
2013: the aviation year in Europe

A euroControl publication



The 2012 Guide to European Air Traffic Management | www.eurocontrol.int

2

CONTENTS



2013: the aviation year in Europe | www.eurocontrol.int

63

In this supplement we have asked 
Europe’s major civil aircraft operator trade 

associations for their view of what 2013 will 
bring - whether the year will see an increase 
in demand for more services, or whether 
economic and other pressures will dampen 
growth prospects further.

For most aircraft operators 2013 is a year of 
considerable uncertainty, at best a year where 
demand for services will remain stable, at 
worst a year of further declines. 

Flights throughout the EUROCONTROL 
Statistical Reference Area (ESRA) are forecast 
to fall by 0.1% in 2013 over 2012, according to 
the EUROCONTROL  Statistics and Forecasts 
Service (STATFOR). The uncertainty around 
this forecast is about ± 1.4% which is relatively 
high but illustrates well the uncertainty 
around the economic situation in Europe. 
“As Oxford Economics has reviewed its GDP 
growth forecast down for 2013 in Europe by 

A tough year FOR 
EUROPEAN AviATiON
Europe’s aircraft operator trade associations are predicting a tough year in 2013 as the economic 
challenges in Europe impact demand for their services – but some are hoping for a better 2014.

iNTRODUCTiON

0.3 percentage points between August and 
November 2012, it would not be surprising to 
see this 2013 forecast reviewed downwards 
in the February 2013 release when these 
economic figures are updated,” according to 
STATFOR.

The aviation industry has historically been 
extremely cyclical in its nature and Europe 
has witnessed many peaks and troughs since 
the industry was reborn in 1945. However, 
what makes this trough somewhat different 
from the past is the nature of the recovery, 
in that there is, for the moment, no clear 
indication of when a sustained recovery in 
the core traffic area will take hold. As Simon 
McNamara, Director General of the European 
Regions Airline Association (ERA) says: 
“Whereas in previous economic downturns 
there was an expectation of recovery, at the 
moment it would be difficult to find a chief 
executive officer who would predict that 2013 

will see a return to sustained growth.” 
But it would perhaps be wrong to suggest 

that Europe’s aviation sector is in a state 
of crisis. According to Athar Husain Khan, 
Acting Secretary General of the Association 
of European Airlines: “Contrary to popular 
myth, the European network airlines are not 
in terminal decline, in fact they are carrying 
more passengers than ever before.  And 
with record load factors, they are filling their 
aircraft more efficiently than ever.  Clearly, 
they are providing a product which the public 
wants to buy.”

All associations see high fuel prices, high 
cost of taxes and airport/air navigation 
charges as issues affecting the health of 
the industry. But in the end they look to a 
recovery in the European economy as the 
major catalytic factor in a return to demand 
for air travel. And that recovery has been 
postponed, yet again. 
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For the members of the AEA, ‘business as
usual’ is a somewhat remote memory

from back beyond more turbulent years than
most would like to recall. At the cusp of 2012
and 2013 we look forward with the usual
blend of optimism and apprehension that
greets the New Year nowadays.

2012 has not been a good one. Despite
a reasonable passenger traffic growth of
just under 5% and an improved load factor,
AEA members are looking at a consolidated
operating loss for the year of €1.3 billion.
That’s a substantial worsening over 2011’s
much smaller deficit. The main contributory

OPTiMiSM AND APPREHENSiON 
for 2013

Athar Husain 
Khan is Acting 
Secretary General 
of the Association 

of European Airlines (AEA), which 
represents the interests of 32 major 
European scheduled airlines.

factors have been two associated factors:
the cost of fuel and the deterioration of the
Euro against the Dollar, since a much larger
proportion of our costs – notably fuel – are
dollar-denominated, compared with our
revenues.

Severe not critical
if any further proof were needed of the
severity of the situation, one need only
look at the recently announced job losses
amongst the network airlines, currently
amounting to 17,000.

is this a sector in crisis? i believe not.
Contrary to popular myth, the European
network airlines are not in terminal decline, in
fact they are carrying more passengers than
ever before. And with record load factors,
they are filling their aircraft more efficiently
than ever. Clearly, they are providing a
product which the public wants to buy.
Consequently, attention must turn to the
cost-revenue equation if we are to look for a
return to prosperity. in our ultra-competitive
environment, it has always been difficult to
arrest the gradual erosion of prices so it is
to costs that we must turn for our salvation

– but the costs which can be saved, pretty
much have been saved. We have to look at
the other elements in our value chain, and
to our regulators to help us ensure that we
get a fair deal from our suppliers and service
providers.

For our regulators, 2013 will be a
significant year. With Parliamentary elections
due in 2014, along with a new College of
Commissioners, 2013 will be the last full year
in which the present policy-makers can leave
a lasting legacy. So far, there is little – from
the aviation point of view – that the present
administration can claim as significant
achievements. The Emissions Trading strategy
is in disarray, with the recent decision to
‘stop the clock’ on applicability to extra-EU
flights a rational response to the predictable
international rejection of the European rules.
The Single European Sky (SES) should have
substantially become reality in 2012. it did
not. Will 2013 see any progress?

We may see, during the course of 2013,
a partial lifting of the ban on liquids in
hand luggage which has been a source of
a great deal of passenger dissatisfaction in
recent years. it remains to be seen, however,
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whether a solution which gains international
acceptance can be arrived at.

This year should also see a review of the
EU’s passenger-rights legislation – Regulation
261. The inadequacies in the current rules
have been a thorn in the side for the airlines
bound by them, and were vividly exposed
by the icelandic volcano of April 2010 which
demonstrated that events completely outside
the airlines’ control could nevertheless lay 
them open to virtually unlimited liability. 
A series of ‘clarifications’ by the European 
Court of Justice have taken the legislation 
into areas it was never intended to cover and 
have made the rules even more unwieldy and 
opaque.

A common feature of much aviation-
related regulation is that it impacts directly
on the airlines’ cost base. Regulation specific
to Europe affects European airlines uniquely
(as in the case of the ‘stopped clock’ ETS)
or disproportionately vis-à-vis their global
competitors. Elsewhere in the world, air
transport is recognised as a strategic resource,
a key sector for delivering jobs, growth and
prosperity. European airlines’ competitors
benefit from enlightened, aviation-friendly
policies pursued by their governments.

Here in Europe, we in aviation often
feel that the converse applies to us. Air
transport is regarded negatively, or at least its
contribution is severely undervalued. So let us
remind ourselves briefly of that contribution:
one billion Euros of European GDP – every
day. More than five million jobs generated.
An ‘essential’ element in investment decision-
making for almost two-thirds of European
companies. The only transport mode that
connects the regions to the centre, and to
each other, and the whole to the rest of the
world. More than just a cash cow, surely?

What Europe’s air transport sector needs,

above all, is a coherent EU aviation policy
that will create a fertile soil to support
prosperity; a level playing-field within Europe
and an external aviation policy to ensure
international competitiveness for European
airlines. We need a low-cost value chain and
a regulatory environment which promotes
and supports restructuring and consolidation
in the industry. We need an effective
international decarbonisation policy.
Will we see such a policy framework
emerge in 2013? From AEA’s perspective,
we will continue to stress to our policymakers
that this is their chance to really leave a mark. 

in this respect, the Single European Sky 
represents both the greatest challenge, 
and the greatest opportunity. The greatest 
opportunity, because the potential 
efficiencies waiting to be unlocked amount 
to about four times the AEA airlines’ 
combined deficit for 2012 – it really could 
make the difference between jeopardy and 
sustainability. The greatest challenge, because 
Member States have shown time and again 
that they are unwilling to make the leap 
between agreement in principle and
implementation in practice.

Will 2013 see a return to airline profitability?
in the present circumstances, probably not.
Turning around a €1.3bn deficit is a lot to
ask. No benefit can be expected from higher
load factors – they are already at the limit
of what can be achieved. in the absence of
a breakthrough in fuel prices, external costs
will continue to dominate the profit & loss
accounts. Nevertheless, this year can be a
turning point, if the aviation community
can impress upon its regulators the need
to shoulder their responsibilities and act
decisively to promote, rather than constrain,
this key component of Europe’s economic
and social fabric.  

Athar Husain Khan joined AEA in 2007 as General Manager infrastructure and in 2011 he was appointed Deputy Secretary General. As of 
1 June 2012 he is the acting Secretary General of AEA.. He graduated from the University of Leiden with a degree in international Law, 
and also specialised in Air and Space Law. He subsequently worked as a legal advisor for a transport company and for the Ministry of 
Education, Sciences and Culture. He then joined the Aeropolitical Division of the Ministry of Transport as a negotiator of traffic rights 
and senior policy advisor on various international issues. He joined KLM Royal Dutch Airlines in 1998 where he worked in the Flight 
Operations department; in July 2002 he was appointed Director of Government and industry Affairs.

about athar huSain Khan



2013: the aviation year in Europe | www.eurocontrol.int

66 CHARTER AiRLiNES

ChargeS and regulationS 
WiLL HAMPER AiRLiNE GROWTH

Sylviane Lust is 
Director General of 
the International Air 
Carrier Association 

(IACA) which represents 30 airlines.

2013 is likely to be another challenging 
year for the airline sector. The financial 

crisis is hitting many travel markets hard and 
some iACA members are seeing a reduction 
in traffic.  There remain concerns about the 
financial outlook and the way consumers will 
react to the economic crisis. iACA members 
are very cautious about how best positioning 
themselves for the future.

However, on the plus side iACA members 
are very flexible and can react quickly to 
change, by adjusting their capacity, for 
example. They are lean and efficient so they 
can adapt swiftly to consumer demand and 
that is helping them cope with this difficult 
environment.

Another plus is that all our members are
convinced – and this is demonstrated by the
figures – that people are not prepared to give
up their holidays even though they are being
severely impacted by the economic crisis.
While consumers try to save money elsewhere;
holidays still remain a major part of their lives.
A few years ago we thought package travel
was really in danger as a product, but today 
the trend is very different. When there’s little 
money around passengers feel much more 
comfortable having their holiday expenses 
prepaid – and they know exactly how much 
they have to spend when they buy an in-all 
inclusive product.  

This has meant package travel is here to stay 
and the economic crisis has reinforced this 
trend.

So iACA airlines are adjusting to consumer
needs. They are continuing to look for new
market opportunities, for example, developing
package travel to destinations which do not
have established tourist infrastructure. This is
very appealing to the travelling public: they can
benefit from package travel to new, exciting
destinations such as Cambodia and Myanmar
which they would find difficult to manage on
their own. So our members are developing
new products which give passengers the
assurance of a well-organised, comfortable
holiday to new destinations which are far away.

The BRiC (Brazil, Russia, india and China)
countries are also providing new opportunities
and that is why some members are introducing
new aircraft such as the Boeing 787 which
will allow them to fly to these long-haul
destinations very efficiently and with high
levels of comfort. Our airlines are very focused
on passenger comfort which makes them
attractive also for seat-only customers. iACA
members represent very different business
models – from the pure charter to the pure
scheduled-carrier service and everything
in between. Most of them are combining
business models: low-cost, seat-only and flying
on behalf of tour operators.
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This provides great opportunities from the
business and product point of view – with
new markets and new products – but they
still have to be cautious about the business
environment, which remains very difficult.

For European travellers markets in North
Africa are picking up slowly. One of the main
challenges is the problem of depressed markets
in countries such as Spain and Greece where
customers are suffering and reducing their
travel spending, flying less to central Europe for
example. This is not likely to improve in 2013.
There are also some concerns about unrest
in certain tourist destinations although the
authorities in Greece especially are trying to do
their utmost to smooth things for passengers
and airlines. Overall for 2013 we are expecting 
the market to be more or less stable for our 
members, though accurate predictions in such 
a business environment are very difficult.

The kind of airlines iACA represents –
extremely efficient carriers in terms of fleet
utilisation, crew productivity and load factor –
are very lean organisations. They are the original 
low-cost airlines of Europe and internally they
have done everything that can be done to be
cost-efficient. So issues such as the level of
airport and navigation charges are now matters
of life or death. if we want to keep a sustainable
aviation sector in Europe the current operating
environment is simply no longer affordable.
That is why we as an association are so involved
in talks around the Single European Sky (SES)
legislation. The European Commission (EC) has
acknowledged that ATM charges in Europe are
twice as expensive as in the US and has 
decided that air navigation service providers 
(ANSPs) are monopoly providers that must be 
regulated. iACA very much welcomed the “SES 
ii” package and particularly the performance 
scheme within it. We feel, however, that 
European Member States are resisting the 
proper implementation of this regulation which 

so far has not delivered the promised benefits.
For some airlines ATM charges can represent

more than 20% of all operating costs, excluding
fuel. This shows the magnitude of the problem.
The more efficient the carrier, the more
important the problem becomes. This is an 
issue which has to be addressed with the 
utmost urgency.

it is difficult for those airlines really struggling
and making huge sacrifices to see that Member
States are simply ignoring the performance
regulation to which they have agreed. We see
absolutely no improvement on this in 2013. in
fact we see a deterioration in the situation, with
airlines facing the crisis in the same way as the
economy at large but with no relief from the
Member States. This is difficult to accept.

emissions trading scheme
The recent decision to freeze the implementation 
of the European Union (EU) emissions trading 
scheme (ETS) for non-EU flights is also 
raising concerns because this is creating a 
discriminatory situation in Europe. iACA has 
been asking the European Commission, the 
European Parliament and the Member States 
to extend the moratorium to EU flights.

Airlines cannot continue to operate in such
a costly environment. Europe has to tackle
the airline operating environment as we are
in an extremely weak position compared
to carriers in other parts of the world. The
European economy is highly dependent on air
transport and is vital for tourism in the regions
but we believe that this is not recognised by
the regulators. We see more and more costly
regulation and when there is good regulation,
like the Single European Sky, Member States
simply do not implement it.

For our members to succeed we need
the economy to prosper and the operating
environment to become more cost-effective.
There is a lot to be done.  

Sylviane Lust is the Director General of international Air Carrier Association (iACA) which represents 30 airlines.  iACA airlines operate various 
business models to cater for different demands in the travel market, including low-cost, seat-only and tour operator traffic. Founded in 1971, 
iACA aims to make the framework its members operate in as efficient and cost-effective as possible. Before joining iACA in 2003, Sylviane was the 
President and CEO of Sobelair S.A., the Belgian charter airline serving 75 destinations worldwide. Prior to this, Sylviane was with Sabena S.A., where 
she held a number of positions, most notably as vice President Legal, Aeropolitical and External Affairs. Within this role, she was Sabena’s General 
Counsel and managed its Aeropolitical and External Affairs department.  Sylviane was also a member of the Management Committee of the Sabena 
Group. Sylviane holds a Masters Degree in Air and Maritime Law and a Law Degree from the Université Libre de Bruxelles.

about Sylviane luSt
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This year is likely to be a difficult one for
the aviation industry, including ERA

members. The overall economy, consumer
confidence and the ability of Europe’s citizens
and businesses to spend on travel remain very
depressed. And, whereas in previous economic
downturns there was an expectation of
recovery, at the moment it would be difficult
to find a chief executive officer who would
predict that 2013 will see a return to sustained
growth.

Market uncertainty
Consequently, the biggest challenge that the
industry faces in 2013 is, undoubtedly, market
uncertainty. Airlines are rapidly adapting to the
external economic conditions and working
within it. However, their work is compounded
by challenges including rising fuel costs,
fierce competition and an on-going process

of market consolidation. The supply industry,
including air traffic management (ATM), must
also continue to adapt and evolve to meet
these new challenges.

Despite this situation, Europe is probably the
best connected it has ever been in terms of air
routes. But the harsh operating environment
will lead to reductions in capacity by airlines
overall with the risk that some air services,
and jobs, will be lost. The market has already
contracted substantially in terms of capacity.
in the first six months of 2012, for example,
passenger numbers for ERA members’
operations were down 2.9% compared to the
same period in 2011; passenger-kilometres
dropped by 5.4% and air transport movements
fell by 5.4%.

For regional carriers, and regional
communities, these reductions pose a real
challenge. Regionals offer essential point-

a Challenging 
year ahead AS 
AiRLiNES WORK TO MATCH 
CAPACiTY TO DEMAND

Simon McNamara 
is Director General 
of the European 
Regions Airline 

Association (ERA).
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to point services in the regions as well as
providing feed from the regions to Europe’s
major hubs. Losses in these services will
not affect just the airlines but the regional
communities and businesses they serve.

vicious cycle
This scenario is a vicious cycle. Without
viable business connections the economic
regeneration which Europe so badly needs will
not happen, but if airlines cannot run these
services profitably they will stop operating
them.

Governments and regulators must therefore
urgently undertake a strategic review of all
their activities related to aviation and assess
whether they are adding benefits or just
additional layers of complexity and costs.
Based on this analysis they should continue, or
modify, their actions. They should ask whether
their work is really helping airlines and the
wider European economy to recover. After
all, airlines generate business and enable the
overall economic situation – assisting the
airline sector helps other businesses. ATM is an 
important part of this process.

While the building blocks are in place –
especially with the Single European Sky (SES)
Performance Scheme – for greater efficiencies
results are now essential. Functional airspace
blocks (FABs) have been set up but they have
not yet delivered the necessary improved
performance. Equally, the Single European Sky
ATM Research (SESAR) project should provide
more efficiency but the deployment plan and
the actions and benefits now need to be seen.

deliver and change
While there appears to be a clear willingness
among air navigation service providers (ANSPs)
and States to deliver and change, the current
results do not reflect this commitment and
much more needs to be done in 2013 to
address this.

For many airlines success in 2013 is likely to
be defined by riding out the year and being
able to look ahead to 2014 with some kind
of optimism. However, as the industry’s past
performance illustrates, it is an extremely
resilient sector and despite numerous shocks,
from volcanoes to terrorist attacks, it has
survived and will continue to do so.  

Simon McNamara took up the role as Director General of ERA on 1 January 2013. He is responsible for the management and direction of 
ERA’s full-time staff and reports to the ERA Board. Formerly, he held the position of Deputy Director General and previously Director industry 
Affairs covering the development, promotion and implementation of ERA’s policies on air traffic infrastructure, user charges, airport matters, 
the environment and Air Transport Policy.

about SiMon MCnaMara
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Across all European institutions, the
needs of general aviation are still largely

neglected or forgotten, and at best our sector
is more often than not an afterthought. Does
anyone remember the slogan ‘One Sky – All
Users’, or European Transport Commissioner
Loyola de Palacio’s idea of a ‘Single European
Sky’ (SES)?

if we take a close look at what is happening
today we see that SES ii (the regulatory
part) and the Single European Sky
ATM Research programme (SESAR), which is 
estimated to cost €30 billion, have moved
away from ‘One Sky – All Users’. SESAR is set up 
as a public-private partnership, but the public 
investment amounts to about 10% of the 
total, leaving €27 billion to come from private 

GENERAL AviATiON 

WHATEvER HAPPENED TO THE 
Single european SKy?

Martin Robinson 
is the Senior Vice 
President of the 
International 

Aircraft Owners and Pilots 
Association Europe (IAOPA).

investment. iAOPA fully understands the need to 
take part in SES/SESAR and we have a dedicated 
team of professionals actively working on 
many of its projects. However, SESAR and SES 
are not driven by general aviation, but by the 
needs of the airline industry and ultimately by 
the consumers of air transport services. So it is 
no surprise that given the current economic 
position in Europe we see SES narrowing its 
short to mid-term focus down to the next five 
to ten years in key areas.

it’s clear that much of Europe’s airspace
is fragmented, and to address this Europe
decided to introduce the idea of Functional
Airspace Blocks (FABs). it reasoned that
reducing fragmentation should reduce
delays, speed traffic, cut fuel consumption
and – particularly important from a political
standpoint – reduce emissions. Thus both the
airlines and the environment would benefit.
To deliver FABs you need the ‘Rules of the
Air’ to be the same across all of Europe, and
those changes affect general aviation. But
Member States have been slow to develop
and implement FABs across Europe. Given the
economic situation, airspace capacity is no
longer a pressing issue, nor will it be for the
next few years. Commission vice President

Siim Kallas has warned of possible infraction
proceedings being taken against some States;
i would suggest that the timing of FABs
may need to be reconsidered in line with
the economic recovery and revised growth
forecasts.

The focus now is on the ‘Network’, which
presumably means terminal manoeuvring
areas (TMAs) and their connectivity to en-route 
airspace. This is linked to the ‘European
performance plan’, which is a collection  
of State performance plans agreed at  
pan-European level. if States fail to meet  
their targets on this, fines may follow.

The issue of non-scheduled operators like
general aviation (GA), and what impact we may 
have on the system, is still being considered. 
Future airspace performance requirements 
for GA, and the equipment GA aircraft will be 
required to carry, is yet to be determined. But 
a lot of the work that is being done now, in my 
view, is to ensure that procedures are amended 
to take account of existing aircraft systems 
and performance, so airlines can maximise the 
investment they have made in their current 
fleets. 8.33 kHz radios will come into widespread 
use by 2017 as part of the initial phase of SESAR 
implementation. For approximately 50,000 GA 
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aircraft across Europe, owners will have to pay 
some €3,000 to €5,000 per radio to upgrade 
– more complex GA aircraft may cost more. 
So GA faces a bill of about €250 million for 
retrofitting aircraft – the price our community 
will have to pay in order to have continued 
access to airspace, even though there is still  
no specific business case for GA to support  
this requirement.

Any available European funding only
supports positive business cases as far as
infrastructure is concerned. The big question
is whether airborne equipment falls within
the meaning of infrastructure, or whether the
definition of infrastructure is that which is linked 
to ground-based systems only.

Whether the requirement for 8.33 kHz radios 
is to support the communications infrastructure 
and reduce communications fragmentation, 
or whether it addresses the supposed lack of 
available frequencies and has a positive impact 
on the network, GA does not see why it should 
be made to pay for system-wide benefits that 
provide no direct return on investment for 
owners and pilots, our members. We see this as 
a tax we will have to pay for continued access 
to airspace.

Like the airlines, most of GA is paid for
out of ‘discretionary income’ – the money
that is left over after tax and living expenses
have been paid – and like the airlines, GA
is affected by the economy and low public
confidence in government. GA activity levels
are significantly down, with many individuals
moving away from flying due to high costs
and over-regulation. Matthias Ruete, Director
General of the Commission’s Transport and
Energy department, recently spoke about the
importance of internal market development.

it is important to the internal market that
GA should be recognised as being capable
of making a significant contribution. if we
are to develop transport links, we must plan
to develop European general aviation in a
sustainable way. in the USA there are 163,000
piston engine aircraft. if Europe could achieve
just half of that figure, it could create untold

thousands of jobs. Every time GA flies, other
people benefit – the engineers who maintain
the aircraft, the fuel suppliers, the airports and
their support services. Today, 155,000 people
in Europe rely on GA for their livelihoods. 

For every €100 spent flying GA aircraft, one 
job in the supply chain is supported. But as 
we lose people from flying and operating GA 
aircraft due to unnecessary costs and regulatory 
burdens, the domino effect is felt in lost jobs 
and lack of growth. Therefore when we object 
to 8.33 kHz being imposed on GA without a 
proper business case, it’s not because we enjoy 
opposing regulators – it’s because we all suffer.

We also have serious concerns over the
integration of Remotely Piloted Aircraft –
RPAs – into non-segregated airspace. iAOPA
recognises the need for low cost, lightweight
portable solutions in order to achieve
interoperability among all users in all parts of
the airspace. Our wish is for SESAR to do some
dedicated research on this issue. The safety
benefits could be huge, particularly if systems
could be integrated with the iPad so that,
along with a moving map, traffic data could
be displayed. if we could also get weather into 
the cockpit of some GA aircraft it would also 
go a long way to reducing weather related 
accidents.

The difference between the USA and
Europe in this regard is that in the USA the
innovators devise the solutions and products
for all of aviation, whereas in Europe its mainly
air transport driven. in the UK we have seen
Airbox and SkyDemon deliver some very
innovative solutions, and we need these
to be pan-European. There should be an
improved, joined-up approach between the
European Aviation Safety Agency (EASA), the
Commission, EUROCONTROL and Member
States in the SES debate. We need GA focal
points in each of these institutions to make
sure that GA’s needs are taken into account,
and that we are fully integrated into the
future airspace system in a proportionate way
that delivers real safety improvements and
environmental benefits. 

Martin Robinson has been a member of the Aircraft Owners and Pilots Association UK for 20 years and private pilot licence holder for 25 years. 
He has a background in business and finance. He represents the general aviation community on a number of European groups including the 
interim Deployment Steering Group within SESAR and the EASA Advisory Board as well as a number of working groups - such as the route 
charging study group which falls under the remit of the Enlarged Committee for Route Charges.

about Martin robinSon
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the poSSibility of 
growth iN THE SECOND 
HALF OF THE YEAR

Fabio Gamba is 
the Chief Executive 
Officer of the 
European Business 

Aviation Association (EBAA).

We think that 2013 will be pretty
much on a par with 2012 and, in

terms of movements, we hope to see some
stabilisation in the recent decreases. in 2012
business aviation movements will have fallen
by around 4.8% over 2011.

But there are big regional differences.
Some of the more mature economies in the
larger States of western Europe are suffering
more than most; italy, for example, has been
witnessing dismal figures for the last year-
and-a-half as government internal spending
has been reduced, which has cut the number
of flights by State-owned aircraft, and new
property taxes have also cut demand. 

On the other hand, looking at eastern and 
central Europe the prospects are much more 
upbeat with countries such as Poland and the 
Czech Republic relatively stable while others, 
such as Turkey and Ukraine, finishing the 
year with positive numbers. The question is 
whether they will be able to sustain this while 
the rest of Europe is still in recession. But for
the moment they are growing and taking
an increasing share of the overall European
business aviation market. But there is no
question that overall 2013 is going to be a
tough year.

not such a bad year
Our business, generally, is very closely
linked to gross domestic product (GDP) but

is still young and only reached a relatively
robust size around 2002 or 2003, when it
became responsible for around 7.3 % of
instrument flight rules (iFR) movements,
which is substantial. 

i think the second half of 2013 might see 
an upturn because by then some of the 
conditions which have stopped investment 
in this industry might have picked up. i am 
hopeful that the austerity measures decided 
by governments will by then be reviewed or 
relaxed slightly – they will not disappear but 
we might see some easing of the restrictions.

if this happens then we will see a rise in 
investments into Europe from Asia and North 
America and with that we might gradually see 
an influx of foreign companies into Europe.  
So i’m hopeful that by the second part of 

compared to other aviation sectors, such as
flag carriers, our market is still fairly immature,
so we suffer more when things turn sour
and enjoy more growth when times are
good. 

What we would like to see in 2013 is
confidence return to the market, so operators
have the confidence in the resilience of
the sector in the short term to acquire new
aircraft. And from that perspective perhaps
2012 was not such a bad year after all.

i am hopeful that the second part of 2013
will be a time of modest but clear growth,
leading to a much more healthy 2014. it is
very difficult to forecast and this may be
something which is more of a feeling than
based on real mathematics.

i’m saying this because, again, the industry
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2013 we might be better off than the rest of 
the aviation sector. There is still potential for 
growth within Europe of course. The stable 
and growing economies of Europe have large 
populations – Turkey has a population of 80 
million, Ukraine close to 50 million, Poland 
another 40 million and Russia 140 million. 

The demand here is far from being met 
and these are the areas from where business 
aircraft manufacturers are receiving their 
orders. We do not see the market slowing 
down in these economies and, being so close 
to the western European markets, the growth 
in the centre and east of the continent will 
have an impact in the west as well.

Business aircraft themselves are changing
and this has the potential to add some
growth into the market. We are seeing
constant and dramatic improvements in
aircraft capabilities so you have similarly sized
aircraft with increasingly longer ranges. That
makes it possible now to fly business aviation
aircraft from Europe to virtually anywhere in
the world. This means there will be more and
more point-to-point operations, secondary
airport to secondary airport and long haul.
i expect this to continue and to open new
markets to customers.

Spare capacity
Another potential improvement is the way
that the internet is allowing passengers to
find spare capacity on business flights – it’s
been tried in the past but i think in the
future it might succeed and perhaps open
up more of our industry to new customers.
Business aviation will never be a travel option
for everyone, but perhaps by making spare
capacity available on line corporations might
be encouraged to consider these flights.

As an industry in Europe we are facing
a number of challenges apart from the

economic background. The European Union
(EU) emissions trading scheme (ETS) is placing 
a considerable administrative burden on many 
of our members who are small companies 
unable to devote resources and time to 
respond to the new regulator requirements. 
Stopping the clock for flights to and from 
Europe, even though it constitutes around 12% 
of business aviation movements, has actually 
added complexity to the situation they face. 
Finding an agreement with the rest of the 
world which would lead to relatively simple, 
straight-to-the-point regulatory instruments 
would certainly be extremely helpful to our 
members. 

Today the issue is not so much the number 
of free allowances given to business aviation 
aircraft operators (unlike other airspace users, 
we will get almost none as we must pay 
more than 95% of our emissions due to the 
tonne-kilometre method). it is much more 
a question of how simply small teams with 
limited resources can track their emissions. The 
monitoring of this is extremely complex and 
costly – we are talking an average €70,000 a 
year.

The saga with Single European Sky 2+
performance period and issues with functional 
airspace blocks (FABs) are other areas of great 
uncertainty. Air traffic management (ATM) 
costs are 11 to 12% of our total operating costs 
so these are important issues for us.

Another issue is infrastructure – the “Better
Airport Package” is a campaign we have been
following from Day One – we’re very hopeful
that a few amendments we have tabled, on
allowing access of non-scheduled operators
to congested airports and the recognition of
business aviation as a user of infrastructure in
its own right, will give rise to an agreement
with the Council so that we have legislation
that will be in force by 2014.  

Fabio Gamba began his professional career at the Civil Air Navigation Services Organisation (CANSO), where he eventually took up the  
newly created role of Business Manager. He then joined the Boeing Company, where he assumed different positions before becoming 
Deputy Director, Business Development and Strategy Europe. He then spent nearly five years serving as Deputy Secretary General of the 
Association of European Airlines (AEA), where he focused primarily on promoting the interests of legacy carriers and established strong  
ties with the European institutions and EU Member States. in September of 2011, Fabio Gamba was appointed to the full-time position  
of EBAA CEO. He runs the EBAA business from the Association’s Brussels headquarters, and has taken on the significant role of actively  
liaising with EBAA members and further enhancing the Association’s relationship with Europe’s chief decision-making bodies.
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europe haS beCoMe a 
TWO-SPEED AviATiON MARKET

For Europe’s airports, this past year has 
been challenging to say the least. After 

some of the promising signs in traffic 
recovery during 2011, 2012 saw things take 
a negative turn again and our monthly traffic 
results for October and November revealed 
that EU passenger traffic has fallen back into 
recession for the first time in three years. 
Couple this with the fact that freight traffic 
all over Europe (not just in the EU) has been 
negative for around 18 months now and you 
begin to see why we are not very optimistic 
for 2013.

We are seeing an accumulation of negative
determinants for traffic, the first and foremost
being the state of the European economy
which is impacting consumer and business
confidence very significantly. Added to that,
fuel price volatility is at rather high levels and
we have to accept that the era of cheap fuel is
over. We also have damaging national 
aviation taxes and the costs of the European 
Union (EU) Emission Trading Scheme. This will 
be suspended for a year, while its scope will 
be limited to intra-EU travel, but it will still 
affect intra-EU routes in terms of adding costs 
to airlines. Finally we still have remaining 
political instability in parts of North Africa and 
the Near East which is particularly relevant 
for airports in Europe because we have close 
links to these markets, with many regional 

airports relying on leisure traffic there.
i don’t see any of these determinants
disappearing soon. There are clear indications
that this is going to be really difficult
because airlines are not going to put a lot
of capacity into the market. They are very
yield-driven rather than capacity-driven and
have resisted the temptation to add capacity
during an upturn – which is good for them – 
but not so good for airports because our 
business primarily depends on volume.

Europe is now a two-speed aviation market
with EU traffic up just +0.6% (in the first 11
months of 2012) and non-EU traffic up
+8.9% over 2011 levels. So there is a huge 
divide between EU and non-EU countries. 
Russia and Turkey are booming and in ireland 
air traffic is starting to pick up again. But 
overall we have only increased volumes by 
1% since the 2008 peak. We have also seen 
slower global economic growth, especially 
in the emerging markets such as Brazil and 
China, which has become mostly visible at 
the big hubs rather than the regional airports 
which depend on intra-European traffic.

Europe’s airports are moving into a ‘Growth 
2.0’ situation where any growth that does 
appear will be dynamic and will not spread to 
everyone. And that’s a significant challenge 
for the airport business model because, until 
now, we have been able to sustain our  
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fixed-cost/capital intensive model through 
the assurance of dynamic growth. The 
increasing convergence between network 
carriers and low cost carriers, also points to a 
new era of slower and contrasted growth.

We are also potentially facing a ‘financing
cliff’ with many regional airports relying on
public financing which, with so much 
austerity in Europe, is starting to dry up. Yet 
we don’t have the access to capital markets 
we used to have and where it exists, it is very 
costly.

in 2010 we faced an increase in our capital
costs of 23%, in just one year, which added
€1.7 billion to our cost base. Our debt is going
through the roof and now stands at €61
billion, up from €48 billion in 2009. All 
the while, Europe’s airports are actually 
reducing their investments (in 2010, they 
reduced investment by 70%). So i’m seeing 
an increasingly difficult situation in terms of 
our ability to finance modernisation of our 
facilities.

There is a risk that some airports will stop
trading and that will kill the community 
around them because airports are the ones 
that connect you to the global economy. 
Today 48% of Europe’s airports are losing 
money, up from 41% in 2009. So although 
we have had a matching recovery in traffic it 
has been minimal and has not come with a 
recovery in revenues. in a recent survey we 
found that 65% of Europe’s airports in 2012 
were either freezing or reducing their charges 
– i think that speaks volumes about the 
pressures they are under.

For 2013 the best that could happen is if we 
finally put this economic crisis behind us and 
start to see the European economy growing 
again. The worst that could happen is if we 
stay in the current situation or the economy 
deteriorates further and we see the markets 
attacking Spain or France – which will lead 

to a further loss of confidence for consumers 
and businesses. if we could conclude more 
aviation liberalisation agreements with 
countries in the Mediterranean, the Near East 
and to the East of Europe that would create 
significant potential for traffic growth.
i think over this winter growth will be flat
in Europe and we might close around 2% 
higher in passenger traffic for 2012 – but that 
will hide the great divide between EU and  
non-EU countries.

i hope the present discussions around 
the EU budget will safeguard what the 
Commission has asked for to connect 
Europe’s facilities; the Commission has asked 
for €30 billion, of which €3 billion will go to 
Single European Sky ATM Research (SESAR) 
deployment. This, for us, is an absolute 
minimum. initially we were talking about 
€500 million to €800 million of airport 
investment for the cost for deploying SESAR 
technologies but the latest version of the ATM 
Master Plan, which was released in October 
2012, indicates a requirement of up to €5 
billion of investment. So this is becoming 
very significant. The problem is that for many 
airports the SESAR business case is not clearly 
proven – the new technology and procedures 
will benefit the network but not necessarily all
airports locally.

And the problem is that airport investments 
have a long lead time and if you don’t invest 
now you are going to hurt your long-term 
competitive position. Airports used to be able 
to really focus on the long term and plan their 
investment accordingly but i think with
this new situation – increased competition
and much more difficult trading conditions –
airports are becoming more like airlines, very
focused on the short- and medium term
rather than the long term. That is clearly not
good for the future of the European aviation
system.  
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The civil remotely piloted aircraft systems 
(RPAS) industry community consists of two 

principal stakeholder groups: manufacturers 
and operators (persons, organisations or 
enterprises engaged in or offering to engage 
in an RPAS operation). The current regulatory 
context is not really stimulating for RPAS 
manufacturers and not very conducive to the 
development of an RPAS aerial work market 
with fair competition in Europe. This is mainly 
because even though various initial national 
regulations relative to the operation of civil RPAS 
are now in place – or about to enter into force – 
these regulations have not been harmonised on 
a pan-European level. So it is difficult for an RPAS 
operator registered in one European Union 
(EU) country to engage in an RPAS operation in 
another EU country. There is also no noteworthy 
RPAS regulatory activity in a significant number 
of European countries. 

Subsequent to the European Commission 
(EC) Hearing on Light RPAS, UvS international’s 
petition to the EC regarding Light RPAS, the 
EC’s High Level UAS Conference, and the EC’s 
subsequent UAS Panel initiative, the problem 
has now been recognised by the EC. The EC 
UAS Panel initiative highlighted the potential of 
civil RPAS for the development of a wide range 
of commercial and non-military governmental 
applications with societal benefits. And the EC 
has concluded that civil RPAS offer significant 
potential for job creation in the industry and 
services sectors and can generate economic 
growth. The need to accelerate the safe 
integration of RPAS into European airspace 

in 31 countries. in August 2009 EASA issued 
Policy Statement E.Y013-01 – Airworthiness 
Certification of Unmanned Aircraft Systems, 
which establishes the general principles for 
type certification of RPAS. in August 2012, 
EASA issued NPA 2012-10 Transposition of 
Amendment 43 to Annex 2 to the Chicago 
Convention on RPAS into common rules of 
the air. EASA has been actively involved in the 
iCAO UASSG since its inception (and co-chairs 
it) and in all European RPAS-related regulatory 
initiatives. 

EUROCONTROL is actively involved in the 
iCAO UASSG, as well as in all European RPAS-
related regulatory initiatives, including the 
ERSG. in June 2012, EUROCONTROL, as part of 
its contribution to the ERSG and various other 
initiatives, initiated a Regulatory Gap Analysis 
Survey among the 24 State members of the 
UAS Coordination Group. This survey will list 
the current regulatory status in the involved 
countries and outline the factors that are 
required to reach the European RPAS regulatory 
framework. The result of this gap analysis should 
support the alignment of States, industry 
and national regulatory authorities, with the 
future RPAS air traffic management integration 
activities. 

in the definition phase of the Single European 
Sky ATM Research (SESAR) programme, RPAS 
developments were not seriously considered. 
The evolution of the needs affecting European 
airspace has encouraged the SESAR Joint 
Undertaking (SJU) to work on an update to the 
SESAR concept of operations (CONOPS), which 
will take the operational specificities of RPAS 
into consideration. in 2012 the SJU launched a 
study on the integration of RPAS into non-
segregated airspace. Based on this work the 
SJU will assess and – if necessary – launch the 
activities required to enable the satisfactory 
integration of RPAS into the future civilian 
airspace. The SJU actively participated in the 

– taking into account such issues as liability, 
insurance, privacy, data protection, and public 
acceptance – has now been recognised.

The European RPAS Steering Group (ERSG), 
co-chaired by the EC’s Directorate-General 
Enterprise and industry and Directorate-General 
Mobility and Transport, has participants from 
11 stakeholders, including EUROCONTROL, 
the European Aviation Safety Agency (EASA) 
and UvS international. its objective is to foster 
the development of civil RPAS operations 
by planning and coordinating all activities 
necessary to achieve the safe and incremental 
integration of RPAS into European air traffic by 
2016. The ERSG is developing a comprehensive 
yearly updatable roadmap for this purpose. The 
publication of the European RPAS Roadmap is 
scheduled for late spring 2013.

The iCAO Unmanned Aircraft Systems 
Study Group (UASSG) has been active for 
four years and was established to help in 
the harmonisation of terms, strategies and 
principles with respect to the regulatory 
framework that States and international 
organisations were already engaged in 
developing. it serves as the high level focal 
point for global interoperability and is tasked 
by iCAO with developing a regulatory concept, 
coordinating the development of RPAS 
Standards and Recommended Practices (SARPs), 
contributing to the development of technical 
specifications by other bodies, and identifying 
communication requirements for RPAS so that 
they can be integrated alongside manned 
aircraft in non-segregated airspace and at 
aerodromes. Membership of the UASG includes 
the representatives of approximately 20 States 
and 12 international organisations, including 
EUROCONTROL, EASA and UvS international.

EASA is responsible for the certification 
of RPAS with a maximum take-off mass 
(MTOM) of more than 150 kg, as well as for the 
certification of remote pilots and RPAS operators 
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The National Aviation Authorities (NAAs) 
of the 27 Member States of the European 
Union (EU) are responsible for the rulemaking, 
certification, and operational approval of civil 
RPAS with a MTOM of less than 150kg, remote 
pilots and RPAS operators in their countries. This 
situation could possibly generate 27 different 
sets of RPAS regulations, which would not be in 
the interest of the European RPAS community.

The Joint Authorities for Rulemaking on 
Unmanned Systems (JARUS) group federates 
the NAAs of 22 countries. JARUS will contribute 
to the harmonisation and coordination of 
the rulemaking, certification, and operational 
approval of civil RPAS, remote pilots and 
operators. The intent is to eliminate the need 
for each country to write their individual 
requirements and to facilitate reciprocal 
acceptance of RPAS-related certificates, 
approvals and licenses.

UvS international strongly contributed, in 
close coordination with EUROCONTROL and 
EASA, to the start up of EUROCAE Working 
Group 73 (WG73) on UAS in April 2006. The 
objective of WG73 is to deliver proposals for 
standards and guidance relative to RPAS with a 
MTOM of more than 150 kg for consideration 
to EASA. 

Subsequent to a proposal made by UvS 
international in March 2011, EUROCAE Working 
Group 93 on Light RPAS was kicked off in May 
2012. its initial two-year programme aims 
to gather information, analyse it and make 
recommendations to NAAs in a number of 
defined areas (14 work packages) relative to 
civil Light RPAS regulation (vLOS and BLOS 
operations). This work methodology has been 
specifically geared to small and medium-sized 
enterprises. 

in the UK, CAP553 enshrined the use of 
Qualified Entities (QEs) by the Civil Aviation 
Authority. To date only one QE has been 
approved in the UK. As indicated in the CAP722, 
the UK CAA can, in accordance with its “Light 
UAS Policy”, grant permission to allow the 
operation of a Light RPAS (MTOM <150 kg) 

and uses an accredited QE to carry out, on its 
behalf, airworthiness assessments, as well as 
assessments of RPAS pilots for competence 
(and grant the relevant qualification) and 
RPAS operators for competence (granting the 
relevant certificates). A number of European 
NAAs have decided to also call for the 
establishment of national QE(s) or to recognise 
recommendations made by QEs in other States. 

UvS international is undertaking a survey on 
current RPAS operations in Europe. This survey 
will make it possible to identify RPAS operators 
and catalogue the currently ongoing civil RPAS 
operations. The survey conclusions will be made 
available to all survey participants, as well as 
to iCAO UASSG, ERSG, EASA, EUROCONTROL, 
EUROCAE WG73 & WG93, and SESAR JU.

When these activities start to bear fruit, 
the opening of European airspace to RPAS 
operations will instigate an acceleration of 
the creation of new commercial, and non-
commercial, civil RPAS operators, most of which 
will be small and medium-sized companies. The 
existing RPAS operators are not federated on a 
European level, and they are not recognised as 
an aviation stakeholder group. Subsequently 
they cannot make their voice heard nor 
contribute, in a coordinated way, to the on-
going construction of the European regulatory 
framework. it is therefore impossible for the 
EC and its agencies to scope the civil RPAS 
operators’ community and address themselves 
to it. Furthermore, due to its non-existence 
as a community, civil RPAS operators cannot 
self-impose and oversee the adherence to a 
community “code of conduct” by its members 
on a national – and even less on a European – 
level. Adherence to such a code of conduct or 
label of quality, could contribute to eliminating 
unfair competition from rogue operators not 
abiding by the rules. 

This situation has been recognised by UvS 
international, and as a consequence it organised 
the first RPAS Operators’ Forum in Brussels in 
December 2012. Furthermore, it has decided to 
start-up a Civil RPAS Operators Committee to 
represent the interests of the RPAS aerial work 
community in Europe.  




