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Although arguably it is felt 
that airlines could sometimes 
make a better effort to alleviate 
the problem of call sign confus- 
ion, controllers should realize 
that there are many constraints 
involved. 

Occasionally log entries refer 
to confusing call signs. More 
recently reference was made to 
Britannia, one of the world's 
largest charter airlines. Britan- 
nia's offer to visit them in 
Luton and to present the air- 
Line's point of view with respect 
to call sign confusion, was gra- 
t e f u l l y  accepted by INPUT. 

Many interesting details of 
their call sign allocation sys- 
tem were made available. "Call 
Sign Britannia" highlights 
several aspects of confusion. In 
addition the article attempts to 
be a credit to Britannia, as we 
were highly impressed4by their 
organisation. 



EGATS recently established an 
organizing committee for a R/T L 

Forum to be held in the first 
trimester of 1985. During a first 
brainstorming exercise in which 
a l l  old-timers of the 1982 Fuel 

m Economy Forum and some newcomers 
i w e r e  involved, t h e  theme and  
development of this event were 
discussed extensively. 

It can be concluded that in 
spite of a l l  investments and 
human efforts to make ATC systems 
fail-safe R / T r e m a i n s  t h e w e a k  
link; the interface, which sadly 
enough, has often led to deplor- 
able incidents and even to t ragic  
accidents. 

Phenomena such as misreading 
or misinterpretation, call s i g n  
confusion and the blocking of R/T 
frequencies are well-known irri- 
tations to both controllers and 
pilots. Can w e ,  o t h e r  t h a n  wear- 
ing a headset  and applying good 
RJT discipline, find ways of 
convincing colleagues and p i l o t s  
to promote R/T as the "vital 
Linkgf and therewith optimize 
operations in the control centre 
and the cockpit? 

This Forum intends t o  g i v e  
controllers, airline/ATC engin-  
eers and pilots ample scope of 
d i s c u s s i n g ~ o p e x a t i o n a l  and 
technical aspects of R/T techni- 
ques in order to: 

- become better informed 
about mutual problems; and 
- achieve safer and more 
'efficient operations. 

These objectives w i l l  be r e a l i z -  
ed by: 

- questioning the industry 
on which technical means are 
available and which improve- 
ments can be attained; 
- giving t h e  industry speci- 
fications of operational 
requirements and ascertaining 
theix f e a s i b i l i t y ;  
- conducting a pilot/control- 
l e r  discussion in respect of 
R/T procedures. 
To achieve an optimum result 

it is necessary to divide t h e  
event into two parts: 
L. Technical. TO provide and I illustrate pre l iminary  background 
information pertinent to the 
second part. It w i l l  include a n  
e x h i b i t i o n  w i t h  static displays, 
presentations, lectures and 
information c i r c u l a r s .  It should 
i d e a l l y  include contributions 
f r o m  all parties who have know- 
ledge of the technical aspects of 
RJT, such as manufacturers, air- 
line engineers, communication 
specialists, ATC engineers and 
experts in the field of ergono- 
mics. 
2. Operational. Mainly consisting 
of a panel discussion with 
audience participation. Inform- 
ation received through a question- 
naire to all potential partici- 
pants will serve a s  a basis of  t h e  
discussion. 

The fact that the industry 
will participate in the Forum, 
probably adds to the status of 
the event ,  but it also entails 
more organ iza t ion  and planning. 
W e  will soon send out the first 
letters and prepare the q u e s t i o n -  
naires. You w i l l  be informed 
about the response in due time 
and we look forward to your sug- 
gestions and support. 

Jan Gordts 
President EGATS 



Call Sign Britannia 
by Danny Grew and Rob Bootsma 

Bnikannia p k e s e n f l y  upeRake kwo B 7 6 7  ainc&adt and have anokhen k ~ o  o n  
u t ~ d e t ~ .  

Apart from the RJT equipment 
i t s e l f ,  the aircraft call sign 
is probably the air traffic con- 
troller's fundamental working 
requis i te .  Without it he would 
be unable to communicate with 
a particular airspace user. To 
accomplish his task of providing 
adequate separation between air- 
craft, it is essential that his 
instructions are received by the 
appropriate aircraft. Should it 
not, the consequences could be 
catastrophic.  Instructions and 
flight information are directed 
to aircraft identified by their 
call sign. Therefore the need 
fo r ,  and the importance of, t h e  
call sign cannot be underesti- 

mated. For the very same reason 
call signs should n o t  be subject 
to confusion. 

The air traffic controller 
operates in an environment al- 
most t o t a l l y  dominated by alpha- 
numeric~. Here we can t h i n k  of 
radar  vectors, flight levels, 
speeds, communication frequen- 
cies and frequencies of naviga- 
tional aids, meteorological 
information, inter-sector and 
inter-centre telephone exten- 
sions, and so on. All these fa- 
cets, though, revolve around 
what is perhaps the nucleus of 
the controller's world, the call 
sign. It too comprises alpha- 
numeric~. 



Weighed down with the burden 
of manipulat ing this multitude 
of figures in their true per- 
spective, it is not d i f f i c u l t  t o  
detect one of t h e  p o t e n t i a l  
causes of c a l l  sign confus ion .  
I t  certainly doesn ' t  h e l p  there- 
fore  when individual c a l l  signs 
clash, confus ing  both control- 
l e r s  and pilots. 

C a l l  sign confusion does n o t  
exclusively originate from the 
way in which f l i g h t  numbers are 
a l l o c a t e d  by t h e  a i rcraf t  opera- 
tor. Should that be true, confu- 
sion would on ly  exist w i t h i n  an 
a i r l i n e .  Unfo r tuna t e ly  s i m i l a r i -  
t ies  also occur between air- 
lines. Illustrative of t h e  f i r s t  
group is LH212, LH112 and LH102 
which depart almost daily from 
Frankfurt to Faro, Paris and 
Brussels r e s p e c t i v e l y ,  a t  short 
time i n t e r v a l s ,  and enter the 
Maastricht a i r s p a c e  via R u w e r .  
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However, more f r e q u e n t l y  c o n t r o l -  
l e r s  face s i m i l a r  call s i g n s  per -  
taining t o  different companies. 
BA912 and AF912,  f o r  ins t ance ,  
cross each other's paths every 
day in t h e  Brussels West Sector. 
Both LH13L and FD131 receive 
their instructions f r o m  t h e  Olno 
Sector controller once a week at 
the same t i m e ,  and r e c e n t l y  
MP004, MP3004 and JL004, separa- 
ted by on ly  1 0  NM, were standing 
by for their descent i n t o  Amster- 
dam on t h e  West Sector frequency. 
Many corporate and private air-  
c ra f t  use their national regis- 
tration marks for their c a l l  
sign. Unfor tuna te ly  t h i s  does not  
p rec lude  con fus ion  e i t h e r ,  as can 
be illustrated with t h e s e  two 

l 

recent examples: PHBDV c l o s e l y  
fol lowed by Y H J D V  and IEKET with 
IFKET. It is self-evident that 
we d o n ' t  intend t o  p o i n t  at cer- 
t a i n  a i r l i n e s ;  t h e  g iven  examples 
s h a l l  be treated as such and show 
that confusion is l i k e l y  and n o t  
a rare occurrence. 

Many other factors, such as 
R/T q u a l i t y  and extraneous noise, 
contribute to the readability of 
a radio transmission. Addition- 
a l l y ,  the i n t e l l i g i b i l i t y  of a 
message may a l s o  be i n f luenced  by 
pronunciation differences. Fur- 
thermore it should be recognised 
that the t a s k  of a radar control- 
l e r  implies that he may execute 
several actions s imul taneous ly .  
For instance, he may be party t o  
a l a s t  m i n u t e  coordination w i t h  
an adjacent u n i t  or involved i n  
the exchange of  information w i t h  
his planning controller, whi le  an 
a i r c r a f t  calls in on his sector 
frequency. Particularly in such 
circumstances it is quite pos- 
sible that one heaxs what one 
wants or expects to hear. Al- 
though this phenomenon is not 
directly related to c a l l  sign 
confus ion ,  one should n o t  under- 
rate the important ro le  of ex- 
pectancy and its p o s s i b l e  attri- 
bu t ion  t o  confusion in general. 

m With t h e  knowledge t h a t  c a l l  
signs can be confused the ques- 
tion arises as t o  what steps c a n  
be taken t o  a l l e v i a t e  this pro- 



blem. Is it possible to preclude 
confusion within an airline by 
modifying the system of c a l l  
sign a l l o c a t i o n ?  I n  order t o  
g a i n  m o r e  insight i n t o  the mat- 
ter and grasp a more profound 
understanding of airline opera- 
t i o n s ,  INPUT visited Britain's 
largest independent leisure air- 
line, Britannia Airways. 

Based at Luton Airport, 45 km 
NNW of London, Britannia Airways 
began operations in May 1962 
under t h e  name of Euravia Limi- 
ted with an i n i t i a l  fleet of 
three Lockheed L-049 Constella- 
t i o n s .  In 1963, w i t h  a fleet of 
eight "Connies" and two Avro 
Yorks, Euravia carried 67512 
passengers, 

The name change to Britannia 
came about in 1 9 6 4  when Euravia 
began t o  re-equip  with the Bris- 
tol Britannia aircraft. This 
type gave the airline sterling 
service until their last one was 
f i n a l l y  retired i n  December 1970. 
In 1968 however Britannia became 

t h e  second European airline af- 
ter Lufthansa to take delivery 
of the  8 7 3 7 .  

Ranking as one of the  world's 
largest charter airlines, Bri- 
tannia operated t h i r t y - o n e  B7375 
and carr ied 4.4 million passen- 
gers i n  1983 .  A l l  except  t w o  of 
t h e i r  aircraft arrived new from 
t h e  makers - an u n u s u a l  t r e n d  
for such  a large charter opera- 
tor. This year is highlighted by 
t h e  i n t r o d u c t i o n  into service of 
the airline's two new, and Eur- 
ope's first, B767s. 

Britannia became a wholly 
owned subsidiary of the Interna- 
tional Thomson Group i n  1 9 6 5  and 
operates the majority of Thornson 
Hol idays '  charter flying. More 
than half its work consists of 
contracts flown for many leading 
tour operators, such as, among 
others, Portland, Pilgrim Air, 
Arrowsmith and OSL/Wfngs. Britan- 
nia also plays an impoitant role 
in the "ad hoc" charter market 
f o r  both passenger and cargo fly- 
ing. 

13ki2anniata R 7 3 7  4ReeX avenagK a daiRi/ ukilibafiun 0 4  et,euen huuta p t h  
aihcxa4X. T h i a  pankicukah B 7 3  7, G - A Z M Z  l e a d &  Rhe 4 l e e t  wikh 4 5 , 9 9  7 
h o u h ~  a ~ d  2 8 , 3 2 4  .tavld.inga L o g g e d  when pCzoAogtraphed b y  ' IhrPUT. i n  !,!a? 1 9 8 4 .  



With the CDK savings agent you save easily 
and receive high interest. 
Choose from many attractive forms of saving 
and savings deposits. 

- -  
Get the latest information from our 
representative. 

YOUR CDK-SAVINGS AGENT: 

Pro1 Sprorrckpark 13,6191 AJ Beek ( L )  
Postbus 37. 6190 AA Beek ( L ) .  Tcl. 04402 - 74793 

CDK-Bank-Banking of  De Grenswisselkantoren N.V. 
\ 

Two philosophies are at the 
root of Britannia's SUCCESS. 

Firstly, when locating its faci- 
lities in Luton it started with 
the principle t h a t  everyone con- 
cerned with operations should be 
as close as possible to other 
service bodies. This  also implied 
t h a t  the main buildings, and pos- 
sible future extensions, would be 
near t o  the Aeronautical Infor- 
mation Serv ice  and the Air Traf- 
fic Cont ro l  Service. Secondly, 
w i t h  regard to suppor t  services, 
it is common practice that no- 
thing, which can be contracted 
out to others more specialised in 
the field, is done by Britannia 
itself. 

Success also depends on the 
performance of highly motivated 
people. For instance, to achieve 
that cabin s t a f f  - who are t h e  
airline's f r o n t  line - would re- 
main highly productive, Britannia 
changed i t s  management policy 
fundamentally. T h e  keyword here 
is encouragement. Motivation fos- 
ters both productivity and effi- 
ciency. To this effec t  it is ne- 
cessary that staff believe in the  
employer's wish to communicate 
with them, is genu ine ly  intere- 
sted in them and seeks t o  so lve  
the many problems which they ex- 
perience.  In other  words, Britan- 
nia cares about its people! Good 
performances are  rewarded and 
small gestures of appreciation 
play an important role. Britan- 
nia's cabin staff i d e n t i f y  them- 
selves f u l l y  w i t h  the company. 
T h e  sickness rate has reduced 
considerably and the service pro- 
vided i s  consistently af high 
quality. 

As depicted in figure 1 Bri- 
t a n n i a  holds a major share in 
leisure flying. It operates ex- 
tensively from i t s  Luton base, 
London G a t w i c k ,  a l l  t h e  main Bri- 
tish provincial airports and 
other smaller  ones besides. Re- 
sorts main ly  around the Mediter- 
ranean, Adreatic and Aegean, the 
Canaries, Madeira, the Alps, 
Scandinavia, West-Africa and the 
USSR are  served. 

INPUT 



First concern in scheduling 
flights is to meet customer de- 
mand. Holiday-makers prefer t o  
t ravel  at a convenient  time, 
preferably not at n i g h t  o r  during 
the week, and at a reasonable 
price. Although prices are geared 
to encourage mid-week t r a v e l ,  i n -  
evitably t h e  majority travel on 
the weekend. Over one hundred 
r o t a t i o n s  on a given day at t he  
weekend i s  no t  ex t rao rd ina ry ,  and 
the total number of flights per  
w e e k  i n  t h e  high season can 
amount to nearly 600 .  For 
reasons of economy and logistics 
regarding passenger transfers 
between a i r p o r t  and hotels at 
t h e  holiday destination, a t o u r  
operator genera l ly  concentrates 
i t s  f l i g h t s  to a particular des- 
tination on a particular day so 
t h a t  a l l  a r r i v a l s ,  and subsequent 
departures, coinc ide .  Consequent- 
ly, Britannia flights operate in 
time-spans, depar t ing  t h e  various 
UK points and arriving at a com- 
mon destination within a ninety 
minute time span. 

Aircraft capacity is normally 
sold  t o  a charterer fo r  t w o  or 
three years and to a certain ex- 
tent ~ E i t a n n i a  is compelled to 
follow the tour operator's oper- 
ating c r i t e r i a .  After a l l ,  inclu- 
sive tours require many details 
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t o  be arranged wel l  i n  advance 
for the travel brochures, which 
need to include the holiday nun- 
ber fox a particular f l i g h t .  For 
admin i s t r a t ive  simplicity some 
t o u r  opera tors  associate the 
holiday- (or series-) number with 
the  flight number (series number 
3 0 0 1  f o r  instance becomes flight 
number OOL). 

T h e  fact that the planning of 
inclusive t o u r s  requires time, is 
one of t he  reasons why changes i n  
t h e  allocation of call s i g n s  a r e  
impossible a t  short-term. Flight 



numbers are allocated 15-18 mon- 
ths ahead and are integrated into 
the tour operator's planning com- 
puter. In addition, each flight 
is encoded and identified separa- 
tely. Although it is n o t  manda- 
t o ry ,  Britannia uses suffixes 
"A'l and "8" f o r  sauthbound and 
northbound traffic respectively, 
in order to avoid exhausting the 
available number of call signs. 
Besides this, ATC requ i re  air- 
lines participating in the RPL- 
scheme to f i l e  its flight plan 
data well in advance. 

However, would it be possible 
to alleviate call sign confusion 
through changes realised in the  
mid-term? Some detailed informa- 
tion about the process of call 
sign allocation is called for  
here. Each tour operator is assi- 
gned a block of numerals. Thomson 
Holidays for example uses the  
block 001 to 350 inclusive. Tra- 
ditionally series numbers are 
allocated and grouped together t o  
a resort area,  t h u s  involving the 
allocation of very similar flight 
numbers to flights planned f o r  

N.B. - T h z  a i ~ R i ~ e  paid 8 2 4  
miRRian i n  RouXe Chatgeh i n  
1 9 8 3 .  Pnnkicipakion i n  T h e  
CenttaQ DaZa Bank w i l l  a d d  
anokhefi $ 2 4 0 , 0 0 0 .  

the same destination within a 
narrow time band. Recalling the 
fact that Britannia's flights are 
destined for a particular area in 
Europe, it is not unlikely that 
similar c a l l  s igns  coinc ide  on 
the same frequency and can lead 
to confusion. Therefore perhaps 
the only possibility to prevent 
this may be to abandon the pre- ' s e n t  system, whereby a series 
number and flight number are xe- 
lated to each other, and instead 
adopt a random flight number al- 
location system. 

Recent ly  B r i t a n n i a  negotiated 
a change to t h e  f l i g h t  numbering 
system wi th  Thomson Holidays, 
which will take effect during 
Winter L984/85. Each flight num- 
ber block will be divided into 
seven-day blocks, which in turn 
will be sub-divided into slot 1 
and slot 2 groups. Allocation of 
flight numbers can be effected, 
as an example, in accordance with 
the following scheme: 



xnur saay 
Slot L 001, 015, 029,  043 
Slot 2 008, 022, 036, 050  
Friday 
Slot 1 002, 016, 030, 0 4 4  
Slot 2 009, 023, 037, 0 5 1  

This system will minimise the 
probability of consecutive or 
reversed call s igns  taking off or 
landing within one hour of each 
other. 

B u t ,  as always, there is no 
complete answer! Clean cut plan- 
ning rules become suspect when- 
ever route changes or delays are 
encountered. And charter opera- 
tions especially bring about 
many changes (routinely 20% of 
planned flights)! The risk of 
confusing call signs i nc rezses  
too, whenever ad hoc flights or 
peak t r a f f i c  necessitate the use 
of flight numbers from previous 
days. A 24 hour delay once resul- 
ted in two "Clipper ones" f l y i n g  
through t h e  Maastricht area 
w i t h i n  % hour of each other! 

All this possibly illustrates 
that a change of the flight num- 
bering system is not a simple 
problem to resolve. Furthermore, 
one has to keep in mind that this 
would only offe r  a partial solu- 
tion to confusion within a given 
airline. As mentioned earlier 
many other factors are involved. 
Call sign confusion will continue 
to exist so long as VHF voice  

NEXT COPY 
communication is used as the p r i -  
mary means of communicating in- 
s t r u c t i o n s  or flight information 
to a i r c r a f t .  Too much stress can- 
not be placed upon the need for 
both controllers and pilots to 
maintain constant vigilance i n  
order t o  con t r ibu te  t o  air 
safety  . 
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KLM Flight 31 17, Amsterdam-Toulouse 
by Wim de Boer 

On Monday 14th May, 1984 we 
left our residence early in order 
to collect our tickets for the 
flight to Toulouse at the Necker- 
man counter at Schiphol well in 
t i m e .  After a s h o r t  v i s i t  t o  t h e  
tax-f ree  shop and a q u i c k  coffee 
we boarded the XLM A310 and de- 
parted from runway 01L a t  1 0  
o'clock. 

The comfort  of the A310 is 
excellent; during our flight at 
FL370 almost ne engine noise 
was hea rd .  A t  1 1 . 3 0  w e  landed 
automatically at Toulouse. The 
t o t a l  number of passengers (210) 
was split into five groups 
d u r i n g  the flight. Upon arrival, 
f i v e  coaches were s tanding  by 
f o r  further transport. 

A bus t r i p  of h a l f  an hour 
th rough  Toulouse took u s  to the  
Headquarters of the "Centre 
dfEssais Agronautique de TouLou- 
se" {C.E.A.T.), where we w e r e  
welcomed by A i r b u s  I n d u s t r i e .  A 
f i l m  about Airbus Industrie and 
one about the C . E . A . T .  introduced 
u s  into the world of a i r c r a f t  
manufacturing. At the laborato- 
ries of the C.E.A.T. it was de- 
monstrated how d i f f e r e n t  m a t e -  
rials and complete sections of 
aircraft are t es ted  f o r  strength, 
fatigue and vibration. F u r t h e r -  
m o r e  a birdstrike was simulated 
and i t s  consequencies on various 

parts of the aircraft, such as 
wind screens, nose and leading 
edges of the wing. A birdstrike 
on a windscreen for i n s t a n c e  i s  
simulated by shooting a ch i cken  
w i t h  a speed up t o  200 m/sec 
towards the  window. You can imaq- 
i n e  t h a t  there  w a s  no t  muck l e f t  
of the chicken. 

Although much more w a s  to be 
seen at the C.E.A.T. w e  had to 
leave at 15 .00  fo r  a visit to t he  
A300/A310 assembly line at the 
Agrospatiale f a c i l i t i e s .  Manufac- 
turing doesn't take place in 
Toulouse; t h e  various a i r c r a f t  
p a r t s  and sect ions  are built by 
different p a r t n e r s  p a r t i c i p a t i n g  
i n  the A i r b u s  project and then 
shipped to Toulouse, where the 
different components are assem- 
bled. Starting w i t h  t h e  nose 
section at one end of an enormous 
hangar, sections are joined while 
the " a i r c r a f t "  moves forward and 
ultimately leaves the hangar a t  
t h e  o t h e r  end.  The present pra- 
duction rate i s  4-5 a i r c r a f t  per 
month, which  can  be increased to 
8 per month. 

KLM 3127 flew us back to 
Amsterdam. W e  a r r ived  at 19 .00  
and had the opportunity t o  v i e w  
t h e  a i r c r a f t .  The v i s i t  t o  A i r b u s  
w a s  most interesting. Too much 
was to be seen in t o o  short a 
time. 



a&& 
I r i e  my1mr v v a y  r u  r w a  Lair Seat 

Many former civil and military 
pilots in the Netherlands who are 

I' now enjoying t h e i r  pension 
received their initial pilot 
t r a i n i n g  with the National Avia- 
tion School (NLS) - the Nether- 
lands' first regular training 
school, established in 1927. Its 
t r a i n i n g  facilities, owned by the 
Royal Dutch Aviation Assoc ia t ion  
(KNVVL) ,  were located in Rotter- 
dam at Bestienhoven Airport. 
After the second world war how- 
ever the Dutch government decided 
to start its own training school, 
the RLS, and as a consequence the 
NLS degenerated to an aero-club 
with  training up t o  PPL (Private 
Pilot Licence)  s t a n d a r d  only. 

I n  1 9 6 8  Schreiner Airways - 
a Dutch operator with an airfleet 
of some 140 aircraft, fixed- and 
rotary-wing alike - became 
i n t e r e s t e d  i n  an aviation school 
and bought the WLS. Domestic 
disagreement forced Schreiner to 
leave the charter market i n  1267 
and this family-owned company 
gradually obtained a considerable 
interest in support activities in 
the field of energy production 
all over the world. With t h e  
acquisition of the NLS, Schreiner 
entered into a new branch and 
although the school mainly provi- 
ded for PPL-training, it some- 
times ran courses leasing to CPL 
(Commercial P i l o t  Licence) t h u s  

I enabling Schreiner to train its 
own p i l o t s .  

by Paul J. Hooper and Rob Bootsma 

A decade later in history the 
NLS took the opportunity to train 
students up to airline standard. 
A s  a m a t t e r  of fact with F27 and 
F28 aircraft selling well in 
third-world countries in the 
seventies, many of their purchas- 
ers additionally required Fokker 
to provide for a b - i n i t i o  training. 
The NLS took a keen interest i n  
these developments and moved to 
Maastricht Airport in 1978. As a 
sub-contractor t h e  NLS was highly 
dependent on Fakker a t  t h a t  t i m e ,  
as  all students were under a 
Fokker contract, Naturally this 
was not a sound basis from a 
commercial point of view, but 
nevertheless a first step towards 
an independent aviation school 
besides t h e  RLS was taken. 

Future developments had to be 
anticipated and continuity had to 
be assured.  Moreover, as a priva- 
te company it was essential for 
the NLS to direct its attention 
to a completely different market. 
Here advantage could be taken of 
the fact that the Schreiner 
Aviation Group came into touch 
with potential customers through 
its many contacts in the aviation 
world. On those o c c a s i o n s  pub l i c -  

x The current name is Schreiner 
Avia t ion  Group, a  holding company 
i n  which KLM is a major share- 
holder. 



ity was given to the existence of 
the Nat iona l  Aviation School. I t  
was evident that most second and 
third line o p e r a t o r s  couldn't 
afford their own t r a i n i n g  centre, 
b u t  nevertheless s i m i l a r  problems 
w e r e  encountered and p i l o t  t r a i n -  
ing t o  certain standards was 
required. The NLS w a s  a b l e  to 
meet t h i s  demand and to date 
training contracts have been 
concluded with a great variety of 
customers. 

In common with any other  
con junc tu re  sensitive b u s i n e s s ,  
air transport f l u c t u a t e s  with t h e  
t rend of the m a r k e t .  The effect 
of the recession did not  pass 
unnoticed, w i t n e s s  the airline 

It's the talk of the town!! l 
The one and only Japanese Teppanyaki, 
Korean, Nonya and Chinese Speciality 
Restaurant in Holland. 
See the food prepared under your very 
eyes by our chef. You can also relax in our 
exotic garden lounge before or after dinner. 
Our open kitchen is  proof of our sincerity 
and service is our guarantee. 
For Japanese Teppanyaki reservation 
desired (Tel.: 04490-27530). 

Rijksweg Zuid 72 Sittard 

operators who have discharged a 
large number of p i l o t s .  This 
development w a s  accompanied by a 
general r educ t ion  of t h e  intake 
of students in the various t r a i n -  
ing c e n t r e s .  A t  f i rs t  impression 
the NLS expansion may t h e r e f o r e  
be questioned. However, account 
could be t aken  of these aspects 
in their decision to enlarge and 
accommodate capacity t o  s p e c i a l  
needs.  Attention i s  directed to- 
wards second and third line ope- 
rators only.  

A multitude of modest ground- 
and f l i g h t  training f a c i l i t i e s  
are presently available for 8 0  
to 9 0  student p i l o t s .  The School 
has at its disposal 6 Pipe r  
Warrior IIs, 4 Piper Arrow IVs 
and 2 Beech 2 0 0  Super King Airs. 
Although one aims to achieve an 
optimum level of utilisation of 
aircraft capacity it i s  very 
difficult to attain that goal, 
cons ider ing  that circumstances 
are never wholly favourable. As a 
subsidiary of the Schreiner 
Aviation Group however, the NLS 
will be able to acqu i re  addition- 
al capacity, varying from l i g h t  
piston twins to helicopters, by 
means of intra- and i n t e r -  
company leasing whenever a short- 
age of a i r c r a f t  capacity occurs. 

The School is recognised by 
the Dutch C i v i l  Aviation Authori- 
t y  and provides a wide range of 
courses in specific aeronautical 
subjects. Up to now o n l y  a l i m i t -  
ed number of students trained by 
the  NLS have been Dutch, yet the 
l a r g e s t  number of students ori- 
ginated from t h i r d  wor ld  count-  
ries such as Ghana, Ivory Coast, 
Tanzania, Oman, Indonesia, 
Algeria and Libya amongst others. 
Experience has shown that ATPL 
{ A i r l i n e  Transport P i l o t  Licence) 
trained s t u d e n t s  - the m a j o r i t y  
of them f l y  new on Fokker 
products - are well prepared to 
meet any operators1 standards. 

The backbone of the  NLS 
curriculum i s  based on ab-initio 
pilot training up to airline 
standards. A preselection train- 
ing of 12 weeks offers ample 
scope t o  assess the p o t e n t i a l  



c a p a b i l i t i e s  of a s tudent  p i l o t .  
Besides the theoretical part 
practical training is given for  
approximately 3 0  hours on t h e  
P ipe r  Warrior 11 and f o r  5 hours 
on t he  procedure t r a i n e r .  For 
those cases where it is required 
t o  stop t h e  student's further 
training after the issuance of a 
PPL, the training contract con- 
t a i n s  a clause enab l ing  the 
s t u d e n t  to participate in addi- 
t i o n a l  courses, such as s t a t i o n  
manager and f l i g h t  o p e r a t i o n s  
officer . 

Subsequently the t r a i n i n g  
programme con t inues  w i t h  a 50- 
week  course t o  o b t a i n  a CPL w i t h  
i n s t rumen t  r a t i n g -  The p rac t i ca l  
t r a i n i n g  consists of some 45  
hours  procedure t r a i n i n g  and some 
180 hours f l i g h t  t r a i n i n g  on t he  
Piper Warrior I1 and the  Piper 
Arrow IV. The ab-initio training, 
which can be completed in approx- 
imately 2 years ( i nc lud ing  h o l i -  
day p e r i o d s ) ,  i s  concluded with a 
20-week course covering the 
t h e o r e t i c a l  aspects of ATPL. 

Students are normally examined 
i n  compliance w i t h  Dutch CAA 
standards, n e v e r t h e l e s s  i t  Is 
poss ib le  to adapt the  training 
programme t o  non-Dutch CAA 
requirements and to the speci f ic  
needs of any cus tomer .  In p r i n c i -  
p l e  a n  operator should be able 
t o  specify h i s  own t r a i n i n g  
requirements, s i n c e  he knows best 
t h e  i n s  and o u t s  of h i s  kind of 
operation and its a l l i e d  problems. 
It  i s  essential therefore that 
the operator de f ines  h i s  specific 
t r a i n i n g  requirements as accura- 
t e l y  as poss ib le .  I f  so r e q u i r e d  
a s t u d e n t  may o b t a i n  a t w i n  
rating on a specific type of air- 
craft . 

T h e  NLS employs 5 f u l l - t i m e  
theory lecturers, 9 flight in- 
s t ruc to r s  and 2 simulator 
instructors. Addi t iona l  capacity 
i s  a v a i l a b l e  with the use of 
part-time instructors. T h e i r  vas t  
experience gua ran tees  the q u a l i t y  
of the  t r a i n i n g ,  w i t h  emphasis 
n o t  on ly  on the p r a c t i c a l  "know- 
how", but a l s o  the e q u a l l y  v i t a l  
"know-why". Knowledge of t h e  

customers' wishes permi t s  adjust- 
ment of the training programme to 
particular operational require- 
ments. The level of professional 
competence ob ta ined  m e e t s  any 
international a v i a t i o n  standard. 

F L Y I N G  THE ARROW... 

"Cockpit s i l e n c e  dur ing  take 
o f f " .  

"In case of malfunction before 
75 knots c a l l  STOP and state 
reason". 

" I n  case of engine f a i l u r e  
after 75 knots: sufficient runway, 
we land straight ahead. No runway 
available, shallow turns to avoid 
obstacles.  Actions on my command". 

"You do the R/T". 
"You check and s e t  beacons on 

my command" . 
"You menitor the instruments 

and set power on my command". 
T h e  capta in  issued the crew 

briefing prior to releasing t h e  
parking brakes and taxiing into 



position to hold on Beek's 
runway 22, 

"P-BO is cleared take off, 
Olno d e p a r t u r e ,  climb initially 
t o  3500 feet". Clearance acknow- 

.ledgecl the take off re11 was 
commenced, t h e  nose gear oleo 
soaking up the thud of the occa- 
sional centre line light that 
came i n t o  contact  w i t h  it.  The 
7 5  knots rotation resulted in a 
leisurely climb to 3,5 at around 
700  fee t  per minute  accellerat- 
ing to 9 0  knots. 

Full execution of the Olno 
SID would take us out of t h e  
Maastricht TMA, therefore almost 
immediately after establishing 
on the 013 degree radial to Olno 
VOR we broke of l e f t  f o r  some 
airwork in the  v i c i n i t y  of t h e  
Gulpen NDB, to the southeast of 
Maastrisht Airport. 

In charge of our  P ipe r  Arrow 
w a s  ~ayrna Kassoul ,  a  very petite 
young Algerian lady who made up 
for in ambition what she  lacked 
i n  stature; t h e  assistance of a 
modern technology cushion allow- 
ed her feet to reach the rudder 
pedals! It will take more than a 
cush ion  to get her to the l e f t  
hand s e a t  of a 7 4 7  but I a m  
q u i t e  s u r e  h e r  determination t o  
prove her equality with the 
masculine race will g e t  her there 
ultimately. It was this determin- 
ation that got ~aTma into flying 
in the first place. Having drop- 
ped out of university because of 
its inability to elevate her life 
above the level of mundane, Nayma 
heard about Air Algerie's f l i g h t  
training programme. The airline's 
own involvement with the scheme 
went Little beyond providing 
elementary flying instruction in 
order to select those who disp lay-  
ed t h e  required aptitude. 

In twenty two months w i t h  the 
NLS ~ a y m a  has logged a total of 
160 flying hours, i n c l u d i n g  40 or 
so under instrument conditions. 
In addition she has acquired a 
working knowledge of the English 
language: each new intake of 
students is sent to Bournemouth 
England f o r  a period of six 
months to acquire or brush up an 

aviation's p remie r  mode of 
communication. 

Recleared to FL40 we entered 
a loose holding pattern around 
the Gulpen NDB in order that our 
First Officer for today,  NLS' 
Chief Flying I n s t r u c t o r  Jan 
Minoli, could endear himself to 
his student by inflicting well 
loved manoeuvres and simulated 
failures upon her! 

Simulated failure of vacuum 
instruments was executed by 
simply placing an appropriately 
shaped card aver the relevant 
instrument faces. I noted  with 
i r o n i c  amusement t h a t  some 
sadistic i nd iv idua l  had drawn a 
smiling face on one of these 
cards and appended the wards l 

"Keep Smiling"! 
The holding pattern continued 

to be maintained despite the 
apparent loss of both Direction 
Indicators and Attitude I n d i c a t o r  
courtesy of the card method. 
Steep turns to the right without 
visual reference are not ~ayma's 
list of favourate things to do on 
a Wednesday afternoon, neverthe- 
less she accomplished the manoeu- 
v r e  to her instructor's satis- 
faction. Meanwhile, t h e  passenger 
in the back seat grinned blandly, 
loving every moment of it! 

C l e a r a n c e  to the  NW NDB, i n i -  
tial approach fix for runway 2 2 ,  
and i n s t r u c t i o n  to climb to FL60 
took us further into the already 
enveloping murk. At this junctu- 
re it w a s  pointed out to me t h a t  
it is NLS policy to advise their 
students that in the case of 
receipt of mul t ip le  instructions 
from ATC, priority should be 
given to altitude changes as 
these would normally be applied 
for separation purposes. 
Approaching t h e  beacon w e  were 
r ec lea red  t o  FL50 t o  enter the 
hold, a pattern already bustling 
with NLS traffic. Next time 
around on t h e  outbound l e g  we 
were cleared to the Initial 
Approach Altitude of 2500 feet 
and for the ILS approach. Through 
the rain and associated clag the 
lights came i n t o  view at around 
two miles and 1000 f e e t  QNH b u t  



~af rna  remained head down u n t i l  
half  a mile out at which point 
Jan instructed h e r  t o  continue 
visual ly .  The landing  was a 
greaser! 

When ~ a h a  leaves the NLS in 
December 1 9 8 4  she will be the 
proud owner of a CPL and Instru- 
ment Rating, ATPL theory and a 
King A i r  200  r a t i n g .  On her 
return to Algeria she will conti- 
nue to accumulate hours on the 
King Air to o b t a i n  the necessary 
1 5 0 0  hours in command required 
before she can attempt her ATPL 
flight test: this requirement 
doubles if the s t u d e n t  i s  loq- 
ging hour s  as official First 
Officer . 

With that qualification tucked 
safely under her belt s h e  w i l l  
convert t o  t h e  r i g h t  hand seat of 
an Air Algerie F27. 

..... AND THE K I N G  A I R .  

Pride of the NLS fleet is its 
Beech 200  Super K i n g  A i r .  Such i s  
the i n t e n s i t y  of training on t h i s  
aircraft that it is rarely seen 
on t h e  ground during the course 
of a working day. 

Prior t o  f l y i n g  i n  the air- 
craft I spoke w i t h  NLS Operations 
Manager Bill van Gent who ex- 
pressed h i s ,  and other i n s t r u c t -  
ors', appreciation of the versa- 
tility o f  the King Air. For 
example, i n  the approach phase 
of f l i g h t  the aircraft can be 
used t o  simulate e i ther  Fokker 
F27 o r  F28 i n  respect of f l a p  and 
landing gear limitation speeds .  
T h i s  feature i s  s i g n i f i c a n t  i n  
that a large m a j o r i t y  of the 
School's students w i l l  at a later 
date be converting to one of 
these types. 

Around the t i m e  of my f l i g h t  
the King Air was plying both 
visual and instrument p a t t e r n s  
w i t h i n  t h e  Maastricht TMA and 
subsequent  t o  t h e  following 
week's w r i t t e n  examinations would 
be l i n e  flying to v a r i o u s  desti- 
nations in Europe. B i l l ,  who was 
to be the instructor for this 
afternoon's detail, explained 
what was to be i n f l i c t e d  upon t h e  
Omani s t u d e n t  during the course 
of the  session. Continuing empha- 
sis would be placed on f a m i l i a r -  
izing the student with the 
multiple crew environment and in 
command of today's f l i g h t  he 



would put the experience acquired 
to date to t h e  test by react ing 
and responding to the number of 
engine failures'that would be 
administered at significant junc- 
tures throughout the flight. The 
engine failures would of course 
be simulated. This i s  achieved by 
r e t a i n i n g  propeller r p m  and 
decreasing t o rque ,  thereby plac- 
ing the p r o p e l l e r  i n  a no t h r u s t  
- no drag s i t u a t i o n .  The NLS 
approach t o  such  simulations does 
not q u i t e  concur w i t h  the manu- 
facturer's view but the NLS con- 
s iders  i t s  method to be safer in 
that should the l i f e  engine 
genuinely fail during a simula- 
ted failure an increase in torque 
will quickly res tore  power on t h e  
other engine. 

I strapped myself i n t o  a rear- 
ward facing seat at the front of 
t h e  cabin as B i l l  manoeuvred his 
portly frame awkwardly into t h e  
r i g h t  hand side of the cockpit. 

Amro Bank, 
your banker in 

the Netherlands 
As the leading commercial and 
investment bank in the Netherlands, we 
are also one of the country's largest 
retail banking organisations. 

We can offer you all the banking 
facilities you need, including foreign 
exchange as well as bank accounts and 
savings deposits in any currency. 

amro bank 
Beek, Airport phone 04402-72272 

Markt 1 l phone 04402-74466 

- - 
C h e c k l i s t s  complete PB-SBK was 

taxied into position on 22. 
Take off and climb out is a 

demanding phase of flight at the 
best of times but when the ogre 
on your r i g h t  s n e a k i l y  reaches 
o u t  and pulls one of the taps at 
200 feet life does n o t  t a k e  on a 
rosier tint! The student ident- 
i f i e d  the right hand engine  as 
having failed and kicked in left 
rudder accordingly. The climb was 
continued, albeit at a more 
sedate pace, to 3500 feet at 
which p o i n t  symmetrical power was 
restored. Each simulated engine 
failure was t imed to coincide 
w i t h  a period of above average 
workload and the next  one 
"struck" j u s t  as we had completed ' 
the procedure turn and w e r e  
i n t e r c e p t i n g  t h e  localizer. The 
ILS approach w a s  f lown s i n g l e  
e n g i n e  and power re-applied 
during the ground r un  of the 
touch  and go.  

And so the simulated f a i l u r e s  
continued at key points around a 
number of ILS and ADF approaches. 
I noticed the student's forehead 
lined with beads of sweat. Why 
not? Be  was working hard! Bill's 
b r o w  was dry, as it probably had 
been for the larger  part of h i s  
36 year  flying career.  During 
t h a t  time he had amassed a total 
of nearly 1 9 0 0 0  flying hours on 
types such as the Meteor, D C 3 ,  
DC7, F27,  Sikorsky S61N and the * ' '  

Super Constellation. Despite 
such an eminent career (eminent  
must describe a man w h o  flew 
Super Connies!) he remains  sur-  
prisingly void of n o s t a l g i a  when 
asked t o  recall  exploits f r o m  
t h e  past. With o n l y  a year to go 
before retirement Bill has become 
a part-time desk flyer in his 
capacity as Operations Manager, 
a reality which doesntt appear 
to per turb  him unduly .  I think we 
can safely assume that his flying 
is tidier than his desk!! 

Bill does have one ambition 
which he would like to see 
securely in the pipeline before 
he retires and that is t h e  devel- 
opment of t h e  NLS beyond its 
present rather limited flying 



INPUT 



training function into a complete 
aviation t r a i n i n g  centre. L e t ' s  
hope tha t  Schre iner  management 
is as  far  s i g h t e d  as B i l l  t o  
a l l ow such a project  the opport-  
unity t o  reach f r u i t i o n .  

Another single engine approach 
followed by a touch and go l e d  u s  
i n t o  the l o c a l  circuit at 1 5 0 0  
feet. A couple  of t i m e s  around 
and it was time to c a l l  it a day, 
only one hour and s i x t e e n  minutes  
a f t e r  the initial take off. It 
probab ly  f e l t  a l o t  longer to the 
s t u d e n t  ! 

S h u t  down complete we vacated 
t h e  aircraft f a r  the more capa- 
c ious  environment of one of the 
School's classrooms f u r  a debrief- 

' ing. Bill's occasionally hostile 
B attitude in the air was left fa r  

behind as he attempted to make 

t h e  s t u d e n t  aware of some of t h e  
inadequacies displayed du r ing  the 
d e t a i l .  For example; his commands 
for power settings should be 
clearer and more positive. On one 
occasion he misidentified the 
failed engine resulting in an 
incorrect rudder input. The con- 
s equenc i e s  of misidentifying a 
genuine eng ine  f a i l u r e  w e r e  laid 
on the line. The s t u d e n t  was 
told to exercise greater accuracy 
with his circuit f l y i n g ;  the 
cont inuous  base and f i n a l  should 
be flown w i t h  30 degrees of bank, 
500 fpm, with 60% and 120 k n o t s  
reducing to 105 over the thres- 
hold. 

It was time for coffee. 

(Photos :  Paul J. Hooper) 

A Swissair A310 Fam-Flight 
by Henk van Hoogdalern 

After negotiations between 
EGATS and Swissair a possibility 
was offered to make familiarisa- 
tion flights with the Airbus A310 
from Z ~ r i c h  Airport. For me, 

" ,  being the first to make this trip, 
- it w a s  a p l e a s a n t  and educational 

experience t o  be a guest of 
Swissair, 

At Schiphol, Amsterdam, from 
where all Swissair familiarisa- 
tion flights start, the station 
manager and the crew were well 
informed about m y  t r i p .  A l l  re- 
quired papers and information 
were waiting for me and the 
deputy of Mr. Simons accompanied 
me to the flight deck of the 
waiting DC9-51. 

I w a s  g iven a w a r m  welcome by 
the  crew who were expecting me. 
Here I received the first posi- 
tive remarks with respect t o  t h e  
service given by the Maastricht 
UAC. The DC9 crew was aware of 
the fact that, if available, 
they could always expect a short 

c u t  and the best c r u i s i n g  l e v e l ,  
without the need of prier re- 
quests on the frequency. 

At Zfirich Airpor t  I r e p o r t e d  
t o  Mr..Ggchter, S w i s s a i r  
c o c k p i t  c r e w  administration, 
with whom I discussed t h e  proce- 
dures t o  be followed on the 
Swissair familiarisation flights. 
I was introduced to Captain A .  
Schneider, deputy chief  pilot of 
the  A310. At a coffee bar we 



talked about s u b j e c t s  of i n t e r e s t  
t o  bo th  pilots and controllers. 
Once aga in  conf idence  was ex- 
pressed i n  t h e  Maas t r i ch t  Centre 
and M r .  Schneider w a s  looking 
forward to the extension of 
Maas t r i ch t  airspace. 

Mr. S u t t e r  then  showed m e  the  
check-in procedure for p i l o t s  and 
how meteorological in format ion  i s  
made a v a i l a b l e  t o  them. There- 
a f t e r  I was  introduced to M r .  
Meier, captain of the A310 on 
which I would later be f l y i n g  
from ~ C r i c h  t o  London vice versa. 

M r .  Meier, an i n s t r u c t o r  on the  
A 3 1 0  simulator, answered all my 
q u e s t i o n s  and expla ined  t h e  
func t ion ing  of the navigation 
computer. A f t e r  the f l i g h t  p lan  
i s  input  by means of a code, the 
complete rou te  is checked step 
by step by the pilot v i a  the  CRT 
panel.  Swis sa i r  has no program 
i n  the v e r t i c a l  p l ane  yet, so 
informat ion  about t he  optimum 
cruising l e v e l  and t o p  of descent 
i s  s t i l l  t o  be obtained from 
maps and charts. 

After a very quiet t a k e  o f f  
(you h a r d l y  hear the engines)  w e  

cl imbed continuously t o  FL240 
with 2500 f e e t / m i n .  Swissair 
crew members must w e a r  a headset 
below FL150; upon passing t h i s  
f l i g h t  level a l l  pilots I m e t  
immediately switched t o  speaker. 
When l a t e r  we reached FL390 over 
the north of France in a very 
c l e a r  s k y ,  it was e a s i l y  poss i -  
b l e  t o  recognize many c i t i e s  and 
r ivers .  

Over t he  Channel w e  started 
our descen t  to London H e a t h r o w  
w i t h  a rate of 5000 feet/min, 
which i s  normal p r a c t i c e  for t he  
A310. The approach route is  
c a l l e d  up simply by a c t i v a t i n g  
t h e  runway i n  use and not by a 
"STAR-figure'has we are accustom- 
ed t o  g i v i n g  for inbounds t o  
Brussels. 

On t h e  way back t o  Ziirich w e  
passed through the Maas t r i ch t  
Brusse l s  sectors a t  the optimum 
flight l e v e l  v ia  t he  shortest 
r o u t e  (at FL410 even B e l g i u m  
looks  good!),  A f t e r  a smooth 
approach and landing the c r e w  
continued for Geneva, l e a v i n g  m e  
highly impressed and wi th  the 
knowledge that such flights 
really give controllers the 
back-up information needed to 
f u l l f i l  t h e i r  t a sks  as e f f ic ien t -  
l y  as p o s s i b l e .  I t  would be 
much appreciated when Eurocont ro l  
could a r r ange  fox these f l i g h t s  
as p a r t  of our o f f i c i a l  duties. 

While I w a s  i n  ~ i i r i c h  I took 
the opportunity to v i s i t  Radio 
S u i s s e  S A ,  ~ G r i c h  ACC, where  M r .  
Peter T i e g e l  showed m e  over t h e  
o p e r a t i o n s  room and explained 
everything w i t h  respect t o  
equipment and procedures. 

The ~ f i r i c h  area is divided in 
six sectors; four lower sectors 
up to PL245, one middle  sector 
from FL245 t o  FL320 and one upper 
sector above FL 3 2 0 .  Each sector 
i s  manned by a radar and a plan- 
ning c o n t r o l l e r ,  whereby the 
radar c o n t r o l l e r  uses one s t r i p  
and the planning  c o n t r o l l e r  
several strips for h i s  sector. 
The ATS assistants, s e a t e d  a t  the 
back of t h e  planning board, re- 
c e i v e  and pass estimates. The 
controllers use a standing micro- 
phone and d i r e c t i o n a l  speakers. 
For  inter-sector coordination a 
f a s t  and s imple  recorded intercom 
system i s  a v a i l a b l e ,  a l s o  via the 
speakers. The atmosphere in the 
large opera t ions  room is very 
quiet because of the distance be- 
tween the sectors and the relax- 
ihg presence of  daylight. 



A11 controllers started their 
training as military controllers 
and have to refresh their milita- 
ry functions each year i n  the  
S w i s s  A i r  Force for three weeks. 
T h e  cooperation with Milano, 
Geneva, Reims/Paris, Frankfu r t /  
S t u t t g a r t  and Rhein is at a 
satisfactory level and a standard 
release from Rhein to FL270 
facilitates the climb of Frank- 
f u r t  departures t o  their c r u i s i n g  
f l i g h t  level. 

The day- l ight  Thornson-CSF 
r ada r  screens presen t  a dynamic 
"b l ip"  w i t h  a l a b e l  i n c l u d i n g  the 
aircraft ground speed. A QDM can 
be obtained via the rolling ball 
and if required a Flight Data 

; Message is presented on the dis- 
play. As in our environment the 
upper wind forecast is poor and 
in pract ice  obtained via  p i l o t  
reports. 

The seven teams run a 4/2 - 
4/1 duty roster. At n i g h t  rest- 
rooms for s l eep ing  are available 
for the non-active team members. 

Approach and Tower  are still 
rather old-fashioned in their 

Cunattuckion ~ o h k  i n  paogxeaa aX 
Zlaich AihpahX ( a  locakian 
504 TWR and A P P l .  

equipment and are looking forward 
to a new location which will be 
available in 1 9 8 5 / 8 6 .  It is 
recommended to future "Swissair 
fam-flight" controllers to visit 
the friendly Ziirich colleagues 
in their working environment. 

More detailed information is 
available from EGATS. 

A report by Geoff Gillett 

This report  attempts to summarise the events of the International 
Federation's 1984 Conference. For a more detai led description of t h e  
work programme and conclusions, readers should consult the documentation 
which i s  available on request from t h e  EGATS Executive Board. 

I would l i k e  to express my appreciation to my colleagues, Philippe 
Domogala, Willem Pieneman, Fred Le Noble and Gerrit Horsman who assisted 
in the production of this ar t i c le .  

- . - . . . .- -. 
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The twenty-third Annual Con- 
ference of the International 
Federation of Air Traffic Con- 
t r o ~ l e r s ' A s s o c i a t i o n s  was held 
in Estoril, Portugal from 
April 25th - 30th. I n  s p i t e  of 
the EGATS policy of keeping a 
"low profile" in recent years, 
because of the Ministerial de- 
claration of intent to expand 
the functions of the Maastricht 
Centre, it was decided to send 
an enlarged delegation to t h i s  
year's Conference. 

The delegation consisted of 
Messrs. Domogala ( D i r e c t o r ) ,  
Scholts, Pienernan and Le Noble 
(Deputy Directors) and Gordts, 
Horsman, Bonne and G i l l e t t  as 
delegates. Also travelling with 
the team was Jan van Eck, who 
made a u s e f u l  contribution in 
establishing and renewing con- 
tacts with industry (the Corpo- 
rate Members of IFATCA). 

The work of IFATCA Conferen- 
ces, which have been held annual- 
ly since the inaugural meeting in 
Amsterdam in 1961, is to define 
and update  pol icy  on subjects of 
specif ic  importance to Air Traf- 
fic Controllers. The day-to-day 
work is divided between v a r i o u s  
Standing Committees ( S C 1 s ) : -  

SC 1: Technical Matters 
SC 11: Publications and 

Public Relations 
SC1ZI: Finance 
SC 1V: Human and Environ- 

mental Factors 
SC V: Recruitment and 

Training 
SC VL: Constitution and 

Administration 
SCVL1: Legal Matters 
There are currently 59 Member 

Associations (MA' S ) u n i t e d  under  
the IFATCA Organisation, presided 
over by M r .  Ha r ry  Henschler of 
Canada. Although this year's host 
Association was only founded in 
1975,  t h e  Portuguese Controllers' 
Association produced an extremely 
well organised Conference, inclu- 
ding an intensive social pro- 
gramme which severely tested t h e  
stamina of some of our delega- 
tion! 

At the opening ceremony, His 
Excellency, the President of t h e  
Republic, General  Ant6nio Ramallo 
Eanes, presided over the event, 
attended by many Government Mini- 
sters and h igh  r ank ing  civil and 

OPEN: 
. . . . . . . . .  Monday to Friday inclusive. 12.00 - 20.00 hrs. 

Saturday . . . . . . . . . . . . . . . . . . . . . . .  .11.00 - 18,OO hrs. 
. . . . . . . . . . . . . . . . . . . . . . . .  Sunday .13.00 - 17.00 hrs. 

More than 3000 tapes available. 

Hfl. 5,00 per film per day 
Hfl. 25,00 per 3 films per 4 days 
Hf l. 6,50 per film per weekend 

l 

Elsstraat 17 6191 JW Beek (P) Tel. 04402-73074 



military officials. Then followed 
a magnificenk display of aero- 
batics performed by a y o u t h f u l  
Portuguese A i r  Force Team, con- 
sisting of six T 3 7 s ,  which took 
place  immediately in f r o n t  of the 
Conference Hotel. We had the 
p leasu re  of meeting t h e  team 
dur ing  one of the social func -  
t i o n s  and took the opportunity to 
hand over s i x  EGATS st ickers  for 
attachment to their aircraft. The 
name of EGATS can now be found in 
some unlikely places, being sub- 
jected to loops, barrel rolls, 
bomb-shells and other procedures 
not normally associated with our 
type  of service! 

The Roll Call of Delegates 
having been completed, Conference 
then divided i n t o  the three work- 
ing Committees and got down to 
business. 

COMMITTEE A - Administration 
Although a relatively q u i e t  

year, this Committee nevertheless 
spent twenty-seven hours in ses- 
sion. No new Associations joined 
but regrettably two departed, 
France and Colombia. Brazil was 
accepted as a full MA, thanks in 
part to those members of EGATS 
who voted to assist our Brazilian 
colleagues at the last EGATS An- 

Phitippc EomogaLa  in k h e  coanan(1 
0 6  PauLo A ,  de jV4enezea, f h e  Pae- 
a i d e n k  o a  k k e  B n a z i t i a n  A i x  Taa6- 
$ic ConXnolLeha' A s c r o c i a k i ~ n ,  

Pastoor Vnnckenstraat 7, 6166 CV Geleen 
Tel.; 04494-42719 

I 
Sale of VOLVO saloon and estate cars 

Your nearest VOLVO dealer 
Modern repair work-shop 

VOLVO leasing 
LPG installations 

nual General Meeting. Thanks were 
due also to TAP-Air Portugal who 
enabled the President of the 
Brazilian Association to be pre- 
s e n t  in Lisbon. 

The problems of "the not-so- 
rich" Associations, in particular 
their i n a b i l i t y  to pay IFATCA 
subscriptions, remain to be sol- 
ved and EGATS will a s s i s t ,  since 
our  A.G.M. gave a mandate f o r  
this and together with Denmark, 
a working paper on t h e  subject 
will be presented to next  year's 
Conference. 

Election results for IFATCA 
Executive Board Members were as 
follows:- 
Mr. Harry Benschler (President); 
Mr. Bernard C r e z e t  (Treasure r ) ;  
Mr. ' E r i c  Se rmi jn  (Vice-President, 
Professional); Mr. Adrian Enright 
(Regional Vice President). These 
were all re-elected for two years 
in the absence of alternative 
candidates. 



T h e  European regions (Central 
and West) have been re-organised 
and t h e  first of the joint rneet- 
ings will take place in Maas- 
tricht on 27th/28th October 1 9 8 4 .  
The 1985 IFATCA Conference will 
be held in Athens. A paper pro- 
posing bi-ennial conferences was 
r e j e c t e d  once again. 

A well-known and much respec- 
ted figure in IFATCA circles, 
Mr. John Saker  (UK) , has  left 
af te r  20 years of dedicated ser- 
vice to the Federation. As a 
token of appreciation for his 
contribution to t h e  ATC profes- 
s i o n ,  EGATS proposed t h a t  he be 
awarded the Scroll of Honour 
of IFATCA which was unanimously 
accepted. 

COMMITTEE B - Technical 
As usual a full and complex 

agenda occupied delegates to this 
Committee under the Chairmanship 
of Mr. Art Cauty of Canada. The 

main items of interest within the 
Upper Airspace environment were 
as follows:- 
- Review of R/T Phraseology. 

A new requirement for R/T 
Phraseology including Area Cont- 
rol has been implemented by TCAO 
on 7th June ,  1 9 8 4 .  
- Elimination of Ambiguity in 

R/T Call-signs. 
The t r i a l s  conducted by G e r -  

many, Canada, South  Africa and 
the UK using the new alpha- 
numeric c a l l  signs have n o t  l e d  
t o  t h e  conclusion t h a t  they  would 
be suitable operationally for 
universal application. Antici- 
pation and strict adherence to 
standard R/T phraseology by both 
pilots and controllers is still 
an absalute priority in avoiding 
confusion. 
- R/T Frequency Jamming. 

EGATS made a f i n a l  attempt to 
b r i n g  the use of the emergency/ 
distress frequencies back into 
t h e  discussion on t h i s  subject 
but without success, due to oppo- 
sition from IFALPA and some other 
Member Associations. However, 
IFATCA policy is that a technical 
solution (in the cockpit) must be 
found . * 
- A i r  Traff ic  Flow Management. 

IFATCA policy is somewhat out- 
dated so new policy will be pre- 
pared in t h e  form of a working 
paper far next year's Conference. 
An essential requirement is that 
any new policy should have 
world-wide application, although 
in the author's view, this would 
not be practicable. 
- SSR MODE S and TCAS. 

TCAS is a feature that m i g h t  
well drastically change ATC in 
t h e  '90's and some controllers 
believe that it could be the be- 
g inn ing  of t h e  end of ATC as it 

+ A proto type  device developped 
by a company in Singapore has 
been produced for ai rborne  
trials. Any Company ox Opera- 
t o r  who would be willing to 
assist in any way should con- 
tact the author of this arti- 
cle, c / o  POSTBOX 47, 6190 AA, 
BEEK-L, The Netherlands. 
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is now practised. EGATS will be 
involved in the production of a 
working paper, together with  
Standing Committee 1. *A 
- Reduction of Vertical Separa- 

t i o n  Standards. 
It is understood that t r ia ls  

have been carried o u t  i n  Japan, 
USSR and i n  the European Region 
but it seems unlikely that im- 
plementation will be possible 
prior to 1987 at least, nor will 
other cruising levels be consi- 
dered till then. 

One of the highlights of 
IFATCA Conferences is the Corpo- 
rate Members Technical Panel and 
this year's proved to be ou t -  
s t a n d i n g .  Most of the innovations 

I were of importance to Tower and 
Approach C o n t r o l ,  perhaps the 
most interesting being a runway/ 
taxiway anti-intrusion device, 
which would prevent an a i r c r a f t  
entering, f o r  example, a runway 
already occupied by another .  
Such a device being a powerful 
safety a id  in conditions of poor 
visibility. 

COMMITTEE C - Professional 
Under the chairmanship of 

Mr. Egbert J u s t  (FRG)  a iarge 
number of working papers were 
dealt with among which were the 
following:- 
- The Information Handbook, 

being a work of reference con- 
taining essential information 
on the various Member Associa- 
tions. 
- A study of "Nightshift Para- 
lysis", a subject being studied 
in close cooperation with the 
University of Sussex. A question- 
naire was produced which will 
shortly be distributed at random 
among EGATS m e m b e r s  who may also 
volunteer for this by ob ta in ing  
a copy from Mr. Ered le Noble. 
- A working paper proposing the 
adoption of regional policy was 
rejected. However necessary re- 

&* A copy of the relevant docu- 
mentation is available in the 
Technical Committee file in 
the Operations Room. 

gional policy might be in techni- 
cal matters, it would be detri- 
mental to controllers i n  matters 
of a professional nature. 
- This year, SClV will investi- 
gate deeper the subjects of 
Tra in ing  facilities and Scholar- 
ships. 
- In t h e  Legal field, the Pimi- 

tation of the Legal Liability of 
the Controller is still topical. 
However, few States seem intere- 
sted i n  settling this problem by 
means of a world-wide convention 
and some States, Tor example Can- 
ada, have National limitations. 
Revocation of Controllers' licen- 
ces also came under discussion, 
- Concern was expressed with re- 

gard to the s u b j e c t  of intimida- 
tion of controllers, although the 
precise definition of in t imida-  
tion w a s  not yet clear. 
- A request was made to investi- 
gate threats of replacing con- 
trollers by independent or mili- 
tary personnel. 

EGATS will continue to be re- 
presented in Legal Matters in the 
persons of Messrs. McCluskey 
Bootsma, together with South 
AErica, Canada, Sweden, New Zea- 
land, Cyprus and Italy. 

During the Committee A ses- 
sions, Vice-President Profession- 
al, Mr. Eric Serrnijn was present 
on behalf of the Executive Board, 
to advise and inform whenever 
this became necessary. 

Following t h e  daily Committee 
sessions, the EGATS de lega t ion  
m e t  to debrief and debate f u r t h e r  
the business of the day.  There- 
a f t e r  w e  had t h e  pleasure of 
dining together in one of the 
many local restaurants in Esto- 
ril; the excellent standard of 
cuisine and service we can h igh ly  
recommend to anyone who might be 
considering a v i s i t  to Portugal, 
a country with a rich tradition 
in air and sea navigation and 
discovery. And there is the sun- 
sh ine  and t h e  hospitality of the 
people. 



The question is sometimes 
asked, 'What  is the value or be- 
n e f i t  of an IFATCA Conference?" 
It is only possible to answer 
that by being there and experi- 
encing just how seriously the 
advancement of our profession 
is taken by a small but dedica- 
ted number of controllers. The 
Por tuguese  Association was proud 
to announce that a completely 
new ATC System, NAV-1, will be 
implemented shortly. This Sys- 
tem, the culmination of nearly 
six years of study together with 
their consultants EUROCONTROL, 
will be supplied by Hollandse 
Signaalapparaten. It is con- 

ceivable that, by taking an in- 
t e res t  in their working environ- 
ment and by facussing attention 
on their requirements fo r  im- 
provement, the National and In- 
ternational Authorities became 
more aware of ATC requirements 
and gave the  m a t t e r  an improved 
degree of priority. In any event, 
when the NAV-1 system is commis- 
sioned in 1 9 8 5 ,  Portugal will be 
equipped with one of the most 
modern ATC systems in the world, 
thus furthering the a i m s  and ob- 
jectives of ever-improving safety 
i n  Aviation. 

HELP US TO HELP 

The B e l g i a n  Friends of Madras Social Service Guild ( B F M S ~  no. 1) 
organizes a constructive and direct assistance t o  t h r e e  Indian v i l l a -  
ges near Madras: 

KOLOPAKXRM - UNNAINMANJERRY - NEDUNGUNDRAM 

Their objectives and a c t i v i t i e s  are: 
- A rural health programme: a health 

centre running three sessions per 
week was started in 1979 .  

- A d a i r y  project:  to train the villa- 
ger s  in scientific da i ry  farming 
based on communal herd. 

- An agricultural demonstration scheme: 
to improve agricultural production. 

- Sponsorship for poor school-going 
children. 

- A community irrigation and crop sto-  
rage scheme. 

- Rehabilitation of socially handicap- 
ped c h i l d r e n .  

We appeal to your generosity to subscribe to the purchase  of a refri- 
girator and typewriters for use in the Health Centre. If you are 
willing to help us w i t h  dona t ions ,  please contact:  Roger Feyens - 
President of the BFMSS no. L - 1, Crucifix Bouillon - B-4560 Warsage. 
T e l .  (041) 7 6 . 6 5 . 8 9  

1 1  



A Trip to the Tigers 
by Rainer Huckenbeck 

INPUT 

On the early morning of t h e  
18th A p r i l ,  1 9 8 4 ,  three cars 
occupied by EGATS members, were 
still searching for t h e  main 
entrance of Kleine ~ r E g s l  (all 
others arrived punctually). It 
took us nearly 30 minutes ,  equal 
to three times around t h e  air- 
field, to reach t h e  main gate. 
So one can imagine how secret our , 
mission w a s  (or the air base 
is?). 

We w e r e  w e l c o m e d  by the  Corn- 
- ' rnanding Officer of the 31 Smd, 

M j r .  W. Blendeman, and guided to 
the end of t h e  xunway to w i t n e s s  
a spectacular take off of four  
F16s ("Tigers")  . Prior to lunch, 
which was excellent as usual in 
all Belgian Officers c l u b s ,  w e  
had the chance to take a brief 
look at TWR/GCA and the  31 Smdl 

In the afternoon we v i s i t e d  
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time table. Four F16s demonstra- 
ted attacks with rockets, guns 
and napalm bombs. Last but not 
least a simulated attack was 
executed agains t  the range tower, 
.occupied by the  EGATS members. 
Fortunately it w a s  no t  fo rgo t t en  
to switch on the reheat when 
they passed overhead. 

Finally we were taken to one 
of the hangars where we received 
a detailed briefing by the 
mechanics. 

While debriefing in t h e  31 
Smd Tiger pilots joined the bar; 
many important things were 
subject to discussion. At the 
end no one could say what  was 
t h e  best ,  Brtstem o r  Xleine 
BrGgel.  I suggest to visit a 
third wing, hoping t h a t  t h e  
choice will then be less d i f f i -  
c u l t . .  

AJACCIO-  ENCORE. 

T h i s  year's f i rs t  issue report- 
ed on t h e  findings of an investi- 
gation into an accident at Ajaccio  
on 1st December, 1981, involving 
Inex Adria Flight 1308. 

Although the Jeppesen Approach 
Chart draws attention to the 
highest obstacle by a large arrow 
in the chart neatline, it has 
been recommended that the h i g h e s t  
obstacle should be marked wi th  
a n  appropr ia te  symbol. It is 
therefore worth mentioning that 
the Investigation Board has used 
many other charts as reference 
material dur ing  t h e  investiga- 
tion. 

Following the report and w i t h  
effect from 15th June, L984 the 
approach procedures f o r  Ajaccio 
have been revised; both holding 
pattern and the instrument 
approach procedure are no longer 
to be executed over high terrain. 

Jeppesen k i n d l y  granted 
permission to reproduce the 
Approach Charts of Ajaccio, which 
are included for the purpose of 
illustration only and shall not 
be used f o r  navigational purpo- 
ses. 






