
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

ANNUAL NETWORK OPERATIONS REPORT 2016 
 
ANNEX I - USERS VIEW 



1 Airspace Users’ Key Points on Network 
Performance 

Summary of Airspace Users’ views presented at the 89th meeting of the Route 
Network Development Sub-Group (RNDSG) held at EUROCONTROL 
Headquarters between 27 September and 29 September 2016. 

Agenda Item 5.1.1: The Users’ View of the Summer Season 2016 (Presented 
by the International Air Transport Association – IATA) 

 

1.1 Airline Bottom Line 

By tradition, the airline industry is characterized by capital intensity in 
combination with relatively low average profit margins of just a few 
percentages. With fuel representing an important part of airline total costs 
(alongside overflight charges, labor, maintenance, etc.), operational efficiency 
including route efficiency is key to successful business performance. Airlines 
need to operate their declared gate-to-gate flight schedule in the most cost 
effective and optimized manner, based on their individual trajectory business 
requirements, enabled by transparency and auditability of imposed constraints, 
in all phases of flight. 

1.2 Network Performance 

So far in 2016, traffic is up around 2.3% compared to 2015, with average daily 
traffic levels now similar to the record year 2008. An all-time high was recorded 
on September 9 with 34594 flights. Year-to-date network enroute ATFM delay 
per flight is up compared to last year (around 1 min versus 0.76 min), and year-
to-date network airport ATFM delay per flight remains at the 2015 level (around 
0.66 min). ATC industrial action and weather, both considered to be 
uncontrollable from a network management perspective, are having a 
significant negative impact on network delay performance. A shift of traffic from 
the Southeast Axis (due to political instability in some countries) to the 
Southwest Axis has been further onloading already busy areas. ANSPs are 
expected to work closely with the Network Manager and with one another, not 
just tactically, but also pre-tactically and strategically to mitigate existing ATFM 
issues. Cross-border (FAB and other) developments are essential, e.g. in the 
expansion of free route capability. ANSPs are also expected to work with the 
Network Manager to proactively limit weather delays as much as possible. 
Regarding network flight efficiency, the actual trajectory indicator (KEA) is on 
target, but the flight plan trajectory indicator (KEP) remains off track. 

 

 Southwest Axis 1.2.1

With an important traffic growth, Lisbon ACC achieved a better-than-expected 
delay performance. Given the traffic increase, also a good performance noted 
for the majority of Spanish ACCs. Despite having provided more sectors during 
the summer months compared to last year, delays for Barcelona ACC 
increased, especially during first rotation and weekend evening hours. The 

request for a focus on first rotation performance to avoid unrecoverable 



reactionary flight delays is repeated. Both Brest and Bordeaux ACCs were 
unable to provide sufficient capacity. First rotation hours and weekends 
were affected. The implementation of the new ERATO ATM system is 
expected to deliver extra capacity in the near future. Even though MUAC 
increased capacity to meet higher demand, it continued to struggle with 
traffic in its Brussels sector, mainly during morning hours and weekends. 
Unexpected staffing issues resulted in delays generated by Brussels 
CANAC. London airports (Heathrow and Gatwick) continued to be 
negatively impacted by capacity limitations on the mainland. The 
development of ATFM mechanisms by the Network Manager to limit the 
impact is supported.  

 Northeast Axis 1.2.2

The situation over Ukraine remained unchanged from last year. EASA 
issued an SIB inviting airspace users to consider using ATS routes L851 
and M856 when planning flights within the Simferopol FIR, and the Russian 
Federation responded with the issuance of an AIC warning that the use of 
these routes would considerably reduce the level of flight safety in the 
region. Based on input from the airlines, it is unlikely that the majority of 
carriers will return to routes over the Black Sea, unless a solution can be 
worked out on which agreement can be reached by all parties involved. As 
such, support is given to the ICAO Black Sea Task Force which is trying to 
come up with a recommendation for an operational/technical solution by the 
end of this year. In Warsaw ACC, the vertical sector split was completed 
prior the summer, but capacity was impacted by a staffing shortage. The 
Polish ANSP was not in favor of the use of readily available re-route options 
to avoid delays. 

 Southeast Axis 1.2.3

ACCs achieving a better-than-expected delay performance include Nicosia, 
Zagreb, Athens, and Makedonia. The positive news coming from Greece is 
remarkable, given the dire outlook from the capacity planning earlier in the 
year. Congratulations to Greece, and it is hoped that this can be repeated 
during the next few years until the staffing situation normalizes. Despite the 
good news from Nicosia, Cyprus is still urged to establish its new entity for 
ANS provision (CyANS) to further improve its services. A good performance 
noted also for Ankara and Bratislava ACCs. Much appreciation goes out to 
Romania, Bulgaria, Turkey, and the Network Manager for making the pre-
summer route structure change successful, separating the Europe to Far 
East flow from the Europe to Middle East flow, and relieving the pressure on 
ODERO resulting from traffic avoiding the airspace over the Black Sea. 
Unexpected staffing issues resulted in delays generated by Karlsruhe ACC. 
Some staffing related issues were also noted in Budapest ACC. Istanbul 
airports (Ataturk and Sabiha Gokcen) continue to be the main airport delay 
generators in the network. The Turkish ANSP is requested to work closely 
with the Network Manager on a mitigation plan. For the Greek island 
airports, despite increases in traffic and delay, performance was better than 
expected. Further improvements in the airport slot coordination process and 
an expansion of the close monitoring/coordination by the Network Manager 
are encouraged. 



 Events 1.2.4

The ATFM plan for the EURO 2016 football tournament in France was 
effective and minimized delays. The implementation of ERATO in Brest 
ACC took a long time and was complicated by staffing and technical issues. 
It is expected that lessons learned will help make the ERATO 
implementation in Bordeaux ACC later in the year less painful. The 
implementation of the iTEC ATM system in the Scottish ACC (Prestwick) 
generated too much disruption resulting from poor coordination by the UK 
ANSP. The merging activity of the ICAO EUR and NAT volcanic ash 
contingency plans was completed in July, and the next ICAO volcanic ash 
exercise (16) is planned for October 11 and 12, 2016. 

1.3 Conclusions 

Even though ATFM delays are higher than previous years, when comparing 
with the year 2008 during which similar daily traffic levels were recorded, delay 
performance this year still is significantly better. So-called uncontrollable delays 
(from a network management perspective), which represent a significant share 
of total delays, include an important amount of staffing related delay minutes 
(strikes, capacity shortages, etc.). From an airline perspective, these delays are 
controllable, and as such, ANSPs and individual states are urged to focus on 
these controllable causes and find solutions so that airline businesses are no 
longer disrupted unnecessarily.  
Regarding network flight efficiency, the gap between KEA and KEP suggests 
that more work is needed by ATM and CFSPs to enable AOs to flight plan the 
route that they eventually get to fly. Full free route airspace developments 
(including cross-border and flight planning via intermediate points) across the 
network, as well as its coordination by the Network Manager including guidance 
documentation such as the Application in NMOC Guidelines are welcomed.  

Work with the Eurocontrol Performance Review Unit on a proposal for better 
operational performance metrics as part of the European ANS performance 
scheme was concluded at the end of 2015. On the capacity side, in addition to 
a delay target, AOs require the measurement of airspace/runway productivity. 
The degree of runway/airspace capacity delivery should determine the delay 
minutes. On the environment side, operational flexibility/choice is paramount to 
AO operational efficiency. As such, a focus on the impact of constraints is 
required. What delay means for capacity, is what fuel means for environment. 
The measurement of gate-to-gate fuel burn is needed to reflect the 
performance of the environment area. 

 

 

 

 

 

 



2 Airspace Users’ Key Points on 
Airport/TMA Performance 

Information transmitted by the International Air Transport Association (IATA) to 
the Network Manager (NM) in February 2017 expressing the Aircraft Operators 
views on Airport/TMA performance in 2016. The consultation between IATA 
and airlines was based on key points provided by the Airport Unit of NM and 
took place during January and February 2017. 

2.1 Main issues encountered during 2016 

During the IATA summer season from April until October 2016  the top 5 

airports causing significant ATFM delays for aircraft with destination to these 

airports were, as reported by NM:  

1. Istanbul Sabiha Gökcen 

2. Istanbul Ataturk 

3. Amsterdam Schiphol 

4. Barcelona 

5. Zurich 

It should be noted that Istanbul Sabiha Gökcen caused extremely high delays 

(27,215 minutes) due to airport congestion during this period. Zurich generated 

a total of 6,586 minutes mainly due to airport infrastructure and weather. 

During this period ATFM delay causes for aircraft departing towards 

Amsterdam airport were related to airport infrastructure and weather. It is to be 

noted that despite these delays, the home carrier KLM received an airline on-

time performance service award in 2016 for punctual departures from 

Amsterdam.  

Overall, compared with same period in 2015, the ATFM delays at the 

mentioned airports have reduced with an average of around 15 %. 

2.2 Special airport events with relevant impact to airlines 
operations 

 Oslo Airport  2.2.1

From end of June until August traffic was heavy regulated, this had a large 

impact on operators in and out of Oslo. In July the home carrier SAS alone 

recorded a total of 17,800 minutes of delay. 

 

The regulations were mainly caused by three factors, i.e.: 

- Weather 

It is a general feeling that weather had a bigger impact on airline operations 

than in 2015 at Oslo Airport. During July 2016 a certain amount of delay 

minutes were attributed to forecasted CB and thunderstorm. Oslo ATCC does 

not have weather radar available in their system and therefore flights were 



regulated based on the forecast. A number of flights did not see or experience 

any of the weather conditions which ATCC used as a cause for regulations. 

- Staffing 

Lack of staff was also a cause for regulation into Oslo Airport. 

- En-route traffic 

Traffic into Oslo Airport was also regulated due to long haul traffic from Middle 

East, USA and Russia. As long haul traffic cannot be regulated, local traffic into 

Oslo Airport was overly penalised. 

 A-CDM at Stockholm Arlanda Airport  2.2.2

Implementation of A-CDM had resulted in huge amount of TSAT updates. The 

implementation has not been a great success and has caused great frustrations 

amongst crew and ground handling. As an example, one single flight had 55 

TSAT updates in November. 

 Copenhagen  2.2.3

Discussions regarding permanent closure of RWY 12/30 were ongoing. This is 

a huge concern for aircraft operators as this does not give an alternative when 

strong wind conditions are present. 

 Industrial actions 2.2.4

ATC strikes in France had a severe impact on airlines and its passengers 

causing flight cancellations, delays, missed connections, re-bookings, hotel 

bookings etc. It is becoming harder to tolerate and only serves to damage the 

aviation business. 

 Bucharest Henri Coanda airport 2.2.5

Runway 08L is under maintenance and has a displace threshold of 1250 m. 

Neither an ILS glideslope nor approach lights are available to the new 

(displaced) threshold. Upon reported air safety reports from our members, IATA 

asked the Romanian CAA to place a PAPI at the displaced threshold because 

of difficulty discerning the displaced threshold location at night or during low 

visibility conditions during daylight. The intent is to prevent long landings and 

potential overruns.  Consequently and based on an authorized Flight Inspection 

by the CAA, the placement of a mobile PAPI was agreed.  

 Brussels Airport 2.2.6

Following the tragic terrorist attacks of 22 March at Brussels airport, the airport 

operated at a reduced passenger throughput capacity level and related 

departure capacity level for more than 3 months, due to check-in constraints 

and security measures.    



 Zurich Airport  2.2.7

From 15 August until 30 September during the morning arrival peak, Zurich 

airport closed a departure route to the west from runway 16, which allowed an 

increase in the number of arrivals and increase in overall punctuality. However, 

this caused heavy departures to take an alternative but longer departure route 

which consequently resulted in additional fuel uptake and payload reduction.    

IATA intervened with Zurich airport and requested operational decisions to be 

taken in a collaborative way with all airline customers.   

 

Feedback from Zurich airport on the closure revealed overall operational 

benefits and the airport operator concluded that departure route would be 

permanently closed as from the summer season 2017. Concerned airlines 

offered to consider alignment of their departure timings with the route closure 

times. 

Other, but less stringent solutions were proposed and are in progress but their 

implementation will take several years due to the long regulatory Swiss 

consultation and approval process.  

 

2.3 Key airline concerns on airport operations  

 Performance Based Navigation (PBN) 2.3.1

Airlines continue to ask for navigation performance improvements through the 

introduction of RNAV1 and/or RNP1 and RF legs in the Terminal Airspaces 

where e.g. fuel efficiencies during arrival and departures can be achieved, 

aligned with expensive airline investments in on-board PBN capabilities.  

Many States are in the process of implementing PBN and some have achieved 

great progress, but overall the European airspace improvement initiatives 

continue to be fragmented and are immensely suffering from a centralized 

program coordination and implementation process to achieve a synchronized 

and harmonized delivery of operational PBN benefits for the Airspace Users. 

2.4 What went right in 2016 

Although the Network Manager (NM) is gradually improving the cooperation 

with its customers, i.e. the airlines, it was also indicated that there is still some 

way to go. Therefore, airlines wish that the role of the NM to really “manage” 

the network becomes stronger. In that sense, the communication with airlines, 

e.g. through the NOP portal, about relevant actions to improve the performance 

of the network with an immediate effect on airline operations can be improved.  

The NM has regularly identified the airspace of France to be one of the key 

areas for improving Air Traffic Flow Management in Europe.  The French 

Service Provider DSNA is aware of this and during meetings with IATA, DSNA 

informed about its efforts to improve “flexibility in rostering in order to deliver 

additional capacity during peak periods.” In particular, DSNA is aiming to 

“improve the first wave of rotations and during week-ends.” DSNA recently 



concluded negotiations with 4 unions representing 80% of the ATCO (Air Traffic 

Controller) workforce.  This has led and will lead to further capacity 

improvements in the airspaces controlled by Paris, Reims, Bordeaux, Brest and 

Marseille. 

2.5 What needs improvement in 2017 – Airport / TMAs 
operations  

 ATM performance improvements 2.5.1

During Reference Period 2 (2014 to 2019), ATM performance for ATM 

operations at and around airports should be measured during the peak arrival 

and departure times, like taxi out/in delays and holding delays (ASMA). This 

will provide a better insight in capacity shortages in the ATM system for which 

timely mitigating measures should be developed and implemented to avoid 

congestion problems.       

 Stakeholder relationship with NM 2.5.2

Local ATC at airports should work closer with NM on weather related ATFM, so 

as to put on regulations in anticipation of bad weather e.g. in the way London 

Heathrow is actually doing in collaboration with the airlines. Waiting until the 

last moment to put on regulations is generating higher delays, which should be 

avoided. 

 Airport CDM 2.5.3

The non-harmonized application of Airport CDM processes throughout 

European airports continues to be a concern for airlines. Following the Airport 

CDM forum on 22-23 September 2015 at Eurocontrol in Brussels, the need 

was expressed to form an IATA Global Airline A-CDM Coordination Group 

(AACG), which consequently started its work in December 2015.  The 

objective of Coordination Group is to globally harmonize the A-CDM 

applications and processes across the A-CDM airports by developing policies, 

strategies and recommendations with the aim to seek agreement and adoption 

for its implementation at A-CDM airports. 

The group intends to act as a single and global airline voice, lead and 

collaborate, driving education and transparency amongst the various global A-

CDM partners. 

The group consists of a core group of 10 member airlines and will seek support 

from a wider group of interested airlines for its developed policies, strategies 

and recommendations and will work closely with the IATA European Regional 

Coordination Group and the Airline Operations Group (AOG). IATA will act as 

secretariat to the AACG. 

 

During 2016 two AACG meetings took place. So far, the group has identified 

and listed actions for A-CDM harmonization. On 22 September the AACG 

organized a meeting with AENA, the Spanish Airport Operator, to discuss the 



situation at Spanish airports, where airlines are required to file the Flight Plan 

with the Initial OBT (IOBT), which shall be exactly the same as the Airport Slot 

(SOBT). Failing to do this, has led to extremely high departure delays for some 

flights. 

 
At other A-CDM airports, a mismatch between the Airport slot and the Flight 

Plan EOBT, will be taken care of through the creation of a A-CDM alert. This is 

according to A-CDM Milestone 1 (Ref.: Airport CDM manual). AENA agreed 

that the final goal is to be harmonized with the other A-CDM airports and will 

investigate the internal steps to achieve this goal. In the interim period airlines 

are advised to make use of “change” (CHG) messages to change the EOBT.   

 Need for dedicated A-CDM Office and A-CDM training 2.5.4

Due to the already high number of A-CDM airports and its vast growing number 

in Europe, there is a need to set up a proper A-CDM monitoring and trending 

office of reported A-CDM issues within NM. 

IATA is suggesting that such a A-CDM reporting function closely works together 

with stakeholders on reported A-CDM issues, asking feedback from 

stakeholders and agreeing on corrective actions to be in harmony with the 

Airport CDM manual and to be harmonized with A-CDM applications at other 

airports as a result of discussions and agreements with the deliverables of the 

Eurocontrol Harmonization Task Force. 

 

Besides this, there is also a need for proper A-CDM training for ANSPs, Airport 

Operators and Airlines/Ground Handling personnel to ensure that the right A-

CDM procedures will be applied. A central coordination of training needs should 

be based on reported and analysed A-CDM issues.   

 

 NATS system failures impact on airports 2.5.5

Three system failures in 4 years disrupted airline operations.  NATS has a poor 

record of this and airlines expressed disappointment that this kind of events 

continue to happen, especially after many conversations that took place about 

the increase in IT and system resilience. 

 


