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EDITORIAL

EDITORIAL PAGE

Gentlemen - and we wuse the term
loosely - introducing the new editorial
team. In the corner that famous middle—
welght, Paul J. Hooper; in the red
corner, that lightweight of remain: Joe
Florax: seconds Geoff Gillect and
NMorman Brown; painting the corner
posts: Martin Germans; referer to the
whole show, your editor Patrice B&hier.
What a team!

Yeg folks! ¥Yeu read it right. The
Hoop and Scoop are back Iin business.
Dedicated to the cause of a free and
merry Input; but above all free!

It is customary on the occcaslon of
a hand=-over of Editorship of this mags-
zine, for the incoming sucker, er
Editor, to thank the outgolng and extol
his virtues. This we heartily wish to
do. REob Bootsma did a tremendous job as
geditor, crowning his term with the
excellent report of the R/T FORUM in
April. We all owe him a vote of thanks
and hope that he has time to contribute
occasionally to INPUT. We wish him well
in the future.

Which brings us to the tricky bit.
You folks all have scomething of
interest to say, you are all experien—
ced in aviation; why not let the others
share YOur profeseionalism (Stop
coughing Scoop!), your thoughts, at
least the clean ones, your jokes,
efc... All may be of interest. Come on,
don't be shy, let's hear it for the
mag. That goes for our “outside”
readers too. We can use almost anything
legal. If you would like to publicise
your ideas, perhaps desligns for a super
new airborne loo, or just would like to
put something to ATC in general, let us
be your channel for publicity. After
all = ic's free!

On that somewhat hopeful note, we
cloge this our first Editerial, and let
vou pet on with the first of our
e¢fforts. Or chucking it im the bin.

Patrice Béhier

Norman Brown

Jo Florax

Geoff Gillett

Martin Germans

Paul Hooper




OBITUARY

It wag with great sadness that we
recelved the news of the sudden death
of John Faesen, a respected colleague
and active member of EGATS since its
foundation. John, as the first accing
secretary of EGATS, made an outstanding
contribution to the production of our
congtitution and was a sember of the
first EGATS delegation to attend an
IFATCA conference at Reykjavik in 1973.
A regular attendant at meetings,
including the sometimes marathon Annual
General Meetings, he made a significant
input to our Guild over the years and
at the time of his death, was a member
of the Technlcal Committee. Though
never sgeeking to be in the spotlight,
he regularly participated im EGATS
affairs. His informed opinions and
considered reasoning WETE well
respected by his colleagues both in the
operational and in the training
environment.

Those of us who had the additional
pleasure of contact with John outside
the working environment, knew him as a
relaxed, friendly family man with a
gsubtile sense of humour. This watimely
departure of a respected colleague and
friend brings a gap in our ranks which
cannot be filled and we hope that his
family and friends find comfort in the
many sSpoken and unspoken words of
gympathy that have been expressed.




THE VICE PRESIDENT WRITES .....

Geoff Gillett

THE VICE-PRESIDEMT WRITES.

1 have heard it said that one of
the qualities of a good manager is to
be able to delegate. No doubt that also
applies to Presidents, so we may con-
clude that in EGATS, we have a good man
at the top. Jan Gordts, prior teo his
departure on annual leave, had left a
message requesting me to write some
contempory comment for this edition of
IKPUT.

As this is the first number under
the new editorship of MHr. Patrice
Béhier, I will say “Welcome to the
job!™ To our members may 1 request you
glve him support by subaitting
articles, ideas or comments on what you
would like to see in your magazine.

It was with great reluctance that
the Executive Board of EGATS accepted
the resignation of Rob Bootsma, our
former Editor. Having fulfilled this
task gince the beginning of 1983 he has
brought our publicacion to a high lawvel
of quality, content and lay-out. Input
now has a wide ecirculation in the avia—
tion world and is possibly admired and
appreciated wsore Among the non—
Eurocontrol recipients thanm by some of
our own members. Our thanks go to Rob
for this outstanding efforts culmina-
ting in the production of the 72 page
gpecial edition containing the EGATS
1985 R/T FORUM REPORT.

Athough the Forum has passed, let-
cers and telephone calls continue to be
received. It appears that it was an
opportune momeént to highlight some of
the on-going problems of R/T cosmmunica-
tions and our effort has borne fruit in
that the problems of Erequency—=blocking
and simultanecus transmissions together
with a possible technical solution,
have been brought to the attention of
an JTATA CommitCée.

Parcicipation by more cthan fifty
different organisations, the Director
General of Eurocontrol, the Director of
Maastricht U.A.C. and Senior Management
was indeed encouraging. In contrast,
was the relatively few EGATS members
who took the time to drive the short
distance to Heerlen. It is difficult to
understand vhy this was the case or to
dccept that there could be such a low
level of professional interest.

On a final Forum note, the report
was extremely well produced but with
perhaps one omission. It could have
been appropriate to list in appendix,
the names of the organising committee

and the many helpers, as a token of
appreciation. The man/month amount of
time and voluntary effort given by them
resulted In the achievement of a
superbly organised event of which they
can be justifiably proud.

Restaurant
ZAUX QUATRE SAISONS™

24« Carabinierslaan 154
GRENS-VELDWEZELT

onM-71a9262

KELUKEMN GEQPEND :
Middag: 1200 - 1500 uur
Avond: 1800 - 2200 uur
WDEMSDAG GESLOTEM
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AT FLIGHT LEVEL 230 ABOVE THE ALPS

By Manfred Jenz.

AT FL23U ABOVE THE ALPS - Information
and impressions from a glider pilot.

Although normally flyimg at alti-
tudes at which airliners are in the
departure or approach phase of a
flight, rthere are occasions for a
glider pilot (mainly executing his hob-
by in the northern part of the FREG)
when he may be lucky to get higher than
the average maximum helghts of about
2000 m (7000 ft) above ground level.

"Lucky”™ in this context means that
you have to be at a certain place at
the right time in order to have a
chance to climb inte the "upper alr-
gpace”.

50, one week after Easter L1985, I
travelled with my glider (LS 1 F) to
Aosta/Italy. It was the third year of
trying to reach higher levels 1in an
area, where, under certain weather con-
ditions, the so-called “wave flying"”
can be executed. For those who are not
aware of the term “wave gliding~:
strong winds of up to 130 km/h, prefer-
ably from a direction perpendicular to
a mountain massif, are necessary to
produce rising alrmasses within which
an uplift to extra-ordinary heights can
be reached.

The lé6th of April 1985 was my day.

Brought up to 1000 m above Aosta
airfield (elevation 530 m) by a light
aircraft, 1 freed the glider from the
connecting cable at 1318 Z and conti-
nued "on my owWwn, &85 normal. Searching
for thermal upwinds I checked my oxygen
equipment again, which on such a flight
will become the most wital tool at
heights above 3000 metres. Mask and
apparatus 0K, instruments, R/T equip—
ment, camera and food: all GK and in
place. In the mpeantime steady upwinds,
partly wery rough. Within 40 minutes
after take-off I reached a height of
3000 m, Iincluding sose ups and downs.
For another 20 minutes I stayed at +
3000 m, looking and searching for "the
wave” .

P
T

Valley of Aosta

A 1 was used to flying in rather
bumpy air in this area between 2000 and
000 m, I became wvery alert when sud-
denly the unsteady climbs and descenkts
changed into a smooth and steady climb.
The Wavelll?77 Yes, indeed.

A this was the first time for me
to "enter” & wawve, I really was sur-
prised how true the reports of glider
pilots were about the wvery calm and
steady climb wunder such conditlions.

1P LT



Within 5 minutes only I climbed from
3000 o 5000 m« If you calculate,
¥you'll find out that this means a rate
of climb of 6.6 m/sec.(+ 1300 ft/min).
Super!]! Unfortunately, it did not
continue like that ..., another 1l0' up
to 6000 m and further 20' to 7000 m, my

final altitude above M5L.

During ¢the calm climb phage 1
enjoyed the picturesque landscape
around: Mont Blane, Grand Combin,
Matterhorn, Monte Rosa, etc..., after
all the highest "“ones™ of Europe! A
visibility of + 100 km even allowed for
s sight into the flat land of the river
Po, direction Turin, Milan.

A unique experience for me! T took
geveral photo's which were not all
guccegaful, as I learned later. Having
put myself into warm ski'ing dress and
thug Ffeeling comfortable at about
- 25% Celsius outside temperature, the
batteries of the camera were not
protected agaist cold and so refused

Above the Alps without enging

gervice from time to time. Thus, some
interesting (I guess) plctures from the
Mont Blanc were lost!

Slowly, but steadily, the left and
right innmer sides of the cockplt became
non—transparent because of frozen
breath, time for me to start descent
and return home. Clrcummavigating some
clouds right below I lost altitude
rapidly by increasing speed and using
speed brakes. After 2 hours and 5
minutes an exciting flight came to an
end where it started.

The ewvening was spent Iin an Italian
“ristorante” where the whole flight was
passed through again and discussed, of
course this time from the safe gpround.
That wunder the influence of some bote-
les of red wine & few detalls were
exXagperated was no problem ... these
were = under such conditions = anyhow
not noticed anymore by my fellow glider
pilots.

INPUT



MAASTRICHT CONTROL HAS
TIME FOR 7iGERS !

By Arnold Booy and Jo Florax

P-18 = TIGER - 3lst Squadron - Belgian Air Force Kleine Brogel

It has been a ctradition for more
than 25 years within the NATO member
states, that several units with a Tiger
in their emblems come together in order
to organise the "Tiger Meet™.

The 79th Tactical Fighter Squadron
took the inltiative to organize the
yearly "Tiger Meet”™ and is in fact the
oldest member of the NATO Tiger
Assoclation (79 TFS USAFE).

ENPUT



This wvear the 3lst S0 BAF was
requested to organise the jubllee
meeting at Kleine Brogel airbase In
Belgium. And of course on such a day
{july, 5th) one may expect to gsee the
traditional [ly-past, Iinterception mis-
slons, solo demonstrations, eEC..s

General view of the Static display

Al0 from Beniwatars Un

NIMROD from Royal Afr Foree

Ex

aneral Dynamics

from Upper HEYFORD UK

The objectives of future Tiger

Heets can be determined as:

a- promotion of HATO solidarity;

b: to establish firm professional and
personal ties among NATO staff;

€. o create & better understanding of
HATDO's wmilitary objectives and
problems of the parcners.

LTV = TAPH Corsatr [l

from Hellenie Air Force - 347 MIORA

One should really taste the real
Tiger spirit by observing the USAF-RAF-
FAF-BAF-RCAF-GAF all together. By the
way, it was investigated chat the 1/72
Sqn Dldenburg, later on the 431 Jabost
GAF. designated a Fox in their emblem.
To @meet Ehe conditions for participa-
tion the Tiger Heet, 1t was added:
“Believe it or not, this is a Tiger".




membership of the Tiger Association.
For the squadron gaining the highest
degree of professionalism, there is the
Silver Tiger Trophy.

[ 2
L

e Dommel Douglas FI15C = EAGLE

from USAF - baged tn Bitburyg

Indispensable on an event like this are
the stunt teams, such as the Frecce
Tricolore. Not present, the famous Red ,
Arrows. The latter hold the honorary The EUROCONTROL Digplay

# |ndependent advice of tires for all purposes
* Modern service equipment

= Extremely professional personnel ; 7

s Wheel-balancing and wheel-alignment with the Bandenspecialist Kicken b.v. |

Wl e e 41 V. nfr ki 4 Tal oA 1 OO
new visualiner

Dl smmesry W0 = ilirashd T e )-E3ihiE
Bt i ey By Tl [E0H 10707
L e e ] + Tegelan Ter 77 1020 |
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EUROCONTROL WAS ALSO THERE !

LIEGE BIERSET AIR SHOW: June 22rd 1985

By Patrice Behier.

The EUROCONTROL etand

As can be seen from the picture, a
stand similar to the one displayed in
Eleine Brogel was Installed at the
Liége Bierset Alrshow, however, the
stand was slightly bigger due to addi-
tional features [Eower, antennas,
photographs, etc...) produced by a well
tnown European f[irm. Together with a

large airport mock-up and displays on
tower and approach contrel, which were
presented by the air traffic control
specialists of the Third Tactical Wing
of Lid¢ge Airbase assisted by RVA staff
from Ligge Tower, our joint air traffic
control stand was really the centre of
the exhibition.

INPUT



1

This was the first appearance of
such a Eurocontrol display at amn air-

show, being an initiative of our Deputy
Head of Operations Division, Lmk thErE !

- ] I
High interest!

Mr. Walter Endlich. It was produced
under his supervision with help of
several people Iin house and was well
supported by Eurccontrol Headquarters
at Brussels.

With the CDK savings agent you save gasily
and receive high interest.

Choose from many attractive forms of saving
and savings deposits.

Imiguatl viattop

The responge from the public was
very encouraging and demonstrated
clearly that, although people are in
general interested in ATC they often
have little knowledge of the "en—route”
aspects or of the Iinternational nature
of Eurocontrol.

As shown in the picture the
“"Concorde™ made an appearance at Lidge
and was visited by many people. Several
other spectacular air presentations
attracted the attention of the many
thousand visitors and made the “Lidge
Alr Tattoo B5" a memorable event.

Get the latest informatiaon from our
representative.

w YOUR COK-SAVINGS AGENT:

[WRITETDCOWNI

NEXT COPY

Hrraneieissge

BAUSCH & HORSTEN

DEADLINE e
Poadten 17, G 00 A& Beck (L] Tel DGaiy - T4TEI

COE-Bank-Banking of De Grenswisselkantoren NV,

NOVEMBER 29TH '*
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IMPRESSIONS OF A VISIT TO RHEIN

CONTROL

By Arthur Krahl.

Recently, I had the opportunity to
vigit the Upper Area Control Centre of
Earlsruhe, better known among insiders
as Rheln Control.

Entering the centre, 1 immediately
realized the blg dimension of the
operations room, being approximately
1/3 bigger than that of Maastricht with
the same number of sectors, namely six.

Impressive was the low noise level
at the working positions with a two-man
configuration per sector and decentra-
lized sector distribution, which
enables communication without headset.

working
positions per sector; the questiono
immediately arose: "Why 1sn't that
possible in Maastriche, where we still

Considering the two

have great problems to accomplish
sector work with three controllers ewven
after installing the "in-line configu-
ration” in the Brussels Sectors?”

There seem to be two main reasons
to account for these facts compared

with the Brussels SecLors of

Maagstricht:

1. The minor complexity of the Rhein
Sectocs;

2. The non-utilization of all
technical resources of the KARLDAP
systam.

To item l: considering the alrspace
gtructure of BRhein Contreol, one will
realize that most of the Elights are at
cruising altitudes. Arrival and depar-
tures to and from Munieh, Frankfurt,
Stuttgart, Zlirich and Hannover ara not
congldered to be 80 important with
regard to the total. In comparison
within the Brussels BSectors of Maas-

"R
tricht Contrel, about BOX of the traf-
fic performs a climb or descent profile
to one of the major airports of London,
Amsterdam, Paris, Brussels or Dissel-
dorf.

To item 2: the position of the
Assistant Controller cowmprises a big
planning board on which one or more
Elight progress strips per aircraft are
clagsified in time order amd direction.
On account of this layout in practice
he marks conflicting traffic, plans the
crulsing altitude, 1f necessary, and
telephones the estimates. Additionally,
he assists the Radar Controller. Com-
pared with Maastricht, this function
represants our Planning Controller and
Radar Assistant Controller In one
person. A difficult task? - By no
means !

some Assistant Controllers still
have time to read office notes and feel
bothered if continuously contacted by
Haastricht controllers, requesting a
releage between KIRN and RUWER.

The Radar Controller is positioned
in front of & radar screen the gquality
of which is identical to that of HMaas—
tricht. Thus, there 1s no further basis
for additional compariscn. The Radar
Controller is not in a position to see

NPT
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the planned flight level (PFL)} on the
call-sign label; to identify it, a pur-
poseful glance at the planning board is
necessary where the PFL has normally
been marked by the Assistant Control-
ler. Concluding one can say in Karls-
ruhe, ATC is still "made by handerafe”.

The absolute surprise 1is, however,
the Display Control Panel (DCP) and
Touch Input Device (TID) systems. A
look at the latter reveals no display
of data for the expected traffic within
the sector; it is entirely left blank.
Disregarding the resulting disadvan-
tages, the Radar Assistant Controller
{RAC) fortunately needs not to execule
any Touch Input Device inputls, which is
about 60% of the workload of the RAC in

Maastricht.

The above mentioned statements lead
ta the conclusion that a two—man confi-
guration per sector is possible in
Rhein Control, but not In Maastriche
Centre. Besides, 1 feel a little bit
regretful that an ATC Centre with such
brilliant technical possibilities -
such as the EARLDAP system - has fallen
into a position of the “Sleeping
Beauty™ since installation of the
equipment by Eurocontrol.

Luckily, I found consolaticn in
enjoying the regional wine and cuisine
and I am looking forward te my next
visit to another ATC Centre.

TRANSPACK is
specialized in

Your belongings are
carefully packed
and transported from
door to door, at reasonable charges.
We have our own agents all over the world,
all for free information.

PACKEV I

International maving
Haarlem  023-319284 Eﬂ-
The Hague 0TD-945829 ;"o
Rotterdam 010-145550
Amsterdam 020-433055
Utrecht 030-433801

B ]
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TRAITEUR
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Veldokolaan 53 6191 CT Beok
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MITSUBISHI BIZJETS

Compiled by Jo Florax.

Miteubishi MUI = Diamond I

Mitsubishi Aircraft International
(MA1) is & wholly-owned subsidiary of
Mitsubishi  Heavy Industries {MHI}
Tokyo, the business alrcraft arm of one
of the world's major alircraft manufac-
turers., MHI does not only manufacture
automobiles but alsoe a wide range of
products like power systems of electri-
city generation, ships, etc...

As an alreraft manufacturer MHI has
designed and produced thousands of alr-
planes since 1931 including the Mitsu-
bishi Supersenic F-1 jet fighter now in
service with the Japanese Air Self-
Defence Force. Under license agreement
with McDonnel Douglas, the company is
constructing the F-15 Eagle. In this
event MAT benefits from MHI. MAI
operates & plant inm Texas, USA, where
the company's turboprops and jets are
built from airframes manufactured iIn
Hagoya, Japan. As from the start in the
mid 1960's MAI has produced some B0O
executive airecraft, comprising the
Diamond 1A and Diamond 1L jets (see

INPUT
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photo's), as well as the Marquise and
Solicaire turboprops. You will conclude
that MAI is responsible for the overall
marketing (except for Japan) of its
alreraft manufactured by Mitsublshi.
For Eurcope some B0 turboprops have been
sold and they have high expectations
for their Diamond 1L in the overseas
market. For this purpose they set up
nine maintenance centres io Europe and
a spare parts warehouwse in Frankfurt. A
quick survey of the production line:

The Diamond 1A - their ficrsc, 796
kilometres per hour, 7-9 passengers,
range 1,510 nm.

Mitaubiahi MU2 — PHamond 1]

The Diamond IL - & new Diamond with
gpeeds up to 456 knots, with more
range, €.g. 1,930 nm, possible certi-
fied altitude 41,000 feer.

The Solitaire — one of the fastest
turboprops, crulsing at 321 knots, rate
of climb 2,350 f.p.m.

The Marquise, 0308 kts, range 1,395
nm, rate of climb 2,200 f.p.m.

Remarkable 1s the interest im the
Mii=2 (700 of 13 wversions delivered
since 1966).

A dramatic Increase of used MU-2's
has kept the staff busy. Where do they
operate? In general in and out of
African deserts and snow covered or
ghort unimproved runways in the great
Horth. Others are secving in search and
rescud, reconnalssance, medevac and as
ligison aircraft for remote wvillages
(S5wedalr for example has got 9 Mu-2's).

INPUT
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T.C.AS. IN FLIGHT EXPERIMENTATION
PART ONE
IN THE U.S.A

An article about TCAS published in
a preceading fissue gave you an
explanation of the principles and
functioning of this system. In the
meantime, practical experiments have
been conducted in the U.5.A. in 1981 -
1982 by the FAA and the HITRE
CORPORATION in cooperation with DALMO-
VICTOR SPERRY (BELL AERONAUTICS).

Two airerafc have been used for
these experiments, they were both
equipped with TCAS and speclal
recorders. Both aircraft totalled 928
flight hours over a four month period,
one third being effected with an
observer on board. During Cthese 928
hours, 329 traffic dinformatioms TCAS
were given and 32 manceuvring orders
given (for actions); however, due to
technical problems, &5% of trafflc
informations and 21X of Danceavres
indications were erronecus. OQut of 350
traffic informations indentified by the
abgerver were:

= 29 airliners;

= 16 undetermined;

3 light planes;
1 helicopter;

= | commuter.

As Far as conflict resolutlions were
concerned, out of B observations, &
were due to general aviation traffie,
in most cases the aircraft were in VMC
clogse to an airport and in radio
contact with ATC.

Conflicting areas:

Host incidents actually observed
occured in a layer of airspace between
ground and 10.000 feet. In 62X of cases
the altitede difference between con—
flicting traffic were between 300 and
1.500 feet, in 21X it was less than 500
feet. In B2%X of cases the traffic was
situvaced in the front sector of Cthe
equipped alrcraft.

Conflict resolution manceuvres:

Out of 32 actions, 1B were correc-
tive, which means they intended to have
the equipped aircraft o sanosuvre
vertically. Example : An isotruction
"DON'T CLIMB™ or "“DON'T DESCEND"
appears although the pilot was initila-
ting a levelling off (10 cases) or just
before he was about to do it (8 cases).
The 14 other cases were preventive
instructions indicating to the pilot
not to clisb or descend although he was
on & level flight. No "minimum rate”
instruction has been given.

Workload in the cockpit:

It seems that when the deficiencies
have been cured, the United States alr-
line crews would experience, on
average, the following workload:

= 1 TCAS traffic information every
5 hours 13 mn of flight time;

- 1 conflict resolution every 37
hours 15 mn. This would mean about one
conflict resolution a month which is
quite acceptable.

CONCLUSION:

These experiments did not intend to
test the capabilicies of TCAS, many
points remaln to be clarified before
guch a system can be considered as a
means of preventing colllslions im IMC.

Lt appears, however, that when used
within the present aeronautical envi-
ronment, it does not affect the normal
conduct of flights and does not
increase the workload of pilots.

The TCAS 4is still being tested in
the U.5:A. with several particlpating
airlines and warlows aircraft. In
Europe, Air France, recently conducted
“in flight" trials with such equipment,
between October 1984 and May 1985, the
results will be published in INPUT,
Winter Edicion.

IHPUT
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COLLISION STATISTICS IN THE
U.S.A.

Preliminary near midair collision
(HMAC) report figures show an increase
for the first gquarter of 1985. The FAA
received 141 NMAC reports from January
1 through March 31, compared to 98
reported In the same time period in
1984, An NMAC 1s one in which the
distance between the airecraft Lovolved
was reported as less than 500 feet. The
vast majority of the incidents Involwved
at least one aircraft not In contact
with or controlled by ATC.

FAA states that the see-and-be-seen
concept 18 a critical element nf
flying, and the release of this kind of
information serves to make all who
provide ATC services or who fly to be
more aware of the potential for an HMAC
during the spring and summer when more
flying is done and such incidents occur
with more frequency. It should also be
noted that the increase in NMAC reports
does not necessarily mean there are
more NMAC's occurring, since it is not
known whether the increased number of
reports is as a result of Improved FAA

ceporting procedures and reneved
emphasis on pilet reporting.
ON A MAASTRICHT CONTROL
FREQUENCY
MAASTRICHT:
= MAC 90003 report your mach
number |
HMI0003 :

- We are MAC 90003...
MAASTRICHT:
= M40611 contact Reims Control on
132,37. Goodbye sir.
Mi0611:
= Contace 132,37 and what 1is the
name of that statiom?
HAASTRICHT:
= Reims.
HA0B11:
= Borcy, I did not get ikl
HAASTRICHT =
= Reims, where the champagne 1s
made.

Unknown American voice: Megative
Maastricht, champagne s made in
California.

MAASTRICHT:
- Speedbird XXX Maastricht, confirm
your type of aircraft please?
BAXXX:
= Btand-by.
s B |
BAXXX:
= Uh, I had to count the throttles,
we are a Tristar!

HEARD ON THE TELEPHONE

LONDON &
= Hello, Haastricht, can you see
the Britannia XXX and the CY¥PRUS
XAXT
MAASTRICHT:
= Affirmative, I see them both.
LONDON :
= They have & NH both climbinog out
of FL235 for FL2I90 and FL3IIOD,
respectively, do vyou take them
like that?
MAASTRICHT:
= That's 0K with me provided the
first one is faster.
LONDON :
= Yes, he is definitely faster.
HAASTRICHT :
= Allright, then, let them come.
LONDOH :
= But, T muet admit, the second one

REIMS:
= Maastricht, %Y¥Ol2 18 a radio
faflure but I could mot reach the
pilot to tell him to squawk
AT6l11L
HMAASTRICHT :
= Helle, Londen, the Dan Alr XXX is
a radio failure, wmaintaining
FL310.
LONDOH :
= DK Maastricht, copied, 1 reguest
him at FL2BOI!1!

IMPUT
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PARIS LE BOURGET AIR SHOW REPORT

By Philippe Domogala.

The 36th PARIS-LE BOURGET Airshow
news was this time made by the French
and Russians, and the theatre, as usual
by Airbus Industrie.

The French came up with a brand-new
aeroplane to replace the Mirage series,
called RAFALE, designed by Dassault,
who else? This black bird was planned
as 4 contender for the European Fighter
programme but as the discussions were

dragging on between the British, the
Germans and the Italians, Marcel
Dassault got fed up and decided to go
along with HIS aeroplane whatever the
others would decide. Vive L'Europe!

The French C.N.E.S5. (National Space
Centre) wants its own Space Shuttle in
order not to depend on U.5. or Soviets
to send thelr astronauts (or
spacionauts as the french call them) up
there. The project, called HERMES, was
to be developed and financed by the
European Space Agency (ESA) but the
British and the Germans were a bit
reluctant to pour hundreds of millions
inte the project, so France decided to
go ahead on its own and will charge
full fare to the others. Vive 1'Europe!
I:biﬁ_}-i-

Dassault "RAFA LEY
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Aercspatiale and Dassault are the 2
contenders for the project and a final
decision on who is going to build it
will be taken by C.N.E.5. at the end of
the year. A "scoop” picture of HERMES
riding on top of an Airbus A30D was
everywhere to remind the Americans that
France always admired them...

The Russians came with their own
“"scoop”: the glant Antonov 124 or Gala-
xyskl. Of course everything is bigger
than the Galaxy, the length, the
weight, the payload, ete... and the
huge machine was there to show the
world that Americans do not have the
monopoly in building big planes.

Yy )
- " L _::'.E.;';:“. _ I||‘l;::i'""i.i'l.l!—|.l|_|a_lﬁ

I was invited on board and indeed
the inside is very big. The upper floor
can carry “up to B0 agricultural
vorkerz” and the maln floor 4 combined
Harvesters with their ctrailers and
tractors. "No helicopters and tanks?™ I
asked; “Hegative! This is an AEROFLOT
aircrafr, not military!”™ and when an

IspuT
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american gentleman said: “GEEE, it
looks like a cathedral in here!” a
Soviet Engineer replied abruptly: “No,
Antonov 124  ©bigger than cathedral,
Antonov 124 is biggest alrcraft in the
world!”™.

[T

AT AT
THA L LAHL

i

And Afrbus Industrie, as wusual,
caused a sensation by announcing during
a Boeing conference that PANAM had just
gigned for 28 Airbuses and ctook &7
options on the A320. Vive 1'Europe!
{ter).

Gardencenfre -
Landscape gardening -
laying - out and mainténance

arthur speetjens

FROM DWN NURSERY:

= Conifers, all types
~ Shrubs and climbing plants

EXTENSIVE ASSORTMENT:

— All types of heather

— Alnses J .

— Flowerbulbs 8. . ’::-lw 15

b S

“f= ‘k’n |
LAYING-OUT OF TERRACES: ¥
— Peat, manure and fertilizer, etc
- Gardenhouses 21
— Greenhouses s
- Henovation of existing gardens
- Plowing and harrowing : | »

Geverikerstraat 111 {Geverik) Beek
Tel. 04402-71417
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IN REPLY

.. The Teneriffe disaster”
By Philippe Domogala.

I read with great interest the leg-

ter of the old (not so bold) pilot
concerning the Teneriffe disaster in
INPUT 1/85.

I know Los Rodeos (Teneriffe north
or TFN) quite well having even had the
rare privilege of sleeping in the
Director's office last year; the whole
gdministration bulldinmg of the asirport
is now an hotel for Civil Aviation

personnel and all former offices are

now hotel rooms. The remarks about the
weather Iinm TFN are very true, as is
probably the remark about the pilots
operating that day cto TFN not being
familiar with that airfield, however,
gince TFN was the only alternate for
years in the flight plans of all
aircraft bound for Las Palmas, and as
correctly stated they were bound to be
diverted there one day, 1 do hope they
had a field-check before accepting it
a#s an alternate.

1 am not particularly fond of Alp=-
port Directors but In thelr defence one
must remember that, at that time, all
the energy and money available for
civil aviation on the island was
diverted towards the new Reina Sofia
{(Teneriffe south or TFS) alrport, then
under construction, and everybody
congiderad TFN as “"condemned”.

For me, personally, In the TFN dis-
aster the main responsible factor was
PEESSURE on human beings. Pressure on
the pilots to divert to cthe CLOSEST
available airpert, pressure on the con-
trollers to cope with an unexpected
OVERLOAD of air traffic in bad weather
conditions, political pressure on the
Airport Director to ACCEPT and FACILI-
TATE all traffic diverted due to a
terrorist bomb planted in Las Palmas
Airport (bombs are wvery bad for
tourism!) and finally pressure from the

topr operetors and the sirlines on the
crews to have their aircraft leave TFH
ag soon as possible in order not Eo
EXCEED DUTY HOURS that would have
grounded their aircraft in Las Palmas
and disorganized their schedules
completely.

All those pressures allowed alrc—
craft to be lined-up on the same runway
where other aircraft were backtracking,
allowed both pilotes and controllers to
accept this situation im poor visibili-
ty, allowed jommed communications to go
unchallenged and finally allowed an
experienced captain to disregard advice
from his cockplt crew.

Working under pressure and coplng
with the unexpected 1is routine for both
pllote and ailr traffic controllers but
there are limics. Where are the limics?
We do not know. They lie between full
efficiency and total security but are
difficult ¢to grasp. Hanagers and
bureaucrats generally do not help. They
hold lengthy meetings consulting each
gther in order to 1ssue carefully
worded statements mostly in order to
cover themselves and partly to resolve
the gquestion.

As Capt. Vermeulen of the Dutch
Pilots Assoclation sald during the
recent EGATS Forum: “We ... cannot
postpone decislions and caonot consult
others. We do a surprisingly good job
congldering the inadequate tools provi-
ded by the bureaucrats and providers.
¥We could improve 1if they consulted us
before they come up with new rules and
EYELEmE sss' s

As to the 1000 5 gquestion: "Is
another Tenerifife disaster posslble to-
day”? The attached press release from
the Washington Post of 5 April 1985
gives a tentative answer and Cthe
HMinneapolis Airport Director, whose
comment is also attached, won Cthe
1000 § prize.

When the MNationmal Transportation
Safety Board dispatched its “go team”
to Minneapolis four days after two
DC10's on which 408 people were riding
missed colliding with each other by 75
feet, Minneapolis alrport chairman
Raymond Glumack sald that the KTSE was
highlighting "an accident that didn'c
happen™. Glumack said both pilots took
evasive action and avoided an accident,
“so what's the big deal?".

Eadio Transcript = April 10, 1985.

IHFLUT
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Jumbo Jets Barely Miss
Fach Other on Runway

Sunday Incident in Minneapolis Probed

By Douglas B. Feaver

Wb on Prat SWal Wisep

Two Northwest Airlines jumbo
s carrying & tolal of 500 people
narrowly avoided colliding on a
slushy runway in Minneapalis Sun-
day might partly because the pilat of
ane plane had recently participated
in special tests on low-speed fying,
;:rﬂili investigators said yesler-

The Mational Transportation
Salety Board is investigating an ap-
parent communications breakdown
in the air traflic control tower that
allowed the two McDonnell Douglas
D105 to be on the same rupway at
the same time, One of the planes
was ftaking off and the other was
taxiing across the runway.

The plane laking off cleared the
plane on the groudd by 50 to 200
feel, depending on which crew
member made the estimate, safety
board Chairman Jon Borpetl said.

DLF. Melson, the captain of the
plane Laking ofl, is Morihwest's top
management pdot and recently par-
ticipated in special simulator and
actual flight tests on how to recover
from low or stall speed brought on
by dangersus lowealtitude wind
shifts, Burnett said,

"The truly astonishing thing
about this is that ke saw this air-
craft in front of lim when he was
between 100 and 120 knots,” Bur-
nett said, "He rotated [pulled the
nose off the ground| shy of V1."

THE WasHNGTON PosT

Fripay, AFRIL 5, 1983

V1 is the speed at which 3 pilot
decides to continue the takeoli or to
abort, and was calculated at 139
knots for this Might. The next crit-
ical speed is YR, the speed of ro-
tatbon. WH for this Might was 145
knots. Thus Melson pulled the nose
and the plane off the ground several
knols below what would be consid-
ered safe takeoff speed.

The other plane was crossing
from left to right. “As he averflew
the other plane, he dipped his left
wing and raised his nght wing lo
get more clearance over the tail”
Burnett said,

The flight continved to Seattle,
with the passengers apparently un-
aware of the incident, Burnelt said,
The plane that was taxiing subse-
quéently flew o Phoenix,

The situation was reminiscent of
ihe world's worst aviation disaster,
when 577 people were killed in Te-
nerife, Canary lslands, in 1977
when a plane taking off collided
with one taxing. Then, toa, the pi-
lot of the plane taking off attempted
to leave the ground early 1o aveid a
collimion, but did mot have ensugh
speed and succeeded only in drag-
ging his plane’s tail along the run-
way.,

In that case, the pilot started his
takeoff without clearance from the
tower. In Minneapolis, "both crews
were executing the air traflic con-
trol instructsons they were provid-
ed, no question,” Michael O'Eourke,

investigator in charge lor the safety
board, saud.

Morthwest Flight 51 to Seatilo
was given permission Lo fake off by
the “local controfler™ in the Federal
Aviation Admimistration's tower, Al
about the same time, 9:04 pom
Sunday [(C5T), Morthwest Flight
63, laxiing out fTor the Might io

1%, was given permassion by
the "ground controdler”™ to cross the
runway., The crossing point was
about 6,000 feet from where Flight
51 started its takeolf roll.

Local contrellers handle planes
taking off and landing; ground con-
trollers handle the planes as they
move around the terminals and Laxi-
ways in preparation for taking off
and alter landing.

The two controllers stand side by
side in the tower. They use differ-
ent radio frequencies in talking to
the planes they are controlling and
normally talk (o each other without
radio or telephone links. "You some-
times don't hear what you thought
you heard,” one controller expert
gad in speculating about what
might have happened.

The board is studying tapes of
radio transmissions by both controdl-
lers, but there is no recording of the
conversation between them.

Visibality at the time of the moi-
denl was estimated by the conirol-
lers at 10 males: the official weathor
service  wisibalty listmg was 20
miles.

Burnett =ad crew members of
the plane toking off told hon amd
other mvestigntors that the only
option they had wiher than to try
and fly ower the crossing airplane
wis Lo po off 1the runway, bul that
there were airplanes on both sides.

The airport was congested alter
a heavy snowstorm earlier in the
day caused it to close lor an hour,
Several taxpways and runways were
clogged with snow, contributing to
the congestion and delays. The
safety board is looking at snow re-
moval plans and operations as pari
of #ts investigation, O’ Reurke said,

The airport was closed after an-
other aiwplane aboried its takeoll
when one of its engnes slopped
because of slush on the runway,
Burnett said, Another aircralt tand-
ed behind it "and they may have
been on the runway at the same
tirse,” he said, Staffing levels and
traffic flow at ithe airport will be an
important part of the investigation,
he added.

The local coniraller, baird olle-
cials said, has 24 years’ experience;
the ground comicolier, a niblitary
vieteran, only recently completed
traiming to become fully qualified,
and then transferred (rom Los An-
geles to Minneapals in September.
Both controllers were rebeved of
duties aiter the incident,
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A POEM FOR A
PENSION

By Eurospero.

You are old Supervisor, the young
man said

And wyour hair becomes thin and
quite white

Do you think at your age, vou still
can control

The alr traffic - especlally at
nighe?

I€s hard I admit, the old main said

To keep them always apart

It sure makes me sweat and you can
bet

That {it's awfully bad for my
heart.

Then why don't you quit, the young
man replied

And give us prospects for promotion

1'd welcome the chance to retire to
the sun

But our bosses approve not such a
notlon.

Though some countries accept, that
by Fifty=five

One deserves a release from the
SLress

It seems the U.K. Jjust doesn't
agree

Hor will the Irish say yes.

But 4im Belgium, Fraoce and im
F.R.G.

The Governments
concern

And by getting an early cetirement

There's time to spend what vyou
AT

digplay EOTE

a0 on Wweé go to sixty or more

With medical checks every year

Increased is the wearing of
glasses

And some of us hardly can hear.

Soon the youngsters will all become
alder

And the old'uns be quickly forgoet

Though retirement might SEem
attractive

A.T.C:. - We would miss you a lot!

Amro Bank,
your bankerin

the Netherlands

As the leading commercial and
investmant 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.

i) amro hank

Beek, Airport phone 04402-72272
Markt 11 phone 04402-74466

]r:;

]
v

L]
L]

Tel:043-12471

Mariastraat 1

Maatraach
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EINDHOVEN’S SPECIAL FLY IN

By Danny Grew.

The "Dak" from the Duteh Dakota Association

On an otherwise insignificant day
fifty years ago yet another prototype
airliner took to the air on lts maiden
flight. The date was 17th December,
1935. The place, Santa Monica, Califor-
nia. The afirliner, a DST (Douglas
Sleeper Transport) specially designed
with sixteen sleepers to operate over—
night transcontinmental passenger ser—
vices. As the aeroplane lifted off the
runway not even the most optimistic of
those responsible for its design could
have perceived the impact which the
"daytime” wvariant was going to make on
the aviation world. A legend was born =
the Douglas Commercial Three, or more
simply, the DC=3.

The United States Alr Force desig-
natlon for it was C=47 and the Hawy's
was R4D. Their pllots affectionately
called it the Goomey Bird. The Royal
Alr Force named it the Dakota and this

was commonly shortened simply to Dak.
But whatevar it was called the aerc—
plane was instantly identifiable, even
to the mosik non—aviation oinded
persons, as It became a familiar sight
both in peacetime and at war at air-
ports, alrfields and aitbases the world
over — as Douglas went on to build a
total of 10.665 examples. A further 487
DC=3"s were built under licence by the
Japanese and, given the designation
Li-2, on estimated 2000 by the Soviet
Union.

The first commerical airline
service of the DC=-3 was operated by a
DST warlant of American Airlines on
25th June, 1936, flying between New-
York and Chicago. The first transconti=-
nental - coast to coast - service was
launched on 18cth September, the same
year. This gervice took just 18 hoursl

Today it is believed that possibly

T
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as many as 750 examples are still inm
gctive military or civil service - a
worthy tribute to an aeroplane which,
contrary to some makers'claims, has
never been truly replaced ({although
admittedly the Fokker F-27V 1s making a
serious challenge).

To mark the DC-3"s 50th Anniversay
the Dutch Dakota Associlation declared
the week 5 = 11 July 1985 as Interna—
tional Golden DC=3 Jubileum in The
Netherlands. The highlight of the week
was a DC-3 "meet” at Eindhoven's new
airport, Veldhoven, on 16th July, as
part of a small airshow featuring other
vintage aeroplanes too.

Sadly, because most of the few
European DC-3"s remaining in commercial
service were too busy earning a living,
original expectations of more than a
dozen Daks did not materialise and only
six turned up. Nevertheless even six
Daks parked nose to nose {8 a sight to
behold at any European airport im this
day and age. The ensueing mass forma-
tion start-up and flight was certainly
a gpectacular sight = and sound! d

The six particlpating Daks, toget-
her wicth a very brief history were:

PH-DDA Douglas C-47A e/m 19109 -
Duteh Dakota Association.

Thiz alrcraft ficst flew in
November 1943 and was operated by the
United States Army Alr Force until
putchased by Finnair in June 1946. The
Finnish Air Force acquired it in June
1963 where it stayed until it was sold
to the DDA in Januvary 1984,

Total airframe hours : 36.250.

G-AMSV Douglas C-47B c/m 32820 -
Alr Atlantigque.

First flown early Iin 19453 chis air-
craft was handed over to the Royal Air
Force in March of that year. Apart from
a short stint im France im 1980-1981
this Dak remained in the UE operating
for several airlines including Morton
Alr Services and British Island Adir—
ways. It was acquired by Alr Atlantique
in March 1982.

Total aicrframe hours ; 35.130.

G-AMPO Douglas C-478 c/m 33185 -
Air Luton.

belivered to the Boval Air Force in
May 1945. This airecrafc hasg also
remained based in the United Kingdom
operating over the years for a host of
alirlines Iincluding Stcarways, British

Most wnusual nowadays at the "jet age"

NPT



Westpoint, Macedonian, Intra Airways
and Air Atlantique wuntil recently
acquired by the newly formad Air Luton.
Total airframe hours : 24.745.

N4565L Douglas DC-3 201A c/n 2108 -
Hibernian Dakota Flight (Ireland)

This original DC=-3 was about the
170th to be built and was delivered to
Eastern Airlines im February 1939. It
later passed through several US owner—
ghips before pgoing to Argentina in
April 1961 where it stayed until
purchased by Hibernian in 1984.

SE-CFP Douglas C-47A c/n 13883 -
Flygande Veteraner (Sweden)

Accepted by the USAAF in October
1943, So0ld to DNL (Det Morske Lufcfart—
selskap AS) in September 1946. Operated
in SAS colours from August 1948 until
1957 when it was sold to Linjeflyg of
Sweden, In June 1960 the aeroplane was
sold to the Swedish Adr Force with whom
it remained until acquired by Flygande
Veteraner in March 1983.

Total airframe hours : 31.350.

N151ZE Douglas R4D6S e/n 26408 -
Confederate Air Force ([USA)

This aeroplane deserves a special
mention gince 1t flew to Eindhoven all
the way from Grand Prairie TX. wvia:
Dallas TX., Cleveland OH.? Shawville
{Canada), Frobisher (Canada), Sondre
Strimf jord (Greenland), Kulusuk (Greenm—
land) - where the crew had to make an
NDBE approach down one wvalley until
visual with the field in another
valley, Reykjavik (lceland), Glasgow

A busy atrway

(where's that?) and Amsterdam. This
eplec journey was accomplished in Four
days with a total flying time of just
38 hours.

This particular aeroplans was built
for the US Navy in October 1944 as an
B4D=65. The "Gooney Bird” then embarked
on an interesting and even mysterious
career which is well documented in a
CAF handout but too detailed to i{nclude
here. She wags purchased by the CAF in
1980. Amazingly, on landing at Eind-
hoven this bird was still a baby having
only logged a relatively low 13.016
hours flying time.

For comparison purposes with regard
to the total flying times of the above
aircraic, KLM's highest time Boeing
B747 is PH-BUC which first flew in May
1971 and by August this year had com—
pleted 55.704 hours flying and 12.693
cycleg (a cyele = one take—off and
landing). The highest Cime DC-3 known
is still in commercial service with PBA
airlines in the USA. The aircrafct,
NL36FPB, had logged an incredible B7.687
hours by lst March, this year.

INPLUT



28

LONDON EUROPEAN AIRWAYS

By Paul Hooper.

Modern brightly coloured decor. A
seat pltch to make IT opeators shudder.
Ample gpace under the seat in front for
carry-on baggage and still room to
stratch the legs. Large oval windows
affording a magnificent wview of the
heavens whilst creating a light aicy
atmosphere inm the cabin. This regular
flyers dream is a totally impractical
preposition to commercial aircrafc
manufacturers. But hold it right there.
This 18 no dream - it's reality.

A significant date in this air-
craft's history was Movember 14, 1957.
On that day Viscount B02, G-AODYI,
lifted off the short Weybridge runway
and into 1ts natural element for the
very first time. Since that day the
alrcrafc has performed over 40.000 ctake
offs in almost as many hours. High time
indeed, but she still loocks as natural
among today's aerial conveyances as she
did among her contesporaries 28 vyears
ago: She has in that time carried the
colours and ticles of British European
Alrways, Cambrian, British Alrways,
British Alr Ferries, Polar and Guernsey
Alrlines. Today she sits alongside gate
C3B at Amsterdam's Schiphol Airport
proudly sporting the blue white and
yellow livery of new owners, London
European Airways, and appropriately
registered G-LOND.

0ff the blocks we embarked upon the
taxi to runway OlL several and a half
nautical miles away. Fortunately, on
arrival at the numbers we were cleared
to take it on the roll. At this stage

of its life the Viscount can be Ffor-
glven for conducting each and every
manceuvre at & lelsgurely pace, as one
would expect of a respected, demure
senlor cltlizen; the take off and climb
out was no exception. Ne sconer had we
tucked away the gear and cleaned up (1L
refer to the aireraftl) we entered
cloud, which for the next 15.000 of our
16.000 feet climb tried frantically to
wrest our behinds from our seats and
our cocktalls from our very determined
grasp. The hardened will of cthis
imbiber won the day. Once in the cruise
the air became more stable and one was
able to gpend more time eveing the cur=
vacious young lady f£light attendant:
than struggling to establish contact
between cocktail and mouth. The flight
continued wvneventfully to a touch down
at Luton after 62 minutes in the air.
By no stretch of the imagination
will the Luton—Amsterdam route set the
aviation world alight or break any
records with regard to passenger ucili-
zation. HNevertheless it does have a
great deal to ocifer both the business=
man and the leisure traveller. Luton
International Airport has for some Cime
attempted to market itself as & London
alrport and indeed has served the IT
market {in that capacity since the
Eifties. BScheduled operations at the
airport have, however, been a little
sparse to say the least and the lack of
convenient, rapid transportation to anc
from the heart of London has done
little to further its promotion within
the considerable catchment area of the
metropolis. Before embarking upon 1ts
opening project London European took
the uvnousual step of contracting the
City of London Business School to
conduct in depth market research into
the needs and wishes of prospective
passengers within the Luton Airport
catchment area. The catchment area was
defined not in terms of a fixed radius
from the airport but by careful consi=-
deration of passenger coovenience fac—
tore owver other alrports. This took
inte account the wvarious modes of
transportation available to each of the
alrports and the calculated time taken
to reach those alrports by its use.
Once the area and population had been




I'n Prigtine condition, G. LOND prepares for departure from Liton

1 tha eolours of its present operator London Eurcopean

ascertalined an estimation of the number
of persons likely to avail themselves
of scheduled services was made. This
involved telephone contect with nuser—
oug individuals who were requested to
verbally complete a questionnaire of
twenty five questions. The outcome of
this costly and time consuming effort
" wag that the smbryo airline was able to
predict a total of 21.000 passengers in
its first year of operatfion on the
Luton - Amsterdam route and that there
wag sufficient potential to warrant
application for licenses to Paris,
Frankfurt and Brussels. Although market
réscarch would seem to be a logical
process prior to any route application
London European was Informed by other
airlines that this really was not the
way things were done. Strange how
professionalism can breed such naIvety
and contempt for logic!

1 asked LEA's Managing Director,
Higel Harford, L1f he wasn't being a
little too optimiscic inaugurating a
new service on a new route with a 71
seat Vigcount. Im the past he had
observed that smaller aircraft, in

somewhat cramped commuter configura-
tions, were not readily received by
full fare paying passengere, although
during the telephone survey it trans-
pired that BOX of those asked did not
particularly care about the kind of
aircraft they flew in. Of the remaining
20X many mentioned the Viscount by name
a8 their personal preference. High on
the list of the prospective passenger's
requirements was adequate leg room; the
Viscount will indeed accommodate the
tallest of people. From an operating
point of view the alrline wazs seeking
an aircraft that would break evem on
the Luton = Amsterdam route at a load
factor of 50X or less. Initial estci-
mates concluded that the Viscount would
require just 1& full fare paying pas—
sengers to make the rToute wviable,
however, this was based on the expecta-
tion that the large majority of traffic
would be business oriented which has
not In fact been the case: "Eurobudget™
and “Latesaver™ fares attracting a
sizeable proportion of leisure travel-
lers. According to Higel Harford the
service glven to economy class passen—




gers has until recently been too good,
to the polnt where Club Class passen-
gers wera mnot getting much more for
paying much more. This anomaly has been
redressed by reconfiguring the air-

London Buropean's directors,
seated from left to right:

Mike Harsood, John Cumberland
end Richard Shuker.

Nigel Harford (with viscownt tiel)

craft, which effeccively reduced the
overall seating capacity in favour of
Club Class, upgrading the Club Class
gervice and downgrading the economy
service, theraby creating a readily
identifiable differential. Nigel
Harford sees this move as somewhat
regrettable but recognises It as naces—
sary if the airline is to attract full
fare passengers. Marketing techniques
were revised accordingly during Cthe
summer months with emphasis placed on
promoting Club Class. If all goes
according to plan and the airline
achieves the passenger mix chat It
envisages a break even load factor of
around 40% should be realized.

On board service is only part of
the overall that London European has to
offer 1its customers. On arrival at

Luton the airline provides a free bus
service to the Sherlock Holmes Hotel in
London's Baker Street. A similar con—
nection is available for the cutbound
flight. Passengers using private car to
Luton Alrport are able to avall them
selves of a convenlent parking arrange-
ment placed at thelr disposal by the
airline. Cars may be parked in Cche
short term parking lot, located right
outside the terminal, at the long term
rate and for an wunlimited period.
Business travellers intending to stay
at Amsterdam's American Hotel may make
their room reservations through LEA's
reservation department. On arrival at
Schiphol the hotel's limousine driver

will meet the passenger, convey his
baggage to the hotel and complete the
check=in Formalities, chereby leaving
the passenger free Eto conduct his
business elsewhere in the knowledge
that his baggage will be waiting in his
room on arcival at the hotel later in
the day. Alternatively, he may wish to
take the limo directly to the hotel.
Migel Harford's aviation career
began in 1968 when he became involwed
in general aviatlon sales and charcers.
In 1978 he became a director of Euro=
flicte. Four wears later he was appoln=
ted managing director of that company,
succeeding hls present partner, Mike
Harwood, charged with the task of
gelling the airline, an act he accos—
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plished in July 1983 when the McAlpine
organization took control. From then on
Higel Harford and Mike Harwood worked
together on the LEA project and the two
now own 40% of the company. Both the
major shareholders exude a hint of

pride when revealing that Londom Euro-
pean Alrways is the sole airline only
operation to be quoted on the London
stock Exchange. The remaining 60% of
the stock 1ls distributed among holders
in The Netherlands, Germany, Belgium
and Switzerland.

The Euroflite saga finally turned
full circle in 1985. As a result of the

more liberal aviation policy prevailing
in the UE in recent times Euroflite was
also licensed te serve the Luton =
Amsterdam route in competition with
LEA. LEA's directors were not unduly
perturbed by this challenge being of
the opinion that their own product
would quite easily overshadow
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Euroflite's Jetstream operation. It was
at this time that MecAlpine's opted to
put Eurcflite up for sale the conse-
quences of which LEA was not slow to
foresee. Bids from eight other prospec-
tive buyers convinced LEA's directors
of the poasible sewverity of compecition
on their one and only route should
Euroflite be acquired by one of the
more established companies. In HNigel
Harford's words “we felt we had to
acquire Euroflite in self-defence”. The
LEA bid was successful and moves were
immediately set Iin hand te prune the
unprofitable sectors [rom the Eurcilite
network leaving the airline with a
twice daily Luton - Brussels service in
addition to the Amsterdam route. LEA's
second Viscount is due for delivery inm
November of thls year and it is hoped
that extensive marketing aof the
Brussels service will enable the route
to be upgraded to that aircraft from
the presently leased Jetstream.

Londen European Alrways has spent
considerable time, effort and money in
&n attémpt to provide its passengers,
both business and leisure, with a com—
plete package. The object of this is
twofold. By encouraging passengers to
utilize Luton International Afrport
they are encouraging them to fly London
European Airways - and vice versa. LEA
have proved that Luton is a practical
alternative to London's other airports,
and If their marketing efforts can
convince the prospective passenger
they've cracked it. We wish them luck,
they deserve it.
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