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THE EURQCONTRCL GUILD OF ATR TRAFFIC SERVICES

Member of IFATCA

Tie to the acceptance of the FEurocontrol Guild of Air TrafficSServices Constitution

and the Guild as a full member of IFATCA, the @uild has to be re-organised as to in-

clude the now assured Bretigny lLodge. The Maastricht Lodge will continue in its present

form until new internal regulations can be written for your approval. The actual activi-

ties of the Maastricht Lodge will not change. The only major difference being that eligi-

’h}e staff working at Burocontrol Centres will be able to join EGATS and form respective

wodges.

Small changes however, have to be wmade

to the Constitution teo allign it with
Duteh law and allow Military staff wor-
k¥ing in a Burocontrol unit to hecone
nemhers of the Guild. The membershiyp
changes include a three-step system
Professiongl,Members,Ordinary nembers,
Associate members. The Professional mem-
bership is basicaly for operational staff
Ordinary membership for facilities, &wpdd-
JAjrye membership is for other persons wish-
ing to join the Guild but these members
would not be able to vote or entitled to
IFATCA benefits.Naturally all membership
is subject to Executive Board approval.
These changes are still subject to your

conformation and approval.

The original Lodge Constitution,which was
unacceptable as an IPATCA Constitution,
will be the subject of a special general
meeting,

The Txecutive Board of EGATS which has

been dprmant since the inauguration ,

is in the main only provisicnal. The po-
sitions are subject to conformation at
the special meeting ( 16 th January } ,
and will continue until next May when
under the terms of the Constitution new
elections will have to be held. The revi-
val of the PBoard is due to the emergence
of interest in the Guild in EBretigny.
This has created a need for an overall
Board to coordinate Guild activities and
is required under the terms of the IFATCA

recognised Comstitution.

The firat major task for the Bxecutive
Board of EGATS has been to write to the
IFATCA President advising him of the deli-
cate situation we have found curselves re-
garding our future.We hope ,as you can see
from the letter, that the solidarity and
support we have given to fellow organisa-
tions,even when we were not members of the

IFATCA, will be returned in this instance.

R.SY Bartlett.

Provisional Executive Secretry
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NIROCONTRGL OGUILD OF AIR THAPFIC SLAVICES,
Searetariag,

"Kensn",y

vas Oldeabarasveldstraat 1),

leles (ll).

Bederiand,

25=11=1979%,

IPATCA,
ire J.D¢ Moutan,

45 Avemes des Newgimes,
1213 -~ Poti Lamgy, Geneva,
Switseriand,

Jear iir,

%o wish 4o expUese sur Gonceru with regesd %0 the futare of ewr eaploying
ageney, Lurocentml.

As you will kmow, Burocontirol Mas bees and still 4o % & evipis situation,
Lurcoentrel lives wader a Cemveniioen sigmed in 1960 Wy ke ainisters of the
seven eestraciing states, This Cenmvention ne loager sppears 10 ¢ workable
by st least three senber states, whilst the remmining are Msitetiag to
Zive Shelr suppert t ite exequtive funetioms apnd develepment,

To solve this politienl malaise either s mew Osavention in 1983, or otder
tasks for Fwrosewirel have ts Mo feund, I% ip doudiful that the presend
Convention wan Be contizned after 1983 ether Sasks Wdersfeore sould lead

0 vithidrawnl of the sxsoutiive and sperations] funetiiens of Rwressatrel,
This ioseeure sitontion b a direet and adverse sffest on the mpyule of

the Emrocomirol operatiemal staff, indeed, saiy came % Wild ss operetiomsl
oaFeer A8 & comireller in Ond ef the :Lurocemiye]l Atea Centres 1,0, Raantiriedt
or Karlstubs, Thay mow Tealise that their future v i jJeopardy, serecver
bocause it ia met olear, hovw ths wvericus mstiomal sadadnistiretisns will %
adle to ensure oareer contimuity,

1% is sad t0 sse that resestly, a follew IFATCA assoeisliien $60k & very
asgative attitude towards Burccontrol =hilst offesting &ireot mgetiations
w148 their pariasent, In the precess of this megotiation, iansorress and
unsudetantisted iaforvation vae sonversd. We osasidar Shat this astien was
unprincipled, deasuse iV Wreaks down tie aptirid of geod wnierstandisg and
wrtaal evopeyatien whiek we,; {a an isternatiomsl eaviromment, Mve always
tried 95 creats and maiatadn,

k¢ oan unierstand however, that sonsera sxéiets in soee mationsl assceiations
with regard to the Jevelopment ¢f Eurvesnivel,

Cur assocoixtion would sweleocms wiviee and informstien fres fellew assoeistions
in this ressest, Wt weuld aprreaiats prier comnsultation dfore they euvisage
taximg any aotion with their gevernmentis, iz regard %0 maticsal Buwrccentrel
poliay.




Unilasernl aotions Yy fellow associsti-ne eould have sericus and damaging
effacts through the neowe sedia anl 8o result im adversely affecting ihe
carver sxpsctanay of our members.

~6 STust that &n IPATCA shesr 4s s 3niri$ of solidarity and ocooperation
as all oandey assooiations are bound ¥y the same coastitution and
consenusnily strive or the same ains b it in a national or imtermctional
oortext,

e trumt that you will apprectats our conoers and through IFATCA channels
b able to sssist eur assosistion in taese diffiouls days,

e hawve oply been adle to oouvey & emell prrt of the “Luroccontrel Lrisis
S4tuation” but would furnish you with more information if recuired.
Furthermore we would weloome the oprortunity to ressive us IFATCA Bxecutive
Dozrd delegation 8% Masastrichd in order %o diacusa 4n detall the present
eltuntion,

Yours fatthfully,

iy 'Jmoih. . . :':Q;-;i. Mll‘lt,

rresident, E o trovisional scorelary,

T e
kT e : R RN A




PILOT-CONTROLLER
FORUM 1975

A very successful evening wasg held on the 23 rd October when our first Forun

took place.

The chair was taken by L, WATKINS

who kept things moving along at a

pace. The first point raised by the pi-
‘.}ots was their need to gel reguested
1evels whenever possible and as soon as
possible. Captain LEONARD highlighted this
problem with reference to Berlin corridor
operations and the fact that from certain
departure points on long level flights ,
with restricted runway lenghts and high
temperatures, thoy ended up fliyimg very
cloge to the legal limits in case of 4i-
-version,

Optimum descent profiles: { in most cases
as late as possible ) was also very wel-
~come and Captain LEONARD praised MAAS-
#NRICHT for their approach to these pro-

-blems.

Captain V. 4. STROOL was more critical of
MAASTRICHT operationg in that he found
flying into and out of Amsterdam still
carried a lot of level restricticns wich
had economic penalties. In this opinion,
the split into Upper and Lower Airspace
also had an adverse effect on short range

operations.

It was peinted out that these restrictions
were imposed by adjacent centres and that
MAASTRICHT had, in the past year, negocia-

~ted quite a few improvements, not least

of which were JBS procedures. Captain
V.d. STROOM agreed that there had been
improvements and noted for the first
time the existence of military crossing
windows affecting this route. Optimuam
degcent for him was to leave or pass.
FL 300 at range100 nm from touchdown.
Pilots would rather know required
restrictions in advance so as to arran-
-ge their climd and descent accordingly
rather than have to use " expeditious
climb/descent " at last minute.
The use of high level approacheg was
brought up after some discussions.. Tt
was agreed that in large high density
airspaces, these were not feasable ,
although late descents and fast climbs
approximated the procedure anyway.

Letters of agreement came in for critici
and Captain V.d. STROOM thought that

pilots should be brought in during thess
negociations and that letters of agreema
should take more notice of the wide rang

of aireraft performance capability.

Captain WOUTESSE , the German airlines
repregentative , broﬁght up the question
of computer incompability throughout
Burope.In his opinion, taking into ac-

-count the technology levels availabls,
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it should be possible for a controller
in Bremen to talk tc a controller in
WAASTRICHT "™ on screen "

The Chairmen confirmed that s lot of
innovations along those llnes are pose
-sible, but that often for political

reggons progress remained slow.

The Cheirman introduced for discussion
navigational alds available and whether
pilots were satisfied with them.There
was general agreement among tre pilets
that VOR/DME ooverage in MAASTRICHT ares
was fully satisfactory. In this context,
the use of shart cuts was introduced for
which pilots were very enthusiastic,and
a figare was given for DCE aircraft of

a saving of 100kg of fuel per mn.

At this point, our military representative
drew atten-
-tion to potential dangers in use of short
cuts during the pericd of nilitary activi-
~ties . Military traffic carry priority
in " off-route " airspace and their ITR
departure snd arrival patterns could he
interfered with. Additionslly, . Air Defen-
~ce units were not made aware of " off-

route " czlearances.

Controllers from the floor registered
complainis on two counts against pilots
at this peint :

» Firatly about eirecraft levelling off
{ without notifying the controller ) du-
-ring a long climb ,

- Secondely about the inarcazed tendenw
~cy for pileots to attempt gqueue-ju ping

by planning a% a low level

then asking for higher when in the air,

The first point was explained in detail ,
magking reference to charged atmospheric
conditions, pitch and optimum ¢limb per-
~-formance, and indicating that with pre-
getting of instruments , the pilot was
not always aware of the change.

the second peint was diplomatically igno

-red,

After a refreshments breék, Flow Control

was tackled. As expected, pilots are

highly critical of the present Flow-

Control procedures but were &> a loss

to suggest any alternative solutions.,
Their main point was the present Fl;;f

Control , inflexible application of some

procedures when apparently not needed.

Captain WOUTESSE spoke out strongly on

this point , suggesting that we were

now slaves of the sgystem s

- " Flow Contrel was created to cope with

potential or near saturation, yet it is

applied at all times , Why 7 .

No satisfactoryammmwer was given to this
questicn , perhaps because it is a valid

criticism

“f dread 1o think what the caongestion
will be like when people start




Further discussion along well paths
of slot times, company scheduling ,
company lists led to no firm conclu-
-sionsg . The possibility of reduced
Flight Level spacing was discussed ,
bearing in mind France’s desire to
make FL 300 available , but pilots

remainddd cool to this suggestion.

The main idea seemed to be that

if the use of reduced vertical spa-
-cing could be proved to be as safe
as present operating levels, then
pilotg would accept them.
Arom the floor, it was pointed out
that all these procedureg : Flow
control, use of non-semi circular
flight levels and FL allocation sys-
-tem though often restrictive in ef-
~-fect, their purpose was safety and
any interference leads to a higher
potential for aircraft conflict.

It becanme a question of centroller
responsabllity whether or not he
accepted such deviations,

Pilots nevertheless insisted that
greater umd more economic use could
e made of the airspace in quiet

traffic periods.

Our appreciation of familiarisation
flights was expressed at this time .

and a
Pilots made a point about the desi-

~reability of receiving traffic in-
-formation, when traffic permits ,

on jumbo-jets even when such aircraft
have vertical separation , and parti-
- lary in early wmorning and evening
liéht conditions., A rmumber of ineci-
-dents were described when avoiding
action had been taken by pilots who
were misled by the visual aPpearmrice

of a large-bodied jet which was in

fact up to 3000 feet below., In this respect
there is a working committee in UK under
which BALPA are studying a system of coded
callsigns which would give a clue to other
pilots of a given aircrafts’size.

Thie discussion of wvisual sightings , ete.,
led on naturally to perhaps the hot-point
of the evening : military VFR operations.

Attention was drawn to the experiences
in USA, where there are increasing reports
of VIR collisions. Steps should be taken
before collisions , The German military re-
-presentative indicated that in German air-
-space, VFR flights amounted to 4/ of total
gperations , and that although he apprecia-
~-ted civil/controller/pilot apprehension,
from a military stand point the use of visual
centact separation down to close proximity
was acceptable., The Belgian military repre-
-gentativesuggested that it was largely a
guestion of getiing the information that
visual contact was established through to
the civil controlier and hence to the eivil
pilot.
Additional safety would exist when total use
of mode C was available., There was immediate
dissent from the civil pilots present who,
while in no way questioning the competance
of military pilots, expressed doubts on the
abllity to make such close judgements at
total closing speeds of mach 2 or mach 3.

The military colleagues from the floor

pointed out that as long as the rules permit-
~ted these kind of operstions , then any mi-
-litary controller would be expected to con-
-trol accordingly.
A strong point was made nevertheless that a
civil pahdbokdeld conceivably take avoiding
action on unnctified military traffic which
could lead to a simultanecusmaneavre resul-

-ting in collsion. : ;!



The chairman then took some of the
heat out of the discussion by giving
a sghort description of future deve-
-lopments which would lead to pilots
having a shcrt range presentation of
traffic , available on a cockpit screen.
He then went on to descrile the recent
succesaful frials completed siving on

gercen confliet warnings to controllers.

C, van 4. S3troom then came in to say

that although all these and other ad-
-vantagres associated with SRR result

in improved services , the present Eu-
~ropean code sgystem croates additional
workleoad for the vilov , and compared it
unfaveurably to lhe american system
where one code 1s given and that is all.
His attention was drawn to OQRCAM and the
Tact that it isAf in total nse throughout

urope was no faulii of BEurocontrol.

Arog nsvigation then came up with zhs
question whether pilots would be willing
to fiy parallel lanes with % nm. lateral
geparation under their own navigational
contol, monitored om raiar. Pilots again
indicate thatprovided itezhmical cguipment
guaranteed present safety levels , they
would accept this form of route flying.
In this context, pilots were invited to

express their opimicn on & vossible re-

~duction oi the pressnt mirnimam s 5 .
radar separation. Whilst accepting that
Maastricht radar capability made this
possible , pilots resisted this sugges-
~ticn on the basis of the unknown forces
involved in the vortex and turlent
wzko nroblems .

Pilots however are quite happy to accept
leas than 5 nm. visual climbeor descent
through, provided all parties are aware

of what ig going on.

The reduced separation gvailable under
certain conditions in the lower airspace
of 3 nm. tends to lead to increased air-
-misg reports again partly due to visual

perception mizleading the pilot.

From the floor, the criticism was levelled
at pilots that fthey appear to be inexpli-
~cably reluctant to change to a secondary
frequency in the event of a blocked frequen-
-0y » Capt. LEONARD defended by saying that
after a relatively short period, if a pi-
-1lot thought his flight was being endan-
~gered , he would certainly change to an
agjacent or the emergency frequency,

-

Time ran.out and the evening was brought

to a close. 1t was obvious that many of the
subjects brought up could have been indivi-
-dnally discussed all night and this first
attempt has, we hope, paved the way <o
further contact of this kind with piots

and other aviation organisations.

C, OPS COMMITYEE

L

S. RALSION. ~




CONFLICT ALERT
© SHORT TERM CONFLICT

DETECTION AND WARNING

Burccontrol is currently preparing
an operational requirement for a
conflict alert program to be in-

-corporated into the MADAP programs.

The description which follows isaa

general explanation of the require-

-ments and working of such a program
#M\3 is not directly related to the

forthcoming operaticnal requirement.

The philosophy of conflict alert is
that it is not a normal contrel tocl
but should only act when the radar
controller has left unresolved an im-
-minent potential conflict , thus it
acts as a final safety net.

Fecause of this, it muegt act as late
as possible, to avoiddfalse alarms,
but not so late that the controller
has no time to react. It appears that
Awarning time of two minutes before

infringement of separation standards

is a good compromise value,

Obviously, such a program will have
little value if it produces so many
false alarms that the controller i-
-zngres all warning indications.
Much effort is devoted therefore to
confirming that there is a real dan-

-ger of infrigement of separation .

In the horizontal plane, the search for
conflicts is based on radar data, that
ig , it is assumed that aircraft will
continue to fly for the next two mi-
-mutes at the speed and in the direc-

-tion known to the tracking programs

8t the time the search is carried out,
Special procedures are used for aircraft
in a turn,
In the vertical plahe, mode C equipped air-
craft are considered to continue climb or
deacent at a rate indicated by successive
mrnce C readings or to maintain level fligﬁt.
The vertical search area will be limited
by’ the warning time or by the level which
the program knows the aircraft to have been
cleared to if it will reach this level
within the warning time.
Non-mode C flighis must be considered as
being at all levels , unless this can be

limited, for example by input of the hori-

" zontal arrow. Most false alarms will be

cansed by these flights.

The conflict alert program will run at
about 5 s, intervals and initially at least

will be limited to tracked asircraft.

The program

The prosram works as a serie of filters.
First a rough geographical check is carried
out to eliminate pairs of aircraft which
cannot posgibly confliet in the next two
minutes. The remaining pairs are then exa-
mined in detail to gee if horizontal sepa-
ration standards will really be infringed.
Those pairs which remainks potential con-
flicts are then examined to see if there is
also an infrigement of vertical separation
standards, Those pairs which infrigge both
horizontal and vertical separation are real
potential conflicts and are drawn to the

attention of the controller.

9



The method of display of potential
conflicts can algo help to reduce the
irmpact of false alarms.

A conflict between two correlated GAT
flights must be shown to the conirolizr
ragponsible for them in the most atten-
ticon drawine way possible.

On the other hand, a confliet betwsen

a correlated GAT flight and a non mode

C flight crosgsing an airway could be
shown but in a less urgent way.

Finally, in sitmationz where the air-
craft are both correlated but are being
worked by different controllers (units)
the confliet could be shown only to zhs
contrcller responsible for providing
geparation. A good example of the latter
would be a conflicy¥ bebween a GAT flight
and an QAT flight under the control of
the Gerwan Air Force MATRAC working at

The Maastricht UAC.

A simulation of the conflict alert func-
tion was carried cul recently at ths
Durozontrol Experimental Centre at Bre-
timy and the Maastriciit contrellers
who agssisted were unanimous in their

derire to see such a program in service.

If you are s good'radér controller

you may never see the prograr in action.
On the other hand, it is a comforting
thought that if you are distracted and
forget something , the system will act
to draw your attenticn to a situaticn
whicn at best may be embarassing and

at worgt dangerous.

10




LOCKHEED L-101]
—TRISTAR—

HISTORY

Marketing commercial versions of
the military transports { Heecules,
Starlifter, C5A Galaxy ) having faie
¢, Lockheed, in the effort to fill
the vacuum left by the closure of the
Glectric production line, embarked on

two major projects in the " sixties .

The first of these, shorting in 1963,
was the design of a supersonic trans-
port, which,failed and the centract

for prototype congtruction went to
Boeing.

A few months before, the FAL turned down
the Lockheed SST, American Airlines had
draw up an outline regquirement for an
' Airbus ", a larger capacity shori-
to-medium transport which could take
full advantage of the big new techno-
logy turbofan engines then becoming
gvailable, and this led to Lockheed’s

seccnd major attempt to re-enter the
airline market place.

In its Airbusg specification, American
Airlines was locking towards an airsraft
with aproximatively the same performances
as the B 727 , but with about 300 passen~
gers anfl of course better economy. By the
end of 1966, after initial coniacts with

the major U.S. airlines, a list of c¢bjec-

tives and design reguirements for the new

project was brought forward, including the

following @

- improved passenger comfort and appeal.

- double the payload of existing jetli-

ners on short-to-medium routles.

- higher cruiging speeds than then avai-

lable.

- lower operating costs.

- ability to use exisiing runways , taxi--

ways and handling facilities.



- lower noise level.

-~ higher utilization through faster
turn-round.

- antomatic landing capability.

- inereased flight safety through
improved structural and system
design.

- designed for ease of maintenance,

- availability in the early seventies.

In the process of sstatlishing a

design which would meet these regqui-
remente and have the necessary perfor-
mance, Lockheed " built anit flew" 66
different configurations on a computer.
So far, throughout the design evolution
of the Lockheed L-10711

power-plant was left open and the con-

, the choice of

. test between Pratt % Whitney, General
Electric and Rolls-Royce to provide the
engines for both the L-1011 and the DC-10

wras no legs intense thar that between the

airframe makers.

A1l three realizea that their fuiure in
the airline market requirved that they
have available a large " new technology"
high by-pass turbo-fan. Pratt & “ritney
already had such an engine, the 179 D

for the 3 747, General Electric had the
basigs of such an engine in production

tp power the Lockheed €5 A Galaxy,whilst
Rolls-Royce had ample commercial airline
experience but no very clear-cut future
for its advanced turbofans derived from
the three-spocl RB 178 demonstrator en-
gine , other than the intended use of the
RE 207 in the suropean Airbus and offered
a ecaled-down RB 207 under the designation
RB 211.

Although the final decision was left to
the airline cugtomers , who had to con-
gider commercial and political aspects as

well as technical merit, Lockheed tended

to favour the RB211 engine , which was
lighter and had lower fuel consumption

than either of its U.3. counterparts at
similar thrust ratings.

Even so after the 1967 devaluation of ster-
ling, it wa=z alsqo cheaper .

In the 20 months between go-ahead and first
flight, the Tristar and its 0B 211 naturally
underwent some refinement and the L 1011
made its firast flight on the 17th of November
1970 at Palmdale for a 2 h, and 25mn. flight
with project pilot H.E. Dees in the left-
hand seat.

P

TECHNICAL SPECIFICATIONS

Power plant:
- 3 RR RDG 211-22B three shaft turbofans

flat rated at 19,050 kgp each at tempe-
rature up tp 840 F.
- An anxiliary power unit( APU } providing
/ cabin air conditioning and electrical
power while the aircraft is on the ground
/ air for starting the main engines loca-
ted in the rear of the fuselage with its
exhaust.beneath the aircraft’s starboard
tailplane.
" Integral fuel tanks in each wing prov1;
ding a total capacity of 19.400 I. gal.
( 88.2001)

Perforuancess:

¥ax., cruising speed at 35000t s+ M 0.9
Long range cruising speed at 35000 £+t : 1 O.¢
Initial rate of climb : 2800 £t/ mm.

Servi.ce ceiling : 42000 ft. .
Range with max. paylcad : 2878 mm. ( 4630 km.
Range with max. fuel and 40.000 1b. (18145 kg
= 4,467 nn. ( 7190 km. ).

payloa:

Weights o *

- operating weight empty : 106.265ke.
- max. payload & 41.15Ckg. 2




A

-max. take-off weight: 195.045kg.
- max. landing weight: 162.3%86kg.
- max. zero fuel weight ¢ 147.415keg.

Dimensions =

- gpan s 47,354m.

- lenght = 54,35m.

- height : 16,87m.

- undercarriage track : 10,97m.

- wheelbase 3 21,34m.
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Accomodatigp =

Flight deck 1laid out for two pilot cabin ig 41,28m. long with a width of 5.,7Tm.
operation with third and fourth flight and max height of 2,4%9m. Typical rixed-class
crew members according to airline re- accomodation is for 256, and maximz all-
guirement. Forward electronics lay un- economy class layout is for 400 passengers.
dernegth , and acceesible from the Space provision for galley at lower level sub-
cockpit vie a trap-door, Main passenger jeet to airline preference. Under-floor baggage |

can accomodate stendard containers.

i -’
Its Operators
Firgt operator of the L-1011 ITristar since June 1973 with services from
given the name of " Whisperliner " was . Dusselaorf to various Mediteranean
Eastern Airlines magking its inaugured resorts and the Canary Islands. '
| flight on the 30th of April 1972 from . It has an all-economy layout but the pagd
New-York to Miami., followed by TWA senger total is a comparatively low 330,
who introduced the aircraft on its arrangad nine abreast, so allowing more
2t, Touls - Los Angeles rcute on the elbow and leg room, An elevator brings
5ta of June 1972, Air Canada , Delta you to its lower deck galley with the
Alr Tines , All Nippon Arways , and catering facilities,
tetter known to us : Court Iine’s The LTU" Tristar has a crew of three 3
G BAAA and G BAAR which we all remember. captain, firet officer and flight engineer,
Our slmost dagly client LTU s D-AERA , who @its at a panel on the starboard gide
tetter knewn to us under its LT+ flight behind the firgt officer. The flight deck
number label on our scopes 1g operating Gisplays vertical-scale engine instruments
Last but not least , on the INS box you have a continuous 1

digital read-out of the ground speed and the true-course.

The Tristar is equipped for auntomatic landing on ILS cat.III .

R.F.G. PAUWELS




