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A National Seminar on Revitalizing Ailing Civil Helicopter Industry and Air
Cmde SK Majumdar Memorial Lecture on Indigenous Development &
Manufacturing Capability of Helicopters in India: Challenges & Strategies
was held on 19 July 2013 at the Gulmohar Hall, India Habitat Centre,
Lodhi Road, New Delhi by Rotary Wing Society of India. The object of the
National Seminar on ‘Strategies for Revitalizing the Ailing Civil Helicopter
Industry in India’ was to provide a forum for helicopter operators to share
their views on issues eroding the economic viability of helicopter operations
and to identify strategies to reverse this declining trend. The focus during
the presentations at the Air Cmde SK Majumdar Memorial Lecture was to
address R&D strategies as well as viable Indigenous Development strategies
for rotorcraft industry so as to develop one’s own aeronautical products.
This event also provided a forum for the professionals belonging to the
o= a1 users, manufacturers and other
stakeholders to share and exchange the
latest information and views on the
subject. Both the topics in the seminars
were highly relevant in view of the
increasing roles played by Civil and
Military helicopters.

The inaugural session of the national
seminar on Revitalizing Ailing Civil
Helicopter Industry was chaired by Shri
Baijayant Jay Panda, Member of
Parliament (Lok Sabha) who was also
the Chief Guest. The other speakers were
Shri G Asok Kumar IAS, Jt Secy, MOCA,

Lt Gen BS Pawar PVSM AVSM
President RWSI (Northern Region)
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Lighting the lamp at the Inaugural Session

AVM K Sridharan VM (G) President RWSI, Lt Gen BS Pawar PVSM AVSM
President RWSI (Northern Region), Air Cmde BS Siwach AVSM YSM VM
Secretary General RWSI and Col Sanjeev Dubey, DGCA examiner.

The inaugural session began with the traditional lighting of the lamp
followed by welcome speech of Lt Gen BS Pawar. During his speech Gen.
Pawar thanked the esteemed panelists and the other participants for sharing
their knowledge in the seminar. He expressed grave concerns at the
current gloomy state of the civil helicopter industry in India and was
hopeful that the presence of officials from MOCA would encourage the
helicopter operators to remain invested in the business with a hope that
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l W L necessary impetus would be given to
address their issues as a matter of
national importance.

The keynote address was delivered
by AVM K Sridharan VM (G) President
RWSI. This address comprehensively
covered the status and the ailments
affecting the helicopter industry in India.
Apart from covering the profile of the
Indian Rotorcraft industry, the address
i delved into the reasons for the negative
AVM K Sridharan VM (G) growth of civil regd helicopters in some

President, RWSI detail and the corrective measures
required. As brought out clearly by him, the problems were known and so
were the solutions. What was required was focusing on implementation of
decisions already taken during the large number of meetings held on
various issues from time to time so that the ailing industry could be
revitalized. Defails of the keynote address are placed at page-27.
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Thereafter Col Sanjeev Dubey
enlightened the audience with the recent
rescue and relief work undertaken by
the Civil helicopters in the Uttarakhand
Natural Disaster. This talk vividly brought
out the achievements and difficulties
faced by the 17 to 18 Civil helicopters in
the difficult terrain and uncertain
weather which the civil helicopters faced
right from the beginning of the disaster.
As these helicopters were already
employed there in carrying out charter
operations and shuttle services to
Kedarnath, Badrinath and Hemkund,
they were first on the block to carry out rescue operations when the

Colonel Sanjeev Dubey

Participants at the National Seminar on Revitalising Civil Helicopter Industry organised by RWSI at India Habitat Centre, New Delhi

disaster struck. Also as the helicopters were small single engine helicopters,
they could land at small helipads in difficult terrain. The problems they
faced were many. There was no ground to air communication and even
normal ground communication failed as most of the towers were non
functional. More over they had to share their fuel initially with the Army &
Air Force helicopters when the latter arrived at the scene. Despite difficulties
synergy was achieved between Civil and Military helicopters operating in
the narrow valleys in inclement weather. Relevant details of the speech
are placed at page-29.

The next talk was by Shri G Asok
Kumar on the ‘Action plan for meeting
the challenges faced by the helicopter |~
Industry in India’. He acknowledged
that serious efforts were required to pull
the helicopter industry from its current
moribund state. He gave a firm |
commitment that in three months time
some concrete action would take place.
He affirmed that necessary action would
be initiated with the AAI in respect of
the charges and the DGCA for other
issues. He also announced the formation
of a small core committee consisting of
AAL DGCA and others which would meet every alternate Monday to discuss
the follow up action. He congratulated RWSI for their persistence in
raising various issues affecting the helicopter industry. He struck a positive
note in stating that FDI was now permitted in the airlines and they could
also import their fuel. In respect of the helicopters, he mentioned that the
draft CAR would be on the website in two weeks’ time for comments by
the stake holders. He also said that alternate helicopter routes in Delhi
areawere in the final stages. He was also in the process of obtaining list of
helipads and landing pads from the states in order to ensure standardization.
Relevant details of his talk are placed at page-30.

Shri G Asok Kumar IAS
Jt Secy MOCA
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Thereafter Shree Baijayant Jay Panda
shared his views with the participants of
the seminar. Shree Panda asserted that
he had a broad perspective on regulatory
issues as he was holding a pilot’s licence
in three countries. He was of the view
that the powers that be were out of sync
with the realities on the ground especially
in respect of general aviation including
helicopters and there was a need to
change the system. This seemed to be
endemic to other problems too faced in
India. He felt that this was because the
mind set was fixed in the past. There
were complex, unenforceable rules with wide discretionary powers whereas
simple enforceable rules were required. He was optimistic that as changes
were taking place for the better, the turn for general aviation including
helicopters was round the corner for improvement. Formation of the
Civil Aviation Authority was one such example of the change taking place.
He also narrated his own experiences as a pilot and the flying environment
in India. He offered his services in rendering help to improve matters and
take up the agenda forward even in Parliament. Relevant details of his
talk are placed at page-31.

The session ended with a vote of thanks by Air Cmde BS Siwach Secy
General, RWSI.

Shri Baijayant Jay Panda
Member of Parliament (Lok Sabha)

Technical Session

.
NalimlaISemmarun e
| Ndlional _
sVitalising Ailing Civil Helicopters
Industryin India

19 July 2013, India ntre, Ne

Speakers at the Technical Session I

The post tea session was the technical
session which dwelt on the Escalating
Cost of Operations and Infrastructural &
Security issues. The session was chaired
by Shri G Asok Kumar, Joint Secretary,
MOCA. The other panelists were Shri RP
Sahi, advisor MOCA, Mr. V Krishnan
President & CEO 0SS Air Management
Pvt Ltd, Shri Robi Lal, Ex Chairman AAI,
| Wg Cdr Sanjay Mittal YSM VM Training
Manager, GVHL and Col Madan FOI,
DGCA.

The first talk was by Shri V Krishnan
President CEO 0SS Air Management Pyt
Ltd on ‘Escalating Cost of Operation’. In

Shri V Krishnan, President CEO
0SS Air Management (P) Ltd.
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the present scenario, the strength of the civil helicopter fleet in India has
reduced by 10%. This negative growth has been due to a number of
factors. He stressed the fact that apart from other issues the continued
devaluation of the Rupee is having a cascading affect on the cost of
operations. This has led to a number of small operators closing shop. For
example the cost of spares, consumables, and special tools etc which are
all imported from USA and European countries has gone up by 35 to
40%. Moreover customs duty which is on ad-valoram basis has also
escalated. In addition charges for various facilities whether they be parking
charges, landing charges, hangarage charges, ground handling charges.
ATC charges and even regulatory costs have all increased dramatically.
More over the tax on ATF for turbine operated helicopters continues to be
high, whereas for regional airlines, the tax is only 4%. Relevant details of
bis talk are placed at page-32.

The talk by Shri V Krishnan prompted Shri Asok Kumar to make a few
comments in regard to the problems highlighted. He agreed that there
was a need to reduce differential customs duty. He also felt that a
comprehensive look was required to see the various costs and then work
out something to reduce them. In his view, presently, issues were being
looked at from individual departmental angle.

At this stage Shri Asok Kumar left the seminar due to official reasons
and Shri RP Sahi took over the
chairmanship of the session.

The next speaker was Wg Cdr Sanjay
Mittal YSM VM, Training Manager, GVHL
who talked about ‘Infrastructural &
Security Issues’ which needed to be
sorted out for revitalizing the ailing
helicopter Industry. He began his talk
by mentioning the fact that the civil
helicopter industry in India grew prior
to 2012 but recorded a decline due to
infrastructural and security issues apart
from factors brought out in the earlier
presentations. The infrastructural issues
were in respect of landing areas, Air space management, safety services,
ground handling, refueling, met facilities and so on. The security aspects
were mainly about entry passes for personnel whether they be AMEs,
Pilots, foreigners, and even security personnel. Security check of passengers
especially at remote helipads was another issue. The bottom line was that
security regulations had to be as per national requirement. Any differences
with those regulations issues by organizations such as ICAO had to be
filed. Relevant details of his talk are placed at page-34.

Wg Cdr Sanjay Mittal YSM VM
Training Manager, GVHL

During the concluding remarks which followed, it was opined by Mr.
Roby Lal Ex Chairman AAI that the gap between what is required and what
is provided is much wider in respect of helicopters than for fixed wing
aircraft. He was aware that AVM K Sridharan was doing his best to take up
specific issues during the CASAC meetings.

Shri RP Sahi stressed that it was necessary to keep hitting the nails on
the head to achieve success. He confirmed that issues raised by Wg Cdr
Mittal were being addressed in MOCA and the Regulator. It was stated that
a letter had been written by JS MOCA to AAI regarding the charges.

The session ended with a vote of thanks by Air Cmde BS Siwach
Secretary General, RWSI.
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Keynote Address by AVM K Sridharan VM (G)
President RWSI

Profile of Indian Rotorcraft Industry

This presentation therefore seeks to alert concerned Authorities to
some of the problems associated with helicopter operations and to
suggest action plan to revitalize the Industry.

Scope of the Presentation

e Cumulative Reasons for Negative Growth e Lack of Optimal
Utilisation of Helicopters. eLack of Infrastructural Facilities. e Escalating
Cost of Operation. e Regulatory Constraints. eSafety Performance.

Profile of Indian Helicopter Industry
Present Status of the fleet

e We have merely one Helicopter per 45 Lac people. A small
country like New Zealand has 750 helicopters and 27 Heliports .Per
capita - one Helicopter per 7000 people.

e USA has around 14000 Helicopters and 2575 Heliports, China has
around 300 Helicopters and 48 Heliports .Their fleet is expected to
grow rapidly this year. Brazil has over 1325 Helicopters and 13
Heliports

Growth of Civil Registered Helicopters in India
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199,755
Total dvil registered heicopters-266

Around 200 are in commerdal use.

Types of Operators &
Fleet Strength

90 per cent of
commercial operators have a
small fleet of six or less than
six machines

Revitalising the Ailing Civil
Helicopter Industry

Type of Civil
Helicopters in
Use in India

The presence of
helicopter OEMs
increased from 5 in
2006 to 10 in 2013 in
aspan of 7 years.

Civil Helicopters Fleet in Various
Commercial Usages

Usage of civil helicopters in India is confined to Non scheduled
passenger service. & Logistic air support to offshore Rigs. There is no
authentic and comprehensive data available with the Regulator about the
yearly flying done by the entire fleet. In 2010 alone commercial helicopter
operators flew a total of 77,175 hrs and carried 10,47,150 passengers.
The bulk of commercial flying effort is carried out ex- Mumbai (for
offshore) and Delhi.

Heli Charter

Around 75% of 200 Helicopters are Used in this role. Monthly
Utilisation Rate of each machine is down to less than 25hr. Mahalakshmi
Race Course

Logistic Support to E&P Companies Deployed on
Onshore & Offshore

Around 16% of 200 Helicopters are Used in this role. These helicopters
achieve higher rate of utilization 70-80 hrs per helicopter per month.
These helicopters contribute to more than 50% of total flying effort.
Regulation and Safety Oversight of these operations have plenty of scope
to improve.

Heli Tourism

About 9% of the commercial fleet around

Heli Pilgrimage / Heli Tourism (Around 20 Helicopters). Utilisation rate
of these helicopters are high (#80 hrs per helicopter per Month)
Lack of Optimal Utilisation of Helicopters

Following factors limit Helicopters being fully utilised :-

Meant for Point to Point travel covering short distances. Generally
average flying time for each leg is less than an hour. Practically limited to
flying from sunrise to sunset as they mostly operate under Visual Flight
Rules (VFR) which prohibits its operation in Instrument Metrological
conditions (IMC). One way to improve economic viability of commercial
helicopters is to have higher utilisation rates. It is therefore recommended
to popularise its roles which contribute to public good by expanding its
market.

Popularize Usage of Helicopters

Only a very small percentage of total helicopter operations are devoted
to Application Roles such as Hotline Washing, Casualty Air Evacuation,
Under Slung Ops, Electronic News Gathering, Airborne Law Enforcement
etc although these roles have great potential for usage.
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Emergency Medical Services

Hundreds of lives can be
saved by helicopters having
medical equipment and doctor-
‘Golden Hour’. (175K lives lost
in road mishaps every year).
Helicopter arrived in Jan 2011.
CFA Granted in Mar 2011
(RWSI has played its role in
popularizing HEMS in India by
conducting seminars and
making presentations to Z
potential users NDMA, NHAI, State Govts etc and relentlessly taking up the
matter with the Ministry, DGCA & AAI to remove bottlenecks).

Law Enforcement

Regulations are to be
formulated for use of helicopters
in Airborne Law Enforcement

Hotline Washing

Helicopters are used for ‘Live’
washing of power lines. Pawan
Hans has used their helicopter for
such jobs assigned by Power Grid
Corporation. Rules need to be framed to cater for such operations.

=

Reasons for Poor Utilisation of Charter Flights

Operators are unable to utilise their helicopters effectively when they
have to fly to destinations which have only temporary helipads. As per
DGCA Rules, when operating from Temporary helipads, the operator is
required to get prior permission for landing from the land owner and the
district authorities. In practice a large number of charter flights have to be
simply cancelled as the approval for landing could not be obtained in
time. MOCA may therefore consider advising State Govts to simplify
procedures for obtaining approval for landing at Temporary Helipads. A
Suggested procedure is submitted for consideration.

Recommendations : Air Traffic Management

Within the Airport, a separate area could be earmarked for the parking
of Helicopters from where a link to the taxi track/runway exist. Helicopters
may permitted to operate from there to avoid time consuming taxi to the
runway whereby at least 15 to 20 minutes of flying time can be saved in
each Sortie. Evolving Procedures for simultaneous operations of fixed
wing & Helicopters should greatly help in saving flying time. Flight routing
may be made as direct as possible independent of fixed wing traffic.
Establish licensed Heliports in every District .

Infrastructure Facilities for Helicopter Operations

The major infrastructure requirements for sustained helicopter flying
activity at major airports and heliports is :-

e Air traffic control services, e Establishing of heliports Ground
handling e Safety services ¢ Environment (especially noise), » Refuelling
eWeather dataeMaintenance facilities.

Status of Heliports & Helipads

Across the country hundreds of helipads have sprung up in the recent
years. Most of them are helicopter landing areas which are meant for
temporary use by helicopters engaged on chartered / private
flight operation.
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e There are also helicopter landing areas used regularly by private/
charter / non-scheduled services but are not licensed.

e There are no licensed heliports with the facilities desirable for
sustaining safe and efficient helicopter flying activity.

Operation From Non Standard Helipads

Ifyou are required to operate under Class I, the helipad should be of
such dimension as specified in the Op Manual that would permit the
helicopter with performance such that in case of critical power unit failure
it is able to land on the rejected take off area.

If it is a national requirement to operate to Helipads which does not
meet the laid down ICAO safety standards ,then, difference could be filed
with ICAO. We should also have a time bound programme for up-grading
regularly used helipads.

Safety Standards of Heliports & Helipads

For operation from a temporary helipad neither the helicopter operator
nor the clients have a representative at the site who can organise various
clearances for the flight and provide safety and security services at helipads.
These services cost as much as Rs 25000/- to Rs 30000/-. More importantly,
these agencies do not adhere to the standards laid down by the Regulator.
Presently, a number of Roof Top helipads have come up but are limited
to Private use. This must be reviewed to permit its commercial usage for
public good. Establishment of a separate wing for helicopters in AAI
could be of great help in the growth of infrastructural facilities and the
Civil Helicopter Industry.

Escalating Cost of Operation

In sum, the Airport Tariffs (including charges for extension of watch
hours) went up substantially. Operating cost related to engineering went
up by 1.5 times including the cost of ATF which constitutes 40% of
DOC(ATF price in 2013 was Rs 62 per liter as against Rs.45/- in Jun'13).
Charges for Ground Handling(minimum Rs25000) & Security Check
Charges (Rs. 1500/- for one check) introduced. Additional charges will
have to be paid separately for each helicopter parked within the Airport
for the night needs to be guarded by CISF personnel.

Recommendations

We request, urgent steps may be taken by MOCA to harmonize charges
levied on Helicopters in respect of RNFC, PSE, Ground Handling etc.
Government has capped sales tax on fuel for Turbo-Prop Aircraft operating
for Regional Airlines to 4%. The same concession may be extended to
helicopters which are also turbo prop aircraft.

Cost of Compliance to Regulatory NORMS

Flight Operations Inspectors (FOIs) have a very important role towards
promotion of safety and efficiency of helicopter operations. Any delay in
the training/periodic check will affect the operational efficiency of the
Company hence there is a financial implication attached to it. DGCA
charges @ Rs. 50,000/- as fee for Check Sortie/One Time Approval which
is quite steep. There is a need to harmonize the Fees being charged for
various checks.

Implementation of Decisions Taken

A numbers of meetings were held to find solutions to the issues raised
by RWSI by concerned civil aviation authorities and decisions were taken
to resolve many of them. In fact, MOCA Strategy 2010-15 includes major
thrust areas for providing impetus for growth of the Helicopter Industry.
If we are to revitalise the ailing industry, our focus may be on
implementation of the decisions taken already.
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Mission Uttarakhand
Some Lessons

On the 16-17 Jun 2013, a massive tragedy struck the hill state of
Uttarakhand. A massive cloud burst accompanied with torrential rains
hammered the fragile ecosystem of the Hills. This resulted in massive
deluges, landslides, swollen rivers, et.al. In this was caught a sea of humanity
comprising of pilgrims, Hindu pundits, transporters (taxi & bus operators,
mule owners, palankin bearers, pithoo carriers), hoteliers, natives, and
shop keepers, with numbers running into lakhs. While the disaster scenario
was contemplated, the remedial measures were only left on paper and
never put to action. As a result, there was a sub optimal response to a
major disaster. The rescue effort of Armed Forces, NDMA, Paramilitary
forces and the State were supplemented with a great number of civil
helicopters. Some 16-18 odd civil helicopters which were already present
in the state for the seasonal pilgrimage were requisitioned to provide the
immediate succour. These were the helicopters that provided the first
response to rescue of those stranded in Uttarakhand. As the days progressed,
more civil helicopters got requisitioned for Uttarakhand Disaster Relief.
By the end of the Relief effort; approx 40 civil helicopters were deployed.
It is now more than three months since the disaster took place and much
of the media coverage about the event has come to an end.

However, from the point of view of civil helicopters industry, it is
essential that we do not make the same mistakes which we learnt from the
Relief Effort. I am therefore raising following issues for the consideration
of the stake holders.

Use Multi-Engines (ME) Helicopters in Mountains. The civil
helicopter fleet present in the state at the time of the disaster were mainly
single engine helicopters. They were best suited for the Rescue & Relief
work in narrow valleys. At the behest of some agencies, Multi-Engine
Helicopters were inducted for the job even it carried fewer people than a
single engine helicopter. In addition, these helicopters consumed more
fuel and added to the cost of operation. Definitively it is not a cheaper
option for disaster relief purposes in mountains.

Halo Effect made Pilots carry as many Pax as Possible. During
the Rescue & Relief Op, there were no exceptions to this paradigm. In this
both Service and Civil Helicopters were the offenders. In doing so, the
pilots exceeded the recommended AUW and passenger carrying limits
laid down by the manufacturer and the regulator. It was seen Cheetah
helicopters carried more than 4-5 pax against mandated 3 and Bell407/
AS350B3 carried more than 7 against mandated 6. Mission
accomplishment became the single gaol . Some may argue that it was the
need of the hour, but then was it safe? A mishap would have been disastrous.

Land Anywhere Approach. Due to helipads and roads/tracks getting
washed away by floods and passengers stuck in different places there was
arequirement to land and pick up passengers from ad hoc landing spots.
Some landing spots were unstable and dusty. They were just large enough
to accommodate the skids of the helicopter. Flying single pilot it was a
Herculean task to manage the crowd at helipads and yet operate safely.
One of the helicopter crashed in such a mission when its rotors hit an
obstruction while on ground. I wish the State Govt had created larger
number of helipads meeting the minimum safety standards.

No Consideration for weather. The monsoon was very active during
Jun-Jul’13 in Uttarakhand. As no weather forecast was available to pilots,

RUDRAPRAYAG HELIPAD

it played on their mind. Added to this were the AUW restrictions that
imposed carriage of limited fuel reserves by pilots. These issues posed
additional stress on the pilots while flying over the terrain which offered
no diversionary landing spots. In this environ there were numerous
instances when pilots opted to fly in sub-marginal weather. The basic
need to fly in VFR in the mountains was violated. Another disturbing trend
that emerged was of pilots placing implicit faith on the GPS despite the
fact the GPS has its limits and cannot be relied while flying in mountainous
terrain owing to unreliable signals.

Regulatory Oversight. It included ;(a)Not issuing a disaster
management circular to insulate the various helicopter companies from
any violation of CAR owing to mission requirement,(b) Induction of
helicopters in hills with majority of crews having no recent hill flying
experience or undergone regulatory checks, (c) Not launching the FOIs
at the commencement of Rescue & Relief effort in the state to pre- empt
unsafe conditions with appropriate instructions to avoid accidents,(d)
lack of coordination with the Army & Air Force, State and NDMA for
ensuring smooth civil helicopter operations, (e)Not carrying out on the
spot approval of ad hoc helipads and clearance of pilots to land at ad hoc
helipads, (f)Not nominating examiners to carry forward the regulator’s
writ, (g) Not interacting with various helicopter companies to comply with
the regulator’s writ &(h)Allowing indiscriminate parking of helicopters
at Sahastradhara .

Gap in Training Standards. The civil Rescue & Relief ops brought
out the need to establish higher hill flying training and testing standards
for pilots. The procedures and the rule position related to requirement of
inclusion of tests to check pilots for landing at unscheduled ad hoc
landing spots at various altitudes need to be revisited.

Mission Uttarakhand has given us many lessons. The ones that relate
to Disaster Management Authorities for creation of suitable infrastructure
are already under way at MOCA and DGCA. State response and preparedness
remains at nascent stage. Most of all, operators and pilots will need to
prepare themselves to respond to such requirements in a more professional
manner especially in respect of safety. o
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Ladies and gentlemen,

As you all are helicopter operators
or pilots you know helicopter is a very
versatile machine. It can go up vertically,
can move forward, can move backward
and unfortunately that is the state of the
helicopter sector in the country. We have
been going forward and backward. I
think it’s a time when we really took a
look at it and took steps for moving it
forward. I say this with a lot of pain
because I was invited to participate in
these meetings many times earlier and I am making the same speech every
time.

I personally feel that we must make a very serious effort towards taking
action on decisions already taken but not implemented since 2008 as
mentioned by AVM K Sridharan.

While MOCA & DGCA have been trying to get some of the decisions
implemented, I would like to make a very firm commitment from my side
that we will take at least a few concrete steps to implement some of the
major decisions in 3-4 months time. I congratulate the RWSI for the
tremendous persistence that they have shown in trying to get things to
move forward. Probably I have seen 3-4 Rotor India publications where
they have been reiterating the same points every time and saying that they
are waiting for action.

Iwould like to talk on some of the points raised by the earlier speakers.
As was pointed out, the size of the civil helicopter fleet has come down
which is an indication that the industry probably having negative growth.
It is not that only the helicopter industry which is going through a crisis
but the entire aviation sector is going through a crisis. In the last year we
had a special team constituted under the chairmanship of the Secretary
MOCA, looking in to the factors that are causing stress in the industry.

Based on the Committee’s recommendations, many steps were taken
including permitting FDI in airlines and permitting operators to import
ATF on their own. But then the industry has not still moved forward
though we had given permission for the industry to import ATF on their
own. It is almost 1% years now. All the scheduled airlines have taken
permission but nobody has started actually importing ATE Probably the
biggest problem in aviation sector is the rupee devaluation. This is because
the industry is totally dependent on dollar denominator operations. Your
spare parts, your fuel, lot of payments are dollar based. Devaluation of
rupee, which is beyond the control of MOCA, has added to the woes.

But there are certain things which the Ministry of Civil Aviation and
DGCA can do. These are to put issues under scrutiny such as charges for
landing of aircraft at the airports or helipads, ground handling charges,
and issues relating to security. Many of you have been mentioning the
issue of passes for getting into / getting out of the airport, getting a
technician into the airport and even the charges of ferrying a passenger
from the terminal to the airport. These are all issues where probably
Ministry of Civil Aviation and the attached offices can take action.

We had discussions on 25 Feb’13 with our Working Group. Almost 18
points were identified. At that time we had given a timeframe for action
and in that timeframe probably not much has happened. However, lot of
steps were taken to review the issues related to Airport Authority of India
in regard to parking and landing charges. We have written to DGCA for

Shri G Asok Kumar
Jt Secy MOCA
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many action points. Some of them have been taken up. Let us not be
gloomy as if the industry is going to collapse. One positive thing is that
elections are round the corner. Now the trend is that leaders would like to
fly in to the place where they want to address the gathering. Elections are
coming which puts a lot of responsibility on us, the regulators, and all of
you. In the last year Assembly Elections in UP, almost 72 aircrafts of
General Aviation including helicopters were used. When the country goes
for Parliamentary Elections, you will see this type of operation in much
larger scale. It implies that large number of helicopters will be required to
meet the needs. Let us not therefore worry about the prospects.

Big business opportunity has also a lot of responsibility. For the sake of
business kindly don’t compromise the safety aspects. We from the DGCA
side are trying to reiterate the guidelines issued during the last election
time. What are the Do’s and Don’ts?

Secondly, in the last meeting, one of the points we discussed was
corridor for entry/exit to Delhi airport. It is in the final stage and is likely
to reduce the flight time for South and South East bound flights. Last time
we had promised that the draft CAR would be at least on the website of
DGCA. Probably in next two weeks’ time the draft would be on the DGCA
website.

We are trying to collect the data on helicopter operations especially
related to the hours flown by each operator. When we asked DGCA, they
said that the operators were not giving the data. This is where you also
have to be more responsive. The operators probably would like to ensure
that they give monthly data to DGCA. This has to be linked up with their
license. If they are not giving the data on time, probably they will have to
face music during the renewal of their license. From the Government side,
we want you also to respond by sending the data properly every time and
we will probably do the statistical analysis thereafter. We are saying that
next time onwards if they are coming for renewal and if this is not properly
complied with, they will face problems in renewals.

We have collected data of heliports. Unfortunately we do not have list
of all heliports which are operational, or made operational, and which
are licensed in the country. That is why many of you are facing problems
because every time when a helicopter lands in a place, it requires the same
old rigmarole of permissions every time. What we are planning to work on
is to compile the details of airports, heliports or possible landing places
for helicopters and ensure that they meet certain minimum safety standards.
I have got data from about 7-8 States. UP, Madhya Pradesh, Punjab,
Haryana have responded and we are trying to follow this up probablyin a
month’s time by meeting the Secretary of Civil Aviation and Ministers who
handle the portfolio of civil aviation in State Govts and to impress upon
them the importance of these aspects.

This is because we want the State Governments also to take note of
helicopter operations and the type of effort the helicopter pilots have
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shown in Uttrakhand. Moreover people have realised the importance of
helicopters and helicopter operations. We will try to impress upon them
the necessity of maintaining updated database of authorised helipads
which you can operate on. This would help you in getting speedy
permissions to operate. We are trying to work on that part.

Let me also assure you that shortly we will have meeting with the NHAI
to take up what was left over in the earlier meetings about the emergency
evacuations and the accidents.

Let me assure you that we will be forming a core committee today with
representatives from DGCA, Airport Authority and the Ministry. From next
Monday onwards, every alternate Monday we will meet at 3.00 p.m to get
some action on this. Unless follow up action is taken, things will not
happen. Since the honourable MP Shri Baijayant Jay Panda is here and he
has been a very senior MP, he can push some of the reforms which we
want. At least we can trust him because we have been breaking our heads
with a set of Ministries to get tax relief and all such things. His words
would also be helpful. We always bank on him as a person interested in
this sector to help us in pushing it through. I leave with the positive note
that some time probably in 2-3 months we will have some positive action
taking place. Then only I will come and face you and address you. e

Shri Baijayant Jay Panda,
Member of Parliament Lok
Sabha

“Fortunately I am able to participate
in the event here as member of RWSI
and as a pilot myself. I don’t have to
carry the baggage of that stigma from
my other community.

I have a list of talking points but I
want to skip all of that. Everybody is
familiar with all those and even if
anybody wasn’t at the beginning of the
session, we have had a very comprehensive presentation by AVM Sridharan.
We have had other aspects presented by Col Dubey, Lt Gen Pawar and a
very impressive presentation by ShriAsok Kumar.

I'want to take a few minutes to share with you just a few experiences of
mine as a pilot. I recognise that 2/3 of the people in this audience are
pilots of great seniority, much more than me. I have certain perspectives.
I have flown a little less than 1200 hours and I have licenses in 3 countries
on both fixed wing and helicopters. They happen to be on three different
continents.”

Regulatory Ambiance

“I have a perspective of comparing various issues and various regulatory
environments. I mention regulatory environment because I think that that
is the crux of the issue. We can talk about individual issues like ATF price
or custom duties or ground charges. In my mind at this level [ would like
to get to the root of the problem.

The root of the problem is that our regulatory environment is completely
out of sync with reality, i.e. with the needs of 21st century aviation
environment and all the problems emanate from there. We can tinker and
make some changes but we really need to have some comprehensive
changes. The administrators like Shri Asok Kumar can change the system.
The problems we face are unique, are endemic to the problems that India
faces. If you look back only 15 years ago, things like motor vehicles and
air conditioners were considered a luxury. Today we don’t treat vehicles or

air conditioners as luxuries. We treat them as basic essentials for a very
large and growing middle class when even a larger part of the population
can’t afford it.

But we still have 2 mindset when it comes to civil aviation particularly
general aviation. In scheduled operations there has been a tremendous
change of mindset. Aviation is no more seen only as a luxury. It is seen as
a necessary part of our transport infrastructure. But when it comes to
rotary wing aviation, our mindset is still stuck in the past. Many of these
issues have been mentioned today itself about how there is an overlap
between fixed wing and rotary wing regulations that create difficulties, but
this is an aspect of the environment itself.

The regulatory structure itself being completely out of sync, I have a
little bit more to say on this. Instead of having simple clearly enforceable
and strictly enforced regulations, we have complex, not easily enforceable
rules with lots of discretionary powers. This problem is not unique to
aviation. As I just gave an example from a different sector, we have had
problems in others sectors too but we are changing our mindset. That
change is a long drawn out process. As more and more population begins
to partake of any particular activity, then it begins to be seen as normal.
Then we start treating it with more pragmatism and a more practical
attitude. That is beginning to happen. I think the turn for general aviation
and particularly rotary wing aviation is around the corner. I am very glad
that ShriAsok Kumar mentioned in terms of steps being taken to address
some of these concerns. The best thing we have heard in recent times is
the cabinet approval of a completely revised regulatory authority, which is
the Civil Aviation authority which is truly independent. I was very glad to
read that it would have the powers to recruit on its own

Attitudinal Problems

There is still work left because trying to fix an antiquated obsolete
structure is far more difficult than to try and build 2 modern new structure
that actually takes care of our requirements. Part of the problem is
attitudinal.

Let me give you the aviation example. When I got my license in other
countries I was prepared the day I got my license. I was equipped. I was
ready for special VFR. I had flown in high traffic environments. But when
an Indian pilot gets his PPL, he or she is not ready. I realised this as a
shock. I came across some pretty stunning examples. Some months ago I
came across a situation where a student pilot was going through solos and
I'was congratulating him. I suddenly realised that what was being described
as solo in India has a peculiar meaning. It is called supervised solo with
instructor sitting in the aircraft. In the other two continents when I flew
solo, it was real solo. Supervised solo meant that the instructor was on the
ground communicating with you on the radio. There is a huge difference.
Experience of flying solo is 2 major transformational experience and the
number of hours that you fly solo to build your confidence is a seminal
part of getting your initial license. This attitude reflects the attitude that I
mentioned. It is not unique to aviation in India. It applies to other sectors
that if you don’t have the additional training very thoroughly done and the
instructor doesn’t have confidence in the student. He doesn’t to sign her/
him off for solo. Don’t do it. Don’t claim that the person has solo and
create a new meaning when the person is not ready. It is quite probable
that that person will fly as co-pilot and after a few 100 hours, will develop
the confidence. But that is not the way it should be done.

Many years ago I got a particular rating in a different country because
the rating was not available at that time in India. When the time came for
getting it endorsed on my Indian license, we ran into a difficulty. There
was no qualified instructor to do a check run. It was a catch 22. I said,
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well I have got my rating in a ICAO country, just endorse it. What happened
was that, we had this Catch 22 log jam which went on for 2-3 months
where [ was not getting endorsement and I kept on persisting. Finally they
came up with a unique solution. They said that we will have check ride but
we will have a non pilot Under Secretary sit with you and stamp your
license. I could see the expression on that poor fellow’s face. He wasn’t
sure what kind of training I have had and I didn’t accept that option. We
finally managed to find a qualified instructor and I got that check ride
done. This is the extreme to which we take our ludicrous system. We need
to change these things. Separate CAR for rotary wing operation, it is
obvious to anybody who flies rotary wing. Simple things like fuel reserve.
When we have smaller aircraft, there is the same kind of fuel reserve
requirements for helicopters and aircrafts. Helicopters as it is, have an
endurance issue. Then you take away a large chunk of that endurance by
stipulating that you must have fuel reserve as in an aircraft to go to an
airport. It is ridiculous.

Long Term Perspective Required

We have this silly system of having differential customs duties depending
upon the end use of aircraft whether it is for private or it is for non sharing
operations. It has been proven again and again in India over many decades,
outside of aviation that if you have differential customs duties for the same
equipment based on end use, it is going to get misused. It's a simple law
of economics. We learnt this lesson. We sorted this out in all other sectors
and then years later we reintroduced it in aviation. It is silly. The custom
duty ought to be somewhere in between the two duties closer to the lower
end of it because if we want to encourage general aviation in civil aviation,
we have to have the bigger view. We need economy of scale and that is not
going to happen with 300 helicopters. I thought it was 260 helicopters
actually. But if you say 300 that is good news. It is ridiculous. You
mentioned also that China has 300 helicopters.

There are many things we ought to admire and emulate in China but
not this. Reason for that is very simple because despite their huge economic
growth, despite everything else, there is still a controlled society.

China is the only country in the world that has a much larger force,
armed and police, to control their internal problems compared to their
army to deal with their external problems. They don’t have a modern civil
aviation environment or a regulatory structure. In fact you keep reading
articles about how most of their private and civil non scheduled operations
are actually grey market operations. They don’t have clearances; they
don’t have licences. Its a pretty Wild West situation out there. This is the
one sector we need not emulate. There are many other things that we can
learn from them that we can emulate.

As was pointed out by the ratio of helicopters per population, we need
to go a long way not just for helicopters but aircraft in general. NSOP
operations are not doing well not just for helicopters. They are not doing
well for fixed wing either. So I am very glad to hear that the Ministry and
particularly Mr. Kumar is going to start taking these weekly reviews and
start addressing these issues. I am hopeful. I am optimistic. I am also
realistic. So I want to tell you the reasons why things haven’t moved very
quickly, is because it hasn’t pinched, where it ought to pinch? Somebody
mentioned elections are coming up. So I can tell you that the operators
and the pilots in this room agree to jointly take a decision that just when
the elections are about to start, they would not fly for a week or two weeks
until you sort out these problems. 80% of these problems would get
sorted out. If you do take that decision, please excuse me, I will fly myself.

Only a few years ago we started modernizing our airports. By that time
our economic reforms had already been going on since 15 years. India
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was already celebrated around the world as a hot destination and yet
people used to keep complaining that we have the shoddiest airports in
the world. What a wrong first impression it gave to any visitor. That was
because we did not have the time to focus at airports. Then the time came.
We focussed on airports. And we today have some of the best airports of
the world. Even though some of them get flooded in monsoons but we do
actually have some of the best airports in the world.

Competition is the need of the Hour

Iwould like to say that some of the problems that we face are not due
to privatization. The high charges that have happened is because of lack
of competition. If you have a monopoly situation whether private or
public, you are going to end up with the consumer suffering. The main
catch is that you must have a competitive environment where somebody
would be just happy to have just a 20% profit margin rather than a 500%
profit margin on any particular activity. That can only happen due to
competition. If we don’t have privatization we can’t have growth of the
sector. The Government can’t do it. Let us look at the root of the problem.
I believe we do need both sectors. We do need the public sector. We do
need the private sector. Most importantly we need competition.

There is not much left for me to say. I empathize because I face these
issues on a regular basis, I fly myself 3-4 times a week. So I experience all
of these issues. I have already offered RWSI, my services for anything that
I can do to take the agenda forward for reforming this sector. If there is
anything that needs to be raised in Parliament, I will be happy to do it.
Everything has a time and place. So far it had not been our time and place
but I am getting a feeling that we are on the verge of reaching that
combination of factors where this sector today is going to get that attention
from the powers that be. If we can strike when the iron is hot then I think
that a combination of efforts from operators, RWSI, from dedicated civil
servants and from a few people who are in politics, we can actually make
a difference. Thank you very much.”

TECHNICAL SESSION

I wish to thank RWSI for giving me
opportunity to speak on the subject of
Escalating Cost of Helicopter Operations.
When I researched the subject that I have
to speak on, the inputs I got from some
N of my fellow operators were worse than
mine, and mine is very bad. All of us are
losing money. Most of us do not have
the backing of large industry houses.
Therefore it really pinches when we lose
money because banks are not willing to
support us for the reason that we are a
service industry. Service is anathema for
banks because they look at us as a very poor investment. They feel that if
they give us loans we will never pay them back. There has been precedence
of things like this happening in the country. As assured by Shree G.Asok
Kumar Jt Secy MOCA, if the ambience changes, all of us are going to be
extremely happy to be able to participate in the change.

V Krishnan, CEO, 0SS Air
Management Pvt. Ltd

Impact of the devaluation of rupee

What does this mean to us? It means that all costs are going to go up by
40%. On top of this, since all these items attract custom duty, it means
there is going to be that further increase also. This is one cascading effect
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we have to be prepared for. Second, we have been growing on year on year
basis. We have not grown for several years but negative growth is going to
be difficult to handle. What is worse is that 10% of the fleet has been
exported out of India, used helicopters. Why? Because they can’t be sold
in India because there is 12.5% VAT which will kick in for every resale. If
you export it there is no tax. You export for free. Why should there be a
huge tax on every resale of the asset in India?

Impact of escalating Airport Charges, cost of ATF and
Ground Handling Charges.

The kind of increases we have in Hangarage & Parking charges are
unreasonable. You can’t charge rotary wing aircraft the same as what you
are charging from fixed wing. We can’t carry that burden. Landing charges,
passenger service fee, not only are they applicable but they are being
increased continuously. Then you are looking at ATC, RNFC, watch hour
extension and the low priority for arriving and departing helicopters. In
respect of ATF, there is nothing much that we can do because that is the
administrative cost. But what can be done is the benefit of 4% as against
12-12.5% that you pay as tax and which is being given to Turbo prop
companies, could be extended to rotor craft also as subsidy. What hurts us
more is that since our requirements of fuel are not so large, there are no oil
companies which are ready to make their fuel tankers available at all our
destinations and many en-route places. So the cost of transportation of ATF
in barrels by us to various locations gets added to our operating cost.

Ground handling. We actually don’t need ground handling because
we are equipped to handle ourselves. Many of our AMEs and technicians
and several pilots would do multi tasking for us literally on voluntary basis
but we have to pay for ground handling.

Let’s look at the Fees for Regulatory Checks/Tests. How these
can be rationalised to reduce impact on the operator. I was just mentioning
a few points. Like 5 years instead of 2 years for the same fee. We are
looking at rationalisation for some checks. We need two proficiency
checks and route check every year. What we can do is to telescope that
into one check?. We are required to do night currency on non revenue
flights. When a pilot already has currency and you are looking at renewing
that pilots’ currency, why not do it during the revenue flight?. Then we are
looking at regulatory cost in terms of license validity of pilots and AMEs.
Why should they not be extended for a life time?. Why do we have time
limits, let the onus be on them? For medical or maintaining currency in
India, it could be left to the pilot. Then we are looking at recurrent
training on simulators. It is mandatory that it has to happen every 2 years.
When a pilot goes for new type of training to manufacturer’s facility or
recognized one, the emergency procedures, they are extremely thorough
in their training. Each of such recurrent training costs us 25 lakhs for 2
years. Could we review that? For helicopters the world over, CHPLs are
good enough to fly them. Here, there is not only a requirement for an
ALTP for pilots to fly helicopters that are above 5700 Kgs but ALTP pilots
also have to qualify like fixed wing ALTP pilots. Are fixed wing ALTP pilots
qualifications, required for helicopter ALTP also? We need to have separate
set of CARs for this also and may be, perhaps do away with the requirement
that ALTP pilots alone are to fly + 5700 Kgs helicopters.

FATA formalities

New types are now being inducted by most manufacturers. You don’t
have pilots who are perhaps qualified for induction of the first new
type in the country. Why you insist on FATA formalities for them. It will
take 4-6 months to get FATA. Helicopter waiting to be delivered cannot

be delivered because there is nobody to do the test. This is again
something we need to look at.

Routes

Let’s look at some more aspects such as no flight zones and circuitous
air corridors. Non availability of certain airports, say Safdarjung airport
for instance. Why not allow other operators also. Every one of us here are
security cleared. There is no reason for any restriction. Pawan Hans operates
from Safdarjung airport. Let’s also look at the regime of self-regulation.

Notice Period for Leaving an Organisation

Pilots have a 6 months’ notice period. Why not have similar notice
period for AMEs also. There is a huge cost for type training & Endorsement
of technicians which is also similar to pilots.

Royalty Payment to the Airport Authority

Why this archaic law of royalty payment by maintenance organizations
to the Airport Authority? Operators come under the category of small and
medium enterprises. There need to be some benefits which are extended
to SMEs. Heliport development could form part of planned budgeted
expenditure of the government.

We are talking of harmonization of regulatory requirements such as
Customs and excise, also perhaps VAT and service tax administration, so
that there is single window approval available under the aeiges of the
DGCA or MOCA for approvals. Similar harmonization between the district
administration and the state aviation department, when we are flying out
to rural helipads, this will help. I am bringing up all these issues because
every activity costs money. The kind of costs that we are incurring is huge
compared to the revenue that we are getting.

We have all observed that the quantum of investment that is flowing
into civil aviation sector is very low, lower than the average of the rest of the
industry in the country. Perhaps aviation is the sector where we look at
last. If I was in the corporate sector, as a diversification opportunity for
corporate to get into, a few corporate who have got into the sector also
have got into serious trouble for reasons that Mr. Jay Panda referred to.

If you have two different rates of duties, there is always going to be the
scope of what is known as misuse. But this is not misuse because this is
the mechanism with in which we have to operate. Right now all of us
operators, excluding a few, are before the Supreme Court because the
custom authorities have taken us to Supreme Court to say that we have to
give undertaking when we import aircrafts, we have to declare as to how
it will be used. The use that we normally declare used to be based on the
erstwhile notification of the DGCA which said that it will be in the chartered
category up to 9 passengers and passenger category after 9 passengers.
But custom interprets it differently. They have said. Oh! You have put this
category but you have used this for the other category. So we are all before
the supreme-court. All of us have incurred cost in litigation. They have
seized many aircrafts in the country. Who is responsible? It is the differential
rate of duty. This issue has to be addressed on priority basis and it has to
be settled. Otherwise it is the biggest entry level dampener for the
industrialists to look at aviation as a source of diversification.

Now the way things are today, I think it can really change with elections
coming up and subjectto Shree G Asok Kumar, Jt Secy, MOCA helping the
Industry by removing the Op & Fiscal bottlenecks which it is facing. I think
all this can be managed and we will do it.
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Wg Cdr Sanjay Mittal commenced the
talk by congratulating Rotary Wing
Society of India for having organised the
seminar on a very topical issue. He stated
that the strength of civil registered
helicopters in India today stands at a
little over 260. This is in stark contrast
to over 50,000 helicopters that are
registered the world over. This means
that India represents only about 0.5%
of the world helicopter industry.
Compared with the Indian population
which is about 17-18 of world
population; the Indian GDP vis a vis the world’s GDP or geographical
expanse of our country as compared to the global land mass one finds that
the disparity is vast. It obviously goes to show that there is scope of
development in this field, however we find a downturn in the industry.

While there are various reasons for this, Capt Mittal stressed on only
certain issues which relate to infrastructure and security requirements as
mandated by the regulator.

While offshore is the foremost sector engaging helicopters, the next
major role in India is unique :"heli religious tourism”. This particular
sector was not so prominent 4-5 years back. It began with only one sector
at Vaishno Devi - Katra, moved on to Amarnath and has recently come into
the Uttrakhand area in a major way. The sector is growing at a very fast
pace. Over 16 helicopters operated in the congested valley of Uttrakhand
this year. Although the operations may be seasonal in some areas, in
others such as Vaishno Devi operations continue throughout the year. The
aviation industry has to capitalize on the requirement and provide adequate
infrastructure to enable a safe and efficient growth of operations.

VIP movement involving State Govt Helicopters is the next major
contributor to helicopter flying effort in India. Here again we see good
utilisation and growth. Fortunately operations in this sector due to their
nature are far better organised than operations in roles that will be discussed
subsequently.

Next two important roles are Charter Flights and Corporate Helicopters.
This is the area where we face the biggest challenge. The ability of the
machine to provide point to point transportation is being exploited in
these sectors and this is the sector in which we face the biggest biggest
constraint in terms of infrastructure. Here we are faced with a major
negative growth in the last couple of years.

Coming to specific problems being faced by the industry. There are
certain airports which are out of bounds for helicopters like Safdarjung in
Delhi or Bombay international airport. That itself restricts the charter and
corporate flights from providing “ door to door” services to High Networth
Individuals. If we don’t have airports like Safdarjung available or alternate
landing helicopter sites within the town it is a major constraint. Very often
parking bays within the airport are not available. Airports like Goa,
Rajamundry, Port Blair are prominent examples; the limitations become
more restrictive as these airport have no alternate in the near vicinity.
Further even if the airport accepts helicopters and bays are available,it is
often experienced that the bays have been marked by the AAI to suit wide
body fixed wing aircraft and a single light weight helicopter occupies the
bay with no parking available for other machines. Contrast this with heli
pilgrimage in Uttrakhand valley, where 16 -18 helicopters are operating
from one small helipad. Helipads in the hills of eastern India do not meet

Wg Cdr Sanjay Mittal YSM VM
Training Manager, GVHL
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the ICAO requirement but we turn a blind eye and continue operating
from them. At the same time in big airports large tracts of land is available
yet permission is not granted to the operator to use a part of the airport to
build a temporary helipad to undertake operations, such permission
could easily overcome a major hurdle.

Non availability of a dedicated general aviation apron at airports is
another factor. Even new Greenfield airports in Bangalore /Hyderabad or
airports that have been renovated don’t have a GA apron and terminal.
Helicopters are parked like fixed wing and invariably in one corner of the
airport, resulting in long travel time within the airport before the passenger
can exit. The individual, who has chartered the helicopter, is not interested
in wasting 30 minutes or more time to go around the periphery to exit the
airport. A dedicated apron which provides easy access will assist in
operations.

Night Operations - Presently night VFR is not permitted in India
thereby limiting night operations from only IFR airfields that have lighting
facility. Helicopter operations need to be permitted at night from airfields
which do have lighting and instrument approaches but may not be certified
for night ops by AAI as of now.

Helicopters are handled like fixed wing by AAI controllers. A dedicated
GA VHF R/T frequency in congested areas like Bombay and Delhi will go
along way in simplifying operation. Scheduled watch hours at airfields to
meet helicopter requirements and not based just on fixed wing aircrafts
need to be considered. As explained earlier helicopter traffic in the hilly
area is going to increase. There is an urgent need to consider setting up
appropriate ATM services in these hilly areas.

Ground handing at airports in another major expense, presently the
operator is compelled to hire a handling agent at exorbitant rates;
helicopter operators may be permitted to carry out own ground handling
rather than hiring contracted agencies.

Barrel refuelling - Presently for all flights in hilly areas, each
individual company is handling its own refuelling, and therefore moving
the fuel in barrels. A better way could be if I0C or HPCL could provide
proper fuel bowsers at the helipad. Such an arrangement would ensure
safe operations.

Finally security aspects: There have been major improvements in
this area . However there are still problems mainly with issue of airport
passes particularly for the AMEs in big MRO companies. AMEs are not
being given all airport passes. Foreign pilots flying under FATA require
airport passes. Invariably they are linked with Visa and work permits
which are often notin sync. Airport entry passes are required for foreigners
who are coming to visit or to maintain helicopters. Security checks of
passengers boarding at remote helipads need standardisation. We need to
look at separate rules for operating helicopters in terms of regulatory
issues in homeland security aircraft.

To conclude, we need to look at the regulations which while in tune
with ICAO requirements are not far removed from the ground realities
existing at within the nation. We can take a cue from the new EASA Ops
and file differences with ICAO. Company operations manuals need to be
practical documents which lay down the exactly manner in which the
company operations are carried out. Finally, I urge that helicopter
operations be considered as a force multiplier; because of these operations
other sectors of the economy are going to benefit. Thus helicopters as
well as other sectors of the economy can grow jointly.
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Air Cmde SK Majumdar Memorial Lecture
on Indigenous Development & Manufacturing Capability
of Helicopters in India : Challenges & Strategies
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The post lunch session witnessed the Air Cmde SK Majumdar Memorial
Lecture on Indigenous Development & manufacturing Capability of
Helicopters in India and its associated Challenges & Strategies. This session
was chaired by Air Chief Marshal (Retd) FH Major, and included panelists
such as Shri Sadagopan OSD Helicopter Complex, HAL; Shri Somen
Choudhary Aerospace Engineer; Lt Gen BS Pawar (Retd) & Wg Cde BS
Singh Deo (Retd), Vice President, RWSI.

In the welcome address of the session
Lt Gen Pawar lauded the pioneering role
of Air Cmde Majumdar in propagating
the role of helicopters in the Defence
Services and the country at large. Air
Cmde Majumdar had many firsts to his
credit, be it as a helicopter pilot or a
qualified flying instructor or
undertaking amphibious operations or
setting up a helicopter training unit. He
also was instrumental in creation of
professionally competent “Helicopter
Force” not only for the IAF but also for
the Navy. In regard to the topic being
covered in the session, Lt Gen Pawar stated that India had gone into the
manufacturing under license and the country’s focus of indigenization has
been on replacing foreign components with Indian substitutes. As this
was not enough, the object of the session to discuss the problems and
formulate strategies to further indigenous development & manufacturing
capability of Helicopters in India was very relevant.

Lt Gen BS Pawar PVSM AVSM
President RWSI (Northern Region)

The first speaker was Wg Cdr BS Singh
Deo who recalled his association with
Air Cmde SK Majumdar. As he had
personally witnessed the actions of Air
Cmde Majumdar while carrying out
checks on the aircraft before flying even
as a senior officer, this had made a deep
impression made on his mind in regard
to the professionalism of Air Cmde
Majumdar. This professionalism was
displayed from time to time by Air Cmde
Majumdar.

Thereafter Shri V Sadagopan, OSD
Helicopter Complex, came to the podium
to gave a talk on ‘Indigenous
Development & Manufacturing Capability
of Helicopters in India : Challenges &
Strategies’. His talk covered the core
business of M/s HAL and a brief history
of helicopter production in HAL starting
from license production to indigenous
design, development and production.
Apart from giving the details of the
capabilities of the Dhruv multi role, multi
mission twin engine 5.5 ton helicopter,
he also talked about the current
programme of developing the light

Wg Cdr BS Singh Deo
Vice President RWSI

Shri V Sadagopan
0SD Helicopter Complex, HAL
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combat helicopter and the light utility helicopter. Another aspect was the
problems faced by HAL in the design, development and production of
Dhruv helicopter and the technologies evolved by the company to overcome
them. Moreover the lessons learnt are being translated in to realizable
actions in respect of other variants of Dhruv helicopter, as well as the
current programmes of development for
the light combat helicopter and the light
utility helicopter. Relevant details of
bis talk are placed at p-38.

The next address was the key note
address of Shri Somen Chowdhury,
Aerospace Engineer. This address was
on ‘Indigenous Development &
| Manufacturing capability of Helicopters
in India Challenges & Strategies’. This
address was very comprehensive and also
painted a broad canvas on the
development of the helicopter
worldwide. This was followed by the
history of indigenization in India and
the mixed results which have been obtained till date due to various factors.
One of these was the lack of a strategy to bring together the industries,
laboratories and the universities to work together in a comprehensive
synchronized plan. Thus no organization was formed to bond the
industries, laboratories and the universities with a sequence of activities in
a strategic manner to achieve time bound results. He then went on to
tabulate the achievements of various establishments setup by the Govt in
the aerospace sector. He also compared as to what had been done in
countries like USA, China, Japan and so on and the results achieved by
them. By defining “indigenization” as capability to conceive, develop and
manufacture ones’ own without having to learn from others or buy input
know how to do so, he was able to bring out that the present policy of
indigenization fell well short of what needed to be done. He stressed that
objectives had to be laid down such as mission, performance, reliability,
cost, maintainability, managing risk and readiness as a key factor. He
stated that the fundamentals of indigenous capability and self reliance
consisted of technological capability, manufacturing capability products

Shri Somen Chowdhury
Aerospace Engineer
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support capability, management experience and institutional knowledge.
He went into some detail in regard to the conditions which were necessary
to create these capabilities. He talked about the product development
cycle, analysis readiness levels and many other aspects. With all the factors
in place, there was a requirement to develop a matrix which would take
forward all the aspects in a time bound manner to achieve the objective
with minimum wastage in terms of cost and effort. While describing the
various aeronautical development programmes in India including those
of HAL and DRDO, he pointed out their characteristics’ and drawbacks.
He also suggested a roadmap which could be followed to address next
generation projects. Apart from a general technology perspective and
capability road map, he also gave out a helicopter technology road map
indicating activities year wise. This also indicated the critical elements
such as skilled manpower, leveraging the private sector, education and so
on. Reorganization of HAL and other organizations with clear cut objectives
were also suggested by him. Due to the multitude of factors for each
activity, he again emphasized the use of matrix to ensure an overall view.
Relevant details of his talk are placed at page-39.

After the key note address Mr. Somen
Chouwdhary, there were two short
presentations by the Army and Navy on
‘User Perspective on Indigenous
Development and Manufacturing’. The
presentations from the Army was made
by Brig Jaswinder Singh DDG, Army
Aviation. During this presentation the
aspects covered were future battle space,
relevance of helicopters in this battle
space, operational requirements, desired
capability and expectations from the
industry. It was clearly brought out that Brig Jaswinder Singh,
helicopters are a part and parcel of DY Director General, Army Aviation
ground operations. The characteristics of the helicopter enables it to be
effective in the emerging battle field milieu and also act as force multiplier.
The expectations from the industry was capacity expansion and
production ramp up, investment in engineering support services, investment
in R&D for early fleet stabilization, assured technological —logistic support
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and road map for future development
on well defined time frames.

Rear Admiral S Kanugo ACNS, Air
Material, Naval Head Quarters began his
talk outlining some of the problems of
the Indian Navy. This included the fact
that the navy operated many varieties
aircraft but in limited number.
Upgrading the capabilities in anti
submarine warfare, anti surface warfare,
vertical replenishments and in-flight
fueling from the ship were some of the
other problem areas. He also gave out
details of the role and requirement of
the Naval helicopters during the next
decade, keeping the maritime environment in mind. This also took into
account the limitations of space on board a ship as well as the dense
electronic environment which normally prevails. The industry too was
called upon to meet requirements
specific to the Navy.

Thereafter there was an interactive
Session among the participants on the
fore going topics. The session began with
the statement of Air Chief Mashal FH
Major, Former Chief of Air Staff, IAF in
which he aired his views in regard to
what indigenization meant to him, the
need to open up the defence sector to
private enterprise and also permit
national assets like DRDO laboratories
to be used by all including the private

PVSM AVSM SC VSM sector. Participants expressed their views

Former Chief of Air Staff, TAF in regard to the need for a change of
mindset, change of procedures and systems and introduction of capability
based tendering systems rather than money based tender systems. There
was also the aspect of time and the gestation period and therefore the
need to think 30 years ahead of what you want. Hence the element of
technology had to be developed well in advance. There was also the
question of adequate funds being available for R&D work. There was
unanimity on the fact that a shortage of Aeronautical designers existed in
the country. Therefore Aeronautical designers had to be trained in India
in the long term and the Govt. should make efforts to get them from
abroad in the short term.

The session ended with a vote of thanks by Air Cmde BS Siwach Secy
General, RWSI.

Rear Admiral S Kanugo
ACNS, Air Material,
Naval Head Quarters

Air Chief Mashal FH Major

Remembering

| Air Cmdr S K Majumdar by
Wg Cdr BS Singh Deo VM (R)
Vice President, RWSI

Itis indeed a very great honour that I
was chosen to speak a few words about
Air Cmdr SK Majumdar, first military
helicopter pilot in the country. I was not
much associated with this great
personality and I must tell you what I

learned from him and what the entire helicopter industry today in India
has learned from him. He was the person who taught leadership by example.

I was a cadet in 1969, just passed out of EFS. EFS training was very
grilling. The toughest part was in the beginning i.e. to mug up the checklist.
Several pages of the checklist had to be mugged up so that we could rattle
it backwards. We didn’t like it but we had to do it. When we successfully
graduated from the elementary flying school and went to the Air force
flying college, Jodhpur, a much superior aircraft to be flown, we thought
we have done enough. Now it should be easy to fly this aircraft. Why do we
have to mug up all this and walk around the aircraft before startup as the
engineer is already doing it. So as always, we were trying to find a way to do
less. Our crew room was on the first floor of the building next to the
hangar. One fine day we looked out of the window and saw that Gp Capt
Majumdar had come out to fly a sortie. He put his parachute on the
ground put on his gloves and walked around and checked the aircraft,
bending down looking into the wheel base, exhaust pipe and so on. We
thought we don’t have to do this any more as we are already pilots. But
look, the Chief Instructor himself is doing it. He was the Chief Instructor
of Air Force Flying College. That is how I would say was leadership by
example. That's what we learnt from him that there are no shortcuts in
aviation. You have to do all your checks thoroughly.

Air Cmdr Majumdar was a very soft spoken person and he always talked
sense. Normally as cadets, we learnt things the hard way. We tried not to
come in front of senior officers. But he was one gentleman, we cadets,
never feared to walk up to wish him and pick up some conversation. In
every moment spent with him, there was something to learn.

To talk about how helicopter started in the military, Air Cmdr Majumdar
was assessed as exceptional pilot in the flying instructor school. When he
became an instructor on fixed wing aircraft in 1954, he was sent to the US
to convert on the Sikorsky S-55 helicopter. That is the model that came
into India first, When this aircraft was being assembled in Palam, the
assembly work was going on. It happened to be a day when Indian Air
Force was going to have a fire power display at Tilpat range. Cmdr-in-chief
Air Marshal Subroto Mukherjee was at Tilpat waiting for Pandit Nehru, the
Prime Minister to come. The prime minster’s car came but as on the way,
there were people to greet him and there was a big crowd, he got stuck.
When he did not reach Tilpat, Air Marshal Mukherjee on a wireless set
spoke to the then Flight Lt Majumdar and said, look take off in your
helicopter and come and see where the Prime Minister is and bring him to
Tilpat. He took off and headed towards Tilapt. Then he found a big crowd.
He thought that this must be the place where Pandit Nehru is stuck. He
found a place to land and somehow managed to quickly get the prime
minster and the minster of state for defence on board and flew to Tilapt.
Air Marshal was so relieved. I recommend to you all to keep this leaflet as
asouvenir because this shows the birth of helicopters in the Indian military.
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We were fortunate in the Rotary Wing Society in the formative years
that we had his blessings. We used to invite him for our meetings. In the
very initial meetings of RWSI we needed direction. We needed blessings
and leadership. He was always there to give us time. Today when we saw
the presentation in the morning about Uttrakhand, I was reminded of a
time when we had a seminar on EMS and there were lot of doctors. They
said that if helicopters have to do anything about medical emergency
service, they must take off within one hour of getting a call. They kept
emphasising one hour. Within one hour we want to hear that you have
taken off. When the seminar got over, we asked Air Cmdr Majumdar for
his views. He said that he was a little surprised. Isn’t one hour too much?
When you get a call for emergency, you must take off immediately or as
soon as you can. Such statements get into your psyche. Today we heard
how the Uttrakhand rescue was carried out. Reaction was immediate.
People took off immediately. This is Air Cmdr Majumdar’s culture which
has trickled down to the present day generations and they really did good
service up in the hills.

I'wish there was more time that we all could have spent with Air Cmdr
Majumdar. We are lucky today that Mrs Majumdar and her family who
have come to be present at this occasion. You will see for yourself what the
helicopter industry has done and where we are headed in the following
couple of years.

Next to speak was Shri V Sadagopan
0SD, Helicopter Complex, HAL.

It is an honour for me to have been
| given the opportunity to this august
audience and that too on a day when we
are remembering one of the pioneers
who flew the first military helicopter in
India. I on behalf of HAL first thank RWSI
| for giving the opportunity.

There were many lessons learn from
manufacturing Dhruv helicopter. The
challenges we faced and the lessons we
learnt are more on the manufacturing
side.

HAL has 19 production centres and 11 design centres spread across
the country. Till date we have produced 3700 aircraft. Out of those 15
aircraft are of our own design. When this country was even buying sewing
machines from abroad, a bunch of engineers in Hindustan Aeronautics
Ltd was designing supersonic aircraft. As on date we have produced more
than 4200 engines. That means the day will come when we will have our
own engine. Most of the engines we make are designed by somebody else.

Specific to helicopters, we started with Cheetah, Chetak way back in
60s. This was the Lama from now what is called Eurocopter. From there
we have moved to our own designs. We started in 80s and went through a
lot of concepts. Then there was the issue of whether it should be single
engine or twin engine and should it have regular blades or composites.
Thinking of composites in 80s is something unimaginable. Whatever we
put as targets for the ALH designs people used to say as to whether it will
really take off. The first ALH flew in 1993. There were lot of difficulties. It
was a prototype and there was a technical hitch. We took off from one part
of HAL and landed on another side of the airport. So we had to come back
to sort out the problem. From there, today, we have come to a stage where
it is mark 1-2-3 and now we are on Mark 4. Up to mark 3 is the utility
version. Mark 4 is the weaponised version. Thanks to the Air Force and
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Shri V Sadagopan
0SD, Helicopter Complex, HAL
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the Army, we could reach a stage today where we can challenge anybody
else in helicopter design. We give credit to our Defence Forces, we could
move to a stage where the next 2 projects in the Helicopter Complex
which I am heading, will be an indigenous project. LCH is Light Combat
Helicopter. Structure design is more or less complete. Concepts have been
taken from ALH but it is entirely different. Transmissions will remain the
same as ALH as you see. This is one area where we have learnt a lot of
lessons. So we don’t want to change that. From there in parallel we are
going to LUH which would be in 3 ton class. The requirement for our
Army and Air Force is predicted as 400+. Here is a challenge thrown to us.
The Government is going for 190 helicopters from abroad. At the same
time we have been given the task of design, produce, prove and supply
190 helicopters for them with a condition that if we don’t do in time, a
portion could go back to whoever is winning the contract for supplying
these helicopters. It’s a tight schedule. However we are working on that.
These two are flying right now. Based on the inputs we have gone for a
third one. The government sanction was for two. Since we need a lot of
development, HAL is funding. The third LCH is being developed now. For
LUH, detailed designs have been completed. We have already realised the
first structure. We are at the stage of equipping them. The transmission
concepts are different from what was in ALH and what is in LCH.

In the issue of indigenisation, LCH will have a glass cockpit of Indian
origin and Composite parts which are 100% produced in India. Controls
and hydraulics are purely of HAL. In the transmissions’ area we are looking
for help from outside. Yes, it is true that engines have to come from
outside but this engine will be Shakti modified. Shakti is used on ALH and
LCH. Shakti engine will have 76% indigenous content. Balance 24% will
have to depend on external help.

The tail rotor and the main rotor are totally manufactured at the
composite manufacturing division. We also have launched 2 more projects-
NMRH. It could be a case of buy and make but IMRH is our own.

It is logical that we move from manned flights to unmanned. We have
found a group who have designed RUAV. We have collaborated with Indian
Institute of Technology, Kanpur. The design of helicopter will be done by
them. For the sensors and controls, we will be depending on EAD to do
the needful. The controllers for flying, manufacture of the prototype as
well as the production will be undertaken by HAL. We will be getting into
3 types of UARV-10, 25 and 50 kgs. The 10 kgs UARV will be through IIT,
25kg UARV will be between 2 of us and 50 kg UARV will be purely by HAL.

All these have the impact of lessons we learnt from ALH. The major
challenges are primarily on the design — vibrations, LRU reliability. Most
of them are imported. In those days there were no restrictions like what
we call L1 syndrome. Despite that we didn’t have many LRUs reliability
problem. We have come a long way working with vendors. Today when we
are selecting LRU for LUH, we know what to do. One of the greatest things
in ALH is vibration control. It's a composite spring. Manufacturing the
composite spring consistently to the quality and getting the stiffness
required which could dampen the vibration, was a challenge and continues
to be a challenge. It needs strict control on the manufacturing, starting
from the material procurement. We get the material today from France.
The concept we are using on LUH will be a derivative of this. What have we
learnt from ALH? It is mostly change of material. There are many frames
which we had used in metallic and have shifted to composite. Though it
may appear simple but doing the design, validating it and getting that
tested to prove that it can replace one to one and still give the same or
a better life, is a challenge.

There were many issues of replacement. One to one replacement is
not feasible in those helicopters. Most of them were made to suit.
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From there we have come to a stage today, I can say that 90% of the
panels are replaceable.

The other issue is Electromagnetic Interference (EMI), Compatibility
(EMC). We need to go through that. Whatever lessons we have learnt, do
not really help us. There is no software that can help us resolve the
problem. We need to go through that practically. All these have helped us
to create our own software tools. When ALH was designed we didn’t have
many soft wares. Today we have software but validating the software with
our own data is a challenge. The prototype flying we have done. Inputs we
receive from the operators help us to create our own software tools.
Aesthetics is the way the panels are being designed. Engine maintenance
was one of the major issues in the beginning of the project. We had a
tough time with our suppliers. ALH was the first platform where the first
engine was being used. They had designed for two platforms, one for ALH
and another for the Tiger which they stopped in between. It took almost
2 years to resolve those issues which we could put on on the Shakti.
Though there are some teething troubles on Shakti operations but most
of the issues we faced are not there now. These were design issues. They
have been now manufactured, assembled and fitted for the ground test
and the flight test. While incorporating modifications, we came back to
the cycle of again changing the design, then manufacture and so on go
through yet another a long cycle. Be it gear manufacture or blade manufacture.
Everything had core technology issues which HAL had to overcome.

I will take the case of MGV manufacture and Turbo rotor blade. So
much noise was coming out of the gear box. We had no input, so we had
to develop the remedy within. The gears had to be totally redesigned. We
were not getting the bearings. The gear was designed to have internal
blades as part of the gear. Manufacturing the gear to that accuracy was a
problem. We used to manufacture gear with certain material and send it
to Germany where it will be given the finishing and then the bearing used
to be fitted. Today we are able to design a bearing which could be straight
away used. The gear box casings had numerous cracks. We incorporated
structural models and those things are being directly fitted on the LUH. So
is the case with other technical issues which we could over come through
continuous design. All these are being now adopted for the LUH. It just
shows how the gear gets manufactured and the whole technology was
developed at HAL. These technologies are developed in parallel and are
being adopted in all our new projects.

Turbo rotor blade- we started with the metallic. Today we are going for
fully composite, prefabricated. It may look simple. We need to make
more than 20 sets and then reach a stage where we could do the fatigue
test. The fatigue test and validation takes 4-5 months. Then we get a feed
back. Thereafter we go back to design, change the materials and do the
material testing. Some of the problems are purely manufacturing. However,
most of them are of manufacturing design and back to manufacturing.
These are process improvements we need to do and establish a technological
set up. Today we can straight away apply the same for LUH. All the
technologies that we have developed are readily applicable for LUH and
we are using them. The strategy is to modernise the manufacturing based
on the lessons we have learnt in LUH and go for automation, bringing
online inspections, use the prototype to prove the concepts and go for
manufacturing, so reducing the manufacturing time.

We introduced design for manufacturing, PLM, digital connectivity
and ALH was on 2D. LUH is on computer model. We have established
contact with the IITs and it’s for them to solve the technical problem in
regard to reducing the designing time and development. Our aim is to go
for 50% + with private for manufacturing. ALH has given a lot be it in LRG
selection or material or manufacture or lessons learnt and being applied
in LUH and we will do that on IMRH. e

India’s Defence Procurement Strategies:
Is Self-reliance in Aeronautics a Reality or
a Mirage?

The defence ministry of India has
embarked on a major acquisition
initiative in an attempt to upgrade its
weapon platforms to the latest in
technologies and capabilities. Prominent
among these are the recent competitive
RFQs seeking new helicopters, gunships,
fighter aircraft, strategic air lift, UAVs etc.
in fact almost anything that flies.

A large scale procurement initiative 8
such as India’s does not come too often.
It is currently among the largest
procurement initiative with an amount
totalling about $ 100Bn in the next decade. The amount in one year
alone is about $ 13 Bn (in a defence budget of about § 32 Bn though
smaller in the context of our neighbours’ budgets, it is not insignificant in
Indian context given India’s lower GDP; defence budget in China $ 121
Bn; Japan $ 51 Bn). Therefore it attracts major attention among the
world’s important weapons system manufacturers.

Shri Somen Chowdhury
Aerospace Engineer

Since independence self-reliance has been a guiding principle in India’s
economic objectives. Along with a major emphasis on engineering
education, a whole set of research laboratories under the DRDO and the
CSIR were set up to realise the self -reliance and indigenous capability
goal. But this goal was never realised due to the extremely poor
performance of public sectors and the laboratories and the very poor
level of research within the educational institutions. The government in
its wisdom interpreted indigenous capability as synonymous with licence
production of foreign products as a way to meet these ambitions.

Let us drill down a bit deeper. The DRDO is a 50 lab organisation
with about 30 000 employees of which 7000 are considered scientific
contributors. It has about $2B yearly budget (Rs 10, 253.17 cr in 2011-
2012). Here we will not assess the overall performance of the DRDO labs
and their contribution to the nation’s defence preparedness. It may open
a can of worms. However, in this article we will confine our discussions to
the aeronautics sector led primarily by ADE (Aeronautical Development
Establishment ), the ADA (the aeronautical development agency, the GTRE
(Gas turbine research establishment) and LRDE ( electronic research
and development establishment) focusing on aspects of avionics.

The Light Combat Aircraft (Tejas) is the single most ambitious
indigenous fighter aircraft program after the HF 24 that was developed by
the German team headed by Kurt Tank in the 60s. The LCA was started in
the early 80s with project definition starting in 1987 and till March 2008
the expenditure announced by the defence minister Antony was 1.2 B $ (
Rs 4 800 crores). The aircraft faced some major developmental difficulties
which caused the program to slide continually to the right before it could
be inducted in the air force. It has slipped from 1993 to 2010 to now
2013 and beyond. The latest in this sliding schedule is an Aug 5 notification
to the parliament by Antony that it’s final induction in the air force will
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begin by end of 2014. The project has been in development for about 30
years now.

The development of the Kaveri engine was started by the GTRE around
the same time to power the Tejas. It too faced major developmental snags
causing continued program delay to the point that now it is uncertain
when. if ever, this engine will be in the production line.

Developing an aircraft or an engine or a helicopter is not a child’s play.
It is a synthesis of many complex technologies that must work harmoniously
as a system encompassing multiple systems. Thus each of the complex
technologies need to be developed and made to work as a whole
synchronously with the others. A failure of one may cause the delays we
have seen to the point that the program may fail to realise in the manner
conceived. The engineers deserve credit that many of the technologies
were developed indigenously within India (and many obtained from
international sources). But at the end of the day, after spending these
large sums of money, has the country positioned itself with technologies
and knowledge and capabilities to embark on newer indigenous projects,
by using the LCA as a learning springboard, that will ultimately bring us
closer to our declared self- reliance goals ? These programs would then
have served the purpose of climbing the learning curve helping us reach
increased maturity for future development programs. Has that happened?
It is the responsibility of the decision makers to sit up, take stock, analyse
the project and program management strategies and change course. They
all owe the country an explanation.

In this connection let us have a quick look at the time line of the
historical development of aerospace technologies.

On Dec 17 at 10 35 am in 1903 the Wright brothers made history as
they flew off the ground for 12 seconds over 120 ft height. Within about
40 years since then, many new technologies were conceived, spawned and
certified to maturity. The first civil certified helicopter was developed by
Bell in 1946. The first supersonic military aircraft, the Bell X1, was flown
in Oct 1947. The jet engine was conceived and developed to production
status in 2 much shorter time. Robert Goddard’s first liquid fuelled rocket
was test flown in 1926. Neil Armstrong landed on the moon on July 21
1969 (43 years). Most of these developments took place with private
initiative without the huge resources of the governments. During these
very 40 years our founding fathers waged their freedom movement and
won our independence from foreign rule. 40 years is a chapter in human
history. In this context 30 years to develop the LCA, the Kaveri engine or
for that matter the Arjun tank is too much of a stretch in time. Learning
from failures is important if lessons learnt become a part of the knowledge
base. But the myth of being continuously in a learning mode in mostly all
the projects that DRDO has initiated stretches the concept of apprenticeship
too far. The only bright light in India government supported initiatives is
in our Space program. The citizens can legitimately ask if the DRDO is the
right vehicle for platform development, where spend and with no
accountability seems to be the norm.

A fundamental question needs to be asked : Is the Indian
defence ministry following the right research and development strategy?
How is developmental risk mitigation managed? How is developmental
cost controlled? And how does technology evolve through R&d and then
to perform as a system on a production development platform where
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producibility, reliability and product support become critical parameters
in determining the success of the platform to the satisfaction of the
operator. Such knowledge is only available within the industry and not in
aresearch organisation. Also a continuous improvement plan needs to be
in place till the product matures. What about the next generation products
with new generation technologies?

Let’s drill down a bit further : Technology development is measured
as Technology Readiness Levels (TRL) from 1 to 9 with one being a brain
wave and 9 being proven and demonstrated to meet platform operational
requirement and ready to be integrated as a system. At TRL 9 the
demonstrated technology is deemed to provide substantial benefit to the
system and penalties such as cost, weight, space etc. are worth the sacrifice
for the value the technology provides. As these technologies and systems
are developed through these phases 1 to 9, many of them drop out as they
fail to evolve and win their way through the stringent cost benefit and
operational requirements.

These enabling technologies are developed through the phases outside
the purview of an announced program ahead of time and form part of a
strategic technology roadmap through continuous, sustained, arduous
and expensive research and development activities. A program
announcement brings these enabling technologies and systems together,
redesigned optimally for the particular configuration and are integrated
in the platform, which in itself is 2 major task. Just as it is absolutely
essential to avoid learning the alphabets and grammar as one embarks on
aproject to write a novel but to master the language earlier, similarly it is
essential to develop enabling or sustaining technologies earlier as an
integral part of strategic technology road map before embarking on a
major product development program. The GTRE Kaveri has fallen in
similar traps as the LCA where failure of certain critical technologies
derailed the viability of these programs. While one specific failure halts
the program, the whole establishment continues to get paid adding to the
mounting costs marking time till the bottle neck gets resolved. In both
these programs learning and development happened together without any
risk mitigation strategies in place nor any plan B if plan A faltered.

Let’s look at the other developmental models adopted by the ministry.
Programs such as the ALH or the Brahmos. These are joint developmental
activities where India ties up with a company with matured capability. It is
necessarily a one way street where technology flows down to the partner
who is learning, in this case HAL and DRDO. These are well defined
projects and design parameters and specifics are handed down to the
Indian partner for each major component and system. The technologies
behind theses specifications and geometries and how optimisation was
achieved and how problems were resolved, remain within the institution
and the engineers of the major partner. It's an iceberg where the visible
elements and technologies are transferred and all that sustains the visible
part, 7/8™ of it called sustaining technologies, lie hidden below the water
line and form the knowledge base developed through years of hard
consistent research work and lessons learnt and cannot be transferred.
Even what is transferred are ready made solutions rather than how those
solutions were obtained. These technologies should necessarily be learnt
the hard way by HAL and DRDO through serious, arduous strategic research
of its own. Such learning will also form the basis of future projects.

It seems technology transfer through either licence production and
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offsets are the easy way the decision makers think will solve India’s self-
reliance problem in defence technologies. No one gives away cutting
edge technology, their very basis of sustenance, market leadership and the
culmination of years of diligent expensive research work and intellectual
property on a platter. What is transferred is something they could share
and would be considered non threatening when given. Making such a
transfer as the principal strategy and corner stone of defence technology
development and self-reliance in the country is chasing a mirage. All it
does is perhaps short circuit or kick start a process and may help perhaps
hop step the learning curve, primarily in manufacturing capabilities. But
it can never be a long term national strategy to indigenous capability and
self -reliance. Nothing can substitute strategic research and development.
Such research activities should involve the whole knowledge sector of the
Indian economy, the three pillars : industry, laboratories and educational
institutions.

The report produced by the sixth parliamentary committee on defence
outlines the indigenisation numbers achieved by Indian defence
manufacturing. As aptly remarked by Deloitte in its report prepared for
the CII (Confederation of Indian Industries), the data provided in the
defence committee report, licence manufacturing over the last 10 years
has hardly achieved the 50% indigenisation mark. It includes efforts such
as simple sheet metal work and airframe assembly as a part of the
indigenisation exercise. There is no weighted value added concept to
indigenisation in the current method of assessing success. Surprisingly
there is no honest, critical assessment being made whether the country is
meeting its goals and objectives. No rational metrics have been set up. In
fact the goal of what is indigenous capability and self- reliance is not
clearly defined. Once a product goes through a 25 / 30 year manufacturing
cycle made to the foreign licencee’s print, the game starts all over again
with another new product. Set up a new factory and learn the new
manufacturing processes (which by itself is about 15 years or more old to
start with and the technologies have evolved since then). Just look at the
historical trail of assembling defence licenced products from trucks to
aircraft. The nation has lost out on innovation and is permanently
assembling someone else’s products. The Shaktimann trucks are yet
manufactured without much improvement while the Tatra trucks are licence
assembled without any effort at developing these indigenously.

The private sector in India was historically never trusted by the political
decision makers as a responsible partner in nation building in matters of
defence technology. As a result it is today in an embryonic stage. Setting up
manufacturing facilities and fabricating buy back components as a part of
the offset policy may perhaps be a good start in their learning cycle.
However major efforts have to be made to hop step this learning curve and
mature fast by engaging in developing their own technologies, both in
design and in manufacturing engineering. It has also got to be understood,
the technologies transferred and components that will be bought back by
the international OEMs as a part of the offset policy, should be cheaper
when made in India than in their existing facilities. These are necessarily
technologies that are of older generation and are labour intensive where
India may or may not be cost effective given the learning curve. Further the
international OEMs will try and retain their IP rights on many of these
technologies, if deemed sensitive, by either setting up their captive facilities
in India or enforcing rigid contractual agreement .

It is high time India should deliberately enter the age of innovation in

which research and development becomes an integral component of
science, technology and engineering development. This has been
disregarded by the Indian industries so far. HAL, a large enterprise that it
is, has no strategic R&D activities what so ever, something unthinkable in
the aerospace sector. HAL has singularly survived on licence production
and shown improved bottom lines on sales and profitability on captive
production without any investment in strategic research and development.
There has been no metrics on productivity, product support, customer
satisfaction or the development of indigenous supplier base as a measure
of its performance. It's a major company with 12 manufacturing facilities
licence producing all aircraft components in silos with a turnover of
$2.25 B (10, 373 cr Rupees in 2008-9).

This brings us to the subject of setting up a strong overarching science
& technology policy and setting up program groups in each technology
sector within the ministry of defence to plan, monitor, develop technology
road maps and orchestrate their implementation. These groups will also
address the development of the innovative supplier base with focused
funding. It will also manage the IP policies of technologies critical to
India’s defence needs and ensure the competitiveness of the various
participating sectors.

A fundamental shift in technology development strategies needs to
happen. Establishments such as DRDO labs and NAL should focus their
energies in developing enabling technologies between TRL 3 to 6 as is
being done by DRL, ONERA, NASA, JAXA. Product development and
technology demonstration at TRL 7 and above should remain the domain
of the industries. The defence industries such as HAL, BEL, BEML, Bharat
Dynamics and the various ordnance factories should become OEMs with
their own strategic technology road maps and concentrate on developing
platforms instead of just becoming factories manufacturing non optimal
designs developed by DRDO labs or under foreign licence. Development
should be an integral mandate of the OEMs who take ownership of their
products from cradle to grave.

DRDO labs should move out of the area of product development and
concentrate on the operational, tactical, acquisition, mission and safety
related research needs of Defence departments working closely with the
OEMs and the new entrants in the field. The upcoming private sector
enterprises should be encouraged to transform into OEMs and engage in
strategic R&D activities.

It is high time a serious assessment of India’s defence technology
development strategies takes place. An honest and sincere critical review
with a fresh look may provide us some glimmer of hope. Or else it will be
more of the same. The vision of self- reliance will be a mirage. In words
of a great engineer Thomas Edison: “Vision without execution is
hallucination”.

Somen Chowdhury - (Retired from Bell Helicopter as Manager
Research & Development) Adapted from the talk given at the Air
Cmdre Majumdar Memorial lecture in Delhi organised by the Rotary
Wing Society of India ; 19" July 2013
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