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1 Introduction 

The Performance Review Commission (PRC) provides independent advice and objective information to 

EUROCONTROL’s governing bodies on the performance of European air traffic management (ATM). Its 

work is based on research, data analysis, and consultation with stakeholders. 

 

1.1 OBJECTIVE 

As in previous years, the PRC has provided in its Performance Review Report 2025 (published in March 

2026) an evaluation of European Air Traffic Management (ATM) performance across a wide spectrum of 

key performance areas, including safety, capacity, environment, and cost-efficiency [1].  

The analysis of operational en-route performance in the PRR report takes a closer look at network perfor-

mance and also identifies the most constraining Area Control Centres (ACCs), as well as those with strong 

performance and those that have achieved significant improvements. 

The objective of this technical report is to provide a more detailed assessment of the most constraining 

ACCs identified in the PRR 2025 but also to take a closer look at one of the most constraining ACC in 2024 

(Budapest) which managed to improve its performance significantly in 2025. 

Even though not included in this report, the PRC notes the high level of capacity performance provided 

by many ANSPs and ACCs, specifically those that had zero days where ATFM en-route delays were > 1 

minute per flight in 2025: Ankara, Baku, Bodo, Chisinau, Dublin, Helsinki, Istanbul, Malmo, Oslo‑Sta-

vanger, Riga, Santa Maria, Shannon, Shanwick, Stockholm, Tallinn, Tbilisi, Vilnius and Yerevan ACCs. 

 

1.2 WORKING METHOD 

The working method applied in this study consisted of bringing together information from multiple rele-

vant sources (e.g. the Network Operations Plan, the Network Strategic Tool (NEST), and the ATM Cost-

Effectiveness (ACE) benchmarking process) to develop a comprehensive analytical assessment of perfor-

mance for each ACC.  

The assessment covers various capacity-related aspects, including capacity planning, ATFM delay, traffic 

throughput, sector capacity, regulations, deployed sector hours, and staffing levels, including FTE ATCOs 

in operational duty (OPS) as well as FTE ATCOs assigned to ACC working positions. 

In a subsequent step, the assessment was shared with the respective service provider, together with a set 

of targeted questions derived from the analysis. This exchange was intended to validate findings, clarify 

specific aspects of the data, and ensure a common understanding of the observed performance patterns, 

as well as to request information on how the service provider intends to address and resolve the identified 

issues. 

Both the analytical assessment, the questions formulated during the review process, and the replies re-

ceived from the service providers, including their planned corrective or improvement actions, are included 

in this report to ensure transparency and traceability of the methodology and results. 

Section 1.4 Key findings, below, provides a summary of the most common capacity issues referenced by 

the ANSPs and also provides the PRC’s view on how these issues could be addressed to improve capacity 

performance. 

  

https://ansperformance.eu/about/prc/
https://www.eurocontrol.int/publication/performance-review-report-prr-2025
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1.3 OVERVIEW OF OPERATIONAL EN-ROUTE PERFORMANCE IN 2025  

As traffic returned after the COVID-19 pandemic, European en-route capacity performance deteriorated 

to its worst level in two decades in 2024 – with an outlook even more alarming for 2025 raising serious 

doubts whether the European ATM network would be able to cope with future demand. 

Yet, as the industry braced for impact, 2025 showed a more positive outcome than initially feared. Aver-

age en-route ATFM delays decreased to 1.67 minutes per flight in 2025 – a reduction of 0.46 compared to 

2024. 

While this is welcome - there is no reason 

for celebration as the performance of the 

European ATM network remains far below 

expectation - and the challenges ahead are 

expected to intensify. 

On average, 11.5% of flights in the EURO-

CONTROL area in 2025 experienced en-

route ATFM delays, with 3.8% of the total 

flights being delayed by more than 15 

minutes. 

Total en-route ATFM delays still amounted 

to 18.4 million minutes in 2025 – with estimated delay costs notably exceeding €2 billion. 

During the period from 14 May to 6 October 2025, the daily average network delay per flight consistently 

exceeded one minute. 

1.3.1 PERFORMANCE OF INDIVIDUAL ACCS 

En-route ATFM delays in 2025 

were mainly attributable to DSNA 

which generated 36.1% of all en-

route ATFM delay, followed by 

DFS (14.2%), ENAIRE (13.4%) and 

HASP (5.6%). 

The most en-route ATFM delay 

generating individual ACCs in 2025 

were Marseille (17.7%), Karlsruhe 

UAC (8.9%), Reims (7.6%), Barce-

lona (7.3%), and Athinai & Make-

donia (5.6%). 

Together the 5 most penalising 

ACC (out of 65 ACCs) generated 

47.1% of the total en-route ATFM 

delay in 2025 (13.2% of total con-

trolled flight hours).  

 

The ten most constraining ACCs in 2025, ranked by the number of days with an average delay exceeding 

one minute, are shown below. (Note: delay categories as reported by ANSP) 
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Figure 1-1: Share of total en-route ATFM delay in 2025 
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Marseille ACC 213 1 262k 198k 3 262k 1 755k 618k 239k 590k 6k 424M 

Athinai & Make-
donia ACC 

192 1 146k 122k 2 203k 17k 728k 24k 194k 68k 286M 

Reims ACC 176 1 096k 105k 1 397k 625k 403k 20k 251k 4k 182M 

Barcelona ACC 129 1 117k 100k 1 346k 886k 4k 9k 429k 18k 175M 

Skopje ACC 106 298k 17k 257k 203k 13k 5k 23k 1k 33M 

Sarajevo ACC 102 518k 32k 441k 283k 60k 8k 90k 0 57M 

Sevilla ACC 100 569k 39k 446k 355k 13k 2k 54k 22k 58M 

Karlsruhe UAC 84 1 924k 125k 1 631k 841k 72k 3k 687k 4k 212M 

Brest ACC 76 1 161k 60k 863k 192k 192k 134k 112k 11k 112M 

Beograd ACC 74 1 018k 66k 752k 122k 38k 304k 278k 8k 98M 

Table 1-1: Overview of capacity bottlenecks in 2025 

Figure 1-2 shows the share of en-route ATFM delayed flights by ACC in 2025. Marseille was the most pe-

nalising ACC with almost 16% of the flights affected by en-route ATFM delays in 2025, followed by Reims 

(9.6%) and Barcelona (8%).  

The following tables provide an overview of changes in key parameters over time. Chapter 0 will then 

provide a more detailed analysis of Budapest ACC as the most improved ACC compared to 2025 and Chap-

ter 3 will evaluate the 10 most constraining ACCs in 2025 in terms of total number of days with en-route 

ATFM delay larger than 1 minute.  

 
1  The cost of ATFM delays (estimated at €130 per minute in 2025) is based on the findings of the study “European air-line 

delay cost reference values” conducted by the University of Westminster in March 2011 and updated in December 2015 
(the value is adjusted annually based on EU-27 average inflation rate) [5]. The study is presently being updated, and the 
revised values will be used in future editions of PRR as soon as the results are available.   

 
Figure 1-2: Map of the share of en-route ATFM delayed flights by ACC in 2025 
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1.3.1.1 Persistent capacity bottlenecks 

Several ACCs are present for both 2025 and 2024, indicating persistent problems with delivering the re-
quired capacity: Marseille ACC, Reims ACC, Barcelona ACC, Athinai & Makedonia ACC, Karlsruhe UAC, 
and Beograd ACC.  

2025 
performance 

versus Traffic Sector capacity 
Sector 
hours 

En-route 
delay 

Comment 

Marseille ACC 
2024   +4%  No change -16%  +110%  

Fewer sector hours every month, not just 
during industrial action (July). 2019   +7%  

Some increases, 
some decreases 

   -7%  +62%  

Athinai & Make-
donia ACC 

2024   +7%  No change    +5%        -2%  Increase in sector hours from Apr to Oct. 
Significant impact of military action in 
Middle East in June. 2019 +30%  

Increase in some 
sectors 

   +3%  +175%  

Reims ACC 
2024   -1%  No change 0% +3%  

Fewer sector hours in Apr, Sep & Oct. 
2019   +7%  

Some increases, 
some decreases 

   -3%  +153%  

Barcelona ACC 
2024   +5%  No change    +8%      +26%  

Increase in sector hours every month. 
2019 +19%  No change  +18%      +78%  

Karlsruhe UAC 
2024   +4%  

Some increases, 
some decreases 

   -1%       -44%  Increase in South & West sector groups 
from Apr to Sept. 

2019   +5%  Slight increase  -19%       -47%  

Beograd ACC 
2024   +7%  General increase   +5%        +5%  Fewer sector hours in June & July.  

Industrial action of ATCOs from 20th Au-
gust throughout September. 2019 +37%  General increase  +15%  +1189%  

Figure 1-3: Persistent en-route capacity bottlenecks  

1.3.1.2 New entrants 

The second category of ACCs involves those that are making an entrance in the table for 2025, when they 

were not causing such a relatively significant bottleneck for capacity in 2024: Sarajevo ACC, Skopje ACC, 

Sevilla ACC and Brest ACC.  

2025 
performance 

Versus Traffic Sector capacity 
Sector 
hours 

En-route 
delay 

Comment 

Sarajevo ACC 2024 +11%  No change +4%  +75%  
Plan to deploy 5 sectors at peak demand but 
only 4 delivered.  

Skopje ACC 2024 +8%  No change +9%  +72%  
High traffic growth led to Capacity delays 
from July through to September, even with in-
creased sector hours.  

Sevilla ACC 2024 +6%  No change +11%  -34%  

Was already a bottleneck in 2024 although not 
in the top ten reported in PRR 2024. Addi-
tional sector hours reduced delay even with 
traffic growth. 

Brest ACC 2024 +5%  No change -2%  +60%  
Preparation for implementation of new ATS 
system, 4-flight, created capacity issues for 
entire 2025. 

Figure 1-4: En-route capacity bottlenecks – new entrants  

1.3.1.3 Most notable improvements in performance in 2025 

Several ACCs appeared in 2024 but are missing from the 2025 table, indicating a relative improvement in 

performance: Budapest ACC, Zagreb ACC, Roma ACC and Paris ACC.  

2025 
performance 

Versus Traffic Sector capacity 
Sector 
hours 

En-route 
delay 

Comment 

Budapest ACC 2024 +9%  
Some increases, some         
decreases 

+5%  -77%  
75% reduction in number of 
regulations vs summer 2024. 

Zagreb ACC 2024 +9%  Increase in several sectors +7%  -74%   

Roma ACC 2024 +7%  Increase in several sectors +5%  -98%   

Paris ACC 2024 +4%  Reduction in some sectors +4%  -32%   

Figure 1-5: Improvements in en-route capacity performance  
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1.4 KEY FINDINGS 

I. ATC delay coding: Variance in use of ‘C’ and ‘S’ coding for delay attribution; each ANSP states that 

they are in accordance with ATFM manual. 

PRC view- for many years the PRC have criticised the ATFM delay attribution process for not being 

objective and robust. Airspace users encounter ATFM delays which create additional costs to their 

business (over €2 Billion in 2025). A transparent and objective accounting of the causes for the ATFM 

delays should be available, and for that end, any ambiguity on the definitions of the coding of delay 

should be removed.  

II. Capacity plans are considered as “fixed” when more capacity was required; but “aspirational” when 

they weren’t implemented as planned. 

PRC view – historically, ANSPs have argued for a strategic and long-term approach to capacity plan-

ning; since recruiting and hiring ATCOs takes at least two years before they be-come operational, 

and ATM systems can take years to develop and implement.  

The STATFOR long term traffic forecast has been positive since 2012, similarly for the medium-term 

forecast, which gives ANSPs justification for investing in additional capacity – especially those AN-

SPs that cannot provide sufficient capacity for the existing traffic demand. 

ANSPs cannot have it both ways in cancelling or postponing strategic capacity plans based on short-

term events. 

The capacity improvements published in the performance plans should be implemented as planned. 

III. Planned sector opening: ANSPs have different perspectives on the planned sector hours as pub-

lished in the Network Operations Plan. Some see them as being ‘optimistic’ or ‘reference’ ‘minimum’ 

or ‘maximum’; whereas the airspace users see them as ‘guaranteed’. 

PRC view – The planned sector hours should be guaranteed. The schematics presented in the annual 

NOP publication for planned sector hours are not reliable enough. Coupled with the uncertainty sur-

rounding the above-mentioned capacity plans, this could further undermine the ANSPs efforts to 

improve transparency and diminish the value of publishing such plans. 

IV. Staffing problems can entail – industrial relations; lack of recruitment; inability to retain staff; early 

(& unplanned) retirements; lack of flexibility. 

PRC view – Staffing problems can significantly impact operations. In line with previous points, failure 

to implement the strategic ATCO recruitment and training plans results in the unavailability of ATC 

staff over both short-term and long-term horizons. Short-term fixes, such as overtime, can work for 

a limited period but can lead to further staff problems such as fatigue or sickness, even potential 

resignations / unplanned retirements.  

V. New ATM systems do not deliver anticipated benefits as predicted; require significant staff absence 

from operational duties; cause disruption that impacts airspace users and adjacent ANSPs / network. 

PRC view – new ATM systems, and not just updates of old systems, will be necessary to significantly 

improve capacity in the Network. There will always be an operational impact for the training and 

implementation phases of new systems since ATCOs will not be available at times for operations. 

However, it is essential that ANSPs plan effectively for this and liaise with NM and other ANSPs to 

minimise disruption to the Network. The experiences gained (both positive and negative) from pre-

vious cases should also inform the cost-benefit-analysis for future system implementation.  
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VI. Sector occupancy can certainly deliver capacity throughput benefits compared to use of declared 

capacity – requires publication of occupancy values for monitoring delivered and planned capacity. 

PRC view – the move to ATFM regulation based on sector occupancy, rather than sector entry, is 

welcomed, since it leads to considerable increases in throughput. However, to enable effective per-

formance monitoring and reporting, it is also necessary to pub-lish the monitoring and regulated 

values for sector occupancy, as already done for declared and regulated sector capacity. 

VII. Traffic forecasts: ANSPs want more accurate traffic forecasts: from general long-term forecasts 

looking years ahead, to highly specific granular forecasts that will predict the traffic demand in a 

particular sector over the next hour. They also want forecasts that include external effects inter alia 

geo-political events, volatility, bunching, weather and regulations in adjacent ATC units.  
 

Note: It is recognized that ANSPs need to base their plans & actions on the best available forecasts, 

for every time horizon, and that such forecasts should be as re-liable as possible. While the reliability 

of traffic forecasts should be accounted for, and improved whenever possible, they will never be per-

fect. Every forecast contains a margin of error, which will increase as the look-ahead period in-

creases; the granularity (geographically or temporally) increases, or both 

PRC view – All Network stakeholders, especially airspace users, have an interest in making traffic 

forecasts as robust and reliable as possible and should contribute accordingly. 

Since forecasts, by definition, are not guarantees; it is incumbent upon ANSPs to accommodate 

likely variations in traffic demand, thereby increasing resilience, by building sufficient buffers in 

terms of staffing or redundancy of equipment.  

VIII. Lack of resilience: Notwithstanding the previous comments about the published sector planning 

from the NOP, it is remarkable  that several ANSPs plan very specific sector opening schemes, with 

significant changes from hour to hour (even on a 30-minute basis), and very different patterns from 

weekend to weekday, even regarding certain days of the week.   

PRC view – Even if such plans are intended to show an effort to optimize the use of resources, it 

should be noted that highly specific sector opening schemes are either based on highly granular traf-

fic forecasts (geographically and temporally), inflexible staff rostering or a combination of both. 

Inflexible staff rostering is obviously a key capacity constraint and needs to be ad-dressed. The use 

of highly granular traffic forecasts may also create problems due to the increased margin of errors.  

ANSPs, concentrating ATC resources on very limited time periods, reduce their resilience and run 

the risk of significant capacity constraints due to minor fluctuations in traffic flow, either temporally 

(each ATFM slot is 15 minutes duration) or geo-graphically.  

The use of granular traffic forecasts should be considered in full recognition of their reliability and 

accuracy. Traffic forecasts that are used for operational planning must be subject to regular audit. 
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2 Most notable improvement in 2025 

2.1 BUDAPEST ACC 

2.1.1 FACT FINDING 

2.1.1.1 Evolution of capacity plans 

After a flat planned capacity profile in 2019, Budapest ACC began planning additional capacity (from a 

reduced capacity baseline). Capacity gains were realised from 2022 onwards although the reduction in 

available capacity in Budapest ACC in 2024 reset the capacity profile for 2025-2029. 

 

Figure 2-1: Evolution of capacity plans from historic NOPs 

2.1.1.2 Traffic evolution in Budapest ACC 

There has been a significant increase in traffic in Budapest ACC since 2019, particularly since 2023. 

IFR flights 2019 2022 2023 2024 2025 

Number (000) 846 866 998 1060 1155 

Difference to 2019 - 2% 18% 25% 36% 

Table 2-1: Traffic evolution in Budapest ACC source NMIR 

2.1.1.3 Capacity related measures from NOP 

The following section shows extracts from five Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 
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2023 – 2027 Airspace restructuring 

project 

Max 7 

sectors 

Recruitment and training of ATCOs 

2/3 in 2023, +7 in 2024 

Improved ros-

tering 

2024 – 2029 Airspace restructuring 

project. 

Max 6 

sectors 

Recruitment and training of ATCOs 

5 new in 2024 (but 7 leaving so net 

effect is -2 ATCOS); 

annually, around 10 ATCOs are 

planned each year until 2029. 

 

2025 - 2029 Sectorisation  

adjustments 

Max 7 – 

2025 

8 – 2026 

9 – 2027 

10 – 2029 

ATCO recruitment & training at 

max capacity. 

+4 ATCOs in 2025 

+8 ATCOs in 2026 

+7 ATCOs in 2027 

+3 ATCOs in 2028 

+6 ATCOs in 2029 

 

Table 2-2: Extracts from Network Operations Capacity Plans 

Consistent plans for additional ATCOs; additional sectors from 2026 onwards. 

2.1.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 2014 

are published below. 

NOP published 2014 2015 2016 2017 2018 2019 2020 2022 2023 2024 2025 

Max configuration 10 10 10 10 8 6 7 7 7 6 7 

Table 2-3: Number of sectors at maximum capacity configuration (source NOP) 

Although the 2025-2029 capacity plans indicate a growth in the maximum number of sectors from 6 in 

2024 to 10 sectors promised in 2029, this will only be restoring the number of sectors that were previously 

available from 2014 – 2017. 

2.1.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

During the same period the number of FTE ATCOs in Budapest ACC reported through the ACE submis-

sions is as follows. 

Budapest ACC 2018 2019 20/21 2022 2023 2024 

ATCOS in OPS (FTE) 107 104  111 113 114 

Number of ATCOs (FTE) on ACC positions* 83 79  80 82 83 

Table 2-4: Excerpts from ACE reporting regarding ATCO FTEs 

Although there were more FTE ATCOs reported in 2024 than in any other year since 2018, there has been 

no overall increase in ATCOs on ACC positions over the same period. 

The ATCOs were deployed to provide the following sector hours. 

Budapest ACC 2019 2020/21 2022 2023 2024 2025 

NM systems 33896  36864 35267 34903 36633 

Table 2-5: Annual sector hours from NM systems 

According to data derived from the NM systems, sector hours have fluctuated considerably across the 

period. 2025 values were still slightly lower than previously deployed in 2022. 
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2.1.1.6 Traffic and delay at Budapest ACC 2019 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 2-2: Evolution of traffic and ATFM delay from 2019 – 2025 

 

2.1.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

NOP 2025-2029 Growth Compared to 2024 

Budapest ACC High +9% 

Table 2-6: Forecast traffic for Budapest ACC 

Traffic continued to rise in Budapest ACC for summer 2025, compared to previous years.  

Delays were significantly lower than in 2024. 

 

Figure 2-3: Comparison of traffic & delay over summer period 
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A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing: 

 

Figure 2-4: Comparison of summer period 2019 – 2025 

2025 had the highest number of sector hours deployed for each month over the summer period. 

2.1.1.8 Planned and actual sector opening scheme 

Both NOP 2024-2029 and NOP 2025-2029 contained the planned sector opening scheme for Budapest 

ACC over the summer period. 

  

Figure 2-5: Planned sector openings summer 2024 & 2025 

It is evident that Budapest intended to open more sectors for specific periods to handle traffic demand 

with a maximum of 7 sectors available at times in 2025 compared to maximum 6 sectors in 2024. 

The actual sector opening scheme averaged per day over the summer period for both 2024 and 2025 is 

presented in the table below. 
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Number 

of sectors 

2024 2025 

Avg. daily hours 

opened 

Avg. % of day 

opened 

Avg. daily hours 

opened 

Avg. % of day 

opened 

1 2.0 8% 2.1 9% 

2 1.9 8% 1.1 5% 

3 1.5 6% 2.9 12% 

4 5.3 22% 3.5 14% 

5 3.3 14% 2.5 10% 

6 9.8 41% 6.7 28% 

7 0.1 <1% 3.5 14% 

8 0 0% 1.6 7% 

9 0 0% 0.2 1% 

Table 2-7: Actual sector openings (June-September) 

The average sector configuration deployed in summer 2025 is greater than deployed in 2024 (12 hours a 

day with 6 sectors or more in 2025 compared with 10 hours a day with 6 sectors or more in 2024.) It is also 

greater than promised in the NOP 2025-2029 capacity plan with 8/9 sectors being made available for al-

most 2 hours a day when the max declared number of sectors was 7 according to the NOP capacity plans. 

2.1.1.9 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Budapest ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2025. 

Sector ID 
Total ATFM 

delay 

ATC Ca-

pacity "C" 2
0

18
 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Max Declared 

Capacity 2018 

- 2025 

LHCCEN04 

(LHCCENLM) 

143083 

+ (10248) 

67352 

+ (482) 
44 44 38 38 40 44 50 50 

LHCCEN56 

(LHCCENU) 

140444 

+ (7624) 

819 

+ (332) 
51 51 45 45 45 50 53 53 

LHCCWS04 

(LHCCWSLM) 

85258 

+ (5570) 

34425 

+ (520) 
  38 38 40 44 45 45 

LHCCEN79 

(LHCCENHT) 

83597 

+ (12686) 

41 

+ (1084) 
53 53 50 50 55 60 60 60 

LHCCWS79 

(LHCCWSHT) 
40461 12038  50 50 55 60 55 55 60 

LHCCE59 

(LHCCEUHT) 
40020  53 53 53 53 53 53 53 53 

LHCCWS56 

(LHCCWSU) 
22699 15453  45 45 45 50 50 50 50 

LHCCEN34 

(LHCCENM) 
8980 67352 51 45 45 45 50 50 50 51 

LHCCEN59 

(LHCCENUHT) 
5380  53 53 53 53 60 60 60 60 

LHCCEN69 5238        57 57 

Table 2-8: Evolution of declared sector capacity 2018 - 2025 
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All of the top ten most penalising sector locations are collapsed sectors. 

There was a general sector capacity increase in 2023 and several sectors further increased their capacity 

in 2024 and again in 2025. 

The declared capacity is the strategic value and the available capacity provided on a tactical basis can be 

quite different.  

For example, adverse weather can reduce available tactical capacity as can military operations and train-

ing. 

The specific reason behind the tactical reduction in capacity should be recorded as the reason for the ap-

plicable ATFM regulation, if required. 

2.1.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC 

Capacity 
Other 

ATC 

Staffing 

Airspace Man-

agement 

Adverse 

Weather 

ATFM delay code C O S M W 

Minutes (000s) 157 256 6 5 236 

Percentage 24% 39% <1% <1% 36% 

Table 2-9: ATFM delay reasons attributed by Budapest ACC in 2025 

ATC capacity was listed as the reason for the constraint for 24% of the ATFM delays. PRC trials conducted 

with other ANSPs have shown that a high proportion of ATC capacity related delays (especially in col-

lapsed sectors) were greatly influenced by the availability of ATC staff.  

(To improve transparency in ATFM operations, the NETOPS have agreed that staffing constraints should 

be better reflected in the attribution of ATFM delays and have therefore agreed to the PRC recommen-

dation to introduce an additional ATFM delay code to show when further capacity could have been pro-

vided if ATC staff had been available.) 

Adverse weather is listed as a significant capacity constraint (36%). The PRC trials mentioned above also 

showed that weather delays are greatly influenced by the staffing situation and the availability of ATC 

staff. 

39% of ATFM delays were attributed to “Other”. The ATFCM manual clearly states that this category 

“should only be used in exceptional circumstances when no other category is sufficient.” HungaroControl 

have explained that this refers to additional traffic associated with the war in Ukraine. No other ANSP 

attributes delays in the same manner although many have been affected by onloaded traffic following 

the war in Ukraine. 

Less than 1% of ATFM delays were attributed to ATC staffing, despite the consistent capacity plans to 

increase ATCO numbers; high usage of collapsed sectors, and delays attributed to both ATC capacity and 

adverse weather. 
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2.1.2 PRC EVALUATION 

2.1.2.1 PRC findings: 

Budapest ACC managed to handle 9% more traffic in 2025 than in 2024, with a substantial (78%) reduc-
tion in en route ATFM delays. Budapest ACC deployed more than 1700 additional sector hours during 
2025 than in 2024. 
Over the summer period, June – September, Budapest ACC handled +8% more traffic (+37k flights) than 
the previous year, with an 82% reduction in en-route ATFM delays. 
In the same period, June – September, Budapest ACC deployed over 1300 additional sector hours than 
during summer 2024, indicating a significant increase in the deployment of ATCOs to meet traffic de-
mand. 
The capacity plans for Budapest ACC, contained in the NOP 2025-2029, promised a maximum of 7 sec-
tors to be opened for a few hours per day to handle peak traffic demand. 
The actual deployed capacity in 2025 showed Budapest ACC opening up to 9 sectors simultaneously to 
handle traffic demand, which provided a significant boost to available capacity.  
Opening additional sectors relies on the availability of ATC staff, it is evident that Budapest ACC was 
able to deploy ATCOs more flexibly to meet traffic demand. 
In the 2024 analysis, the PRC remarked that, from the experience of other ANSPs, it was likely that the 
high portion of delays attributed to adverse weather, and ATC capacity, were also affected by the avail-
ability of ATC staff. 
With the additional availability of ATCOs, even with higher traffic levels, during summer 2025 Budapest 
ACC was able to reduce delays attributed to ‘ATC capacity’ from 1 152k mins to 111k mins; ‘Other’ from 
848k mins to 187k mins, and ‘Weather’ from 612k mins to 187k mins. 
Budapest ACC has been reporting continuous airspace optimisation and restructuring projects since 
NOP 2019, with the intention to provide additional capacity. 
Budapest ACC has been adding capacity to individual sectors since 2023, as shown by the increases in 
declared capacity. Several of the most constraining sectors have had capacity increases for 3 consecutive 
years. 
Budapest ACC has capacity plans to increase ATCO numbers, indicating an intention to provide more 
capacity by addressing ATC staffing. 

2.1.2.2 PRC questions: 

1) Does HungaroControl agree with the analysis and findings of the PRC regarding the improvement 
in capacity performance being due to increased availability of ATCOs to meet traffic demand?   

2) If not, what does the local analysis identify as being the reason(s) for the change in capacity perfor-
mance compared to 2024?  

3) What advice would HungaroControl give to other ANSPs trying to improve capacity performance? 
In particular: 

a) Given the 9% traffic growth, and simultaneous 78% reduction in ATFM delay, what operational 
or strategic decisions contributed most to the performance improvement? 

b) How did HungaroControl manage to improve ATCO availability? 

c) How did HungaroControl manage to open up to 9 sectors simultaneously, instead of the max 7 
declared in the NOP? 

d) What capacity benefits were identified by increasing the number of open sectors? 

e) How did the continuous airspace optimisation & restructuring projects, listed in the NOP capac-
ity plans from 2019, contribute to the increase in capacity? 

f) How did HungaroControl manage to increase declared sector capacity, providing additional ca-
pacity in individual sectors? 

g) Were there any specific tools, ATM system upgrades, decision-support systems, etc, that con-
tributed to the increase in declared sector capacity? 

4) Is HungaroControl able to sustain, or further improve, its capacity performance? If not, why? 

What are the main lessons learned for HungaroControl about the improvement in capacity perfor-
mance? 
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2.1.3 HUNGAROCONTROL RESPONSE 

First of all, [HungaroControl] would like to highlight a cultural change … arising from the management 

recognising the importance of continuous and reinforced social dialogue within the company. The new 

management recognised that stable results can only be achieved through cooperation with the social 

partners. This requires the establishment of partnerships so that we can jointly - by understanding each 

other's perspectives - confront the challenges we face. The key lesson is that ANS is a collaborative 

industry: real success can only be achieved through cooperation, both with international partners (AN-

SPs, international organisations, airspace users) and within the ANSPs themselves. On this basis, Hun-

garoControl has recently concluded successful agreements with the trade unions and as a result, has 

been receiving an increased level of engagement from ATCOs. Such agreements with trade unions are 

regarded as solid bases on what performance benefits may be realized by voluntary/optional measures. 

Before addressing the individual questions raised by the PRC, HungaroControl would like to offer sev-

eral clarifications and contextual observations which we consider essential for an accurate interpreta-

tion of both the analysis itself and the capacity performance evolution of Budapest ACC. 

First, several indicators used in the analysis (such as maximum number of sectors, declared sector ca-

pacity, ATCO FTE figures and sector hours) require careful contextualisation. In a number of cases, the 

values presented reflect structural, organisational or regulatory developments rather than physical in-

frastructure constraints. For example, reductions in the maximum number of callable sectors since 2018 

do not indicate a reduction in physical sector availability but, rather reflect the introduction of a Fatigue 

Risk Management (FRM) framework and collective labour arrangements that define how many sectors 

can be opened simultaneously with the available staffing under agreed constraints. Physically, Buda-

pest ACC has remained capable of supporting up to 10 sectors; operational availability has primarily 

been driven by staffing and fatigue-related considerations. 

Similarly, annual staffing figures and sector-hour totals can conceal significant seasonal effects. The 

majority of en-route delays are generated during the summer traffic period, when staffing availability 

and sector hours may differ substantially from annual averages. In 2024, for instance, staffing levels 

during the summer peak were notably lower than end-of-year figures would suggest, due to outflows 

and long-term absences. The effects of this temporary capacity loss are also reflected in subsequent 

capacity planning profiles. Consequently, HungaroControl places greater analytical emphasis on sum-

mer-period data rather than annual aggregates when evaluating capacity performance. 

With regard to sector capacity, it is also important to note that not all sectors listed as "collapsed sec-

tors" are equivalent in operational terms. Several of these are elementary or theoretical sectors which, 

due to procedural or ATM system constraints, could not be further split or independently operated in 

2025, regardless of staffing availability. Therefore, additional staffing alone would not have resulted in 

further capacity gains in these cases. Structural changes are required, and accordingly HungaroControl 

has already initiated targeted improvements, including enabling selected sectors to become inde-

pendently operable from April 2026, as well as launching a comprehensive national airspace re-sector-

isation programme with a longer-term horizon (target ~2030). 

The observed increases in declared sector capacity since 2023 were based on empirical operational anal-

ysis. Where actual traffic demand exceeded published hourly capacity values, detailed assessments 

were conducted comparing occupancy-based workload indicators with defined thresholds. Where con-

troller workload remained within safe limits, declared capacity values were incrementally adjusted fol-

lowing thorough safety and staffing analysis. This approach proved particularly effective in eastern sec-

tors, where rerouted traffic flows associated with the closure of Ukrainian airspace resulted in high 

movement numbers but relatively short sector dwell times. 
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In addition, HungaroControl's capacity performance improvements in 2025 should be understood not 

only in terms of how much capacity was added, but how capacity was used. Operational focus shifted 

decisively toward protecting traffic peaks and avoiding delay accumulation during critical periods. This 

required a combination of staffing flexibility, voluntary capacity mechanisms, structured use of quali-

fied non-OPS personnel, supervisory adaptability, airspace configuration optimisation and data-driven 

decisionmaking. 

Finally, HungaroControl would like to clarify the context of delay attribution under the "Other" cate-

gory. In relation to traffic redistribution effects caused by the war in Ukraine, this coding was not devel-

oped as a unilateral local practice. Its application was first introduced by PANSA and subsequently 

adopted by HungaroControl following coordination with the Network Manager and based on the same 

agreed methodology. Since 2023, this category has been applied consistently to reflect a specific struc-

tural traffic-loading effect which is not fully captured by traditional capacity attribution categories. This 

is also illustrated by the reverse scenario: if Ukrainian airspace were to reopen, this source of delay 

would be expected to significantly reduce or disappear. 

The responses below should therefore be read in light of this broader operational, organisational and 

strategic context. 

1. Does HungaroControl agree with the analysis and findings of the PRC regarding the improvement in 

capacity performance being due to increased availability of ATCOs to meet traffic demand? 

HungaroControl broadly agrees with the PRC's finding that improved availability of ATCO resources 

was an important contributor to the significant capacity performance improvement observed in 

2025. However, our local analysis indicates that the improvement was not solely the result of in-

creased headcount, but rather a combination of enhanced social dialogue and related people man-

agement, targeted staffing initiatives, operational flexibility measures, change management process 

and airspace-related decisions. 

From a volume perspective, a key enabler was the successful training and deployment of foreign 

ATCOs on the KFOR sectors between 2024 and 2025. This allowed Hungarian ATCOs previously as-

signed to these sectors to be reallocated to Budapest ACC operations. In parallel, ATCOs obtaining 

licences in late 2024 helped compensate for the staffing losses experienced during summer 2024, and 

a limited number of ATCOs who had previously left ACC operations were able to return. The man-

agement was also successful in creating an atmosphere of mutual trust, whereby the attrition of con-

trollers stopped. 

From a performance and delay-reduction perspective, the most decisive factors were the additional, 

flexible capacity measures introduced on top of the baseline staffing level. These included voluntary 

extra-capacity standby arrangements, the structured deployment of qualified non-OPS personnel 

during traffic peaks, and the use of appropriately qualified supervisory staff from Budapest APP dur-

ing critical periods. 

HungaroControl proactively sought solutions and continuously considered the network perspective. 

Therefore, enhanced international cooperation, especially the close work and collaboration with the 

Network Manager, and neighbouring ANSPs played a crucial role in the improvement of the capacity 

performance. 

Furthermore, changes to airspace structuring and sectorisation in 2025, compared to 2024, also 

played a significant role. The objective was not necessarily to open more sectors, but to apply the 

most efficient geographical and vertical sectorisation aligned with traffic characteristics, thereby 

minimising delay while maintaining safety. 
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2. If not, what does the local analysis identify as being the reason(s) for the change in capacity performance 

compared to 2024? 

Further to the factors mentioned in the previous section, the most significant factor identified by 

HungaroControl was the focused strategy to absorb peak traffic demand without delay for as long as 

possible during the summer season. This approach proved effective until late August / early Septem-

ber 2025, when delay indicators began to deteriorate2. 

3. What advice would HungaroControl give to other ANSPs trying to improve capacity performance? In 

particular: 

a. Given the 9% traffic growth, and simultaneous 78% reduction in ATFM delay, what operational or stra-

tegic decisions contributed most to the performance improvement? 

A management decision was to prioritise the protection of peak traffic periods (morning first rota-

tion, midday and afternoon peaks). Resources were deliberately concentrated on these intervals to 

prevent the accumulation of rolling delays, a phenomenon clearly experienced in 2024 when all-day 

capacity limitations led to disproportionate delay propagation. 

In addition, HungaroControl developed an integrated business intelligence tool, combining data 

from ATM, rostering and flow management systems. This enabled continuous monitoring of work-

load, delays and efficiency indicators, allowing operational and extra-capacity resources to be dy-

namically reallocated based on observed and forecast traffic patterns. 

Finally constant &, meaningful social dialogue should never stop. The traffic situation changes rapidly 

during each day; with the result that no plan remains valid for long. In such cases, first-hand infor-

mation from employees, who understand the overall targets and circumstances of the company, are 

crucial in order to make the right decision at management level. This can only be achieved under a 

collaborative atmosphere. 

b. How did HungaroControl manage to improve ATCO availability? 

Due to improved social dialogue, HungaroControl could introduce effective voluntary and innovative 

measures that provided flexibility in ATCO availability. Beyond baseline staffing recovery, ATCO 

availability was improved through: 

• voluntary extra-capacity standby arrangements with appropriate compensation,  
• structured assignment of MFOs to operational tasks during peak periods, 
• flexible use of qualified supervisory staff where operationally feasible. 

c. How did HungaroControl manage to open up to 9 sectors simultaneously, instead of the max 7 declared 

in the NOP? 

The temporary opening of up to 9 sectors in 2025 did not result from a permanent increase in declared 

capacity, but from the targeted mobilisation of additional short-term resources during peak demand. 

These additional sectors were enabled by voluntary flexible staffing mechanisms and were not de-

clared as baseline commitments because HungaroControl cannot make commitments based on vol-

untary ATCO availability and HungaroControl needs to remain compliant with fatigue risk manage-

ment and rostering frameworks. 

 
2  It is worth mentioning that the deterioration coincided with the start of ATCO training activities in September 2025, 

which required the reallocation of operational resources to instruction and supervision tasks. This temporarily reduced 
the number of available sector hours and sectors that could be opened, making flow restrictions unavoidable. These 
restrictions were necessary to ensure continuity of training and the sustainability of capacity performance in the longer 
term. Based on this experience, HungaroControl has identified a clear area for improvement: the summer traffic period 
is effectively extending year by year. For upcoming seasons, operational planning will therefore assume a longer peak 
period (potentially until mid-October), with training activities scheduled accordingly to avoid premature reduction of 
operational capacity. 
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d. What capacity benefits were identified by increasing the number of open sectors? 

The primary benefit was the avoidance of peak-driven delay cascades. By addressing traffic peaks 

effectively, overall daily delay levels were significantly reduced, even in the presence of higher traffic 

volumes. 

e. How did the continuous airspace optimisation & restructuring projects, listed in the NOP capacity plans 

from 2019, contribute to the increase in capacity? 

Airspace optimisation contributed primarily by enabling more efficient sector configurations rather 

than systematically increasing the number of open sectors. In 2025, new division levels were intro-

duced, allowing certain traffic flows to be handled with fewer sectors than previously required. 

This approach also enabled HungaroControl to optimise the use of available sector-hours within the 

constraints of the Fatigue Risk Management (FRM) framework. By operating fewer sectors during 

lower-demand periods, sector-hours were effectively "saved" and subsequently reallocated to peak 

traffic periods, where additional capacity was most critical. This allowed us to concentrate resources 

on the most demanding intervals without exceeding agreed staffing and fatigue limitations. 

In addition, flow-management concepts aimed at reducing complexity, particularly in eastern sectors 

affected by rerouted traffic, contributed to maintaining controller workload at manageable levels 

while increasing overall throughput. 

f. How did HungaroControl manage to increase declared sector capacity, providing additional capacity in 

individual sectors? 

Declared sector capacity was increased gradually from 2023 onwards based on empirical operational 

observations, supported by occupancy-based workload analysis and detailed safety assessments. 

Where unplanned traffic demand exceeded published hourly capacity values, controller workload in-

dicators were analysed; if these remained within defined thresholds, declared capacity values were 

cautiously adjusted. 

This approach was particularly effective in eastern sectors, where rerouted traffic related to Ukraine 

resulted in high movement counts but relatively short sector dwell times, allowing higher throughput 

without exceeding workload limits.  

In addition, in 2024 HungaroControl, with the support of EUROCONTROL, initiated a CAPAN (Ca-

pacity Assessment and Planning) study, the results of which were implemented in 2025. This study 

provided a more structured and analytical basis for capacity assessment, supporting the validation 

and refinement of declared sector capacity values and contributing to a more robust and evidence-

based approach to capacity planning. 

g. Were there any specific tools, ATM system upgrades, decision-support systems, etc, that contributed to 

the increase in declared sector capacity? 

While no single system upgrade was introduced specifically for capacity increase, existing tools such 

as CPDLC and trajectory-related support functions contributed to stabilising controller workload. Ad-

ditionally, a lightweight tool improving flight plan predictability was introduced, supporting better 

tactical workload management. 

In addition, HungaroControl developed an integrated business intelligence tool, combining data 

from ATM, rostering and flow management systems. This enabled continuous monitoring of work-

load, delays and efficiency indicators, allowing operational and extra-capacity resources to be dy-

namically reallocated based on observed and forecast traffic patterns. 
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4. Is HungaroControl able to sustain, or further improve, its capacity performance? If not,why? 

The step-change observed between 2024 and 2025 cannot be repeated with the same magnitude. 

Nevertheless, HungaroControl has defined a sustainable long-term growth path aligned with traffic 

forecasts, including: 

• increased training capacity (two ACC training intakes per year), 

• defined staffing targets over a ten-year horizon, including staff retention measures 

• phased airspace re-sectorisation (with major implementation around 2030), 

• preparation for future ATM system upgrades. 

With the implementation of the above steps, HungaroControl will be able to sustain and even im-

prove its performance in the future. 

5. What are the main lessons learned for HungaroControl about the improvement in capacity performance? 

HungaroControl's experience confirms that: 

• staffing availability alone is not sufficient; however long-term capacity increase does require 

appropriate staffing levels: flexibility is essential,   

• voluntary and trust-based mechanisms are key to mobilising additional capacity,  

• peak-focused operations are more effective than uniform daily capacity increases,   

• data-driven decision-making significantly improves performance,  

• predictability (including flight plan adherence) is a key enabler of efficient operations. 

 

[HungaroControl] trusts that these insights may be of value to other ANSPs facing similar challenges. 

HungaroControl remains committed to maintaining and further improving capacity performance 

while ensuring the highest levels of safety. 
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3 Review of most penalising ACCs in 2025 

3.1 MARSEILLE ACC: SECTOR GROUPS EAST & WEST 

3.1.1 FACT FINDING 

3.1.1.1 Evolution of capacity plans 

Historic capacity planning from 2017 to 2025 shows a significant variation in the ambition of annual plans. 

The starting point of each line is the reported level of existing capacity. The latest capacity plans 2025- 

2029 promise less capacity for 2029 than was previously planned for 2021 (2017-2021), an eight-year post-

ponement of capacity. 

 

Figure 3-1: Evolution of capacity plans from historic NOPs 

3.1.1.2 Traffic evolution in Marseille ACC 

IFR flights 2017 2018 2019 2022 2023 2024 2025 

Number (000) 1102 1144 1178 1043 1133 1217 1262 

Difference to 2017  4% 7% -5% 3% 10% 15% 

Table 3-1: Traffic evolution in Marseille ACC (source NMIR) 

3.1.1.3 Capacity related measures from NOP 

The following section shows extracts from five Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network 

Operations Plan 
ATM system Sectors Staffing Rostering 

2019 – 2024 
4 – flight imple-

mentation 

Reduction in sec-

tors from 26 to 24 
 

New flexible 

roster 

2022 – 2026 
4 – flight imple-

mentation 

Increase in sectors 

to 27 
Gradual increase in ATCOs  

2023 – 2027 
4 – flight imple-

mentation 

Increase in sectors 

to 29 
Gradual increase in ATCOs  

2024 – 2029  

Increase in sectors 

to 30 in 2025, 31 in 

2026. 

Gradual increase in ATCOs in East 

sector group; stabilisation of ATCO 

numbers in West sector group. 
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2025 – 2029  

Increase in sectors 

to 30 in 2025, 31 in 

2026. 

Reduction in ATCOs (-4) in 2025, in-

crease (+6) in 2026, then reduction 

from 2027-2029. 

Extra shifts 

 

Table 3-2: Extracts from Network Operations Capacity Plans 

Capacity measures such as flexible rostering and increasing maximum numbers of sectors are in line 

with one of the capacity drivers, namely, increasing the number of sectors open during peak demand pe-

riods.  

Additional controllers enable the extension of sector opening times (when delays occur outside peak 

period). 

Technical capacity enhancement projects such as 4-flight aim to increase capacity by reducing the work-

load of ATCOs for individual aircraft within the sector, thereby allowing increased throughput in the sec-

tors. 

3.1.1.4 Evolution of sectors at maximum capacity 

The number of sectors which can be operational at maximum capacity since 2017 are published below. 

NOP published 2017 2018 2019 2020 2022 2023 2024 2025 

Max configuration 28 28 26 25 27 29 29 30 

Table 3-3: Number of sectors at maximum capacity configuration (source NOP) 

3.1.1.5 ATCOs and sector hours 

During the period (2017 – 2024) the number of FTE ATCOs in Marseille ACC reported through the ACE 

submissions is as follows. 

Marseille ACC 
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ATCOS in OPS (FTE) 358 332 359 384 378 373 391 381 

Number of ATCOs (FTE) on ACC positions* 338 312 339 359 353 286 303 328 

Table 3-4: Excerpts from ACE reporting regarding ATCO FTEs 

Although there were ten fewer reported FTE ATCOs in OPS in 2024 than in 2023, there were 25 more FTE 

ATCOs reported on ACC working positions than the previous year. However, 2024 still had 11 fewer re-

ported FTE ATCOs on ACC positions than in 2019.  

In 2024 DSNA advised the PRC about the number of FTE ATCOs in OPS in Marseille ACC in 2023 and the 

planned number for 2026. 

Marseille ACC 2023 2026 

East sector group 156 170 

West sector group 151 163 

Table 3-5: Actual and Planned ATCO in OPS (FTE) 

The ATCOs were deployed to open ATC sectors for specific periods: sector hours. 

3.1.1.6 Evolution of annual sector hours at Marseille ACC. 

Marseille ACC 2017 2018 2019 20/21 2022 2023 2024 2025 

NM systems 108 596 102 393 100 685  104 727 110 426 111 644 93 228 

Table 3-6: Annual sector hours from NM systems 

The figures derived from NM systems show a significant reduction in sector hours between 2024 and 2025 

(-16%). 
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Figure 3-2: Evolution of sector hours at Marseille ACC - from NM systems 

Marseille ACC 2017 2018 2019 20/21 2022 2023 2024 2025 

West sector group 54 606 49 364 49 013  53 382 54 633 55 457 47 511 

East sector group 53 991 53 029 51 672  51 345 55 794 56 187 45 717 

Table 3-7: Annual sector hours per sector group (NM systems) 

Both sector groups report significant reductions in sector hours from 2024 to 2025 (-8k in sector group 

West & -10.5k in sector group East). 

3.1.1.7 Traffic and delay at Marseille ACC 2019 – 2025  

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 3-3: Evolution of traffic and ATFM delay from 2019 - 2025 

2025 had the highest number of ATFM delays since 2019. Delays were higher for every month, except 

December, in 2025 than in 2024.  

There was a 4% increase in annual traffic over 2024: ranging from monthly increases between 6-10% from 

Jan to April, then 3% in May & Jun; between -1 and 1% from July to September and 4-5% from October to 

December.  

ATFM delays were greatly increased over the previous year (+110%). 
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3.1.1.8 Closer analysis of traffic, delay and deployed sector hours for summer periods: 

A comparison of sector hours deployed during the summer period, June – Sept. shows the following: 

 

Figure 3-4: Comparison of summer period 2017 – 2024 

Fewer sector hours were deployed over the summer months than were deployed over the same period 

from 2022 to 2024.  

The traffic forecast for Marseille ACC contained in the Network Operations Plan 2025 -2029 predicted 

traffic growth compared to 2024. 

Marseille ACC Growth Compared to 2024 

NOP 2025-2029 High +5% 

Table 3-8: Traffic forecast for Marseille ACC 

Reducing the number of sector hours means that (larger) collapsed sectors are deployed instead of mul-

tiple smaller sectors. The use of collapsed sectors significantly reduces available capacity compared to the 

capacity that is available at maximum capacity configuration (Table 3-3). 

Reducing the available capacity in light of increasing traffic demand (Table 3-8) would be expected to lead 

to greater delays. 

A comparison of traffic and delays during the summer period, June – September shows: 

 
Figure 3-5: Comparison of traffic & delay over summer period 

Summer 2025 saw the highest traffic levels with just over 505k flights, approximately 1% more than in 

2024. Higher traffic, with fewer sector hours, led to increased delays (+100%) over the previous summer.  
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3.1.1.9 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. The published value for the “declared capacity” of individual sectors provides a strategic view on 

what capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Marseille ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2025. 

Sector ID 
Total 
ATFM 
delay 

ATC 
Capacity 
‘C’ 
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2
0

2
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Max 
Declared 
Capacity 

2018 - 2025 

LFMMGY 241372 128293 46 46 46 46 46 46 46 

LFMMGY12 207422 108012 38 38 38 38 38 38 38 

LFMMMNST 184714 122258 36 36 36 34 36 36 36 

LFMMAB12 183272 85720 44 44 44 44 45 45 45 

LFMMEK12 175046 110913 32 32 32 34 35 35 35 

LFMMB12 163058 111948 40 40 38 38 38 38 38 

LFMMSBAM 131789 72300 46 46 43 38 43 43 46 

LFMMGY34 115545 66518 39 39 40 40 40 40 40 

LFMMAB34 114098 61246 42 42 42 40 41 41 42 

LFMMRAEE 104723 128293 39 39 39 39 39 39 39 

Table 3-9: Evolution of declared sector capacity 2018 - 2025 

All of the above sectors are collapsed sectors. 

To date the expected capacity gains [+27% within 3-4 years of implementation] from the 4- flight system 

have not yet translated into significant increases in declared capacity for Marseille ACC. Most sectors are 

either operating at their original capacity levels (pre-4-flight) or have had marginal capacity increases. 

Some sectors are operating below historic capacity levels. 

3.1.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC 

Capacity 

Industrial 
Action 

Airspace 
Manage-

ment 
Other 

Special 
Event 

ATC Staff-
ing 

ATC 
Equip-
ment 

Adverse 
Weather 

ATFM delay code C I M O P S T W 

Minutes (000s) 1 755 237 49 6 3 618 1 590 

Percentage 54% 7% 2% <1% <1% 19% <1% 18% 

Table 3-10: ATFM delay reasons attributed by Marseille ACC in 2025 

The ATFM delays for 2025 are presented above, along with their attribution as determined by the origi-

nating FMP.  

The greatest portion of ATFM delays were attributed to ATC capacity (54%). PRC trials conducted with 

other ANSPs have shown that delays attributed to ATC capacity ‘C’ can be greatly influenced by the staff-

ing situation and the availability of ATC staff, particularly when attributed to collapsed sectors. 

ATC staffing is the second largest reason (19%) which is in line with the operation of collapsed sectors 

during peak traffic demand and the reduction in sector hours compared to previous years. 

Adverse weather is the third largest reason (18%). The PRC trials mentioned previously have shown that 

weather delays are also greatly influenced by the staffing situation and the availability of ATC staff. 

Industrial action accounts for 7% of all ATFM delay (230k minutes), which is a significant increase on 2024 

when it was just 30k minutes and 2% of the total delays.  
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3.1.1.11 ATFM regulations: 

Marseille ACC imposed 9671 ATFM regulations in 2025. 7251 of these were applied by Marseille East sec-

tor group. 

Figure 3-6 below shows that 57 regulations (3%) were applied at levels below the declared capacity. 

A further 457 regulations (34%) were applied at levels above the declared capacity for the relevant sector 

indicating the potential for increasing declared capacity as stated above. 

 

 

Figure 3-6: Regulation rates for ATC capacity - Marseille West 

 

Figure 3-7 shows that Marseille East sector group imposed 4587 regulations attributed to ATC Capacity 

‘C’. 479 of these (10%) were regulated at levels below the declared sector capacity of the relevant sectors, 

indicating the presence of an impediment preventing the deployment of full capacity. Attributing delays 

to ‘C’ instead of identifying the impediment (for example military operations & training, adverse weather 

etc) removes transparency from the ATFM system and prevents effective mitigation or resolution of the 

capacity impediments. 

A further 767 regulations (17%) attributed to ATC capacity were at levels above the declared capacity of 

the relevant sector. This indicates that the ATCOs are able to safely handle more traffic than currently 

declared and that the strategic declared capacity could be raised, avoiding excessive regulation in the 

future. 

Marseille West sector group imposed 2380 ATFM regulations in 2025: 1349 attributed to ATC capacity ‘C’. 
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Figure 3-7: Regulation rates for ATC capacity - Marseille East 
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3.1.1.12 Sector configurations – planned and actual (June to September) 

There are two main sector groups in Marseille ACC: Sector Group East and Sector Group West. In NOP 

2025-2029, each sector group provided a detailed opening scheme for the summer period in 2025.  

There were differences between particular months, week / weekend and even specific days of the week 

Monday & Friday / Tuesday-Thursday.  

Such fluctuation either shows a high variability (and confidence) in traffic forecasting or a known variance 

in staff availability – potentially both. 

  

Figure 3-8: Planned sector openings summer 2025 

The actual average daily sector configurations deployed over the period are shown below for each sector 

group. 

Sector group West Sector group East 

Number of sectors 

open 

Daily average hours - 

actual 

Number of sectors 

open 

Daily average hours - 

actual 

  16 0.0 

  15 0.2 

14 0.2 14 0.2 

13 0.7 13 0.4 

12 1.1 12 1.2 

11 1.6 11 1.6 

10 2.7 10 2.2 

9 3.1 9 2.2 

8 3.4 8 2.5 

7 2.2 7 2.6 

6 0.8 6 1.8 

5 0.4 5 0.9 

4 1.3 4 1.3 

3 0.9 3 0.9 

2 4.2 2 4.2 

1 1.4 1 1.4 

Table 3-11: Actual sector openings (June-September) 

Group West opened more than half of the available sectors 54% of the time, an average of just under 13 

hours per day. 

Sector Group East opened more than half of the available sectors only 34% of the time, on average 8 hours 

per day.  
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3.1.2 PRC EVALUATION 

3.1.2.1 PRC findings: 

Despite a projected traffic growth of 5% above 2024 levels, Marseille ACC deployed fewer sector hours 

during summer 2025 than at any stage since 2022. 

ATFM delays were attributed to collapsed sectors indicating the potential for additional capacity, if staff 

had been available to de-collapse the sectors. 

There was a planned reduction in the number of ATCO FTEs on ACC working positions during 2025 (-4), 

which is evidenced in part by the reduced number of sector hours deployed. 

Despite the operation of collapsed sectors, the stated reduction in available ATCOs, and the lower level 

of sector hours deployed, the majority of ATFM delays were attributed to ATC capacity (54%), not ATC 

staffing (19%). 

A significant number of ATC capacity regulations were imposed at levels above the declared capacities 

of sectors, indicating the potential to increase declared sector capacity and avoid excessive regulations. 

Some ATC capacity regulations were applied below the reported level of declared capacity, indicating 

additional impediments to the deployment of capacity. No transparency is provided on the source of 

the impediment. 

The implementation of 4-flight has still not produced the expected capacity benefits and in some cases 

the pre-implementation capacity levels have not been restored. 

ATC industrial action remains a significant issue in Marseille ACC.  

3.1.2.2 PRC questions: 

1) Does Marseille ACC agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Marseille ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (54%) 

capacity constraint in Marseille ACC.  

a) When can airspace users expect to see the benefits from the 4-Flight implementation that was 

predicted to increase capacity by approx. 27%? 

b) Many regulations attributed to ATC capacity were applied at rates above the declared sector 

capacity. Can the declared capacity of these sectors be increased to avoid unnecessary regula-

tions in the future? 

c) Does DSNA agree with attributing ATFM delays to ATC capacity when the level of regulation 

was below the declared capacity of the sector? 

3) The sector opening scheme published in NOP 2025-2029, for sector group east and sector group 

west, fluctuates significantly from hour to hour, on different days of the week, etc. What is the main 

driver of the sector opening scheme: Is it availability of ATCOs or is it the expected traffic forecast? 

a) If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic 

forecasts been, and are buffers included in case of variation? 

b) If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flex-

ibility in rostering to meet changing traffic demand? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not im-

plemented, and these plans are adopted by the NMB.  

4) How, in DSNA's opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.1.3 ANSP RESPONSE 

1. Does Marseille ACC agree with PRC analysis and findings?  

a- If not, what is the local analysis and what problems have been identified?  

b- How does Marseille ACC intend to improve the situation and in what timeframe?  

Globally the description made is right and factual.  

Marseille ACC is described as a whole, but it will be more accurate to describe East and West sector 

groups separately, as they are two independent units. An ATCO of one of the groups is not qualified 

on the other sector group.  

It could be enhanced that despite a decrease in FTE ATCO on ACC positions (-10) the traffic handle by 

Marseille ACC has raised by 15% between 2017 and 2025, even though delays were catastrophic in 

2025 (not the case in 2024).  

To explain the decrease in staffing in comings years, Marseille ACC will face a huge retirement scheme 

from 2028 to 2035: Half of the ATCO in function in Marseille ACC will retire during that period. It is 

then necessary to recruit ATCOs that have to be trained. Therefore, the need in training will severely 

increase and thus increase the number of ATCO trainers, so the number of ATCO on ACC position will 

reduce during 2027-2030 period.  

2025’s delays are for part due to lack of staffing but were mainly due to a “bad mood” reaction towards 

some deep changes introduced by DSNA. Some measures have been taken since beginning of 2026 

which seem to be appropriate as for now the delays have shrunk compared to 2025’s delays. They are 

more in line with 2024’s delays, and due to the lack of FTE ATCO on ACC positions. 

All sectors listed in the Table 3-9 are East Group sectors where the highest “bad mood” difficulties 

were concentrated in 2025, and are almost all low airspace sectors, at the boundary with approaches. 

While Marseille ACC is now equipped with the 4-FLIGHT ATC system, the approaches are still 

equipped with the previous “CAUTRA system” and those two technical systems don’t perfectly ex-

change data. This leads to the need of lowering sector capacities at the ACC/approach’ boundary. On 

upper sectors, and in the West group sectors, some gains have been achieved, but not as expected, 

not at +27% capacity gains.  

In 2025, the regulation’s reasons “C” and “S” were not used as prescribed at national level. So, for 

2025, it is more relevant to add “C” and “S” delays. For example, some FMP ops will tag the lack of 

FTE ATCO “C” for collapsed sectors, and some FMP ops will tag it “S”. It was not the case before 2025. 

This enhanced the need for another regulation’s reason, which is under discussion at NM level, for 

situation of structural lack of ATCOs.  

The “I” delays have significantly increased from 2024 mainly due to the Industrial Action of the 3rd and 

4th July, whereas in 2024 there have been no significant Industrial action thanks to the late 2023 law 

on mandatory advance notification for an ATCO to go on strike.  

2. The original attribution of ATFM delay indicates that ATC capacity is the most significant (54%) capacity 

constraint in Marseille ACC.  

a- When can airspace users expect to see the benefits from the 4-Flight implementation that was predicted 

to increase capacity by approx. 27%?  

Cf. above explanation on Table 3-9 sector’s capacities  

b- Many regulations attributed to ATC capacity were applied at rates above the declared sector capacity. 

Can the declared capacity of these sectors be increased to avoid unnecessary regulations in the future?  

DSNA is about to define a tool to estimate the level of the capacity, a new tool based on the actual 
values.  

Nevertheless the Figure 3-7 shows that most of the time the regulation rate is the declared one.  



 PRC ACC PERFORMANCE REVIEW - 2025  31 
 

c- Does DSNA agree with attributing ATFM delays to ATC capacity when the level of regulation was below 

the declared capacity of the sector?  

If adverse weather or increase in complexity appeared, the original tag for a regulation can’t be 

changed. This might explain why some rates are under the declared one. Therefore, we shall enhance 

our transparency by adding comments on the regulation’s remark. 

3. The sector opening scheme published in NOP 2025-2029, for sector group east and sector group west, 

fluctuates significantly from hour to hour, on different days of the week, etc. What is the main driver of the 

sector opening scheme: Is it availability of ATCOs or is it the expected traffic forecast?  

a- If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic forecasts 

been, and are buffers included in case of variation?  

b- If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flexibility in 

rostering to meet changing traffic demand?  

In DSNA, experience from previous years is the main driver of sector opening scheme. As ATCOs in 

DSNA are working in teams, the roster for Marseille ACC is defined well in advance with very little 

short-term adaptations possible. Some flexibility had been introduced to have an opening scheme in 

relation with the expected or experimented traffic demand. But it is defined at the beginning of the 

year for the whole year. Out of this yearly design, the social agreement makes very little adaptation 

to the real traffic possible. 

Past years’ experience shows for each week three categories of days of similar traffic demand (Tues-

day’s, Wednesday’s and Thursday’s; Friday’s and Monday’s; and Saturday’s and Sunday’s). Thus, ad-

ditional shifts will be added to the roster on Monday’s and Friday’s, and even more additional shifts 

will apply on Saturday’s and Sunday’s. 

Past years’ experience shows also that the traffic demand is with high seasonality: Summer traffic 

demand is twice the winter traffic demand. Thus, six different rosters will apply through the year: 

Winter, Low-intermediate, Intermediate, Summer, Intermediate, Low-intermediate and Winter.  

Holidays restrictions will also be applied differently on each day depending on the past years’ experi-

ence.  

Those flexibility measures bring some adaptations to the real need, but the opening scheme is frozen 

at the beginning of the year, for the whole year.  

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

4. How, in DSNA's opinion, could the capacity planning and implementation process be improved to provide 

all stakeholders with confidence that the required capacity will be provided as planned?  

At national level DSNA/DO/EC is working with ACCs on several programs / projects: 

- To have a global reorganization of upper airspace (above FL195) that is done in coordination with 

NM teams. DSNA is defining some quick wins modifications (DFL) and bigger airspace projects to 

accommodate more traffic in congested areas of DSNA airspace 

-To review the way to define capacities of elementary and combined sectors in ACC. We also count 

on NM and its CAPAN studies.  

- To optimize flexibility rules for ATCOs in ops room and to roster sectors and capacity more appro-

priate to traffic demands throughout the day and the year: to offer what is needed, when it is needed.  

- Finally, we also rely on on-site time-clock and badge systems to better identify some weaknesses in 

rostering of ACCs. 
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3.2 ATHINAI ACC & MAKEDONIA ACC 

3.2.1 FACT FINDING 

3.2.1.1 Evolution of capacity plans 

Except for 2022-2026, historic capacity planning generally shows continuous modest growth in planned 

capacity, although implementation does not follow the plans.  

 

Figure 3-9: Evolution of capacity plans from historic NOPs (Athinai) 

 

Figure 3-10: Evolution of capacity plans from historic NOPs (Makedonia) 

3.2.1.2 Traffic evolution 

There have been considerable increases in traffic at both ACCs since 2019, >30%. 

IFR flights 2019 2022 2023 2024 2025 

Number (000) 613 625 707 754 802 

Difference to 2019 - +2% +15% +23% +31% 
Table 3-12: Traffic evolution in Athinai ACC (source NMIR) 

IFR flights 2019 2022 2023 2024 2025 

Number (000) 495 517 578 626 660 

Difference to 2014 - +4% +17% +26% +33% 
Table 3-13: Traffic evolution in Makedonia ACC (source NMIR) 
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3.2.1.3 Capacity related measures from the Network Operations Plan 

The following section shows extracts from three Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Oper-

ations Plan 
Airspace Sectors Staffing 

2019 – 2024 
Lower airspace re-organi-

sation. 
Re-sectorisation 

Recruitment of ATCOs +25 in 2019; 

+80 in 2020 and 2021 

2022 – 2026   
Maintain level of ATCOs 

+35 new ATCOs until 2025. 

2023 – 2027 Restructuring project  +35 ATCOs until 2025 

2024 – 2029 
Restructuring project in 

2025 & 2026 

+3 sectors by 2026 (8/9) Athinai 

+2 sectors by 2026 (5/6) Make-

donia 

+17 ATCOs by 2025: 

net -2 ATCOs with retirements 

+92 ATCOs to be in service from 2025 

to 2026 

2025 – 2029 Athinai APP reorganisation 

+1 in 2027 Athinai (6/7) 

+1 in 2028 in Makedonia (4/5) 

 

Athens – 

Net +3 ATCOs in 2025 (90), 

Net +4 in 2026 (94), 

Net +7 in 2027 (101) 

Makedonia – 

Net + 3 in 2025 (56) 

Net + 2 in 2026 (58) 

Net +5 in 2027 (63) 

Table 3-14: Extracts from Network Operations Capacity Plans 

Very high number of ATCOs promised in capacity plans, although plans vary significantly from year to 

year.  

Planned number of sectors varies from year to year. 

3.2.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 2012 

are published below as Athinai + Makedonia ACC. 

NOP published 2019 2020 2022 2023 2024 2025 

Max configuration 8 +5 8 +5 6 +4 7 +5 6 + 4 6+ 4 

Table 3-15: Number of sectors at maximum capacity configuration (source NOP) 

There has been a fluctuation in sectors available at maximum capacity configuration since 2019. In 2025, 

it was planned to have three fewer sectors open at maximum capacity than were available in 2019. 

3.2.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and the output of 

those ATCOs in terms of deployed sector – hours. 

During the period, 2019 – 2024, the number of FTE ATCOs in Athinai & Makedonia ACC reported through 

the ACE submissions is as follows. 

Athinai & Makedonia ACC 2019 2020 2021 2022 2023 2024 

ATCOS in OPS (FTE) 211 194 190 188 189 175 

Number of ATCOs (FTE) on ACC positions 193 176 172 170 171 157 

Table 3-16: Excerpts from ACE reporting regarding ATCO FTEs 

2024 had the fewest reported number of FTE ATCOs in OPS and FTE ATCOs on ACC working positions 

than any year since 2019. Despite the mass recruitment announced in capacity plans from 2019 onwards, 

2024 showed a net loss of 14 ATCO (FTE) on ACC positions from 2023. 
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The ATCOs were deployed to provide the following sector hours. 

Athinai & Makedonia ACC 2019 20/21 2022 2023 2024 2025 

NM systems 57 122  54 717 54 085 57 122 58 802 

Table 3-17: Annual sector hours from NM systems 

The number of sector hours deployed, recorded on NM systems, show a moderate increase over the pe-

riod. 

3.2.1.6 Traffic and delay between 2019 and 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 3-11: Evolution of traffic and ATFM delay from 2019 - 2025 

3.2.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods: 

A comparison of sector hours deployed during the summer period, June – Sept shows the following: 

 

Figure 3-12: Comparison of summer period 2019 – 2025 

Athinai & Makedonia ACC deployed more sector hours during the summer period in 2025 than for any 

other summer since 2019. 
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The Network Operations Plan for 2025-2029 forecast the following traffic outlook for Greece: 

NOP 2025-2029 Growth Compared to 2024 

Athinai ACC High +6% 

Makedonia ACC High +5% 

Table 3-18: NOP 2025-2029 traffic forecast 

It appears that HASP responded to the forecast increase in traffic by deploying more sector hours during 

2025, than in 2024. 

 

Figure 3-13: Comparison of traffic & delay over summer period 

The progressive growth in summer traffic continued from 2024, with an additional 4% of traffic; delays 

were 11% lower in 2025 than in 2024. 

3.2.1.8 Declared sector capacity 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The most constrained sectors in Athinai & Makedonia ACCs, defined as those individual sectors with the 

highest amount of en route ATFM delay assigned, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2019– 2025. 

Sector ID 

Total 

ATFM 

delay 

ATC 

Capacity 2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Maximum 

declared 

capacity 

LGGGKFPL 315078 1060 32 32 38 38 38 38 38 

LGMDW 302782 200 38 38 42 42 42 42 42 

LGGGRDS 250018 1597 35 35 38 38 38 38 38 

LGMDEML 72729 1150 38 38 39 39 39 39 39 

LGGGSTKA 55737 314 47 47 52 52 52 52 52 

LGGGMIL 14790 - 37 37 38 38 38 38 38 

LGMDLMOML 13041 13041 40 40 40 40 40 40 40 

Table 3-19: Evolution of declared sector capacity 2019 - 2025 

There was a general increase in declared sector capacities in 2022. All sectors are collapsed sectors. 
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3.2.1.9 Planned and actual sector openings 

NOP 2025-2029 contained the planned sector openings for both Athinai and Makedonia ACCs. The 

planned sector openings varied from month to month and between weekend and weekdays, primarily in 

terms of additional sector that could be opened if necessary (light blue in Figure 3-14) 

  

Figure 3-14: Examples of sector opening schemes for Athinai & Makedonia ACCs - summer 2025 

Athinai ACC planned to open 5 sectors at peak periods with an option to open 1 additional sector if needed 

– 6 sectors maximum. 

Makedonia ACC planned to open 3 sectors at peak periods with an option to open 1 additional sector if 

needed – 4 sectors maximum. 

For the summer period – June to September 2025, the average actual sector opening scheme is shown 

below: 

No of sectors 1 2 3 4 5 6 7 8 9 

Avg hours open per day 0 3.3 2.7 2.8 2.9 9.5 2.1 0.7 0.1 

% of avg day open - 14% 11% 12% 12% 39% 9% 3% 0% 

Table 3-20: Actual sector openings - Athinai ACCs - summer 2025 

No of sectors 1 2 3 4 5 

Avg hours open per day 2.7 1.3 4.1 12.7 3.3 

% of avg day open 11% 5% 17% 53% 14% 

Table 3-21: Actual sector openings - Makedonia ACCs - summer 2025 

Table 3-21 clearly shows that both ACCs managed to open more sectors during peak periods than was 

planned in the NOP 2025-2029. Athinai ACC was able to open an additional 3 sectors for brief periods; 

Makedonia ACC opening one more sector than the declared maximum.  

The possibility of opening these additional sectors was not referenced in either the general NOP capacity 

plan, or in the planned sector opening schemes. 

3.2.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Rea-

son 

ATC 

Capacity 

ATC indus-

trial action 
Other 

ATC Staff-

ing 

ATC Equip-

ment 

Adverse 

Weather 

ATFM delay code C I O S T W 

Minutes (000s) 17 1 68 728 23 194 

Percentage 2% 0 7% 71% 2% 19% 

Table 3-22: ATFM delay reasons attributed by Athinai & Makedonia ACCs in 2025 

The largest portion of ATFM delays were attributed to ATC staffing (71%). 

Adverse weather was the second largest attributions for ATFM delays (19%).   
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3.2.2 PRC EVALUATION 

3.2.2.1 PRC findings: 

Both Athinai & Makedonia ACCs have experienced a considerable growth in air traffic since 2019 (>30%). 

In response to the forecast traffic growth over 2024, in 2025 Athinai & Makedonia ACCs deployed more 

sector hours to handle demand. 

The ACCs managed, for approximately 3 hours per day, to open more sectors than was referenced in the 

NOP capacity plans.  

The sectors with the highest amounts of ATFM delays are all collapsed sectors, meaning that more ca-

pacity could have been available if they were de-collapsed into additional or elementary sectors. 

High use of collapsed sectors during peak traffic demand periods is usually an indication of a lack of 

ATCO availability.  

PRC trials conducted with other ANSPs have shown that weather delays are greatly influenced by the 

staffing situation and the availability of ATC staff. 

More than 70% of ATFM delays were attributed to ATC staffing and another approx. 20% were at-

tributed to adverse weather. 

The capacity plans for both ATCO numbers and for the maximum number of sectors to be opened fluc-

tuates significantly from year to year. 

3.2.2.2 PRC questions: 

1) Do you agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have HASP identified? 

2) The capacity plans presented in NOP 2025-2029 for both Athinai & Makedonia ACCs referenced 

fewer sectors open at maximum capacity than what was actually provided during summer 2025. 

What changed between the declaration of capacity plans and the summer, to enable the deploy-

ment of additional sectors? 

3) Since staffing (recruitment of ATCOs) appears to be a significant issue, what level of staffing is fore-

seen as being the optimum level of staffing? 

a) When will such a level be achieved? 

b) How likely are the existing recruitment plans to be implemented? 

4) Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

5) How, in HASP’s opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.2.3 HELLENIC AVIATION SERVICES PROVIDER (HASP) RESPONSE 

HASP welcomes this process and fully supports transparency in capacity planning and performance 

monitoring. Our responses to the five questions are provided below. 

1) Do you agree with PRC analysis and findings?  

b) If not, what is the local analysis and what problems have HASP identified? 

The PRC analysis is accurate in its key findings. It correctly captures the 30% traffic growth since 

2019, the dependence on collapsed sectors during peak periods, the role of staffing in ATFM delays 

(71% ATC-attributed), and the discrepancy between planned and actual sector openings — where 

openings exceeded the plan. 

One aspect of HASP's performance absent from the PRC analysis deserves recognition: controller 

productivity. The EUROCONTROL ACE Benchmarking Report (2025 Edition) ranks HASP 5th out of 

38 ANSPs in ATCO-hour productivity (gate-to-gate, Figure 3.14). At ACC level (Figure 3.15), Athinai 

and Makedonia ACCs — both in Cluster 4 — rank 2nd among 16 ACCs in that cluster, delivering 2.22 

flight-hours per ATCO-hour against a cluster average of 1.42. This was achieved with an under-

staffed workforce averaging 49 years of age, operating ageing systems — a testament to the skill 

and commitment of HASP's ACC controllers.  

HASP considers this context important for a balanced view of its capacity performance. 

2) The capacity plans presented in NOP 2025-2029 for both Athinai & Makedonia ACCs referenced few-er 

sectors open at maximum capacity than what was actually provided during summer 2025. What 

changed between the declaration of capacity plans and the summer, to enable the deployment of ad-

ditional sectors? 

The PRC correctly notes that during summer 2025, the NOP 2025–2029 plans set a maximum of 6 

sectors for Athinai and 4 for Makedonia (after incentive scheme, otherwise are 5+3), yet more were 

opened in practice.  

This was made possible by the introduction of additional 3 paid shifts per controller, which came into 

effect at the end of May 2025 following an agreement reached with the Union. At the time the sector 

declarations were submitted in December of the preceding year, it was not yet certain that this 

agreement would be concluded successfully.  

As a result, the additional controller availability that these shifts provided could not be reflected in 

the capacity plans at the time of their preparation HASP took a cautious approach in the NOP 2025–

2029 plans to avoid over-promising. Extra openings cannot be guaranteed in advance as they depend 

on day-to-day conditions. HASP will continue also in the 2026–2029 period to open more sectors 

than declared whenever possible. 

3) Since staffing (recruitment of ATCOs) appears to be a significant issue, what level of staffing is foreseen 

as being the optimum level of staffing? 

a) When will such a level be achieved? 

b) How likely are the existing recruitment plans to be implemented? 

HASP considers the optimum staffing level for Athens ACC to be approximately 250 ATCOs. This is 

based on handling 1,146,000 flights in 2025, rising to 1,350,000 by 2029. The workload is especially 

high because Athinai and Makedonia ACCs cover both upper and lower airspace and serve 35 airports 

— Athens International Airport, 12 Fraport airports, and 22 smaller regional airports across Greece. 

The busiest and most complex period is summer, when most of the annual traffic occurs. The traffic 

mix also changes significantly: in winter, about 65% of flights are overflights — a simpler type of traf-

fic. In summer this drops to only 35%, meaning 65% of traffic is arrivals and departures to and from 

the 35 airports served. This requires managing both upper and lower airspace at the same time, sig-

nificantly increasing controller workload.  

It must be highlighted that the current operational environment presents significant capacity con-

straints: 
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1. For 2025, only 155 controllers are currently deployed on operational shifts and for 2026 we will 

have -3 in total (152 2026) due a lot of retirements. 

2. The current Data Processing System (DPS) has been in operation since 1999 and lacks modern 

tools. 

Since 2025, HASP has been running a structured recruitment program using the FEAST tool. More 

than 169 new ATCOs across all HASP — 97 in 2025 and 72 in 2026 — are projected to be operational 

by the end of 2027, of which 58–60 will be allocated to Athinai and Makedonia ACCs. By the end of 

2028, the two ACCs are expected to reach a combined total of 196 ATCOs. To achieve this target — 

accounting for retirements — an additional 64 ATCOs will need to be recruited for both ACCs by 2027, 

a figure that could be reduced if a number of controllers from regional airports are relocated to the 

ACCs. This puts HASP on track to reach the required staffing level within the planning period. 

4)  Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

HASP agrees that more flexible rostering would improve capacity management and efficiency, al-

lowing controllers to be deployed more effectively during peak periods. 

As described in Question 3, summer brings large volumes of complex mixed traffic across 35 airports 

in both upper and lower airspace. Being able to adjust controller deployment in real time would be 

especially valuable — for HASP’s operational resilience and for the wider network. Flexible rostering 

would help HASP better match controller availability to the strong seasonal and daily traffic peaks in 

Greek airspace. 

However, as ATCOs in Greece are civil servants, full flexible rostering cannot be considered on regular 

basis. Within these limits, HASP has adjusted shift times to ensure the maximum number of control-

lers is available during the busiest hours, specifically 07:30–19:30, when traffic is heaviest and most 

complex with the incentive scheme agreement for period 2025-2027. 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not producing 

the required results. ANSPs continue to submit inadequate plans, which even then are not implement-ed, 

and these plans are adopted by the NMB.  

5)  How, in HASP’s opinion, could the capacity planning and implementation process be improved to provide 

all stakeholders with confidence that the required capacity will be provided as planned? 

HASP acknowledges the PRC’s concern that the planning process has not always delivered the re-

quired results and agrees that future plans must be realistic and achievable. Improvement is needed 

at two levels.  

At the national level, two developments will improve the basis of HASP’s capacity planning: 

1. New ATM System: Replacing the current system with a modern ATM platform will remove the main 

technical barrier to higher throughput. New tools, reduced separation, better sector configurations 

and a full airspace reorganisation (planned about one year after the new system is live but already 

started from 2025) will allow HASP to declare higher, credible capacities based on actual system ca-

pability. 

2. ATCO Staffing: As recruitment adds more controllers each year, the staffing numbers in HASP’s plans 

will become more reliable. This will allow HASP to move away from cautious declarations and com-

mit to specific sector configurations with confidence. 

It is also worth noting that HASP works a lot with STAM Measures to manage sector workload. Alt-

hough declared capacity for the most constrained sectors has not changed significantly since 2019, 

HASP has consistently handled more flights per sector than those values suggest due to above 

measures. 

Conclusion 

HASP remains committed to improving its capacity performance and to open and transparent engage-

ment with the PRC. We trust the above responses provide the clarity needed on our plans and the steps 

being taken to address current constraints. 
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3.3 REIMS ACC - SECTOR GROUPS LFEECTAC, LFEECTAE AND LFEECTAN 

3.3.1 FACT FINDING 

3.3.1.1 Evolution of capacity plans 

Since 2022, Reims has been adding capacity and has ambitious plans to add more, however the capacity 

level that was in place in 2018 (224) has still not been achieved following the implementation of 4-flight. 

 

Figure 3-15: Evolution of capacity plans from historic NOPs 

3.3.1.2 Traffic evolution in Reims ACC 

IFR flights 2018 2019 2022 2023 2024 2025 

Number (000) 1038 1022 905 1039 1111 1096 

Difference to 2019 - -2% -13% - +7% +6% 
Table 3-23: Traffic evolution in Reims ACC 2018 -2025 source NMIR 

Although traffic was 6% higher in 2025 than in 2018, Reims ACC actually experienced a reduction in traffic 

(-5k flights) from 2024 levels. 

3.3.1.3 Capacity related measures from NOP 

The following section shows extracts from three Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace Sectors Staffing Rostering 

2019 – 2024 
Reorg of lower air-

space 

Reduction in sectors 

from 16 to 15 

(Training for 4-flight) 

 New flexible roster 

2022 – 2026 
Reorg of lower air-

space 
[13 sectors] Increase in ATCOs 

Densified roster and 

extra reinforcements 

2023 – 2027 

Reorg of lower air-

space 

Increase in capacity 

due to 4 - flight 

 
Maintain ATCO numbers 

then increase 
 

2024 – 2029  

Restoration of sec-

tors: 14 in 2024; 15 in 

2026; 16 in 2028. 

Increase ATCOs in OPS Densified roster 
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2025 – 2029 
Reorg of lower air-

space: Strasbourg & 

Bale APP. 

15 sectors in 2025 

16 sectors in 2027 

15 sectors in 2028 & 

2029 

Increase ATCOs: 

+9 in 2025 (227) 

+8 in 2026 (235) 

+7 in 2027 (242) 

-7 in 2028 (235) 

+6 in 2029 (241) 

 

Table 3-24: Capacity measure from historic NOPs 

The capacity plans for 2025 – 2029 were more ambitious than in 2024-2029, with the earlier re-opening 

of additional sectors (+1 in 2025, +1 in 2027). The planned reduction in both sectors and ATCOs in 2028 is 

concerning. 

3.3.1.4 Evolution of sectors at maximum capacity 

Number of sectors at maximum configuration 

The number of sectors which can be operational at maximum capacity since 2018 are published below. 

NOP published 2018 2019 2020 2022 2023 2024 2025 

Max configuration 19 16 16 13 14 14 15 

Table 3-25: Number of sectors at maximum capacity configuration (source NOP) 

There were five fewer sectors available at maximum capacity in 2025 than there were in 2018.  

3.3.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

The table below shows the evolution of reported number of ATCOs (FTE) and ATCO (FTE) on ACC working 

positions, derived from DSNA reporting to the ACE database. 

Reims ACC 2018 2019 2020 2021 2022 2023 2024 

ATCOS in OPS (FTE) 275 254 262 258 246 268 272 

Number of ATCOs (FTE) on ACC positions* 265 244 254 250 186 184 218 

Table 3-26: Excerpts from ACE reporting regarding ATCO FTEs 

There were 4 more ATCOs in OPS (FTE) added in 2024. The number of ATCOs (FTE) on ACC working 

positions increased significantly in 2024 by 34.  

In 2024 DSNA advised the PRC about the number of FTE ATCOs in OPS in Reims ACC in 2023 and the 

planned number for 2026. 

 Reims ACC 2023 2026 

187 204 

Table 3-27: Actual and Planned ATCO in OPS (FTE) 

3.3.1.6 Evolution of annual sector hours at Reims ACC. 

Reims ACC 2018 2019 20/21 2022 2023 2024 2025 

NM systems 70 457 68 892  66 752 62 994 66 641 66 659 

Table 3-28: Annual sector hours from NM systems 

Sector hours have increased annually since 2023 (according to NM systems) but remain below the number 

of hours provided in 2018 & 2019.  
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3.3.1.7 Traffic and delay at Reims ACC 2018 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2018 – 2025. 

 

Figure 3-16: Evolution of traffic and ATFM delay from 2018 - 2025 

3.3.1.8 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

A comparison of sector hours deployed during the summer period, June – Sept. shows the following: 

(In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-17: Comparison of summer period 2018 – 2025 

There were more sector hours deployed in summer 2025 than in summer 2023 & 2024, but still signifi-

cantly fewer than in 2018 and 2019.  

3.3.1.9 Sector openings – planned and actual 

The NOP 2025-2029 contained a detailed sector opening scheme for Reims ACC during the period May 

to October 2025. The opening scheme was presented at ACC level, not broken down into the three sector 

groups: Central, East and North. 

There were differences between individual months; week / weekend and even specific days of the week 

Monday & Friday / Tuesday-Thursday.  

Such fluctuation either shows a high variability (and confidence) in traffic forecasting or a known variance 

in staff availability – potentially both. 
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Figure 3-18: Examples of planned sector openings (NOP 2025-2029) 

Sector 

Group Cen-

tral 

No of sectors 1 2 3 

Daily average hrs open 10.6 6.1 7.3 

Daily % open 44% 26% 30% 
 

Sector Group 

East 

 No of sectors 1 2 3 4 5 6 7 8 

 Daily average hrs open 6.8 2.4 4.1 6.2 3.9 0.6 0 0 

 Daily % open 28% 10% 17% 26% 16% 2% 0% 0% 
 

Sector Group 

North 

 No of sectors 1 2 3 4 5 6 7 8 

 Daily average hrs open 4.8 2.5 2.4 2.1 3.4 4.7 3.5 0.5 

 Daily % open 20% 10% 10% 9% 14% 20% 15% 2% 

Table 3-29: Actual sector openings Reims ACC -(June-September) 

Both summer 2023 and summer 2024 had been problematic with high delays. Additional traffic had been 

forecasted in the NOP 2025-2029. 

Reims ACC Growth Compared to 2024 

NOP 2025-2029 High +4% 

A comparison of traffic and delays during the summer period, June – September shows: 

 

Figure 3-19: Comparison of traffic & delay over summer period 

In summer 2025, there was approximately 2% less traffic than in 2024 and a reduction of approximately 

11% in delays. 
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3.3.1.10 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Reims ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2025. 

Sector ID 

Total 

ATFM 

delay 

ATC Ca-

pacity ‘C’ 

delay 

2
0

18
 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Max Declared 

Capacity 2018 

- 2024 

LFEE5R 161529 75892 42 42 42 42 40 42 42 42 

LFEE4N 133767 52562 44 44 44 44 40 40 40 44 

LFEEHYR 118040 110101 38 38 38 38 38 40 40 40 

LFEE4E 114210 7332 40 40 40 33 39 42 44 44 

LFEEKR 106578 93412 30 30 30 30 28 30 33 33 

LFEEKHN 89460 76865 40 40 40 40 40 38 38 38 

LFEE4H 62261 741 38 38 38 38 38 40 42 42 

LFEEKF 54767 20524 33 33 33 33 31 32 36 36 

LFEEXR 44512 40009 33  33 33 32 32 36 36 

LFEEUB10 43901 33924 Not defined as operational sector 

Table 3-30: Evolution of declared sector capacity 2018 - 2025 

LFEEKR, LFEEKF and LFEEXR are elementary sectors, the remainder are collapsed sectors. 

Seven out of the nine most penalising sectors have had capacity increases in the last two years, the other 

two operate at lower capacities than previously published. 

DSNA advised the PRC previously that the 4-flight system should add approximately 27% additional ca-

pacity within 3-4 years from implementation, which was in 2022. 

3.3.1.11 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Rea-

son 

ATC 

Capacity 

Industrial 

Action 

Airspace 

Manage-

ment 

Other 
Special 

Event 

ATC 

Staffing 

ATC 

Equip-

ment 

Adverse 

Weather 

ATFM delay code C I M O P S T W 

Minutes (000s) 606 <1 48 4 4 254 7 250 

Percentage 52% 0% 4% 0% 0% 22% <1% 21% 

Table 3-31: ATFM delay reasons attributed by Reims ACC in 2025 

The largest portion of ATFM delays were attributed to ATC Capacity (52%), even though they were at-

tributed to collapsed sectors. Use of collapsed sectors during peak traffic periods indicates the unavaila-

bility of ATC staff to open additional sectors and provide additional capacity. 

ATC staffing was the second largest attribution reason, partially reflecting the stated efforts to recruit 

more ATCOs and the inability to deploy as many sector hours as were deployed in 2018 and 2019. Inability 

to deploy sectors hours indicates the unavailability of ATC staff. In 2023, Reims ACC attributed 32% of 

ATFM delays to ATC staffing. 

Adverse weather was the third largest attribution for ATFM delays. PRC trials conducted with other AN-

SPs have shown that both ATC capacity delays and weather delays are greatly influenced by the staffing 

situation and the availability of ATC staff.  
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3.3.2 PRC EVALUATION 

3.3.2.1 PRC findings: 

Reims ACC managed to increase the number of sector hours deployed during summer 2025 to provide 

much needed capacity.  

In addition, Reims ACC increased the declared capacity in several sectors, although not all sectors have 

regained their pre-4-flight capacity. 

The reduction in FTE ATCOs and associated reduction in available sectors that can be opened at maxi-

mum capacity appears to be the key issue facing Reims ACC and preventing the deployment of suffi-

cient capacity to meet traffic demand. 

Notwithstanding the capacity increases cited above, despite the completion of the implementation of 

the 4-flight ATM system in 2022, the expected capacity increases (+27%) have yet to materialise. 

Although ATC staffing remains a key issue affecting capacity in Reims ACC, it has dropped down from 

1st place to 2nd place in the attribution causes, behind ATC capacity, even in collapsed sectors.  

From the experience of other ANSPs, it is likely that the high portion of delays attributed to adverse 

weather, and ATC capacity, are also affected by the availability of ATC staff. 

Capacity constraints, due to the unavailability of ATC staff to open more sectors and provide additional 

capacity, will be exacerbated by further capacity constraints caused by adverse weather conditions. At-

tributing ATFM delays to weather, or ATC capacity, whilst ignoring the underlying capacity constraints 

that could be mitigated and resolved, diverts attention, and resources, from finding solutions to the 

actual problems. 

3.3.2.2 PRC questions: 

1) Does Reims ACC agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Reims ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (52%) 

capacity constraint in Reims ACC.  

a) When can airspace users expect to see the benefits from 4-Flight implementation that was pre-

dicted to increase capacity by approx. 27%? 

3) Since, according to recruitment plans; the inability to open maximum sectors for sustained periods, 

etc, staffing does appear to be a significant issue, what level of staffing is foreseen as being the 

optimum level of staffing? 

a) When will such a level be achieved? 

4) The sector opening scheme published in NOP 2025-2029, despite aggregating all three sector 

groups, fluctuates significantly from hour to hour on different days of the week etc. What is the 

main driver of the sector opening scheme: Is it availability of ATCOs or is it the expected traffic 

forecast? 

a) If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic 

forecasts been, and are buffers included in case of variation? 

b) If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flex-

ibility in rostering to meet changing traffic demand? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not im-

plemented, and these plans are adopted by the NMB.  

5) How, in DSNA's opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.3.3 ANSP RESPONSE 

1. Does Reims ACC agree with PRC analysis and findings?  

Mainly yes, except for the amount of traffic and the number of ATCOS on ACC positions (far from 204 in 
2026). 

a. If not, what is the local analysis and what problems have been identified? 

For the global amount of traffic, the figures indicate a decrease in 2025 compared to 2024. However, 

with the new boundary (CEHI project) between MUAC and LFEE, around 7% of flights, counted in 

LFEE airspace in 2024 but that where not handled by LFEE, have been removed from the counts in 

2025.  

Since the global figures indicate only a decrease by 3% of the traffic in LFEE between 2024 and 2025, 

it does mean that the traffic really experienced in airspace managed by LFEE in 2025 was 4% higher 

than in 2024. 

b. How does Reims ACC intend to improve the situation and in what timeframe?  

Globally, delays have been decreasing form 7% between 2024 and 2025, even with an experienced 

traffic on the CWT increased by 4%. At LFEE, we have mainly 3 causes for the delays. 

- ATC staffing: these delays have significantly decreased between 2024 and 2025 due to more flexi-

ble rostering measures. Same kind of measures are applied in 2026. However, the global amount of 

ATCOs needed at LFEE in order to cope with the traffic is calculated at 17 qualified ATCOs per team 

(12 teams). Currently, LFEE has around 15 qualified ATCOs per team. Moreover, due to non-attrac-

tivity, LFEE loses more than 10% of its qualified ATCOs every year. LFEE asked for more trainees 

(headquarter of DSNA decision), however, the agreed amount of new trainees is still too low to reach 

17/team (only 22 new trainees for 2026 whereas at least 24 ATCOs leave LFEE every year).  

- Weather: less weather delay in 2025 due to 

 - fewer bad weather situations 

 - the use of a better prediction tool in order to avoid useless protection (and traffic restrictions) 

through a trial. The trial will still be in place in 2026 with a new step that aims at reinforcing the per-

formance of the use of the tool. 

- ATC capacity: this is currently the main part of LFEE delays. Design of LFEE sectors has not been 

reviewed since years and is today probably not adapted anymore to the distribution of the traffic and 

to the new tools and working methods. 2 actions are currently in progress: 

 - short term: a trial since 2nd of March with a significant increase of several sectors’ capacities (up to 

30% for some sectors). This trial is globally ok and new capacities should be kept for summer 2026 

and after. 

 - middle term: new upper airspace design for DSNA (national project) 

2. The original attribution of ATFM delay indicates that ATC capacity is the most significant (52%) capacity 
constraint in Reims ACC. 

a. When can airspace users expect to see the benefits from 4-Flight implementation that was predicted to 
increase capacity by approx. 27%?  

The trial in place since 2nd of March has allowed a significant increase (up to 30% for some sectors) 

of ATC capacity. However, a global upper airspace redesign is needed in order to optimize ATC ca-

pacity at LFEE. 
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3. Since, according to recruitment plans; the inability to open maximum sectors for sustained periods, etc, 

staffing does appear to be a significant issue, what level of staffing is foreseen as being the optimum level 

of staffing? a. When will such a level be achieved?  

As explained in 1.b, 17 qualified ATCOS per team (12 teams) would allow to cope with the traffic 

(except for ATC-Capacity delays on elementary sectors). Currently, LFEE has around 15 qualified 

ATCOs per team. Every year, more than 24 qualified ATCOs leave LFEE (it’s almost 13% of the qual-

ified amount of LFEE ATCOs). With 18 new trainees per year on the past years and 22 this year, it 

won’t allow to reach 17 in next years. 

4. The sector opening scheme published in NOP 2025-2029, despite aggregating all three sector groups, 

fluctuates significantly from hour to hour on different days of the week etc. What is the main driver of the 

sector opening scheme: Is it availability of ATCOs or is it the expected traffic forecast?  

a. If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic forecasts 

been, and are buffers included in case of variation?  

b. If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flexibility in 

rostering to meet changing traffic demand?  

The main issue is the fact that we have not the capacity to cope with the global forecasted traffic 

(ATC capacity, ATC staffing). It implies that we have to put in place traffic restrictions. With those 

traffic restrictions in place, airlines massively refile in order to avoid LFEE sectors. The remaining traf-

fic is then very often below the ATC capacity LFEE offers and then less sectors than the RNOP are 

opened 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not 

producing the required results. ANSPs continue to submit inadequate plans, which even then are not 

implemented, and these plans are adopted by the NMB.  

5. How, in DSNA's opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned?  

Same answer as 4.a: LFEE is launching some work with NM ECTL to try to identify how to optimize 

the use of the available capacity. 

Moreover, at national level DSNA/DO/EC is working with ACCs on several programs / projects: 

- To have a global reorganization of upper airspace (above FL195) that is done in coordination with 

NM teams. DSNA is defining some quick wins modifications (DFL) and bigger airspace projects to 

accommodate more traffic in congested areas of DSNA airspace. 

-To review the way to define capacities of elementary and combined sectors in ACC. We also count 

on NM and its CAPAN studies.  

- To optimize flexibility rules for ATCOs in ops room and to roster sectors and capacity more appro-

priate to traffic demands throughout the day and the year: to offer what is needed, when it is needed. 

- Finally, we also rely on on-site time-clock and badge systems to better identify some weaknesses 

in rostering of ACCs. 

 

.  
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3.4 BARCELONA ACC 

3.4.1 FACT FINDING 

3.4.1.1 Evolution of capacity plans 

Historic capacity planning (and implementation) from 2017 to 2020 mainly shows postponement of the 

historic plans.  

The capacity plan from 2022 showed some ambition and delivered a significant increase in capacity during 

the first year. However, instead of implementing further capacity gains in accordance with the ambitious 

2023 plan, no additional capacity was added in 2023, and the capacity plans were subsequently down-

graded in 2024. 

The capacity plan from 2025-2029 shows a modest increase in capacity to reach a level in 2029 (224) lower 

than what had already been promised for 2025 (247) in the 2023-2027 plan. 

 

Figure 3-20: Evolution of capacity plans from historic NOPs (Barcelona) 

3.4.1.2 Traffic evolution 

 IFR flights 2017 2018 2019 2022 2023 2024 2025 

 Number (000) 873 913 940 874 975 1014 1117 

 Difference to 2014  +5% +8% <1% +12% +21% +28% 

Table 3-32: Traffic evolution in Barcelona ACC (source NMIR) 

3.4.1.3 Capacity related measures from the Network Operations Plan 

The following section shows extracts from four Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Operations 

Plan 
Airspace Sectors Staffing 

2019 – 2024 
Improvement of 

BALSE sector 

Optimised configurations & ca-

pacities 

13 sectors 

Additional ATCOs from 

2021 

2022 – 2026 
Split of BALSE sector 

from 2023 

Optimised configurations & ca-

pacities 

13 sectors 

(+1) 14 sectors from 2023 

Increase in ATCOs. 

Collective agreement 
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2023 – 2027 Split of BALSE sector 

Optimised configurations and 

capacities 

14 sectors 

ATCOs increase 

Collective agreement 

2024 – 2029 

Bordeaux , Marseille 

interface 

Flow re-organisation 

trial LECB/CM/CS 

Optimised configurations and 

capacities 

14 sectors 

ATCOs increase 

Collective agreement 

2025 – 2029 
Bordeaux Marseille in-

terface. 

Optimised configurations and 

capacities 

14 sectors 

ATCOs increase (+13 in 

2025, +20 in 2026) 

Table 3-33: Extracts from Network Operations Capacity Plans 

Consistent plans for additional ATCOs, significant increase in 2025 (+13). One additional sector since 2023. 

3.4.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 2017 

are published below. 

 NOP published 2017 2018 2019 2020 2022 2023 2024 2025 

 Max configuration 13 13 13 13 13 14 14 14 

Table 3-34: Number of sectors at maximum capacity configuration (source NOP) 

One additional sector has been added since 2017. 

3.4.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

The number of FTE ATCOs in Barcelona ACC reported through the ACE submissions is as follows. 

 Barcelona ACC 2017 2018 2019 20/21 2022 2023 2024 

 ATCOS in OPS (FTE) 290 279 282  295 298 300 

 Number of ATCOs (FTE) on ACC positions 283 271 275  273 276 278 

Table 3-35: Excerpts from ACE reporting regarding ATCO FTEs 

Although there were more FTE ATCOs in OPS reported in 2024 than in any other year, there were 5 fewer 

FTE ATCOs on ACC working positions than in 2017. 

The ATCOs were deployed to provide the following sector hours. 

 Barcelona ACC 2017 2018 2019 20/21 2022 2023 2024 2025 

 NM systems 62 107 62 303 60 421  56 947 61 761 65 819 71 307 

Table 3-36: Annual sector hours from NM systems 

The sector hours for Barcelona ACC (sector groups East and West) recorded in the NM systems show a 

continued increase in sector hours from 2022 with an increase of 5500 hours in 2025 over 2024. 
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3.4.1.6 Traffic and delay 

This section presents data on annual traffic throughput and ATFM delays over the period 2017 – 2025. 

 

Figure 3-21: Evolution of traffic and ATFM delay from 2019 - 2025 

3.4.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods: 

The Network Operations Plan 2025 – 2029 contained the forecast for traffic in Barcelona ACC for 2025. 

  NOP 2025-2029 Growth Compared to 2024 

  Barcelona ACC High +6% 

Table 3-37: Forecast traffic for Barcelona ACC 

Summer 2025 traffic was higher than previously handled by Barcelona ACC (+15k flights). ATFM delays 

were also higher than previous years (+178k minutes). (In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-22: Comparison of summer period 2019 – 2025 
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A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing:   

Figure 3-23: Comparison of traffic & delay over summer period (2017-2025) 

Barcelona ACC deployed more sector hours across the entire summer period than previously. 

Barcelona ACC deployed an average of more than 10 additional sector hours per day compared to sum-

mer 2024. 

3.4.1.8 Deployed Sector Configuration: Planned and Actual (June – September) 

Barcelona ACC has two main sector groups: East & West. The NOP 2025-2029 contained planned sector 

opening schemes for both sector groups: 

Sector Group East:  

 

Number of 

sectors 

Daily hours 

planned 

Daily hours 

possible 

avg hrs 

Actual 

7  15 3.1 

6 15  9.7 

5  2.5 1.9 

4   1.8 

3 2.5 6.5 0.5 

2   2 

1 6.5  5.1 
 

Table 3-38: Sector group East Planned and actual sector opening - (June - Sept) 

Sector Group West:  

 

Number of 

sectors 

Daily hours 

planned 

Daily hours 

possible 

avg hrs 

Actual 

7  15 10.1 

6 15  5.5 

5  1.5 0.5 

4  1 1.3 

3 1.5 6.5 0.2 

2 1  1.5 

1 6.5  5 
 

Table 3-39: Sector group West Planned and actual sector opening - (June - Sept) 
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The actual sector configurations deployed are significantly different than planned for both sector 

groups.  

Sector Group East:  Max sectors (7) only deployed for 3hrs/day; 6 sectors or more opened 2hrs less than 

planned on average each day. 

Sector Group West: Max sectors (7) deployed for 10hrs/day; 6 sectors or more opened slightly more than 

planned on average each day. 

3.4.1.9 Declared sector capacity 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Barcelona ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2025. 

Sector ID 

Total 

ATFM 

delay 

ATC 

Capacity 

"C" 

2
0

18
 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

S
ep

te
m

b
er

 

2
0

2
5 

Max Declared 

Capacity 2018 

- 2025 

LECBLVU 166 789 121 632 37 37 37 37 37 37 37 37 

LECBBAS 163 900 130 257 39 39 39 39 39 39 39 39 

LECBMNL 116 613 93 774 42 42 42 42 41 42 42 42 

LECBCCC 115 680 24 332 43 43 43 43 43 43 43 43 

LECBLVS 102 032 77 203 40 40 40 40 40 40 40 40 

LECBP2R 57 255 36 954 42 42 42 42 42 42 42 42 

LECBMVS 55 228 51 917 40 40 40 40 40 40 40 40 

LECBCCU 51 916 20 773 45 45 45 45 45 45 45 45 

LECBGO1 48 645 37 397 41 41 41 41 41 41 41 41 

LECBG12 41 829 21 081 40 40 40 40 40 40 40 40 

Table 3-40: Evolution of declared sector capacity 2018 - 2024 

Only three of the above sectors, LECBLVU, LECBMNL are elementary sectors, the remaining eight are 

collapsed sectors.  

There has been no net increase in declared capacity since 2017.  

The declared capacity is the strategic value, and the available capacity provided on a tactical basis can be 

quite different. For example, adverse weather can reduce available tactical capacity as can military oper-

ations and training.  

The specific reason behind the tactical reduction in capacity should be recorded as the reason for the ap-

plicable ATFM regulation, if required. 
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3.4.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC 

Capacity 
Other 

ATC Staff-

ing 

ATC Equip-

ment 

Adverse 

Weather 

ATFM delay code C O S T W 

Minutes (000s) 855 18 4 9 412 

Percentage 66% 1% <1% 1% 32% 

Table 3-41: ATFM delay reasons attributed by Barcelona ACC in 2025 

ATC capacity was listed as the reason for the constraint for 66% of the ATFM delays. PRC trials conducted 

with other ANSPs showed that a high proportion of ATC capacity related delays (especially in collapsed 

sectors) were greatly influenced by the availability of ATC staff.  

Figure 3-24 below shows that there were 2169 regulations for ATC capacity ‘C’ in Barcelona ACC, during 

2025. 487 regulations (22%) were applied at levels above the declared capacity indicating that there is 

scope for increasing the declared capacity of the relevant sectors, since that level of traffic can be safely 

handled already. 

39 regulations (2%) were applied at levels below the declared capacity of the relevant sector, indicating 

that there was an additional impediment to providing the normal level of capacity – for example military 

operations & training or adverse weather. There is no transparency on these additional impediments. 

 

Figure 3-24: Review of applied regulation rates for delays attributed to ATC capacity (source NMIR) 

Adverse weather is listed as a significant capacity constraint (32%). The PRC trials mentioned above also 

showed that weather delays are often influenced by the staffing situation and the availability of ATC staff. 

Less than 1% of ATFM delays were attributed to ATC staffing, even though there is a major effort to in-

crease the number of ATCOs in Barcelona ACC, as evidenced in the 2025-2029 capacity plans.  

Count of Regulation Column Labels Declared Capacity
Row Labels 22 24 25 26 27 29 30 31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 46 47 48 49 50 52 56 60 Grand Total DC <DC >DC
LECBBAS 1 149 12 17 8 1 1 1 2 1 1 1 16 211 39 1 61
LECBBKE 1 1 2 13 1 1 1 20 31 4 3
LECBBKW 1 1 20 22 31 2
LECBBSU 21 1 1 23 42 2
LECBCCC 28 8 4 1 2 1 2 46 43 18
LECBCCU 1 57 2 8 5 1 74 45 1 16
LECBCVN 63 63 39
LECBG12 1 1 3 1 2 31 1 1 1 1 1 44 40 8 5
LECBG1EV 1 1 1 98 1 1 103 26 3 2
LECBG23 1 2 1 4 41 3
LECBGO1 1 2 1 11 2 17 41 4 2
LECBGO2 1 2 63 1 1 68 40 3 2
LECBGO3 106 1 1 1 1 2 112 41 6
LECBGOI 24 4 28 36 4
LECBLLI 1 40 1 1 43 33 1 2
LECBLSL 1 7 1 3 1 1 3 17 37 1 9
LECBLVL 14 1 6 2 1 2 26 35 10
LECBLVS 32 2 25 17 81 15 8 1 1 12 194 40 162
LECBLVU 1 1 1 2 1 1 322 15 37 7 2 23 413 37 7 84
LECBMNI 9 4 1 1 1 3 19 42 10
LECBMNL 144 4 16 6 3 1 174 42 30
LECBMNU 4 1 5 43 1
LECBMVS 1 62 1 7 3 1 75 40 1 12
LECBP2R 1 212 9 4 1 11 238 42 1 25
LECBPPI 1 1 38 1 41 36 2 1
LECBVNI 72 3 7 1 1 4 88 43 16
LECBVVI 1 1 40 1
Grand Total 1 1 1 98 2 3 5 34 4 44 4 18 69 336 22 252 209 143 429 131 122 100 21 11 13 2 3 1 1 89 2169 39 487
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3.4.2 PRC EVALUATION 

3.4.2.1 PRC findings: 

Traffic levels have been increasing significantly in Spain for several years and still further increases are 

predicted. Barcelona ACC is already handling almost 30% more traffic than it did in 2017. 

Barcelona ACC did not deliver the planned sector openings during the period June-September, despite 

a forecasted increase in traffic of +6% over 2024 levels. In particular Sector Group East only opened the 

maximum number of sectors (7) for an average of 3 hours per day, and did not deliver the promised 6 

sectors for 2 of the planned hours per day. 

The high incidence of collapsed sectors indicates an issue with ATC staffing, as does the continuous plan 

to increase the number of ATCOs listed in the NOP capacity plans. Less than 1% of ATFM delays were 

attributed to ATC staffing. 

From the experience of other ANSPs, it is likely that the high portion of delays attributed to adverse 

weather, and ATC capacity, are also affected by the availability of ATC staff. 

There has not been any increase in declared capacity for any of the constrained sectors since 2017, even 

though the applied regulation rates clearly indicate that higher levels of traffic can be handled safely.  

3.4.2.2 Questions: 

1) Does Barcelona ACC agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Barcelona ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (66%) ca-

pacity constraint in Barcelona ACC and that ATC staffing has a negligible (<1%) impact. Does this 

align with the operational realities and if so, what is the justification for recruiting additional ATCOs 

instead of increasing sector capacity? 

3) Since, according to recruitment plans etc, staffing does appear to be a significant issue, what level 

of staffing is foreseen as being the optimum level of staffing? 

a) When will such a level be achieved? 

4) Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

5) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 

many sectors. There have been no increases in sector capacity since 2018. What are the plans for 

increasing individual sector capacity? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

6) How, in ENAIRE’s opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 

 

 

  



56                                                                                                            PRC ACC PERFORMANCE REVIEW - 2025 

3.4.3 ENAIRE [BARCELONA ACC] RESPONSE 

This response is based on ENAIRE's operational review for Barcelona ACC, the planning assumptions 

and measures reflected in the Network Operations Plan 2026-2030, ENAIRE´s Capacity Plan 2026 – 2031 

included in the Strategic Plan PV 2030 and the information already provided to the Spanish NSA in the 

2025 performance reporting process. It aims to answer the PRC questions directly and, where necessary, 

to clarify certain findings that, in ENAIRE's view, are not accurate and require additional operational con-

text or clarification. 

In summary, ENAIRE concurs that Barcelona ACC remained one of the most constraining ACCs in the 

Network during 2025 and acknowledges that further improvement is required. However, ENAIRE con-

siders that the 2025 outcome should be understood as the result of several concurrent factors that are 

not adequately accounted for in your analysis. 

While in 2021 STATFOR projected a 3% decline in air traffic for Spain in 2024 compared to 2019, the final 

figure was an 11% increase. Traffic forecasts incorporated into the Spanish Performance Plan for RP4 

were based on STATFOR projections; however, by 2025, demand already showed a deviation of approx-

imately +4% compared to the Plan, a gap that could exceed +10% by 2027. Consequently, actual and 

forecasted demand is significantly higher than what was established in the RP4 Performance Plan, which 

relies on completely outdated traffic forecasts from early 2024. 

In addition to this unexpected traffic growth, other relevant factors not sufficiently weighted in your 

analysis include peak concentration of demand; increasing adverse weather in the Mediterranean area; 

cross-border/network volatility, and Spain’s recent labour-regulatory environment. Since 2021, this new 

framework has provided stronger employee protection and tighter working-time constraints, which has 

reduced the net roster-availability for ATCOs. 

Although the Performance Plan remains fixed for the entire period, ENAIRE—like all ANSPs—must con-

tinuously adapt to evolving operational, meteorological, and labour conditions. To this end, ENAIRE up-

dated its Capacity Plan in 2025, including 16 new sectors, 5 of them in Barcelona ACC (incorporating 

both classical splits and “bricks”) and an ambitious plan to increase ATCO staffing, alongside other tech-

nical and procedural improvements aimed at enhancing available capacity for the period 2026 - 2031. 

1) Does Barcelona ACC agree with PRC analysis and findings?  

ENAIRE partially agrees with the PRC analysis and findings.  

ENAIRE agrees with the existence of a performance gap in the 2025 Barcelona ACC outcome, but it 
cannot be explained solely as a simple case of non-delivery of plan. It reflected the materialization of 
a known capacity gap under very demanding traffic and operational conditions, despite the signifi-
cant effort made by ENAIRE, showing a reduction of – 3% Total ATFM Delay in 2025, with a reduction 
of – 6,4% reduction in ATFM Delay attributable. It is also important to highlight that ENAIRE´s per-
formance in 2025 in terms of delay has been better than expected in the delay forecast elaborated 
by NM, with 0,96 vs 1,40 min/flight forecasted in NOP 2025 – 2029. And particularly in Barcelona ACC 
the ATFM delay for 2025 has been also better than expected, even managing more traffic than fore-
casted. 

ENAIRE would also like to highlight that, in the framework of the Summer Measures and Capacity & 
Weather-Based Operations, ENAIRE accepted the implementation of measures aimed at offloading 
traffic from adjacent ACCs to support the overall network performance. While these actions contrib-
uted to the stability and optimization of the network, ENAIRE considers that the subsequent delay 
re-attribution did not fully reflect the operational effort and impact assumed by Barcelona ACC. 

At the same time, ENAIRE considers that some of the PRC findings should be clarified and deeply 
explained to reflect the operational reality more accurately. 

Points of agreement: 

Traffic levels in Barcelona ACC have increased significantly in recent years and in fact, Summer 2025 
traffic was above any previous summer level handled by the ACC. 
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Despite the delay figures indicated above, the 2025 en-route delay outcome in Barcelona ACC was 
unsatisfactory for ENAIRE and further mitigation and structural action are necessary. Sustained im-
provement requires a combination of short-term operational measures and medium & long-term 
structural measures, as reflected in the brand new ENAIRE Capacity Plan for the period 2026 - 2031, 
included in ENAIRE´s Strategic Plan PV2030. 

a) If not, what is the local analysis and what problems have been identified? 

- Forecast, demand growth and peak concentration. Summer 2025 demand in Barcelona ACC was 
exceptionally high, with strong concentration in peak periods and on specific traffic flows. 

Traffic demand in Barcelona ACC was + 19% compared to 2019, and as explained before, well above 
the STATFOR forecast that the ANSP use for the planification of capacity – related measures. Other 
relevant factors are strong concentration in peak periods and on specific traffic flows, increasing ad-
verse weather in the Mediterranean area, cross-border/network volatility, and Spain’s recent labour-
regulatory environment. Since 2021, this new labour framework has provided stronger employee 
protection and tighter working-time constraints, which has reduced the net roster-availability for 
ATCOs have been mentioned yet. 

- Cross-border and network effects. Weather/network scenarios in South-East France and the Pyr-
enees periodically concentrated traffic into LECB, while North Africa re-routing also increased pres-
sure on the Region's sectors. These factors, combined, have negatively impacted Barcelona ACC de-
mand and performance during 2025 and in previous years. 

ENAIRE has worked closely with the Network Manager to implement the measures proposed for 
2025 for the benefit of the network, even where these might have a negative impact on ENAIRE’s 
performance and, in particular, on that of Barcelona ACC. 

- Sector Opening. The statement that Barcelona ACC did not deliver the planned sector openings 
should be interpreted with greater precision, according to the NOP criteria. (See section 3.4.1.8 
above for graphics) 

The highest max number of sectors (7 for both E & W clusters) shows the maximum number of sectors 
available during peak hours (out of peak hours, this number is reduced accordingly to the std num-
ber), not the number of sectors planned to be opened. The std number of sectors shows the number 
of sectors planned to be opened if needed, according to the rostering flexibility implemented in 
ENAIRE, that dynamically adapt the actual opening to the actual demand. It is important to clarify 
this point to avoid misunderstanding or incorrect interpretations of the comparison of these 
graphics. Nevertheless, the PRC analysis itself shows that, during June September, Barcelona ACC 
deployed more sector hours than in previous summers and more than 10 additional sector hours per 
day compared with summer 2024.  

- Weather. Weather was a major contributor in 2025 and affected both tactical capacity and the vol-
atility of loads, especially in the Mediterranean area, in sectors recurrently affected by convective 
activity, particularly affecting Barcelona ACC. As a clear indicator, in the image below you can see 
the comparison between the thunder strikes in 2024 and 2025, showing the highest increase in Eu-
rope.  

Finally, it is also worth mentioning that for ENAIRE, weather delays are not influenced by the staffing 
situation, but by the mentioned increase of convective phenomena (Source: EUROCONTROL): 
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S ATC – Staffing codification. The very low proportion of delay coded as S - ATC staffing should 
not be interpreted as meaning that staffing was operationally irrelevant or as incorrect code assig-
nation. Delay coding identifies the immediate reason attached to the regulation according to the 
criteria established in the ATFM Operations Manual by EUROCONTROL. If the absence of a 
planned ATCO is known before 16:00 of D-1, the regulation reason assigned must be C-ATC Capac-
ity, and whether the absence is known later, the regulation reason must be S ATC-Staffing. This is 
the NM criteria, applied by ENAIRE. As you can see, despite that less than 1% of ATFM delays were 
attributed to ATC staffing, it is fully consistent with ENAIRE´s ATCO staffing increase plans in Bar-
celona ACC.  

Regulation rates applied. The fact that some tactical regulation rates were set above the published 
declared capacity does not demonstrate that strategic declared capacity should be raised, as well 
as regulation rates below the declared capacity does not indicate additional impediments to pro-
vide the normal level of capacity. Please, take into account that most of the en – route sectors in 
Barcelona ACC are regulated considering Occupancy Traffic Monitoring Values, and the rate finally 
applied is the result of a previous simulation process to guarantee a stable occupancy level in the 
sector. Bear also in mind that by the application of this methodology, ENAIRE has calculated a re-
duction of delays since 2023 of around 28% compared with the methodology previously applied, 
without taking Occupancy Traffic Monitoring Values into account, and using only the declared ca-
pacity of the sectors as the parameter for setting regulations via Hourly Entry Counts 

b) How does Barcelona ACC intend to improve the situation and in what timeframe? 

As mentioned before, Barcelona ACC is intending to improve the current situation by a combination 
of short-term operational measures and medium & long-term structural measures, as reflected in 
ENAIRE Capacity Plan for the period 2026 - 2031, included in ENAIRE´s Strategic Plan PV2030, and 
in the recently elaborated NOP 2026 - 2030. Following you can see the main actions related: 

- Short term / next seasonal cycles: continued staffing reinforcement, roster optimization, review 
of OTMV / occupancy values, additional RAD / scenario measures, implementation of regulations 
based in OCC, refinement of interfaces with LFMM, LECM and LECS and further strengthening of 
adverse weather management procedures. 

- Medium term: completion of planned technical and operational enablers, including TTM / com-
plexity support tools, intensive use of Datalink, further optimization of elementary sectors and dy-
namic sector configurations, and progressive implementation of the cross-border / interface 
measures, evolution of current modes of operation and sectors capacity increase. 

- Structural horizon: implementation of the revised re-sectorization and BRICKS-related measures, 
together with the related airspace and network changes, evolution to SACTA 5 iTEC, all of them in 
line with the updated Capacity Plan milestones. 
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2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (66%) capacity 
constraint in Barcelona ACC and that ATC staffing has a negligible (<1%) impact. Does this align with the 
operational realities and if so, what is the justification for recruiting additional ATCOs instead of increasing 
sector capacity? 

The original attribution of ATFM delay, indicating that ATC capacity is the most significant (66%) 
capacity constraint in Barcelona ACC and that ATC staffing has a negligible (<1%) impact, fully align 
with the operational realities and is the result of the application of the criteria established by the 
NM in the ATFM Operations Manual in force, explained before.  

The justification for recruiting additional ATCOs is double: first, to be able to sustain the 14-sector 
envelope for longer periods when required, to increase resilience of the ATCO rostering, given the 
labour framework established in the past years, especially in peak and disrupted situations, to re-
duce the dependence on collapsed-sector operation where possible, and to support the implemen-
tation of technical and structural changes without further degrading performance. And secondly, 
to be able to assume the expected increase in sectors in Barcelona ACC for the coming years. 

It is not strictly accurate to affirm “instead of increasing sector capacity”, because given that most 
of the En-route sector in Barcelona ACC are managed taking into account Occupancy Monitoring 
Values, the increase of these values and its management based on the occupancy concept de facto 
implies a tangible improvement in the effective capacity values of the sector, as can be deducted 
from the reduction of the ATFM delay figures in 2025 despite the higher than expected demand 
increase. 

3) Since, according to recruitment plans etc, staffing does appear to be a significant issue, what level of 
staffing is foreseen as being the optimum level of staffing? 

a) When will such a level be achieved? 

ENAIRE does not consider it operationally sound to define an optimum staffing level as a single static 
headcount detached from the operating concept. The relevant parameter is the combination of avail-
able and validated staff, qualification mix, roster flexibility, training demand and the ability to sustain 
the sector opening scheme required by traffic and complexity. 

Under the current planning material for Barcelona ACC, as reflected in the NOP 2026 – 2030, the 
staffing line continues to increase progressively, reaching only in both en-route clusters 212 in 2025, 
241 in 2026, 258 in 2027, 276 in 2028, 289 in 2029 and 296 in 2030. 

On that basis, ENAIRE expects progressive improvement in operational resilience from the 2026-
2027 horizon onwards as the planned increases are incorporated and validated. Nevertheless, 
ENAIRE would not consider it prudent to commit to a definitive 'optimum date' at present, because 
the adequacy of staffing must be reviewed together with traffic, complexity and the implementation 
status of the associated structural measures mentioned. 

4) Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

Yes, partly. ENAIRE considers that rostering flexibility is a key factor, but it is in fact conditioned and 
limited in its application by the ATCO Collective Agreement and by the increasingly restrictive Span-
ish labour legislation. 

Despite these restrictions, ENAIRE is addressing this through continued staffing growth, roster opti-
mization within the applicable labour framework, reinforcement of ATFCM and OCC processes, and 
measures aimed at stabilizing demand patterns and reducing volatility through scenarios, RAD and 
interface management. 

5) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 
many sectors. There have been no increases in sector capacity since 2018. What are the plans for in-
creasing individual sector capacity? 

ENAIRE does not consider that the 2025 sample of tactical regulation rates above declared capacity 
is sufficient, by itself, to justify a strategic increase in published declared capacity. 

As previously mentioned, by applying monitoring values based in occupancy, the capacity perfor-
mance of many sectors has been de facto improved. 
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Nevertheless, ENAIRE agrees that individual sector capacities must continue to be reviewed, but the 
plans for improving individual sector capacity performance include a combination of different 
measures: review of OTMV / occupancy values in recurrent high-delay sectors, operational improve-
ments in elementary sectors, use of dynamic sector configurations, refinement of weather proce-
dures and interface management, further scenario and RAD development, and progressive imple-
mentation of the structural measures already identified in the Capacity Plan 2026 – 2031. 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not producing 
the required results. ANSPs continue to submit inadequate plans, which even then are not implement-ed, 
and these plans are adopted by the NMB.  

6) How, in ENAIRE’s opinion, could the capacity planning and implementation process be improved to pro-
vide all stakeholders with confidence that the required capacity will be provided as planned? 

In ENAIRE’s view, the process can be further improved, but it should also be recognized that a struc-
tured planning and monitoring framework is already in place. Capacity measures, assumptions and 
implementation plans are reflected and updated through the successive NOP cycles, while the re-
spective NSA performs regular monitoring of performance results, delay causes and implementa-
tion progress on realistic basis. 

Confidence could be further strengthened by reinforcing the link between the planning assump-
tions included in the NOP, the implementation milestones of the measures and related projects 
status. In ENAIRE’s opinion, this would enhance predictability and visibility for stakeholders, while 
building on an already existing process of transparency and oversight. 

ENAIRE remains available to contribute constructively to any common improvement initiative that 
enhances the transparency and operational usefulness of the planning process. 
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3.5 SKOPJE ACC 

3.5.1 FACT FINDING 

3.5.1.1 Evolution of capacity plans 

From 2019, capacity plans have been both downgraded and postponed. Planned capacity in 2029 is now, 

lower than planned previously for 2024. 

 

Figure 3-25: Evolution of capacity plans from historic NOPs 

3.5.1.2 Traffic evolution in Skopje ACC 

 IFR flights 2019 2022 2023 2024 2025 

 Number (000) 214 226 258 275 298 

 Difference to 2019 - +6% +21% +29% +39% 

Table 3-42: Evolution of traffic in Skopje ACC 

There has been a very significant increase in traffic within Skopje ACC since 2019. 

3.5.1.3 Capacity related measures from NOP 

The following section shows extracts from four Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace System Sectors Staffing 

2019 – 2024    

New rostering soft-
ware. 
+5 ATCOs in 2021 
+5 ATCOs in 2022 

2022 – 2026 SECSI FRA  
+1 sector from 2024 
(4) 

+4 ATCOs in 2022 
+4 ATCOs in 2023 

2023 – 2027 TMA extension in 2024 
New ATM system 
in 2024 

No new sectors 
planned (3) 

+2 ATCOs in 2023 

2024 – 2029 TMA extension 
ATM system now 
2025 

- - 

2025 – 2029 Dynamic DFL ATM system 2025 
Sector capacity as-
sessment in 2026 

+8 ATCOs in 2026 (63) 
+ 6 ATCOs in 2028 (69) 

Table 3-43: Extracts from Network Operations Capacity Plans 

Increase in ATCOs is consistent with ambition to deploy more sector hours, either by opening additional 

sector(s) and providing additional new capacity or by de-collapsing existing sectors to provide more ex-

isting capacity during peak periods. 
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Sector capacity assessment shows intention to review existing declared capacity levels. 

3.5.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 

2019 are published below. 

 NOP published 2019 2020 2022 2023 2024 2025 

 Max configuration 3 3 3 3 3 3 

Table 3-44: Number of sectors at maximum capacity configuration (source NOP) 

The number of sectors at maximum capacity configuration is the same in 2024 as it was in 2019 even 

though traffic has increased dramatically. Plans for additional sector, due in 2024, were cancelled. 

3.5.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

During the same period the number of FTE ATCOs in Skopje ACC reported through the ACE submissions 

is as follows. 

 Skopje ACC 2019 20/21 2022 2023 2024 

 ATCOS in OPS (FTE) 38  42 46 44 

 ATCOs (FTE) on ACC positions* 31  35 39 35 

Table 3-45: Excerpts from ACE reporting regarding ATCO FTEs 

The ATCOs were deployed to provide the following sector hours. 

 Skopje ACC 2019 20-21 2022 2023 2024 2025 

 NM systems 11 702  12 046 12 963 13 519 14 733 

Table 3-46: Annual sector hours from NM systems 

According to data derived from the NM systems, sector hours have been increasing across the period. 

2025 values are 2700 higher than those deployed in 2022, with the same number of ATCOs working on 

ACC positions.  

3.5.1.6 Traffic and delay at Skopje ACC 2019 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 3-26: Evolution of traffic and ATFM delay from 2019 – 2025 



 PRC ACC PERFORMANCE REVIEW - 2025  63 
 

3.5.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

Skopje ACC already started to incur ATFM delays in 2023, increasing in 2024.The Network Operations 

Plan 2025 – 2029 contained the forecast for traffic in Skopje ACC for 2025. 

 NOP 2025-2029 Growth Compared to 2024 

 Skopje ACC High +5% 

Table 3-47: Forecast traffic for Skopje ACC 

A comparison of sector hours deployed during the summer period, June – Sept. shows the following: 

(In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-27: Comparison of summer period 2019 – 2025 

Skopje ACC deployed a higher number of sector hours in summer 2025 in comparison to previous years. 

3.5.1.8 Sector opening schemes – planned and actual 

Skopje ACC published their planned sector opening schemes for weekdays & weekends over the period 

June – September 2025 in NOP 2025-2029. 

  

Figure 3-28: Planned sector opening scheme NOP 2025-2029 

The actual sector opening scheme over the period June – September is presented below: 

 Number of sectors 1 2 3 

 Planned opening hours / day 5/5 7/6 12/13 

 Actual average open hours / day 6.3 8 9.7 

 Actual % open / day 26% 34% 40% 

Table 3-48: Actual sector openings (June - September) 

It is clearly evident that Skopje ACC operated with fewer sectors open than planned over the summer 

period. 
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Figure 3-29: Comparison of traffic & delay over summer period 

Traffic continued to rise in Skopje ACC for summer 2025, compared to previous years, and was 7k flights 

higher than during the same period in 2024 (+5%). 

Delays also rose significantly over 2024 values, with an extra 66k minutes of ATFM delay during the sum-

mer period. However, there was significant variation of monthly performance year on year. 

June 2025 had 4k additional flights and 17k more minutes of delay than 2024; 

July 2025 had 600 additional flights with 2k fewer minutes of delay over 2024; 

August 2025 had 400 more flights with 19k more minutes of delay over 2024, and 

September 2025 had 2k more flights with 30k more minutes of delay than in 2024. 

3.5.1.9 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

Sector ID 

Total 

ATFM 

delay 

ATC Ca-

pacity 

"C" 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Max Declared 

Capacity 2019 

- 2025 

LWSSTOTAL 99796 93573    72 72 72 72 

LWSSMID1 67523 57483   28 28 28 28 28 

LWSSLOW355 46782 32989 31 31 31 31 31 31 31 

LWSSALL 15256 4783   33 33 33 33 33 

LWSSUPP355 11847 4585 33 33 33 33 33 33 33 

LWSSUPP365 8704 5361 33 33 33 33 33 33 33 

LWSSLOW365 5740 3278 31 31 31 31 31 31 31 

LWSS345375 772 772     28 28 28 

Table 3-49: Evolution of declared sector capacity 2019 - 2025 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The eight most constrained sectors in Skopje ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2019 – 2025. 
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The LWSSTOTAL sector, with a declared capacity of 72, is a considerable outlier and is not considered to 

be an operational sector on its own. 

No sectors have had their capacities increased since 2019, although several new combinations of sectors 

have appeared. 

The declared capacity is the strategic value and the available capacity provided on a tactical basis can be 

quite different. For example, adverse weather can reduce available tactical capacity as can military oper-

ations and training. 

3.5.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC 

Capacity 
Other 

Special 

Event 

ATC Staff-

ing 

ATC 

Equipment 

Adverse 

Weather 

ATFM delay code C O P S T W 

Minutes (000s) 203 <1 12 13 7 23 

Percentage 78% - 5% 5% 3% 9% 

Table 3-50: ATFM delay reasons attributed by Skopje ACC in 2025 

ATC capacity ‘C’ is listed as the most significant capacity constraint (78%). PRC trials conducted with other 

ANSPs have shown that a high proportion of delays attributed to adverse weather are greatly influenced 

by the staffing situation and the availability of ATC staff. 

3.5.1.11 ATFM Regulations: 

 

Figure 3-30: Review of applied regulation rates for delays attributed to ATC capacity (source NMIR) 

690 ATFM regulations were applied by Skopje ACC during 2025. Of those, 511 ATFM regulations were 

attributed to ATC Capacity ‘C’, as shown above.  

192 regulations (164 + 28) were applied to the global sectors LWTOTAL and LWALL which combine all 

sectors in Skopje ACC. As stated above, LWTOTAL is not considered to be an operational sector on its 

own. 

36 regulations (7%) of the ATC capacity regulations were applied at levels below the reported declared 

capacity (DC) of the specific sector, which indicates the presence of an additional impediment, preventing 

deployment of the full sector capacity. Attributing delays to ATC capacity, in these cases, prevents trans-

parency in the cause and possible resolution of such impediments. 
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3.5.2 PRC EVALUATION 

3.5.2.1 PRC findings: 

The high incidence of capacity attributed delays in collapsed sectors indicates an issue with ATC staffing, 

as does the continuous plan to increase the number of ATCOs listed in the NOP capacity plans.  

Historic plans to increase the number of sectors at maximum capacity have been cancelled, no additional 

sectors are planned until 2030 at the earliest. 

At an average declared sector capacity of 31 entries per hour, there appears to be significant scope to 

increase sector capacity, especially after the implementation of a new ATM system. 

Skopje ACC operated with fewer sectors opened than planned in NOP 2025-2029. 

3.5.2.2 PRC questions: 

1) Does Skopje ACC agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Skopje ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (78%) ca-

pacity constraint in Skopje ACC.   

a) In light of the evidence presented about the high use of collapsed sectors, the inability to open the 

planned number of sectors, and historic capacity plans referencing the need for addi-

tional ATCOs, does Skopje ACC still consider ATC capacity, or ATC staffing to be the most signifi-

cant capacity constraint?  

b) What plans does Skopje ACC have to increase ATC capacity in individual sectors?  

3) Does Skopje ACC plan to increase the number of sectors that can be opened at maximum capacity?  

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

4) How, in M-NAV's opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.5.3 M-NAV RESPONSE 

M-NAV appreciate the opportunity to provide clarity on both the operational challenges faced and the 

strategic measures being implemented to resolve these capacity gaps. 

Significant highlights relating to the situation in Skopje ACC 

The new ANSP Management Board was appointed in November 2024. 

Implementation of the New ATM system faced long delays due to contract changes and technical is-

sues, affecting ATC staff planning and sector capacity at Skopje ACC. The system's hardware and soft-

ware were incomplete as of November 2024. Phase 1 (monitoring) began in April 2025 but encoun-

tered operational problems, leading to repeated software upgrades and tests during summer 2025. Full 

implementation was postponed repeatedly, with the New ATM System finally becoming the primary 

ATC platform in March 2026. 

With the ATM system now operational, the Management Board is addressing staff shortages, capacity 

constraints, and delay mitigation, aiming to show results within a year. 

Last summer saw traffic volatility, unexpected demand changes, and a high number of "intruders." NM 

simulations were asked for and implemented in order to optimize regulations. However, the inclusion 

of Skopje ACC sectors in Network ‘Hot Spot’ publications occurred without consent, causing airlines to 

avoid the area and misrepresenting capacity issues. The Head of Skopje ACC raised concerns with NM 

but received no response. 

The strict limit of 72 flights was a safety measure due to the old ATM System's technical limits, not ATC 

capacity itself. 

Several controllers took extended or short sick leave during summer 2025. 

ATCOs' employment rights affected rostering, with added leave requirements in summer. M-NAV and 

CAA are considering legal amendments to provide legal bases for overtime work of ATCOs, increasing 

roster flexibility. In 2025, 2700 more sector hours were delivered compared to 2022. 

Weather-related regulations were imposed only during adverse conditions, but lack of timely updates 

from neighbouring ACCs caused traffic surges in our sectors. 

The latest update is that with the increase of traffic in May (2026) as the summer season is approach-

ing, again, we are facing volatility, unexpected demand changes, and a high number of "intruders. This 

limits our abilities to use dynamic DFL and use the potential of our sectors. Also, the uneven distribu-

tion of traffic to the sectors especially low counts to Upper and Lower in a situation where we encoun-

ter over delivery to the Middle sector. Sometimes the Lower sector is affected with over delivery. That 

is an issue impacting our ability to use the capacity of the different sector configurations close to the 

maximum.  

Another repeating issue is that regulated sectors, mostly Middle, are experiencing over delivery after 

regulations are imposed. 

In regard to the specific aspects of the PRC analysis & findings: 

Evolution of capacity plans 

As to the first conclusion by PRC that the Capacity plans are downgraded and postponed: this is due to 

the much-delayed delivery of the New ATM system, but we believe that initial capacity plans will be 

accomplished with the New ATM system and the CAPAN analysis expected after the summer season 

this year 2026. Capacity will even be upgraded if possible; given the existing number of sectors and con-

sidering all the circumstances we are working in some of them within our control, some of them beyond 

our control. 
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Traffic evolution in Skopje ACC 

We agree with your statement “There has been a very significant increase in traffic within Skopje ACC 

since 2019.” The increase of traffic is well above our, and Eurocontrol’s, predictions. Still, we are safely 

managing the traffic under the given circumstances. 

Capacity related measures from NOP 

These are obligations that were made by previous managers, and partly unfulfilled. This Management 

will reassess and adapt the plans to the new circumstances. The objectives will be to impact and improve 

the future capacity with priority for summer season (2026). The final goal will be to meet the objectives 

set in the plans submitted to Eurocontrol. 

The new rostering software is yet to be purchased. However, even without it, we can manage the plan-

ning of the monthly and daily shifts for ATCO deployment. 12 ATCOs were trained and licensed in this 

period, from 2019 up to the year of 2024. 

SECSI FRA was implemented. 

The additional sector is not possible as explained above, due to cancelation of the contract for the new 

ACC, which planned for more sector positions. 

The new Management is analysing all alternative options to add another sector in the present ACC room 

if technically and physically possible. 

The new ATM system was implemented in March 2026. 

TMA extensions were not done. It is up to the new Management to reassess and decide on this, taking 

into consideration all other goals and priorities assigned to the goals. 

Dynamic DFL (division flight level) will be available to Supervisors in Skopje ACC this summer season 

with the new implemented ATM System. 

Sector capacity assessment with the Eurocontrol CAPAN team is planned to start after the summer sea-

son 2026. This is because we need one summer - high season to assess the behaviour of the New ATM 

system. 

There is an ongoing selection for training of 6 new student ATCOs for Skopje ACC in 2026. New selec-

tions of student ATCOs will follow in the next years, depending on management assessment of the num-

ber of ATCOs needed and in line with the obligations accepted and plans submitted to Eurocontrol. 

Evolution of sectors at maximum capacity 

As previously explained, we were using the old ATM System with its technical limitations of ability to 

process 72 aircraft per hour imposed as a Safety limit by our technical department. All this in correlation 

to the delayed delivery of the New ATM system and cancelation of the new building which was meant 

to house the new ACC room with more sectors. We are assessing the possibility to implement 4th sector 

in the present ACC room, if technically and physically possible. 

We expect that The CAPAN team capacity assessment planned for 2026 will help in increasing the sec-

tors capacity now that we are using the New ATM System. Instantaneous results on available capacity 

and reduction of delays is expected though use of the Dynamic DFL on the New ATM System. 

ATCOs and sector hours 

We managed to deliver 2700 more sector hours. Your findings in this section shows our dedication to 

improve ATCOs efficiency especially shown by the 2025 data, considering all the constraints like the 

Collective Agreement with the Labour union, paid days of vacations and other rights that ATCOs have 

according to the laws in Macedonia. 

If, in cooperation with the Civil Aviation Agency (CAA), we succeed in amending the Aviation Law and 

increase the current limit from 32 working hours to allow overtime work of air traffic controllers up to 40 

hours within 7 consecutive days, this will provide greater opportunities to enhance controller efficiency. 

 Traffic and delay at Skopje ACC 2019 – 2025 

As to the delays, we are aware of the increased figures. We would like to state that the delays are not 

completely under our control. Our reasons are explained in the text above. We just want to point out 

again the significant influence of traffic volatility, the intruders and unpredictability which is growing 
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from year to year with the traffic growth. Geopolitics and wars are out of our control. What is in our hand 

we will address, like capacity, dynamic DFL, rostering, more sector configurations within the given num-

ber of physical sectors in Skopje ACC and ATFCM measures that are not that restrictive and not gener-

ating that much delay. With the new implemented ATM System, and other measures, we expect im-

provement in this season and in the following years.  

Closer analysis of traffic, delay and deployed sector hours for summer periods: 

As the traffic was growing under the specified conditions like (volatility, unpredictability, intruders, num-

bers rising etc.) the number of delays has been increased especially when the demand was close or above 

the technical limit of the old ATM system which was 72 flights per hour. The old ATM System was also 

not supporting the possibility to use dynamic DFL. 

Higher number of sector hours was deployed in 2025 as an effort by the new Management in order to 

meet the rising traffic demand but within the technical limits of the old ATM System used in 2025. 

Sector opening schemes – planned and actual 

With more effort put in planning and rostering, we declared the possibility to open 2 or 3 sectors longer 

during every day in the summer season. We opened one, two or three sectors according to the traffic 

demand. Uneven distribution of the traffic to the sectors, unexpected long sick leaves of few ATCOs in 

the summer season, inability to use dynamic sector configuration on the old ATM System, technical limit 

of the old ATM System of 72 aircraft per hour, traffic volatility, the intruders and unpredictability defined 

the sector openings. 

The delays observed by PRC during the 4 months of summer season have been addressed by the Man-

agement. These are our comments: 

As to the month of June delays, we would like to point out that we encountered bursts of traffic in the 

days and hours during June due to the Iran war (the Twelve-day war June 13-24, 2025). Those were sig-

nificantly higher numbers than the technical limitation of the old ATM System. This volatility forced us 

to impose regulations to the bursts of traffic demand per hour in a number of subsequent hours every 

day.  

The amount of delay in July 2025 was below the same month in 2024. 

In the months of August and September 2025 we needed to release a certain number of ATCOs, to con-

tinue working on the preparation for continuation of the New ATM System implementation to avoid 

further delays in the implementation planed for November 2025. All this combined with the rise of the 

traffic, volatility, unpredictability, the intruders in high numbers, the unexpected long sick leaves of a 

few ATCOs and the sectors’ capacity which was not increased in the previous years due technical reasons 

produced the delays in these 2 months.   

Declared Sector Capacity: 

LWTOTAL capacity of 72 was explained in the text above. The way it was declared by our FMP and pro-

cessed by NM was an issue, but now it is resolved with implementation of the New ATM System. Sector 

capacities are 31-LOWER, 33-UPPER and 28-MIDDLE. Those are our real sector capacities, and we can 

handle traffic within those numbers. 

We would like to point out that in 2025 season we encountered everyday situations of traffic demand 

higher than declared capacity in one sector (most frequently it was the LOWER or MIDDLE); and lower 

traffic demand in the UPPER sector. When taken all together, the total number of aircraft did not exceed 

TOTAL of 72. If the traffic was more evenly distributed or more traffic was delivered to the UPPER sector 

we could have avoid some of the regulations, reduced the delays and served more traffic at the same 

time. 

Due to volatility, traffic counts were frequently shifting between LOWER to MIDDLE sectors and vice 

versa. Probable reasons are our, or other ACC, ATFM regulations producing “yo-yo'' effects. 
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We also experienced traffic frequently shifting from a regulated sector to a non-regulated sector, and in 

that way rising above the non-regulated sector declared capacity, which forced us to implement addi-

tional regulation to the second sector, which was not needed initially. 

On other occasions we experienced below capacity demand in one sector and above capacity demand 

in another sector. After imposing a regulation, we noticed that the regulated sector was avoided and the 

traffic demand for that sector fell significantly below its capacity after the regulation. Free space in the 

capacity of the sector was not used. 

Important. Very often our FMP staff were asking for and using NM simulation before implementing reg-

ulations. After imposing such regulations we got the results we are talking about now (capacity not in-

creased, but often not used to the limit, regulations imposed, produced empty space in the capacity of 

regulated sectors, traffic shifting from regulated sector to non-regulated sectors which created the need 

to regulate the non-regulated sector that initially did not need regulation). 

With the ageing old ATM System, under no circumstances could sectors could increase capacity with the 

hard limit of 72 per hour declared by our Technical Department as a safety limit. With implementation 

of the New ATM System, we will put maximum effort to increase the sector capacities in collaboration 

with Eurocontrol CAPAN team after this summer season. 

Summary of ATFM delays for 2025 according to source data. 

As explained above, capacity was affected by ATC equipment limitation, the main reason influencing 

capacity. Uneven distribution of traffic to sectors combined with inability to implement dynamic DFL on 

the old ATM System, volatility, unpredictability and high number of intruders also contributed to  more 

regulations and increase of delays in a situation of significant and unpredicted rise of traffic in the last 3 

years in Skopje ACC. 

ATFM Regulations: 

LWTOTAL 72 per hour which was regulated was a safety measure used in the summer 2025 until the 

beginning of 2026 when we implemented the New ATM System. Now it is deleted. 

All the regulations will be subject to analysis of our ATFCM expert, and ATCO experts.  

Sometimes NM simulations were used as a consultation before imposing a regulation. 

The 7% of regulations implemented below declared capacity is addressed by Management.  Skopje ACC-

FMP is investigating the mentioned regulations imposed when the demand was below capacity in a cer-

tain sector unless it was in an adverse weather predicted by our Meteorological department. We can 

state that the reason is protection of most probably the LOWER or MIDDLE sector when one is regu-

lated, and the other is not, but increase of the demand above capacity is expected to the non-regulated 

sector after regulating the other sector. 

Hot spot publication in the Initial Network Plan without our consent contributed to reducing of the Traf-

fic demand on those days and not using our capacity to the declared maximum limits of the sectors.   

 

RESPONSE TO PRC QUESTIONS 

1. Does Skopje ACC agree with PRC analysis and findings? 

M-NAV partially agrees with the PRC’s findings regarding the observed capacity gaps. However, our 

local analysis identifies the prolonged technical transition phase as the root cause, which differs from 

the PRC's view. We explained our position and circumstances in the text above: about all the problems 

we encountered. We will improve the situation in a few steps. Improvement Plan: Partially, the per-

formance gap will be bridged since we have implemented the New ATM System, we are in process of 

revising the operational procedures and tailoring them to meet new traffic flows. First of all, this sea-

son, with the New ATM System and the use of dynamic DFL and assistance of NM, in using the most 

effective ATFCM measures, we expect that we will reduce the imposed delays in relation to the num-

ber of traffic served. 
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2.  The original attribution of ATFM delay indicates that ATC capacity is the most significant (78%) capacity 

constraint in Skopje ACC.  

a. In light of the evidence presented about the high use of collapsed sectors, the inability to open the planned 

number of sectors, and historic capacity plans referencing the need for additional ATCOs, does Skopje ACC 

still consider ATC capacity, or ATC staffing to be the most significant capacity constraint? 

 b. What plans does Skopje ACC have to increase ATC capacity in individual sectors? 

The declared reason ATC capacity, which is stated as the main reason for the increase of the delays, 

was imposed by the technical limitation of the old ATM System to process no more than 72 aircraft 

per hour as a safety measure. The old ATM System is now replaced with a New ATM System; there-

fore, this limitation does not exist anymore.  

Despite the high use of collapsed sectors, M-NAV continues to identify technical system capacity as 

the primary bottleneck rather than raw staffing numbers. It was a safety issue. 

Staffing: Staffing levels are being addressed through accelerated ATCO training programs (We are 

in a process of recruiting 8 new ATCO students this year), 

Individual Sector capacity Increase: Plans are in place to increase individual sector capacity and for 

this we have agreed to have a CAPAN study done this autumn. 

Also, for this season we will have possibility for dynamic DFL which will increase the traffic through-

put. 

3. Does Skopje ACC plan to increase the number of sectors that can be opened at maximum capacity?  

M-NAV plans to increase the number of sectors that can be opened at maximum capacity if it is tech-

nically and physically possible. In this context further modernization of the ATM suite will allow for 

more complex sector configurations and reduced controller workload per flight. 

Use of dynamic DFL and appropriate ATFCM measures. The dynamic DFL will provide us with ability 

to use the declared sector capacities closer to the maximum, now that the technical limitation of the 

old ATM System is no longer a decisive factor. This should have an effect on delays reduction even 

this year. 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not producing 

the required results. ANSPs continue to submit inadequate plans, which even then are not implemented, 

and these plans are adopted by the NMB. 

4. How, in M-NAV's opinion, could the capacity planning and implementation process be improved to pro-

vide all stakeholders with confidence that the required capacity will be provided as planned? 

In M-NAV’s opinion, the capacity planning process could be improved by: 

Dynamic Forecast Models: Utilising more reactive, short-term traffic models that consider sudden 

geopolitical shifts, rather than relying solely on five-year horizons. We can provide more frequent 

periodical updates of our achievement to increase the capacity based on factual situation if that is 

more helpful for planning. 

We remain committed to the Network’s performance goals and are taking every possible step to mit-

igate these constraints. 
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3.6 SARAJEVO ACC 

3.6.1 FACT FINDING 

3.6.1.1 Evolution of capacity plans 

Sarajevo ACC has added capacity year on year since 2022. 

 

Figure 3-31: Evolution of capacity plans from historic NOPs 

3.6.1.2 Traffic evolution in Sarajevo ACC 

 IFR flights 2022 2023 2024 2025 

 Number (000) 373 431 468 518 

 Difference to 2022  +11% +20% +39% 

Table 3-51: Evolution of traffic in Sarajevo ACC 

There has been a very significant increase in traffic within Sarajevo ACC since 2022. 

3.6.1.3 Capacity related measures from NOP 

The following section shows extracts from five Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace System Sectors Staffing 

2020 – 2024 Reorganisation Continuous upgrades 
4 growing to  

5 sectors 
New ATCOs in 2020 

2022 – 2026 
Expansion of cross-

border FRA 
Continuous upgrades 5 sectors  

2023 – 2027  Continuous upgrades  14 new ATCOs from 2025 

2024 – 2029 
Expansion of FRA 

with Italy 
Continuous upgrades  

Rostering tool; 

14 Additional ATCOs planned 

for 2025 

2025 – 2029 
Lateral sector split 

study 
Continuous upgrades  

Rostering tool; +9 ATCOs; +4 

in 2026; +2 in 2027… 

Table 3-52: Extracts from Network Operations Capacity Plans 
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3.6.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 

2020 are published below. 

NOP published 2020 2022 2023 2024 2025 

Max configuration 4 5 5 5 5 

Table 3-53: Number of sectors at maximum capacity configuration (source NOP) 

There is one additional sector at maximum capacity configuration than in 2020, to handle the significant 

increase in traffic. 

3.6.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

During the same period the number of FTE ATCOs in Sarajevo ACC reported through the ACE submissions 

is as follows. 

Sarajevo ACC 2022 2023 2024 

ATCOS in OPS (FTE) 72 70 67 

ATCOs (FTE) on ACC positions* 50 49 47 

Table 3-54: Excerpts from ACE reporting regarding ATCO FTEs 

There were 5 fewer FTE ATCOs in Ops and 3 fewer FTE ATCOs on ACC working positions in 2024 than in 

2022.  

The ATCOs were deployed to provide the following sector hours. 

Sarajevo ACC 2022 2023 2024 2025 

NM systems 17 346 17 982 19 297 20 119 

Table 3-55: Annual sector hours from ACE submissions and NM systems 

According to data derived from the NM systems, sector hours have increased across the period, even 

though the number of FTE ATCOs on ACC positions has decreased.  

 

Figure 3-32: Annual evolution of monthly sector hours – from NM systems 
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3.6.1.6 Traffic and delay at Sarajevo ACC 2022 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2022 – 2025. 

 

Figure 3-33: Evolution of traffic and ATFM delay from 2022 – 2025 

3.6.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

The Network Operations Plan 2025 – 2029 contained the forecast for traffic in Sarajevo ACC for 2025. 

NOP 2025-2029 Growth Compared to 2024 

Sarajevo ACC High +5% 

Table 3-56: Forecast traffic for Sarajevo ACC 

A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing: 

 

Figure 3-34: Comparison of summer period 2022 – 2025 

Sarajevo ACC deployed fewer sector hours in June & July but more sector hours during August & Septem-

ber in 2025, than during 2024. 
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Figure 3-35: Comparison of traffic & delay over summer period 

Traffic continued to rise in Sarajevo ACC for summer 2025, compared to previous years. June, August & 

September in 2025 had traffic levels between 9-15% higher than the previous year. July 2025 had a 3% 

increase on 2024 traffic. 

Delays were significantly higher than in 2024: +63% in June; +59% in August; +89% in September. With 

the reduction in sector hours, year on year, July 2025 had a 114% increase in ATFM delay with the modest 

3% increase in traffic. 

3.6.1.8 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Sarajevo ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2024, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2024. 

Sector ID 

Total 

ATFM de-

lay 

ATC 

Capacity 

"C" 

2
0

22
 

2
0

2
3 

2
0

2
4 

S
ep

te
m

-

b
er

 2
0

2
5 Max Declared 

Capacity 2022 

- 2025 

LQSBHIGH37 175158 135842 40 45 45 45 45 

LQSBUPP35 73674 52412 36 48 48 48 48 

LQSBALL 50657 29041 39 49 49 49 49 

LQSBHT37 48439 20856 43 48 48 48 48 

LQSBHT38 30125 15461 42 47 47 47 47 

LQSBLU35 21566 3469 37 46 46 46 46 

LQSBUPP36 17153 10793 36 43 43 43 43 

LQSBLOW34 10025 6808 40 44 44 44 44 

LQSBHIGH38 6914 5129 39 46 46 46 46 

Table 3-57: Evolution of declared sector capacity 2022 - 2025 

All sector capacities have been increased since 2022. LQSBALL is the global sector for all sectors com-

bined. 

The declared capacity is the strategic value and the available capacity provided on a tactical basis can be 

quite different. For example, adverse weather can reduce available tactical capacity as can military oper-

ations and training. 
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3.6.1.9 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC 

Capacity 
ATC Staffing ATC Equipment 

Adverse 

Weather 

ATFM delay code C S T W 

Minutes (000s) 283 61 8 90 

Percentage 64% 14% 2% 20% 

Table 3-58: ATFM delay reasons attributed by Sarajevo ACC in 2025 

ATC capacity was listed as the reason for the constraint for 64% of the ATFM delays.  

Sarajevo ACC operates dynamic sectorisation, combining blocks of flight levels in vertical sectors. The 

vertical dimensions of the sectors can be adjusted changing the amount of capacity provided.  

3.6.1.10 ATFM Regulations 

 

Figure 3-36: ATC capacity regulations v declared capacity 

Figure 3-36 shows the ATFM regulations attributed to ATC capacity ‘C’ from Sarajevo ACC during 2025. 

Out of 758 regulations, 629 (83%) were applied at rates below the declared capacity (DC) for the relevant 

sector. The available capacity in a specific sector can be reduced due to external events such as adverse 

weather or military operations and training.  

For example, Figure 3-37 below shows that 188 out of 191 (98%) of regulations attributed to adverse 

weather were at levels below the declared capacity of the sector. 

 

Figure 3-37: Adverse weather regulations v declared capacity 
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Attributing ATFM regulations to ATC capacity ‘C’ when capacity has been reduced because of an impedi-

ment, does not permit transparency onto the cause of the capacity reduction or ways to mitigate or re-

solve such a reduction. 

3.6.1.11 Capacity planning 

The capacity plan for Sarajevo ACC, as published in the NOP 2025-2029, is presented below. 

 

Figure 3-38: NOP 2025-2029 sector opening scheme for Sarajevo ACC 

  Number of sectors 1 2 3 4 5 

 Planned opening hours / day 4 4 - 16 (2) 

 Actual average open hours / day 6.3 3.4 4.1 10.3 0 

 Actual % open / day 26% 14% 17% 43% 0% 

Table 3-59: Actual opening scheme (June - Sept) 

The capacity plan shows that Sarajevo ACC can operate up to 5 sectors simultaneously, to meet traffic 

demand. It can be inferred that the maximum capacity can be deployed when 5 sectors are opened sim-

ultaneously. 

In reviewing the sector opening schemes for Sarajevo ACC during summer 2025, the PRC could only find 

2 hours during the whole 4 months when maximum (5 sector) capacity was deployed.  

It can be assumed that, during the peak traffic periods requiring ATFM regulations, at least one sector, 

and possibly more, could have been de-collapsed to provide additional capacity – so ATC capacity was 

not necessarily the limiting factor. 

The PRC has previously conducted trials showing that a high proportion of ATC capacity related delays 

(especially in collapsed sectors) were greatly influenced by the availability of ATC staff. 

Adverse weather is also listed as a significant capacity constraint (20%). The same PRC trials, conducted 

with other ANSPs, have shown that a high proportion of delays attributed to adverse weather can be in-

fluenced by the staffing situation and the availability of ATC staff. 

14% of ATFM delays were attributed to ATC staffing, which is evident by the absence of 5 sector opening 

during peak periods, and the use of regulations in sectors that could potentially be further collapsed to 

provide more capacity.   
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3.6.2 PRC EVALUATION 

3.6.2.1 PRC findings: 

Since 2022, Sarajevo ACC has handled almost 40% more traffic, which is commendable. 

Despite the potential, and planned, opening of 5 sectors to deploy maximum capacity, this configuration 

was observed for only 2 hours over the summer period (June – Sept). 

There were a high number of regulations attributed to sectors that can be further de-collapsed. 

The capacity plans for Sarajevo ACC have consistently referred to the need for additional ATCOs.  

Sector capacity has been increased in all sectors but, by itself, is insufficient to handle peak traffic de-

mand with a restricted number of sectors in operation. 

From the experience of other ANSPs, it is likely that the high portion of delays attributed to adverse 

weather, and ATC capacity, are also affected by the availability of ATC staff.  

The PRC recognises that adverse weather conditions created disruption in the Network during 2025. 

Disruptions were particularly noticeable in areas where there were already capacity issues since there 

was no buffer to mitigate any reduction in capacity. 

Delays attributed to adverse weather in July & August appear to have replaced ATFM delays being at-

tributed to ATC Capacity or ATC staffing, that would have occurred otherwise. 

The attribution of delay causes within Sarajevo ACC lacks transparency about the causes of the capacity 

shortfalls, as evidenced by the use of ATC capacity ‘C’ below levels of declared capacity and when addi-

tional sectors could have been opened if staff were available.  

3.6.2.2 PRC questions: 

1) Does Sarajevo ACC agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Sarajevo ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (64%) ca-

pacity constraint in Sarajevo ACC.  

a) In light of the evidence presented about the high use of collapsed sectors, the inability to open the 

planned number of sectors, and historic capacity plans referencing the need for additional ATCOs, 

does Sarajevo ACC still consider ATC capacity, or ATC staffing to be the most significant capacity 

constraint? 

b) What plans does Sarajevo ACC have to increase ATC capacity in individual sectors? 

3) The sector opening scheme published in NOP 2025-2029, is significantly different from the actual 

opening scheme presented in Table 9. 

a) Is Sarajevo ACC able to deploy ATCOs as required to meet expected traffic demand?  

b) If not, how will the situation be improved? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

4) How, in BHANSA's opinion, could the capacity planning and implementation process be improved 

to provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.6.3 BHANSA RESPONSE 

BHANSA welcomes the opportunity to clarify the issues raised by the Performance Review Commission 

(PRC). We fully recognize the importance of transparent reporting and constructive dialogue on capacity 

planning, implementation and performance, particularly considering the operational challenges experi-

enced during 2025.  

1. Does Sarajevo ACC agree with the PRC analysis and findings?  

BHANSA broadly acknowledges the observations and data presented in the PRC analysis. However, 

it does not fully agree with all conclusions drawn from that analysis and considers that certain aspects 

require further explanation to provide a more balanced picture.  

In BHANSA’s view, the difference between initially planned and delivered capacity during summer 

2025 should be assessed in the context of several interacting factors.   

During summer 2025, exceptional and unforeseeable circumstances related to the insufficient pro-

tection of route charge collection affected operational stability and, consequently, the deliverability 

of the originally planned capacity. These circumstances also contributed to the loss of eight ATCOs 

who resigned and took up employment with other ANSPs. The most severe operational impact oc-

curred in July 2025, which is consistent with the sharp deterioration in delay performance during that 

month.   

Once the situation developed, BHANSA coordinated updated sector activation planning with the 

Network Manager (NM). The seriousness of the disruption and the divergence from agreed sector 

opening assumptions were also recognized at network level in real time, as reflected in correspond-

ence No. 4986 from Iacopo Prissinotti, Director Network Management, in which he also acknowl-

edged the excellent co-operation provided by BHANSA’s FMP colleagues in the pre-tactical and tac-

tical phases. The revised planning assumptions were subsequently implemented to the greatest ex-

tent possible within the changed operational context. For that reason, the difference between the 

initially published NOP plan and the actual sector opening pattern should not be interpreted simply 

as a failure to deliver the original plan, but rather as the consequence of a revised level of operation-

ally deliverable capacity under exceptional conditions.  

BHANSA also considers that the issue in 2025 should not be viewed primarily as a narrow staffing 

issue, but rather as an issue of operationally deliverable ATM capacity in the real traffic environment. 

During preparation for the summer season, traffic growth had been forecast at approximately 6%, 

whereas the actual increase was closer to 11%. In parallel, local analysis based on EUROCONTROL 

NMIR data identified a very high level of flight plan non-adherence, with a total of 55,058 deviations 

from the latest available flight plan picture. The same analysis also identified significant differences 

between planned and actual sector loading, with an average hourly load deviation of approximately 

8 flights and observed variation ranging from 3 to 12 flights per hour. The following figures provide 

illustrative examples of how divergence from the flight plan picture affected the effective use of avail-

able capacity.  
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This had a direct impact on the effective use of available capacity. In practice, the issue was often not 
only a shortage of capacity, but also the underutilization of otherwise available capacity caused by in-
creasing divergence from the flight plan picture.   

In some cases, overload became apparent only at a late stage, when a significant proportion of the traffic 
was already airborne and could no longer be effectively regulated through ATFM measures. In such sit-
uations, regulation still had to be applied at a rate lower than the declared capacity, because only a lim-
ited residual portion of the traffic remained regulatable. As a result, delay was allocated to a relatively 
small number of flights and was therefore more severe. Figures 1–3 provide an illustrative example of 
this effect.  

In the case illustrated in Figures 1–3, the ATFM regulation rate applied was 47.  

Figure 1 shows the composition of traffic by distinguishing flights present in both the planned and actual 
traffic picture, flights present only in the actual traffic picture, flights present only in the planned traffic 
picture, and flights absent from both. The orange markers show the actual number of flights. The figure 
demonstrates that differences between the planned and actual traffic picture affected not only the total 
traffic volume, but also the structure of traffic demand presented to the sector. 

 
Figure 1: Divergence between the planned and actual traffic picture within a 60-minute observation window 
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Figure 2 shows how the traffic picture evolved through different operational statuses, including filed 

flights, slot-issued traffic, slot-allocated traffic, TACT-activated traffic, ATC-activated traffic, cancelled 

traffic and suspended traffic. This illustrates that, as the traffic situation developed, an increasing pro-

portion of flights had already progressed beyond the stage at which ATFM measures could be applied 

effectively, thereby reducing the residual portion of traffic remaining regulatable.  

 
Figure 2: Evolution of flight statuses within the same 60-minute observation window 

Figure 3 illustrates the evolution of sector occupancy and distinguishes between non-overload, overload 

and peak-overload periods. It shows that divergence from the flight plan picture did not remain only an 

analytical inconsistency but translated into concrete periods of overload and peak overload, affecting 

the practical usability of sector capacity and contributing to inefficient application of ATFM measures. 

 

Figure 3: Occupancy evolution and overload status over time 

In other cases, overload was visible several hours in advance and regulation was applied in due time, but 

later traffic deviations caused a significant proportion of the traffic not to enter the originally regulated 

sector as expected, while affecting another sector instead. This resulted in underutilization of the origi-

nally regulated sector capacity and late regulation of the newly affected sector, again leading to ineffi-

cient use of available capacity and higher delay. Figures 4–6 provide an illustrative example of this effect.  

In the case illustrated in Figures 4–6, the ATFM regulation rate applied was 40.  

Figure 4 shows the composition of traffic by distinguishing flights present in both the planned and actual 

traffic picture, flights present only in the actual traffic picture, flights present only in the planned traffic 

picture, and flights absent from both. It illustrates that the traffic expected to materialize in the regu-

lated sector did not remain stable over time, contributing to underutilization of the originally regulated 

sector capacity. 
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Figure 4: Divergence between the planned and actual traffic picture within a 60-minute observation window 

Figure 5 shows how the traffic picture evolved through different operational statuses, including filed, 

slot-issued, slot-allocated, TACT-activated, ATC-activated, cancelled and suspended traffic. This illus-

trates that the expected demand in the regulated sector changed as the situation evolved, reducing the 

predictability of sector load and affecting the efficiency of the ATFM response.  

 

Figure 5: Evolution of flight statuses within the same 60-minute observation window. 

Figure 6 illustrates the evolution of sector occupancy over time. In the context of the traffic picture 

changes shown in the preceding figures, it supports the conclusion that the sector did not receive the 

traffic load originally expected when regulation was applied, resulting in underutilization of the originally 

regulated sector capacity. 
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Figure 6: Sector occupancy evolution during the observed period 

Figure 7 provides an additional illustration of the short-term volatility of the planned and actual traffic 

picture across consecutive 20-minute intervals. Positive and negative deviations within consecutive in-

tervals show that traffic demand did not materialize in the sector as originally expected, while additional 

traffic also appeared outside the latest available planning picture. Such divergence reduces the practical 

usability of nominally available sector capacity and may result in late overload presentation, underutili-

zation of regulated capacity, or the need for tactical re-regulation of another sector. 

 

Figure 7: Divergence between the planned and actual traffic picture across consecutive 20-minute interval 

For that reason, BHANSA does not consider the difference between declared sector capacity and the 

applied ATFM regulation rate to be evidence that sector capacities were incorrectly declared. Declared 

sector capacity is a strategic reference value for the total volume of traffic that a sector can safely ac-

commodate, whereas the applied ATFM regulation rate is a tactical flow management measure reflect-

ing only the portion of that capacity that remains available for regulation in the actual traffic situation. 

A lower applied regulation rate should therefore not be interpreted as evidence of unrealistic declared 

capacity, but rather as a reflection of the residual capacity available for regulation after the impact of 

the actual tactical traffic situation and traffic divergence from the latest available flight plan picture.  

  Based on its local analysis, BHANSA identified the following main issues:  

• a gap between initial strategic planning assumptions and the actual operational situation that 

developed during summer 2025;   

• exceptional disruption to operational stability, including its effect on ATCO availability and 

retention;   

• increasing divergence between the planned and actual traffic picture, including a high level of 

flight plan deviations and unpredictable traffic redistribution;   

• limited effectiveness of some sector configurations in the real tactical environment, especially 

under high complexity, intruder/avoider traffic patterns and weather-related redistribution;   

• reduced ability to absorb disturbances during the summer peak once the revised capacity sit-

uation had materialized; and   

• a need for further improvement in the transparency of how operational constraints are de-

scribed and explained in relation to delay causes.   
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2. The original attribution of ATFM delay indicates that ATC capacity is the most significant capacity con-

straint in Sarajevo ACC.  

a) In light of the evidence presented about the high use of collapsed sectors, the inability to open the 

planned number of sectors, and historic capacity plans referencing the need for additional ATCOs, does 

Sarajevo ACC still consider ATC capacity, or ATC staffing, to be the most significant capacity con-

straint?  

Sarajevo ACC does not consider that the 2025 performance shortfall can be attributed to a single 

dominant constraint, whether ATC capacity or ATCO staffing. In BHANSA’s view, the most signifi-

cant limitation during the summer 2025 period was the level of operationally deliverable ATM ca-

pacity in the actual operating environment. ATCO availability did have an important influence on 

the ability to implement the initially planned sector configurations, particularly after the excep-

tional circumstances that developed during summer 2025. However, Sarajevo ACC does not con-

sider that the resulting delays can be explained solely by ATCO staffing shortages. In many cases, 

the immediate limitation was linked to the actual tactical traffic situation and to the ability of sec-

tors to safely absorb additional traffic under increased complexity. BHANSA therefore considers 

that the performance shortfall in 2025 resulted from the interaction of ATCO availability, sector 

configuration design, flight plan deviations, weather disruption and wider network effects, rather 

than from one isolated staffing or capacity factor alone.  

b) What plans does Sarajevo ACC have to increase ATC capacity in individual sectors? 

For the summer season 2026, Sarajevo ACC introduced improved sector capacities of approxi-

mately 12–15% following a system upgrade, which reduced ATCO workload. These improved ca-

pacities have already contributed to lower delay. In April 2025, BHANSA recorded 7,345 minutes of 

delay, whereas in April 2026, despite traffic growth of approximately 3%, delay was reduced to 

1,597 minutes.  

At the same time, Sarajevo ACC’s plans are focused not only on increasing nominal capacity values, 

but also on improving the effective use of sector capacity through better sector design, more suit-

able sector configurations and closer adaptation to actual traffic flows. In the short term, Sarajevo 

ACC will continue improving the alignment between sector opening plans, ATFM regulation rates 

and the actual traffic situation, with particular attention to flight plan deviations and their impact 

on sector loading. In the medium term, Sarajevo ACC intends to continue reviewing sector config-

urations considering actual traffic patterns while continuing the training and qualification of new 

ATCOs. CPDLC implementation in the 2027/2028 timeframe is also expected to support more effi-

cient traffic handling and contribute to capacity enhancement. In the longer term, Sarajevo ACC 

intends to reorganize sectors and sector configurations so that they better match actual traffic 

flows and to implement lateral sector splitting in the 2028/2029 timeframe. 

3. The sector opening scheme published in NOP 2025–2029 is significantly different from the actual opening 

scheme presented in Table 9.  

 a) Is Sarajevo ACC able to deploy ATCOs as required to meet expected traffic demand?  

Under the revised planning assumptions currently applied for 2026, Sarajevo ACC considers that it 

can deploy ATCO resources in a manner consistent with the planned sector opening scheme. This 

assessment is based on a more conservative and operationally grounded planning baseline than the 

one applied before the deterioration of circumstances in summer 2025.  

 b) If not, how will the situation be improved?  

To strengthen resilience and support sustained capacity delivery, Sarajevo ACC intends to further 

improve the situation through a combination of operational, staffing-related and structural 

measures.  
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In the short term, Sarajevo ACC will continue to ensure that sector opening plans are aligned as 

closely as possible with the realistically deliverable level of ATM capacity, and that any necessary 

revisions are coordinated with the Network Manager in a timely manner. Additional focus will be 

placed on earlier identification of periods in which expected traffic demand, actual traffic behaviour 

and sector complexity are diverging from planning assumptions, to allow earlier and more effective 

ATFM measures. Sarajevo ACC will also continue to analyse flight plan deviations more systemati-

cally, with the aim of improving the realism of traffic expectations, regulation rates and sector open-

ing plans.  

In the medium term, Sarajevo ACC intends to improve resilience through the continued training and 

qualification of new ATCOs, while also supporting staffing stability and retention. CPDLC will be im-

plemented in the 2027/2028 timeframe as part of the broader effort to support more efficient traffic 

handling and capacity delivery.  

In the longer term, Sarajevo ACC intends to strengthen the link between strategic capacity planning 

and tactical implementation by refining sectorization concepts, reorganizing sectors and sector con-

figurations to better match actual traffic flows and implementing lateral sector splitting in the 

2028/2029 timeframe. Sarajevo ACC will also continue improving the analytical basis for capacity 

planning and the methods used to assess actual sector loading and complexity.  

4. How, in BHANSA’s opinion, could the capacity planning and implementation process be improved to pro-

vide all stakeholders with confidence that the required capacity will be provided as planned?  

In BHANSA’s opinion, the capacity planning and implementation process could be improved by 

strengthening the link between strategic planning assumptions, operationally deliverable capacity 

and tactical implementation in the real traffic environment. The experience of Sarajevo ACC in 2025 

shows that confidence in the process cannot rely only on the initial submission of capacity plans, but 

also on the ability of the process to reflect materially changed operational conditions in a timely and 

transparent manner. BHANSA considers that the planning process should distinguish more clearly 

between the initial strategic capacity plan, the capacity that is realistically deliverable under available 

operational conditions, and the capacity that can be implemented tactically in the live traffic situa-

tion. Greater emphasis should also be placed on regular in-year updates and on the weight given to 

revised planning assumptions when implementation performance is assessed. Where material 

changes occur after the initial NOP submission, such as exceptional operational disruptions, the up-

dated and coordinated planning assumptions should be considered alongside the original annual 

plan.  

BHANSA further considers that the process should rely not only on nominal sector opening assump-

tions, but also on a more detailed assessment of actual traffic behaviour, sector usability and flight 

plan deviations. A more systematic understanding of traffic volatility would support more appropri-

ate ATFM regulation rates, more realistic sector opening plans and more efficient use of sector con-

figurations. Confidence in the process would also be improved by stronger links between capacity 

planning, operational monitoring and post-operational performance analysis.  

Finally, stronger confidence in future capacity delivery also depends on structural improvement 

measures. These include continued review of sector capacity values and sector opening schemes 

against evolving traffic patterns, reorganization of sectors and sector configurations to better match 

actual traffic flows, implementation of lateral sector splitting, continued training and qualification of 

new ATCOs, and CPDLC implementation in the 2027/2028 timeframe. BHANSA therefore considers 

that the objective should be to produce plans that are not only ambitious, but also realistic, resilient 

and operationally meaningful. 
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3.7 SEVILLA ACC 

3.7.1 FACT FINDING 

3.7.1.1 Evolution of capacity plans 

Historic capacity planning from 2017 shows a gradual increase in planned capacity until 2022. The capacity 

plan for 2023-2027 was more ambitious but was downgraded in 2024 and again in 2025. 

 

Figure 3-39: Evolution of capacity plans from historic NOPs 

3.7.1.2 Traffic evolution in Sevilla ACC 

 IFR flights 2017 2018 2019 2022 2023 2024 2025 

 Number (000) 386 410 428 438 496 535 569 

 Difference to 2017  +6% +10% +12% +25% +30% +34% 

Table 3-60: Evolution of traffic in Sevilla ACC 

There has been a significant, and sustained, increase in traffic handled by Sevilla ACC since 2017.  

3.7.1.3 Capacity related measures from NOP 

The following section shows extracts from five Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace Sectors Staffing 

2019 – 2024 
Splitting of LECSSEV sec-

tor 

Optimised configurations and 

capacities. 

New ATCOs to maintain cur-

rent number 

2022 – 2026  
Optimised configurations and 

capacities. 

Contained ATCOs increase / 

collective agreement 

2023 – 2027 
Re-design of MAR sector. 

Malaga Approach 

Optimised configurations and 

capacities. 

Contained ATCOs increase / 

collective agreement 

2024 – 2029 
LECSSUR sector split and 

LECSSEV sector split. 

Optimised configurations and 

capacities. 

One additional sector planned 

for 2025 (10) 

Contained ATCOs increase / 

collective agreement 

2025 – 2029  
Optimised configurations and 

sector capacities 
+16 ATCOs 

Table 3-61: Extracts from Network Operations Capacity Plans 

Consistent plans for additional ATCOs to increase staffing levels. One additional sector was implemented 

as planned for 2025. 
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3.7.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 2014 

are published below. 

 NOP published 2017 2018 2019 2020 2022 2023 2024 2025 

 Max configuration 8 8 9 9 9 9 9 10 

Table 3-62: Number of sectors at maximum capacity configuration (source NOP) 

Two additional sectors have been added since 2017. 

3.7.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and the output of 

those ATCOs in terms of deployed sector – hours. 

The number of FTE ATCOs in Sevilla ACC reported through the ACE submissions is as follows. 

 Sevilla ACC 2017 2018 2019 20/21 2022 2023 2024 

 ATCOS in OPS (FTE) 123 115 121  115 118 131 

 Number of ATCOs (FTE) on ACC positions* 120 112 118  105 108 121 

Table 3-63: Excerpts from ACE reporting regarding ATCO FTEs 

Although there were 5 fewer FTE ATCOs in OPS reported for 2023 than in 2017, the number of FTE ATCOs 

on ACC positions reduced by 12 over the same period. From 2022 there has been an increase in ATCOs 

(FTE) on ACC positions, with a significant rise (+13) between 2023 and 2024.  

In 2025, ENAIRE provided the PRC with the following update for planned ATCO levels at Sevilla ACC: 

 2025 2026 2027 2028 2029 

 ATCOs in OPS 167 (+16) 171 (+4) 178 (+7) 180 (+2) 182 (+2) 

Table 3-64: ENAIRE plan for ATCO staffing at Sevilla ACC 

The ATCOs were deployed to provide the following sector hours. 

 Sevilla ACC 2017 2018 2019 20/21 2022 2023 2024 2025 

 NM systems 43 015 42 418 40 986  38 444 40 210 43 649 48 389 

Table 3-65: Annual sector hours from NM systems 

The sector hours for Sevilla ACC recorded in the NM systems shows a significant increase in sector hours 

since 2022 to handle the ever-increasing traffic demand.  

3.7.1.6 Traffic and delay at Sevilla ACC 2017 – 2025  

This section presents data on annual traffic throughput and ATFM delays over the period 2017 – 2025. 

 

Figure 3-40: Evolution of traffic and ATFM delay from 2017 - 2025 
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3.7.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

The Network Operations Plan 2025 – 2029 contained the forecast for traffic in Sevilla ACC for 2024. 

NOP 2025-2029 Growth Compared to 2024 

Sevilla ACC High +9% 

Table 3-66: Forecast traffic for Sevilla ACC 

Sevilla ACC experienced considerable delays during summer 2024 and a higher traffic level than previ-

ously handled, 9% growth would represent a considerable challenge. (In the graphics below, 2020 and 

2021 are excluded) 

Figure 3 below shows that even though traffic levels did increase during the summer (+10k additional 

flights), Sevilla ACC managed to significantly reduce the number of minutes of delay experienced by air-

space users from over 315k minutes of delay in 2024 to 98k in 2025. 

 

Figure 3-41: Comparison of traffic & delay over summer period 

A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing:  

 

Figure 3-42: Comparison of summer period 2017 – 2024 

Sevilla ACC consistently deployed more sector hours in summer 2025 than in any previous year. 
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3.7.1.8 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The nine most constrained sectors in Sevilla ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2018 – 2025. 

Sector ID 

Total ATFM 

delay 

2025 

ATC Ca-

pacity "C" 

2025 

2
0

18
 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

S
ep

te
m

-

b
er

 2
0

2
5 Max Declared 

Capacity 2018 - 

2025 

LECSNO1 173737 141125 40 40 40 40 40 40 40 40 

LECSSUR 120252 101241 39 39 39 39 39 39 37 39 

LECSSEV 74465 64467 37 37 37 37 37 37 37 37 

LECSALL 16504 1957 15 15 15 15 15 15 15 15 

LECSSEU 14563 10974      38 38 38 

LECSSEL 12051 9844      34 34 34 

LECSSM2 8384 8384 30 30 30 30 30 30 30 30 

LECSNCS 7533 6366 28 28 28 28 28 28 28 28 

LECSCES 4847 4039 35 35 35 35 35 35 35 35 

Table 3-67: Evolution of declared sector capacity 2018 - 2025 

Two of the sectors: LECSSEU and LECSSEL are new elementary sectors (in line with implementation of 

additional sector stated above), the remainders are collapsed. 

There has been no increase in declared capacity in any other sector since 2017, despite NOP capacity plans 

continually referring to “optimise configurations and capacities”. ENAIRE informed the PRC in 2025 that 

they expected to update sector capacities through use of a Tactical Trajectories Module (TTM). 

The declared capacity is the strategic value, and the available capacity provided on a tactical basis can be 

quite different.  

For example, adverse weather can reduce available tactical capacity as can military operations and train-

ing.  

The specific reason behind the tactical reduction in capacity should be recorded as the reason for the ap-

plicable ATFM regulation, if required. 

3.7.1.9 Planned and Actual Sector Configuration (June – September) 

  

Figure 3-43: Planned sector configuration for Sevilla ACC from NOP 2024-2029 & NOP 2025-2029 

Sevilla ACC provided more details of the planned sector opening scheme than previously provided in his-

toric NOPs. 
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Table 3-68: Sector configurations - (June- September) 

Number of 

sectors 

Daily hours 

planned 

Daily hours pos-

sible 

Avg hrs  

Actual 

10  14.5 0.2 

9 14.5 +1 3 

8   6.2 

7   4.1 

6 1  0.9 

5  1.5 1.2 

4  7 1.7 

3 1.5  1.5 

2 7  3 

1   2.2 

The data in Table 3-68 is sourced from NM 

systems. 

Although the Sevilla ACC capacity plans 

promise the possibility of 10 sectors to be 

opened simultaneously to handle traffic de-

mand for 14.5 hours during the day, this hap-

pened on average for only 12 minutes per 

day. 

The standard configuration of 9 sectors to 

handle traffic (for 14.5 hours plus a possible 

additional hour in the evening) was only de-

ployed on average for 3 hours per day. 

3.7.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason ATC Capacity Other ATC Staffing Adverse Weather 

ATFM delay code C O S W 

Minutes (000s) 355 22 13 54 

Percentage 80% 5% 3% 12% 

Table 3-69: ATFM delay reasons attributed by Sevilla ACC in 2025 

ATC capacity was listed as the reason for the constraint for 80% of the ATFM delays. PRC trials conducted 
with other ANSPs showed that a high proportion of ATC capacity related delays (especially in collapsed 
sectors) were greatly influenced by the availability of ATC staff.  

3.7.1.11 ATFM regulations 

Figure 3-44 below shows that there were 1798 regulations for ATC capacity ‘C’. 802 regulations (45%) 
were applied at levels above the declared capacity indicating that there is scope for increasing the de-
clared capacity of the relevant sectors, since that level of traffic can be safely handled already. 
403 of those regulations (22%) were at levels below the declared capacity of the relevant sector indicating 
that there was an additional impediment to providing the normal level of capacity – for example, military 
operations and training, or adverse weather. There is no transparency on these additional impediments. 
To improve transparency in ATFM operations, the NETOPS have agreed that staffing constraints should 
be better reflected in the attribution of ATFM delays and have therefore agreed to the PRC proposal to 
introduce an additional ATFM delay code to show when further capacity could have been provided if ad-
ditional ATC staff had been available. 
Adverse weather is listed as a significant capacity constraint (12%). The PRC trials mentioned above also 
showed that weather delays are often influenced by the staffing situation and the availability of ATC staff. 
3% of ATFM delays were attributed to ATC staffing. 

 
Figure 3-44: Review of applied regulation rates for delays attributed to ATC capacity (source NMIR) 
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3.7.2 PRC EVALUATION 

3.7.2.1 PRC findings: 

The sector planning for Sevilla ACC described in NOP 2025-2029 (Figure 6 above) indicated that all ten 
sectors could be opened at any time between UTC 05:30 and 19:30 every day between 1st May to 31st 
October 2025.  

Despite the published commitment of Sevilla ACC to provide maximum capacity at all times, unsurpris-
ingly, the deployment of capacity at Sevilla ACC varied according to the opening and closing of various 
sector configurations, as shown in Table 3-68 

. The opening and closing of sectors depends on staff availability. 

The high incidence of regulations (and delays) in collapsed sectors indicates an issue with ATC staffing, 
as does the continuous plan to increase the number of ATCOs listed in the NOP capacity plans. Only 4% 
of ATFM delays were attributed to ATC staffing. 

From the experience of other ANSPs, it is likely that a substantial portion of delays attributed to adverse 
weather, and ATC capacity, are also affected by the availability of ATC staff. 

Apart from the new sectors LECSSEL & LECSSEU, there has not been any increase in declared capacity 
for any of the constrained sectors since 2017, even though 45% of regulations attributed to ATC capacity 
were at levels above the historic declared capacity of the sector.  

Traffic levels have been increasing significantly in Spain for several years and still further increases are 
predicted. Sevilla ACC is handling more than 34% additional traffic than it did in 2017. 

The increase in sector hours provided a much-needed capacity boost to handle the increased traffic lev-
els from 2024.  

If sector capacity does not increase, then the only possibility to deploy more capacity is by opening even 
more sectors during peak traffic demand.  

3.7.2.2 PRC questions: 

1) Does Sevilla agree with PRC analysis and findings?  

a) If not, what is the local analysis and what problems have been identified? 

b) How does Sevilla ACC intend to improve the situation and in what timeframe? 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (80%) ca-

pacity constraint in Sevilla ACC and that ATC staffing has a minor (3%) impact. Does this align with 

the operational realities and if so, what is the justification for recruiting additional ATCOs instead of 

increasing sector capacity? 

3) Since, according to recruitment plans etc, staffing does appear to be a significant issue, what level 

of staffing is foreseen as being the optimum level of staffing? 

a) When will such a level be achieved? 

4) Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

5) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 

many sectors. There have been no increases in sector capacity since 2018. What are the plans for 

increasing individual sector capacity? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-

ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-

mented, and these plans are adopted by the NMB.  

6) How, in ENAIRE's opinion, could the capacity planning and implementation process be improved to 

provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.7.3 ENAIRE [SEVILLA ACC] RESPONSE 

ENAIRE appreciate the work carried out by the PRC and share the objective of improving transpar-
ency, predictability and capacity performance across the Network.  

This response is based on ENAIRE's operational review for Sevilla ACC, the planning assumptions 

and measures reflected in the Network Operations Plan 2025-2029 material, and the information 
already provided to the Spanish NSA in the 2025 performance reporting process. It aims to answer 

the PRC questions directly and, where necessary, to clarify certain findings that, in ENAIRE's view, 

are not accurate and require additional operational context or clarification.  

In summary, ENAIRE concurs that Sevilla ACC remained one of the most constraining ACCs in the 

Network during 2025 and acknowledges that further improvement is required. At the same time, 

ENAIRE considers that the 2025 outcome should also reflect the significant operational effort made 

by Sevilla ACC: traffic increased, sector-hours reached their highest level, one additional sector was 

implemented as planned, ATCO staffing increase and summer en-route delay was reduced materi-
ally compared with 2024.  

However, ENAIRE considers that the 2025 outcome should be understood as the result of several 

concurrent factors that are not adequately accounted for in your analysis. First and foremost, while 

in 2021 STATFOR projected a 3% decline in air traffic for Spain in 2024 compared to 2019, the final 

figure was an 11% increase. Traffic forecasts incorporated into the Spanish Performance Plan for 
RP4 were based on STATFOR projections; however, by 2025, demand already showed a deviation 

of approximately +4% compared to the Plan, a gap that could exceed +10% by 2027. Consequently, 
actual and forecasted demand is significantly higher than what was established in the RP4 Perfor-

mance Plan, which relies on completely outdated traffic forecasts from early 2024. This factor is 
especially relevant in Sevilla ACC, impacted since 2022 by the political conflict between Morocco 

and Algeria, which means a distortion in the traffic pattern due to Algeria's ban on Moroccan aircraft 

overflying its airspace; some figures to illustrate this increase: LECS traffic in 2025 was 134% of 2019 
traffic, in 2025 LECS had daily peaks +60% over the same days in 2019.  

In addition to this unexpected traffic growth, other relevant factors not sufficiently weighted in your 

analysis include peak concentration of demand, cross-border/network volatility (specially traffic de-

parting from Moroccan airports), and Spain’s recent labour-regulatory environment. Since 2021, 
this new framework has provided stronger employee protection and tighter working-time con-

straints, which has reduced the net roster-availability for ATCOs.  

Although the Performance Plan remains fixed for the entire period, ENAIRE—like all ANSPs—must 

continuously adapt to evolving operational, meteorological, and labour conditions. To this end, 
ENAIRE updated its Capacity Plan in 2025, including 16 new sectors, 2 of them in Sevilla ACC (based 

on the “bricks” concept) and an ambitious plan to increase ATCO staffing, alongside other technical 

and procedural improvements aimed at enhancing available capacity for the period 2026 - 2031. 

ENAIRE [Sevilla ACC] response to PRC questions: 

1) Does Sevilla ACC agree with PRC analysis and findings?  

ENAIRE partially agrees with the PRC analysis and findings.   

ENAIRE agrees with the existence of a performance gap in the 2025 Sevilla ACC outcome, but it 

cannot be explained solely as a simple case of non-delivery of plan. It reflected the materialization 

of a known capacity gap under very demanding traffic and operational conditions, despite the sig-

nificant effort made by ENAIRE, showing a reduction of – 3% Total ATFM Delay in 2025, with a re-

duction of – 6,4% in ATFM attributable delay. It is also important to highlight that ENAIRE´s perfor-

mance in 2025 in terms of delay has been better than expected in the delay forecast elaborated by 

NM, with 0,96 vs 1,40 min/flight forecasted in NOP 2025 – 2029. And particularly in Sevilla ACC the 
ATFM delay for 2025 has been also better than expected, even managing more traffic than fore-
casted.  

At the same time, ENAIRE considers that some of the PRC findings should be clarified and deeply 

explained to reflect the operational reality more accurately.  
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Points of agreement  

Traffic levels in Sevilla ACC have increased significantly in recent years and, in fact, Summer 2025 

traffic was above any previous summer level handled by the ACC.   

Despite the delay figures indicated above, the 2025 en-route delay outcome in Sevilla ACC was un-

satisfactory for ENAIRE and further mitigation and structural action are necessary. Sustained im-

provement requires a combination of short-term operational measures and medium & long-term 

structural measures, as reflected in the brand new ENAIRE Capacity Plan for the period 2026 - 2031, 

included in ENAIRE´s Strategic Plan PV2030.  

a) If not, what is the local analysis and what problems have been identified? 

 ENAIRE local analysis of the main problems identified  

- Forecast, demand growth and peak concentration. Summer 2025 demand in Sevilla ACC was ex-
ceptionally high, with strong concentration in peak periods and on specific traffic flows.  

Traffic demand in Sevilla ACC was + 34% compared to 2019, and as explained before, well above the 

STATFOR forecast that the ANSP use for the planification of capacity – related measures, with daily 

peaks +60% over the same days in 2019. Other relevant factors are strong concentration in peak 

periods and on specific traffic flows and Spain’s recent labour-regulatory environment. Since 2021, 

this new labour framework has provided stronger employee protection and tighter working-time 

constraints, which has reduced the net roster- availability for ATCOs as mentioned previously.  

- Cross-border and network effects. A relevant factor mentioned before and not appropriately con-
sidered in the STATFOR forecast is the Algeria's ban on Moroccan aircraft overflying its airspace, 

which means a distortion in the traffic flows, increasing the traffic demand in some of the most over-
loaded Sevilla ACC sectors.  

- Sector Opening. The statement that the maximum published sector opening scheme was not sus-
tained for the planned duration should not be interpreted as an absence of operational delivery, but 
should be interpreted with greater precision, according to the NOP criteria.  

The highest max number of sectors shows the maximum number of sectors available during peak 

hours (out of peak hours, this number is reduced accordingly to the std number), not the number of 
sectors planned to be opened. The std number of sectors shows the number of sectors planned to 

be opened if needed, according to the rostering flexibility implemented in ENAIRE, that dynamically 

adapt the actual opening to the actual demand. It is important to clarify this point to avoid misun-
derstanding or incorrect interpretations of the comparison of these graphics.  

It is worth mentioning that the PRC's own data show that Sevilla ACC handled around 10,000 addi-

tional summer flights in 2025, reduced summer delay from more than 315,000 minutes in 2024 to 
98,000 minutes in 2025 and deployed more sector-hours than in any previous summer.  

The statement that sector opening depends on staff availability is valid, but incomplete for Sevilla 

ACC. As already identified in ENAIRE planning material, the operational need to open two TMA sec-
tors during the day limits the possibility of opening some en-route sectors and of fully benefiting 

from the LECSSUR split during part of the demand pattern.   

S ATC – Staffing codification. The very low proportion of delay coded as S - ATC staffing should not 

be interpreted as meaning that staffing was operationally irrelevant or as incorrect code assignation. 
Delay coding identifies the immediate reason attached to the regulation according to the criteria 

established in the ATFM Operations Manual by EUROCONTROL. If the absence of a planned ATCO 

is known before 16:00 of D-1, the regulation reason assigned must be C-ATC Capacity, and whether 
the absence is known later, the regulation reason must be S ATC-Staffing. This is the NM criteria, 

applied by ENAIRE. As you can see, despite that less than 1% of ATFM delays were attributed to ATC 

staffing, it is fully consistent with ENAIRE´s ATCO staffing increase plans in Sevilla ACC.    

Regulation rates applied. The sector-capacity issue cannot be reduced to a simple comparison be-

tween tactical regulation rates and declared capacity. The fact that some tactical regulation rates 
were set above the published declared capacity does not demonstrate that strategic declared ca-

pacity should be raised, as well as regulation rates below the declared capacity does not indicate 
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additional impediments to provide the normal level of capacity. Please, take into account that most 

of the En – route sectors in Sevilla ACC are regulated considering Occupancy Traffic Monitoring Val-

ues, and the rate finally applied is the result of a previous simulation process to guarantee a stable 

occupancy level in the sector. Bear also in mind that by the application of this methodology, ENAIRE 

has calculated a reduction of delays since 2023 of around 28% compared with the methodology pre-

viously applied, without taking Occupancy Traffic Monitoring Values into account, and using only 
the declared capacity of the sectors as the parameter for setting regulations via Hourly Entry Counts.  

b) How does Sevilla ACC intend to improve the situation and in what timeframe? 

Sevilla ACC intends to improve the current situation though a combination of short-term operational 

measures and medium & long-term structural measures, as reflected in ENAIRE Capacity Plan for 
the period 2026 - 2031, included in ENAIRE´s Strategic Plan PV2030, and in the recently elaborated 

NOP 2026 - 2030. Following you can see the main actions related:  

 - Short term / next seasonal cycles: continued staffing reinforcement, roster optimization, review of 
OTMV / occupancy values, additional RAD / scenario measures, implementation of regulations 

based in OCC, refinement of interfaces with LFMM, LECM and LECS and further strengthening of 
adverse weather management procedures.  

- Medium term: completion of planned technical and operational enablers, including TTM (June 

2026) / complexity support tools, intensive use of Datalink, further optimization of elementary sec-

tors and dynamic sector configurations, and progressive implementation of the cross-border / inter-
face measures, evolution of current modes of operation and sectors capacity increase. - Structural 

horizon: implementation of BRICKS-related measures, together with the related airspace and net-

work changes, evolution to SACTA 5 iTEC, all of them in line with the updated Capacity Plan mile-
stones. 

The original attribution of ATFM delay indicates that ATC capacity is the most significant (80%) capac-
ity constraint in Sevilla ACC and that ATC staffing has a minor (3%) impact. Does this align with the 

operational realities and if so, what is the justification for recruiting additional ATCOs instead of in-

creasing sector capacity? 

The original attribution of ATFM delay, indicating that ATC capacity is the most significant (80%) 

capacity constraint in Sevilla ACC and that ATC staffing has a negligible (3%) impact, fully align with 

the operational realities and is the result of the application of the criteria established by the NM in 
the ATFM Operations Manual in force, explained before.   

The justification for recruiting additional ATCOs is double: first, to be able to sustain the maximum 

sector opening for longer periods when required, to increase resilience of the ATCO rostering, given 

the labour framework established in the past years, especially in peak and disrupted situations, to 

reduce the dependence on collapsed-sector operation where possible, and to support the imple-
mentation of technical and structural changes without further degrading performance. And sec-

ondly, to be able to assume the expected increase in sectors in Sevilla ACC for the coming years.  

It is not strictly accurate to affirm “instead of increasing sector capacity”, because given that most 

of the En-route sectors in Sevilla ACC are managed taking into account Occupancy Monitoring Val-
ues, the increase of these values and its management based on the occupancy concept de facto im-

plies a tangible improvement in the effective capacity values of the sector, as can be deducted  from 

the reduction of the ATFM delay figures in 2025 despite the higher than expected demand increase. 
Recruitment of additional ATCOs and review of sector capacity are therefore complementary, not 

alternative, actions.  

3) Since, according to recruitment plans etc, staffing does appear to be a significant issue, what level of 
staffing is foreseen as being the optimum level of staffing? 

a) When will such a level be achieved? 

ENAIRE does not consider it operationally sound to define an optimum staffing level as a single static 

headcount detached from the operating concept. The relevant parameter is the combination of 

available and validated staff, qualification mix, roster flexibility, training demand, balance between 
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en-route and TMA sectors and the ability to sustain the sector opening scheme required by traffic 

and complexity.   

Under the current planning material for Sevilla ACC, the staffing line continues to increase progres-

sively, with 165 ATCOs in OPS for 2025, and foreseen 169 in 2026, 176 in 2027, 180 in 2028, 182 in 

2029 and 184 in 2030.  

On that basis, ENAIRE expects progressive improvement in operational resilience from the 2026-

2027 horizon onwards as the planned increases are incorporated and validated. Nevertheless, 

ENAIRE would not consider it prudent to commit to a definitive 'optimum date' at present, because 

the adequacy of staffing must be reviewed together with traffic, complexity and the implementation 

status of the associated structural measures mentioned.  

4) Is flexibility of ATCO rostering an issue? If so, how will this be addressed? 

Yes, partly. ENAIRE considers that rostering flexibility is a key factor, but it is in fact conditioned and 

limited in its application by the ATCO Collective Agreement and by the increasingly restrictive Span-

ish labour legislation.  

Despite these restrictions, ENAIRE is addressing this through continued staffing growth, roster op-

timization within the applicable labour framework, reinforcement of ATFCM and OCC processes, 

and measures aimed at stabilizing demand patterns and reducing volatility through scenarios, RAD 

and interface management. 

5) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 
many sectors. There have been no increases in sector capacity since 2018. What are the plans for in-
creasing individual sector capacity? 

ENAIRE does not consider that the 2025 sample of tactical regulation rates above declared capacity 

is sufficient, by itself, to justify a strategic increase in published declared capacity.   

As previously mentioned, by applying monitoring values based on occupancy, the capacity perfor-

mance of many sectors has been de facto improved.  

Nevertheless, ENAIRE agrees that individual sector capacities must continue to be reviewed, but the 

plans for improving individual sector capacity performance include a combination of different 

measures: review of OTMV / occupancy values in recurrent high-delay sectors, operational improve-

ments in elementary sectors, support from TTM (starting in June 2026), use of dynamic sector con-

figurations, refinement of weather procedures and interface management, further scenario and 

RAD development, and progressive implementation of the structural measures already identified in 

the Capacity Plan 2026 – 2031, including the validation of the benefits derived from the structural 

changes already introduced, including the LECSSUR split and related operational refinements.  

The PRC has highlighted repeatedly how the capacity planning and implementation process is not produc-
ing the required results. ANSPs continue to submit inadequate plans, which even then are not implement-
ed, and these plans are adopted by the NMB.  

6) How, in ENAIRE's opinion, could the capacity planning and implementation process be improved to 
provide all stakeholders with confidence that the required capacity will be provided as planned? 

In ENAIRE’s view, the process can be further improved, but it should also be recognized that a struc-

tured planning and monitoring framework is already in place. Capacity measures, assumptions and 

implementation plans are reflected and updated through the successive NOP cycles, while the re-

spective NSA performs regular monitoring of performance results, delay causes and implementa-

tion progress on realistic basis.  

Confidence could be further strengthened by reinforcing the link between the planning assumptions 

included in the NOP, the implementation milestones of the measures and related projects status. In 

ENAIRE’s opinion, this would enhance predictability and visibility for stakeholders, while building on 

an already existing process of transparency and oversight.  

ENAIRE remains available to contribute constructively to any common improvement initiative that 

enhances the transparency and operational usefulness of the planning process 

 



 PRC ACC PERFORMANCE REVIEW - 2025  97 
 

3.8 KARLSRUHE ACC 

3.8.1 FACT FINDING 

3.8.1.1 Evolution of capacity plans 

Ambitious capacity plans established in 2022 appear to be postponed and even downgraded, with the 

capacity planned for 2029 approximately 50 less than what was previously planned for 2027, back in 2023. 

 

Figure 3-45: Evolution of capacity plans from historic NOPs 

3.8.1.2 Traffic evolution in Karlsruhe UAC 

 IFR flights 2019 2022 2023 2024 2025 

 Number (000) 1830 1645 1761 1851 1924 

 Difference to 2019 - -10% -4% +1% +5% 

Table 3-70: Evolution of traffic in Karlsruhe UAC from 2019 – 2025 

The traffic levels in Karlsruhe UAC have only marginally increased since 2019, in comparison with other 

ANSPs in the network. 

3.8.1.3 Capacity related measures from NOP 

The following section shows extracts from four Network Operations Plan where the ANSP identified spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace Sectors Staffing 

2019 – 2024   
Long term ATCO recruit-
ment plan 

2022 – 2026  

Increase in sectors: 

24 sectors in 2022; 28-29 in 2023; 30-31 

in 2024 

Increase in ATCOs: 
+37 over 2019; +23 in 2023; 
+18 in 2024 

2023 – 2027  

Increase in sectors: 

25-26 in 2023; 

28-29 in 2024; 30-31 in 2025 

Increase in ATCOs: 
+29 in 2023; 
+38 in 2024 

2024 – 2029  

Increase in sectors: 

28-29 in 2024; 

30-31 in 2025; 32-33 in 2026; 

34-35 in 2027 

Increase in ATCOs: 
+16 in 2024; 
+18 in 2025; 
+7 in 2026; 
+13 in 2028 
+14 in 2029 

240

290

340

390

440

490

2019 2020 2021 2022 2023 2024 2025 2026 2027 2028 2029
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2025 – 2029 

Airspace projects: 
EDUUTAC in 2025. 
EDUUTAW + 
EDUUTAE + 
EDUUTAS in 2026 

Increase in sectors: 
29-30 in 2025 
30-31 in 2026 
31-32 in 2027 
32-33 in 2028 
32-33 in 2029 

Increase in ATCOs: 
+14 in 2025; 
+8 in 2026; 
+13 in 2027; 
-12 in 2028; 
+16 in 2029 

Table 3-71: Extracts from Network Operations Capacity Plans 

Capacity measures such as ATCO recruitment and increasing maximum numbers of sectors are in line 

with one of the capacity drivers, namely, increasing the number of sectors open.  

Additional controllers enable the extension of sector opening times (when delays occur outside peak pe-

riod). 

Creating additional sectors is normally an enabler for additional capacity when delays occur during peak 

period. (From Table 3-72: Number of sectors at maximum capacity configuration 

 below: no new sectors are being created, existing sectors are being re-deployed.) 

The capacity plans from 2024-2029 compared with the capacity plans from 2025-2029 do not align. In 

2024 it was foreseen to have 32-33 sector open by 2026, this is now postponed until 2029. There are now 

no plans to provide 34-35 sectors. 

Assuming that all 14 ATCOs began working in Karlsruhe UAC in 2024 as planned – the 2024-2029 plans 

proposed an additional 52 ATCOs between 2025 & 2029; the updated 2025-2029 plans proposed a gain of 

51 ATCOs and a loss of 12 ATCOs (in 2028), leaving a net gain of 39 ATCOs between 2025 & 2029. 

3.8.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 

2019 are published below. 

 NOP published 2019 2020 2022 2023 2024 2025 

 Max configuration 24 25 24 25 28 29 

 Potential available 43 43 43 43 43 43 

Table 3-72: Number of sectors at maximum capacity configuration 

3.8.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours 

During the same period the number of FTE ATCOs in Karlsruhe UAC reported through the ACE submis-

sions is as follows. 

 Karlsruhe UAC 2019 2020 2021 2022 2023 2024 

 ATCOS in OPS (FTE) 396 380 340 336 361 369 

 Number of ATCOs (FTE) on ACC positions*  363 345 302 300 323 330 

Table 3-73: Excerpts from ACE reporting regarding ATCO FTEs 

In communication with the PRC in 2024, Karlsruhe UAC provided the following table for the ATCO devel-

opment in Karlsruhe UAC until 2029. 

 Karlsruhe UAC 2023 2024 2025 2026 2027 2028 2029 

 ATCOS in OPS (FTE) 399 415 433 440 447* 460* 474* 

*Incl potential reduction by 23FTE for MAKAN (convergence of ATM System components and procedures between Maas-

tricht and Karlsruhe UAC) 

Table 3-74: Planned FTE ATCOs at Karlsruhe UAC – (DFS 2024) 

There is a considerable gap between the number of ATCOs planned by Karlsruhe UAC and the number 

reported in the ACE submission. 
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ATCOs were deployed to open ATC sectors for specific periods: sector hours. 

Evolution of annual sector hours at Karlsruhe UAC 

 Karlsruhe UAC 2019 20-21 2022 2023 2024 2025 

 NM systems 144 871  138 286 141 575 141 204 139 345 

Table 3-75: Annual sector hours from NM systems 

The annual increase in sector hours between 2022 and 2024 did not continue into 2025, which saw a re-

duction of almost 2k hours from the previous year (NM systems).  

3.8.1.6 Traffic and delay at Karlsruhe UAC 2019 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 3-46: Evolution of traffic and ATFM delay from 2019 – 2025 

There was a significant reduction in ATFM delays during 2025, compared with the period 2022 – 2024, 

despite an increase in traffic over the same period. 

3.8.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

Figure 3-47 shows a comparison of sector hours deployed during the summer period, May – September 

(In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-47: Comparison of sector hours in summer period 2019 - 2025 
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Summer 2025 saw the fewest number of sector hours deployed for each month. 

A comparison of traffic and delays during the summer period, June – September shows: 

 

Figure 3-48: Comparison of traffic & delay over summer period 

In comparison with 2024, summer 2025 saw 4% more traffic with a 51% reduction in ATFM delays, with 

1% fewer sector hours. 

2025 saw the highest level of traffic over the summer period (731k flights) combined with even fewer de-

lays than 2019. Summer 2025 had 9% more flights, with 30% fewer delays than 2019, even with 1% fewer 

sector hours. 

Within the 4 main sector groups, there was some variation in the number of sector hours deployed. When 

compared to 2024, both the South sector group EDUUUTAS and the West sector group EDUUUTAW de-

ployed slightly more hours than the previous summer.  

  

  

Figure 3-49: Comparison of sector hours per sector group 
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3.8.1.8 Sector opening schemes – planned and actual 

Karlsruhe UAC published its planned sector opening schemes, per sector group, in NOP 2025-2029 for 

summer 2025. There was significant variation between sector groups and between weekday and weekend 

operations (Saturday & Sunday separately). 

 

Figure 3-50: Example of sector opening schemes (June - Sept) 

The actual sector opening schemes are presented below, per sector group. 

Sector 

Group West 

No of sectors 1 2 3 4 5 6 7 8 9 10 

Daily average hrs open 4.9 1.5 0.8 1.6 4.7 7.5 2.8 0.1 0 0 

Daily % open 20% 6% 3% 7% 20% 31% 12% 0% 0% 0% 

 

Sector 

Group South 

No of sectors 1 2 3 4 5 6 7 8 9 

Daily average hrs open 3.6 3 1.9 2.7 4.5 7.8 0.4 0 0 

Daily % open 15% 13% 8% 11% 19% 32% 2% 0% 0% 

 

Sector 

Group Centre 

No of sectors 1 2 3 4 5 6 7 8 9 10 

Daily average hrs open 4.9 1.2 0.9 0.7 2.8 5.1 5.8 2.3 0.3 0 

Daily % open 21% 5% 4% 3% 12% 21% 24% 10% 1% 0% 

 

Sector 

Group East 

No of sectors 1 2 3 4 5 6 7 8 9 

Daily average hrs open 5.2 1.4 0.8 0.8 4.2 8.6 2.9 0.1 0 

Daily % open 22% 6% 3% 3% 18% 36% 12% 1% 0% 

Table 3-76: Actual sector opening (June - Sept) 

3.8.1.9 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures; airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Karlsruhe UAC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 
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The evolution of published declared capacity is also presented for the period 2019 – 2025. 

Sector ID 
Total ATFM 

delay 

ATC Ca-

pacity "C" 2
0

19
 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 Max Declared Ca-

pacity 2019 - 2025 

EDUUERL12 140943 97738 50 50 51 51 51 51 

EDUUNTM3C 103516 65607 59 59 59 59 62 62 

EDUUSLN13 91527 33075 47 47 47 47 47 47 

EDUUFFM1C 90487 44173 53 53 53 53 54 54 

EDUUDON1D 83724 55916 54 54 54 54 54 54 

EDUUDON1C 75866 44796 49 49 50 50 50 50 

EDUUWUR1C 70066 39786 54 54 54 54 54 54 

EDUUKI 62957 43888  53 51 51 51 53 

EDUUALP1L 60618 41331 55 55 55 53 53 55 

EDUUALP3C 59500 97738   52 52 52 52 

Table 3-77: Evolution of declared sector capacity 2019 - 2025 

Two of the sectors are elementary sectors – EDUUERL12 and EDUUSLN13 – the remaining eight sectors 

were operated as collapsed sectors with resulting limitations to available capacity.  

Two sectors EDUUKI and EDUUALP1L are operating at less than previously stated declared capacity. 

The high delays attributed to ATC capacity in collapsed sectors indicates that a significant cause of capac-

ity constraints, and hence ATFM delays, in Karlsruhe UAC is the lack of ATC staff to open sufficient ATC 

sectors to meet traffic demands, particularly during peak periods. 

3.8.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Rea-

son 

ATC 

Capacity 

Airspace Man-

agement 
Other 

Special 

Event 

ATC 

Staffing 

ATC Equip-

ment 

Adverse 

Weather 

ATFM delay code C M O P S T W 

Minutes (000s) 841 24 5 <1 72 3 687 

Percentage 52% 1% <1% 0% 4% 0% 42% 

Table 3-78: ATFM delay reasons attributed by Karlsruhe UAC in 2025 

The attribution of ATFM delays above could be interpreted to infer that the greatest cause of capacity 

constraints is insufficient individual sector capacity requiring significant changes in airspace design or au-

tomation to reduce ATCO workload, contrary to the findings above. 

3.8.1.11 ATFM regulations 
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Figure 3-51: AFTM regulations in Karlsruhe UAC during 2025 (NM systems) 

Karlsruhe UAC applied 3706 ATFM regulations attributed to ATC Capacity ‘C’ in 2025. The regulation rates 

applied are shown in Figure 3-51: AFTM regulations in Karlsruhe UAC during 2025 (NM systems) 

 above. 

437 of the regulations (12%) were applied at rates lower than the published declared capacity of the rele-

vant sector. This implies the existence of an impediment preventing the full deployment of the existing 

capacity, for example adverse weather or military operations & training etc.  

A further 1050 (28%) of the regulations were applied at rates above the published declared capacity of the 

sector. This implies that ATCOs are safely able to handle traffic above the declared capacity and invites 

upward revision of the published declared capacity. Increasing the declared capacity will reduce the pos-

sibility of excessive regulations within sectors that are able to cope with higher traffic demand. 
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3.8.2 PRC EVALUATION 

3.8.2.1 PRC findings: 

Karlsruhe UAC has added additional ATCOs to its workforce and that those ATCOs have handled in-

creased numbers of traffic year on year. 

Karlsruhe UAC already handles a high throughput of traffic in individual sectors, most of which are col-

lapsed. It is unlikely that there will be significant capacity gains without increasing the number of sectors 

open during peak periods.  

Notwithstanding the above finding, there appears to be the possibility of increasing the declared capac-

ity in many of the constrained sectors, since they are often being regulated at levels above the existing 

published declared capacity. 

The PRC consider the critical issue in Karlsruhe UAC remains insufficient staffing levels. The DFS recog-

nise this and are training new ATCOs at a high pace.  

However, the source information about ATFM delays which is provided to high-level decision makers 

does not clearly identify the staffing shortfall. The risk is therefore that the ANSP does not get sufficient 

resources to resolve or mitigate the staffing issue. 

There is a lack of consistency in planning with expected ATCO numbers fluctuating from one year to the 

next and a downward revision in the number of sectors planned to be open to deliver maximum capacity. 

3.8.2.2 PRC questions: 

1) Does Karlsruhe UAC agree with PRC analysis and findings?   

a) If not, what is the local analysis and what problems have been identified?  

b) How does Karlsruhe UAC intend to improve the situation and in what timeframe?  

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (52%) ca-
pacity constraint in Karlsruhe UAC and that ATC staffing has a minor (4%) impact. Does this align 
with the operational realities and if so, what is the justification for recruiting additional ATCOs in-
stead of increasing sector capacity? 

3) The PRC note the planned increase in ATCOs until 2027 and then the alarming decrease again in 
2028. What is the final planned number of ATCOs for Karlsruhe UAC and when will this level be 
achieved? 

4) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 
many sectors. What are the plans for increasing individual sector capacity?   

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-
ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-
mented, and these plans are adopted by the NMB.  

5) How, in DFS's opinion, could the capacity planning and implementation process be improved to pro-
vide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.8.3 ANSP RESPONSE 

1) Does Karlsruhe UAC agree with PRC analysis and findings?   

a) If not, what is the local analysis and what problems have been identified?  

b) How does Karlsruhe UAC intend to improve the situation and in what timeframe?  

DFS agrees in part with the PRC findings.  

a. However, we take a slightly different view on certain points. These are explained below. 

b. DFS’s capacity planning, and thus that of Karlsruhe UAC, is transparently presented in the LSSIP 

and the NOP and is updated annually. DFS has also reported on its medium-term planning on 

several occasions during user consultations in the context of the performance regulation. De-

velopments in recent years show a clearly positive trend in performance. DFS has been expressly 

commended by both the Network Manager and the airlines for the significant improvement in 

service quality in 2025. For the coming years, we plan to continue this trend with a steady reduc-

tion in delays and the aim of returning to a reasonable level by the end of RP4 (i.e. by 2029). In 

doing so, DFS places a high priority on the training of air traffic controllers. However, further 

measures such as optimisations in the areas of ATS systems, airspace design and ATFM are also 

intended to contribute to this. 

2) The original attribution of ATFM delay indicates that ATC capacity is the most significant (52%) capac-
ity constraint in Karlsruhe UAC and that ATC staffing has a minor (4%) impact. Does this align with the 
operational realities and if so, what is the justification for recruiting additional ATCOs instead of in-
creasing sector capacity? 
The application of the regulation reasons ‘ATC Capacity’ and ‘ATC Staffing’ complies with the 

guidelines set out in the ATFCM Operations Manual. According to these guidelines, only short-term 

ATCO sickness leave during the tactical phase are attributed to ‘ATC Staffing’, whilst staff short-

ages that are known at the planning stage are attributed to ‘ATC Capacity’. This is common prac-

tice. At the same time, DFS has for years communicated openly about the reasons for its capacity 

constraints, so that these are widely known to all stakeholders. In particular, the ATCO shortages 

and the associated mitigation measures taken by DFS are likely to be widely known to all. 

3) The PRC note the planned increase in ATCOs until 2027 and then the alarming decrease again in 2028. 
What is the final planned number of ATCOs for Karlsruhe UAC and when will this level be achieved? 

The decline in the number of operationally available ATCOs in 2028 is attributable to the plans cur-

rently in place for the introduction of a new ATS system, which requires intensive ATCO training. In 

the long term, the number of operationally available staff at Karlsruhe UAC is to be increased to 

more than 500 ATCOs. This figure is to be achieved during RP5. However, the continuous increase 

in ATCO figures will lead to a steady reduction of delays, reaching a reasonable level by the end of 

RP4. 

4) The ATFM regulations applied in 2025, indicate the potential to increase declared sector capacity in 
many sectors. What are the plans for increasing individual sector capacity?   

It is not unusual for actual regulation rates to deviate from the declared capacities, as the latter 

serve as a reference, whilst actual regulation rates depend on numerous factors and conditions, 

such as traffic complexity, volatility, predictability and traffic bunching. For this reason, the deci-

sion-making process is supported by the utilization of the flow management tool iFMP and the 

complexity filters embedded within it. Karlsruhe UAC also focusses on occupancy values to opti-

mise ATFM. Nevertheless, DFS has established a structured process for validating declared sector 

capacities, which enables regular review and, where necessary, adjustment of the values. Wherever 

possible, these values are therefore increased. However, ATFM regulations remain a safety-rele-

vant tool and must primarily serve to prevent ATCOs from overload situations. 
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The PRC has highlighted repeatedly how the capacity planning and implementation process is not producing 
the required results. ANSPs continue to submit inadequate plans, which even then are not implemented, 
and these plans are adopted by the NMB.  

5) How, in DFS's opinion, could the capacity planning and implementation process be improved to provide 
all stakeholders with confidence that the required capacity will be provided as planned? 

Through existing documents and processes, the ANSPs already provide a high level of transparency 

regarding their planning, and they are committed to put their plans into action. However, the 

framework conditions and external factors (such as traffic demand, crises, weather, etc.) to which 

ANSPs are subject and which may influence service quality are highly volatile and often beyond the 

ANSPs’ control. All of this should be taken into account to a greater extent in order to define real-

istically achievable target values that will then also have a motivating effect.  

 

Below you will find further comments on the analyses and findings: 

• Traffic trends: Although traffic growth at the ACC level is only 5% above 2019 levels, a look at 

the sector family level reveals a much more nuanced picture. Due to above-average traffic 

growth on the south-east axis, the SF South in particular is showing very high growth and was 

already 36% above pre-pandemic levels in 2025. Furthermore, since the outbreak of the war in 

Ukraine, military traffic has risen significantly and stands at approximately 28% of the 2019 level 

at Karlsruhe UAC, contributing to a significant increase in traffic complexity. 

• ATCOs: The ATCO figures from the ACE Report are not comparable with those from the NOP. 

Whilst the ACE Report requires us to report ATCOs and supervisors in OPS (i.e. excluding activ-

ities outside OPS), the NOP focuses on operationally deployable staff. Supervisors are only 

counted for the proportion of time they actually work on board. 

• Annual sector hours: Although sector opening hours may have decreased at ACC level in 2025, 

they have risen significantly in the two Sector Families where most delays were generated, and 

particularly in the SF South during the summer. Furthermore, by optimising staff rostering, sec-

tor opening hours could be aligned even more precisely with traffic demand. In the SF Central, 

thanks to the ALFA project, the airspace structure was optimised in such a way that, despite 

shorter sector opening hours, delays were significantly reduced through a more balanced distri-

bution of the sectors’ workload. 

Capacity gains: Training capacity at Karlsruhe UAC has been increased from 32 to 40 trainees per an-

num. Although ATCO training will remain the main driver for capacity increases in the coming years, 

Karlsruhe UAC is focusing on further capacity-enhancing measures in the areas of ATS systems, airspace 

design and ATFM. 
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3.9 BREST ACC 

3.9.1 FACT FINDING 

3.9.1.1 Evolution of capacity plans 

From 2018 - 2022, capacity plans were both downgraded and postponed. More ambitious plans from 2023 

have subsequently been postponed and the downgraded. Planned capacity for 2029 will now be lower 

than what was previously planned for 2022. 

 

Figure 3-52: Evolution of capacity plans from historic NOPs 

3.9.1.2 Traffic evolution in Brest ACC 

 IFR flights 2018 2019 2022 2023 2024 2025 

 Number (000) 1094 1105 939 1032 1102 1161 

 Difference to 2019 - +1% -14% -6% +1% +6% 

Table 3-79: Evolution of traffic in Brest ACC 

There has been a small increase in traffic within Brest ACC since 2018. 

3.9.1.3 Capacity related measures from NOP 

The following section shows extracts from five Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace System Sectors Staffing 

2019 – 2024 
FRA in 2022 

Reorg of airspace 

below FL195 

4-flight in 2024 
+1 sector in 

2022 (18) 
Flexible roster 

2022 – 2026 
FRA Atlantic (2022) 

FRA central/east 

(2024) 

Training 4-flight in 

24-25. 

Implementation 4-

flight in 2026 

-1 sector from 

2024 (17) 

Increase ATCOs in 2022 

Maintain ATCO level in 2023 & 

2024 

Densified roster 22-26 

2023 – 2027 
FRA central/east 

(2025) 

Capacity gain from 

4-flight from 2027 

-1 sector from 

2025 (16) 

Reduction in ATCOs from 2025 

- 2027 
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2024 – 2029 
FRA central/east 

(2027) 
As previous 

+1 sector from 

2028 (17) 

Reduction in ATCOs from 25-

27. 

Maintain 27 level of ATCOs in 

2028 & 2029 

2025 – 2029  

Training 4-flight 25-

26 

Implementation 4-

flight 2027 

 

+2 ATCOs in 25 (248) 

+4 ATCOs in 26 (252) 

+6 ATCOs in 27 (258) 

+13 ATCOs in 28 (271) 

+9 ATCOs 29 (280) 

Table 3-80: Extracts from Network Operations Capacity Plans 

Significant variation in historic capacity plans in terms of opening and closing sectors and recruitment of 

ATCOs. 

Postponement of significant projects observed (4-flight & Free Route Airspace (FRA)) 

2025-2029 plan showing planned increase in ATCOs is consistent with ambition to deploy more sector 

hours and providing additional more capacity by de-collapsing, or re-opening, existing sectors to provide 

more existing capacity during peak periods. 

3.9.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 

2019 are published below. 

 NOP published 2018 2019 2020 2022 2023 2024 2025 

 Max configuration 18 17 16 18 18 17 16 

Table 3-81: Number of sectors at maximum capacity configuration (source NOP) 

The number of sectors at maximum capacity configuration has varied over the period, with 2 fewer sec-

tors available in 2025 than were available in 2018, 2022 and 2023 – despite increasing traffic forecasts. 

3.9.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in the specific ACC and also presents 

the output of those ATCOs in terms of deployed sector – hours. 

During the same period the number of FTE ATCOs in Brest ACC reported through the ACE submissions is 

as follows. 

 Brest ACC 2018 2019 20/21 2022 2023 2024 

 ATCOS in OPS (FTE) 268 296  300 307 282 

 ATCOs (FTE) on ACC positions* 258 286  264 256 240 

Table 3-82: Excerpts from ACE reporting regarding ATCO FTEs 

The ATCOs were deployed to provide the following sector hours. 

 Brest ACC 2018 2019 20-21 2022 2023 2024 2025 

 NM systems 87 148 81 818  63 451 74 340 86 039 61 317 

Table 3-83: Annual sector hours from NM systems 

According to data derived from the NM systems, there was a 29% reduction in sector hours between 2024 

and 2025. 
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3.9.1.6 Traffic and delay at Brest ACC 2018 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2018 – 2025. 

 

Figure 3-53: Evolution of traffic and ATFM delay from 2018 – 2025 

3.9.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

The Network Operations Plan 2025 – 2029 contained the forecast for traffic in Brest ACC for 2025. 

NOP 2025-2029 Growth Compared to 2024 

Brest ACC High +4% 

Table 3-84: Forecast traffic for Brest ACC 

A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing: 

(In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-54: Comparison of summer period 2019 – 2025 

Brest ACC deployed the lowest number sector hours in summer 2025 in comparison all previous years. 
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3.9.1.8 Sector opening schemes – planned and actual 

Brest ACC published an aggregated sector opening scheme for the entire ACC, rather than splitting into 

the three main sector groups: sector group east, sector group north and sector group south. The sector 

opening scheme fluctuated significantly, from day to day and from month to month.  

Such fluctuation either shows a high variability (and confidence) in the (hourly) traffic forecasting or a 

known variance in staff availability – potentially both.  

  

Figure 3-55: Examples of sector opening schemes 

The actual sector opening scheme that was deployed in Brest ACC – from June to September - is pre-

sented below – per sector group. 

Sector 

Group East 

No of sectors 1 2 3 4 5 6 7 8 9 

Daily average hrs open 8.1 1.7 5.2 6 2.3 0.7 0 0 0 

Daily % open 34% 7% 22% 25% 10% 3% 0% 0% 0% 
 

Sector 

Group North 

No of sectors 1 2 3 4 5 6 7 

Daily average hrs open 7.9 6.1 5.7 3 1.1 0.2 0 

Daily % open 33% 25% 24% 13% 4% 1% 0% 
 

Sector 

Group South 

No of sectors 1 2 3 4 5 6 7 8 

Daily average hrs open 6.9 2.5 4.8 6.8 2.3 0.6 0.1 0 

Daily % open 29% 11% 20% 28% 9% 2% 1% 0% 

Table 3-85: Sector opening scheme from June – September 

It is clearly evident that all sector groups operated at significantly reduced capacity with more than 50% 

of the time operating with only 3, or fewer, sectors open in each sector group. 

 
Figure 3-56: Comparison of traffic & delay over summer period 
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Brest ACC handled 23k more flights in summer 2025 than over the same period in 2024, an increase of 

5%. 

For the 5% increase in traffic, ATFM delays rose by more than 303k minutes (102%). However, the vast 

majority of these additional delays occurred in July 2025 with 260k minutes more than in July 2024. 

Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The eight most constrained sectors in Brest ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2019 – 2025. 

Sector ID 

Total 

ATFM 

delay 

ATC 

Capac-

ity "C" 2
0

18
 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Max Declared 

Capacity 

2018 - 2025 

LFRRMZ 104625 68780 42 45 45 45 50 50 50 50 

LFRRMZSI 83406 384 38 41 41 41 44 44 44 44 

LFRRN 72133 3828 39 42 41 42 47 47 47 47 

LFRRQXSI 69746 545 32 35 35 35 36 36 36 36 

LFRRA 54751 242 41 44 44 44 49 49 49 49 

LFRRMZU 36003 35465 39 42 42 42 42 42 42 42 

LFRRVKWS 34209 71 35 38 37 38 38 38 38 38 

LFRRNOR 32717 12   42 43 45 45 45 45 

LFRRESTU 32305 61 40 43 43 43 48 48 48 48 

LFRRMZI 25931 21129 33 36 36 36 36 36 36 36 

Table 3-86: Evolution of declared sector capacity 2019 - 2025 

There were general increases in sector capacity in 2019 and 2023. All of the above sectors are collapsed 

sectors. 

The declared capacity is the strategic value and the available capacity provided on a tactical basis can be 

quite different. For example, adverse weather can reduce available tactical capacity as can military oper-

ations and training. 

3.9.1.9 Summary of ATFM delays for 2025 according to source data 

ATFM Delay Rea-

son 

ATC 

Capacity 

ATC In-

dustrial 

Action 

Airspace 

Manage-

ment 

Other 
Special 

Event 

ATC 

Staffing 

ATC 

Equip-

ment 

Adverse 

Weather 

ATFM delay code C I M O P S T W 

Minutes (000s) 185 96 2 10 217 188 15 110 

Percentage 22% 12% - 1% 26% 23% 2% 13% 

Table 3-87: ATFM delay reasons attributed by Brest ACC in 2025 

Special event ‘P’ is listed as the most significant capacity constraint (26%), with 217k minutes of ATFM 

delay. This was spread throughout the year, from March to December. The “Special event” is reported as 

training and live trials in advance of the implementation of 4-flight system in Brest ACC. 

In July 2025, the attribution of ATFM delay were as shown below:  

ATC staffing is listed as the second most significant capacity constraint (23%), closely followed by ATC 

capacity (22%).   
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3.9.2 PRC EVALUATION 

3.9.2.1 PRC findings: 

The training and live trials associated with the 4-flight implementation has created significant capacity 

constraints in Brest ACC. It is essential that airspace users can quickly benefit from the additional capac-

ity that was promised ahead of the disruption and capital investment. 

The high incidence of capacity attributed delays in collapsed sectors indicates an issue with ATC staffing, 

as does the historic reduction in ATCO numbers and the recent plan to increase the number of ATCOs 

listed in the NOP capacity plans.  

Training for 4-Flight implementation has significantly impacted the ability to open sufficient sectors to 

handle traffic demand.  

The planned number of ATC sectors to be opened at maximum configuration lacks clarity and con-

sistency, bring an additional level of uncertainty to future capacity levels. 

3.9.2.2 PRC questions: 

1) Does Brest ACC agree with PRC analysis and findings?   

a) If not, what is the local analysis and what problems have been identified?  

b) How does Brest ACC intend to improve the situation and in what timeframe?  

2) Special event (P) was the most significant capacity constraint highlighted in 2025 with 26% of all 
ATFM delays. It is understood that this was due to training for the 4-Flight implementation project. 
Does Brest ACC consider that the training was handled appropriately with such an impact on oper-
ational traffic, or could it have been performed with less of an impact on operations? 

3) ATC staffing was the second most significant reason for capacity constraints with 23% of the total 
ATFM delays.  

a) What is the foreseen level of ATCOs required to provide the required capacity in Brest ACC and when 
will that level be achieved? 

4) The sector opening scheme published in NOP 2025-2029, despite aggregating all three sector 
groups, fluctuates significantly from hour to hour on different days of the week etc. What is the main 
driver of the sector opening scheme: Is it availability of ATCOs or is it the expected traffic forecast?  

a) If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic fore-
casts been, and are buffers included in case of variation?  

b) If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flexibility 
in rostering to meet changing traffic demand?  

5) ATC capacity was identified as the cause of the capacity constraint for 22% of ATFM delays in 2025. 
The 4-Flight implementation is expected to bring additional capacity. 

a) How much capacity is expected from 4-Flight and when will it become available? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-
ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-
mented, and these plans are adopted by the NMB.  

6) How, in DSNA's opinion, could the capacity planning and implementation process be improved to 
provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.9.3 ANSP RESPONSE 

1. Does Brest ACC agree with PRC analysis and findings? 

a. If not, what is the local analysis and what problems have been identified? 

b. How does Brest ACC intend to improve the situation and in what timeframe? 

Globally the description made is right and factual but we have a few comments on the tables and 

figures: 

Figure 3-52 shows a misunderstanding in the way we counted the ATCOs in 2018 (in or out of the Ops 

room). Postponement of 4-Flight implementation and a large amount of ATCO experts involved in 

the project explain the reduction of capacity between 2024 and 2025. However, numbers in Table 

3-80 shows a different total of ATCO available in 2029 than in Figure 3-52. 

Table 3-81 shows that Brest used to declare the maximum configuration available (best case sce-

nario) but since 2024, only maximum guaranteed capacity is declared but with some extra capacity 

available due to flexible rostering and measures throughout the year 

Table 3-82 shows a mistake in ATCO in OPS due to a misunderstanding. ATCO out of the Ops Room 

were considered as a third of an ATCO in the Ops room. Total FTE is still around 300 and FTE on ACC 

positions is around 220 in 2025 (mostly due to 4-Flight training where a lot of experts are needed) 

Table 3-83 shows a difference in the way we defined capacity available between 2024 and 2025 (ac-

cording to HQ recommendations). Strategic Best-case scenario was presented until 2024 and from 

2025 we were requested to present minimum guaranteed scenario available (i.e. rostering with max-

imum leave and strategic flexibility).  

Difference between 2024 and 2025 can be seen as an addition of multiple factors: variation of staff 

and extra short to mid-term flexibility available. It is important to note that actual opened sectors 

increased by 4.4% in 2025 compared to 2024. 

Figure 3-55: Opening Scheme. Brest is divided in 3 clusters but has a single rating for the ATCOs. 

Strategic Opening Scheme is based on NM predictions and ATCOs available but on a daily basis open-

ing scheme is demand driven, especially with transatlantic flights that generates high volatility every 

day and demands flexibility. 

Figure 3-56 shows a peak in traffic delay in July 2025 mostly due to 2 days of industrial actions 

Table 3-57: It is important to understand that some of the sectors presented are elementary sectors 

such as LFRRMZU and LFRRMZI. It is underlined by the fact that most of the delays on these sectors 

are due to Capacity. LFRRMZ is a collapsed sector (can be split in 3 sectors) and the fact that 2/3 of 

delays are due to capacity shows that this sector has been regulated at a very high rate and split 

(usually approximately 110 flights/hour when split in 3) though the capacity is 50 when LFRRMZ can’t 

be split.  

Other sectors are collapsed sectors and regulations show a lack of staff available 

2. Special event (P) was the most significant capacity constraint highlighted in 2025 with 26% of all ATFM 

delays. It is understood that this was due to training for the 4-Flight implementation project. Does Brest 

ACC consider that the training was handled appropriately with such an impact on operational traffic, or 

could it have been performed with less of an impact on operations? 

The delays attributed to the 4-FLIGHT project are due to three phases: 

1. Definition of working methods, version validation, configuration, and training material develop-

ment 

A total of 30 ATCOs have been removed from the operational roster since winter 2023 until the sys-

tem goes live: 
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- 8 ATCOs for defining working methods and functional validation of versions and patches. 

- 6 ATCOs for technical configurations and validations. 

- 16 ATCOs for developing and delivering training courses. These 30 ATCOs represent 2.5 ATCOs 

withdrawn per controller team, equivalent to one unavailable sector per team. To allocate delays to 

the project, the first staffing adjustment is labelled "Special Event 4-FLIGHT". 

2. Controller training periods 

Training is conducted in two-day blocks for 308 qualified controllers, lasting 6 weeks. Twenty con-

trollers are trained daily and thus removed from operational roster. There will be 7 training blocks in 

total, with 4 already completed. 

Training is scheduled during low-traffic winter periods, with teams reinforced through additional 

shifts. If reinforcements are insufficient, the resulting adjustments are labelled "Special Event 4-

Flight". 

3. Live-traffic training periods 

User proficiency and flight safety require controlled traffic conditions, which inherently causes de-

lays. Training periods are preferably conducted at night, but when higher traffic conditions are 

needed, regulatory adjustments are unavoidable. 

These scheduled operations are analyzed by the Network Manager (NM), and mitigation measures 

are implemented to reduce the impact. 

Induced delays are labelled "Special Event – 4-FLIGHT". 

Roadmap and training program have been fine-tuned and mitigation measures have been coordi-

nated appropriately with the NM in order to reduce impact. In addition to this, heart of summer sea-

son has been protected 

3. ATC staffing was the second most significant reason for capacity constraints with 23% of the total ATFM 

delays. What is the foreseen level of ATCOs required to provide the required capacity in Brest ACC and when 

will that level be achieved? 

4-Flight implementation in late 2027 will enable a larger amount of ATCO in the Ops room in 2028. 

Combined with a larger amount of ATCO trainees starting in 2026, Brest capacity may match NM 

predictions by 2029 

4. The sector opening scheme published in NOP 2025-2029, despite aggregating all three sector groups, 

fluctuates significantly from hour to hour on different days of the week etc. What is the main driver of the 

sector opening scheme: Is it availability of ATCOs or is it the expected traffic forecast? 

a. If the expected (hourly) traffic forecast is the main driver, how accurate have previous traffic forecasts 

been, and are buffers included in case of variation? 

b. If availability of ATCOs is the main driver of the sector opening scheme, is there sufficient flexibility in 

rostering to meet changing traffic demand? 

Yearly NOP is based on ATCOs available and rostering. On a daily basis, opening scheme is based on 

traffic demand. There are a few flexibility measures available that can be activated 25 days prior to 

daily operations but neither short term measures nor buffers can help to match with high variations. 

5. ATC capacity was identified as the cause of the capacity constraint for 22% of ATFM delays in 2025. The 

4-Flight implementation is expected to bring additional capacity. 

a. How much capacity is expected from 4-Flight and when will it become available? 

In 2028, the first summer with 4-FLIGHT system there will be a loss of capacity of 10%.  Working 

groups will be created to assess capacity evolutions through ATCO’s appropriation Then there will be 

a gradual increase in 2029 and 2030 (5% per year expected), returning to previous capacity levels by 

the summer of 2030. 
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The PRC has highlighted repeatedly how the capacity planning and implementation process is not producing 

the required results. ANSPs continue to submit inadequate plans, which even then are not implemented, 

and these plans are adopted by the NMB. 

6. How, in DSNA's opinion, could the capacity planning and implementation process be improved to provide 

all stakeholders with confidence that the required capacity will be provided as planned? 

At national level DSNA/DO/EC is working with ACCs on several programs/ projects: 

- To have a global reorganization of upper airspace (above FL195) that is done in coordination with 

NM  

teams. DSNA is defining some quick wins modifications (DFL) and bigger airspace projects to accom-

modate more traffic in congested areas of DSNA airspace 

-To review the way to define capacities of elementary and combined sectors in ACC. We also count 

on  

NM and its CAPAN studies.  

- To optimize flexibility rules for ATCOs in ops room and to have rostering offering sectors offer and 

capacity more appropriate to traffic demands throughout the day and the year, to offer what is 

needed.  

- Finally, we also rely on on-site time-clock and badge systems to better identify some weaknesses 

in rostering of ACCs. 

 

  



116                                                                                                            PRC ACC PERFORMANCE REVIEW - 2025 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

This page was intentionally left blank 

 

 

 

 

 

  



 PRC ACC PERFORMANCE REVIEW - 2025  117 
 

3.10 BEOGRAD ACC 

3.10.1 FACT FINDING 

3.10.1.1 Evolution of capacity plans 

The PRC has updated the table below based on the input from SMATSA regarding the separation of Be-

ograd APP & ACC in 2016 and the establishment of ACC Sarajevo in 2019, which significantly reduced the 

Area of Responsibility for Beograd ACC. Therefore, only capacity plans from 2019 are presented below. 

 

Figure 3-57: Evolution of NOP capacity plans from 2019 

3.10.1.2 Traffic evolution in Beograd ACC 

 IFR flights 2019 2022 2023 2024 2025 

 Number (000) 741 756 872 956 1018 

 Difference to 2019  +2% +18% +29% +37% 

Table 3-88: Evolution of traffic in Beograd ACC 

There has been a very significant increase in traffic within Beograd ACC since 2019. 

3.10.1.3 Capacity related measures from NOP 

The following section shows extracts from four Network Operations Plan where the ANSP identifies spe-

cific capacity related activities that will impact future capacity. 

Network Opera-

tions Plan 
Airspace System Sectors Staffing 

2019 – 2024 FRA operations SECSI   
Additional ATCOs planned 

from 2021. 

2022 – 2026 
Expansion of cross-bor-

der FRA 
  Additional ATCOs from 2023 

2023 – 2027  
ATM system 

upgrade 
New sectorisation Additional ATCOs planned 

2024 – 2029  
ATM system 

upgrade 
New sectorisation Additional ATCOs planned 

2025 – 2029 
Re-organisation of 

TSA/TRAs 

ATM system 

upgrade 
 

Reduction in ATCOs to 2026, 

then increase from 2027. 

Table 3-89: Extracts from Network Operations Capacity Plans 
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3.10.1.4 Evolution of sectors at maximum capacity 

The number of sectors potentially available and which can be operational at maximum capacity since 

2019 are published below. 

 NOP published 2019 2020 2022 2023 2024 2025 

 Max configuration 11 11 11 12 12 12 

Table 3-90: Number of sectors at maximum capacity configuration (source NOP) 

SMATSA reported that, technically, 14 sectors could be opened at maximum configuration but that the 

declared maximum configuration is based on available staffing, limiting it to 12 sectors.  

3.10.1.5 ATCOs and sector hours 

This section presents the reported numbers of FTE ATCOs working in Beograd ACC and presents the out-

put of those ATCOs in terms of deployed sector – hours. 

During the same period the number of FTE ATCOs in Beograd ACC reported through the ACE submissions 

is as follows. 

 Beograd ACC 2019 20/21 2022 2023 2024 

 ATCOS in OPS (FTE) 143  141 143 144 

 ATCOs (FTE) on ACC positions* 130  128 130 131 

Table 3-91: Excerpts from ACE reporting regarding ATCO FTEs 

SMATSA reported that they were able to train 12 ATC candidates per year with an estimated success rate 

of 75% or (+9 ATCOs). Given natural attrition due to retirements and medical issues (≈3 ATCOs/year) they 

expect a maximum growth of 6 ATCOs annually.  

The number of ATCOs in OPS and ATCOs on ACC positions has remained almost constant since 2019 (+1 

ATCO FTE).  

The capacity plans in the NOP (2025-2029) do not show any planned increase in ATCO numbers until 2027, 

despite previous capacity plans (2023 & 2024) based on an increase in ATCO numbers. 

The ATCOs were deployed to provide the following sector hours. 

 Beograd ACC 2019 2020-21 2022 2023 2024 2025 

 NM systems 32697  30469 33296 35712 37452 

Table 3-92: Annual sector hours from ACE submissions and NM systems 

According to data derived from the NM systems, sector hours have also increased significantly since 2022. 

2025 values are the highest deployed since 2019, with almost the same number of ATCOs working on ACC 

positions.  

2025 showed increased sector hours for each month 

from January through to May. June and July had 

fewer sector hours than in 2024. 

A slight increase was observed in August 2025 and a 

more sustained monthly increase was evident from 

September through December. 

SMATSA reported the use of enhanced ATCO man-

agement practices to increase sector hours de-

ployed. These include, optimisation of scheduling; 

reduced summer leave periods and an increase in 

personnel available in the OPS room.  

ATC Industrial action was reported from 18th August to 29th September 2025. 

 

Figure 3-58: Sector hours deployed 2024 & 2025 

1500

2500

3500

4500

5500

Ja
n

Fe
b

M
ar

A
p

r

M
ay Ju
n

Ju
l

A
u

g

Se
p

O
ct

N
o

v

D
ec

2024 2025



 PRC ACC PERFORMANCE REVIEW - 2025  119 
 

3.10.1.6 Traffic and delay at Beograd ACC 2019 – 2025 

This section presents data on annual traffic throughput and ATFM delays over the period 2019 – 2025. 

 

Figure 3-59: Evolution of traffic and ATFM delay from 2019 – 2025 

3.10.1.7 Closer analysis of traffic, delay and deployed sector hours for summer periods:  

The Network Operations Plan 2025 – 2029 contained the forecast for traffic in Beograd ACC for 2025. 

NOP 2025-2029 Growth Compared to 2024 

Beograd ACC High +8% 

Table 3-93: Forecast traffic for Beograd ACC 

A comparison of sector hours deployed during the summer period, June – September shows the follow-

ing: 

(In the graphics below, 2020 and 2021 are excluded) 

 

Figure 3-60: Comparison of sector hours 2019 – 2025 

Beograd ACC started 2025 by deploying more sector hours to handle the increased traffic growth. How-

ever, in June and July, fewer sector hours were deployed than in the previous year. Sector hours rose 

again, in August and September, in comparison to previous years. 
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Figure 3-61: Comparison of traffic & delay over summer period 

In June 2025, Beograd ACC handled 8% more traffic than during the previous year – in part associated 

with re-routings due to political and military events in the Middle East. In the same month, there were 

120k fewer minutes of ATFM delay than in 2024. In June 2024, Beograd ACC attributed 135k minutes of 

en route ATFM delay to adverse weather – it was 19k in 2025. 

July 2025 saw the same level of traffic compared to 2024 with almost 40% fewer delays; 94k fewer 

minutes of ATFM delay attributed to adverse weather than in 2024. 

August 2025 had 2% additional traffic than 2024: 40k fewer minutes of ATFM delay attributed to weather 

but 93k minutes of ATFM delay attributed to ATC industrial action, giving 34% more delays in total. 

September 2025 had the same level of traffic as 2024 but had three times the delays. 85% of delays were 

attributed to ATC industrial action. 

3.10.1.8 Regulations 

During summer 2024 (June to September) Beograd ACC applied 1406 ATFM regulations.  

Of the ten most constraining sectors in Summer 2024 – 44% of the ATFM regulations (615 in total) were 

at levels below the declared capacity of the sector – indicating a loss of available capacity such as adverse 

weather or, military operations & training. 

During the same period in 2025 – Beograd ACC applied 2325 ATFM regulations, 1096 of them attributed 

to ATC Industrial action – >99% of which at levels below the declared capacity. 
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Figure 3-62: Regulations for I - Industrial action 

Of the ten most constraining sectors in summer 2025 – 75% of total regulations (940 in total) were at 

levels below the declared capacity of the sector, indicating a loss of available capacity.  

 

Figure 3-63: Regulations in 10 most constraining sectors 

3.10.1.9 Declared Sector Capacity: 

The other main capacity driver is increasing throughput in existing sectors. This can be done by amend-

ments to procedures or airspace design or reducing the workload of ATCOs through better equipment or 

training. 

The published value for the “declared capacity” of individual sectors provides a strategic view on what 

capacity can be expected by airspace users whenever the specific sector is operated. 

The ten most constrained sectors in Beograd ACC, defined as those individual sectors with the highest 

amount of en route ATFM delay assigned in 2025, are listed in the table below. 

The evolution of published declared capacity is also presented for the period 2019 – 2025. 
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Sector ID 
Total ATFM 

delay 

ATC  

Capacity "C" 

2
0

19
 

2
0

2
0

 

2
0

2
2 

2
0

2
3 

2
0

2
4

 

2
0

2
5 

Max Declared Ca-

pacity 2019 - 2025 

LYBALW 181958 53659 36 36 36 36 42 42 42 

LYBAX 85560 13035 53 53 53 53 55 60 60 

LYBATW 56811 4412     53 59 59 

LYBATE 56476 18123 42 42 42 42 45 45 45 

LYBATNE 50336 7733    42 45 44 45 

LYBALNE 46054 2409  45 45 45 45 44 45 

LYBATN 39562 6715 42 42 42 42 42 42 42 

LYBAUNE 30933 820    42 45 45 45 

LYBAU 30214 1543 47 47 47 47 47 50 50 

LYBALUW 29160 4397    42 45 50 50 

Table 3-94: Evolution of declared sector capacity 2019 - 2025 

Sectors LYBALW, LYBATE and LYBATN are elementary sectors, the remaining seven sectors are col-

lapsed sectors. 

Eight sector capacities have been increased since 2023, including LYBALUW which was raised by almost 

20% over two years, and LYBALW which was raised by 16%. Four sectors had capacity increases during 

2025, and two sectors had minor reductions in declared capacity.  

The declared capacity is the strategic value and the available capacity provided on a tactical basis can be 

quite different. For example, adverse weather can reduce available tactical capacity as can military oper-

ations and training and other factors such as industrial action. 

3.10.1.10 Summary of ATFM delays for 2025 according to source data. 

ATFM Delay Reason 
ATC  

Capacity 

ATC Staff-

ing  
Other 

ATC Indus-

trial action 

Adverse 

Weather   

ATFM delay code C S O I W 

Minutes (000s) 122 38 8 288 278 

Percentage 17% 5% 1% 39% 38% 

Table 3-95: ATFM delay reasons attributed by Beograd ACC in 2025 

Adverse weather (38%) is no longer listed as the most significant capacity constraint but has been sur-

passed by ATC Industrial action (39%). In 2024 there were more than 567k minutes of delay attributed to 

adverse weather, double the amount attributed to adverse weather in 2025.  

PRC trials conducted with other ANSPs have shown that a high proportion of delays attributed to adverse 

weather are greatly influenced by the staffing situation and the availability of ATC staff.  

A reduction in available capacity for any reason will aggravate any further reduction in capacity for a dif-

ferent reason. For example, a lack of available staff to open additional sectors will compound the impact 

of adverse weather reducing available capacity in the collapsed sectors. Similarly, a reduction in capacity 

due to military operations and training will be aggravated if sectors subsequently have to be collapsed 

due to staff planning. 

SMATSA has indicated their support for the PRCs efforts to enhance transparency in ATFM operations 

and for discussions about the introduction of new ATFM delay codes to further enhance clarity and accu-

racy in reporting delays. 
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3.10.2 PRC EVALUATION 

3.10.2.1 PRC findings: 

The PRC accepted the feedback from SMATSA regarding previous analysis for Beograd ACC and has 

therefore changed the period of observation, to focus on the existing configuration of Beograd ACC. 

The PRC notes that NOP capacity plans for Beograd ACC since 2019 have promised additional ATCOs 

to enter service. However, since 2019, the reported ATCO FTEs has only increased by 1 – despite 

SMATSA clarification that +6 ATCOs can be delivered annually. Furthermore, the capacity plans for 

2025-2029 promise a reduction in ATCO FTEs, with an increase only coming from 2027. 

The PRC also notes that the stated intention (in response to the PRC) to recruit 10 additional ATCOs per 

year in 2025 and 2026 was not evident in the NOP 2025-2029. 

The PRC notes the effort to increase sector hours in response to the previous capacity challenges and 

the expected traffic growth for 2025. SMATSA reported their intention to deploy more sector hours 

through  

The PRC also welcomes the increase in declared capacity in several sectors in an effort to handle more 

traffic.  

However, the general increase in sector hours was not continued through the entire summer period, 

which limited the delivery of additional capacity. 

Furthermore, Beograd ACC was unable to deploy the stated levels of declared capacity, mainly for rea-

sons of ATC industrial action and for adverse weather conditions. 

3.10.2.2 PRC questions: 

1) ATC industrial action was the main reported cause of ATFM delays in 2025 in Beograd ACC. Have 
the issues been addressed to the satisfaction of all parties, and will the previously reported capacity 
enhancements be able to progress as planned? 

2) ATFM delays attributed to adverse weather decreased by 50% from 2024. How was this possible and 
what direct actions did SMATS take to achieve this result? 

3) Beograd was unable to provide additional sector hours during June and July compared to 2024. Will 
Beograd ACC be able to increase the sector hours during Summer 2026? 

The PRC has highlighted repeatedly how the capacity planning and implementation process is not pro-
ducing the required results. ANSPs continue to submit inadequate plans, which even then are not imple-
mented, and these plans are adopted by the NMB.  

4) How, in SMATSA’s opinion, could the capacity planning and implementation process be improved 
to provide all stakeholders with confidence that the required capacity will be provided as planned? 
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3.10.3 SMATSA RESPONSE 

1. ATC industrial action was the main reported cause of ATFM delays in 2025 in Beograd ACC. Have 
the issues been addressed to the satisfaction of all parties, and will the previously reported capacity 
enhancements be able to progress as planned? 

Issues raised by one of the SMATSA Unions remain unresolved, so the satisfaction of all parties 
was not achieved. Legal proceedings regarding this matter are anticipated, however we are cur-
rently unable to predict the final outcome. SMATSA remains committed to achieving the previ-
ously reported capacity enhancements in the years ahead. 

2. ATFM delays attributed to adverse weather decreased by 50% from 2024. How was this possible 
and what direct actions did SMATS take to achieve this result? 

The 50% reduction in ATFM delays attributed to adverse weather compared to 2024 was 
achieved largely because of more favourable meteorological conditions and the way regulations 
were recorded in NM systems. In June and July, the weather was significantly better than the 
previous year, with fewer severe thunderstorms impacting operations. This meant that far fewer 
weather-related regulations had to be imposed, which directly reduced delays. In August and 
September, during the period of industrial action, there were occasions when weather regula-
tions would also have been necessary. However, since only one primary reason for regulation 
can be recorded, industrial action was logged as the cause and delays due to adverse weather 
were not statistically captured. This makes it difficult, if not impossible, to distinguish what per-
centage of delays was due to weather and what was due to industrial action. Nevertheless, even 
without the industrial action, results would still have been better than last year, primarily be-
cause the weather was more favourable, with fewer days of severe thunderstorms affecting op-
erations. 

The improvement therefore reflects both the natural advantage of better weather conditions 
and the consistent application of regulation procedures, which ensured transparent reporting 
and allowed traffic to be managed more efficiently whenever meteorological circumstances 
permitted. 

3. Beograd was unable to provide additional sector hours during June and July compared to 2024. Will 
Beograd ACC be able to increase the sector hours during Summer 2026? 

Sector hours are provided by Beograd ACC within Yearly and Rolling NOP. Beograd ACC aims 
to provide realistic numbers for opened sectors and sector hours, however, unpredictable staff-
ing challenges such as sudden, previously unannounced requests for retirements and long med-
ical leave persist. Consequently, sector hours for summer season 2026 is projected to be lower 
than in summer 2025. While SMATSA ongoing training plan to train at least 12 ACC ATCOs an-
nually is giving positive results, additional time is required to reach the staffing levels necessary 
to manage current traffic demands, which have been significantly impacted by the ongoing cri-
sis in the Middle East. 

4. How, in SMATSA’s opinion, could the capacity planning and implementation process be improved 
to provide all stakeholders with confidence that the required capacity will be provided as planned? 

In SMATSA’s opinion, the capacity planning and implementation process can be improved 

through continuous monitoring of the sectors that generate the highest delays and by applying 

targeted strategies to reduce complexity. For elementary sectors, measures such as level caps, 

ne Letters of Agreement, RAD adjustments, and refined internal procedures are being used to 

create a more stable working environment for controllers, which in turn supports increased ca-

pacity and throughput. For collapsed sectors that are responsible for significant delays, efforts 
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are focused on finding the most effective way to divide the airspace and to optimize roster plan-

ning so that more controllers are available during peak periods, although this is not always pos-

sible due to operational constraints. 

At the same time, SMATSA closely monitors the wider network, since local challenges are often 

linked to bottlenecks or hotspots in other areas, which can lead to demand exceeding expecta-

tions in certain periods of the day. Traffic flows are constantly assessed against sector configu-

rations, with particular attention to elementary sectors that emerge as bottlenecks. However, 

the rapid shifts in traffic flows and route structures in recent years make it difficult to predict 

future patterns with certainty. Because creating new sectorizations requires significant time and 

resources, such projects cannot realistically be undertaken every year or two. 

Therefore, building stakeholder confidence in capacity provision depends on a combination of proactive 

monitoring, flexible operational measures and transparent communication about the limitations of fore-

casting and sector redesign. By maintaining this balance, SMATSA aims to ensure that capacity planning 

remains credible and aligned with actual operational realities. 
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