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E D I T O R I A L  

We have been working MAUAP f o r  almost a year now and after 

a number of initial problems we seem t o  have adapted t o  the  system. 

h i s  EC of undue strain. w 
S t r i p s  take time t o  prepare and d i s t r i b u t e  s o  t r y  t o  avoid burdening the  XC 

A system which is Radar orientated. 

This has per hap^ brought too  much reliance on the Executive C o n t r o l l e r  (EU) , 
who becomes automat ica l ly  the so lve  of the Planning controller's (PC) 

problems. Because of our r e s t r i c t e d  area, in terms of a i r space ,  o u r  

procedural  control was governed by 'deemers!. 

I n  t h e  last  two  years a number of changes have taken place regarding the 

re-align ment o f  airways and the 'deemers' have become obsolete.  
d 

'I'he PC is respons ib le  f o r  regtilat,ing the f l o w  o f  traf f i e  t h o u g h  h i s  

sec tor  and observing any r e s t r i c t i o n s  imposed by adjacent  units. r, 

with aircraft on which he will have no information.  Most radar c o n t r o l l e r s  

have had reason t o  curse their planning controllers a t  some time o r  o t h e r  

t 

because of unreasonable coordinations o r  t he  sudden arrival on the frequency 

of an aircraft from t h e  lower  airspace, and of course it always happens 

The basic l o n g i t u d i n a l  separation should be observed if only to a l l o w  the 

aircraft t o  e x i t  t o  t he  next centre without having t o  delay en-route.This 

a l s o  frees the  EC from having to worry about  holding aircraf t  o r  delaying 

t a c t i c s ,  whilst on most occasions the EC can  take action between cr~ssing 

traffic at the same l eve l  there  are times when h i s  workload is considerably 

and  unnecessarily increased. 

Foresight in planning can avoid thia, A 5 m i n .  conflict can e a s i l y  become 

1 min. without any rev i s ions  being passed. If the PC makes reasonable and 

p r ac t i c a l  coord ina t ions  by bearing in mind such i t ems  as type of  a i r c r a f t  

rate of climb, temperature, destination, requested f l i g h t  l e v e l s  etc., ma 3 
informing h i s  EC of the coordinated level w e l l  in advance he will r e l i e v e  

when we are busy. 

B u t ,  we radar controllers are also planning controllers and none of us are 

immume to -the above faults. Fores ight  in planning will ease the workload of 

the EL' at peak pe r iods  and reduce unnecessary R/T. 

C.A. E n r i e t  



1 V I S I T  T O  C H A R L E S  D E  G A U L L E  A I R P O R T  
I 

" Although being per iod ica l ly  in crisis, A i r  Transport is in a 

constant state of development and it is necessary f o r  each 

country t o  look  forward t o  the future.  t l 

An international centre l ike  P a r i s  doubles its passenger traffic 

every 5 or 6 years, and its f re ight  every 4 years. Orly-Sud and 

Orly-West are congest.ed ( 20 million passengers) and Le Bourget 

4 ( 3 million passengers) will have a new task of business aviation and 
- 

quiet STOL Air l ines .  

The French Government decided to b u i l d  a new Pa r i s  A i r p o r t  which 

would be one of the most advanced a i rpor t s  in the world. This new 

conception in a i rpo r t s  is s i t u a t e d  at Roissy en Fraace, a few km, 

nor th  of Le Bourget and 22 km. from Paris. 

Charles de Gaulle A i r p o r t  has been operational since 15th March 1974. 





On the 7 8th April 1974 the A.P. C,A . ( Association Pmfessionelle 

de la Circulation ~ e r i e n n e )  invited EGATm to v i s i t  the new airport, 

During the visit the present construction and future developments 

of the airport were pointed out  t o  Mr. J . C .  3outon who went as our Guild 

representative. 

Charles de Gaulle Airport has been designed with three main objectives 

in mind: 

-shortening the distance to be covered by passengers between their  cars  

and aircraft 

-expediting the  f l o w  of passengers 

-adapting it f o r  jumbo aircraft 

The airport can  be considered as a 'machine fo r  taking airoraft' , and in 
u 

t h a t  respect  it belongs t o  that new generation of airports l i k e  Dallas. 

4 Basically the airport will comprise two main parts: Boissy No 1 and 

R o i s s y  No 2. A l l  included the a i r p o r t  w i l l  have: 

- 4 main runways plus a secondary runway 

- 2 or 3 terminals  

-  hug^ f r e i g h t  bui ld ings  

- an industrial  zone 

- workshop zones 

- technica l  zones (C.AN.A, and Maintenance) 

- C .T.F .E.  e eat - Refrigeration and Electricity plant,) 
- telephone exchange (capacity of more than 30.000 lines) 

ROJSSY No 1 

The main bu i ld ing  is of cyl indr ical  shape and surrounded by seven 

s a t e l l i t e s .  The four top f l o o r s  a r e  used as car parks, the two 

l o w e s t  floors house commercial installations and luggage sorting 

facilities, whilst the middle f l o o r s  comprise Departures, Arrivals,  

and Transfers .  



The passenger enters the terminal 

with h i s  car ,  unloads his luggage 

at the drive-in counters and  parks 

his car on t he  upper f l o o r  car-parks. 

Then he descends to the Departure 

f l o o r .  By means of a transparent con- 

veyor belt the passenger is taken t o  

the  Transfer f l o o r  f o r  customs a*ld 

immigration checks. 

1 
-1 - - I I w h y -  M 

A f t e r  these checks the passenger p r o w e d s  t o  one of the satell i tes 

via a tunnel which runs beneath the aprons (using several stretch 

conveyor b e l t s )  and e n t e r s  the aircraft from a t e l e scop ic  passenger 

way so that his  whole journey is under ,:over. 

At the present +in@ seven satellites are i n  use and can handle 

a maximum of 40 aircraft at the same t ime, 

C + A . N . A .  ( Airpcft A i r  Navigation centre) 

There are  two buildings: 

- Control 'Tower ( 83 m. hi.&) 

- a long c i r c u l a r  bui ld ing  which groups the instrument navigat ion 

control rooms, t e e h i c a l  facilities and operational o f f i c e s  together. 

I'he C.A.N,A.  has been designed so thak when the normal operating stage 

is reached in 1985 it will be operating o-rer 1000 aircraft per day. 



.,9- - 

Technical Fac i l i t i e s  available to the  Controller 

For  Ground and Approach L o n t r o l ,  'lbomson T.V.T. primary and  secondary 

radars are used. 

Primary radar type '1123 L band 

Range 120 Nld 

R.A,M* 15 

Peaks power 2.2 MW 

Secondary radar type RS770 mounted on primary 

~ a g ~  I 20 rn 
Peak power 2,5 MW 

For the moment the secondary is 'raw' but in the near fu ture  response 

3 will be labelled. The screens are green (daylight viewing) and f i t t e d  

with video map, 

E'REIGHT ZONES (bzgps t  in b p )  

It  covers more than 290 hect, and spreads along 3 lun. of loading rampa. 

W i n g  the  first year of operation it i a  expected that the freight 

zone will deal w i t h  more than 200.000 tons  every year operating 24 Hrs. 

a day. 

'l'he runway in use at the moment (No 1, 27/09)  is 3600 m. long and 45 m =  

wide (+ 7.5 m. safety edge), The runway can be extended t o  4200m. 

d HOISSY EJo 2 

W Whereas Roissy No 1 has been constructed more in the vertical plane, 

Roissy  No 2 will be a l ing  shaped a i r  terminal in the form of 8 connected 

modular terminals, It is expected t o  be operational in1978 and  have an 

annual capacity o f  40 million passengers. 

Roissy will have two sets of parallel runways: two  f o r  take-offa and 

the others f o r  landings.  In poor v i s i b i l i t y  the capacity will be about 

1 50 movements per hour. 

By 7990 Charles de Gaulle will be in complete operation w i t h  an anticipated 

pessenger capacity of  50 million and more than 1 m i l l i o n  tons of freight 

per year. 

EGATSM wishes t o  thank Aexoport de Paris and  A . P . U . A .  f o r  t h i s  very 

in t e r e s t i ng  visit and hopes that i t  w i l l  be the start of future  exchanges 

between Maastricht and other  European Centres, 



The basis cf t h i s  article and quotee have been taken from 

an ~rticle of the  same title by H I  S c h - i &  from t he  Eurocontrol Review 

3-111 May 1974. Facts  have been taken which are of particular i n+ ,e re s t  

t o  the c o n t r o l l e r s  at Maastricht UAC, 

GmTERAL 

From the  end 0:' the 7960s, serious problems were r a i s e d  on ATS ruutes 

in Western ?%rope arid i i r  particular within the E W G C O ~ ~ ~ O ~  area, when 

the o rder l jness  and the expeditiousness in th? f l o w  of t r a f f i c  on these 

rou-tes nere  increasingly affected by restrictive meaoures hnd circum3talces 

leading t o  significant t r a f f i c  delays and congestions, 

By June 1972, the delays experienced by a. s e l e c t i o n  of member h l r i i n e s  

of the Interrlational Air Transpor t  k s s c z i a t i c n  (IATA) had accumulated 

t o  6000 hrs .  p e r  rnon-th. Thc cos t  p e r  delay hour thereby r a n s d  from 

300 t o  4-?ON$ f o r  d i f f e r e n t  a i rcraf t  t ypes  [ r e p o r t  by TATA a t  its 

1 9th Technical Conference , Dublin, O c t  . 7 972) .  

To meet these  problems in a coordjnaied m m i e r ,  the Member S t a t e s  of 

k o c o n t r o l  charged the Agency in ? 971 t o  undertake a comprehensive 

study of methods f o r  improving the situation. 

The s h d y  s t a r t e d  with the  c o l l e c t i o n  of f a c tua l  i n f o m ~ t i o n  on the 

amounts a n d  distribution of the  t r a f f i c  involved in the  problem, on the 

nature and origin of restri . ; t ions being applied, t h e  height bands 

zffected by then as w e l l  as t h e i r  frequency and duration. 

It became a p p a r ~ s t  thn5 high traffic demands i n  c e r t a i n  areas a n d  on 

certain rcut~s, where they r i s k e d  exceeding kTC handling capacity, had 

l e d  t o  a variety o f  measwts being applied by individus;l  cont.ro1 wi ts  

or spec i a l l y  created national f l o w  c o n t r o l  un i t s  to keep the work in 

t h e i r  areas wi.thin manageable limits. 



Compliance with these measures by the adjacent par tner  units 

and by farther d i s t a n t  units concerned o f t en  shrwed a llsnowball" e f f e c t  

when only small numbers of f l i g h t s  were accepted in a given area o r  f o r  

given dest ina t i ans ,  ATC sys tern capacity, lacking in some areas, tended 

t o  be under-used in others ,  a second data c o l l e c t i o n  of t h i e  kind 

performed in the summer of 1972 confirmed these  findings wi th  few 

change s . 
Plamning of a more orderly flow of Air T r a f f i c ,  in f h r e  undisturbed 

by foreseeable delaying factors, will necess i ta te  both an adaptation 

of t r a f f i c  demands t o  available air t r a f f i c  system capacity a n d ,  in 
d parallel with this, the poss ib le  adaptation o f  system capacity t o  

f o r e c a s t  demands. 

J Satisfactory resolution of thdse tasks and perticularly of t he  f o r n ~ e r  

a only be achieved through coherent measures extending over a l a r e  

geagraphi c a l  area and  involving t he  examination and re-eminat ion of 

of large quantities of data on intended f l i g h t  operations against 

existing or foreseen system conditions. 

To f ind such s t r a t eg i c  solutions, the Eurocontrol Agency has, therefore,  

whilst continuing to keep the evolution of t h e  traffic situation under 

close review, started an experimental approach t o  the traffic f l o w  organisation 

problem. 

J In performing this approach, the Agency's experience in arithmetical 

simulat ion of large varieties of air traffic system conditions w i l l  be 

fully exploited.  Airspace modelling studies carried out in contact with 
J 

interested national and international authorities and with the system 

users concerned will, in the course o f  this work, h e l p  t o  determine where 

and when a i r c ~ a f  t opera to r s  ' in ten t ions  would create  demands exceeding 

available capacity. 

The resul t s  should f a c i l i t a t e  any e f f o r t s  on the p a r t  of system users 

t o  adjust t h e i r  f l igh- t  schedules  so as t o  avoid overdemands on t h ~  system. 

A t  the same time, complementary t c  these periodical exercises, fast time 

simulation techniques are being applied t o  compare d i f f ' e rent  p o s s i b l ~  ways 

of adjusting ATS system capacity where major bottle-necks have been found 

t o  ex is t .  



In deriving the results of the analysis of traffic flow conditions 

and limitations presented hereunder, three  major sou rces  of  information 

have been exploi ted:  

- detailzd s ta t i s t i ca l  surveys of General Air Traffic (GAT) pmforned 

throughout the Eurocontrol Area, 

- extracts of information on t r a f f i c  f l o w  measures and restrictions 

made from the d a i l y  Logs of all ACCs a n d  UACs in the area of mro- 

c o n t r o l  States  and in some adjacent Sta tes ,  

- records  on flight data available at t he  Central  Route Ckrgea Office 

(CRCO) 

In addition, relevant information in AIPts and NOTAMts was used as w e l l  

as data made available by operators. 

DISTRIBUTION OF TRAFFIC LOADS (1 971 GAT survey) 

Before- reviewing t r a f f i c  f low measures, it is appropiate t o  consider 

the general distribution of traffic concentrations over busy route po in t s  

within the Eurocontrol Area, a s  observed during p e ~ i o d s  of heavy flow 

in orde r  t o  h i g h i i g h t  those locations which, due to volume and/or 

composition of traffic, would a p p e a r  t o  call  f o r  special  a t t e n t i o n  in 

future traffic flow considerat ions, 

TABLE 1 No of f l i g h t s  in 24 R r s .  
FL 200 + 

Date: Friday 2 July 1971 

Posn. in ~urope/60 po in t  No of flights 

m 
mo 
CTL 
N IK 
DOM 
Nm 
cm 
Grn 
G AA 
LUX 
WRB 

These tables show only a selection 

of reporting p o k t a  (tabel 60) most 

relevant to Maastricht. 



TABLE 2 Max. No f o r  any 1 H r .  
FL 200 + 

No point  No of f l ights  

FFM 27 
LNO 26 
NTM 22 
DOM 14 
LUX 14 
CRdB 1 3  
NIK 12 

Table 3 presenta (clock)hourly loads (a l l  levels)  f o r  the three busiest 

hours  of the day analysed (fiiday 2 July 1971) and shows the actual 

(c1ock)hours at which these loads occurred. 

A s  the ratio between s h o r t  rangv/medium range/long pang@ traffic varies 

between the d i f f e r en t  parts  of Wtstern Europe, t ra f f ic  peaks on different 

routes may occur at qu i t e  d i f f e r e n t  t imes  in a day; in o t h e r  words, peaks 

resulting from differeri,; demands are not d i s t r i b u t e d  homogeneously, 

e i the r  geographically ox in time. It will also be seen that: 

-the three busiest hours were seldom consecutive 

-on some points,  the loads on the busiest hours were idensicsl; 

-the th ree  busiest hours were a l l  situated bet,ween 0700 and 2400Hrs GMT 

No - poht Hourly load during 
j most busy hrs.  

1 SPR 
5 LNO 
2 1 NTM 
30 GAA 
39 G m  
47 'WL 

clock hours 



Three T o m s  of t r a , f f i c  f l o w  orcai.sation f o r  avoiding unsafe situations 

and/or  saturation were found i n  use , in varying degrees, during the  

summer per iods :  

-Pro c e d u a l  and Organisat i ona l  Measme s 

a) reduced longitudinal separation (under radar surveil lam ce ) 

b) improved civil/military coordination (e  , g. use of  meek-end routes 

thrcugh reserved areas at times cf non-activity). 

-Limitations in the Choice o f  Flight Levels 

a) levels adapted to distance flown 

b) use of speci f ied  s e r i e s  of l eve l s  on s p e c i f i e d  routes: flight 

l eve l  allocation systems (FAS) . 
-Flow Control 

Limitation of the number o f  aircraft  accepted along given r o u t e s  or bound 

f o r  given aerodromes (measures to be lisited to except ional  cjrcumstances 

where a l l  o t h ~ r  possibilities are exhausted).  

Some centres adopted the practice of  mounting by NOTAM i s sued  at the 

beginning of t h e  summer s<\hedules,  the measures i n t ~ n d e d  f o r  application 

in the peak months, frm ea r ly  Nay t o  e a r l y  October. Others announced 

t h e i r  measures w i t h  less advances,  m d  o t h e r s  l imi ted  t h e i r  a c t i o a  t o  

merely notifying t he  adjacent u n i t  or units concerned by inter-centre 

telephone. 

Mbst restrictions were subject t:: s h o r t  t e r m  changes which had a.11 t c  

b~ h o r n  a t  least t o  the ATC units and v~oxking p o s i t i o n s  who w o r e  t o  

app ly  them. On a sirlgle day in 1971 , t.he number- of res-tricti .ons app l i ed  

in Western Europe (uPpzr and lower  airsp,xce) mas c l o s e  t o  one hw~dred .  

In 1972, in the  same area (except ltaly) t h ~  figure was 283 in t he  corres- 

ponding perlo3.0n t h i s  d a y ,  22July 1972, Maaxtricht's t o t a l  of all types 

of restrictions was 43, second snly t o  Paris a n d  Costa who gcoled  77 .  
On +ha% day, the number of r e s t r i c i i o n s  md the lengths  o f  delays 

i nd ica ted  by airliEes wds a11ou-t average f o r  the smPr  pe r iod .  

Many mpasucres used by a particular cen-t,re were not or ig inated  by that 

centre but merely passed on fmm an adjacent centre, 

For instance, the  only traffic flow organisation action or ig ina ted  by 

Maas-tricht UAC w a s  the Flight Level Allocatior, system no t i f i ed  as a 

"standard" measare. ( 7 2  out of the 41 types of restrictions) 



. ,- 

When Flow Rates are appl ied  the o r fg ina l  acceptance rate gets 

d i s t o r t e d  and drastically reduced. E,g, Rome request aircraft  destination 

Rome at 3 A/C per  20 M i n . ,  v i a  Milan, Z&rich,Rhein; Brussels then receive 

'no f l i g h t s  destination Italytt. 

Clearly some more coherent overall system has t o  be a p p l i e d  to Western 

Europe. Frequent modif i ca t ian  o f  res t r ic t ions  caused much confusion t o  

operators and airline crews, 

ANALYSIS OF TRAFFIC n w I 3  

In the summer of 197 3, the  General Directorate a tar ted exploiting data 

available at the Eusocontrol Central Route Charges Office f o r  the  I 
pmposes of the study of the strategic organisation of traffic f l o w  I 
in Western Europe, with the  aim o f  obtaining a global view on the I 
magnitude of the traffic organisation problem and inparticular of the I 
volume of the t ra f f ic  data t o  be processed in orde r  to compare future i 

demands with available a i r  traffic systems capacity. I 

This comparison w i l l  be necessary if system users are t o  be given an 

opportunity (when establishing flight schedules) t o  adapt themselves 

t o  t h i s  capacity or, conversely, for adapting the capacity -within 

I 
reasonable limits of cost-effectiveness- t o  the demands s t a t e d  by users 

i 
of the system. I 

Ehro con t ro l  

in tends  to continue t o  nonitor closely the evolution of  the traffic 

of concern t o  the Organisation. The information r e su l t i ng  from this 

activity will be available t o  i n t e r e s t e d  national and i n t e r n a t i o n a l  

organisations as well as t o  users  of the air traffic services system, 

It is hoped that thls and and the experimental work outlined in paras 

3 and 4 above will con t r ibu t e  to the o r m i s a t i o n  in Western Europe 

of an expeditious, orde r ly  and also mom economic f l o w  of a ir  traffic 

in the forthcomicg years. 



NEW &!PC PROBLEMS WITH THE ENTRY INTO OPERATION OF SST 

When j e t  a ircraft  entered i n t o  opera t ion  (1960), mainly B707 

Caravelle and Comet, one of the main tasks of ICAC was t o  def ine  and 

modify, when necessary, the Recommended Practices and Procedures. 

Thus had been created t h e  JOW (.Jet Operat ional  Requirements panel) 

which had to fo resee  and develop the necessary requirements. This had 

been the case, f o r  instance,  of f u e l  endurance, ( s e e  Annex 6 ) .  
With the en t ry  i n t o  ope ra t ion  of the SST in the near future,  I C A O  had t 3  

s o l v e  the sane sort of problems and created a technical  group called: 

PANFL SST. 

To sum up the work of that technical group, let us say that the re  were 

two main objectives: 

- def ine  the O.B. (operational Requirements) 

- formulate the Amendments from the O.R. 

i.e. A i r  Navigation Comissior .  -+ ICAO C o w c i l  -+ Member S t a t e s  

I will say a few words  ccncerning the modifications of procedures on 

regional bas is. 

Mainly the  NAT PAC regions are concerned, especially with rou te  

networks and separation without radar coverage. Taking i n t o  account that 

the NAT/sPG (~lanification Group) has not y e t  taken its f i n a l  dec i s ion  

we can say t h a t  the standard separa t ions  will most likely be: 

- on Subsonic phase the same sepa ra t ions  ae f o r  

conventional aircraft 

- on Supersonic phase long i tud ine l  10 min. 

lateral 60 nm. 

ver t ica l  to be determined later 

The Panel SST is working on radar separation problems and the results 

will be ?mown next year. Radar simulations should br ing the necessary 

information and specify the  appropr ia te  separations, ( these a r e  being 

done mainly a t  Bretigny Experimerttal Centre and West ~ i - a y t o n ) .  

The main results of a l l  these works have t h e i r  a p p l i c a t i o n  in the  

Amendments. 

On Annex 2 ( ~ u l e s  of the ~ir), two modifications have been proposed: 

a) only  IFR w i l l  be permi t ted  on transsonic and supersonic phases of a f l i g h t  

b) f o r  the f i rs t  time in ATC the notion of "climb cruise" has been in- 

troduced. 







Concerning the arrivals, the notion of Linear Holding has 

a l s o  been introduced. You know t h a t  the fuel consumption of a/c on s t a c k  

holding is very high and f o r  SST a/c t h i s  can be very c ~ i t i c a l .  

f u m l  rmquired for 
30 m bold 

Instead of l o s i n g  time over a beacon and waiting its clearance for landing, 

the a/c, being advised by the controller in advance of h i s  ETA 

(50 min. more or less), will take the  appropr ia te  p r o f i l e  of descent in such 

a way tha t  i t  w i l l  a r r i ve  over  the  beacon and will receive the immediate 

clearance f o r  landing, 



I On the diagsam No 4 you will see tha t ,  on a normal ar r iva l ,  

with a stack ho ld i r lg  of Sr3 NM f or-t:yecn by the cor , t ro l ler ,  the SST a/c will 

fly from A t o  B (450 NM) i n  25 min. 

From B to E ( I  51) NM) t h c  time will be 1 5  m i n .  Thus, in total 40 min. 

I and the p i l o t  w i l l  have t o  iose 30 min. on holding  stack, which means 

1 a conamption of  4 tons of fuel. 

I If the a/c uses the l inear  holding, the  controller will advise t h e  p i l o t  

I in due time (normally 50 min. in advance) of his ETA over the  appropriate 

beacon. 

DIFFERENCE BETWEEN THE WNORHAL ARRIVAL" AND 5 DELAYED ARRIYALU 
- - U - - " I I - - - - ~ - - - - ~ - - ~ ~ ~ ~ ~ ~ ~ - ~ ~ ~ ~ ~ ~ - . - . - . ~ ~ ~ ~ " ~ ~ ~ ~ ~ ~ ~ ~ ~ - " ~ -  



Thus, t he  SSD will f l y  from A t o  C (100 NM) in 8 m i n . ,  then from 

C to D (440 NM) in 5 5  m i n .  and from D to E ( 6 0  NM) in 9 min.,  which 

means in t o t a l  72 m i n .  

The a/c will arrive exactly over the beacon in due time and will not spend 

f u e l  f o r  the  holding. The gain of fuel should be more than 5 tons. 

This s o r t  of procedure can also be applied to conventional j e t  a/c, 

espec ia l ly  jumbo-jets. 

Obviously, this l i n ea r  hold ing  procedure will be completely achieved if 

there is full cooperat ion between the crew and the LAC  inea ear Approach 

  on troller) which means tha t  the con t ro l le r  concerned must have a good 

experience of that procedure. This should include a comse of SST instruc- 

t i o n  and simulation. 



The entry i n t o  operation of the  SST has brought many new 

problems in the ATC 'domain1. The continual increase of traffic, the 

new experience of c o n t r o l l i n g  SST a/c (i.ncltiding R/T COM. and phraseology, 

fue l  consumption, performances of a/c combined with the f l o w  control 

procedures) will not f a c i l i t a t e  the tasks of the c o n t r o l l e r s .  

This c a n  only be achieved by having a good coord ina t ion  between the 

di- f ferent  adjacent centres. 

J . G .  Bouton 

Quote 133.J5 c o n t r o l l e r  

No, I cannot see the traffic you are talking about, 

I have a computer i s e d  radar. ' 

EGATSM has the  pleasure t o  inform its members t h a t  the re  

i s  some improvement concerning the seven con t ro l l e r s  in 

France who were dismissed following the dis~ute last  ysar. 

Three of them are already reestablished and we hope t ha t  

the o the r  few will soon be employed as controllers again. 

We take the opportunity once more t o  remind everyone of the 

trip t o  London a t  the end of Sept.  This  is an excel lent  

chance t o  observe your colleagues in West Drayton and Heathrow 

and  t o  have informal discussions. 

F o r  o t h e r s  t h i s  will be an equally exci t ing t r i p  t o  London, 

t o  sightsee o r  t o  shop - p r i c e s  a re  cheaper in England... 



I F A T C A  N E W S  

'Phe following paragraphs have been taken from the IFATCA 

Circular, m i t t t n  3y Mr. T.H. Harrison, the Executive Secretary. June 74. 
Eurocontrol is quickly becoming a s e l l  known name in International 

Aviation not  only f o r  its Air T r a f f i c  Control Centres, but a l s o  for 

the many studies and researches under t iken  by the Agency. 

" b y  were sorry that the application by the Eurocontrol  Guild vas 

again deferred but af te r  K. Ba~tlett's impressive final plenary 

speech the thought w a s  tha t  perhaps t h e i r  entry  was cnly ten mcnthg 

away, There is 30 questLon tha t  they might overlook mzking 

application- it is in t h e i r  Constitution to become Member cf 

P A T C A .  A little thing called determination. 

" Eurocontrcll : The aezond application by E w o c o n t r c l  Guild t o  join 

t he  Federation was defeated by a narrow majority at the f ina l  

Plenary Session of the Te l  Aviv Conf, erence . 
Their  Constitution is now in c,rr~er and accpptable to the Federation 

but it would apFear zhat a number of European M4S are apprehensive 

that Eurocontrol may draw t o o  many 1nembe1.s from National Associ.ations 

i n to  t h e i r  Guild, thereby d e p l e t i n g  the Membership of these 

Associations. 

Mr. R. Bart let t  gave a short speech at the  end of the fianl Plenary, 

regre t t ing  the i r  exclusion by pointing out  t h a t  it was the i r  written 

aim t o  become mercbers of the Pederation and they ~ o u l d  thereby be 

rnaking annual application,...,... I! 



" Mr. Gunnar A t t ~ r h o h  has now dslivcred his history of PhICCA 

f o r  incJus ion  In Lhe k o c o n t r o l  Air Traffic Control Synthesis 

being urldert-aken by Mr. A .  R e r o i t  . 
This  contribution j u s t  made the Eurocontml dead l i ne  and may well be 

acceyted as a stacdard wurk, Terhapn S.C.11 might lock  i n t o  possibilities 

here. I! 

" Eumcontrol  have agxeed to  produce a paper on S.S.T Operat ions 

and,  t o  avoid duplication on t he  subJttct,  v t h a r  bodie?  prc-gerrting 

papers on t h i s  top ic  are requested t o  check t h e i r  papers  with Mr. 

F.P. Carson ( Master cf N.W. Lodge GATCO U.K. ) who can be reached 

t k ~ ~ o u g h  Mr. G.H, Illrow, D i r e c t o r  Opera t i u r ~ s  Eurocontrol, IT 

- I shall be going t o  Goch soon f o r  a tour of 

duty there  and SO s k L a Z 1  r e l i n p i o h  my post 

as e d i t o r  of t h i s  journal. 

During the last year the  Guild has put t h i s  

rnaguine u n  its feet m d  I hope IliPTJT will 

continue t o  expmd and t o  r e f l e c t  the profeasicr:  

of  A i r  T r a f f i c  Control of which we are all 

menberg. - 


