expenses. This may be contrasted with 
the corresponding average of 17 per cent for the other 
airline members of ICAO. In fact, had fuel costs in India 
been no higher than the average ruling in the rest of the 
world, LA.C. would have shown a profit every year since 
1953. 
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Notwithstanding this grievous burden and the excess 
of manpower from which it suffers in keeping with most 
industrial enterprises in India established in years gone 
by, I.A.C. has been able to reduce its operational ex-
penses to an average of 31 pence (Rs. 1.75) per ton-mile. 
A remarkable achievement by any standards. As a result 
of these improvements and of a gratifying growth in 
traffic, as reflected in Appendix DI, the Corporation has 
progressively reduced its operating losses annually until, 
in the year 1959-60, it made a small profit after providing 
for full depreciation and obsolescence, but without 
providing for interest on capital. 

I.A.C.'s fleet today consists of ten Viscounts—to 
which four are expected to be added shortly—five DC-
4/Skymasters, fifty-eight DC-3/Dakotas and three 
Herons, with five Fokker " Friendships " due for de-
livery next year. The Corporation's future re-equipment 
problem is a difficult one, both because of the 
country's foreign exchange crisis and of the fact that 
the Corporation must reconcile its natural desire to 
standardise as much as possible with the varying needs 
of the different types of routes and services it operates. 
Were it not for the severe shortage of foreign 
exchange, I.A.C. would, I believe, switch over in the 
near future to jet operations on its main trunk routes, 
the sector lengths of which happen to be ideally suited 
to the modern medium-sized jet. Over such distances, 
medium jets can operate as economically as propeller-
driven aircraft, while offering great advantages of speed 
and comfort to the travelling public. On its secondary 
routes with relatively low traffic potential and well 
equipped in the matter of runways and other ground 
facilities, IA.C. will probably have to continue using 
propeller aeroplanes of at least two types or sizes for 
some years to come. A possibility at present under 
consideration is for I.A.C. to take over some of the 
Super-Constellations at present operated by Air-India. 

Air-India International 
Wl0oe  

Non-Scheduled Operations 
For reasons of space and time I have been compelled 

to restrict this story to scheduled operations only. As will 
be seen in Appendix VI, India, like other countries, has 
substantial non-scheduled operations under- 
taken not only by I.A.C. and but also by five  
private operators. It will be seen that while they have 
remained fairly static in recent years, they did keep pace 
with the growth of scheduled services in the early years. 
The reason for this phenomenon lies in the fact that 
immediately after partition surface transport was heavily 
disrupted in the eastern part of India and an abnormal 
demand arose both in the matter of passengers and 
freight 

It is to be remembered also that non-scheduled 
operations in India have had, and have today, a qualita-
tive importance out of proportion to their quantitative 
magnitude. That is because of the social and strategic 
nature of these operations in the context of the partition 
of India, the Kashmir operations, refugee traffic, military 
operations in Kashmir and other frontier areas and 
inaccessibility of some of these areas. 

Aerodromes and other Ground Facilities 
A description of India's present domestic air trans-

port operations would not be complete without a brief 
reference to the network of ground and meteorological 
and radio facilities provided by the Central 
Government. While a more detailed picture is available 
in Appendix VII, the essential facts are that the Central 
Government today maintains 85 aerodromes, 140 
navigation and approach aids and 81 aeronautical radio 
communication stations, providing more than 540 aero 
mobile and point-to-point channels. Although still on a 
relatively small scale in comparison with other countries, 
expenditure on further development and expansion of 
ground faeilities proposed to be spent during the next 
five year  plan reaches the respectable figure of £18 

million (Rs. 24 mores). Indian Airlines Corporation 
arms. 

India's Operations compared with 
World Air Transport 

I have up to now attempted to describe 
separately the progress and present status of the 
two Corporations. In view of the possibility that 
at some time in the future the two Corporations 
may be merged into one and in order to present 
a picture of Indian air transport as a whole, a 
composite statement combining the vital 
statistics of the two Corporations is shown in 
Appendix V. A breakdown of the available ton-
miles produced by both external and internal 
scheduled services since nationalisation is 
offered in Fig. 13. 

FIGURE 13. Volume and break-down of available ton-
miles produced by Indian Air Transport: 1953-1959. 
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The main elements of the picture for 1959 may be 
summarised as follows: 

Capital employed Rs. 446 million 
(E33.45 m.) 

Annual turnover Rs. 245 million 
approx. (E18.37 m.)  

Unduplicated route 
mileage : 42.1 thousand 

A.T.M. produced 121 million 
Passenger-miles flown 583 million 
Mail and Cargo ton-miles 25 million  
Setting these figures in their international perspec- 

tive, the available ton-miles produced by Indian air 
transport in 1959 represented roughly 22 per cent of 
British operations (B.E.A. plus B.O.A.C.), 30 per cent 
of French (Air France), 37 per cent of the Dutch 
(K.L.M.). 101 per cent of the Swiss (Swissair), and 
150 per cent of the Japanese (J.A.L.). It may also be 
of interest to compare the rate of growth of Indian air 
transport with corresponding figures for the rest of the 
world. Fig. 15 attempts this comparison in graph 
form, first separately for domestic and external opera-
tions and then jointly for both. These graphs, based on 
ICAO, show that in regard to rate of growth India has 
up to now compared on an average favourably with 
the rest of the world. 

Future Prospects 
What of the future? India's international air transport 

operations are, as those of other countries, controlled 
largely by bi-lateral treaties. Their future growth, 
therefore, depends to a considerable extent on events and 
developments in the rest of the world as well as on 
India's ability and willingness to provide the resources 
and particularly the foreign exchange required for fleet 
expansion. The shortage of foreign exchange is today the 
most serious likely obstacle in the way of expansion. 
Fortunately, A-I.I. is an earner of foreign exchange at 
present to the tune of about f2.13 million (Rs. 28.40 
million) per year. Assuming that the foreign exchange 
difficulty will be overcome, I see no reason why Air-
India's future growth will not at least keep pace with that 
of the world industry as a whole. In fact, India may well 
exceed the average rate of growth of international air 
transport, for two reasons. First, having entered the field 
later than other countries, there is still considerable 
scope for enlarging Air-India's route system. The Pacific 
is an obvious possibility. Secondly. India has, under a 
series of five-year plans, embarked on a long-range 
programme of forced expansion of its economy as a 
result of which it may be expected that its trade and 
commerce with other countries will grow more rapidly 
than on the average elsewhere. 

Furthermore, there is immense scope for the 
development of tourist traffic to India, which at present 
is limited to only about 100,000 visitors a year. Italy 
atone received 12 million foreign visitors in 1959. With 
increasing resources devoted to developing tourist 
traffic facilities in the country, a considerable 
expansion of air travel to and from India may be 
expected in the coming years. 
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In the case of domestic operations, the growth of 
traffic as represented by passenger-miles flown has 
risen annually at a rate five times as great as the 
national in_ come of the country. If it continues to do 
so, and assuming that during the current decade the real 
national indome of India grows at the rate of about 4 per 
cent—by no means an unrealistic figure—the demand 
for domestic air transport would grow on an average by 
about 20 per cent per year. Taking passenger-miles 
flown as an illustration, the figure of 329 million 
passenger-miles flown in 1959-60 might rise to nearly 
one thousand million by the middle sixties and to over 
two thousand million miles by 1970. Even if actuals do 
not reach these estimates, it can still be seen that with 
rising stantiards of living and an immense potential 
domestic market, with distances between major centres 
ideally suited to air travel and an enthusiastically air-
minded population, future growth prospects are bright 
indeed. 

For as for other international carriers, the 
supersonic age looms ahead. I am one of those who 
firmly believe that the prospect of crossing the Atlantic 
in one-and-a-half hours or of flying from England to 
Australia in half a day is so dazzling and would bring 
Such immense benefits to manldnd, that nothing should 
be done to discourage or deter such a phenomenal step 
forward. At the same time, it is fervently to be hoped 
that supersonic operations will not be forced upon the 
world of air transport for reasons of prestige or political 
rivalry between power blocks before all the technical 
and economic problems have been solved. Some of 
these are of such magnitude and complexity that I doubt 
that regular operations at sustained supersonic speeds 
will be possible until the end of the present decade. In 
any case, in my view, for whatever it is worth, 
supersonic aeroplanes can -only supplement and never 
supersede subsonic aircraft. Because of the extreme 
altitudes at which they must operate, coupled with the 
limitations likely to be imposed by the noise and 
destructive impact on the ground of their own shock 
wave, supersonic aircraft will probably be -usefully and 
economically employable only on long nonstop flights, 
mostly over water. People will presumably still want to 
travel over medium and short distances for which 
subsonic aircraft will continue to be required. 

Furthermore, as in other forms of transport, the vast 
majority of travellers will want to travel as cheaply as 
possible rather than as fast as possible. The world's 
airlines have up to now attempted to combine in a single 
vehicle the largely incompatible requirements of luxury, 
speed and economy. The advent of the supersonic jets 
may well force the industry into a new pattern in which 
separate types of aircraft best suited to each type of 
operation will be used. Whatever the ultimate pattern, 
the sooner realistic thinking is done on the next step, 
particularly in the direction of satisfying the vast -
Untapped demand for cheap air travel, the sooner will 
the air transport industry reach its full stature and fulfil 
its historic mission. 
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C o n c l u s i o n  

The twenty-eight year history of Indian air trans-
port has been an eventful one. To one who, like myself, 
has taken some part in it since that first flight of a Puss 
Moth from Karachi to Bombay in 1932 until today, 
when India's Boeings or Viscounts speed night and day 
across the world's skies, it has brought both 
exhilaration and anguish. But all that is past. Like a 
young man who has renounced the habits and ways of 
his chequered youth, Indian air transport has now 
settled down to a mature and sensible existence. Sound 
progress and stability have replaced the romance of 
pioneering and the excitement of battle. That is as it 
should be, for air transport plays today, and will 
increasingly play in the future, a powerful and 
beneficial role in the developing economic life of 
India. Given the resources, it now has the vitality and 
the experience to give a good account of itself and in 
the process to render great services to the nation. 
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APPENDIX I 

GROWTH OF DOMESTIC AIR TRANSPORT: 1932-1946  

(SCHEDULED SERVICES) 

 
 Unit 1932* 1933 1934 1935 1936 1937 1938 1939 1940 - 1941 1942 1943 1944 1945 1946 

Mika flown ('000s) 36 154 346 554 552 595 1,412 1,687 1,355 1,292 1,620 1,926 2,121 3,320 4,520 

Paamenerscarrkd  1 155 757 553 349 1,238 2,104 3,518 3,646 3,747 4,659 7,574 13,433 24,090 105,251 

Passenger reales ('0001) 0-7 53 243 210 120 311 970 1,329 1,749 2,438 3,394 5,140 9,346 16,716 61,066 

Midi carried (tom) 1.33 10.71 21.43 43-

30 

49-

55 

61-16 744.60 204.02 52.68 63.39 153.1

2 

184.37 165.62 214.75 458.04 

Freight untried (tons) 0.02 0.45 9-82 3-12 0.45 I.99 18.09 40-62 12.95 16-

52 

72.77 287-05 519.64 380.36 $88 • 39 

Freitht ton-mules ('000s) n.a. n.a. 2 1 0-4 1 8 16 9 12 86 225 362 253 390 

A-TM. produced ('000s) 1.4. n.a. n.a. rta. n.a. n.a. n.a. 12.a. na. n.a. 757 1,185 1,754 2,709 n.a. 

 • 15th October 1932 to 31st December 1932. n.a. Not available. 

APPENDIX II 
GROWTH OF DOMESTIC AIR TRANSPORT: 1447-19.52  

(Scuanuaro SERVICES) 

 
 Unit 1947 1948 - 1949 1950 1951 1952 

flours flown ... ... ('000s) 59.3 77.2 88-6 109.0 107 - 6 108.5 

Miles flown .._ ('000s) 9,362 - 12,238 13,822 16,858 16,737 16,622 

 ('0003) 255 339 349 441 429 413 

Passenger =les ... ...... C000s) 138,827 164,148 155,766 184.929 190,717 174,607 

 (tons) 627 671 2,147 3,590 3,020 3,325 

*Freight carried ... (tons) 2,321 5,308 9.855 ' 35,416 38,586 . 37,888 

Freight ton-milts ___  ... ('000s) 1,506 2,652 4,017 9,833 11,412 11,066 

Unduplicated route nuletwe ('000*) 11.8 13 -3 14.0 15-9 18 -6 17.5 

A.T.M. produced ...

 ... 

C003s) 18,597 24.390 29,870 41,348 43,300 42,376 

 • hod of year. 
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APPENDIX III 

OF INDIAN AIRLINES CORPORATION: 1953/54-1959/60 

(Scam/A.13D may NoN-ScHEDuLED SERvic..Es) 
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 Unit 1953-54. 1954-55 1955-56 1956-57 1957.58 1958-59 1959-60 

Revea(,e hours flown ... ... ...
 ..- 

 113,914 114,808 121,839 124.152 116,545 119,280 116,975 

Revenue miles flown ... ... .
 ... 

(Mn.) 17.994 17.953 18.986 19-202 18•319 19-535 19.402 

A-TM. produced ... .,. ... (Mn.) 45.840 46-443 51-582 55.111 56-988 64.075 67.870 

R.T.M. performed ... ... (Me.) 31.221 32-390 36.397 37-921 39.993 45.263 47-998 

Available scat milest ...............(Mn.)  Ada. nes. 11.41. 364 391 477 506 

Unduplicated route mileage.: ..,  114f. ma. 14,600 14,212 14,209 14,881 15.261 

Revenue passengers carried ... ...  430,683 477,583 500,363 571,106 599,573 653.494 703,013 

Revenue passenger miles ... (Mn.) nes. 189 210  240 270 310 329 

Anaemic passenger ton.miles ... (Ma.) n.e. 16.368 18.316 29-787 23-439 26.992 29.823 

 (Tow 3,843 4,659 4,997 5.721 5,166 5,465 5,856 

Revenue marl ton-miles ... ..,
 .., 

(Mn.) n.e. 2.772 2.994 3.196 3.274 3.470 3.68o 

Revenue freight carried ... ... (Tons) 52,833 50,256 53,856 50,194 44,208 49,977 46,041 

Revenue freight ton-miles ... ... ..,
 ... 

(Mn.) n.e. 13.250 15 -087 13.938 13.280 14-801 14.495 

Operating revenue ... ...  65.147 69.247 80.860 86.135 92.607 108.249 119.498 

Operating expenses ... ... ... (Ma. Rt.) 77.069 78.262 92.800 97-01,. 102-914 117-367 118.717 

... (Mn. Rs.) -1/ -922 9.015 -11.940 -10-879 -10.307 -9-118 +0-781 

Operating revenue pet- A.T.M. ... (Re.) 1.42 1.49 1-57 1.56 1.63 1.69 1.76 

Operating costs per A.T.M. ... ...
 ... 

(Re.) 1.69 1-69 1.80 1.76 1.81 1.83 1-75 

Number of employees2 .. ... ... ...
 ... 

 n.a. nes. 9,324 9.254 9,448 9,463 9.553 

A.T.M. per employee ... ...
 ... 

  n.a. 5,532 6,022 6,094 6.771 7,105 

Break-even load factor ... ... ...
 ... 

(%j 85.0 82.0 83-7 80.7 81.0 78.3 70.7 

Overall load factor .., ... ... ... ... 03 68.1 69.7 70.6 68.8 70.2 70-.6 721 

Total capital employed: ... ... ... ...
 ... 

(Mn. Rs.) 48-5 65-8 104.6 136,3 186-3 192-9 172.8 

NOTE: Years ended March. •••• Eight mouths figures converted to /2 months. 1-Scheduled services. :End of year. nes. 
Not available 

APPENDIX IV 

PROGRESS OF AIR-INDIA INTERNATIONAL: 1948-1959/60 

(SCHEDULED AND New-Sceram.n.ED SERvvms) 

 Unit 11948. 1949 1950 1951 1952 1953-54-r 1954-55 .1955-56 1956-57 1957-58 1956-59 1959.60 

            
I 

 
Revenue hours flown ... ...  1,773 5,422 8,060 10.352 10,520 15.249 14,413 19,696 23,808 26,306 27,924 28,842 
Revenue miles Sown .., • ... (Mu.) 0.411 1.263 1.979 2.595 2.697 3-731 3-573 4.909 5.973 6.719 7.110 7.435 

------------(Mn.)  1.930 6.668 10.903 14.103 14.158 TO • 670 23.684 35.242 43.567 50•657 56.010 59.518 
R.T.M. performed ... . .... 

(Mn.)...   1-
532 

4-625 6.508 9-148 9-094 12.682 13-950 19-635 27.927 29-988 31 -782 34.618 

Available seat miles ... ... ... .(Ma.) 16-136 47.377 64.569 101-529 204.167 166-978 186-922 .275-910 328.379 394.629 34-831 452.117 

Unduplicated route esReage: ...  5,158 5,158 9,613 9,633 10,328 10,364 14,991 17,845 21,252 21,617 24,7.10 24,671 
Revenue passengers carried ...
 ... 

(149.) 2,690 7,980- 12,267 19,756 21,499 34,148 40,287 56,445 79,825 88,31283,868 89,385 

Revenue passenger =Ica .._ -.. ... (Mn.) 11.9 34.9 48•5 66.5 67.5 83.9 115.7 158.1 224-5 247.2 252-8 258-6 

Revenue passenger ton-entle144 ....
 ... 

(bin.) 1.146 3-224 4.244 5.846 5-859 8-629 9.973 13.927 19.491 21-24722.169 22.660 
Revenue /night carried ... ...
 ... 

(Tons) 38.4 189-7 300.9 549.6 521-9 978•1 878.1 1021-4 1453.6 1474.11854.0 2757-
1 Revenue freight tog-miler*. ...

 ... 
(Mn.) ) 0-175 0.861 1-272 1.996 1.V.3 2-782 2-503 3.84/ 5.584 1.-644 6.547 8.716 

Revenue mail carried ... (Tom) 36.2 98-7 139-7 185.7 215-2 268.7 297.8 435.3 604-5 658-5 801-3 862-I 
Revenue mail tern-roilta" ... ....
 ... 

(Mn.) 0-173 0.449 0-628 0.871 1-010 1.228 1.3/6 1.777 2-520 2-690 2.930 2.952 

Operating revamp „. ... .... (Mn. Rt.) 5-2 .. 14-7 20-8 27.9 28-8 41.4 48.4 67.7 96.5 .108-3 115.6 125.8 

Operating expenses ... ._ ... (Mn. Rs.) 5-6 14-7 20.0 25.8 29-2 40.6 46.0 66-6 137.1 100-5 113.9 124-0 
Operating profits ... ... ...
 ... 

(Mn. Rs.) -0.4 - +0.8 +2.1 -0-4 +0.8 +2.4 +1-1 +9.4 +7.8 +1.7 4-1 -8 
Operating revenue per A.T.M. ...
 ... 

(Rs.) 2-69 2.20 1-91 1.98 2.01 2.00 2.04 1.92 2-21. 2-14 2-06 1.-3.1 

Operating cost yer A.T.M. ..... (Rs.) 2-90 2.20 1.83 1,83 2.03 1.96 1-94 1.89 2.00 1.98 2.03 2-08 
Average number of employees ...
 ...  164 496 13 k # # 2,102 3,121 3,661 4,070 4,442 4,596 
A.T.M. per employee ... ...  11,768 13.444 82 ' # # tt 11.2,66 11,292 - 11.909 12,446'

 12,609 
12.950 

- Break-even load factor ... ... 1"3 -83-8 68-5 56.1 58.5 61-7 60-.3 56-1 53-3 59.1 55-7 56.0 57.3 

 (90 77.4 68-5 58-4 63.3 60-9 61-I 59.0 55-8 64.3 59-1 56-8 58.2 

iTotal capital employed ... ... ... 
(Mn Rs.) 20.0 28.0 27-2 28.8 31-3 53.9 102-4 109.5 147-4 167-2 181.9 272-8 

itealenSeptraywcars " tfor!922;e years areare Letrasvearattl,MarZas LI. during*lunetapec5wher 
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APPENDIX V  

PROGRESS OF INDIAN AIR TRANSPORT  

DOMESTIC AND INTERNATIONAL: 1948- 1959  

(SCITEDMED SERVICES)*  
 Unit 1948 1949 1950 1951 1952 195) 1954 1955 1956 1957 1958 9959 

Revenue hours flown ... ...  78.961 93,944 117,422 118,684 119,490 114,796 117,402 125,655 136.813 134,453 135,046 131,397 

Rmenue miles flown (Mn.) 12-649 15.098 18.896 19-498 19562_ 19-202 19.798 21.267 23.483 23.496 24,578 24742 

A.T.M. produced ..... ... (Mn.) 26.326 36-538 53-252 37-403 56.734 56.551 62.644 74.1369  92-805 99.901 111-888 920.936 

R.T.M. performed ... (Mo.) 19.296 23-249 34-414 39 015 37.457 37.240 41.183 49.204 60 • 595 66.039 71.924 76.613 

Unduplicated route miltaget ('MOs) 18.7 19-2 15.5 28-2 27-8 27.0 29.3 31.8 37.9 33.8 41-7 42- I 

Revenue passengers carried ... ('MOs) 341 357 453 449 434 404 432 469 559 615 696 736 

Revenue passenger-rniles ... (Mn.) 176.366 190.619 233-426 _57.243 242.056 239.760 273.660 320.020 422.009 485.662 537.061 583-316 

Revenue passenger ton-miles ... (Mn.) 15.812 16.986 20.716 22.841 21-459 11-076 23-884 28.076 37.001 42.373 46.959 51 -127 

Revenue freight carried ... ... (Tons) 5,346 10,045 35,717 39.116 38,410 37,866 38.5713 43,839 42,960 38,255 41,804 32.981 

Revenue freight ton.iniles flovm ... ... (Mn.) 2.827 4-466 11.105 13.408 12.789 12-886 13-392 11.630 18 • 154 17.701 18-693 18 • 718 

Revenue mail carried ... .., (Tons) 707 2,246 3,730 3,206 3.740 3,949 4.765 5,124 5.663 5,840 6.075 6.792 

Revenue mail ton-miles ... ... ...., ('000s) 0 -657 1.797 2-603 2.766 3.209 1-279 3-906 4.497 5-440 5-961 6-272 6-758 

Operating reyenuet ... (Mn. Rs.) 59. It 63-2 81.7 91..5 87.6 n.a. 117.6 148-5 182-6 200.6 223-8 245.3 

Operating expensest .„ ... (Mn., Rs.) n.e. n.e. n.e. n.a. n.e. n.a. 124.3 159.4 184 -1 203-3 131 .3 242.7 

Operating prOfitS.: ... ... .„ (Ma. R_s.) n.a. tr.u. ma. mu. n.e. e.g.. -6.7 -10-9 -1 • 5 -2.7 -7.5 i 3-6 

Operating revenue per A.T.M.: ... .„ (Rs.) 1.97 1.73 I -58 1 •59 9-54 n.a. 1-68 1-71 1.85 !•86 l• 86 1 -93 

Operating cost per A.T.M.g .,. .. (Rs.) a.o. n.e. Ma. n.e. n.e. n.e. 1 -77 1.84 I -87 1-89 1-93 1 •91 

Number of env/Gyms ..  no. n.e. ita. n.e. n.a_ n.e. n.a. 12.445 12.915 13.518 93,905 94,149 

A.T.M. per employee ... ... ...  n.e. ?La. n.e. Ma. Ma. 1,..41. n.e. 6,016 7,186 7,396 8.047 8.547 

Overall load factor ... ... (V 73.3 63.6 65.8 68.0 66-0 65.9 68-6 65.7 65-3 66.1 64-3 63.3 

Total capital employed;, ... ... (Mn. Rs.) n.e. n.e. n-o. n.o. n.a. n.e. 168.2 234-1 283-7 153.5 374.8 445-6 

 • As shown in. Appendix VI, the ro e of non-scheduled operations is considerable, but their data are too incomplete for purposes or incorporation in this Appendix. 

t End of year. t Figures from 1954 onwards are for fiscal years ending March: 1954 read as 1954-55 etc. n.e. =Not available 

APPENDIX VI 
GROWTH OF NON-SCHEDULED OPERATIONS: 1948-1959*  

Year 

Mee  
flown 

Hears  
flown 

Number of  
1:1121SeRRITT 

Freight  
carried 

A.T.M.  
produced 

Revenue  
earned 

'000s No. No. Mn. lb. '000s Mn. Rs- 

_ 4.484 (35.5) 30.749 (38.9) - - -  16.5 (32-0) 
... 4.109 

 
21,126 

 
12.490" 4•8" - 

 
10-9 

  
6.837 

 
44,566 

 
66.000 108-1 - 

 
20.8 

 
 6.008 (40.8) 41,815 (35-2) 65,885 (74-7) 131 • 6 (150.1) -  20.0 (22.1) 

   
36.203 

 
88.829 126.5 - 

 
16.9 

 
   

31.155 

 
94.976 88-8 14,279 

 
13-5 

 1954 ... ... ... ... 5.353 (27-0) 32,155 (27-4) 137.537 (31.8) 97.8 (// 1 - 3) 15,935 (25.3) 16-1 (15.9) 

   
30,945 

 
108.445 84.2 17,069 

 
18.7 

 
1956 ... ... 5,732 (24.4) 24.005 (24.9) 114,380 (20.3) 97- I (100-8) 17.271 (18.6) 20-4 (12-7) 

... 5,458 

 
32.832 

 
126,459 88.7 16.714 

 
10.8 

 1958 ... ... 4.9136 (20-3) 30.457 (22-6) 99,549 (14-3) 84.4 (90-1) 94,946 (13.4) 18-0 (9-0) 

 
5,577 

 
33.931 

 
88.840 81-1 16,391 

 
11-4 

 
 • F i g u r e s  w i t h i n  b r a c k e t s  r e p r e s e n t  t h e  p e r c e n t a g e  o f  t o t a l  n o n -

s c h e d u l e d  t o  t o t a l  s c h e d u l e d  o p e r a t i o n s _  • • •  F i g u r e s  f o r  O c t o b e r  
t o  D e c e m b e r  1 9 4 9  o n l y .  

APPENDIX VII 
PROVISION AND EXPENDITURE UNDER FIVE-YEAR PLANS 

• ON GROUND ORGANISATION AND FACILITIES FOR AIR TRANSPORT IN INDIA  
 E.rpendirarr darin.g the 

first Plan 
Expenditure during the  

Second Plan 
Provision for the  

Third Plan 

'000i: Mn. Rs. '0006 Mn. Rs. '000£ Mn. Rs. 

1. Works at Aerodrome:. _ ... 4,59! 61,113 10.019 133.587 13,500 180.0 

2. Telecommunication Equipment ... 512 6-829 9,944 25.9E8 3.750 50.0 

3. Air Routes Sc Aerodrome Equipment 215 2.872 479 6.39 750 90.0 

Total 5.318 70.914 12,442 165 -895 18.000 240-0 
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Dr. Montt: Mr. Tata had given a very complete picture of 

the development of civil air transport in India. Despite the 
early political difficulties which bad punctuated its existence 
through years, it was plain for all to see that firm foundations 
were laid and from this: beginning steady progress had been 
made. Not only had India made progress but its rate of 
progress relatively had more than equalled the average for 
the rest of the world and that was a great Achievement. He 
would like to say that Mr. Tata and his bolleagues had 
brought this about by their persistence and 
• their vision and it had been a great privilege to hear 
from hint an autheitic story. It would be a record for all time 
of what, collectively, had been a splendid piece of work. 

..They were most grateful to Mr. Tata for this lecture and 
for the personal charm and the humour with which it had 
been delivered. 

He would now ask Professor Baxter to propose a formal 
vote of thanks • 

Professor A. D. Baxter: When the President made his 
introductory remarks he was reminded of the Council's 

desire to emphasise the importance that they attached to 
this Commonwealth Lecture. Undoubtedly the present 
lecturer.. had maintained its prestige and be felt that an 
additional vote of thanks to the Lectures Committee for 
their persistence in assuring that Mr. Tata gave it would not 
be out of place. 

He thought the Commonwealth Lecture was instituted 
by the Society to enable them to learn something of and to 
keep in touch with the aeronautical achievements and 
activities which bad been, and still were being, pioneered 
outside their own shores but within the confines of those 
nations who were partners in the Commonwealth. This 
was a very happy idea and as a result they had had some 
very attractive lectures and had learned something about 
aviation in • Africa, in Australia, New Zealand and in. 
Cariada, but he thought this was the first time that they 
had had a lecture entirely devoted to aviation in India. 

It had been a story of air transport, a story well told, 
but it had been more than a story, it had been history; 
probably the Society's Historical Group, so recently 
inaugurated, would not be long before it wanted to claim 
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this lecture as,. should he say, an eastern gem, in the 
collection it was making. 

They were all interested not only in the history of 
aviation but in the men who had been making that history, 
and as the President had said, they had in Mr. Tata one 
who must be regarded as a founder of Indian aviation. He 
had' been extremely modest about his own part in it but 
nothing illustrated it better than his brief reference in the 
written lecture to his two nights, one to this country in 
1930 which took eight days arid five hours to complete and 
the other exactly thirty years later when he flew back to 
India in one of his Corporation's aircraft in precisely eight 
hours and five minutes. Both were great milestones in the 
progress of Indian aviation. 

Hethought also that Mr. Tata showed great restraint in 
his mentions of the trials and tribulations consequent on 
Government decisions or indecisions and he could assure 
him that such difficulties were not unknown in this country; 
in fact, there might well be some in the audience who could 
appreciate from their own experience the same sort of 
problems and frustrations, although he doubted whether 
they would all -have the same restraint that Mr. Tata had 
exercised. He could only hope that those over here with the 
same problems would eventually be as successful in -
achieving their objectives as Mr. Tata seemed to have been_ 
The success bad been only partly revealed by the lecturer 
that night and the paper itself should be studied carefully; it 
was full of facts which helped to indicate something of the 
extensive progress hi India. 

He had been interested in Mr. Tata's views of the future. 
It was encouraging to hear him say that there was such scope 
in India for the extension of air traffic and he wondered if 
that implied that there was also scope for the civil aircraft 
industry?- Possibly they in this country might be able to 
assist and participate at some time. It was interesting, too, to 
hear Mr. Tata's remarks on the supersonic transport, and 
that he thought the time would come when they would travel 
across the Atlantic in an hour and a half. -This was not the 
time to discuss whether it should be an hour and a half or 
three hours but it was encouraging to find that an operator 
did believe in supersonit transport. 

Mr. Tata had in his, lecture given generous acknow-
ledgment of British aid in the pioneering days of India's 
aviation and now they ought equally to give 
acknowledgment of the valuable return that he had given by 
his Imbue. It had been carefully prepared and delivered in a 
humorous and interesting style; it was packed full of useful 
data and it had been a very great Commonwealth 
story. 

On behalf of all his fellow members of the Royal 
Aeronautical Society, he proposed a vote of thanks to Mr. 
Tata for delivering this Sixteenth British Common. wealth 
Lecture. 

Following the Led:tire a Dinner was held at 4 Hamilton 
Place, London„ at which the following-were present:—  
Captain I.. R. Ambrose, Regional Director, U.K. and Europe, 
Qantas EmpireAirways. 

Dr. A. M. BalLuityne, Ti)., BSc., Ph.D.. F.R.Ae.S, Seceetary, 
Royal Aeronautical- Society; Air Commodore F.- R. Banks, C.B.,
 F.R.Ae.S.,  

M.LMech.E., Hon.F.I.A.S., Managing Director, Blackburn 
Engines, Vice-President-Royal -Aeronautical Societyi, A. Barra-
dough, Banister-at-Law, 'Air Transport Course Lecturer; A. D. 

Baxter, MA, PRAis.S., M.LMech.R., Director, de Havilland 

Engine Co. Ltd. (Rockets & Nuclear Power), Member of Coun-
cil, Royal Aeronautical Society; Professor J. A. J. Bennett, 
D.Sc., Ph.D., F.R.Ae.S., Head of the Department of Aero- 
dynamics, College of Aeronautics,Cranfield, Member of 
Council, Royal Aeronautical Society; E. C. Bowyer, CAB, 
Honorary Companion, Director & Chief Executive, Society of 
British. Aircraft Constructors; Major G. P. Belman, C.B.E., 
F.R.Ae.S., Honorary Treasurer of the Royal Aeronautical 
Society, 

Dr. W. Cawood, C.B., 0.B.E., M.Sc., Ph.D., F.RAe.S., Chief 
Scientist, War Office, Member of Council, Royal Aeronautical 
Society; Professor A. R. Collar, MA, DSc., F.R.Ae.S., 
Department of Aeronautical Engineering, Bristol University, 
Vice-President, Royal Aeronautical Society; Sir George Crib-
bett, K.B_E., C.MG., 1950 British Commonwealth Lecturer. 

M. A. S. Dalai, Regional Manager, Air-India Inter-
nationals 

Sir George Edwards, C.-B.E., B.Sc., lion.F.R.AeS., Manag- 
ing Director, British Aircraft Corporation, Past President, 
Royal Aeronautical Society. 

Air Chief Marshal Sir Francis Fogarty, G.B.E., 
D.F.C., A.F.C, Chairman of the Air League of the British 
Empire; L G. Frise, B.Sc., F.R.Ae.S., A.F.I.A.S., Director 
Special Projects, Blackburn Aircraft, Member of Council, 
Royal Aeronautical Society. 

Sir George Gardner, K.B.E., C.B., F.R.A.a.S., Controller of 
Aircraft, Ministry of Aviation, Member of Council, Royal 
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