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ISS highlights 
 

 Records voice and video “At 
the Glass” 

 Real-time and post-acquisition 
advanced data analysis 

 Distributed architecture 

 Multi-protocol data acquisition 

 Multi-format acquisition 

 High integration of all 
components 

 Accurate time-stamping 

 User-Friendly Graphical User 
Interface 

 Ideal for simulation and training 

ISS Air Traffic Control Center Recording & Playback 

Cadmos microsystems Srl 
http://www.cadmos.it 
e-mail: info@cadmos.it 
phone: +39 0774 353919 

I n t e g r a t e d  Su r v e i l l a n c e  Su i t e  

When incidents and accidents occur, don’t leave 
room for conjecture. Recreate the past in an instant 
with ISS. It is almost like “a flight recorder”, but de-
signed specifically for the Control Room. ISS is an 
integrated network solution that provides you with 
a fingerprint of the past by recording voice and 
video “At the Glass”. 
 

When the need arises, ISS allows you to playback and analyze all critical 
data (Video, Audio, Radar data, etc.) exchanged within an ATC control 
room. The ISS Suite is also ideal for simulation and training purposes. 

ISS fulfills the requirements of ICAO Annex 10, 11 and 13 relating to 
automatic registration and security issues. 

Being an autonomous and non-intrusive system, ISS will in no way interfere 
with the operation of the ATC tracking system; it simply records and plays 
back: 

• Everything the air-traffic controller sees on the screen 
• All actions that the air-traffic controller takes 
• All audio communications occurring in the control room 
• All radar streams and data flows involved 

All this information is recorded and synchronized, in order to rebuild the 
whole scenario at any given time. 

About Cadmos 
Cadmos was established in 2004. Our primary focus is the development 
of products for the ATC market. During the past four years we have 
delivered hundreds of equipment for ATC applications all over the world 
and have been involved in many exciting projects including MIDCAS 
(Mid-Air Collision Avoidance System). Cadmos is always a step ahead 
with new generation technologies, and is an ideal partner to manage your 
ATC solutions 
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aSeCNa was created in Saint Louis, Senegal, 
on 12th December 1959 and is governed by 
the Dakar Convention. 

the agence pour la Sécurité de la 
Navigation aérienne en afrique et à 
Madagascar (aSeCNa) is a public organisation 
endowed with a multinational status, having 
18 Member States including 17 Benin, Burkina 
faso, Cameroon, Central africa, Chad, Comoros, 
Congo, france, Gabon, Guinea Bissau, Guinea 
equatorial, Ivory Coast, Madagascar, Mali,  
Mauritania, Niger, Senegal and togo. 

It has lived for more than 50 years, and has 
been able to keep abreast of economical 
and political changes, and to cope with a 
significant increase in air traffic together with 
major technological changes. 

aSeCNa is vested with the responsibility 
of cooperative management of an airspace 
of 16.1 km2 (1,5 time the area covered by 
europe), and is the main air Navigation 
Services Provider of the africa and Indian 

Ocean (afI) region.
as a regional and autonomous organisation 

dedicated to transnational management of 
airspaces, aSeCNa is a recognised model 
widely promoted by the international 
community, especially at the moment for a 
world-wide tendency to achieve Single Skies. 
the agency is a living example of successful 
North/South and South/South cooperation, as 
well as the most suitable organ for pan-african 
& Malagasy unity in the field of civil aviation. 

aSeCNa got the edward WarNer Prize of 
the International Civil aviation Organisation 
(ICaO), the most world-famous decoration in 
the field of civil aviation.

Organisation
the Director General is assisted in his/her 
duties by a Chief of Cabinet, two Directors 
(Operations and Control, Safety & Quality), and 
three Heads of Department (finance, Human 
resources and engineering & Prospective). 

ASeCnA
a living example 
of pan-african co-operation

ASeCnA director General, 
mr Amadou Ousmane Guitteye

ASeCnA area of responsibility

ASECNA.indd   2 31/01/2013   13:01
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the agency has a representation in each 
Member State (except france), headed by 
a representative of the Director General in 
charge of managing the aSeCNa’s activities 
in the State concerned, and three delegations 
in Paris (france), Montreal (Canada) and accra 
(Ghana). 

the agency has also three autonomous 
training schools, namely the african School 
of Meteorology and Civil aviation (eaMaC), 
the regional School for fire Safety (erSI) and 
the regional School of air Navigation and 
Management (erNaM). 

 
ASeCnA’s main mission: 
air navigation safety
aSeCNa’s main mission is to provide air 
navigation services in the airspace under 
its jurisdiction covering 16.1 millions km2. 
this airspace corresponds to the national 
airspaces of the Member States as well as 
of non-Member States (e.g. the Gambia), 
and to oceanic airspace delegated by the 

international community (Central atlantic 
Ocean, Golf of Guinea and Indian Ocean). It 
comprises 5 flight Information regions (fIrs) 
defined by ICaO: antananarivo, Brazzaville, 
Dakar Oceanic & terrestrial, Niamey, and 
Ndjamena:

aSeCNa missions include the provision of air 
traffic management (atM), communication/
navigation/surveillance (CNS), aeronautical 
information management (aIM), 
meteorological assistance to air navigation 
(Met) and aerodrome (e.g. fire fighting and 
rescue) and ground aids (aGa) services. these 
services cover en-route navigation, approach, 
landing and taxiing phases.

aSeCNa also operates an atr-42 aircraft 
equipped with a calibration bench, and 
provides therewith in-flight services for 
control and monitoring of navigation aids, 
including for many airports and airways of 
non-Member States in east africa, North africa 
(e.g. Morocco), Indian Ocean (e.g. Seychelles, 
Mauritius), as well as in the Caribbean area.

è	 established   1959

è		Member States    18

è		Headquarters   Dakar, Senegal

è		Delegations   Montreal (Canada), Paris (france), accra (Ghana)

è		representations   In each Member State (except france)

è		airspace under responsibility 16 ,1 millions km2 (1.5 * europe)

è		traffic     2010 : 456 422 flights

è		Budget of the on-going investment program (2009-2013) amounts to 357 M€

è		Staff    2012 : 5459

KeY FiGUreS
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I would like to welcome you to this, the first edition 
of Skyway since I became Director General of 

EUROCONTROL at the beginning of this year. This 
edition’s theme is one that is of particular interest for 
me – aviation partnerships and how EUROCONTROL 
can act both as a catalyst and as an enabler to 
support its stakeholders.

The Single European Sky Performance Scheme is 
now in its second year of operation and the targets 
for the second reference period are already being 
discussed. It is clear that they will be challenging, 
reflecting the desire for Europe to improve its global 
competitiveness and to start generating tangible 
benefits from SESAR deployment and the creation of 
Functional Airspace Blocks (FABs).

There are significant challenges to overcome. On 
the implementation of new improvements, there 
is considerable financial pressure, especially on the 
EU-member States and their air navigation service 
providers (ANSPs), resulting from the Performance 
Scheme targets, the economic situation in Europe 
and, the reduction in traffic; this is a worrying issue 
for all of us. The FAB members are also faced with the 
difficulties associated with bringing together distinct 
operations.  

It is to be questioned whether it makes sense 
to deploy the 300 SESAR projects at a national/
local level. There must be possibilities to agree on a 
deployment at FAB or pan-European level for some of 
the projects, in order to achieve higher performance 
contributions. I believe that EUROCONTROL is well 
placed to be able to assist its stakeholders by making 
realistic and professional proposals, for example in 
the area of centralised service provision, so as to 
contribute to performance achievements.

Such an approach supports a network-centric way 
of doing things – something that is becoming ever 
more important in today’s ATM environment. It can 
also generate significant savings by breaking away 
from the current practice where everybody is doing 

everything on a national basis. Indeed, one of the 
most striking differences between the ATM systems 
in Europe and the USA is the cost of controlling 
flights; the cost per flight hour in the US is roughly 
half our cost. There is a clear potential for addressing 
this issue, particularly now as SESAR moves into 
the deployment phase. If centralised services are 
tendered to permit the provision of services for the 
whole of Europe on a competitive basis, then we can 
envisage an even higher contribution to achieve the 
performance targets.

Several articles in this edition explore this theme 
and also look at what has already been achieved over 
the years by EUROCONTROL in collaboration with its 
partners across Europe. There are models that we can 
adopt, adapt and improve and several potential areas 
for a shared approach to service provision.

We also see how international cooperation can 
work practically by reviewing the experience of 
the Maastricht Upper Area Control Centre which 
had its 40th birthday last year. Another topic is how 
the Agency has worked with our military partners 
to improve the efficiency of both military and civil 
aviation.

Matthew Baldwin from the European 
Commission (EC) provides his view of working with 
EUROCONTROL as well as looking ahead to the next 
stage of the Single European Sky initiative, while 
Flybe gives a user perspective of European Air Traffic 
Management (ATM).

I am proud to have been chosen to lead this 
Agency and I am sure that, through its independent, 
pan-European position and unique technical 
expertise and experience, EUROCONTROL will 
continue to provide real added value for its 
stakeholders as we all face the economic challenges 
ahead. 

Frank Brenner, 
director General, eUroCoNtrol

A CATALyST AND ENABLER 
TO PARTNERShIPS

“EUROCONTROL will 
continue to provide 
real added value for its
stakeholders as we 
all face the economic 
challenges ahead.”
Frank Brenner
Director General, 
EUROCONTROL
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GroupeaD europe S.L. is a unique aIM Service 
Provider that offers a wide range of services 
in the field of aeronautical data management 
and in the evolution from aIS to aIM.
We work closely with aNSPs, airports and other 
aviation organizations. Working with us will 
provide you the benefits of:

n transferring our knowledge and   
 experience we gained as eaD Service  
 provider operating the eaD on behalf of  
 eurOCONtrOL and from our extensive  
 work in the service development 
n With 50 staff from 16 countries we are  
 multicultural, speak your language and  
 know your thinking
n Being lean organized and having   
 outsourced administration we are agile,  
 flexible, cost effective and customer  
 oriented
n Our services, methods and practices  
 comply with all international regulations, 
 ISO and SeS requirements

all this allows highest possible transparency, 
efficiency and customer satisfaction in all 
services provided that are available in our 
web and catalogue.

GroupeAd Business Approach
the company has demonstrated to 
understand the needs of eurOCONtrOL, its 
stakeholders, the aNSPs and aircraft operators, 
with a reputation as being an efficient and 
reliable operational aIS data provider. Our 
focus is on the transition process from aIS 
to aIM. We are working on and supporting 
the process of global interoperability, 
especially the approach of SWIM (System 
Wide Information Management) within the 
european SeSar program. 

GroupeAd Staff
the GroupeaD operational staff comprises 
currently of 50 highly skilled aIS experts 
recruited from 16 countries all over the 
world. they have years of experience from 
different areas like national aIS and atC 
providers, airline operators, pilot experience 
and national air forces. Our staff is fully 
qualified, trained and certified. GroupeaD 
has the knowledge needed to accompany 
the aIM community on its way to aIM/
SWIM. Our operational experts represent 
the global approach and international 
know-how. 

iSO Certificate and SeS
GroupeaD is ISO 9001 certified since april 
2004. GroupeaD is fully compliant with 
the Single european Sky (SeS) Common 
requirements regulation and is currently in 
the process of obtaining SeS Certification.

eAd Services
Since nearly 10 years GroupeaD successfully 
provides eaD Operational services on behalf 
of eurOCONtrOL. the service is continuously 
monitored by eurOCONtrOL through Key 
Performance Indicators showing a continuous 
yearly performance better than 99.5%. 

Static data and data verification
GroupeaD offers the full range of support, 
including the analysis of clients needs, 
status and requirements, elaboration of a 
detailed planning, data load and coordination 
activities including data validation and quality 
reviews. We have supported more than 30 
data providers in their SDO full migration to 
eurOCONtrOL owned eaD.

nOtAm Service and xnOtAm
GroupeaD is offering all NOtaM services 
according to the current standards as a NOtaM 
Processing unit (NPu). We can also offer 
our support and services as NOtaM Office 
- preparation and/or origination of quality 
assured dynamic data on your behalf.
additionally, GroupeaD is actively participating 
in the further development of Digital NOtaM 
(xNOtaM). 
 

GroupeAd europe S.L. 
the unique aIM Service Provider

GROUPEAD.indd   2 31/01/2013   13:03
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Consultancy 
GroupeaD provides general expert 
consultancy services that include the 
planning and development of a stand-alone 
or centralized database. Within the framework 
of consultancy services, GroupeaD is also 
offering the planning and realization of new or 
enhanced aIM/aIS Organizations. 

GroupeaD offers a wide range of quality 
related consultancy services all in accordance 
to ISO standards, principles and requirements 
including:

n	 Support in Quality Management System  
 design, definition, and implementation.
n Development and implementation of 
 the appropriate data quality review  
 procedures for the aIS Database including  
 Static and Dynamic databases and   
 covering specific training, procedures 
 and manuals.

AiP and Charting Production
We offer static data maintenance on behalf 
of client(s), followed by chart and electronic 
aIP creation according to ICaO and 
eurOCONtrOL standards.

training
GroupeaD has proven itself as an excellent 
training Services provider. Our course portfolio 
covers a wide range of subjects and activities 
in aIM, aIXM, eaD training and of course tailor 
made solutions. the courses cover the needs on 
basic and advanced level. Our custom training 
programs provide the needed preparation and 
adherence to aDQ.

the multinational character of the company 
allows us to provide training in many languages 
besides english e.g. Spanish, russian, french, 
Portuguese.

the advantages of training with us are:

n training courses are designed by   
 operational experts for operational staff,  
 specifically for aIM and airport staff. 
n trainers have extensive experience 
 and are operational experts bringing  
 additional practice value to every course  
 that is provided.
n training is customizable and available at  
 your location or ours.
n We make training fun through active  
 participation and involvement!

GroupeAd and the Future
“If you don’t go forwards you go backwards.” 
this slogan in mind, GroupeaD is always 
looking ahead, is always on the move. Our 
expertise and long years professionalism 
together with all the other assets GroupeaD 
stands for, presents the best and most efficient 
principles for progressive and successful 
development. Service providers and as 
well system providers may profit from the 
contributions we are able to offer. 

Customer references 
GroupeaD offers other products and 
services directly to users and we have worked 
with more than 60 customers over the past 
10 years.  

For more information feel 
free to contact us
email: info@groupead.com
Phone (Secretary Frankfurt): 
+49 69 780 728 71
Phone (Secretary madrid):     
+34 916 785 381

GROUPEAD.indd   3 31/01/2013   13:03



›
At the European Commission’s 
(EC) Transport Council 

meeting on 20 December 2012, 
the European Union (EU) and 
EUROCONTROL signed a high 
level agreement (HLA) establishing 
a new, stable framework 
for enhanced cooperation, 
contributing to the regulatory 
and technology requirements 
for building the Single European 
Sky (SES) (see also “An Evolving 
Partnership”, this issue).

“The HLA clarifies the context of 
the relationship between the two 
partners,” commented  Matthew 
Baldwin, Director of Air Transport 
at the European Commission’s 
Directorate General for Mobility 
and Transport. “It acknowledges 
the role of the European Union 
(EU) as regulator - to implement 
the SES and related policies. It 
also acknowledges the need 
for a further evolution of the 
EUROCONTROL Organisation  
to align itself in supporting the  
EU in the implementation of the 
SES – with a view to improving  
the overall performance of the 
ATM network.”

The agreement, which 
lists the areas of cooperation 

wAyPOINTS
EuropEan Commission 
and EuroConTroL 
ENHANCE COOPERATION

and defines the forms and 
mechanisms of cooperation, 
confirms EUROCONTROL as the 
technical and operational arm 
of the EU in the development 
and implementation of its SES 
programme, while positioning 
the EU as the regulator of this 
programme. It also provides 
a framework for civil-military 
coordination of air traffic 
management (ATM) and for pan-
European coordination beyond 
the EU borders. Moreover, it will 
enable the EU to contribute 
to the ongoing reform of 
EUROCONTROL’s governance 
structure.

In addition, the agreement 
aims to ensure synergies with, 
and avoid duplication of, the work 
of the European Aviation Safety 
Agency (EASA) in safety-related air 
traffic management matters and 
environmental issues.

In 2011, EUROCONTROL was 
nominated as ATM Network 
Manager for the Single European 
Sky programme, which is designed 
to establish a safe and efficient 
ATM system at European level 
on the basis of a legal framework 
adopted in 2004 and 2009.

› at iCao ’s Twelfth air navigation Conference in montreal in
november 2012, the European Civil aviation Conference 
(ECaC), the European union (Eu) and EuroConTroL, 
working with the European aviation safety agency (Easa), 
the EuroConTroL agency, the European Commission (EC), 
the sEsar Joint undertaking (sJu) and the ECaC secretariat, 
played a central role. Easa, ECaC, the EC, EuroConTroL 
and the sJu had a joint stand at the conference. under the 
slogan, “partnering to deliver global interoperability”, the five 
organisations presented Europe’s involvement in a globally 
harmonised aviation system.

› EuroConTroL participated in sEsar validation trials in
november 2012 to test the pan-European network service
(pEns) in the context of civil-military cooperation. The internet
protocol (ip)-based managed network services support
applications such as aTs messaging (am Hs). a series of 
network acceptance tests were carried out to evaluate the 
end-to-end performance of pEns when operating with different 
clusters of the Eurocontrol Local and sub-regional aTm 
support system (Lara ), developed to support civil-military 
coordination. The clusters were located in maastricht upper 
area Control Centre (muaC) and in madrid.

› on 5 december, Her Excellency
ambassador of Georgia to the European
union, salome samadashvili, signed
the revised Convention and the
accession protocol, marking a step
forward towards the accession of 

Georgia to EuroConTroL. Georgia is expected to become 
EuroConTroL’s 40th member state in 2013.

› Following the initial introduction, in 2011, of Free route
airspace in the areas controlled by EuroConTroL’s maastricht
upper area Control Centre (mua C) and the dFs deutsche
Flugsicherung Karlsruhe upper area Control Centre, 298 new
direct routes were added in december 2012, bringing the
amount of direct, flight-plannable routes in the area to 656.

› The irish aviation authority (iaa) introduced point merge, 
a new system to sequence aircraft for landing, in december 
2012. point merge uses new air traffic management techniques 
to assist airlines in flying more environmentally friendly 
continuous descent approaches to an airport. Continuous 
descent approaches permit the aircraft to reduce their fuel burn 
by up to 250kgs per flight depending on the aircraft size.

NEwS IN BRIEf
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duTCH miLiTary sTarTs 
opEraTionaL usE oF 
SHARED ATM DATA

›
An initial operating capability, 
comprising 11 military 

controller positions and two 
supervisory positions, was 
established in November 2012 
between the Royal Netherlands Air 
force (RNLAf)’s Nieuw Milligen Air 
Operations Control Station (AOCS) 
and the Maastricht Upper Area 
Control Centre (MUAC)’s air traffic 
control system. One RNLAf radar 
approach control sector and two 
arrival sectors (woensdrecht and 
Gilze Rijen) have switched to the 
extension of the MUAC system.

This development is part of 
the Shared ATS System (SAS) 
project, a pioneering project of 
ATM data services provided by 
one air navigation service provider 
to the benefit of another one 
in the core area of Europe and 
is governed by a Cooperation 
Agreement between the Ministry 
of Defence of the Netherlands and 
EUROCONTROL.

Under the terms of the 
Agreement  MUAC makes the 
relevant correlated radar and flight 
plan data available to the RNLAf 

military ATC centre at AOCS Nieuw 
Milligen and seven RNLAf airbases. 
This is done by extending the 
operational MUAC air traffic control 
system, establishing a ‘virtual 
centre’ across the various RNLAf 
sites. for MUAC and the RNLAf, 
using a shared picture brings 
certainty on a common view of 
the traffic. The primary benefit of 
the new arrangement is therefore 
greater safety, brought about by 
a closer understanding between 
military and civil controllers.

where previously verbal 
coordination procedures ensured 
synchronisation of views, this 
is now automated, which also 
means an important reduction 
in workload for both supervisors 
and controllers at both sites. 
for the first time, Dutch military 
controllers can use the data 
generated by the MUAC system 
(such as correlated aircraft tracks 
and flight plans) to control some 
of the densest and most complex 
airspace in the world. This entails 
MUAC processing information 
for approach and tower control 

alongside its existing upper 
airspace operations.

The SAS project also provides 
important efficiency gains as 
civil controllers are aware of the 
status of the military areas and 
the intentions of the military 
aircraft operating in these areas, 
enabling more effective capacity 
management.

In terms of cost-efficiency, too, 
the benefits of the SAS project are 
considerable. As MUAC facilities are 
upgraded and /or developed to 
SESAR (Single European Sky ATM 
Research) standards, the technical 
improvements will automatically 
flow to the RNLAf virtual military 
centre served from MUAC.

On 14 December 2012, a second 
radar approach control sector 
connected to the SAS system. In 
the subsequent phase, the third 
radar approach control sector 
will use the SAS system in March 
2013. full operational capability 
is planned for October 2013, with 
RNLAf en-route, approach and 
tower control operations using 
the SAS system. The former RNLAf 
systems (PHAROS and AUTOTRAC) 
will then be decommissioned. 

The implementation of such a 
virtual centre hosted within the 
operational system of another 
facility paves the way for further 
harmonisation in air traffic 
management. It is a de-facto 
solution for the defragmentation 
required in the Single European 
Sky (SES).
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› The New Year saw 
Frank Brenner appointed 
as Director General of 
EUROCONTROL, working 
from the Organisation’s 
headquarters in Brussels. 
Appointed by the 
EUROCONTROL Permanent 
Commission, Mr  Brenner’s 
five year mandate as DG 
began on 1 January 2013, 
when he took over from 
David McMillan.
An air traffic management 
professional throughout 
his career, much of which 
was spent at DFS ( the 
German air navigation 
service provider)  he 
was previously General 
Manager Operations for 
FAB Europe Central (FABEC) 
and also Vice Chairman 
of EUROCONTROL’s 
Performance Review 
Commission and a member 
of the Performance Review 
Body.

nEw dirECTor 
GEnEraL aT 
EuroConTroL
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wAyPOINTS

›
During the Global ATM Safety 
Conference in Cape Town in 

October 2012, the CANSO Safety 
Standing Committee presented 
prizes in two categories to three 
EUROCONTROL safety experts. 
The Global Safety Achievement 
Award, presented every two 
years, was given to Tony Licu, 
Head of EUROCONTROL’s Safety 
Unit. He helped to develop a 
common maturity scheme for 
Air Navigation Service Providers’ 
(ANSPs) Safety Management 
Systems (SMSs) and then 
integrated that scheme into a 
measurement system. This system 

has been used in Europe for the 
last ten years, and an adapted 
version for non-European ANSPs 
has been used by CANSO 
members for more than four.

Barry Kirwan, member of the 
Safety Unit, received an award for 
supporting CANSO in aligning 
it with EUROCONTROL’s Safety 
Culture methodologies. Barry has 
been leading EUROCONTROL’s 
Safety Culture programme over 
the past ten years, taking it from 
its inception as a research project 
to a Pan-European Safety Culture 
Improvement Programme in the 
Network Manager domain.

with more than a decade’s 
experience in performance review 
– having first sharpened his skills 
and expertise in developing 
safety key performance indicators  
(KPIs) in EUROCONTROL’s 
Performance Review Unit -  Radu 
Cioponea of EUROCONTROL’s 
Network Manager Safety Unit 
has helped ANSPs and CANSO 
to respond to the increasing 
need for safety performance 
review. This is a growing need, 
stemming from an increasingly 
performance-driven culture, as 
well as from new regulation, 
especially in the EU.

eUROCOnTROL wINS SAfETy AwARDS airporT aGrEEmEnT 
dELiVErs BEnEFiTs

› The collaborative 
agreement between ACI 
EUROPE and EUROCONTROL 
signed in 2008 has delivered 
a number of significant 
benefits to airlines and 
passengers, many of which 
were outlined at the Seventh 
Annual ACI Airport Exchange 
event in November 2012, 
hosted by Amsterdam 
Schiphol airport. Airport 
Collaborative Decision 
Making (A-CDM), for example, 
which allows for real-time 
sharing of operational data 
and information between the 
stakeholders using an airport, 
has resulted in improved use 
of available airport capacity. 
Benefits to airlines and 
passengers include better 
punctuality (an average 3 
minute reduction in aircraft 
taxi time), reduced emissions 
(an annual reduction of 
more than 120,000 tonnes 
of CO2) and fuel savings 
(€20.8 million in annual fuel 
savings for airlines). Airports 
where A-CDM is already fully 
implemented include Munich 
Airport, Brussels Airport, 
Paris-Charles de Gaulle and 
Frankfurt Airport.

A further 25 airports are 
currently in the process of 
implementing A-CDM either 
locally or fully. Another 
example of beneficial 
collaboration is the 
introduction of Continuous 
Descent Operations (CDOs), 
in which an aircraft descends 
directly to land rather than in 
gradual stepped descent. 

›
Two additional satellites in 
the GALILEO programme 

were launched in October 
2012, supplementing the two 
already in orbit and moving the 
EUROCONTROL EGNOS Data 
Collection Network (ECDN) 
programme further forward. 

ECDN, initially set up 
to perform independent 
performance monitoring of the 
EGNOS service and managed 
by Spanish company Pildo 
Labs, has recently expanded 
its capability and is now 
able to monitor signals from 
the GALILEO satellites. This 
continuous monitoring of 
EGNOS performance has made 
an important contribution to 
the certification of the EGNOS 

service provider. Performance 
evaluations (accuracy, integrity, 
availability and continuity) 
are made, both locally and 
centrally, using PEGASUS,  a 
dedicated tool developed by 
EUROCONTROL.

The EDCN is a standardised 
data collection environment 
established by EUROCONTROL 
to perform continuous EGNOS 
performance monitoring. 
This network was created in 
2001 in preparation for the 
EGNOS SIS Validation, and it 
was an important contribution 
for the EGNOS Service 
provider certification process 
coordinated with the European 
Commission. Nowadays the 
network is evolving towards 

multi-constellation and multi-
frequency monitoring. 

EDCN can also track the 
newly extended signals coming 
from the USA’s extension of 
the capabilities of its Global 
Positioning System (GPS), 
launching new satellites that 
broadcast a second civil signal 
on the so-called “L5” frequency. 
This new frequency will provide 
a more accurate and robust 
navigation capability to suitably 
equipped users.

Since March 2011, when the 
EGNOS signal was declared 
available for safety of life 
operations, EDCN has continued 
to provide independent 
evidence of EGNOS compliance 
with the aviation requirements.

Two morE saTELLiTEs 
MOVE EGNOS fORwARD
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you’re cleared to land

Honeywell’s SmartPath® Precision Landing System is the only
GBAS system to have been certified in both Europe and the U.S.
For more information visit aerospace.honeywell.com/ATM

© 2013 Honeywell International Inc. All Rights Reserved

Honeywell — addressing ATM challenges today for clearer  
and more efficient skies tomorrow. 

With the International Civil Aviation Organization (ICAO) predicting that air 

transportation is set to double in the next 20 years, and with increasing 

pressure on airspace, the words ‘you’re cleared to land’ are becoming even 

more valuable to pilots, airlines, passengers and air navigation service 

providers alike. Honeywell is an active participant in both the NextGen and 

SESAR programs and we are leading the way in developing technologies 

for the modernisation of the ATM system. Our innovative solutions, such as the SmartPath® Ground Based 

Augmentation System (GBAS) and our next generation Flight Management Systems which will enable 

Performance Based Navigation and Time Based Operations, increase airport access and capacity, improve 

routing efficiency and reduce operating costs, making a more intelligent and effective ATM ecosystem  

possible today. Honeywell ATM solutions are available today to meet the evolving needs of government 

agencies, aviation customers and airline passengers across the globe. With Honeywell, you’re cleared to land.
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FlightS down 
2.4% in 2012 -  
Further decline 
ForecaSt For 2013

Traffic, delayS and forecaSTS

2012 flights see a 2.4% annual decline, with a 
further decline expected for 2013. 2014 is still likely 
to be 3% below the 2008 peak in flights. With fuel 
prices remaining painfully high and the economic 
recovery delayed yet again, between September 
and november 2012, european flight counts 
remained at lower levels than in 2011 and winter 
2011-2012 saw heavy reductions in flights by a 
number of carriers. 

Based on the aircraft operator schedule data
available at the time, in September the forecast 
was that there would be a slight recovery relative 
to the previous winter, albeit not in every State. 
The cutting, however, has continued leading to a 
revision downwards of the 2012 traffic forecast.  

fliGHT coUnTS 2012-2014

The annual total of flights ended up 2.4% lower  
than 2011 over europe. 

2013 is forecasted for a 0.1% decline of traffic across 
europe. The uncertainty around this forecast is 
relatively high around ±1.4%, but this illustrates 
the continuing uncertainty around the economic 
situation in europe. 

2014 is expected to show signs of modest recovery 
(2.4% growth, ±0.7%). Total 2014 flights are still 
forecast to be around 3% below the 2008 peak year. 
The forecast will next be updated in february 2013. 
a downward revision in the economic forecast is 
in the pipeline, and is expected to push the 2013 
forecast lower at the next update.
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recenT TrendS 

Between September and november 2012, european flight counts 
remained at lower levels than in 2011. Since the beginning of the year, 
european traffic averaged around 2.2% below last year’s figures. 

over the summer, traffic followed the forecast quite closely, but 
following the update to the forecast published in September, the 
traffic saw lower growth than expected. This effect has grown with the 
beginning of the winter schedule, with traffic growth moving below  
the low forecast. 

The busiest three States saw fairly stable change over the summer,
traffic down 1%-2%. france and Germany are now seeing reduced 
traffic since the beginning of the winter schedule. only the UK has 
seen traffic stabilise to around 0% growth.

For the main contributors to the european traffic:
n Germany is still losing traffic by 1.6% mainly because of their weak   
 internal traffic but also because of recent stronger losses in arrival,   
 departures and overflights. 
n france is losing traffic again after a stronger summer, because of   
 weaker flows for overflights, internals and arrivals/departures. 
 However, its domestic market is not losing as much as those of the  
 other main countries, except UK. 
n UK’s traffic has lost 1.3% since the beginning of the year. 
 However, its arrivals/departures numbers have increased in   
 november, stabilising its overall traffic on that month compared to  
 last year. But one improved month does not make a recovery. 

n Since the beginning of the year, italy’s overflights have grown 
 by 1.5%, a counter-effect of last year decline following the arab   
 spring and libyan exclusion area, but this has not compensated for  
 its reduction in traffic, mainly domestic (by 8%). 
n Spanish traffic continues to drop, losing more than 6% compared   
 last year in november because of losses of more than 17% in 
 internal traffic combined with a further decline in arrivals and   
 departures of about 4%. 

there are two groups of States: 
n Those States that have lost traffic, which form the majority: 
 all the busiest ones, such as Germany, UK, france, italy and Spain   
 have lost traffic during the last three months. compared to the   
 summer, the losses are particularly strong in Germany and in the   
 Mediterranean countries, in particular Spain (and the canaries), 
 italy and Greece. as previously observed, these figures were also   
 impacted by the bankruptcy of airlines, such as Spanair for Spain,   
 and Malev in Hungary, but also by restructuring of others that have  
 cut their traffic like finnair in finland, air Berlin in Germany and 
 czech airlines in the czech republic. 
n on the other hand, Turkey was the main contributor of additional   
 flights followed by norway plus, outside the eUroconTrol area,   
 russia. However, their modest growth rates did not compensate for  
 the general reduction elsewhere. 

Main changes to traffic on the european network
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MarKeT SeGMenTS

The charter segment is on average growing at 3% 
since January 2012. However, these strong figures 
do not mean particular strength in charter traffic but 
are rather a sign of the recovery of traffic one year 
after the beginning of the political unrest around 
north africa that generated a sudden drop in traffic 
for that particular segment. 

The low-cost segment, losing around 5% of its traffic 
at the beginning of the year, is now back to a 2% 

growth since the beginning of the year due to a 
better summer, but it is declining again since the 
first weeks of the winter schedule. 

The traditional-scheduled market segment 
remains weak around 4% lower than in 2011 with 
monthly figures that have remained stable since 
January. Business and cargo traffic remain also 
low, both losing traffic in 2012 compared to 2011 
around 3.5%. 

ranking of airports based on 2012 departures

growth % of market segments in 2012 over 2011

Flight type rule Flights (thousands)

 2011 2012 growth market share

Traditional Scheduled 5,463 5,254 -3.8% 55%

low cost 2,354 2,393 1.6% 25%

charter 503 517 2.9% 5%

Business aviation 711 684 -3.8% 7%

cargo 351 336 -4.3% 4%

other* 402 364 -9.4% 4%

all flights 9,784 9,548 -2.4% 100%

 
 
 

Flights (thousands) Growth

Airport AP code Country 2012 2011 2012 vs.2011

PariS cH de GaUlle lfPG france 249 257 -3.4%

franKfUrT Main eddf GerMany 241 244 -1.3%

london/HeaTHroW eGll UniTed KinGdoM 238 240 -1.5%

ScHiPHol aMSTerdaM eHaM neTHerlandS 217 216 0.3%

MUencHen 2 eddM GerMany 198 204 -3.2%

Madrid BaraJaS leMd SPain 187 215 -13.3%

iSTanBUl-aTaTUrK lTBa TUrKey 176 157 12.2%

roMe fiUMicino lirf iTaly 157 164 -4.7%

Barcelona leBl SPain 145 152 -4.6%

ZUricH lSZH SWiTZerland 131 134 -2.8%

Wien ScHWecHaT loWW aUSTria 131 132 -1.3%

london/GaTWicK eGKK UniTed KinGdoM 123 126 -2.1%

coPenHaGen KaSTrUP eKcH denMarK 122 127 -4.5%

oSlo/GarderMoen enGM norWay 118 114 2.7%

PariS orly lfPo france 117 116 0.6%

BrUSSelS naTional eBBr BelGiUM 109 114 -4.6%

dUeSSeldorf eddl GerMany 108 111 -2.3%

STocKHolM-arlanda eSSa SWeden 105 106 -1.7%

GeneVe coinTrin lSGG SWiTZerland 90 88 2.3%

Milano MalPenSa liMc iTaly 88 96 -8.8%
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LFV goes global

Cooperation 
– that gives results

Together with Naviair, LFV created the fi rst 

cross-border Functional Airspace Block 

in Europe with combined air navigation 

services, the NUAC- company.

Business partners

In Madrid you will see us together with

our Swedish business partners, a unique 

combination of know-how, tailored to 

support your Airport & ATM business.

Innovative solutions 
– for tomorrows needs

Through Remote Tower Services (RTS), 

LFV can support you in the transition 

to a modern, cost effi  cient and fl exible 

 provision of Air Traffi  c Services, using new 

technology and methodology. This is a 

major opportunity for airports with low or 

medium traffi  c density.

The aviation industry faces major challenges. Just by thinking 
in new and diff erent ways we can meet them head on. 
Together with innovative partners, we can continue to be 
a breath of fresh air for aviation.

We all breathe the same air.

Meet us at World ATM in Madrid, 
stand 225, 12-14 February, 2013.

LFV.210x297.Skyway.magazine.indd   1 2013-01-23   12:00



Growing aircraft numbers make Air Traffic Management more
complex. Thales TopSky-ATM Solutions help to make the skies
safer, greener and more efficient. Our industry-leading initiatives,
components, systems and services are integral to the SESAR
programme in Europe and NextGen in the US. Thales is trusted

by key ATM decision makers across 180 nations and an impressive 2 out of
every 3 planes around the world land and take-off with the help of Thales.

To learn more about our TopSky-ATM Solutions, 
scan the QR code or visit thalesgroup.com

Optimising 
controller workloads?
Providing integrated technology enables
controllers to focus on their primary roles

Long-term
support?
Offering a complete range
of extended services

Cyber security?
Ensuring data integrity protection
against cyber threats is vital 

Greener ATM?
Optimising flight profiles with reduced
holding patterns, cuts carbon emission
and fuel consumption

Safer skies?
Increasing air traffic efficiency
makes new solutions essential

TopSky-ATM Solutions.
Better decisions 

deliver better outcomes.
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The evolution of the European aeronautical information system database (EAD) into the information 
highway that underpins four-dimensional trajectory operations will open the door to new 
relationships between EUROCONTROL and its partners.

FUTURE 
OF EAD

points the way to new partnerships

As always in aviation, it is the next three 
years that really count. 

It has been clear for many years that 
the long-term vision of a future air traffic 
management (ATM) system in which aircraft 
operators plot the safest, shortest, most 
fuel-efficient route from gate to gate will only 
be possible if there is seamless interchange, 
in the air and on the ground, of precise and 
up-to-date aeronautical information between 
the aircraft users and data providers. This will 
mean a huge change in the amount of data 
supplied, its precision and its format (See 

Skyway, Winter 2012 “SWIM – data sharing 
concepts make headway”). But if we are 
to move from today’s fragmented system 
where data is exchanged in silos, according to 
different aviation functions, to a System Wide 
Information Management (SWIM) approach 
where ‘net-centric’ data is exchanged between 
systems in an interoperable manner based on 
open standards, a series of major institutional 
and technical leaps will have to be made.

The technical issues are starting to become 
understood but it is only now, as the first  
SWIM concepts are being trialled within  
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This has to be extremely well defined first of all.”
The EAD gives today’s airspace users a 

high-quality briefing service on all aeronautical 
relevant data.  But what about the essential 
weather briefing for the envisaged route? 
“Currently there is no weather briefing coming 
with the NOTAM briefing. This is something our 
general aviation customers miss very much 
and is definitely a shortcoming if you compare 
this to the US, for example”, said Michael Kraft, 
Chief Executive Officer of GoupEAD (GEAD), the 
service provider contracted by EUROCONTROL. 

Interchangeable data
As part of the process of developing consistent, 
precise and interchangeable aeronautical 
information data throughout Europe, the 
European Commission adopted on 26 January 
2010 Regulation EC 73/2010, which laid down 
requirements on the quality of aeronautical 
data and aeronautical information for the 
Single European Sky, including the origination, 
handling and publication phases. As part of this 
process EUROCONTROL, following consultation 
with aviation stakeholders between March 
and June 2012, has identified the use of 
Aeronautical Information Exchange Model 
(AIXM) V5.1 as the preferred format for future 
AIS messages, a key element in standardising 
the format for the next generation of dynamic 
digital data.

A single database of precise and up-to-
date aeronautical information, which can be 
accessed by all concerned aviation stake-
holders, is vital to the evolving European ATM 
system, where the transfer of data between 
the air and the ground will be an enabling 
technology to 4D trajectory operations. 

Implementing aeronautical data quality 
(ADQ) standards across the entire aeronautical 
information data process chain – from the 
original data sources (such as surveyors 
and procedure designers) through AIS and 
publications to the end users – will guarantee 
the delivery of aeronautical data in increasingly 
user-friendly formats and will be an important 
building block to SWIM operations. At the same 
time the digitisation of NOTAMs for dynamic 
data will allow for the automated transfer of 
time-sensitive data between the cockpit and 
the ground which will help enable dynamic 
re-routings. 

 “Once you understand what operational 
functionalities will be needed in the future you 
can start to specify in detail how you express 
certain terms of architecture, how it should link 
with the existing system and other databases,” 
said Jacques Dopagne. “The AIS database will 
have to link to the flight plan system and our 
air traffic flow management system (ATFMS), 
formerly the Central Flow Management Unit 
(CFMU). The ATFMS is where you permanently 
monitor demand on the overall system so you 
will have to link more dynamic aeronautical 
data with the ATFMS.”

It will be up to EUROCONTROL/Network 
Manager to define the complex architecture to 
ensure that the impact on the overall network 
of dynamic aeronautical information changes 
can be assessed, with ensuing amendments to 
planned 4D trajectory operations. 

“Having defined the operational 
specifications and the systems architecture it 
will be important to look for new operational 
models in partnership with industry and go 
outside for possible call for tender – to see 

 the Single European Sky ATM Research  
(SESAR) framework, that the institutional issues 
are being addressed in detail. For the next 
three years we will see a major change in the 
way States, airports, airlines, military aircraft 
operators, air navigation service providers 
(ANSPs), regulators and EUROCONTROL work 
together to provide and exploit the quantity 
and quality of aeronautical data which are 
essential to precise four-dimensional (4D) 
trajectory operations (see Skyway, Winter 2012 
“I4D test flight heralds new era in air traffic 
management.”)

“We have to have new levels of accuracy of 
the trajectory and aeronautical information 
management which is not in the current static 
database,” said Jacques Dopagne, Director 
Network Management at EUROCONTROL. “It is 
essential in the future from the perspective of 
SWIM to have this evolution of data and for that 
we can build on the European Aeronautical 
Information System Database (EAD); we can 
extend its role with more information, a new 
database and a new model which could be 
designed as a further industry partnership.  But 
first we will have to decide what we will put in 
the new database and we will have to consider 
how to cover increasing data needs of the 
future. That is absolutely critical.”

Aeronautical information comes in two 
forms:  static data, such as the Aeronautical 
Information Publication (AIP), and dynamic 
data, such as notice to airmen (NOTAM), where 
information is provided at short notice, on 
opening and closing of particular airspace 
sectors, for example. The aim is to provide 
aircraft operators with timely provision of 
accredited and quality-assured aeronautical, 
terrain and obstacle information. According 
to ICAO Annex 15, each State must provide an 
aeronautical information service (AIS), normally, 
though not always, delegated to the national 
ANSP. Traditionally this has been through paper 
and text messages over the aeronautical fixed 
telecommunications network (AFTN) and 
more recently distribution by CD-Rom and the 
Internet. 

“The EAD will become a key element of 
SWIM,” said Jacques Dopagne. “Today it’s static 
but in future we will have to expand the static 
database to a more dynamic database. The first 
thing we have to do in this kind of evolution 
– the priority of the priority – is to understand 
very well the evolution of operational 
procedures. What are we going to change? 
What operational functionality will we need to 
bring to aircraft operators, airports and ANSPs?  SA

S
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who might be best suited to undertake the 
development of the system and who would be 
best for the operations,” said Jacques Dopagne. 
“We would have to look at the cost/benefit 
equation of the different options, and, once 
the offers are in, we would have to take the 
proposals to the relevant governing bodies.”

Comprehensive plans
The technical and economic challenges for 
successful bidders will be high. The current 
EAD contract has shown to have saved users 
and data suppliers around €60 million since 
it was introduced (see “Why EUROCONTROL 
built a cloud”, this issue). The role of military 
data inputters and data users will have to 
be integrated – especially important when 
dynamic changes to military airspace opening 
and closing times will have a vital role on the 
performance of the overall network. Airports 
will have to be integrated, too. The flight 
planning system will have to be overhauled 
to make flight plans more comprehensive, 
accurate and standardised, moving towards 
the precise 4D trajectory target. And this will 
be linked to the evolution of the analytical 
management function, so that the SWIM 
system will contribute to provide updated 
accurate data needed to give the aircraft 
operator a precise time of arrival at the 
destination airport, calculated through the 
analysis of static and dynamic data, flight plan 
data, precise aircraft position identification 
data, trajectory forecast data and so on. If 
there are changes to an aircraft’s target time 
of arrival these will have to be coordinated at 
network management level. “But the principle 
would be to have an overall view, and, 
through partnership with industry, develop 
the EAD/SWIM contributing to the trajectory 
management along with the databases for 
airport, flight plan, military and perhaps other 
stakeholders,” said Jacques Dopagne. Time is 
short.

“Today we are running the EAD contract 
until the end of 2014 for the information 

technology (IT) part and until June 2016 
for operations,” said Jacques Dopagne. “We 
have started with the preparation of the 
specifications of this new system. We will have 
to move from where we are today with the 
EAD system to a new database by 2015 paving 
the way concretely step by step to the future 
aeronautical information management system 
in the framework of SWIM. It is not realistic to 
go for a “big bang” approach, it’s a step by step 
evolution, with the final goal of 4D trajectory 
operations.” 

The idea is to build on the existing 
infrastructures which have already proved to be 
robust and operationally effective – the EAD, 
the flight plan system and the ATFM systems. 
“To display the relevant briefing information, 
such as NOTAMs or weather, along the flight 
path in a chart accessible via the Internet 
is a product that needs to go into the next 
evolutionary steps,” said Jacques Dopagne. 

“The results achieved have been well 
reflected by other parts of the world; this is 
why the European AIS Database is not only 
used well beyond Europe but has also been 
subject to ICAO deliberations at the recent 
ICAO Air Navigation Conference in Montreal”, 
said Bo Redeborn, Principal Director ATM at 
EUROCONTROL.

One important further step has already been 
made with the development of the Network 
Operation Portal (NOP) where external users 
can access flight plans, analytical data, ATFM 
regulations and so on. And with SWIM an 
integral part of the SESAR deployment phase, 
the system already involves a wide consortium 
of industry partners, including systems 
manufacturers, ANSPs and airlines.     

“EUROCONTROL will continue to focus 
on what is essential for the network; the 
raison d’être of the Single European Sky is 
the European Union’s (EU) ATM network 
performance achievement , ensuring in a 
pan-European dimension for non-EU member 
States that the performance will be achieved 
for all EUROCONTROL partners” said Jacques 
Dopagne. “Of course we will not achieve the 
required levels of EU performance without 
having the ANSPs and other partners 
contributing fully to this achievement. The only 
way to reach the targets that have been set is 
to ensure that, at the network level, the system 
is cost-efficient and the safety management 
of the data, the quality of data, is robust. New 
partners have to be fully associated in the 
preparation, development implementation  
and running of the future systems.”  

“We have to have new 
levels of accuracy of the 

trajectory and aeronautical 
information management.” 

Jacques Dopagne, Director
network Management, 

eUroControL
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At the october 2012 conference on 
Progress Towards the Single European Sky 

(SES) held in limassol, cyprus, Siim Kallas, the 
European commissioner for Transport said: “We 
must progress from planning to actual delivery. 
That will ensure member States follow through 
on their obligations.” commissioner Kallas 
continued: “Air navigation costs of an average 
flight in Europe should have fallen from its €800 
starting point to €600 not the €715 it is today”, 
adding that “although functional airspace 
blocks (fABs) have been established..... at the 
moment, it is clear that they will make little if 
any contribution towards an integrated and 
defragmented airspace.” 

In spring 2013 the commission intends to 
present proposals for the “SES 2+” regime, to 
accelerate implementation of the Single Sky 
concept, with performance plans to be set 
collectively rather than individually and with 
targets assessed and enforced on a Europe-
wide basis. “member States need to be made 
accountable if they do not meet their targets,” 
said commissioner Kallas.

Single European Sky ATm Research (SESAR) 
deployment potential investment costs of 
about €6 billion have been calculated to be 
borne by the air navigation service providers 
(ANSPs), and in the end by the airspace users. 
The question is if these investment costs can 
be afforded under the target setting of the 
Performance Scheme, putting all the necessary 
equipment into all European centres.

It has become clear for some time now that 
if these performance targets are going to be 
met, member States will have to reassess many 
of the ATm services being provided today at 
a national level, to see if by centralising them 
at a regional level they could improve safety 
and reduce costs and delays for airspace 
users. There are already clear examples where 
the process of centralising services – in 
areas such as air traffic flow management to 
balance demand with capacity, the billing and 
collection of air navigation charges and the 
provision of aeronautical data – has produced 
substantial, tangible benefits for airspace users 
and, in many cases, national ANSPs themselves.

But if further centralisation of ATm services 
is to take place – to reduce duplication and 
improve overall ATm performance – there are 
a number of key issues which will need to be 
resolved. Which services should be moved 
to the regional level? How should they be 
managed to ensure users and providers can get 
the best value and performance from them? 
What will be the impact of this on national 
ANSPs? And there is another important related 
question – how will a new series of centralised 
service be coordinated with the deployment 
of SESAR technologies, which are due to be 
introduced from 2014 onwards?

It is still too early to be sure exactly which 
current services provided by national ANSPs 
would be more efficiently managed at the 
regional level but there are clear industry 
trends which suggest which way the wind is 
blowing. “The debate has got to take place in 
the context of SES 2+, and within the reporting 
period two of the performance requirements,” 
said Bo Redeborn, Principal Director ATm at 
EURocoNTRol.  “What has been proven in 
the past is that it is easier to introduce a new 
service in a centralised way than it is to take 
something away and centralise it. 

“I think it’s a matter of collectively discussing 
and agreeing what can be done more 
efficiently locally and what can be done 
more efficiently centrally; there are many 
services where centralisation will merely add 
bureaucracy. once you have done that it is just 
a matter of embarking on programmes.  That 
debate needs to start now, before we actually 
deploy technologies because if we don’t we 
may very well miss an opportunity to get 
the capabilities implemented. I’m convinced 
that with some of these new technologies 
the business case works when they are 
deployed centrally but not if they have to 
be implemented separately within 70 or so 
centres, which will need to interact with each 
other. The coordination effort will simply be too 
much. So that means looking at services which 
are going to be provided centrally or not at all.”

one likely new candidate for centralised 
service provision is the collection, management 

There is some disquiet about the prospect of moving air traffic 
management (ATm) services from national providers to a single 
operator – but in many cases, the benefits will far outweigh the 
problems and cost.

and distribution of flight data and linked 
ATm system status data within new system 
wide information management (SWIm) 
architectures. At the heart of SWIm is a huge 
data depository – or more likely two or more 
depositories separately holding static and 
dynamic aeronautical data along with time/
geographic coordinates which will allow for the 
calculation of precise flight trajectories. one of 
the biggest challenges will be to ensure the 
data users are given the exact quantity of data 
which will allow them to plan their operations 
precisely without being swamped with reams 
of irrelevant data. 

for those existing services which, after the 
appropriate cost-benefit analysis, are identified 
as being suitable candidates for migration from 
national to fAB or pan-European centralised 
provision there is a clear understanding in 
EURocoNTRol that there has to be benefits 
for national ANSPs in the process. very, very few 
European ANSPs are contemplating massive 
changes to their business models as a result of 
SES operations.

Centralised services
The European Aeronautical Information 
Database (EAD) programme (see “Why 
EURocoNTRol built a cloud”, this issue) 
offers one example of how centralised ATm 
services can be provided by a consortium 
of industry and ANSP partners working 
within the framework of a EURocoNTRol 
programme; if the current blueprint for 
this successful service is used as a basis 
for future centralised services then ANSPs 
will open the door to new opportunities 
for ANSPs to bid for centralised service 
provision work.

ANSPs are today mainly restricted to 
provide services only within the national 
airspace. There might be changes in the 
future when services are organised within 
the fABs to be provided for the fAB area. But 
even then the ANSPs do not have a chance 
to provide the services on a broader basis, 
on a European or pan-European scope.

“The implementation of different 
centralised services on a pan-European basis 
is key to open the market conditions on 
a pan-European scale”, according to frank 
Brenner, Director general of EURocoNTRol. 
“This can foster further cooperation between 
the parties to provide pan-European 
services in form of consortia, newly founded 
subsidiary or other groupings, like EEIg etc.”

“When we are looking at contracting  
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 the services, we’re not trying to reduce  
the ANSP workforce by 10,000 while increasing   
EURocoNTRol’s staff count by 3,000,”  
said Bo Redeborn. “We will play the role of 
architect, the designer of the system, taking 
account of the needs of the entire European 
network – and then let the service provider 
actually do the job of delivering the service.”

But there will be no single blueprint of 
public/private partnership (PPP) to follow – the 
consortium structure will depend on the type 
of services being offered. There exist other 
blueprints for PPP centralised services within 
EURocoNTRol apart from the EAD model. 
The Pan-European Network Service (PENS) is 
a joint EURocoNTRol-ANSP led initiative to 
provide a common internet protocol network 
service as the backbone of the SWIm system 
and which is a key enabler, for example, for the 
collaborative Decision making (cDm) concept 
under development in the context of SESAR. 
At least 19 ANSPs are currently involved in its 
development.

“We tried to do PENS on three different 
occasions,” said Bo Redeborn, “and failed. So 
the providers said that we’re going to do it 
ourselves. They tried twice and then came back 
to us to ask us to set up a centralised service 
and we were able, in cooperation with ANSPs, 
to absorb a lot of the costs in setting it up and 
running it and we eventually succeeded. There 
are many people who would be willing to bid 
for centralised services but without some kind 
of management around the programmes they 
are unlikely to be successful.”

Precise monitoring
Another model is the European Regional 
monitoring Agency (RmA) “(see “Stronger 
global links”, this issue), which is responsible for 
the oversight of Reduced vertical Separation 
minima (RvSm) operations. A key element 
of the programme is the precise monitoring 
of the altitude of RvSm-equipped aircraft 
in European airspace. EURocoNTRol has 
outsourced the job of collecting data from 

height monitoring units to three different 
service providers, who feed the information 
directly to EURocoNTRol which analyses 
the data and assesses the safety of the overall 
system.

other centralised service provision examples 
include the Integrated Initial flight Plan 
Processing System (IfPS) and the centralised 
SSR code Assignment and management 
System (ccAmS).

“These are all examples which are very 
different in nature and structure but they are 
all centralised services and they all provide 
great value for money. With centralised services 
there is an opportunity for the service provider 
to acquire better data for a lower price and 
that means they can more easily achieve the 
performance targets of cutting costs,” said Bo 
Redeborn.

This is not to underestimate the challenges 
to centralisation which will have to be 
addressed over the coming months. Some 
aviation stakeholders are not necessarily 
convinced that EURocoNTRol is the most 
economically efficient body to operate a 
centralised service itself. There is opposition 
from some system suppliers who would 
prefer to sell equipment to 70 centres, rather 
than a single customer. And ANSPs are, 
understandably, concerned about how their 
income streams might be affected if the 
number of services they offer is cut.

“I’m sure many view this with a mixture of 
fear and opportunity,” said Bo Redeborn. “And 
it’s an illusion to believe that all people are in 
favour of change. They’re not. Eighty per cent 
feel most comfortable when nothing changes. 
But there are plenty of opportunities here for 
them and at least it will help providers to cut 
their costs. It’s only a threat for those who are 
desperately holding onto their infrastructure 
as the main part of their business.”  

And change is coming. “The next 
centralised service will happen soon,” said Bo 
Redeborn. “We are looking at working with 
a partner on pre-departure, 4D trajectory 
planning and assessing what we could do 
in terms of getting the best solution to 
deploying this technology and this could 
happen within three years. So between three 
and eight years I see quite a few of these 
proposed centralised services going into 
operation. Some of these proposals include 
actual improvements to present services – the 
EAD transposition into a SWIm environment 
could also happen within that same time 
frame, definitely.”  

I think it’s a matter 
of collectively discussing 
and agreeing what can 

be done more efficiently.”
Bo Redeborn, Principal 

Director ATM, 
EUROCONTROL
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The world’s largest repository 
of aeronautical information 
was one of the first cloud-
computing architectures to 
be developed between States 
and private company suppliers 
– and its customers have now 
spread throughout the world.

WHy EUROCONTROL 
Revolution is not a word which is normally 

associated with air traffic management 
(ATM) concepts, least of all those concerned 
with the supply of aeronautical data, but, 
at the time of its launch 10 years ago, 
the European Aeronautical Information 
System Database (EAD) was, in its own way, 
revolutionary.

Static and dynamic data
According to International Civil Aviation 
Organization (ICAO) Annex 15, each State must 
provide an aeronautical information service 
(AIS): static data – such as the Aeronautical 
Information Publication (AIP) along with its 
supplements and amendments – and dynamic 
data – such as notices to airmen (NOTAM). 
The timely delivery of accurate aeronautical 

information is vital to the safety and efficiency 
of civil and military air traffic. It is used by 
airlines to feed their flight management 
systems and is the reference point for autopilot 
operations. For ATM service providers the data 
is used for capacity planning and the approval 
of flight routes. Pilots use it for anything which 
will affect the safety of their flight – closure of 
an airspace sector for military exercises or air 
shows, for example, or maintenance windows 
for ground-based navigation equipment 
outages. The timeliness and accuracy of the 
information has a major impact on the overall 
performance of the aviation system.

Before the EAD service was launched in 
2003 each ICAO Member State of the ICAO 
EUM Region (EUR) following ICAO Annex 
15 had its own system for collecting and 

bUilt a ClOUd
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distributing AIS data to and from airspace 
users and information providers. But because 
there were so many organisations and 
personnel involved in the process there were 
wide differences of data quality and formats 
between States and, quite often, the late 
publication of AIS updates. There were also 
many examples of duplication because each 
national AIS loaded the same aeronautical 
information in their national database. 

 “Although national services were efficient, 
duplication of services at the European level 
meant the AIS was expensive, operationally 
inefficient and challenged safety standards 
with multiple inputs into many databases 
causing data inconsistency for the airspace 
user,” said George Paulson, former Director 
ATM Programmes at EUROCONTROL, who was 
responsible for the EAD project through to 
implementation.

“All air navigation service (ANS) 
administrations with their AIS Central 
NOTAM Offices (NOF) and local AIS offices 
at international airports suffered from 
unstructured, poorly-formulated rules for 
international NOTAMs, often written in all ICAO 
languages,” said Wolfgang Philipp, the former 
Senior Director Operations at EUROCONTROL, 
responsible for all the European ATM 
developments and programmes within the 
European Civil Aviation Conference (ECAC) 
Strategy and ECAC Airport Strategy. “Also 
the unclear structured information in the 
internationally distributed national AIPs 
created a lot of problems. you needed a 
communication network which was able 
to handle all the telefax-type messages. 
The aeronautical fixed telecommunications 
network (AFTN) was the best network 
at its time but still poor in respect to 
connectivity, capacity and performance. 
ANS administrations needed armies of 
telecommunications personnel to operate it.”

It was a long standing problem. In 1987 
EUROCONTROL’s AIS Automation Working 
Group set out the principles for a future 
integrated automated AIS system in Europe. 
ECAC, too, under the leadership of Val 
Eggers, supported the move to developing 
centralised AIS services. EUROCONTROL 
Member States decided in 1997 to launch the 
European AIS Database (EAD) and in 1999 the 
EUROCONTROL Permanent Commission gave 
the go-ahead for EUROCONTROL to establish, 
develop and operate it. The EUROCONTROL 
Organisation would be the owner of the 
service and the EUROCONTROL Agency would 

oversee the provision of the EAD service and 
act as its financial and performance regulator 
on behalf of the Organisation, while industry 
would be involved through contracts in 
running of the service.

“The business case for a single common 
reference database shared with all parties 
to input and draw from was overwhelming 
and widely supported by the airspace users,” 
said George Paulson. “Social issues – such 
as the role of national AIS units, mainly in 
air navigation service providers (ANSPs), 
which would diminish in size – needed to be 
addressed. From the mid-1990s, a common 
approach was proving itself in the central 
flow management unit (CFMU). The model 
of EUROCONTROL ownership, technical 
development, operation, financing and 
management was of the time but the vision 
for European AIS providing a single accessible 
database as a shared service lent itself to 
other management structures. It was decided 
therefore that the EAD centralised model 
would evolve into a public/private partnership 
(PPP) providing a European AIS database 
owned and overseen by the EUROCONTROL 
Organisation but with the systems and 
operations outsourced to the market. Safety, 
security and economic regulatory provisions 
were made and requirements from data 
providers and service users formulated and 
agreed.”

Following a call to tender in 2001 
EUROCONTROL assigned the operational 
portion of the contract to the GroupEAD 
Europe SL consortium of Aeropuertos 
Españoles y Navegación Aérea (Aena) and 
Deutsche Flugsicherung GmbH (DFS) with 
Frequentis AG of Austria providing the system 
and quite separately, securely located data 
processing units. It operates through centres in 
Madrid and Frankfurt.

This was the first aspect of the revolutionary 
nature of the contract. State-specified AIS 
units, as data providers, maintain responsibility 
for the quality and timeliness – and retain 
copyright of – the aeronautical information in 
the database, while the consortium manages 
the day-to-day operations.

Consistent data
Three major concerns drove the contract-
award process: data quality, cost-effectiveness 
and ensuring the availability of the system 
24 hours a day, seven days a week. The 
quality of the data would need to increase 
every day through use of standardised rules 
and procedures, to ensure cross-border 
consistency. 

Costs of supplying the data would need 
to come down as a result of centralised 
processing data from Member States and 
States outside the ECAC area. And data would 
need to be always instantly 
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 available through dedicated applications 
with systems availability defined in a Service 
Level Agreement (SLA). 

Possibly the most important driver was 
the requirement for the EAD to contribute 
to a reduction in safety risks posed by the 
distribution and publication of aeronautical 
information. A full safety case, in line with 
EUROCONTROL Safety Regulatory Requirements 
(ESARRs), has allowed the systems users and 
clients to identify, mitigate and manage all risks 
with respect to the introduction, operation and 
correct use of the EAD.

The initial EAD contract covered the 
provision of six different AIS and related 
components: SDO – the maintenance, 
download and reporting of static data; INO – 
creation and retrieval of NOTAMs, including PIB 
– generation of Pre-flight information bulletins; 
PAMS – publication and consultation of 
aeronautical documents; AIP – AIP production; 
CHART – chart production and Service Desk for 
supporting EAD clients in the daily operation.  

“EAD service provision was the first 
EUROCONTROL tendered operational service,” 
said Elvira Abajo.

GroupEAD Europe Operations Manager, 
Madrid, who has been involved in the project 
from the start. “The contract has been based 
on the definition of Service Level Specifications 
(SLS) detailing for each service provided 
the Key Performance Indicators (KPI) that 
have to be met. Additionally, a bonus/malus 
system is defined to reinforce the delivery 
of the service under the highest standards. 
This was a revolutionary concept when first 
introduced to govern the EAD contract and 
has shown its validity through the 10 years of 
EAD operations, said Alberto Varano, Principal 
Director Resources at EUROCONTROL.

“The market response to the contract call 
from AIS providers, including ANSPs, meant 
that the potential operator would be close 
to the market needs,” said George Paulson. 
“Contract competition achieved the cost-
effectiveness goals. Balances were set between 
responsibilities for ownership/oversight and 
technical/operation. AIS users supported the 
approach throughout as efficiencies would 
arise. The EAD contract was for a limited time 
to enable performance monitoring and a 
competitive re-tendering.  PWC London was 
used to audit EAD cost effectiveness.” 

How successful has the model been?
“We believe that over the last 10 years we 
have achieved around €60 million of savings 

by centralising the service the way we have,” 
said Jacques Dopagne, Director Network 
Management at EUROCONTROL. Over the last 
10 years, 46 States and ANSPs have migrated to 
the full use of the EAD.  When new investment 
decisions for AIS systems at local national level 
had to be taken, this always was the time to 
decide to connect to EAD and exploit the 
cost reductions associated with it. Nobody 
threw away modern national equipment; 
the decision milestone was when a possible 
replacement was at stake. With the amount of 
national AIS/ANSP providers in Europe, there 
always were several per year having to replace 
their systems or to connect to EAD.  

According to Heinz-Michael Kraft, Chief 
Executive Officer of GroupEAD Europe SL: ”We 

have reduced the efforts individual ANSPs 
would have had to undertake to provide an 
aeronautical database to their customers or for 
their own usage. Having the EAD as a single 
entity to provide this data for all customers – 
and having one organisation to maintain and 
operate this database – is a valid cost-reducing 
factor for all ANSPs who use it. They only have 
to provide their data to update the database 
and only need a link to download the data 
they need for themselves.”

Single NOtaMs
 “Another important attribute is that we have 
within the EAD a single source of worldwide 
NOTAM,” said Gaston Liegeois, Head of Airspace 
and AIS Data Management Unit (ADM) at 
EURCONTROL. “Before, Member States received 
NOTAMs from many different worldwide 
sources and had to read and process them 
separately, which sometimes meant up to 40 
versions of the same NOTAM. Now there is just 
one and many major airlines now use the EAD 
as the reference point for NOTAMs for pilot 
briefings.” There has been as well significant 
savings for the users in implementing 
such a centralised EAD model, by avoiding 
duplication of actions and ensuring a high 
level in the quality of aeronautical information.

“Was the model a success? Undoubtedly,” 
said George Paulson. “It captures the strengths 
of a pan- European network structure 
to simplify and make more rigorous the 
processes for AIS data management, while 
bringing efficient operations close to those 
who generate, own and use the information.  
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It exploits industry’s expertise of implementing 
secure systems. It makes governance focused 
and financial management transparent. And 
it has enabled European operation of the 
world’s largest AIS database to interact globally 
on the basis of agreed access and charging 
arrangements. The fact that 46 ANSPs are now 
using EAD and that it provides quality-assured 
AIS data for all airspace users – commercial, 
private, civil and military – as well as airports 
and others is testament to its success.”

It is not surprising that the systems 
instigators and current managers should be so 
effusive – but what of the users themselves? 
Major Jan Hazes is Head of Aeronautical 
Information Management in the Royal 
Netherlands Air Force. “In 2004 we moved over 
to the EAD from our old system which was 
a partial database and had to be maintained 
manually. Since then it has provided us with 
efficiencies in terms of saving workload and 
it’s reasonably intuitive. It’s a Windows-based 
system, which makes it relatively easy to 
train the students on – it just takes them a 
couple of days to get used to it if they have 
a background in AIS or data provision. EAD 
has also evolved from a sheer database of 
information and is moving towards providing 

other services to the user community, such 
as flight planning. We’re using it as backbone 
to centralise our aerodrome reporting offices, 
which will save us eight staff positions. In 
general we’re satisfied – service levels are good 
and when there are issues they are effectively 
communicated through the EAD Helpdesk.”

Satisaction surveys
With GroupEAD incentivised to meet and 
achieve service level standards, the operators 
are ensuring that client comments and views 
are input into the evolution of the system. 
“Every year an EAD satisfaction survey is 
delivered to all EAD clients,” said Elvira Abajo. 
“The level of satisfaction for all EAD core 
services (INO, SDO, PAMS, Service Desk and 
Training) has been always very high; the inputs 
received from the clients are always analysed 
and acted upon for enhancements and further 
achievements. The EAD figures have been 
constantly increasing since 2003 (see tables 
two and three) and EAD has been in constant 
evolution to face new challenges – for example, 
a new data consistency service assuring a 
98% quality level for all data entered in EAD 
was introduced in the SLS for the second EAD 
service provision period.   

As a reference repository of aeronautical information, the EAD enables centralised management of digital aeronautical information 
based on AICM/AIXM (Aeronautical Information Conceptual Model - Exchange Model) developed by EUROCONTROL. In addition to the avail-
ability of the operational AIS data, clients can take full advantage of: 

n 24h/day service availability: professional staff work around the clock to process AI and to provide a  client helpdesk.
n Periodic data quality reviews: data input by both operations service provider and clients is reviewed regularly  against international 
 regulations and printed publications in order to develop data quality and continually improve on completeness, correctness and 
 timeliness. 
n Consistency with ICAO and EUROCONTROL standards and recommendations: the system,  database and the operations are updated   
 whenever new standards are introduced or old ones are updated.
n Migration Support: from point of commitment through to start of operations, clients are fully supported  to ensure a smooth transition   
 from their current system.
n User groups: one of the goals is to ensure clients’ evolving requirements are understood. Regular User Groups are held, to provide clients   
 with a forum to exchange ideas and experiences.
n Cost effective integrated AIS solution by implementation of automated processes and a commonly  developed and maintained 
 application.
n Processing of worldwide NOTAMs (i.e. translation of Spanish or French NOTAMs).
n Additional cross-border data-coherence verification.
n As secure channel for timely and efficient electronic distribution of aeronautical information to all users.
n Reduced workload throughout the complete AIS process.
n Reduced investments costs in development and maintenance of local systems by both AIS units and airspace users.
n Increased availability of data through easy access.

“The main purpose 
of the EAD is to have 

harmonised, consistent 
and complete data sets 

for the static data.”
Guido Haesevoets,
EAD Customer and 

Migration Manager, 
EUROCONTROL

table ONe: THE BENEFITS OF THE EAD MODEL
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  Additionally, the SLS are regularly reviewed 
in order to keep the contract aligned with the 
real service provided. “

The predicted annual increase in system 
use was 10% a year, according to systems 
supplier Frequentis, but the actual increase has 
been significantly higher than predicted (see 
table two). The EAD has grown significantly 
faster than air traffic has and has even 
increased during air traffic downturn periods. 
The number of Member States joining the 

table three: relative number of ead activities compared to the baseline for 2008 (100%)

Operational volumes Avg 2007 Avg 2008 Avg 2009 Avg 2010 Avg 2011

New NOTAM added 44764 55335 61761 71527 77153

NOTAM processed 38967 3621 31160 31415 33492

SNOWTAM processed 3480 2977 3313 5432 3091

PAMS pages loaded 2009 107 950 847 767

SDO changes committed 1622 1137 2008 1823 2969

System availability Avg 2007 Avg 2008 Avg 2009 Avg 2010 Avg 2011

% available 99.76 99.92 99.99 100 99,91

System usage Avg 2007 Avg 2008 Avg 2009 Avg 2010 Avg 2011

PIB generated --- 78352 106235 152544 163901

PAMS pages downloaded --- 64659 81960 164906 694349

ead basic usage Avg 2007 Avg 2008 Avg 2009 Avg 2010 Avg 2011

# accesses 14182 18721 23422 28681 28966

table two: recent increases in operational volumes, system availability and system usage

project has grown to 46, from far afield as the 
Philippines and New Zealand (see table four). 
According to Hannes Bardach of Frequentis: 
“These additional clients such as Canada have 
greatly increased the amount of data directly 
maintained in the system and have confirmed 
the value and validity of the concepts behind 
the EAD in general. Moreover, EUROCONTROL 
and its Member States benefit from the 
resources invested by new clients outside of 
Europe, with enhancements which new clients 

have brought into the system. In providing 
a data service to its member states through 
EAD, EUROCONTROL implemented cloud 
computing years before the term was even 
used.”

 Today EAD is not only a European service 
but one that is accepted and valued globally. 
Currently the EAD is used by more than 210 
different client organisations around the world, 
the majority of which also use the EAD end-
user applications. The remaining organisations 
make use of its superior system integration 
capabilities. These make it possible to 
seamlessly integrate EAD services into custom 
systems and applications, such as into airline 
back-end systems for flight cost optimisation.

One of the challenges facing the system’s 
operators is not just the rapid rise in the 
number of information requests but the 
process of constant evolution in data formats 
and requirements which have to be built 
into the system. For example, the European 
Commission (EC) adopted a new regulation 
on aeronautical data quality requirements 
in 2010, requiring the EAD to support all 
Member States by 2014. Moreover, the new 
format should allow for the digital publication 
not just of AIPs but many other areas, such as 
enhanced obstacle data and airspace sector 
data.

Stakeholder consultations
According to Guido Haesevoets, EAD 
Customer & Migration Manager at 
EUROCONTROL. “The client survey is only 
one channel through which we gather 
customer feedback. We have the EAD Service 
Steering Group (SSG) where representatives 
of the national AIS providers discuss future 
evolutions. Then there is the EAD service desk 
where we monitor recurring issues and we 
look to see if we can make some changes. We 
organise user group meetings for a dedicated 
service or sub-system, over one or two days, 
where participants tell us where we need to 
take the EAD interfaces and programmes. A 
good example of what has been developed 
as a result of stakeholder consultation is 
the ARO Briefing Facility, which allows ATS 
reporting officers to send managed flight 
plans in an integrated way from the EAD. At 
the end of the day the database is there for 
their benefit.”

For the mid-term and far-term future, the 
EAD service must continue after the end of 
the existing contract for IT end of 2014 and 
have it evolved step by step into a system-

400%

300%

200%

100%

0%

20
08

-1

20
08

-2

20
09

-1

20
09

-2

20
10

-1

20
10

-2

20
11

-1

20
11

-2

20
12

-1

20
12

-2

# PAMS Document Downloads
# FPL Messages Received
# FPL Messages Sent
# Flight Plans
# Reports Created
# Private Slot Checks
# Public Slot Commits
# Public Slot Checks
# Downloads
# Static Data Changes
# Special Area PIBs
# Narrow Route PIBs
# Route PIBs
# Area PIBs
# AD PIBs
# NOTAM Processed
# NOTAM Created

B2.indd   6 31/01/2013   13:29



Skyway Spring 2013 www.eurocontrol.int www.eurocontrol.int Spring 2013 Skyway

33FOCUS PARTNERSHIPS

wide information management (SWIM) 
environment (see “Future of EAD points the 
way to new partnerships,” this issue). But 
the next few months and years will see a 
concentration of activities on moving to 
a new format and adding further levels of 
precision into the system. 

According to Elvira Abajo GroupEAD 
Operations Manager, Madrid: “Timely, 
standardised and highly quality assured data 
is an essential component of many new 
navigation systems such as RNAV, Free Route 
Navigation, and Gate to Gate, etc. and EAD 
has been a cornerstone in this direction. 
The use of electronic aeronautical data in 
a controlled way will be the only way to 
assure that data reach the intended user at 
the appropriate step and with the required 
quality levels. In the near future the current 
distinction between static and dynamic data 
will disappear and a unique data item will 
be available at any specific moment in time. 
In this sense the introduction of the digital 
NOTAM will start fading the border between 
static and dynamic data.”

“The main purpose of the EAD is to have 
harmonised, consistent and complete data 
sets for static data,” said EUROCONTROL EAD 
Manager, Gaston Liegeois. “For static data 
(SDO) the most important object is to get 
consistent, harmonised quality. And we must 
ensure that we can put those together in 
such a way so the people using this data, the 
clients get a complete set. The EAD provides 
different types of interfaces which allows for 
a certain degree of flexibility, depending on 
the data inputting system, where you can 

go from manually inputs into the system – 
which the system validates – to automatic 
uploads. It is relatively open to ensure we can 
take data from all the countries that migrate 
to EAD. What is important is that we add a 
top quality review process; we take samples 
of data input by different States and review 
it according to EUROCONTROL and ICAO 
rules and procedures and verify it against the 
data published nationally, both static and 
dynamic.”

Migration to ead
 “In five years from now EAD will see more 
and more commercial companies come to 
the EAD to develop their own products which 
incorporate EAD information,” said Guido 
Haesevoets. “The aircraft operator or private 
pilot will use EAD data without knowing it.”

Meanwhile apart from the next major 
challenge of making the EAD ADQ compliant 
by 2014, to meet the European Commission 
deadline, system developers are widening 
both the membership and the way new users 
can access the data. “The objective 10 years 
ago was to develop a database for civil and 
military,” said Gaston Liegeois. “On the civil 
side we are more or less complete but on the 
military side it’s a little more complex as some 
data suppliers have combined with their civil 
colleagues while others retain independent 
services.” These are being encouraged to 
migrate to the EAD.

Careful evolutionary steps are now being 
taken in aeronautical data provision – but 
on the back of an institutional and technical 
revolution.  

“The most important
attribute is that we 

have within the EAD 
a single source of

worldwide NOTAM.”
Gaston Liegeois,

Head of Airspace and AIS 
Data Management Unit, 

EUROCONTROL

2003
Portugal, Norway, Slovenia, Sweden
 
2004
Austria, Belgium (incl. Luxembourg), 
Denmark, Hungary, Ireland
 
2005
Albania, Latvia, Malta, Poland, Slovak 
Republic, Spain, Turkey
 
2006
Bosnia Herzegovina, Croatia, Germany, 
Fyrom, The Netherlands, Romania

2007
Armenia, Estonia, France, Moldova, Canada
 
2008
Cyprus, Montenegro, Serbia, United 
Kingdom, New Zealand
 
2009
Czech Republic, Georgia, Italy, Lithuania
 
2010
Azerbaijan, Bulgaria, Finland, Jordan, 
The Philippines
 

2011
Ukraine, Belarus
 
Work in progress
Greece, Iceland, Switzerland, Israel, 
Kazakhstan, Kyrgyzstan, Morocco, 
Singapore, South Africa, Taiwan

table four: Member States and when they joined the EAD
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The recent Montreal Air Navigation Conference has highlighted the role that EUROCONTROL plays in 
helping to coordinate European ATM improvements within the global environment.

Stronger 
GLObAL LINkS
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According to bo Redeborn, Principal 
Director ATM, “European air traffic 

management plans, in terms of their content 
and timing, are now fully aligned within 
the global context. Nothing will need to be 
delayed now or postponed because of a lack 
of global interoperability.”

It was the result that Europe’s ATM 
community had spent countless hours of toil 
to achieve. At the twelfth International Civil 
Aviation Organization (ICAO) Air Navigation 
Conference in Montreal in late November 
2012 the European delegations – comprising 
EUROCONTROL, the European Aviation Safety 
Agency (EASA), the European Commission (EC), 
the SESAR Joint Undertaking (SJU) and the 
European Civil Aviation Conference (ECAC) as 
well as most of the Member States – presented 
a unified vision of how a European-wide ATM 
network would be developed within the 
framework of ICAO’s Global Air Navigation Plan 
(GANP) and the aviation system block upgrade 
(ASbU) programme which forms a major part 
of the plan. It was not a foregone conclusion 
by any means that Europe’s position would be 
accepted by the wider global ATM community 
– but almost all proposals were. 

Nevertheless, the conference did not 
conclude on the concrete improved working 
arrangements for ensuring the development, 
in due time, of the ICAO standards required 
to unpin new ATM technologies such as 
those which will emerge from the SESAR 
programme; more work will be needed to 
agree which standards will be developed at an 

ICAO level and which will be more appropriate 
for bodies such as EUROCAE and RTCA.

but, thanks to the work of the various 
European partners, substantial agreement on 
Europe’s strategic ATM plan within the global 
context was achieved. “We were particularly 
happy to see these blocks and modules 
have not been the subject of any significant 
change during the conference – this was 
particularly important because the latest 
update of the European ATM Master Plan was 
only finalised in October and this was aligned 
to the notion of ASbUs,” said bernard Miaillier, 
Head of Division, ATM Content Review, one 
of the architects of the European delegation’s 
coordinated approach.

Constructive coordination
“Our joint papers were endorsed by 44 
Member States,” said bernard Miaillier. “We 
started the work to coordinate the draft papers 
in the Spring, with the Commission organising 
meetings with States. It was also important 
that the draft papers were distributed for 
comments to the other European aviation 
stakeholders to ensure States and for example 
their air navigation service providers (ANSPs) 
had similar positions with respect to the 
European needs, with the widest possible level 
of coordination. In the end the process was 
surprisingly easy, and extremely constructive 
from all sides. We took great care to take 
account of all the comments we received and 
incorporated them as much as possible in the 
final papers. In the end we could demonstrate 

a very united European front.”
This in itself was a major achievement – 

but merely developing a common regional 
position is no guarantee of successful 
endorsement by the global ATM community, 
especially as some Member States outside 
North America and Europe had concerns 
that the ASbU process was being driven 
predominantly by Europe’s SESAR and the 
USA’s NextGen programmes and probably 
had far less relevance to their own ATM 
requirements.  

“In fact what we observed was that it was 
not the content of the proposals which caused 
difficulties but the process of involvement, 
with some States saying they would have 
preferred to have been involved earlier on the 
process,” said bernard Miaillier.  

This is partly because EUROCONTROL has 
been a key partner to ICAO for many years 
and has a long history of contributing to 
ICAO’s work of ensuring global interoperability 
of ATM systems. This partnership spans 
many different levels. At a global level 
EUROCONTROL plays a very active role in ICAO 
technical panels and working groups and has 
been, for example, deeply engaged in the 
definition of ASbUs.  At the European level 
the Agency plays an important role in ICAO’s 
Air Navigational Planning Group (EANPG), 
participating at working structures with ICAO 
staff at the regional office in Paris (EUR/NAT). 
EUROCONTROL has seconded specialist staff 
to ICAO, with one EUROCONTROL employee 
now offering general support within the  
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EUROCONTROL has managed a number of important centralised services on behalf of ICAO for many years within Europe.  
Some of the main ones are:

n ICARD - ICAO International Codes and Routes Designators. In February 1998 the first Internet application on the EUROCONTROL website   
 was developed to support the allocation process of five-letter name-codes used for the identification of significant points (for ATS routes) 
 not marked by the site of a radio navigation aid and designators for ATS routes. In September 2008, the application was updated to 
 support ICAO process in the maintenance of the European ATS Route Network in the Air Navigation Plan. The database is also loaded with  
 ICAO designators and indicators issued by ICAO Headquarters. This service was handed over to the ICAO headquarters in 2010.
n EUR RMA - European Regional Monitoring Agency.  This agency is responsible for the oversight of Reduced Vertical Separation Minima   
 (RVSM) operations, and has been managed on behalf of the EANPG since 2003. The role includes safety oversight of RVSM for 48 States,   
 verification of RVSM approval status of aircraft and aircraft operators; monitoring aircraft height keeping performance; and production 
 of an annual safety assessment of RVSM airspace in Europe.
n SSR Code Management - including Mode-S interrogator codes and the Centralised Code Assignment and Management System (CCAMS).   
 CCAMS was launched by EUROCONTROL in December 2006 as a pan-European response to current and future SSR codes. The CCAMS unit  
 assigns unique Mode 3/A SSR codes to each flight operating in Europe.  
n SAFIRE - Spectrum and Frequency Information Resource. SAFIRE is a web-based system to assist with frequency management activities.   
 It is built on a database which contains information about every aeronautical frequency assignment in the communication, navigation   
 and surveillance aviation bands. It is used by the National Frequency Manager to coordinate frequencies to optimise the aviation 
 spectrum in the network and enables the international coordination of new aeronautical frequencies.  
n AMHS - Automatic Message Handling System. The AMC-ATS Messaging Management Centre started operations in January 2007 and   
 provides off-line network management services in support of the ground ATS messaging network of European ANSPs. It integrates   
 Aeronautical Fixed Telecommunications Network (AFTN), the Common ICAO Data Interchange Network (CIDIN) and ATS Message 
 Handling System (AMHS) communications and has been developed following a request from the EANPG. 
n AFS tables for On-line Data Interchange (OLDI) and direct ATS speech connectivity.
n Support for ATS Route and Network Development through the Route Network Development Sub-Group (RNDSG) of the Network   
 Operations Team (NETOPS). The RNDSG organises and carries out the necessary coordination of planning and implementation 
 activities for improving and upgrading the ATS route network in Europe, as invited by the EANPG.  

EUROCONTROL MANAGED SERVICES ON bEHALF OF ICAO
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 ICAO Paris office and another dedicated 
to helping ICAO in Montreal prepare for, 
and manage the follow-up to, the recent 
Air Navigation Conference. Since October 
1995 EUROCONTROL and the ICAO EUR/NAT 
regional office have also worked together to 
develop and maintain a common database of 
facilities and services required for international 
air navigation within the region (please see 
EUROCONTROL managed services on behalf  
of ICAO, left).

“In many cases ICAO headquarters refers 
to regional offices for implementing ATM 
changes which are managed in regional 
planning and implementation groups. In 
the European region there is a natural role 
for EUROCONTROL to be one of the main 
enablers of change if it has been done 
in a common way throughout the area,” 
said bernard Miaillier. And this degree of 
cooperation with ICAO is likely to widen and 
broaden in the coming years as the Agency’s 
role as Network Manager evolves. “The 
number of services will develop continually,” 
said bernard Miaillier. “The management of 
SSR codes is for example highlighted in the 
Network Manager regulation. Anything which 
involves managing scarce ATM resources - 
radio frequencies, spectrum allocation, radar 
codes and waypoints – and which is better 
coordinated at a regional European level 
rather than at a national scale will be a key 
part of what we do.”

And although, at first glance, the aviation 
map of Europe with its complex networks 
of legacy systems, diverse technologies and 
procedures – along with highly concentrated 
traffic flows – suggests that the kind of ATM 
solutions being proposed for Europe are 
unlikely to be replicated anywhere else in 
the world, there is surprising interest in the 
Agency’s work from other States.  At the 
Montreal Air Navigation Conference, for 
example, a paper presented by the Russian 
Federation referenced EUROCONTROL-
developed guidance material as a potential 
basis for ICAO standards for aeronautical 
information management. The Republic of 
korea highlighted the potential of “point 
merge” procedures – a SESAR project to 
improve arrival operations – while the 
network management developments are 
considered with great interest by ANSPs in 
the Far East and Latin America.

“The ATM principles which apply in Europe 
are the same as those in the rest of the world,” 
said bernard Miaillier. “We have many parts of 

Europe such as the northern part of Norway 
or Sweden which do not have high traffic 
densities and not all airports are as busy as 
London, Paris, Frankfurt and Amsterdam. 
Some of the cost-effective solutions we 
are researching for low-density airspace 
operations, such as remote tower operations, 
have global applications.

“What people appreciate about the 
European contributions in general is that 
when we put something on the table it has 
already been the result of very in-depth 
review by a large number of States, service 
providers and airspace users. They know we 
have done a lot of research; they might not 
know how exactly to apply it to their own 
operating environment or whether there is a 
positive business case for them but they very 
much appreciate the material we can supply.”

A strengthening partnership
There are other reasons why the ICAO-
EUROCONTROL partnership is likely to 
strengthen over the coming years.  
As a community of States ICAO has 
traditionally relied on the expertise of State-
employed specialists to provide technical 
inputs into many of its panels. This was fine 
when the national ANSP was a government 
institution but now, with the corporatisation 
of many ANSPs, providing the right level 
technical expertise to the global community 
could soon become something of a challenge. 
“I think we will continue to provide a wide 
spectrum of representation and expertise,” said 
bernard Miaillier, “especially as the situation is 
evolving with current economic crisis, making 
it difficult for some service providers to send 
people to the panels.” 

“The ATM principles 
which apply in Europe 

are the same as those in 
the rest of the world.”

Bernard Miaillier, 
Head of Division, 

ATM Content Review
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Skyway: Mr varano, at a time of widespread 
economic gloom, i would like to start by asking 
you how successful you think the Agency has 
been at getting costs under control to match 
the efforts made by air navigation service 
providers (AnSPs) across the network?
we have been astonishingly successful on 
a number of fronts. As soon as the extent 
of the economic crisis affecting europe and 
especially the air traffic management (AtM) 
sector became clear, we knew we had to act 
decisively and play our part in becoming 
more cost-effective. David McMillan’s 2009 
proposal to freeze immediately the cost base 
for the next planning period at its 2008 level 
of €536.3 million was warmly welcomed by 
stakeholders. 

to put this commitment into context, you 
have to remember that back in 2008, our 
five-year business plan projected a steady 
increase in the cost base rising to €582 
million for 2013. not only did we manage to 
do this, we far exceeded it – four years after 
David’s commitment, we expect this year to 
fit comfortably into a cost base of €502.215 
million – that’s a huge saving.

And we did it by rightsizing and changing 
the way we work internally: the level and 
quality of services to stakeholders has 
remained fundamentally unchanged. 

Behind this achievement lie two game-
changing shifts in our organisational culture. 

First, the way we spend our operating 
budget has been transformed: managers 

Skyway talks to Alberto 
Varano, Principal Director of 
eUrOCOntrOL’s Directorate 
of resources, on how the 
Agency has reduced its cost-
base and reorganised its 
working arrangements to take 
account of the tough economic 
environment.

now look to deliver in the most economical 
way, and the world of ring-fenced, annually 
increasing budgets that must be spent is 
a thing of the past. indeed, far from rising, 
operating costs have actually fallen by around 
20% over the last five years, and that reflects 
enormous efforts and fiscal discipline across 
all parts of the Agency.

Second, and crucially, we have brought 
staff costs, always the largest component 
of the cost base of an intergovernmental 
organisation, firmly under control. At the 
same time as we started to tackle operating 
costs to look for savings and synergies, we 
knew we had to grasp the difficult question 
of resource levels. that is why we asked our 
Member States to allow us to offer an early 
termination of Service scheme: this allowed 
us to implement a permanent 10% reduction 
in our overall staff complement – actually, 
a permanent 20% decrease if you consider 
that only non-operational staff left as part of 
the scheme. that’s an enormous decrease 
for any organisation. At the same time as we 
froze the cost base, we also implemented 
a very restrictive replacement policy – in 
principle one in three non-operational staff, 
zero replacement of support staff – on other 
departures. this is now being replaced by a 
structured staff planning approach, based 
on the Agency Business Plan and a strong 
prioritisation process. 

AgenCy
A Fit-FOr-pUrpOSe
MODerniSeD
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Skyway: How easy were these changes 
to make, and how did this fit in with the 
modernisation of the Agency?
Changes are always difficult to digest, and 
eUrOCOntrOL is no exception. it’s been 
difficult, of course, and some people have 
really – and genuinely – struggled to accept 
or implement it. getting costs under control 
and the significant changes in attitude this 
entailed is one part of the picture. At the same 
time, we needed to rethink a whole number of 
approaches, for example the way we develop 
our resources, how we respond to stakeholder 
needs, and how we manage and control 
internally our activities. All of this entailed a 
genuine paradigm shift. 

i think that most organisations can achieve 
reasonable efficiencies by imposing an 
intelligent and organisation-wide reduction; 
there is always room for fine-tuning processes 
and robust questioning of expenditure. But if 
you want to go beyond that and continue to 
perform and deliver at a high level, you need 
to change the way you work, and that means 
changing the culture in a much wider sense. 
i look back on the last four years and i see 
a transformation in the way we plan, in the 
way we prioritise, in the way we engage with 
stakeholders. 

Let’s consider the modernisation of the 
Agency. in a fast-moving environment, the 
ability to change and evolve is essential. Our 
stakeholders sent us a clear signal that we 
needed to split regulatory support from service 
provision, to change our priorities, and to 
show that we could deliver at a much reduced 

cost. the new mandates which we have 
since received – designation as Performance 
review Body and as network Manager – are 
both direct testament to the success of the 
modernisation in reorganising ourselves to 
meet new challenges and expectations.

we changed our structure significantly, 
creating four new organisational entities – 
Directorate network Management (DnM), 
Directorate SeSAr and research (DSr) and 
Directorate Single Sky (DSS), underpinned 
by the Corporate Functions, in which we 
consolidated all common functions around the 
Agency. And all are working well together. 

And crucially, staff rose to the challenge of 

new ways of working in a new environment. 
when you consider that the modernisation 
entailed regrouping around 350 staff into the 
Corporate Functions, followed by around 1,100 
into DnM, DSr and DSS, you get an idea of 
the scale of the modernisation. that we were 
able to do this smoothly, that we were able to 
redeploy staff into entirely new roles then, and 
across the last three years, is testament to a 
changed mentality. 

i applaud staff for going the extra mile 
to make this work. i’ve seen a real attitude 
shift: we’ve gone from a very rigid world, 
where people often occupied the same role 
for many years, and with mobility virtually 
non-existent, into a much more dynamic one. 
this is epitomised by our lively and successful 
mobility scheme, which has seen over 5% of 
non-ops staff move to fill new roles required by 
changing priorities.

the new structure has also posed a 
challenge in terms of how to use scarce 
skillsets, and we have had to improve our 
ability to work transversally. A major challenge 
for the future is to refine our ability to deploy 
resources where we need them and when 
we need them, in a dynamic way and based 
on their specific skills. we have the corporate 
tools in place to assign the resources to specific 
tasks, we now need to educate ourselves 
to forget the concept of “my resources”, and 
move towards the corporate view of “Agency’s 
resources”. the further pressure on costs will 
force us to implement this flexible and dynamic 
allocation of skills, and i see more and more 
people buying in to it. 
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2008 2009 2010 2011* 2012 2013

620

600

580

560

540

520

500

480

460

440

Projected budget as of 2008 
(ABP 2009-2013)

Actuals
Projected Costs

Development of cost base (Part I) Nominal Terms

* excluding the international Financial regulations Standards (iFrS) impact and the additional instalment for the Past Benefit Obligations (PBO)

536
545

568 565
574
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  Skyway: How has the modernisation of 
the Agency helped make eUrOCOntrOL a 
better partner for the AtM world?
Our focus under David McMillan very firmly 
shifted towards demonstrating that we are 
a strong partner, able to listen and deliver 
using our unique, pan-european expertise. 
i think a major part of this change in the 
way we are viewed can be attributed to 
our ability to show full transparency in the 
planning and budget processes. in the past, 
some of our stakeholders accused us of 
being opaque. Our new business planning 
process, which involves a much wider set of 
stakeholders and, by combining the planning 
and budget processes, shows exactly where 
every resource, every last euro cent, goes, has 
been extremely successful. we can now have 
an open and constructive dialogue on what 
activities matter to our stakeholders based on 
clear numbers. 

this allows a healthy debate on the nature 
and the level of our activities. Changed 
stakeholder priorities? we can adjust swiftly 
to increase or decrease levels allocated to an 
activity, using the maximising of our value 
to the overall network as a yardstick. in the 
past, we were often criticised for “doing what 
we wanted”. now, we’re ready if needed for a 
“step change” – to drop one or more activities 
in order to concentrate on others. 

A good example of that is the huge effort 
that we are putting in place to find resources 
for centralised services, by challenging the 
existence of current activities that our internal 
prioritisation indicates have a lower impact 
on the performance of the overall system. 
the beauty of centralised services is that 
they are scaleable: the bigger the system, 
the lower the user cost and the higher the 
overall quality and performance, while the 
cost of adding additional users is marginal. 
And all this can play a huge part in helping 
AnSPs and States achieve their performance 
targets, while at the same time opening up 
the market for these services.

Another major success has been the 
acceptance of our Member States of the 
User Pays Principle (UPP). i see the UPP 
growing slowly but steadily over the coming 
years, and its attractiveness is clear: we can 
use receipts to reduce the cost base and 
thus our overall cost to the Member States, 
generating additional value-added extra 
services to individual stakeholders or groups 
of stakeholders.

in conclusion, structurally eUrOCOntrOL 
is in the right place: a unique centre of AtM 
expertise, fiscally prudent, capable of meeting 
changing needs, and a strong partner in 
aviation for the european Union (eU), the 
States, the AnSPs and the industry. 
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“A major challenge for 
the future is to refine

our ability to deploy resources 
where we need them and  

when we need them...”
Alberto Varano, Principal 

Director of
EUROCONTROL’s 

Directorate of
Resources
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Airlines have day-to-day operating challenges and wider ATM system performance concerns which point 
to the need for ever-closer partnership arrangements between aircraft operators and service providers.

Flybe is Europe’s largest regional airline and is 
the UK’s number one domestic carrier. Flybe 

UK operates over 50% of its services within the 
UK and is currently the largest operator in the 
Prestwick FIR by aircraft movement.

“It is important that we do not solely focus 
our attention on a single air navigation service 
provider (ANSP),” says Nick Rhodes, Flybe 
Flight Support Manager. “We enjoy a strong 
relationship with the Directorate of Network 
Management at EUROCONTROL at all levels 
and engage in many Single European Sky ATM 
Research (SESAR) activities and work packages 
via the SESAR Joint Undertaking (SJU), 
ensuring that we represent the needs of the 
regional aviation sector both now and in  
the years to come.”

In the tactical environment, Flybe UK 
has seen a significant decrease in delay; 
most departure delay is now attributed to 

either airport capacity or weather, although 
continuing economic retrenchment across 
Europe has led to isolated incidents of 
industrial action. “This results in significant 
repercussions for our passengers both in 
terms of cancellations and delay, with high 
cost implications for regional airlines in terms 
of re-routing – fuel uplift and increased 
maintenance overheads – with aircraft and 
crews often ending up out of home base due 
to local airport curfews,” says Nick. 

Flight efficiency
Delay is an important key performance 
indicator (KPI) for both the company’s 
business and passengers alike. The airline has 
highlighted the improvements being made 
in flight efficiency internally and externally. 
Flight efficiency means different things 
to different stakeholders and often varies 

AN AIRLINE vIEW OF WORKINg WITH 
ATM ServiCe prOviderS

between airline business models – low cost, 
regional, legacy, charter and hub carriers. The 
EU Performance Scheme sets a KPI against 
great circle distance track extension in the 
horizontal plane. “Although the work in this 
important area should be commended, it is 
commonly recognised by operators that the 
total profile of the flight should be considered, 
as well as the trade-off between cost and 
maintaining schedule integrity,” says Nick. 
“Flybe looks forward to reference period two 
of the Single European Sky programme and 
the continuing focus on delay, environment, 
cost-effectiveness and flight efficiency targets, 
all the while operating within the pro-
active safety culture that extends across the 
European aviation sector.”

Apart from the strategic concerns of 
Europe’s ATM system the airline has also been 
addressing more operational challenges. 
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Flybe operates high frequency rotations 
along some key axis both with UK airspace 
and mainland Europe. As a result, for many 
years it has seen company call sign confliction 
events above the national and European 
average – measured by incidents per 100,000 
movements. 

“Working initially with NATS External 
Safety in 2007 Flybe, along with other key UK 
aircraft operators, started work on a call-sign 
de-confliction tool for use within UK airspace. 

This work delivered significant success as we 
saw call-sign events drop dramatically, but not 
completely eradicated,” comments Nick. “As a 
result of this collaborative work, Flybe became 
aware of the EUROCONTROL Call Sign Similarity 
Tool (CSST) project and given our already 
established links with the EUROCONTROL 
voluntary ATM Incident Reporting (EvAIR) 
mechanism was keen to take an active role in 
the development of the solution.”

For the Winter 2011/12 IATA season, 

Flybe offered to run the beta version of the 
tool – which in its first release was aimed at 
de-confliction within our own airline and 
required ‘semi-automated’ inputs – within the 
live environment. Flybe reported directly back 
to the CSST team and EvAIR throughout the 
season to identify any occasions where call 
signs had been confused or in conflict. “Flybe 
went through the entire season without any 
ANSP reported call sign confliction events, 
clearly demonstrating the value of the work 
carried out by the CSST project team and 
enhancing the safety of our operation,” reports 
Nick. Flybe then went on to use the automatic 
de-confliction version of the CSST for their 
Summer 2012/13 programme. 

Flight safety
Flybe’s safety performance relies on reporting 
culture which encourages the pilot community 
to report high and low level incidents to enable 
the company to learn possible lessons from 
these incidents to help avoid recurrence.

The preface to the Flybe Operations Manual 
reads:

“All employees are urged to help provide 
the highest levels of safety in the industry, and 
so are encouraged to report any information 
which may affect flight or ground safety. 
To promote a free flow of information the 
Company will not normally take disciplinary 
action against any employee reporting an 
incident affecting safety. The only possible 
exception may be where someone has acted 
recklessly or maliciously or omitted to take 
action, in a way that is not in keeping with 
their training, responsibilities or experience. 
In such cases, the fact that a person has made 
a report will be taken into account in their 
favour. The Company will take very seriously, 
however, occasions where an incident is 
discovered that has not been reported. 
Not reporting anything which could affect 
flight or ground safety is considered serious 
misconduct.”

Other current air traffic safety issues 
currently being addressed by the company 
include large quantities of air traffic 
information being transmitted at busy phases 
of flight, short ILS vectoring resulting in 
minimum time for speed reduction and late 
re-clearances.  

“We continue to work closely with both the 
CSST team and EvAIR, and look forward to the  
eventual de-confliction of call signs between all 
airspace users, with the aspiration to make call 
sign confusion a thing of the past,” says Nick. 
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In the midst of Europe’s still fragmented 
airspace structure, the Maastricht Upper 

Area Control Centre (MUAC) offers a model 
for cross-border cooperation since it became 
operational in 1972. Today, it covers the upper 
airspace of four separate States – Belgium, 
Luxembourg, the Netherlands and north-west 
Germany, handling more than 1.5 million flights 
annually. MUAC is Europe’s second busiest air 
traffic control facility with, in some particularly 
complex sectors, over 80% of flights either 
ascending or descending from hub airports 
including Amsterdam, Frankfurt, Paris and 
London. Furthermore, it consistently excels in 
the ATM Cost-Efficiency (ACE) Benchmarking 
Reports for productivity and efficiency.

”Cooperation for the acquisition of new 
systems brings benefits in different ways,” says 

MUAC Director Jac Jansen. “Acquisition costs 
are less because product development is cost-
shared, while operating costs are significantly 
lower due to the multiplier effect resulting from 
the operational community using a similar 
system and the same operational concept. We 
are continually looking at ways to extend the 
cooperation we have with our civil and military 
partners to identify additional benefits brought 
about by joining forces”.

Among recent projects, Maastricht increased 
its cooperation with the Dutch Air Force 
with the Shared ATS System (SAS) fielded in 
December 2012 with an Initial Operational 
Capability function. SAS enables the radar 
and flight data from Maastricht to also be 
available to military controllers located at the 
Dutch Military ATC Centre and at air bases  

Responsible for managing the 
airspace over four European 
States, Maastricht Upper Area 
Control Centre (MUAC) is a 
perfect example of functional
airspace integration.

DEMONSTRATES 
THE BENEFITS OF COOPERATION

MAASTRICHT
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 across the Netherlands. The controllers 
become more efficient as a result of seeing 
and interacting with the same air situation 
picture. This contributes to enhanced safety 
and more effective capacity management, 
says Herman Baret, Head of ATM-CNS Strategy 
and Development at MUAC. “It is like a virtual 
extension of the Maastricht system. All the 
data is produced in Maastricht and pushed out 
to users, so we have a data centre originating 
data, and data consumers using data.” The 
system is due to be fully operational at all 
airbases by October 2013 under a phased 
development programme. The Air Force then 
plans to decommission its legacy Pharos and 
Autotrac systems.

SAS follows another civil/military programme 
to share data in real-time introduced at MUAC 
in mid-2012. The Local And sub-Regional ASM 
support system (LARA) which is currently 
deployed to manage the Belgian military 
areas, tracks military airspace bookings to help 
civilian users take advantage of the flexible use 
of airspace. The EUROCONTROL-developed 
software is available free to European Air 
Navigation Service Providers (ANSPs), and is 

already used by NATS in the UK to help request 
conditional routes for civilian traffic. From 
2013, Maastricht controllers will view military 
planning data on their displays through an 
electronic feed replacing coordination by 
phone or fax. Baret says there will be enormous 
benefit. “The tool we use, LARA, replaces a lot 
of coordination activity. We can all exchange 
information and we can de-conflict the 
airspace more easily. Eventually everyone will 
use the standardised data.”

MUAC is also addressing the challenge of 
closer cooperation with its civilian partners 
and was among the first to offer airspace 
users the opportunity to select direct flights 
between entry and exit points, known as Free 
Route Airspace Maastricht (FRAM), in 2011. 
The service provider extended the concept in 
December 2011 in partnership with the DFS’ 
Karlsruhe Upper Area Control Centre in the first 
multi-centre free route airspace programme in 
Europe to offer more direct routes. Eventually 
the procedure is due to be made available 
around the clock and new transitional routes 
added to connect with major airports such as 
Frankfurt, Brussels, Amsterdam and Munich.

The EUROCONTROL Maastricht Upper 
Area Control Centre’s (MUAC) story begins 
back in the 1960s, when air travel started 
to become very popular as a result of mass 
tourism and business travel. MUAC 
was established as part of a broader 
pan-European vision to create a number
of similar facilities across the continent to 
ensure a common, consolidated and more 

efficient approach to the provision of air
traffic control services, in order to meet the 
needs of the newly thriving aviation industry. 

What was required was an interoperable
control system which transcended national 
borders. These were the very first steps 
towards the objectives of the Single 
European Sky.

MUAC has grown into one of the most 
innovative and best-performing air
navigation service providers in Europe, 
with excellent safety records, first-rate 
cost-efficiency and the highest controller 
productivity on the continent, as proven by 
international benchmarks.  It is the living
proof that States’ cooperation in the air 
navigation domain brings essential benefits 
for the airspace users, the States and the 
community as a whole.

MUAC operates a cross-border air 
navigation concept which, together with its 
traditionally robust technology, has allowed 
many ground breaking developments to 
be implemented at an early stage in dense 

European airspace. Some of these include 
the first digital radar displays, multi-radar 
tracking and automatic exchange of flight 
plan and radar data with other control units, 
the first short-term conflict alert tool, the first 
electronic flight strips, data link, the first
interoperable, trajectory-based flight 
data processing system, the phased 
implementation of direct routes, generating 
substantial fuel and emissions savings for 
aircraft operators and the first operation of 
an initial 4-D flight profile as part of SESAR.

“Four decades after initial operations, MUAC 
is younger and more dynamic than ever. 

As it continues to go from strength to 
strength with essential projects on track 
I feel certain that MUAC’s contribution; 
within FABEC and SESAR  will be essential 
to transform Europe’s skies into an efficient, 
performance-driven tenet of global 
aviation, meeting the Single European Sky’s 
objective, and the  vision of EUROCONTROL’s 
forefathers back in the 1960s”, said Jac 
Jansen, Director MUAC.

EUROCONTROL Maastricht UAC: 40 years of vision
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MUAC and Germany’s service provider DFS 
have signed up to much wider collaboration 
and cross-border cooperation. Free Route 
Airspace is expected to eventually extend across 
all six Functional Airspace Block Europe Central 
(FABEC) members, offering airspace users 
optimum user-preferred routes. The FRAMaK 
(Free Route Airspace MUAC and Karlsruhe) trial 
with Karlsruhe, conducted as part of SESAR 
integrated flights and demonstration activities, 
will provide an indication of the challenges 
facing all FABEC members under increasing 
pressure to introduce cross-border operations. 
“There are a lot of practical issues,” explains 
Baret. “Route charges vary between Member 
States. If we re-route flights to achieve more 
optimum routes, there are winners and losers in 
terms of service units, but most importantly, the 
airspace user is a winner. There is potential for 
good cooperation”.

Data link communication
Just such partnership at an operational 
level was clearly demonstrated during the 
Single European Sky ATM Research (SESAR) 
Initial 4 Dimensional (I-4D) trials in 2011 
and 2012. On 10 February 2012 an Airbus 
test aircraft A320 flew between Toulouse, 
Copenhagen and Stockholm, sharing flight 
data in real-time with MUAC, LFV and Naviair 
controllers. Using data link communications, 
the aircraft downlinked a time-window at 
which it could reach a metering fix in Upper 
Airspace, and was subsequently instructed 
to meet a time-constraint. “It was impressive 
to see the aircraft adjust its speed to meet 
the time-constraint. We compared trajectory 
information on the ground with data coming 
from the aircraft flight management system 
(FMS) managing the time-constraint to see 
how we can further use this data on the 

ground,” explains Baret. The trial successfully 
verified the automated data exchange 
between new avionics and advanced 
controller tools on the ground.

Sharing data
MUAC starts the next phase of the SESAR 
project in January 2013 when it shares 
trajectory data with the Karlsruhe Centre using 
the Flight Object as defined in the EUROCAE 
standard ED-133 in a technical trial. This is due 
to be followed by an operational trial in 2013 
with Reims and Karlsruhe, and further trials 
with the Network Manager later in the year 
and in 2014. “Basically, by mid-2015, we want 
to have demonstrated the added value of the 
air-ground and the ground-ground exchange 
of trajectory information in an operational 
environment,” explains Baret. “The benefit 
from an operational perspective is when 
everyone has the same view of the flight, 
especially across borders. It becomes much 
more efficient because you can pro-actively 
act on the re-routing of aircraft according to 
what is happening upstream, and planned 
downstream. Eventually, all the ATC centres 
can be involved. Then, if you integrate 
military booking data with this, you start to 
have the full picture. Such integrated data 
should become available in whole Europe. In 
Maastricht, we are totally focused on this.”

“All the signs are that MUAC will continue 
to lead the way in demonstrating the value 
of operational partnerships. Blazing a trail 
in data link communications and exchange 
of trajectory information, we are showing 
what can be achieved when European ANSPs 
cooperate. As each project brings improved 
safety, efficiency and capacity, one cannot fail 
to see the benefits of collaboration,” Jac Jansen 
concluded.  

”Cooperation for the 
acquisition of new 

systems brings benefits 
in different ways.”

Jac Jansen, 
Director MUAC

EU
RO

CO
N

TR
O

L

C1 .indd   5 31/01/2013   13:39



Skyway Spring 2013 www.eurocontrol.int www.eurocontrol.int Spring 2013 Skyway

50 viewpoint

The Single european Sky: 
Time To deliver
Skyway talks to Siim Kallas, the european 
Commissioner for Transport about the 
Single european Sky.

next year will be critical for 
the credibility of the Single 

european Sky (SeS), one of the best 
ways for europe to make a huge 
difference to the lives of its citizens 
-- by raising airspace capacity, 
improving safety and cutting costs. 
This is an issue where the european 
union (eu) and euroConTrol 
are working very much in tandem, 

in a successful partnership. The 
european Commission (eC) has 
designated euroConTrol to act 
as the network manager in 2011, 
for example, and euroConTrol 
has made a very successful debut 
in this new role.  

despite our good partnership, 
however, we are still a long way 
from creating a single european 
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we are weak: air traffic control is 
also too expensive and we are still 
hampered by a high level of delays.

We are working on  proposals 
for “SeS 2+” to accelerate 
implementation. There is no need 
to return to the drawing board, 
because the underlying principles 
remain valid. But we now need to 
make some changes by simplifying 
and clarifying existing legislation 
so that it is better adapted to cope 
with the future.

performance, in the form of 
ambitious and evidence-based 
targets, is at the core of the project. 
The performance scheme must be 
strengthened; performance plans 
should be set collectively rather 
than individually, with targets that 
can be assessed and enforced on 
a europe-wide basis. in July, the eC 
accepted performance plans for 
the first reference period, but saw 
clearly that some member States 
had made greater efforts than 
others. They now need to be made 
accountable if they do not meet 
their targets.

Some countries still ‘owe’ the 
system from the first period. 
Their debt remains in the second, 
for which target setting will be 
decisive. But the first period is 
only the starting point: far more 
needs to be done to provide 
efficient, safe and sustainable air 
traffic management (aTm). 

Functional airspace blocks 
(FaBs) are another project 
cornerstone, providing a 
transition to a fully functional and 
integrated airspace as national 
airspaces are gradually woven 
together.

But the FaBs are not yet 
genuinely functional and either 
still follow national borders or 
have not yet optimised their 
air navigation services, or both. 
FaBs cannot be empty shells: 
they must improve performance, 
promote optimum use of 
defragmented airspace and give 
real operational improvements. 
So strategic and operational 
plans now have to be developed.

We will also examine the 
relationship between national 
regulators and service providers 
within today’s weak european 
institutional structure. The 
situation is far from ideal, with 
patchy enforcement by national 
regulators leading to overlaps 
and gaps in the wider system. 
national regulators also need 
eu legislative support to ensure 
their independence. on the 
other side, air navigation service 
providers (anSps) are either 
government departments, state-
owned companies or private 
organisations, which wield a great 
deal of power, impeding sector 
consolidation.

While services in a particular 
airspace may be provided by 
a single operator, that should 
not mean the same monopoly 
provider must also be responsible 
for all ancillary services in that 
airspace, such as data information. 
if anSps focused more on 
their core business of air traffic 
management, there would be 
more competition for ancillary 
services. This would open 
the way for new entrants and 
business opportunities, stimulate 
innovation and cut costs.

We are moving towards a 
regulatory environment that is 
more streamlined, coherent and 
based on a market economy. 
This requires full separation of 
regulatory and oversight tasks 
from operational and service 
provision activities, leading 
to a single aviation authority 
and an industry-led european 
infrastructure manager with 
centralised functions and services.

We owe it to european citizens 
and businesses to meet their 
expectations, to protect their 
jobs and create new ones, to 
improve aviation’s impact on the 
environment, to save an estimated 
€1.2 billion by 2014 and to make 
europe’s skies a safer and less 
congested place to travel. 

That is what the Single european 
Sky aims to achieve. 

“Member States 
need to be made 

accountable if 
they do not meet 

their targets.”
Siim Kallas,

the European 
Commissioner for 

Transport

airspace. There is a genuine 
risk that we will fall behind and 
be unable to satisfy the rising 
demands of air travel, set to 
nearly double by 2030. This 
project is too important for 
europe and its competitiveness 
to be allowed to fail. 

We need to start doing more 
to ensure that the Single Sky is 
implemented so that european 
aviation performs better. This is 
crucial for the competitiveness, 
cost-effectiveness, growth and 
sustainability of europe’s entire air 
transport system.

at the moment, flights in 
europe are far too expensive and 
the extra costs are ultimately paid 
by passengers. Cost-efficiency is 
just one of several areas where 
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we are weak: air traffic control is 
also too expensive and we are still 
hampered by a high level of delays.

We are working on  proposals 
for “SeS 2+” to accelerate 
implementation. There is no need 
to return to the drawing board, 
because the underlying principles 
remain valid. But we now need to 
make some changes by simplifying 
and clarifying existing legislation 
so that it is better adapted to cope 
with the future.

performance, in the form of 
ambitious and evidence-based 
targets, is at the core of the project. 
The performance scheme must be 
strengthened; performance plans 
should be set collectively rather 
than individually, with targets that 
can be assessed and enforced on 
a europe-wide basis. in July, the eC 
accepted performance plans for 
the first reference period, but saw 
clearly that some member States 
had made greater efforts than 
others. They now need to be made 
accountable if they do not meet 
their targets.

Some countries still ‘owe’ the 
system from the first period. 
Their debt remains in the second, 
for which target setting will be 
decisive. But the first period is 
only the starting point: far more 
needs to be done to provide 
efficient, safe and sustainable air 
traffic management (aTm). 

Functional airspace blocks 
(FaBs) are another project 
cornerstone, providing a 
transition to a fully functional and 
integrated airspace as national 
airspaces are gradually woven 
together.

But the FaBs are not yet 
genuinely functional and either 
still follow national borders or 
have not yet optimised their 
air navigation services, or both. 
FaBs cannot be empty shells: 
they must improve performance, 
promote optimum use of 
defragmented airspace and give 
real operational improvements. 
So strategic and operational 
plans now have to be developed.

We will also examine the 
relationship between national 
regulators and service providers 
within today’s weak european 
institutional structure. The 
situation is far from ideal, with 
patchy enforcement by national 
regulators leading to overlaps 
and gaps in the wider system. 
national regulators also need 
eu legislative support to ensure 
their independence. on the 
other side, air navigation service 
providers (anSps) are either 
government departments, state-
owned companies or private 
organisations, which wield a great 
deal of power, impeding sector 
consolidation.

While services in a particular 
airspace may be provided by 
a single operator, that should 
not mean the same monopoly 
provider must also be responsible 
for all ancillary services in that 
airspace, such as data information. 
if anSps focused more on 
their core business of air traffic 
management, there would be 
more competition for ancillary 
services. This would open 
the way for new entrants and 
business opportunities, stimulate 
innovation and cut costs.

We are moving towards a 
regulatory environment that is 
more streamlined, coherent and 
based on a market economy. 
This requires full separation of 
regulatory and oversight tasks 
from operational and service 
provision activities, leading 
to a single aviation authority 
and an industry-led european 
infrastructure manager with 
centralised functions and services.

We owe it to european citizens 
and businesses to meet their 
expectations, to protect their 
jobs and create new ones, to 
improve aviation’s impact on the 
environment, to save an estimated 
€1.2 billion by 2014 and to make 
europe’s skies a safer and less 
congested place to travel. 

That is what the Single european 
Sky aims to achieve. 

“Member States 
need to be made 

accountable if 
they do not meet 

their targets.”
Siim Kallas,

the European 
Commissioner for 

Transport

airspace. There is a genuine 
risk that we will fall behind and 
be unable to satisfy the rising 
demands of air travel, set to 
nearly double by 2030. This 
project is too important for 
europe and its competitiveness 
to be allowed to fail. 

We need to start doing more 
to ensure that the Single Sky is 
implemented so that european 
aviation performs better. This is 
crucial for the competitiveness, 
cost-effectiveness, growth and 
sustainability of europe’s entire air 
transport system.

at the moment, flights in 
europe are far too expensive and 
the extra costs are ultimately paid 
by passengers. Cost-efficiency is 
just one of several areas where 
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An evolving 
partnerShip 

Skyway: Can you describe the 
current working arrangements 
between the european 
Commission and eUrOCOntrOL 
and will these change in the 
future?
the current relationship 
between the Commission and 
eUrOCOntrOL is excellent. 
at the highest level, including 
Commissioner Kallas, we have 
had very good cooperation with 
David McMillan and we are off 
to a very productive and friendly 
start with new Director General, 
Frank Brenner. in fact, the same 
goes for our relations with all 
the senior management team at 
eUrOCOntrOL, with whom we 
work closely on a daily basis. this 
bodes extremely well for the future 
relationship between the partners. 

the formal part of the 
relationship relates to the 
agreement of 2003, which was 
recently overtaken by the new  
high Level agreement (hLa), 
signed in December 2012.
this essentially relates to the 
technical cooperation between 

Skyway talks to Matthew Baldwin, Director 
of air transport at the european Commission’s 
Directorate General for Mobility and transport.

viewpoint interview

us and the implementation 
of the Single european Sky 
(SeS) programme. it is not our 
business, of course, to comment 
on the current work underway 
to reform eUrOCOntrOL as a 
result of the decisions taken by 
eUrOCOntrOL Member States 
to revise its constitution. the 
hLa clarifies the context of the 
relationship between the two 
partners. it acknowledges the 
role of the european Union (eU) 
as “regulator” – to implement 
the SeS and related policies. it 
also acknowledges the need 
for “a further evolution” of the 
eUrOCOntrOL Organisation to 
align itself in supporting the eU 
in the implementation of the SeS 
– with a view to improving the 
overall performance of the atM 
network. 

the agreement also 
acknowledges the legislative 
framework in place which has 
established two key roles for 
the agency: the performance 
review Body (prB) and the 
network Manager. we have asked 

eUrOCOntrOL to take on both 
these roles, we are very pleased 
with the results, and i think this 
has been a very substantial 
contribution eUrOCOntrOL has 
made to implementing the SeS. 
So the relationship between us 
will be marked not just by the 
hLa but also by the roles we have 
asked eUrOCOntrOL to take on.

Skyway: how do these 
arrangements help speed the 
implementation of SeS measures 
– positively impacting the key 
areas of safety, delay-reduction, 
cost-efficiency and environmental 
protection?
i think that the prB and network 
Manager roles that eUrOCOntrOL 
has accepted provide a very good 
basis for a clear and effective 
approach to implementing the 
SeS. the new agreement clarifies 
the relationship between the 
technical and policy arms of the 
SeS programme – otherwise we 
would risk duplicating some of 
those activities. these need to 
work more seamlessly together in 
the future than they have in the 
past.

Skyway: Could you give 
some examples of how the 
arrangement has benefitted 
aircraft operators? 
the Commission has been 
very happy with the work that 
eUrOCOntrOL has performed as 
network Manager. its contribution 
to the optimisation of airspace 

and overall network performance 
was a major challenge and 
the network Manager really 
stepped up to that task with the 
development of the network 
Strategy plan for the period 2012-
2019, which was approved by the 
Commission just before Christmas 
2012, and the network Operations 
plan. it also put the focus on its 
own performance by developing 
its own performance plan. 

it has developed a strong role in 
optimising cooperation between 
the different functional airspace 
blocks (FaBs) and this will become 
even more important in future. 

and, following the two crises 
caused by the first and the second 
icelandic volcanic eruptions, the 
development of the network 
Manager’s crisis cell is now playing 
a pivotal role in mitigating the 
impact of such events on aircraft 
operations. all of these actions are 
strongly welcomed by airspace 
users.

in the network Management 
Board, different airspace users and 
air navigation service providers 
(anSps) are now working together 
with a high level of cooperation 
– which has confounded many 
expectations and predictions. 
Of course there will always be 
tensions because there are 
different interests involved, but 
the signs so far are good, and 
i would like to recognise here 
the excellent work done in the 
nMB, including of course by the 
Chairman Massimo Garbini.
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Skyway: Do we have the “final” 
SeS regulatory structure in place, 
with clearly defined roles for 
eUrOCOntrOL, the european 
aviation Safety agency (eaSa) and 
the Commission or will further 
regulatory changes be needed? 
how will the deployment of 
Single european atM research 
(SeSar) technologies or GaLiLeO 
services be managed either 
within or outside the high-level 
arrangement?
the SeSar Joint Undertaking (SJU) 
has two institutional “parents” – 
eUrOCOntrOL and the european 
Commission (eC), and the SJU 
has done a very good job in 
developing the new technologies 
that will be central to the SeS. the 
next stage of the programme is 
the deployment phase.  we are 
currently busy identifying how 
the Deployment Manager role 
should be organised. we think the 
network Manager will also play 
an important part in feeding ideas 
into the Deployment Manager.

will the institutional roles 
stay as they are now? Much will 
depend on how eUrOCOntrOL 
reforms its constitution. we 
think it will be important to 
develop eUrOCOntrOL’s role as 
the network Manager and – as 
the agency takes on more and 
more industry influence – it 
could also develop a key role in 
terms of managing the eU’s atM 
infrastructure. this makes sense. 
it’s rare for the eU to regulate 
infrastructure in other areas such 
as transport, telecoms, energy, 
and we usually tend to find other 
bodies to do that. that would 
then free up the Commission and 
also eaSa to take on more of the 
regulatory role. 

Our thinking is very much 
at an early stage and we 
welcome the opportunity to 
discuss these issues with other 
stakeholders. But there is clearly 
plenty of work to do, and i 
am sure that eUrOCOntrOL 
will continue to play a major 
role in the development and 

viewpoint interview

implementation of the Single 
european Sky.

By the way, we call it a “high 
level agreement” (and rightly so 
as it was signed by Commissioner 
Kallas and eUrOCOntrOL’s 
Director General, Frank Brenner!) 
but should not disguise the fact 
it is essentially about building 
on the technical cooperation 
between us and we do envisage 
very much that strategic technical 
assistance could cover aspects 
relating to the deployment 
of Single european Sky atM 
research (SeSar) technologies, 
a stronger role in infrastructure 
issues and helping to implement 
GaLiLeO services.

Skyway: Does the recent 
Limassol meeting have any 
bearing on the relationship 
between the Commission and 
eUrOCOntrOL – has what 
emerged from the meeting made 
more concrete the need to move 
faster and further to meet the 
performance goals set?
as Chou en Lai said about the 
impact of the French revolution 
– “it’s too early to say.” the 
meeting sent a strong political 
message from the Commission 
and the european parliament on 
the feelings of frustration at the 
slow pace of implementation 
of the SeS and, in particular, the 
implementation of FaBs. we 
hope this will mean all sides 

of industry – the Commission, 
eUrOCOntrOL and of course 
the States – step up to the plate 
and accept a strong leadership 
role to drive forward the 
implementation of the SeS. 

we are actively considering 
opening infringement procedures 
against the Member States in 
the context of the FaBs initiative 
and we continue to reflect 
on ideas for an eU legislative 
package to advance the States’ 
implementation of the SeS. at 
the same time we are setting 
new targets for the second 
performance period which will 
begin in 2015. we will reach a 
conclusion on those targets this 
year, to give the operators and 
industry plenty of time to adjust.

at the same time we will be 
bringing forward details of the 
SeSar deployment phase. So 
we are working on a number of 
different and important parallel 
tracks. 

in all these areas we will be 
looking for eUrOCOntrOL’s 
input and advice. in some of 
these areas – such as support 
to the work of the performance 
review Body – eUrOCOntrOL’s 
activities will have a very direct 
bearing. the performance 
review unit undertakes all the 
technical work in support of the 
prB, including what is feasible 
and negotiable in terms of 
performance targets. 

“The Commission has 
been very happy 

with the work that
EUROCONTROL 

has performed as
Network Manager.”

Matthew Baldwin, 
Director of Air 

Transport European 
Commission’s

Directorate General 
for Mobility and 

Transport
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the network Manager 
delivering efficiency 
at regional level

the european commission (ec) 
appointed eUrocontrol 

as network Manager, supported 
by a network Management 
Board (nMB), in 2011. tasked with 
improving the european airspace 
network performance and 
developing an efficient and safe 
route network design, the aim 
is to promote cooperation and 
defragmentation among europe’s 
anSPs. faced with 27 different 
national systems providing 
services from 60 centres, the 
task is not easy. currently aircraft 
fly 42km longer than necessary 
in europe due to airspace 
fragmentation, causing longer 
flight time, delays, extra fuel 
burn and emissions, estimated 
to cost users an additional €5 
billion each year, according to 
the Performance review Body 
analysis of en route and terminal 
air navigation services costs 
published in 2010.

eUrocontrol has provided 
flow management services for 
decades through its central 
flow Management Unit (cfMU) 

amount of partnership potential. 
Board members comprise 
representatives of anSPs, airspace 
users, airport operators, civil and 
military operational stakeholders. 
“the network Manager has 
the difficult task to provide fair 
treatment to all stakeholders 
and proper balance between 
the sometimes contradictory 
interests of actors involved.” 
in this context, the nMB plays 
a key role in monitoring and 
approving a cooperative and fair 
decision-making process to create 
a more efficient route network, 
while giving consideration to 
local needs. garbini explains 
representatives on the Board are 
limited to only one per functional 
airspace Block (faB) in order 
to encourage anSPs to work 
collectively. “in addition to that, 
only four voting rights, out of 
the total number 12 distributed 
to the operational stakeholders, 
are recognised to the anSPs. 
this arrangement further pushes 
anSPs to cooperate not only 
within the faB but also between 
the faBs and more in general 
to seek partnership with other 
stakeholders, to ensure decisions 
at Board level can be built with 
large consensus.”   

the governance of the network 
function is designed around the 
concept of cooperative decision 
making. the working model 
has to ensure that all interested 
parties are involved and decisions 
are taken based on the active 

in Brussels. anSPs, airlines and 
recently airports too, participate 
in the exchange of flight data 
that prevents bottlenecks and 
system overload on a day-to-
day basis. “as network Manager, 
we have a much wider remit,” 
explains eUrocontrol chief 
operating officer of the network 
Management directorate 
Joe Sultana. “we are not just 
protecting anSPs from overload, 
but actually working with anSPs 
supporting them in their mission 
to deliver their capacity targets. 
now we are looking at reducing 
delays, increasing capacity, and 
meeting flight efficiency targets.” 
Sultana says eUrocontrol met 
with mistrust at first, as anSPs 
saw the network Manager as 
a policeman. “More and more 
we are gaining their trust. we 
establish action plans with them 
and they see us as an important 
tool to help them achieve their 
targets. we need the anSPs and 
the controllers to perform.”

chairman of the nMB Massimo 
garbini says there is a huge 

establishing effective partnerships with air 
navigation service providers (anSPs) is key to 
improving the efficiency of the european air 
traffic management (atM) system.

contribution of those parties. it 
is a two-way process in which 
the stakeholders have to ensure 
the measures implemented at 
local level are compatible with 
those adopted at network level. 
Sultana says there has been no 
disagreement on the Board yet, 
and while the network Manager 
has no power to impose a 
network solution, there is now a 
direct pathway via the nMB to the 
european commission, that has 
entrusted eUrocontrol with 
the nM function.

the Board resorted to political 
intervention in the case of cyprus 
at the start of 2012, in response 
to the controllers’ strike in protest 
over austerity measures. a visit 
from transport vice-President Siim 
kallas, and additional services by 
neighbouring States revealed a 
network response that would not 
have been possible in the past. 
“no one wants to be highlighted 
in reports that they are to blame. 
we do not resort to political 
measures every time, but we 
either find a solution or it is raised 
to a higher level,” says Sultana. 
“the biggest tool we have is 
competency and persuasion. a 
blaming culture does not help. a 
policy of support and developing 
solutions where the shoe pinches 
is our goal. only if  that does not 
work at all, then we have access to 
political intervention.”

the additional role of crisis 
Management, also assigned to 
the network Manager by the           
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commission, is a good  
example of how eUrocontrol 
has assumed the role of 
regional coordinator by working 
with, rather than against 
other stakeholders. when the 
ash cloud closed european 
skies in april 2010, european 
transport Ministers adopted the 
eUrocontrol recommendation 
to establish an aviation crisis cell 
that is still the model supported 
today. “we have a good 
understanding of the situation 
and that gives us a certain 
authority. anSPs appreciate more 
and more that with us there, 
they will do a better job than 
they can on their own.” key to 
success however in this respect 
is above all the harmonisation of 
national procedures by the States 
themselves.

 the network Manager’s main 
task, however remains that of 
balancing airspace supply and 
demand on a daily basis. the 
process starts six to nine months 
in advance, when flight schedules 
are shared and anSPs predict the 
service levels they will be able 
to deliver. eUrocontrol has 
developed a very precise modelling 
tool, shared by all stakeholders, that 
shows exact traffic volumes, by 
sector, for each hour of the day. “all 
operational options and potential 
solutions are explored including 
opening new sectors, increasing 
the number of controllers, dealing 
with civil/military coordination 
to make more airspace available. 
if this is not enough, we look at 
other options such as handling 
aircraft in neighbouring sectors,” 
explains Sultana. anSPs can refine 
the process further by looking at 
demand for each minute within 
every hour, to accommodate 
exactly the demand peaks and 
troughs. 

among success stories in 2012, 
hungary introduced a completely 
new automation system that 
saw no drop in capacity, even 
though restrictions were 
proposed initially. eUrocontrol 

and natS established a special 
coordination cell to coordinate 
an additional five million visitors 
to the Uk during the Summer 
olympics, and delays actually fell 
compared with previous years. 
a similar approach was taken 
to manage traffic during the 
european football championship, 
when special teams in Brussels 
and Poland coordinated extra 
flights when Poland’s system 
upgrade was unexpectedly 
delayed. the reduction in delays 
led to continued use of the 
special teams even after the 
championship finished.

Future airspace design
By december 2012, the 
commission anticipated a 
network comprising nine faBs 
responsible for european air route 
structure, in place of multiple 
anSPs. “we welcome faBs,” says 
Sultana. “we will work with faBs 
when they are an operational 
entity. if the faB is simply another 
layer that prevents us reaching 
the control centres and the real 
decision makers, we will continue 
to go to the area centres to 
effect the change. if we want 
the performance of the network 
to reach less than 0.4 minute 
average delay per flight, we 
need the anSPs to act as a faB 
and to deliver more. this is what 
the commission wants and the 
Performance review Board is 
overseeing to achieve this.”

the nMB has also been 
actively engaged in setting the 
framework for more stringent 
targets. the network Strategy 
Plan for 2013-2019 includes the 
nM Performance Plan, while the 
european network improvement 
Plan identifies some of the issues 
to be addressed including far 
wider use of collaborative decision 
making. “the issues are not really 
operational. there are examples 
of improvements, for example 
more efficient routings between 
italy and Malta,” says Sultana. 
“faBec States have identified 

and run real-time simulations on 
important projects which have 
yet to be implemented as they 
are very complex. But no faB will 
operate successfully should the 
participating States and anSPs 
continue to focus on national 
interests.” this is why the network 
Manager welcomes initiatives 
of possibly going for faB targets 
in the future as a means of 
overcoming this national focus. 

garbini says anSPs are 
nevertheless making steady 
progress. “anSPs are key actors 
of the Single european Sky and 
have been very active in the 
past few years in creating new 
partnership models. in fact, the 
level of maturity achieved by 
the anSPs is widely recognised 
and is growing rapidly. a strong 
role in the r&d activities, in 
the planning and deployment 
phases, in the daily operations 
and then in monitoring and 
reporting on their performance, 
all these steps are based on a 
strong cooperation between 
anSPs at bilateral or multilateral 
level. as a consequence of this 
active contribution, States and 
the commission have justly 
recognised a strong role to 
anSPs in the governance of 
some of the key tools of Single 
Sky, nMB is a clear example.”

the challenge as Sultana 
points out, is to continue to make 
steady progress as the traffic 
returns to more normal patterns 
of growth. “we’ve done this in 
a period of static or decreasing 
traffic, so we have had the 
opportunity to establish a level 
of trust without the pressure 
of rising traffic. as soon as 
traffic starts to increase, the job 
becomes harder and exchanges 
will become livelier. we have to 
be more creative, and look at the 
network not just next summer, 
but two or three years ahead. 
we need this medium-term 
vision if we expect to meet the 
performance targets set for the 
next review period.”  

“The biggest tool we 
have is competency 

and persuasion.”
Joe Sultana, 

Chief Operating 
Officer, Network 

Management 
Directorate,

EUROCONTROL

“ANSPs are key 
actors of the Single 

European Sky.”
Massimo Garbini,

Chairman, Network
Management Board
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time for cloSer 
civil-military 
cooperation

interoperability between these 
parties is an essential element 

of the Single european Sky (SeS) 
and will lead to improved safety 
and capacity going forward. 
while military representatives 
have always been part of 
eUrocontrol, closer cooperation 
is necessary if europe hopes to 
realise its ambition to create a fully 
functional seamless SeS. 

europe moved a step closer 
to this goal with the agreement 
signed by the european Union 
(eU) and eUrocontrol on 
20 December 2012 which 
established a formal framework 
for cooperation and lists key 
areas including civil-military 
coordination. it supports the 
practical efforts already underway, 
and anticipates closer ties between 
eUrocontrol and other 
european agencies. top of the list 
is the european Defence agency 
(eDa), a relatively young agency 
(created in 2004) that supports 
cooperative defence projects on 
behalf of eU States. 

eUrocontrol Director of the 
Single Sky Directorate luc tytgat 
says the cooperation between 
the two agencies has been 

the impact on military aircraft,” 
explains tytgat.. “we are not trying 
to enforce SeSar technology 
onboard military aircraft, but we 
are seeing how we can adapt the 
avionics so it is capable of flying 
in the european sky,” adds tytgat. 
“we want to use what is available 
and adapt it at minimum cost, 
but i do not exclude the need 
sometimes to install new software.” 
for example, the link-16 data link 
used by nato members’ military 
aircraft need to be studied in order 
to see how to match civil data 
link specifications. Similarly, the 
application of mode S surveillance 
and Satcom communications 
equipment on-board military 
aircraft could provide equivalence 
to the performances level required 
to operate in SeS.

it is not within the remit of 
eUrocontrol or SeSar to 
develop new military technology, 
however the eDa does lead 
research and development 
on technology on behalf of its 
member States. chief executive 
claude-france arnould says the 
framework agreement introduces 
an element of synchronisation 
in civilian and defence research 
and development. “i think there 
has been a change of mindset. 
initially SeS was seen as a threat 
for military airspace users. more 
and more, it is acknowledged as 
inevitable, even an opportunity. 
it is still something that has to be 

continuously intensified especially 
regarding the military SeS/SeSar 
integration for the past two years, 
but a formal agreement brings 
visibility and credibility to the 
relationship. “we are organising 
ourselves at european level to 
ensure civil-military cooperation 
is properly defined and 
implemented with a single agenda 
and mechanism. this is important.” 

eDa concentrates on the 
improvement of defence 
capabilities while eUrocontrol 
military experts can advise on the 
specificities of the military airspace 
users needs and share experiences 
from previous experiences such as 
libya or Kosovo.

among projects already 
underway, eUrocontrol and the 
eDa have collaborated on a survey 
of the avionics onboard military 
aircraft to assess interoperability 
with SeS regulations in 2012. the 
project was launched by the SeS 
research body Single european 
Sky Joint Undertaking (SeSar JU) 
to identify the systems that will 
be accommodated in the future 
airspace environment. “there are 
financial implications, and we 
have to see how we can minimise 

european airspace needs to be jointly shared 
between civil and military users to enable both to 
fulfil their objectives. 

“We are organising 
ourselves at European 

level to ensure 
the civil-military 

cooperation is 
properly defined ....”

Luc Tytgat,
Director Single 

Sky Directorate,
EUROCONTROL
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addressed very seriously  
and the eDa is assessing the 
implications on operational 
capability and budget.”

while military controllers are 
responsible for theatre operations, 
interactive training and response 
missions of operational air traffic 
(oat), a large proportion of military 
flights operate as General air 
traffic (Gat) for transport, policing 
and peace time missions under 
the control of civil air navigation 
service providers (anSps). it is 
these flights that stand to benefit 
the most from the optimised route 
profiles, direct routes and more 
efficient flow control promised 
under SeS. “the military have an 
interest in being able to operate 
with other users,” says arnould. 
“they still have specific issues 
such as sovereignty and defence 
missions. we are trying to have 
a coherent view of the military 
requirements.”

arnould is working with several 
agencies including SeSar JU, eaSa 
and eUrocontrol as well as 
with nato. She values in particular 
the airspace management 
knowledge that eUrocontrol 
brings to the table and says 
former eUrocontrol Director 
General David mcmillan played 
an important role in starting this 
cooperation. “we are organising 
activities at two levels. first we 
have regular senior management 
meetings with eUrocontrol, 
nato, ec, eaSa and SeSar JU 
within the eU family. then we also 

have contact at staff level within 
these organisations that enables us 
to go deeper into substance.” 

one such working group is the 
Unmanned aerial Systems (UaS) 
initiative launched in 2012. “UaS 
offers a good example of the 
combination of what can be done 
by the european commission (ec) 
at a regulatory level, and what 
we can do. we can identify the 
military requirements, and the 
technologies necessary for the 
insertion of UaS in civilian airspace. 
we can share the research work 
with ec and specific agencies.”

the UaS working group was set 
up by the eU UaS panel formed 
at the end of 2011, and is tasked 
with drawing up a roadmap for 
the inclusion of UaS in civilian 
airspace. “we need a european 
calendar for insertion of UaS in 
non-segregated airspace. the US 
has a 2015 deadline, and we have 
identified 2016 as an important 
step forward. we have to work 
together, both on regulation and 
on the technologies to comply 
with the requirements.” arnould 
sees cooperation as vital to 
achieving this goal. “we have to 
cooperate on how the control of 
UaS will be organised and what 
communications spectrum will 
be used to fly the UaS.” the eDa 
is also leading a Joint investment 
programme (Jip) looking at 
insertion enabling technologies 
such as anti-collision.

tytgat singles out another area 
where he expects cooperation 

between eUrocontrol and 
the eDa to bring positive results. 
“the SeSar deployment is 
due to start soon, and we are 
evaluating how to start this phase. 
eUrocontrol and the eDa are 
working well together towards 
a common definition of the 
military requirements that need 
to be taken into account before 
deploying SeSar technology.” 
Both sides are looking to see if the 
technology will have a negative 
impact for the military, and 
what measures can be taken to 
minimise this impact. 

“the cooperative spirit has 
evolved a lot in recent years, 
and we now see exchanges in 
rule drafting and rule making for 
the SeS,” says tytgat. “we share 
information together almost 
on daily basis. the eDa is keen 
to access our civil-military atc 
expertise. of course, we can have 
two different ways of working, the 
eDa being an agency governed 
by eU member States while 
eUrocontrol is pan-european, 
but this synergy is really profitable 
and we are moving towards our 
ultimate goal of full partnership. 
our technical know-how could 
directly benefit the eDa the 
raison d’être of which is to offer 
solutions to improve its member 
States military capabilities. this 
partnership is welcomed by all at 
a time when budget constraints 
in the defence are helping to 
achieve recognition of the need for 
cooperation.” 

“Initially SES was 
seen as a threat for 

military airspace users. 
More and more, it 

is acknowledged as 
inevitable, even an 

opportunity.”
Claude-France 

Arnould
Chief Executive,

European Defence 
Agency
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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
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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.
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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.
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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.

AbouT fAbio gAmbA
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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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peter van Blyenburgh, a dutch national residing in paris, france, was born in the netherlands (’48), educated in canada, the netherlands antilles 
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service supplying corporations in the usa, Europe and the middle East. he has been involved with unmanned systems since 1987 and has supplied 
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and in 1997 founded uVs international. he is currently in his 8th two-year term as president of this internationally operating non-profit association 
registered in den haag, the netherlands, which deploys its activities out of offices in paris, france.
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Ec uas panel, and now leads the Research and 
development sub-group of the sRsg.

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.  

Supplementv2 use this.indd   20 31/01/2013   14:02



KEEP ABREAST OF 
EUROCONTROL AND ATM NEWS
“Working together to deliver the Single European Sky”

Join us on

aceace aceaceace

Send an email to press@eurocontrol.int to receive our:

n Skyway magazine 
n bi-monthly electronic news digest
n quarterly corporate e-newsletter
n press releases

www.eurocontrol.int

EUROCONTROL

AD_Publications.indd   1 22/06/12   09:54



Forthcoming    events

Date: 12-14 February 2013, Madrid 
eurocontrol at the World 
atm congress (Wac)
WAC is a new and key event for the international 
air traffic management community. It combines 
a large-scale exhibition, an industry conference 
and social events, providing networking 
opportunities and the chance to find out the 
latest trends and developments in air traffic
management. At the show, EUROCONTROL will 
have a stand and will take part in the Conference 
and industry briefings programme. Come to 
visit us on stand number 947, Hall 9, or find out 
more about our presence at the event on our 
dedicated website at www.eurocontrol.int/
content/world-atm-congress-2013

Date: 20 February 2013, Munich 
eurocontrol Workshop at aVIonIcS 
euroPe 2013
“Deployment – Single European Sky Datalink and 
Surveillance Regulations”
More information about Avionics Europe 
available at www.avionics-event.com

Date: 20 March 2013, Köln 
Space Weather Workshop
“effects on aviation - Building an effective 
response in europe”
Jointly organised by EUROCONTROL and the 
European Aviation Safety Agency (EASA), the 
workshop aims to help aviation manage the 
safety risk, increase awareness of the effects of 
space weather on aviation and identify possible 
mitigation actions.

Date: 23-25 April 2013, Washington DC
Integrated cnS conference
Diverse aircraft in a common Sky – 
IcnS leads the Way
The 2013 Integrated Communications 
Navigation and Surveillance (ICNS) Conference 
addresses long-term research and development 
as well as current implementation of integrated 
CNS technologies needed to enable programs 
that include but are not limited to NextGen and 
SESAR. The conference is focused on providing 
an understanding of domestic and international 
CNS/ATM programs, implementation strategies, 
standards development, research, and ICNS 
technologies.  

The focus of the debate is on the relationship 
between next generation ATM and the enabling 
communications, navigation and surveillance 
infrastructure that will build the bridge between 
CNS and ATM. 

More information at: http://i-cns.org

Date: 24-27 April 2013, Friedrichshafen 
eurocontrol will have a booth at aero 
Friedrichshafen 2013
More information to come on our presence at 
this event at http://www.eurocontrol.int/
lists/event
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