


MAGAZINE OF 
EUROCONTROL GUILD OF AIR TRAFFIC SERVICES 

GATCM 

I - BEEK 15th September, 1975 

rU#LltnER : E.G.A .T.S.v. 
Luchthaven Zuid-Limburg 
Postbus 47 

BEEK (L) - The Netherlands 

EDITOR : J . C .  BOUTON 

GO-EDIT OR : H a  H U I m  

SECRETART: M. 

. . ASSlSTAWT8: M. GERMANS 
P. DOrnGALA 

The magazine has to be considered as a medium 
f o r  exchange and publication of informations 
relating to A.T .C .  

E.G.A.T.S.M. and the Editorial Staff do not 
accep t  responsibility forapinions expnmsed 
and statements made. 

Permiss ion by the Editor f a  requested for 
rePrFntlng parts of this magazine. 

The Edi tor  reserves the  r ight  to make any 
editorial changes in manuscript, 

C O N T E N T S  

Letter f r o m  the  President 2 

European Organisation for Civil 
Aviatlon Electronics 3 

Human and environmental consi- 
d e r a t i o n s  : me Airline Pilot's 5 
Vieuwpo i n t  

Corvette I 6 

P i l o t  Control ler  Forum 1975 20 

 omitt tee 1975 - 1976 ?* 

I A T A  Resolution no. 200 23 



LETTER FROM THE PRESIDENT 

Planning for t he  Guild Forum has been completed and w i l l  

t ake  place on the  evening of 23 t h  October. Respo~!ses from 

p i l o t  associations has been gratifying and we a r e  assured of 

representation from t he  major Evropean Associations and also 

l i ke ly  attendance by p i l o t s  from the Associations of E p j p t  and 

South Africa. 

The event w i l l  t a k e  place in the Centre,by kind courtesy of the 

Di rec to r  Maastricht U.A.C. and we are p a r t i c u l a r l y  for t imake  t o  

have ecting as chairman, N .  D. WATKINS, Head of Ops Division. 

?Je expect t i e  e ~ e n i n g  to be l ive ly  and successful, and hope that 

the  interchange of views and ideas between Pilots and Controllers 

will be mutually rewarding. 

I hope very much tha t  at tendance a t  the F o m  will demonstrate 

the Gui ld  confidence in the success of t i e  event,. 

The President  



ORGANISATION EUROP~ENNE POUR L'EOUI PEMENT ~LECTRONIOUE DE L'AVI AT ION U V l U  

THE EUROPEAN ORGANSATION FOR CIVIL AVIATION ELECTRONICS 

HISTORICAL BACKGROUND 

The European Organisation for 

Civil Aviat ion Electronica was 

formed at Lucerne on the 24th 

April 1963, 

1 
At that time, there was no re- 

gular forum where adminiatra- 

tions, airlines and i n d u s t r y  

could meet t o  discuss techni- 

cal problema. 

EUROCdg mas created t o  f i l l  

t h i s  gap, 

In 1965, the European Civil 

Aviation Conference {E.C.A.C.) 

not ing  the work already per- 

formed by EUROCAF, in coapera- ,, t i o n  with its counterpart in 

the United States ,  the Radio 

Te chnical Commission f o r  Ae ro- 

namics (R.T.c.A.) for the 

preparation of minimum perfor- 

mance specifications f o r  air- 

borne equipment asked EUBOCAE 

if they would prepare MPS'a 

for c e r t a i n  current  equipment. 

This was accepted and s-e 

that time, the MIS's prepared 

by EIROCAE and coordinated with 

R . T . C . A .  are  considered by t he  " 
Technical Committee of E.C.A.C. 

and recommended f o r  adopt ion  by 

the Member States as a b a s i s  f o r  

their natioml regulation 

AIMS,  OF THE ASSOCIATION 

To advance the application of 

electronics to civil aviation, 

- 
To s t u d y  in Europe on an interna- 

t i o n a l  leve l t e  chnical problems 

facing users and mufactureass of 

e lec t ron ic  equipment for c i v i l  

aviation and a l l  related queatiblis ,  

To contribute at natiocal and i n t e r -  

national levels t o  the ~olution o f  

technical problems eonf ron t ing  

European manufacturers and u s e r s  of 

electronic equipment for civil aviation, 

To advise and assia t international 

bodies in the establishment of 

international standards, 

To study o t h e r  appropriate techraical 

or operational subjects&a deqkaed 

from time to time 



TECHNI CAI, PROGIlAMkIE 

The re commendations published 

by EITROCAE fall i n t o  two 

d i s t inc t  categories: 

- recornendat ions concerning 

the regulatory documentation 

- re commendations concern ing  

c u r r e n t  o r  fu ture  problems 

RECOMMENIIATIONS C O N ~ ~ G  - - - - - - - - - - - - - -  
REGULATORY DOCUMENTATION - - - - - - _ _ - - _ _  

ElTIiOCAE is recognised by the 

European Civil Aviation Con- 

ference (E.c.A.c.) as the 

competent organisat ion  with- 

in Europe t o  formulate re- 

cornendations to be achieved 

by aircraft communication and 

navigation equipment. 

Such recommendatione are ge- 

nerally coordinated w i t h  'the 

United States Radio Technical 

Commission f o r  Aeronautics 

(R. T. C . A .  ) before submission 

t o  E.C.A.C. for regulatory 

adoption by t h e  Member States  

of B. C.A. C.. 

The equipment object of these 

s t u d i e s  is determined by j o i n t  

agreement between E.C.A.C. and EUROCAE, 

Re cornmenda t i o n s  concerning r e  gula- 

tory documentation other  than BIPS's 

(MOC'S for example) may be also con- 

s idered  by EUROCAE. 

RECOMHENIIATIONS CONCERNING CURRENT 

m ~ m =  

According to its aim EUROCAE is 

studying current o r  future problems 

which are pertaining t o  Electronics 

in C i v i l  Aviation. 

The problems t o  be studied by tne 

Working Groups a r e  selected by t h e  

Council; t h e  p i d e  l i n e  for this se- 

l ec t ion  is the possibility for EU- 

ROC= t o  achieve an original work, 

n o t  duplicating the work already 

performed by o t h e r  international o r  

pr ivate  orga,*1isations, 

The subjects to be s t u d i e d  are sub- 

m i t t e d  to cons idera t ion  and decision 

of the Council: as foreaeen in the 

Constitution: 1) by the member8 o f  the 

Orgamisation, 2) by the members o f  the 

Council, 3) by the Chairman of t h e  

Working Groups. 

(with t h e  kind courtesy of the  General Secretary: I 

General J. DAVID 
. -- I 



HUMAN AND ENVIRONMENTAL CONSIDERATIONS 

THE AIRLINE PILOT'S VIEWPOINT 

INTRODUCTION 

1. The hwnan and environmental 

(ergonomic) factors affecting 

the efficiency of the airline 

p i l o t  within the system are 

discussed under the broad hea- 

dings of: 
(I 

a) THE CONTEXT- the relationship 

between the pilot's overa l l  op- 

e ra t ing  function and the sub- 

function of operating wi th  t h e  

assistance of the A i r  Traffic 

Cont ro l  System, althougn having 

t o  accept  the constraints of 

that system. 

b) THE EQUIPMENT- those factors  

d i r e c t . 1 ~  concerned with the  de- 

sign of the equipment with which 

the p i l o t  is expected to carry 

out the above sub-function, 

c)  THE AMBIENCFAthose fac tors  

which a f f e c t  h i s  e f f i c i e n c y  as 

a human being concerned with the 

overall tasks of working on an 

aircraft flightdeck. 

d)  JOB ORGANIZATION- those psycho- 

logical and o r p i s a t i o n a l  fac- 

tors which can affect his perfor- 

mance as a worker. 

2. In any consideration of the future 

ATC system many l e s s o n s  can be l e a rn t  

from a critical examination of the  

present envirome,nt . I t  is necessary to 

point  out t h a t  many of the deficiencies 

of present  ATC systems a r e  of an in te r -  

national character and stern from the 

fact that  t hese  'systems' have g rown  

up more l i k e  Topsy than t o  any pre- 

conceived t o t a l  system design,  

The result has been t o  pass on some 

of  the problems experienced on the 

ground t o  the flight deck, bringing 

a confusion of regulation and equip- 

ment dependent upon the degree of 

c o n t r o l  exerc ised by individual 

States. 

THFL CONTEXT 

1. The dwkiea o f  an aircraft comman- 

der  have been c l a s s i f i e d  i n to  six 

broad tasks areas, namely Command, 

Look-out, Flight Path Control, mgi- 

neering, Navigation and Comunication. 



2. The objec t ive  of the air- 

c r a f t  commander is t o  carry 

out  each par t icu la r  flight t o  

the highest possible level of 

safety, w i t h  the subsidiary 

objectives of passenger com- 

f o r t ,  keeping t o  schedule, ach- 

i ev ing  ope rating e conomy and 

minimising environmental dis-  

turbance t o  the g-eneral commu- 

nity. 

7.  The o p e r d i n g  functions of 

a p i l o t  imposed by the necessary 

requirement t o  adhere t o  the con- 

s t r a i n t s  m d  demands of the  pre- 

sent A i r  Traffic Control System 

cannot be c l a s s i f i e d  exclusive- 

ly under any one of the  s i x  task 

areas in 1. above, n o r  any-me 

of t he  o b j e c t i v e s  in 2. above. 

Instead, the  requirements o f  the 

A i r  Traffic Control System are 

encountered in all six task a- 

r e a s  and  a f f ec t  t he  achievement 

o f  a l l  four objectives. 

Because of this pervasion, any 

tendency in the  development of 

ATC systems a n d  procedures t o  

aasume that,  for a l l  pract ical  

pmposes, the sole task of a 

p i l o t  is to follow t ac t i ca l  

A I C  instructions is quite unaccept- 

ab le .  A t  present,  due to factors 

such as an unsatisfactory airspace 

configuration, inadequate navigati- 

onal capability and significant va- 

riations in aircraft performance 

during climb-out, it is inevitable 

that ATC intervention i n  o r d e r  to 

give changes of routing, altitude, 

etc., sometimes occurs at times 

highly inconvenient t o  the p i l o t .  

Any system which embodies such pro- 

cedures,  particularly in the ear ly  

stages of f l i g h t ,  should be avoided 

at a l l  costs. 

4 .  It should be recognised by every- 

one involved in ATC planning that, 

whilst the  requirements o f  the A i r  

Traffic Control System are an im- 

portant  p a r t  of the total aircraft 

operation, only occasionally should 

they give rise t o  the  dominant act i -  

v i t y  in any particular phase of f l ight ,  

Considerat ion o f  1. and 2 .  above 

should enable the relat ive precedence 

and timing of ATC functions t o  be 

determined f o r  each phase. 



TEIE: EQUIPMENT 

1. It is considered that the 

task of a pilot in relat ion to 

the Air Traffic Control System 

is twofo ld :  

*Communications-the r ecep t ion  

and acknowledgement of  ATC 

messages 

*4-D Navigation- t he  control of 

the aircraft to achieve the ATC 

clearance. 

2,Communicat~ogs - - - - -  
It is mentioned elsewhere in this 

report, t h a t  the  exchange o f  rau- 

tine informatio~ w i t h b  the sys- 

tem should be automatic, using 

established pr inc ip les  such as 

data 1.W and  SSR, w i t h  voice 

c~rnu~ications in a sup~lement-  

ary r o l e .  The fcllowing basic 

pi10 t r e  quiremen ts apply : 

a) automated communications must 

produce arl o v e r a l l  improvement in 

the a i r -g round  zommunleations ser- 

vice t o  the p i l o t .  

b) aut ornate d comrnunicat ions  must 

decrease the overa l l  p i l o t  work- 

load ,  

c )  t h e r e  are f i ve  basic categories 

of message, and they should be 

hanaEed as follows: 

- h e r g e n c y  Messams. These should 

be by means of p i l o  t / c o n t r o l l e r  voice  

communications, and no t  by using the 

automated communications system, 

In an emergency situation, the au- 

tomated system, in addition t o  con- 

tinuing -Lo hand le  rou t ine  a i r - p o u n d  

data, sllould also transmit a signal 

indicz  t i n g  an emergency condi t ion ,  

receivable by ATC in less t h a ~  10 sec,  
,.-. 



- Operational Messages requi- 

ring immediate response or a* 

t i o n  by the p i l o t .  

These should be presented di- 

rectly t o  him by suitable vi- 

sual means arid also ,  under 

cer ta in  circumstances ,  by syn- 

t h e t i c  voice, if and when this 

method is proven t o  be accepta- 

ble f o r  airborne use. 

-Operational Messages which do 

not require immediate response 

o r  a c t i o n  by the p i l o t ,  

e . g. meteorological and AIS 

(~eronautical I n f o m a t i o n  Serv.) 

information. These should be 

presented in an eas i ly  access ib le  

l o c a t i o n  which will not cause 

distraction. 

- Non-Operational Messages i.e. 
connecting passengers, catering 

uplifts, e t c .  

- Air-derived Information o f  a 

Navigational or Meteorological 

Character e ,g. position re- 

p o r t s  and inf light wind/temp . 
data. These should be trans- 

m i t t e d  automatically machine 

to machine. 

d) The s y s t e m  should be capable of 

producing the messages referred A- 

bove in hard copy form. 

e )  P i l o t  ' input/output devices should 

be simple and self-evident to operate 

and i n t e rp re t ,  particularly those 

associa ted  with the messages referred 

t o  above. 

f) Provision must be made for imme- 

dia te  transmission of an i n d i c a t i o n  

t h a t  a d i s t r e s s  situation exis t s .  

This should be triggered by a s ingle  

action p i l o t  input .  

g) In t eg r i t y  of information in te r -  

change should be ensured by a m i + -  

able system for automatic detection 

a n d  correc t ion .  Until th is  i n t e g r i t y  

is achieved operational  messages 

must be achowledged  in a verified 

readback form, Initially, this may 

require voice cormnunica tions . 
h) Provision should be made, in 

both ground and airborne aystems, 

for autcmatic warning in the event 

of malfunction of any significant 

element of the overall system, and,  

if necessary, for the reversion to 

voice cormnunications by t h e  affec- 

t e d  aircraft and ATC u n i t .  



i) There should be no incomp- 

atibility of equipment- that 

I 
is, the most advanced a i rborne  

equipment must be compatible 

w i t h  the least advanced ground 

equipment and vice versa. 

j) Any automatic s e l e c t i o n  by 

the  ground station of airborne 
n frequencies should be confined 

I 
t o  t r ansce ive rs  used f o r  corn- 

munications purposes (i.e. n o t  

f o r  navigation purposes) 

There must always be a readout 

on the f l igh t  deck of frequen- 

c ies  so selected.  

k)  Information received on the 

aircraft equipment should be 

displayed until cleared by the 

pilot. Any messages subsequent- 

ly received should then  automa- 

t i c a l l y ,  and success ive ly ,  be m 
displayed until the backlog is 

I cleared.  

1) P i l o t  messages (apart from 

I f above) should be transmitted 

1 in a compose, inspect, amend 

I if necessary, transmit ' se quen- 

ce . 
m) The type o f  d i s p l a y  required 

I for the passive reception of 

information, as d i s t i n c t  from 

data requiring challenge and response 

could well be di f fe ren t  - o r  a com- 

promise combination may be needed. 

The over r id ing  consideration in all 

the above questions should be t o  

ensure that the pilot is not given 

a major control task which may en- 

croach on h i s  a t t en t i on  t o  the pr i -  

mary task of  opera t ing  the a i rc ra f t  

or which may increase  cockpit woxk- 

l o a d ,  Therefore, all the ergonomic 

aspects must be optimised. 

3. - - - -  4-Il N a v i p t i o n  - -  
It is mentioned elsewhere i n  this 

r e p o r t  that the system should be 

based on a i rborne navigation i n  

f o u r  dimensions, using pre-planned 

non-conflicting three-dimensional 

f l i g h t  paths,  t oge the r  w i th  limited 

speed regu la t ion  w i t h i n  pre-de termined 

ranges when necessary. The following 

basic pilot requirements apply: 

a) The three dimensional accuracy 

and the r e l i a b i l i t y  of the automa- 

tic pilot/area navigation equipment 

must be en t i r e ly  wi th in  the perfor-  

mance l i m i t s  specified f o r  the sys- 

tem. 



b) the quality of the ride 

must be improved over present 

day VOR coupling, which is s e l -  

dom used because of its rough- 

new. 

c) The route d e t a i l s  should 

be f e d  i n t o  the navigation com- 

puter from time t o  t i m e  d i r ec t -  

l y  from a data s t o r e .  The inser- 

tion of waypoints by entering 

co-ordinates v ia  a push button 

keyboard should be a fall-back 

procedure r a t he r  than s t anda rd  

practise, because of e r r o r  risk 

and time taken, 

d)  It will be essential t o  pro- 

vide an appropr i a t e  feedback 

to the p i l o t  of aircraft posi- 

t i o n  in r e l a t i o n  t o  its cleared  

f l i g h t  path in both azimuth and 

elevation, e.g.  by a moving map 

display. 

The display must a l s o  have fa- 

c i l i t i e s  f o r  -the checkir?g of 

s t o r e d  data, look-ahead, e t c ,  

The display must not be cate-  

gor i s ed  as an al lowable defi- 

ciency i t em.  

p i l o t s ,  engineers and ergonomists so 

as t o  achieve a reduction in workload 

when cornpard w i t h  t he  present  syytem 

of beacon tun ing ,  track selection a n d  

heading contra 1. 

4. Location of Navi~atrEon and Comrnuni- - - - - - - - -  - -  
ca t ions  Ewipment,  - - - - -  - - -  

The con t ro l  panels f o r  the area na- 

vigation equipent ,  the Moving Map 
4 

display contro l  panel, and the Auto,- 

matic Communications control pane l  

should a l l  be located so t ha t  they 

can be used by any crew member, 

(as has occurred with aircraft cur- 

ren t ly  f i t t e d  with t r i p l e  I . N . S , ,  

this is achieved by the facility of  

remote operation, whereby any of the 

th ree  c o n t r o l  heads can be used t o  

control any o r  a l l  of the thrqe 

navaid units>, 

The Moving Map display i tse lf , and 
(3 

the communications printer/display 

unit should both be l o c a t e d  where 

they can be read  by any forward- 

facing crew member. 

The normal use of the  above e- 

quipment m u s t  be des igned  bjr 



The following factors  are con- 

s ide red  worthy o f  mention un- 

der  this heading, They a r e  

nearly all predetermined by 

considerations other  than those 

o f  A i r  Traffic Control, but ne- 

vertheless are o f  considerable 

importance when assess ing the 

m f a c t o r s  l i k e l y  t o  influence 

the pilot's performance in res-  

ponse t o  ATC system requirements. 

1. Noise Level  - - - - - - 
Noise arises from three main 

sources i . e . :  

- aural warning devices 

- aerodynamic and system noises  

which result f ~ o m  the p i l o t s  

workplace being located in a 

moving aeroplane rather than 

an ' ideal1 of f  i c e  loca t ion .  

- headset no i se ,  wanted and unwant- 

ed communications, in tercomunica-  

tions and background noises. 

Whilst system noise  has reduced in 

recent years (incl. power p l a n t  sy- 

sterns) the aerodynamic noise  has in- 

creased wi th  increasing IAS (indi- 

cated airspeed) and the ne t  l c v e l  

has remained much the same, 

It is considered still too be t o o  

loud f o r  optimum human perfommnce 

even when wearing conventional head 

se ts  which act as earmuffs as w e l l .  

Due t o  the ad hoc system of  today, 

r a d i o  telephony has now be come vir- 

tually continuous on the main routes 

ac ross  Europe, and a t  most i n t e r n a -  

t iona l  airports in Europe. 



This continuous conversation 

requires continuous p i  l o t  list- 

ening and thexeby intrudes upon 

other  tasks, e s p e c i a l l y  cockpit  

checks and d r i l l s .  

A high R/T l e v e l  ind ica tes  t o 

many pilots a low l eve l  of suc- 

cess at a i r s p a c ~  and procedures 

organisation by the regulatory 

authority. 

The e f f i c i e n t  pre-planning of 

opera t ions  would eliminate R/T 

saturation when used, i n t e r  alia, 

w i t h  a eelf  evident  ATC display 

system on the ground. 

2. Temperature, Ventilation and - - - - - - - - - - - - - -  
Humidity. - - - - -  

Modem aircraft air-conditioning 

systems provide an exce l l en t  

working environment in respect  

of temperature and ventilation 

rate, eapecially as it is usu- 

ally under the d i r e c t  control 

o f  the user ,  

However, on very few aircraft 

is the humidity controllable ; 

it is of ten  extremely low, re-  

quiring fluid in takes  of up t o  

one pint  pe r  hour t o  replace 

body los ses .  

3.43;t i iude 

At the present time the cabin alti- 

tude during the cruise phase is usu- 

ally about 7500 ft. 

The reduced oxygen l eve l  may neceesitate 

a d d i t i o n a l  breathing t o  achieve the  

required oxygen in take ,  and may xe- 

duce the p i l o t  s performance from 

the ideal .  

4 .  Lighting. - - - - - 
The lighting l e v e l s  in the  cockpit  - .i 

' .; 
will of n e c e s s i t y  be f a r  f r o m  the 

ideal for the ATC-dominated tasks, 
i 

such as control  o f  a rea  navigation j 
equipment, reading of automated 

! 

communications and monitoring o f  

Moving Map displays. 

The l e v e l s  of lighting are deter- 

mined by the need f o r  external vi- 

s i b i l i t y  during night-time low vi- 

C, sibility approaches, a t  the lower 

end, and by the requirement t o  avoid 

temporary bl indness following a 

lightning s t r i k e  on the cockpit 

screens, at the bright end of the 

B cale . 



5, Vibration 

The presence o f  cockpit vibra- 

I tion during turbulence reducea 

the ab i l i t y  of the p i l o t  t o  

carry ou t  both visual and ma- 

nual tasks, including writing. 

This f a c t o r  has increased some- 

what with l c n p b o d i e d  aircraft - 
I 

I and difficulty in reading in- 

strwnents is sometimes encoun- 

t e red  in turbulance which, from 

o t h e r  points  o f  view, would be 

regarded as very light. 

6 ,  Conf inemcnt 

The cockpit is a very small 

wbrking place, The combination 

of closeness to one's worha t e s  

lack of freedom to even s t r e t c h  

one's limbs, continuous wearing 

/ A 
of seat baamess, inaccessability 

I of t o i l e t s  (plus waiting time:) 

and the general closeness of 

objec t s  (thus precluding focus- 

I sing cf the eyes on d i s t a n t  ob- 

I j e c t s )  may a t  times cause a per- 

fomance loss from the opthum. 

The combination of the above f a c t o r s  

result in a far from i d e a l  working 

ambience. 

These is little that can be done t o  

improve them significantly, though 

small changes will occur in t h e  nor- 

m a l  course of progress, It is impor- 

tant t o  real ise that the ambience o f  

an aircraft  f l i g h t  deck is consider- 

ab ly  inferior to t h a t  i n ,  s a y ,  3n 

electrical power distribution control 

room, 

The ef fec t  o f  the above fac tors  on the 

pilot's performance, compared w%th 

the same p i l o t ' s  performance in con- 

ditions of ideal l i g h t i n g  and humi- 

d i t y  at sea l eve l ,  in a vibration f ree ,  

open plan, soundproofed area should 

be taken i n t o  accoi~nt  when d e s i e i n g  

the cockpit interface equipment w i t h  

the Air Traffic Control System. 

PSYCHOLCSICAL AND ORGAXISATIOHAL 

FACTORS 

It is e s sen t i a l  that  any A i r  Traffic 

Control System produces a ' s a f e ,  or- 



d e r l y  and expeditious + traffic 

flow. 

P i l o t  anxiety l ead ing  t o  reduced 

performance w i l l  r e s u l t  unless 

the system appears t o  be safe 

t o  the p i l o t .  The target l e v e l  

o f  safety must be seen t o  be met, 

not by r e su l t s  (which are r e t r o -  

spective) but by the ability of 

the system t o  insp i re  the conf i- 

dence o f  the p i l o t .  

Operational s a f e t y  depends upon 

not only p r o t e c t i o n  from c o l l i -  

sion but also upon such environ- 

mental factors as turbulent wake 

and the ability t o  deviate around 

severe weather without a reduc- 

t i o n  in sepa ra t ion  standards. 

Currently, the non-availability 

o f  weather information on modern 

ATC radar displays often leads 

t o  the p i l o t  being requi red  t o  

choose between ATC requirements 

and those described under 

' CONTEXT' . 

Anxiety about the sa fe ty  o f  a 

f l i g h t  can  also arise from the 

d i f f e r e n t  ope ra t iona l  c r i t e r i a  

app l i ed  by the State and  the 

p i l o t  ( fo l lowing  h i s  company di- 

rections). For example, desp i t e  

some w e l l  h o w n  anomalies between 

the S tate.l s and operatort s minimum 

safe altitudes, it appears that 

ATC uni t s  increasingly expect air- 

craft  commanders t o  comply unfai l -  

ing1.y with clearances based on the 

S ta te rs  (usually lower) margins, 

Any lack of  orderliness about the  

system will manifest itself in re- 

duced aystein performance on account 

o f ,  inter alia, increased aircrew 

e r ro r  factors. 

As stated in the m a i ~  report ,  the 

system must be a s t ra tegic  one, 

requiring the minimum (if any) in- 

t e rven t ion  in normal operations. 

Frequent i n t e rven t ion  by ATC is an 

i nd ica t ion  t o  the p i l o t  of a lack 

of  orderl iness,  and introduces an- 

xiety,  which can l ead  t o  increased 

error proneness at a time when er-  

r o r f r e e  action is most r equ i r ed .  

A s  an example, last minute, and 

sometimes apparently unnecessary 

l a t e  instructions t o  the p i l o t  t o  

expedite  take-off o r ,  during landing 

t o  clear the rim-way a t  a s p e c i f i e d  



turn o f f ,  can lead t o  a reduc- 

t i o n  in safety. This is becau- 

se the p i l o t ,  having exerc ised  

h i s  command functions and brief-  

ed his crew accordingly, could 

f ind  himself committed to an 

I unexpected and unplannea pat tern  

I o f  events. 
1 A 

Any unexplained delay found once 

I lack of airspace, equipment, 
, e runway capacity or any pre-noti- 

1 

fied restrictions, then the delays 

should be absorbed p r i o r  to engine 

start whenever possible. 

In-flight holding can appear t o  be 

an indication of the inability of 

the system t o  determine its o m  + 
timum flow rate, and thus once again 

causes anxiety to the pilot. 

As a normal procedure, the reasons 

for any delay should be conveyed to 

the pilot as m w a s  these  are reli- 

ably ascertained. 

Generally, apart from acceptable 

speed adjustments, in-f l ight  delays 

should not occur,  unless there are 

circumstances which defy prediction. 

engine-start approval has been 

given also indicates to the pi-  

l o t  a defioiency somewhere in 

the. & . .  overall  ATC system, whether 

due t o  a fai lure in t h e  ground 

organisation, a i r c r a f t  malfunct- 

ion o r  o t h e r  unpredicted causes. 

To a l lev ia te  this concern, if 
the system is t o  be a f fec ted  
during normal opera t ions  by 

Despite the desired lack of in ter-  

vention by ATC, the p i l o t  can become 

disquie ted  by a sense of isolation 

which results from long periods of 

absence of voice communications. 
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CORVETTE 

A newcomer in the  wor ld  of 

business and small t r a n s p o r t  . 

jets: the CORVETTE, a l i gh t  

twin- je t ,  foreseen mainly 

f o r  private or commercial 

t r a m p o r t  of passengera and n 
small f re ight :  

-business aviation 

-charter ca r r i e r s  

-3rd level  regional carriers 

First f l i g h t  on 20-12-1972, 

it has been conceived t o  

g ive  its customers the most 

operating facilities, having 

the most spacious  cabin o f  i ts  

class. 

It can carry 10 PAX wi th iden- 

rn tical comfort than a i r l iners  

toilet, luggage-racks. In high 

d e n s i t y  operation, it can take 

up to 14/15 PAX. 

Apart tbt ,  d i f f e r e n t  specia- 

l i z e d  versions (school ,  cali- 

bration, first aid, post, e t c , )  

axe available. 

Its t u r b o f a n  engines PRATT & 

WHITNF,Y JT 15 D4 frcrn UACL 

(10 dB lower  t.hm FAR + 36 

s p e c i f i c a t i o n s )  are in the 

l i n e  of the new quiet and not 

p o l l u t i n g  j e t  engines and provis ion  

f o r  the SNECMA ' LARZAC' is made a- 

vailable.  

The conception, low engine consump- 

t i o n  a n d  reduced maintenance allows 

CGRVETTE a minimum operat-ing cost, 

while giving it a travel cost lower 

by 5w t o  that of other aircraft in 

its class, and s t i l l  having a land- 

ing speed of 90/100 Kts ( l i k e  the 

Beech 99 or the Twin otter). 1 
3 

i 

Nearing the t rave l l ing  cost o f  an 

airliner, it enables a greater on 

schedule flexibility and an import- 

ant t i m e  gain. 

CORITETTE is a l s o  able t o  land on 

runways which are t o o  short for 

actual j e t s .  

It has rece ived  FAE 25 c e r t i f i c a t i o n  

1 ike AIRBUS 300B, CONCORIE, DC 1 0 ,  

B747 

Its flying characteristics can be 

compared t o  t h a t  of a light twin- 

piston aircraft . 
Max. range (economic cruise + 45' hold) 

-with tip tanks 2450 kn, 

-without t i p  tanks 1480 h. 

at an average economic cruising 

speed of about 420 K t s  (TAS) o r  

k c h  0.75. 
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Aer ospatial e A e r o s p a t i a l e A e r o s p a t i a l e A e ~ i a 1  eAerospati 

Outside dimensions 

t o t a l  l e n g t h  13.87 m 

he i gh  t 4 - 2 3  m 

wings surface 22 m" 

undercarriage 5.22 m 

-in length 2 - 5 7  m 

-in width 

Weights 

k x .  a d m i s s i b l e  on ' 

take-of f 6100 kg 

max. on lariding 5500 kg 

empty equipped 3600 kg 

normal fuel 1325 ke; 

fue l  w i t h  t i p  tanka 1875 kg 

Landing d i s  tame 

3SA Z=O 

Max. Cruis ing  Speed 

Approach speed 

Max, separation altitude 

Dimensicns Passengers Cabin 

length 5.71 
height 1.52 m 

1.56 m width 

volume 10. m* 

door -height 1.30 m 

-width 0.71 m c 
Take-off 

Balmcea mg. PAW ~ n g .  smm 
length: JT 15D4 Larzac 
(FAR 25 d 6100 kg) 2xlG5O kg 2x1250 kg 

I S A  Z=O 1250 m 985 lf~ 

ISA + t  0* Z=0 1725 m 1030 m 

Take-off distance (FAR 23  a 5700 kg) 

1SA Z=O 910 m 720 m 

BOO h / h  870 h / h  
(452 kt) (470 kt) 

185 h / h  185 h / h  
(100 kt) (100 kt) 



PILOT C O ~ T R O U E R  FORUM 1975 

Considerable work will be involved in the domestic items to 

be arranged. 

Welcoming and escor t ing guests , The G ~ ~ i l d  a;nnualBBall w i l l  take place 

keeping with local transport and on the evening of t he  24th October . 
possibly accomodation wtll be a We are sure tha t  m a a y  of the P i l o t  

few of  the typical important  de-  Associations representatives w i l l  

- tails associated with t he  Forum. stay on f o r  the  evenings enter ta in-  

Indications of voluntary as n i  s t  an- -ment . 
-ce for the various functions n i l 1  

- 

be great ly  appreciated . 

'"23 Octobre 1975 " 

"24 Octobre 1975 " 

10.00-13.00 : Arrival,reception,visits9 

Eurocontroller f i l m .  

13.00-14.00 : Lur-ch in the centre.  

14.00-19.00 : Continuation of the arrival, 

bresk,check-in for the h o t e l  

accomodation, 

1p.00 : F o m *  

10.00-13.00: V i s i t s .  I 

?4.00-16.00:  om conclusion. 

20.00 : Annual Party. 



Chairn~an : D.B. RATKINS 

Stzndby Chairman : E .  W E T R  

Menber nl : Eurocontrol MAS-BRU Member r.6 : Cernan Associat ion 

Member n2: Eurocontrol MAS-HAh Menher n7: Bri Lish Association 

Idsmber 1?3:  B e l g i a n  Air Force 

Ileaher n4: G e r m a n  Air Force Nonber n9: Frer~ch Association 

M~nber ni: Dutch Association IiIsmber n l  0 : Skandina-a an As so. 

The Fo&e will be held in t he  Canteen on 

23rd October. It w i l l  start at 19.C10 

and w i l l  normally last till 23.00 . 
It co:~ld  b e  prolonged if t h e  audien- 

-ce wauld  age. . ,  w trust thxt the 

Chairman mill use his d i s c r e t i o n  in 

this respec;. 

The discussion themes colild also 3e 

made p u b l i c  in adirauce by meals of 

the  Fosters and pub l i ca t ions  to me:::- 

bsrs  and other  i~;erested part.ies. 

,With are t h e  problems with regard 

to m i l i t a r y  traffic ? 

It is clear t h a t  Maastricht OPS can 

i r l  t h i s  r e f y e c t  on ly  conment on CAT 

m d  c iv i l - l n i l i t a ry  l i a i s m l .  The mili- 

G a r y  Panel rr~ernhers c ~ ~ i d  be i nv i t ed  

to comment on surveillance an6 l i a i -  

-son wi th  regard t o  OAT, T a c u  and 

TFB traffic and also or! Mi l i t a ry  ac- 

, Some questions for discussion theme: 

Operational 

Delay - Flcw Control - Xoldings - Sk6it-k 
0 

adherence t o  ro.the( no shorz  cuts'? 1 - 

Excessive vectorin@ - Ron availability 

of requested FL= FL allocation? - ;limb 

and descend p r o f i l e s .  

T e c i . ~ ~ i  c al 

Kalrigational problems? - The use of i n t e r -  

-sections as t u rn ing  poin ts?  - System re- 

-q~l i rements:  tke mandatory use of SSR ?- 

, mat t y p e  of improvement could be made? 

Operatiorla1 
(2 

If Flow Zontrol o r  3~strictions o r  PPO are 

not interesting, which al terna  be would 

R lo t s  prefer? 

Could t r a f f i c  e kept on .ti?e ground for 

1 h r .  m d  ge t  the r e q ~ e s t e d  FL o r  depast 

im.ediaie1)- an2 stay low ? 

-tivi-ties in r e s t r i c t e d  areas. Tile Tould  RT procedures b e  changed ? 

P i l o t s  could be invited to coment 
O m i t  posi t ion report fully introduced ? 

on the info. given By ? lsas t r ich- t ,  
Could clearmces be reduced ( BT ) ? 

\Ye are sure tha t  the very high attendarlce, representative people, p i l o t s  and 

con t ro l l e r s  ~ i11  be t o o  happ:~ to cc-ntribute ir? any way possible t o  an3 develop- 

11len-L~ of improved usage, 'This woulc c e r t a i n l y  develop mutual co-operation and 2-4 
understanding between two pr3fessfons having t h e  s u e  a i n i  : Safety in the a i r ,  



Administrative Committee . 

President ; B. SMEETH 

V. President : R, BARTLETT 

I.L.0.  R, BARTLZTT 

2 Secretary : J. CASTENMILLXR 

1 Treasurer : A .  DAVISTER 

2 Treasurer : G. DITTrMAR 

Chairman OPS : RALSTON S. 

EUCHEWSKI - DANDER 

Chairman SOC/CULT. : G ,  DEBRUYN 
L. mmoT 

Chairman P.R.0. : R. PAUWELS 
J. FRUSCH - X. GREW- J. C. BOUTON 

Chaimm LEGAL C. : J. FAESEN 

H. AirIZER 

Editor "INPUT" Ma~azine, : 3 . G .  S30UTON 
ti. WIZER-M. BREMMERS-M, GERMANS-P. WMOGALA 

About OPS COI,fLlITTEZ 

S tua r t  U S M N  ( iIannover Sec to r s  ), as new chairnan, is energetically proceeding 
Ols 

with r ev i t a l i z ing  the OPS Committee and is busy w?th s t u d y  papersWubjects 

inc luding  sectorisation and t ra ining.  Notices in t he  OPS room will reflect the 

Committee act iv i t ies  a n d .  will hopefully arise interest. 



INTERNATIONAL FEDERATION 

OF AIR TRAFFIC CONTROLLERS ASSOCIA 

Ref; 4/02 President: J-D. hIOMIN 

Mr- K. Hammerskjold 
Director  General U T A  
1155 14ansf i e l d  St ree t  
Montreal 2 P.:i, 
Canada 

45 Cttoline Drive 
*THOON KAIO 7AZJ 
Ayrshire 
Scotland UK 

15th July 1975 

Dear I&. Hammersk jold, 

T h e w e a r j b u s i n e n s o f  s s k i n p f o r t h o p r o f a s s i o n o f  *ir'~lreff ic  
C o n t r o l l e r s  t o  be recognised by 3kTA and for your R e s o l u t i o n  200 
to be amended i n  t h e i r  f avour  h s a  bone on f o r  a d e c d z  or nope. 
Consequently C o n t r o l l e r s  g a t h e r e d  i n  [ le lbaurne  for t h z  IFArCa 
Annual Conference 14-18 A p r i l  1975 passed t h e  Hssolution a t  Appendix 
I1A1' t o  this l e t t e r .  By now you may have heerd about this through 
other channel s . 
Most th ink ing  aircrew and aviat ion administrations acknowledge the 
Con t ro l l e r  as tha  t h i r d  crew member on t h e  f l i & i t  deck and t h i s  
fact  w i l l  become more hypa ren t  in t h a  f u t u r e  when automation of the 
A i r  Traffic Control System places an even greater  responsibil~ty for 
safety in his hands. IPA'17CAts co-operat ion w i t h  IZkO brows dai ly  
on technical matters as our acceptance of t h e i r  invitation to sit on 
the recent ly  f o r m 4  2.IODicTS and ShGZS Croupa i l Ius t ra t2s .  3uch a 
wise  move as t h i s  by ICAO is bound to be benef ic ie l  t o  a l l  airspace 
users. 

Last year a t  our Tel nviv Zonferenoe  your reprasentative stressed 
the need for con t ro l l e r s  t o  a s s i s t  in the saving of fuel, ':'he 
implication was s t r o n b l y  re sen ted  at t h e  time s ince  the delaying of 
aircraftt o f l i g h t s  in t h e  air o r  on the  ground is Inimical t o  
c o n t r o l l e r s  i n t e r a s t s  and outlook as prof  essicnals. If it were 
n o t  f o r  c o n t r o l l e r s 1  e f f o r t s  around ths k o r l d  t he  h i b h  runway 
u t i l i s a t i o n r a t e s  achievad  t o  datz  would naver  have occurred,  T h i ~  
effort is matched by t h e  combined discipline a ~ , d  skill of the 
aircrews wko work so close ly  v i t h  U6. IAL'A, k i t h  other Groups and 
Companies have thereby profited. ;:here i ndus t r i a l  d i s p u t e s  a r e  
concerned IHB'fSA has  been prirne in t h e  ro l e  of media tor  on t h a  sounds 
of safaty, and we have achieved a good record in t h i s  f i e l d  elthough 
we me a non-union body. 

I 

The weariness o f  C o n t x o l l a r s  us mentioned in my open ing  parz~raph hse 
I 

I now crystallised i n t o  t h e ~ r  x o r l d  demand f o r  action ir. t h i s  ~r.atter 
and I: am d ~ r e c t e d  t o  request  for.nally IAT..il s r z cons ide r a t i on  of t h e  

I ' .above Keeolut ion  200 as a w n d e d  in ~ y y e n d i x  "3" t o  t h i s  l e t t e r .  I 
t r u s t  somethin, cLn be dona a t  your for thcornin& Sonferencs in Oslo. 

Yours eincere ly ,  

T.R.Harrison 


