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Message

It gives me great pleasure to extend my warmest congratulations to the Civil Aviation Authority of Nepal 
(CAAN) on the momentous occasion of its 27th anniversary. This milestone not only marks another 
year of dedicated service but also celebrates a legacy spanning over a quarter-century of unwavering 
commitment to the safety, efficiency, and growth of Nepal’s civil aviation.
The role of aviation in a country like ours cannot be overstated. It is the vital artery connecting our 
remote hills and mountains to the global community, driving not only tourism but also facilitating trade, 
supporting livelihoods, and enhancing national unity. By ensuring the smooth movement of people and 
goods, the CAAN has been instrumental in creating employment, attracting investment, and strengthening 
Nepal’s economic foundation. The skies are, indeed, our gateway to prosperity.
As we reflect on this journey, I commend the dedication of every professional within the CAAN. Looking 
ahead, I wish to emphasise two critical pillars for our future progress: safety and governance.
Flight safety and enhancement of aviation culture remains our foremost priority. We must continue to 
work collectively to uphold and exceed international safety standards. Every take-off and landing must 
be guided by vigilance, advanced technology, and rigorous training. Any incidence must be investigated 
by independent permanent entity that should be established at the earliest.
Equally important is the need for transparent, accountable, and forward-looking governance. In the 
wake of a vibrant public consciousness, especially among the Gen-Zs, who rightly demand efficiency, 
digitisation, and integrity in public institutions, CAAN must continue to evolve. Good governance is not 
merely an administrative requirement but a public trust. By embracing innovation, enhancing service 
delivery, and fostering a culture of openness, the CAAN can set a benchmark for public sector excellence 
in Nepal.
Bringing the Gautam Buddha and Pokhara International Airports into full commercial operation can 
redefine Nepal's regional and international connectivity. These gateways will not only boost tourism and 
trade but also symbolise Nepal’s growing stature in global aviation, for which we all need to add extra 
efforts.
I extend my appreciation to all airline operators, private sector partners, and aviation stakeholders whose 
collaboration has been vital to our progress. Let us move forward with renewed energy, united in our 
mission to make Nepali skies safer, more accessible, and more dynamic.

29th December, 2025

(Anil Kumar Sinha)
Minister
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Felicitations on the 27th Anniversary of the Civil Aviation Authority of Nepal (CAAN) 

 
As a cornerstone of Nepal’s aviation sector and a trusted partner in global air transport, 

CAAN has played a pivotal role in advancing safety, connectivity, and sustainability across the Asia-Pacific 
region. 

 
On this auspicious occasion of your 27th Anniversary, we extend our heartfelt 

congratulations to the Civil Aviation Authority of Nepal (CAAN). Your remarkable journey reflects 
dedication, progress, and an unwavering commitment to aviation excellence. 

 
The ICAO Asia and Pacific Regional Office is proud to share in the joy of your celebrations 

and values the close, collaborative relationship we have built with CAAN over the years. Nepal’s steadfast 
contributions to international civil aviation—enhancing safety, security, and efficiency—are truly 
commendable. Your efforts resonate globally, ensuring safe skies for all travelers. 

 
CAAN remains an indispensable partner within the international civil aviation community. 

We deeply appreciate your continued support for ICAO initiatives and your confidence in our leadership. 
Together, we advance aviation safety and security, strengthen capacity, and promote sustainable air 
transport across the region. 

 
The theme “Safe Skies & Sustainable Future for All” reflects ICAO’s long-term vision 

and strategic aspirations for 2050: Zero Fatalities; Net-Zero Carbon Emissions; Air Transport for All. 
We look forward to continuing our joint efforts to achieve zero fatalities from aviation accidents and acts 
of unlawful interference, and to reach net-zero carbon emissions for international civil aviation operations 
by 2050. Your dedication to these goals is vital to realizing our shared vision—a safe, secure, and 
sustainable future for global aviation. 

 
Please accept our best wishes and the assurance of our unwavering cooperation. 
 
Happy 27th Anniversary, CAAN! 
 
With warm regards, 

 
 
 
 Tao Ma  
 Regional Director 
 ICAO Asia and Pacific Office 
 19 December 2025 
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On the occasion of the Civil Aviation Authority of Nepal (CAAN)’s 27th Anniversary, with immense pride and a 
profound sense of duty, I would like to express my utmost gratitude to our distinguished stakeholders, partners, 
and the entire CAAN family. This milestone is not merely a measure of time but a testament to our collective 
resolve, resilience, and unwavering commitment to steering Nepali aviation to new heights of excellence, safety, 
service and transparency.

As we reflect on the past year, 2025 stands out as a period of decisive action and transformative progress. Building 
on the foundations laid in previous years, we have accelerated our efforts to modernise infrastructure, enhance 
regulatory frameworks, and embed international best practices across all operations. We have made sincere efforts 
for the operationalisation of Gautam Buddha International Airport and Pokhara International Airport in order to 
reshape our international and domestic connectivity. We have advanced critical upgrades at airports including the 
Tribhuvan International Airport and domestic airports in Biratnagar and Nepalgunj.

The role of aviation as the backbone of Nepal’s tourism, economy and social prosperity cannot be overstated. 
It is the vital artery for trade, enabling efficient movement of high-value goods and integrating our markets 
regionally and globally. Simultaneously, as the primary gateway for tourists, a robust, safe, and efficient aviation 
network is indispensable. It connects the world to Nepal's rich cultural heritage and unique natural wonders, thus, 
contributing to the development and expansion of the tourism industry. Every flight that lands or departs carries 
not just passengers and cargo, but also the aspirations for growth, employment, and global integration.

In 2025, our commitment to air safety and security has been further fortified. We have implemented advanced 
corrective measures to address prior audit observations, thereby strengthening our State Safety Programme 
(SSP), including the effective implementation of Safety Management Systems (SMS) across the aviation sector. 
The integration of enhanced surveillance technologies and the expansion of our weather monitoring network, 
particularly for STOL sectors, have provided pilots with superior situational awareness. Likewise, our investment 
in professional development continues through rigorous training programmes for air traffic controllers, aviation 
security personnel, and engineers, ensuring our human capital remains our greatest asset.

Above all, good governance and transparency remain central to our mission. We have deepened the automation 
of our financial and administrative processes, improving accountability and service delivery. The introduction 
of more sophisticated digital tools for audit tracking and operational management underscores our pledge to 
efficiency and integrity in all our dealings.

I reaffirm my commitment that we will continue to prioritise infrastructure development, pursue sustainable 
practices including the wider adoption of green airport technologies and strengthen institutional capacity across 
the aviation sector. We will continue to fulfil our obligations under the International Civil Aviation Organization 
(ICAO), particularly through active engagement within the ICAO-APAC framework. At the regional level, we 
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will further deepen cooperation through mechanisms such as COSCAP-SA, CASP-AP, and RASG-AP, 
reinforcing collective efforts in aviation safety, security, and continuing airworthiness. In parallel, achieving 
delisting from restrictive regimes such as the European Union Air Safety list by meeting applicable 
requirements of the European Union Aviation Safety Agency (EASA) will remain a key priority. Our aim is 
to cultivate an aviation sector that is not only resilient and modern, but also a source of national pride and 
a key driver of sustainable national development. 

I take this opportunity to extend my deepest gratitude to every member of CAAN, the Government of 
Nepal and our private sector stakeholders including air operators for your cooperation, trust and support. I 
would also like to express our sincere appreciation to the International Civil Aviation Organization (ICAO) 
and its Member States for their continued guidance and support in enhancing aviation safety, security, and 
regulatory oversight.

Our gratitude is likewise extended to the European Union and the European Union Aviation Safety Agency 
(EASA) for their constructive engagement and technical cooperation through various projects aimed at 
strengthening safety oversight and institutional capacity. We also acknowledge with appreciation the 
valuable support provided by development partners including JICA, the Asian Development Bank (ADB), 
and the World Bank, whose contributions have been instrumental in advancing infrastructure development, 
capacity building, and system modernisation within Nepal’s aviation sector.

Meanwhile, I would also like to convey my warm congratulations to the newly elected President of the 
ICAO Council, Mr. Toshiyuki Onuma and express our confidence that ICAO’s continued leadership will 
further strengthen global cooperation and support to States like Nepal as we work collectively toward safer, 
more secure, and sustainable aviation.

The team behind this publication and all contributors also deserve special appreciation for their dedication 
and efforts.

Happy New Year 2026.

Mr. Deo Chandra Lal Karn
Act. Director General
Civil Aviation Authority of Nepal (CAAN)



The 27th anniversary of the Civil Aviation Authority of Nepal (CAAN) offers an important opportunity to 
reflect on the progress achieved, the challenges overcome, and the vision that continues to guide Nepal’s 
civil aviation sector. Over the past year, 2025 has emerged as a significant period of consolidation and 
advancement, marked by renewed emphasis on safety, governance, infrastructure development, and 
professionalism-all of which are essential to building a resilient and future-ready aviation industry.

Aviation remains a key pillar of Nepal’s national development. As a landlocked country with challenging 
terrain, air connectivity is not merely a mode of transportation but a strategic necessity. In 2025, sustained 
efforts to strengthen domestic and international air links have contributed significantly to trade facilitation, 
tourism growth, and regional integration. Reliable air services have improved access to remote and 
mountainous areas, stimulating local economies, easing the movement of people and goods, and reinforcing 
Nepal’s position as a gateway to unique natural and cultural destinations. Tourism, one of Nepal’s major 
economic drivers, has benefited greatly from aviation, with improved connectivity enabling increased 
visitor arrivals and diversified tourism offerings.

Aviation infrastructure development also witnessed notable progress in 2025. Ongoing improvements at 
international airports, along with targeted upgrades at domestic airports, have focused on enhancing capacity, 
efficiency, and passenger experience while meeting international standards. Investments in air navigation 
services, including modern communication, navigation, and surveillance systems, have strengthened 
airspace management and operational reliability. These developments reflect CAAN’s commitment to long-
term planning and sustainable growth in response to increasing air traffic demand.

Good governance has remained central to CAAN’s mission. Throughout the year, efforts continued to 
strengthen institutional systems through transparency, accountability, and efficient public procurement 
practices. Regulatory reforms and clearer operational procedures were pursued to ensure a fair and effective 
oversight mechanism, thereby building confidence among airlines, investors, and international partners. 
By reinforcing governance frameworks, CAAN aims to create a stable and predictable environment that 
encourages innovation and responsible private sector participation.

Air safety continues to be the foundation of Nepal’s aviation policy. In 2025, CAAN further enhanced safety 
oversight through risk-based regulation, data-driven safety management systems, and closer collaboration 
with operators and stakeholders. Sector-specific challenges such as complex geography and unpredictable 
weather were addressed through a strong emphasis on safety culture, compliance monitoring, and continuous 
improvement. These initiatives demonstrate CAAN’s unwavering commitment to ensuring safe, secure, 
and reliable skies for all. Likewise, strengthening institutional knowledge and promoting ethical conduct 
have played a vital role in maintaining excellence across the aviation sector.

This annual magazine represents a collective effort and a shared vision. CAAN extends its sincere 
appreciation to all contributors, supporters, and members of the publication team whose dedication and 
insights have enriched this edition. Special recognition is also due to private sector aviation stakeholders-
airlines, service providers, investors, and industry partners-whose cooperation and confidence remain 
crucial to the sector’s progress.

We look forward to meeting you again next year with an updated edition of this souvenir.

Happy New Year 2026!

Editorial



The opinion views manifested in the articles are those of writers'. CAAN is not responsible for any negative consequence from ideas so 
expressed.
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अहिलेको जेनजीको बिद्रोह समेतलाई हेर्ने हो भने, बिगत करिव ९ 
दशकमा नेपालमा हरक दशकमा केही न केही राजनैतिक, 
प्राकृतिक ऊथलुपथुलु भएकै छ। यी सबे उधलुपथुलु पश्चात 
नेपालले दिगो आर्थिक बिकासको मार्ग पहिल्याउछ कि भन्ने आशा 
राखिन्छ। तर जनताको आकाकं्षा र आर्थिक बिकासको गति मेल 
नखादा फेरि अर्को दशकमा नपेालले अस्थिरताको रोग झेल्नु 
परेको यथार्थ हो। नेपाली राजनीतिक आन्दोलनलाई आर्थिक 
समदृ्धिको परिवर्तनसँग जोड्दै, २००५ सालमा बीपी कोइरालाले 
आफ्नो अठोटमा उल्लेख गरेका कुरा आज पनि सान्दर्भिक बनेको 
छ: "हामी जनता जनार्दनको बलमा: कोही पनि भोका नाङ्गा वा 
अशिक्षित नहनु। बाटो, घाटो, अस्पताल लगायत जीवनलाई सनु्दर 
र सखुी बनाउन कुनै कुरा अभाव नरहोस ्त्यस्तो व्यवस्था ल्याउने 
प्रयत्नमा हामी छौँ।" यस बीचमा विभिन्न आन्दोलन, विचार, र 
बहसहरू भएका छन।् यी सबै बहस र सधुारका कदमहरूले 
नेपाली काग्रेसले बि स २०१२ सालमा र बीपीको अठोटलाई 
अन्तत: संबिधानमै लिपिबद्ध गर्न सफल भएको छ। तथापि, 
विशेषत: समाजमा भएको सामाजिक तथा आर्थिक रूपान्तरण, 
प्रविधिले ल्याएको चमत्कार, र परुाना बिकासका पहलहरूवाट प्राप्त 
अनभुवहरूको आधारमा वर्तमान परिप्रेक्ष्यमा समाजवाद वा 
समाजवाद उन्मुख अर्थतन्त्रलाई पनुः परिभाषित गर्नु आवश्यक 
छ। समाजवाद उन्मुख अर्थतन्त्र हासिल गर्नका लागि नयाँ 
साधनहरूको उपयोगमा हाम्रो समाज र हाम्रा राजनीतिक दलहरू 
अझै अलमलमै छन। अहिलेको समाजको आकाक्षालाई सम्बोधन 
गर्ने गरी परिभाषित समाजवादी अर्थतन्त्रले मात्र संविधानले परिकल्पना 
गरेको समाजवाद उन्मुख अर्थतन्त्रबाट नेपालीहरूले समनु्नत राष्ट्र र 
सखुी जीवन बिताउन ेसपना दिन सक्ने आधार प्राप्त गर्नेछन।्

लोकतान्त्रिक समाजवाद प्राप्तिको आधार भनकेो राज्यमा उपलब्ध 
स्रोत तथा साधनहरूको दिगो प्रयोगको सनुिश्चित गर्नु हो जसले 
गर्दा खान नपाएर कोही भोकले मर्नु नपरोस, शिक्षा र स्वास्थ्य 
सेवामा कमी, र आफ्नो मौलिकहक नपाएर कोही बिभेद र 
अन्यायमा पर्न नदिन ु हो। समाजवादी सोच अनसुार, समनु्नत 
समाज निर्माणका गर्नका लागि मखु्य रूपमा तीनवटा आयामलाई 
सम्बोधन गर्न आवश्यक छ र नेपालको आर्थिक नीतिहरूले यी 

आयामहरूलाई समेटन ुपर्दछ। 

१ दिगो पुजँीको विकास१ दिगो पुजँीको विकास

बिकासको दीर्घकालीन दृष्टिकोणमा ब्यक्ति, समाज र राज्यको 
पुजँीको विकासका लागि सरकार र निजीक्षेत्रको सहकार्यमा 
उत्पादन र सेवाक्षेत्रसँग सम्बन्धित आर्थिक गतिविधिहरू बढाउने 
नीति र योजनाहरू बनाउन ुपर्दछ। बस्तु र ब्यवसायिक सेवाको 
उत्पादन र बजारको माग संबोधन गर्ने काम निजीक्षेत्र र केही 
रणनीतिकरुपले महत्वपूर्ण क्षेत्रको सार्वजनिक-निजी साझेदारी 
मोडेलमा पनि उत्पादन बढाएर आन्तरिक र बाह्य बजारको माग 
सम्बोधन गरी राज्यले कर र राजस्व पुजँीको वदृ्धि गर्नु पर्ने हनु्छ। 
सरकारको नीति, काननु र सशुासनका गतिविधि मार्फ त आर्थिक 
स्वतन्त्रताका सिद्धान्तका (ब्यक्तिगत चाहना, स्वतन्त्र आदानप्रदान, 
स्वतन्त्र प्रतिस्पर्धा र राज्यले ब्यक्तिको सम्पत्तीको सरुक्षा) आधारमा 
बढाइएको गतिशील अर्थतन्त्रले पुजँीको विकास गरी ब्यक्ति र 
राज्यको पुजँी बढाउन योगदान गर्दछ र राष्ट्र आर्थिकरुपले सबल 
हनु्छ। नेपालले कुन कुन क्षेत्रमा सार्बजनिक र निजी लगानी गर्दा 
मलुकुले आर्थिक तथा सामाजिक प्रतिफल प्राप्त गर्न सक्दछ भन्ने 
खाका सबै सरोकारवालाको सहयोगमा सबै तहका सरकारहरूले 
गर्नु पर्दछ। नेपालमा जनशक्ति विकास,  ऊर्जा, सडक, सिचाई, 
शहरी विकास लगायतका अन्य परु्वाधार, ब्यावसायीक कृषि तथा 
वन, ऊर्जा, पर्यटन, खनिज, सूचना प्रविधि समेत धेरै क्षेत्रमा लगानी 
र उच्च प्रतिफलका संभावनाहरू छन।

२ उत्पादन पनुर्वितरणका योजना२ उत्पादन पनुर्वितरणका योजना

हरक राज्यका नीतिहरूले संकलन भएको राज्यको पुजँी 
उत्पादनशील तवरवाट आर्थिक गतिविधि बढाउन पनु:लगानी गर्नु 
पर्ने हनु्छ, उत्पादनमा लाग्ने जनशक्तिको क्षमता विकास गरेर वा 
परु्वाधारमा लगानी गरेर होस। किनकि कुनै पनि राष्ट्रको आर्थिक, 
सामाजिक र मानवीय विकासको दरिलो मेरुदण्ड त्यस देशको 
पूर्वाधार र क्षमतावान जनशक्तिको अवस्थाले निर्धारण गर्दछ। 
पूर्वाधार केवल सडक, पलु, विद्युत प्रसारण लाइन, दूरसञ्चारका 
टावर र भवनहरूको सञ्जाल मात्र होइन; यो आर्थिक विकासको 
लागि एक शक्तिशाली संवाहक हो, जसले उत्पादनलाई बजारसँग, 
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मानिसलाई अवसरसगँ र राष्ट्रिय उत्पादन र सेवालाई आन्तरिक 
तथा विश्व बजार सञ्जालसगँ जोड्दछ र राज्यको पुजँीमा अभिबदृि 
गर्दछ। सरकारले आर्जन गरेको पुजँी समाजमा रहको समदृ्धिमा 
विभेदलाई कम गर्नका लागि पनि उत्पादनशील एवं उचित 
पनुर्वितरणका आर्थिक नीतिहरू जस्तै कृषिमा अनदुान, निशलु्क 
क्षमता विकासका तालिमहरू वा ग्रामीण जनताको आय बदृिगर्नका 
लागि उनीहरूको उत्पादनलाई बजारमा ल्याउन ग्रामीण सडकको 
निर्माणका आदि  नीति तथा योजनाहरूको आवश्यकता हनु्छ।

३ सामाजिक सरुक्षा र विमा नीतिहरू३ सामाजिक सरुक्षा र विमा नीतिहरू: 

मलुकुको आर्थिक तथा सामजिक बिकासका लागि नागरिकहरूको 
क्षमताको भरिपरु्णरुपमा उपयोगका लागि उनीहरूको शिक्षा, 
स्वास्थ्य र समग्र क्षमताको अवस्थामा सधुार ल्याउन राज्यले 
बिभिन्न आर्थिक औजारको प्रयोग गर्नु पर्छ। यी आर्थिक औजारहरूले 
देशको सामाजिक र सरुक्षाका क्षेत्रको बिकास गरी जनशक्तिको 
बीमा मार्फ त सरुक्षा एवं स्वामित्व, र संरक्षण प्रदान गर्ने नीति र 
योजनाहरूको निर्माण गर्नु राज्यको दायित्व हनु ुपर्दछ। सामाजिक 
सरुक्षा र बीमा नीतिवाट सिर्जना हनेु आर्थिक दायित्वको आकार 
राज्यले उत्पादन गरेको पजुीको आधारमा मात्र गराउन ु पर्ने 
भएकोले यसलाई सन्तुलित सामाजिक सरुक्षा नीति पनि भनिन्छ। 

बर्तमान आर्थिक चनुौतीहरू बर्तमान आर्थिक चनुौतीहरू 

जेनजी बिद्रोहपछि नेपाली समाज निजीक्षेत्र बिरोधी छ र राज्यले 
सम्पति सरुक्षा गर्न सक्दैन भन्ने सन्देश देश र बाहिर गएको छ। 
नेपाल अहिले उच्च राजनीतिक अस्थिरता हनेु देशहरूमा पर्दछ 
किनकि  निरन्तरका आर्थिक कठिनाई, यवुाहरूलाई रोजगारिका 
अवसरहरूको कमि र सरकारी सेवा प्रवाहमा ढिलाससु्ती र भ्रष्टाचार 
भएकोले जेनजीहरू सरकार संग सन्तष्ट छैनन,् उनीहरूको बिद्रोह 
सकिएको महससु राज्यले गर्न सकेको छैन। जेनजीको बिद्रोहमा 
निजी र सार्वजनिक सम्पत्तिमाथि भएको तोडफोड र आगजनीले 
नेपालको अर्थतन्त्रमा ठुलो आर्थिक क्षति परु्‍याएको छ। यो 
आन्दोलनले नेपालको लामो समय देखिका आर्थिक चनुौति र 
रोजागरीका समस्यालाई समेत ओझेलमा पार्दै अर्थतन्त्रलाई थप 
थला बनाएको छ। प्रारम्भिक अनमुान अनसुार करिब ८० अर्ब 
रुपैया ँबराबरको क्षति निजीक्षेत्रले ब्यहोरेको छ।मलुकुमा नीतिगत 
अस्थिरता लामो समयसम्म कायमै रहने संकेत देखिन्छ जस्ले गर्दा 
गरिखाने बर्ग र उज्जल भविष्य सोचेका जेनजी यवुाहरूमा थप 
निराशा ल्याउन ेछ। लगानीकर्ताको आत्मबल कमजोर बनाएको 
छ। देशमा रहको बेरोजगारी नै राजनीतिक अस्थिरताको कारक 
भएकोले भविष्यमा यो बेरोजगारीले गर्दा राजनीतिक अस्थिरता झन 
थप डरलाग्दो नहोला भन्न सकिन्न। यस्ले गर्दा लगानीको माहोल 
बनाउन लामो समय लाग्ने देखिन्छ। 

नेपाल राष्ट्र बैकले लचिलो मौद्रिक नीति ल्याएर निजी क्षेत्रको 
लगानी वदृ्धि गर्न खोजेपनि लगानीको वातावरणको अभावमा 

वैकहरूमा तरलता उल्लेखनीय रूपमा वदृ्धि भएको हुँदा बैंकिङ 
प्रणालीमा अस्थिरता उत्पन्न हनेु डर छ। अहिले बैकहरूमा करिव 
साढे सात खर्ब रुपैया जम्मा भएर बसेको छ। 

बिदेशी मदु्राको संचिती र समग्र मदु्रास्फिति दर, लगायत केही 
बाह्य क्षेत्रका सकारात्मक सूचाकंहरू देखिएको भए पनि नेपालको 
अर्थतन्त्र जोखिमहरूबाट मकु्त भएको छैन।  विश्वव्यापी आर्थिक 
मन्दी र बिश्व व्यापार क्षेत्रमा देखिएको अस्थिरताले हाम्रो अर्थतन्त्रले 
बाह्य जोखिमहरूको सामना गर्दैछ । नेपालको अर्थतन्त्रका प्रमखु 
क्षेत्रका रूपमा रहका बिप्रेषण, निर्यात र पर्यटन बाह्य प्रभावप्रति 
संवेदनशील छन।् यी जोखिमवाट हाम्रो ब्यापार घाटा बढन सक्ने, 
बिप्रेषणमा गिरावट हनु सक्ने, निर्यात र पर्यटन आगमनमा असर 
पगु्न सक्दछ। यी क्षेत्रमा पर्ने असरले हाम्रो बैदेशिक मदु्रा आर्जन 
गर्ने र राजश्व संकलनहनेु दबैु स्रोतमा ठुलो प्रभाव पर्न सक्दछ। 

अर्को चनुौती भनेको, मखु्यतया यवुाले हासिल गर्ने सीप र बजारको 
बीचमा रहको असमानता, यवुाले हासिल गरेको शिक्षा र सीपले 
उधमी बनाउने र आफ्नो सिर्जना प्रयोग गर्ने कुरामा अग्रसर 
गराउने शासकीय शैलीमा कमजोरि देखिएको छ। यस कारणवाट 
बढ्दो उच्च बेरोजगारीले यवुा श्रमिकलाई बाह्य श्रमबजारमा 
अवसर खोज्न प्रेरित गर्दैछ। यवुा जनशक्ति बैदेशिक बजारमा 
जादा आन्तरिक श्रम बजारमा उयर्युक्त जनशक्ति अभाव महससु 
गरिएको र यस्ले गर्दा लगानी र समग्र उत्पादकत्वमा प्रभाव परेको 
छ।

आन्तरिक वस्तु (कृषि र औधोगिक) उत्पादनमा कमीले गर्दा 
आयात बढिरहको छ। उचित परु्वाधार, श्रमशक्तिको न्युन 
उत्पादकत्व र उत्पादन गर्न असल नीतिगत, संरचनागत र 
सयशासनको वातावरण नभएकोले हाम्रा उत्पादनहरू बजारमा 
प्रतिष्पर्धी हनु गाह्रो परेको छ। साथै आन्तरिकरुपमा उत्पादनका 
सम्भावना भएका वस्तुको पनि आयात हनेु र निर्यातका लागि 
प्रतिष्पर्धि नभएको अवस्था छ। यसवाट ब्यापार घाटा निरन्तर 
बढने र आन्तरिक रोजगारी सिर्जना नहनेु चक्रले निरन्तरता पाएको 
छ।

लामो समयदेखि अवरोधमकु्त पूर्वाधारको कमी, लगानी र सेवा 
क्षेत्रमा भएका नीतिगत र काननुी प्रावधानहरू कार्यान्वयनमा 
प्रशासनिक झन्झट जस्ता परुानै मदु्दाहरूले दीर्घकालीन आर्थिक 
विकासमा बाधा परु्‍याइरहका छन।् बारम्बार हनेु प्रशासनिक 
सरूवाहरू र हेरफेरहरूले नीति कार्यान्वयनमा अवरोध सिर्जना 
गरिरहका छन,् जसले लगानीकर्ताको विश्वासलाई कमजोर बनाएको 
छ। हाम्रा आन्तरिक आर्थिक समस्याहरू, जस्तै वित्तीय क्षेत्रको 
अस्थिरता, राजनीतिक र नीतिगत अनिश्चितताहरू पनि छन।् 

नपेालको बर्तमान आर्थिक समस्याहरूनपेालको बर्तमान आर्थिक समस्याहरू

नेपालको वित्तीय क्षेत्रको गिरिरहको धितो सम्पत्ति गणुस्तरले निजी 
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क्षेत्रको ऋणमा पहुँचलाई अप्ठ्यारो पार्ने र लगानीमा अवरोध 
परु्‍याउन सक्दछ। वित्तीय क्षेत्रमा सम्पत्ति गणुस्तर, लाभप्रदता र 
पुजँीको पर्याप्तता सम्बन्धी बढ्दो चनुौतीहरू उपस्थित छन।् 
ब्याङ्कहरूको धितोको सम्पत्ति (Non-Performing Assets) 
गम्भीरस्तरको रेकर्डमा पगेुको छ, जसले ऋण नोक्सानीको 
व्यवस्था बढाउने रूपमा दबाब सिर्जना गर्‍या े र बैंकिग क्षेत्रको 
लाभप्रदता घटायो। यसले निजीक्षेत्रको थप ऋणमा पहचु असजिलो 
बनाउन सक्दछ। 

पुजँीगत खर्चको उपयोगिता र कार्यान्वयनमा कमजोरी एवं पर्याप्त 
पूर्वाधार विकासको कमीले गर्दा हाम्रो आर्थिक दक्षता र विकासको 
सम्भावनामा सीमितता ल्याएको छ। सरकारले उत्पादनशील 
क्षेत्रमा आफ्नो लगानी नबढाउदा निजी क्षेत्रको लगानी पनि 
आकर्षित गर्न सकेको छैन, अर्थतन्त्र खस्किदो र सिथिल भएको 
छ। विशेष खाद्य वस्तुहरूमा गरी महंगी बढेको छ, जसले घरेल ु
बजेट, बचत र समग्र आर्थिक स्थिरतालाई असर पार्छ। बाह्य 
जोखिमहरूले आयातित कच्चा पदार्थ वस्तुको मूल्यलाई पनि 
बढाउन सक्दछ।  

हामीले अहिले हाम्रो बैदेशिक मदु्रा आर्जन गर्ने र राजस्व संकलन 
गर्ने नीति र  रणनीतिहरूमा परिवर्तन गर्न आवश्यक देखिएको छ। 
नेपालको विकास मोडेल रेमिटेन्स र पर्यटनमा धेरै निर्भर छ; तर 
बाह्य मन्दीले रेमिटेन्स र पर्यटन दबैुमा गिरावट ल्याउन सक्दछ, 
जसले हाम्रो रोजगारीको सिर्जना र आर्थिक विकासलाई थप जटिल 
बनाउन सक्दछ।

आर्थिक नीतिआर्थिक नीति

वि सं २००७, २०१६ र २०४८ मा नेपालीवाट चालिएका 
आर्थिक कदमहरूले नेपालको समग्र आर्थिक नीतिको जग बसाउन 
र पुजँीको विकासमा महत्वपूर्ण योगदान दिएका छन।् नेपालमा 
अहिले आन्तरिक बसाई सराई, प्रविधिको विकास र प्रयोगमा 
छलाङ, वैश्वीकरण, र शैक्षिक परिवर्तनहरूले पनि आर्थिक 
संरचनामा ठूलो प्रभाव पारेका छन।् बर्तमानमा समयमानकुुल 
बनाउन आर्थिक नीतिहरूमा पनुरावलोकन र सधुारको आवश्यकता 
छ। उच्च आर्थिक वदृ्धि तथा समावेशी सामाजिक विकास दबैुलाई 
जोड्ने कार्यलाई नेपाली काग्रेसले नीति तथा योजना मार्फ त थप 
मजबतु गर्नुपर्दछ। नेपालको साधन र स्रोतलाई मध्य नजर गर्दै, 
नेपालका यवुा जनशक्तिको क्षमता, सिर्जनशिलता र ऊधमशीलतालाई 
विशेष भमूिका उपलब्ध हनेु नीतिगत, काननुी, प्रकृयागत र 
संरचनागत माहोल निर्माण गर्नुपर्दछ। 

आर्थिक नीतिमा समेटीने प्रमखु कुराहरूआर्थिक नीतिमा समेटीने प्रमखु कुराहरू

१	ब हृत लगानी र उत्पादन क्षमता विकास  १	ब हृत लगानी र उत्पादन क्षमता विकास  

देशले लिएका विभिन्न दिगो बिकासका लक्ष्य र शनु्य कार्बन हनेु 
लगायत उदेश्यहरू प्राप्त गर्न आकलन गरिए अनसुार बहृत 

लगानीको लागि आवश्यकता नीति र योजनाहरूको नपेाली 
कागं्रेसको आर्थिक नीतिले पहिचान गर्नुपर्दछ। सन ्२०१६ को 
राष्ट्रिय योजना आयोगको एक अनमुानअनसुार, दिगो विकासका 
लक्ष्यहरू हासिल गर्न वार्षिक करिब २० खर्ब नेपाली रुपैया ँजस 
मध्ये १२३५ अर्बभन्दा बढी परु्वाधार क्षेत्रमा लगानी आवश्यक 
पर्ने देखाइएको थियो। तर, तत्कालीन समयमा अनमुान गरिएभन्दा 
राजस्व संकलन, वैदेशिक अनदुान र आर्थिक वदृ्धिदर कम भएकाले 
अब आवश्यक पर्ने वार्षिक लगानी अवश्य पनि अझै बढी लाग्ने 
छ। ऊर्जा क्षेत्रमा मात्रै, सन ्२०५० सम्म कार्बन न्यूट्रल हनेु 
लक्ष्यका लागि करिब ९६ अर्ब डलर र सन ् २०४० सम्म 
विद्युतीय प्रसारण लाइन निर्माणका लागि करिब ६ अर्ब डलर 
आवश्यक पर्ने देखिन्छ। यति ठुलो लगानीका लागि स्वदेशी तथा 
विदेशी निजीक्षेत्रलाई र सार्वजनिक-निजी-साझेदारी मोडेलमा 
लगानीका आवश्यक काननुी र प्रकृयागत आप्ठ्याराहरूलाई सधुार 
गर्दै ती उत्पादनहरूलाई आन्तरिक र बाह्य बजारमा पहुँचका लागि 
आवश्यक सहजीकरण गर्नुपर्दछ। लगानी बढाएर मात्र देशको 
समग्र आर्थिक स्वास्थ्य राम्रो बनाउने र रोजगारका अवसरहरू 
सिर्जना गर्न सकिन्छ। स्वदेशमै मर्यादित रोजगारी र स्वरोजगारीका 
अवसरहरूको विकासलाई प्राथमिकता दिदा आन्तरिक उत्पादन 
क्षमता र उत्पादकत्व पनि बढने छ। विशिष्ट उद्योगहरूको लागि 
लक्षित नीतिगत र अन्य सहयोग र सहजिकरण नेपालमा खस्कदो 
औधिगिकक्षेत्रको बिकासका लागि महत्त्वपूर्ण छ। यसमा 
शरुुआतमा सब्सिडी, कर छुट, र अन्य प्रकारका सहायता समावशे 
हनु सक्दछन जसले ती उद्योगहरूलाई प्रारम्भमा अनकूुलन र 
विकास गर्नमा सहयोग परु्‍याउँछ।

२ समष्टिगत आर्थिक स्थिरताको सनुिश्चिता२ समष्टिगत आर्थिक स्थिरताको सनुिश्चिता

हाम्रो राष्ट्रको आर्थिक स्थिरता कायम राख्नका लागि बाह्य र 
आन्तरिक प्रभावलाई दिगो र उदार ढंगले सामना गर्न नेपाली 
कागं्रेसको नीति आवश्यक छ। बेरोजगारीको तीव्र वदृ्धि र आर्थिक 
सिथिलता यस कार्यमा नेपाललाई चनुौती बढाउदैछन।् स्पष्ट 
खाका र योजनाबद्ध दृष्टिकोणले मात्र आर्थिक स्थिरता हासिल गर्न 
सहयोग परु्‍याउनछे। संरचनात्मक क्षमताको कमी र भौगोलिक 
सवुिधामा असन्तुलनको अवस्थामा, विशेष गरी सवा करोड यवुा 
मानव पुजँीको सक्रियता र सरकारी बजेटको उत्पादक लगानीवाट 
र आर्थिक सशुासनवाट मात्र समष्टिगत आर्थिक अवस्थालाई 
बलियो बनाउन मददत गर्दछ। वित्तीय विवेकशीलता र आर्थिक 
दिगोपनाका लागि दीर्घकालीन दृष्टिकोणमा सरकारको सार्वजनिक 
ऋणको सीमा, बजेट घाटा र ब्यापार घाटाको जिम्मेवारीपूर्वक 
व्यवस्थापन अत्यन्त महत्त्वपूर्ण छ। बित्तीयक्षेत्रमा अस्थिरता 
आउन दिनहुदैुन। बैक तथा बित्तीयक्षेत्रको लगानी उत्पादन र 
सेवा क्षेत्रमा लगानीहदुा लगानीका जोखिमहरूको आकलन गरी 
जोखिम न्युनीकरण हनेु गरी नीति बनाउन ु पर्दछ। आर्थिक 
स्थीरताका नीतिले सरकारलाई लगानीकर्ताको विश्वास कायम राख्न 
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र स्थिर आर्थिक वातावरण निर्माण गर्न मद्दत परु्‍याउँदछ। 

हमीले सहलुियत लगानी जटुाउनका लागि बैकल्पिक बित्त 
परिचालकोको पनि उदार नीति ल्याउन ुपदर्छ। ग्रीन बण्ड, एन्जल 
फाईनान्स, क्राउड फण्ड, कार्बन, ब्यापार लगायत, निजीक्षेत्रलाई 
समेत समेटेर अगाडि बढने कार्यान्वयन गर्ने सकिने गरी नीति 
हनुपुर्दछ।

३ आर्थिक गतिशिलताको वातावरण सिर्जना३ आर्थिक गतिशिलताको वातावरण सिर्जना

नेपाललाई प्रत्येक १ अर्ब अमेरिकी डलरको सार्वजनिक लगानीका 
लागि कम्तीमा २ अर्ब अमेरिकी डलरको निजी लगानी आकर्षित 
गर्न सक्ने वातावरण बनाउन ु आवश्यक छ। यसका लागि 
सरकारले विदेशी लगानीकर्ताहरूलाई आत्मिय व्यवहार प्रदान गर्ने, 
लगानीको राष्ट्रियकरण नहनेु ग्यारन्टी गर्ने र लगानी स्वीकृतिका 
लागि सहज एवं अनमुानयोग्य प्रक्रियाहरू अबिलम्ब बनाउन ु
पर्दछ।

स्थानीय उत्पादन क्षमता विकास गर्नका लागि उपयकु्त वातावरणको 
निर्माण प्रक्रिया अनिवार्य छ। अत्यधिक आयातमा निर्भर रहने 
वस्तु र सेवामालाई लागत कम गरी प्रतिस्थापन गर्न, उच्च 
उत्पादक क्षेत्रहरूमा श्रम र पुजँीको पनु:संरचना गर्ने कदम 
चाल्नुपर्छ यसवाट दीर्घकालीन आर्थिक वदृ्धिमा ठूलो भमूिका 
खेल्नेछ। नेपाली कागं्रेसको आर्थिक नीतिले श्रम र पुजँीलाई उच्च 
उत्पादक क्षेत्रहरूमा स्थानान्तरण गर्न निजीक्षेत्र र सरकारलाई 
सक्षम बनाउन ेपहल गर्नु पर्दछ। 

सरकार र निजीक्षेत्र मिलेर रोजगार सिर्जना गर्ने स्थानीय विकासका 
योजनाहरू सञ्चालन गर्न विशेष ध्यान दिनपुर्छ। स्थानीय 
समदुायहरूमा पूर्वाधार विकासका लागि प्राथमिकता दिन ेयोजना 
बनाउनपुर्छ, जसमा सडक, पानी, विद्युत,् र संचारको पहुँचलाई 
सधुार्ने काम आयोजना गरिन ुआवश्यक छ। नेपालमा ८ हजार 
२०४ किलोमिटर खण्डास्मित र ८ हजार ७६५ किलोमिटर 
कच्ची सडक छन। नपेालमा स्थानीय र प्रदेश सरकारका करिव  
४६ हजार  किलोमिटर भन्दा बढी धलेु सडक करिव १४ हजार 
किलोमिटर ग्राभेल स्तरका सडक रहको तथ्याङ्क छ। यि सडक 
मध्ये उत्पादनलाई बजारसंग जोडने सडकहरूलाई ब्यवस्थित गर्दै 
स्थानीय सामाग्री प्रयोग गरी सम्भव भएका ठाउमा ढुङ्गा बिछ्याउने 
लगायतका निर्माणकामहरू बाह्रै महिना गर्ने गरी प्रणालीको बिकास 
गरेमा अदक्ष जनशक्तिलाई रोजगारका अवसरहरू सिर्जना गर्न 
सकिन्छ।

बढ्दो आयातको प्रतिस्थापन गर्नका लागि उत्पादनशील 
उद्योगहरूलाई प्राथमिकता दिदै कम प्रतिस्पर्धा भएका तलुनात्मक 
लाभका क्षेत्रमा स्थानीय उत्पादन बढाउन ुपर्नेछ। जैविक कृषिलाई 
बढावा दिँदै स्थानीय उत्पादन र उपभोगलाई सदुृढ गर्नका लागि 
उपयकु्त नीतिहरूको विकास गर्नु अत्यन्त महत्त्वपूर्ण छ। 

नवीकरणीय ऊर्जामा लगानी बढाएर जल र सौर्य ऊर्जा स्रोतको 
प्रबर्द्धन गर्दै स्वच्छ र दिगो ऊर्जा उत्पादनमा ध्यान दिन ुआवश्यक 
छ। रमणीय पर्यटन पनि नेपालको अर्को ठूलो सम्भावित क्षेत्र हो; 
नेपालका सासं्कृति क र भौगोलिक विविधता र प्राकृतिक सम्पदालाई 
पर्यटनको माध्यमबाट उपयोग गर्नुपर्नेछ। यी विशेष क्षेत्रहरूमा 
प्रविधि र पुजँीको सशक्तीकरणले रोजगार सिर्जना र दिगो 
अर्थतन्त्रको विकासमा सहायक भमूिका खेल्नेछ। 

४ सामाजिक कल्याणकारी योजनाहरूको दिगोपना र पारदर्शिता४ सामाजिक कल्याणकारी योजनाहरूको दिगोपना र पारदर्शिता

नागरिकका लागि उदार र सन्तुलित कल्याणकारी योजनाहरूको 
पारदर्शीरूपमा कार्यान्वयनमा कागं्रेसले विशेष ध्यान दिनपुर्छ। 
यसलाई डिजिटलाईजेशन मार्फ त वास्तविक लाभान्वित हनेु समहु, 
बर्ग र जोखिममा रहका ब्यक्तिहरूलाई आवश्यक सामाजिक सेवाहरू 
प्रदान गर्नुपर्दछ। सामाजिक सरुक्षाका नीतिहरू देशको समग्र 
आम्दानीसंग तारतम्यता मिलेको हनुपुर्दछ जसले राज्यको आर्थिक 
अबस्थानसुार न्यायपूर्ण व्यवस्था कायम गर्दै गरिबी र जोखिममा 
रहका समहुको आवश्यकतालाई सम्बोधन गर्नुपर्दछ। सिमित साधन 
र स्रोतलाई उत्पादन र उपभोगका क्षेत्रमा अनपुात मिलएर अधिकतम 
उपयोग गरिन ुपर्छ।

५ उत्पादनशील दिगो र दरिलो पूर्वाधारको विकास५ उत्पादनशील दिगो र दरिलो पूर्वाधारको विकास

दरिलो र दिगो विकासका लागि पूर्वाधारको अवस्थाले निर्णायक 
भमूिका खेल्दछ। सडक, पलु, र सञ्चार जस्ता पूर्वाधारका 
परियोजनाको क्रियान्वयनले उत्पादन र सेवाको उपलब्धतालाई 
सहज बनाउँछ। नेपालका जटिल भौगोलिक संरचनामा भरपर्दो र 
सदुृढ पूर्वाधारको विकासले दिगो आर्थिक वदृ्धि र रोजगार सिर्जना 
गर्ने मौका दिनेछ।

हरक राष्ट्रको आर्थिक, सामाजिक, र मानवीय विकासको मर्म 
पूर्वाधारको अवस्थाले निर्धारण गर्दछ। नेपाल जस्तो विकासशील 
अर्थतन्त्रका लागि सदुृढ र दिगो पूर्वाधार आवश्यक छ, जसले स्रोत 
र उत्पादनका साधनहरूलाई गतिशील बनाउँछ, लागत घटाउँछ, 
रोजगारी सिर्जना गर्दछ, र जीवनस्तर उकास्न मद्दत गर्दछ। पूर्वाधार 
विकासले आर्थिक र सामाजिक रूपान्तरणमा मद्दत परु्‍याउँछ; 
विशेषगरी, नेपालका पहाडी र हिमाली क्षेत्रहरूमा गणुस्तरीय 
पूर्वाधारको पहुँचले जीवनस्तरमा क्रान्तिकारी परिवर्तन ल्याउन 
सक्दछ। पूर्वाधारमा पहुँच वदृ्धि गर्दा व्यक्तिहरूलाई वस्तु उत्पादन 
र सेवाहरूको गणुस्तर सधुार्नमा सहयोग परु्‍याउँछ। उदाहरणका 
लागि, ग्रामीण सडकले बिरामीलाई अस्पताल परु्‍याउने, विद्यार्थिलाई 
विद्यालय जान सहज बनाउने, र स्थानीय उत्पादनलाई बजारमा 
सजिलै परु्‍याउने सवुिधा प्रदान गर्दछ। 

स्थानीय स्तरमा उद्यमशीलता र व्यावसायिक विकासका लागि दिगो 
पूर्वाधार महत्त्वपूर्ण छ। यसले लागत घटाएर उत्पादन र उत्पादकत्व 
बढाउँछ, बैंकिङ र सञ्चार सेवाहरू विस्तार गर्दछ, र कृषि 
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व्यवसायीकरणमा फाइदा परु्‍याउँछ। भरपर्दो सडक सञ्जाल र ऊर्जा 
आपूर्तिले उद्योगहरूको उत्पादन क्षमता र बजार विस्तारमा मद्दत 
गर्दछ। डिजिटल कनेक्टिभिटीले स्थानीय उद्यमीहरूलाई विश्व 
बजारसँग जोड्छ र नया ँव्यावसायिक अवसरहरू सिर्जना गर्दछ।

महत्वपूर्ण पूर्वाधारमा गरिएको लगानीले अन्य क्षेत्रका विकासका 
बाधाहरू हटाउन सक्नुपर्छ, जसमा यातायात प्रमखु हो। तर, हामीले 
निर्माण गरेको यातायात सञ्जाल ससु्त र अक्सर गणुस्तरहीन छ, 
जसले एकातिर पूर्वाधार निर्माणको लागत बढाएको छ भन ेअर्कोतिर 
बजार पहुँचलाई सीमित पारेको छ। तसर्थ, नेपालको आर्थिक 
वदृ्धिको कथा पूर्वाधार विकासको नीति र योजना कार्यन्वयनको 
सफलता वा असफलतासगँ प्रत्यक्ष रूपमा जोडिएको छ।

जलस्रोत, बिद्युतीय प्रसारण लाईन, ब्यापारिक सडक संजाल, हवाई 
सेवा परु्वाधार, टेलिकम र ठुला शहरका खानेपानी आयोजना जस्ता 
बिकासमा नपेाली काग्रेसले सार्वजनिक-निजी-साझेदारी मोडेलमा 
बिकास गर्नु पर्छ। ग्रामीन खानेपानी, गार्ामीन परु्वाधार, सिचाई 
लगायत जस्ता सार्बजनिक लगानीमा सेवा तथा वस्तुको उत्पादनको 
लागत घटाउने र उत्पादन बढाउने हिसाबले लगानीका नीति बनाउन ु
पर्दछ।

नेपालको भौगोलिक संवेदनशीलता, जस्तै भकूम्प, बाढी र पहिरोले 
पूर्वाधार निर्माणलाई थप जटिल र चनुौतीपूर्ण बनाएको छ। दिगो र 
विपद्-प्रतिरोधी पूर्वाधार निर्माणमा ध्यान नदिँदा बर्सेनि ठूलो आर्थिक 
क्षति बेहोर्नु परेको र नया निर्माण भन्दा पनुर्निर्माणमा हाम्रो सीमित 
महत्वपूर्ण बजेटको लगानी बढदै छ।

६ व्यावसायिक र उद्यमशीलताको प्रवर्धन  ६ व्यावसायिक र उद्यमशीलताको प्रवर्धन  

कागं्रेसले एक समग्र र सन्तुलित आर्थिक नीति अपनाउन ु पर्दछ, 
जसले खलुा बजार सिद्धान्त र सामाजिक कल्याणलाई सगँसँगै अघि 
बढाउँछ। यसको उद्देश्य दीर्घकालीन सामाजिक र आर्थिक स्थिरता 
हासिल गर्नु हो। जसमा शिक्षा, क्षमता बदृि, स्वास्थ्य र नवपबर्धनमा 
रणनीतिक लगानी गरिन्छ। समाजवादको आधनुिक परिबेश 
अनसुारको परिभाषालाई विस्तार गर्दै, नेपाली कागं्रेसले अबको यगुमा 
न्यायपूर्ण र सर्वांगीण विकासको महत्त्वलाई ध्यानमा राख्नुपर्छ। 

नेपालका यवुाहरूलाई स्वरोजगारीमा प्रवर्द्धन गर्दै कृषि लगायतका 
क्षेत्रमा व्यवसायीकरणलाई प्राथमिकता दिने नीति हनुपुदर्छ। 

उधमशीलता प्रवर्धनका लागि सरकारी सहयोग उधमशीलता प्रवर्धनका लागि सरकारी सहयोग 

७ आर्थिक नीति र सामाजिक न्यायमा सामज्यसता  ७ आर्थिक नीति र सामाजिक न्यायमा सामज्यसता  

नेपाली कागं्रेसको आर्थिक नीति केवल दीर्घकालीन आर्थिक बिकासको 
दृष्टिकोणमा मात्र केन्द्रित भएको छैन, यसले प्रत्येक नागरिकको 
जीवनस्तर सधुार्न र सामाजिक समानता हासिल गर्न महत्त्वपूर्ण 
भमूिका खेलेकोछ। समाजवादको आधनुिक अवधारणालाई स्वीकार 
गर्दै नागरिकका अधिकार र अवसरहरूको सनुिश्चितता गर्दै नेपाली 
कागं्रेसले समावेशी र समनु्नत नेपाललाई तिब्र आर्थिक गतिमा बढाउन ु
पर्दछ। 

बदलिदो आर्थिक परिप्रेक्ष्यमा, नेपालको वर्तमान गतिशील 
जनशक्तिलाई क्षमतावान बनाएर र प्राकृतिक स्रोतको अवस्थालाई 
दिगोरुपमा अधिकतम उपयोग गर्दै आर्थिक अवस्था सदुृढ पार्नका 
लागि व्यावहारिक र कार्यन्वयनमा जानसक्ने नीतिगत कदमहरूको 
आवश्यकता छ। यसबाट मात्र हामी जनताको आर्थिक स्थिति 
सधुार्न र उनीहरूको दैनिक जीवनमा सकारात्मक परिवर्तन ल्याउन 
सफल हनु सक्छौं।

अन्तमा, बीपी कोइरालाको भनाइलाई स्मरण गर्दै, नेपाललाई 
समाजवादतर्फ  उन्मुख गराउनका लागि स्पष्ट आर्थिक नीति र 
बर्तमान परिवेशमा सहुाउने ठोस कार्य योजना बनाउन ुअत्यावश्यक 
छ। अबको यगुमा, आर्थिक परिवर्तन केवल राजनीतिक परिवर्तनबाट 
हुँदैन; यो एक न्यायपूर्ण र समनु्नत समाजको निर्माण हाम्रो लागि 
प्राथमिकता हो। यसका लागि सरकारको सशक्त भमूिका र जनताको 
सक्रिय सहभागिता अनिवार्य छ। सिर्जनात्मक उपाय र दृष्टिकोणहरू 
अपनाएर, नपेाली कागं्रेसले नेपाली समाजमा स्थायी र सशक्त आर्थिक 
परिवर्तन ल्याउँन सक्दछ र सबै नेपालीहरूको जीवनमा मनग्य सधुार 
ल्याउने प्रयास गर्नसक्दछ। यसबाट मात्र हामीले आर्थिक 
सिद्धान्तहरूलाई व्यवहारमा उतार्न र समनु्नत मार्गमा अगाडि बढन 
सक्छौं।
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ljZjJofkL¿kdf cfd hgtf jf ;]jfu|fxL jf pkef]Qmfn] 
;'zf;g k|a4{g, e|i6«frf/ lgoGq0f / ;fj{hlgs ;]jfsf] 
k|efjsfl/tfdf ?kfGt/0f vf]hL /x]sf 5g\ . o;} ;Gbe{df 
ljZjJofkL?kd} h]ghL nufotsf cfGbf]ng / cleofg 
;+rfng e} /x]sf 5g\ . b'lgofdf ;a}n] cfcfk\mgf] klxrfg 
agfPsf 5g\ . o;df sf]lx nf]slk|o 5g\, sf]lx abgfd . 
cfuf]sf] u'0f kf]Ng], Gofgf]kgf lbg], vfgf ksfpg]nufot xf] . 
kfgLsf] u'0f Kof; d]6fpg], lr;f] x'g], lehfpg] xf] . o;} 
/Ltn] k|zf;gdf ?kfGt/0fsf] k|of; ug]{ d'n'ssx¿ Klg st} 
;kmn ePsf 5g\ eg] st} c;kmn ePsf 5g\ . 

xfdLn] ck]Iff u/]sf] ;'zf;gsf] k|a4{g xf] . o;sf nflu 
;'zf;g P]gsf] k|efjsf/L sfof{Gjog x'g'sf ;fy} ;'zf;g 
cfof]u u7g ug{ ;s] klg 7"n} pknJwL xfl;n x'g] b]lvG5 . 
;fdfGotM ;/sf/L c•fsf] u'0f cfd hgtfn] ck]Iff u/]sf] 
;]jf k|afx ug]{ xf] . oyf{ydf, h;n] cfkmgf] k|fs[lts u'0fsf] 
/Iff u5{, To;sf] klxrfg klg ;sf/fTds aG5 . h;n] 
cfk\mgf] k|fs[lts u'0f g} gi6 u5{, To;nfO{ lwSsfl/G5 . 
To;n] cfk\mgf] klxrfg u'dfp5 . jbgfdL sdfp5 . g]kfndf 
o; lx;fan] l;ldt ;/sf/L sfof{nox¿n] dfq} cfk\mgf] 
;f+v hf]ufPsf 5g\ . 

o; l:yltdf ;'zf;g k|a4{g ug{, e|i6\rf/ lgoGq0f ug{ 
;]jf k|jfxsf] k|efjsfl/tf sfod ug{ ;/sf/L c•fn] 
Go"gtd\¿kdf ;'wf/sf nflu cyf{t\ ?kfGt/0fsf nflu 
ug{'kg]{ dxTjk"0f{ a"bfx¿df ;'emfpg] Wo]on] of] cfn]v tof/ 
u/]sf] 5' . 

!=	 ue/d]06 O{g of]/ ks]6 M 
	 ch/a}hfg	 ;/sf/n] ;fa{hlgs k|zf;gdf cfd"n 

;'wf/ ug]{ Wo]on] df]jfOn Pkaf6 clwsf+z ;]jf k|jfx 
ul/cfPsf] 5 . k|foM ;a} ;]jfu|fxLsf] vNtLdf df]jfOn 
x'g] x'FFbf ToxfFsf] ;/sf/n] o; ;'wf/sf] Kofs]hnfO{ 
ue/d]06 Og of]/ ks]6 gfdfs/0f u/]sf] 5 . g]kfndf 
klg k|x/L k|zf;g / s]lx :yfgLo txx¿n] o;nfO{ 
cflz+s¿kdf cg'z/0f u/]sf 5g\ . 

@=	 sfo{;Dkfbg ;Demf}tfM
	 Go"lhNof08df k|z;g ;'wf/sf nflu sfo{;Dkfbgdf 

cfwfl/t ;Demf}tfsf dfWod4f/f ;Da4 
kbflwsf/Lx¿nfO{ lhDd]jf/ t'Nofpg] ul/Psf] 5 . o;/L 
lhDd]jf/ kbflwsf/Ln] tf]lsPsf] ;dodf, tf]lsPsf] 
9fFrf / ljlwdf, tf]lsPs} ;dod ;Dkfbg u/]kl5 :jtM 
g} ;'zf;gsf] cg'e"lt x'g] /x]5 . g]kfndf k|wfgdGqL 
/ dGqLaLr, dGqL / ;lrjaLr tyf :yfgLo ;/sf/ 
k|d'v / k|d'v k|zf;sLo clws[t aLr o:tf] ;Demf}tf 
e} cfPsf] 5 . t/, of] cSsn lagfsf] gSsndf kl/0ft 
e} kl/0ffd eg] ck]Iffs[[[[[[t Nofpg ;lsPsf] 5}g . 

#=	 ;le{; s'kgM 
	 a]nfot k|zf;g ;'wf/sf] cg]s >[ª\vnfdf ;le{; s'kg 

nfu" ul/Psf] 5 . o;df x/]s ;]jfu|fxLsf] clen]v 
b'?:t ul/Psf] 5 . h;sf] sf/0f Psk6s ;]jfsf] 
lgldQ cfPsf] ;]jfu|fxLnfO{ ;]jfk|bfos lgsfon] ;lhn} 
klxrfg u5{ / zL3| ;]jf k|bfg ub{5 . ljz]ifu/L, 
o; k|sf/sf] ;]jf g]kfnsf ljleGg c:ktfndf klg 
k|bfg ul/b} cfPsf] 5 . kl5Nnf lbgdf g]kfndf klg 
tLg} txsf ;/sf/n] l8lh6n ;'zf;gsf] dfWodåf/f 
o; k|sf/sf] ;]jfnfO{ k|bfg ub}{ cfPsf 5g\ . tyflk, 
g]kfndf clwsf+z ;]jfu|fxL :jo+n] cfk'mn] kfpg' kg]{ 
;]jfsf nflu ;a"b k|df0f cfkm}n] h'6fpg' kg]{ jfWofTds 
l:yltdf vf;} ;'wf/ ePsf] cg'e"lt ul/Psf] 5}g .

$=	 lkk'N; jf]g;M
 	 hd{gLdf ;]jfk|bfos lgsfo / sd{rf/Ln] ;]jfu|fxLk|lt 

k"0f{ rf+;f] /fvL ;]jf k|jfx ub{5g\ . o;af6 
pgLx¿sf] cg'xf/ ;w} ;]jfu|fxL tkm{ -km/jf8{ n'ls+u_ 
kmls{G5 . o;af6 ;]jfu|fxLdf ;Gt'li6 a[l4 x'G5 . 
pgLx¿n] dtbfgsf cfwf/df ;]jfu|fxLnfO{ pTs[i6 ;]jf 
lbg] sd{rf/LnfO{ k'/:sf/sf nflu l;kmfl/z ub{5g\ . 
o;nfO{ lkk'n jf]g; l;i6d elgG5 . g]kfn h:tf 
d'n'sdf xflsdn] nfPcx|fPsf] sfd ubf{ xflsdtkm{ 
cg'xf/ / ;]jfu|fxLtkm{ -Jofsjf8{ n'lsu_ lk7 kmls{G5 . 
o;af6 ;]jfu|fxLn] ;]jf kfPkl5 v';Leg] x'g ;Qm}gg\ . 

%= 	Ifdfofrgfsf] ;+:s[ltM
	 cd]l/sL k|fGtLo ;/sf/x¿df sd{rf/Ln] ;]jf k|jfxssf] 

;'zf;g k|a4{g / ;fj{hlgs ;]jf k|jfxdf 
?kfGt/0f

*k"र्व k|d'v ;"rgf cfo'Qm Pj+ g]kfn ;/sf/sf] ;lrj  

s[i0fxl/ af:sf]6f*
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s|ddf jf tf]lsPsf] lhDd]jf/Ldf q'6L ePdf Ifdfofrgf 
ug]{ jf lbg] k|aGw ul/Psf] 5 . t/, o:tf] Ifdfofrgfsf] 
;+Vof / ;Ldf l;ldt 5 . ;f] ;Ldf / ;+Vof gf3]df 
eg] ljefuLo sf/jfxL x'G5 . g]kfndf dlxgfdf # k6s 
clwstd\ !% ldg]6 l9nf] sfof{no cfP klg sf/jfxL 
gx'g] u/L Ifdfofrgfsf] sfg"gL k|aGw ul/Psf] 5 . 

^=	 ;dLIffnosf] Joa:yfM
	 l;+ufk'/sf tTsfnLg /fi6|\k|d'v ln Sjfg o"n] ;/sf/L 

sfd sf/jfxLsf] cg'udg ug]{ sG6|\f]n?d v8f u/]sf 
lyP . o;nfO{ P8\ldlgi6|\]l6e ck/]zg r]Da/ ?d gfdfs/0f 
ul/Psf] 5 . o;} ;dLIffnosf dfWod4f/f pgn] b08 / 
k'/:sf/sf] 3f]if0ff ub{y] . cyf{t\ ;fj{hlgs kbflwsf/Lx¿ 
tf]lsPsf] sfd ;Dkfbg u/] pTs[i6 / ;f] tf]lsPsf] sfd 
;Dkfbg ug{ g;s] cof]Uo ;fljt x'Gy] . g]kfndf k+rfot 
sfndf ;dLIffnosf] 7"nf] k|rng lyof] . xfnsf lbgdf 
k|wfgdGqLsf] cWoIftfdf $.$ dlxgfdf /fli6«o:t/sf 
cfof]hgfsf] ;dLIff u/L ;d'lrt lgb]{zg lbg] k|rng 5 . 

&=	 ;do ;Ldf tf]lsPsf] ;'wf/ M 
	 dn]l;ofsf tTsfnLg k|wfgdGqL dxfb]j dxyL/n] ;g\ 

@)@) ;Dddf dn]lzofsf] k|zf;lgs ;'wf/sf] :t/ o; 
cj:yfdf k'¥ofpg] egL nIo lgwf{/0f u/L sfd u/]sf 
lyP . o;af6 dn]lzof lgs} dfly p7\of] . g]kfndf klg 
6+sk|;fb cfrfo{ k|wfgdGqL x'Fbf kl/jt{g jf ;'wf/ ug{ 
rfx]sf] ljifodf ;DalGwt ;/f]sf/jfnf ;a} kbflwsf/LnfO{ 
8f+sL sfof{Gjogof]Uo lgisif{df k'¥ofpFy] . To;}nfO{ 
tTsfn} dlGqkl/ifb\af6 lg0f{o u/fpFy] . o;/L pgsf] g]
kfndf g]kfndf k|zf;g ;'wf/sf] lahf/f]k0f ePsfn] 
pgnfO{ g]kfnsf] DofS;a]e/ pkgfdn] k'sfl/G5 . 

*= 	gub/lxt ;]jf M
	 ef/tsf k|wfgdGqL g/]Gb| df]bL u'h/ftsf] d'VodGqL x'Fbf 

k|b]z / :yfgLo txdf gubsf] sf/f]jf/ ug{ lgoGq0f u/]sf 
lyP . o;af6 sfdn] lz3|tf kfpg'sf ;fy} e|i6«frf/ lgs} 
36]sf] lyof] . o;n] cgnfOg ;]jf k|jfxnfO{ k|f]T;flxt 
u/]sf] lyof] . g]kfn ;/sf/n] klg l8lh6n ;]jf k|jfx ug]{ 
Wo]o lnPsf] 5 . 

(= 	 o"/f]kdf ul/Psf] cGo ;'wf/M	
	 o'/f]ksf s}of]F b]zx¿df x''''''''''''''''''nfsaf6 ;]jf k|jfx e}/x]sf] 

5 . pgLx¿n] /fO6 Dofg Og /fO6 Kn];sf nflu g]t[Tj 
klxrfg s]Gb| (Leadership Assessment Center) :yfkgf 
u/]sf 5g\ . o;}u/L, ;/f]sf/jfnf gful/s;+u ;'wf/sf 
nflu /fo ;'emfj lng] / plrt ;'emfj lbg]nfO{ k'/:s[t 
u/L k|f]T;flxt ug]{ h:tf k|0ffnL klg nfu" ul/Psf] 5 .

!)= v'Nnf ;/sf/sf] cawf/0ffM
	 kl5Nnf] ;dodf /fi6«klt jf/fs cf]jfdfn] v'Nnf ;/sf/ 

cawf/0ffsf] cawf/0ff ;fj{hlgs u/]kl5 ;fj{hlgs 
k|zf;gdf o'ufGtsf/L kl/jt{g cfPsf] 5 . xfnsf 
lbgdf k|hftGqsf] ;6[fdf ;xeflutfd"ns k|hftGq 
(Participatory Democracy) n] :yfg lnPsf] 5 . o:t}, 
:j]t kqsf] ;§f ;/sf/L ;f]r / ;Nnfx dfUg] kq hf/L 
ug]{ rng rn]sf] 5 . clwsf/ k|fKtn] lg0f{o u/] j}w 
x'G5, t/ ;xeflutfdf lg0f{o u/] j}wtf xfl;n x'G5 eGg] 
dfGotf ;j{JofkL ePsf] 5 . 

	 o;}u/L, zf;g ug]{ xf]O{g, ;xhLs/0f ug]{ xf] . zf;g 
k2ltdf ;'wf/ xf]Og, ;/sf/sf] k'gcf{ljisf/ ug]{ xf] . 
xfdLn] nf]s sNof0fsf/L k|0ffnLsf] :yfgsf] ;§f clwsf/
o'Qm k|0ffnLdf sfd ug]{ xf] eGg] ;r]tgf cfPsf] 5   . 
;fy}, ;fdfGotM s'g} ;Dkflbt sfdsf] u'0f:t/ dfkgsf $ 
cfwf/ (Quality, Quantity, Cost & Time) sf] ;§f Pp6} 
cfwf/, ;]jfu|fxLsf] ;Gt'i6L aGg yfn]sf] 5 . sfd ubf{ 
dfkb08 (SoP) sfod ug]{, sfd ;DkGg ePkl5 u'0f:t/sf] 
k/LIf0f lrGx (ISO) lng'sf ;fy} r/0fa4 k/LIf0f (TQM) 
x'g yfn]sf] 5 . o;sf nflu lg/Gt/ cg'udg ug]{ ;+oGq 
(QC) v8f ug{ yflnPsf] 5 . o;/L k|zf;g ;'wf/sf 
If]qdf 7"n} ?kfGt/0f cfPsf] 5 . o;df PcfO{ -s[lqd 
af}l4stf_ n] 5nf+u dfg]{ cg'dfg ug{ ;lsG5 . 

g]kfndf ;'wf/sf] nflu ;'emfj
o; kª\ltsf/n] ;do ;dodf ljleGg dfWod4f/f g]kfnsf] 
k|zf;gdf ug{'kg]{ ;'wf/sf af/]df ;'emfj lbFb} cfPsf] 5 . 
Psk6s ltg}sf] k'g/fa[lQ ug{ rfxG5' . 

!!= Ifltk"lt{;lxtsf] j8fkq
	 ;/sf/L c•fx¿n] gful/s j8fkqsf] :jf+u /Rg yfn]sf] w]/} 

eof] . a]nfotsf k|wfgdGqL hf]g d]h/n] g]kfnsf] gful/s 
j8fkqsf] sfof{Gjogsf] xfnt b]v]eg], s] ;f]r] d}n] s] 
eof] clxn] eGg] uLt lgs} efj's eP/ ufpnfg\ . o; 
kª\lQmsf/ @)%^ ;fndf jfl0fHo ljefusf] dxflgb]{zs 
x'Fbf cf/De u/]sf] gful/s j8fkq b]zJofkL ePsf]df uj{ 
u/]sf] 5' . t/, j8fkqsf] k|lta4tfg';f/ sfd gePsf]df 
b'MvL 5' . 

	 ca pk|fGt k|To]s ;/sf/L sfof{nodf Ifltk"lt{;lxtsf] 
j8fkqsf] Joa:yf ug'{k5{ . Ifltk"lt{df gub g} lbg g;s] 
klg l9nfOsf] ulDe{otf x]/L dfkmL dfUg], cfufdL ;]jf 
zL3| lbg] u/L ;le{; s'kg hf/L ug]{, o;/L Ifltk"lt{sf] 
bfjL ug]{ gful/snfO{ ;hu gful/ssf] ;Ddfg lbO{ lghsf] 
kmf]6f] Psdlxgf sfof{nosf] d"n4f/df /fVg], l9nf ;]jf 
lbP jfkt ;/sf/L df]6/n] ;]jfu|fxLnfO{ 3/;Dd k'¥ofO{ 
lbg] h:tf /rgfTds Ifltk"lt{ lbg ;lsG5 .

	 ;fy} j8fkqx¿ cl8of] / leh'on b'a} x'g'k5{ . cfd 
gufl/snfO{ lghx¿n] ck]Iff u/]sf] ;]jfsf] ljifodf 
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gful/s j8fkqsf] k|fawfgx¿sf] hfgsf/L u/fP/ dfq} 
sfof{noleq k|a]z u/fpg] u/L x]Nk8]S;sf sd{rf/L 
;ls|o Pa+ ;]jfu|fxLd}qL x'g'k5{ .

!@= sfo{k|afx tflnsf M 
	 k|To]s ;/sf/L sfof{non] j8fkq /fv]/ dfq} k'Ub}g, 

clgafo{¿kdf sfo{k|afx tflnsf klg ;fa{hlgs ug'{k5{ . 
o;df cfd ;]jfu|fxL hgtfn] cfk\mgf sfuhft Od]naf6 
;]08 ug]{ ls < lga]bg btf{ u/fpg] ls < btf{ ug{ sfof{no 
k|d'vsf] tf]s cfb]z nufpg' kg]{ ls < :jo +;]jfu|fxL 
lga]bg lnP/ cfP x'g] jf eG;f/ Ph]06, sfg"g Joa;foL, 
rf6{/ PsfpG6]06, n]vfk9L Joa;foL, a|f]s/ jf s;nfO{ 
;fy lnP/ jf af/]zsf dfWodaf6 lga]bg lbg kfOG5 
egL k|i6tfsf ;fy v'nfO{ lbg'k5{ . 

	 o;/L ;]jfu|fxLsf] lga]bg btf{ ePkl5 sltj6f 6]a'ndf 
;f] sfuhft ;5{ < s'g s'g r/0f kf/ u/]kl5 k"0f{ ;]jf 
kfO{G5 . oL s'/f ;fa{hlgs u'g{k5{ . o;af6 sfo{k|afxdf 
b]lvPsf] bf]xf]/f]kgf, em0em6 / cgfaZos ;donfO{ s6f}+lt 
ug{  ;lsG5 . o;af6 ;]jfu|fxLdf cltl/Qm ;Gt'li6 k}bf 
x'g]5 .

!#= cfGtl/s sfo{lbUbz{g M
	 gful/s j8fkq / sfo{k|afx tflnsfsf] ;fydf ;a} ;/sf/L 

lgsfon] cfGtl/s sfo{lbUbz{g tof/ u/L nfu" ug'{k5{ . 
o;df k|To]s sfdsf nflu k|To]s lhDd]jf/ kbflwsf/Ln] 
s] s] sfuhftsf cfwf/df s] ug]{ eGg] ls6fgL ;fy 
n]lvPsf] x'G5 . of] Ps k|sf/sf] clwsf/ k|Tofof]hg xf] . 
o;nfO{ sfo{laa/0fsf] ¿kdf klg a'lemG5 .

 	 s'g} zfvfsf] lhDd]jf/L kfPkl5 ;f] zfvfn] tf]lsPsf] sfd 
s;/L ;Dkfbg ug]{ eGg] o; lbUbz{gdf n]lvPsf] x'G5 . 
of] Ps k|sf/sf] sfg"gL b:tfj]h g} xf] . o;sf] cfwf/df 
sfd ubf{ sd{rf/Ldf a]?h" sfod x'g] jf clVtof/sf] 
b'?kof]udf sf/afxLdf kl/g] jf slxF st} d'4f dfldnf 
grNg] s'/fsf] ;'lglZrttf k}bf x'G5 . 

	 o;/L sfd u/ eg]/ dfq} ;/sf/L sfof{nodf sfd e}/x]sf] 
5}g . o;sf nflu sfd ug]{nfO{ sfd ug{ ldNg] ;d'lrt 
jftfj/0f agfO{ lbg'kg]{ cfaZostf af]w ePsf] s'/f 
;fj{hlgs u/]sf] x'F . 

!$= Ps4f/ k4ltM
	 jt{dfg ;dodf ;]jfu|fxL hgtfnfO{ cfk\mgf sfuhft 

lnP/ 6]a'n 6]a'n rfxb}{ lx8 eGg ldNg] kl/l:ylt 5}g . 
o;sf nflu 8]S; k|0ffnL nfu" ug'{ k5{ . of] eg]sf] Ps4f/ 
k|0ffnL xf] . 

	 o:sf nflu cfw'lgs x]Nk8]S; v8f ug{ klg ;lsG5 . 
o; 8]S;df ;a} s'/fsf] hfgsf/L ePsf sd{rf/L /x]sf 
x'G5g\ . pgLx¿n] ;]jfu|fxLn] NofPsf ;a} sfuhftsf] 

k/LIf0f u/L ;do hgfP/ lga]bg btf{ ug'{sf ;fy} 6f]sg 
klg lbG5g\ . o;af6 j8fkqdf tf]lsPsf] calwdf ;]jf 
k|afx ug{ ;lsg] x'G5 . 

	 pBf]u ljefudf v8f ul/Psf] Ps4f/ k|0ffnLdf wf/f, 
alQ / kfgLsf] ;'lawfsf nflu tt\ ljefuaf6} ;DalGwt 
lgsfodf kxn ul/G5 . o;}u/L afXo nufgLstf{sf] le;f, 
ljb]zL d'b|f ;6lxsf] ;'lawf nufotsf] ;]jf klg Ps4f/ 
k|0ffnLaf6} xfl;n x'G5 . o; k|sf/sf] ;]jf k|afxsf nflu 
;a} ;/sf/L lgsfox¿ cu|;/ x'g' ;dosf] df+u xf] .

!%= 3/ b}nf] ;]jf M 
	 cfd hgtfnfO{ cgnfOg ;]jf k|afx ug{ ;lsPdf x/]s 

;]jf 3/b}nf]df k'Ug] :jtMl;4 5 . tyflk 3'DtL ;]jfsf] 
dfWodaf6 PsLs[t ;]jf k|afxsf] yfngLaf6 b'u{dsf 
hgtfn] /fxtsf] dxz'; u/]sf 5g\ . 

	 o;} kª\ltsf/sf] l;kmfl/zdf ;/sf/n] hUufsf] lnvt kfl/t 
ug]{, hldgsf] lsQfsf6 ug]{, gful/stf lbg] nufotsf 
;a{;fwf/0fdf lgoldtt¿kdf k|afx ug'{kg]{ ;]jfx¿ laxfg 
^ jh]b]lv a]n'sL * ah];Dd k|afx cf/De ul/Psf] lyof] . 

	 :jL8L; ;/sf/n] ;8s k|zf;gsf gfddf s}of}+ ;]jfx¿ 
rf}la;} 306f k|afx ul//x]sf] 5 . 3/df 8f]/ vl6O{ cfpg] 
g]kfnL Joa:yfnfO{ ;'wf/ u/L Go"lhNof08sf] eG;f/ 
k|zf;gn] canDag u/] em} laxfg a]n'sL klg ;]jf 
cfaZos kg]{ hgtfn] cltl/Qm z'Ns lt/]/ ;]jf k|afx ug]{ 
k|0ffnL nfu" ug'{k5{ . o;/L ;]jfu|fxLn] lt/]sf] cltl/Qm 
z'Nsaf6 ;]jf k|afx ug]{ sd{rf/Ln] cf]e/6fO{d eQf kfpg] 
ljZjJofkL k|rng 5 . 

	 o;y{, ;/sf/n] ;]jfsf] ahf/Ls/0f u/L cfd hgtfdf 
;/sf/L ;]jfx¿ ;/n / ;xh9+un] 3/b}nf]d} kfpg] 
jftfj/0f lgdf{0f ug'{k5{ . 

!^= hLjGt u'gf;f] Joa:yfkg M
	 gful/sn] ;]jf k|flKtsf] s|ddf cg'ej u/]sf k|zf;lgs 

;f:tLx¿nfO{ u'gf;f]sf] ¿kdf JoQm ub{5g\ . o;nfO{ 
cfTd;ft\ u/L ;'wf/ ug'{k5{ . k|:t't ;Gbe{df u'gf;f] 
xfl;n ug{ …x]nf] ;/sf/Ú h:tf kf]6{n ;+rfng ug]{, ph"/L 
/ u'gf;f] jfs; /fVg] tyf ;]jfu|fxL ;Gt'li6 kmf/fd e/fpg] 
h:tf sfd ug{ ;lsG5 .  

	 o;/L u'gf;f]sf] hLjGt Joa:yfkgn] pQ/bfoL ;/sf/sf] 
efjgf k|afx x'G5 . o;sf nflu ;"rgfsf] xssf] clwstd\ 
pkof]usf nflu kf/blz{tf canDag ug'{k5{ . oyfy{df, 
Ifltk"lt{ ;lxtsf] gful/s a8fkqsf] ;d'lrt ;Djf]wgn] 
klg gful/ssf] u'gf;f] w]/}xb;Dd ;Djf]wg x'g] cg'ean] 
b]vfPsf] 5 . 

&= 	 uxg ;fdflhs k/LIf0f M
	 emf/f 6/fO xf]Og, uxg k|sf/n] ul/g] ;fdflhs k/LIf0fn] 
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sfo{qmdsf] k|efj d"Nof+sgdf d4t k'U5 . ljz]ifu/L, 
:yfgLo txdf ;DkGg sfdsf] n]vfhf]vf ug{ of] cf}hf/ 
k|efjsf/L b]lvPsf] 5 . of] k|hftflGqs k|ls|of klg xf] . 

	 ;fy}, k|afx ul/Psf ;]jfx¿ hgtf;Dd k'u] gk'u]sf] 
jf:tljstf klg ;fdflhs k/LIf0fsf dfWod4f/f xfl;n 
ug{ ;lsG5 . o;n] s'g 7fpFdf ;'wf/ ug{ h?/L 5 eGg] 
s'/fsf] hfgsf/L lbG5 . 

	 o;sf dfWodåf/f c;n cEof;sf] klxrfg e} csf]{ 
:yfgdf cg'z/0f ug{ ;lsg] x'G5 . o;af6 nufgL / 
k|ltkmnsf] dfkg x'G5 . nIo / k|ult jLrsf] vf8\n 
klxrfg ug{ d2t k'U5 . o; cltl/Qm, If]qut, lgsfout 
/ ;fdflhs kl/jt{gsf] k|ult af/] hfgsf/L xfl;n u/L 
cl3 a9g d2t k'Ug] x'Fbf ;fdflhs k/LIf0fnfO{ jif]{gL 
;Dkfbg ug'{k5{ . 

*= 	;'zf;g P]gsf] x'ax' sfof{GjogM 
	 ;'zf;g P]g adf]lhd lglZrt sfo{ljlw cjnDag u/L 

sfd ug'{k5{ . o;}u/L, tf]lsPsf] ;dodf lg0f{o ug'{ k5{ . 
lg0f{osf] cfwf/ / sf/0f v'nfpFb} kf/blz{tf sfod ug'{k5{ . 
o; cltl/Qm, ;fj{hlgs rf;f]sf] ljifo sfof{Gjog ubf{ 
;/f]sf/jfnf tyf gful/s ;dfh;Fu k/fdz{ lng'k5{ . 

	 ;fy}, ;'zf;g P]g adf]lhd gful/s a8fkqsf] Joa:yf, 
3'DtL ;]jf ;~rfng, ;fj{hlgs ;'g'jfO / u'gf;f] 
Joj:yfkg ub}{ ;"rgf k|ljlwnfO{ Jojxf/df ptfg'{ k5{ . 
oL sfdn] ;/sf/L c8\8fsf] cfwf/e"t kIfd} kl/jt{g u/L 
hgd}qL t'Nofpg d2t ug]{5 .

(= 	 ;"rgfsdf gful/ssf] kx"Fr M 
	 k|To]s ;/sf/L c8\8fn] cfd g]kfnL hgtfsf] ;Da}wflgs 

/ sfg"gL ;"rgfsf] xssf] k"0f{ ;Ddfg ug'{k5{ . cfd 
hgtfn] df+u u/]sf] ;"rgf tTsfn} pjnJw u/fpg' k5{ . 

	 o;}u/L, ;"rgf clwsf/L tf]Sg] / #.# dlxgfdf cfk"mn] 
;Dkfbg u/]sf sfdsf] :jtM k|sfzg hf/L ug'{k5{ .  o;/L 
s'g} klg  ljifodf ;f]Wg], hfGg] / ;]jf k|fKt ug]{ gful/ssf] 
xs :yflkt ePkl5 g} cfd hgtfn] ;/sf/L sfof{nosf] 
cl:tTjnfO{ cGt/ dgb]lv :jLsf/ ug]{5g\ .

!)= c6f]d]zg k|0ffnL M
	 ;/sf/L c8\8fx¿n] ;Dej eP;Ddsf ;]jfx¿ ljB'tLo 

k|0ffnLaf6 k|afx ug'{k5{ . o;sf lgldQ ;]jf k|afxsf 
nflu cfw'lgs pks/0f h8fg ug'{k5{ . 

	 …kmi6 sd kmi6Ú ;e{sf nflu 6f]sg hf/L ug]{b]lv a}lÍu 
;]jf, k|df0fkqsf] d'b|0f nufotsf ;]jf df]jfOn Pkaf6 
k|afx ug'{k5{ . o;/L ;/sf/L c8\8fsf ;]jf k|afxnfO{ k"mn 
c6f]d]zgdf ?kfGtl/t ug{ ;s] ;]jfu|fxLdf ;Gt'li6sf] 
:t/ a[l4 x'g]5 .

!!= 	pT;fxL sd{rf/LtGq 

	 ;/sf/L c•fsf] ;fj{hlgs 5jL w'ldn t'Nofpg ;/sf/L 
sd{rf/L lhDd]jf/ 5g\ . olb pmg} sd{rf/L cfd hgtfdf 
;]jf k|afx ug{ pT;fxL e} k|:t't ePdf tTsfn} ;/sf/L 
c•fk|ltsf] 5lj ;sf/fTds aGg vf;} ;do nfUb}g . 

	 o;y{, sd;]sd k|m06nfOg ;]jfdf vl6g] sd{rf/L pRr 
dgf]an ePsf x;d'v x'g'k5{ . pgLx¿n] pRr ;bfrf/df 
/xL gful/sd}qL efjgfaf6 ;]jf k|afx ug'{k5{ . o:tf 
sd{rf/Lsf] tna eQf cGo sd{rf/Lsf] eGbf al9 x'g'kg]{ 
ljZjJfokL dfGotf 5 . 

!@= ljrf}lnofd'Qm k|zf;g M 

	 xfn ;/sf/L ;]jf k|afxnfO{ b'lift t'Nofpg ljrf}lnofx¿n] 
klg e"ldsf lgaf{x ul//x]sf 5g\ . oyfy{df, ;/sf/L 
sd{rf/Lsf] c;xof]uL Joaxf/s} sf/0f larf}lnofx¿sf] 
pTklQ ePsf] s'/f 3fd hlQSs} 5nª\u 5 . o;y{, 
sfuhdf larf}lnofd'Qm k|zf;g 3f]if0ff u/]/ k'Ub}g, 
;/sf/L sd{rf/L ;]jfu|fxLd}qL ePkl5 larf}lnof;lxtsf] 
;]jf eg] klg ;/sf/L c•fdf larf]lnof e]l§g] 5}gg\ .

oL / o:tf s'/fnfO{ dgg u/L sfd ug{ / ;Rrf /fi6«;]jssf] kb 
wf/0f ug{ of]Uo x'g tdfd d'n'sL k|zf;g cGtu{tsf lghfdtL, 
;]gf, k|x/L, lzIfs, cbfnt, ;+:yfg, cfof]u nufotsf sl/a 
;af gf} nfv /fi6«;]jsx¿ :jR5 k|zf;g ;+rfngdf of]ubfg 
k'¥ofpg cu|;/ x'g'k5{ . dfly JoQm ul/Psf k|To]s a"Fbfx¿nfO{ 
PsPsu/L s]nfO{ tLg} txsf ;/sf/n] sfof{Gjogsf] /0fgLlt 
to u/L nfu" ug{ ;s] g]kfndf ;'zf;g k|j4{g e} ;fj{hlgs 
;]jf k|jfxsf dfWod cfd ;]jfu|fxLnfO{ ;Gt'li6 / /fHo 
;+oGqk|lt e/f];f / ljZjf; k}bf ug{ ;lsg] s'/fdf ljZj:t 
x'g ;lsG5 . 

***



Souvenir 2025 27th Anniversary of CAAN10

राष्ट्रनिर म्ाण र सरुक्षाका लागि आफ्ना साधनस्रोतको व्यवस्थापन गर्नु नै 
राष्ट्रिय राजनीतिको उच्चतम उद्देश्य हो । त्यस व्यवस्थापनका दईु पक्ष 
हुन्छन ् - १. आन्तरिक र २. बाह्य । आन्तरिक सरुक्षाव्यवस्थापन 
गहृनीतिको क्षेत्रभित्र पर्छ । आन्तरिक सरुक्षाव्यवस्थापन चसु्तदरुुस्त नभई 
बाह्य सरुक्षा हुदँनै ।  आन्तरिक र बाह्य सरुक्षा स्यवस्थापन एउटै सिक्काका 
दईु पाटा हुन ् । यसो पनि भनिन्छ - “आन्तरिक सरुक्षाको घरेा जहाँ 
टुङ्गिन्छ त्यहाँबाट बाहिरी सरुक्षाको घरेामा प्रवेश गरिन्छ । परराष्ट्र नीति 
भनको गहृनीतिकै विस्तार हो । गहृनीति साध्य हो, परराष्ट्र नीति   
साधन” । 

नेपालको सरुक्षा व्यवस्थापनको कुरा गर्दा दशेको माटोको या सिमानाको 
सरुक्षा मात्र होइन, नेपाली जनताको सरुक्षाको कुरा पहिलो प्राथमिकता 
पनि हुनसक्छ । आज राष्ट्रिय सरुक्षाको कुरा गर्दा मानवीय सरुक्षाको कुरा 
गरिन्छ । तर यो नयाँ कुरा होइन । यस विषयमा महाभारत र कौटलीय 
अर्थशास्त्र जस्ता परुाना ग्रन्थ हरेे हुन्छ । यधुिष्ठिरलाई भीष्म पितामहको 
उपदशे छ - “मानव भन्दा ठूलो प्राणी  कोही छैन; उसको हितको काम गर्नु 
नै राज्यको पहिलो दायित्व हो” । त्यस अनसुार हरे्दा वर्तमान नेपालको 
व्यवस्थापिका, न्यायपालिका र कार्यपालिकाका राजनीति, प्रशासन, 
कूटनीति, सरुक्षा निकाय लगायतका सबै क्रियाकलाप नेपाली जनताको 
हितमा केन्द्रित हुनपुर्छ । तर हाल नेपाली जनताले त्यस्तो महससु गरेजस्तो 
दखेिएन । भाद्र २३-२४, २०८२ मा भएको घटनाले दखेायो कि जनता 
दशेको विधायिका, कार्यपालिका र न्यायपालिकासित आक्रोशित  
रहछेन ्। 

नेपाली जनताले राज्यबाट चाहकेा प्रमखु विषयका कुरा गरौं । ती हुन ्
स्वास्थ्य, शिक्षा र रोजगारी । छिमकेी दशे भटुानमा स्वास्थ्य र शिक्षा 
शतप्रतिशत निःशलु्क छ भन्ने सनुिन्छ । तर नेपाली जनतालाई खासगरी 
ग्रमीण क्षेत्रमा आधारभतू स्वस्थ्यसेवा उपलब्ध छैन ।  शायद यो कटुसत्य 
महससु गरेर नै होला केही वर्ष अघि हरेक ७५३ पालिकामा एक 
स्वास्थ्यचौकी निर म्ाण गर्ने भन्दै एकै साथ शिलान्यास गरिएको खबर 
आयो । अनि वर्षौं बित्दा एउटा पनि स्वास्थ्यकेन्द्र नबनेको खबर पनि 
आयो । सतु्के री हुन नसकेर माहिलाहरूको ज्यान गइरहकेो खबर पनि 
आइरहन्छन ् । एकातिर यस्तो अवस्था छ भन अर्कातिर हजारौं यवुा 
डाक्टरहरू बेरोजगार रहकेो कुरा पनि सनुिन्छ । ग्रामीण क्षेत्रका 
बालबालिकामा कुपोषण व्यापक छ । लमु्बिनी, कर्णाली र सदुरूपश्चिमका 

पहाडी जिल्लामा यो समस्या निकै विकराल छ । दशेको राजधानीसित 
जोडिएका जिल्ला धादिङ, मकवानपरु र चितवनका तामाङ तथा चपेाङ 
समदुायमा गरीबी र कुपोषण व्यापक छ । जङ्गली च्याउ खाएर ज्यान 
गमुाएका खबर हृदयविदारक हुन्छन ् । यसबाट सरकारले राष्ट्रिय 
साधनस्रोत ठीक ढङ्गले व्यवस्थापन गर्न नसकेको दखेिन्छ । 

शिक्षाको अवस्था त्यस्तै छ । विश्वविद्यालयहरूमा विद्यार्थी सङ्गठनहरूले 
लामो अवधिसम्म तालाबन्दी गरेका खबर बराबर आइरहन्छन ्। नेपालको 
पहिलो विश्वविद्यालय त्रिभवुन विश्वविद्यालयमा कतिपय विभागमा 
विद्यार्थी भर्ना नभएर विभाग ैखालि हुने र बन्द गर्ने वा अर्को विभागमा 
गाभ्नुपर्ने स्थिति आएको छ भन्ने सनुिन्छ । हुदँाहुदँा स्वास्थ्यसेवा विषयको 
पढाइका लागि तोकिएका विभागमा समते कोटा बमोजिम भर्ना हुन पर्याप्त 
दरखास्त नपरेको खबर छ । 

नेपालमा गणुस्तरीय शिक्षा पाइन्न भनर उच्च शिक्षाका लागि मात्र होइन, 
प्राथमिक र हाइ स्कु लसम्मको शिक्षाका लागि पनि सकिनसकी 
अभिभावकहरूले आफ्ना सन्ततिलाई विदशे पठाएका र अर्बौं नेपाली 
रूपियाँ विदशेिएका खबरहरू छापामा आइरहन्छ । एकातिर अनावश्यक 
राजनीतिक हस्तक्षेप, भागबण्डाको संस्कृति , अध्ययन, अनसुन्धान, 
अध्यापनमा बेवास्ता, परीक्षाप्रणालीमा अनियमितता, प्रशासनमा 
भ्रष्टाचार आदि विकृतिहरूले उच्च शिक्षा क्षेत्रमा पनि अन्य क्षेत्रमा जस्तै 
जनताको विश्वासको संकट आएको छ । अर्कातिर नयाँ नयाँ विश्वविद्यालय 
खोल्ने प्रक्रिया पनि चलेको सनुिन्छ । तिनको औचित्य प्रश्नयोग्य विषय  
छ ।  शिक्षा क्षेत्रजस्तै सरकारी प्रशासनयन्त्र समते राजनीतिक पार्टीसम्बद्ध 
सघं-संगठनका कारण जनताका काम गर्ने नभई दःुख दिन राजनीतिक 
नेताको प्रेतछायाजस्तो भएको छ । 

प्राथमिक विद्यालयदखेि हाइ स्कु लसम्मको शिक्षा क्षेत्र समते अति-
राजनीतीकरण र भ्रष्टाचारको शिकार भएको दखेिन्छ । शिक्षकहरू 
राजनीतिक पार्टीका भ्रात-ृसंगठनका सदस्य हुने, नेताहरूका ढोका धाउने, 
विद्यालयमा गएर नपढाउने, तर तलब मात्र बझु्ने गर्दा शिक्षाको आधारभतू 
तह नै जर्जर भएको छ भन केही स्वदशेी तथा विदशेी लगानीमा खलेुका 
महगँा निजी विद्यालयमा केही धनीमानीहरूले आफ्ना सन्ततिलाई पढाउन 
सफल भएपनि ती पनि अन्ततोगत्वा विदशे ैजाने हुदँा दशेले गणुस्तरीय 
मानवशक्ति र सम्पत्ति गमुाइरहकैे छ । रोजगारीको क्षेत्रमा व्यवस्थापनको 
झन ्ठूलो कमजोरी दखेिएको छ । दशेमा जमीन, जल, जगंल, जडीबटूी र 

राष्ट्रनिर म्ाण र सरुक्षाको बहुआयामिक 
व्यवस्थापन 

डा. जयराज आचार्य*

*k"र्वराजदूत
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जनशक्ति प्रचरु मात्रामा हुदँाहुदँ ैपनि आज लाखौंको सङ्ख्यामा नेपाली 
यवुा यवुती रोजगारी खोज्दै विदसेिएका छन ्। नेपाली यवुायवुती सीमापारि 
भारत मात्र होइन, खाडी मलुकुहरू, मलेसिया, कोरिया, जापान आदि दशे 
र यरुोप अमरेिकासम्म पनि पगुकेा छन ्वैध अवैध उपाय मार्फ त । आज 
नेपालको पहाड र तराइको समते धरैे जमीन बाँझो रहकेो छ । 

नेपालको ठूलो प्राकृतिक सम्पदा जलस्रोतको उपयोग विद्युत ्उत्पादनमा 
मात्र होइन, सिचँाइमा पनि प्रचरु मात्रामा लाभ लिनका लागि उपयोग गर्न 
सकिन्छ तर जलस्रोतको सदपुयोग गर्ने विषयमा दःुखलाग्दो कुरा छ कि 
केही साना निजी नेपाली हाइड्रो पावर कम्पनीहरूले आफ्नै साधनस्रोत 
जटुाएर विद्युत ् उत्पादन गर्ने काममा अग्रसरता दखेाउँदा पनि तिनलाई 
पर्याप्त सवुिधा र प्रोत्साहन दिनकुो सट्टा अनेक झझंटमा अल्झाएर राख्ने 
काम सरकारले गरेको सनुिन्छ । परिणामतः नेपाल अझपैनि भारतबाट 
महगँो मलू्यमा बिजलुी समते  आयात गर्छ । त्यसकारण नेपालको आर थ्िक 
र सामाजिक विकासका लागि जलस्रोत तथा ऊर्जा व्यवस्थापनका 
विषयमा निम्निलिखत विचारहरू मननीय छन ्जस्तो लाग्छ । 

१.	द शेको स्वतन्त्र अस्तित्व, सरुक्षा र विकासको आधार ऊर्जा हो ।  
ऊर्जा विना कुनै पनि दशे स्वतन्त्र बाँचिरहन सक्दैन, विकसित हुने त 
कुरै छैन ।  नेपाल राजनीतिक दृष्टिले स्वतन्त्र दशे हो, तर ऊर्जाका 
विषयमा पराधीन दशे हो । नाकाबन्दी हुदँा हाम्रो चलुो बल्दैन, गाडी 
चल्दैनन ्। दशे ठप्प हुन्छ । यो हामीले खडा गरेको र कायम राखकेो 
दरु्भाग्य हो ।  

२.	त्य सकारण पथृ्वीको बढ्दो तापक्रम, वातावरणीय परिवर्तन र हाम्रो 
आफ्नो दशेको परिस्थिति लगायत सबै कुरा  विचार गर्दा नेपाललाई 
शतप्रतिशत स्वच्छ, हरित या नवीकरणीय ऊर्जाले सञ्चालित दशे 
बनाउनपुर्ने रणनीतिको आवश्यकता छ । त्यसका लागि नेपालमा 
जलस्रोत, सौर्य ऊर्जा र वाय ु– तीन वटा सम्भाव्यता भएका क्षेत्र  
छन ्। यी मध्ये थोरै लागानीमा बनाउन र धरैे लाभ लिन कुन क्षेत्रबाट 
सकिन्छ त्यो प्राविधिकहरूले भन्ने कुरा हो । छिमकेी मलुकुमा भन्दा 
नेपालमा विद्युतीय ऊर्जा सस्तोमा उत्पादन र वितरण गर्न सके 
उनीहरूसँगको प्रतिस्पर्धामा हामी अगाडि जान सक्छौं ।  अतः 
रणनीतिक रूपमा निश्चित मितिभित्र (सकेसम्म चाँडै) नेपाललाई 
शतप्रतिशत हरित या नवीकरणीय ऊर्जाले सञ्चालित दशे बनाउने 
कुरा नेपालका सबै राजनीतिक दल र तिनका नेताले घोषणा  
गर्नुपर्छ । तदनसुार नीतिनियम बनाउनपुर्छ र इमानदारीसाथ 
कार्यान्वयन पनि गर्नुपर्छ  ।  

३.	 आजसम्म नेपालको सबैभन्दा ठूलो व्यापारघाटा इन्धनको 
आयातबाट भएको छ । अहिले आएर विद्युतीय गाडी र बाइकहरूको 
प्रयोग बढेको छ जनु स्वागतयोग्य कुरा हो । दशेका सबै ठाउँमा 
हजारौं चार्जिङ स्टेशनहरू बनाउने काम यदु्ध स्तरमा हुनपुर्छ  र हवाइ 
इन्धनबाहके जवैिक इन्धनको प्रयोग शनू्यमा झार्ने रणनीति हुनपुर्छ । 
दलेैखमा पाइएको पेट्रोलियम पदार्थको खानीबाट हवाइ इन्धन 
आपरू्ति गर्ने सम्भावनाका विषयमा गम्भीर ध्यान दिएर त्यो काम 
तदारुकताका साथ अगाडि बढाउनपुर्छ ।  

४.	 राष्ट्रिय रणनीतिका दृष्टिले विद्युतीय ऊर्जाको उत्पादन बढाउँद ैघर-
घरमा बत्ती बाल्ने र कलकारखाना चलाउने काममा मात्रै होइन, 
खाना पकाउने ग्यासको सट्टा विद्युतीय चलुो, रेफ्रिजरेटर र घरको 
वातानकूुलन (तातो-चिसो बानउने मशीन) को प्रयोग बढाउने 
काममा जनतालाई प्रोत्साहन गर्नुपर्छ । सौभाग्यले नेपाली जनताको 
आर थ्िक औकात थोरै भएपनि बढ्द ै गएको छ र दशेभित्रै ऊर्जा 
खासगरी बिजलुीको माग पनि बढेको छ, भविष्यमा अझ बढ्द ै
जानेछ । पहाडी दशे नेपालको यातायातका साधनमा पनि हामीले 
बढीभन्दा बढी केबलु कारको प्रविधि अपनाउने नीति पनि 
बनाउनपुर्छ । 

५.	द धू, फलफूल आदि संरक्षण गर्ने चिस्यान केन्द्रहरू दशेभैरि स्थापित 
र सञ्चालित भएभन एकातिर बिजलुीको खपत स्वदशेभित्रै बढ्छ । 
अर्कातिर हाम्रा कृषकहरूका उत्पादनलाई लामो समयसम्म जोगाएर 
राख्न सके छिमकेी मलुकुबाट आयात गरिएका विषादियकु्त 
सागपात, फलफूल र तरकारीको उपभोग घट्छ । साथै व्यापार घाटा 
पनि घट्छ । हाम्रा किसानले दधू र तरकारी सडकमा फालेर विरोध 
प्रदर्शन गर्नुपर्ने अवस्था लाजमर्दो हो । हाम्रा किसानलाई सिचाइका 
लागि समते विद्युतीय ऊर्जा उपलब्ध गराउन आवश्यक छ ।  
दीर्घकालीन रूपमा, नेपाल भित्रै कम्तीमा पनि ५० हजार मगेावाट 
बिजलुीको खपत हुनसक्छ । 

६.	 जलस्रोत ऊर्जा या अन्य कुनै हरित ऊर्जाको उत्पादनमा सकेसम्म 
स्वदशेी लगानीकर्तालाई नै सहयोगी बनाएर प्रोत्साहन गर्ने नीति 
हुनपुर्छ । तिनीहरूलाई करछुट लगायत अत्यधिक सवुिधा दिन नीति 
हुनपुर्छ । तिनीहरूको क्षमताले नपगुमेा मात्रै छिमकेी दशे भारत र 
चीनलाई पनि लगानी गर्न आह्वान गर्ने हो । तर नेपालका लागि लाभ 
हुने सहयोगी कार्यक्रममा सहभागी हुन  चीन र भारतसँग पारस्परिक 
विश्वास र भरपर्दो वातावरण बनाउन ुअत्यावश्यक हुन्छ । अहिले 
त्यसको कमी दखेिएको छ । 

७.	 हाम्रो आजको परराष्ट्र नीति या कूटनीतिको सबैभन्दा ठूलो चनुौती 
भन्नु पारस्परिक विश्वासको संकट नै हो र त्यसलाई कसरी हटाउने 
भन्ने अहम ्प्रश्न रहकेो छ । त्यसलाई सम्बोधन गर्न उच्च नैतिकता, 
इमानदारी र दरूदृष्टि भएको दशेभक्त राजनीतिक  नेततृ्व र कूटनीतिक 
विचक्षणताले मात्र सकिन्छ । एमसीसीका विषयमा भएको 
अनावश्यक विवाद र बीआरआइमा संझौतापछि दखेिएको अन्योल 
र  कार्यान्वयनमा ढिलाइले हाम्रो राजनीतिक-कूटनीतिक क्षमता या 
स्तरलाई नङ्ग्याएको छ । 

	 कृषिकै क्षेत्रमा पनि ठूलो सम्भावना भएको दशे नेपालमा जग्गालाई 
पटनी गरेर खाद्यान्न, सागपात र फलफूलमा आत्मनिर्भर हुने काम 
भएको छैन । आजसम्म दशेमा एउटा पनि कृषि मल कारखाना  
छैन । यदि विविध कारणवश रासायनिक मलको कारखाना खोल्न 
उचित र सम्भव छैन भन अब प्राङ्गारिक मलका कारखाना खोल्न 
सकिन धरैे किसिमका प्रविधिको विकास भएको छ । कतिपय 
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व्यक्ति तथा साना कम्पनीले सो काममा जाँगर दखेाएको पनि 
सनुिन्छ । तर तिनलाई पनि प्रोत्साहनको सट्टा उपेक्षा गरिएको छ । 
वास्तवमा दशेका हरेक जिल्लामा यस्ता प्राङ्गारिक मलका 
सानातिना कारखाना सञ्चालित हुनपुर्ने हो । तर नेततृ्व वर्गमा 
त्यस्तो सोचाइ भएको सनुिन्न । खतेी (धान, गहु ँआदि) लगाउने 
समयमा किसानले सँध ै मलको अभाव भोग्नुपरेको खबर मात्र 
तस्विरसहित छापिन्छ । 

भनिन्छ, कृषि मन्त्रालय जनशक्ति र बजटेका हिसाबले सबैभन्दा ठूलो छ 
जनु स्वाभाविक छ किनकि दशे ैकृषिप्रधान अर्थतन्त्रमा आधारित छ । तर 
सबैभन्दा धरैे समस्या र चनुौती पनि त्यही ँछ । व्यापक कमिशनखोरी र 
अनियमितता पनि त्यही ँछ भनिन्छ । अन्न विना मानवजीवन असम्भव  
छ । कोरोना-कालको लकडाउन भएर सारा समाज ठप्प हुदँा पनि खानै 
पर्नेहुदँा सबैभन्दा ठूलो काम कृषिकर्म नै दखेियो । तर नेपालमा यस क्षेत्रमा 
दखेिएको लापरवाही या उपेक्षाले हाम्रो राष्ट्रिय र मानवीय 
सरुक्षाव्यवस्थापनमा ठूलो कमजोरी दखेियो । हाम्रो राष्ट्रिय व्यवस्थापनको 
विषयमा दरूदृष्टि नहुनकुो परिणाम यही हो । सन ्२०२२-२३ को तथ्याङ्क 
अनसुार नेपालको कूल गार्हस्थ्य उत्पादनमा कृषि क्षेत्रको योगदान २४.१२ 
प्रतिशत रहछे । उद्योगको १३.४५ प्रतिशत र सेवा क्षेत्रको ६२.६३ प्रतिशत 
योगदान रहछे । यदि ६६ प्रतिशत नेपाली जनता कृषिमा संलग्न छन ्र यस 
क्षेत्रको गार्हस्थ्य उत्पादनमा केवल २४.१२ प्रतिशत हो भन अधिकांश 
कृषक त निर्वाहमखुी कृषिमा नै निर्भर दखेिए । यो कत्तिको उत्पादक 
स्थिति हो ?   

एकातिर यस्तो स्थिति छ भन त्यसको जसोतसो सामना गरेर धान, गहु,ँ 
ऊख,ु सागसब्जी र दधू उत्पादन गर्ने किसानले आफ्नो उत्पादनको मलू्य र 
बजार नपाएको र बिचौलियाको शोषण र सरकारको अन्याय समेत 
भोगिरहनपुरेको पीडादायी खबर पनि सदा आइरहन्छ । विगतमा धान-
चामल निर्यात गर्ने दशे नेपालमा सन ्२०२४ मा ४७ अर्ब रूपियाँको धान-
चामल आयात भयो । चीन र भारतबाट र जापानबाट समते फलफूल 
आयात हुन्छ । यो हामीले हाम्रो राष्ट्रिय साधनस्रोतको सचुारू व्यवस्थापन 
गर्न नसकेको अर्को ज्वलन्त उदाहरण हो ।  अहिले हामी अदक्ष जनशक्ति 
निर्यात गर्ने र खाद्यान्न, सागसब्जी र फलफूल आयात गर्ने स्थितिमा छौं । 
बिडम्बना, आज नेपालमा श्रमिक निर्यात गर्ने म्यानपावर कम्पनीहरूको र 
विद्यार्थी निर्यात गर्ने कन्सल्ट्यान्सीहरूको बिगबिगी छ । 

नेपालको समग्र वैदशेिक व्यापारको तथ्याङ्क निकै चिन्ताजनक छ । 
दशेको कूल वैदशेिक व्यापार दशेको वार्षिक बजटे जतिकै ठूलो छ र घाटा 
पनि करीब उत्तिकै ठूलो छ । सबैभन्दा ठूलो व्यापार घाटा भारतसित र 
त्यसपछि चीनसित छ जनु भौगोलिक निकटताका कारण स्वाभाविक छ । 
तर धरैै चिन्ताको विषय के छ भन हामी सबै दशेसितको व्यापारमा घाटामा 
छौं । भटुानसित समते गत २०२३ सम्मको व्यापारमा १२६ अर्ब रूपियाँको 
घाटा थियो । अहिले त्यो अझ बढेको होला, घटेको छैन । 

नेपाली अर्थतन्त्र विप्रेषण र वैदशेिक सहायताले धानेको छ । आन्तरिक 
राजस्वबाट कर्मचारीको तलब ख्वाउन समेत नपगुरे सार्वजनिक ऋण 

लिनपुरेको अवस्था छ । नेपालसित आन्तरिक साधनस्रोत प्रचरु मात्रामा 
हुदँाहुदँ ैपनि त्यसको विकास गरेर लाभ लिन नसक्नुमा वर्तमान राष्ट्रिय 
नेततृ्वमा राष्ट्रिय विकासको भिजन नहुन,ु व्यक्तिगत र पार्टीगत सकुंचित 
स्वार्थमा केन्द्रित राजनीति गर्नु, व्यापक रूपमा अनेकौं भ्रष्टाचारका 
काण्डमा मछुिएपनि दण्डहीनता हुन,ु प्रशासनसंयन्त्र लगायत राष्ट्रिय 
निकायहरूमा अतिराजनीतीकरण हुन,ु गटुबन्दी र अनशुासनहीनता हुन ु
मखु्य कारण हुन ् । ती सब कारणले गर्दा दशे निकासहीन गरीबीको 
खाडलमा परेको छ । 

राज्यले जनताको विश्वास गमुाएको छ भन्ने कुरा बेरोजगार यवुा यवुतीको 
त कुरै छोडौं, सेना, प्रहरी र सशस्त्र प्रहरीमा जागिर खाइरहकेा जवान समते 
राजीनामा गरेर विदशे जाने र अझ रूस-यकु्रेन  यदु्धमा पगुरे मारिन खतरा 
समते परवाह नगर्ने गरेकोबाट प्रष्ट हुन्छ नै ।  यसले एकातिर सरकारको 
व्यवस्थापकीय असक्षमता दखेाउँछ अर्कातिर सरकारमा जनताको 
विश्वासको संकट दखेाउँछ ।  यतिखरे नेपालको आर थ्िक इतिहासका 
विद्वान ्स्वर्गीय महशेचन्द्र रेग्मीको एक भनाइ स्मरण गर्नु उचित हुनेछ । 
वहाँले भन्नुभएको थियो - “चाहे जुनसकैु उद्देश्यका लागि किन 
नहोस,् मानवीय भौतिक ससंाधनको समग्र परिचालनका लागि 
निकै ठूलो  राजनीतिक तथा प्राशासनिक दृष्टिकोण, अनुशासन र 
प्रभावकारी कार्यसम्पादन-क्षमता आवश्यक हुन्छ । अतः हाम्रा 
पुर्खाले यस राष्ट्रको जग हाल्ने समयमा जुन योग्यता देखाएका 
थिए, आजका नेपालीहरूले पनि त्यही योग्यता (या गुणहरू) 
आफ्नो देशको पुनर्निर म्ाण कार्यमा विकास गर्न समर्थ होलान ्भन्ने 
आशा मात्रै गर्न सकिन्छ” । 

हाम्रा परु्खाले यस दशेको जग हाल्ने समयमा सानो राष्ट्रको सीमित 
मानवीय र भौतिक साधन स्रोत परिचालन गरेको कुरा गर्दा त्यतिखरे 
सगंठित सेनाको व्यवस्थापनको कुरा नै आउँछ । त्यो गोर्खाली सेना एउटा 
निश्चित उद्देश्य र कामका लागि गठित भएको थियो । त्यो थियो राष्ट्रिय 
एकीकरण । तर सेनालाई तलब दिन पैसा समेत थिएन । यदु्धमा जितेको 
जमीनबाट ‘जागिर’ नामको जग्गा सिपाहीलाई दर्जा अनसुार दिइन्थ्यो जनु 
जग्गा उसले मोहीलाई कमाउन दिन्थ्यो र त्यसको उब्जाको निश्चित भाग 
लिन्थ्यो ।  आज नेपालमा विद्यमान सेनाको सङ्ख्याका विषयमा प्रश्न 
उठ्ने गरेको सनुिन्छ । स्वाभाविक हो ।  तर हालको नेपालको राष्ट्रिय 
नेततृ्वमा राष्ट्रिय सरुक्षाका विषयमा कुनै भिजन नभएको हुनाले यस्ता प्रश्न 
उठ्ने र त्यसै सेलाएर जाने गरेको दखेिन्छ । यस विषयमा गम्भीर विचार-
विमर्श गर्नु आवश्यक छ । 

यस्तो विचार गर्दा नेपाली सेनाको जन्म कुन प्रयोजनका लागि भएको 
थियो भन्ने जस्ता प्रश्न सान्दर्भिक हुन्छन ्। 

नेपाली सेना नेपाल एकीकरण अभियानका लागि गोरखाका राजा 
पथृ्वीनारायण शाहबाट गठन भएको थियो । बाइसी चौबिसी र काठमाडौं 
उपत्यकाका तीन राज्यसहित परू्वका प्रदशेहरू मिलाएर एकीकरण 
नभएको भए भारतका विभिन्न राज्यहरू जस्तै नेपाल पनि ब्रिटिश 
उपनिवेशको एक भाग हुनेथियो र आजको नेपाल दशे नै नरहने अवस्था 
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हुनसक्थ्यो ।  तर नेपालको राष्ट्रिय एकीकरण अभियान सन ्१७४३ दखेि 
सन ्१८१५ सम्म चलिरह्यो र सन ्१८१५ मा पगुरे इस्ट इण्डिया कम्पनीसित 
यदु्धपछि सगुौली सन्धि भयो ।  कुमाऊँ र गढवालतिरको सबै जमीन र सबै 
तराइ गमुाएर नेपालको सीमा तत्काललाई तोकियो । सन ् १८१५ को 
सन्धिलाई सन ्१८१६ मा सशंोधन गरी राप्तीदखेि परू्व मचेीसम्मको तराई 
नेपालले फिर्ता पायो र पछि सन ्१८६० मा बाँके, बर्दिया, कैलाली र 
कन्चनपरु (जसलाई त्यसताका ‘नयां मलुकु’ भनियो) फिर्ता आएपछि 
वर्तमान नेपालको नक्सा स्थिर भयो ।  यस क्रममा नेपालले आफ्नो उत्तरी 
छिमकेी तिब्बतसँग पनि यदु्ध गरेको कुरा स्मरणीय छ । 

यसरी एकीकरण अभियान गरेर वर्तमान नेपालको अस्तित्व खडा गर्न 
हाम्रा परु्खाहरूले हाम्रो विकट भगूोल र कठिन अवस्थामा कसरी आफ्नो 
सीमित जनशक्ति र भौतिक साधन-स्रोत परिचालन गरे भन्ने विषय मनन 
गर्नुपर्ने हुन्छ । त्यस प्रश्नले वर्तमान नेपालको नेततृ्व वर्गसँग त्यस्तो भिजन 
र साधनस्रोत परिचालन गर्ने क्षमता छ कि छैन भन्ने पेचिदा प्रश्न पनि हाम्रा 
साम ूतेर्स्याउँछ  नै । साथै हाम्रो आजको अभियान के हो र त्यसका लागि 
कस्तो जनशक्ति र भौतिक या प्राकृतिक संसाधन प्रयोग गरेर आफ्नो 
आभियान सम्पन्न गर्न सक्छौं भन्ने विचार-विमर्श गर्नु आवश्यक छ । 

आजको नेपालको चासो भनको राष्ट्रिय सरुक्षा नै हो र हुन ुपनि स्वाभाविक 
छ । त्यसकारण हामीले बझु्नु परेको छ कि राष्ट्रिय सरुक्षा भनको 
बहुआयामिक व्यवस्थापनको विषय हो । तर राष्ट्रिय सरुक्षा भन्नाले के 
केको सरुक्षा भनिएको हो ? माटो, क्षेत्रफल, जनता, समाज, संस्कृति  ?  
हातहतियार, विष्फोटक पदार्थलगायत गोलीगठ्ठा पनि राष्ट्रिय सरुक्षा-
सयंन्त्रका लागि आवश्यक हुन्छ नै ।  के चाहिन्छ ? कति चाहिन्छ र किन 
चाहिन्छ ? आफूलाई आवश्यक के के हुन ्? तिनको उत्पादन आफँै गर्न 
सकिन्छ कि सकिन्न ?  भोको जनता बाध्यतावश विदशेी भमूिमा पसिना 
बगाउन जानपुर्छ भन त्यो न मानवीय सरुक्षा भयो न खाद्य सरुक्षा ।  
खाद्यान्नको मखु्य स्रोत भनको कृषि त सेनाका लागि मात्र होइन, सारा 
दशेवासीका लागि नै अत्यावश्यक हुन्छ । आधनुिक नेपालको एकीकरण 
अभियानमा, प्रथम तथा द्वितीय विश्व यदु्धमा भाग लिदाको अवस्था आज 
छैन । माओवादी यदु्धकालको अवस्था पनि आज छैन । आज हामी हाम्रा 
दईु छिमकेीसँग यदु्ध लडेर दशेको सिमाना बढाउन सक्ने या विवाद 
टुङ्ग्याउन सक्ने अवस्थामा पनि छैनौं । 

यहीनेँर राष्ट्रिय सरुक्षाको विषयलाई व्यापक रूपमा बझु्न अर्थात ्राष्ट्रिय 
सरुक्षा बहुआयामिक विषय हो भन्ने कुरा बझु्न आवश्यक छ ।  त्यसपछि 
नेपाली सेनाको सङ्ख्या कति आवश्यक छ र रष्ट्रिय सरुक्षाका 
बहुआयामिक पक्षमा त्यसको व्यवस्थापन कसरी गर्ने भन्ने विषयको 
छलफल अगाडि बढ्छ  ।  हाम्रो दशे नेपाल कहिल्यै पनि उपनिवेश 
नबनेको राज्य  हो भनर हामी गर्व गर्छौं ।  त्यो राम्रो कुरा हो । तर हामी एक 
अल्पविकसित दशे रहिरहकेा छौं जनु एउटा ठूलो लज्जाको विषय पनि  
हो । हजारौं वर्षदखेि स्वतन्त्र रहकेो दशेलाई अति अविकसित दशे कसले 
बनायो ? अनि अब हामीले गर्नुपर्ने काम के हो ? आजको नेपालको मखु्य 
प्रश्न यही हो । 

अनि स्वर्गीय महशेचन्द्र रेग्मीको भनाइमा परेको वाक्यांश “आफ्नो 
देशको पुनर्निर म्ाण कार्य” बडो गम्भीर र व्यापक विचारविमर्शको विषय 
छ । वर्तमान नेपालको ऐतिहासिक (आर थ्िक, राजनीतिक र कूटनीतिक 
सबै क्षेत्रको) चनुौती भन्नु नै नेपालको विकास-निर म्ाण या पनुर्निर म्ाण नै  
हो । दशेविकासको लागि जनताका आधारभतू आवश्यकता (स्वास्थ्य, 
शिक्षा र रोजगारी) त परूा हुनैपर्छ । त्यसका लागि आधारभतू संरचना 
(अस्पताल, विद्यालयहरू, बाटोघाटो, पलुपलेुसाजस्ता परू्वाधार) पनि हुनै 
पर्यो । तिनको निर म्ाण कसले गर्ने? विदशेीले? कि आफैले? हाम्रो रष्ट्रिय 
एकीकरण अभियान जस्तो गम्भीर महत्वको काममा कुनै विदशेीले 
हामीलाई सहयोग गरेको थिएन । उल्टो विदशेी शक्तिहरूसित लडेर 
हामीले आफ्नो दशे खडा गरेका थियौ ँ । आज हामी हाम्रो विकासका 
लागि लाज नमानीकन वैदशेिक सहायता याचना गरिरहकेा छौं । 

नेपालको भसूरंचना अनसुार विभिन्न प्रकारका विपत्ति सालैपिच्छे 
आउँछन ्। हिमाली र पहाडी भभूागमा बाढी पहिरो (हिमपहिरो र हिमताल 
विस्फोटन हुने गर्छ भन पहाडमा सखु्खा पहिरो र बर्सातको कारण हुने 
पहिरोले सालैपिच्छै हजारौंको ज्यान जाने गरेको छ ।  अनि भकूम्प पनि 
उत्तिकै आउँछ किनकि हिमालय पर्वतमाला भकूम्पको जोखिमयकु्त क्षेत्र 
हो । २०७२ वैशाखमा गोरखा बारपाक केन्द्रबिन्दु बनाएर महाभकूम्प । 
डोटीमा कार्तिक २२, २०७९ मा भकूम्प । कार्तिक १७, २०८० मा 
जाजरकोटमा भकूम्प । २०८१ असोजमा कोशी, बागमती र गण्डकी 
प्रदशेमा अविरल वर्षाका कारण धरैे धनजनको क्षति । २०८२ मा पनि 
त्यस्तै वर्षाबाट ठूलो धनजनको क्षति । तराइमा त हरेक वर्ष डुबानको 
समस्या आइरहन्छ । पशपुक्षी र बालीनाली लगायत धरैे धनजनको क्षति 
हुन्छ । हरेक वर्ष हुने यस्तो विपदक्ा लागि तयारी गर्नु मात्रै होइन, सोही 
मतुाबिक भौतिक परू्वाधार निर म्ाण गर्ने रणनीति बनाउन ुपनि राष्ट्रिय सरुक्षा 
व्यवस्थापनको प्रमखु प्राथमिकता हो र हुनपुनि पर्छ । 

आन्तरिक सरुक्षा व्यवस्थापनको यति चर्चा गरेपछि अब हामी बाह्य 
सरुक्षाको विषयमा केही चर्चा गरौं ।  अन्तरराष्ट्रिय सम्बन्धका प्रसिद्ध 
विद्वान ् हार्वर्ड विश्वविद्यालयका प्रोफेसर कार्ल ऊल्फगाङ्ग डोइचले 
भनका थिए –“जुनसकैु देशको पनि परराष्ट्र नीतिको पहिलो चासो 
भन्नु देशको स्वाधीनता र सरुक्षा नै हो । दोस्रो चासो भनेको देशको 
आर थ्िक हितको खोजी एवं सरंक्षणको चासो हो । त्यस बाहेक 
ठूला शक्तिशाली देशहरूमा चाहि ँ अन्य देशले आफ्नो देशभित्र 
घुसपैठ गर्ने, चलखेल गर्ने र आफ्ना सिद्धान्तहरूको प्रचार गर्ने 
गर्छन ्कि भन्ने विषयमा निरन्तर चासो र चिन्ता रहन्छ । तर उनीहरू 
आफै अर्काको देशमा घुसपैठ गर्ने र चलखेल गर्ने काम लाजै 
नमानीकन गर्दछन”् । नेपालको बाह्य सरुक्षाको कुरा गर्दा एकै वाक्यमा 
भन्न सकिन कुरा के हो भन नेपाललाई भारत वा चीनबाट तत्काल सैनिक 
आक्रमणको खतरा छैन ।  नेपालका दवैु छिमकेीले नेपालको स्वतन्त्रता 
सार्वभौमसत्ता र प्रादशेिक अखण्डताको सम्मान गर्दा नेपाललाई मात्र 
होइन, उनीहरूलाई पनि लाभ छ ।  तर तिनले नेपालमाथि अरू थिचोमिचो 
अवश्य गर्छन ्। 

यदि नेपाललाई ठूलो सरुक्षाखतरा छ भन त्यो आन्तरिक अव्यवस्थापनका 
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कारणले उत्पन्न खतरा हो । तर नेपालमा असरुक्षाको हाउगजुी दखेाइन्छ 
र राष्ट्रवादको नारा लगाइन्छ । त्यो राष्ट्रवादको नाराका साथमा नेपाललाई 
भारत र चीनसितको व्यापार घाटा परैू घटाउने या सकेसम्म कम गर्ने 
रणनीति या कार्यक्रम भइदिए त धरैे नै राम्रो हुनेथियो । तर त्यो भइरहकेो 
छैन । उल्टो नेपालको व्यापार घाटा प्रतिदिन चलुिदो छ ।  त्यसैले 
भन्नुपरेको छ कि पहिला भारतसितको अति-निर्भरता घटाऊ, अनि मात्रै 
राष्ट्रवादको नारा लगाउने राजनीति गर । तर उल्टो भइरहछे । भारतविरोदी 
राष्ट्रवादको नारा लगाउने अनि भारतमाथिको निर्भरता झन ्झन ्बढाइराख्ने 
काम भइरहछे । पेट्रोलियम पदार्थ, निर म्ाण सामग्री र खाद्यान्नलगायत हरेक 
कुरामा भारतमाथिको निर्भरता  कहालीलाग्दो किसिमले बढ्दो छ । 

वि. स ं२०४६ साल (सन ्१९९०) को जन आन्दोलनले दशेमा बहुदलीय 
प्रजातान्त्रिक प्रणाली पनुः स्थापना गर्न सफलता त पायो तर दशे 
विकासको बाटो र परराष्ट्र सम्बन्धमा स्पष्ट र व्यावहारिक दृष्टिकोण 
विकास गर्न सकेको दखेिएन । बहुदलीय शासनकाल शरुू (सन ्१९९०) 
भएपछिका नेतामा दशे विकासको कुनै व्यवस्थित या समन्वित रणनीति 
भएन जसमा भारतसितको निर्भरता घटाउने काम होस ् । भारतमाथिको 
निर्भरता कसरी घटाउँद ैजाने र स्वतन्त्रता (आत्मनिर्भरता), सार्वभौमसत्ता 
र प्रादशेिक अखण्डतालाई कसरी सदुृढ गर्ने भन्ने विषयमा कुनै सोच  
भएन ।  सन ्२००८ मा नेपाल गणतन्त्र त भयो तर नीतिगत परिवर्तन र नयाँ 
कार्यक्रम केही आएनन ् । दईु पटक संविधानसभाको चनुाव भयो (सन ्
२००८ र सन ्२०१३ मा) । बल्लतल्ल सन ्२०१५ मा नयाँ संविधान 
आयो तर त्यसैको परिणामस्वरूप भारतले पाँचमहिन लामो नाकाबन्दी 
गर्यो । नेपाल र भारत दबैुतिर दरूदृष्टिको अभाव दखेियो ।  भारत र नेपालको 
नेततृ्ववर्गले एक अर्काको भावनालाई बझु्न सकेनन ् । पारस्परिक 
राजनीतिक-कूटनीतिक सवंादको बिलकूल अपर्याप्तता दखेियो । 

भारतसितको सम्बन्धमा सधुार हुनकुो सट्टा तनावको निरन्तरता नै 
दखेिइरहकेो छ ।  विगत र वर्तमान कालमा दखेिएका नेपाल-भारत 
सम्बन्धका सबै समस्यालाई सम्बोधन गर्ने भनी सन ्२०१६ जनवरीमा दईु 
दशेका प्रबदु्ध व्यक्तिको समहू बनाइयो तर त्यसले बनाएको रिपोर्ट 
कार्यान्वयन भएर सम्बन्धमा सधुारको नयाँ अध्याय शरुू हुन ुत कहाँ कहाँ 
? भारतले रिपोर्ट नै बझु्न मानेन र बडो लाजमर्दो स्थिति आयो । अहिले 
यो रिपोर्ट नै नेपाल-भारत सम्बन्धका बीच चिडचिडाहटको विषय बनेको 
छ । अनि म े२०२० मा नेपालले कालापानी-लिपलेुक-लिम्पियाधरुामा 
आफ्नो जमीन भारतले मिचरे भोगचलन गरेको भन्दै नयाँ नक्सा जारी गर्यो 
जसले नेपाल-भारत सम्बन्ध झन ् तनावग्रस्त भएको छ ।  यो परराष्ट्र 
सम्बन्ध व्यवस्थापनको ठुलो चनुौती हो । 

परराष्ट्र सम्बन्धका विषयमा संविधानमा लेखिएका बुदँा भट्याउने बाहके 
नेताका मखुबाट अरू केही सनुिन्न । परराष्ट्र नीति र सम्बन्धको 
प्राथमिकताबारे कुनै सोचाइ भएको दखेिन्न । फलतः नेपालले भारत, चीन 
र अमरेिकासितको सम्बन्धलाई तर्क सगंत रूपमा  व्यवस्थापन गर्न सकेको 
दखेिन्न । जस्तो भारत, चीन र अमरेिकाबाट लिन सहयोग या सहकार्यका 
सन्धिहरू सदा विवादित भएका छन ्- महाकाली, बिआरआई र एमसीसी 
सबै सन्धिसम्झौताहरू पार्टीगत लाइनमा विवादित भइरहकेो दखेिन्छ ।  के 

परराष्ट्र नीतिको प्रजातन्त्रीकरण भनको यही हो ?  यी प्रश्नहरूलाई 
सम्बोधन गरेर हामीले दशेको आर थ्िक सामाजिक विकास गरेनौं भन 
हामीले ऐतिहासिक आवश्यकता नबझुकेो र ठूलो गल्ती गरेको अवश्य 
ठहरिनछ । त्यसकारण यसवारे थोरै थप चर्चा गरौं । 

आज नेपालको इतिहास बदलिएको छ । नेपाल अधिराज्य गणतन्त्र नेपाल 
भएको छ । दशे ससदंीय गणतन्त्रबाट अझ ै जनगणतन्त्र नेपाल बन्ने 
दिशामा गइरहछे । यो नेपालको आन्तरिक राजनीतिमा आएको ठूलो 
परिवर्तन हो । लिच्छवि, मल्ल, शाह र राणा तथा पनुः शाहवशंीय 
शासनहरू ढलेर इतिहासको पानामा सीमित हुन पगु े। हामी नयाँ नेपाल 
निर म्ाण गर्ने कुरा गरिरहछेौ ँ। तर हाम्रो परराष्ट्र नीतिसम्बन्धी सोचाइ भन 
परुानै छ । एसियाका दईु महाशक्ति राष्ट्र बनेका चीन र भारतबीच रहकेो 
सानो र आर थ्िक दृष्टिले कमजोर नेपालले आफ्नो राष्ट्रिय सरुक्षाका बारेमा 
सोच्दा बाहिरी शक्तिहरूको खलेबारे पनि सोच्नै पर्छ । अन्तर्राष्ट्रिय 
सम्बन्ध भनको शक्तिको खले हो र कूटनीति भनको एक प्रकारको 
शीतयदु्ध नै हो । भनिन्छ, शक्तिशालीहरूले ज ेमन लाग्यो त्यो गर्छन ् र 
कमजोरहरूले ज ेगर्नै पर्छ त्यो बाध्य भएर गर्छन ्।  अतः आज हामीहरूले 
नेपालको राष्ट्रिय सरुक्षाको बारेमा सोच्दा हाम्रो परराष्ट्र नीतिका 
प्राथमिकताहरूबारे नसोची नहुने अवस्था छ । 

यस सन्दर्भमा अब हामीले स्वीकार गर्नै पर्छ कि हाम्रो राष्ट्रिय सरुक्षाको 
पहिलो आधार भनको हाम्रो आर थ्िक र सामाजिक विकास नै हो ।  
नेपालजस्तो गरीब राष्ट्र आर थ्िक दृष्टिले सम्पन्न नभइकन केवल परराष्ट्र 
सम्बन्धमा चातरुी दखेाएर मात्र बाँचिरहन सक्तैन  । हाम्रा परु्खाहरूले 
हामीलाई राजनीतिक रूपमा एकीकृत नेपाल छोडेर गएका छन ् । तर 
आर थ्िक विपन्नताका कारणले नेपाल आज मतृ्युशय्यामा लडेजस्तो  छ ।  
प्रादशेिक स्वायत्तताका नाराहरू घन्किरहनकुो कारण राजनीतिक 
असन्तुलन भन्दा पनि आर थ्िक असन्तुलन र अविकास नै हो भन्ने हामीले 
बझु्नुपर्छ । आज नेपाललाई सैनिक सरुक्षा भन्दा पनि बढी आर थ्िक र 
सामाजिक सरुक्षाको आवश्यकता भएको छ । यसको मतलब, नेपालमा 
एक सन्तुलित एवं उत्पादनशील राष्ट्रिय अर्थतन्त्रको विकास आवश्यक 
छ भन्ने हो । साथै, राजनीतिक प्रगति पनि यसरी हुनपुर्छ कि त्यसमा 
सबैको समावेश र राष्ट्रिय शक्ति तथा समदृ्धिमा समानपुातिक सहभागिता 
होस,् सबैले समानपुातिक प्रतिफल पाउन ् र प्रत्येक नेपालीले राष्ट्रिय 
जीवनका सबै (भौतिक, नैतिक र आध्यात्मिक) पक्षमा आफ्नो हित 
गाँसिएको अनभुव गरोस ् । त्यस प्रकारको आर थ्िक-सामाजिक विकास 
विना दशे सरुक्षित हुन सक्तैन  । राज्य पनुःसरंचनाको कुरा राज्य-
विखण्डनमा परिणत हुन सक्छ । आज नेपाललाई राष्ट्रिय सरुक्षामा खतरा 
दशेबाहिरबाट होइन, दशेभित्रैबाट बढी छ । 

आर थ्िक र सामाजिक विकासलाई यति जोड दिएर सर्वोच्च प्राथमिकतामा 
राख्नुका दईु तीन कारण छन ् । पहिलो कारण, यो हाम्रो ऐतिहासिक 
आवश्यकता हो र राष्ट्रिय एकीकरण गर्ने परु्खाले आफै गर्न नभ्याएर 
हामीलाई छोडेको बाँकी काम हो भन्ने हामीले बझु्नुपर्छ । परराष्ट्र नीतिको 
प्रमखु उद्देश्य भनको राष्ट्रको स्वाधीनता हो, त्यो त धरेथोर बचकैे छ । 
तैपनि हामीहरू अझ ैअसरुक्षित नै अनभुव गर्छौ र छिमकेीहरूले हाम्रो दशे 
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खालान ्कि अथवा अनचुित थिचोमिचो गर्लान ्कि भन्ने भय हामीलाई 
भइरहकेो छ । म ै हु ँ भन्ने नेताहरू पनि जनतामा यही भय बेचरे  
खाइरहछेन ्। किनकि हामी कमजोर छौं, गरीब छौ ँ। नेपालभन्दा तीन गनुा 
सानो भपूरिवेष्टित पहाडी दशे स्विट्जरल्याण्ड जर्मनी, फ्रान्स र इटलीले 
घरेिएर रहकेो छ तर ऊ असरुक्षित अनभुव गर्दैन ।  किनकि ऊ आफ्ना 
छिमकेीहरूभन्दा आर थ्िक र सामाजिक दृष्टिले बढी विकसित छ । 

नेपालको राष्ट्रिय एकीकरण गर्दा नै यस अभियानका नेता पथृ्वीनारायण 
शाहले दशेको आर थ्िक र सामाजिक विकास भएन भन दशे सदा असरुक्षित 
रहनेछ भनर दशेको आर थ्िक विकासका उपायहरू बताएका थिए । तर ती 
उपायहरूको हामीहरू अनसुरण गरिरहकेा छैनौं । उल्टो, तिनको उपेक्षा 
गरेर विदशेीसित सहायता माँगरे दशे विकास गर्ने कुरा गरिरहकेा छौं । यो 
बिडम्बनातर्फ  हाम्रो ध्यान जानपुर्छ । सन ् १८१४ मा सगुौली सन्धि 
भएपछि हाम्रो राष्ट्रिय विस्तार या एकीकरण अभियान सकिएको थियो । 
त्यसपछि हामीले आन्तरिक विकास गरी राष्ट्रिय एकता सदृृढीकरण 
अभियानमा लाग्नु पर्दथ्यो तर त्यो भएन । उल्टो, भाइभारदारहरूबीच तीव्र 
शक्ति संघर्ष चल्दै सन ्१८४६ मा कोतपर्व भयो र राणा शासनको लामो 
अवधि शरुू भयो जनु अवधिमा नेपालको आर थ्िक-सामाजिक विकास 
परैु ठप्प रह्यो । वि. सं. २००७ साल (सन ् १९५१) को क्रान्तिपछि 
नेपालको राष्ट्रिय आवश्यकता भनको आर थ्िक र सामाजिक विकास नै 
थियो । क्रान्तिपछिका नेताहरूले त्यो कुरा बझुकेा पनि थिए । जस्तो कि 
२०१२ सालमा टंक प्रसाद आचार्य मन्त्रिमण्डलले प्रथम पञ्चवर्षीय 
योजना बनायो र राष्ट्रिय योजना आयोग पनि खडा गर्यो । प्रथम निर्वाचित 
सरकारका प्रधानमन्त्री वी. पी. कोइरालाको सरकारले प्रथम पञ्चवर्षीय 
योजनालाई निरन्तरता दिनकुा साथै त्यसमा अझ थप योजनाहरू बनाएर 
तिनलाई लाग ू पनि गर्यो । त्यस सरकारले राष्ट्रको आन्तरिक आर थ्िक 
सामाजिक विकास विना राष्ट्र कमजोर रहन्छ भन्ने तथ्यलाई आत्मसात ्
गरी भमूि सधुार, राजारजौटा प्रथा उन्मूलन, बिर्ता प्रथा उन्मूलन, गठुी 
जग्गाहरू रैकर गर्ने, एकै वर्षमा २,२०० प्राथमिक विद्यालय खोल्ने, 
त्रिभवुन विश्वविद्यालय स्थापना गर्ने आदि कदमहरू पनि चाल्यो । तर 
२०१७ साल पौष १ गते राजा महने्द्रले संसदीय व्यवस्था भङ्ग गरी त्यस 
अभियानमा ब्रेक लगाए । राष्ट्रिय सरुक्षाको अत्यावश्यक परू्वशर्त 
‘आर थ्िक सामाजिक विकास’ को काममा ढिलाइ भयो । 

वि. स.ं २०४६ सालको जन आन्दोलनले पञ्चायती शासन समाप्त गरेर 

पनुः बहुदलीय व्यवस्थाको प्रतिष्ठापन गरेपछि ऐतिहासिक रूपमा अवरूद्ध 
आर थ्िक सामाजिक विकासको कामलाई पनुः यदु्धस्तरमा चाल ुगर्नुपर्थ्यो, 
तर त्यो भएन ।  अहिले नेपालबाट राजतन्त्र हटेर गयो र अब दशे गणतन्त्र 
भएको छ तर आर थ्िक-सामाजिक विकासको अभियानको 
अत्यावश्यकतालाई हामीले अझ आत्मसात ्गरेको दखेिदँनै किनकि त्यो 
अभियान अझ ै थालिएको छैन । हामी आर थ्िक कूटनीतिको कुरा त 
गरिरहछेौ, तर हाम्रो आर थ्िक कूटनीति केवल वैदशेिक सहायता माग्न र 
विदशेमा म्यानपावर निर्यात गर्नमा मात्र सीमित रहकेो छ । तर हामीले के 
बझु्नुपर्छ भन आफ्नो आन्तरिक मानव संसाधन तथा प्राकृतिक सम्पदाको 
सदपुयोग नगरी, वैदशेिक सहायताले मात्र विकसित भएको दशे ससंारमा 
कही ँ पनि छैन । आज वैदशेिक व्यापारमा हामीले ठूलो घाटा सहन ु
परिरहकेो छ । त्यस घाटालाई कम गर्न हामीले पर्यटन व्यवसायलाई 
प्रवर्धन गर्ने, जलविद्युत ् बिक्री गर्ने, कृषिलाई बढी उत्पादनशील एवं 
गणुस्तरीय बनाउने, र शिक्षा र स्वास्थ्यलाई समते वैदशेिक मदु्रा आर्जन 
गर्नसक्ने व्यवसायका रूपमा विकास गर्ने गर्नसकिन्छ । त्यसका लागि 
हाम्रो राष्ट्रिय नेततृ्वको सोचमा प्राथमिकताहरू स्पष्ट हनु ुआवश्यक छ ।

यस प्रसङ्गमा हामी पथृ्वीनारायण शाह, जगंबहादरु राणा, राजा महने्द्र र 
बीपी कोइरालालाई सम्झन सक्छौं जो आफ्नो प्राथमिकतामा स्पष्ट थिए र 
साहसिक कदम चाल्न पनि तत्पर । तर हाल नेपाल विगतमा जस्तो 
आन्तरिक व्यवस्थापन र वैदशेिक कूटनीतिमा सफल भइरहकेो दखेिन्न ।  
आज नेपालले वैदशेिक सहायता विना पनि आफ्नो आन्तरिक साधनस्रोत 
परिचालन गरेर विकासको गतिलाई अघि बढाउन सक्ने दखेिन्छ । तर 
सकिरहकेो छैन । किनकि वर्तमान नेपालको नेततृ्व वर्गले दशेको समग्र 
हित भन्दा व्यक्तिगत वा पार्टीगत हितका लागि काम गरिरहकेो दखेिन्छ । 
यस्तो गर्दा आफ्नै जनताको र विदशेी मित्र राष्ट्रहरू खासगरी छिमकेीको 
विश्वास गमुाइन्छ । 

हामीले हाम्रो राष्ट्रिय हितको कुरा गर्दा हाम्रा मित्रराष्ट्रहरू र खासगरी 
छिमकेीहरूको पनि हित हुने काम-कुरा गरेमा मात्र सम्बन्ध समुधरु र 
फलदायी हुन्छ । एकोहोरो हितमा कसैको रूचि हुदँनै । नेपालले सबैको 
विश्वास जित्न सक्नु अत्यावश्यक छ । त्यसका परू्वशर्त हुन ्(१) राजनीतिक 
स्थायित्व, (२) आन्तरिक आर थ्िक-सामाजिक विकास, र (३) राष्ट्रिय 
ससं्थाहरूको ठीक व्यवस्थापन र सदुृढीकरण । 

***
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Introduction:

Corruption is a multifaceted phenomenon that has been a 
pertinent issue globally, manifesting itself most explicitly 
in developing countries. Good governance is considered to 
be activities performed by a particular government in an 
efficient and democratic manner. It encompasses not only 
the legal and formal actions of the state but also an ethical 
dimension. 

Good governance is regarded as the final destination, 
whereas governance reform is the journey. It is entirely based 
on democratic governance, comprising the mechanisms, 
processes, and institutions through which citizens and groups 
articulate their interests, exercise their legal rights, meet their 
obligations, and mediate their differences. It aims to build 
institutions and embed rules that are not only efficient and 
fair but also developed through democratic processes in 
which all people have a political voice. For instance, good 
governance is often associated with institutions that uphold 
political, civil, and human rights.

The concept of good governance has historically been 
intertwined with democratic values and is seen to be 
incompatible with other systems. However, contemporary 
examples challenge these long-held assumptions. For 
instance, the citizens of Saudi Arabia, the United Arab 
Emirates, and Qatar, despite not adopting a democratic 
framework, often report higher levels of happiness compared 
to those in some democratic nations. 

Nevertheless, despite these exceptions, there are many 
more examples of authoritarian or semi-democratic states 
displaying high levels of citizen dissatisfaction. Therefore, 
it is appropriate to conclude that good governance is closely 
related to democratic governance. As democracies are 
generally better able to represent the interests of citizens, 
they are often associated with welfare, human and political 
rights, accountability, inclusiveness, and equality. Priority is 
also given to poverty alleviation programmes and offering 
diverse choices for citizens.

Many scholars and institutions have attempted to clarify 
the concept of good governance. The word "governance" 
derives from the Greek word “kubernan,” meaning "to steer." 
The Oxford Advanced Dictionary defines governance as "the 
action or manner of governing a state or organisation." In 
political science, it is defined as the approaches undertaken to 
govern a state, family, or organisation through laws, norms, 
power, or language. There is a clear absence of consensus 
regarding the definition of this terminology; however, the 

harmonious relationship between the state, market, and civil 
society can be termed good governance. 

Depending on the context and the overriding objective 
sought, good governance has been said at various times 
to encompass full respect for human rights, legitimacy of 
the state and elected representatives, access to knowledge, 
information and education, political empowerment of the 
people, sustainability, and attitudes and values that foster 
responsibility, solidarity, and tolerance (UNHCR). 

Good governance entails sound public sector management 
(efficiency and economy), transparency, legitimate justice, 
and respect for human rights and law (World Bank). The 
UNDP defines it as the exercise of economic, political, and 
administrative authority to manage a country's affairs at all 
levels. It is a technique to improve public well-being.

Political theory has long been concerned with governance 
and its potential to deliver welfare services to citizens 
and protect them from foreign interference. Thus, good 
governance constitutes running the statecraft of a nation and 
safeguarding it from external elements. It also depends on 
the cohesive relationship between the state and its subjects. 
Good governance encompasses the role of public authorities 
in establishing the environment in which economic operators' 
function and in determining the distribution of benefits, as 
well as the nature of the relationship between the ruler and 
the ruled. It involves structures and processes that support 
the creation of a participatory, responsive, and accountable 
policy framework where a competitive, non-discriminatory, 
and equitable economy is established. 

In such a society, people fully enjoy the ability to be 
organised and supported by the state. This type of society 
itself consists of the three Ds: democracy, decentralisation, 
and development to the fullest extent. In the absence of 
good governance, state anomalies exist, creating vulnerable 
situations of conflict and political instability, which can push 
the state into destructive turmoil. 

Therefore, accepting and internalising all norms and 
standards of good governance has been of the utmost priority 
for any state in the world for its existence, progress, and 
prosperity. It is a subject of common consensus among 
civilised citizens globally. Policies such as public-private 
partnerships, full devolution of state powers, controlling and 
reducing government expenditure—especially in productive 
sectors—encouragement of open market mechanisms, 
reinventing the role of government by outsourcing state 
functions to the private sector, and fostering a free and 
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competitive atmosphere are notable examples. Everyone is 
equally protected by the law.

The efficiency of a government is judged by the absence 
of violent and organised crime, the fairness and experience 
of judicial processes, the level of protection for intellectual 
property rights and private property, minimal government 
interference in private life, and confiscation and expropriation 
strictly based on established legal provisions.

Corruption Jeopardises Good Governance:

Good governance and rampant corruption are antagonistic 
forces present in all countries. Until the 1990s, some 
scholars argued that a certain level of corruption could have 
a functional impact on a nation's economic development, 
as it might "grease the wheels" of the economy. However, 
numerous studies now prove that corruption consistently 
undermines the governance systems of affected countries. 

Accountability is desired, but initiatives to counter corruption 
in nations have often been weakly enforced with minimal 
oversight, and there have been cases where whistle-blowers 
have been silenced. Anti-corruption laws are not effectively 
implemented, as they are often selectively enforced. For 
instance, only members of rival parties or petty cases are 
punished, while large-scale political corruption, sometimes 
involving the incumbent party, is left untouched. A high rate 
of corruption weakens the effectiveness of accountability and 
transparency. 

The spread of corruption is antithetical to the building of 
good governance, as the former often leads to a government's 
failure to achieve developmental goals. In situations where the 
government fails to establish good governance mechanisms, 
a pattern of corruption becomes embedded and flourishes; 
therefore, periodic efforts to control it are insufficient. This 
means that achieving good governance has proven to be a 
herculean task, with major factors acting as barriers across 
the globe. 

Good governance is not merely a strong policy document; 
it requires a consistent effort to build functional systems 
that punish culprits without leniency. Other essential 
components include a citizenry composed of a conscious 
and proactive class, leaders willing to hold themselves and 
others accountable, and a harmonious political environment. 
In the absence of these components, governance becomes 
compromised.

The factors that limit good governance are multifaceted, 
ranging from structural issues to behavioural problems like 
rampant corruption, which further marginalises vulnerable 
populations. These groups include ethnic minorities, those 
living in poverty, rural inhabitants, and women, who often 
bear the heaviest burden due to corruption and the hindrance 
of good governance. 

Widely spread corruption represents the most pernicious 
barrier to good governance and is both a symptom and a 
cause of government failure. Systematic corruption diverts 
resources from public need to individual gain, erodes 
citizens' trust in the government, discourages foreign 
direct investment vital for developing nations, and creates 
inefficiency in service delivery, as services are allocated 
based on bribes rather than necessity.

Such an environment shows a positive correlation between 

high levels of corruption and poor development outcomes. 
In contexts where anti-corruption bodies become tools for 
political vendettas rather than genuine reform, laws are 
selectively enforced and sometimes completely ignored. 
The most damaging aspect of corruption is when it becomes 
normalised within government systems. 

High-profile corruption cases, especially those implicating 
high-level politicians, often go unpunished, creating a culture 
of impunity. Such practices become socially acceptable, and 
honest public officials may be encouraged to participate 
in corruption. A sincere and vibrant civil society faces 
significant challenges in its performance. The permanent 
government suffers from serious institutional limitations, 
such as inadequate budgets, insufficient equipment, a lack of 
appropriate staffing, outdated procedures, and coordination 
problems. A corrupt society leads to public disengagement, 
which further weakens institutional legitimacy. 

Achieving good governance requires institutional 
independence, especially for those involved in oversight 
responsibilities. However, competent courts, constitutional 
bodies, and regulatory agencies are often politically captured 
for partisan interests rather than serving broader public needs 
such as accountability. Corruption provides fertile ground 
for the misallocation of resources and significantly slows 
economic progress by distorting market mechanisms.

Corruption undermines transparency, accountability, the rule 
of law, and participation—essential components of good 
governance. This social crime benefits a few at the expense of 
the broader population. It consistently leads to cost overruns 
and inferior quality infrastructure, as seen in the destruction of 
bridges and roads during seasonal rains. Corruption and good 
governance have a two-way relationship: if good governance 
principles and structures are not functioning properly, they 
create fertile ground for greater corruption. 

Conversely, corruption can prevent good governance 
principles and structures from being established or enforced. 
Poor governance and corruption lead to security problems that 
undermine democracy, the rule of law, and development. The 
level of corruption erodes transparency and accountability 
within public authorities.

Involvement in corruption increases the cost of government 
development programmes. In a corrupt society, people's 
representatives are not wholeheartedly committed to 
promoting the public interest but rather seek opportunities 
for personal enrichment. Corruption slows GDP growth 
rates, seriously hampers trade and transit transactions, and 
unexpectedly deteriorates banking and financial systems. A 
strong correlation has been established between corruption 
and high levels of income inequality, as well as extreme 
poverty. Due to institutional tussles between state organs, 
the system of checks and balances—a fundamental feature of 
democracy—is often weakened. 

Corruption undermines revenue collection and creates 
macroeconomic difficulties, diverting resources from their 
intended purposes and distancing them from public policy 
formulation. The use of bribes undermines allocation 
priorities, resulting in benefits being given to a well-
connected few at the expense of the larger population. Such 
turmoil weakens the regular functioning of the public sector. 

Widely spread corruption sullies a government's reputation 
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and encourages cynicism about politics and public policy. 
Corrupt environments attract those seeking quick profit 
through dubious ventures while discouraging genuine 
investors interested in long-term investments in development 
sectors. Liquidity becomes concentrated in the hands of a 
feudal few, foreign debt increases, and foreign currency 
reserves decrease. Petty corruption also results in the loss of 
credibility for the government and public institutions.

Conclusions:

Corruption in government bodies and other public sectors 
has hampered the quality of governance globally. To achieve 
good governance, strong political will is needed to implement 
social, political, and economic reforms. Rampant corruption 
has been a source of economic disparities and social 
inequalities, so governments should focus on development 
works, the quality-of-service delivery, economic programmes, 
and awareness programmes to change public perceptions. 

While conducting such efforts, religious, ethnic, and 
cultural aspects should be taken into high consideration. 
Coming together to fight corruption contributes to peace, 
security, and development. Controlling corruption is key to 
addressing the world's pressing economic, political, social, 
and environmental issues. Corruption becomes a prime 
cause of weaknesses in governance and sustains rent-seeking 
activities, which act as barriers to genuine reform.

The remedies for such a pitiful situation in any nation 
involve improving economic and physical management, as 
well as personal management policies. There are several 
strategies to enhance government capacity. To overcome 
corruption, measures such as prevention, enforcement, and 
the mobilisation of popular support are essential and must 
be pursued without compromise and with full commitment, 
especially in the political sphere. 

In drawing conclusions about the relationship between 
corruption and good governance, it is clear that good 
governance is possible only when corruption is uprooted 
completely from society. Actors such as politicians, senior 
executives, and technocrats credibly associated with corrupt 
practices should be punished through removal from their 
positions, repayment of illegally appropriated funds, and 
jail time. Prompt decisions should be made to disqualify 
them from holding any state responsibilities in the future. 
Severe, progressive punishment based on their positions and 
responsibilities should be implemented appropriately. 

As corruption thrives in contexts where accountability is weak, 
any instances should be punished to serve as an example. To 
mitigate such shameful situations, laws should be enforced 
equally, and all public institutions, including constitutional 
bodies, should remain completely independent.

Citizens are also integral to curbing embedded corrupt 
practices. They have the ability to pressure governments and 
raise concerns regarding the quality of public service delivery. 
They should not engage in corrupt practices themselves but 
harness collective power to hold the government accountable. 
A failure to do so will mean that corruption is not uprooted 

and good governance remains a distant goal.

There is no single approach to fighting corruption to aid 
good governance; rather, we must adopt strategies that are 
context-specific and address all sorts of corrupt situations and 
malpractices in the governance of each nation. One question 
arises: is it possible to eliminate corruption completely? The 
answer is probably not. 

However, corruption can be minimised to a certain level in 
every situation. According to Transparency International 
reports, Denmark has consistently topped the list as the least 
corrupt country in the world. Even with a high score of 92 per 
cent, it means that 8 per cent corruption still exists. To control 
and mitigate corrupt practices, those in public positions need 
to be sincere and honest towards their country and the general 
public. This is especially true for developing countries 
suffering from high levels of corruption. Such a pathological 
situation, particularly in the least developed countries, leads 
to government failure. 

Politicians need to maintain their integrity and sincerity 
towards their respective nations. Only committed political 
authorities have proven successful in controlling and 
mitigating corruption, depending on the particular situation of 
individual countries. Controlling corruption is a complicated 
responsibility whose duty should extend to other actors, such 
as the bureaucracy, the business sector, and the citizenry 
itself.
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१.	१.	विषय प्रवेश:विषय प्रवेश:  

नागरिक उड्डयन क्षेत्रको समग्र विकास गरी सरुक्षित, भरपर्दो र 
विश्वसनीय हवाइ सेवा सनुिश्चित गर्ने अभिभारा लिएको नेपाल 
नागरिक उड्डयन प्राधिकरण स्थापनाको २७ औ ंवर्षमा प्रवेश 
गर्दा संस्थाको आर्थिक सबलता, प्रविधिको विकास र पुजँीगत 
लगानीबाट तयार भएका संरचनाहरूबाट प्राप्त हनेु प्रतिफल 
राष्ट्रिय महत्वका विषय बनेका छन।् ३ वटा अन्तर्राष्ट्रिय 
विमानस्थल, ३१ वटा संचालनमा रहका र २१ वटा संचालन 
हनु नसकी बन्द अवस्थामा रहका आन्तरिक विमानस्थल समेत 
कुल ५५ वटा विमानस्थलहरू संचालन गरी जनताको दैनन्दिनीको 
अभिन्न अङ्ग बनेको प्राधिकरणको वित्तीय स्वास्थ्य (Financial 

प्राधिकरणको आर थ्िक सबलता र पुजँीगत 
लगानीको सन्दर्भ

विनोद प्रसाद न्यौपाने*

नि. उपमहानिर्देशक, ने.ना.उ.प्रा.

Health) र ठूलो लगानीमा बनेका अत्याधनुिक संरचनाहरूको 
प्रतिफलको सम्बन्धमा वस्तुनिष्ठ मूल्याङ्कन जरुरी भएको छ।

(क)	 प्राधिकरणको(क)	 प्राधिकरणको   आर्थिकआर्थिक  सबलता सबलता

आ.व. २०७८/७९ देखि आ.व. २०८२/८३ सम्मको ५ 
वर्षको अवधिलाई अध्ययन गर्दा प्राधिकरणको आम्दानीमा 
एकरुपता पाइदैन। कोभिड-१९ को विश्वव्यापी प्रभावका कारण 
आ.व. २०७७/७८ मा न्यूनतम अवस्थामा पगेुको आम्दानीको 
तलुनामा आ.व. २०७८/७९ मा १९.८४% ले आम्दानी वदृ्धि 
भएको भएता पनि त्यस पछिका वर्षहरूमा प्रक्षेपण गरिए अनसुार 
वदृ्धि भएको देखिदैन। वर्षेनी कुल आम्दानीमा सामान्य वदृ्धि हुँदै 
गएता पनि वदृ्धि दर भने न्यून रहको छ।

तालिका १: तालिका १:  आय विवरण आय विवरण 

आर्थिक बर्ष प्रक्षेपण यथार्थ आम्दानी प्रक्षेपणको आम्दानी बढीबढी  
प्रतिशतमा

२०७८/७९ ५ अर्ब  ५९ करोड २९ लाख ६ अर्ब  ७० करोड २४  लाख १९.८४ % 
विमानस्थल विकाश शलु्क रु.  ७९ करोड विमानस्थल विकाश शलु्क रु.  १ अर्ब ७४ लाख २७.५२ % 

२०७९/८० १४ अर्ब  ३२  करोड ३८ लाख १३ अर्ब  ३६  करोड  ७४  लाख (६.६८ % )
२०८०/८१ १५ अर्ब  ८८  करोड २५ लाख १४ अर्ब  ७३  करोड २२ लाख (७.२४ % )
२०८१/८२ १५ अर्ब  ०१  करोड ५२ लाख १४ अर्ब  ५५  करोड ४४ लाख (३.०७ % )
२०८२/८३* १६ अर्ब  ९८ लाख    

* अनमुानित

विगत ५ वर्षको एरोनटिकल तथा नन ् एरोनटिकल आम्दानीलाई अध्ययन गर्दा कोभिड-१९ को प्रभाव भएको वर्ष आ.व. 
२०७८/७९ बाहेक अन्य वर्षहरूमा प्राधिकरणको कुल आयको १०% देखि १२% हिस्सा मात्रै नन ्एरोनटिकल आयको योगदान 
देखिन्छ। आ.व. ०८२/८३  मा प्रक्षेपित आय मध्ये ८८ प्रतिशत एरोनोटिकल आय तथा १२ प्रतिशत नन-्एरोनटिकल आय 
रहको छ । आन्तरिक तथा अन्तर्राष्ट्रिय हवाई आवागमनमा सधुार हुँदै आएको , त्रिभवुन अन्तर्राष्ट्रिय विमानस्थलमा स्तरोन्नती कार्य 
सम्पन्न भएको तथा गौतमबदु्ध अन्तर्राष्ट्रिय विमानस्थल र पोखरा अन्तर्राष्ट्रिय विमानस्थलमा थप हवाई सेवा हनेु अनमुान गरी  आर्थिक 
वर्ष २०८२/८३ को आय प्रस्ताव गरिएको छ ।

तालिका २:तालिका २: एरोनटिकल तथा नन-्एरोनटिकल आयएरोनटिकल तथा नन-्एरोनटिकल आय विवरण विवरण 

आर्थिक वर्षआर्थिक वर्ष
एरोनटिकल आय (रु करोडमा)एरोनटिकल आय (रु करोडमा) नन ्एरोनटिकल आय (रु करोडमा)नन ्एरोनटिकल आय (रु करोडमा) जम्मा (रु जम्मा (रु 

करोडमा)करोडमा)आय रू.आय रू. प्रतिशतप्रतिशत आय रु आय रु प्रतिशतप्रतिशत

२०७८/०७९ ४५९.८४ ५९.६४% ३११.१४ ४०.३६% ७७०.९८
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२०७९/०८० ११८२.५१ ८८.४६% १५४.२४ ११.५४% १३३६.७५

२०८०/०८१ १३१९.६१ ८९.५७% १५३.६१ १०.४३% १४७३.२२

२०८१/८२ १२९५.५४ ८९.०१% १५९.९० १०.९९% १४५५.४४

२०८२/८३* १४०८.८७ ८८.००% १९२.१२ १२.००% १६००.९८

* अनमुानित

प्राधिकरणको बजेट तर्जुमा गर्दा प ुजँीगत खर्चलाई जोड दिईने गरिएको छ। आर्थिक वर्ष २०८१/८२ को असार मसान्तसम्मको 
प्राप्त विवरण बमोजिम कुल विनियोजनको तलुनामा पुजँीगत खर्च ६८.३२ प्रतिशत र कार्य सञ्चालन तर्फ  ६४.६२ प्रतिशत खर्च 
भएको देखिन्छ। पुजँीगत खर्चलाई जोड दिइ बजेट तर्जुमा हदैु आएता पनि आयोजनाहरूको सञ्चालनमा उत्पन्न हनेु कठिनाइका 
कारण विगतमा वार्षिक ३०% देखि ७०% को दरले पुजँीगत खर्च भैरहको पाईन्छ।

तालिका ३:तालिका ३: व्यय विवरणव्यय विवरण

आर्थिकआर्थिक वर्षवर्ष

प्रस्तावितप्रस्तावित वास्तविकवास्तविक

पुजँीगत खर्च प ुजँीगत खर्च 
(रु)(रु)

कार्यसंचालनकार्यसंचालन 
खर्च (रु)खर्च (रु) जम्मा (रु)जम्मा (रु) पुजँीगतपुजँीगत खर्च खर्च 

(रु)(रु)
प्रतिशत प्रतिशत 
((%))

कार्यकार्य 
संचालन खर्च संचालन खर्च 

रुरु
प्रतिशत प्रतिशत 
((%)) जम्मा (रु)जम्मा (रु) प्रतिशत प्रतिशत 

((%))

२०७८/०७९ ३,२०३.५५     
४१०.८४

   
३,६१४.३९ १,१८८.०५ ३७.०९% ३१७.१७ ७७.२०% १,५0५.२२ ४१.६५%

२०७९/०८० २,६८२.४१  ६५५.२५    
३,३३७.६६ ८५२.६४ ३१.७९%     ४०१.६१ ६१.२९%  

१,२५४.२५ ३७.५८%

२०८०/०८१ १,९०३.८८     
६९९.७२   २,६०३.६१ १,०२८.१५ ५४.००%    ४०८.११ ५८.३३%  ,४३६.२६ ५५.१६%

२०८१/०८२ १,१५२.२५     
६५२.७१   १,८०४.९५ ७८७.१९ ६८.३२%      

४२१.८० ६४.६२%  
१,२०८.९८ ६६.९८%

२०८२/८३* १,२३७.७०     
६१५.६७   १,८५५.३६

* अनमुानित

(ख)	(ख)	प्राधिकरणको बजेट स्राेतप्राधिकरणको बजेट स्राेत

प्राधिकरणको आफ्नै नियमित (अवतरण, विसान, सञ्चार, टर्मिनल बहाल, जग्गा बहाल, विज्ञापन शलु्क आदि) आय स्राेतको अतिरिक्त 
विमानस्थलको विकास, विस्तार तथा स्तरोन्नतीको लागि नेपाल सरकारबाट प्राधिकरणमा शेयर तथा ऋण लगानी हुँदै आएको  
छ । 

तालिका ४:तालिका ४:  बजेट स्राेत विवरण बजेट स्राेत विवरण 

आर्थिकआर्थिक वर्षवर्ष प्राधिकरणप्राधिकरण नेपाल सरकारबाट प्राप्तनेपाल सरकारबाट प्राप्त हनुपुर्नेहनुपुर्ने नेपाल सरकारबाट वास्तविक प्राप्तनेपाल सरकारबाट वास्तविक प्राप्त

२०७८/७९ रु २२ अर्व ३३ करोड ४१ 
लाख

रु २१ अर्व ३४ करोड ३५ लाखरु २१ अर्व ३४ करोड ३५ लाख रु ८ अर्व ९३ करोड ५० लाखरु ८ अर्व ९३ करोड ५० लाख

रु ३ अर्ब १४ करोड ५५ लाख शेयर रु २ अर्ब ०४ करोड ६० लाख शेयर

रु १८ अर्व १९ करोड ८० लाख ऋण रु ६ अर्व ८८ करोड ९० लाख ऋण

२०७९/८० रु २९ अर्व ६१ करोड १४ 
लाख

रु १२ अर्व २४ करोड ५३ लाखरु १२ अर्व २४ करोड ५३ लाख रु ३ अर्व ६८ करोड ६५ लाखरु ३ अर्व ६८ करोड ६५ लाख

रु १ अर्ब ५३ करोड ३ लाख शेयर रु ३८ करोड ३ लाख शेयर

रु १० अर्व ७१ करोड ५० लाख ऋण रु ३ अर्व ३० करोड ६२ लाख ऋण

२०८०/८१ रु ३० अर्व २ करोड २ 
लाख

रु ६ अर्व ६४ करोडरु ६ अर्व ६४ करोड रु ३ अर्व ४४ करोड ५४ लाखरु ३ अर्व ४४ करोड ५४ लाख

रु ७४ करोड शेयर (निकासा प्राप्त नभएको)

रु ५ अर्व ९० करोड ऋण रु ३ अर्व ४४ करोड ५८ लाख ऋण
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२०८१/८२ रु २९ अर्व २४ करोड १० 
लाख

रु ३ अर्व ७६ करोड ६९ लाखरु ३ अर्व ७६ करोड ६९ लाख रु २ अर्व २३ करोड ०४ लाखरु २ अर्व २३ करोड ०४ लाख

रु ८९ करोड २८ लाख शेयर रु ५३ करोड ५५ लाख शेयर

रु २ अर्व ८७ करोड ४१ लाख ऋण रु १ अर्व ६९ करोड ४९ लाख ऋण

२०८२/८३* रु २५ अर्व ८० करोड ३५ 
लाख

रु ५रु ५ अर्व ६०अर्व ६० करोड १२करोड १२ लाखलाख  

रु ८३ करोड २६ लाख शेयर  

रु ४ अर्व ६५ करोड ९३ लाख शेयर  

रु १० करोड ९३ लाख अनदुान  

* अनमुानित
(ग)	 (ग)	 आ. व. 20८२/8३ को प्रस्तावित आय व्ययको संक्षिप्त विवरण आ. व. 20८२/8३ को प्रस्तावित आय व्ययको संक्षिप्त विवरण 

आर्थिक वर्ष २०८२/८३ को लागि प्रस्तावित कुल व्यय रु ३१ अर्व ४० करोड ४७ लाख मध्ये प ुजँीगत तर्फ  रु १२ अर्व ३९ 
करोड ७० लाख, कार्य सञ्चालन तर्फ  रु ६ अर्व १५ करोड ६७ लाख र वित्तीय व्यवस्था तर्फ  रु १२ अर्व ८५ करोड ११ लाख 
व्यवस्था गरिएको छ । कुल व्यय अनमुानमा पुजँीगत तर्फ  ३९.४७%, कार्य सञ्चालन तर्फ  १९.६०% र वित्तीय व्यवस्थाको लागि 
४०.९३% छुट्याईएको छ ।

तालिका ५:तालिका ५: आ.व. २०८२/८३ को बजेटको स्राेत तथा उपयोगको तालिकाआ.व. २०८२/८३ को बजेटको स्राेत तथा उपयोगको तालिका

स्रोत तर्फस्रोत तर्फ उपयोग तर्फउपयोग तर्फ

आम्दानी १६ अर्ब ९८ लाख पुजँीगतपुजँीगत खर्चखर्च १२१२ अर्व ३९ करोड ७० लाखअर्व ३९ करोड ७० लाख

    कार्यकार्य सञ्चालन खर्चसञ्चालन खर्च ६६ अर्व १५ करोड ६७ लाखअर्व १५ करोड ६७ लाख

ऋण/ शेयर/अनदुान ५ अर्व ६० करोड १२ लाख कर्मचारी सम्बन्धी खर्च २ अर्व ३८ करोड ९९ लाख

कर्मचारी अवकाश भकु्तानी ४६ करोड ३० लाख

    अन्य कार्य सञ्चालन खर्च ३ अर्व ३० करोड ३८ लाख

जम्मा :जम्मा : २१२१ अर्व ६१ करोड १० लाखअर्व ६१ करोड १० लाख वित्तीयवित्तीय व्यवस्थाव्यवस्था १२१२ अर्व ८५ करोड ११ लाखअर्व ८५ करोड ११ लाख

नेपाल सरकारबाट प्राप्त हनुपुर्ने ८६ करोड ९० लाख म.ुअ. कर भकु्तानी १ अर्व ९१ करोड ४० लाख

म.ुअ. कर प्राप्ती (बिक्री 
बापत)

१ अर्व ९५ करोड ६४ लाख

कर्मचारी अवकाश कोष तथा अन्य 
भकु्तानी ९० करोड २० लाख

पोखरा अन्तर्राष्ट्रिय विमानस्थलको 
Escrow Account Management 
Minimum Balance

१ अर्व ९४ करोड २२ लाख

नेपाल सरकारलाई लाभांश भकु्तानी ३० करोड १९ लाख

नेपाल सारकारको ऋणको साँवा २ अर्व ४४ करोड ५५ लाख

नेपाल सारकारको ऋणको व्याज 
भकु्तानी २ अर्व ७० करोड

कर्मचारी बोनस ५ करोड 

  स्थिर सम्पत्ति प्रतिस्थापन कोष १५ करोड ५५ लाख

जम्मा आम्दानीजम्मा आम्दानी : २४ अर्व ४३ करोड ६५ लाख
आयकार व्यवस्था (प्रशासकिय 
पनुरावलोकन र पनुरावेदनको लागि 
समेत)

२ अर्व ४४ करोड

२०८२ अषाढ सम्मको पेश्की 
मौज्दात *

२ अर्व ५ करोड ७१ लाख    

२०८२ आषाढ सम्मको बैंक 
मौज्दात*

४ अर्व ९१ करोड ४० लाख    

जम्माजम्मा : ३१३१ अर्व ४०अर्व ४० करोड ७६ लाखकरोड ७६ लाख जम्माजम्मा : ३१३१ अर्व ४० करोड ४७ लाखअर्व ४० करोड ४७ लाख

खूद बचतखूद बचत (न्यूनन्यून) २९२९ लाखलाख    

*लेखा परीक्षण हनु बाँकी 
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२. प्राधिकरणप्राधिकरणको पुजँीगत लगानी र प्रतिफलको पुजँीगत लगानी र प्रतिफल

प्राधिकरणको आम्दानीको दायरा साँघरुो र वार्षिक वदृ्धिदर न्यून 
रहको अवस्थामा सीमित स्राेत र साधनको अधिकतम परिचालन 
गरी पुजँीगत खर्च विनियोजन गर्नु पर्ने बाध्यता रहको छ। 
यसका लागि योजना छनौट, योजनाको प्राथमिकिकरण तथा 
वर्गीकरण र बजेट तर्जुमाको कार्य वस्तुनिष्ठ, वैज्ञानिक र 
यथार्थपरक बनाउन आवश्यक छ। हवाई सेवालाई सरुक्षित, 
भरपर्दो र विश्वसनीय बनाउन प्राधिकरणले तय गरेको 
प्राथमिकताको आधारमा विवेकपूर्ण एवं उच्च प्रतिफलदायी 
आयोजना छनौट गरी सीमित स्राेतको उच्चतम उपयोग गर्ने नीति 
लिन जरुरी छ। साथै, आयोजना व्यवस्थापनलाई व्यवस्थित र 
अनशुासित बनाइ तोकिएको समय, गणुस्तर र लागत भित्रै 
आयोजना सम्पन्न गर्न अत्यावश्यक छ। यसका लागि पुजँीगत 
लगानी गरिने आयोजनाको छनौट, बजेट तर्जुमा र आयोजना 
व्यवस्थापनका सबै चरणमा आर्थिक कार्यविधि तथा वित्तीय 
उत्तरदायित्व सम्बन्धी ऐन र नियममा भएका व्यवस्थाको 
इमान्दारी पूर्वक पालना हनु ुपर्दछ।

(क)	(क)	पुजँीगत लगानीको पूर्व शर्तप ुजँीगत लगानीको पूर्व शर्त

निश्चित लागत सीमा भन्दा माथिका सबै आयोजनाहरूको विस्तृत 
अध्ययन गरी/गराई आर्थिक तथा वित्तीय, प्राविधिक र 
वातावरणीय दृष्टिले उपयकु्त (Viable) देखिएका र जग्गा प्राप्ति, 
वन क्षेत्रको उपयोग, रुख कटान, प्रारम्भिक वातावरणीय 
परीक्षण, वातावरणीय प्रभाव मूल्याङ्कन लगायतका कार्यका लागि 
काननुी प्रक्रिया पूरा भएका कार्यान्वयनका लागि तयारी अवस्थाका 
आयोजनामा मात्र पुजँीगत लगानी गरिन ुपर्दछ।

प्राधिकरणमा हाल सम्म पनि आयोजना बैंकको अवधारणा लागू 
भएको पाइदैन। कर्पोरट निर्देशनालयले पुजँीगत लगानी हनेु 
बहवुर्षीय आयोजनाहरूमा सम्पूर्ण प्रक्रिया पूरा गरी आयोजना 
बैंकमा राख्ने र यसरी आयोजना बैंकमा प्रविष्ट भएका आयोजनाको 
संभाव्यता, कार्यान्वयन योग्यता र पूर्व तयारीको द् रुत लेखाजोखा 
(Rapid Appraisal) गरी लाभ-लागतको दृष्टिले उपयकु्त देखिएका 
आयोजनाहरूमा मात्र लगानी गर्ने व्यवस्था कडाइका साथ लागू 
गर्न आवश्यक देखिन्छ। यसका लागि काननुी र नीतिगत 
व्यवस्था गरी कार्यान्वयन तहमा लैजाने र ५ वर्षे/१० वर्षे 
रणनीतिक योजना अनसुार बजेट तर्जुमा गर्नु जरुरी भैसकेको 
छ।

(ख)	(ख)	बहवुर्षीय आयोजनाको ठेक्का सहमति मापदण्डको पालनाबहवुर्षीय आयोजनाको ठेक्का सहमति मापदण्डको पालना

बहवुर्षीय आयोजनामा बजेट विनियोजन गर्नु पूर्व अनिवार्य रुपले 
पालना गर्नुपर्ने ठेक्का सहमति सम्बन्धी मापदण्ड कडाइका साथ 
पूरा गरी बजेटको स्राेत सनुिश्चितता भएपछि मात्र आयोजना अघि 

बढाउने परिपाटी लागू गर्न जरुरी देखिन्छ ।बहवुर्षीय आयोजनामा 
न्यून बजेट विनियोजन गर्ने, पछि रकमान्तर गरी स्राेत सनुिश्चितता 
पूरा गरी बहवुर्षीय ठेक्का लगाउने, न्यूनतम मापदण्ड नै नपगेुका 
आयोजनामा समेत बहवुर्षीय ठेक्काका लागि प्रक्रिया अघि बढाउने 
कार्यलाई अधिकारको दरुुपयोग मानी कारवाही भैरहको 
दृष्टान्तबाट पाठ सिकेर सबै दृष्टिले परिपक्व आयोजनामा मात्र 
रकम विनियोजन गर्ने परिपाटी लागू गर्नु पर्ने देखिन्छ। जथाभावी 
बजेट रकमान्तर गरी खर्च गर्ने विकृति झाँगिदै जाँदा स्राेतको 
दरुुपयोग र सम्पादित कामको गणुस्तर समेत कमसल भएको 
गनुासो व्यापक मात्रामा बढेकोले बजेट तर्जुमाकै चरणमा पर्याप्त 
ध्यान परु्याइ रकमान्तर गर्नु पर्ने अवस्था आउन नदिने गरी कार्य 
गर्न जरुरी छ।  

(ग)	(ग)	नागरिक उड्डयन क्षेत्रको सधुारका लागि गठित नागरिक उड्डयन क्षेत्रको सधुारका लागि गठित 
उच्चस्तरीय अध्ययन एवं सझुाव समितिको सिफारिसउच्चस्तरीय अध्ययन एवं सझुाव समितिको सिफारिस

नेपाल सरकारले नागरिक उड्डयन क्षेत्रको सधुारका लागि 
मा.न्यायधिस श्री अनिल कुमार सिन्हाको अध्यक्षतामा गठन 
गरेको उच्च स्तरीय अध्ययन एवं सझुाव समितिले प्राधिकरणमा 
भैरहको पुजँीगत खर्च माथि कसिलो निगरानीको आवश्यकता 
औलं्याउदै प्राधिकरणलाई वित्तीय रुपमा स्वावलम्बी बनाउने 
रणनीति अख्तियार गर्न सझुाव दिएको छ। संभाव्यता अध्ययन 
यथेष्ठ रुपमा प्रमाणित नभइ प्राधिकरणद्वारा निर्माणाधीन अत्यन्त 
महत्वाकांक्षी ठूला टर्मिनल भवन संरचनामा भएको पुजँीगत 
लगानी र तिनले दिनसक्ने सीमित प्रतिफल त्यस माथि पोखरा 
विमानस्थलको थप ब्याजदर सहितको ऋणभार र अर्कोतर्फ  
सीमित आय प्रक्षेपणले प्राधिकरणले वित्तीय रुपमा धेरै चनुौतीको 
सामना गर्नुपर्ने तथ्य उच्चस्तरीय समितिको प्रतिवेदनमा उजागर 
भएको छ। भविष्यमा प्राधिकरणले योजना बनाइ नेपालमा 
बनेका विमानस्थलहरूको भौतिक संरचनाहरू बनाउन ु अघि 
गरिएका संभाव्यता अध्ययन, संचालनमा देखापरेका वास्तविकता 
वा भविष्यका बीच कस्तो तालमेल रहको छ < के त्यस्ता 
अध्ययनहरू वस्तुनिष्ठ थिए/थिएनन < आशातित रुपमा त्यस्तो 
संरचनाले आफ्नो लगानी उठाउन सकेको वा सक्ने संभावना 
छ/छैन < यस्ता विषयहरू बारे स्वतन्त्र अध्ययन गरी लगानी 
नउठ्ने संरचनाका बारे स्पष्ट धारणा निर्माण गरी अघि बढ्न 
सझुाव दिएको देखिन्छ।

उच्चस्तरीय समितिले प्राधिकरणको पुजँीगत लगानीको 
लेखाजोखाको अतिरिक्त नेपाल सरकारले उड्डयन क्षेत्रका प्रति 
अवलम्वन गरेको नीतिमा समेत पूनर्विचार गर्न सझुाएको 
देखिन्छ। विगतमा वार्षिक रुपमा लाभ दिने आफ्नै पूर्ण 
स्वामित्वको संस्थालाई सरकारद्वारा ऋणमा समेत "शलु्क" 
तोक्नुको औचित्य पषु्टि हनु नसकेको जनाउदै यो परम्परागत 
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अर्थ व्यवस्थाको प्रचलनलाई तोड्नु पर्ने सझुाव दिइएको छ। 
नेपालको नागरिक उड्डयन प्रणालीको व्यवस्थापनमा भैपरी आउन 
सक्ने आर्थिक चनुौतीहरूलाई सामना गर्न प्राधिकरण आर्थिक 
रुपमा सबल हनुपुर्ने आवश्यकता र अपरिहार्यताका बीच 
प्राधिकरणले गर्ने प ुजँीगत खर्चको योजना, उद्देश्य, संभाव्यता 
सहितको पारदर्शिता उपर विशेष निगरानी बढाउन ु पर्ने 
उच्चस्तरीय अध्ययन तथा सझुाव समितिको राय ठहर रहको 
देखिन्छ।

३. निष्कर्ष: निष्कर्ष:

प्राधिकरणको आय आर्जन गर्ने क्षेत्रहरूको सीमितता, देशको 
भौगोलिक विकटताका कारण व्यवसायिक योजना विना नै ठूलो 
पुजँीगत लगानी गरी विमानस्थलहरू निर्माण तथा स्तरोन्नति 

गर्नुपर्ने बाध्यता, उड्डयन क्षेत्रमा विकाश हुँदै गएको अत्याधनुिक 

प्रविधि अवलम्बनमा गर्नुपर्ने नियमित लगानीका कारण 

प्राधिकरणको आय र व्ययको बीचमा सन्तुलन कायम गर्न ठूलो 

चनुौती देखिन्छ। राज्यको पूर्ण स्वामित्वमा रहको संस्थाले गर्ने 

विमानस्थल निर्माण जस्तो रणनीतिक पूर्वाधारको विकासमा समेत 

राज्यले प्राधिकरणसँग व्यापारिक व्यवस्था गर्नु तर्क  संगत 

नदेखिएको अवस्थामा पर्यटन क्षेत्रबाट देश विकासमा गहकिलो 

योगदान हनु सक्ने संभावनामा नै प्रश्न चिन्ह खडा भएको छ। 

राज्यले वहृत संभावनाको यस क्षेत्रको साथ र सहयोग लिई 

अगाडि बढ्न सकेमा ठूलो पुजँीगत लगानीको औचित्यता पषु्टि 

हनेु र भविष्यमा समचुित प्रतिफल प्राप्त हनु सक्ने भएकोले 

नीतिगत स्पष्टता जरुरी देखिन्छ।

***
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;du| cfly{s pknlAwx¿nfO{ ;Lldt ju{ / JolQmx¿df dfq 
s]lGb|t x'g glbO{ Goflos, ;Gt'lnt / cf}lrTok"0f{ ljt/0f 
Joj:yf :yflkt ug'{ /fHosf] d"Vo bfloTj xf] . hgtfsf] 
gfddf k|fKt ;|f]t / ;fwgx¿nfO{ ;d"lrt 9ª\uaf6 kl/rfng 
ul/Psf] ;DaGwdf cfd hgdfg;nfO{ ljZj:t u/fpg' klg 
;/sf/sf] ;fj{hlgs hjfkmb]lxtf xf] . ;/sf/n] ;~rfng 
u/]sf] cy{Joj:yfsf ;DaGwdf ;/sf/n]g} …xf]Ú / …xf]OgÚ sf] 
d"Nofª\sg k|ltj]bg tof/ ug'{ Tolt ljZj;gLo dflgb}g . 
To;sf] nflu ;+;f/sf k|foM ;a} d'n'sdf :jtGq ;+j}wflgs 
lgsfosf] ¿kdf ;jf]{Rr n]vfk/LIf0f ;+:yf :yfkgf u/L 
/fHon] c+lusf/ u/]sf] cy{Joj:yfsf] :yfkgf, ;~rfng / 
To;sf] k|efj d"Nofª\sg ;d]t hgtfsf] kIfaf6 ;jf]{Rr 
n]vfk/LIf0f ;+:yfn] ug]{ k|0ffnLsf] ljsf; u/]sf] kfOG5 .

n]vfk/LIf0fn] d"Nofª\sgstf{sf] e"ldsf lgjf{x ub{5 . 
n]vfk/LIf0f :jo+df pTkfbgzLn x'Fb}g, t/, b]zsf] ;du| 
;~rfngdf pTkfbgzLntf tyf l;h{gzLntf eP gePsf], 
sfo{;~rfngdf pTkfbgzLntf tyf l;h{gzLntf eP 
gePsf], sfo{ ;~rfngdf k|0ffnL cjnDjg eP gePsf], 
cfGtl/s lgoGq0f k|0ffnL k|efjsf/L eP gePsf] / k|0ffnL 
cl3 a9fpg] qmddf s;}sf] :jfy{ / ablgot ufFl;P 
gufFl;Psf] d"Nofª\sg, ljZn]if0f / 7x/ ;d]t n]vfk/LIf0f 
k|ltj]bgdf k|:t't x'g] x'Fbf n]vfk/LIf0f klg pTkfbgzLntf 
/ l;h{gzLntfs} kIfdf s]lGb|t x'G5 .

k|frLgsfnb]lv g} n]vfk/LIf0f z'? ul/Ptfklg ;dosf] 
k|jfx;Fu} jt{dfgdf o;sf] p2]Zo tyf If]qdf Jofkstf 
cfO;s]sf] 5 . jt{dfg n]vfk/LIf0f kf/blz{tf, hjfkmb]lxtf 
/ ljZj;gLotf k|j4{g u/fpgsf nflu sdhf]/L cf}+Nofpgdf 
dfq s]lGb|t geO{ ;'wf/sfnflu ;'emfj lbg …;'wf/fTds 
n]vfk/LIf0f k|0ffnL ckgfpg]tkm{ s]lGb|t 5 . ;dofg's"n 
9ª\udf n]vfk/LIf0f k|ljlw, k4lt / If]qdf ;'wf/ ul/Ptfklg 
n]vfk/LIf0f sfo{n] ljQLo cg'zf;gxLgtfnfO{ x6fpg' jf 
sd ug'{sf] ;§f cfly{s ckrng / gsf/fTds cy{k|0ffnLsf] 
k[i7kf]if0fsf] ¿kdf n]vfk/LIf0fg} plePsf] eGg] u'gf;fx¿ 
klg ljZje/ gp7]sf xf]Ogg\ .

sdhf]/ n]vfk/LIf0f k|0ffnL / ldrfxf n]vfkfng 
kl/kf6Lsf] sf/0f jt{dfg ljZjdf nufgLstf{, s/bftf / 
;j{;fwf/0fsf] ;fd' ljs/fn r'gf}tLsf z[ª\vnfx¿ p7\g 
yfn]sf 5g\ . g]kfnh:tf ljsf;f]Gd'v d'n'sdf ;/sf/L 
n]vfk/LIf0fsf] Wofg /ftf] / xl/of] lrGx yf]kg{ dfq s]lGb|t 
5 . x/]s ef}r/df n]vfk/LIf0f k'Ug}k5{ cGoyf cfsfzg} 
v:5 eGg] n]vfk/LIf0f ;+:yfsf] k|j[lQ, n]vfk/LIf0fn] 
gx]/]df k[YjLg} kN6NG5 eGg] n]vfk/LIfssf] dfgl;stf, 
sfo{sf lhDd]jf/ JolQmx¿n]klg cf–cfˆgf] lhDd]jf/L k'/f 
ul//x]sf x'G5g\ eGg] ;Totf la;{g] kl/kf6L / sf/f]jf/sf 
x/]s v08df n]vfk/LIf0fsf]nflu ;do vlr{g] t/ To;leq 
/x]sf clgoldttfx¿ phfu/ gx'gfn] klg /fHosf] cfly{s 
ef/df n]vfk/LIf0fsf] lx:;f ;d]t ;dfj]z x'Fb} cfPsf] 5 .

cy{Joj:yfdf ;do cg';f/ gofF gofF l;4fGt, k|0ffnL / 
bz{gx¿ ylkb} cfPsf 5g\ . /fHosf] cy{tGqsf] cfsf/sf] 
a9f]Q/L;Fu} ljQLo hf]lvd klg emg\ emg\ a9\bf] 5 . n]vf / 
n]vfk/LIf0fsf] d"Vo bfloTj To:tf hf]lvd kQf nufpg] / 
;dod} ;'wf/sf pkfox¿sf] 306L ahfpg' xf] . cy{ Joj:yf 
tyf /fHosf] cfly{s sf/f]jf/df b]lvPsf] b"3{6gf tyf 3fpsf] 
af/]df v'nfzf ub}{g eg], cfly{s gsf/fTdstfx¿ /f]Sg] 
kIfdf ;dod} va/bf/L ub}{g eg], cg'lrt / cj}wflgs 
lqmofsnfkx¿sf] ;"rgf ;dod} hg;dIf NofpFb}g eg] 
To:tf] n]vfk/LIf0f ;+:yf ;]tf] xflQ h:tf] b]Vbfdf ;'Gb/ t/ 
k|ltkmnxLg ;fljt x'g yfNb5 . /fHosf] cfly{s Joj:yf 
;~rfngsf] ;kmntfdf n]vfk/LIfs hjfkmb]xL aGg' k5{ 
eGg] d"n k|Zg jt{dfgdf ;+;f/JofkL ag]sf] 5 . s]xL 
jif{ cl3 dfq 8]nf]O6\, k|fO;jf6/xfp; s'k;{, s]lkPdhL 
/ cg]{i6 of]ª h:tf ljZjsf 7"nf elgPsf n]vfk/LIf0f 
;+:yfx¿n]g} u/]sf cfly{s uNtL / hfn;fFhLsf sf/0f 
pgLx¿sf] 7"nf] abgfdL eof] . tL n]vfk/LIf0f ;+:yfn] 
n]vfk/LIf0fsf] cfˆgf] bfloTj lgjf{x ug'{eGbf n]vfk/LIf0f 
u/fpg] ;+:yfx¿af6 gfhfoh cfly{s ;]jf ;'ljwf lnPsf] 
s'/fklg k|sfzdf cfof] . cem\ ;g\ !(** df cd]l/sfsf] 
j]:6 Dofg]hd]G6 sDkgLdf ! vj{ &) cj{ cd]l/sL 8n/ 
e'm7f cfDbfgL k|dfl0ft ul/Psf] k|;ª\u :d/l0fo cd]l/sfs} 

;xL n]vfk/LIf0f, sd hfn;fhL—jt{dfg 
;dosf] r'gf}tL
8f= bfdf]b/ k'8f;}gL …lszf]/Ú*

* k"j{gfoj dxfn]vfk/LIfs, dxfn]vfk/LIfssf] sfof{no



27th Anniversary of CAAN Souvenir 2025 25

6]S;; /fHodf /x]sf] Pg/f]g gfdsf] phf{ sDkgLn] ;g\ 
@))! df /fd|f] gfkmf sdfO/x]sf] a]nfdf & va{ $ ca{ 
8n/eGbf a9L 3f6f b]vfPsf] sf/0f sDkgLg} w/fzfoL 
ePsf] / gfkmf sdfO/x]sf z]o/xf]N8/x¿nfO{ l/Qf] xft 
kmsf{O aL; xhf/eGbf a9L sfdbf/x¿nfO{ sfdaf6 xftw'g 
afWo kfl/Psf] d"Vo sf/0f klg n]vfkfng / n]vfk/LIf0fsf] 
ablgot /x]sf] k'li6 ePsf] 5 . To;sf] 7Ls Ps jif{kl5 
cyf{t\ ;g\ @))@ df jN8{sd gfdsf] cd]l/sL 6]lnsd 
sDkgLdf klg e'm7f ¿kdf ! va{ bz ca{ 8n/ gub 
lj:tf/ u/]sf] sf/0f #) xhf/ sd{rf/Lx¿ sfdljlxg 
ag]sf / nufgLstf{x¿n] ! va{ c;L ca{ cd]l/sL 8n/ 
u'dfpg' k/]sf] k|;Ë klg dggLo 5 . ljZjsf] kl/j]zdf 
lgofNg] xf] eg] o:tf pbfx/0fx¿ c;ª\Vo b]lvPsf 5g\ 
hxfF n]vfk|0ffnL / n]vfk/LIf0f k|0ffnLsf] ablgot sf/s 
tŒj ag]sf] 5 .

n]vfk/LIf0f ljZjf;af6 z'? ul/G5 / cg';Gwfg zª\sfaf6 
z'? ul/G5 . n]vfk/LIfsn] gd'gf 5gf}6sf] cfwf/df 
k/LIf0f u/L ;f/e"t cfZj:ttf ;lxtsf] k|ltj]bg lbOG5 . 
n]vfk/LIf0fn] cfly{s Jojxf/ / n]vfkfngdf b]vfk/]sf 
q'6Lx¿nfO{ cf}NofO{ lbP/ e|i6frf/ lgjf/0fsf] sfddf 
;fy{s of]ubfg k'¥ofpF5     elgG5 . t/ dxfn]vfk/LIfssf] 
k|ltj]bg cg';f/ jif]{gL a]?h' a9]sf] g]kfnh:tf] b]zdf 
e|i6frf/ emg\ a9]sf] clVtof/ b'¿kof]u cg';Gwfg 
cfof]usf] k|ltj]bgn] k'li6 u/]sf] 5 .

g]kfnsf] ;+ljwfgsf] wf/f @#( cg';f/ clVtof/ b'¿kof]u 
cg';Gwfg cfof]un] ;fj{hlgs kb wf/0f u/]sf] JolQmn] 
e|i6frf/ u/L clVtof/ b'?kof]u u/]sf] ;DaGwdf cg';Gwfg 
ug{ jf u/fpg ;Sg] tyf e|i6frf/ dflgg] s'g} sfd 
u/]sf] b]lvPdf d'2f bfo/ ug{ jf u/fpg ;Sg] Joj:yf 
5 . To:t} ;+ljwfgsf] wf/f @$! cg';f/ dxfn]vfk/LIfsn] 
b]zsf ;a} ;fj{hlgs lgsfosf] n]vfk/LIf0f ub}{ cfPsf] 
5 . o; cfwf/df clVtof/ b'?kof]u cg';Gwfg cfof]un] 
e|i6frf/hGo lqmofsnfksf] k|ToIf cg';Gwfg ub}{ cfPsf] 
5 eg] dxfn]vfk/LIfsn] cfly{s sf/f]jf/df ePsf sdL, 
sdhf]/L, q'6L, hfn;fFhL, 5nsk6, lxgfldgf h:tf 
lqmofsnfknfO{ k|df0fsf cfwf/df k/LIf0f / 5fgljg ul/ 
k|ltj]bg k]z ug]{ bfloTj 5 . e|i6frf/hGo lqmofsnfkdf 
lgrf]8df k'Ug clVtof/ b'?kof]u cg';Gwfg cfof]u / 
dxfn]vfk/LIfssf] sfof{noaLr vf;} ;dGjo klg 5}g . 
n]vfk/LIf0f k|ltj]bgdf ;f/e"t uNtL 5}g elg k|ltj]bg 
lbO;s]kl5 uDeL/ cfly{s q'6L jf e|i6frf/ b]lvPdf 
n]vfk/LifsnfO{ lhDd]jf/ agfOg] k|rng clxn] 5}g . sltko 
lqmofsnfkdf clVtof/ b'?kof]u cg';Gwfg cfof]un] 

5fgljg 6'ª\ufPkl5 n]vfk/LIf0f ubf{ sltko /sddf q'6L 
b]lvPsf] 5 eg] n]vfk/LIf0f ;DkGg u/L a]?h' gb]lvPsf] 
elgPsf] lgsfo jf sf/f]jf/df 7"nf] /sd e|i6frf/ u/]sf] 
;d]t clVtof/ b'?kof]u cg';Gwfg cfof]un] e]6]sf] kfOG5 .

n]vfk/LIf0f clxn] k/Dk/f wfGg] d]nf] dfq ePsf] 5 . 
jt{dfg n]vfk/LIf0f lj1fg;Ddt eGbf …j0f{gfTdsÚ kIfdf 
a9L s]lGb|t 5 . o;af6 sf/f]jf/ / lqmofsnfksf] plrt 
d"Nofª\sg ug{ ufx|f] kl//x]5 . b]zdf oltv]/ cfGtl/s / 
clGtd n]vfk/LIf0f k|rngdf 5 . cfGtl/s n]vfk/LIf0fsf] 
d"Vo Wofg sf/f]jf/df /x]sf] lgoldttfsf] kIfsf] ;antf 
tyf b'j{ntf k/LIf0f ug]{ xf] eGg] clGtd n]vfk/LIf0f ug]{ 
dxfn]vfk/LIfsn] ;+ljwfgsf] k|fjwfg cg';f/ lgoldttf, 
ldtJolotf, sfo{bIftf, k|efjsfl/tf tyf cf}lrTo ;d]tsf] 
b[li6sf]0faf6 n]vfk/LIf0f ug'{kg]{ x'G5 . o; cg';f/ 
kfFr b[li6sf]0faf6 n]vfk/LIf0f ug]{ ;+j}wflgs bfloTj 
cg';f/ dxfn]vfk/LIfsn] ;Dkfbg ug]{ s'n sfd dWo] 
aL; k|ltzt dfq lgoldttfsf] b[li6sf]0fn] n]vfk/LIf0f 
ug'{kg]{ x'G5 . t/, jt{dfg n]vfk/LIf0fsf] clwsf+z ;|f]t 
;fwg lgoldttfsf] n]vfk/LIf0fd} ;Lldt 5 . hfkfgsf] 
jf]8{ ckm cl86, Sofgf8fsf] Sofg]l8og g]zgn cl86 
clkm;, cd]l/sfsf] hg/n Psfpl06ª clkm; h:tf 
;jf]{Rr n]vfk/LIf0f ;+:yfx¿ oltv]/ n]vfk/LIf0fdf 
ef}lrª / lgoldttf k/LIf0fdf s]lGb|t 5}gg\ . pgLx¿n] 
n]vfk/LIf0fnfO{ kl/0ffdd"ns 9ª\udf cl3 a9fPsf 5g\ . 
hfkfgsf] ;jf]{Rr n]vfk/LIf0f ;+:yfdf xfn s]jn (&) 
hgf n]vfk/Lifs sfo{/t 5g\ . pgLx¿n] b]zsf] ;Dk"0f{ 
sf/f]jf/sf] n]vfk/LIf0f ;DkGg ul//x]5g\ . xfd|f] b]zdf eg] 
^)) hgf n]vfk/LIfsnfO{ ;/sf/L lgsfosf] n]vfk/LIf0f 
EofOgEofO{ 5 . n]vfk/LIf0f gd"gf 5gf}6 / pknAw 
hgzlQmsf] ;xL kl/rfngaf6 ;DkGg ul/g] sfd xf] . 
cfly{s sf/f]jf/sf] k/LIf0f ubf{ hf]lvdo'Qm If]qdf sd 
Wofg lbg] / sd hf]lvdsf] If]qdf a9L >d, ;do / 
/sd nufgL ugf{n] klg xfd|f] n]vfk/LIf0f k|ltkmnd'vL 
aGg ;s]sf] 5}g . o;n] ubf{ /fHosf] cfDbfgLsf If]qx¿ 
a9fpg], vr{ ldtJooL, sfo{bIf / k|efjsf/L / cf}lrTok"0f{ 
9ª\uaf6 eP gePsf] d"Nofª\sg ug]{ / ;f]sf] kf7 l;s]/ 
cGtTjuTjf /fHosf] eflj cy{tGq ;~rfngdf r':ttf 
Nofpg n]vfk/LIf0fsf] e"ldsf dxŒjk"0f{ xf];\ eGg] ljQLo 
k|zf;gsf] dfGotf ;d]t n]vfk/LIf0fsf] kIfaf6 ;fy{s 
aGg ;s]sf] 5}g . kl/0ffdtM /fHosf] ;+j[l4df n]vfk/LIf0fn] 
v]n]sf] e"ldsf ca d"Nofª\sg ug'{kg]{ a]nf cfPsf] 5 .

n]vfk/LIf0f j}1flgs / k|0ffnLut 9ª\uaf6 n]vf, clen]v / 
sfo{ljj/0fsf] hfFr ug]{ / /fo ;lxtsf] k|ltj]bg k|bfg ug]{ 



Souvenir 2025 27th Anniversary of CAAN26

sfo{ xf] . jt{dfg ljZjdf ;jf]{Rr n]vfk/LIf0f ;+:yfx¿sf] 
cGt/f{li6«o ;+u7g -O06f];fO_, n]vfk/LIf0fsf If]qLo 
;+u7gx¿ / cg]sf} n]vfk/LIf0f ;+:yf tyf JolQmx¿n] 
n]vfk/LIf0f ;flxTo tof/ ul//x]5g\ / tL jfb, bz{g / 
l;4fGtsf] k|of]uklg eO/x]5 . olt x'Fbfx'Fb} klg n]vfk/LIf0f 
cfnf]rgfaf6 d'Qm 5}g . ;a}eGbf 7"nf] cfnf]rgf eg]sf] 
n]vfk/LIfsn] kof{Kt k|df0f ;+sng ug{ ;St}g eGg] 
xf] . ;DklQ d"Nofª\sg, ;DklQ Joj:yfkg / :jfldTjsf 
af/]df n]vfk/LIf0fn] cf}+Nofpg t vf]Hb5, t/, ax';+Vos 
cj:yfdf To;sf] k|df0fg} ;+sng ug{ g;s]/ jf k|df0fsf] 
j]jf:tf u/]/ n]vfk/LIf0f k|ltj]bgg} lkmtnf] aGg hfG5 . 
sltko n]vfk/LIf0f ;+:yfx¿n] n]vfk/LIf0fsf ;j{dfGo 
l;4fGtx¿ t lgdf{0f u/]sf kfOG5 t/, n]vfk/LIfs cfz / 
qfzaf6 d'Qm gx'g', n]vfk/LIfsdf kof{Kt 1fg / tflndsf] 
cefj x'g' h:tf sf/0fn] Tof] Tolt k|efjsf/L aGg g;s]sf] 
kfOG5 . jt{dfgdf hf]lvddf cfwfl/t ;d:of klxrfg 
u/L n]vfk/LIf0f ug]{ qmd a9]sf] 5 . ;xL 9ª\uaf6 hf]lvd 
klxrfg gug'{, n]vfk/LIf0f of]hgfaf6 g} hf]lvdsf] If]q 
x6fP/ n]vfk/LIf0f ug'{, hf]lvdsf If]qaf6 uNtL kQf nufpg 
g;Sg' h:tf sf/0fn] klg hf]lvd klxrfg k|0ffnLg} hf]lvd 
;fljt ePsf] 5 . cem};Dd klg lgsfox¿n] n]vfk/LIf0f 
Pp6f ef/ dfq ;Demg' / hgdfg;n] n]vfk/LIf0f ;'wf/sf] 
nflu dfu{ k|;:t ug]{ dfWod xf] eGg] ljZjf; gug'{ Pp6f 
pNn]vgLo ljifo ag]sf] 5 .

…;xL n]vfk/LIf0f, sd hfn;fFhLÚ— jt{dfg ;dosf] 
r'gf}lt ePsf] 5 . n]vfk/LIf0fn] ;DalGwt If]qn] lgwf{l/t 
9+un] p4]Zo xfFl;n ug]{ lsl;dn] sfo{ u/] gu/]sf] hfFr, 
d"Nofª\sg / ljZn]if0f u/]/ dfq k'Ub}g ljBdfg ;d:ofaf6 
d'Qm eP/ cem ;'wf/fTds af6f]tkm{ df]l8g dfu{k|z:t 
;d]t ug'{ kb{5 . clxn]sf] n]vfk/LIf0f cfly{s sf/f]jf/sf] 
lgoldttfsf] b[li6sf]0faf6 k/LIf0f ug]{ / k|ltj]bg lbg] 
sfddf dfq a9L s]lGb|t 5 . of] la/fnf] afFw]/ >f4 ug]{ 
k/Dk/fut k|0ffnL dfq xf] . o;n] e|i6frf/ / 5nsk6df 
36gf kQf nufpg Tolt ;kmn klg 5}g . p2]Zo / 
pknAwL aLrsf] km/s klxrfg ug{ sfo{d"ns n]vfk/LIf0f 
k|0ffnL klg Go"g ¿kdf ;~rfngdf cfPsf] 5, Tof] klg 
k|ltkmnd'vLeGbf zAbhfndf dfq hsl8Psf] 5 . ;|f]t 
;fwgx¿ kof{Kt dfqfdf pknAw x'Fbfx'Fb} nIog} sd lgwf{/0f 
u/]/ a9L k|ult b]vfOof] eg] To;df cGt/lglxt hfn;fFhL 
/ e|i6frf/ kQf nufpg klg n]vfk/LIf0f c;kmn aG5 . 
ljlzi6 Ifdtfsf] hgzlQmaf6 cg';GwfgfTds / vf]hd"ns 
¿kdf n]vfk/LIf0f ;~rfng u/L hfn;fFhL / e|i6frf/ 
kQf nufpg] sfo{df n]vfk/LIf0f s]lGb|t x'g'kb{5 / cjsf] 
n]vfk/LIf0f k/Dk/fjfbL, e4f, nfut nfe ljGb'eGbf dfly 

p7\g g;Sg] sfnf afbnx¿ tf]8]/ k"mlt{nf] n]vfk/LIf0f 
-:df6{ cl8l6ª_ ;fljt ug{ ;Sg] vfnsf] agfpg h?/L 5 .

jt{dfg n]vfk/LIf0f gd"gf 5gf}6df s]lGb|t 5 . 
tYofª\szf:qLo l;4fGt cg';f/ gd'gf 5gf}6 gu/L thljh] 
cfwf/df gd"gf 5gf}6 ubf{ hf]lvdsf] If]q 5lng] ;+efjgf 
k|jn /xG5 . ljQLo ljj/0fsf] z'4tf / oyfy{ l:yltsf] 
v'nfzf ug]{ lhDd]jf/L n]vfk/LIfssf] x'G5 . To;}sf] 
cfwf/df bft[;+:yf tyf bft[/fi6«, nufgLstf{, ;/sf/, 
z]o/xf]N8/, Joj:yfkg / ;j{;fwf/0f ;a}n] cf–cfˆgf] 
lg0f{o u/]sf x'G5g\ . xfnsf] n]vfk/LIf0f k|0ffnL ljQLo 
ljj/0fsf] k"0f{tfsf] d"Nofª\sg gu/L lqmofsnfk s]Gb|L 
ePsf]n] pgLx¿sf] ljZjf;sf] 3]/fdf kg{ ;St}g . o;n] 
;/f]sf/jfnfx¿sf] cfTdljZjf; a9\g ;St}g .

n]vfk/LIf0fsf] k|x/L l;4fGt -k'ln; Yof]/L_n] n]vfk/LIfsn] 
q'6L vf]Hg], kQf nufpg] / /f]Sg] ;d]t sfd ug'{ kb{5 
eGb5 . gd'gf 5gf}6sf] cfwf/df n]vfk/LIf0f ubf{ q'6L hlt 
kfvf nfUg] / wldnf] 3';g3f;g dfq xft kg]{ ;+efjgf 
k|an x'G5 .

clxn]sf] ljZjdf ;jf]{Rr n]vfk/LIf0f ;+:yfx¿ of t 
Psn kbflwsf/Ljfnf 5g\ of t cfof]u / af]8{ df]8ndf 
PseGbf a9L kbflwsf/Lx¿ /xg] Joj:yf 5 . g]kfnh:tf] 
d'n'sdf dxfn]vf k/LIfsnfO{ :jtGq ;+j}wflgs lgsfosf] 
¿kdf :yflkt ul/Psf] 5 / To;sf] k|d'v ^ jif{sf] nflu 
;+j}wflgs kl/ifb\af6 lgo'Qm x'g], eljiodf ;/sf/L ;]jfdf 
lgo'Qm gx'g], ;+;bsf] b'O{ ltxfO{ ax'dtaf6 lghnfO{ 
x6fpg ;Sg] k|fjwfg 5 . ;+j}wflgs kl/ifb\sf] l;kmfl/;df 
dxfn]vfk/Lifs lgo'Qm x'g] elgPtfklg /fhgLlts zlQm / 
/fhgLlts efuj08fsf] cfwf/df dfq 5gf}6 ug]{ kl/kf6L 
ljBdfg 5 . n]vfk/LIf0f If]qsf] ljz]if1tf, k|fl1s Ifdtf 
/ k|lt:kwf{nfO{ cfwf/ agfP/ dxfn]vfk/LIfs lgo'Qm ug]{ 
k|0ffnL ljsf; ug{ ;lsof] eg] :jtGq ;+j}wflgs lgsfosf] 
cjwf/0ff rl/tfy{ x'g ;St5 .

xfd|f] h:tf] d'n'sdf n]vfk/LIf0f k|ltj]bg tof/L / To;sf] 
sfof{Gjog csf]{ ;d:of xf] . n]vfk/LIf0f k|ltj]bgdf  
…xfd|f] /fodf, k|:t't ePsf] ;|]:tf, sfuhft / ljQLo ljj/0f 
cg';f/, xfdLnfO{ hfgsf/L eP cg';f/ h:tf jfSof+zx¿ 
pNn]v ug]{ k|rng kfOG5 . o;n] n]vfk/LIf0fn] 7f]; / 
k"0f{ hfgsf/L lbg ;St}g . n]vfk/LIf0f k|ltj]bg a9L 
k|fljlws zAbfjnLsf] 8+u'/ klg ag]sf] 5 . ;/f]sf/jfnf jf 
;j{;fwf/0fn] Tof] ;lhn} a'‰b}gg\ . n]vfk/LIf0f k|ltj]bg 
k]z ePkl5 n]vfk/LIf0f c+s / a]?h' c+snfO{ lnP/ b'O{ 
rf/ lbg kqklqsf / ;~rf/dfWoddf vx/]em}+ u8u8fx6 
t ;'lgG5 t/ s]xL xKtf kl5g} Tof] Psfb]zsf] syf aGg 
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yfNb5 . kl/0ffdtM n]vfk/LIf0f k|ltj]bgsf] cf}lrTod} 
k|ZglrGx nfUg yfNb5 .

;+u7gsf] ;';~rfng To;sf] cfGtl/s lgoGq0fdf 
e/ kb{5 . ;+u7gleq c;n cfGtl/s lgoGq0f k|0ffnL 
sfodug]{ lhDd]jf/L Joj:yfkgsf] xf] . pknAw ;|f]t, ;fwg, 
hgzlQmnfO{ ;xL 9ª\un] kl/rfng ug]{, sfo{;~rfngsf] 
;Gbe{df k|0ffnL eË x'g glbg], k|ToIf jf k/f]If ¿kdf 
r'xfj6, 3f6f / gsf/fTds k|0ffnLnfO{ b'?T;fxg ug{ 
;s]df dfq nlIft ljGb"df k'Ug ;lsG5 . cfGtl/s 
lgoGq0f k|0ffnLsf] dha'tL l:ylt l;h{gf ug]{ / To;sf] 
;do ;fk]If 9ª\un] cg'udg, hfFr / ;'wf/ ug]{ sfo{sf] 
lhDd]jf/L Joj:yfkgnfO{ s8fOsf ;fy tf]Sg h?/L 5 . 
o;sf] nflu Joj:yfkgn] ;+u7gleq cfGtl/s lgoGq0f 
k|0ffnL dha't ¿kdf :yfkgf ul/Psf] 5, To;df s'g} 
lxgfldgf, xflggf]S;fgL Pj+ hfn;fhL 5}g / cfGtl/s 
n]vfk/LIf0f k|ltj]bgdf cf}NofOPsf Joxf]/f ;d]t ;'wf/ 
ul/;s]sf] v'nf;f u/]kl5 dfq clGtd n]vfk/LIf0f ug]{ 
Joj:yf ldnfpg h?/L 5 . ;+u7g, cfof]hgf jf sfo{qmd 
;~rfns jf Joj:yfkgn] cfk"mn] u/]sf] sfd ;xL / 
b'?:t 5 eGg] clu|d lg/f]k0f gug]{, cfGtl/s / clGtd 
n]vfk/LIf0f k|ltj]bgdf plNnlvt Joxf]/f lglb{i6 ;do 
;Ldfleq km5\of}{6 gug]{ kl/kf6Ln] ubf{ n]vfk/LIf0f, a]?h' 
/ ;Dk/LIf0f …sfu s/fpFb}5 kLgf ;'Sb}5Ú sf] lgoltaf6 
dfly p7\g ;St}g .

g]kfnh:tf] ljsf;f]Gd'v b]zdf cfGtl/s / afx\o b'j} 
n]vfk/LIf0fsf] Wofg sf/f]jf/sf] ef}r/ / sfuhft k/LIf0fd} 
s]lGb|t 5 . o;n] Psflt/ sfo{df bf]xf]/f]kg cfPsf] 5 eg] 
csf{lt/ afx\o n]vfk/LIf0fn] klg lgoldttfsf] n]vfk/LIf0fd} 
s]lGb|o x'g] t xf] lg eGg] a'emfO{ cfd sd{rf/L, kbflwsf/L, 
Joj;foL, /fhgLlt1 / ;j{;fwf/0fdf /x]sf]n] cfGtl/s 
n]vfk/LIf0fn] lgoldttfsf] n]vfk/LIf0fdf ;d]t kof{Kt 
Wofg gk'¥ofPsf] l:yt 5 . o;sf] nflu lgoldttfsf] b[li6n] 
ul/g] ljQLo n]vfk/LIf0f / kfngfsf] n]vfk/LIf0f cfGtl/s 
n]vfk/LIf0fn] dfq ug]{ Pjd\ ;jf]{Rr n]vfk/LIf0f ;+:yf eg] 
ljQLo / kfngfsf] n]vfk/LIf0fd} dfq gcNem]/ sfo{d"ns 
n]vfk/LIf0f / d'n'ssf] ;du| cy{Joj:yfsf] d"ne"t d'2fsf] 
n]vfk/LIf0fdf Wofg s]lGb|t ug{ h?/L ePsf] 5 .

ug'{kg]{ sfdsf] cfwf/ / oyfl:ylt aLrsf] cGt/ a]?h' xf] . 
a]?h' eg]sf] gug'{ kg]{ sfo{ u/]sf] / ug'{kg]{ sfo{ gu/]sf] 
elg n]vfk/LIfsn] p;sf] k|ltj]bgdf cf}NofPsf] Joxf]/f 
klg xf] . n]vfk/LIf0fn] a]?h' cf}+Nofpg] t/ ;DalGwt If]qn] 
To;df ;'wf/ Nofpg tbf?stf gb]vfpg] sf/0f jif]{gL a]?h' 

a9\g] / n]vfk/LIf0fsf] sfo{n] cfly{s k|zf;gdf ;'wf/ gx'g] 
l:ylt 5 . unt sfo{ ug]{nfO{ b08xLgtfsf] l:ylt l;h{gf 
x'g', /fhgLlts k|efj / kx'Frsf e/df a]?h'sf] dd{g} lkmsf 
kfl/g', ulDe/ k|s[ltsf a]?h'nfO{ klg ;dofGt/df lkmsf / 
k|efjxLg agfOlbg', /fHon] lbg] lhDd]jf/L tyf ;'ljwfdf 
a]?h' x'g] / gx'g]sf] 5\ofg gul/g' h:tf sf/0fn] /fHo 
/ ;dfh b'j}n] a]?h'sf] ufDeLo{tfnfO{ ckx]ntf u/]sf] 
kfOG5 . o;n] e|i6frf/L / k|0ffnLxLg sfd ug]{nfO{ klg 
b'?T;fxg ug'{sf] ;§f a]?h'g} kfvf nufpg]lt/ pGd'v u/]sf] 
kfOG5 . o;n] lhDd]jf/ sd{rf/L, kbflwsf/L, Joj;foL / 
/fhgLlt1df ;d]t …h'Qf vfPF, rKkn vfPF, hfjf] s'rf]Ú 
eg]/ 7]n7fn ug]{ k|j[lQ 3g3f]/;Fu df}nfPsf] 5 .

ljsf;f]Gd'v d'n'sdf a]?h'sf] JofVof / juL{s/0fd} 
j}1flgsLs/0f 5}g . a]?h' x'g'kg]{nfO{ k|ltj]bgdf g;d]l6g] 
/ gx'g'kg]{nfO{ a]?h' ;d]6\g] k/Dk/f JofKt 5 . g]kfn h:tf] 
b]zdf a]?h'nfO{ ;}4flGts / nutL eg]/ auL{s/0f ug]{ 
ul/Psf] 5 / To;nfO{ 5'6\ofpg] kof{Kt cfwf/ klg 5}g . Ps} 
lsl;dsf] a]?h'nfO{ s'g} n]vfk/LIfsn] ;}4flGts / s;}n] 
nutL a]?h' pNn]v u/]sf pbfx/0f cgluGtL 5g\ . a]?h'sf] 
u'0f:t/ lgoGq0f jf u'0f:t/ lgwf{/0f :jljj]sLo cfwf/df 
5'6\ofOPsf] kfOG5 . dxfn]vfk/Lifssf] k|ltj]bgdf ;dfj]z 
u/]sf Joxf]/f dWo] #) b]lv $) k|ltzt;Ddsf d'2fx¿nfO{ 
k|ltlglw;ef ;fj{hlgs n]vf ;ldltn] …o; ;DaGwdf s]xL 
ug{ cfjZos gePsf]Ú lg0f{o ul/lbPsf] cfFs8f klg ;a} 
;fd' 5n{Ë 5 . o;n] ubf{ dxfn]vfk/Lifssf] k|ltj]bgdf 
;dfj]z sltko Joxf]/fsf] ;fGble{stf / ;fy{stf vf]hL 
ug{ h?/L ePsf] 5 .

jt{dfg …cfly{s sfo{ljlw tyf ljQLo pQ/bfloTj P]g, 
@)&^Ú n] tLg jif{df a]?h' z'Godf emfg]{ k|fawfg cl3 
;f/]sf] 5 . sfg'gdf dfq ;Lldt ug]{ xf] eg] o;sf] 
s]xL cy{ 5}g . Ps cfly{s jif{sf] a]?h' bf];|f] cfly{s 
jif{;Dd km5\of}{6 ul/;Sg'kg]{ sfg'gL Joj:yf u/L To;sf] 
sfof{Gjogdf s8f sbd rfNg'kg]{ b]lvG5 .

g]kfnsf] ;Gbe{df a]?h' lgsfNg], To;sf] clen]v /fVg] 
/ ;Dk/LIf0f ug]{ sfo{ dxfn]vf k/Lifssf] sfof{non] ub}{ 
cfPsf] 5 . n]vfk/LIf0f / ;Dk/LIf0f Ps} lgsfon] ubf{ 
;Dk/LIf0f sfo{ hl6n / dxËf] k/]sf] u'gf;f] ;'lgG5 . o;n] 
cfGtl/s hfFrsf] kIfklg lkmtnf] aG5 . To;}n] a]?h'sf] 
ufDeLo{tf klxrfg ug{, a]?h' af/] JofVof ug{, ;Dk/LIf0f 
ug{ Pjd\ a]?h' / km5\of}{6sf] clen]v /fVg 5'§} :jtGq 
n]vfk/LIf0f cbfntsf] Joj:yf ug{ pko'Qm x'G5 .

***
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१.पषृ्ठभूमि
सङ्गठनको उद्देश्य प्राप्तिका लागि जनशक्ति, आर थ्िक स्रोत साधन, 
कार्यविधि, सचूना, सञ्चार, प्रविधिजस्ता साधनहरूको आवश्यकता 
हुन्छ । यस्ता अत्यावश्यक तत्त्वहरूमध्ये जनशक्ति सर्वोपरि महत्त्व 
भएको साधन हो । सङ्गठनको काम कारबाहीलाई व्यवस्थित रूपमा 
सम्पादन गर्नका लागि मानव संशाधनको कुशल व्यवस्थापन र विकास 
नै मानव संशाधन व्यवस्थापनको प्रमखु कार्य हो । विभिन्न कालखण्डमा 
जनशक्ति व्यवस्थापनसम्बन्धी अध्ययन र प्रयोगबाट नयाँ-नयाँ विधि र 
प्रक्रियाको प्रयोग हुदँआैएको छ । मानव संशाधन व्यवस्थापनका 
विविध पक्षहरू समयक्रमसँग ैपरिष्कृ त र अद्यावधिक भए नभएको कुरा 
जनशक्तिद्वारा सम्पादित कार्य र त्यसवाट निस्कन परिणाम प्रष्टयाउँछ । 
मानव व्यवस्थापनले संगठनमा कार्यरत जनशक्तिको भर्नापरू्वदखेि 
अवकाश उप्रान्त समतेको अवस्था (Pre R to Post R) सम्मका 
क्रियाकलापहरू सञ्चालन गर्दछ । छोटकरीमा भन्नुपर्दा जनशक्तिहरूको 
खोजी, छनौट, प्राप्ति, विकास गर्दै सङ्गठनमा टिकाइराख्नेसम्मका 
सम्पूर्ण गतिविधि नै मानव संशाधन व्यवस्थापन हो । टेलरले मानव 
सशंाधन व्यवस्थापनलाई मसेिनको पार्टपरू्जाका रूपमा परिभाषित 
गरेका छन ्भन म्याक्स वेबरले मानव संशाधनलाई जीवित मसेिन हो 
भन्दै जनशक्तिलाई निर्वैयक्तिक भएर काम गर्न अभिप्रेरित गर्नुपर्ने सझुाव 
दिएका छन ्। मानव संशाधन व्यवस्थापनका विभिन्न कार्यहरूको लक्ष 
भनको प्रभावकारी सार्वजनिक सेवाप्रवाह हो ।
'सार्वजनिक सेवा' भन्नाले सरकार वा राज्यले आफ्ना नागरिकहरूलाई 
निःशलु्क, सशलु्क वा अन्य कुनै प्रकारले उपलब्ध गराउने सेवा 
सवुिधालाई जनाउँदछ । यस्तो सेवा प्रत्यक्ष वा अप्रत्यक्ष प्रकारको हुन्छ 
र दायरा व्यापक हुन्छ । सार्वजनिक सेवा जनता र सरकारलाई जोड्ने 
सम्बन्धसेतकुा रूपमा रहकेो हुन्छ । यसको प्रभावकारितामा नै जनता र 
सरकारको सम्बन्धले प्रगाढता पाउँछ । छिटो, छरितो र मितव्ययी रूपमा 
प्रदान गरिन सेवाबाट नै नागरिकले सन्तुष्टि प्राप्त गर्दछन ्। यस अतिरिक्त, 
सार्वजनिक सेवाप्रवाहमा एकरूपता, समानता, समता र पहुचँ सनुिश्चित 
गरिनपुर्छ । सार्वजनिक सेवा प्रवाह गर्नु राज्यको दायित्व र प्राप्त गर्नु 
नागरिकको अधिकार हो । राज्यद्वारा प्रदान गर्ने सेवा नागरिकको रोजाइ, 
आवश्यकता, प्राथमिकता र राज्यको क्षमतामा भर पर्दछ । सेवाप्रवाहको 
पद्धति दशेको भौगोलिक, आर थ्िक, सामाजिक र राजनीतिक 
परिवेशबाट निर्देशित हनु्छ । 
नागरिकले सपुथ, सलुभ र समयसापेक्ष यथेष्ट सेवा पाउन ुनै सार्वजनिक 

सेवाप्रवाहको प्रमखु उद्देश्य हुन्छ । सरकारले स्वयम ्वा अन्य तवरले 
सेवाको व्यवस्थापन गर्न सक्छ । विगत तीन दशकमा सार्वजनिक 
प्रशासनमा भएका विभिन्न अध्ययन र अभ्यासका आधारमा सेवा 
प्रवाहका मोडेलहरूमा धरैे परिवर्तन आइसकेको छ  । 
सार्वजनिक प्रशासनमा कार्य उत्प्रेरणाले सहत्त्वपरू्ण भमूिका  
खले्दछ । स्पष्ट जिम्मेवारी, कार्य स्वायत्तता, कार्य सम्पादन मलू्याङ्कन 
प्रणालीप्रतिको विश्वसनीयता, मान्यता, मानव संशाधनको सन्तुष्टि, 
क्षतिपरू्ति, रोजगार सरुक्षा, मानव संशाधन विकास नीति, सङ्गठनात्मक 
सरंचना, कर्मचारी र सरुपरीवेक्षकबीचको सम्बन्ध, कार्यवातावरण, 
दण्ड, परुस्कार, सेवाबाट अलग्गिएपछि कर्मचारीको सामाजिक सरुक्षा 
सम्बन्धमा संगठनको योगदानलगायत विभिन्न तत्त्वहरूमा उत्प्रेरणाको 
स्तर निर्भर गर्दछ । 
उत्प्रेरणा मनोविज्ञानको सबैभन्दा महत्त्वपरू्ण शर्त हो । व्यवस्थापकहरूले 
मानव पुजँीलाई परिचालन गरेर अधिकतम उत्पादकत्त्व चाहन्छन ् । 
उत्प्रेरित जनशक्ति संगठनबाट प्रभावकारी ढंगले सेवा प्रवाह गर्न 
अपरिहार्य हुन्छ । संगठनको दीर्घकालीन उद्देश्य प्राप्तिका लागि कार्य 
उत्प्रेरणा र कार्य सन्तुष्टि आवश्यक छ । सेवाप्रवाहमा जनशक्ति 
उत्प्रेरणाको महत्त्वपरू्ण भमूिका रहने गरेकोले यसको प्रभावकारी 
व्यवस्थापन चनुौतीको रूपमा रहने गर्दछ । उच्च रूपमा उत्प्रेरित र 
सक्षम जनशक्तिबाट मात्र सेवाप्रवाहलाई प्रभावकारी बनाउन सकिन 
भएकोले जनशक्तिको उत्प्रेरणा बढाउनेतर्फ  व्यवस्थापनले विशषे ध्यान 
परु्‍याउन सक्नुपर्छ । उत्प्रेरित जनशक्तिमार्फ त मात्र सेवाप्रवाहमा 
गणुस्तरीय र महत्तम प्रतिफल पाउन सकिन भएकोले व्यवस्थापकले 
यस  कुराप्रति सवेंदनशील हुनैपर्छ । सार्वजनिक सेवाको प्रभावकारितामा 
नै सरकारको उपस्थितिको मलू्याङ्कन हुने गर्दछ । 
सार्वजनिक सेवाप्रवाहलाई बढी प्रभावकारी बनाउनकै लागि मलुकुले 
सङ्घीय प्रणाली समते अवलम्बन गरेको अवस्था छ । यस अतिरिक्त 
सेवाप्रवाहलाई जनमखुी बनाउन विभिन्न प्रयासहरू भएका छन ् । 
उदाहरणार्थ सेवाप्रवाहका लागि प्रदशे र स्थानीय तहलार्इ सक्षम, सदुृढ, 
नैतिक, उत्तरदायी र व्यवसायिक बनाउने; जनशक्तिको क्षमता विकास 
गर्ने र उनीहरूले प्रदान गर्ने सेवालाई प्रतिस्पर्धी, उत्तरदायी, पारदर्शी र 
जवाफदहेी बनाउने कार्यहरू हुदँआैएको छ । सेवाप्रवाहलाई 
जनअपेक्षाअनरुूप तलु्याउनका लागि जनशक्तिको कार्य उत्प्रेणाले 
विशिष्ट भमूिका खले्ने गरेको कुरा विभिन्न अनसुन्धानहरूले समते 
पहिचान गरेको छ । 

कार्य उत्प्रेरणा र सेवा प्रवाह

डा. हरिदत्त पाण्डेय*

* पूर्व सहसचिव, नेपाल सरकार
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पी. चौधरी (२०१२) ले सङ्गठनात्मक प्रभावकारितामा जनशक्तिको 
उत्प्रेरणाको प्रभाव भए नभएको सन्दर्भमा गरिएको परीक्षण र त्यसको 
आधारमा निस्किएको निष्कर्षलाई हरे्दा जनशक्तिको कार्य उत्प्रेरणाले 
सङ्गठनको प्रभावकारितामा सकारात्मक प्रभाव पार्ने कुरा प्रट्याएको 
छ । उत्प्रेरित जनशक्ति अनतु्प्रेरित जनशक्तिको तलुनामा बढी प्रतिफल 
दिन सफल भएको उनको अध्ययनको निष्कर्षले दखेाएको छ ।
जमिरलगायतको समहू (२०१४) द्वारा पाकिस्तानको पेयपदार्थ उत्पादन 
गर्ने उद्योगमा गरिएको एक अध्ययनले कार्य उत्प्रेरणा अभिवदृ्धिका 
लागि मलूतः अब्राहम मास्लोको आवश्यकताको सोपानसम्बन्धी 
सिद्धान्त, हर्जवर्गको दईु-कारक सिद्धान्त र एल्डरको सङ्गठनात्मक 
कार्यदक्षताको सिद्धान्त अवलम्बन गर्न प्रभावकारी हुने दखेाएको छ ।
ननू साफिनी लगायत समहू (२०१५) ले गरेको उत्प्रेरणा सम्बद्ध 
अनसुन्धानको नतिजाअनसुार जनशक्तिको कार्य उत्प्रेरणा मलूतः 
उसको कार्य सन्तुष्टिबाट निर्धारित हुने कुरा प्रष्ट पार्दै जब जनशक्ति 
आन्तरिक रूपमा आफूलार्इ निर्दिष्ट पदीय जिम्मेवारी, सङ्गठन र 
सङ्गठनात्मक वातावरणप्रति  सन्तुष्ट हुन्छन ्तब  मात्रै सङ्गठनात्मक 
प्रभावकारितामा सकारात्मक प्रभाव  पर्ने कुरा औलँ्याइएको छ । 
रावल लगायतको समहू (२०१४) ले सगंठनमा कार्यरत जनशक्तिको 
कार्य उत्प्रेरणामा संगठनको सरंचनाको  उच्च प्रभाव पर्ने र  यसबाट 
जनशक्तिको  मनोबल र उत्पादकत्त्वसमेतमा बढोत्तरी हुने निष्कर्ष 
निकालेको    छ । 
पाण्डेय (२०७२) को शोध अध्ययनको नतिजाअनसुार जनशक्तिको 
कार्यसम्पादन क्षमता र उसको व्यक्तिगत आवश्यकताबीचको 
सहसम्बन्ध सकारात्मक रहने निष्कर्ष रहकेो छ । सो अध्ययनअनसुार 
जनशक्तिको आवश्यकता परूा भएको अवस्थामा उसको कार्यसम्पादन 
क्षमतामा वदृ्धि हुने  र उसमा अन्तरनिहित क्षमताको महत्तम उपयोग 
गर्नको लागि उसका आवश्यकता परूा गरी सन्तुष्टिको मात्रा बढाउनपुर्ने 
दखेिन्छ ।
उक्त अध्ययनहरूको आधारमा उत्प्रेरणाका उपकरणहरू सङ्गठनात्मक 
उत्पादकत्त्व बढाउनका लागि अनिवार्य शर्तको रूपमा रहने दखेिन्छ । 
उत्प्रेरणाका विविध पक्षहरूको अपरिहार्यता कार्य उत्प्रेरणाको अभिन्न 
हिस्सा हुनकुा साथै सङ्गठनात्मक स्रोतहरूको कुशल व्यवस्थापनका 
लागि समते आवश्यक हुन्छन । कामदारहरूमा उनीहरूको सेवाप्रतिको 
विश्वासलाई असर गर्ने कारक तत्त्वहरू, जनशक्तिको मनोवतृ्ति, 
सङ्गठनात्मक प्रतिबद्धता र कार्यस्थलमा उसबाट प्रदर्शित व्यवहार एवं 
सङ्गठनात्मक उन्नयनमा जनशक्तिको प्रभावको बारेमा थपु्रै 
अध्ययनहरू भएका छन ्। नेपालको सार्वजनिक क्षेत्रका कर्मचारीहरूको 
व्यक्तिगत कार्यक्षमता प्रखर भएको तर संस्थागत नतिजा कमजोर रहकेो 
निष्कर्ष पाण्डेय (२०१५)  को शोध अध्ययनले प्रस्ट्याएको छ ।
२. 	न पालको सार्वजनिक प्रशासनमा कर्मचारी उत्प्रेरणा र सेवा 

प्रवाह
	न पालको सार्वजनिक प्रशासनमा कार्य उत्प्रेरणाका लागि भएका 

विद्यमान प्रयास तथा सेवाप्रवाहको अवस्थालाई निम्नानसुार 
प्रस्तुत गर्न सकिन्छ ।

२.१ कर्मचारी उत्प्रेरणासगँ सम्बद्ध प्रावधान
	 कर्मचारी उत्प्रेरणाका सम्बन्धमा सरकारी सेवासम्बद्ध विभिन्न 

काननुहरूमा  भएको व्यवस्था निम्नानसुार छः
१) 	 सेवाको सरुक्षाको सनुिश्चितता छ ।
२) 	 बढुवाको अवसर उपलब्ध छ (खलुा प्रतियोगिता, छड्के 

प्रवेश, आन्तरिक प्रतियोगिता, अन्तरसेवा प्रतियोगिता, 
कार्यक्षमताको मलू्यांकनको अधारमा बढुवा, जषे्ठता र 
कार्यसम्पादनको अधारमा बढुवा)

३) 	 तलब, भत्ता र वार्षिक बढोत्तरी (ग्रेड) को सनुिश्चितता  
छ ।

४) 	 सरुवाको प्रावधान छ ।
५) 	 कर्मचारीको सामाजिक व्यवहार मिलाउने, स्वास्थ्योपचार, 

पारिवारिक व्यवस्थापन, व्यक्तित्त्व विकास गर्नेजस्ता 
विभिन्न प्रयोजनहरूका लागि विभिन्न प्रकारका विदाहरूको 
सहुलियत छ ।

६) 	 समान कसरुको लागि समान सजाय र उत्कृष्ट  काम गर्ने 
जनशक्तिको लागि विभिन्न प्रकारको परुस्कारको व्यवस्था 
गरिएको छ ।

७) 	 शकै्षिक वतृ्ति, सन्तति वतृ्ति, असक्त वतृ्ति, औषधोपचार, 
अस्पताल, उपदान, निवतृ्तिभरण, सञ्चयकोष, बीमा 
आदिको प्रावधान छ ।

८) 	क्षम ता विकासका विभिन्न अवसरहररू उपलब्ध छन ्।
९) 	 योग्यताका आधारमा नियकु्ति हुन पाउने प्रावधान छ ।
१०)	कर्मचारी ट्रेड यनुियनको प्रावधान तथा सामहूिक 

सौदाबाजीको प्रावधान छ ।
११)	सरकारी जागिरलाई सामाजिक प्रतिष्ठाको रूपमा  

हरेिन्छ ।
२.२ उत्प्रेरणाका कमजोर पक्ष
	न पालको सार्वजनिक सेवामा कर्मचारी उत्प्रेरणलार्इ प्रभावित 

पार्ने, केही कमजोर पक्षहरू दहेायअनसुार रहकेा छन ्:-
१)	 तलब सवुिधा अपर्याप्त
२)	 बढुवा पद्धतिमा अस्थिरता
३)	 “A right person in the right place in the right 

time to do a right job” को अवधारणा परू्णतः लाग ुगर्न 
नसकिएको ।

४)	 कार्यविवरणको व्यवस्था औपचारिकता परूा गर्ने खालको 
रहकेो ।

५)	विभि न्न सेवा/समहूहरूमा सेवा सवुिधाको अवस्था 
असमान छ ।
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६)	भर्ना , छनोट र नियकु्ति योग्यता प्रणालीमा अधारित रहकेो छ 
तर सरुवा, वतृ्ति विकासका अवसरहरूको वितरण, परुस्कार, 
विभषुण  जस्ता कुरामा चाकरी चाप्लुसी र चकु्लीको 
ससं्कृति  हावी छ । यसैगरी समान कसरुको लागि समान 
सजाय हुने कुराप्रति कर्मचारीवर्ग विश्वस्त रहन सक्ने 
सनुिश्चितताको अभाव छ । 

७)	 कार्यसम्पादन मलू्याङ्कनको उपयोग बढुवा प्रयोजनमा 
मात्र सीमित रहकेो र कार्य सम्पादन मलू्याङ्कन वस्तुनिष्ठ 
हुन नसकेको कारण परू्णरूपमा पारदर्शी हुन नसकेको ।

८)	 सामाजिक सेवाप्रतिको नागरिक विश्वास घट्दो अवस्थामा 
रहकेो छ ।

९)	प्र शासनिक नेततृ्त्व राजनीतिक लगायत बाह्य हस्तक्षेपबाट 
मकु्त हुन सकेको छैन । 

१०)	सहभागितामलूक व्यवस्थापनको अभाव छ ।
११)	कार्यजिम्मेवारी स्पष्ट नहुने गरेको ।
१२)	राजनैतिक क्षेत्र र कर्मचारीतन्त्रकोबिचमा परस्परमा 

दोषारोपण  गर्ने प्रवतृ्ति  हावी छ ।
१३)	कार्य वातावरण जनशक्तिमतै्री हुन नसकेको ।

२.३ सेवा प्रवाह सम्बद्ध प्रावधान
	न पालको सार्वजनिक सेवा प्रवाहसँग सम्बन्धित प्रावधानहरू 

दहेायअनसुार रहकेा छन ्:-
१) 	न पालको सवंिधान 
२)	 निजामती सेवा ऐन, २०४९ र नियममावली २०५०
३) 	 भ्रष्टाचार निवारण ऐन, २०५९ 
४) 	 सशुासन ऐन, २०६४ र नियमावली, २०६५
५) 	 सचूनाको हकसम्बन्धी ऐन, २०६४ र नियमावली, २०६५
६) 	न पाल सरकारको कार्यविभाजन नियमावली
७)	 स्थानीय सरकार संचालन ऐन, २०७४
८) 	 सार्वजनिक संस्थान, समिति र प्रतिष्ठान सम्बन्धी काननुहरू
९) 	 आवधिक योजना, वार्षिक कार्यक्रम तथा बजटे र विभिन्न 

तहका सरकारहरूका निर्णयहरू
१०)	राजनीतिक दलका घोषणापत्रहरू र प्रतिवद्धतापत्रहरू
११) 	अन्तर्राष्ट्रिय प्रतिवद्धताहरू
१२) 	विभिन्न ससं्थागत व्यवस्थाहरू
१३) 	उपभोक्ताको हकहित सरंक्षण एने, 

२.४ सेवा प्रवाहका कमजोर पक्षहरू
१) 	न ीति अस्पष्टता/नीतिगत अस्थिरता 
२) 	 सेवा प्रवाहको प्रकृया लामो र जटिल 
३) 	 सेवाको पहुचँमा असमानता
४) 	 सेवाको गणुस्तर कमजोर र जनताका अपेक्षाहरूको न्यून 

सम्बोधन 

५) 	 भ्रष्टाचार नारामा मात्र सीमित, व्यवहारमा चल्तीमा रहकेो
६) 	 राजनीतिक प्रतिवद्धताको  कार्यान्वयन पक्ष कमजोर 
७) 	 साधनस्रेातहरूको दरुूपयोग/कम सदपुयोग
८) 	 सेवामखुी ससं्कारको कमी
९)	 Value for many को अवधारणा परू्ण रूपमा लाग ू हुन 

नसकेको अवस्था
१०)	 सेवाग्राहीको सन्तुष्टिको स्तर न्यून
११)	 न्यून जवाफदहेिता
१२)	आम नागरिकहरूका नागरिक अधिकारको बोधको अभाव
१३)	 निजीक्षेत्र परिचालन र सामाजिक दायित्व वहनको प्रवतृ्ति 

कमजोर रहनु
१४)	सामाजिक सरुक्षाको व्यवस्था अपेक्षित रूपमा न्यून
१५)	नागरिक समाजको सक्रियतामा कमी
१६)	नीतिगत समन्वयको अभाव
१५)	फि तलो प्रतिस्पर्धा र केन्द्रिकृत मानसिकता
१६)	कमजोर अनगुमन र दण्डहीनताको अवस्था
१७)	पारदर्शिता, जवाफदहेिता र प्रतिस्पर्धामा कमी
१८)	 'जनताको सेवक' भन्दा पनि 'शासकीय मानसिकता' 

कर्मचारीहरूमा हावी
१९)	परिवर्तन विरोधी संस्कारको बाहुल्यता 
२०)	राजनीतिक क्षेत्रले प्रशासकको भमूिका र कर्मचारीले 

राजनीतिकर्मीको भमूिकामा हस्तक्षेप गर्ने प्रवतृ्ति
३. 	 कर्मचारीको उत्प्रेरणा अभिवदृ्धि र सेवाप्रवाहमा जनसन्तुष्टि 

बढाउने उपायहरू
	म ानव संशाधन व्यवस्थापन आधारभतू कार्यहरूमध्ये 

कर्मचारीलार्इ कार्यप्रति उत्प्रेरित गर्ने कार्य अत्यन्त महत्वपरू्ण र 
सम्वेदनशील छ । उत्प्रेरणा बढाउने विभिन्न उपायहरूमध्ये 
मौद्रिक तथा गरैमौद्रिक दवैु तत्त्वको त्यतिकै महत्त्व रहन्छ । 
स्यामअुल मन्साराम पियर्स र समहू (२०१९) को अध्ययनको 
निष्कर्षमा वित्तीय प्रोत्साहन प्रणालीप्रतिको विश्वसनीयता गरै-
वित्तीय प्रोत्साहन प्रणालीको भन्दा बढी भएको दखेिएको छ । तर, 
मलुकुको आर थ्िक क्षमता एवं सामाजिक सरुक्षाका आधारमा 
दिइदँ ैआएको आर थ्िक सवुिधाका आधारमा यसको तलुना गर्नु 
बढी व्यवहारिक हुने दखेिन्छ  । यसर्थ, कर्मचारीहरूलाई उत्प्रेरित 
बनाउन मौद्रिक तथा गरैमौद्रिक तत्त्वहरूको प्रयोगद्वारा 
सेवाप्रवाहमा गणुस्तरीयता कायम गर्न दहेायका उपायहरू 
अवलम्बन गर्न अवश्यक दखेिन्छ ।

 ३.१ मौद्रिक उपाय र सेवाप्रवाह
	 कर्मचारीमा उत्प्रेरणा जगाउने प्रयोजनका लागि मौद्रिक 

उपायअन्तर्गत दहेायका उपाय अवलम्बन गर्न सकिन्छः
१) 	प्रत्ये क वर्ष मलू्य वदृ्धिको आधारमा स्वतः तलब बढ्ने 

प्रणालीलाई अवलम्बन गर्न आवश्यक दखेिन्छ । यसबाट 
कर्मचारीहरूले कमजोर आम्दानीको कारण अन्यत्र भौतँारिन 
नपर्ने र भ्रष्टाचार घटाउनमा समते उपयोगी हुन जानेछ । यसबाट 
कर्मचारीले प्रदान गर्ने सेवामा समते बढोत्तरी हुनेछ ।
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२) 	 सार्वजनिक क्षेत्रका कर्मचारीलाई प्रत्येक वर्ष एक महिना 
बराबरको चाडबाड खर्च दिन विद्यमान काननुी व्यवस्थामा 
समसामायिक सधुार आवश्यक छ । कर्मचारीले सामान्य 
ढङ्गबाट चाडबाड मान्न पगु्ने गरी यो खर्च उपलब्ध गराउँदा 
कर्मचारीको मनोबल उच्च भई सेवाप्रति थप जिम्मेवार बन्नतर्फ  
सघाउने अपेक्षा गर्न सकिन्छ  । 

३) 	 सरकारी सेवाहरूमा दण्ड र परुस्कार प्रणाली वस्तुनिष्ठ नहुदँा 
पाउन ु पर्नेले परुस्कार नपाएको र नपाउन ु पर्नेले परुस्कार पाउने 
गरेको भनी कर्मचारीहरूको  सध ै गनुासो रहकेो दखेिन्छ । 
उत्प्रेरणाको लागि दण्ड र परुस्कार महत्त्वपरू्ण औजार हुदँाहुदँ ैपनि 
नेपालको विद्यमान अभ्यासले कर्मचारीको मनोबल बढाउने 
भन्दा पनि गिराउने गरेको दखेिन्छ । 

४) 	 सार्वजनिक क्षेत्रका कर्मचारीहरूको लागि ल्याइएको बीमाको 
प्रावधानले पनि कर्मचारीको मनोबल अपेक्षित मात्रामा बढेको 
दखेिदनै । एकातिर तलब अप्रर्याप्त रहकेो अवस्थामा सामाजिक 
सरुक्षाको रूपमा आएको यो बीमाले सामाजिक सरुक्षाको सानो 
हिस्साको मात्र सम्बोधन हुने गरेको सन्दर्भमा यसप्रति कर्मचारीवर्ग 
खासै उत्साहित दखेिदँनै। यसलाई उत्प्रेरणाको औजारको रूपमा 
विकास गरी सेवाप्रवाहप्रति कर्मचारीलाई थप जिम्मेवार बनाउन ु
अवश्यक छ । 

३.२ गैरमौद्रिक उपाय र सेवाप्रवाह
१) 	 कर्मचारीहरूमा उत्प्रेरणा बढाउनको लागि म्रौदिक तत्त्व झै ँ

गरैमौद्रिक तत्त्वको पनि त्यत्तिकै भमूिका रहन्छ । 
२) 	 निर्णयमा सहभागिताले  नयाँ विचारहरू विकास गर्न र जटिल 

समस्याहरू समाधान गर्नमा मद्दत पुर्‍याउँछ । निर्णयमा 
सहभागितालाई कर्मचारीको उत्प्रेरणाको एक महत्त्वपरू्ण 
औजारको रूपमा लिन सकिन्छ । निर्णय प्रक्रियामा कर्मचारीको 
अर्थपरू्ण सहभागितावाट उनीहरूको मनोबल बढ्न गई 
सेवाप्रवाहमा सधुार हुने अपेक्षा गर्न सकिन्छ ।

३) 	वि द्यमान दण्ड र परुस्कार प्रणालीको कार्यान्वयन पक्षलाई 
प्रभावकारी तलु्याई कार्यसम्पादनसँग जोडेर सेवाप्रवाहप्रति थप 
जिम्मेवार बनाउनपुर्ने दखेिन्छ ।

४) 	 कर्मचारी सरुवा नियमित प्रणालीअन्तर्गत पर्दछ । तथापि यो 
प्रणालीलाई प्रभावकारी बनाउन नसकेको खण्डमा 
कार्यसम्पादनमा सधुार आउन सक्दैन र सेवाप्रवाह जनमत्री बन्न 
सक्दैन । यही कुरालाई मध्येनजर गर्दै नेपालको निजामती 
कर्मचारीहरूको सरुवाको प्रावधानलाई व्यवस्थित गर्ने प्रयास 
भएको भए तापनि सरुवा सबैभन्दा विवादित विषय हुने गरेको  
छ । कर्मचारीको क्षमता र सगंठनको आवश्यकताको आधारमा 
सरुवा गर्ने प्रावधान राखिएमा कर्मचारीको मनोबल राखी 
सार्वजनिक सेवाप्रवाहमा सधुार ल्याउन सहयोग पगु्ने दखेिन्छ ।

५) 	 सार्वजनिक सेवाहरूमा वतृ्ति विकास अनमुानयोग्य नभएकोले यो 
प्रणालीमा सधुार गर्नु आवश्यक छ ।

६)	 रोजगार सरुक्षा, अधिकार प्रत्यायोजन, प्रतिस्पर्धात्मक 
वातावरणजस्ता पक्षमा पनि पर्याप्त ध्यान दिन ुआवश्यक छ ।

४.  उपसहंार
	 कर्मचारीलाई मौद्रिक तथा गरैमौद्रिक तत्त्वहरूको माध्यमद्वारा 

प्रोत्साहित गर्न सकिन्छ । सेवा प्रवाहको प्रभावकारिता विभिन्न 
तत्त्वहरूमा भर पर्दछ । यी विविध तत्त्वहरूको प्रभावकारी 
कार्यान्वयनबाट कर्मचारीलाई कार्यप्रति उत्प्रेरित गरार्इ 
कार्यसम्पादनमा सधुार गर्न सकिन्छ । त्यसो गर्न सकिएको 
खण्डमा सेवाप्रवाह  जनअपेक्षा अनरुूप हुने र परिणामतः 
सरकारप्रतिको जनविश्वासमा वदृ्धि हुन्छ । कामप्रति सन्तुष्ट 
कर्मचारीको कार्यसम्पादनबाट संगठन र कर्मचारी दवैुलाई लाभ 
प्राप्त हुन्छ । कर्मचारीको  कार्य सन्तुष्टिको अवस्थालार्इ उसले 
सम्पादन गर्ने कामको प्रभावकारिताले प्रष्ट पार्दछ । उच्चस्तरको 
कार्यसम्पादनले कर्मचारी सन्तुष्ट रहकेो सङ्केत गर्दछ । यस 
अवस्थामा कर्मचारीले सामान्यतया आफ्नो कामलाई बढी मन 
पराउँछ  र ऊ आफ्नो पदीय जिम्मेवारीप्रति बढी जिम्मेवारीको 
भावना महशसु गर्दछ ।

	 परिणामतः कार्य उत्प्रेरणाले कर्मचारीको समग्र कार्यसम्पादनमाथि 
सकारात्मक प्रभाव पार्ने भएकोले संगठनले जहिलेसकैु पनि 
कर्मचारीलाई कार्यप्रति उत्प्रेरित बनाउन सक्नु पर्दछ ।  उच्च कार्य 
उत्प्रेरणायकु्त कर्मचारीबाट सेवा प्रवाहमा गणुस्तरीयता कायम भई 
सेवाग्राहीको असन्तुष्टिलाई न्यून गर्न सकिन्छ ।
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For decades, Nepal’s civil aviation has established itself as 
one of the vital sectors for the nation’s economic survival 
and tourism aspirations. Even though it is shadowed by 
grim safety concerns and systemic regulatory inertia, the 
sector has been able to prove its importance to national 
pride and international standing. As we move through 2025, 
Nepal’s aviation industry has reached a definitive historical 
crossroads.

With two new international airports struggling for relevance, 
a persistent European Union (EU) ban on Nepali carriers since 
2013, and a legislative battle to split a decades-old conflict 
of interest within its regulatory body, Nepal is continuously 
struggling to prove it can evolve from a high-risk mountain 
flight destination into a credible regional aviation player 
and strengthen its presence as a strong economic pillar of 
national prosperity.

A Decade of Struggle: The EU Safety List

It has been over 12 years since the European Union placed all 
Nepali airlines on its "Air Safety List," effectively banning 
them from flying into European airspace. This not only stops 
Nepal-registered airlines from flying to EU destinations; it 
serves as a global "red flag," driving up insurance premiums 
for domestic carriers and deterring high-value Western 
tourists from using local flights. This situation has negatively 
impacted the number of high-value tourists, who are more 
aware of such issues and wish to avoid regulatory restrictions.

The latest ICAO USOAP Audit highlights that Nepal’s 
"Effective Implementation" (EI) score has improved to over 
70 per cent (above the global average), and with this the Nepali 
aviation safety regulator claims that Nepal should be lifted 
from the EU safety list. But unfortunately, the EU remains 
silent on Nepal’s claim. There is no explicit statement about 
the reason for the EU’s silence; rather, the EU continuously 
focuses on the "quality" of oversight and reiterates the 
need for the separation of service provider and regulator 
to be fulfilled. Recent air crashes, including the tragic Yeti 
Airlines 691 in 2023 and the Saurya Airlines crash in July 
2024, have reset the clock on trust. Each accident reveals 
recurring themes: inadequate crew training and ineffective 
crew pairing, Controlled Flight into Terrain (CFIT), and a 
culture that often prioritises commercial objectives over 
safety standards.

Battle to Split Dual Function from CAAN

According to the EU and Asian Development Bank (ADB), 
the most significant hurdle remains the structural "double-

Is Nepal’s Civil Aviation at a Crossroads?

Buddhi Sagar Lamichhane*

* Life Member NATCA

hatting" of the Civil Aviation Authority of Nepal (CAAN). 
Since its inception, the CAAN has functioned as both the 
regulator of aviation safety and the air navigation service 
provider, as well as airport developer and operator within 
Nepal. This all-rounder role has long been flagged by the 
International Civil Aviation Organization (ICAO) and the 
European Union (EU) as a fundamental conflict of interest in 
Nepal’s civil aviation system.

"You cannot be the referee and a player in the same match," 
has been the consistent refrain from international safety 
auditors, especially from the EU.

In 2025, two landmark bills, the Nepal Civil Aviation 
Authority Bill and the Nepal Air Services Authority Bill, 
were reintroduced in the House of Representatives. These 
bills aim to split the CAAN into two distinct entities: one 
focused solely on safety oversight and the other on air 
navigation service and airport development/management. 
While the bills were moving through the parliamentary 
process, political manoeuvring has historically stalled the 
reform process. As a general understanding, it can be assumed 
that until this separation is finalised, global regulators like 
the European Commission remain sceptical of Nepal’s safety 
oversight capability.

The Dilemma and Debate on New International Airports 
Operation

Nepal’s strategy to decentralise air traffic away from 
the congested Tribhuvan International Airport (TIA) in 
Kathmandu led to the construction of two multi-million-
dollar projects: Gautam Buddha International Airport (GBIA) 
in Bhairahawa, the birthplace of Lord Buddha; and Pokhara 
Regional International Airport (PRIA) in Pokhara, the 
tourism capital of Nepal. While initiating the development of 
these airports there were huge expectations from the tourism 
sector, but as of late 2025, both airports remain critically 
underutilised, earning criticism under various labels.

Publicly it is not clear why these airports are unable to attract 
airlines. According to publicly revealed information, some of 
the issues faced by these airports are as follows:

Geopolitical issues: The GBIA is located close to the Nepal-
India border. Indian authorities, citing technical and security 
concerns, have been hesitant to grant the necessary high-
altitude entry routes which would benefit these airports, 
forcing international flights to take longer, more expensive 
routes through the Simara corridor.
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Operational Hurdles: Despite state-of-the-art terminals and 
other associated facilities, the GBIA often suffers from dense 
fog reducing visibility significantly during winter, and the 
PRIA faces payload restrictions due to its proximity to high 
mountains, limiting the profitability of narrow-body jets like 
the Airbus A320. Similarly, some safety issues also need to 
be resolved.

The Government of Nepal and the CAAN have recently 
introduced aggressive incentive packages to lure airlines 
to these airports. The package includes waiving navigation 
and airport fees, including ground handling fees. Some 
international airlines like Jazeera Airways, Thai AirAsia 
and Flydubai tried to operate from these airports but did 
not sustain commercially. While these are starting to show 
results, the long-term sustainability of these airports depends 
on diplomatic breakthroughs regarding air routes, the 
development of local tourism infrastructure, and additional 
incentives for airlines and even passengers.

Human Factor, Safety Trends and Accountability:

Nepal’s terrain is considered one of the most challenging in 
the world. Similarly, the weather is also unpredictable and 
challenging due to its high-altitude geographical location 
and structure. The Aviation Safety Report 2024 published 
by the CAAN highlights that Controlled Flight into Terrain 
(CFIT) remains the leading cause of accidents, and weather 
is also among the causes. Geography and weather can never 
be accepted as a defence for the repeated number of similar 
accidents, so these issues shall be addressed at a technical, 
policy and procedural level in harmony with international 
standards.

Among many factors, the human element is one of the most 
important and sensitive in the aviation system. In recent 
years, human error remains a pivotal factor in 70 - 80 per 
cent of all aviation accidents. Industry leaders are focusing 
on addressing the human factor issue to reduce the trend of 
air accidents and enhance a just culture within the industry.

Organisational Factor for the Sustainability of the 
Industry:

In aviation, Organisational Factors are the strategic decisions, 
cultures, and structures at the management level that create the 
environment conducive to safety or failure. In Nepal’s case, 
the organisations include the Tourism Ministry, the regulator/
air navigation service provider/airport operator (CAAN), 
airline companies, and the Aviation Academy. In recent 
times, it has been agreed that organisational factors have a 
greater influence on aviation safety and overall organisational 
well-being. While a pilot might make a mistake (the "active 
failure") which may be their final mistake, the organisational 
factors are the "latent conditions" which lie dormant in the 
system for years before an accident occurs and may repeat in 
different forms.

There are many hidden issues which are directly and 
indirectly related to the organisational factor. Therefore, 
it shall be considered one of the most critical factors for 
sustainable aviation and addressed humbly and honestly. In a 
country like Nepal, political leadership has a greater influence 

on the development of policy and procedure as well as on 
government function. Nepal’s civil aviation sector is also 
heavily influenced by politics, which needs to be rectified as 
early as possible for the greater benefit of the public and the 
aviation industry.

Conclusion:

there is no doubt that Nepal’s aviation sector is at a 
crossroads and in a dilemma at present. It seems there are 
two specific schools of thought regarding the way forward. 
One leads back to the status quo—a cycle of internal conflict, 
international underrating, and portraying Nepal’s aviation 
as unsafe and unreliable, followed by temporary public 
outcry and stalled reforms. The other way leads towards a 
modernised, transparent, and internationally accepted and 
respected aviation sector. The choice is ours.

To bring the Nepali aviation sector back onto the right track, 
the following steps shall be taken:

1.	 Separation of CAAN’s Dual Function: Implement the 
separation of the regulator and service provider functions 
of the CAAN without further delay. The function, role 
and responsibility, operational modality including 
organisational structure of these institutions may be 
discussed with experts and relevant stakeholders to reach 
a practical conclusion, but this should be carried out 
perfectly and effectively.

2.	 Invest in Human Resources and Technology: For the 
sustainability of aviation in Nepal, concerned aviation 
agencies should prioritise the development of expert and 
honest human resources and adopt recent technology 
on a priority basis. For the safety and sustainability of 
the industry, the installation of advanced systems for 
weather monitoring, landing support, and aeronautical 
communication based on ground and satellite equipment 
is highly relevant.

3.	 Strengthening Aviation Organisations:  Merely 
establishing aviation organisations is not enough for 
aviation development. The government should develop 
and execute a policy for the effective strengthening of 
the organisations legally, technically, financially and 
fundamentally.

4.	 Diplomatic Coordination and Lobbying:  It requires 
high-level engagement of "aviation diplomacy" with 
India to secure additional air entry points besides 
Simara. Without additional air entry points, no other new 
international airports would be commercially viable. Not 
only with India, there are many more issues which require 
high-level diplomatic engagement.

Our sky is one of our great natural assets. It is the bridge 
to the world for a landlocked nation like Nepal. But until 
the foundation of its civil aviation is rebuilt on the pillars of 
independent, effective oversight and operational efficiency, 
that bridge will remain unjustified.

Let’s join hands for national economic development and 
prosperity through a safe, secure, reliable and efficient civil 
aviation system.

***
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नेपालको करिब दईुतिहाइ क्षेत्रफलकाे भौगोलिक अवस्था जटिल 
रहको छ । तराईको भभूाग यातायातको दृष्टिकोणबाट सहज 
देखिएता पनि पहाड तथा हिमाली क्षेत्रमा यातायातको पहुँच त्यति 
सहज छैन साथै उक्त क्षेत्रमा जनघनत्व कम छ र आर्थिक 
अवस्थासमेत कमजोर भएकाले छ । यी क्षेत्रहरूमा सवुिधायकु्त 
यातायातका सवुिधाहरू तथा पूर्वाधारहरू निर्माण गर्न व्यावसायिक 
हिसाबले औचित्य पषु्टि गर्न सकिदैन। तसर्थ यस्ता क्षेत्रहरूमा 
राज्यको उपस्थिति जनाउन र दूरदराजका जनतालाइ राज्यको 
दायित्व निर्वाह गरी उपलब्ध गराउन सकिने सिमित यातायातका 
विकल्पहरूमध्ये हवाईयातायात मात्र उपयकु्त विकल्प हनु  
सक्छ । हवाइ पूर्वाधार निर्माणबाट दूरदराजको मानिसहरूले 
सेवा प्राप्त गर्ने मात्र होइन पर्यटन विकास र राष्ट्रको समग्र 
विकासको ढोका समेत खाेलिने भएकोले हवाइ यातायातलाई नै 
विकासको मेरुदण्डको रूपमा लिन सकिन्छ।

विभिन्न दरु्गम पहाडी तथा हिमाली क्षेत्रमा अवस्थित विमानस्थलहरू 
विगतमा साना खालका DHC-6 Twin Otter) का विमानहरूका 
लागि डिजाइन गरिेएको भएतापनि हाल नेपालका विमान 
कम्पनिहरूसँग उक्त प्रकारका जहाजको सँख्या न्यून रहकाले 
उक्त विमानस्थलहरू सोचेअनरुूप सञ्चालनमा आउन सकेका 
छैनन ्।

हवाइयातायात सेवाको सञ्चालन सरुक्षित, नियमित स्तरीय र 
प्रभावकारी बनाउन नेपाल नागरिक p•og प्राधिकरणको स्थापना 
गरिएको हो । प्राधिकरण स्थापनाको २७ वर्ष व्यतीत भइसके 
तापनि सोचे अनरुूप यसका सेवाहरू सरुक्षित, नियमित स्तरीय र 
प्रभावकारी बनाउन सकिएको छैन ।

नेपालमा ३ वटा अन्तर्राष्ट्रिय विमानस्थलसहित कुल ५५ वटा 
विमानस्थलहरू रहका छन ् र उक्त विमानस्थलहरूमध्ये हाल 
सञ्चालनमा रहका विमानस्थलको सङ्ख्या ३४ भने सञ्चालनमा 
नरहका विभिन्न विमानस्थलहरूको सङ्ख्या २१ रहको छ, 
बिमानस्थलहरू निर्माणाधीन २ वटा रहका छन । 

विमानस्थलहरूको सङ्ख्या धेरै भए तापनि सबै विमानस्थलहरू 
प्रभावकारी रूपमा सञ्चालनमा आउन नसक्नु तथा ठूलो सङ्ख्यामा 
विमानस्थलहरू सञ्चालनमा नरहनलेु पनि प्रभावकारी हवाइयातायात 
सेवाको सञ्चालनमा अब के गर्ने भन्ने सम्बन्धमा टट्कारो प्रश्न 
उब्जाएको देखिन्छ ।

तसर्थ प्रभावकारी हवाई यातायात सेवाको सञ्चालनका लागि 

विमानस्थल पूर्वाधार विकासकाे  विद्यमान 
अवस्था र सभंावना

हरि अधिकारी *

योजनाबद्ध विकास र समग्र नागरिक p•og प्रणालीको निश्चित 
खाका तयार गरी चरणबद्ध रूपमा विस्तार गर्दै लानपुर्ने देखिन्छ। 
हवाई यातायात पूर्वाधारको विकासका लागि निम्नानसुारका 
विभिन्न चरणका गरुुयोजनाहरू क्रमश: तयार गरी तहगत रूपमा 
कार्यान्वयनमा ल्याउन सकेमा समग्र नागरिक p•og क्षेत्रको 
स्तरोन्नति गर्न सकिन्छ।

 
रा��य यातायात 

पूवार्धार गुरुयोजना 

रा��य नाग�रक 

उड्डयन गुरुयोजना 
रा��य �बमानस्थल 

पुवार्धार गुरुयोजना  
�वमानस्थल 

गुरुयोजना 

१.	र ाष्ट्रिय यातायात पूर्वाधार गरुुयोजना१.	र ाष्ट्रिय यातायात पूर्वाधार गरुुयोजना

	 यातायातका विभिन्न विकल्पहरूमध्ये हवाइयातायात एउटा 
विकल्प हो । कुनै पनि देशको यातायातको सन्जाल र 
त्यसको सवुिधाहरू त्यहाँको आवश्यकता र औचित्यका 
आधारमा निर्धारण गरिन्छन । यातायात सवुिधाका विविध 
बिकल्पहरू जस्तै सडकमार्ग, रेलमार्ग, जलमार्ग, विमानस्थल 
तथा केवलकार जस्ता सेवाहरूको पहिचान गरी समग्र 
देशभरिको जनसङ्ख्याको वितरण, भौगोलिक अवस्थिति, 
आर्थिक तथा सामाजिक आवश्यकता, पर्यटकीय सम्भावना, 
दरु्गम देशसम्मको पहुँच जस्ता विषयहरूमा गहिरो विश्लेषण 
गरी सबैभन्दा उपयकु्त यातायातको विकल्प कुन हनु्छ 
सोको मूल्यांकन गरी कुनै एक, दईु वा सोभन्दा बढी 
प्राथमिकताका आधारमा राज्यको यातायात पूर्वाधार विकास 
गरुुयोजना तयार गर्नुपर्ने देखिन्छ । राष्ट्रिय यातायात 
पूर्वाधार गरुुयोजना निर्माण प्राधिकरण एक्लैको विषय 
नभएकोले बिभिन्न सरोकारवाला निकाय जस्तै प्राधिकरण, 
सडक विभाग, रेल्वे विभाग र अन्य सरकारी निकायहरू 
सम्मिलित एउटा राष्ट्रिय यातायात पूर्वाधार बिकास समिति 
वा अन्य उपयकु्त निकाय स्थापना गरी २० वर्षे राष्ट्रिय 
यातायात पूर्वाधार बिकास गरुुयोजना लाग ुगरी कार्यान्वयनमा 
जान जरुरी देखिन्छ जसबाट योजनाहरूको आवश्यकता 
पहिचान, लाभलागत विश्लेषण, त्यसको छनोट गरी कुन 
विकल्प उपयकु्त हो र कुन विकल्प प्रयोग गर्दा राज्यले 
सबैभन्दा बढी प्रतिफल प्राप्त गर्न सक्छ सोको आधारमा 
योजनाहरू छनोट हनेु र त्यसैको आधारमा लगानी पनि हनेु 
हुँदा लगानीको प्रतिफलसमेत सनुिश्चित गर्न सकिन्छ । 
यसबाट हचवुाको भरमा आयोजना छनौट हनेु, टुक्रे  

* निर्देशक, ने.ना.उ.प्रा.
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आयोजनामा बजेट छर्ने, आश्यकता नभएको वा कम 
अावश्यक भएको ठाउँमा बजेट पर्ने, बास्तबिक आवश्यकता 
भएको ठाउँमा बजेट नै नपर्ने बिषयको निराकरण हनु्छ । 

	 नेपालको यातायातको क्षेत्रमा नितिगत तथा कार्यान्बयन 
तहमा काम गर्ने एउटा भैतिक परु्वाधार तथा यातायात 
मत्रालय जसले सडक यातायातमा मात्र केन्द्रित र अर्कौ 
हवाई यातायातको बिषयमा नागरिक p•og मत्रालय 
भएकाले दबैु मत्रालयलाई एउटा मन्त्रालय जस्तै यातायात 
मन्त्रालय नामाकरण गरि सोहि मार्फ त कार्य गर्दा ऊत्त 
मन्त्रालय यातायातको बिषयमा मात्र केन्द्रित हनेु भएकाले 
सबै यातायातका परु्वाधारहरूको निति वनाउने र कार्यान्वयन 
गर्न सहज हनु्छ । यस्तो किसिमबाट यातायात पूर्वाधारको 
निर्माण गर्न सकिएमा समग्र राष्ट्रको यातायात क्षेत्रको 
रणनीितक विकासमा महत्वपूर्ण भमूिका निर्वाह गर्न  
सकिन्छ ।

२	र ाष्ट्रिय नागरिक २	र ाष्ट्रिय नागरिक p•og गरुुयोजनागरुुयोजना

	र ाष्ट्रिय नागरिक उड्डयन गरुुयोजनाले नागरिक p•og 
क्षेत्रको सम्पूर्ण प्रणालीको खाका तयार गर्ने काम गर्छ । 
नागरिक उड्डयनको क्षेत्रमा गर्नुपर्ने कार्यहरू, निर्माण गर्नुपर्ने 
विभिन्न भौतिक तथा अन्य आवश्यक पूर्वाधारहरू तथा 
स्थापना गर्नुपर्ने प्रणालीको बिकासका लागि दीर्घकालीन 
रूपमा राष्ट्रिय सहमतिका साथ तयार गरिने योजनालाई नै 
राष्ट्रिय नागरिक p8\8og गरुुयोजनाको रूपमा लिन 
सकिन्छ। उक्त गरुुयोजना नागरिक p8\8og क्षेत्रको मात्र 
विषय नभई समग्र राज्यको यातायात पूर्वाधारसँग जोडिने 
सबैको सरोकारको विषय भएको हुँदा सरोकारवालाहरू 
सबैको सहमतिमा तयार गर्नुपर्ने आवश्यकता हनु्छ । उक्त 
गरुुयोजना तयारीका लागि नागरिक p8\8og मन्त्रालय, 
नेपाल सरकार, सहयोगी अन्य मन्त्रालयहरू, संघीय संसद, 
प्रदेश, स्थानीय तह, जस्ता निकायहरूको समेत भमूिका 
रहन्छ । राष्ट्रिय हवाई नीति, नागरिक p8\8og क्षेत्रसंग 
सम्बन्धित विभिन्न नियामक तथा सेवा प्रदायक सँस्थाको 
गठन, उक्त निकायहरूको साङ्गठनिक संरचना, नियामक 
निकाय तथा सेवा प्रदायक संस्थाको काम, कर्तव्य र 
अधिकार, जस्ता विषयहरू नागरिक p8\8og गरुुयोजनासँग 
जोडिने विषय हनु सक्दछन ।

	ह वाई नीति, २०५० तथा २०६३ ले नागरिक p8\8og 
क्षेत्रको समग्र खाका कोर्ने गरी लक्ष्य र उद्देश्यहरू निर्धारण 
गरेको भए तापनि कतिपय अवस्थामा यसले स्पष्ट दिशानिर्देश 
गर्न नसकेको देखिन्छ । समग्रमा हवाई नीतिले धेरै 
विषयलाई समेट्न खोजेको देखिए तापनि स्पष्ट रूपमा 
नागरिक p8\8og क्षेत्रलाई के कसरी अगाडि बढाउने भन्ने 
सम्बन्धमा वास्तविक आधार र तथ्याँकहरूको आधारमा 
स्पष्ट रूपरेखा तयार गर्न सकेको देखिदैँन । हवाई नितिले 
एउटा कुनै नागरिक p8\8og प्रणालीको निश्चित रणनीतिक 

दिशानिर्देश गरेको हनु्छ भने नागरिक p8\8og गरुुयोजनाले 
मूलभतू बिषयमा त्यसको कार्यान्वयन गर्ने कार्ययोजना, 
स्राेतको सनुिस्चितता, समयसीमा, काम गर्ने निकायसहित 
स्पष्ट कार्ययोजना निर्माण गर्छ ।हालसम्म नागरिक p8\8og 
क्षेत्रको समग्र विकासको लागि आवश्यक समय सान्दर्भिक 
गरुुयोजनाहरू बनेका छैनन।्

	 नागरिक उड्डयन गरुुयोजनाले समग्र राष्ट्रको हवाई 
यातायातको विकासकाे लागि मार्गदर्शन गर्ने भएकाले 
योजना तयार गर्दा राष्ट्रिय सहमतिका साथ बन्नु जरुरी 
देखिन्छ। राष्ट्रिय नागरिक उड्डयन गरुुयोजना रणनीतिक 
महत्वको विषय भएकाले यस्तो खालको गरुुयोजना तयार 
गर्दा सबै सरोकारवाला निकायहरू, हवाई क्षेत्रसँग सम्बन्धित 
विषय विज्ञहरू, राष्ट्रिय आवश्यकता र अन्तर्राष्ट्रिय प्रचलन 
बमोजिम सबैको राय–सझुाव लिई तयार गर्नुपर्छ। कतिपय 
अवस्थामा काननुसमेत बनाउनपुर्ने भएकाले यसको क्षेत्र 
राजनीतिक तह, नागरिक समाज, सरोकारवाला सबै 
निकायहरू सबैसँग जोडिन सक्छ। तसर्थ गरुुयोजना 
बनाउँदा सबै पक्षसँग छलफल गरी उनीहरूको राय–
सझुाव समेटिनपुर्ने हनु्छ।यस्ताे योजना दीर्घकालीन 
महत्वका हनेु र यसलाई तयार गर्दा रणनीतिक हिसाबले 
भविष्यको नागरिक उड्डयनलाई समेत विचार गरी उपयकु्त 
खाका तयार गर्नुपर्ने एवं समष्टिगत रूपमा यसले नागरिक 
उड्डयन क्षेत्रका सेवाहरू जस्तै विमानस्थलहरूको निर्माण 
तथा सञ्चालन र हवाई पथ प्रदर्शन सेवा प्रदायकहरूको 
व्यवस्था, वायसेुवा सञ्चालक संस्था, वाययुान मर्मत संस्था, 
उड्डयन क्षेत्रमा काम गर्ने जनशक्तिलाई तालिम दिने 
संस्थासमेत गरी तिनीहरूको नियमन तथा सञ्चालन के 
कसरी गर्ने भन्ने विषय समेत समेटिनपुर्ने हनु्छ। 
नागरिक उड्डयन गरुुयोजना राष्ट्रको समग्र आर्थिक–
सामाजिक पक्षलाई समेत विचार गरी तय गरिनपुर्ने हनु्छ। 
विशेषगरी राष्ट्रिय नागरिक उड्डयन गरुुयोजनाभित्र विभिन्न 
विषयहरू जस्तै हवाई सेवा तथा सवुिधाहरूको के कस्तो 
व्यवस्था गर्ने र त्यसको स्तर के हनेु, क्षमता र कार्यदक्षता 
कसरी हासिल गर्ने, सेफ्टी तथा सेक्युरिटीको सनुिश्चितता 
कसरी गर्ने, वातावरण संरक्षणलाई कसरी योगदान परु्‍याउने 
भन्ने जस्ता विषयहरूमा समेत ध्यान दिन सकियो भने दिगो 
रूपमा नागरिक उड्डयन क्षेत्रको विकास गर्न सकिन्छ।

३३	 राष्ट्रिय विमानस्थल पूर्वाधार गरुुयोजनाराष्ट्रिय विमानस्थल पूर्वाधार गरुुयोजना

	र ाष्ट्रिय विमानस्थल पूर्वाधार गरुुयोजना, राष्ट्रिय नागरिक 
उड्डयन गरुुयोजनाको एउटा महत्वपूर्ण अंश हो। राष्ट्रिय 
विमानस्थल पूर्वाधार गरुुयोजनाले राज्यको समग्र यातायातको 
आवश्यकतालाई आर्थिक तथा सामाजिक अवस्था, दरु्गम 
क्षेत्रसम्मको पहुँच, धार्मिक तथा पर्यटकीय स्थलसम्मको 
पहुँच, राज्यले लिनपुर्ने सामाजिक उत्तरदायित्व जस्ता 
विषयहरूलाई आधार मानी लाभ-लागत विश्लेषण गरी 
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देशैभरि विमानस्थलहरूको सञ्जाल, आवश्यक 
विमानस्थलहरूको सङ्ख्या र तिनीहरूको आकार, प्रकार र 
स्तर निर्धारण गर्छ।

	 समग्र नागरिक उड्डयनको विकासका लागि के र कस्ता 
खालका विमानस्थल पूर्वाधारहरूको निर्माण गर्नुपर्छ सोको 
निर्क्योल नागरिक उड्डयन प्राधिकरण, नागरिक उड्डयन 
मन्त्रालयले राष्ट्रिय यातायात पूर्वाधार विकास योजनासँग 
मिल्ने गरी प्रदेश सरकार र स्थानीय तहहरूकाे सहकार्यमा 
निर्माण गर्न सकेमा यस्ता विमानस्थल पूर्वाधार निर्माणबाट 
दिगो प्रतिफल प्राप्त गर्न सकिन्छ। साथै यस्तो योजनाले 
भविष्यको हवाई क्षेत्रको विकास र विस्तारलाई समेत 
विचार गरी विभिन्न सरोकारवालाहरूसँगको अन्तरक्रियाबाट 
भविष्यपरक खाका समेत तयार गर्न मद्दत गर्छ। यसको 
साथसाथै विमानस्थल पूर्वाधार गरुुयोजनाले यातायातका 
अन्य साधनहरू जस्तै सडक, रेल तथा जलमार्ग जस्ता अन्य 
यातायातका विकल्पहरूको सम्भावना साथै सोसँग सम्बन्धित 
अन्य आर्थिक क्रियाकलापहरू, व्यापार–व्यवसाय र पर्यटन 
समेतको विचार गरी समग्र राष्ट्रको विकास योजनासँग मेल 
खाने गरी समग्र योजना तयार गर्छ। साथै यस्तो योजनाले 
विकास निर्माणका लागि आवश्यक पर्ने रकमको व्यवस्थापन 
समन्वयात्मक रूपमा तयार गर्न समेत मद्दत गर्छ। 
राष्ट्रिय विमानस्थल पूर्वाधार गरुुयोजना राज्यका विभिन्न 
निकायहरूसँग र विषयहरूसँग पनि सम्बन्धित हनेु हनुाले 
सरकारका विभिन्न निकायहरू, मन्त्रालय तथा विभागहरू, 
पर्यटन पूर्वाधार, आर्थिक प्रशासन, अन्तर्राष्ट्रिय सम्बन्ध, 
विभिन्न निजी क्षेत्रका सरोकारवाला संस्थाहरू जस्तै वाययुान 
सञ्चालक, विमानस्थल सञ्चालक, हवाई पथ प्रदर्शन प्रदायक 
संस्था, उड्डयन सम्बन्धी तालिम दिने संस्था, वाययुान मर्मत 
गर्ने संस्था, वाययुान र त्यसका पार्टपरु्जा उत्पादन गर्ने 
संस्था, विभिन्न किसिमका विज्ञहरू—ट्राफिक कन्ट्रोलर, 
पाइलट, इन्जिनियर र अन्य सेवा प्रदायक दक्ष व्यक्तिहरू—
समेतसँग आवश्यक छलफल गरी सबै पक्षको सहयोग र 
समन्वयमा तयार गर्न सकेमा यसले उड्डयन क्षेत्रको दिगो 
विकासमा महत्वपूर्ण भमूिका प्रदान गर्दछ। त्यस्तै गरी 
यसमा अन्य निजी क्षेत्रका वित्तीय संस्थाहरू, बैंक, 
लगानीकर्ता, दात ृ निकाय समेतका राय–सझुावलाई पनि 
समेट्न सके गरुुयोजनाले अझ सार्थकता पाउन सक्छ। 
राष्ट्रिय विमानस्थल पूर्वाधार गरुुयोजना तयार गर्दा सबैभन्दा 
महत्वपूर्ण भमूिका नागरिक उड्डयन प्राधिकरण र नागरिक 
उड्डयन मन्त्रालयको हनेु गर्छ, जसले हवाई पूर्वाधार विकास 
योजनाको तयारी गर्दा व्यवस्थापकको भमूिका, समन्वयको 
भमूिका र त्यसको कार्यान्वयन गराउने भमूिकामा महत्वपूर्ण 
भमूिका खेलेको हनु्छ। त्यस्तै पूर्वाधार विकास गरुुयोजना 
तयार गर्दा विभिन्न राज्यका नियामक र प्रशासनिक 
निकायहरू समेत यसमा संलग्न हनेु हनुाले उनीहरूसँगको 
आपसी छलफल र समन्वयमा सहभागितामूलक रूपमा 

पषृ्ठपोषण प्राप्त गरी निर्णय लिन सकेमा त्यसबाट दिगो 
प्रतिफल प्राप्त गर्न सकिन्छ।

	वि मानस्थल पूर्वाधार गरुुयोजनाले रणनीतिक योजना 
प्रक्रियालाई निरन्तर रूपमा टेवा दिई एक प्रकारको 
दिशानिर्देश गर्ने गर्दछ र यसले हवाई क्षेत्रको वदृ्धिलाई 
निश्चित तथा लयबद्ध किसिमले व्यवस्थापन गर्छ। र समग्र 
राज्यको नागरिक उड्डयन क्षेत्रको प्रणालीलाई एउटा निश्चित 
आधार प्रदान गर्दछ। त्यस्तै गरी यसले निर्णय प्रक्रियालाई 
सहज, पारदर्शी र नियमित गराउँछ। त्यस्तै गरी यसले 
साधन–स्रोतहरूको विनियोजनलाई प्राथमिकता तोक्न 
सहजता प्रदान गर्दछ। त्यस्तै गरी दीर्घकालीन क्षमता वदृ्धि 
गर्न आवश्यक साधन–स्रोतको पहिचान गर्न समेत मद्दत 
परु्‍याउँछ।

	 पूर्वाधार विकास गरुुयोजनाले तत्कालीन, अल्पकालीन तथा 
दीर्घकालीन लक्ष्य निर्धारण गर्न, निर्माण कार्यहरूको 
प्राथमिकता तोक्न र निर्माणका योजनाहरूको चरण निर्धारण 
गर्न समेत यसले सहयोग परु्‍याउँछ। त्यस्तै गरी गरुुयोजनाले 
लाभ–लागत विश्लेषण गर्ने र तलुनात्मक रूपमा 
आयोजनाहरूको प्रतिफल के हनु्छ भनी अध्ययन गर्न 
सहयोग परु्‍याउँछ र त्यसले निर्णय प्रक्रिया सहज भई 
दीर्घकालीन लगानीको औचित्य पषु्टि गर्न सकिन्छ। 
विगतमा तत्कालीन समयको आवश्यकता परिपूर्तिका लागि 
तयार भएका विमानस्थलहरूबाट अहिलेको माग बमोजिमको 
हवाई सेवा सवुिधा उपलब्ध गराउन सकिएको छैन। 
पहाडी तथा हिमाली क्षेत्रमा तयार भएका धेरै विमानस्थलहरू 
STOLPORT अर्थात ् साना ६०० मिटर सम्मको धावन 
मार्ग भएका वर्षौँ पहिले निर्माण गरिएका साना विमानस्थलहरू 
हनु।् विगतमा ती विमानस्थलहरू राम्रोसँग सञ्चालनमा 
आएका भए तापनि हाल हवाई सेवा प्रदायक कम्पनीहरूसँग 
साना प्रकारका जहाजहरूको सङ्ख्या कम हनु ु र उक्त 
जहाजहरू सञ्चालन गर्दा हवाई सेवा प्रदायक संस्थाहरूको 
सञ्चालन खर्च अत्यधिक हनु ुर व्यवसाय टिकाउन नसक्ने 
अवस्था हनुलेु विमान सञ्चालक कम्पनीहरूले दरु्गममा चल्ने 
साना जहाजहरूमा लगानी गर्न रुचि नदेखाउने र उदासीन 
हनेु जस्ता कारणले पनि सोचेअनरुूप दरु्गमका विमानस्थल 
सञ्चालनमा आउन सकेका छैनन।् निजी कम्पनीहरू दरु्गम 
स्थानहरूमा हवाई सेवा सञ्चालन गर्न अनिच्छुक हनु ु र 
राष्ट्रिय ध्वजावाहक नेपाल एयरलाइन्ससँग समेत साना 
जहाजहरूको सङ्ख्या कम हनु,ु साथै कतिपय दरु्गमका 
विमानस्थलहरूमा सडक सञ्जालले जोडिएका कारणबाट 
पनि कतिपय विमानस्थल बन्द गर्नुपर्ने अवस्था सिर्जना 
भएको देखिन्छ। उक्त विमानस्थलहरू सञ्चालनका लागि 
विमानस्थलहरूको पूर्वाधारमा सधुार गरी सम्भव भएसम्म 
धावन मार्गको लम्बाइ समेत बढाई कम्तीमा १२०० 
मिटर बनाउन सकेमा मझौला किसिमका जहाजहरू  
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(C Type Aircraft) जान सक्ने र उक्त विमानस्थलहरूबाट 
यात्रुह रूलाई कम भाडामा हवाई सेवा सवुिधा दिन सकिने 
अवस्था सिर्जना गर्न सकिन्छ।

	ह ाल नेपालमा भएका तीनवटा अन्तर्राष्ट्रिय विमानस्थलहरूमध्ये 
त्रिभवुन अन्तर्राष्ट्रिय विमानस्थल बाहेक अन्य नवनिर्मित 
दईुवटा अन्तर्राष्ट्रिय विमानस्थलहरू—गौतमबदु्ध अन्तर्राष्ट्रिय 
विमानस्थल र पोखरा अन्तर्राष्ट्रिय विमानस्थलहरू—
सोचेअनरुूप सञ्चालनमा आएका छैनन।् विभिन्न अध्ययन र 
विज्ञ समूहका सिफारिसहरूले समेत निश्चित गरेको र सोही 
अनरुूप विगत ३० वर्षभन्दा पहिलेदेखि चर्चामा रहको दोस्रो 
अन्तर्राष्ट्रिय विमानस्थल अर्थात ्निजगढ विमानस्थल विभिन्न 
राजनीतिक खिचातानीको शिकार बन्न गई हालसम्म निर्माण 
हनु नसकेको अवस्था छ। पोखरा र गौतमबदु्ध अन्तर्राष्ट्रिय 
विमानस्थलहरू बन्नुभन्दा पहिले नै राष्ट्रिय नागरिक उड्डयन 
पूर्वाधार गरुुयोजना तयार भई सो लागू भएको अवस्था 
हनु्थ्यो भने पोखरा अन्तर्राष्ट्रिय विमानस्थल र गौतमबदु्ध 
अन्तर्राष्ट्रिय विमानस्थलभन्दा अगाडि नै उक्त विमानस्थल 
बनिसकेको हनेु थियो र त्यसले समग्र नागरिक उड्डयन 
क्षेत्रको पूर्ण क्षमताको छुट्टै अन्तर्राष्ट्रिय विमानस्थल निर्माण 
भइसक्ने थियो। र यसले भोलिको नागरिक उड्डयन क्षेत्रको 
विकासका लागि एउटा आधार खडा गर्ने थियो।

४ 	वि मानस्थल गरुुयोजना४ 	वि मानस्थल गरुुयोजना

	 कुनै निश्चित विमानस्थलको हालको अवस्था र भविष्यमा 
उक्त विमानस्थलबाट प्राप्त गर्न सकिने सेवा–सवुिधाहरूलाई 
मध्यनजर गरी उक्त विमानस्थलको दीर्घकालीन विकास र 
विस्तारका लागि तयार गरिने चरणबद्ध योजनालाई 
विमानस्थल गरुुयोजनाको रूपमा लिन सकिन्छ। 
निश्चित कुनै एउटा विमानस्थलको गरुुयोजना तयार गर्दा 
सबैभन्दा पहिले त्यसको हालको अवस्था र भविष्यमा उक्त 
विमानस्थलबाट के कस्ता सेवा–सवुिधाहरू दिन सकिन्छ 
त्यसका तथ्याङ्कहरू संकलन गरिन्छ। उक्त तथ्याङ्कहरू 
जस्तै त्यस क्षेत्रको समग्र आर्थिक–सामाजिक अवस्था र 
त्यसका सूचक, पर्यटन, कृषि, धार्मिक स्थल, पर्यटन र 
त्यसको वदृ्धिदर, एयरलाइन्सहरूको योजना, वैकल्पिक 
यातायात माध्यम, द्विपक्षीय हवाई सम्झौता जस्ता विषयहरू 
आवश्यक पर्दछन।् उक्त तथ्याङ्कहरूको आधारमा ट्राफिक 
अनमुान (फोरकास्ट) अर्थात ्कुनै निश्चित समयपश्चात ्उक्त 
विमानस्थलमा हनु सक्ने यात्रुह रूको सङ्ख्या, हवाई कार्गो, 
उडान–अवतरणको सङ्ख्याको अनमुान गरिन्छ। यसरी 
प्राप्त हनु आएका तथ्याङ्कहरूको पनुः वर्गीकरण गरी वार्षिक 
यात्रु  सङ्ख्या, वार्षिक हवाई उडान तथा कार्गो, अधिकतम 

रूपमा यात्रु को चाप हनेु घण्टा अर्थात ् पिक आवर तथा 
अधिकतम रूपमा यात्रु को चाप हनेु सिजन तथा दिन अर्थात ्
पिक डे आदि हिसाब गरिन्छ। उक्त तथ्याङ्कहरू साथै 
फ्लिट मिक्स अर्थात ् विभिन्न वाययुानहरूको समिश्रण 
आदिलाई आधार मानी विमानस्थलहरूमा बन्ने विभिन्न 
पूर्वाधारहरू जस्तै रनवे, ट्याक्सीवे तथा टर्मिनल भवन तथा 
अन्य विमानस्थलका सवुिधाहरू के कस्ता निर्माण गर्ने र 
तिनीहरूको क्षमता कति र कस्तो निर्माण गर्ने भनी निर्धारण 
गरिन्छ। यसरी प्राप्त हनेु तथ्याङ्कहरूबाट नै विमानस्थलका 
लागि आवश्यक पर्ने पूर्वाधारहरूको निर्क्योल हनेु भएकाले 
विमानस्थलका गरुुयोजनाहरू पनि सोही अनरुूप तयार गर्न 
सकिन्छ। यस्ता गरुुयोजनाहरू निर्धारण गर्ने तथ्याङ्कहरू 
तथा सूचकहरू नयाँ विमानस्थलका लागि र सञ्चालनमा 
रहका विमानस्थलको स्तरोन्नति गर्नका लागि फरक–फरक 
हनु सक्दछन।् नयाँ विमानस्थलको गरुुयोजना तयार गर्दा 
लिइने आधार तथा तथ्याङ्कहरू माथि उल्लेखित 
आधारहरूभन्दा फरक र जटिल प्रकृतिका हनु्छन।् 
त्यसकारण सञ्चालनमा रहका विमानस्थलको गरुुयोजनाभन्दा 
नयाँ बन्ने विमानस्थलहरूको गरुुयोजना निर्माण जटिल 
प्रकृतिको हनु्छ। विमानस्थलको चरणबद्ध विकासका लागि 
विमानस्थल गरुुयोजनाले सही दिशानिर्देश गर्दछ र यसले 
निर्णय निर्माणमा समेत सहजता प्रदान गर्ने, विमानस्थलको 
विकास तथा विस्तारका लागि स्रोतको सनुिश्चित गर्न तथा 
विमानस्थलमा गर्ने लगानीको पषु्ट्याइँ सिद्ध गर्न सकिने 
हुँदा सही समयमा सही लगानी भई त्यसको अधिकतम 
फाइदा लिन सकिन्छ। यस्ता गरुुयोजनाहरू प्रत्येक पाँच 
वर्षमा पनुरावलोकन गरी लागू गर्न सकेमा विमानस्थल 
पूर्वाधारको क्षेत्रमा मलुकुले साँच्चिकै फड्को मार्न सक्छ।

	 अन्तमा विमानस्थलका सङ्ख्याभन्दा पनि स्तरीय विमानस्थल 
पूर्वाधार निर्माण तथा यसको प्रभावकारी सेवा सञ्चालनमा 
जोड दिन ु आजको आवश्यकता देखिन्छ। नेपालको 
नागरिक उड्डयन क्षेत्रलाई विश्वको नागरिक उड्डयन क्षेत्रसँग 
समकक्षी बनाउन नेपालले यातायात क्षेत्रको समग्र यातायात 
पूर्वाधार गरुुयोजना तयार गरी त्यससँग मिल्ने नागरिक 
उड्डयन क्षेत्रको गरुुयोजना र त्यससँग मिल्ने गरी विमानस्थल 
पूर्वाधार गरुुयोजना तथा सोही अनरुूप प्रत्येक विमानस्थलका 
पनि गरुुयोजना तयार गरी चरणबद्ध रूपमा विकास र 
विस्तार गर्न सकेमा हवाई यात्रुह रूको सेवा–सवुिधामा वदृ्धि 
भई हवाई यात्रालाई नियमित, सरुक्षित, भरपर्दो, प्रभावकारी 
र सर्वसलुभ बनाउन सकिन्छ।

***
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1. 	 Introduction

	 As established, the Civil Aviation Authority of Nepal 
(CAAN) replaced the Department of Civil Aviation 
(DCA). Per clause 4 of the CAAN Act 2053, it operates 
as an autonomous government authority. Its primary 
objective is to develop safe, standardised, reliable, and 
economical civil aviation services in Nepal. According 
to clause 18 of the Act, with the safety and welfare of 
airlines and passengers in view, the institution must be 
managed on a commercial basis.

	 The CAAN requires funds for its regular operations, 
airport development, and facility upgrades. The approved 
budget for the fiscal year 2081/82 allocates Rs. 6.53 
billion to staff and operational expenses. Similarly, Rs. 
8.02 billion is set aside for debt servicing and interest 
payments on CAAN loans. 

	 For the same year, the capital expenditure budget is 
Rs. 11.52 billion, and the fixed assets replacement fund 
allocation is Rs. 2.22 billion. CAAN’s income for the 
year is estimated at only Rs. 15.02 billion. This results in 
a deficit of approximately Rs. 13.27 billion, which will 
be covered by shares/loans and existing bank balances. 
Under the Subsidiary Loan Agreements, the CAAN 
must pay interest and annual loan instalments to the 
Government of Nepal. Thus, the annual burden of these 
expenses exceeds Rs. 28 billion. To recover these costs, 
CAAN must charge fees and rentals to the users of its 
services and facilities.

2. 	 Basic Guidelines for Fixing the Level of Charges

	 By law, the CAAN holds a monopoly on airport operations 
in Nepal. Theoretically, a monopoly organisation may 
fix fees and charges in excess of its costs. However, 
government authorities should not recover more than 
their operating costs, which include a reasonable return 
on the assets employed. In line with this, the CAAN 
Management Board has established a cost-recovery 
policy for its various services.

	 Furthermore, if the costs of providing services are not 
properly evaluated, fees and charges may be fixed below 
the cost level. Both scenarios must be avoided. Therefore, 
the following guidelines are appropriate for fixing the 
level of CAAN fees and charges:

·	 To recover the full cost of airport operations.
·	 To accumulate funds for future investments in airport 

infrastructure and facilities.
·	 To generate a reasonable rate of return on capital 

employed.

·	 To compensate for the viability gap of new airport 
projects.

3. 	 ICAO's Role & Guidelines

	 Generally, ICAO's role regarding Airport and Air 
Navigation Facility Tariffs is to help states develop 
scientific principles and maintain uniformity in their 
policies. Guidelines for fixing aeronautical charges are 
outlined in ICAO Document 9082. The main principle 
adopted is that "the user of an airport shall ultimately bear 
their full and fair share of service costs." The appropriate 
utilisation of airport capacity is another key consideration. 
According to the ICAO Document 7100 (2000), some of 
the policies adopted by different states are:

Reasons for charging:
·	 To cover the cost of airport facilities and maintenance.
·	 To cover the cost of depreciation.
·	 To recover the cost of recent investment in upgrading 

facilities.
·	 To update costs periodically.
·	 To achieve a reasonable rate of return on assets.
·	 To avoid the deterioration of services.
·	 To be based on the appropriate utilisation of airport 

capacity.
·	 To be based on ICAO guidance material on cost 

accounting practices.
·	 To meet the requirements of the national economy.
4. 	 Different Types of CAAN Services

	 The functions of Civil Aviation Authorities, 
encompassing regulatory duties and operating airports 
and air navigation services, are multi-disciplinary. Hence, 
they provide different types of services.  Aeronautical 
services  include the provision of runways, parking 
aprons, ramp facilities, terminal facilities, en-route 
navigation, and terminal navigation.  Non-aeronautical 
or commercial services  include facilities for 
conducting business and providing goods and services 
to the aviation industry, passengers, and airport visitors. 
Alternatively, services can also be grouped into Airport 
Services,  Communication & Navigation Services, 
and Regulatory Services.

5.1 Basis of Charging for Aviation Services

	 Primarily, fees and charges should be applied on a 
reasonably equitable basis. Making charges equitable 
and cost-relevant is a complex task, requiring specialised 
knowledge of cost accounting and economics. The main 
challenge in this context is designing a simple calculation 
method with a representative cost base. To maintain 
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simplicity and equity, different states adopt the following 
bases for charging:

Table-1
General Basis of Charging for Aviation Services

Types of services Basis
Landing/take off 
charges 

Maximum Permissible Take Off Weight 
(MTOW) in the certificate of Airworthiness 
(C of A)

Parking Charge Length and Span of Aircraft and parking hour 
or
MTOW in C of A and parking hours

Communication 
& Navigation 
Air Navigation 
Facilities Charge

% of applicable landing charge / MTOW
MTOW And total kilometer covered on each 
flight within FIR /EURO CONTROL formula 
NAVCANADA/ other formulae.

Security Charge % of applicable Landing Charge; per 
passenger 

Passenger 
Services Charge

Per departing passenger 

Source: ICAO document 7100 (2000)

5.2	 Basis of Charging (Nepalese Perspective):	

	 The CAAN Act 2053 clause 10 specifies the various 
services to be provided by CAAN. The same clause 
authorises it to collect the financial resources required for 
carrying out its functions. CAAN rules have established 
the cost-recovery principle as the basis for determining 
charges.

	 The assets of the Department of Civil Aviation (DCA) 
were valued and transferred to the CAAN in 2067 BS. 
In the same year, the government approved CAAN's 
own rules on fees and charges. Presently, the CAAN has 
replaced the existing rule and now collects charges in 
accordance with the recent Airport Charges Rules 2078. 
This rule makes provision for the following types of 
services. The basis for charging is given in the following 
table:

Table-2
Types of CAAN Services and Basis of Charging

Types of services Basis
Landing,
Security Charge,
Parking, 
Housing Charge 

MTOW in Certificate of 
Airworthiness (C of A)
% of Landing Charge
Parking hours and MTOW in C of A
For 24 hours or less MTOW in C of A

Communication & 
Navigation Services
Overflying Service

MTOW in C of A for domestic 20 to 
50% of landing charge 
MTOW in C of A

Extra time Operation of 
the airport

Extended hour cost recovery 

Ground Handling,
 Aviation fuel sales 
charges, 
Flight catering
Cargo

Negotiation/contract, Self-handler 
pays US$ 1 per pax
% of selling price as throughput. 
% of selling price as royalty
Per kg. 

Hanger Rent,
Room & Space Rent
CIP Room

Per square Meter.
Per square Meter 
Per person

Electricity, Telephone 
service,
Vehicle and machinery 
Parking
Advertisement Services
Land Rent
Rescue & fire freighting
Miscellaneous Charges

Consumption + Services Chares
Parking hour 
Per square Meter
Per Ropani of Land
MTOW
-

	 Charges for international and domestic flight are specified 
separately. Domestic airports are dividend into five 
categories (location specific) for landing charges, three 
categories for communication and navigation charges, 
four categories for passenger service charge, seven 
categories for international terminal rents and spaces, 
five categories for domestic terminal rents and spaces, 
and two categories for all other charges.

6.1 Equity, Financial Efficiency Principle on Charging:

	 The structure of airport charges will have impact on the 
whole civil aviation industry. Therefore, the fee structure 
of CAAN should be such that it helps to the mutual 
growth of airlines and airport operation business. General 
guidelines followed in this context are:
a.	 The fees and charges should be relevant to the cost 

of providing services and the level of their use. This 
guideline will help to achieve the maximum financial 
efficiency on investment.

b.	  Fees and charges should be based on equity principle. 
This means each user should pay for the service as per 
the level of consumption of that service. For example, 
larger aircraft will have to pay at the higher rate of 
the cost of services. (e.g. minimum charge of US$ 
12.50 on landing (but this rate is extremely low) for 
the aircraft up to 10,000 Kg of MTOW where as USD 
477.50 plus US$ 8.55 per 1000 Kg for the aircraft 
exceeding 100000 kg of MTOW).

c.	 The basis of MTOW is generally taken as the factor to 
maintain equity principle.'

d.	 Location specific rates are adopted based on remote 
area, quality of runway and facilities.

6.2	Cost Recovery Principle:

	 Investment in assets is necessary to produce services. 
Investment must generate reasonable rate of return to 
the investor. However, governments have developmental 
or social objectives too. Investment on such objective 
should be granted as subsidy for social obligation. All 
other investment needs a reasonable rate of return on 
capital.

	 Some investments are risk free e.g., investment in long-
term government bonds and fixed deposits in bank. 
Other investment involves risk. Level of risk differs from 
industry to industry. The expected rate of return will be 
higher on the high risk involving industries and vice versa. 
The minimum rate of return may be taken in relation to 
risk free investments. If the investment is made through 
loan arrangements as in the case of CAAN, rate of return 
must be higher loan interest rate. Inflation has also to be 
considered deducting of which a real rate of return is 
derived.
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	 CAAN being a government organization, should adopt 
the cost recovery principle to calculate return on capital. 
Rule 28 of the Airport Service Charge Rules 2078 has 
provided and defined about cost recovery principle.  
Cost recovery means recovering the cost of overheads 
(personnel, administrative, and operation), indirect costs 
(depreciation etc.) and cost of capital (debt servicing etc.) 
and reasonable rate of return on capital. Since CAAN 
pays interest @ 5% to Pokhara Airport loan and more than 
7% on other loans. CAAN's nominal rate of return on 
capital must be higher than borrowing rate. The following 
formula is used to calculate the nominal rate of return on 
capital:

	 Nominal rate=(1+ real rate)*(1+ inflation rate) – 1 

	 Where, nominal rate is targeted rate of return on capital, 
real rate is the rate, which could be expected in the 
absence of inflation, and inflation is average yearly 
increase in the price of goods and services in the economy. 
(This formula is given in section 2.2.2.1 of MKI - FEES 
AND CHARGES MANUAL) Suppose, yearly inflation 
rate is 5% and if we want to get an 8% real rate of return. 
Then:

 	 Nominal rate=(1+ 0.08)*(1+ 0.05) – 1 = 1.134 – 1 = 
0.134 = 13.4%

	 Suppose the value of total assets invested in Pokhara 
International Airport is US$ 216 million. Then at 13.4% 
of nominal rate CAAN should get a revenue of US$ 28.94 
million annually from there. Though this formula gives 
only a simple approach. The costing of each service will 
become a complex task when we practically start doing 
the job. Especially the problem comes on distributing 
overhead costs, support and indirect costs. To simplify 
this problem expenditure accounts should be designed to 
reflect the specific service costs as detailed as possible.      

7.	  Important Strategies for administration of fees and 
charges:

	 Following strategies are generally adopted in the 
administration of airport fees & charges: 

a.	 Motivation for timely payment: This means CAAN 
should levy additional charges for late payment and allow 
rebate for early payments of its dues. Such system is 
necessary because CAAN is dependent on timely receipts 
of revenues in order to pay for expenses. Late payment 
will hamper the cash flow. Slow payment of dues also 
amounts to the customer in question being subsidized by 
CAAN. 

b.	 Cost of the services should be evaluated each year. The 
evaluation is to be based on the commercial accounting 
data.

c.	 As far as practicable the expenditure accounts should 
reflect the cost of aeronautical,   non-aeronautical and 
regulatory CAAN services.

d.	 Formal consultation with aviation industry should be 
undertaken, especially before revising the rates. New rates 
of charges should be communicated to aviation industry 
in advance before their promulgation and effective date.

e.	 Rate of charges should be calculation friendly such as 
divisible by 10 or rounded to dollar.

8.1	 Comparative analysis (International fees):

	 It is sometimes complained that CAAN charges for 
international flights are higher than other state's. Let us 
examine the reality. We have taken the case of the six 
SAARC nations. A310 aircraft of 150000  kg weight 
(MTOW) with 130-passenger capacity is taken and 
comparison is made for landing/take off and passenger 
service charges.

Table-3

 Comparison of Charges in the SAARC Nations

Name of states
Daytime 

landing & take 
off charges 

(USD)

Charge related 
to passenger 
carried (USD)

Total
(USD)

India 774 289 1063
Bangladesh 1320 765 2085
Nepal 905 1837 2740
Pakistan 1233 3362 4595
Srilanka 600 838 1438
Maldives 563 1300 1863
Average 899 1399 2298
Nepal– Average + 4 + 438 + 442
in Percentage + 0.44% + 31.31% + 19.23%

Source: Manual of Airport and Air Navigation Facility 
Tariffs, ICAO, Doc 7100(2000)

Above table-3 shows that landing fees of Nepal are almost 
equal to average landing fees of SAARC countries. While 
the passenger fees are 31% higher than the average. This 
also means that the passenger services cost of international 
flights is high in Nepal. (Theoretically, the unit cost of 
providing services goes down with the increase in the level of 
use of existing facilities. International flight and passenger 
movements at TIA are low in volume but increasing year 
by year. Low volume is the main factor of high cost. Above 
comparison was based on past data. At present, Nepal has 
further increased international PSC  from Rs. 1130 to Rs. 
3000 (with VAT)).  Therefore it will be reasonable that CAAN 
should not increase international PSC for some years to come. 
If we are charging higher rate, the passengers should also 
be provided with higher quality of services. Minimizing the 
check-in and checkout time for an individual passenger could 
be one of the focal points. Services to transit passengers need 
to enhance. Arrival VISA arrangements, custom clearance 
and airport taxi services are also to be focused to boost the 
quality of passenger services at TIA. 

8.2	Comparative analysis (Domestic fees):

	 As mentioned in 5.2 above, CAAN charges for domestic 
airports are designed on location specific basis. The 
following table gives comparative analysis of Landing, 
Security, Communication & Navigation (Com.& Nav..) 
and Passenger Service Charges for the different domestic 
airports of Nepal. Twin Otter BHC-6 aircraft of 7000 kg 
weight (MTOW) with 19-passenger capacity boarded 
with 18 passengers is taken for our analysis. The total rate 
is including VAT. 
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Table-4
Comparative of CAAN Domestic Charges 

Name of airport
Landng 
Charges 

Rs.(1)

Scty 
Chrg. 
Rs.(2)

Com.&
Nav chg.

Rs.(3)
Total(1+2+3)*1.13 

Rs.(4)
Psng srv.

chg.
Rs.(5)

Total
 (4+5)
Rs.(6)

TIA*, Pokhara* Gautam Buddha*
Pokhara* (VNPK)

550
550

55
55

275
275

994.40
         994.40

9000
7200 9994.40

8194.40

Chandragadhi, Biratnagar*, 
Rajbiraj, Janakpur*, Simara*, 
Bharatpur*, Nepalgunj*, Surkhet, 
Dhanghadi, 
Jomsom, Lukla

400

300

40

30

140

60

655.40

440.70

7200

7200

7855.40

7640.70

Tumlngtar, Phaplu, Ramechhap, 
Simikot, Jumla,  RaRa,

300 30 60 440.70 5400 5840.70

Taplejung, Thamkharka, 
Bhojpur, Lamidanda, Rumjatar, 
Khanidanda, Dang, Manang, 
Bajura, Dolpa, Doti, Baitadi, 
Rukum, Bajhang, Sanfebagar

250 25 50 367.25 5400 5767.25

Mehauli 200 20 40 293.80 5400 5693.80
Airports other than above 200 20 40 293.80 3600 3893.80
Difference (highest-lowest) 350 35 235 700.60 5400 6100.60
(If Highest =100), then lowest 
in % 36 36 15 30 60 61

	 *Airports with control zone. Source of calculations: Airport Charges Rules 2078

According to table-4, domestic airport charges are grouped 
on location and available facility basis. A Twin-Otter aircraft 
with 18 passengers has to pay Rs.9994.40 at the TIA for 
Landing, Security and Com. & Nav. with PSC.  But the total 
charge in remote airports is only Rs. 3893.80 with Rs. 293.80 
landing, com. nav. and security charges and Rs.3600 PSC. 
This indicates that other than PSC, fees structure for category 
4 and 5 group of airports is at a low level. Minimum landing 
charges for aircrafts up to 10000 Kg. are also very low. 
Therefore, it will be appropriate to fix a minimum landing 
charge of about Rs 1000 for aircrafts of up to 6000 kg and 
about Rs. 1500 for aircraft up to 10000 kg MTOW. Similarly, 
in international flights, minimum charge for landing should 
be US$ 50 for aircrafts up to 25000 Kg. Also, a maximum of 
30 per cent rebate for remote area will be an appropriate norm 
for charging. Present rates as shown in the table are up to 61 
per cent low. Remote area subsidy may not be reasonable 
in the context of the policy of cross subsidisation of fares. 
Similarly, re-grouping of airport categories to a maximum of 
four will be appropriate instead of five or more.

9. 	 Conclusion:

Determining the rate of airport charges is, to some extent, 
a function of research. The CAAN Corporate Directorate 
contains a research wing. To determine the unit cost 
of a service, a cost accounting system is required. The 
CAAN's Chart of Accounts needs to be categorised to 
reflect the costs of major services such as landing, parking, 

navigation, and passenger services. Cost accounting can 
generate and provide the data necessary to make airport 
fees and charges more equitable and in conformity with 
the cost-recovery principle.

	 Formal consultations with the aviation industry should be 
conducted before promulgating new rates and charges. 
New rates should only come into effect after they have 
been communicated to the industry. The CAAN should 
activate its research unit to make the charging system 
more scientific and train its staff to become capable of 
analysing service costs. Further groundwork is necessary 
to design the charging system for ground-handling and 
cargo-handling services. A study of other international 
airports would be beneficial in this respect.

	 The CAAN should develop a long-term business plan for 
its operations. This plan should focus on increasing the 
contribution of non-aeronautical revenue. The CAAN 
management must be conscious of diverting more 
resources to profit-generating sectors and fewer to loss-
making ones. From an overall perspective, we must be 
business-like, quality-conscious, and mission-oriented. 
This type of behavioural change is essential for the 
survival and sustainability of the CAAN. In the wake of 
recent public discourse, we must also be awakened to the 
need for better performance.

***
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Nepal is uniquely positioned between two giant neighbors 
-China to the north and India on the other three sides. Despite 
its relatively small size of 147,516 square km and a population 
of around 30 million, Nepal holds significant strategic and 
tourism potential. To achieve sustainable economic growth 
and enhance connectivity, should Nepal focus on expanding its 
road and rail networks, or should it prioritise the development 
of additional air transportation infrastructure, such as another 
international airport?

There is no doubt that the roads and railways construction 
are vital for the overall development of the nation. Reliable 
road and railways infrastructure connects all regions of the 
country, enhances trade, and strengthens people-to-people 
ties. However, air connectivity also plays a crucial role as the 
fastest and most efficient means of transportation, especially 
for Nepal’s unique topography.

At present, as a landlocked country, Nepal’s only direct 
connection with the rest of the world is through its airports. 
Due to the challenging mountainous terrain, air transport 
remains the easiest and sometimes the only feasible mode of 
travel, particularly during natural disasters when roads are 
blocked or destroyed. Air transportation has saved countless 
lives and safeguarded properties in such situations.

Therefore, from a national perspective, having a well-
equipped, safely located international airport is not a luxury 
but a necessity. In today’s interconnected world, no country 
can achieve sustainable economic growth without strong 
international air connectivity.

Currently, Nepal relies on Tribhuvan International Airport 
(TIA) in Kathmandu as its primary international gateway, 
along with two newer international airports: Gautam Buddha 
International Airport (GBIA) in Bhairahawa and Pokhara 
International Airport (PIA) in Pokhara. Despite these 
additions, public debate continues over whether investing in 
another international airport is justified. Why does Nepal need 
yet another international airport? Many people argue that 
developing railways and road networks should be a greater 
priority than building more airports.

Ultimately, while both road, and air infrastructure are vital 
to Nepal’s overall development, the establishment of a 
strategically located and efficiently managed international 
airport remains indispensable for integrating the nation into the 
global economy, promoting tourism, and ensuring sustainable 
economic growth. It is important to recognise that airports are 
strategic assets that enhance national connectivity, tourism, 
trade, and emergency response capability.

Why Another International Airport?

As a nation, having a well-facilitated, easily accessible, and 

safely located international airport is essential. Without such 
infrastructure, achieving economic development in today’s 
interconnected world is almost impossible.

Our main international airport, TIA, has some inherent 
complexities.  Geographically, TIA is located in a bowl-shaped 
valley surrounded by hills, with single runway and with very 
limited space for expansion. The airport lies close to the densely 
populated city area, leaving little room to expand the runway, 
terminal, or parking facilities to meet growing international air 
traffic demand.

Ideally, an international airport should be located in a flat, open 
area not surrounded by high terrain and city area — a condition 
that TIA does not meet. Furthermore, TIA operates with a 
single runway and has only one viable approach direction for 
large aircraft due to the surrounding mountains on the northern 
side. This single-runway and one way approach system poses 
major operational challenges.

To understand the problem simply — if a road has only one 
lane, vehicles must wait for others to pass before moving 
forward. Similarly, with only one runway, aircraft must wait 
for their turn to land or take off, leading to frequent departure 
delays and arrival air holding. If we had two separate runways 
— one for arrivals and one for departures — air traffic could be 
managed far more efficiently and safely.

Given these constraints, the construction of a second 
international airport is not merely a matter of choice but of 
necessity. A new airport, built on flatter terrain with adequate 
space and double runways, would allow Nepal to handle 
increasing air traffic smoothly, enhance flight safety, and better 
support tourism and trade growth.

In conclusion, expanding air connectivity through a strategically 
located second international airport is vital for the country’s 
long-term economic and aviation future.

Nijgadh International Airport - A National Necessity

The proposed site at Nijgadh, identified and studied by the 
aviation expert team of different institution of Nepal, has 
been recognised as one of the most suitable locations for a 
new international airport. Various studies have confirmed 
that the area’s flat terrain and geographical conditions make 
it appropriate for a modern, large-scale airport. Building a 
new international airport with dual runways at Nijgadh is not 
merely an option — it's a national demand.

Nepal urgently needs a well-facilitated and safely located 
international airport that can effectively connect the country to 
the rest of the world. It is now 100 per cent clear that the TIA 
in Kathmandu can no longer handle the increasing air transport 
demand.

Does Nepal Need Another International  
Airport?

Nabin Prasad Acharya*

* Dy. Director, CAAN
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Although Nepal has recently developed the GBIA and PIA, 
both are relatively small in size with single runway and are 
located far from the capital city. These airports cannot fully 
meet the growing needs of Nepal’s aviation and tourism sectors 
for the coming years 

Therefore, developing a new international airport in Nijgadh 
should be treated as a national priority project, not only as 
the responsibility of the Civil Aviation Authority of Nepal 
(CAAN). The Government of Nepal must take the initiative 
and recognise this as a long-term national necessity. The 
CAAN can lead the technical and operational aspects, but the 
government’s strategic commitment and planning are essential 
to move the project forward.

Nepal has the capability to construct a new international airport 
that can eventually replace TIA’s capacity and meet future 
aviation demand. The government should not delay in starting 
this crucial task. A 3-phased development plan would be the 
most practical approach:

1.	 Phase 1 – Funding and Implementation Strategy:

	 Considering Nepal’s limited workforce and technological 
capacity, it would be more sustainable to begin construction 
using available domestic resources and taxpayers’ funds 
rather than relying heavily on foreign loans. Large 
international loans often create long-term financial burdens 
and expose the country to risks such as project delays and 
rising interest costs. As a small nation with a small size 
economy, Nepal must recognise that completing major 
infrastructure projects like an international airport cannot 
happen within a single year. It will require time and steady 
progress. However, what truly matters is taking the first 
step — if we start today, completion will inevitably follow.

2.	 Phase 2 – Construction of Dual Runways 
with Air Navigation System facilities:  
There should be at least two parallel runways so arrivals 
and departures can be handled independently, improving 
capacity and safety. At the same time, plan for essential 
ground infrastructure: aircraft parking bays, hangars, fuel 
storage and distribution, ground access and apron lighting 
should be formulated. Investment should be made in 
advanced surveillance and air-traffic-management systems 
— long-range radar, multilateration/ADS-B, and satellite-
based communications and navigation — to ensure safe, 
expeditious movement. We need to implement modern 
procedures and airspace design (PBN/RNAV routes, SIDs/
STARs, slot management and noise/environment controls) 
so traffic flows smoothly and air traffic controllers can 
manage demand efficiently.

3. 	 Phase 3 – Terminal Building Development:

	 The terminal building should be designed and constructed 
in a style that truly reflects Nepali art, culture, and 
traditional architecture. At the initial stage, there is no need 
to imitate foreign airport designs; instead, the focus should 
be on creating an airport that represents Nepal’s unique 
national identity and cultural heritage.

	 In recent years, airport infrastructure worldwide has 
evolved beyond just aviation facilities — modern airports 
have become major business hubs. Passenger service 
areas have generated significant non-aeronautical revenue 
through the establishment of shops, restaurants, business 

complexes, and entertainment facilities. Airports now 
attract not only air passengers but also the general public, 
who visit airport shopping malls and business centers for 
their daily needs.

	 Considering this global trend, the terminal building and 
its surrounding areas should be developed with a long-
term vision to become a commercial and business hub. 
While it may not be feasible to immediately develop the 
airport on the scale of major international hubs like Dubai 
or Singapore due to limited resources, Nepal can adopt 
a gradual development approach. With proper planning, 
efficient resource utilisation, and phased expansion, 
the airport can eventually evolve into a modern, self-
sustaining facility that showcases Nepal’s culture while 
contributing significantly to the national economy through 
both aeronautical and non-aeronautical services.

Conclusion:

Finally, the Government of Nepal must make a timely and firm 
decision to begin construction of the new international airport 
at Nijgadh. The commencement of this project has already 
been significantly delayed. This is not merely a project for 
today’s generation but a long-term investment in tomorrow’s 
Nepal. Governments and leaders may change, but the nation 
will continue to endure. Investing in a modern international 
airport means investing in the future — in trade, tourism, 
connectivity, and the prosperity of generations to come.

As the saying goes, 'Rome was not built in a day', given our 
limited technology and manpower, it is unrealistic to expect 
such a large-scale project to be completed within a single 
year or with limited resources. The development will require 
both time and steady investment. Therefore, without further 
delay, the government should initiate the project using the 
resources currently available. Every beginning is challenging, 
but not impossible. If Nepal undertakes this project primarily 
through domestic resources and taxpayers’ contributions, it 
will ensure greater sustainability and generate thousands of 
jobs and employment opportunities from the very beginning 
of construction.

The Kathmandu-Tarai Expressway, which is under construction, 
will further strengthen the feasibility and accessibility of 
Nijgadh Airport. Once completed, it will greatly enhance 
connectivity between Kathmandu and the Tarai region, making 
airport operations and passenger movement far more efficient 
and convenient to and from capital city. 

Ultimately, every citizen has a responsibility to contribute 
toward the development and prosperity of the nation. National 
progress requires the collective effort of all — citizens, 
government, and institutions alike. While corruption and the 
lack of good governance remain challenges, these can be 
overcome through sincerity, accountability, and unity under the 
rules of law. The government must commit to completing the 
project on time, with full transparency and public participation.

If people of Nepal remain united in purpose, we can achieve 
all forms of national development. Let us look forward with 
hope and pride to the day we can share the news with every 
Nepali citizen — that the Government of Nepal has officially 
begun the construction of Nijgadh International Airport, a 
milestone toward building a stronger, more prosperous, and 
better-connected Nepal.
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Abstract

The global airport industry has undergone a profound transformation, evolving from state-managed transportation 
utilities into dynamic commercial enterprises that serve as critical engines of regional and national economies. 
This evolution is driven by the strategic imperative to diversify revenue beyond traditional, regulated aeronautical 
streams and harness the vast potential of non-aeronautical commercial activities. Airports have evolved from 
purely transportation infrastructures into complex commercial enterprises and economic catalysts. Modern airport 
businesses integrate aviation operations with diversified commercial activities, digital innovation, and urban 
development concepts. This article examines the airport business from a holistic perspective, focusing on airport 
users, services, revenue structures, commercial management strategies, digital disruption, and the airport city 
concept. Special attention is given to aeronautical and non-aeronautical revenues, their regulatory frameworks, 
and their growing significance in ensuring financial sustainability. The article also contextualises airport business 
operations within the framework of the Civil Aviation Authority of Nepal (CAAN), highlighting challenges and 
opportunities for airport commercialisation in developing aviation markets.

Airport Business: Structure, Revenue 
Models, Commercial Strategies, and the 
Emerging Airport City Concept
Narayan Devi Shrestha*

* Dy. Director, CAAN

1. Introduction

Airports are no longer limited to facilitating aircraft take-
offs and landings. In the contemporary aviation environment, 
airports function as highly sophisticated business entities 
that connect people, goods, and services across regional and 
international boundaries. They serve as critical nodes within 
the global air transport system, enabling mobility, trade, 
tourism, and economic growth. As passenger volumes rise 
and competition among airports intensifies, airport operators 
are increasingly required to adopt business-oriented 
approaches that emphasise efficiency, customer experience, 
and revenue diversification.

Globally, airports have undergone a profound identity 
shift. Once viewed as public utilities focused on safety 
and basic operations, they have transformed into agile 
commercial enterprises. This evolution was born from 
necessity. Traditional airport revenue, derived largely 
from fees paid by airlines, proved dangerously vulnerable. 
Economic downturns, geopolitical unrest, and health crises, 
most recently, the COVID-19 pandemic—could evaporate 
income overnight, revealing a fragile financial model. As a 
result, non-aeronautical activities—such as retail, food and 
beverage, advertising, parking, real estate, and hospitality—
have become central to modern airport business strategies. 
Airports today resemble miniature cities, offering a wide 
range of commercial and social services to passengers, 
employees, visitors, and local communities.

This article explores the airport business in a structured 
manner, beginning with the role of airports within the air 
transport system and progressing through airport users, 
services, revenue models, commercial management, digital 
disruption, and the airport city concept. Finally, the discussion 
is linked to the operational and regulatory context of the Civil 
Aviation Authority of Nepal (CAAN).

2. Airports within the Air Transport System

Airports operate at the intersection of four major components 
of the air transport system: airport infrastructure and 
operations, air traffic services, airlines, and users. These 
components coexist and interact to ensure the safe, efficient, 
and reliable movement of passengers and cargo.

Airport infrastructure includes runways, taxiways, terminals, 
aprons, and support facilities. Airport operations involve 
managing aircraft movements, passenger flows, security 
coordination, and ground services. Air traffic services 
ensure safe separation and navigation of aircraft, while 
airlines provide transport services to passengers and cargo 
customers. Users, including passengers, employees, visitors, 
and commercial tenants, represent the demand side of airport 
operations.

As global aviation expands, airports have become 
international businesses with multicultural customer bases. 
This global dimension requires airports to understand 
diverse passenger behaviours, cultural preferences, and 
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spending patterns. Consequently, airport business strategies 
must balance operational efficiency with customer-centric 
commercial development.

3. Airport Users and Commercial Customers

Passengers are the primary customers of airports and 
represent the largest source of commercial opportunities. 
They generate demand for essential services such as parking, 
check-in facilities, security processing, and boarding gates, 
as well as discretionary services such as retail shopping, 
dining, and lounge access. Passenger spending behaviour 
is influenced by factors such as dwell time, income levels, 
cultural background, and travel purpose.

Airlines constitute another important customer group. 
Airports provide airlines with aeronautical services such 
as landing and parking facilities, terminal space, ground 
handling, fuel services, and catering support. Airlines 
also lease office space and operational areas within airport 
premises. Maintaining strong relationships with airlines is 
critical, as route development and flight frequency directly 
affect passenger volumes and airport revenues.

Airport employees, including staff of airlines, airport 
operators, and third-party service providers, form a stable 
and recurring customer base. Their daily presence creates 
demand for food, retail, transportation, and convenience 
services. Meeters and greeters—family members and friends 
accompanying passengers—also contribute to commercial 
activity by using parking facilities, restaurants, and shops.

Local residents represent an increasingly important 
user group, particularly in airports that have developed 
commercial zones, business parks, and shopping centres. 
Good surface access and connectivity make airport locations 
attractive for non-aviation activities, reinforcing the airport’s 
role as a community asset.

4. Airport Services: Aeronautical and Non-Aeronautical

Airport services are broadly classified into aeronautical and 
non-aeronautical services, depending on their relationship 
with aviation operations.

4.1 Aeronautical Services

Aeronautical services are directly related to aircraft 
operations and are primarily provided to airlines. These 
services include runway and apron use, airside facilities, 
passenger processing infrastructure, and safety-related 
services. Activities performed in support of these services are 
defined as aeronautical activities and are subject to extensive 
regulation.

The pricing of aeronautical services is typically governed by 
national and international regulatory frameworks to ensure 
fairness, transparency, and cost recovery. Because of these 
constraints, airports have limited flexibility in increasing 
aeronautical charges, making revenue growth in this area 
relatively stable but restricted.

4.2 Non-Aeronautical Services

Non-aeronautical services encompass all commercial 
activities not directly linked to aircraft operations. These 
services are provided to a wide range of users, including 
passengers, visitors, tenants, and the general public. 
Examples include retail shops, duty-free outlets, restaurants, 
car parking, advertising, banking services, hotels, and 
entertainment facilities.

Non-aeronautical services have become increasingly 
important as they offer higher profit margins, greater pricing 
flexibility, and opportunities for innovation. They also allow 
airports to enhance passenger experience while generating 
additional income.

5. Airport Revenue Structure

Airport revenue consists of two main streams: aeronautical 
revenue and non-aeronautical revenue. Together, these 
streams form the financial foundation of airport businesses.

5.1 Aeronautical Revenue

Aeronautical revenue is generated from the use of airport 
infrastructure and services by aircraft operators and 
passengers. It includes charges for landing, parking, passenger 
processing, security, cargo handling, and navigation-related 
services.

The generation of aeronautical revenue is based on several 
principles. Charges are levied on users for access to 
airport facilities and are designed to recover the costs of 
providing infrastructure and services. Regulatory oversight 
by organisations such as the International Civil Aviation 
Organisation (ICAO), national civil aviation authorities, 
and airport economic regulators ensures transparency, cost 
allocation, consultation, and non-discrimination.

Aeronautical charges are usually set for a regulated period, 
often ranging from two to five years. During this period, 
airports must operate within approved pricing frameworks, 
limiting their ability to respond quickly to market changes.

5.2 Non-Aeronautical Revenue

Non-aeronautical revenue is derived from commercial 
arrangements related to concessions, rentals, leases, and 
airport-operated businesses. These revenues may be earned 
directly by the airport operator or indirectly through revenue-
sharing agreements with tenants.

Typical sources of non-aeronautical revenue include retail 
and duty-free sales, food and beverage operations, car parking 
and rentals, advertising, banking and foreign exchange 
services, transportation concessions, hotels, lounges, and 
entertainment facilities. Additional income may be generated 
from office rentals, logistics facilities, and industrial parks 
located on airport land.

Non-aeronautical revenue offers airports the opportunity to 
diversify their income streams and reduce dependence on 
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regulated aeronautical charges. It also provides resilience during economic downturns, as diversified portfolios help mitigate 
financial risk.

Comparative Analysis:

Aspect Aeronautical Revenue Non-Aeronautical Revenue

Regulatory Nature Heavily regulated, cost-based. Market-driven, commercially negotiated.
Growth Driver Air traffic volume. Passenger spend per head & dwell time.
Profit Margin Low to moderate (capped). High.
Financial Role Stability & Cost Recovery. Growth & Profitability.
Risk Profile High cyclical risk. More resilient, diversified.
Primary Customer Airlines (B2B). Passengers, community (B2C).

6. Commercial Performance and Passenger Experience

There is a strong link between passenger experience and 
commercial performance at airports. Research by the 
Airports Council International (ACI) found a powerful link: 
ACI (ACI, 2016) research quantifies the synergy:

�	1 per cent increase in passenger satisfaction → 1.5 per 
cent increase in non-aeronautical revenue.

�	1 per cent increase in passenger traffic → 0.7 per cent to 
1.0 per cent increase in non-aeronautical revenue.

�	1 per cent increase in commercial space → 0.2 per cent 
increase in revenue.

Similarly, growth in passenger traffic and expansion 
of commercial space positively impact airport income. 
To measure commercial performance, airports adopt key 
performance indicators derived from the retail industry. 
These include footfall rate, conversion rate, and penetration 
rate. Footfall rate measures the number of passengers passing 
in front of a shop, conversion rate measures the proportion of 
those passengers who make a purchase, and penetration rate 
measures the proportion of total passengers who become buyers. 
Airport terminal design plays a crucial role in maximising 
these indicators. Commercial areas must be strategically 

located along passenger pathways to ensure high visibility 
and accessibility. The integration of commercial planning 
into the early stages of terminal design is essential for 
optimising passenger flow and revenue generation.

7. Digital Disruption in Airport Business 
Digital technologies are reshaping the airport business 
model at an unprecedented pace. Innovations such as 
artificial intelligence, biometrics, big data analytics, cloud 
computing, and the Internet of Things are transforming 
both passenger experience and operational efficiency. 
The physical evolution of airports is matched by a digital 
revolution. Technology is transforming the passenger 
experience from a series of hurdles into a seamless journey. 
From a passenger perspective, digital tools enable seamless 
journeys through biometric check-in, automated security 
screening, and personalised retail offers. E-commerce 
platforms and omnichannel retailing allow passengers 
to browse and purchase products before arriving at the 
airport, reducing dependency on physical store visits. 
From an operational perspective, digital systems support 
predictive maintenance, dynamic resource allocation, 
baggage tracking, and collaborative decision-making 
among airport stakeholders. These technologies reduce 
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bottlenecks, enhance safety, and improve overall efficiency. 
Digital disruption also reflects changing passenger 
demographics. Younger travellers from Generation Y and 
Z tend to be more digitally savvy, price-sensitive, and 
experience-oriented. Traditional airport retail offerings are 
increasingly supplemented by experiential services such 
as fitness centres, entertainment zones, and smart retail 
solutions.

8. The Airport City Concept

To maximise non-aeronautical revenue and economic impact, 
many countries have adopted the airport city or aerotropolis 
concept. An airport city is a planned urban development 
centred around a major airport, where the airport functions 
as both a transportation hub and a core economic engine. 
Airport cities integrate aviation-related activities with business, 
logistics, hospitality, retail, and residential developments. 
Large airports increasingly exhibit characteristics of 
cities, offering employment opportunities, meeting spaces, 
hotels, and leisure facilities. Airport hotels, in particular, 
are among the most profitable assets, generating revenue 
from accommodation, conferences, and catering services. 
An airport city leverages the airport’s best asset: 
connectivity. It develops surrounding land into hotels, 
conference centres, logistics parks, and retail outlets. 
This creates revenue streams that are independent of 
flight schedules. A local business conference at an airport 
hotel, a family visiting an airport outlet mall—these 
activities provide financial stability and deeply embed 
the airport into the community’s economic and social life. 
Importantly, airport cities are often developed partially 
on land outside the airport’s direct ownership, requiring 
collaboration between airport operators, governments, and 
private investors. When properly planned, airport cities 
enhance regional competitiveness, attract foreign investment, 
and stimulate job creation.

9. Airport Business in the Context of CAAN

The CAAN operates as an autonomous entity responsible for 
regulating and promoting air services in Nepal. In addition to 
its regulatory functions, the CAAN manages airport operations 
and aims to operate airports profitably to generate resources 
for infrastructure development and service improvement. 
The CAAN’s revenue structure consists of both aeronautical 
and non-aeronautical revenues. Aeronautical revenues are 
collected directly from airlines for aircraft movements, 
passenger services, and cargo operations. Non-aeronautical 
revenues are derived from commercial activities conducted 
by the CAAN or authorised entities within airport premises. 
The CAAN currently collects revenues under the Airport 
Service Charge Regulation 2078 (2022) and the Civil 

Aviation Regulation 2058 (2002). Non-aeronautical revenue 
sources include rentals, advertising, restaurants and catering 
services, fuel concessions, parking facilities, and other 
commercial concessions. These activities present significant 
growth potential, particularly as Nepal’s aviation sector 
expands and passenger volumes increase.

10. Conclusion

The airport business has evolved into a multifaceted enterprise 
that extends far beyond aviation operations. Modern 
airports serve as transportation hubs, commercial centres, 
and engines of economic development. While aeronautical 
revenues remain essential for cost recovery and operational 
stability, non-aeronautical revenues have emerged as the 
primary drivers of growth and financial sustainability. 
Effective airport business management requires a balanced 
approach that integrates regulatory compliance, commercial 
innovation, passenger experience, and digital transformation. 
Concepts such as airport cities and omnichannel retailing 
illustrate how airports can leverage their strategic locations to 
create value for stakeholders and surrounding communities. 
In the context of Nepal, the CAAN holds significant 
potential to enhance airport profitability through expanded 
non-aeronautical activities, improved commercial planning, 
and adoption of digital technologies. By embracing global 
best practices while addressing local needs, airports can 
strengthen their role as vital connectors of people, goods, 
and economic opportunity in an increasingly interconnected 
world.
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Safe aircraft operation at the Tribhuvan International 
Airport (TIA) is only possible through secured airside areas 
and secured airspace vicinities, ensuring the avoidance of 
wildlife encounters or interference through proper wildlife 
control and/or management on the ground at the TIA and 
within its surrounding airspace. In addition to the many 
stakeholders directly involved in aviation, there are other 
multiple agencies, including government bodies (central, 
provincial, and local government organisations), NGOs/
INGOs, the travelling public, and even the general public, all 
of whom have roles to play in the management of wildlife at 
the TIA and its vicinity.

Until two years ago, the TIA remained the only gateway to 
Nepal by air, and it still caters to almost 90 per cent of the 
total aviation business of the country (Ref. FY 081/082: NRs. 
14.72 billion total CAAN revenue versus NRs. 12.91 billion 
in revenue from the TIA alone). Hence, it remains the major 
aviation infrastructure of Nepal.

Beyond being the air transportation hub of the country, 
the TIA carries multiple dimensions, serving as a major 
economic hub, a prominent tourism junction, a strategically 
sensitive location, and a base for relief and rescue operations 
during natural calamities.

Therefore, the TIA is our pride and a national infrastructure 
treasure, and it is our collective duty to support the TIA in 
achieving its day-to-day services, roles, responsibilities, and 
envisioned goals. Against this backdrop, the critical role 
we play in safeguarding aviation operations from potential 
wildlife strikes at the TIA requires no further emphasis.

Scenario

November 15, 2025: Republica reported that a Buddha Air 
aircraft, which had been grounded following a bird strike in 
Pokhara, returned to Kathmandu after undergoing a technical 
inspection. On Saturday morning, flight number 604, which 
was preparing to depart from Pokhara Regional International 
Airport for Kathmandu, struck a kite during take-off. 
Following the incident, the aircraft was immediately taxied 
back to the parking bay.

November 29, 2025: Artha Sansar reported that a Buddha 
Air flight operating from Kathmandu to Pokhara collided 
with a bird during landing at Pokhara Airport. Flight number 
617, with all passengers and crew members reported safe, 
experienced the incident while approaching the runway. 
No casualties were reported, and the situation was handled 

by the airline. The incident raised concerns regarding pilot 
safety and temporarily affected airline operations.

Following the above incidents, Buddha Air suffered a 
significant financial burden due to the repair and replacement 
of damaged aircraft components. It is reported that the 
company filed a serious complaint with the CAAN Head 
Office, requesting that the matter be addressed with urgency 
and that immediate improvements be made to wildlife 
management measures aimed at mitigating and/or minimising 
wildlife strike risks at Pokhara.

Similarly, on several occasions at the Tribhuvan International 
Airport (TIA), following consecutive minor bird strike 
incidents, the Airlines Operators Committee of Nepal 
(AOC-N), which represents all international airlines 
operating at the TIA, submitted written requests to the TIA-
CAO management, urging immediate action to mitigate and/
or minimise wildlife strike risks at the TIA. These instances 
are highlighted to underscore the gravity of wildlife strike 
risks associated with aviation and their direct implications 
for flight safety, both domestic and international.

The TIA does not only attract large concentrations of people; 
due to its inherent limitations, it has also become an attraction 
point for various species of wildlife. The causes of bird and 
wildlife attraction and activity at TIA include:
• 	 Natural habitats and landfill areas located to the north of 

the airport
•	 Unmanaged waste and garbage along the Bagmati River
•	 Dense trees and bamboo near residential zones
•	 Livestock rearing in nearby communities

Major species observed at TIA include:

• 	 Birds: Black kites, Steppe eagles, vultures, barn owls, 
ruddy shelducks, crows, geese, sparrows, swallows, 
pigeons

•	 Mammals: Jackals, wild cats, community dogs, rodents

Main hazardous species: Black kites, Steppe eagles, barn 
owls, wild cats, jackals, and dogs

Current wildlife management measures and practices at 
TIA include:

Proactive measures: Vegetation management, source 
blocking, coordination with municipalities, and perimeter 
fencing

Wildlife Management Challenges & Wildlife 
Strike Risks: Context of TIA BCCIU Meeting 
Deliberations 
Umesh Kumar Panthi *

* Dy. Director, CAAN
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Reactive measures:
	» Disturbance techniques (audio and visual deterrents)
	» Trapping using local methods
	» Pesticide use in grassy areas
	» Regular patrolling and monitoring
	» Incident response coordination with Air Traffic Control 

(ATC)
	» Wildlife activity logging
	» Lethal control (slingshot), applied only when absolutely 

necessary

1.	 Vegetation, Wildlife Species & Wildlife Management 
Challenges at TIA:

The presence of birds and other wildlife poses threats to 
aircraft operations at all airports. To minimise the presence of 
birds and wildlife, airports must invest heavily in manpower, 
resources, and procedures aimed at reducing the risk of 
aircraft collisions with birds and animals. The TIA faces 
significant challenges from birds and other wildlife that pose 
direct threats to aircraft safety. This is primarily due to the 
TIA’s geographical location, which is surrounded by two 
rivers, Bagmati River to the north and west, and Manohara 
River to the east and south, along with a garbage collection 
and sorting site to the north, agricultural fields to the east, 
and busy roads to the west and south with dense residential 
settlements. Additionally, grasslands and bushy areas within 
the airside attract birds and wild animals, including stray 
dogs.

The primary control measures currently used for birds at 
the TIA include scaring techniques using loud blast sounds, 
limited use of recorded bird distress calls, and shooting only 
when absolutely warranted. Studies have identified more than 
39 bird species and 59 plant species in and around the airport. 
The existing bird and wildlife control measures at the TIA 
are largely traditional. However, natural habitat management 
methods are considered more sustainable and ecologically 
harmonious. By modifying environmental factors, such as 
controlling vegetation height, eliminating standing water, 
managing garbage disposal both inside and outside the 
airport, and creating buffer zones using non-attracting plant 
species within airport premises, the attraction of birds and 
animals can be significantly reduced.

1.1 	 Furthermore, the Bankali area of Pashupatinath, located 
to the north-west of the airfield, contains dense plants, 
trees, and vegetation. The age-old tradition of feeding 
pigeons and monkeys in the temple area creates an 
environment highly attractive to species such as crows, 
kites, pigeons, and swallows. These birds frequently 
forage and roost near runway areas, increasing the 
risk of bird strikes during take-off and landing. In 
addition, stray dogs, monkeys, and wild cats (caracals) 
occasionally enter the airfield, creating further safety 
concerns. Bird and wildlife strike not only endanger 
human lives and aircraft but also result in costly 
maintenance, operational delays, and flight disruptions.

1.2 	 With the rapid increase in aircraft movements worldwide, 
bird strikes and animal collisions have created immense 
challenges for the aviation fraternity, and the TIA 
is no exception. To address this threat, vegetation 
management plays a crucial role in controlling bird 
and wildlife hazards at airports such as the TIA. The 
landscape surrounding the airport is characterised by 
mixed grasslands, shrubs, and scattered trees, which 
provide ideal foraging and roosting habitats for many 
bird species and wild animals. Studies conducted 
around the TIA have recorded more than 39 bird 
species, with the highest activity observed near areas of 
dense vegetation and unmanaged grass cover. Excessive 
plant growth also attracts insects and small rodents, 
which serve as prey for larger birds, thereby increasing 
the risk of bird strikes. Moreover, seed-bearing grasses 
and fruiting plants within and around the airport act as 
additional attractants. These findings highlight the direct 
relationship between vegetation type, structure, and bird 
activity, emphasising the need for scientifically guided 
vegetation management practices.

1.3 	 Field observations at the TIA indicate that vegetation is 
diverse and unevenly distributed, with clear variations 
near runways, taxiways, apron areas, and other airside 
locations. Areas close to runways, taxiways, and aprons 
are generally maintained as short grasslands, which 
are periodically mowed to minimise bird attraction. 
However, patches of taller grasses, weedy herbs, and 
bushes have been observed along runway edges and 
drainage channels, providing cover for small animals 
and attracting ground-foraging birds.

1.4 	 Grasses, herbs, shrubs, bushes, and trees found 
within the TIA premises include: Adiantum capillus-
veneris, Ageratum conyzoides, Alnus nepalensis, 
Amaranthus spinosus, Amaranthus viridis, Artemisia 
indica, Artemisia spp., Barleria cristata, Bidens pilosa, 
Bidens spp., Buddleja asiatica, Callistemon citrinus, 
Cannabis sativa, Celtis australis, Centella asiatica, 
Cirsium wallichii, Clerodendrum spp., Colocasia spp., 
Cynodon dactylon, Cyperus iria, Cyperus spp., Datura 
metel, Datura stramonium, Dendrocalamus spp., 
Duranta repens, Eucalyptus citriodora, Eupatorium 
adenophorum, Ficus religiosa, Fimbristylis miliacea, 
Fraxinus floribunda, Galinsoga parviflora, Grevillea 
robusta, Imperata cylindrica, Ipomoea aquatica, 
Ipomoea spp., Jacaranda mimosifolia, Lagerstroemia 
indica, Lantana camara, Melia azedarach, Phragmites 
karka, Polygonum plebeium, Populus deltoides, Prunus 
cerasoides, Prunus persica, Psidium guajava, Punica 
granatum, Pyrus pashia, Ranunculus spp., Saccharum 
spp., Sambucus canadensis, Senecio cappa, Solanum 
aculeatissimum, Solanum nigrum, Sonchus asper, 
Sporobolus diander, Stellaria vestita, Thuja orientalis, 
Trifolium repens, Urtica dioica, Oryza sativa, and 
Paspalum scrobiculatum.

1.5 	 Bird species observed at the TIA include: Bank 
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myna, barn swallow, baya weaver, black bulbul, black 
drongo, black-headed shrike, black kite, blue rock 
pigeon, cattle egret, common kestrel, common myna, 
common stonechat, common swift, crested serpent 
eagle, Eurasian tree sparrow, European goldfinch, 
green bee-eater, Hodgson’s redstart, house crow, house 
sparrow, jungle myna, little egret, Nepal house martin, 
oriental magpie robin, paddyfield pipit, pariah kite, pied 
bushchat, pied kingfisher, pond heron, red avadavat, 
red-vented bulbul, rose-ringed parakeet, scaly thrush, 
spotted owlet, spotted dove, steppe eagle, white wagtail, 
white-rumped munia, and white-throated kingfisher.

1.6 	 Feeding Habits: The most commonly observed birds 
at the TIA, grouped according to feeding habits-
omnivorous, carnivorous, herbivorous/granivorous, 
insectivorous, and frugivorous/nectarivorous (minor)-
are as follows:

• 	 Carnivorous/Predatory: Black kite, crested serpent 
eagle, common kestrel. These feed on small mammals, 
reptiles, carrion, and other birds. Raptors frequently 
utilise green belts near the airport.

• 	 Granivorous/Herbivorous: Blue rock pigeon, 
Eurasian tree sparrow, house sparrow, red-vented 
bulbul, baya weaver, white-rumped munia, European 
goldfinch. These species primarily feed on seeds, 
grains, and fruits, with some seasonal insect 
consumption.

•	 Insectivorous/Semi-insectivorous: White wagtail, 
paddyfield pipit, barn swallow, Nepal house martin, 
black-headed shrike, common stonechat, oriental 
magpie robin, Hodgson’s redstart, little egret, pond 
heron, cattle egret, pied bushchat. These species 
mainly feed on insects and small invertebrates, 
while waders forage in wet and grassland areas and 
swallows catch aerial insects.

• 	 Frugivorous/Nectarivorous (Minor): Black bulbul, 
rose-ringed parakeet, green bee-eater. These feed 
primarily on fruits, nectar, and occasionally insects.

1.7	 The monsoon season in Kathmandu typically occurs 
from mid-June to mid-September. During this period, 
the TIA experiences rapid vegetation growth and high 
insect activity, which significantly influences bird, 
reptile, and pollinator populations.

1.8	 Relationship between Vegetation and Wildlife Activity: 
Vegetation provides essential resources such as food, 
shelter, and nesting opportunities for wildlife. Certain 
vegetation types at airports tend to attract specific 
species:
• 	 Tall grass and weeds provide cover for insects and 

small mammals, attracting predatory birds such as 
kites and owls.

•	 Fruiting and seeding plants offer food sources 
for granivorous and frugivorous birds, including 
mynas, munias, and pigeons.

•	 Trees and shrubs serve as perching and roosting 

sites for medium and large birds.

•	 Aquatic vegetation supports waterfowl and waders 
in drainage and wetland areas.

1.9 	 Current Vegetation Conditions at TIA: The airport can 
be broadly divided into three vegetation zones:

• 	 Runway shoulders and safety strips, mainly 
covered with grasses and herbaceous plants.

•	 Perimeter areas, which include unmanaged patches, 
tree lines, and drainage vegetation.

•	 Adjacent land-use areas, including agricultural 
fields and community gardens, contributing to 
external wildlife influx.

Rapid grass regrowth during the monsoon season, limited 
mowing resources, and the encroachment of non-native plant 
species that produce seeds or fruits continue to attract birds.

1.10	Mitigation Measures for Bird and Wildlife 
Control through Vegetation Management: 
Vegetation management focuses on minimising food, 
water, and shelter availability for birds and small 
animals, including:

• 	 Grass Height Control: Maintaining grass at a 
uniform height of 15–25 cm to discourage feeding, 
nesting, and roosting.

•	 Tree and Shrub Management: Regular pruning 
and removal of tall or fruit-bearing trees to reduce 
perching and nesting opportunities.

•	 Aquatic Vegetation Removal: Keeping drains and 
wet areas clear of plants such as Phragmites karka 
and Cyperus spp. to deter water birds.

•	 Landscaping with Safe Plant Species: Using 
only non-fruiting, non-seeding, and low-growing 
ornamental plants within airport premises.

•	 Integrated Waste and Vegetation Control: Prompt 
removal of cut grass and organic debris, and 
minimising vegetation near waste areas to prevent 
attraction of scavenger birds and animals.

2.	 TIA’s Bird Control Coordination and Implementation 
Unit (BCCIU): 

2.1	 Nepal as a member country of ICAO has an obligation 
to abide by ICAO Annexes. As per ICAO Annex 14, 
Article 9.4, “The wildlife strike hazard on, or in the 
vicinity of, an aerodrome shall be assessed through: a) 
the establishment of a national procedure for recording 
and reporting wildlife strikes to aircraft; b) the collection 
of information from aircraft operators, aerodrome 
personnel and other sources on the presence of wildlife on 
or around the aerodrome constituting a potential hazard 
to aircraft operations; and c) an ongoing evaluation of 
the wildlife hazard by competent personnel”, Nepal 
shall have the organisation at all appropriate levels as 
above. The establishment of BCCIU-TIA is required by 
following legal provisions:
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� International Framework: 
	» 	ICAO Annex 14, Article 9.4
	» 	ICAO Doc 9332, 9184, 9137 (Part 3), 9774, and 9859.

�	National Framework
	» 	Civil Aviation Requirements-14 (Part I), 2015
	» TIA Aerodrome Manual (2022)
	» 	TIA Wildlife Hazard Management Plan 
	» 	CAAN Aerodrome Certificate Regulation, 2004

2.2	The BCCIU-TIA was established to support the TIA-CAO in formulating and implementing effective strategies to manage 
such risks. The unit aims to minimise attractants, identify patterns of wildlife behavior, and implement control actions to 
ensure safe aerodrome operations. The objectives of BCCIU include:

�	To minimise bird and wildlife hazards at and around TIA.
�	To identify attractants and behavioral trends for effective risk management.
�	To adopt modern methods, technologies, and best practices for aerodrome safety.
�	To ensure environmental and operational safety through coordinated management.
2.3	The national-level, Airport Bird Control and Reduction Committee (ABCRC) is the apex body for the country to frame 

national level policy to safeguard Civil Aviation Operation from Wildlife Strike Risks and oversee on matters related to 
Management of Wildlife Strike Risks. The composition of the national committee is as follows: 
�	Secretary, Ministry of Culture, Tourism and Civil Aviation	 Chairman 
�	Joint Secretary, Ministry of Home Affairs	 Member               
�	Joint Secretary, Ministry of Defense	 Member 
�	Joint Secretary, Ministry of Forests and Environment	 Member 
�	Joint Secretary, Ministry of Local Development	 Member 
�	Brigadier General, No.11 Brigade, Gaucher	 Member 
�	Chairman, Kathmandu, Lalitpur and Bhaktapur's DDC 	 Member
�	Mayor, Kathmandu Metropolitan City                                     	 Member                  
�	Chairman, Nepal Airlines Corporation	 Member                           
�	Director General, CAAN	 Member-Secretary 

2.4	There is an airport-level Bird Control Coordination & Implementation Unit (BCCIU). The composition of BCCIU-TIA is 
as follows:
�	General Manager, TIA Civil Aviation Office 	 Chairman 
�	Representative, Kathmandu District Development Committee 	 Member
�	Representative, Kathmandu District Police Office	 Member
�	Representative, Kathmandu District Administration Office	 Member 
�	Representative, Kathmandu District Forest Office	 Member
�	Representative, Kathmandu District Agriculture Office	 Member
�	Representative, Kathmandu District Veterinary Office	 Member
�	Representatives, Kathmandu Metropolis, Ward Offices 8,9 & 32 	 Member
�	Representative, Kageshwori Manohara Municipality	 Member
�	Specialist designated by Chairman	 Member 
�	Representative, Nepal Airlines 	 Member
�	Representative, Nepal Army	 Member
�	Representative, Solid Waste Management and Resource Mobilisation Centre, MOLD	 Member
� Chief, Airside Management Division, TIA-CAO	 Member Secretary 

3.	 Issues regarding Wildlife Activities, Roles and Coordination between Local & Concerned Agencies to mitigate the 
Environmental Issues, Challenges and WHM in TIA

	 By standard requirements, at least one meeting of the BCCIU–TIA must be conducted annually to ensure that Wildlife 
Hazard Management (WHM) efforts are proactively implemented at the airport level. In this context, the BCCIU–TIA 
meeting was successfully held on 7 November 2025. The meeting was attended by more than 30 legitimate members, 
comprising wildlife experts, government officials, special invitees, professors, and professionals representing nearly two 
dozen national and international organisations.

	 The meeting was conducted over a full day, lasting approximately seven hours, allowing for in-depth discussions and 
technical deliberations. Below is a summary of the key deliberations from this highly important meeting, aimed at 
strengthening the effective implementation of wildlife management applications at the TIA, in addition to the existing 



Souvenir 2025 27th Anniversary of CAAN52

measures, practices, and prevailing conditions:

3.1	Recommend for the modification of TIA BCCIU composition in the 'TIA Aerodrome Manual-July 2024', to include all but 
key stakeholders:

S.N Existing Composition: Proposed Composition:
(modifications & additions are  marked in *) Reasons

3.1.1 -GM, TIA-CAO Chair	
-Rep. Ktm. District Dev. Com. Mbr
-Rep. Ktm. D. Police Office     “
-Rep. Ktm. D. Admn. Office   “ 
-Rep. Ktm. D. Forest Office   “
-Rep. Ktm. D.Agriculture Office “
-Rep. Ktm. D. Vetnary Office “
-Rep. Ktm.Ward 8,9,32 of KMC “
-Rep. Kageswori Manhara Muni. “
-Specialist designated by Chair  “
-Rep. NAC                 “
-Rep. Nepal Army      “
-Rep. Solid Waste Mgmt. & Resource 
Mobilization  ”
-Center, Ministry of Local Dev.  “
-Chief, Airside Mgmt. Div. TIACAO           
Member Secretary 
(Note: “D” means District)

-GM, TIACAO Chair	
-Rep. Ktm District Dev. Com. Member
-Rep. Ktm. D. Police Office     “
-Rep. Ktm. D. Admn. Office   “ 
-Rep. Ktm. D. Forest Office   “
-Rep. Ktm. D. Agriculture Office “
-Rep. Ktm. D. Vetnary Office “
-Rep. Ktm. Ward 8,9,32 of KMC “
-Rep. Kageswori Manohara Muni“
-*Rep. Gokarneshwor Muni. “
-*Rep. AOC-N             “
-*Rep. AOAN             “
-Specialist designated by Chair “
-Rep. NAC                “
-Rep. Nepal Army     “
-**Rep. Dept. of Environment, Nepal Govt. 
(Federal) “
-Center, Ministry of Local Dev.  “
-Chief, AMDiv TIACAO Member Sec.  

*Key stakeholders’ 
inclusion will help to 
get overall picture of 
the wildlife situation 
and hence help to make 
holistic resolutions.

**SWMRM office is 
dissolved & its function 
is carried by Nepal 
Govt. (Federal) Dept. of 
Environment

3.2	Stray (street/community) dogs: birth control, relocation, and management of captured dogs from TIA’s airside area.

S.N Existing Efforts & Practices: Proposed Efforts & Practices: Reasons
3.2.1 On average, around 20 dogs were observed on the 

ground side of TIA, from the international arrival 
exit area to the domestic departure terminal hall 
entrance. This observation was based on three days 
of close monitoring conducted in the early morning 
at 06:00 hours (dog-counting walk). Additionally, 
approximately half a dozen dog entry points were 
identified along gates and fencing lines, creating 
potential access routes for airside incursion.
Although these dogs cannot, or do not, enter the 
airside frequently, a few dogs do manage to enter 
occasionally, estimated at once or twice per month. 
Dogs found in the airside area are either chased out or 
captured and released outside the airside perimeter.

There should be a formal provision for 
handing over captured dogs to designated 
dog protection centres, where they can be 
vaccinated against rabies and administered 
birth-control vaccines, in collaboration with 
Municipal Offices and/or recognised Dog 
Protection Centres.

Proper management of 
stray dogs for enhancing 
airside safety.

3.3	 Relocation, Removal, or Alteration of Waste Collection Centres Located or Scattered to the North-West, North, and 
North-East of Runway 20, Away from TIA (Preferably Beyond 13 km from TIA’s Airside Boundaries).

S.N Existing Situation: Proposed endeavor with alternative elevated 
layers Reasons

3.3.1 Based on daily observations by TIA’s wildlife 
duty officers, it has been found that garbage 
collection trucks, fully loaded with waste, are 
parked south of the Bagmati River near the 
Guheshwori Wastewater Treatment Plant / 
Activated Sludge Process Treatment Centre, 
which lies to the west of Runway 20. Similar 
situations exist to the north and north-east of 
Runway 20, where people manually segregate 
garbage according to their commercial 
interests. This practice spreads foul odour in the 
surrounding areas, and garbage is extensively 
scattered on the ground (although it is collected 
later). Such conditions create an environment 
highly attractive to wildlife, including birds.

a. Relocation / Removal / Alteration of Waste 
Collection Centres (whether temporary from 
trucks or permanent built structures) is strongly 
recommended, preferably through consensus 
involving local governments, property owners, 
operating business parties, and nearby residents.
b. However, if the consensus outlined in point 
“a” fails, the involvement of law enforcement 
agencies is recommended. All concerned local 
bodies and TIACAO should initiate joint action.
c. If enforcement under point “b” is also 
unsuccessful, support from local and federal 
governments should be sought for intervention, 
enforcement, and immediate relocation.

These measures are 
essential to control 
hovering birds and 
wildlife such as dogs, 
cats, jackals, and rodents 
by removing their 
food sources, thereby 
enhancing flight safety. 
The recommended 
distance of 13 km is in 
accordance with ICAO 
guidance as per Annex 
14.
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3.4	 Local government and the airport’s joint efforts in public awareness on waste management, especially the proper 
segregation, collection, transportation, and disposal of household and commercial waste.

S.N. Existing Efforts & Practices Proposed Efforts & Practices Reasons
3.4.1 TIA publishes public notices in national 

dailies especially just before the Dashain / 
Tihar holiday cautioning all kite flyers not 
to fly kite near or on the aircraft approach 
and departure paths with penalties for non-
compliances.

In addition to TIA’s solo warnings on limited media, Local 
bodies should endeavor to collaborate to publicise such 
aviation safety messages through their FM radios, talk 
programs, ward office meetings and Awareness messages 
should include waste management practices & its’ 
consequences to TIA wildlife hazard challenges to flight safety.

For expanding public 
awareness

3.4.2 TIACAO conducts public awareness 
by conducting few awareness classes in 
surrounding colleges and high schools for 
students & local community inhabitants. 

Local government bodies should collaborate with TIA’s 
Wildlife Management Office to conduct additional 
awareness classes, seminars, workshops. Also colleges / 
schools can encourage their students to carryout researches 
/ studies / reports / workshops and can ask expertise support 
from TIA or Volunteering through lectures/presentations on 
Waste Management & Aviation Wildlife Issues.

For expanding public 
awareness

3.4.3 TIA distributes brochures, pamphlets for 
public awareness in schools & colleges.

Local government bodies can contribute on this by 
providing some air time on their FMs, radios, TVs or some 
space in print media, if they are operating any, in addition, 
they may help to reach out to select (airport periphery) 
community resident families by distributing TIA produced 
brochures, pamphlets through Ward Offices.

For expanding public 
awareness

3.5	 Vegetation management around airport periphery, possible alteration of crops / tree plantation around and effective wildlife 
control & deterrence measures:

S.N. Existing Efforts & Practices: Proposed Efforts & Practices: Reasons
3.5.1 Limited access road with rough and or dirt roads. 

AFL & other wires are not properly grounded 
which makes ground surface uneven and risky in 
grass cutting.

Airport all area be made accessible for airside 
vehicle. Runway shoulder & nearby surface 
area be graded (ground work).

For proper access, 
surveillance & 
management of wildlife.

3.5.2 Due to uneven surfaces and majority manual 
cutting, grass height is not maintained.

Grass height shall be maintained. To destroy possible 
wildlife shelter or 
habitat.

3.5.3 Drainage lines are open and drainage line 
surface not labeled which makes some portions 
of drainage all the time water locked. However 
drainage cleaning has been done as per needs. 
Open drainage attracts water birds.

Drainage area be labeled, closed or netted. To avoid wildlife 
attractions (Remove food 
& water sources)

3.5.4 No active measures are under consideration at 
present however trees trimming work continues 
as per the security risks of unwanted peoples’ 
runway intrusion.

Nearby bushes/trees be trimmed and new 
wildlife non attracting Vegetation / tree 
plantation be done
for long term solution like BHANG, GANDHE 
etc.

To avoid wildlife 
attractions and manage 
(distract) wildlife habitat 
management.

3.5.5 Most of the construction made in the past not 
fully comply wildlife exclusion infrastructure 
however mending work continues.

Policy of Wildlife exclusion Infrastructure be 
applied in all new construction / improvement / 
repair civil works.

To avoid wildlife 
intrusion to airside & 
to promote sustainable 
wildlife mgmt. 
compatible policy.

3.5.6 Although there are prohibition (generic) 
provision in some document but no specific 
document specifies it in specific manner: 
restricting the food/drink intake at Airside, so 
enforcement is weak as different organization 
employees / casual workers are taking food in 
airside.

Strict prohibition of food/drink intake at airside shall 
be introduced at the earliest which help to regulate 
food/drink free airside thus making airside as no 
attraction to especially food searching monkeys.
(For example Monkeys are generally high either 
VVIP area or domestic apron but only rarely in 
Intl. apron after we relocated waste collection 
containers).

To block the source 
of food attraction for 
wildlife especially 
monkeys at TIA.

3.5.7 TIA-CAO is endeavoring to equip its Wildlife 
Management Office with necessary Systems, 
equipment, tools but so far all with traditional 
tools & similar type of equipment. Wildlife 
management training has not been given high 
importance which makes not all wildlife officers 
trained properly or without required specialty 
wildlife training.

TIA should equip its’ Wildlife Management 
Office with modern technology employed 
multiple Tools, Systems, Equipment and 
other resources & yet be made  diversified 
for successful copping up with aviation 
wildlife challenges at TIA and shall give high 
importance to train its wildlife officers with 
wildlife management training.

For successful copping 
up with aviation 
wildlife challenges & 
to impart necessary 
KSA in tackling wildlife 
issues as long term & 
sustainable solutions.
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3.6	 Forward the above decisions, along with BCCIU-TIA recommendations, for incorporation into the applicable higher-
level national document of the Airport Bird Control and Reduction Committee (ABCRC). In addition, conduct the next 
BCCIU meeting within FY 082/083 to monitor progress.

4.	 A quick look into Bird (Wildlife) Strike Scenario at TIA

Bird Strike in 2022

Month Jan Feb March April May June July August Sept Oct Nov Dec Total

No 1 2 3 3 3 5 6 7 3 2 2 2 39

Bird Strike in 2023

Month Jan Feb March April May June July August Sept Oct Nov Dec Total

No 5 0 2 2 4 2 5 6 7 4 0 2 39

Month Jan Feb March April May June July August Sept Oct Nov Dec Total

No 1 1 5 7 11 4 2 8 4 3 0 2 48

Bird Strike in 2024

Month Jan Feb March April May June July August Sept Oct Nov Dec Total

No 0 0 4 2 1 4 2 9 6 7 1 1 37

Bird Strike in 2025

(Note- TIACAO has kept bird strike data according to ICAO 
taxonomy which includes go-around, aborted take-off due 
to bird movement.) Data Source: TIA-CAO Aerodrome 
Safety Office.

5.	 Conclusion:

	 The TIA-CAO is deeply concerned and is making 
continuous efforts to minimise wildlife strike risks on and 
in the vicinity of the TIA Aerodrome. Since airside and 
vicinity improvements require close cooperation among 
multiple airside operating agencies, the TIA-CAO’s own 
various departments and divisions, as well as external 
agencies such as neighbouring communities, local 
governments, and the federal government, this is a highly 
complex task, and only collaborative efforts yield positive 
results. The TIA-CAO is striving for improvements: there 
are intense debates and discussions at external forums 
and interactions, as well as in internal staff meetings and 
engagements, even regarding consequential delays in 
inter-departmental, divisional, and sectional improvement 
works and procurement processes, while making every 
effort to keep all existing facilities in the highest possible 
operational condition and intensifying airside wildlife 
patrolling.

	 It is a matter of relief that wildlife strikes at the TIA last 
year, in 2024, numbered 48, and our target was to reduce 
this by at least 10 per cent, that is, to maintain wildlife 
strike numbers below 44. As of now (18 December 2025), 
this number stands at only 37, which in some way reflects 
that 'wo/men at work' are taking aviation safety very 
seriously. Furthermore, as of today this year, there has 
been no significant damage to any aircraft, according to 

our records. It is worth mentioning that the environment 
created by massive construction project works (TIA 
ATCEP) in and around the TIA airside has made the TIA 
the most wildlife-incident-prone area throughout this 
year. Even so, 2025 marks the lowest ever wildlife strike 
occurrences in the last four years (2022 to 2025), and that 
too, fortunately, without any significant damage to human 
beings or aircraft. Bird and wildlife hazard management at 
the TIA requires multi-agency coordination and constant 
adaptation to natural changes. The BCCIU framework 
provides an effective model for maintaining air safety 
while respecting environmental sustainability.

	 {Note: “WCCP” stands for Waste Collection Center & 
Practices, “SWMRM” for Solid Waste Mgmt. & Resource 
Mobilization, “AOC-N” Airline Operators Committee 
- Nepal (Committee of Intl. Airlines operating at TIA), 
“AOAN” Airlines Operators Association of Nepal (All 
domestic airlines operators & Helicopter Operators)}.
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Abstract
Bird and wildlife strikes pose a persistent and growing threat to aviation safety worldwide. In Nepal, where 
aerodromes are located across diverse ecological zones ranging from lowland Terai wetlands to high-altitude 
valleys, the interaction between aircraft operations and avifauna is particularly complex. This article examines 
bird hazard issues at the certified aerodromes of Nepal with reference to the CAAN safety data, aerodrome 
certification requirements, ICAO guidance, and international reporting systems such as ECCAIRS. It discusses 
why birds are attracted to aerodromes, identifies major attractants and common bird species found in Nepal, 
explores habitat change and relocation strategies, outlines bird control and harassment methods, and highlights 
the importance of systematic bird-strike reporting and data analysis for continuous safety improvement.

Managing Bird Hazard Risks at Aerodromes 
of Nepal: A Data‑Driven Aviation Safety 
Perspective

Suneeta Shiwakoti Bhardwaj *

* Manager, CAAN

1. 	 Introduction
	 Bird strikes are recognised globally as a significant 

operational hazard in civil aviation. Aircraft–bird 
collisions can result in structural damage, engine 
ingestion, rejected take-offs, delays, aircraft downtime, 
and, in rare but catastrophic cases, loss of aircraft and 
life. The ICAO identifies wildlife strikes as a major safety 
concern and mandates Contracting States to establish 
appropriate wildlife hazard management programmes at 
aerodromes.

	 Nepal’s aviation environment presents unique challenges. 
Aerodromes in Nepal are often located near rivers, 
agricultural land, forests, wetlands, urban settlements, 
and protected areas. Seasonal migration, monsoon-
driven ecological changes, and rapid urban expansion 
further influence bird activity. The CAAN Aviation 
Safety Reports have consistently identified bird strike 
occurrences as a recurring safety risk, reinforcing the 
need for structured, data-driven mitigation at all certified 
aerodromes.

	 This article aims to provide a consolidated professional 
reference on bird hazards in the Nepali context for 
policymakers, aerodrome operators, inspectors, safety 
managers, and aviation professionals.

2. 	 Aerodromes of Nepal and Bird Hazard Context
	 Under CAAN’s regulatory framework, five aerodromes 

are certified and the remaining aerodromes are 
operationally approved for public air transport. Almost 
all aerodromes experience distinct bird hazard profiles 
influenced by geography, land use, climate, and local 
biodiversity. International aerodromes face higher 
traffic density and greater jet engine vulnerability, while 
domestic STOL aerodromes often operate close to natural 
habitats with limited buffer zones.

3. 	 Why Birds Are Attracted to Aerodromes in the 
Context of Nepal?

	 Aerodromes unintentionally provide ideal ecological 
conditions for birds. The primary factors attracting birds 
to airfields are:

3.1 Food Availability
• 	 Open garbage disposal areas
• 	 Landfills and municipal waste sites near aerodromes
• 	 Agricultural fields with spilled grain
•	 Insects attracted by airfield lighting
•	 Earthworms and larvae exposed in grassy areas near 

the runway, taxiway, and apron after rainfall
3.2 Water Sources

• 	 Drainage channels
• 	 Stormwater retention ponds
•	 Open sewage
•	 Wet grass areas
•	 Nearby rivers, lakes, fish ponds, and wetlands

3.3 Shelter and Roosting Sites
• 	 Trees, bushes, and hedgerows
• 	 Buildings, hangars, lighting poles, and navigation 

aids
•	 Abandoned structures or roofs suitable for nesting

3.4  Operational and Environmental Factors
• 	 Low human disturbance in airside areas
•	 Thermal air currents attractive to soaring birds
•	 Topographical features such as valleys and ridgelines
•	 Seasonal weather patterns, especially monsoon 

conditions
These attractants collectively create a high-risk environment 
for bird–aircraft interaction if not actively managed.
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4. 	 Common Bird Species Activities Recorded at 
Aerodromes of Nepal

	 Nepal hosts over 880 recorded bird species. However, 
only a subset frequently interacts with aerodrome 
environments.

4.1 Raptors and Scavengers
• 	 Black Kite (Milvus migrans)
• 	 Brahminy Kite (Haliastur indus)
• 	 Eagles and vultures (occasionally)

These species are especially hazardous due to their large size, 
soaring flight, and scavenging behaviour near waste sites.
4.2 Corvids

•	 House Crow (Corvus splendens)
• 	 Jungle Crow (Corvus macrorhynchos)

Crows are highly intelligent, adaptable, and commonly 
observed at aerodromes across Nepal.
4.3 Pigeons and Doves
• 	 Rock Pigeon (Columba livia)
These are frequently found near terminals, hangars, and 
urban aerodromes.
4.4 Waterfowl and Waders
• 	 Egrets and herons
• 	 Lapwings
• 	 Ducks and storks
These are common near wetlands, rivers, agricultural fields, 
and drainage areas.
4.5  Passerines
• 	 Mynas
• 	 Sparrows
• 	 Starlings
While smaller in size, their flocking behaviour increases 
strike probability.
5. 	 Bird Strike Data in Nepal (CAAN Safety Reports)
	 According to CAAN Aviation Safety Reports (latest 

editions), bird strikes consistently appear among the 
reported occurrences. Key observations include:

• 	 Most strikes occur during take-off, initial climb, and 
approach phases

• 	 Peak activity aligns with early morning and late 
afternoon

• 	 Higher frequency during monsoon and post-harvest 
seasons

• 	 The majority of strikes involve multiple small to 
medium-sized birds

• 	 Engines and windscreens are the most affected aircraft 
components

Although many strikes do not cause serious damage, the 
cumulative operational and economic impact is significant. 
Under-reporting remains a challenge, emphasising the need 
for a stronger reporting culture.

6. Bird Habitat Change and Relocation
Bird habitats are not static and evolve due to:
• 	 Urban expansion and construction
• 	 Changes in waste management practices
• 	 Shifts in agricultural patterns
• 	 Climate change and seasonal rainfall variation
• 	 Infrastructure development around aerodromes
6.1 Habitat Relocation Concept
Habitat relocation does not mean physically moving birds, 
but rather making aerodromes unattractive while enhancing 
suitable habitats elsewhere, away from flight paths.
6.2 Methods
• 	 Eliminating food and water sources at airports
• 	 Landscaping with non-fruiting vegetation
• 	 Improving off-airport waste management
• 	 Creating alternative wetlands or feeding zones beyond 

critical airspace
• 	 Coordinating with municipalities, environmental 

agencies, and other local authorities

7. Bird Control and Harassment Strategies at Aerodromes
7.1 Passive Control (Habitat Management)
•	 Grass height management
• 	 Drainage improvement
• 	 Removal of perching and nesting sites
• 	 Solid waste control
7.2 Active Control (Harassment Techniques)
Auditory Methods 

• Pyrotechnics 
• Propane gas cannons 
• Distress and alarm calls

Visual Methods
�	Predator decoys
�	Reflective devices
�	Lasers for dusk and night operations
Biological Control
�	Falconry (trained raptors)
	 'Falconry-based bird abatement' is a professional, eco-

friendly method that employs trained raptors (hawks and 
falcons) to harass and deter nuisance (prey) birds in large 
open areas like aerodromes. For this process,  a trained 
falconer releases a hawk or falcon, which flies over the 
affected area, actively scaring away the target birds that 
encourages them to abandon their habitual roosting, 
feeding, and nesting areas and find new, safer locations. 

Operational Measures
�	Bird activity warnings to pilots
�	Runway inspections
�	ATC coordination during peak activity
7.3 Lethal Control
	 sed only as a last resort, in compliance with national 

wildlife protection laws and ethical standards.
8. Monitoring and Wildlife Management Programs
Effective bird hazard management requires:
�	Daily wildlife patrols
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�	Bird count and movement recording
�	Species identification
�	Seasonal trend analysis
�	Inclusion of wildlife plans in Aerodrome Manuals
�	Trained wildlife control personnel

9. 	 ICAO and ECCAIRS Bird Strike Reporting
9.1 ICAO Requirements
	 The ICAO Annex 14 and Doc 9137 require aerodromes 

to establish wildlife hazard management and reporting 
systems.

9.2 ECCAIRS
	 The ECCAIRS (European Coordination Centre for 

Accident and Incident Reporting Systems) provides a 
standardized reporting format used globally.

Key data elements included in the ECCAIRS format:
�	Aircraft type and phase of flight
�	Location and altitude
�	Species (if known)
�	Damage severity
�	Engine ingestion details

	 The CAAN aligns national reporting with the ICAO and 
the ECCAIRS frameworks, enabling international data 
sharing and safety trend analysis.

10. CAAN Requirements for Bird Control Measures
	 Civil Aviation Requirements 14, Part 1 for Wildlife strike 

hazard reduction has following arrangements: 
	 The wildlife strike hazard on, or in the vicinity of, an 

aerodrome shall be assessed through:
a)	 the establishment of a national procedure for recording 

and reporting wildlife strikes to aircraft;
b)	 the collection of information from aircraft operators, 

aerodrome personnel and other sources on the presence 
of wildlife on or around the aerodrome constituting a 
potential hazard to aircraft operations; and

c) an ongoing evaluation of the wildlife hazard by 
competent personnel.

The aerodrome operator shall take action to eliminate or to 
prevent the establishment of garbage disposal dumps or any 
other source which may attract wildlife to the aerodrome, 
or its the vicinity, unless an appropriate wildlife assessment 

indicates that they are unlikely to create conditions conducive 
to a wildlife hazard problem. Where the elimination of 
existing sites is not possible, the aerodrome operator shall 
ensure that any risk to aircraft posed by these sites is assessed 
and reduced to as low as reasonably practicable.
Wildlife strike reports shall be collected and forward to the 
Director General of Civil Aviation Authority of Nepal for 
inclusion in the ICAO Bird Strike Information System (IBIS) 
database.
IBIS is ICAO Bird Strike Information System used to collect 

and disseminate information on wildlife strikes to aircraft 
and it is included in IBIS Doc. 9332.

	 Each certified aerodrome operator is required to establish, 
implement, and maintain a Bird/Wildlife Hazard 
Management Programme (WHMP).

	 The CAAN has been using the risk-based classification to 
Prioritise bird control resources, Set Safety Performance 
Targets (SPTs) and Monitor aerodrome compliance under 
Safety Management System (SMS) and National Aviation 
Safety Plan (NASP).

 	 Additionally, under NASP 2023–2025, CAAN’s target is 
to reduce bird strike occurrences by 15 per cent compared 
to 2024 levels.

10.1 Organizational & Documentation Requirements
	 Aerodrome operators must ensure:
�	A documented Wildlife Hazard Management Plan 

approved by the CAAN
�	Designation of a Wildlife Control Coordinator
�	Inclusion of bird hazard procedures in the Aerodrome 

Manual
�	Integration of bird hazard into the Safety Management 

System (SMS)
10.2 Based on the CAAN Aviation Safety Report 2025 

and consistent with the ICAO/CAAN bird hazard risk 
methodology. Additionally, aligning with the analysis 
of 2024 data related with Frequency of bird-related 
occurrences, bird activity logs, aerodrome environment 
like water bodies, waste, terrain, agriculture etc., traffic 
density and operational exposure and historical trend 
of bird strikes per aerodrome; the below table has been 
generated: 

Table :1

Airport Name Bird 
Activity 
Level

Reasons for Bird Activity Bird Hazard Characteristics Additional Insights

Tribhuvan 
International 
Airport (TIA), 
Kathmandu

High 	y Highest aircraft movement in 
Nepal

	y Located in an urban valley
	y Proximity to Bagmati and 
Manohara rivers

	y Open drains and waste handling 
areas

	y Dense human settlement

	y High presence of crows, 
pigeons, kites, eagles

	y Scavenger birds attracted by 
urban waste

	y Frequent bird activity during 
approach and departure phases

	y Consistently records 
highest number of bird-
related occurrences

	y Requires continuous 
bird patrols and ATC 
coordination
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Pokhara 
International 
Airport (PIA), 
Pokhara

High 	y Proximity to rivers, wetlands, 
and forested areas

	y Surrounding agricultural land
	y Migratory bird corridor 
influence

	y Eagles, vultures, cranes, 
medium-sized birds

	y Seasonal increase during 
migration periods

	y Bird activity peaks observed in 
post-monsoon months

	y Monthly bird activity 
logs show distinct 
seasonal peaks

	y One of the aerodromes 
with highest bird 
occurrence outside TIA

Gautam 
Buddha 
International 
Airport 
(GBIA), 
Bhairahawa

High 	y Flat terrain with extensive 
agriculture

	y Nearby water bodies and 
irrigation canals

	y Open land attractive to flocking 
birds

	y Sparrows, pigeons, cranes, 
medium flocking birds

	y Increased risk during takeoff 
and landing

	y Requires frequent bird 
dispersal prior to runway 
use

	y Elevated risk during 
early morning and late 
afternoon

Nepalgunj 
Airport

High 	y Proximity to forested areas and 
agricultural land

	y Nearby open land and seasonal 
water accumulation

	y Medium-sized birds and 
flocking species

	y Seasonal variation, especially 
during monsoon and winter

	y Higher recorded 
occurrences compared to 
smaller airports

Dhangadhi 
Airport

Moderate to 
High

	y Flat Terai geography
	y Agricultural surroundings
	y Open drainage systems

	y Sparrows, pigeons, unidentified 
small birds

	y Bird activity concentrated in 
morning hours

	y Requires regular 
monitoring during peak 
activity periods

Biratnagar 
Airport

Moderate 	y Dense human activity
	y Agricultural land and water 
channels nearby

	y Small birds and scavengers
	y Moderate bird strike rate 
compared to TIA and Pokhara

	y Requires periodic bird 
hazard assessments

Bharatpur 
Airport

Moderate 	y Close to Narayani River system
	y Mixed urban-rural land use

	y Small to medium birds
	y Occasional flocking behavior 
near runway vicinity

	y Requires seasonal 
monitoring during peak 
periods

Janakpur 
Airport

Moderate 	y Agricultural surroundings
	y Seasonal water retention areas

	y Small birds, pigeons
	y Lower severity but persistent 
activity

	y Requires routine bird 
control measures

STOL 
Aerodromes 
(Lukla, 
Jomsom, 
Jumla, Dolpa, 
Simikot)

Low to 
Moderate 
(Lower 
Recorded 
Data)

	y Mountainous terrain
	y Limited agricultural activity
	y Remote locations

	y Presence of raptors (eagles, 
vultures)

	y Mountain-adapted bird species

	y High consequence 
potential despite lower 
frequency

	y Operationally sensitive 
due to challenging terrain

11. Summary Table – Bird Hazard Proneness

Aerodrome Bird Hazard Level
Tribhuvan Int’l Airport Very High

Pokhara Int’l Airport High
Gautam Buddha Int’l Airport High
Nepalgunj High–Moderate
Dhangadhi High–Moderate
Biratnagar Moderate
Bharatpur Moderate
Janakpur Moderate
STOL Aerodromes Low–Moderate (High Consequence)
Seasonal Bird Activity Trend

The chart below illustrates relative seasonal variation of bird activity at 
aerodromes of Nepal based on the CAAN Aviation Safety Report trend analysis.

12. Recommendations
1.	 Wildlife hazard management plans at all aerodromes should be strengthened. 
2.	 Bird strike reporting culture, just culture and generating qualitative and uniform data should be implemented in all 

aerodromes. 
3.	 Proper coordination with local governments and authorities on waste and land use management should be enhanced 

and formalised. 
4.	 Specialised training for wildlife control personnel and wildlife hazard management awareness courses should be 

provided to all concerned. 
5.	 Bird hazard management control system should be integrated on all operational aerodromes.
6.	 Frequent audit and inspection programs should be on place and implemented.
7.	 Research and safety risk management should be conducted on high bird risk aerodromes and use of technology such as 

avian radar or other required bird mitigation measures should be promoted and implemented. 



27th Anniversary of CAAN Souvenir 2025 59

13. Conclusion
	 Bird hazards seem more prone in Nepal at large 

international and Terai aerodromes due to environmental 
attractants and traffic exposure. However, all aerodromes 
are required to manage bird hazards, irrespective of size. 
The CAAN’s data-driven approach ensures that bird 
hazard management remains an integral part of Nepal’s 
State Safety Programme.

	 Bird hazards remain a critical safety concern for Nepal’s 
aviation sector. Given the country’s ecological richness 
and operational complexity, effective management 
requires a balanced, systematic, and cooperative approach. 
By combining habitat management, active control, robust 
reporting, and regular regulatory oversight, CAAN and 
aerodrome operators can significantly reduce bird strike 
risks while respecting environmental conservation 
principles.

	 Sustained commitment, data-driven decisions, and 
institutional coordination will ensure safer skies for 
Nepal.
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ABSTRACT

This article examines the pivotal roles forensic auditors play in the field of fraud detection and prevention. 
Recently, forensic accounting has come into the limelight due to a rapid increase in financial fraud and white-
collar crime. The integration of accounting, auditing, and investigative skills creates the specialty known 
as forensic accounting. ‘Forensic’ means “suitable for use in a court of law”, and it is to that standard and 
potential outcome that a forensic auditor generally has to work. Fraud detection is a critical concern in financial 
reporting, with auditors playing an important role in identifying and mitigating fraudulent activities. Forensic 
Accounting and Fraud Detection (FAFD) in the public sector is a specialised discipline that applies accounting, 
auditing, investigation, and legal knowledge to detect, investigate, prevent, and respond to fraud, corruption, 
and financial irregularities in public institutions. Fraudulent activities in the public sector have far-reaching 
consequences for financial stability, stakeholder trust, and organisational reputation. Recommendations include 
predictive analytics, interdisciplinary audit teams, and adaptive regulatory reforms, supported by a mixed-
method framework for implementation. By analysing academic literature, case studies, and real-world practices, 
the study identifies the importance of Forensic Accounting and Fraud Detection (FAFD) in the public sector.

Keywords: Forensic accounting, fraud triangle, fraud detection,  red flag, public sector,prevention
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the Public Sector
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Introduction

Background

The work of an auditor is crucial to a company's capacity 
to ensure the accuracy of its financial accounts. The term 
"audit" originates from the Latin word "audire," which 
means "to hear." It refers to the inspection of an individual’s 
or organisation’s accounts, typically conducted by an 
independent auditor with specialised skills and knowledge. 
An auditor is a professional who examines and verifies the 
accuracy of financial records, statements, or other data to 
ensure compliance with regulations, standards, or policies. 
Auditors assess the integrity of financial reporting, identify 
discrepancies, and provide assurance that an organisation’s 
operations are transparent and lawful.

Auditing is defined as a systematic and independent 
examination of data, statements, records, operations, and 
performance (financial or otherwise) of an enterprise for 
a stated purpose. In any auditing situation, the auditor 
perceives and recognises the proposition before them for 
examination, collects evidence, evaluates it, and on this basis 
formulates a judgement which is communicated through an 
audit report. An audit is an independent examination of the 
financial information of an entity, irrespective of its size and 
legal form, conducted with a view to expressing an opinion 
thereon. It verifies the accuracy and fairness of the accounts 
and the reliability and validity of supporting documentation, 
proofs, or vouchers. Auditing has grown significantly in 
scope and importance since it began as a cash audit.

Fraud remains a pervasive threat to the integrity and stability 
of the public sector. Financial fraud, ranging from asset 
misappropriation to falsified financial statements, poses 
significant risks to organisations and stakeholders. Auditors, 
as independent evaluators of financial records, are tasked 
with providing reasonable assurance that financial statements 
are free from material misstatement, including those 
caused by fraud. However, the dynamic nature of fraud—
driven by technological advancements, globalisation, and 
organisational complexity—challenges traditional auditing 
approaches in countries like Nepal. In the wake of numerous 
corporate and government scandals, statutory auditors play 
a critical role in detecting and reporting fraudulent activities 
within organisations.

History of Forensic Accounting

The history of forensic accounting can be traced back as far 
as 1817 to Meyer v. Sefton, a case in Canada that allowed 
an ‘expert witness’ to testify in court. The term ‘forensic 
accounting’ was first published in a 1946 article, "Forensic 
Accounting: Its Place in Today’s Economy," authored by 
Maurice E. Peloubet. He stated that "during the war, both 
the public and industrial accountant have been engaged in 
the practice of forensic accounting." Interest in forensic 
accounting spread through the United States and England 
early in the twentieth century. One of the first institutions 
to use the services of forensic accountants was the Inland 
Revenue Service to control tax evasion. The FBI (Federal 
Bureau of Investigation) used forensic accountants in its 
investigations and employed almost 500 accountants during 
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World War II. Forensic accounting as a profession continued to grow as Generally Accepted Accounting Practice and tax laws 
became widespread and mandatory.

Forensic Audit vs. Financial Audit

The general public believes that a financial auditor would detect a fraud if one were being perpetrated during the audit. The 
truth, however, is that the procedures for financial audits are designed to detect material misstatements, not immaterial frauds. 
While it is true that many frauds and financial statement irregularities could have, and perhaps should have, been detected 
by financial auditors, the vast majority of frauds could not be detected through financial audits alone. Reasons include the 
financial auditor’s dependence on sampling and their reliance on examining the audit trail, as opposed to examining the events 
and activities behind the documents. A forensic auditor will often look for indications of fraud that fall outside the scope of 
a financial statement audit.

S.N Particulars Forensic Audit Financial Audit
1. Objective Whether fraud has taken place in books Express an opinion as to ‘True & Fair presentation 
2. Period No such limitations. For a particular accounting period 
3. Basis In response to an event By statue or Mandatory

4. Purpose Findings used as evidence in court or to resolve 
disputes

Obtain reasonable assurance that financial statements are free of 
material misstatement 

5. Techniques Investigative, substantive or in depth checking Substantive & Compliance. Sample based

6. Verification Independent verification of suspected /selected 
items where misappropriation is suspected Relies on the Management certificate/ Management Representation 

Forensic Auditor often go outside the books of accounts to find 
fraudulent transactions. This may include reviewing receipts, 
not only from the company, but from customers as well. Any 
inconsistencies in these numbers could help uncover an act 
of fraud. These auditors also interview employees, customers 
and sometimes clients to find out if a fraud has taken place.

The auditor simply traces every transaction performed by 
the company, looking for the one that is fraudulent, if any. 
A regular auditor simply checks the numbers for accuracy.

Fraud: 

As per Nepal Standard on Auditing 240, Fraud is an intentional 
act by one or more individuals among management, those 
charged with governance, employees, or third parties, 
involving the use of deception to obtain an unjust or illegal 
advantage. Fraud is an act of deception intended for personal 
gain or to cause a loss to another party.

Misstatements in the financial statements can arise from 
either fraud or error. The distinguishing factor between 
fraud and error is whether the underlying action that results 
in the misstatement of the financial statements is intentional 
or unintentional. Although fraud is a broad legal concept, 
for the purposes of the Standard on Auditing, the auditor is 
concerned with fraud that causes a material misstatement in 
the financial statements. 

As per the standard the two  types of intentional misstatements 
that  are relevant to the auditor are

1.	 Misstatements resulting from fraudulent financial 
reporting and 

2.	 Misstatements resulting from misappropriation of assets. 

Although the auditor may suspect or, in rare cases, identify 
the occurrence of fraud, the auditor does not make legal 
determinations of whether fraud has actually occurred. 
Fraud has increased considerably over the recent years and 
professionals believe this trend is likely to continue.

Why do Fraud Happen? 

The most basic of all theories is the Fraud Triangle Theory. 
The other theories are merely the extension of Fraud Triangle 
Theory.

Fraud Triangle

Donald Cressey, a sociologist and criminologist in the 
1940s, was one of the first persons to specialise in the field 
of understanding fraudsters and why they do what they do. 
Cressey wrote "Theft of the Nation," a treatise on La Cosa 
Nostra- a hierarchically structured view of the Organisational 
Crime and he was widely known for his studies in organized 
crime. Cressey first gained public recognition in this field 
while completing his PhD dissertation on embezzlers, 
at Indiana University. Cressey interviewed nearly 200 
incarcerated individuals charged with embezzlement. From 
his research, Cressey developed "The Fraud Triangle” which 
was a model he used to explain what caused some people to 
become fraudsters by analysing the circumstances in which 
the subjects of his research were drawn into fraud. 

The fraud triangle, developed by Donald Cressey, is a model 
for explaining the factors that cause someone to commit 
occupational fraud. It consists of three components which, 
together, lead to fraudulent behavior: 
1.	 Perceived Pressure – The internal or external forces 

that drive individual to commit fraud. Pressure is the 
motivation that drives a person to commit fraud. Common 
pressures include:

�	Financial problems (debts, loans, lifestyle demands)
�	Performance targets or unrealistic expectations
�	Personal issues (family, addiction, medical expenses)
�	Organisational pressure (budget cuts, political influence)
2. 	 Perceived opportunity -The circumstances that allow 

fraud to occur without detection. Opportunity is the 
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situation that allows fraud to occur. It usually exists due 
to:

�	Weak internal controls
�	Poor supervision and oversight
�	Lack of segregation of duties
�	Ineffective audits
�	Abuse of authority or access to systems
	 Without opportunity, fraud cannot occur—even if 

Fig.  The Fraud Triangle

pressure exists.
3. Rationalisation – The justification used by fraudsters to 

excuse their actions to make the act acceptable. Examples 
include:

�	“I am underpaid.”
�	“I will return the money later.”
�	“Everyone is doing it.”
�	“I am only borrowing.”

When assessing and responding to fraud risks, auditors can 
leverage the fraud triangle in considering specific risks of 
material misstatement from fraud and in designing audit 
responses tailored to address those risks. Auditors may 
find the fraud triangle helpful to consider throughout the 
audit—assessing risk, designing audit responses, evaluating 
evidence, and forming their conclusions.

The Fraud Diamond 

The Fraud Diamond Theory is an adapted version of the 
classic Fraud Triangle. The theory recognises four elements 
for fraudulent activity: Pressure, Opportunity, Rationalisation, 
and Capability. Pressure, Opportunity, and Rationalisation 
are elements in the original theory, and Capability is the 
important fourth component. Capability essentially indicates 
that one has the skills and knowledge and is in a position to 
not only commit fraud but also to cover it up successfully. 
If any of the four elements are absent, fraud may not be 
possible.

The individuals in senior management roles often possess the 
capability to override controls and exploit weaknesses in the 
system. This theory is especially pertinent to the public sector, 
where weak internal controls and hierarchical structures may 
foster fraud.

Fig: Fraud Diamond

The Fraud Pentagon expands upon the original idea of 
the fraud triangle by adding competence and arrogance. 
Competence, in this case, is given almost the same definition 
as capability described in the fraud diamond, the perpetrator’s 
ability to commit the fraud. The new element here comes 
in the form of arrogance, the attitude of superiority and 
entitlement or greed, the perpetrators’ belief that the internal 
controls in place do not apply to them.
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Forensic Accounting Investigation Process

Fig. forensic accounting investigation process

Empirical Studies

Empirical findings from the Association of 
Certified Fraud Examiners (2024) reveal that 
organisations lose approximately 5 per cent of 
their annual revenues to fraud, with external 
audits detecting only about 3 per cent of fraud 
cases. A typical fraud case lasts 12 months before 
detection. Study by Knechel et al. (2015) suggests 
that auditors are often constrained by limited 
audit scopes, client pressures, and  standardized 
methodologies. The study underscores the need 
for auditors to evolve beyond traditional methods 
to meet modern fraud detection demands.

Key Findings from the Occupational Fraud 
2024: A Report to Nations

This Report provides a comprehensive analysis of 
1,921 fraud cases across 138 countries resulted in 
over $3.1 billion in losses, with an average loss of 
$1.7 million per case. Below are the key findings 
based on the report:

Fraud Scheme

�	Asset misappropriation is most common 
scheme with 89 per cent of cases but least 
costly, with a median loss of $120,000.

�	Financial statement fraud is least common 
scheme with 5 per cent of cases but most 
costly, with a median loss of $766,000. 

�	Almost half of the all reported cases included 
corruption with a median loss of $200,000.

Fraud Detection Method

Tips is the leading method to detect the fraud, 

Fig: Initial Fraud Detection method.  

Source: The Occupational Fraud 2024: A Report to Nation

� 	 More than half of tips i.e.52 per cent come from employees within 
the organisation, 21 per cent from customers, and 11 per cent from 
vendors. 

�	29 per cent of whistleblowers initially report to Direct Supervisor, 
16 per cent to Executive, 14 per cent to Internal Audit, 13 per cent to 
Fraud investigation team, 8 per cent to Board of Audit Committee, 5 
per cent to Law Enforcement or Regulator  while only 1 per cent to 
External Audit.

accounting for 43 per cent of cases. Other common detection methods 
include internal audit (14 per cent) and management review (13 per 
cent).
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Perpetrators:

As per the report, perpetrator’s position level within their 
organisation is related to the duration and financial impact 
of their frauds.

�	Longer a fraudster has worked for an organisation, the 
costlier their fraud.

Fraudster working 10+ years: $250,000 median loss.

 6–10 years: $ 200000.

1–5 years: $100,000.

<1 year: $50,000

�	Fraud perpetrators have been much more likely to be 
male accounting for 74 per cent of the cases with  median 
loss of $158,000 while female accounts for 25 per cent 
with  median loss of $100,000.

�	Most fraudsters are employees or managers but fraud 
perpetrated by owners and executives were costliest. 
Median losses ( $500,000) for frauds by owner or 
executives were 8 times greater than those carried out by 
employees ($60,000) .

�	Fraud cases perpetrated by individuals at higher levels of 
authority took longer to detect. The median duration of 
frauds perpetrated by employees was only 8 months, one-
third as long as those perpetrated by owners/executives 
(24 months)while frauds committed by mid-level 
managers had a median duration of 18 months.

�	The report reveals a strong relationship between the age 
of perpetrators and the volume of fraud. Perpetrators 
between the ages of 31-50 carried out 69 per cent of the 
frauds. Perpetrators over the age of 60 caused median 
loss of $675,000.

�	Perpetrators of occupational fraud often display distinct 
behaviors while carrying out their fraud

	 schemes. These behaviors can serve as red flags, 
potentially indicating the existence of fraud when 
observed. In 84 per cent of cases, perpetrators displayed 
at least one of the following behavioral red flags.

�	The most common behavioral red flag was living a 
lifestyle beyond known income sources, or means, which 
was displayed by 39 per cent of perpetrators.

Fig: Behavioral Red Flag  

Source: The Occupational Fraud 2024: A Report to Nation

Fraud in Government Organisation:

Fraud in a government organisation involves intentional 
deception by employees, management, or external parties 
to obtain an unjust or illegal advantage, typically resulting 

in the  misuse or misappropriation of public funds  and a 
significant  erosion of public trust. These activities, which 
can range from bribery and corruption to procurement fraud 
and embezzlement, thrive in environments with complex 
bureaucratic processes, weak internal controls, and a lack of 
transparency. The impact extends beyond financial losses, as 
it can compromise the quality of essential public services, 
damage the integrity and reputation of institutions, and divert 
critical resources from those in need.

�	47 per cent of fraud occur at National Level, 29 per cent 
at State/Provincial Level and 23 per cent at Local Level.

�	Corruption is the most common fraud scheme at 
government organisation.

Fig: Occupational Fraud Schemes in government 
organisations

Source: The Occupational Fraud 2024: A Report to Nation

Corruption in Nepal

Corruption remains a significant governance challenge in 
Nepal, affecting public trust, service delivery, and economic 
development. It exists at multiple levels—from petty bribery 
to large-scale misuse of public funds.

Nepal is one of the most corrupt country in world which lies 
at 107 least corrupt nation out of 180 countries, according 
to the 2024 Corruption Perceptions Index reported by the 
Transparency International.

Corruption Cases in Nepal in last 15 year

Fig: Corruption cases in Nepal in the last 15 years

Source: Commission for the Investigation of Abuse of 
Authority
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Fig: Who commits fraud in government organisations

Only 19 per cent of perpetrators in government organisations 
were at the executive level, but the fraudsters at the top 
caused the largest losses.

Fig: No of years worked in government organisation and 
fraud relation.

·	 More than half of perpetrators had worked for the victim 
government organisation for six or more years. But 
perpetrators with a tenure of 1-5 years caused the highest 
median loss.

·	 Government organisations are much more likely to refer 
cases to law enforcement for criminal prosecution than 
other organisation types.

Fig: Case referral to law enforcement.

Importance of Forensic Accounting and Fraud Detection 
in Public Sector

Recently the  fraud  in  the  public  sector  has  emerged  as  
one  of  the  most pressing global governance challenges, 
threatening financial stability, public trust, and effective 
service delivery. While the scope and sophistication of fraud 
have grown in tandem with technological advancements and 
complex administrative systems, so too have the methods 
and models designed to prevent it. Within this context, 
forensic accounting  has gained  significant prominence as a 
proactive mechanism for  addressing and mitigating financial 
misconduct  in  the  public  sphere.  Fraud in public institutions 
is not merely a financial anomaly but a structural weakness 
that reflects deficiencies in  accountability,  oversight,  and  
internal  control  mechanisms.  

Public institutions manage large volumes of taxpayer money 
and national resources, which makes them highly vulnerable 
to misuse and abuse of authority. FAFD enhances transparency 
and accountability by uncovering hidden fraud schemes, 
strengthening internal controls, and ensuring compliance with 
public finance and procurement laws. It also provides legally 
admissible evidence that supports disciplinary actions and 
successful prosecution, thereby deterring future misconduct. 
By promoting ethical governance, improving financial 
discipline, and restoring public and donor confidence, FAFD 
plays a vital role in ensuring that public resources are used 
efficiently, lawfully, and in the best interest of citizens.

The critical factor in fraud prevention is the alignment 
of organisational culture with anti-fraud objectives. The 
presence of a strong ethical culture, supported by transparent 
communication and accountability mechanisms, serves as a 
deterrent to fraudulent behavior. Conversely, environments 
that normalise or tolerate unethical practices tend to foster 
opportunities for fraud. Therefore, the fraud in public sector 
is largely facilitated by the absence of a robust organisational 
culture, inadequate competency among financial personnel, 
and a disconnect between the roles of auditors and real-world 
anti-fraud outcomes.

Forensic accounting, in particular, plays a critical role in 
fraud detection by not only identifying fraudulent activities 
but also by tracing financial misconduct through legally 
admissible documentation and evidence. Its preventive 
function lies in increasing the perceived risk of detection 
among potential fraud perpetrators and reinforcing ethical 
standards within organisations

Conclusion 

Modern financial frauds are sophisticated, well organized 
and so carefully mingled with the facts that it’s very tough 
job to inspect it at a routine glance. Therefore, they require 
an integrated approach of Forensic Accounting to unveil 
them and to generate the evidence which will be acceptable 
for the purpose if establishing accountability in the eyes of 
Law. Forensic Accounting is scientific way to find out the 
evidence and their utilisation in dispute’s resolution. It is a 
combination of accounting, auditing & investigative skill and 
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focuses on detecting & preventing frauds.

All auditors, regardless of experience level, should maintain 
the mindset that fraud can occur in any engagement and can 
be perpetrated by individuals across the organisation. The 
primary responsibility for the prevention or detection of fraud 
rests on management to develop adequate accounting system 
with appropriate internal controls. This does not mean that 
such a system will remove all risk of fraud; however, it will 
greatly reduce the risk of fraud. Auditors should exercise an 
appropriate level of professional skepticism and should seek 
to apply a fraud lens throughout the audit as they perform 
activities related to assessing and responding to fraud risks 
while remaining alert to possible red flags in interactions 
with  management and the evaluation of audit evidence.

Forensic Accounting and Fraud Detection are crucial in the 
Public sector for detecting and preventing fraud, corruption, 
and financial mismanagement, ensuring transparency, and 
holding officials accountable for public funds, thereby 
strengthening public trust and improving governance by 
using specialised skills to gather evidence for legal action 
and enhancing internal controls.
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सामाजिक सरुक्षा

भीमराज उप्रेती*

* प्रबन्धक, ने.ना.उ.प्रा.

परिचयपरिचय

सामाजिक सरुक्षा भनेको अति गरिबी, असहाय अवस्था वा 
जोखिममा रहका व्यक्ति, घरपरिवार तथा समदुायलाई जीवनमा 
आउन सक्ने सम्भाव्य जोखिमहरूबाट जोगाएर सरुक्षित जीवनको 
सनुिश्चितता प्रदान गर्ने नीति तथा कार्यक्रम हो।मानवीय मर्यादाको 
रक्षाका लागि आधारभतू आवश्यकताको परिपूर्ति सनुिश्चित गर्नु 
नै सामाजिक सरुक्षाको मूल ध्येय हो।यस प्रणालीले व्यक्तिहरूलाई 
बिरामी, दरु्घटना, बेरोजगारी, वदृ्धावस्था, अपाङ्गता वा मतृ्युजस्ता 
जीवनका विभिन्न अनिश्चितताहरूबाट सरुक्षा प्रदान गर्दछ। 

लोककल्याणकारी राज्यको अवधारणासँगै विकास भएको 
सामाजिक सरुक्षा सामाजिक न्यायको एक अभिन्न अंग हो। 
यसले आर्थिक तथा सामाजिक रूपमा असरुक्षित वा पछाडि 
परेका वर्गलाई सरकार, संस्था र समदुायद्वारा सञ्चालित 
योजनाहरूमार्फ त विशेष सहलुियत वा सहायताको सनुिश्चितता 
प्रदान गर्दछ।समाजमा विद्यमान सामाजिक, सांस्कृति क, आर्थिक 
वा अन्य अवरोधहरूका कारण अवसरबाट वञ्चित वर्गलाई विशेष 
सहयोग दिई सक्षम बनाउने कार्य यस अन्तर्गत पर्दछ।अन्ततः 
व्यक्तिहरूलाई आर्थिक अनिश्चितताबाट मकु्त गरी, गरिबी घटाई 
आधारभतू जीवनस्तर र सम्मानजनक जीवन यापन गर्न मद्दत 
गर्नु नै सामाजिक सरुक्षाको मखु्य उद्देश्य हो । 

सामाजिक सरुक्षाको दायरा केवल नगद सहायतामा मात्र सीमित 
छैन; यसले सामाजिक बीमा र सामाजिक सहायता गरी दईु प्रमखु 
संयन्त्रहरूलाई समेट्छ।योगदानमा आधारित सामाजिक सरुक्षा 
(जस्तै: सञ्चय कोष, पेन्सन, स्वास्थ्य बीमा) र राज्यको कोषबाट 
दिइने गैर-योगदानमूलक सहायता (जस्तै: वदृ्धभत्ता, एकल महिला 
भत्ता, अपाङ्गता भत्ता) यसका मखु्य आधार हनु।्अन्तर्राष्ट्रिय श्रम 
संगठन र मानव अधिकारको विश्वव्यापी घोषणापत्रले समेत 
सामाजिक सरुक्षालाई हरक नागरिकको नैसर्गिक मानव 
अधिकारको रूपमा व्याख्या गरेका छन।्यसले समाजमा हनेु 
आर्थिक असमानतालाई न्यूनीकरण गर्दै स्रोत र साधनको 
न्यायोचित वितरण मा मद्दत परु्‍याउँछ।राज्यले आफ्ना 
नागरिकहरूलाई ‘कोक्रोदेखि चिहानसम्म सरुक्षाको प्रत्याभतूि 
दिनपुर्छ भन्ने मान्यता नै यसको व्यवहारिक पक्ष हो।

सामाजिक सरुक्षाले समाजमा शान्ति, स्थिरता र सामाजिक एकता 
कायम गर्न महत्वपूर्ण भमूिका खेल्छ। यसले केवल गरिबी 
निवारण मात्र गर्दैन, बरु समाजका सीमान्तकृत, लोपोन्मुख र 
पछाडि पारिएका समदुायलाई राज्यको मूलधारमा ल्याउन 
‘सकारात्मक विभेदको नीति अबलम्बन गर्दछ।नागरिकहरूले 
भोलिको भविष्य वा सम्भावित दरु्घटनाको चिन्ता नगरी आजको 
काममा पूर्ण लगनशीलताका साथ योगदान दिन सकून ् भन्ने 
वातावरण निर्माण गर्नु यसको लक्ष्य हो।तसर्थ, आधनुिक यगुमा 
सामाजिक सरुक्षालाई राज्यको दया वा करुणा को विषय नभई 
नागरिकको अधिकार र राज्यको अनिवार्य दायित्वको रूपमा हेर्ने 
गरिन्छ। सक्षम नागरिक र समदृ्ध समाज निर्माणका लागि यो 
एक अपरिहार्य पूर्वाधार हो।

विश्वमाविश्वमा सामाजिककोसामाजिकको अवधारणात्मकअवधारणात्मक विकासविकास
	सामाजिक सरुक्षाको अवधारणा प्राचीन कालदेखि नै विभिन्न 

रूपमा अस्तित्वमा रहको छ।प्राचीन समाजहरूमा सामदुायिक 
सहयोग, दान, र धार्मिक संस्थाहरूद्वारा गरिने सेवा यसको 
प्रारम्भिक रूप थियो,

	१८औ ं र १९औ ं शताब्दीमा औद्योगिक क्रान्ति पछि 
बेरोजगारी, कामका दरु्घटनाहरू, र गरीबी बढ्न थाले। यसले 
सरकारहरूलाई श्रमिकहरूको सरुक्षाको लागि नीतिहरू 
बनाउन प्रेरित गर्यो।जर्मनीमा चान्सलर ओट्टो भन बिस्मार्क ले 
१८८० को दशकमा विश्वको पहिलो सामाजिक सरुक्षा 
कार्यक्रम सरुु गरे । 
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	फ्रान्सले सन ्१९०५ देखि बेरोजगारी भत्ताकाे ब्यवस्था गर्‍याे 
व्यसवुस्थाबाट, 

	बेलायतमा सन ्१९११ देखि स्वास्थ्य बीमा, बेरोजगारी भत्ता 
र जेष्ठ नागरिकको बीमा वा भत्ता कार्यक्रमबाट शरुु भएको 
थियो ।

	तत्कालीन सोभियत सङ्घले सन ्१९२२ देखि बहृत ्सामाजिक 

सरुक्षाको व्यवस्था शरुू गरेको पाइन्छ ।

	अमेरिकाले सन ् १९३५ मा बेरोजगार, बदृ्ध बदृ्धा र सेवा 
निवतृ्त कर्मचारीका लागि भत्ता वा बीमाको व्यवस्था गरेको 
पाइन्छ ।

	विश्वका विकसित  देशहरूमा सन ्१९५० पछि नै सामाजिक 
सरुक्षाका उपायहरू ब्यापक रूपमा अपनाउन थालियो ।

	२०औ ंशताब्दीमा सामाजिक सरुक्षाको अवधारणा विस्तार 
भयो ।

	महामन्दी र द्वितीय विश्वयदु्धपछि सामाजिक सरुक्षा अन्तर्राष्ट्रिय 
स्तरमा महत्वपूर्ण बन्यो ।

	संयकु्त राष्ट्रसंघ र अन्तर्राष्ट्रिय श्रम संगठन जस्ता संस्थाहरूले 
यसलाई प्रवर्धन गरे ।

	विकसित देशहरूमा ILO को मापदण्ड बमोजिम सवै प्रकारका 
सामाजिक सरुक्षाका प्रावधानहरू छन।् ILO को अनसुार 
OECD देशहरूमा औसतमा ८० प्रतिशत नागरिकहरूले 
सामाजिक सरुक्षा प्राप्त गर्दछन ् भने एशियन तथा ल्याटिन 
अमेरिकी देशहरूमा औसतमा ४६ प्रतिशत र अफ्रिकी 
देशहरूमा २९ प्रतिशत नागरिकहरू कम्तीमा एक सामाजिक 
सरुक्षाको सवुिधा प्राप्त गर्दछन ्।

	सामाजिक सरुक्षाको विषय शताब्दियौं देखि सरकारी, 
गैरसरकारी, निजी र धार्मिक संस्थाहरूले आत्मसात ् गरी 
एकीकृत रूपमा सञ्चालन गरेको कार्य हो ।

	नेपालमा पनि करिब यसै बेलातिर प्रथम विश्वयदु्धबाट फर्के का 
घाइते सैनिकको सहयोगको लागि बार्षिक एकमषु्ठ रकमको 
सहयोग गर्ने गरेको पाइन्छ ।त्यसबेलादेखि देशको क्षमता 
अनसुार ज्येष्ठ नागरिक, अपाङ़गता भएका व्यक्ति, बदृ्धबदृ्धा, 
बालबालिका, गर्भवती, निबतृ्त कर्मचारी, सीमान्तकृत व्यक्ति तथा 
समदुायका लागि विविध सेवासवुिधा प्रदान गर्ने जस्ता सामाजिक 
सरुक्षाका कार्यक्रमहरूलाई सधुार गर्दै ल्याइएको छ,

	कम विकसित देशहरू निकै पछाडि वितरणमूखी  सामाजिक 
सरुक्षामा केन्द्रित भए भने विकसित देशहरूले सामाजिक 
सरुक्षालाइ लेबर मार्के ट र वेलफेयर इकोनोमिक्समा जोडेर 
आर्थिक विकाससँग आवद्ध गरेका छन,्

	क्यानडा, जर्मनी र स्क्यान्डिभियन देशहरू सामाजिक 
सरुक्षाको मामिलामा धेरै अगाडि देखिन्छन।्

सामाजिक सरुक्षाका विधिहरूसामाजिक सरुक्षाका विधिहरू

सामाजिक सरुक्षा भन्नाले कुनै देश वा समाजले आफ्ना 
नागरिकहरूलाई आर्थिक, सामाजिक, तथा स्वास्थ्य सरुक्षाका 
लागि उपलब्ध गराउने विभिन्न प्रकारका सवुिधाहरूलाई 
जनाउँछ।यसको मखु्य उद्देश्य नागरिकहरूको जीवनस्तर सधुार 
गर्नु, गरिबी घटाउन,ु तथा आपतकालीन अवस्थाहरूमा सहयोग 
प्रदान गर्नु हो। सामाजिक सरुक्षाका मखु्य विधिहरू निम्नानसुार 
छन:्

1. सामाजिक बीमा1. सामाजिक बीमा
यो एक योगदानमा आधारित  विधि हो, जसमा श्रमिक वा 
नागरिकहरूले एक निश्चित रकम सामाजिक सरुक्षाका कोषमा 
जम्मा गर्छन।्आवश्यक परेमा उनीहरूलाई सोही कोषबाट 
लाभ दिइन्छ।

उदाहरणहरू:

	बदृ्धभत्ता -बदृ्धभत्ता - पेन्सन प्रणाली मार्फ त दीर्घकालीन सरुक्षाको 
व्यवस्था।

	स्वास्थ्य बीमा-स्वास्थ्य बीमा- बिरामी हुँदा उपचार खर्च कभर गर्ने।

	बेरोजगारी भत्ता- बेरोजगारी भत्ता- काम गमुाएपछि आर्थिक सहायता दिने।

	अपांगता बीमा- अपांगता बीमा- काम गर्न असमर्थ भएकाहरूलाई सहयोग 
गर्ने।

2. सामाजिक सहायता2. सामाजिक सहायता
यो योगदानमा आधारित नहनेु  विधि हो, जसमा सरकारले गरिब, 

असहाय, तथा विपन्न वर्गका लागि प्रत्यक्ष सहायता प्रदान गर्छ।

उदाहरण:

	गरिबी निवारण कार्यक्रम
	निशलु्क शिक्षा
	स्वास्थ्य सेवा
	अपांगता भत्ता
	बदृ्ध भत्ता
3. श्रमिक सरुक्षण3. श्रमिक सरुक्षण
कामदारहरूको अधिकार तथा सरुक्षाका लागि विभिन्न नीति 
तथा कार्यक्रम ल्याइन्छ।

उदाहरणः

	न्यूनतम पारिश्रमिक

	कामको निश्चित समय र ओभरटाइम सवुिधा

	सरुक्षित कार्यस्थल

	माततृ्व/पिततृ्व बिदा

4. सार्वजनिक वितरण प्रणाली4. सार्वजनिक वितरण प्रणाली
यस अन्तर्गत सरकारले न्यून आय भएका नागरिकहरूलाई 
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आवश्यक सामग्री उपलब्ध गराउँछ।

उदाहरण:

	राशन कार्ड मार्फ त खाद्य वितरण।

	निशलु्क वा सस्तो दरमा खाना, कपडा, ग्यास आदिको 
व्यवस्था।

5. विपद् व्यवस्थापन तथा राहत5. विपद् व्यवस्थापन तथा राहत
प्राकृतिक प्रकोप वा अन्य संकटको बेला सरकार तथा संस्थाहरूले 
पीडितहरूलाई सहयोग गर्छन।्

उदाहरण:

	भकूम्प, बाढी, आगलागी आदि पीडितलाई राहत।

	निशलु्क स्वास्थ्य सेवा तथा अस्थायी आवासको व्यवस्था।

6. सामदुायिक सहयोग तथा सामाजिक सेवाहरू6. सामदुायिक सहयोग तथा सामाजिक सेवाहरू
सरकार, गैरसरकारी संस्था, तथा समदुायले विभिन्न कार्यक्रम 
सञ्चालन गर्छन।्

उदाहरणः
	निशलु्क स्वास्थ्य शिविर।
	बालबालिका तथा वदृ्धहरूका लागि आश्रय गहृ।
	सीप विकास तालिम तथा रोजगारी कार्यक्रम।
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	संकटकालीन रोजगारी योजना संकटकालीन रोजगारी योजना : काम गर्न सक्षम र इच्छुक 
हुँदाहुँदै पनि रोजगारी गमुाएका वा नपाएका व्यक्तिहरूलाई 
निश्चित समयका लागि राज्यले आर्थिक सहायता प्रदान गर्नु 
यस अन्तर्गत पर्दछ। यसले बेरोजगार व्यक्तिलाई नयाँ 
काम नपाउन्जेलको संक्रमणकालीन समयमा जीवन निर्वाह 
गर्न मद्दत परु्‍याउँछ।

	खाद्य सरुक्षाः खाद्य सरुक्षाः अति विपन्न तथा जोखिममा रहका परिवारलाई 
भोकमरीबाट बचाउन र दैनिक छाक टार्न आवश्यक पर्ने 
खाद्यान्नको पहुँच सनुिश्चित गर्ने व्यवस्था यसमा समेटिन्छ। 
यसले नागरिकको बाँच्न पाउने अधिकारको रक्षा गर्दै कुपोषण 
र चरम गरिबीको चक्रबाट जोगाउँछ।

	अशक्तका लागि सवुिधाअशक्तका लागि सवुिधा : शारीरिक वा मानसिक अशक्तताका 
कारण आय आर्जन गर्न असमर्थ व्यक्तिहरूलाई जीवनयापनका 
लागि दिइने नियमित आर्थिक सहयोग यस अन्तर्गत पर्दछ। 
यसले पूर्ण वा आंशिक रूपमा काम गर्न नसक्ने व्यक्तिहरूको 
हेरचाह र मर्यादित जीवनको ग्यारन्टी गर्दछ।

	उपचार सहायताउपचार सहायता : बिरामी वा दरु्घटनामा परेका नागरिकलाई 
रोगको निदान, औषधि, अस्पताल भर्ना र विशेषज्ञ सेवा 
निःशलु्क वा सहलुियतमा उपलब्ध गराउन ु यसको मखु्य 
काम हो।यसले स्वास्थ्य समस्याका कारण व्यक्ति वा 

परिवारमा आउन सक्ने आकस्मिक ठूलो आर्थिक भारलाई 
कम गर्दछ।

	पनुःस्थापनापनुःस्थापना : दरु्घटना, द्वन्द्व वा प्रकोपमा परी विस्थापित वा 
घाइते भएकाहरूलाई पनुः समाजमा स्थापित गराउन र 
काममा फर्क न सक्षम बनाउन दिइने तालिम तथा सहयोग 
हो।यसले प्रभावित व्यक्तिलाई शारीरिक र मानसिक रूपमा 
सबल बनाई आत्मनिर्भर बन्न मद्दत गर्दछ।

	वदृ्ध उमेर सहायता वदृ्ध उमेर सहायता : निश्चित उमेर हद पार गरेपछि वा 
अवकाश प्राप्त गरेपछि ज्येष्ठ नागरिकहरूलाई आर्थिक सरुक्षा 
प्रदान गर्न पेन्सन वा सामाजिक सरुक्षा भत्ताको व्यवस्था यस 
अन्तर्गत गरिन्छ। बढेुसकालमा शारीरिक शिथिलताका 
कारण आम्दानी गर्न नसक्दा पनि सम्मानजनक जीवन बाँच्न 
यसले आधार दिन्छ।

	आश्रित परिवार सहायताआश्रित परिवार सहायता : परिवारको मखु्य आय आर्जन गर्ने 
व्यक्तिको मतृ्यु भएमा निजमा आश्रित श्रीमती, छोराछोरी वा 
आमाबबुालाई जीवनयापनका लागि दिइने आर्थिक सरुक्षा 
हो।यसले घरमूलीको मतृ्युपछि परिवारलाई आर्थिक विचल्ली 
हनुबाट जोगाउँछ र बालबालिकाको भविष्य सरुक्षित गर्छ।

	माततृ्व सरुक्षामाततृ्व सरुक्षा : गर्भावस्था, प्रसूति र सतु्केर ी अवस्थामा आमा 
र शिशकुो स्वास्थ्य उपचारका साथै तलब सहितको बिदा र 
पोषण खर्च उपलब्ध गराउन ु यसको उद्देश्य हो।यसले 
महिलाको प्रजनन ्स्वास्थ्यको अधिकार सनुिश्चित गर्दै स्वस्थ 
जनशक्ति उत्पादनमा मद्दत परु्‍याउँछ।

	शैक्षिक सवुिधाशैक्षिक सवुिधा : आर्थिक अभावका कारण शिक्षाबाट वञ्चित 
बालबालिका तथा लक्षित वर्गलाई निःशलु्क शिक्षा, छात्रवतृ्ति 
वा शैक्षिक सामग्री प्रदान गर्ने कार्य यसमा पर्दछ।यसले 
सबैका लागि समान अवसर सिर्जना गर्दै गरिबीको रेखा मनुि 
रहका परिवारको जीवनस्तर उकास्न दीर्घकालीन सहयोग 
गर्छ।

सामाजिक सरुक्षाका कार्यक्रमहरूसामाजिक सरुक्षाका कार्यक्रमहरू

क्रक्र.संसं. समूहसमूह कार्यक्रमहरूकार्यक्रमहरू
1. आमा तथा शिश ु

बालबालिका
सरुक्षित माततृ्व, खोप, पोषण तथा शिक्षा

2. महिला शिक्षा, स्वास्थ्य, महिला अधिकार, रोजगारी, 
घरेल ुहिंसा तथा मानब बेचविखन विरुद्ध

3. यवुा शिक्षा, सीप, विकास र उद्यमशीलता
4. वदृ्ध वदृ्ध आश्रम, स्वास्थ्य र जीविकाे पार्जनका 

लागि भत्ता
5. अपाङ्ग (फरक 

तरिकाले सक्षम)
शिक्षा, तालिम, रोजगारीमा प्राथमिकता र 
जीविकोपार्जनका लागि सामाजिक सरुक्षा 
भत्ता

6. जनजाति 
(लोपोन्मुख)

शिक्षा, तालिम, रोजगारीमा प्राथमिकता, 
आय आर्जन, आवास र जीविकोपार्जनका 
लागि सामाजिक सरुक्षा भत्ता
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नेपालमा सामाजिक सरुक्षा भत्ता सम्बन्धी व्यवस्थानेपालमा सामाजिक सरुक्षा भत्ता सम्बन्धी व्यवस्था

क्रक्र.संसं. सामाजिक सरुक्षा भत्ताको प्रकारसामाजिक सरुक्षा भत्ताको प्रकार भत्ता प्राप्त गर्ने आधारभत्ता प्राप्त गर्ने आधार प्राप्त गर्ने रकमप्राप्त गर्ने रकम

१. जेष्ठ नागरिक भत्ता दलित र एकल महिला: ६० वर्ष अन्यको लागि
६८ वर्ष

मासिक ४ हजार रुपैयाँ

२. एकल र विधवा महिला
६० वर्षको भए वदृ्ध परिचय पत्र र नपगेुको भए 
तोकिएको आर्थिक मापदण्ड बमोजिम

विधवा, सम्बन्ध विच्छेद गरी अर्को विवाह नगरेका, 
न्यायिक पथृकीकरण गरी बसेका

मासिक : २६६०रुपैयाँ

३. पूर्ण अपाङ्गता भएका मासिक:४००० रुपैयाँ

४. अति अशक्त अपांगता अरूले सहयोग गर्नु पर्ने मासिक:२१०० रुपैयाँ

५. लोपोन्मुख आदिवासी जनजाति सामाजिक सरुक्षा ऐनको अनसूुचीमा उल्लेखित मासिक : ३९९० हजार 
रुपैयाँ

६. बालबालिका (बाल संरक्षण तथा पोषण अनदुान) तोकिएका लोपोन्मुख जातिका ५ वर्ष नपगेुका
वालवालिका

मासिक : ५२० सय रुपैयाँ

नेपालमा सामाजिक सरुक्षा सम्बन्धी नीतिगत,नेपालमा सामाजिक सरुक्षा सम्बन्धी नीतिगत, संस्थागत र कार्यक्रमगत व्यवस्थासंस्थागत र कार्यक्रमगत व्यवस्था
नीतिगत व्यवस्थानीतिगत व्यवस्था

क्र.सं.क्र.सं. नीतिगत व्यवस्थानीतिगत व्यवस्था मखु्य विषयवस्तु / व्यवस्थामखु्य विषयवस्तु / व्यवस्था

१.
संविधानको प्रस्तावना तथा मौलिक हकहरू 
(धारा ३३–४३)

रोजगारी, श्रम, स्वास्थ्य, खाद्य, आवास, महिला, बालबालिका, दलित, अपांगता 
भएका व्यक्ति, ज्येष्ठ नागरिक तथा सामाजिक सरुक्षाको मौलिक हक सनुिश्चित।

२. संविधानमा व्यवस्था गरिएका राज्यका नीतिहरू
सामाजिक न्याय, समावेशिता, समानता, कमजोर तथा पिछडिएका वर्गको संरक्षण, 
न्यूनतम जीवनस्तर सनुिश्चित गर्ने नीति।

३. आवधिक योजना
सामाजिक सरुक्षा कार्यक्रम बिस्तार, लक्षित वर्ग पहिचान, सामाजिक जोखिम 
न्यूनीकरण तथा दिगो सामाजिक सरुक्षा प्रणाली विकास।

४.
सामाजिक सरुक्षा ऐन, २०७५ तथा नियमावली, 
२०७६

नगद तथा गैर-नगद सामाजिक सरुक्षा भत्ता, लाभग्राही पहिचान, वितरण व्यवस्था 
तथा अनगुमन।

५. वार्षिक बजेट तथा कार्यक्रमहरू
सामाजिक सरुक्षा भत्ता, स्वास्थ्य बीमा, पोषण, राहत तथा संरक्षण कार्यक्रमका 
लागि स्रोत सनुिश्चित।

६. सामाजिक सरुक्षा कर सामाजिक सरुक्षाका कार्यक्रम सञ्चालनका लागि दीगो वित्तीय स्रोतको व्यवस्था।

७.
योगदानमा आधारित सामाजिक सरुक्षा ऐन, 
२०७४ तथा नियमावली/निर्देशि का

औपचारिक क्षेत्रका श्रमिकका लागि वदृ्धावस्था, अशक्तता, दरु्घटना, बेरोजगारी 
तथा माततृ्व सरुक्षा; त्रिपक्षीय योगदान प्रणाली।

संस्थागत व्यवस्थासंस्थागत व्यवस्था
	महिला, बालबालिका, जेष्ठ नागरिक संसदीय समिति,

	महिला, बालबालिका तथा समाज कल्याण मन्त्रालय,

	श्रम तथा रोजगार मन्त्रालय, सामाजिक सरुक्षा कोष, 

	स्वास्थ्य, dGqfno ;+3Lo dfldnf tyf ;fdfGo k|zf;g 
dGqfno tyf k|b]z ;/sf/x¿sf ;Dj4 dGqfnox¿

	समाज कल्याण परिषद्,

	स्थानीय तहहरू,

	NGOs, INGOs का कार्यक्रमहरू,

	सहकारी, भमूिसधुार तथा गरिवी निवारण मन्त्रालय
	विभिन्न कोषहरू: सामाजिक सरुक्षा कोष,कर्मचारी सञ्चय 

कोष, नागरिक लगानी कोष अादि ।

सामाजिक सरुक्षाका लागि सञ्चालित विविध कार्यक्रमसामाजिक सरुक्षाका लागि सञ्चालित विविध कार्यक्रम
	सिमान्तिकृत तथा लोपोन्मुख छात्रवरृ्त्ति,
	सडक बालबालिका तथा बालश्रमिक छात्रवतृ्ति,

	हिमाली आवासीय छात्रवतृ्तिलगायत अन्य छात्रवतृ्ति,

	विद्यालय खाजा कार्यक्रम,

	निःशलु्क आधारभतू र माध्यमिक शिक्षा,
	निःशलु्क उच्च शिक्षा,
	शहिदका छोराछोरीका लागि छात्रवतृ्ति,

	मकु्त कमलरी छात्रवतृ्ति,

	ज्येष्ठ नागरिक यातायात सहलुियत,

	माततृ्व सरुक्षा योजना,
	आश्रित परिवार सरुक्षा,
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	कल्याणकारी कोषका कार्यक्रम,
	निजी आवास पनुर्निर्माण अनदुान,
	जग्गा स्वामित्व प्राप्तिमा छुट,
	निःशलु्क काननुी सहायता,
	काजक्रिया खर्च (कर्मचारी सञ्चयकोषबाट),
	वदृ्धावस्था संरक्षण,
	ज्येष्ठ नागरिक भत्ता,
	एकल महिला भत्ता,

	अपाङ्गता भत्ता,
	लोपोन्मुख आदिवासी भत्ता,
	जनजाति भत्ता,
	दलित विद्यार्थी छात्रवतृ्ति,
	बालिका छात्रवतृ्ति,
	अपाङ्गता छात्रवतृ्ति,
	विपन्न छात्रवतृ्ति र
	बालपोषण भत्ता।

सामाजिक सरुक्षा र सामाजिक संरक्षण बीचमा भिन्नतासामाजिक सरुक्षा र सामाजिक संरक्षण बीचमा भिन्नता

आधारआधार सामाजिक सरुक्षासामाजिक सरुक्षा सामाजिक संरक्षणसामाजिक संरक्षण

परिभाषापरिभाषा राज्य वा अन्य संस्थाहरूबाट प्रदान गरिने योजना वा 
प्रणाली हो, जसले विशेष गरी रोजगारसँग सम्बन्धित 
जोखिमहरू (जस्तै बेरोजगारी, वदृ्धावस्था, अपाङ्गता) सामना 
गर्न सहयोग गर्छ।

व्यापक अवधारणा हो, जसमा सामाजिक सरुक्षा समेटिए पनि 
यसमा गरिबी न्यूनीकरण, आधारभतू सेवा र जीवनस्तर सधुार 
गर्ने कार्यक्रमहरू पनि पर्छन।्

उद्देश्यउद्देश्य कामदार तथा वदृ्ध, असक्त वा बेरोजगार व्यक्तिहरूलाई 
आर्थिक सहयोग प्रदान गर्नु।

समाजका सबै वर्गलाई समान अवसर उपलब्ध गराउन ुर गरिबी 
तथा सामाजिक असमानता हटाउन।ु

लाभग्राहीलाभग्राही मखु्यतः औपचारिक क्षेत्रमा कार्यरत व्यक्तिहरूलाई लक्षित 
गर्छ।

समाजका सबै सदस्यहरू (विशेष गरी गरिब, असहाय, अशक्त, 
बालबालिका, वदृ्ध) समेट्छ।

अवयवअवयव वदृ्ध भत्ता, बेरोजगारी भत्ता, श्रमिक बीमा, पेंसन योजना 
आदि।

गरिबी न्यूनीकरण योजना, खाद्य सरुक्षा कार्यक्रम, नि:शलु्क शिक्षा 
तथा स्वास्थ्य सेवा, आपतकालीन राहत कार्यक्रम।

वित्तीय स्राेतवित्तीय स्राेत सामान्यताः योगदानमा आधारित (जस्तै श्रमिक तथा 
रोजगारदाताले योगदान गर्ने कोष) हनु्छ।

सरकारको बजेट, अन्तर्राष्ट्रिय सहयोग, कर प्रणाली आदि मार्फ त 
वित्तीय स्रोत जटुाइन्छ।

काननुी आधारकाननुी आधार प्रायः काननुी रूपमा अनिवार्य हनु्छ, जसमा सरकारी नीति 
तथा काननुी प्रावधानहरू हनु्छन।्

काननुी तथा गैर-काननुी (स्वैच्छिक कार्यक्रमहरू, गैरसरकारी 
संस्थाहरूबाट सञ्चालित) दबैु हनु सक्छ।

लागू हनेु क्षेत्रलागू हनेु क्षेत्र औद्योगिक वा औपचारिक रोजगारीसँग बढी सम्बन्धित 
हनु्छ।

सबै नागरिक (स्वरोजगार, अनौपचारिक क्षेत्र, किसान, 
बालबालिका, वदृ्ध) मा लागू हनु्छ।

व्यवस्थापन गर्ने व्यवस्थापन गर्ने 
निकायनिकाय

मूलतः श्रम रोजगार तथा सामाजिक सरुक्षा मन्त्रालय, 
सामाजिक सरुक्षा कोष, वा बीमासँग सम्बन्धित संस्थाहरूले 
व्यवस्थापन गर्छन।्

सरकारी निकाय, गैरसरकारी संस्था (NGO), अन्तर्राष्ट्रिय संघसंस्था 
(जस्तै UN, ILO, UNICEF) आदि मिलेर सञ्चालन गर्छन।्

सामाजिक सरुक्षा व्यवस्थापनमा विद्यमान समस्याहरूसामाजिक सरुक्षा व्यवस्थापनमा विद्यमान समस्याहरू
	सामाजिक सरुक्षा राजनीतिक लोकप्रियताका आधारमा सञ्चालन हनु,ु

	आर्थिक सूचक र गरिवीसँग आवद्ध नगरी Blanket approach मा आधारित सामाजिक सरुक्षा प्रणालीले प्रसय पाउन,ु

	अनौपचारिक क्षेत्रका कामदारहरूलाई अपेक्षाकृत रूपमा सामाजिक सरुक्षामा आवद्ध गर्न नसक्नु,
	नगद वितरणमा आधारित सामाजिक सरुक्षाले महत्व पाउन,ु

	सामाजिक सरुक्षाका लागि लक्षित बर्गको पहिचान गर्न कठिनाइ हनु ु

	दर्जनौ सामाजिक सरुक्षा कार्यक्रमहरू छरिएर रहन ु।
	सामाजिक सरुक्षामा आवद्ध हनेु जनसङ्ख्याको बस्तुगत तथ्य र तथ्याङ्क नहनु ुसाथै समय समयमा अद्यावधिकीकरण र 

संपरीक्षण नहनु,ु

	सामाजिक सरुक्षा कार्यक्रमको निगरानी तथा मूल्याङ्कन प्रणाली कमजोर हनु,ु

	प्रविधिको अपर्याप्त प्रयोगका कारण डपु्लिकेसन, त्रुटि र ढिलाससु्ती हनु,ु

	सामाजिक सरुक्षा भत्ता वितरणमा बैंकिङ पहुँच नभएका दरु्गम क्षेत्रका नागरिक मारमा पर्नु,
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	लाभग्राहीहरूमा सामाजिक सरुक्षा कार्यक्रमबारे पर्याप्त 
जानकारी र सचेतनाको अभाव हनु,ु

	सामाजिक सरुक्षालाई मानव पुजँी विकास (शिक्षा, स्वास्थ्य, 
सीप) सँग प्रभावकारी रूपमा जोड्न नसक्नु,

	असमानता घटाउने भन्दा कहिलेकाही निर्भरता (dependency 
culture) बढाउने अवस्था सिर्जना हनु,ु

	स्थानीय तहमा प्रशिक्षित जनशक्ति तथा संस्थागत क्षमता 
कमजोर हनु,ु

	सामाजिक सरुक्षा कार्यक्रमहरूमा लैङ्गिक, अपांगता तथा 
जातीय संवेदनशीलता पर्याप्त नहनु,ु

	आर्थिक मन्दी, विपद् वा संकटको समयमा सामाजिक सरुक्षा 
प्रणाली लचिलो नहनु,ु

	दीर्घकालीन रूपमा सामाजिक सरुक्षा कोषको Actuarial 
अध्ययन र योजना नहनु।ु।

	वैदेशिक रोजगारमा गएको श्रमिकहरूलाई सामाजिक 
सरुक्षामा आवद्ध गर्न नसक्नु,

	सामाजिक सरुक्षामा अनियमिता र अपरदर्शिता बढ्दै जान,ु

	सामाजिक सरुक्षा करको सही व्यवस्थापन र उपयोग 
प्रभावकारी ढंगले हनु नसक्नु,

	संघ प्रदेश र स्थानीय तहहरू बीचमा सामाजिक सरुक्षा 
व्यवस्थापन समन्धमा उपयकु्त समन्वय र सहकार्यको अभाव 
हनु,ु

	एकीकृत संरचनाको अभावले दीर्घकालीन सामाजिक सरुक्षाको 
योजना निर्माण गर्न नसक्नु,

	सामाजिक सरुक्षा कार्यक्रमहरू भोट बैंक बढाउने प्रयाेजनकाे 
लागि सञ्चालनमा ल्याइन ु।

	सामाजिक सरुक्षाका लागि दिगो र भरपर्दो स्रोतको व्यवस्थापन 
गर्न नसक्नु,

	औषत आय ुबढदै जाँदा वर्षेनी सामाजिक सरुक्षाको दायित्व 
बढ्दै जान,ु एवं

	सामाजिक सरुक्षाको माग र आपूर्ति बीचमा उपयकु्त सन्तुलन 
मिलाउन नसक्नु।

सामाजिक सरुक्षालाई प्रभावकारी बनाउने उपायसामाजिक सरुक्षालाई प्रभावकारी बनाउने उपाय
	सामाजिक सरुक्षा प्राप्तिको आधार तय गर्न तथ्याङ्क प्रणालीलाई 

बस्तुनिष्ठ र बैज्ञानिक बनाई सत्यापन कायम गर्ने,

	सामाजिक सरुक्षा भत्ताको लागि राष्ट्रिय परिचयपत्र र गरिबीको 
परिचयपत्रसँग आवद्ध गरी आवश्यकहरूलाई मात्र उपलब्ध 
गराउने,

	पत्रकार र नागरिक समाज सम्मिलित समितिले सामाजिक 
सरुक्षा भत्ता अनगुमनको व्यवस्था गराउने,

	बसाइँसराइ गर्नेहरू तथा अन्य सरकारी स्रोतबाट दोहोरो 

सवुिधा लिनेहरूलाई नियन्त्रण गर्न स्थानीय तहको सक्रियता 
अभिवदृ्धि गर्ने,

	प्रगतिशिल करको अवधारणा अनरुूप विलासिताका वस्तु, 
स्वास्थलाई हानिकारक, जङ्क फुडहरू, आदिमा करका दर 
बढाइ दिगो रूपमा सामाजिक सरुक्षा स्रोत खोज्ने,

	राजनीतिक लोकप्रियतामा आधारित वितरणमखुी सामाजिक 
सरुक्षालाई उत्पादन केन्द्रित र आवश्यकता केन्द्रित बनाउने,

	हाल छरिएर रहका कार्यक्रमहरूलाइ बास्के ट फण्डिड र 
कार्यक्रममार्फ त सञ्चालन गरिन ुपर्ने,

	सवै प्रकारका सामाजिक सरुक्षाका कार्यक्रमहरूलाई समेटेर 
एकीकृत सामाजिक सरुक्षा नीति र सो बमोजिमका काननुी 
ढाँचा तयार गर्ने,

	जोखिम समूहहरूको पहिचान गरी वैज्ञानिक पद्धति अपनाएर 
समूहभित्रैको असमानता र अन्य समूहसँगको असमानतालाई 
आधार मानिन ुउपयकु्त हनेु,

	हालसम्मका कार्यक्रमहरूको प्रभावकारिता अध्ययन गरी सो 
बमोजिमको सधुार उपयकु्त विधिहरूको अवलम्बन गर्ने,

	हाल तीनैतहबाट सञ्चालित सरकारी र निजी तथा गैरसरकारी 
संस्थाहरूबाट सञ्चालित कार्यक्रमहरूवीच एकीकृत रूपमा 
सञ्चालन गर्ने,

	सामाजिक सरुक्षा कोषलाई एकीकृत संघीय सामाजिक सरुक्षा 
कोषको रूपमा विकास गरी सामाजिक सरुक्षा सम्वद्ध सबै 
कार्यहरू यसैबाट सञ्चालन गर्ने,

	सामाजिक सरुक्षा कार्यक्रम सञ्चालनमा निजी क्षेत्र र सहकारी 
संस्थाको भमूिका विस्तार गर्ने,

	सामाजिक सरुक्षा व्यवस्थापनमा Actuarial अध्ययन नियमित 
रूपमा गराउने,

	एकीकृत सूचना ब्यवस्थापन प्रणालीको स्थापना गरी 
कार्यक्रमको प्रभावकारिता र विश्वसनीयतामा अभिवदृ्धि गर्ने,

	समयअनसुार सामाजिक सरुक्षा भत्ताको दरलाई मूल्यवदृ्धि सँग 
आवद्ध गर्ने,

	सामाजिक सरुक्षामा खर्च हनेु रकमको Cost–Benefit 
Analysis अनिवार्य गर्ने,

	सामाजिक सरुक्षा नीति निर्माणमा लाभग्राहीहरूको प्रत्यक्ष 
सहभागिता सनुिश्चित गर्ने,

	नगदमा आधारित सामाजिक सरुक्षा प्रणालीलाई योगदानमा 
आधारित प्रणालीमा रुपान्तरण गर्ने,

	विपद्, महामारी वा आर्थिक संकटको समयमा Shock-
responsive social protection प्रणाली विकास गर्ने,

	सामाजिक सरुक्षालाई शिक्षा, स्वास्थ्य, सीप र रोजगारीसँग 
जोडेर मानव पुजँी विकासमखुी बनाउने,

	सामाजिक सरुक्षा कार्यक्रमहरूमा कार्यसम्पादनमा आधारित 
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अनदुान लागू गर्ने,

	सामाजिक सरुक्षा कोषमा जम्मा भएको रकमलाई उत्पादमूलक 
क्षेत्रमा लगानी गर्न वातावरण तय गर्ने,

	सबैलाई, विशेष गरी कमजोर र पिछडिएका समूहहरूलाई, 

सामाजिक सरुक्षाको पहुँच परु्‍याउन ुपर्ने, 

	डिजिटल प्लेटफर्मको प्रयोग गरेर प्रभावकारी व्यवस्थापन र 
सेवाहरू प्रदान गर्ने,

	अनौपचारिक क्षेत्रका श्रमिकहरूलाई समेट्ने लचिलो योगदान 
मोडेल  विकास गर्ने,

	वैदेशिक रोजगारीमा रहका श्रमिकहरूका लागि पोर्टेबल 
सामाजिक सरुक्षा प्रणाली लागू गर्ने,

	लाभग्राही चयनमा समदुाय आधारित सत्यापन प्रणाली 
अपनाउने,

	लैङ्गिक, अपांगता र जातीय दृष्टिले संवेदनशील कार्यक्रम 
डिजाइन गर्ने,

	स्थानीय तहमा सामाजिक सरुक्षा हेर्ने विशेष इकाई वा डेस्क 

स्थापना गर्ने,

	 डाटा सरुक्षा र गोपनीयतालाई ध्यानमा राख्दै  Digital ID and 
Interoperable System विकास गर्ने,

	सामाजिक सरुक्षालाई अधिकार मात्र होइन कर्तव्यसँग 
जोडिएको प्रणालीका रूपमा विकास गर्ने,

	स्थिर र पारदर्शी वित्तीय स्रोत सनुिश्चित गर्न सार्वजनिक तथा 
निजी क्षेत्र बीच सहकार्य गर्ने ।
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Introduction

Aviation has always symbolised human progress — shrinking 
distances, connecting cultures, and powering global 
commerce. From the earliest days of flight to today’s global air 
transport network, aviation has transformed the way societies 
interact and economies grow. Yet as the planet warms, the 
industry that once conquered the skies is now being reshaped 
by forces far beyond the runway. Climate change is altering 
the atmosphere itself, creating new operational challenges, 
intensifying turbulence, and accelerating the need for cleaner, 
more resilient aviation systems.

Today, aviation stands at a crossroads. It must continue to 
support global mobility while confronting the growing 
realities of climate change. The sector faces a dual challenge: 
it contributes to global warming, and it is increasingly affected 
by the consequences of that warming. This article explores 
how climate change is reshaping aviation, why turbulence is 
becoming more severe, and why a rapid transition towards 
the Sustainable Aviation Fuels (SAF) is essential for the 
future of flight.

Warming Planet and High-Altitude Problem

Aviation is both a contributor to and a victim of climate 
change. While the sector accounts for roughly 2–3 per cent of 
global energy-related CO₂ emissions, its impact is amplified 
because aircraft release emissions at high altitudes. At 
cruising levels — typically 30,000 to 40,000 feet - emissions 
interact with atmospheric chemistry in ways that intensify 
warming.

In 2023, international aviation emitted more than 500 million 
tonnes of CO₂, according to the International Civil Aviation 
Organization (ICAO). However, CO₂ is only part of the story. 
Aviation also produces non-CO₂ effects, including nitrogen 
oxides (NOx), water vapour, soot particles, and contrail-
induced cirrus clouds. These non-CO₂ effects may contribute 
two to four times more warming than CO₂ alone.

Aviation contributes to climate change, but climate change is 
now pushing back.

When the Weather Fights Back

Climate change is altering weather patterns worldwide, 
and aviation is feeling the effects in multiple ways. Rising 
temperatures, shifting wind patterns, and more frequent 
extreme weather events are creating operational challenges 
that airlines must navigate daily.

Hotter Air, Heavier Burdens

As global temperatures rise, air density decreases. Thinner 
air reduces lift, meaning aircraft require longer runways 
or must take off with weight restrictions. This is especially 
problematic for airports in already hot regions such as the 
Middle East, South Asia, and parts of Africa.

During extreme heatwaves, airports such as Phoenix Sky 
Harbor in the United States have had to delay or cancel 
flights because temperatures exceeded the operational limits 
of certain aircraft. When temperatures soar above 48°C, 
some regional jets simply cannot generate enough lift to take 
off safely.

Storms, Floods, and Infrastructure Stress

Extreme weather events, once considered rare, are becoming 
more common. Heavy rainfall can flood runways, disrupt 
ground operations, and damage airport infrastructure. 
Storms can interfere with navigation systems, radar, and 
communication equipment. Heatwaves can warp runways 
and strain cooling systems in terminals.

These disruptions translate into:
•	 Higher operational costs
•	 More delays and cancellations
•	 Increased safety risks
•	 Greater unpredictability in scheduling
However, among all climate-related impacts, one stands out 
for its growing frequency, unpredictability, and operational 
consequences: turbulence.

The Rise of Clear-Air Turbulence

Clear-air turbulence (CAT) is a type of turbulence that occurs 
in cloudless skies, making it invisible to both pilots and 
onboard radar systems. It is caused by wind shear, sudden 
changes in wind speed or direction, typically near jet streams.

As the climate warms, jet streams are becoming stronger and 
more erratic due to changes in temperature gradients between 
the equator and the poles. This is creating more unstable 
atmospheric conditions.

What the Science Shows

Studies show that:
•	 CAT has increased by 15–55 per cent since 1979
•	 Severe CAT could double or triple by 2050–2080

Aviation Activities, Climate Change, 
Turbulence and the Urgent Shift Towards 
Sustainable Fuels
Salina Bhatta*

* Dy. Manager, CAAN
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•	 The North Atlantic flight corridor has experienced the 
largest increases

Operational and Safety Implications

For passengers, turbulence is often a source of anxiety. For 
airlines, it is a costly and dangerous hazard. Turbulence is the 
leading cause of non-fatal injuries to passengers and cabin 
crew. Sudden encounters with CAT can throw unbuckled 
passengers against ceilings or seats, causing fractures, 
concussions, and other injuries.
Operationally, turbulence forces pilots to:
• 	 Change altitude
•	 Reroute flights
•	 Burn additional fuel
•	 Increase emissions
This creates a troubling feedback loop:

Climate change increases turbulence → turbulence increases 
fuel burn → increased fuel burn contributes to climate 
change.

Different production pathways — such as HEFA, Fischer–
Tropsch, Alcohol-to-Jet, and Power-to-Liquid — offer 
varying levels of emission reductions. Some synthetic SAF 
pathways can reduce emissions by up to 80 per cent or more 
compared to conventional jet fuel.
Current Production and Challenges
Global SAF production reached approximately 300 million 
litres in 2022, nearly triple the previous year. However, 
this still represents less than 1 per cent of total aviation 
fuel consumption. Scaling up SAF production faces several 
challenges:
• 	 High production costs
•	 Limited availability of sustainable feedstocks
•	 Slow certification processes
•	 Lack of global policy alignment
•	 Infrastructure limitations at airports
Despite these challenges, SAF remains the cornerstone of 
aviation’s decarbonisation strategy.
Global Commitments: ICAO, IATA and the Road to Net 
Zero
International organisations are playing a crucial role in 
guiding aviation’s climate transition.

ICAO and CORSIA
ICAO’s Carbon Offsetting and Reduction Scheme for 
International Aviation (CORSIA) aims to stabilise net 
emissions from international aviation. It requires airlines to 
offset emissions that exceed 2019 levels and encourages the 
use of lower-carbon fuels, including SAF.
IATA’s Net Zero Commitment
The International Air Transport Association (IATA) has 
committed its member airlines to achieving net zero CO₂ 
emissions by 2050. This goal will require:
•	 Massive expansion of SAF production
•	 Fleet modernisation with more fuel-efficient aircraft
•	 Improved operational efficiency
•	 Breakthrough technologies such as electric and hydrogen 

aircraft
Achieving net zero will not be easy, but it is essential for 
aviation’s long-term sustainability.

A Future Worth Flying Towards
Aviation has always adapted to challenges, from the 
transition to jet engines to the introduction of GPS navigation 
and advanced avionics. Climate change is simply the next 
frontier. The skies are becoming more turbulent, the weather 
more unpredictable, and the pressure to decarbonise more 
urgent.

However, with coordinated global action, investment in 
SAF, and a commitment to innovation, the industry can chart 
a new course, one that preserves global connectivity while 
protecting the planet that makes flight possible. The future of 
aviation depends on it.

Breaking this cycle requires a fundamental shift in how 
aviation powers its aircraft.

The Need for Sustainable Aviation
The aviation sector is expected to grow significantly in the 
coming decades. Passenger numbers could double by 2040, 
and air cargo demand continues to rise. Without intervention, 
aviation emissions will increase accordingly.

To align with global climate goals — including ICAO’s and 
IATA’s commitment to net zero emissions by 2050 — the 
industry must adopt cleaner technologies and fuels. Among 
all available solutions, Sustainable Aviation Fuels (SAF) 
stand out as the most effective near-term strategy.

Breaking the Cycle: The Promise of Sustainable Aviation 
Fuels
Sustainable Aviation Fuels (SAFs) are drop-in fuels that can 
be used in existing aircraft engines and fuel systems without 
modification. They are produced from renewable or waste-
based feedstocks and offer significant lifecycle emission 
reductions.

How SAF Is Produced
SAF can be derived from:
•	 Used cooking oil
•	 Agricultural and forestry residues
•	 Municipal solid waste
•	 Algae and biomass
•	  Synthetic fuels produced using green hydrogen and 

captured CO₂

***
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सरुक्षाको असली इन्जिन : कर्मचारीको 
‘निर्भीक’ आवाज

प्रकाश शर म्ा *

विमानको संसार आफैं मा एक अनन्त आकाशको महाकाव्य 
हो जहाँ धातकुा पंखहरूले मानवताका सपना, चाहना र 
आकांक्षालाई समातेर बादलहरू चिरिरहकेा हुन्छन ्। यस्ता 
उडानहरू केवल प्राविधिक शक्ति वा आधनुिक यन्त्रहरूको 
प्रदर्शन मात्र होइनन,् ती सभ्यताको सामहूिक चतेना, ज्ञान, 
अनशुासन र दीर्घ तयारीको प्रतिफल हुन ् । आकाश यति 
विशाल दखेिन्छ कि त्यसमा हरेक वस्तु स्वतन्त्र रूपमा 
तैरिरहकेो झैं लाग्छ, तर वास्तविकता भन सरुक्षा नामक 
अदृश्य संरचनाले बाँधरे राखकेो सकू्ष्म सन्तुलन हो । सरुक्षा 
बिना उडान केवल गति हो न अर्थ, न दिशा, न गहिराई । यही 
आवश्यकतालाई बझुरे अन्तर्राष्ट्रिय नागरिक p•og संगठनले 
विश्वका सबै राष्ट्रलाई सरुक्षा व्यवस्थापन प्रणालीलाई 
नीतिगत, संरचनागत र सांस्कृति क रूपमा अगंीकार गर्न 
निर्देशन दिएको छ । यो प्रणाली केवल जोखिम पहिचानको 
औपचारिकता होइन; यो सरुक्षा संस्कृति को मरेुदण्ड, 
संस्थागत विवेकको आत्मा, र भविष्यको यात्रालाई सरुक्षित 
बनाउने सामहूिक मनोविज्ञान हो । सरुक्षा व्यवस्थापन 
प्रणालीलाई बलियो बनाउने तीन अदृश्य शक्ति: गोपनीयता, 
पारदर्शिता र जिम्मेवारी विमान सरुक्षाको स्तम्भ मात्र होइनन;् 
ती एकै वकृ्षका तीन गहिरा जराहरू हुन,् जसले सम्पूर्ण सरुक्षा 
संरचनालाई जीवित, सन्तुलित र गतिशील बनाइराख्छन ्।

गोपनीयता सरुक्षा व्यवस्थापनको मौन प्रहरी हो, जसले 
व्यक्तिलाई निर्भय बनाउँछ । जब कुनै कर्मचारीले जोखिम 
दखे्छ, कुनै त्रुटि चिन्छ, वा कुनै असमान्यता पहिचान गर्छ, 
उनको मनमा उठ्ने पहिलो जिज्ञासा यस्तै हुन्छ, “यदि मलेै 
रिपोर्ट गरे ँभन मरेो पहिचान सरुक्षित रहन्छ?” यिन डर, शकंा 
र अस्वस्थताले रिपोर्टिङको ढोका बन्द गरिदिन सक्छ । 
त्यसैले गोपनीयता कुनै कागजी वाचा होइन; यो मनोवैज्ञानिक 
सरुक्षाको बख्तरबन्द जस्तो ढाल हो, जसले रिपोर्टकर्तालाई 
संस्थाको सरुक्षाको सेनानी बनाउँछ । प्रत्यक्ष पहिचानयोग्य 

विवरण नाम, पद, स्थान, विभाग दखेि अप्रत्यक्ष संकेत 
उडान नम्बर, विशिष्ट उपकरण, समयावधि, टोली संरचना 
सबैलाई सावधानीपरू्वक सरुक्षामा राख्नु गोपनीयताका मलू 
तत्व हुन ्। नेपालजस्तो नजिकको सामाजिक सम्बन्ध भएको 
समाजमा “नाम निस्कियो भन के हुन्छ?” भन्ने मनोविज्ञान 
अझ गहिरो हुन्छ । यहाँ आलोचना, प्रतिशोध, आरोप-
प्रत्यारोपका डरहरू सजिलै जन्मिन्छन ् । त्यही कारण, 
गोपनीयता केवल नीतिगत प्रावधान होइन; यो संस्कार हो 
गल्तीलाई व्यक्तिमा होइन, प्रणालीमा केन्द्रित गर्ने उच्च 
मलू्यबोध । गोपनीयताको अन्तिम लक्ष्य दोषी खोज्नु होइन, 
कमजोरी भटे्टाउन ुहो, व्यक्तिको होइन, प्रक्रियाको सधुार हो । 
व्यक्तिले होइन, वातावरणले गल्ती गरायो भन्ने दृष्टिकोणमा 
उभिन सकियो भन मात्र संस्थामा सरुक्षा संस्कृति को बीउ 
उम्रन्छ । उदाहरणका लागि, एउटा पाइलटले उडानमा दखेकेो 
सानो प्राविधिक त्रुटि रिपोर्ट गर्दा, यदि उसको पहिचान 
लकुाइएन भन ऊ डराउँछ कि कतै यो उसको पदोन्नति वा 
सम्मानमा असर पर्छ कि भनर । तर गोपनीयताले यो डरलाई 
हटाउँछ र रिपोर्टिङलाई प्रोत्साहित गर्छ, जसले सम्पूर्ण 
प्रणालीलाई मजबतु बनाउँछ । विश्वका सफल विमान 
कम्पनीहरू जस्तै साउथवेस्ट एयरलाइन्स वा क्वान्टासले 
गोपनीयताको यो सिद्धान्तलाई कडाइका साथ लाग ूगरेका 
छन,् जसको फलस्वरूप उनीहरूका सरुक्षा रेकर्डहरू उत्कृष्ट  
छन ्। नेपालमा पनि, त्रिभवुन अन्तर्राष्ट्रिय विमानस्थल जस्ता 
स्थानहरूमा यो लाग ू गर्न सकिन्छ, जहाँ कर्मचारीहरूको 
सानो टोली र नजिकको सम्बन्धले गोपनीयताको आवश्यकता 
झनै बढाउँछ । गोपनीयता भनको केवल डाटा लकुाउने होइन, 
यो विश्वास निर म्ाण गर्ने माध्यम हो, जसले कर्मचारीहरूलाई 
खलुा हृदयले बोल्न प्रेरित गर्छ । यदि गोपनीयता कमजोर 
भयो भन, रिपोर्टिङ घट्छ, जोखिमहरू लकेुर रहन्छन,् र 
अन्ततः दरु्घटनाको खतरा बढ्छ । यसैले, गोपनीयता सरुक्षा 
संस्कृति को पहिलो आधार हो, जसले अन्य तत्वहरूलाई 

*उपप्रबन्धक, ने.ना.उ.प्रा.
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पनि बल दिन्छ ।

तर गोपनीयता एक्लै पर्याप्त हुदँनै; यदि गोपनीयता मौनताको 
धर्म हो भन पारदर्शिता विद्यान्तर्गत उज्यालो हो । पारदर्शिता 
संस्थाको विश्वासको बगैंचा हो जहाँ सचूना केवल बन्द 
कोठामा होइन, सत्यनिष्ठाको प्रकाशमा बग्छ । प्रत्येक रिपोर्ट 
कहाँ पगु्यो? त्यसको विश्लेषण कसरी भयो? कुन जोखिमलाई 
कुन आधारमा मलू्यांकन गरियो? कुन सधुार लाग ूभयो? यी 
प्रश्नहरूको उत्तर कर्मचारीले पाउनपुर्छ, किनकि पारदर्शिता 
संस्थालाई मानव बनाउँछ । कर्मचारीले महससु गर्नुपर्छ कि 
“मले बोलेको कुरा संस्थाले सनेुको छ ।” जब पारदर्शिता 
संस्थामा बस्छ ढोका, झ्याल, निर्णय, कारण सबै उज्यालोमा 
दखेिन्छ त्यहाँ विश्वास जन्मिन्छ, र विश्वास नै सरुक्षा 
संस्कृति को पवित्र माटो हो । पारदर्शिताले कर्मचारीहरूलाई 
प्रेरित गर्छ कि उनीहरूको योगदान मलू्यवान छ र संस्था 
उनीहरूको आवाजलाई सम्मान गर्छ । उदाहरणस्वरूप, बोइङ 
कम्पनीले आफ्ना सरुक्षा रिपोर्टहरूलाई नियमित रूपमा 
सार्वजनिक गर्दै आएको छ, जसले कर्मचारीहरूमा 
पारदर्शिताको भावना जगाउँछ र उनीहरूलाई थप रिपोर्ट गर्न 
उक्साउँछ । नेपालको सन्दर्भमा, नेपाल एयरलाइन्स जस्ता 
संस्थाहरूमा पारदर्शिताको अभावले कर्मचारीहरूमा असन्तोष 
उत्पन्न भएको छ, जसले रिपोर्टिङलाई हतोत्साहित गर्छ । तर 
यदि नियमित बैठकहरू, रिपोर्टहरूको सारांश र सधुारका 
योजनाहरू खलुा रूपमा साझा गरियो भन, यो समस्या 
समाधान हुन सक्छ । पारदर्शिता भनको केवल सचूना दिन ु
होइन, यो संस्थाको नैतिकता र विश्वसनीयताको प्रमाण हो । 
यसले कर्मचारीहरूबीच एकता बढाउँछ र सम्पूर्ण टोलीलाई 
सरुक्षा लक्ष्यतर्फ  उन्मुख गर्छ । तर पारदर्शिता पनि असन्तुलित 
भयो भन जोखिम बढ्छ । अत्यधिक खलुापनले गोपनीयता 
भत्काउन सक्छ; अत्यधिक गोपनीयताले पारदर्शिता दबाउन 
सक्छ । संवेदनशील सरुक्षा वातावरणमा, रणनीतिक निर्णय, 
जोखिम वर्गीकरण, वा गोपनीय अनसुन्धानको विवरण 
अनियन्त्रित रूपमा खलु्दा प्रतिकूल असर पर्न सक्छ । त्यसैले 
पारदर्शिता विवेकसहितको नीति हो सचूना कसरी, कति र 
कहिले सार्वजनिक गर्ने? कसरी कर्मचारीसम्म परु्‍याउने? 
कसरी स्पष्ट तर सरुक्षित रूपमा प्रस्तुत गर्ने? पारदर्शिता 
उज्यालो हो, तर त्यो उज्यालो आखँालाई नजल्ने गरी 
परिमार्जित हुनपुर्छ । नेपालजस्तो विकासशील दशेमा, जहाँ 

संस्थागत संरचना अझ ैपरिपक्व भइरहकेो छ, पारदर्शितालाई 
क्रमिक रूपमा बढाउँद ै लैजान ु आवश्यक छ । यसले 
कर्मचारीहरूमा उत्साह जगाउँछ र सरुक्षा प्रणालीलाई थप 
प्रभावकारी बनाउँछ । पारदर्शिताको अभावमा, अफवाहहरू 
फैलिन्छन,् विश्वास घट्छ, र सरुक्षा संस्कृति  कमजोर हुन्छ । 
यसैले, पारदर्शिता गोपनीयतासँग मिलेर काम गर्दा मात्र परू्ण 
रूपमा फलदायी हुन्छ ।

जिम्मेवारी भनको यो सम्पूर्ण संरचनाको हड्डी हो दृश्यरहित 
तर सर्वाधिक महत्वपरू्ण । यदि गोपनीयता र पारदर्शिता दईु 
पंख हुन ् भन जिम्मेवारी ती पंखलाई उडाउने ढाँचा हो । 
जिम्मेवारी बिना रिपोर्टहरू अनतु्तरित बन्छन,् डाटा 
अव्यवस्थित रहन्छ, सधुारहरू अस्थायी हुन्छन,् र सरुक्षा 
व्यवस्थापन प्रणालीको सम्पूर्ण वास्तुकला दिशाहीन बन्दछ । 
जिम्मेवारीले स्पष्ट गर्छ: को व्यक्ति कुन जानकारी सरुक्षित 
राख्छ? कसले विश्लेषण गर्छ? कसले सधुारमा निर्णय गर्छ? 
कसले अभिलेख स्थायी रूपमा राख्छ? कसले प्रतिवेदनलाई 
नीतिगत परिवर्तनमा अनवुाद गर्छ? विमान सरुक्षा कुनै 
व्यक्ति-आधारमा टिक्दैन; यो प्रणाली-आधारित न्यायमा 
उभिन्छ । जिम्मेवारीको केन्द्रीय दर्शन “नो-ब्लेम कल्चर” हो 
जहाँ त्रुटिको स्रोत व्यक्ति होइन, संरचनाको कमजोरी  
ठानिन्छ । यस्तो संस्कृ तामा कर्मचारी बोल्न डराउँदनैन,् कारण 
उनीहरूले महससु गर्छन ्कि बोलेर उनी दण्डित हुदँनैन;् बरु 
प्रणाली ठीक हुन्छ, सरुक्षा बलियो बन्छ । उदाहरणका लागि, 
एयर फ्रान्स जस्ता कम्पनीहरूले जिम्मेवारीको यो मोडेल 
अपनाएका छन,् जसले उनीहरूका कर्मचारीहरूलाई 
जिम्मेवार बनाउँछ तर दण्डको डरबाट मकु्त राख्छ । नेपालमा, 
नागरिक p•og प्राधिकरणले जिम्मेवारीका भमूिकाहरूलाई 
स्पष्ट गरेर लाग ूगर्दा, सरुक्षा स्तर बढ्न सक्छ । जिम्मेवारी 
भनको केवल पदहरू बाँड्न ु होइन, यो संस्थाको नैतिक 
दायित्व हो जसले हरेक कर्मचारीलाई सरुक्षा प्रणालीको 
हिस्सा बनाउँछ । यदि जिम्मेवारी अस्पष्ट भयो भन, रिपोर्टहरू 
हराउँछन,् सधुारहरू लाग ूहुदँनैन,् र सरुक्षा जोखिम बढ्छ । 
जिम्मेवारीले गोपनीयता र पारदर्शितालाई जोडेर राख्छ, 
जसले सम्पूर्ण त्रयलाई एकीकृत गर्छ । नेपालको चनुौतीपरू्ण 
भगूोलमा, जहाँ मौसम परिवर्तन र छोटा धावनमार्गहरूले 
जोखिम बढाउँछन,् जिम्मेवारीको यो तत्व झनै महत्वपरू्ण 
हुन्छ ।
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गोपनीयता, पारदर्शिता, जिम्मेवारी अलग-अलग संरचना 
होइनन;् ती एकअर्काको अस्तित्वका अगं  
हुन ् । यीमध्ये एउटा कमजोर भयो भन बाँकी दईु सन्तुलन 
गमुाउँछन ् । अत्यधिक गोपनीयता अविश्वास जन्माउँछ; 
अत्यधिक पारदर्शिताले गोपनीयता भत्काउँछ; जिम्मेवारी 
कमजोर भयो भन दबैु निरर्थक बन्छन ् । सरुक्षा कुनै भव्य 
कम्प्युटर प्रणालीले बनाउँदनै; यो मानव मलू्य, सांस्कृति क 
अनशुासन र संस्थागत चरित्रले निर म्ाण गर्छ । त्यसैले सरुक्षा 
संस्कृति को त्रय एक किसिमको सरुीलो संगीत हो जहाँ हरेक 
स्वर आफ्नो सीमा, ताल, गहिराइ र भमूिकामा दृढ रहन्छ । 
नेपालका सन्दर्भमा यी तीन तत्त्वको महत्त्व झनै गहिरो हुन्छ । 
हाम्रो भगूोल चनुौतीपरू्ण छ पहाडका काखमा बसेका 
हवाईस्थलहरू, छिट्टै बदलिन मौसम, उच्च उडान जोखिम, 
छोटा धावनमार्ग, र उपकरणहरूको सीमितता । यस्ता कठोर 
परिस्थितिमा सरुक्षा व्यवस्थापन प्रणाली केवल नीतिगत 
कागज होइन जीवन रक्षा गर्ने आधार हो । तर यथार्थ उजागर 
गर्दा, नेपालका विमानन संस्थाहरूमा अझ ैगोपनीयतामा डर, 
पारदर्शितामा अस्थिरता, र जिम्मेवारीमा अस्पष्टता भटेिन्छ । 
कर्मचारी अझ ैपनि खलेुर रिपोर्ट गर्न हिच्किचाउँछन ्। कहिले 
निर्णयहरू स्पष्ट रूपमा साझा हुदँनैन ् । डेटा व्यवस्थापनमा 
एकीकृत संरचना छैन, र कहिलेकाही ँ सधुारका प्रयासहरू 
व्यक्तिमा केन्द्रित दखेिन्छन,् प्रक्रियामा होइन । यही कारण, 
सरुक्षा संस्कृति को परिपक्वता अझ ैनिर म्ाण प्रक्रियाम ैछ ।

तर आशा गम्भीर रूपमा जीवित छ किनकि नेपालले कठिन 
भभूाग चिरेर सडक बनाएको छ, प्रचण्ड नदीमाथि पलु 
तानेको छ, संसारका सबैभन्दा चनुौतीपरू्ण एयरफिल्डहरूमा 
उडान गरिरहकेो छ । सरुक्षा संस्कृति को त्रयलाई पनि उस्तै 
दृढतापरू्वक निर म्ाण गर्न सकिन्छ । जब गोपनीयता सनुिश्चित 
हुन्छ, कर्मचारी बोल्न थाल्छन,् जब कर्मचारी बोल्छन,् 
पारदर्शिता जन्मिन्छ । पारदर्शिता आएपछि विश्वास  
बढ्छ ।विश्वासले जिम्मेवारी स्पष्ट बनाउँछ । जिम्मेवारीले 
प्रणाली बलियो बनाउँछ । यही हो सरुक्षा संस्कृति को 
जीवनचक्र । अन्ततः सरुक्षा कुनै नीतिगत दस्तावेजको 
स-सानो शब्दमा सीमित हुदँनै । यो मनको अवस्था हो । 
उडान सरुक्षित हुन्छ जब इन्जिन मात्रै होइन, सोच पनि 
सरुक्षित हुन्छ । आकाश सरुक्षित हुन्छ जब उपकरण मात्रै 
होइन, संस्कृति  पनि दृढ हुन्छ । गोपनीयता बोल्ने जिब्रोको 

रक्षक हो; पारदर्शिता विश्वासको दीपक; जिम्मेवारी प्रणालीको 
धड्कन । यी तीन तत्त्व मिलेर मात्र सरुक्षित आकाशको दर्शन 
साकार हुन्छ । यसैले, सरुक्षित हवाई यात्रा केवल प्रविधिले 
निर म्ाण गर्दैन सरुक्षा संस्कृति ले बनाउँछ । त्यो संस्कृति  
गोपनीयता, पारदर्शिता र जिम्मेवारीको समन्वित त्रयबाट मात्र 
जन्मिन्छ ।

अब यो अवधारणालाई थप गहिराइमा बझुौं । विमानन क्षेत्रमा 
सरुक्षा व्यवस्थापन प्रणालीको विकास एक लामो इतिहास 
बोकेको छ । १९४४ मा अन्तर्राष्ट्रिय नागरिक p•og 

संगठनको स्थापना भएदखेि नै सरुक्षा प्रमखु प्राथमिकता 
बनेको छ । तर २००० को दशकमा आएर सरुक्षा व्यवस्थापन 
प्रणाली लाई अनिवार्य बनाइयो, जसले प्रतिक्रियात्मक 
दृष्टिकोणबाट सक्रिय जोखिम व्यवस्थापनतर्फ  धकेल्यो । 
नेपालमा पनि २०१० को दशकमा यो प्रणाली लाग ूगर्न सरुु 
गरियो, तर चनुौतीहरू प्रशस्त छन ् । भौगोलिक रूपमा, 
नेपालका ५० भन्दा बढी हवाईस्थलहरूमध्ये धरैे उच्च 
हिमाली क्षेत्रमा छन,् जस्तै लकु्ला एयरपोर्ट, जसलाई संसारकै 
खतरनाक मानिन्छ । यहाँ छोटो,भिरालो धावनमार्ग र छिट्टै 
बदलिन मौसमले जोखिम बढाउँछ । यस्तोमा, गोपनीयताले 
कर्मचारीहरूलाई मौसम सम्बन्धी असामान्यताहरू रिपोर्ट गर्न 
प्रोत्साहित गर्छ, जसले परू्वानमुान प्रणालीलाई सधुार्न मद्दत 
गर्छ । उदाहरणका लागि, यदि एउटा एयर ट्राफिक कन्ट्रोलरले 
मौसम डाटामा त्रुटि दखे्छ तर गोपनीयताको अभावले रिपोर्ट 
गर्दैन भन, त्यो त्रुटिले ठूलो दरु्घटना निम्त्याउन सक्छ । 
विगतमा नेपालमा भएका केही उडान दरु्घटनाहरू, जस्तै 
२०१९ को यति एयरलाइन्सको क्र्यास, प्रणालीगत 
कमजोरीहरूबाट भएको दखेिन्छ, जहाँ रिपोर्टिङको कमी 
प्रमखु कारक थियो । 

गोपनीयतालाई मजबतु बनाउन, संस्थाहरूले अनलाइन 
रिपोर्टिङ प्लेटफर्महरू विकास गर्न सक्छन,् जसमा 
रिपोर्टकर्ताको डाटा एन्क्रिप्टेड रहन्छ । यसले कर्मचारीहरूलाई 
निर्भय बनाउँछ र सरुक्षा डाटाको प्रवाह बढाउँछ ।पारदर्शिताको 
सन्दर्भमा, नेपालका विमानन संस्थाहरूले वार्षिक सरुक्षा 
रिपोर्टहरू सार्वजनिक गर्नु आवश्यक छ । यसले कर्मचारीहरू 
मात्र होइन, यात्रुहरूमा पनि विश्वास जगाउँछ । विश्वका 
विकसित दशेहरूमा, जस्तै अमरेिकाको संघीय उड्डयन 
प्रशासन ले हरेक जोखिम विश्लेषणलाई पारदर्शी रूपमा साझा 
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गर्छ, जसले उद्योगलाई नै फाइदा पगु्छ । नेपालमा पनि, यदि 
नेपाल नागरिक उड्डयन प्राधिकरण ले रिपोर्टहरूको सारांश 
र सधुारका कदमहरूलाई वेबसाइटमा अपलोड गर्छ भन, यो 
पारदर्शिता बढ्छ । तर चनुौती भनको सांस्कृति क हो नेपाली 
समाजमा खलुापनलाई कमजोरी ठान्ने प्रवतृ्ति छ । यसलाई 
बदल्न, प्रशिक्षण कार्यक्रमहरू चलाउन ु पर्छ, जसले 
पारदर्शितालाई शक्ति ठान्न सिकाउँछ । पारदर्शिताले निर्णय 
प्रक्रियालाई लोकतान्त्रिक बनाउँछ र कर्मचारीहरूलाई 
भागिदार बनाउँछ । उदाहरणस्वरूप, यदि एउटा मर्मत 
इन्जिनियरले उपकरणको त्रुटि रिपोर्ट गर्छ र त्यसको सधुारको 
प्रगति पारदर्शी रूपमा दखेाइन्छ भन, ऊ थप मोटिभटेेड  
हुन्छ । नेपालको सन्दर्भमा, पारदर्शितालाई गोपनीयतासँग 
सन्तुलित राख्न, संवेदनशील जानकारी ढाकछोप गरेर सरुक्षित 
रूपमा साझा गर्न सकिन्छ । यसले सरुक्षा संस्कृति लाई मजबतु 
बनाउँछ र अन्तर्राष्ट्रिय मापदण्डहरू परूा गर्छ ।

जिम्मेवारीको तत्वलाई हरे्दा, नेपालमा स्पष्ट भमूिका परिभाषा 
आवश्यक छ । हरेक पदको जिम्मेवारी पत्रमा लेखरे दिन ुपर्छ, 
जसले कसले के गर्छ भन्ने स्पष्ट हुन्छ । “नो-ब्लेम कल्चर” 
लाई अपनाउन, प्रशिक्षणहरूमा जोड दिन ु पर्छ, जसले 
त्रुटिलाई शिक्षा ठान्छ । विश्वका सफल मोडेलहरू जस्तै 
जापानको अल निप्पोन एयरवेज एयरलाइन्सले जिम्मेवारीलाई 
टोली-आधारित बनाएको छ, जसले व्यक्तिगत दबाब 
घटाउँछ । नेपालमा पनि, यो लाग ूगर्दा, उच्च उडान जोखिम 

क्षेत्रहरूमा सरुक्षा बढ्छ । जिम्मेवारीले प्रणालीलाई दिगो 
बनाउँछ र सधुारहरूलाई निरन्तरता दिन्छ । यदि जिम्मेवारी 
स्पष्ट भएन भन, रिपोर्टहरू हराउँछन ्र सरुक्षा कमजोर हुन्छ । 
नेपालको विकासशील अर्थतन्त्रमा, स्रोतहरू सीमित छन,् तर 
जिम्मेवारीले ती स्रोतहरूलाई प्रभावकारी रूपमा प्रयोग गर्छ ।

यी त्रयको समन्वय नेपालका लागि जीवनदायी छ । हिमाली 
उडानहरूमा, गोपनीयताले रिपोर्ट बढाउँछ, पारदर्शिताले 
विश्वास जगाउँछ, जिम्मेवारीले सधुार लाग ूगर्छ । विगतका 
दरु्घटनाहरूबाट सिक्दै, नेपालले यो त्रयलाई मजबतु बनाउन 
सक्छ । प्रशिक्षण, प्रविधि र नीतिगत परिवर्तनहरूले यो 
सम्भव छ । सरुक्षा संस्कृति  निर म्ाण गर्न, नेततृ्वले उदाहरण 
दिन ुपर्छ । जब नेताहरू गोपनीयता सम्मान गर्छन,् पारदर्शिता 
अपनाउँछन ्र जिम्मेवारी लिन्छन,् तल्लो तहका कर्मचारीहरू 
पनि अनसुरण गर्छन ्। नेपालको विमानन क्षेत्रमा यो परिवर्तनले 
पर्यटन बढाउँछ र आर थ्िक विकासमा योगदान दिन्छ ।

अन्तमा, गोपनीयता, पारदर्शिता र जिम्मेवारीको त्रयले 
सरुक्षित आकाश निर म्ाण गर्छ । यो केवल सिद्धान्त होइन, 
व्यावहारिक आवश्यकता हो । नेपालले यो अपनाउँदा, 
विमानन क्षेत्र विश्वस्तरीय बन्न सक्छ । सरुक्षा भनको यात्राको 
अन्त होइन, यो यात्रा नै हो सरुक्षित, विश्वसनीय र दिगो । 

***
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Organisations are quite at ease with setting project priorities 
based on cost-benefit analyses and managing them from a 
project board, or what they refer to as the forum, where senior 
management convene to discuss and monitor initiatives. 
They are so preoccupied with the project delivery pipeline 
that they fail to recognise the true value stream that their 
clients are experiencing.

I contend that the project mindset is a major barrier to 
providing consumers with the most value possible, which 
ought to be any organisation's true objective. I am aware 
that many readers may find this statement controversial. 
Nevertheless, I encourage you to read this and realise how 
much more potential your development organisation has if 
you adopt a different perspective.

I'll introduce you to the portfolio circle of vicious cycle to help 
you change your perspective. This will provide you a more 
comprehensive understanding of how your development 
organisation creates value, delivers it, and allocates its 
resources. It will encompass all activities that generate value 
for your client, whether they are direct or indirect, short-term 
or long-term. 

As you read this post, I encourage you to lay aside your project 
perspective, attempt to empathise with your consumers, and 
only consider what is valuable to them. Try to start from their 
point of view, which is the product they use on a daily basis, 
and ignore the internal view, which is the modifications you 
must do.

The strategic project vicious cycle portfolio and value 
generation within the organisation have been given equal 
weight by the project paradigm. Can value be created only 
through projects? Does your development company solely 
produce that kind of value? 

You will likely discover that a significant portion of your 
workforce is not entirely focused on key projects when you 
shift your attention from them and consider your organisation 
as a whole. The vast majority of workers will dedicate hours 
each week to tasks other than projects. A lot of people would 
even dedicate most of their time to other activities.

The strategic initiatives are known to all. In most organisations, 
they are regarded as the most valued work and represent the 
largest investments in the organisation. They have priority 
access to resources and are given priority by management. 

At first, there is a great deal of urgency surrounding the 
initiatives, and every other kind of activity needs to make 
room for them, even if they are delayed. 

Many organisations have 'strategic' projects that aren't 
actually important for the intended need; instead, they are 
just collections of enhancements or significant upgrades 
that are disguised as strategic in order to garner the required 
attention.

The application of procedures, techniques, expertise, 
knowledge, and experience to accomplish certain project 
goals in accordance with the project acceptance criteria 
within predetermined parameters is known as project 
management. Final deliverables in project management are 
limited by a set budget and timeline. The fact that project 
management has a final outcome and a limited timeframe, 
as opposed to management, which is an ongoing process, is 
a crucial distinction between the two. According to Murray-
Webster and Dalcher (2019), a project manager must possess 
a variety of abilities, including technical capabilities, people 
management abilities, and sound business acumen.

A vicious cycle in project management is a recurring 
pattern in which issues feed off one another, resulting in 
ongoing delays, cost overruns, subpar work, and stakeholder 
discontent that frequently gets worse over time.

In most cases, it is found that unrealistic planning with 
incorrect deadlines and budgetary provisions is one of the 
most prevalent vicious cycles in project management.

However, some of the reasons for the vicious cycle are-

General reasons.

1. 	 Unrealistic Planning 

	 On an ad hoc basis, unrealistic timelines and budgets are 
set as the team hurries to work to reach targets. Some 
errors and rework increase, and more time is squandered 
repairing problems, which results in missed deadlines 
and additional pressure.

2. 	 Inadequate Requirements 

	 Incomplete or ambiguous requirements at the outset 
need regular modifications throughout execution, which 
consequently increase burden and uncertainty along 
with budget and schedule.

The Vicious Cycle of Project Management
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3. 	 Low Performance Due to Limited Resources 

	 Inadequate personnel, expertise, or equipment leads 
to decreased output and quality, delays lead to cost-
cutting measures or stricter regulations and decline the 
performances.

4. 	 Inadequate Communication 
	 Inconsistent or ambiguous communication leads the 

teams to operate under false presumptions and finally 
follows the misalignment.

5. 	 Schedule Delays 
	 Project delays create overtime, and shortcuts are used, 

which increases the indirect cost and ultimately causes 
more delays.

6. 	 Risk Ignorance 
	 Risks are not recognised in advance, through which 

problems arise suddenly, the need for reactive actions 
predominates, and more risks are missed.

Technical Reasons-
7. 	 Unclear Policies and Objectives 
	 Nepal lacks effective implementation of foreign aid 

policy. This has perpetuated donor-driven projects with 
a lack of links to national priorities. Conditionality of 
donor-assisted projects lacks compatibility with the 
country's realities. Such projects also lack transparency 
considerations. Frequently changing government 
policies can also create challenge.

 8. 	 Weak Institutional Capabilities 

	 An institutional capability for effective implementation 
of projects is weak in Nepal. The managerial aspects of 
implementation are also weak. Most project managers 
are appointed through political intervention. They 
get transferred frequently, and project staff tend to 
be underqualified. and incompetent. This results in 
considerable delays happening in setting up the project 
team. Technical know-how is poor in the project team. 
However, the information system is weak. 

9. 	 Lack of User Participation 

	 Beneficiary participation is lacking during formulation, 
implementation and evaluation of projects in Nepal. 
This has led to a lack of ownership of projects by the 
beneficiaries.

10. 	 Defective Project Design 

	 Donor-driven projects get formulated in foreign 
countries. The involvement of government agencies 
in project formulation is inadequate. The result is 
defective project design, higher cost estimates and 
wrong assumptions. The implementation is ineffective. 
Technologies provided in the projects also tend to be 
inappropriate. 

11. 	 Delays in Project Approval 

	 Decision delays are common for project approval 

in Nepal. The process of project approval involves 
multiple parties and cumbersome procedures. Projects 
need approval from the concerned Ministry, National 
Planning Commission, and Ministry of Finance and, in 
some cases, the Cabinet. The approval process takes a 
lot of time. 

12. 	 Delays in Appointment of Consultants 
	 Procedures and guidelines for the appointment of 

consultants are complex and time-consuming. Political 
pressures are pronounced in their appointment, and 
moreover, the utilisation of consultants by the projects 
is also poor due to their poor quality, unclear terms of 
reference and poor supervision. 

13. 	 Procurement Delays 
	 Delays in procurement are also responsible for 

poor project implementation. Donor procedures are 
guidelines for procurement and financial administration 
Regulations of the government are largely responsible 
for such delay. Decisions take a long time in bureaucratic 
corridors of the donor headquarters and ministries. 

14. 	 Delays in Contract Award 
	 The awards of project contracts are considerably 

delayed in Nepal because of political interference 
and pressures from commission agents. Those who 
do not win the contract generally lodge a complaint 
with the anticorruption agencies. These further delays 
the awarding of the contract. Clear-cut Procedural 
guidelines are also lacking for the awarding of contracts. 

15. 	 Lack of Co-ordination 
	 Poor interaction and communication between executing 

agencies, line ministries, and a variety of other 
agencies has led to poor coordination. Project files 
remain unattended in the ministries for months. This 
has constrained project implementation. The project 
activities lack integration. There is lack of delegation 
of adequate authority to the project manager. Donor co-
ordination is also lacking for funding of projects. 

16. 	 Delays in Budget Releases 
	 The budget releases for the project are not done on time. 

The donor funds need to be channelled through the 
Financial Comptroller General's Office. Considerable 
delays happen for the release of budget to the projects. 
This has adversely affected disbursement of funds in the 
project. Donor procedures also vary with each donor. 

17. 	 Lack of Counterpart Funds 

	 Most donor-supported projects require counterpart 
funding from the government. Inadequate allocation 
and lack of timely release of counterpart funds have 
constrained project implementation. This has adversely 
affected fund releases by donors since donor fund 
releases are tied to counterpart funds. 

18. 	 Reimbursement Problems 

	 Foreign-aided projects operate on the reimbursement 
modality. The projects make claims for reimbursement 
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after incurring expenses. There are delays in the 
submission of reimbursement claims by the project. 
Donors also take a lot of time in processing such claims. 
Auditing and reporting requirements are also not 
fulfilled effectively by the project. 

19. 	 Poor Monitoring and Evaluation 

	 Monitoring and evaluation have remained a weak aspect 
of projects in Nepal. Institutional arrangements exist 
for monitoring and evaluation. But action is lacking on 
the problems identified by monitoring and evaluation 
exercises. Corrective actions are lacking to improve 
implementation of the projects. 

20. 	 Corruption 

	 Projects are the major source of corruption in Nepal. 
The recruitment of consultants, award of contracts and 
procurement of goods and services are the key areas for 
corruption. Corruption has led to delays in decision-
making, poor quality of project outputs, and cost and 
time overruns. Vested interests 'make or break' the 
projects. Actions for corruption are few and ineffective. 
Corruptions at higher political levels have further 
constrained project implementation. 

Some of the Vicious project examples are

Road Projects

Vicious Cycle
Poor Traffic & Soil Investigation

↓
Unrealistic Design & Cost Estimate

↓
Construction Delays

↓
Forced Fast-Tracking

↓
Poor Pavement Quality

↓
Premature Failures & Rework

↓
Increased Cost & Time Overrun

Some common problems include: 
• 	 Inadequate geotechnical and traffic studies; 
• 	 Poor drainage design;
• 	 Seasonal monsoon interruptions; and 
• 	 Delayed utility relocation, as we must navigate the 

extremely varied land pattern with frequent climatic 
change for the construction job.

Some Impacts:
- 	 potholes,
- 	 cracking, and
- 	 rutting 

They rapidly increase maintenance expenses and public 
discontent and complaints.

Building Projects (Residential / Commercial)

Vicious Cycle
Frequent Client Changes

↓
Scope Creep

↓
Schedule Slippage

↓
Overlapping Trades

↓
Workmanship Defects

↓
Rework & Increased Cost

↓
Contractor–Client Conflict

Some common problems include: 

Architectural changes during construction, inadequate 
coordination between MEP and civil works, a lack of skilled 
personnel, and volatility in material prices are a few prevalent 
issues.

Some Impacts:

Delays in handover, complaints about quality, and lower 
profit margins

Some of the cases related to the vicious cycle effect-
�	Spending lots of time on planning, replanning, and scope-

downs
�	Managers and employees quietly blaming each other for 

failures
�	Well-thought-out strategies change seemingly every 

other quarter
�	9-month projects that take two years to complete.
�	Disgruntled managers talking about 'low velocity' and 

'lack of ‘can do’ culture'.
�	Sceptical employees talking about lack of vision, bad 

planning, and politics.
�	No retrospectives, and no improvement from one project 

to the next

How to End the Vicious Cycle?

A nation is likely to have a large debt if it has completed 
numerous waterfall projects with short deadlines. The user 
experience was subpar, the projects lacked the time to 
complete all the required features, and the quality suffered 
from not having enough time to correct bugs. Improvements 
and support are therefore greatly needed.

On the other hand, if you are among those who have realised 
that bug fixing takes less than an hour if it is brand new and 
you have invested heavily in automated tests and deployment, 
there is a good chance that you spend a few per cent of your 
organisation’s resources on support. You can say that today’s 
cost in support was your own choice – years back. To break 
the  vicious cycle  here, jeopardising quality must stop, and 
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investments must be made into automation even though it 
takes capacity from strategic initiatives.

Improvements and strategic initiatives are both novel 
concepts, but in different proportions. Acting against the 
dynamics of traditional project portfolio management, which 
results in massive projects, and realising that any strategic 
effort is made up of many smaller strategic improvements 
are the best ways to break the vicious cycle, according to 
the prior debates. In order to avoid starving the other forms 
of work and creating a vicious cycle, smaller increments 
more frequently free up capacity in the portfolio, making it 
feasible to prioritise what is most useful without increasing 
the capacity for strategic initiatives.

Prioritisation does not occur in the context of the entire value 
stream; thus, it is pure luck if the capacity for each kind is 
balanced so that the organisation receives the most value 
from a customer's standpoint. It is possible to maximise value 
creation across all modifications rather than just projects, and 
bite-sized strategic enhancements make them comparable 
with all other sorts of improvements. Another reason not to 
differentiate between strategic initiatives and improvements 
is the lack of correlation between the size of a task and its 
importance.

Organisations shouldn't optimise each type of work 
independently in order to make the best value prioritisation. 
Rather, the organisation should prioritise all four types of 
labour inside each value stream and allocate capacity based 
on the total value created within each value stream. 

Realistic planning with buffers, clear scope definition and 
change control, robust reporting and communication systems, 
early risk identification and mitigation, adequate resourcing 
and capacity planning, frequent lessons learnt, and feedback 
loops are all ways to break the vicious cycle.

Another significant cause of unhappiness and conflict is 
planning modifications and delays. Workers anticipate 
intelligent, precise, and well-researched plans while 
managers demand effective execution, timely and cost-
effective completion, and ambitious yet attainable schedules. 
Mistrust and dissatisfaction increase because neither party 
can truly live up to these expectations. Projects that go awry, 
as they frequently do, can result in feelings of shame and 

despair as well as corrosive cynicism and finger-pointing. 
People frequently depart unhappy or are asked to go because 
it is believed that 'wrong culture' and individual incapacity 
are the main culprits. Everyone is trapped in a flawed system, 
but no one is personally at fault, according to an outsider's 
perspective.

The good news is that software businesses are already 
embracing the notion of doing away with Plan & Execute, 
regardless of whether you utilise goals, ideas, step-projects 
and  tasks or something else. It is not an easy transition; 
fundamental things, such as attitudes and mindsets, must 
shift, but fortunately they don't have to do so all at once. 
Lightweight plans designed for change, less management 
overhead, increased team velocity and autonomy, enhanced 
cross-company alignment, and ultimately better products and 
solutions are all consistent outcomes of the new planning 
approach.

The uses of goals, ideas, step-projects and tasks

�	Objectives: Objectives clearly state the results we hope to 
get, but they do not specify how.

�	 Ideas: Ideas outline potential strategies to accomplish 
the objectives. Ideas are gathered, ranked, and stored 
in the bank. There are numerous ways to accomplish a 
particular goal, but we don't choose one and discard the 
others. 

�	Step projects: We divide the larger project underlying 
the concept into smaller steps, each lasting no more than 
ten weeks, and carry them out one at a time. Mock-up 
→ prototype → MVP → dogfood → beta → launch, for 
instance. Every step-project is essentially an experiment 
that tests the concept in line with the Build-Measure-
Learn paradigm of Lean Startup.

�	Tasks: Lastly, each step-project is divided into manageable 
chunks that we refer to as tasks.

Finally, the strong quality and safety management; 
appropriate risk assessment and backup plans; realistic 
planning based on site conditions; and open communication 
between the client, consultant, and contractor change and 
claims management that works if managed effectively will 
give the integrated sustainable solution to the vicious cycle 
of project management.

***
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INTRODUCTION 

Natural disasters can seriously affect civil aviation by 
damaging infrastructure, reducing visibility, disrupting 
navigation, and creating unsafe flight conditions. The main 
ones are explained below in a clear aviation-focused way. 
Natural disasters represent a highly significant and complex 
challenge to aviation safety and aircraft operations; civil 
aviation remains particularly vulnerable to a broad spectrum 
of natural hazards and extreme weather phenomena.

In recent decades, the global community has witnessed a 
significant escalation in both the frequency and intensity of 
natural disasters, primarily driven by the effects of climate 
change and accelerated urbanization. Meteorological and 
geological hazards including thunderstorms; cyclones, 
hurricanes, and typhoons; fog and low-visibility conditions; 
snow, ice, and freezing rain; volcanic eruptions (which pose 
extreme danger to aviation); earthquakes; floods; strong 
winds and wind shear; mountain waves and turbulence; and 
extreme heat—are occurring with increasing regularity and 
severity. 

Moreover, these hazards are impacting progressively larger 
geographic areas, thereby amplifying their consequences 
for civil aviation operations, infrastructure resilience, and 
overall flight safety.

Aeronautical infrastructure is by no means immune to 
the destructive impacts of natural disasters most notably 
earthquakes, floods, droughts, storms, wildfires, volcanic 
eruptions, and landslides. Such events can inflict extensive 
damage, precipitating severe disruptions to air transport 
services, substantial economic losses, and a degradation of 
flight safety.

In recognition of the challenges arising from these hazards, 
significant and sustained efforts are being undertaken to 
adapt aeronautical infrastructure and strengthen its overall 
resilience. These initiatives encompass the implementation of 
comprehensive preventive, protective, and recovery strategies 
designed to mitigate adverse effects and to safeguard the 
safety, reliability, and continuity of air transport operations.

Natural Disasters and its Challenges in Civil 
Aviation

Devendra Raj Dhungana*

* Senior Officer, CAAN
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Comprehensive Table: Natural Disasters and Their Impact on Civil Aviation

Hazard Category Specific Hazard Nature of 
Hazard

Operational 
Phase / Area 

Affected

Aviation 
Impact

Operational 
Consequence

Severe Weather 
Systems

Thunderstorms
Turbulence, wind 
shear, lightning, 
hail

Takeoff, landing, 
en-route

Structural stress 
and damage

Runway closures, 
delays, diversions

Cyclones / 
Hurricanes / 
Typhoons

Extreme winds, 
heavy rainfall, 
storm surge

Coastal airports
Infrastructure 
and NAVAID 
damage

Airport flooding, 
long-term shutdown

Visibility 
Phenomena

Fog & Low 
Visibility

Reduced runway 
and approach 
visibility

Landing and 
takeoff

Minima 
limitations

Diversions, delays, 
CAT II/III ILS 
requirement

Cold Weather 
Phenomena

Snow, Ice & 
Freezing Rain

Ice accretion on 
wings, engines, 
runways

Aircraft 
performance, 
braking

Reduced lift and 
control

De-icing delays, 
runway closure, 
accident risk

Geophysical 
Hazards

Volcanic Eruptions Volcanic ash 
clouds

Engines, pitot 
tubes, windshields

Engine flame-
out Airspace closure

Earthquakes
Runway cracks, 
terminal collapse, 
radar damage

Ground 
infrastructure

Infrastructure 
failure

Airport shutdown, 
emergency-only 
operations

Hydrological 
Hazards Floods

Submerged 
runways, 
electrical failure

Low-lying airports CNS/ATM 
system damage

Long-term airport 
closure

Wind-Related 
Hazards

Strong Winds & 
Wind Shear

Sudden wind 
speed and 
direction changes

Final approach, 
takeoff

Loss of aircraft 
control Runway excursion

Terrain-Induced 
Phenomena

Mountain Waves & 
Turbulence

Severe 
turbulence, 
downdrafts

Mountainous 
airspace Aircraft stress Passenger injuries, 

altitude deviation

Temperature 
Extremes Extreme Heat Reduced air 

density
Takeoff 
performance

Reduced climb 
performance

Weight restrictions, 
longer takeoff rolls

Regional Risk 
Factors (Eg. 
Nepal)

Mountainous 
Terrain

Orographic 
effects, terrain-
induced weather

En-route and 
terminal areas

Increased 
turbulence 
exposure

Higher operational 
risk

Rapid Weather 
Change

Sudden visibility 
and wind 
variation

All flight phases Reduced 
predictability

Increased ATC and 
pilot workload

Short Runways
Limited 
performance 
margins

Takeoff and 
landing

Reduced safety 
buffer

Operational 
restrictions

Fog, Wind Shear, 
Landslides

Combined 
meteorological 
and geological 
hazards

Aerodrome 
environment

Elevated 
accident risk

Frequent delays and 
diversions

Hence, Disaster = hazard + exposure + vulnerability 

Disaster is a fundamental framework applied across various 
sectors to identify, assess, and mitigate potential hazards. 
Within the context of civil aviation, this framework is 
specifically adapted to address the unique operational 
and environmental risks associated with air transport and 

airport activities. In this domain, disaster or risk refers to the 
anticipated consequences of hazardous events, expressed in 
terms of the probability and severity of outcomes such as 
loss of life, personal injury, infrastructure destruction, and 
operational damage.
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CONCLUSION:

Natural disasters represent a critical risk factor for civil 
aviation in Nepal due to the nation’s mountainous terrain, 
seismic vulnerability, and highly variable weather patterns. 
Hazards such as earthquakes, severe turbulence, wind 
shear, fog, heavy precipitation, landslides, and extreme 
weather events increasingly affect flight operations, airport 
infrastructure, and air navigation services. 

These risks are further intensified by climate change, which 
has increased the frequency and unpredictability of adverse 
meteorological conditions. Given Nepal’s reliance on air 
transport for connectivity, tourism, and emergency response 
particularly in remote and high-altitude regions the resilience 
of the civil aviation sector is of paramount importance. 
Disruptions caused by natural disasters can compromise 
operational continuity, safety margins, and economic 
stability.

Mitigation of these risks requires a comprehensive and 
proactive disaster risk management framework. Key 
measures include advanced meteorological forecasting, 
robust communication and navigation systems, strict 
operational compliance, continuous training of aviation 
personnel, and effective coordination among regulatory 
authorities and emergency agencies. 

Strengthening infrastructure and integrating disaster 
preparedness into aviation planning are equally essential. In 
conclusion, although natural hazards cannot be eliminated, 
their impact on Nepalese civil aviation can be substantially 
reduced through strategic planning, technological 
advancement, and sustained institutional preparedness, 
ensuring safe, reliable, and resilient air transport operations. 
Aviation authorities and airlines maintain constant 
surveillance and coordinate closely with meteorological 
and geological centers (like Volcanic Ash Advisory Centers 
- VAACs) to ensure safe operations during and after these 
events.

***



27th Anniversary of CAAN Souvenir 2025 87

History of Aviation

Air transportation, defined as the mobility of passengers and 
goods by any conveyance capable of sustained controlled 
flight which has evolved from early human dreams of flight 
into a dominant global transport system. It has a long history 
but the pivotal moment in aviation history occurred on 
December 17, 1903, when the Wright brothers achieved the 
first controlled, powered and sustained flight of a heavier-
than-air aircraft. That breakthrough laid the foundation for 
the rapid development of aviation technology. The early 
development of the industry was closely tied to military 
applications, particularly during the World War I which 
promoted aircraft innovation and created a pool of trained 
pilots and advanced aircraft. And then the World War II 
further accelerated technological processes, leading to the 
development of multi-engine long-distance aircraft with 
improved equipment. 

After the World War II, a need was felt for a unified 
framework to regulate the rapidly growing international civil 
aviation sector and hence the International Civil Aviation 
Organization (ICAO) was established following the Chicago 
Convention on International Civil Aviation, which was 
signed on December 7, 1944, by 52 nations. It became a 
specialised agency of the United Nations in October 1947. 
ICAO was created to promote safe, efficient and sustainable 
international air travel through the development of global 
standards and recommended practices (SARPs). Over time, 
advancements in fuel efficiency, airspace plannings and 
aircraft designs further enhanced air transportation. 

Concept Of Greener Aviation

Along with the rapid development of the aviation sector, 
different problems have also started emerging. Among these, 
one of the major concerns is the impact on environmental 
sustainability, which has highlighted the concept of 
greener aviation. The concept of greener aviation refers to 
a comprehensive strategy to improve the environmental 
sustainability of the aviation sector by minimising its impact 
on climate change and ecosystems. This includes reducing 
greenhouse gas emissions, enhancing fuel efficiency, adopting 
cleaner technologies, and implementing sustainable practices 
across the lifecycle of aircraft and operations. The primary 
drivers for developing greener aviation are the industry’s 
significant contribution to global carbon emissions—
approximately 2 per cent of global CO₂ emissions—
contrail formation, and indirect effects such as cirrus 
cloud development. The aviation industry has committed 
to achieving net-zero carbon emissions by 2050, which 

necessitates a holistic transformation involving advanced 
aircraft design, sustainable aviation fuels (SAF), electric and 
hydrogen propulsion, improved air traffic management, and 
carbon offsetting.

In Nepal, a developing country with diverse geographical 
structures and difficult landscapes, air transport is a major 
mode of transportation as it connects the country’s valleys and 
peaks to the world, sustains tourism, and supports lifesaving 
services in remote regions. This results in significant aviation 
activity. As aviation is an energy-intensive sector, it has a 
considerable impact on the environment due to the emission 
of greenhouse gases (GHGs) that drive climate change. For 
a country like Nepal, which is already vulnerable to rising 
temperatures, melting glaciers, extreme weather events, 
and unpredictable monsoon patterns, addressing aircraft 
emissions is both a responsibility and a challenge. With the 
growth of air connectivity in the country, Nepal’s aviation 
community—especially Air Traffic Controllers (ATCs)—
has a tangible opportunity to reduce fuel burn, noise, and 
emissions by changing how aircraft are managed in terminal 
and en-route environments.

Why ATC Matters for Climate Action?

In the global pursuit of sustainable skies, ATCs hold a 
largely underestimated yet profoundly important role. 
Although ATCs are not responsible for designing fuel-
efficient or environmentally friendly aircraft engines, nor for 
producing new types of fuels, they directly influence how 
efficiently aircraft operate within defined airspace. Small 
operational decisions made every few seconds—such as 
clearing continuous descents, permitting direct routings, and 
minimising level-offs and speed changes—have a measurable 
impact on fuel consumption and emissions. Operational 
efficiency remains one of the most effective and cost-
efficient ways to mitigate aviation’s environmental footprint, 
particularly in challenging environments like Nepal. 

The climbing and descending phases of flight are especially 
significant when examining the relationship between air 
traffic control and aircraft emissions. Studies by ICAO, 
EUROCONTROL, and other international agencies show 
that unnecessary level-offs during climb and step-down 
approaches create substantial fuel penalties. Increased thrust 
manoeuvres during these phases also generate excess carbon 
dioxide, along with noise and nitrogen oxides, contributing 
to environmental degradation. As flights in Nepal are 
generally short—often under 30 minutes—the climb and 
descent phases account for a large proportion of total fuel 
burn, increasing the importance of efficient vertical profiles.

Sustainability in the Sky: Role of Nepal’s 
ATCs To Support Greener Aviation

Sanjay Shrestha*

* Senior Officer, CAAN
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Additionally, steep valleys and high terrain in sensitive 
tourism regions such as Lukla, Jomsom, Pokhara, and the 
Everest region force aircraft into specific routing corridors. 
Weather delays, runway occupancy at Kathmandu Airport, 
and busy peak hours often lead to holding patterns and 
extended routes, resulting in extra fuel burn. In such 
environments, ATCs have a direct and powerful influence on 
the ecological performance of every flight.

ATC Levers for Greener ATM in Nepal

ATCs may not control aircraft technology or fuel types, but 
they do control aircraft operations within national airspace. 
Some impactful interventions that ATCs and the CAAN can 
implement include:

1. Use of CCO/CDO at Nepal’s Major Aerodromes 
The most effective lever is the wider and systematic use 
of Continuous Climb Operations (CCO) and Continuous 
Descent Operations (CDO), especially at aerodromes 
serving international flights such as Kathmandu, 
Bhairahawa, and Pokhara. Implementing these procedures 
requires modern performance-based navigation (PBN) 
routes, clear standard operating procedures, and strong 
coordination between controllers and flight crews. As 
experience with these procedures increases, unnecessary 
level-offs can be reduced, making continuous profiles 
standard practice when traffic and weather permit. This 
can save substantial amounts of fuel across Nepal’s 
domestic and international air network.

2. 	 Fuel-Efficient Tactical Sequencing and Flow 
Management

	 Another high-impact area is sequencing and traffic 
flow management. ATCs can reduce airborne holding 
by sequencing arrivals based on estimated arrival times 
and issuing early descent clearances, enabling pilots 
to plan fuel-efficient vertical profiles. Direct routings, 
when compatible with terrain, weather, and workload, 
shorten travel distances and reduce fuel burn. Time-
based departures and slot allocation, though requiring 
technological and procedural upgrades, can reduce arrival 
congestion at airports like Kathmandu and prevent fuel-
wasting holding patterns.

3. Adoption and Expansion of Surveillance Technologies 
Advanced surveillance technologies such as Automatic 
Dependent Surveillance–Broadcast (ADS-B) support 
greener operations. Nepal’s mountainous terrain limits 
radar coverage in many remote areas, but ADS-B offers 
a cost-effective solution. Enhanced surveillance enables 
more direct routings, improved descent planning, reduced 
separation minima where safe, and better coordination 
between controllers and flight crews.

4.	 Integrated MET–ATC Coordination 
Nepal’s weather is highly diverse due to its unique 
topography and monsoon climate. Valley winds, river fog, 
mountain wave turbulence, convective storms, and rapid 
visibility changes significantly affect aircraft performance. 
Strong coordination between meteorological services and 
ATC is therefore essential. Timely and localised weather 
updates allow controllers to issue earlier advisories and 
optimal routings, reducing last-minute deviations, missed 
approaches, and unnecessary fuel burn.

5. 	 SOPs, Training, and Controller Tools for Eco-Efficiency 
Sustainable ATC practices require strong internal systems, 
including clear SOPs, targeted training, and decision-
support tools. Simulation exercises that incorporate 
environmental objectives help controllers balance safety, 
efficiency, and sustainability. Performance reviews 
that include environmental indicators foster a culture 
where sustainability becomes an integral part of ATC 
professionalism.

Policy and Market Measures: The Broader Framework

Operational efficiency forms part of a broader global 
framework for aviation sustainability, alongside technological 
improvements, Sustainable Aviation Fuels (SAF), and 
market-based mechanisms such as ICAO’s Carbon Offsetting 
and Reduction Scheme for International Aviation (CORSIA). 
However, these measures require time and investment, 
whereas ATC-led operational measures offer immediate, 
low-cost emission reductions. The ICAO and IATA both 
emphasize that countries should attempt to follow all 
operational efficiencies before depending on carbon offsets. 
For Nepal, where SAF infrastructure and fleet modernisation 
remain limited, optimising air traffic management is the most 
practical short-term climate strategy.

Co-Benefits: Safety, Noise, and Cost

Greener ATC operations provide multiple co-benefits. 
Stabilised approaches enhance safety, reduce pilot workload, 
and lower noise exposure for communities near airports. 
Airlines benefit from reduced fuel costs, supporting economic 
sustainability and potentially more affordable fares.

Challenges

Efforts to pursue greener aviation are a long journey, and 
in Nepal, implementing greener ATC practices presents 
several challenges. Limited surveillance coverage in remote 
areas such as the western and far-western regions restricts 
the ability of controllers to clear direct routings safely and 
to facilitate early descent profiles. Nepal’s mixed aircraft 
fleet still includes older models that may lack the advanced 
navigation capabilities required for PBN, CCO, CDO, and 
other modern procedures.

The country’s high and uneven terrain also imposes 
unavoidable constraints on vectoring and vertical profile 
management for smoother operations. Kathmandu Airport’s 
single-runway configuration creates congestion during 
peak hours, leading to airborne and ground holding and, 
consequently, additional fuel wastage. This further limit the 
flexibility of controllers to prioritise efficient planning and 
sequencing. Limitations in skilled human resources, along 
with a lack of continuous refresher training and capacity-
building activities, are creating gaps between traditional 
and modern operational practices. Due to these multifaceted 
challenges, greater attention to greener aviation remains a 
distant goal for Nepali aviation.

How to Overcome These Challenges?

To overcome these challenges, a strategic approach with 
phased planning, determination, and commitment is required. 
Some measures that can be adopted include:

�	The CAAN can revise training modules by redesigning 
the curriculum and incorporating fuel-efficiency concepts 
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into ATC training, enabling controllers to think and plan 
in a greener manner from the beginning of their aviation 
careers.

�	Establishing internal guidelines to minimise unnecessary 
vectoring, which often requires complex manoeuvres and 
results in higher emissions, is also essential.

�	Strengthening MET–ATC coordination and 
communication systems is of paramount importance 
for smoother operations, as it reduces the likelihood of 
holding, diversions, or deviations caused by adverse 
weather conditions.

�	The feasibility of CDO and CCO procedures can be 
tested at airports such as Pokhara and Bhairahawa, with 
successful outcomes replicated at other airports where 
appropriate.

�	Mid-term priorities include expanding ADS-B 
infrastructure, improving PBN procedures at all 
major aerodromes, and implementing time-based flow 
management at Kathmandu and other busy airports such 
as Lukla and Pokhara, particularly during peak seasons.

�	In the long term, a combination of space-based ADS-B, 
automated aircraft sequencing, performance-based 
procedures, and cross-border route optimisation will 
significantly enhance environmental performance across 
Nepal’s entire airspace and ensure a substantial step 
towards a sustainable sky and greener aviation.

Role of CAAN

The sustainability of the sky largely depends on the CAAN, 
as the state has designated it as the authority responsible for 
Nepal’s aviation sector. Therefore, the CAAN plays a crucial 
role in enabling this transformation. National action plans, 
investments in surveillance and navigation technologies, 
structured coordination platforms, familiarisation training, 
and clear policy mandates create an institutional environment 
that allows ATCs to deliver environmentally efficient 
operations.

Nepal can benefit from developing a comprehensive National 
Aviation Environmental Action Plan that brings together 
airlines, ATCs, airports, regulators, and other relevant 
stakeholders to establish clear priorities, timelines, and 
implementation strategies. By collaborating with the ICAO, 
EUROCONTROL, and other global partners, the CAAN can 
further support the development of training programmes, 
procedural designs, and technical capabilities to achieve the 
objectives of greener aviation.

Need for Coordinated Action

Sustainable aviation in Nepal depends on coordinated action 
among all stakeholders, including ATCs, airlines, regulators, 
and others. However, ATCs possess a uniquely influential 
role, as they work directly with pilots and can plan or modify 
flight paths, procedures, and manoeuvres in real time. Their 
decisions shape the efficiency of every flight.

Every continuous climb, continuous descent, avoided 
holding pattern, or direct routing represents fuel saved, 

emissions reduced, and noise minimised, leading to more 
environmentally friendly operations. In a country like 
Nepal, which is ecologically fragile and geographically 
extraordinary, these operational decisions have a significant 
impact on aviation and, ultimately, on the environment. 
They help preserve the Himalayan ecosystem, support the 
resilience of climate-vulnerable communities, and ensure 
that aviation continues to contribute to national development 
without compromising the natural heritage that makes Nepal 
unique and beautiful.

At the same time, the role of airline operators, regulators, and 
other key stakeholders is equally important in maintaining 
safety standards and ensuring effective implementation 
without deviations. Such coordinated efforts can collectively 
deliver a sustainable sky.

Conclusion

As Nepal continues to expand air connectivity to serve remote 
regions, tourism destinations, and international routes, 
the responsibility to balance growth with environmental 
sustainability becomes increasingly urgent. ATCs stand at the 
centre of this balance. By embracing eco-efficient procedures, 
strengthening coordination, enhancing situational awareness, 
and promoting sustainability in daily operations, they can 
help shape a future in which aviation remains both essential 
and environmentally responsible.

As air transport is widely regarded as the safest and fastest 
mode of transportation, it is expected to grow rapidly in 
the future, with corresponding environmental impacts. 
Therefore, greater attention to greener aviation through 
effective air traffic management is essential. At the same 
time, advancements in aircraft engineering, design, and fuel 
development continue to evolve to mitigate environmental 
impacts.

The skies above Nepal are among the most beautiful in the 
world, featuring remarkable landscapes of hills, mountains, 
rivers, and greenery. Through dedicated and sustainable ATC 
practices, Nepal can ensure clean, safe, and sustainable skies 
for future generations—an urgent necessity at a time when 
environmental concerns have become a global priority.
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Introduction

Copying someone else’s work and presenting it as your 
own is widely regarded as plagiarism, a practice that 
undermines both creativity and integrity. While copy-paste 
makes it easy to duplicate text or ideas, using it without 
proper credit disrespects the original creator and can lead 
to serious consequences in academic, professional, and 
even legal settings. Beyond the risks, plagiarism also stunts 
personal growth, since it bypasses the opportunity to think 
critically, develop unique perspectives, and build authentic 
skills. The true “art” lies not in copying, but in transforming 
ideas responsibly—through paraphrasing, citing sources, 
and adding original insights that honor the foundation while 
creating something new.

The above paragraph has been created, copied and pasted 
via Copilot, an AI companion created by Microsoft that helps 
people learn, create, and get things done.

So, what happened here? I simply asked copilot to briefly 
tell me something on the topic - the art of copy paste and 
it started pouring answers like the “art of copy-paste” is 
about turning a simple digital action into creative expression, 
especially through text art and ASCII designs. I had to then 
write some extra prompts to explain copilot how copy and 
paste is not a creativity, accessibility or cultural impact but in 
simpler terms copying from somewhere else and pasting as 
own. Finally, Copilot AI realised what I meant was actually 
plagiarism and then came this elaborated answer that I simply 
copy pasted in the first paragraph of this article.

Through this topic, I want to emphasize on how plagiarism 
is directly impacting intellectual property rights, personal 
growth and integrity and how AI is immature enough to 
realize how people are using AI tools like, Google Gemini, 
Anthropic’s Claude, Perplexity AI, Jasper, and Midjourney 
and many more to create something that's not their own into 
something that they solely own.

My First Experience with Plagiarism Check

Back in 2009, during my Bachelor’s degree, Islington 
College used to check our submitted assignments using 
Turnitin—an application that was our nightmare. We would 
cross our fingers and pray that the similarity score would be 
less than 20 per cent. Anything above that was rejected, and 
we had to redo the assignment. That is how I first came to 
understand plagiarism. It turned out much of our work was 
simply copied and pasted, but life was not as easy as it is 
now. We did not have advanced AI tools that could generate 
code, paraphrase text, or aid us in any way. Copying, pasting, 

and editing on our own, hoping Turnitin would not detect it, 
was our only strategy.

History

Researchers believe that the noun ‘plagiarism’ comes from the 
Latin word ‘plagiarius’, which carries the negative meaning 
of a plunderer or kidnapper. The earliest documented instance 
of literary plagiarism can be traced to the late first century. 
Around 80 AD, the Roman poet Marcus Valerius Martialis 
(Martial) discovered that another poet, Fidentinus, was 
publicly reciting Martial’s verses while claiming authorship. 
In response, Martial composed a series of epigrams in which 
he denounced Fidentinus as a plagiarius, a term that literally 
means “kidnapper” in Latin but was used metaphorically to 
signify the theft of intellectual property. [1]

This accusation was not merely rhetorical. In Roman society, 
poetry served as both a cultural marker of prestige and a 
practical means of securing patronage and financial reward. 
To appropriate another’s work was therefore to deprive its 
rightful author of both recognition and livelihood. Martial’s 
intervention is significant not only because it illustrates how 
seriously literary theft was regarded in antiquity, but also 
because it introduced the linguistic root from which the 
modern concept of plagiarism derives.

From da Vinci to Shakespeare, all sorts of poetry, drama, 
paintings, art, and literature have sometimes been 
controversially claimed to lack any source. It is evident that, 
with no access to digital versions of art, books, or paintings 
in those times, and with no formal concept of intellectual 
property, copying and presenting others’ ideas may have 
been common. It was in 1601 that the term “plagiary” entered 
the English language to denote literary theft. The satirist 
Ben Jonson was the first to use this expression, thereby 
introducing a new perspective on the act of appropriating 
another’s ideas. Subsequently, in 1755, Samuel Johnson 
incorporated the word “plagiarism” into his Dictionary of the 
English Language, defining it in a manner consistent with its 
modern usage. [1]

Plagiarism: Silently Making Its Way into Our Lives 
During the 19th and 20th centuries, the concept of plagiarism 
shifted from a literary concern into a formalised academic 
and legal offence. Universities increasingly emphasised 
originality as a cornerstone of scholarship, embedding anti-
plagiarism rules into honour codes and disciplinary policies. 
At the same time, the Romantic ideal of authorship reinforced 
the notion that borrowing without acknowledgment 
undermined creative individuality. Legally, the expansion 
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of copyright protections, particularly through international 
agreements such as the Berne Convention, transformed 
plagiarism into a matter of intellectual property law, making 
it punishable beyond academic settings. By the late 20th 
century, technological advances in printing and digital media 
both facilitated copying and enabled detection, with tools 
like Turnitin institutionalising enforcement. As a result, 
plagiarism came to be recognised not only as an ethical 
violation but also as a reputational and legal risk, shaping 
modern academic and publishing practices.

Some Famous Cases

Karl-Theodor zu Guttenberg, the German Defence Minister, 
earned a doctorate in law in 2006, a credential that bolstered 
his political image until allegations emerged that his thesis 
was heavily plagiarised. The scandal caused an uproar in 
Germany, putting pressure on Chancellor Angela Merkel’s 
government. Guttenberg ultimately resigned as Defence 
Minister on 1 March 2011—a shocking fall from grace. 
Pál Schmitt, a two-time Olympic gold medalist fencer, 
was elected President of Hungary in 2010. Decades earlier, 
in 1992, he had earned a doctoral degree in sport science. 
An investigation by Semmelweis University found that 
Schmitt’s 1992 thesis on Olympic history had been largely 
copied from prior works. In March 2012, Semmelweis 
University formally revoked Schmitt’s doctorate due to the 
plagiarism findings. Following public outrage, he resigned 
from the presidency in April 2012. Even Dr. Martin Luther 
King Jr., the famed civil rights leader, was not far from 
this plagiarism scare. After his assassination, the academic 
integrity of his doctoral dissertation came into question when, 
in the late 1980s, scholars examining King’s student writings 
discovered that significant portions of his PhD dissertation 
had been plagiarised. [2]

Even the music industry is notorious for plagiarism. Since 
it is relatively straightforward to detect musical plagiarism 
these days, music lovers in general and followers of 
particular artists are often the first to recognise similarities 
in songs. From George Harrison to Robin Thicke and 
Pharrell Williams, Coldplay to Ray Parker Jr., there are many 
artists, both new and established, who have been accused of 
plagiarism. [3]

Plagiarism with AI

Fifteen years on, plagiarism still exists, and thanks to AI, 
people are misusing these tools to plagiarise in several 
key ways—a growing concern in schools, publishing, and 
workplaces. One can directly copy and paste from AI outputs, 
submitting text generated by AI as their own work without 
attribution. AI can paraphrase to disguise copying, making it 
look “original” while still lifting ideas without credit. AI can 
generate content that does not trigger plagiarism detectors, 
thereby bypassing originality checks even though the ideas 
are borrowed. Students or professionals may rely entirely on 
AI to produce assignments, stripping away personal effort or 
critical thinking.

The recent case of Pakistan’s Dawn newspaper accidentally 
publishing an internal AI prompt in a business report on 12 
November 2025 sparked widespread attention online. The 
piece, headlined “Auto sales rev up in October”, ended with 
an internal AI prompt: “If you want, I can also create an even 
snappier front-page style version…Do you want me to do 

that next?”. While  Dawn  corrected the digital version of 
the report, the incident continued to gain traction and spark 
debate on social media. Following the publication, an official 
response was issued by the newspaper’s editor, who stated 
that the report had originally been edited using AI, which was 
against Dawn’s policy at the time. The newspaper noted that 
the policy was publicly available on its website for reference. 
The editor added that the digital version of the report had 
been corrected to remove AI‑generated text. Although this is 
not a straightforward case of plagiarism with AI, it illustrates 
how copying and pasting from AI editors or text generators 
can lead to blunders and public backlash. [4]

Whether one is a scholar, a student, or even a writer for this 
CAAN Souvenir 2025, one might ask: is it still plagiarism 
to use an AI writing tool to create content? The answer 
depends on how AI is used and whether it crosses ethical 
boundaries. AI tools like ChatGPT can generate entire essays 
within seconds. While this might seem like an easy solution 
for a last-minute assignment, submitting AI-generated work 
without proper attribution is considered plagiarism at most 
institutions. 

AI-powered paraphrasing tools, such as QuillBot or 
Wordtune, can reword existing content to avoid direct 
copying. However, if an AI tool rewrites a passage from a 
source without properly citing it, this is still plagiarism, even 
if the words differ, the ideas and structure remain the same. 
One of the biggest risks of using AI for research is that AI 
models “hallucinate” sources, fabricating academic citations 
that do not exist. Many AI tools generate references that seem 
legitimate, complete with journal titles and author names, but 
upon closer inspection, these sources are entirely fictional. 
While AI-generated content may not always be flagged by 
traditional plagiarism detectors, new AI-detection models 
analyse text patterns, sentence structures, and probability-
based predictions to determine AI involvement. [5]

Plagiarism & Denial

Accusations of plagiarism often carry considerable weight, 
as they challenge both the integrity and credibility of a 
writer. One common defence is the denial of intent, which 
seeks to diminish culpability by framing the act as a technical 
oversight rather than a deliberate deception. Such reasoning 
typically takes the form of claims like, “Perhaps I am guilty 
in a technical sense, but I am not dishonest.” Yet this raises 
critical questions: does the absence of intent truly mitigate the 
seriousness of plagiarism, or can one ever claim a complete 
lack of intent when engaging with another’s work? More 
importantly, what do such defences reveal about the moral 
character of the writer and the values underpinning scholarly 
practice? [6]

Plagiarism can occur regardless of intent. In higher 
education, definitions often acknowledge that plagiarism 
may be unintentional, arising from careless copying and 
pasting, omitted citations, or weak paraphrasing such as 
patchwriting. While intent does not determine whether 
plagiarism has occurred, it does influence how cases are 
addressed. Deliberate acts, like purchasing a paper online, 
reflect dishonesty, whereas mistakes like careless copying 
and pasting reflect negligence. The former may lead to 
severe disciplinary measures, while the latter, though still 
plagiarism, does not justify suspension or the termination of 
one’s academic career.
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Accusations of plagiarism are often experienced as deeply 
personal because they are framed not merely as technical 
violations but as moral failings. To be labelled dishonest or 
lacking integrity places the act within the realm of character 
judgement, which conflicts with most individuals’ self-
conception as ethical and responsible. This tension highlights 
the complexity of plagiarism as both a procedural and moral 
issue. While institutions may define it in terms of citation 
practices and academic rules, the social meaning of plagiarism 
extends further, casting doubt on a writer’s trustworthiness. 
Consequently, even when plagiarism arises from negligence 
rather than deliberate deception, the accusation can feel 
like an attack on one’s identity, underscoring the need 
to distinguish between intent, responsibility, and moral 
character in evaluating such cases.

Impacts & Guiding Laws

Plagiarism is problematic not only because it is an ethical 
breach, but also because it undermines honesty and respect 
for intellectual property. Some academic institutions penalise 
students for using AI, and in professional settings, passing 
off AI-generated work as original can damage credibility and 
trust.

There are no specific laws regarding plagiarism in Nepal, 
although the Copyright Act of 2059 prescribes punishment for 
infringement of protected rights: a person shall be punished 
with a fine of ten thousand to one hundred thousand rupees, 
or imprisonment for a term not exceeding six months, or 
both; and for each subsequent instance, with a fine of twenty 
thousand to two hundred thousand rupees, or imprisonment 
for a term not exceeding one year, or both. [7]

Summing It Up

Whether writers, politicians, or celebrities, everyone finds 
inspiration for their creations somewhere, and this inspiration 
sometimes goes so far as to be deemed plagiarism. Although 
inspiration is permissible, we must give our work an entirely 
new life. Everyone is free to be inspired, but we should not 

copy what someone else says.

When using material from another source, always keep a 
clear record of the quotation. This ensures proper attribution 
and supports academic honesty. At the same time, aim to 
reframe and develop the ideas in your own words, adding 
fresh perspective. Above all, strive to be authentic in your 
work, as originality is central to scholarly practice.
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सार्वजनिक नीति तर्जुमा, कार्यान्वयन र 
मूल्यांकनमा प्रशासनको भूमिका

अमृत थुयाजु*

सार सार 

सार्वजनिक नीति मलुकुको शासन सञ्चालनको महत्वपूर्ण आधार 
हो। यसले नागरिकको जीवनमा सकारात्मक परिवर्तनका लागि 
सरकारबाट निर्माण गरिने योजना, कार्यक्रम र बजेटको निर्णयलाई 
जनाउछ।यो सार्वजनिक मामिलाको सम्बोधन गर्नका लागि 
बनाइएको काननुी, राजनीतिक र प्राविधिक दस्तावेज  
हो । मलुकुको आर्थिक र सामाजिक विकास, समदृ्बि र सामाजिक 
न्याय जस्ता नागरिक जीवनमा सकारात्मक परिवर्तन ल्याउने 
नीतिहरू मात्रै दिगो, सान्दर्भिक र औचित्यपूर्ण सावित हनु्छन। 
सार्वजनिक नीति, कुनै सार्वजनिक मदु्दामा राज्यले अवलम्बन गर्ने 
उदेश्यमलुक कार्यदिशा हो, जसले नागरिकका समस्या, चनुौती, 
अवसर र सम्भावनालाई सम्बोधन गर्न मार्गनिर्देशन गर्दछ।

प्रशासन सार्वजनिक नीति तर्जुमा, कार्यान्वयन र मूल्यांकनको 
केन्द्रविन्दुमा पर्ने गर्दछ, जसले सञ्चालन तथा नियमनका दबैु 
पक्षमा कार्य गर्ने गर्दछ। कुशल प्रशासनबाट समाजको 
आवश्यकता पहिचान गरी आम नागरिकका तत्कालीन मागलाई 
सम्बोधन गरी मलुकुको आर्थिक, सामाजिक विकास, समदृ्बि र 
सामाजिक न्याय जस्ता नागरिक जीवनमा सकारात्मक परिवर्तन  
ल्याउने कार्यको केन्द्रविन्दुमा प्रशासन रहन्छ। समग्रमा नेपालको 
सार्वजनिक नीति प्रणालीले राजनीतिक अस्थिरता, सार्वजनिक 
विश्वासको कमी, कमजोर प्रमाणमा आधारित नीति निर्माण, 
सीमित सहभागिता र पारदर्शिता, दाताको प्रभाव, स्रोतको अभाव, 
कमजोर नागरिक शिक्षा र अपर्याप्त संस्थागत क्षमता जस्ता 
महत्वपूर्ण चनुौतिहरू व्यवहार र कार्यान्वय स्तरमा विद्यमान 
छन।् बिज्ञ प्रशासनको उपस्थिति, कुशल प्रशासन, समन्वयात्मक 
प्रशासन मार्फ त राष्ट्रिय विकासलाई सम्बोधन गरी नागरिकका 
जीवनस्तरमा सापेक्ष सधुार गरी देशको सामाजिक, आर्थिक 
रुपान्तरण गर्न सार्वजनिक नीतिको प्रभावकारी कार्यान्वयन 
आवश्यक छ। 

1. परिचय1. परिचय

सरकारले आफ्ना नागरिकप्रति सार्वजनिक उत्तरदायित्व र 
प्रतिबद्धता परुा गर्ने क्रममा गरेको अठोटलाई सार्वजनिक नीति 
मानिन्छ । मागमा आधारित नीतिले सार्वजनिक माग परुा गर्न 
सक्दछ भन्ने मान्यता अनसुार मागको आधारमा सार्वजनिक 
नीतिको खाका कोर्ने कार्य हनु्छ । सरकारले आफ्नो कार्य 

सम्पादन गर्ने क्रममा नीतिहरूलाई समसामयिक बनाउँदै 
लैजानपुर्ने, नयाँ नीति लाग ुगर्नुपर्ने, तत्काल नीतिको माग भएको 
अवस्थामा त्यसलाई सम्बोधन गर्नुपर्ने परिस्थिति सिर्जना हनेु 
गर्दछ । यसरी आएका विषयहरूलाई विस्तृत छलफल गरी 
आवश्यकता अनसुार नीति तर्जुमा गरिन्छ । नीति तर्जुमाको 
क्रममा नागरिकको आकाङ्क्षा र आवश्यकतालाई सरकारको 
सक्षमता र दृष्टिकोणसँग तादात्म्य कायम गर्ने प्रयत्न हनु्छ । 
यसमा नीतिको सिफारिस, त्यसका निम्ति आवश्यक स्रोतको 
बन्दोबस्त र नीतिको समर्थन जस्ता क्रियाकलापहरू रहन्छन ्। 
यसले नीतिको उद्देश्य र स्रोत बिचको अन्तरसम्बन्ध, सम्भावित 
कार्यान्वयन चनुौती र समाधानको कार्यनीतिमा जोड दिन्छ । 
नीति तर्जुमा गर्दा नीतिले हासिल गर्न खोजेको राजनीतिक उद्देश्य 
र वास्तविक परिस्थितिको सन्तुलन गर्ने प्रयास गरिन्छ ।

राज्य सञ्चालन प्रणालीलाई जिम्मेवार, पारदर्शी, जवाफदेही, 
उतरदायी, विधिसम्मत र नतिजामखुी बनाउन अवलम्बन गरिने 
सिद्बान्तहरू सार्वजनिक नीति हनु। सरकारले नागरिक प्रतिको 
उतरदायित्व र प्रतिवद्बता पूरा गर्नका निम्ती सोच, लक्ष्य, उदेश्य, 
रणनीति र कार्यनीति सहितको घोषणा वा कार्यक्रम नै सार्वजनिक 
नीति हो । सार्वजनिक नीतिहरू नागरिक मर्यादित र गणुस्तरीय 
जीवनको प्रवर्द्बन एवं दिगो विकास, दिगो शान्ति, सशुासन, न्याय 
र नैतिकतामा आधारित समतामूलक समाज निर्माण गर्ने 
परिकल्पना सहित निर्माण गरिएको हनु्छ। सार्वजनिक नीति 
लोककल्याणका निम्ति राज्यको योजना, प्रतिवद्बता र दायित्व  
हो । सार्वजनिक नीतिमा सरकारले नागरिक सरोकार र 
समस्याको सम्बन्धमा भविष्यमा गर्ने कार्यहरू, कार्यान्वयन गर्ने 
रणनीति, जिम्मेवार निकाय, स्रोत साधन, संरचना र जनशक्तिको 
प्रवन्ध, अनगुमनका सूचक तथा नीति कार्यान्वयनबाट प्राप्त हनेु 
र अपेक्षित परिणाम जस्ता विषय समाहित हनेु गर्दछ। सार्वजनिक 
नीतिले सामाजिक गतिविधिको नियमन एवं शासन सञ्चालन, 
विकास व्यवस्थापन र सेवा वितरणको मार्ग चित्रण गर्दछ।

सार्वजनिक नीति कुनै विषयमका सम्बन्धमा निश्चित उपलब्धि वा 
परिणाम हासिल गर्नको लागि गर्नुपर्ने निर्णयहरू गर्न मार्गदर्शन 
गर्ने पूर्वानिर्धारित कार्ययोजना हो। सार्वजनिक नीति अन्तर्गत 
राज्यका तीनै अंगहरूले गर्ने कार्यहरू हनु्छन । तथापि कानूनलाई 
बन्धनकारिताको दृष्टिकोषले नीतिबाट अलग गर्ने गरिन्छ। 
कानूनले कुनै कार्य गर्न वा नगर्न बाध्य गर्दछ भने नीतिले कुनै 

*अधिकृत, ने.ना.उ.प्रा.



Souvenir 2025 27th Anniversary of CAAN94

निश्चित उपलब्धि हासिल गर्ने तर्फ  कार्यहरू गर्न मार्गदर्शन 
गर्दछ। 

सार्वजनिक नीति जनताले भोगेका समस्याहरूको समाधान गर्ने 
प्रयासस्वरुप शरुु हनु्छ  र यसको तर्जुमा गर्ने कार्य सरकारबाट 
हनेु गर्दछ। यसको कार्यान्वयन सार्वजनिक तथा निजी क्षेत्रले 
गर्दछ। सार्वजनिक नीति सरकारले के गर्न चाहन्छ र के गर्न 
चाहदैन भन्ने कुराको छनोट हो । सार्वजनिक नीतिले लामो 
समयमा हासिल गर्ने लक्ष्य निर्धारण गरेको हनु्छ र त्यसका लागि 
योजना, कार्यक्रम र रणनीतिहरू तर्जुमा गरेको हनु्छ। सार्वजनिक 
हितको संरक्षण र प्रबर्धनका लागि वैधानिक निकायबाट जारी 
गरिएको घोषणा, प्रतिवद्धता या अठोट नै सार्वजनिक नीति हो। 
हाल विभिन्न कर्तासँग मिलेर सरकारले सार्वजनिक नीति तर्जुमा 
गर्दछ। सार्वजनिक नीतिका विभिन्न दस्तावेजमा संविधान, 
आवधिक योजना, बार्षिक बजेट तथा कार्यकम,् ऐन, नियम, 
कार्यविधि, निर्देशि का, मापदण्ड, सरकारी निर्णयहरू लगायतका 
दस्तावेजहरू पर्दछन।् सार्वजनिक नीतिले सरकार र जनताबीचको 
सम्बन्ध र व्यवहार निर्धारण गर्दछ। सार्वजनिक नीति विभिन्न 
पात्र, सरोकारवालाबीचको सहकार्य र अन्तरक्रियाको नतिजा 
हो। विश्वभरका सबै सरकारका निश्चित भमूिका र जिम्मेबारीको 
रूपमा स्वास्थ्य सेवा, शिक्षा सेवा, यातायात सेवा जस्ता सेवाहरूको 
वितरण, कानूनको कार्यान्वयन, नागरिकहरूको जीवन रक्षा, 
वातावरणको संरक्षण, कर सङ्कलन, अर्थतन्त्रको विकास 
लगायतका विषय हनु्छन।् यी भमूिका र जिम्मेबारीहरू देशको 
संविधान, प्रचलित कानून र क्षेत्रगत नीतिहरूबाट निर्देशि त 
हनु्छन।् यी सार्वजनिक नीतिको समग्र प्रक्रियाका रूपमा नीति 
सवाल, नीति विश्लेषण, नीति निर्माण, नीति कार्यान्वयन र नीति 
मूल्याङ्कन जस्ता विषय पर्दछन ्।

सार्वजनिक नीतिका स्रोतहरू सार्वजनिक नीतिका स्रोतहरू 

सार्वजनिक नीतिका स्रोतहरूलाई निम्नानसुार प्रस्तुत गर्न सकिन्छ

१.	 संविधान,
२.	 संविधानले दिशानिर्देश गरेको विषयमा गर्जुमा गरिएको 

काननु
३.	प्र त्यायोजित अधिकार अन्तर्गत बनेको नियम र विनियम,
४.	 संविधानमा उल्लेखित राज्यका निर्देशक सिद्बान्त, नीति र 

दायित्व 
५.	 संविधानमा उल्लेखित नागरिकका मौलिक हक  र कर्तव्य
६.	 दिर्धकालीन तथा अल्पकालीन योजनाहरू
७.	ब ार्षिक नीति तथा कार्यक्रम
८.	ब जेट
९.	र ाष्ट्र  प्रमखु वा सरकार प्रमखुका विशेष सम्बोधन
१०.	अन्तर्राष्ट्रिय सन्धि, सम्झौता र प्रतिवद्धताहरू

सार्वजनिक नीतिका प्रमखु प्रकारसार्वजनिक नीतिका प्रमखु प्रकार

कुनै पनि देशले राजनीतिक, आर्थिक, सामाजिक, वातावरणीय,  
सूचना प्रविधि र वैदेशिक सम्बन्ध जस्ता विषयमा सार्वजनिक 

नीति निर्माण गरी कार्यान्वयन गरिआएको पाइन्छ। यी 
नीतिहरूलाई देहायका प्रकारमा विभाजन गर्ने गरिएको छः-

१.	सारवान नीतिः यी सार्वजनिक नीति मखु्य कामसँग सम्बन्धित 
हनु्छन।् उदाहरणको रूपमा संविधान वा आवधिक योजनामा 
रहका आर्थिक वदृ्धि, रोजगारी सिर्जना, गरिबी निवारण जस्ता 
विषय ।

२.	कार्यविधिगत नीतिः काम गर्ने विधि वा प्रक्रिया तय गर्ने नीति 
उदाहरणका रूपमा खरिद नियमावली, कार्यसम्पादन 
नियमावली।

३.	नियन्त्रणकारी वा नियमनकारी नीतिहरूः व्यवहार र 
आचरणलाई नियन्त्रण गर्ने नीति उदाहरणको लागि फौजदारी 
कानूनहरू यस वर्गमा पर्दछन।् यो समूहका नीतिमा उद्योग, 

व्यवसायको नियमनका नीति समेत पर्दछन ्।

४.	आत्म नियन्त्रणकारी नीतिहरूः आफ्नो समूहको नियन्त्रणका 
लागि बनाइएका सार्वजनिक नीतिहरू। यस वर्गमा निजामती 
सेवका लागि, डाक्टर, इन्जिनियरका संस्थाहरूको लागि।

५.	वितरणमखुी नीतिहरूः निश्चित वर्ग, क्षेत्र, समूहका लागि 
बनाइएका राहत, खोप। यसका साथै पनुः वितरणकारी 
नीतिहरू समेत कार्यान्वयनमा रहका छन।्

सार्वजनिक नीति निर्माण चक्र सार्वजनिक नीति निर्माण चक्र 

सार्वजनिक नीति निर्माणको प्रक्रियालाई नै सार्वजनिक नीति 
निर्माण चक्र भनिन्छ। नीति निर्माणको तहगत रुपमा रहने 
प्रक्रिया नै नीति निर्माण चक्र हो ।नीति चक्र भन्नाले नीति 
तर्जुमा, स्वीकृति, कार्यान्वयन, अनगुमन तथा मूल्याङ्कन र 
आवश्यकता अनरुुप परिमार्जन, संशोधन, खारेजी तथा नयाँ 
नीतिहरूको आवश्यकता र मागमा आधारित रही एवम ्
समयसापेक्ष प्रभावकारी, परिस्थितिजन्य, प्रभावकारी, 
कार्यान्वयनयोग्य, परिणाममखुी तथा सरोकारवाला र राज्यको 
हित अभिबदृ्बि गर्ने गरी तय गर्नेका लागि सार्वजनिक नीति 
निर्माणका हरक चरणहरू महत्वपूर्ण रहने गर्दछ।   

नीति अनसुन्धान प्रतिष्ठानले नीति चक्रलाई देहाय बमोजिम 
उल्लेख गरेको छ:-

१.	 नीति निर्माणको विषय पहिचान र निर्धारण
२.	 स्रोत तथा विषयवस्तुको विश्लेषण र प्राथमिकीकरण
३.	 नीतिको प्रारम्भिक मस्यौदा लेखन
४.	 प्रारम्भिक मस्यौदा उपर सार्वजनिक बहस
५.	 प्रारम्भिक मस्यौदा परिमार्जन
६.	 परिमार्जित मस्यौदा उपर सार्वजनिक विज्ञ समीक्षा र 

पषु्णपोषण
७.	 पषृ्ठपोषणका लागि आम नागरिक समक्ष मस्यौदा सार्वजनिक
८.	 नीतिको अन्तिम मस्यौदा लेखन
९.	 आधिकारिक निकायबाट नीति स्वीकृत र अनमुोदन
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१०.	नीति कार्यान्वयन
११.	नीति मूल्याङ्कन र समीक्षा, परिमार्जन वा खारेजी वा नयाँ 

नीति निर्माण ।

समग्रमा नीति निर्माणमा पालना गरिने प्रक्रियालाई देहाय बमोजिम 
प्रस्तुत गर्न सकिन्छ

क.	सार्वजनिक नीति तर्जुमा क.	सार्वजनिक नीति तर्जुमा 

	 सार्वजनिक नीतिको तर्जुमा भनेको अख्तियारप्राप्त सार्वजनिक 
अधिकारीहरूले नीतिको निर्माण गर्न वा बनाउन ुहो । अर्को 
शब्दमा भन्ने हो भने सरकारलाई आर्थिक, सामाजिक, शैक्षिक, 
राजनीतिक वैदेशिक आदि क्षेत्रमा आवश्यक पर्ने नीतिहरू 
कार्यपालिकाले बनाउने त्यस प्रकारका नीतिहरूलाई मार्गदर्शन 
र सहारा दिने कार्य तथा सार्वजनिक जनताहरूमा सदाचार 
नैतिकता. कर्तव्यपरायणता र अनशुासन कायम गराउने 
दिशामा कायम गराउने दिशामा व्यवस्थापिकाद्वारा आवश्यक 
कानूनको निर्माण गर्ने तथा काननुको न्यायिक 
पनरालोकनसमेतद्वारा न्यायपालिकाद्वारा नजिरको प्रतिपादन 
गर्नेलगायत सार्वजनिक ओहदामा रहका उच्च पदस्थ 
पदाधिकारीहरूबाट विभिन्न प्रकारले नीतिको निर्माण गर्ने वा 
बनाउनलुाई नै सार्वजनिक नीतिको तर्जुमा भनिन्छ। 
सार्वजनिक नीति तर्जुमा भन्नाले सार्वजनिक नीति कसरी 
बन्छ, नीति तर्जुमा गर्दा के के कुराहरूमा ध्यान दिनपुर्दछ, 
सार्वजनिक नीतिमा हनुपुर्ने न्यूनतम विषयहरू के के हनु,् 
नीति तर्जुमा गर्दा कसलाई सहभागी बनाउन ुपर्दछ वा को 
को सहभागी हनु्छन, सार्वजनिक नीति तर्जुमामा प्रभाव पार्ने 
तत्वहरू के के हनु ्? जस्ता कुराहरूलाई संकेत गर्दछ ।

	 नीति माग भई सके पश्चात त्यसलाई कार्यान्वयनमा जानका 
लागि आवश्यक मार्गदर्शन, उद्देश्य निर्धारण, प्राथमिकीकरण, 
ग्रोत साधनको अन‌ुमान र कार्यन्वयनको संस्थागत प्रवन्ध 
तयार गर्नेसम्मको कार्यलाई सार्वजनिक नीति तर्जुमा  
भनिन्छ ।यसले राजनीतिक प्रतिवद्धता र घोषणालाई 
नतिजामा रुपान्तरण गर्ने आधार प्रदान गर्दछ ।

	 यस अन्तर्गत निम्न कुराहरू पर्दछन	

१.	 नीतिको समय वातावरणीय अन्तरसम्बन्धको परिभाषा र 
व्याख्या,

२.	 नीतिको उद्देश्य र साधन स्राेत विचको अन्तरसम्वन्ध 
निर्धारण,

३.	 समस्याहरूको पूर्वानमुान र समाधानका संभावित 
उपायहरूको खोजी,

४.	 कार्यान्वयन कार्यनीतिको चयन,

५.	 सस्थागत क्षमताको बन्दोबस्त,

	 सार्वजनिक नीति निम्न चरणहरू परुा गरी तर्जुमाका गरिन्छ:

१.	 नीतिको आवश्यकता पहिचान 

२.	वि गतका नीतिको समिक्षा 

३.	 नीतिको प्रारम्भिक अवधारणापत्र तयारी 

४.	विज्ञ  र सरोकारबालासँग छलफल र परामर्श 

५.	 नीतिको अन्तिम मस्यौदा तयारी 

६.	 नीति स्वीकृती 

७.	 नीति कार्यान्वयन कार्ययोजना निर्माण 

ख.	सार्वजनिक नीति विश्लेषणख.	सार्वजनिक नीति विश्लेषण( Public Policy Analysis) 

	 सार्वजनिक नीति विश्लेषण त्यस प्रकारको प्रक्रिया हो जसमा 
सरकारले विभिन्न क्षेत्रमा निर्माण गरेका विभिन्न प्रकार र 
प्रकतिका नीतिहरूले पार्न सक्ने विविध प्रकार परिणाम र 
असर का बारेमा विभिन्न कोणबाट अध्ययन गरी विश्लेषण 
गरिन्छ। यसरी नीति विश्लेषणले मखु्यतया सम्बन्धित नीतिले 
शिक्षा, स्वास्थ्य, रोजगारी, कृषि, उद्योग, वातावरण, आदि क्षेत्रमा 
ल्याउने सकारात्मक र नकारात्मक परिणाम तथा त्यसको 
कार्यान्वयनबाट जनजीवर आर्थिक अवस्था, शैक्षिक स्थिति, 
वातावरण एवं पर्यावरणलगायत सार्वजनिक जीवनमा पर 
सक्ने असरका बारेमा विश्लेषणात्मक अध्ययन गर्दछ ।

	 सार्वजनिक नीतिको विश्लेषणका मखु्य चरणमा नीतिको 
अवधारणा स्पष्ट गर्ने नीतिको सैद्धान्तिक पक्षको परीक्षण गर्ने, 
नीति सम्बद्ध समस्या, कारण र प्रभावको पहिचान गर्ने नीतिका 
विकल्पहरूको पहिचान र विकल्पको विश्लेषण गर्ने, सम्भाव्य 
परिणामबाट सिर्जना हनु सक्ने नतिजाको प्रक्षेपण गर्ने 
लगायतका विषयहरू पर्दछन।् नीति विश्लेषणले नीति 
निर्माताहरूलाई नीतिहरूमा सधुार गर्न नयाँ नीतिहरू विकास 
गर्न र नीतिहरूले समाजमा पार्ने सकारात्मक प्रभावहरू 
बढाउन मद्दत गर्दछ। यसले नीति निर्माण प्रक्रियामा 
वस्तुपरकता, पारदर्शिता पूर्वानमुानयोग्य र जवाफदेहिता 
बढाउन मद्दत गर्दछ। समग्रमा यो व्याख्या, अध्ययन, 
लेखाजोखा र परीक्षणको प्रक्रिया हो। सार्वजनिक नीति 
विश्लेषणले सरकारले तर्जुमा गर्ने नीतिहरूको गहिरो अध्ययन 
लेखाजोखा र मूल्याङ्कन गर्ने कार्य गर्दछ।

	 सार्वजनिक नीतिको विश्लेषणको माध्यमबाट सार्वजनिक 
नीतिका हरक पक्षहरूको विश्लेषण गरी तिनलाई टुक्राटुक्रा 
गरी केलाउन, तिनका समस्याहरू औलं्याउन, बलिया र 
कमजोर पक्षहरू छुट्याउन, असर र प्रभावको जानकारी प्राप्त 
गर्न, तथ्य सिद्धान्त र व्यवहारबीचको पारस्परिक सम्बन्धको 
अध्ययन गर्न तथा नीतिगत विषयहरूको विस्तार, सारांश, 
परीक्षण, तलुना र मलु्यांकन गरी नीतिको प्रभावकारी 
कार्यान्यवयनका लागि ठोस निष्कर्ष दिन सहयोग पगु्दछ ।

ग.	सार्वजनिक नीतिको कार्यान्वयन ग.	सार्वजनिक नीतिको कार्यान्वयन 

	 नीति तर्जुमा सम्वन्धी निर्णय र नीति सम्बालनमा आउने 
कार्यको बीचको चरणलाई कार्यान्वयन भनिन्छ। नीति 
निर्णयपछि के आउँछ भन्ने कुरा जति महत्वपूर्ण छ निर्णय 
स्वयम्मै कति महत्वपूर्ण छ भन्ने कुरा निर्भर गर्दछ। किनकि 
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नीतिको विषयवस्तु र यसबाट प्रभावितहरूमा पर्ने असरका 
कारण सारभतू रूपमा परिवर्तन वा विस्तृतीकरण गर्ने वा 
इन्कार गर्ने काम पनि कार्यान्वयन चरणमा हनु सक्तछ । 
यसैमा नै कार्यान्वयनको महत्व रहको हनु्छ । नीति 
निर्माताले नीतिहरूको विकल्पहरूको छनोट गर्दा विचार 
पयुाउनपुर्ने कुरा यही हो। नीति कार्यान्वयनयोग्य हनुपुर्दछ। 
सार्वजनिक नीति जतिसकैु राम्रो भए तापनि कार्यान्वयन 
राम्ररी नभएमा खोजिए‌को नतिजा तोकिएको समयभित्र र 
छुट्याइएको लागतमा उपलब्ध हनु सक्तै न । नीतिको 
सफलतापूर्वक कार्यान्वयनका लागि मानवीय स्रोत, आर्थिक 
स्रोत, सीप र समयको आवश्यकता पर्दछ। साथै नीति 
कार्यान्वयन गर्ने संयन्त्रको पनि उत्तिकै आवश्यकता हनु्छ। 
नीतिले लिएका उद्देश्य वा लक्ष्यको सहज उपलब्धि कति 
राम्ररी गरिएको पाइएको छ र कार्यान्वयन गरिएको छ सो 
कुरामा भर पर्दछ। राम्रोसँग डिजायन नगरी बनाइएको नीति 
जति राम्रीसँग कार्यान्वयन गरे पनि प्रभावकारी हनु कठिन 
हनु्छ । यसका साथै, नीति कार्यान्वयनको लागि पर्याप्त स्रोत 
साधन, नीति कार्यान्वयन गर्ने कर्मचारीहरूको झकुाव, लगाव 
वा इच्छा र सकारात्मक राजनीतिक वातावरण आवश्यक 
पर्दछ ।

	 सार्वजनिक नीतिलाई कार्यमा रुपान्तरण गर्ने वा व्यवहारमा 
लैजाने कार्य नै नीति कार्यान्वयन हो।नीति कार्यान्वयनमा 
नीतिको रणनीतिगत कार्यान्वयन, संस्थागत कार्यान्वयन 
कार्यविधिगत कार्यान्वयन र व्यावहारिक कार्यान्वयनको 
रूपमा यी चार आयाममा समेत अध्ययन विश्लेषण गर्ने 
गरिएको पाइन्छ। सार्वजनिक नीतिको प्रभावकारी 
कार्यान्वयनका लागि राजनीतिक समर्थन ्प्रभावकारी सञ्चार, 
संस्था, स्रोत र जनशक्तिको व्यवस्थाका साथै अनकूुल 
वातावरण सिर्जना गर्ने कार्य निकै महत्त्वपूर्ण हनु्छन।् यसरी 
स्वीकृत नीतिमा उल्लिखित सोचदेखि कार्ययोजनासम्मका 
विषयहरूलाई नागरिकले अनभुतूि गर्ने गरी व्यवहारमा 
रुपान्तरणको कार्य नै कार्यान्वयन हो।

	 नीतिको आत्मसात,् वास्तविक कार्यान्वयन र कार्यान्वयनको 
अनगुमन हनु नसक्दा नीतिको उपादेयता न्यून हनु जान्छ । 
जसरी सार्वजनिक नीतिको तर्जुमाका लागि राजनीतिज्ञ लाई 
आवश्यक पर्ने सूचना, सल्लाह तथा सझुाव दिन ुप्रशासनको 
कर्तव्य हो, ठिक त्यसरी नै राजनीतिज्ञद्वारा निर्मित सार्वजनिक 
नीतिलाई कार्यान्वयनमा उतार्नु प्रशासकको कर्तव्य हनु्छ । 
सार्वजनिक नीतिको सफलतापूर्वक कार्यान्वयनका लागि 
मानवीय स्रोत, आर्थिक स्रोत, सीप र समयको आवश्यकता 
पर्दछ । साथै नीति कार्यान्वयन गर्ने संयन्त्रको पनि त्यतिकै 
महत्त्व हनेु गर्दछ ।

सार्वजनिक नीति कार्यान्वयन गर्ने निकायहरू

मूलत: सार्वजनिक नीतिको कार्यान्वयन गर्ने निकायहरू 
निम्नानसुार छन:्-

१.	कर्मचारी वा प्रशासनिक संगठनहरू (संघ, प्रदेश र स्थानीय 
तह समेत),

२.	व्यवस्थापिका र सोका विभिन्न समितिहरू,

३. अदालतहरू,

४. सरोकार, हित समूहहरू,

५. राजनीतिक दलहरू,

६. नागरिक समाज (संगठित संस्थाहरू समेत)

यसका अतिरिक्त संवैधानिक अंग वा निकायहरू, सार्वजनिक 
संस्थाहरू, स्थानीय निकायहरू, आम सञ्‍चारको पनि उत्तिकै 
महत्वपूर्ण भमूिका रहन्छ । साथै, नीति प्रभावकारी हनु नीति 
कार्यान्वयनयोग्य हनुपुर्ने, नीतिको स्वामित्य, तर्जुमा, कार्यान्वयन र 
प्रभाव या लाभ प्राप्त गर्ने व्यक्ति वा निकायको सहभागिता हनुपुर्ने, 
नीतिले निश्चित दृष्टिकोण लिए‌को हनुपुर्ने, नीतिप्रतिको संवेदनशीलता 
हनुपुर्ने र कार्यान्वयन गर्ने क्षमता पनि हनुपुर्ने हनु्छ भनिएको 
छ।

घ.	सार्वजनिक नीतिको अनगुमन घ.	सार्वजनिक नीतिको अनगुमन 

	 लागू भएको सार्वजनिक नीति निर्धारित उद्देश्य र लक्ष्य 
अनसुार कार्यान्वयनमा आयो आएन भनी जानकारी प्राप्त गर्न 
समय समयमा गरिने नीति कार्यान्वयनकै एउटा पाटोलाई 
अनगुमन भनिन्छ। नीतिले सम्बोधन गरेको समस्या वा 
विषयलाई अपेक्षा गरे अनरुूप समाधान गर्ने वा हासिल गर्ने 
तर्फ  उपयोगी भयो वा भएन वा लक्षित वर्गले लाभ प्राप्त गर्न 
सके वा सकेनन ् भनी गरिने एक प्रकारको मूल्याङ्कन नै 
अनगुमन हो । अनगुमनको माध्यमबाट नीति कार्यान्वयनमा 
आएका समस्या वा कठिनाइहरूलाई हटाउने कार्य गरी 
नीतिलाई प्रभावकारी र उपलब्धिमूलक बनाउने कार्य 
गरिन्छ।

	 नेपालमा सार्वजनिक नीतिको अनगुमनका लागि संसद, 
संसदीय समिति, मन्त्रिपरिषद्‌मन्त्रिपरिषद्‌का समिति संवैधानिक 
निकाय, राष्ट्रिय विकास समस्या समिति, मन्त्रालयहरू, 
मन्त्रालयस्तरीय विकास समस्या समाधान समिति, विभाग 
कार्यालय लगायतका निकायको व्यवस्था अनगुमन तथा 
मूल्याङ्कन ऐन, २०८० ले गरेको छ। नीति अनगुमनको 
मखु्य प्रयोजन नै नीति कार्यान्वयनको जानकारी लिने, नीति 
कार्यान्वयनमा रहका समस्या पत्ता लगाउने र समस्याको 
समाधान गर्नु हो। नीति अनगुमनले नीतिको कार्यान्वयन 
ठिक ढङ्गले भए वा नभएको स्रोतको प्रवाह उपयकु्त भए वा 
नभएको, नतिजा हासिल भए वा नभएको र अख्तियार प्राप्त 
व्यक्तिले कानून बमोजिम काम गरे वा नगरेको सम्बन्धमा 
आवधिक वा निरन्तररूपमा गरिने निगरानी, सूचना सङ्कलन, 
विश्लेषण र सधुारात्मक कार्यलाई जनाउँछ ।नीति 
कार्यान्वयनको चरणमा गरिने नियमित वा आवधिक निरीक्षण, 
पनुरावलोकन, समीक्षा र जाँचबझु नै अनगुमन हो। यसमा 
पूर्वनिर्धारित लक्ष्य र कार्य ठिकसँग कार्यान्वयन भए वा 
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नभएको अबलोकन र अध्ययन गरिन्छ। संक्षेपमा सार्बजनिक 
नीतिको कार्यान्वयनका सम्बन्धमा सूचना लिने सपुरिवेक्षण 
गर्ने, प्रतिवेदन लिने, समस्या पहिचान गर्ने र समाधान गरी 
गणुस्तर सनुिश्चित गर्ने कार्य नै सार्वजनिक नीति अनगुमन 
हो।

ङ.	सार्वजनिक नीतिको मूल्याङ्कनङ.	सार्वजनिक नीतिको मूल्याङ्कन

	 मूल्याङ्कन नीति निर्माणको अन्तिम चरण हो। मूल्याङ्कनको 
माध्यमबाट नीतिले निर्धारित लक्ष्य हासिल गर‍्यो गरेन? 
हासिल गरेको भए त्यसको लागत र त्यसले समाजमा इच्छित 
या अनिच्छित असर गर‍्यो, लक्षित समदुायमा सकारात्मक वा 
नकारात्मक प्रभाव पात्यो भन्ने कुरा बाहिर ल्याउने कार्य 
गरिन्छ। मूल्याङ्‌कनबाट कुन नीतिले काम गर्दछ र कुनले 
गर्दैन भन्ने कुरा पनि थाहा पाउन सकिन्छ । नीतिको 
कार्यान्वयनको मूल्याङ्‌कन गणुात्मक र मात्रात्मक दवैु हनु 
सक्दछ।नीति कार्यान्वयनको दौरानमा आइपर्ने समस्याहरूको 
समाधान गर्ने उपायहरूको खोजी समेत गर्दछ । विशेषतः 
नीति मूल्याङ्कनले कार्यान्वयन र नतिजा प्रति जबाफदेही 
तलु्याउने, लक्षित उपलब्धि र नतिजा हासिल गर्ने, 
कार्यान्वयनको गणुस्तर सनुिश्चित गर्ने, नीतिगत सधुारलाई 
निर्देशि त गर्ने, समस्याको पहिचान र समाधान गर्ने कार्य  
गर्दछ ।

 नीतिको कार्यान्वयन योग्यता, नीतिको कार्य सम्पादन र 
उपलब्धि, नीतिको प्रभाव (Impact) र नीतिको रणनीति लाई 
मापन गरिन्छ । कार्यसम्पादन सूचक ले लगानी, प्रक्रिया र 
उपलब्धि लाई सम्बोधन गरेको हनुपुर्छ । प्रभाव र असर 
कस्तो रह्यो ? उपादेयता कस्तो रह्यो ? संरचनागत र कार्यगत 
कमी कमजोरी के के भए ? सधुारका क्षेत्र र विषय के के 
हनु सक्छन ्? जस्ता विषयहरू नीति मूल्याङ्कनको प्राथमिकतामा 
पर्दछन ्। विभिन्न चरणमा नीतिको कार्यान्वयन सम्भाव्यता, 
कार्य क्षमता र प्रभावकारिता मूल्याङ्कन हनु्छ ।

सार्वजनिक नीति मूल्याङ्कनका आधारहरूसार्वजनिक नीति मूल्याङ्कनका आधारहरू

१.	प्रभावकारिता: नीतिमा तोकिएको उद्देश्य प्राप्त भयो भएन भन्ने 
कुरा प्रभावकारिताचाट मूल्याङ्‌कन गरिन्छ ।

२.	कार्यकुशलता र दक्षता: निर्धारित कार्य सम्पन्न गर्न कति 
समय र लागत लाग्यो भन्ने कुराको आधारमा मूल्याङ्कन 
गरिन्छ ।

३.	समानता: लागत र फाइदा समाजको प्रत्येक व्यक्तिलाई 
समान रूपमा वितरण भए‌को छ छैन हेरी मूल्याङ्कन  
गरिन्छ ।

4.	पर्याप्तता : कुनै निश्चित उद्देश्य या आवश्यकता पूरा गर्न नीति 
पर्याप्त भयो भएन भन्ने कुराको मूल्याङ्‌कन गर्न यो आधारको 
प्रयोग गरिन्छ।

५.	उपयकु्तता: कुनै उद्देश्य वा आवश्यकता पूरा गर्न नीति 

उपयकु्त थियो वा थिएन भन्ने कुराको मूल्याङ्कन यस आधारमा 
गरिन्छ ।

६. जवाफदेहिता: प्राप्त नतिजाले लक्षित समदुायको आवश्यकता 
पूरा गर्न सक्यो सकेन यसमा मूल्याङ्कन गरिन्छ ।

सार्वजनिक नीति तर्जुमामा प्रशासनको भमूिकासार्वजनिक नीति तर्जुमामा प्रशासनको भमूिका

नीति तर्जुमा प्रक्रियामा प्रशासनको भमूिका महत्वपूर्ण रूपमा 
रहन्छ। प्रशासनले नीति निर्माणमा मखु्यतया निम्न कार्यहरू 
गर्दछ:

१.	नीति मागको पहिचान र विद्यमान नीतिको विश्लेषण: प्रशासनले 
जनस्तरबाट आएका मागहरू पहिचान गर्छ र ती माग 
सम्बोधन गर्न हालका नीतिहरू कत्तिको प्रभावकारी छन ्भनी 
विश्लेषण गर्छ।

२.	सूचना तथा तथ्यांकको संकलन र विश्लेषण: नीतिलाई 
यथार्थपरक र प्रभावकारी बनाउन आवश्यक पर्ने तथ्याङ्क 
तथा सूचनाहरू सङ्कलन गरी त्यसको गहन विश्लेषण गर्ने 
जिम्मेवारी प्रशासनको हनु्छ।

३.	राजनीतिज्ञलाई विशेषज्ञको रूपमा सल्लाह, सझुाव र सहयोग 
प्रदान गर्ने: प्रशासनमा रहका स्थायी सरकारका कर्मचारीहरूले 
विषयगत विशेषज्ञताका आधारमा नीतिगत निर्णय लिन 
राजनीतिज्ञहरू (मन्त्रीहरू) लाई आवश्यक सल्लाह र सहयोग 
उपलब्ध गराउँछन।्

४.	नीति विश्लेषण गर्ने: प्रस्तावित नीतिका सम्भावित फाइदा-
बेफाइदा, लागत-लाभ र दीर्घकालीन प्रभावहरूको विश्लेषण 
गर्ने काम प्रशासनले गर्छ।

५.	नीतिको अवधारणा पत्र तयार गर्ने: नीति निर्माणको खाका वा 
मस्यौदा (अवधारणा पत्र) तयार गर्ने मखु्य काम प्रशासकहरूले 
गर्छन,् जसलाई राजनीतिक नेततृ्वले अन्तिम रूप दिन्छ।

६.	संस्थागत स्मरण कायम गर्ने: नीति निर्माणको क्रममा गरिएका 
विगतका निर्णयहरू, अनभुवहरू र परिणामहरूको अभिलेख 
राखी संस्थागत स्मरण कायम राख्छ, जसले भविष्यका 
नीतिहरूलाई मार्गदर्शन गर्छ।

७.	नीति तर्जुमामा सरोकारवाला तथा नीति विज्ञहरूको सहभागिता 
गराउने: नीतिलाई समावेशी र स्वीकार्य बनाउन सम्बन्धित 
सरोकारवालाहरू, विज्ञहरू र नागरिक समाजका प्रतिनिधिरूलाई 
छलफलमा सहभागी गराउन प्रशासनले समन्वयकारी भमूिका 
खेल्छ।

	प्र शासनले नीति निर्माणको प्राविधिक, विश्लेषणात्मक र 
व्यवस्थापकीय पक्षलाई सम्हाल्छ, जसले राजनीतिक 
नेततृ्वलाई ससूुचित निर्णय लिन मद्दत गर्दछ।

सार्वजनिक नीति कार्यान्वयनमा प्रशासनको भमूिकासार्वजनिक नीति कार्यान्वयनमा प्रशासनको भमूिका

प्रशासनले नीति कार्यान्वयनमा मखु्यतया निम्न भमूिका खेल्छ:
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१.	वातावरण निर्माण: नीति लागू गर्न सहज माहोल बनाउने र 
जनतालाई बझुाउने।

२.	कानून निर्माणमा सघाउ: आवश्यक कानून बनाउन राजनीतिक 
नेततृ्वलाई सघाउने।

३.	स्रोत व्यवस्थापन: कार्यान्वयनका लागि चाहिने संस्था, 
कर्मचारी र प्रक्रिया मिलाउने।

४.	नेततृ्व र समन्वय: सम्पूर्ण प्रक्रियाको अगवुाइ गर्ने र 
सरोकारवालाहरूबीच तालमेल मिलाउने।

५.	अनगुमन र मूल्यांकन: कामको निगरानी गर्ने र सधुारका 
लागि पषृ्ठपोषण दिने।

	 संक्षेपमा, प्रशासनले नीतिलाई कागजबाट जमीनमा उतार्न 
आवश्यक तयारी, व्यवस्थापन, नेततृ्व र नियमनको काम 
गर्दछ।

सार्वजनिक नीति अनगुमन तथा मूल्याङ्कनमा प्रशासनको भमूिका सार्वजनिक नीति अनगुमन तथा मूल्याङ्कनमा प्रशासनको भमूिका 

अनगुमन तथा मूल्यांकनमा प्रशासनको भमूिकालाई बदुाँगत 
रूपमा निम्न अनसुार प्रस्तुत गर्न सकिन्छ:

१. अनगुमन योजना  निर्माण र कार्यान्वयन:

अ.	विस्तृत योजना: प्रशासनले कुन गतिविधिको कहिले, कसरी र 
कसले अनगुमन गर्ने भन्ने बारेमा विस्तृत अनगुमन योजना 
(सामान्यतया MTEF वा वार्षिक विकास कार्यक्रममा समावेश) 
तयार गर्छ।

आ.	स्रोत परिचालन: अनगुमन कार्यका लागि आवश्यक बजेट, 
जनशक्ति र प्रविधिको व्यवस्थापन तथा परिचालन प्रशासनले 
नै गर्छ।

२. तथ्याङ्क व्यवस्थापन:

अ.	तथ्याङ्क सङ्कलन: सूचक अनसुार नियमित र विश्वसनीय तथ्याङ्क 
सङ्कलन गर्ने संयन्त्र (जस्तै: फारम, सफ्टवेयर) विकास र 
प्रयोग गर्ने।

आ.	विश्लेषण र प्रतिवेदन: सङ्कलित तथ्याङ्कको विश्लेषण गरी 
नीतिको प्रभावकारिता र प्रगति झल्किने आवधिक प्रतिवेदन 
तयार गर्ने।

३. समन्वय र सहकार्य:

अ.	अन्तर-निकाय समन्वय: नीति कार्यान्वयनमा संलग्न विभिन्न 
मन्त्रालय, विभाग र स्थानीय तहहरूबीच समन्वय स्थापित 
गरी अनगुमनको दोहोरोपना हटाउने र प्रभावकारिता 
बढाउने।

आ.	सरोकारवालाको संलग्नता: नागरिक समाज, निजी क्षेत्र र 
लाभग्राही समदुायलाई अनगुमन प्रक्रियामा संलग्न गराउन 
सहजीकरण गर्ने।

४. क्षमता अभिवदृ्धि:

अ.	तालिम र अभिमखुीकरण: अनगुमन तथा मूल्यांकनमा संलग्न 
कर्मचारीहरूको सीप र ज्ञान अभिवदृ्धि गर्न तालिम तथा 
अभिमखुीकरण कार्यक्रमहरू सञ्चालन गर्ने।

आ.	साधन र स्रोत: अनगुमनका लागि आवश्यक आधनुिक 
उपकरण र प्रविधिको उपलब्धता सनुिश्चित गर्ने।

५. मूल्यांकन र प्रभाव विश्लेषण:

अ.	मध्यकालीन र अन्तिम मूल्यांकन: नीति कार्यान्वयनको 
बीचमा र अन्त्यमा नीतिको समग्र प्रभाव र सान्दर्भिकता बारे 
स्वतन्त्र वा आन्तरिक मूल्यांकन गराउने।

आ.	परामर्श र पैरवी: मूल्यांकनबाट प्राप्त निष्कर्षहरूलाई नीतिगत 
बहसमा लैजाने र आवश्यक नीतिगत निर्णयका लागि पैरवी 
गर्ने।
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Abstract
This study synthesises the major discussions and highlights the key lessons learned from the Civil Aviation 
Authority of Nepal’s (CAAN) participation in the ECAC–CASE II Regional Workshop on Aviation Security 
Equipment and Technology. The workshop, held on 2–3 September 2025 in Negombo, Sri Lanka, and organised 
by the European Civil Aviation Conference (ECAC), focused on global best practices in adopting advanced 
technologies, enhancing human capacity, and strengthening regulatory harmonisation in aviation security. This 
reflection outlines strategic recommendations for CAAN to align its security framework with global benchmarks, 
particularly those derived from ICAO Annex 17 and the ECAC Common Evaluation Process (CEP). By focusing 
on performance-based standards, organisational learning, and strategic technological investment, CAAN can 
effectively transition into a smart, resilient, and internationally compliant aviation security regime. The core 
mandate for modernisation must be balanced across three pillars: policy, technology, and human competence.

Keywords: Aviation security, ECAC-CASE II, regulatory harmonization, human capacity building, Common 
Evaluation Process (CEP).

Advancing Aviation Security: 
Reflections from the ECAC–CASE II  
Regional Workshop

Saroj Kunwar*

* Officer, CAAN

1. 	 CAAN’s Commitment to Security Modernisation

	 In an era marked by rapid digitalisation and increasing 
security risks, airports have evolved into complex socio-
technical systems in which security effectiveness depends 
on the seamless integration of technology, regulation, 
and human performance. For civil aviation authorities, 
learning from global partners and translating international 
best practices into national frameworks is no longer 
optional; it is essential.

	 Nepal’s participation in the ECAC–CASE II initiative 
reflects the Civil Aviation Authority of Nepal’s (CAAN) 
strategic commitment to modernising aviation security 
and aligning with international benchmarks. The CASE 
II programme, funded by the European Union and 
implemented by the European Civil Aviation Conference 
(ECAC), supports capacity building in Central and 
South-East Asia through knowledge exchange, 
technical cooperation, and regulatory guidance. 
CAAN’s engagement in this programme underscores its 
intention to transition from a predominantly prescriptive 
compliance model to a more risk-based and performance-
driven security system, in line with the ICAO Annex 17 
and the Global Aviation Security Plan (GASeP).

	 The workshop was attended on behalf of the CAAN by Er. 
Ram Chandra Adhikari, Manager, and Er. Saroj Bikram 
Kunwar, Officer. Their participation enabled the CAAN 

to gain direct exposure to international certification 
frameworks, advanced screening technologies, and 
operational best practices adopted by leading aviation 
authorities and airports worldwide.

Workshop Overview

	 The two-day programme, held in Negombo, Sri Lanka, 
was carefully designed to combine high-level policy 
discussions with practical, technology-focused sessions. 
The workshop featured leading experts from civil aviation 
authorities, global airport groups, and major security 
equipment manufacturers, offering a comprehensive, 
multi-stakeholder perspective on contemporary aviation 
security challenges. Key participating organisations 
included CAA Norway, CAA Sri Lanka, Changi Airport 
Group, Incheon International Airport, Airports Council 
International (ACI), and equipment manufacturers such 
as Rapiscan Systems, Nuctech, and Rohde & Schwarz.

	 Day 1 – Developing Certification and the Common 
Evaluation Process

	 The first day focused on the regulatory foundations 
necessary for the safe and effective deployment of aviation 
security equipment. A key highlight was the presentation 
by the Civil Aviation Authority of Sri Lanka, which 
outlined a structured five-stage national certification 
model. This model demonstrated how systematic 
evaluation—from technical specification approval 
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to post-deployment audits—can ensure equipment 
reliability, regulatory compliance, and accountability.

	 ECAC experts also presented the Common Evaluation 
Process (CEP), a collaborative European mechanism 
for the harmonised testing and certification of aviation 
security equipment. The CEP ensures that, once equipment 
is evaluated and approved, the results are mutually 
recognised across ECAC member states, thereby reducing 
duplication, costs, and regulatory fragmentation. While 
the immediate adoption of the CEP may not be feasible 
for the CAAN, its underlying principles provide a strong 
reference for developing a structured, transparent, and 
credible national certification framework.

	 Day 2 – Testing, Innovation, and Human Factors

	 The second day shifted its focus to operational 
implementation, innovation, and human–system 
interaction. Case studies from CAA Norway, Macau 
International Airport, and Changi Airport Group 
highlighted best practices in operational acceptance 
testing, routine performance verification, and lifecycle-
based maintenance of security systems.

	 Technological showcases included CT-based baggage 
and cargo inspection systems, AI-assisted prohibited 
item detection, and next-generation body scanners. These 
technologies illustrated how security effectiveness can 
be enhanced while simultaneously improving passenger 
throughput and overall travel experience. However, 
presenters consistently emphasised that technology alone 
cannot guarantee security effectiveness without adequate 
infrastructure readiness, maintenance capability, and a 
skilled workforce.

	 Dedicated sessions on human factors underscored a critical 
and often overlooked reality: effective aviation security 
depends as much on trained and motivated personnel 
as on the sophistication of the equipment deployed. 
The integration of advanced technologies requires not 
only technical training, but also a greater emphasis on 
cognitive skills, human–machine interaction, and the 
organisational culture of the screening environment.

3. 	 Key Thematic Discussions

	 The discussions distilled four interconnected themes 
essential for the CAAN’s modernisation strategy.

3.1 Certification and Regulatory Alignment

	 One of the central themes of the workshop was 
the importance of systematic, performance-based 
certification. Effective certification ensures that 
security equipment meets defined detection standards 
throughout its operational lifecycle. Harmonisation 
with international standards, particularly the ICAO 
Annex 17 and the ECAC Doc 30, enhances regulatory 
credibility and facilitates international trust.

	 For the CAAN, adopting a staged national certification 
approach inspired by the ECAC CEP and Sri Lanka’s 
model would promote consistency, transparency, 
and long-term reliability. Such alignment also lays 
the foundation for future regional cooperation and 
potential mutual recognition arrangements.

3.2 Technological Transformation and Smart Security

	 Global airports are increasingly adopting CT scanning, 
AI-driven image analysis, and integrated screening 
lanes as part of the “Smart Security” concept. These 
technologies improve detection accuracy and reduce 
the need for passenger divestment, thereby enhancing 
both security and facilitation.

	 Workshop discussions highlighted that successful 
technology deployment requires careful 
planning beyond procurement. Power stability, 
data infrastructure, environmental control, and 
interoperability must be considered as part of total 
lifecycle cost analysis. Without these enablers, even 
the most advanced systems risk underperformance or 
premature failure.

3.3 Testing, Maintenance, and Data-Driven Oversight

	 A recurring and crucial theme was the importance of 
continuous testing and quality assurance, transitioning 
from reactive maintenance to proactive, predictive 
maintenance.

● 	 Continuous Testing: CAA Norway demonstrated 
predictive maintenance protocols linked to digital 
performance logs. These protocols use data 
analytics to schedule maintenance before a failure 
occurs, optimising equipment uptime. Regular 
equipment calibration checks, often referred to 
as ‘routine testing’, are non-negotiable, as they 
detect subtle drift in performance and maintain 
operational confidence.

● 	 Digital Asset Management: Macau International 
Airport introduced a highly efficient system using 
QR-based tracking for maintenance histories. By 
scanning a QR code affixed to any piece of security 
equipment (X-ray, walk-through metal detector, 
or CT unit), engineers and auditors can instantly 
access a digital log detailing its installation date, 
maintenance history, fault reports, and latest 
certification status. This practice ensures absolute 
reliability and accountability, strengthening 
CAAN’s quality-assurance cycle by moving away 
from fragmented, paper-based records.

	 Data underpins this accountability. Digital logs, 
performance analytics (e.g. false alarm rates, 
actual throughput, time taken for secondary 
searches), and transparent reporting drive 
evidence-based management, allowing CAAN 
to justify investments and target training efforts 
precisely where they are needed.

3.4 Human Factors and Organisational Learning

	 Despite technological advances, the workshop 
reaffirmed that human performance remains central to 
aviation security. Advanced systems require operators 
who understand not only how to use the equipment, 
but also how to manage exceptions, interpret alarms, 
and avoid over-reliance on automation.

	 Discussions referenced the Human Integration into the 
Lifecycle of Aviation Systems (HILAS) framework, 
which emphasises integrating human factors 
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throughout system design, operation, and evaluation. 
The concept of double-loop learning was also 
highlighted, encouraging organisations to question 
and improve underlying policies rather than merely 
correcting operational errors. Institutionalising such 
learning within CAAN is essential for sustainable 
security improvement.

3.5 Collaboration and Knowledge Sharing

	 Collaboration among authorities, airports, and 
manufacturers is recognised as essential for 
accelerated innovation and enhanced effectiveness. 
ECAC’s regional platform, exemplified by CASE II, 
demonstrates how shared data and mutual recognition 
minimise costs and foster collective improvement in 
security standards across diverse national systems.

	 For the CAAN, strengthening partnerships with 
regional bodies is imperative. This includes closer ties 
with ICAO regional offices (Asia–Pacific, APAC), the 
South Asian Association for Regional Cooperation 
(SAARC) aviation bodies, and peer authorities such 
as CAASL and the Indian CAA. Such cooperation 
allows for the sharing of threat intelligence, joint 
training programmes, and the pursuit of bilateral 
testing arrangements that enhance Nepal’s global 
presence and readiness by fostering shared growth 
and mutual recognition within South Asia’s aviation 
community.

4. 	 Lessons Learned

	 The workshop’s major lessons are synthesised below, 
providing a clear mandate for the CAAN’s future security 
strategy:

1.	 Learning is continuous: Effective aviation security 
demands iterative learning cycles that systematically 
link policy decisions, technology implementation, 
and human performance feedback. The security 
environment is dynamic, and static policies will fail.

2.	 Technology requires readiness: Equipment 
procurement must be comprehensively paired 
with infrastructure upgrades, robust maintenance 
contracts, and specialised human-resource planning. 
A CT scanner is only as good as the power supply and 
the technician who maintains it.

3.	 Routine testing ensures reliability: Regular, 
documented equipment checks, calibration, and 
performance testing are essential to detect latent 
faults early, maintain equipment efficacy, and 
sustain operational confidence among screeners and 
regulators.

4.	 Harmonisation enhances credibility: Aligning 
national certification and operational standards 
with the ICAO Annex 17 and ECAC CEP standards 
streamlines oversight, promotes efficiency through 
potential mutual recognition, and ultimately builds 
global trust in Nepal’s security regime.

5.	 Collaboration multiplies capability: Shared 
evaluation and training platforms, such as those 
fostered by the ECAC and ICAO, are cost-effective 

methods to achieve regional synergy and rapid 
knowledge transfer, especially concerning emerging 
threats.

6.	 Data underpins accountability: Implementing 
digital logs, performance analytics, and transparent 
reporting mechanisms is crucial for driving evidence-
based management, allowing resources to be 
allocated based on tangible security metrics rather 
than anecdotal evidence.

7.	 Culture sustains learning: Embedding reflection, 
critical self-assessment, and structured knowledge-
sharing mechanisms within the CAAN’s daily 
practice is necessary to ensure that individual lessons 
are institutionalised and not forgotten upon personnel 
turnover.

5. 	 Recommendations for CAAN

	 These recommendations are structured across short-, 
medium-, and long-term horizons, focusing on actionable 
steps that integrate the key lessons from the ECAC-CASE 
II workshop into the framework of the CAAN.

5.1 Short-Term Recommendations

1.	 Comprehensive Equipment Audit and Gap 
Analysis: The CAAN must immediately conduct a 
comprehensive, detailed audit of all existing aviation 
security screening equipment across all Nepalese 
airports (starting with Tribhuvan International 
Airport, TIA). This assessment should benchmark 
performance against the mandatory ICAO Annex 
17 standards (particularly detection capability and 
false alarm rates) and desirable ECAC standards. 
The audit’s primary goal is to identify technological 
gaps, assess the equipment’s remaining operational 
lifespan (e.g. against ICAO’s recommended three-
year replacement cycle for critical components), and 
identify immediate upgrade or replacement needs.

2.	 Implementation of Routine Testing Protocols 
and Digital Logs: Introduce and mandate rigorous 
routine testing protocols (RTPs) for all operational 
security equipment. This includes daily, weekly, 
and monthly performance tests using certified threat 
image projection (TIP) objects. Simultaneously, a 
system of digital maintenance logs (e.g. QR-based 
asset tracking) must be implemented at TIA to 
enhance traceability and reliability, ensuring that all 
maintenance actions, testing results, and faults are 
logged instantaneously and centrally.

3.	 Targeted Refresher Training Programmes: Launch 
specialised, targeted refresher training programmes 
for security screeners. The curriculum must move 
beyond basic machine operation to focus heavily on 
modern threats, alarm analysis (particularly in CT-
like imagery), behavioural detection techniques, and 
equipment calibration awareness. Training should also 
cover the ethical and operational responsibilities of 
working alongside the AI-enabled detection systems 
(APIDS), ensuring that screeners understand how to 
override, cross-check, and ultimately remain the final 
authority in security decision-making processes.
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5.2 Medium-Term Recommendations

1.	 Develop a National Certification and Evaluation 
Framework: Inspired by the ECAC Common 
Evaluation Process (CEP) and Sri Lanka’s five-
stage model, the CAAN should establish a formal 
national certification and evaluation framework for 
all new aviation security equipment procurement. 
This framework must formalise technical validation 
procedures, including mandatory independent 
laboratory testing and operational field trials.

2.	 Establish Comprehensive Procurement 
Guidelines: New procurement guidelines should 
be established that fundamentally shift evaluation 
criteria from lowest initial cost to lifecycle cost 
analysis (LCA). These guidelines must prioritise 
interoperability, guaranteed access to long-term 
maintenance and spares, in-country technical support, 
and environmental sustainability.

3.	 Strengthen Institutional Capacity and Exposure: 
The CAAN must invest strategically in its technical 
workforce. International exposure opportunities, such 
as structured training, secondment, and fellowship 
programmes under the ECAC, Airports Council 
International (ACI), or the ICAO’s TRAINAIR PLUS 
programme, should be facilitated for engineers, 
regulatory inspectors, and technical managers.

5.3 Long-Term Recommendations

1.	 Institutionalise a Lessons-Learned Repository 
(LLR): Within its Quality Management System 
(QMS), the CAAN should formalise and 
institutionalise an LLR to capture and share 
commissioning experiences, operational faults, near-
misses, and workshop outcomes.

2.	 Integrate AI-Enabled Threat Detection and Smart-
Lane Architectures: For future airport modernisation 
projects, the CAAN should pilot AI-enabled threat 
detection, smart-lane architectures, centralised image 
processing, automated tray return systems, and full 
utilisation of 3-D CT technology.

3.	 Strengthen Regional Cooperation and Mutual 
Recognition: The CAAN is encouraged to pursue 
deeper regional cooperation through bilateral testing 
arrangements and joint workshops with neighbouring 
civil aviation authorities in South Asia.

6. 	 Conclusion

	 The ECAC-CASE II Regional Workshop provided the 
CAAN representatives with an unparalleled opportunity 
to engage with global experts, observe advanced best 
practices, and reflect on how innovation and learning 
shape effective aviation security. Beyond exposure to 
next-generation technologies such as CT scanners and 
APIDS, the workshop emphasised the enduring value 
of human adaptability, cross-sector collaboration, and 

continuous feedback mechanisms.

	 For Nepal, security modernisation is not a one-time 
procurement exercise, but a continuous process of 
strategic learning and adaptation. The CAAN’s future 
strategy must therefore balance advanced technologies 
with skilled personnel, evidence-based procedures, and 
robust, collaborative governance. By implementing 
the short-, medium-, and long-term recommendations 
outlined above, the CAAN will fulfil its obligations under 
the ICAO Annex 17 while positioning itself as a resilient 
and forward-looking aviation security regulator.

	 As the global aviation landscape becomes increasingly 
interconnected and reliant on shared security standards, the 
CAAN’s proactive participation in international forums 
reinforces its commitment to safe, secure, and resilient 
skies, reflecting Nepal’s growing and professionalised 
role in the international aviation community.
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Abstract
The study synthesszes existing literature to examine how airport hospitality that is composed of collective function 
of security personnel, facilities, airport authorities, airlines services and commercial stakeholders influences the 
passenger satisfaction. Positioning the terminal building as the primary interface for this experience, the research 
explores critical elements such as clear communication, courteous staff behavior, accessibility for passengers 
with reduced mobility and the integration of seamless technology. The findings indicate that while passenger 
expectations are heterogeneous, their resulting satisfaction level has a demonstrable positive impact on both 
tourism and commercial business within the airport ecosystem.
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Introduction

Human mobility has evolved profoundly since its origins 
in bipedal locomotion, which relied solely on the use of 
locomotory organs with direct caloric expenditure. The first 
major shift occurred with the domestication of animals for 
transportation. Centuries of innovation and technological 
advancement have made transportation possible by air, 
land, and water through aircraft, buses, trains, ships, 
and submarines, respectively. Within this continuum, air 
transportation occupies a unique position and represents 
a pinnacle achievement among modes of transport, as it is 
the fastest and statistically safest mode of transportation 
(National Safety Council, 2025). This paradigm shift has led 
humanity to become part of a global village by effectively 
shrinking geographical distances across the globe.

An aerodrome is a defined area intended for the arrival, 
departure, and surface movement of aircraft. Furthermore, 
an airport is a dedicated aerodrome equipped with extended 
facilities and services in accordance with the International 
Standards and Recommended Practices (SARPs) developed 
by the International Civil Aviation Organization (ICAO, 
2020). An airport serves as a dedicated point for aircraft 
take-off and landing, facilitating the movement of passengers 
and cargo for air travel. For this purpose, an airport 
requires several interconnected components and structures 
that collectively complete the air transport process, such 
as check-in facilities, security screening, hold and hand 
baggage screening, baggage handling systems, boarding 
gates and bridges, customs, immigration, banking services, 
and passenger lounges. An airport functions as a connecting 
hub between cities and between nations. This connectivity 
significantly contributes to economic growth by promoting 
tourism, trade, and employment.

The main infrastructure of an airport includes runways and 
taxiways, air traffic control towers, aprons and boarding gates, 
communication and navigation systems, aircraft rescue and 
firefighting services, watch towers, and terminal buildings. 

Among these facilities, the terminal building is the only area 
where passengers and cargo have direct interaction with 
airport services. All other functions operate simultaneously 
but remain largely behind the scenes, serving as supporting 
or auxiliary services that enable the smooth operation of air 
transport.

Hospitality at the Airport

Airport hospitality refers to the ecosystem that surrounds the 
passenger from ground to cloud. It is a systematic, scientific, 
and strategically designed approach to delivering quality 
services by multiple stakeholders in a seamless, emotionally 
positive, and value-oriented manner to enhance the passenger 
experience. It integrates three sides of a conceptual triangle: 
first, the physical environment of the airport; second, the 
commercial offerings within the airport; and third, hassle-
free operational procedures. Proper synchronisation of these 
three dimensions reduces passenger travel stress, promotes 
positive human interaction, fosters time satisfaction, and 
meets passenger expectations, creating a memorable gateway 
to their destination.

Scholars also define airport hospitality as a range of services 
and amenities designed to make the passenger travel 
experience stress-free, enjoyable, and convenient. It goes 
beyond basic transportation by welcoming, serving, and 
anticipating passenger demands, thereby enhancing the 
overall travel experience.

Statement of the Problem

The International Civil Aviation Organization (ICA) serves 
as the apex global organisation for the aviation sector and 
develops standards for the aviation industry using the 
terms 'shall' and 'should'. According to the ICAO, 'shall' 
signifies a mandatory standard, whereas 'should' indicates a 
recommended practice that is encouraged but not compulsory. 
As a result, airports across the globe vary significantly in 
shape, size, and the range of services they deliver.
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followed by a clean, well-organised terminal environment 
with a professional appearance. Clearly marked airline check-
in counters supported by a live Flight Information Display 
System (FIDS) are essential for effective passenger guidance. 
Immigration facilities must be adequately equipped to handle 
passenger volumes efficiently. This should be followed by final 
security screening and body searches, including hand-carry 
checks, prior to entry into the sterile area. The sterile area 
should be well facilitated with appropriate amenities to enhance 
passenger comfort and experience. Boarding counters and gates 
must be easily identifiable and supported by clear signage. 
Additional facilities such as live public announcements, 
free Wi-Fi, and adequate seating should be provided for 
passenger convenience. Conversely, unclear signage, long 
queues at security checkpoints, and insufficient check-in or 
boarding counters can result in operational inefficiencies and 
significantly contribute to passenger dissatisfaction.

Physical and Ambient Servicescape

This dimension relates to architectural design, internal and 
external decoration, intuitive wayfinding through signage, 
high standards of cleanliness, comfortable seating, ambient 
temperature control, appropriate lighting, and controlled noise 
levels. These factors possess immense potential to create 
a positive first impression, reduce passenger anxiety, elicit 
positive emotions, and encourage exploration of commercial 
areas. Jeon and Kim (2012) note that in airport studies, 
functionality and aesthetics are directly linked to passenger 
emotional states and behavioural intentions.

Literature Review

Bogicevic et al. (2013) examined the complexity of the aviation 
industry and the airport service bundle. Drawing on Herzberg’s 
two-factor motivation theory, the authors analysed factors that 
enhance or hinder passenger satisfaction. Their study explored 
attributes of airport service quality and distinguished between 
satisfaction and dissatisfaction within the airport context. The 
findings revealed that passengers were most satisfied with 
cleanliness and pleasant environments conducive to spending 
quality time, while double-stage security checks, confusing 
signage, and poor dining options were major sources of 
dissatisfaction.

Bezerra et al. (2021) emphasised that understanding customer 
expectations is critical across all service contexts. The study 
highlighted insufficient research on passenger expectations 
regarding service quality at airports. This motivated the 
researchers to examine the relationship between passenger 
expectations and airport service quality and to segment 
passengers into distinct groups. 

Surveys conducted at Brazil’s largest airport categorised 
travellers as frequent or infrequent flyers. The results showed 
that frequent flyers exhibited a significant relationship with 
process-related dimensions, such as check-in and security 
procedures, whereas infrequent passengers demonstrated 
significant relationships across all measured dimensions, 
including environmental factors such as basic facilities and 
ambience.

Likewise, Dike et al. (2023) investigated the relationship 
between passenger expectations and satisfaction within airport 
hospitality using expectation confirmation theory. The study 
underscored that significant variation in passenger expectations 
presents a primary challenge for service providers and 

In this era of rapid economic growth, the volume of air 
travellers is increasing, and passengers are offered a wider 
choice of airlines. High-quality airport hospitality combined 
with comfortable airline services plays a decisive role in 
retaining passengers. Conversely, efforts such as increasing 
'dwell time' through commercial offerings may prove 
ineffective if passengers are anxious due to complex terminal 
layouts or prolonged security queues, which act as dissatisfiers.

Airport hospitality is a component of effective operational 
management and includes efficiently designed terminal 
buildings, adequate equipment, appropriate passenger 
assistance, and suitable bottleneck management for individual 
flow and recognition. The terminal building acts as the 
mirror of an airport and forms the primary image in the 
minds of passengers. Its design, ambience, and functionality 
possess immense potential either to positively influence 
passenger perceptions and exceed expectations or to generate 
significant dissatisfaction. However, there remains a notable 
gap in academic research that deeply examines this nuanced 
relationship. The influence of airport hospitality on passenger 
experience remains relatively unexplored, which motivates and 
forms the central focus of the present research.

Mitigating Dimensions

The modern airport experience is shaped by a complex 
interplay of multiple dimensions that collectively influence 
passenger satisfaction and well-being. To mitigate travel stress 
and foster positive perceptions, a strategic focus is required on 
four key areas.

Psychological and Emotional Attachment

This dimension is achieved through courteous greetings, 
clear and polite communication, and amenities that cater to 
passengers and their families, including those with reduced 
mobility. It encompasses interactions with security personnel, 
check-in agents, information desk officers, retail staff, and 
lounge attendants. The objective is to create a sense of calm, 
control, and care, which can be facilitated through clear 
information dissemination, comfortable and quiet zones, access 
to power outlets, and seamless technologies such as self-bag-
drop systems and biometric processing.

Leisure Time with Commercial Space

Airport hospitality also involves transforming waiting time 
into dwell time by offering curated souvenir shops, diverse 
food and beverage outlets, children’s play zones, cultural 
exhibition centres, art galleries, luxury boutiques, and lodging 
facilities. The cumulative impact of these offerings contributes 
significantly to passenger satisfaction.

Operational and Procedural Flow

Hospitality also encompasses automated and smooth passenger 
flow supported by self-directed behaviour throughout the 
airport journey. Airports are complex structures involving 
multiple stakeholders and numerous protocols within restricted 
areas. A well-designed single-channel entrance for departing 
passengers, with separate access for staff, can enhance 
operational efficiency.

The passenger process should include an initial layer of 
security screening for both hold baggage and hand-carry items, 
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airport management. Through analysis of 17,726 passenger 
observations collected via online platforms, the findings 
identified flight delays, customer support services, and baggage 
management as critical factors influencing performance 
evaluation. The authors concluded that while hospitality quality 
is difficult to standardise, strategic service improvement must 
be data-driven to effectively manage passenger expectations.

Choi et al. (2024), in the Journal of Airport Management, 
introduced a novel model for measuring airport customer 
experience. This model incorporated customer value, customer 
effort, and customer service quality alongside traditional 
factors, while emphasising modern conveniences such as 
digital touchpoints. The study concluded that customer effort 
and perceived value emerged as dominant drivers, highlighting 
the need for airports to move beyond traditional service quality 
metrics towards a comprehensive customer-centric approach.
Discussion
Based on the reviewed literature, airports represent complex 
systems with equally complex hospitality dynamics. The 
terminal building serves as the primary interface and symbolic 
representation of an airport, shaping passengers’ first and most 
lasting impressions. The influence of airport hospitality on 
passengers is not uniform but is mediated by two intersecting 
factors: passenger expectations and the structural category of 
service attributes.

A major challenge in managing passenger expectations lies in 
their heterogeneity, as air transport serves a diverse population. 
Hospitality can positively influence passengers by excelling 
in performance factors such as staff courtesy, commercial 
offerings, cleanliness, and pleasant ambience, particularly when 
aligned with the needs of specific passenger segments. This 
aligns with the modern paradigm advocated by the Journal of 
Airport Management, which promotes a shift from traditional 
quality metrics to holistic models that reduce customer effort 
and increase perceived value through digitalisation.

In the context of Nepal, the aviation sector faces several 
challenges that directly affect passenger satisfaction. These 
include terminal infrastructure constraints that limit commercial 
amenities and passenger lounges, frequent flight delays or 
cancellations due to load factors, technical issues, or weather 
conditions, and inadequate communication or compensation 
mechanisms. Security screening processes often rely on 
manual body searches due to a lack of modern equipment, 
causing delays and inconvenience. 

Additionally, limited flight frequencies and low staffing 
levels at certain airports hinder effective facility management. 
High airfares, especially during peak seasons, coupled 
with underdeveloped passenger rights frameworks, further 
exacerbate dissatisfaction. These issues highlight the need 
for integrated infrastructure investment, competitive airline 
practices, enhanced regulatory oversight by the CAAN, and 
formalised passenger service guarantees.

Conclusion

Air transport is the fastest and safest mode of transportation, and 
airports are complex infrastructures that form a fundamental 
component of the aviation industry. Within airports, terminal 
buildings serve as the primary interface where passengers 

interact directly with services. These services, collectively 
referred to as airport hospitality, are delivered through 
coordinated efforts among multiple stakeholders under the 
management of airport authorities.

Passenger satisfaction plays a vital role in promoting tourism, 
attracting travellers, and converting infrequent passengers into 
frequent flyers. The most significant drivers of dissatisfaction 
include inefficient security procedures, confusing signage, 
flight delays, and poor baggage management. Enhancements 
in luxury, retail variety, or aesthetics cannot compensate for 
failures in these core operational dimensions.

The influence of airport hospitality is conditional and 
segmented. While courtesy, professionalism, cleanliness, 
and ambient comfort serve as key satisfaction drivers for 
most passengers, effective hospitality requires strategic 
prioritisation. This research concludes that airports must first 
ensure excellence in non-negotiable operational basics before 
deploying targeted, segment-specific enhancements. Such an 
approach can transform the passenger journey from a stressful 
experience into a coherent and valued one.

Recommendations

Based on the findings, this study recommends that airport 
authorities, stakeholders, and aviation policymakers invest 
in terminal buildings and associated facilities to enhance 
passenger satisfaction. Furthermore, passenger-centric and 
empathy-based training should be provided to all frontline 
staff, including security personnel, terminal duty officers, and 
retail employees.
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/xG5 . Ps sfo{ ug{df w]/} ;do nufpF5 . gsf/fTds efj 

Wofg / tgfj

cfrfo{ >L :jfdL w|'a*

*dfO+8 d}g]hd]G6 d]l86]zgsf] k|0f]tf
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OgLx¿nfO{ l56} k|efljt u5{ . hf8f]df udL{sf] rfxgf u/L 
/xG5 / udL{df hf8f] sf] OR5f u/L /xG5 . s'g} klg ;d:of 
nfO{ csf{sf] lhDd]jf/L 7fG5 . o:tf] JolStdf /h; tTj a9L 
x'G5 . ;fgf]–;fgf] s'/fdf ;'vL klg x'g] / b'vL klg x'g] o:tf 
JolStsf] nIf0f xf] .

cfn;L – o:tf] dfG5] nueu !) k|ltzt x'G5 . o; k|s[ltsf] 
dflg; csdL{ x'G5 . cfk"mnfO{ czQm 7fG5 . pgLdf s'g} 
klg sfo{ ug]{ cfF6 x'b}g . pgLx¿sf] cfsf+Iff 7"nf x'b}g 
;fy} lg/fz b'MvL / xLg efjgf sf] lzsf/ x'G5 . logLx¿df 
sfo{nfO{ ;f/g] k|j[lQ x'G5 . 

dfgl;s zf+ltsf] nflu ;dem / Wofg sf] cfjZostf x'G5 . 
;dem eGgfn]– ljj]s xf] . *) k|ltzt dflg; a'l4dfg x'G5 . 
a'l4dfg dfG5] csf{sf] ljrf/wf/f af6 rN5 . logLx¿sf] 
gof ug]{ Ifdtf sd x'G5 . a'l4dfg dfG5] csf/0f kIf jf 
ljkIf df /xG5 . unt ts{ lbP/ ;w} cfkm\gf] k|efj agfpg 
vf]Hb5 . b'MvL dfG5] nfO{ x]/]]/ b'MvL x'G5 t/ ;'vL dfG5] 
nfO{ x]/]/ O{iof{n' eO{ xfN5 . csf{sf] ;f]rnfO{ efjaf6 k|]l/t 
eP/ sfo{ u5{ / cgfjZos lhDdf lnO{/xG5 . tyf hLjg 
nfO{ czf+t agfp5 . 

@) k|ltzt dfG5] ljj]sjfg x'G5 . ljj]sjfg dflg; csf/0f 
kIf jf ljkIf df /xb}g .  Ifdtf sf] cg';f/ dfq sfo{ u5{ . 
ljj]sjfg  dfG5] k|1f sf] cfFvf af6 x]g]{ u5{ . cfgjZos 
lhDdf lnb}g . c;kmntf nfO{ klg ljsf; sf] nflu ;xof]uL 
7fG5 . lg/fzf / czf+lt OgLx¿sf] hLjgdf cfpFb}g . o:tf] 
JolSt g} gof ljrf/wf/f k}bf u5{ .

Wofg eGGffn]– dfgl;s zf+lt k|flKt sf] pkfo xf] . y'k|} 
k|sf/sf] Wofg sf] lS|mofx¿ 5g . To; dWo] s'g} klg Pp6f 
Wofg ljlw sf] k|of]u u/]/ dgnfO{ zf+t ug{ ;Sg' x'G5 . 
Wofg ubf{ v]l/ kbdf;g, l;4f;g jf ;'vf;gdf a:g' k5{ . 
z/L/df v's'nf] n'uf nufo]/ Psf+tdf a:g /fd|f] x'G5 . 
Wofgsf] nflu a|xd d'x"{tsf] a]nf w]/} pkof]uL x'G5 . o; 
afx]s k|ftMsfn / ;+Wofsfndf klg Wofgsf] ;fwgf ug{ 
;lsG5 .

oxfF d b'O{j6f Wofg ljlw atfpg uO{/x]sf] 5' –

Kf|ftM sfn lgTolS|mof l;t lgj[t eP/ ;'vf;g df a:g'xf];\ . 
l:y/ eP/ nuftf/ !% ldg6 ;Dd j;L /fVg'xf]; . o;df 
a;]/ @! Kf6s cf]d sf] pRrf/0f ug'{xf];\ / afFsL ;do r'k 
nfu]/ a;g] clg nfdf] / ulx/f] ;fF; lj:tf/}–lj:tf/} lng] 
/ 5f]8g] . 

bf]>f] Wofg ljlw

Wofg sf] cf;gdf a;]/ z/L/nfO{ lzlyn agfpg] . cfFvf 

aGb u/]/ k"l0f{dfsf] rGb|dfnfO{ ;dlemg] . nuftf/ !) ldg6 
;Dd ;demL /fVg] . of] ug{ a]nf nfdf] / ulx/f] ;fF:f lng] / 
lj:tf/}–lj:tf/}  5f]8g] .

o; dWo] s'g} klg Pp6f Wofg u/]/ tkfO{ dfq @! lbgdf 
o; sf] k|efj / nfe x]g{ ;Sg'x'G5 . dgsf] rr+ntf x6fpg, 
k/d zf+lt / Psfu|tf a9fpgsf] nflu xfdLnfO{ Wofg 
ug{ h?/L 5 . ;fdfGo ¿kdf xfd|f] dgdf zf+ltsf] l:ylt 
x'b}g . ;w} pyn k'yn eO{ /xG5 . Pp6f– Pp6f ljrf/ ;of}+ 
k6s cfO{ /xG5 . slxn] lg/fzfsf] slxn] b'Mv sf] . o:tf] 
;d:ofx¿l;t d'lStsf] nflu Wofg afx]s s'g} pkfo 5}g .

Wofg ;fwgfsf] s|ddf z'?–z'?df w]/} ljrf/x¿ cfpF5 . 
o;sf] nflu lrGtf ug{ kb}{g . of] klg ;f]Rg x'b}g ls ljrf/ 
/fd|f] 5 jf g/fd|f] 5 . o:tf] ubf{v]l/ ljrf/x¿ x/fo]/ 
hfG5 . Wofg ug{ a]nf sDansf] cf;gdf a:g w]/} /fd|f] 
x'G5 . cEof; ubf{v]l/ lj:tf/}–lj:tf/} o:tf] a]nf klg cfpF5 
ls ljrf/x¿ /xb}g . dg zf+t eo]/ hfG5 / lglj{rf/sf] 
l:ylt eO{ xfN5 . kfFr jif{ eGbf dflysf] h;n] klg o;sf] 
cEof; ug{ ;lsG5 .

Wf]/} dfG5]x¿ ;f]Wg' x'G5 ls Wofgsf] nfe s] xf] < o;sf] 
pQ/ hfGg'sf] nflu 5AaL; ;o jif{ klxnf eujfg a'4sf] 
sfndf hfg' k5{ . Wofg ;fwgfdf w]/} k|of; / kl/>d kl5 
ha eujfg a'4 cfTd1fgL x'g' ef], To; kl5 pxfFsf] u'? 
efO{ / c? ;fwsx¿ Hfdf eo]/ Pp6f k|Zg ;f]w] . eujfg 
Wofg ;fwgfdf tkfO{ ls kfpg' ef] . eujfg a'4 nfdf] ;fF; 
lno]/ d';'– d';' xfF:g' ef] / eGg' ef] . Wofg ;fwgf df d s]xL 
kfo] sf] 5}g . a? d}n] w]/} s'/f u'dfP sf] 5' . ;a} hgf k"0f{ 
Psfu|tf / pT;'stfsf] ;fy pxfF sf] s'/f ;'lg /x] sf] lyP . 

pxfFn] eGg' ef]– 

�	d}n] cfkmgf] dgsf] czf+lt / rr+ntf u'dfP sf] 5' .

�	d}n] cfkmgf] dgsf] a]r}gL / 8/ u'dfP sf] 5' .

�	d}n] ck]Iff / pk]Iffaf6 hGd]sf] dgsf] b'Mv / kL8f u'dfP 
sf] 5' .

�	d}n] cfkmgf] dgsf] lg/fzf / sfdgfx¿ u'dfP sf] 5' .

of] ;a} s'/fx¿ ;'g} kl5 eStx¿ ;f]Rg yfNof] ha ;a} 
yl/sf] gsf/fTds s'/f gi6 eO{ xfN5 , To; kl5 k/dzf+lt 
/ cfg+b dfq afsL /xG5 .

;fdfGo ¿kdf s'g} klg sfo{ xfdLnfO{ uf9f] nfU5 . t/ /fd|f] 
t/Lsfn] ;Lv] eg] ;lhnf] nfU5 . 7fSs} Wofg ;fwgfsf] 
af/]df oxL xf] . ha tkfO{ /fd|f] t/Lsfn] ;Lv]/ cEof; k|f/+e 
ug'{ ef] eg] kl5 Psbd ;lhnf] nfUg ;lsG5 .

***
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