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EDITORIAL 

by Patrice Behier 

A s t u d y  of psychology tells u s  that 
a human being will a lways ,  conscieusly 
o r  n o t ,  escape a s i t u a t i o n  with which 
he  cannot cope when it goes beyond h i s  
capaci t ies .  This a p p l i e s  p a r t i c u l a r l y  
ahen responsibilities are involved,  i n  
the  case of extremely high r e spons ib i -  
l i t y ,  people who are not a b l e  t o  cope 
w i l l  normally not  involve  themselves i n  
a process where they would have diffi- 
culties. 

Air traffic controllers have to 
assume a r e s p o n s i b i l i t y  f o r  p revent ing  
c o L l i s i o n s  between aircraft which could 
resul t  in t h e  killing of hundreds of 
pe r sons .  They have t o  l i v e  with it 
although it is a r e s p o n s i b i l i t y  which 
can be considered as far t o o  h i g h  f o r  a 
s i n g l e  group of persons.  

Anyway, c o n t r o l l e r s  are unable to 
escape from such a responsibility and 
must: bear it alone, but: they  cannot 
live a l l  the t i m e  consciously aware of 
w h a t  they are really doing and t h e i r  

psychism w i l l  f i n d  ways of reducing a n  
i n t o l e r a b l e  burden. 

Various ways i n  which this phenome- 
non can be observed are, for example, 
increased cynicism, the  tendency t o  
"joke" about serious situations or 
af fec t ing  t o  t ake  dramat ic  occurrences 
with a smile, these at t i tudes  are actu- 
a l l y  q u i t e  normal and pilots react 
s i m i l a r l y  . 

Other common attitudes often to be 
found with in  the c o n t r o l l e r s  (or 
pilots) communities are, arrogance,  
false indifference t o  tasks, apparent 
slopginness (al though t h e  person can be 
h igh ly  concentrated), a fa lse  "decon- 
tracted" a t t i t u d e  and many others  
depending on t h e  individuals. 

This behaviour no t  on ly  helps to 
p a r t i a l l y  disassociate people  from 
their huge r e s p o n s i b i l i t y  bu t  i t  a l s o  
reduces the s t re s s .  Most c o n t r o l l e r s  
never  behave irresponsibly b u t  they 
sometimes appear so for  t h e  reasons I 
have a t t e m p t e d  t o  explain. Perhaps 
these few wards might h e l p  some peop le  
on the f r i n g e  of ATC to better under- 
s t a n d  t h e  sometimes seemingly "S t range 
breed" af A i r  Trafflc Controllers .  
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PRESIDENT'S MESSAGE OR 

(THE RETURN OF BRIAN) 

by Jan Gordts 

Before, during and m o s t l y  after our 
1984 AGM there has been a very intense 
dispute amongst EGATS Members about 
fundamental i ssues  such as: 

THE EGATS CONSTITUTION, THE BYE- 
LAYS AND THE ELECTION PROCEDURES. 

This fundamentalist utovement has 
led t o  a special  general meeting on 
June  the 2nd during which it was deci- 
ded to review the procedures and to 
propose new bye-laws. 

I have watched t h i s  process with 
mixed feelings: being partly surprised 
about  t h i s  sudden return to t h e  basics 
I must finally come t o  the old 
fashioned conclusion that history 
repeats itself! 

I happened to be there when EGATS 
started off and I distinguish a strik- 
ing similarity between past and pre- 
sent: in the early seventies already 
there were basic discussions on how to 
found, make constitutions, draft bye- 
laws, etc...  The brainstorms that took 
place had, conpared to to-days move- 
ment ,  at least ,  the  same i n t e n s i t y .  

Proposals, meetings, study groups, 
sub-committees, etc .  . . were constant 
happenings and there£ ore a l so  eas i ly  
comparable to the 1986 situation. 

One capital feature is lacking 
though: we miss some of the prophets 
who coached the EGATS crowd into the 
unavoidable sequence of t r i a l  and error 
which was maybe an unpleasant  experien- 
ce but which ultimately gave us the 
impression of having done the right 
t h i n g  until events proved otherwise! 
Can the s t r o n g  voiced prophets of the 
70 ' s  be of any use now? 

EGATS has stabilized in t h e  mean- 
t i m e ,  achievements are there to show 
our qualities and capabilities and t h e  
members are very determined to cure all 
blemishes and shortcomings which would 
obstruct ECATS' progress. 

Being optimistic by nature (though 
not always apparently) I therefore have 
con f idence  i n  the future and realize 
that the return of B R I M  i s  not yet in 
sight! (or is t h i s  too prophetic)? 
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Christopher Colombus whilst sailing 
towards Nicaragua, encounte red  a land 
inhabited by "Indians" covered with 
golden jewels; he though t h i s  w a s  a 
r ich  (RICA) Land and therefore named i t  
COSTA R I C A .  

The soil of  t h i s  country is f e r t i l e  
and t h e  Spani sh  conquerors  cultivated 
it and mixed w i t h  t h e  l o c a l  " i n d i a n s "  
without overwhelming them. The popula- 
t i o n  succeeded in creating a peaceful 
State,  i s o l a t e d  from other South Arneri- 
can n a t i o n s .  

It became a S t a t e  in 1838 and was 
t h e  first S o u t h  American country t u  b e  
organized as a democratic nation; Costa 
Rica is nowadays the  most advanced 
country of South America, as far as 
social conditions and p o l i t i c a l  status 
are concerned. It: enjoys the  h ighes t  
i n d i v i d u a l  income i n  the reg ion  and the 
population is very proud of  their demo- 
c r acy  and freedom. 

S ince  1949 there have been no armed 
forces and the army buildings have been 
replaced by museums. The i n t e r n a l  secu- 
r i t y  is t h e  responsibility o f  the civil 
guards (5000 men). 

Costa Rica is o f t e n  ca l l ed  the 
"Switzerland" of Central America, and 
t h i s  is true in many respects. Toleran- 
ce, pacifism, democracy are bases of 
the nation's political system, and I 
must say tha t  the people  of  Costa Rica 
are very proud of this and seem t o  l i v e  
h a p p i l y ,  they are quite f r i e n d l y  and 
ready so  assist the tour i s t s  at: any 
time when necessary. 

In addition, i t  i s  a b e a u t i f u l  
country, enjoying a t r o p i c a l  (but  not 
t o o  h o t )  climate and having access t o  
both A t l a n t i c  and Pacific oceans. 

T h e  LFATCA conference was excel- 
l e n t  ly organised by e f f ic ient  and 
f r i e n d l y  COSTA RICAN col leagues  a t  the 
l o c a t i o n  of the "Herradura" Sheraton 
Hotel of San JosG. 



This year a s t rong  d e l e g a t i o n  of 
nine enabled us to have at least 2 re- 
presentatives per commlt tee, a n  idea l  
situation, with myself in addition 

patrolling the c o r r i d o r s  chasing f o r  
advertisements from t h e  industry, 
hopefully with some success. 

The delegation was composed o f :  
P h i l i p p e  Domogala as director 
C o m m i t t e e  "A": G.  Horsman, K. Scholts 
Committee "B": J. Gordts, R. H'dlscher 
Committee "C" :  F .  Lenoble,  A. Bonne 

Committee " ' C ' w a s  cha i r ed  by 
P h i  lippe, which was a va luable  expe- 
rience and w i l l  generate revenue for 
t h e  Guild because this post is paid by 
IFATCA and P h i l i p p e  will donate the 
money to EGATS. 

A considerable amount of work was 
done within t h e  committees and our 
delegates were very ac t ive ,  interventng 
f r e q u e n t l y .  A d e b r i e f i n g  was held  every  
morning before the working sessions. 
This proved LO be  very useful and a 
good team s p i r i t  p r e v a i l e d .  

P h i l i p p e  has  been elected IPATCA 
Regional Vice P r e s i d e n t  Europe which 
h i g h l i g h t s  t h e  I n p u t  of  EGATS w i th in  
t h e  Federation. 

Eric Sermijn f rom the Belgian Guild 
has been elected President of IFATCA 
defeating Edge Green of GATCO (U.K.). 
The new treasurer is TORD GUSTAVSON 
from Sweden. 

The conference  was e x c e l l e n t l y  
o rgan i sed  and the social events were 
most enjoyable. 

Our delegation performed e f f i c i e n t -  
ly a s  a team and as a real European 
e n t i t y  consisting of  f i v e  nationali- 
t i es .  

THE REPORTS FROM THE COMMITTEES FOLLOW; 

committee A by K. Scholts 

Although Committee A always means a 
l o t  of work, procedures are g e t t i n g  
smoother. Delegates apparently read a n d  
p r e p a r e  the working papers more than 
b e f o r e  so endless dkscussions and  
exp lana t ions  on the c o n t e n t s  a re  gec- 
t i n g  rare .  A l s o  a lot of adrninis t ra t tve  
problems  have been put aside throughoilt 
the iast years so i t  looks like getting 
better .  Our presence i s  more and more 
apprec i a t ed ,  however. Es p e c l a l l y  by the 
non-European MA's, f o r  whom IFATCA is 
impor t an t  t o  improve their knowledge 
and  systems. I n t e r n a t i o n a l  contacts and 
exchange of v iews will always be  the  
m a i n  advantage of IPATCA. 

We learned that t h e r e  e x i s t s  
another  i n t e r n a t i o n a l  agency f o r  ATC i n  
Latin America, called CENMElt ,  who 
applied f o r  membership. There were long 
discussions about t h e  n e c e s s i t y  of t h i s  
membership and Belgium led this long 
discussion. The membership TJaS accep- 
t ed, however, our  neighbours were 
against. In the Plena ry  S e s s i o n  CENAMER 
was accepted without problems. Also  
accepted were: Australia, Barbados, 
Senegal ,  St. Kitts, Ecuador and Panama. 
A good result, as the goa l  o f  L a t i n  
America as  conference  venue was t o  
promote  IFTACA and ATC i n  t h i s  p a r t  o f  
t h e  world. 

We stressed t h e  importance of 
reports  t o  conference by t h e  Regional 
Vice Presidents, the  representatives of 
IFATCA in the d i f  Eerent areas. Out oE 
11 RVP's  there were o n l y  4 r e p o r t s ,  
a n o t h e r  3 were handed out a t  conference 



and 4 were never heard of. The RVP CAR 
w a s  replaced by . Hanenberg f r o m  
Suriname. The Treasurer was provided by 
Sweden, Mr. Gustavsson i s  t h e  new 
treasurer.  Our proposed new president-  
candidate ,  Mr. Green of U.K. d i d  n o t  
make it* -4s president of 'IFATCA Mr. 
E r i c  Sermijn of Belgium was elected. 

The "Controller" magazine wil con- 
t inue as i t  is ,  i t  makes profit nowa- 
days. _h appeal is made t o  members t o  
take subscr ipt ions  and find adver- 
t isers.  A working paper on new - execu- 
tive board t i t l es , , .  which we were 
against, t h a t  w a s  expected t o  g i v e  lots 
o f  d i s c u s s i o n  was handled and accepted 
i n  23 secs. We a b s t a i n e d .  A Working 
Paper from t h e  Irish G u i l d  was rejected 
by us. The recommendation in t h e  paper 
charged the  E.B.  to see that a talk 
between the GATCO and IPCS (union i n  
G-B, r e s p r e s e n t i n g  controllers) w a s  
i n i t i a t e d .  

We, however, consider t h i s  an 
i n t e r n a l  a f f a i r  and  according Consti- 
t u t i o n  GATCO is a true representative 
o f  t h e  area and only one representing 
MA is pe rmi t t ed .  Paper  was not discus- 
sed but it took mare than an hour d i s -  
c u s s i o n  t o  g e t  t h i s  done. Another 
d e c i s i o n  was that in case of a positive 
b u d g e t  at the end of the year, (which 
i s  very probable as l a s t  year f i n i s h e d  
w i t h  a Swfr. 58*000 p o s i t i v e  r e s u l t )  
the Cornmit tee  chairmen, s e c r e t a r i e s ,  
RVPts and S t a n d i n g  Committee chairmen 
will be reimbursed. As Philippe was 
Commitre chairman i n  C some money is 
bound to flow back in the EGATS 
account. 

The 1987 venue i s  Kenya, Nairobi, 
for 1988 Bras i l  is candidate and the 
year a f t e r  it w i l l  probably be Germany. 

Financial arrangements were made 
for Nige r i a ,  Mexico and Yugoslavia (all 
currency prob lems) .  Arrangements  accep- 
ted by all. 

A l l  i n  a l l  a good conference. 

committee B 

by R. Holscher 

Assisted by his Secretary R .  Cauty ,  
chairman E. G r e e n  (GATCO) s t a r t e d  t h e  
Committee B sessions in a brlcf and 
efficient way. H e  proposed t o  go 
through the traditional r e p o r t s  f i r s t  
and t o  spend some more time on t h e  
forthcoming s t u d i e s  and work p r o g r a w  

A .  IFATCA Cont r ibut ions  t o  I C A O  
The f i r s t  lively discussion w a s  

about '3% Improvements and Collision 
Avoidance Systems". IFALPA r e p r e s e n t a -  
tive Capt. C .  Denke queried which p o l i -  
c y  I F A T C A  was adopting with regard  t o  
ACAS? Canada would p r e f e r  IFATCA t o  
promote the advance of ATC systems i n  
g e n e r a l  rather than t o  s u p p o r t  ACAS, 
Canada feared that IFATCA might j o i n  
the  view t h a t  ACAS has the p a t e n t i a l  t o  
replace ATC! FFALPA, however, requested 
ACAS t o  be cons idered  as a last chance 
system f o r  the use of the pilot and 
suggested t h a t  both IFALPA and IFATCA 
should j o i n t l y  s u p p o r t  an independent 
sys tem using n e w  o r  f u t u r e  technology. 
B .  "Future Air Naviga t ion  Systems" 
(FANS) -- 

The IFATCA E . B  had presented a 7 
page progress r e p o r t  based on ICAO 
material;  i m p o r t a n t  items were proposed 
f o r  f u r t h e r  s t u d y  and development i n  
t h e  near future such as: I 

- reduction of the vertical 
- separation s t a n d a r d  at: and above 
FL290; 
- Airborne C o l l i s i o n  Avoidance 
- Systems (ACAS);  
- SSR Mode S da t a  l inks ;  
- DME systems; 
- SSR without primary radar, etc... 
The  ICAO representa t ive  completed the 
a v a i l a b l e  i n f o  by announcing t h a t  more 
FANS Meetings w e r e  being scheduled by 
I C A O  ( A p r i l  and June). . - 
C. Review of  New I C A O  Phraseology 

Dur ing  the  Athens 1985 Conference 
S C 1  was i n s t r u c t e d  t o  a s s e s s  t he  impact 
of the new RTF phraseologies  and make 
f u r t h e r  reconmendations i n  the light of 
exper ience  gained. 

Nei the r  great d i f f i c u l t i e s  were 
e x p e r i e n c e d  a f te r  t h e  tmplernenta t ion of 
t h e  revised phraseologies i n  1985 nor 
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adverse camments had been received. 
Switzerland (Mr. Kuthy) pointed out 

tha t :  
- the p r e s e n t  phraseology (Engl i sh)  
should be fully implemented and changes 
should only be introduced when suffi- 
cient experience is gained; 
- training and standardization are 
essentf al. 

It was furthermore decided that 
IFATCA woald withdraw policy statements 
relating to radar procedures  and also 
that RTP phraseology would only  be stu- 
d i e d  in case there would be a specific 
problem. 

The Executive Board will be asked 
t o  convey IFAICRfs concern about other 
than the English versions of the RTF 
phraseology and ask ICAO to specif ical- 
ly review the French and Spanish trans- 
lations. 

Another Capital item was undoubted- 
ly the discussion that took place about 
"Alphanumeric Callsigns" . The UK had 
i n t r o d u c e d  a p a p e r  based on IFATCA1s 
1985 recommendation: "t hat IFATCA sup- 
p o r t s  an a l p h a n m e r i c  callsign sys tem 
which is suitable as an option for 
inclusion in ICAO Annex 10,  V o l  11. The 
Air Navigation Committee of ICAO had in 
the meantime studied and tested (via an 
Ad-Boc Study Group) the present 
callsign system and will in the near 
f u t u r e  propose a modified system. 
Recommendations of IFALPA (and also 
those of IFATCA) were apparently nor 
taken into account. IFATCA awaits the 
final result of the ad-hoc working 
group and consequently recommends that 

a l p h a n m e r i c  callsigns should b e  kept 
on t h e  SC1 programme but in a 
"monitoring role" only! 

Updated information was t h en  d e l i -  
vered by IFALPA's representative Capt. 
Denke who was w e l l  informed about t h e  
p r e s e n t  s t a t e  of  t h e  new ICAO p r o p o s a l  
and he d e s c r i b e d  ICAO's i n t e n t i o n s  
using recent publications which were 
later distributed to the participants. 

ICAO is under a deadline t o  imple- 
ment some changes: in November ' 87  
three letter designators will replace 
the current two letter design. Annex 10 
p r e s e n t l y  allows f i v e  types of call-  
s i g n s  o u t  o f  which 4 may be abbrevia- 
ted; this results in t h e  potential use 
o f  9 different callsign types !  

To eliminate a l l  c a l l s i g n  associa- 
t e d  problems i t  i s  p roposed  t o  r e d u c e  
the  number of c a l l s i gn  t y p e s  from 5 to 
3; furthermore should t h e  p r e s e n t  d i s -  
tinction between 5 c h a r a c t e r s  registra- 
tions and longer  ones be  removed. 

Examples: 
A full RTF c a l l s i g n  sha l l  be one of  

the f ollowing. types: 
1. t h e  characters of  the r e g i s t r a t i o n  
work ing  01 t h e  a i r c r a f t  : N357826 or 
GCE'XD; 

2.  The name of the aircraft rnanufac- 
turer, or 

the name of t h e  aircraft model; 
the telephony designator of the 

aircraft's operating agency followed by 
t h e  last 4 characters  of the registra- 
t i o n  marking o f  the  aircraEt: 

BEECH 7826; o r  
BONANZA CPDX; o r  
SHAKROCK I A S J .  

3 .  The telephony designator of t h e  
a i rcraf t '  s o p e r a t i n g  agency p l u s  t r i p  
number  followed by  t h e  l as t  l e t t e r s  of 
the o p e r a t i n g  agency's three Letter 
designator : CLIPPER 1.5258. 

It should be noted  t h a t  most compa- 
n i e s  w i l l  use 4 character t r i p  n u m b e r s  
i n  f u t u r e .  

The a b b r e v i a t i o n  method is also 
being regulated* A s  common metnod the  
1. first l e t t e r  o f  t h e  r e g i s t r a t i o n  o r  
2 .  a/ c type/manufacturer o r  
3 .  a / c  ope ra t i ng  agency 
p l u s  the l a s t  three characters of t h e  
c a l l s i g n  s h a l l  b e  used. 

To overcome t h e  p r o b l e m  that ATC 
would no t  know which i d e n t i f i c a t i o n  t h e  
pilot w i l l  use it w a s  suggested t h a t  
t h e  full RTF callsign be entered  on the 
ICAO flight plan in item 7 (ex. JAL 



123) and item 18 (JAFANAIR 123  LIMA). 
Captain Denke concluded with a 

strong appeal to IFATCA to oppose  t h i s  
ICAO compulsary system and t o  ask I C A O  
to maintain the actual r e g u l a t i o n ,  
allowing each operator to make his own 
provisions within the laid down rules. 
The following d i s c u s s i o n  brought for- 
w a r d  t h a t  the ICAO proposals were not 
considered to be a s o l u t i o n  to the  pra- 

* blem. 
The chairman conc luded  t h e  discus- 

s i o n  by announcing t h a t  IFATCA i s  i n  
p r i n c i p l e  not opposed t o  future alpha-  
numeric systems as p roposed  by ICAO b u t  
only to t h i s  particular one. The Com- 
mittee finally decided, by majority 
vote, that the existing IFATCA (1985) 
policy on alphanumeric callsigns be 
d e l e t e d  ! 

D .  Air T r a f f i c  Flow Management (ATFH) 
There were 2 working p a p e r s  on c h i s  

subject  and bo th  were represented by 
S C 1 .  

The SC representa t ive  o u t l i n e d  t h e  
need f o r  TPM: there will always be pro- 
blems of excessive traffic demand and 
capacity limitations. This is where 
ATFH should come i n  b u t  as  a prerequi- 
site the ATC system shou ld  be improved 

t o  cope w i th  all traffic load models. 

How can t h i s  be achieved? 
- By correctly assess ing the density 
of traffic; 
- by comparing the traffic demand 
wiLh the ATC capacity; 
- t h e  OPS p e r s o n n e l  should be invo l -  
ved in c h i s  process; 
- the ATC systen should be  envisaged 
i n  this process: it should be a b l e  to 
meet the demand and, if necessary, 
alterations should be made; 
- adequate t r a i n i n g  should be a v a i l -  
able ;  
- ATC procedures should be in con- 
s t a n r  review and take into account 
traffic demand and ATC capacity fea- 
tures,  as a consequence t h e  best pos- 
s i b l e  equipment should be made availab- 
le to meet t h e  demand; 
- one should consider that the t o t a l -  
ity o f  the  airspace cannot  always b e  
u s e d  (military acitivi~y) and efforts 
should be made t o  use the maxrimum of  
the available airspace; 
- t h e  necessary equipment  at aero- 
dromes i s  t o  be fo re seen  (cat. 3 land- 
i n g s ,  e t c  ...) to better meet the 

SC1 consequently proposed t he  
i n s e r t  into ICAO Uoc. 4444 a statement 
of g e n e r a l  IFATCA p o l i c y  on the assess- 
ment and improvement of ATC systems 
containing the above data. This was ap- 
proved (moved by EUROCONTROL and secon- 
ded by ITALY) .  It was a l s o  recommended I 

t h a t  a new p o l i c y  statement r ega rd ing  
ATFM and Flow Contro l  b e  adopted. This  
document,  which was r e p r o d u c e d  i n  t o t o  
i n  t h e  Conference report, is a remark- 
a b l e  e f f o r t  t o  describe all a s p e c t s  o f  
ATK4 ranging f r o m  the definitions via 
c h e  aims of ATFM to ultimately smrna- 
r i z e  all implementation charac te r i s t ics  
of the s e r v i c e .  During these discus- 
s i o n s  EGATS w a s  asked f o r  comment and 
we poin ted  o u t  t h a t  with t h e  p r e s e n t  
l ayout  of 12 Flow Cells in Europe one 
could hardly expect a common efficiency 
and smooth opera t ion!  Chairman Green 
the re fo re  requested EGATS t o  p repa re  an  
information p a p e r  on this sub jec t  f o r  
t h e  1 9 8 7  Conference. IFALPA reacted by 
announcing that the actual policy in 
Europe is n o t  always aiming t o  solve l 

extreme air traffic l o a d i n g  b u t  rather 
seeks t o  charge a pilot with the cri- 
tical burden of trying t o  adhere to an 
assigned s l o t  t i m e .  

CAF€ 

B e  i j Mieke Close . 

Mariastraot 1 Tel. 043-21 247 1 Ueatreech 



E .  LongitudinalILateral Separation - 
Development and Guidance Material 

Thi s  sub iec t  was again i n t r o d u c e d  - 
by SCL, I s r a G l  r e f e r r e d  t h e i r  Athens 
1985 comments on Longi tudinaL/lateraL 
separati~n m i n i m a  versus airway plan- 
n i n g  and navaid performance. According 
t o  s u b j e c t  studies ( ICAO,  FAA, UK, - 

e t c .  . .) and a l s o  based on own experien- 
ce Israzl was , o f  the opin ion  that the 
accuracy of b o t h  ground navaids toge t- 
her with a i r b o r n e  equipment is much 
better today than 10 years ago and 
therefore sepa ra t ion  minima could be 
reduced in the b e n e f i t  of aviation 
e s p e c i a l l y  i n  heavy traffic areas. 

IFATCAr s V.P . Techical acknowledged 
IsraElr  S viewpoint  b u t  he a l s o  referred 
t o  ICAOTs caution with regard to non- 
radar separa t ion .  The Israeli theory 
was t hen  d i s c u s s e d  and following impor- 
tant recommendations were made: 
- sepa ra t ion  standards should no t  be 
reduced below ICAO minima; 
- p u b l i s h e d  s e p a r a t i o n  minima are  t o  
state that they contain an element  of 
separation and s h o u l d  b e  a b l e  t o  allow 
for track- and time keeping errors; 
- it is recommended that publications 
promulgating separation standards a l s a  
include guidance m a t e r i a l  on p r a c t i c a l  
a p p l i c a t i o n  methods and associated 
phraseology ; 4 

- hCAO should define procedures to 
always make ATC aware of a known diver- 
gence from track; 
- it is recommended that ICAO shou ld  
define t h e  terns "crossing t r acks"  

"diverging tracks"' 
"converging tracks" 

and t h e  d e f i n i t i o n  shou ld  contain a 
s ta ted  angular value between tracks; 
- i t  i s  recommended tha t  ATC are 
required t o  establish the i n v o l v e d  
traffic on tbe appropriate t racks  

W i  t h  your CDK Agent yorl w i l l make money easT l y  and 

w l t h  h i g h  interests.  Choose out of many a t t r a c t i v e  
ways of deposits. Get your lnqu i r les  from us. 

PROF. SPRONCKPARK 13 6191 A5 BEEK 
POSTBUS 37 6190 AA BEEK - TEL. 04402 - 74793 

before the track separation is to be 
a p p l f  ed. 

F. Review of ATS Planning  Manual 
S C 1  with the much a p p r e c i a t e d  sup- 

port of EGATS had comple te  t h e  review 
o f  the ICAO p r o v i s i o n a l  AT'S planning  
manual. 

G. SC1 Work Programme 198611987 
SCL will have to deal with fol- 

lowing tasks: 
- participation in (= monitor ing and  
s u p p o r t )  I C A O  study g r o u p s  and p a n e l s ;  
- s u r f a c e  movement guidance and con- 
trol system; - elimination of ambiguity in RTF 
callsigns; 
- visual flight operations panel; 
- h e l i ~ o p t e r  operations panel; 
- SSR improvements and c o L l i s i a n  
avoidance systems panel ;  
- s imul taneous  o p e r a t i o n s  on pa ra l f e l  
i n s t rumen t  study group; 
- future a i r  navigation sys tem.  

Also participation in IFALPATs 
Committee i s  foreseen. S C 1  w i l l  prepare 
a 1986 i ssue of u p d a t e s  and w i l l  r e v i e w  
t h e  e x i s t i n g  p o l i c y .  

3. Work Studies 
A l l  associations presen t  were asked 

t o  c o n t r i b u t e  t o  the fo l l owing  l i s t  o f  
scheduled work studies and in some 
cases i n d i v i d u a l  c o n t r i b u t i o n s  were 
asked. 
1. Developments in and implementation 
of  RTF phraseo logies  ( a l l  associa- 
t i ons )  . 
2. Review of po l i cy  on  a l p h a n u m e r i c  
callsigns ( a l l ) .  
3 .  Surface movement guidance a n d  con- 
trol sys tems ,  development of p o l i c y  
( a l l ) .  
4 -  V i s u a l  approaches by I F R  flights 
(Italy) 
5. Review o f  policy on a i r b o r n e  c o l l i -  
sion avoidance systems and a i r b o r n e  
t r a f f i c  monitor displays (Canada) . 
6 .  Development of p o l i c y  on regional 
t r a n s i t i o n  altitudes. 
7. Operat ion o f  SSR procedures  and 
code allocation (all) . 
8. ATC aspects of interception of 
c i v i l  aircraft  ( S C 1  f Scand inav ia ) ,  
9 .  The operation of  data entry devices 
at a ATG position (EGATS) . 



committee C 

by F. Lenoble 

In Committee C most papers were 
accepted as they were presented. A more 
extensive discussion took place with 
regard to the following Items which l 
w i l l  describe fn mote de ta i l .  
1. Progress report on the questlon- 
na i r e  (1979, ILO Meeting of Experts). 

By means of various diagrams the 
Committee was i n fo rmed  about the imple-  
mentation of t h e  conclusions, of t h e  
1 9 7 9  I L O  Meeting of  Experts, in the 
various IFATCA regions. Noteworthy is 
t h e  fact that with regard to the ans- 
wers to this questionnaire EUR. scores 
high whereas t h e  developfng coun t r i e s  
l a c k  i n  responding. It w a s  g e n e r a l l y  
felt t h a t  the implementation of the 
conclusions is of  a greater i m p o r t a n c e  
t o  t h e  deve lop ing  countries than to the 
industrialized ones since in a good 
number, i f  not a l l ,  the work ing  condi-  
tions o f  the industrialized countries 
are better than specified i n  the con- 
c l u s i o n s .  
2 .  Sub-Committee I H l 3  SC IV. 

In the newly edited IHB has nor 
been received ac  Conference i t  w i l l  b e  
s e n t  i n  t h e  ve ry  near f u t u r e .  The ed i -  
tor of t h e  I H B ,  E .  Schodts ,  was voted 
the IFATCA scroll of Honour on a motion 
of  t h e  members forming S C  IV. In orde r  
to avoid unnecessary confrontation 
EGATS joined the vote in favour. 
3. Sub-Commit t ee  Medical SC IV. 

The study on night-shift paralysis 
will remain, without action, on the  

SC IV work program u n t i l  t h e  U n i v e r s i t y  
oE Sussex present the i r  conclusfons of 
the  survey. The papers on VDU-s and 
stress were accepted and to further t h e  
s t u d y  on  t h e  subjects  t h e  2 art ic les  
from INPUT were handed to SC TV and I 
suggested to the Committee Lhat EGATS 
could take action in this respect. I 
suggested that contacts could be made 
w i t h  e . g .  t h e  University of Limburg t o  
see if t h e  medical  f a c u l t y  would be  
interested to undertake a study on 
those subjects. 
4. Sub-Committee Recruitment and 
Training SC IV. 

The study on the provision of 
s c h o l a r s h i p s  continued and led t o  a 
discussion in which I suggested t h a t  i f  
a scholarship fund w a s  t o  be establis- 
hed it had best b e  used t o  train ATC 
instructors in s t e a d  of controllers. 
Also the I . A . L .  observer stated that 
his organisa tian knows were money is 
ava i lab le  and suggested t h a t  IFATCA and 
t h e  c o u n t r i e s  in need use this to their 
advantage. After t h i s  discussion t h e  
Austrian delegate approached me with a 
question about prices of ATC isntructor 
courses in Instilux. They were conside- 
r i n g  t o  s t u d y  the p o s s i b i l i t y  t o  have 1 
or 2 Kenians  t r a i n e d  a t  Instilux a t  
their expenses. In this l i g h t  I suggest 
t o  the EGATS E.B. t o  study the possibi- 
lity to join the Austrian Associa t ion  
i n  t h i s  and see what sort of financial 
support  EGATS can offer and contact 
Instilux about prices and whether they 
can be waived. 
5. Standing Committee VII. 

Important information by the 
I t a l i a n  and Austrian associatians with 
regard to insurance schemes against 
costs of legal council of members 
involved in courts. 

AUSTRIA : 15.00 US dollar per  
member p . a .  Covers 35.000.00 US dollar 
with a limit of one case per member per 
year 

I TALY : 6.00 US d o l l a r  p e r  
member p . a .  Covers 22.000.00 US dollar 
a n d  maximum 6 cases per  year. 
A 1 1  members o f  the association have to 
be declared. 
EGATS r e s p .  3.750.013 US dollar, 
1.500.00 US dollar. 

A lengthy discussion took place on 
a working paper  on incideatlaccident 
investigation prepared by Canada f o r  SC 
V I I .  ,After a b r e a k  a n d  c o n s u l t a t i o n  
with t h e  EGATS de legat ion  i t  was 



decided not to accept t h i s  paper  as a 
l a t e  paper s lnce  the recommendations 

contained i n  i t  were t o o  important t o  
be proposed and accepted by delegations 
without consultation of the members. 

After reopening this item later it 
was decided t h a t  the paper be discussed 
for information only a n d  that the MA-s 
would hand in, i n  writing, suggestions 
as to alter the recommendations, to 
Canada to be considered for incorpora- 
tion into next year's working paper 
which has to lead t o  IFATCA policy. I 
discussed the EGATS sugges t ions  with A. 
Bonne and E.  McCluskey ( s e e  ghatocopy) . 
6 .  Implementation of  Air S a f e t y  
Reporting S y s  terns. 

During a vivid discussion I 
e x p l a i n e d  t h a t  the  EGATS membership is, 
at present, still divided over  this 
subject- Reason being t h a t  confidentia- 
l i t y  is n o t  guaranteed i E  t h e  official 
investigation officer were to partici- 
pate  in CORP. (Confessing with t he  
d e v i l )  Australia s t a t e d  t h a t  their 
systemworked to the f u l l  satisfaction 

door to door, at reasanablecharges. 
We have our own agents all over the world. 
Call for free infarmation. 

International moving 

of the controllers. It was confidential 
with respect to t h i r d  p a r t i e s ,  b u t  a l l  
details had t o  be  reported, names, 
d a t e s ,  p l a c e s ,  e t c .  .+  Thus avoid ing  t h e  
quick and easy report. D e t a i l s  can be 
obtained from Australia. 
7. Study o n  the p r o v i s i o n  of ATC 
services by independent a u t h o r i t i e s .  

Since R. Soar, VP.PAC, is resigning 
from IFATCA work t h i s  study is present -  
ly stopped. When a volunteer to conti- 
nue the s tudy  w a s  asked b o t h  I T A L Y  and 
EGATS asked t h e  in format  i o n  a v a i l a b l e  
t o  be given to them in order to see 
whether e i t h e r  o f  them would be i n  a 
p o s i t i o n  t o  continue the  subject. The 
information can be obtained via the 
IFATCA S e c r e t a r y .  

F u r t h e r  working papers  were discus- 
sed b r i e f l y  w i t h o u t  ina j o r  changes o r  
a l t e r a t i o n s  l 

Under any o t h e r  business Capt .  C .  
Denke made some remarks about  ACAS. A 
sho r t  d i s c u s s i o n  showed t h a t  delegates 
favoured  rha t  a proper  legislation be 
developped s i d e  by side with t h e  tech- 
nica l  aspects of t h e  system. 



INPUT 



FLYING THE ,,SUPER GUPPY" 

a journey into the incredible 

W h i l s t  you might have seen on your 
data  display this s t r a n g e  a i r c r a f t  t y p e  
AP2S, corresponding to something f l y i n g  
250 K t s  a t  FL200 o r  210 w i t h  Mode C 
read-outs moving up and down 2 or 300 
feet, b u t  do you know what i s  behind 
a l l  this?... 

Of course you know i t :  is a Super 
Guppy used by Airbus Industrie to carry 
pieces of  fuse lage  and r i n g s  of A300 
and A310, but  it is i n  fact far more 

. * m  

Only four of these  have been b u i l t .  
The one I, f lew in was FBPPA, built . i n  
L973 from a Baeing 377 St ra tocru i se r  
Ai r l ine r .  The B377 first flew in 1947 
and was t h e  b i g g e s t  airliner in its 
time and it was v e r y  popu la r  with pas- 
sengers because of its bar and lounge 
in its Lower deck. Only f i f t y  f i v e  
Stratocruisers were b u i l t ,  t h e  last one 
in 1950. Aerospace l ines ,  a U.S. Compa- 
ny, noilified two such B 3 7 7 "  into an  

o u t s i z e  cargo aeroplane, r ep l ac ing  the 
o r i g i n a l  p i s t o n  engines b y  4 very  

turboprops ,  t h e  same t y p e  used 
f o r  the Lockheed Orion ( P 3 )  lLiarine a i r -  
craft. Yes, a 35 yea r s  o l d  h u l l  was c u t  
in t w o ,  then a d i s p r o p p o r c i o r ~ a t e  u p p e r  
deck and tu rboprops  were added.  But i f  
t h i s  was n o t  enough, they added con- 
p l e x i t y  by having t h e  complete nose, 
including the c o c k p i t ,  movable froin t h e  
rest  of the aircraft. 

Of c o u r s e  a 1944-desi;ned aeroplane  
d o e s  n o t  have hydrau l i c s .  So all t h e  
controls (engine, flight ailerons , 
tailplane, trims, etc. . .) a r e  done by 
c a b l e s  which r u n  from the c o c k p i t  t o  
t h e  rear of  t h e  a i r c r a f t .  The fourty or  
fifty cables, t oge the r  with a few elcc- 
tric-end brake hydraulic lines and same 
pressurization ducts ( o n l y  t h e  cockpit 
is pressur ized)  have to be disconnected 
by hand every time t h e  door is opened. 
Jacks have t o  be lowered and a spec ia l  



eng ine -whee l  looking like a grass mower 
i s  lowered under t h e  cockpit, i n  order 
to open the nose away. This nose-door 
is connected t o  the fuselage by a sing- 
le hinge, and i t  takes a well-trained 
t e a m  of four l e ss  than 30 minutes t o  
open f t .  But the door cannot be opened 
like t h i s :  f i r s t  the a i r c r a f t  must be 
parked w i t h  t h e  wind blowing from t h e  
left (the side the door opens too) and 
t h e  wind must no t  exceed 26 Xts which 
i s  also the maximum permitted crosswind 
f o r  taxying.  Wind i s  a c o n s t a n t  p rob lem 
f o r  t h i s  aircraft  because of its huge 
l a t e r a l  surface. Landing is only possi- 
b l e  w i t h  a crosswind  factor of less  
t h a n  20 K t s ,  and a tai l -wind o f  less  
than L0 Kts. With s t r o n g e r  winds the  
f u s e l a g e  acts like a ta i l .  The flying 
s p e e d  i s  limited t o  250 K t s  despite the 
fac t  that the engines  will a l l o w  nuch 
more (an Orion with t h e  same engines 
cruises a t  350 K t s ,  and the  w o r l d  speed 
record  per turboprop aircraft of 435 
RM, achieved by an Orion in 1971 is 
still unbeaten). Above 300 K t s ,  the 
p a r t i t i o n  above the cockpit of  the Gup- 
py tends  t o  pop inside like a can. The 
a i r c r a f t  is a lways  f l y i n g  close t o  t h e  
limits w i t h  a cruising s p e e d  always 
very c lose  t o  the s t a l l i n g  speed and t o  
the maximam never-to-exceed speed. You 
must realize that a Guppy is also a 
very u n s t a b l e  a e r o p l a n e  reaching irnrne- 
d i a t e l y  t o  turbulence o r  wind changes, 
this i s  understandable when you know 
that more than half of t h e  aeroplaner 
lift i s  due to t h e  fuselage i t s e l f .  As 
a p i l o t  s a y s  " f l y i n g  a Guppy i s  l i k e  
c o n t r o l l i n g  something hanging on the 
top of  a  needle. You never know what 
time or what s i d e  it i s  going to fa l l .  
Y o u  have to be a l e r t  a l l  the time". 
Proper loading is also a problem f o r  an 
a i rc ra f t  where a passenger in t h e  cock- 
p i t  is enough to affect the balance. To 
land the machine is q u i t e  a spor t .  The 
nose cannot be lifted t o o  much, other- 
wise the tail- p l a n e  will be hidden by 
the  fuselage and directional control 
might be l o s t ,  nor n u s t  it be flown too 
" f l a t "  either, otherwise it will create 
an a i r  c u s h i o n  between the fuselage and 
the runway, preventing the a i r c r a f t  
f rom touching down. I n  t h e  o r i g i n a l  
d e s i g n s ,  the Americans used t o  l a n d  i t  
f r a n k l y  on t h e  nose-wheel, causing 
numerous " ' inc idents"  involving nose- 
wheel brake-ups.  But t h e  more delicate 
handling of the Europeans with a small 

r aund-out j u s t  be fo re  touch-down (des- 
pite t h e  steep nose-down approach) 
saved numerous hour s  of maintenance. 
Well, already t h i s  sounds; q u i t e  d i f f e -  
r e n t  from t h e  f l y i n g  conditions of a 
DC10 b u t  i t  is  n o t  f in i shed ,  I kept t h e  
best  p a r t  of the end! 

Th i s  machine has n o  servo-controls 
and no auto-pilot. Everything must be 
controlled by hand, and I can assure 
you by experience t h a t  flying s t r a i g h t  
and level  on a s t e a d y  heading within 
the narrow limlts of t h e  c r i t i ca l  
speeds, needs your c o m p l e t e  attention. 
The p i l o t s  who fly these machines are 
absolutely fantastic. There are only 
nine of them (five c a p t a i n s  and four 
CO-pilots) and five f l i g h t  engineers, 
wi thou t  whom the f o u r  a i r c r a f t  c o u l d  
not be flown. To fly this aeroplane 
w i t h i n  300 ft of a FL as the I 

regulations stipulate, steady an a VOR 
n e e d l e  (no fancy gadgets like OMISGArs 
or INS available) in turbulence, w i t h i n  
20 Kts of s t a l l i n g  speed ,  f o r  up t o  
seven hours i n  a day i s  a n  achievement 
indeed. 

So, next: time you have an AF2S on 
t h e  frequency, and you see the mode C 
moving 2 o r  300 feet or straying a few 
degrees of f-track,  avoid the usual 
"what is your flight level?" er "con- 
firm on course t o  N I K ? " .  That's fine 
for our Airbuses  and Boeing 757 's  but  
have a thought f o r  the guy up there  
fighting w i t h  bare hands (no w h i t e  
gloves i n  Aeromari time) the elements 
mother nature invented  t o  remind us 
than man w a s  never meant t o  fly in the 
first place, and certainly not in aero- 
planes looking l i k e  pregnant fish. 

Philippe Domogala 



HOLLAND AEROLINES 

Trump Card : 
efficiency by independance and market 
orientated in its operations by Jo Florax 

INPUT i n t e n d s  t o  r e p o r t  on va r ious  
Eurapean regianal carriers, currently 
expanding in aviation, due to a profi- 
table market in o f f e r i n g  flights on a 
f a v o u r a b l e  r e t u r n  basis. T h i s  market, 
which cannot adequately be supplied by 
t h e  n a t i o n a l  a t r l i n e s ,  due t o  t h e i r  
different fleet s t r u c t u r e  and t h e  
serving of feeder  r o u t e s  between sma l l  
airfields and international a i r p o r t s ,  
is l a r g e r  t h a n  one may expect. 

January  6th, 1986: A t  Q7.45 a . m .  we 
take off (SE1 60) and looking around we 
ascertain 42% of occupied sea ts ,  n o t  
bad f o r  a new scheduled service between 
Rotterdam and Paris Orly. The ATR42 
offers a smooth, e x c e l l e n t  board 
service f o r  the p r i n c i p a l  customer, the 
business  man, whose time is money. The 
choice is t h e  best type of  aircraft f o r  
t h i s  o p e r a t i o n .  This was an impression 
ef Dne of these on board T u l i p  160,  
pH-HWJ, h i red  from Air L i t t o r a l  for 
three months. And he made a "profit i n  
t i m e "  of two o r  three hours with 
further en-route connections by Air 
France. 

When in 1 9 7 7  the American aviation 
market w a s  deregula ted ,  Europe soon 
l i b e r a l i z e d .  This easy going aviation 
p o l i c y ,  amongst o the r  th ings  r e a l i s e d  
by a change o f  a t t i t u d e  by the c i v i l  
servfce, gave way to the regional car- 
riers f o r  a r a p i d  e x p a n s i o n .  Up t o  now 
these carriers normally functioned as 
airtaxi companies, l e a s i n g  commuter 
a i r c r a f t  to businessmen, as was the 
case w i t h  Holland Aero Leasing, recent- 
l y  named Holland Aerolines. Those acti- 
v i t i e s  s t i l l  cont inue  i n  t h e  company, 
t h a t  s t a r t e d  i t s  services in 1977 wieh 
seven employees, stationed a t  Zes t ien-  
hoven A i r p o r t  (now A i r p o r t  Ro t t e rdam) .  
I n  1984, M r .  Scho l t s  took  over t h e  com- 
pany and with him a period of regional 
scheduled services was started by 
app ly ing  for t h e  permits necessary from 
the a v i a t i o n  a u t h o r i t i e s .  A t  the end of 
1 9 8 4  three Nomads N24A were d e l i v e r e d  
t o  the company (PEHAL,PH-HAG,NS579M}. 

The f i r s t  scheduled serv ice  with 
t h e  Nomad took place an February 4th, 
1985, t o  Southend, fol lowed by Norwich 
i n  May 1985. In the new summer time- 
s a b l e ,  there are fifty t w o  such depar- 
t u r e s  and arrivals between ~orwich!  
Southend and Rotterdam, with in 1985 a 
t o t a l  number of 12,864 passengers. -4s 

of September Ist, 1986,  some 34 depar- 
t u r e s  and arrivals Ro tterdam-Groningen 
can be  added to t h i s .  In 1985 three 
A T R 4 2 s  were ordered, twin turboprop 
commuters, a product of Aerospatiale 
and Aeri ta l ia  (forming the consortium 
"'Avions de Transport Regional") i n  t h e  
Holland Aerolines configuration of  4 5  
s e a t s .  The l a s t  ATR42 w i l l  b e  a c q u i r e d  
i n  November of 1986. The PH-RWJ retur- 
ned t o  Toulouse on March 5th, 1986 and 
d e l i v e r y  of  t h e  PH-ATR t ook  place on 
March 4th ,  1986. On January  13th, 1986 ,  
the company began scheduled f l i g h t s  t o  
Frankfurt ( f l y i n g  time 70 minutes), 
a l s o  using ATR42.  A t  the same tine, t h e  
cargo n i g h t  flights by  Nomads b e l o n g  t o  
the p a s t .  The a i r - t ax i  business is 
s t i l l  going on, operated  by t h ree  Twin- 
o t ters PH-ALA, PR-NTR. Meanwhile the 
stafE have increased to 56 employees. 

During a meeting on Marci~ l o th ,  
1986 ,  a t  the  Holland he ro l ines  o f f i c e  
in Rotterdam w i t h  Mr. Peter Kerckhoffs, 
Manager Scheduled Services, one could 
f e e l  the great enthusiasm this young 
company revealed and t h e  optimism 
towards future developments: twice a 
d a y  a scheduled flight t o  Par is  de  
G a u l l e ,  scheduled flights t o  Lyon, 
Copenhagen, Zurich and Groningen.  

Nomad N24 R Commuterliner i n  a con- 
f i g u r a t i o n  of 1 6  passengers, power- 
p l a n t :  2 ALL 250-B17C, wingspan: 54,2 
ft, max. length 4 7 , l  ft, max. h e i g h t :  
18,2  E t ,  max. speed 200 K t s .  

Meanwhile p e r m i t s  have already been 
issued f o r  Zurich, Copenhagen, Lyon and 
Groningen ( t h r i ce  a d a y )  by t h e  avia- 
t ion authorities. Holland Aerolines 
holds a l l  the trumps, according t o  
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Peter  Kerckhoffs, with i h e  i n t r o d u c t i o n  
o f  scheduled services r o  the new London 
Stolport by ATE42 mid. 1987. This air- 
p o r t  i s  s i t u a t e d  i n  t h e  heart of  London 
i n  the  former  Docks area. That means a 
c o n s i d e r a b l e  g a i n  i n  t i m e  t o  business- 
men. Aircraft types wich are allowed ta 
o p e r a t e  there must  conform to noise 
regulations and they must be able  to 
meet the take-off and landing specifi- 
cations, posed by the short 2,500 feet 
runway. And because t h e  ATR42 needs a 
take-off field length af 3,315 f t ,  
Hol land  Aerolines have to reduce the 
number of passengers to 38. The London 
S t o l p o r t  utility w i l l  be equipped with 
the Microwave Landing System, the 
standard precision approach landing aid 
being inLroduced as compulsory after 
L995 by I C A O  (a system that can handle 
more traffic a t  t he  same t i m e  from 
var ious  d i r e c t i o n s ,  and prov ides  mare 
frequencies than the 40 of ILS, so put- 
ting a heavy burden  on ATC) .  

A number of rhings need be c lar i -  
fied, in the genre of the company 
n a t u r e  e.g. with regard to the  choice 
of  rhe  A u s t r a l i a n  a i rcraf t  Nomad, a 
rare choise, a n d  t o  t h e  ATR42 instead 
o f  l e t  u s  s a y  t h e  Fokker 50 or the Dash 
8. As far as we know Holland Aerolines 
i s  t h e  only regional  carrier i n  Western 
Europe o p e r a t i n g  this Nomad. Hr. Peter 

. Kerckhof Es emphasizes, t h e  Nomad being 
i n  use f o r  more  t han  one year, "we d o  
n o t  encounter major problems w i t h  this 
a i r c r a f t  and a re  i n  fact  very satis- 
f i e d ,  not  only by its c o n f i g u r a t i o n  
enab l ing  us t o  g i v e  an excellent on 
board facility in service". However, 
the Nomads w i l l  probably b e  replaced in 
1987. For  the  t i m e  being, t h e r e  i s  a 
shor tage  of Nomads (one was i n  Singa- 
pore for some modifications and repair 
works). 

The question why Bal land  Aerol ines  

does no t  go for t h e  Pokker 50 can be 
answered by considering the following 
criteria meeting Holland Aerol ines  
demands: 
1 -  t h e  late time of del ivery of t h e  

Pakker 50; 
2 .  Holland Aerolines cons ide r  t h e i r  

ATR4 2 s  more efficient and economic 
t o  the route s t r u c t u r e  net-work 
they  e x p l o i t ;  

3. moreover, t h e  F50 take-off weight 
(gross) amounts to 6,257 Ibs  higher 
t h a n  i s  t h e  case wi th  the ATR42 
( i m p o r t a n t  f o r  f u e l  consumption). 
Gross weight F50 : 41,865 lbs, 
Gross weight ATR42 : 35,608 Ibs .  
Note: the reason of this increase 
of weight  is in the fact that the 
P50 has been c o n s t r u c t e d  wi th  
p o t e n t i a l  f o r  long-term develop-  
ment, e . g .  w i t h  t h e  aim at a pos- 
sible s t r e t c h .  Accepting a higher 
maximum take-off weight refers t o  
p r o p e l l e r  systems (2 ,700 s.h.p.) 
for c r u i s i n g  a t  287 K t s  and the 
s tsengthened wing t o  meet foresee- 
able requ i rements ;  

4 .  The F50 break-even fac tor  is high- 
er. I n  comparison with t h e  Dash-8, 
the ATR42 has two more seats for 
breaking even. 
Added to these factors Holland 

A e r a l i n e s  a r e  v e r y  s a t i s f i e d  with t h e  
s e r v i c e  rendered by Aerospa t i a l e .  Con- 
c e r n i n g  the Fakker 100, this aircraft 
will possfb ly  be of i n t e r e s t  t o  the 
company in future. 

The ATR42 (this aircraft a l s o  
operates w i t h  Cimber ,  F i n n a i r ,  E r i t  
A i r ,  Air Guam, A l i t a l i a ,  t o  mention a I 

few) is pressur ized .  
The coneinuous growth o f  Holland 

Aerolines, n o t  f u n c t i o n i n g  anymere as a 
typical freight forwarder, calls up the 
question: what makes this carrier d i f -  
ferent f rom o t h e r s  such  a s  Netherlines? 
P e t e r  Kerckhoffs confronted w i t h  that 
ques t ion  pu t s  forward a t y p i c a l  Hol land 
Aerolines advantage: "We are fully 

independent and keep t h e  maintenance in 
o u r  hands, thus  we can ca r ry  o u t  a 
flexible p o l i c y  w i t h  respect t o  market 
needs, reducing t h e  cost-f ac to r  by 
efficient operations, unhindered by 

anybody". A s  ev idence  of  t h a t ,  the big 
m a i n t e n a n c e  hall was shown to me, where 
a t .  t h a t  moment a Nomad happened to 
undergo a periodical maintenance test, 
I n  t h i s  Light one could think of 
Netherlines, t ak ing  over a number of  

INPUT 



non-profitable N.L.M lines with smaller 
aircraft i n  order  to be cost-effective. 
Ne therlines ' maintenance i s  done by 
K.L .M* But Holland A e r o l i n e s  do have 
the i n t e r l i n e  agreements w i t h  some 
other airlines, primarily based on 
acceptance of each other '  S transport 
documents ,  tickets, etc. . . For the 
f l i g h t s  t o  Hamburg t h e  company coope- 
rates with the German Hol iday  Express 
( H . L . ) ,  t w i c e  a day by M e t r o l i n e r  o r  
D o r n i e r  228 .  Also t r a v e l l e r s  other than 
businessmen deserve t h e  attention of 
Holland Aerolines as they off er  
weekend-f ares to Frankfurt ( f  327 ,--) . 
F e r  rates  to P a r i s  O r l y  Z(f 314,--), 
day return f l i g h t s  to Norwich (f 
350,--3 and Eurobudget tickets t o  
Southend (f 498,--)  . 

Holland A e r o l i n e s  recrui t  t h e i r  
pilots from the Natianale Luchtvaart- 
school (NLS) at Eeek. Furthermore there 
i s  an  i n t e r n a l  t r a i n i n g  and a number of 
p i l o t s  were recruited from abroad* 
About e i g h t  o r  nine p i l o t s  are i n  t h e  
service of t h e  company ( A p r i l  1986).  

U.8kly dspatturm h T I  42 
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No plans  exist for possible esta- 
blishments at o t h e r  regional airports 
i n  t h e  Netherlands. Holland Aeralines 
will always operate from Rotterdam Air- 
p o r t ,  in spite of the poLitical 
problems in t h e  past ( t h e  municipality 
of Rotterdam Intended to build houses 
on the field), as seen t h e  more than 60 
locations of che company there. Those 
problems have been s o l v e d  and Rotterdam 
sees the importance of this a i r p o r t  in 
a dense industrial area. Plans exist 
even for  the prolongation of the 
p r e s e n t  runway and studies a t e  g o i n g  on 
f o r  t h e  construction of a second runway 
at right-angles t o  t h e  present one. 

Holland Aerolines taken their place 
i n  the r e g i o n a l  carrier market, opera- 
ting from the industrial heart of Hol- 
land "de Randstad"'. Where time i s  
money, Holland Aerol ines  pick u p  t h e i r  
s h a r e  of an i n c r e a s i n g  s h o r t h a u l  
market. 
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AIR TRAFFIC SERVICES: 

DEVELOPMENT AND APPLICATION OF 

LEGAL RULES 
This paper was p r e s e n t e d  t o  t h e  

Royal I n s t i t u t e  of Navigation - Nether- 
lands Branch on 25th April, 1986. It 
formed part  of a j o i n t  paper  w i t h  
Mr. K. Polderman o f  t he  D i r e c t o r a t e  
General of S h i p p i n g  and Maritime 
Affairs. Its main objective was t o  
investigate whether t h e  experience 
gained in ATS can be u t i l i z e d  i n  t h e  
development of a vessel traffic system 
for the approach areas to a harbour and 
t h e  harbour  waters. 

I n  the past air traffic services 
CATS) have been compared with vessel 
traffic services (VTS) in quite some 
articles, in particular from a techni- 
cal and operational p o i n t  of view. 
Generally emphas i s  was l a i d  on e x i s t i n g  
technical differences between air navi- 
gation and shipping, which in b r i e f  are  
re la ted t o  t h e  s p e e d  a f  a i r c r a f t  and 
ships and t h e  medium in which these  
craft move on. 

To a smaller extent - not to s a y  
t o o  small - attention was paid to those 
aspects where air navigation and ship- 
ping  bear a large resemblance. Here we 
may t h i n k  of the equipment  of the means 
o f  t r a n s p o r t  and the  competency o f  

, crews, but: a l so  of t h e  p r o v i s i o n  of  
t r a f f i c  services - t h i s  p a p e r ' s  t o p i c .  

In this respect it is u n d e n i a b l e  
that VTS i s  in arrears t o  ATS, which 
p a r t l y  can be  expla ined  a s  a r e s u l t  o f  
technical-operational and historical 
developments. Besides, the impression 
exists that in the area of p u b l i c  law 
(that p a r t  of the l a w  that regulates 
t he  relations between States, and 
between S t a t e s  and individual p e r s o n s )  
d i f f e r e n c e s  occur  which ( s t i l l )  p r e v e n t  
similar developments with regard t o  
VTS. Here it regards in particular 
international rule making and the 
institutional framework within which 
rules come i n t o  be ing .  T h i s  Eundamental  
difference has also been emphasized by 
Edgar Gold in h i s  article "Vessel Traf- 
fic Regulation: the Interface of Mari- 
t i m e  Safety and Operational Freedom" 
(1983) 

by Rob Bootsma 

From t h i s  point o f  view I wish  to 
show how legal r u l e s  and procedures 
regarding ATS are developed and 
applied* A s  a m a t t e r  o f  course the  
procedures  a p p l i e d  i n  ATS (an  accepted 
system) cannat be  put  directly into 

ope ra t i on  i n  s h i p p i n g .  
The e x p e r i e n c e  gained i n  a i r  nav iga t i on  
should, however, be utilized to estab- 
lish an efficient VTS system. 

Not long ago air transport claimed 
its own p l a c e  i n  world  t r a n s p o r t .  Sub- 
sequent rapid developments in air 
navigation and the continued increase 
i n  speed, c a p a c i t y ,  range and above a l l  
t h e  nclmber of aircraft r e q u i r e d  a 
sa t i s fac tory  solution on a world wide 
basis. This implies that air l a w  is 
mainly found in acts and regulations 
and lacks customary law. Prior to the 
a d o p t i o n  of rules in an international 
code, there were extensive d i s c u s s i o n s  
on what s t a t u s  should be a s s igned  t o  
t h e  a i rspace .  Acceptance of freedom of 
t h e  air, as a rule similar to t h e  pr in -  
c i p l e  t h a t  the  h igh  seas a r z  a p e n  to 
all c o u n t r i e s ,  would open magni f icen t  
p rospec t s  f o r  the progress  o f  a i r  
transportation. By say ing  this we 
r ega rd  p a r t i c u l a r l y  our economic 
activities-trading! 

The principle of  Ereedorn, however, 
does not take account of reasons of 
p u b l i c  s e c u r i t y  and does not protect 
the econouic interests o f  each indivi- 
dual State. Ultimately such considerat- 
i o n s  have l e d  t o  r e c o g n i t i o n  of  the 
principle of "complete and exclusive 
sovereignty" of each Stare over the 
airspace above its t e r r i t o r y  {including 
territorial waters). This implies t h a t  
each Sta te  can i m p o s e  d i f f e r e n t  
r e s t r i c t i o n s  and c a n d i ~ i o n s  on f o r e i g n  
aircraft, including t h e  p o s s i b i l i t y  t o  
p r o h i b i t  them to navigate at all over 
its territory, The a i r space  over  the  
h i g h  seas, however, can b e  crossed 
f r e e l y  . 

The print-iple of sove re ign ty  has 
been i n c l u d e d  i n  the Convention on 
International Civil Aviation concluded 



in Chicago in 1944.  In a d d i t i o n  the These so ca l l ed  SARPS d e a l  amongst 

t i c a l  will of  Sta tes .  Indeed, the Con- 

laws, b u t ,  if any State f i n d s  it im- 

Civil Aviation Organisation (ICAO) , In v i r t u e  of ar t i c l e  28.a of the 



taiaed in Annex 2 and L1 and spec i  f i e d  
in greater d e t a i l  in t h e  Procedures f o r  
A i r  Navigation S e r v i c e s  (PANS). These 
procedures are in fact complementary to 
the SARPS and as  such they are particu- 
l a r l y  des igned  to assist the user in 
the a p p l i c a t i o n  of same. PANS do not 
have the same status as SARPS, as their 
approval  d o e s  not need a two- th i rds  
m a j o r i t y  of the Council. Their 
implementation is the r e s p o n s i b i l i t y  o f  
contracting States. There is no 
ob l iga t ion  to natify differences or non 
compliance t o  t h e  ICAO, nevertheless 
States are r equ i r ed  t o  publish a list 
of significant differences between 
t h e i r  p rocedures  and t h e  related ICAO 
proc edures . 

With a view t o  an e f f i c i e n t  reg io-  
I nal organization t h e  world has been 

d i v i d e d  i n  eight Air  Navigation 
Regions. An Air Navigation Plan i s  
developed for each region by t h e  Regio- 
nal A i r  Navigat ion meetings and com- 
prises a t h i r d  t y p e  of regulations, t h e  
Reg iona l  Supplementary Procedures 
(SUPPS). These SUPPS give s u b s i d i a r y  
p r o c e d u r e s  which, after a p p r o v a l  by t h e  
Council ,  a re  e x c l u s i v e l y  a p p l i e d  i n  
specified areas. 

This s e t  of international r u l e s  has 
been implemented i n  a g r e a t  number of  
n a t i o n a l  r u l e s .  SARPS do not find 
direct application as they are annex to 
the Convention. The implementation of 
international adopted standards i n  
national laws i s  on ly  compulsory i n  so 
f a r  as found practicable.  T h i s  escape- 

I clause p r o v i d e s  the contracting S t a t e s  
with d i s c r e t i o n a r y  power and precisely 
this not -b ind ing  character has c o n t r i -  
buted t o  a no tab le  i n t e r n a t i o n a l  uni-  
f o r m i t y  i n  t h e  technical and operatio- 
nal field. Moreover, as a s i m p l i f i e d  
procedure has been prescribed for the 
adoption of SARPS ( i t  does no t  c o n c e r n  
an amendment of the Convention i t s e l f ! )  
one opera tes  independent of political 
and economical influences. It i s  there- 
fo re  easier t o  amend procedures i n  a 
shor t  t i m e  and a t t u n e  them t o  t h e  chan- 
ging circumstances. 

It has a l s o  been mentioned that the 
aviation authorities of various States 
may freely participate in t h e  develap-  
ment and compilation of rules which are 
to be incorporated in the Annexes. The  
same a u t h o r i t i e s  (and i n d i v i d u a l s )  are 

r e s p o n s i b l e  for  t h e  implementation o f  

i n t e r n a t i o n a l  r u l e s  and, i f  t h a t  is 
impracticable, they should closely 
coordinate w i th  the ICAO ta reach 
another solution. This climate suffi- 
c i e n t l y  guarantees an optimum coopera- 

I t i o n  and t h e  striving of any individual 
for campli anc e with the SARPS . 

In t h e  Netherlands the regulat ions 
of  the Chicago Convention are conta ined  
in the Aviat ion Act and administrative 
regulations based thereon, such as the 
Civil Air Navigation Regulations and 

1 t h e  A i r  Traffic Regulat ions.  I n  many 
cases t h e  establishment.  of d e t a i l e d  
p r o c e d u r e s  i s  thereby l e f t  t o  t h e  
Minister of Transport and Public Works 
and the Direc to r  General of Civil Avia- 
t i o n .  A t  n a t i o n a l  l eve l  w e  therefore 
f i n d  a great  number of decrees which 
comprise  supplementary r u l e s  and proce- 
dures. Following this explanation 
r e g a r d i n g  t h e  way in which t echnic  al 
and operational r u l e s  are e s t a b l i s h e d  
w e  w i l l  direct our attention t o  t h e  air 
traffic services itself. For the air- 
space above Dutch territory we have  t o  
refer  t o  t h e  Air Tra f f i c  R e g u l a t i o n ,  a 
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General Administrative Order which 
mainly r e l a t e s  t o  the Annexes 2 and 11. 
It p r o v i d e s  f o r  the  organiza t ion  of air  
t r a f f i c  services t h e  functions t o  b e  
performed by these services and the 
r u l e s  of  t h e  a i r  t o  be appl ied ever  
Dutch territory. 

Each State  has undertaken t o  render 
air traffic services. However, it: 
remains t o  be considered t o  what extent 

' there i s  a need for  a i r  t r a f f i c  
serv ices .  Compared with areas which are  
c ros sed  by a i r c r a f t  i n  t r a n s i t  a t  h i g h  
a l t i t u d e s ,  areas i n  c l o s e  proximity t o  
an aerodrome with a r e l a t i v e l y  g r e a t e r  
d e n s i t y  o f  t r a f f i c  and areas with a 
mixture of var ious  aircraft types ,  a l l  
w i th  d i f f e r e n t  performances, might 
necessitate t h e  provision of a d i f -  
f erent t ype  of service. I n  determining 
which type of service i s  t o  b e  p r o v i d e d  
many f a c t o r s  are involved, such as t h e  
types and d e n s i t y  of a i r  t r a f f i c  as 
well as meteorological cond i t i ons .  
Therefore a d i f f e r e n t i a t i o n  is made 
between flight information service 
(FIS), a l e r t i n g  s e r v i c e  and a i r  traffic 
control (ATC) service. Each of  t h e s e  
s e r v i c e s  m e e t s  various t r a f f i c  requi re -  
ments i n  a d i f f e r e n t  way and has,  as  a 
ma t t e r  of c o u r s e ,  irs own objectives. 
From t h i s  it w i l l  be c l e a r  that t h e  
airspace wtll b e  d i v i d e d  i n  va r ious  
ways. Each p o r t i o n  of airspace presents 
d i f f e r e n t  problem areas. 

The complete a i r  r o u t e  s t r u c t u r e  of  
t he  world i s  served by so c a l l e d  f l i g h t  
information regions (FIRS), which j o in  

t 
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each other and which a r e  established a t  
the r e g i o n a l  meetings of the ICAO. Here 
it is noteworthy that a FIR of a coas- 
t a l  State may comprise  b o t h  t h e  a i r -  
space above i t s  t e r r i t o r y  and part of 
t h e  airspace over the high s e a s .  For 
t h e  Nether lands  t h i s  imp l i e s  t h a t  i t  
has also assumed responsibility for the 
provision of  ATS i n  a p a r t  of the  air-  
space over the North Sea. Although such 
a por t ion  of  a i r s p a c e  .does sot; fall 
under  i t s  sovereignty, a coastal State 
may e s t a b l i s h  rules over the high seas 
r e l a t i v e  t o  ATS! Within a FIR f l i g h t  
information service i s  provided t o  a l l  
a i r c r a f t  which are l i k e l y  t o  profit by 
ob ta in ing  advice and information useful 
f o r  the safe and efficient conduct 05 
f l i g h t s .  

In add i t i on  a l e r t i n g  service  Is  
provided t o  notify (and a s s i s t  i f  
r equired) appropriate organizations 
regarding aircraft  in need of s e a r c h  
and rescue a id .  

In consequence of the ernomous 
increase of a i r  t r a f f i c  t h e  ATC service 
has gained importance. This  service i s  
provided i n  order t o  prevent c o l l i s i o n s  
between a i r c r a f t ,  and on the manoeu- 
vring area of an aerodrome between a i r -  
craft and aircraft and o b s t a c l e s .  It 
also endeavours t o  expedite and main- 
tain an orderly flow of a i r  traffic. In 
pursuing these o b j e c t i v e s  ATC contri- 
butes t o  safety and expedition i n  air 
naviga t ion .  The p o r t i o n s  of airspace i n  
which ATC service i s  provided are 
designated as c o n t r o l l e d  airspace; t h e  
flights which ob ta in  ATC s e r v i c e  (often 
an o b l i g a t i o n ! )  are referred t o  as con- 
t r o l l e d  f l i g h t  s. It should b e  empha- 
s i zed  that c o n t r o l l e d  airspace i s  p a r t  
o f  t h e  FIR .  The unit provid ing  ATC ser- 
vice therefore also p r o v i d e s  f light 
information service and a l e r t i n g  ser- 
v i c e .  

The provision of ATC enta i l s  that 
c o n t r o l l e d  f l i g h t s  '(except some) may 
expect t o  be  separated from other con- 
trolled f l i g h t s .  Such a separation i s  
ob ta ined  by a p p l i c a t i o n  of various 
separation methods, t h e  minima o f  which 
d i f f e r  dependent on t h e  c i rcumstances .  
I n  t h e  h o r i z o n t a l  plane f o r  i n s t a n c e ,  
an a i r c r a f t  may b e  instructed t o  lose 
time so as to arr ive  over a geagraphi- 
cal l o c a t i o n  at a specified time, t h u s  
ensuring that a minimum sepa ra t ion  i s  
maintained between the estimated posi- 

t i o n s  of t h e  a i r c r a f t .  
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The availability of radar, however, may 
r e s u l t  i n  a c o n s i d e r a b l e  smaller mini- 
mum safe distance t o  o the r  aircraft. 

Conversely controlled f l i g h t s  have 
t o  fulfil a number of requirements. In 
t h i s  respect LZTC expects  a consistent 
behaviour of each controlled f l i g h t .  As 
such each c o n t r o l l e d  flight has t h e  
obligation to submit a flight plan, 

1 which  con ta in s  a l l  r e l e v a n t  information 
regarding an intended flight (e.g. call 
sign, place of departure and destina- 
t i o n ,  f l i g h t  altitude, route a £  flight, 
e t c  . . . l  in a s tandard ized  form - the 
f l i g h t  plan message (FPL) . P r i o r  to the 
o p e r a t i o n  o f  a flight to b e  provided 
w i t h  ATC service, one has to ob ta in  a n  
ATC clearance. Such a clearance autho- 
r i z e s  a n  a i r c ra f t  to proceed under t h e  
conditions specified therein and may 
amend a FPL as necessary .  From t h i s  i t  
follows that ATC prov ides  clearances 
and i n s t r u c t i o n s  which ace t o  be com- 
plied with. In addition t u  these o b l i -  
g a t i o n s  an a i r c r a f t  is required to 
r e p o r t  its position at specific p o i n t s  
and/or  times in a predetermined form 
and to maintain two-way r ad io  coinmuni- 
c a t i o n  w i t h  the  a p p r o p r i a t e  ATC u n i t .  
P i l o t s  shall maintain a continuous 
listening watch  a t  the des igna ted  Ere- 

quency and s h a l l  communicate on s u c h  
f requency i n  a prescribed manner using 
a s tandard  phraseology. In order to 
p r o v i d e  an adequate service it is 
essent ia l  f o r  ATC to dispose o f  all 
information on the i n t e n d e d  movement 
and on the a c t u a l  p rog re s s  of each a i r -  
crafL.  For that  purpose t h e  f l i g h t  p l a n  
i s  sent t o  a l l  ATC u n i t s  concerned.  A l l  
current de ta i l s ,  such as  est imated time 
over a geographical location, f l i g h t  
a l t i t u d e  and amended clearances, are 
communicated between t h e  various un i t s  
s e r v i n g  different FIRS.  Traff ic  l o a d s  
usualLy r e q u i r e  a subdivision of t he  
airspace  in sectors ,  which a l s o  i m p l i e s  
that E l i g h t  details have t o  be communi- 
ca ted  between one or  more air traffic 
controllers operating different s e c t o r s  
within one FIR .  

To conclude the  above d e s c r i p t i o n  
o f  ATS, it is worthwhile to l o o k  in 
grea te r  detail at some examples which 
show how t h e  d i f f e r e n t  needs  f o r  ATS 
are prov ided  for  a t  reglonal level .  
Whenever the a i r  traffic services a r e  
inadequate f o r  t h e  p rov i son  of  hTC 
service  portions oE ai rspace  inay be 
d e s i g n a t e d  as " a d v i s o r y  airspace".  A i r  
t raf f f c  advisory service i s  normal ly  
implemented as  a temporary measure 
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u n t i l  such t i m e  as it can be replaced 
by ATC service. Its objective is to 
make information on c o l l i s i o n  hazards 
more, e f f e c t i v e  than  i t  would be w i t h  
the mere provision of f l i g h t  informa- 
t i o n  service. It does not a f f o r d  the 
degree  of s a f e t y  and cannot' assume the 
same r e s p o n s i b i l i t y  as ATC i n  respect 
o f  avoiding collisions. Alr t r a f f f c  
advisory service forms p a r t  of the  FIS 

' and provides only "advisory informa- 
tion"; it does not deliver clearances! 
Therefore this service uses t h e  words 
"advise"  o r  "suggest". For instance i t  
may suggest a course of  a c t i on  by which 
a potential hazard may be avoided.  

An even more outstanding example is 
the establishment of a n  Air T r a f f i c  
F l o w  Management (ATFM) service. Appro- 
ximately a decade ago traffic density 
in the European region had reached a 
p o i n t  where the ATC system w a s  unable 
t o  cape with traffic demand during cer- 
tain periods. At local and national 
l e v e l  corrective action was taken (e.g. 
by imposing r e s t r i c t i o n s )  which,  
although effective a t  t h a t  l e v e l ,  had 
consequences for t h e  ATC systems of 
o t h e r  States. Because capaci ty  of ATC 
systems cannot  be expanded indefini- 
tely, a regional ICAO meeting has 
agreed  to e s t a b l i s h i n g  a n  ATFM service, 
which should avoid a n  overload of the 
ATC system. I ts  objective is t o  ensure 
an optimum flow of air traEEirs to or 
through areas w i t h i n  which air t r a f f i c  
demand a t  times exceeds t h e  available 
capacity . 

These practical solutions show that 
a mul t i tude  of  services exist* 

The types of services  vary  widely 
and each o f  t h e s e  services i s  attuned 
to an existing situation and entails 
r e s p o n s i b i l i t i e s  of t h e i r  own or b o t h  
controller and pilot-in-command. The 
primary responsibility for the opera- 
t i o n  of Lhe aircraft and the safety of 
the aircraft and its o c c u p a n t s  i s  
placed on t h e  shoulders of the pilot- 
in-command (after a l l  he has superior 
knowledge of the c o n d i t i o n  of the air- 
c r a f t  and i t s  c a p a b i l i t i e s ) .  This seems 
consistent with t h e  funct ions  and 
a u t h o r i t y  g i v e n  t o  the f l i s h t  informa- 
t i o n  service, but  apparen t ly  i t  i s  less 
evident when i n s t r u c t i o n s  a re  issued.  
Then the burning question is often 
posed who can be held liable i f  sorne- 
t h i n g  goes wrong. As always t h e r e  i s  no 
clear-cut answer. R e s p o n s i b i l i t y  and 

l i a b i l i t y  have much i n  common and 
follow quite naturally from each other. 

-1n performing t h e i r  d u t i e s  ( r e spons ib i -  
lities) both the  controller and t h e  
pilot-in-command have t o  act with 

; utmost care. It i s  no t  inconce ivable  
t h a t  an ATS u n i t  i s  held liable ( e i t he r  
i n  t o t a l  o r  p r o p o r t i o n a l l y )  f o r  damages 
sustained following an advice or 
instruction in which no reasonable care 
was taken. Rega rd l e s s  whether informa- 
t i o n ,  advice  o r  instructions are pro- 
v i d e d ,  both the  c o n t r o l l e r  and t h e  
pilot-in-command .have a duty of cara 
toward each other and have to r e l y  on 
each other. Their responsibilities may 
differ for each individual case. It i s  
important  t o  face t h a t  t he  relationship 
between the unit providing traffic , 
services and the person in charge of ( 
the aircraft is characterized by depen- 
dency.  Cooperation i s  a first require- 
ment for safe o p e r a t i o n s .  
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DEVELOPING EUROPEAN REGIONAL AIR 

TRANSPORT THE NEXT TEN YEARS 
Courtesy Aeropa - collected by Jan-Gordts 

The very venerab le  "Royal Aeronau- 
tical Society" organized an i n t e r n a t i o -  
nal conference i n  h n c h e s t e r  from A p r i l  
11 t o  13 on the development of r e g i o n a l  
a i r  t r a n s p o r t  i n  Europe over  the next 
t e n  years. 

Five f i n a l  recommendations were 
formulated a t  the end of the conference 
by S i r  Peter Masefield. These are going 
to be examined i n  t h e  fol lowing para- 

I graphs with the m o s t  s i g n i f i c a n t  
e x t r a c t s  from some of the 20 speeches 
followed by debates which the p a r t i c i -  
p a n t s  heard du r ing  t h i s  conference- 
marathon. 

Competit ion wi thout  frontiers. 
The f i r s t  recommendation i s  to 

main t a in  and even increase pressure on 
t h e  p o l i t i c a l  world f o r  the  true appli- 
c a t i o n  of the Treaty of Rome and ' t h e  
a c c e l e r a t e d  c r e a t i o n  of a large and 
single inLerna1 market for the 12 Mem- 
ber States of the European Cammuni ty. 

From the beginning of the conferen- 
ce, United Kingdom Aviation t t f n i s t e r  
Michael Spicer and European Commissio- 
ner responsible f o r  Competition Peter 
Suthesr land  set t h e  tone. 

Mr. Spicer  reiterated his desire t o  
see progress made when he presides o v e r  
the European Council du r ing  the second 
half of 1986. In his view, the libera- 
lization package rnus t include market 
access, multiple d e s i g n a t i o n s ,  capaci- 
t i e s  a n d  air fares .  T h e r e  cannot j u s t  
b e  a s i m p l e  f a c e l i f t .  Real compet i t ion  
i s  invo lved  and if it cannot be obtai- 
ned through nego t i a t i on ,  the matter 
w i l l  be brought b e f o r e  t h e  c o u r t s .  

Mr. Spicer  a l s o  s t a t e d  t h a t  the 
d e b a t e  on European air t r a n s p o r t  has u p  
u n t i l  now main ly  been t h e  a f f a i r  of t h e  
aviation es t ab l i shmen t .  Yet ,  genuine 
new ideas o r  t h e  encouragement 0 5  com- 
p e t i t i o n  cannot be expected t o  come 
from those  who r e p r e s e n t  the vested 
i n t e r e s t s .  

The European Commissioner - whose 
pe r sona l  good i n t e n t i o n s  cannot be cal- 
led into question - stated that t he  
main concern of  the Commission p r e s i d e d  

over by Jacques Delors was the comple- 
tion of  t h e  s i n g l e  i n t e r n a l  Community 
market. The absence o f  such a market, 
he went on to say, i s  the p r i n c i p a l  
c a u s e  f o r  Europe's delay i n  numerous 
areas, including air transport. In res- 
ponse  t o  "conservative" f o r c e s  w h i c h  
a r e  opposed t o  t h e  opening up of the 
market to tonpetiton i n  t he  name o f  
employment, M r .  Sutherland repeated the 
Commissiont s d e s i r e  t o  increase compe- 
tition in order to increase employment. 
A hopeless  cause? 

In any case I . .  Professor 
Richard d e  Neufv i l l e  was clear when h e  
s a i d  that American d e r e g u l a t i o n  would 
b e  exported t o  Europe w i t h i n  10 years 
i f  Europe does no t  c r e a t e  t h e  condi- 
tions for its own l i b e r a l i z a i t o n .  
Medium-range jets operating on our  con- 
tinent under t h e  co lours  o f  large 
American airlines are t h e r e  to remind 
u s  aE it everyday .  

Avoiding t h e  abuses o f  dominant 
post  t i o n  

I n  h i s  l o g i c a l  and convincing 
speech, Professor  de  Neufv i l l e  s u p e r b l y  
ignored t h e  European " r e a l i t y " .  Even i f  
the s i n g l e  i n t e r n a l  market i s  completed 
In the end,  Europeans will never accept 
American-style "savage l i be ra l i sm" .  

This i s  why i n s t e a d  of  d e r e g u l a t i o n  
o r  even liberalizaton, former expert a t  
the UK a v i a t i o n  Minis t ry  and currently 
i n d e p e n d e n t  consu l t an t  John Loder 
speaks of  t h e  "commercial izat ion" o f  
a i r  t r a n s p o r t .  It i s  t r u e  tha t  European 
national legislations all inc lude  corn 
mercial  l e g i s l a t i o n  adapted t o  o u r  cul- 
t u r a l  and soc ia l  r e a l i t y  whose simple 
a p p l i c a t i o n  to air transport would 
enable adopting an innovative approach 
a n d  avoiding harmful  e x c e s s e s .  

Among examples of abuse of dominant 
p o s i t i o n  or " p r e d a t o r y  behaviour" i n  
r e g i o n a l  a i r  transport there are numer- 
ous cases of routes created by small 
airlines against the view of  t he  large 
n a t i o n a l  af r l i ne s  which took them over 
as soon as they turned to be p r o f i t -  
a b l e .  



A case related by Aes Lingus Cow 
muter Ltd. President E.G. Murphy was 
particularly enlightening. With a cer- 
t a i n  candor, Mr. Murphy explained that 
h i s  regional airline could only  be mar- 
g i n a l l y  profitable i n  the best of con- 
ditions since its only aim was t o  serve 
the i n t e r e s t s  of i t s  parent company A e r  
Lingus  and preven t  another firm from 
operating the commuter routes. 

The second recommendation by Sir 
Peter Masef ie ld  concerning the imple- 
mentat ion of measures aimed a t  .preven- 
ting "predatory behaviour" turns out to 
be particularly relevant for r e g i o n a l  
air t r a n s p o r t !  

Access t o  ca tegory  1 airports 
The  t h i r d  recommendation is to 

remove res t r ic t ions  on access by regio- 
n a l  o r  i n t e r r e g i o n a l  airlines to l a r g e  
national airlines for fear of "traffic 
diversion" and goes against the Inte- 
rests and expectations of consumers. 

Reviewing the demand f o r  regional 
a i r  travel, M r .  R.E .  Caves from rhe 
Loughborough University of Technology 
underlined at t h e  conference in 
Manchester that airports p layed  a 
determining role in the "visibility" of 
an air service. offered to the public 
and t h a t  access t o  category 1 "hubs'" 
w a s  indispensable if a r e g i o n  was to b e  
oEfe red  a real economic opening a t  t h e  
European level. 

s i z e  of planes 
Discuss ions  are stilL going on over 

t h e  number of seats allowed in regional 
planes .  Whether the limit be 30, 50 or 
70 seats, regional airlines do not have 
much say in the decision. Maximum 
limits are imposed an o p e r a t o r s  o f  
regional r o u t e s  but mf nimum l i m i t s  f o r  
trunk airlines have never been f o r e -  
seen. 

Whatever the case, the conference 
in Manchester revealed that the only 
real solution c o n s i s t e d  in letting t h e  
market dec ide  and removing all limits, 
provided the natural r e g u l a t i o n  mecha- 
nisms of this market (safeguards 
a g a i n s t  abuse of dominant position, 
f a t e s  l inked  to r ea l  opera t ing  c o s t s  
e tc .  . .) are  applied. 

In direct re lac ion  with the air- 
craft types, the demand from the clien- 
t e l e  for pressurized planes capable of 
smoothly flying a t  h igh  a l t i t u d e  c l e a r -  
l y  appeared.  M r .  Murphy, mentioned 
above, stated at the conference t h a t  
h i s  4 Shorts 360 received a r e l a t i v e l y  
poor  welcome despite t h e i r  spacious 
interior. 

The customer comes first 
The f i f t h  and las t  recommendation 

made i n  Manchester was t o  never forget  
the custoirter! 

As Minister Spicer said when open- 
i n g  t h e  conference,  it i s  not even men- 
tioned i n  the cur ren t  debate on a i r  
t r a n s p o r t  i n  Europe and this must chan- 

ge* 
In the speech by tars Enkler from 

SAS, t h e  i n t e r e s t  of governments was 
all that mattered. When Mr. Murphy from 
Aer LFngus Commuter spoke, a l l  t h a t  
mattered were t h e  strategic Interests 
of the parent company ... 

One of t h e  rare  moments when 'the 
voice of consumers was heard was when 
the head of Transavia-Holland and Pre- 
sident of the ACE-Association of Euro- 
pean independent airlines Peter Legro 
i n t e rvened .  

H e  pointed o u t  that the  1 4  members 
of his association exfs ted  only because 
t hey  had correctly satisfied a rnarket 
need and had met t h e  demands of a cer- 
tain c l i e n t e l e .  These L4 members  have 
together 180 of the most modern jets in 
Europe ( t h e  first Boeing 727-200, 737- 
300 and 767, f o r  example) and t r a n s p o r t  
over 55 X of t h e  passengers. Xr. Legso 
noted  that when the customer is l e f t  t a  
dec ide ,  national airlines become sup- 
plemental~ a n d  Independent charters 
become the main airlines. 

Mr. Loder, mentioned above, was 
right in using the term "commercialfza- 
t f on" of a i r  transport. T r u e  consumer 
service, which i s  t h e r e f o r e  a imed a t  
t h e  market, i s  the on ly  hope t h a t  one 
day regional and interregional air 
transport worthy of t h e  European Commu- 
nity (now t h e  f i r s t  commercial power i n  
t h e  world) w i l l  develop. 
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WHAT TO DO WITH 4000 SURPLUS 

AIRCRAFT? by Arnold ~ o o y  

Ask an aviation enthusiast where he 
wants t o  make h i s  pilgrimage t o  and 99% 
of the answers'will b e  : Davis-Monthan. 
Lac at  ed southeast of Tucson, Arizona 
one f i n d s  Davis-Monthan Air Force Base 
(AFB) where the  US m i l i t a r y  made t h e  
largest a i r c r a f t  store in t h e  western 
world. It i s  difficult f o r  anyone ,  even 
remotely interested in av ia t ion ,  no t  t o  
b e  overwhelmed by the sight o f  vast 
numbers of  a i r c r a f t ,  lined up in nea t  

i 
rows, especially when t h a t  view i s  
enhanced by t h e  fascinating scenery o f  
the surrounding Sonora-d esert and moun- 
t a ins .  

The h i  story of this boneyard begins 
i n  1945 when, f o l l o w i n g  the end of 
World Was 11, l a r g e  numbers o f  m i l i t a r y  
a i r c r a f t  began returning to the USA 
where it w a s  decided t o  store t h e m  in 
the Southwestern part ,  pending a deci- 
sion on their f u t u r e .  

Many a i r c r a f t  were sc rapped  b u t  it 
was d e c i d e d  to keep in s tore  o t h e r  war 
s u r p l u s  a i r c r a f t  which c o u l d  perhaps  be 
used again at a l a t e r  d a t e .  Therefore a 
permanent s torage  center  w a s  needed. 
A f t  er some eva lua t ions ,  Dav i  S-Monthan 
AFB was choosen f o r  the o b v i o u s  reaons,  
a low rainfall, low humidity (10-20%) 
and a s o i l  which has  a very low a c i d i c  
c o n t e n t ,  necessary f o r  long-term 
storage c o n d i t i o n s .  

The sun had done its job as well by 
baking t h e  s o i l  so h a r d  t h a t  a i r c r a f t  
could simply b e  parked on t h e  unpre- 
pared desert-f loor, eliminating t h e  
need far vasr  platforms or h a r d s t a n d s .  

During the f i r s t  year of ope ra t i on ,  
1946,  abou t  1000 a i r c r a f t  were parked 
I n  the sun. A l l  the s to red  a i r c ra f t  
were cocooned. T h i s  be ing  t h e  spraying 
o f  4 l a y e r s  of p l a s t i c  to form a cover  
which should last f o r  about 10 years. 



Bags of s i l ic  age1 were placed ins ide  
t h e  fuselage and engine n a c e l l e s  i n  
o rde r  t o  absorb any moistures t h a t  
c o u l d  have been trapped i n s i d e  when 
cocooning.  This was a r e l a t i v e l y  easy 
j o b  but removing r h e  plastic c r e a t e d  
great problems. S t r i p p i n g  the p l a s t i c  
envelope was i m p o s s i b l e  due t o  the 4 0  
degrees C t empera ture  out s ide  which 
made the cocoon very b r i t t l e .  The prob- 
lem was overcome by p lac ing  the air- 
c r a f t  in a hangar at a temperature of 
60 degrees C, when s t r i p p i n g  .became 
p o s s i b l e .  To overcome this t i m e -  
consuming p rob l em ' spraylat f  was iaven- 
t e d ,  a coat o f  v iny l  p l a s t i c  compound. 
T h i s  non-hardening stuff keeps o u t  d u s t  
and water, prevents  sandblas t ing  of  t h e  
c anopies by sandstorms which accasio- 
n a l l y  happen i n  the d e s e r t ,  and keeps 
the i n s i d e  tempera ture  approximately 
t h e  same as the  o u t s i d e  one. The bo t tom 
h a l f  of t h e  a f r c r a f t  i s  not  s e a l e d  by 
the easy  t o  p e e l  o f f  s p r a y l a t  so tha t  
c i r c u l a t  i n g  air can prevent: condensa- 
t ion. 

The f i rs t  time the  a i r  base  had t o  
remove a i rc raf t  f r o  s to rage  was in June 
1 9 4 8  when the  B e r l i n  b lockade  s tar ted.  
Around 300 C - 5 4 ' s  (military Douglas 
D C 4 ' s )  from units all ovesr  the world 
were reassigned t o  Germany* The storage 
cen te r  had t o  d e l i v e r  many C-47 Dakotas 
t o  bolster t h e  d e p l e t e d  transport u n i t s  
u n t i l  t h e  summer of 1949 when the 
blockade was L i f t e d .  

When a i r c ra f t  are no longer  needed 
b y  t h e  Department of Defence t h e y  may 
b e  a s s i g n e d  f o r  s to rage  at Davis-Montha 
Air Force Base. 

C - i b l  Constellations d i p  o n  c h e i r  
t a i l s  when the  engines are renoved. 
These a i r c r a f t  were once based at Kef- 
l a v i k ,  Iceland as alroorne e a r l y  uar- 
3ing aircraft untiL t he  4dACS took over  
t h e i r  jobs .  

On a r r i v a l ,  a l l  c lass i f i ed  m a t e  
rial, e jection-seat charges and weapon- 
ry are  removed. Then t h e  fuel  is drai- 
ned from the ai rcraf t  and an o i l - f i l m  
is put i n s i d e  t h e  fuel system t o  pro- 
tect i t  from co r ros ion .  Any corrosion 
already on th ai rcraf t  is removed and 
it is further sprayed w i t h  a f l u i d  
designed ta i n h i b i t  corrosion. When t h e  
aircraft is d r y  again the engine 
intakes and e x h a u s t s  are covered w i t h  
paper and any gap or crack (in the 
upper  h a l f  o f  t h e  aircraft)  i s  raped. 
Then t h e  paper ,  tape and the fragile 
parts like radomes and canopies  awe 
covered with a coat of s p r a y l a t .  With 
this prese rava t ion  process complete, 
t h e  aircraft can b e  s t o r e d  for many 
y e a r s .  Aircraft inspections are  c a r r i e d  
ou t  every 6 months f o r  Air Force and 
Army a i r c r a f t  , whi l e  US NavylMarine 
aircraft are i n spec t ed  e a c h  3 months 
due to most o f  the i r  l i v e s  being s p e n t  
i n  a saline environment.  

LatcraL amorlnts of s p r a y l a t  are 
visible on t h i n  F-100D Super SAbre 
which was later converced into an un- 
manned drone. 

For many a i rcraf t  Davis-Monthan AFB 
i S no t  t h e i r  f i n a l  rest ing-place.  The 
US Navy and t h e  US Marines occas iona l ly  
s tore  t h e i r  surplus aircraft here in- 
s tead  o f  keep ing  them on the ir  own 
bases ,  most  o f  which are near t h e  coast  
where h u m i d i t y  and the s a l t y  a i r  are 
hostiLe to the ir  a i r c r a f t .  

Other p l a n e s  find t h e i r  way t o  
foreign government S who r e c e i v e  t h e i r  
requirements v i a  t h e  US M i l i t a r y  A s s i s -  
tance Program. The A-7 fighters, 
r e c e n t l y  obtained by Por tuga l  f o r  exam- 
p l e  were s t o r e d  at Davis-Monthan s e v e  
ral years before  being haded over. 
Other aircraft go to US civil author i -  
ties such a s  NASA, t h e  Fo re s ty  S e r v i c e ,  



have f a l lowed  this road. D e l t a  Dagger were made f l y a b l e  a g a i n  

instructional airframes or memorials. 

on gunnery ranges o r  g a t  e-guards. 

r o l e  such as fighters must b e  de- ponents and materials fron selected 

wings)  of t h e  fuselage. Pines f o r  t h e  a i r c r a f t  still on t h e  

is both expensive and time-consuming. 
When a i r c r a f t  are s t r i p p e d  of all 
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usab le  parts the h u l k s ,  consisting of 
alminim mainly ,  are s o l d  t o  scrap- 
yards who melt them down f o r  recycling. 

The storage center, o r i g i n a l l y  
called the Military Aircraft: S torage  
a n d  Disposition Center w a s  renamed t h e  
Aerospace Maintenance and Regenera t ion  
Cente r  during October 1985. O f f i c i a l l y  
the name change isdesigned to 
'accurately reflect the current mission 
of the c e n t e r '  . But one can assume t h e y  

One of  t h e  F-111 prototypes, onre were not too  happy w i t h  t he  image t h a t  
used by the NASA, i n  R very sorry s t a t e  
w h i l e  i n  use as S recl~mation airframe. 

the Center was j u s t  a giant boneyard o r  
s c r a p y a r d  f o r  o l d  aircraft. It is 

components, are often classif ied as indeed a fact that t h e  AbRC is b o t h  one 

still flyable. Many are refurbished for of t h e  very few moneymakers in t h e  US 

c i v i l i a n  use. By fa r  the  largest number 

unforeseen operational r e q u i r e m e n t s .  



The TC of EGATS realises the  f a c t  
t h a t  a great d e a l  o f  t h e  control s t a f f  
i s  not aware of the TC a c t i v i t i e s  and 
t h e  work done by f t s  members. To keep 
you better informed and  so t o  stimulate 
the i n t e r e s t  and p o s i t i v e  coopera t ion  
o f  operational s t a f f ,  the TC w i l l  
present in each following Tnput  a sum- 
mary  of irems; r e c e n t l y  achieved,  
pending or to b e  worked o u t  in the near 
f u t u r e -  The appreciation and coopera- 
tion with Operations' Management i s  at 
an encouraging level and we try to 
motivate you to  b r i n g  forward your 
proposals to our members, mentioned 
below. 

Sorne of the  items achieved i n  the 
recent past: 
1 . standing microphone; 
2. alternative label; 
3. dynamic co l lapse /deco l lapse;  
4 .  improved TID reaction-time; 
5. repositioning af  TID functions; 
6 .  lIFL as RRL/CS  f u n c t i o n .  

Pend ing  items. 
1. Results of polling on "'XECM 
includes HOP" : 
14% t o  continue w i t h  p r e s e n t  situation. 
69% in favour of "XECH includes  HOP". 
1 2 %  i n  favour of "XECM i n c l u d e s  HOP and 

d i m  l abe l " .  
5 % answered, "we never use XECbl". 
So the proposal "XECM includes HOP" as  
a n  Operattonal Request has  been sent to 
Headquarters Brussels. 
2 .  EFL presented in l a b e l  as I F L  if 
PFL is different from EFL.  

3 .  Improved q u a l i t y  of forecast "Upper 
Winds". 
4 .  Each sec to r  i t s  own input o p e r a t o r  
( =  s t r i p  distributor) . 
5 . Confidential Occurrence Reporting 
Procedure (COW). The in fo-  and polling 
l e t t e r  has been handed out to all 
control staff and results will be 
presented s h o r t l y .  
6 . Callsign "MbASTRICHT1' change to 
"EURO" controllradar. 
7. Weakness of te lephone lines between 
Brussels Sector and Brussels Lower. 

Items t o  be discussed:  
1 . h/C callsign confusion. 
2 .  WX i n f o  on SDD1s of Brussels 
Sec tors .  
3 . KDS warning "PSSR already used" in 
a l l  cases and procedure t han  t o  be 
followed. 
4 .  An improved p r e s e n t a t i o n  of "Alert" 
and "ALT label" at same time. 
5. Possibility of manual ACT exchange 
prior to automatic ACT. 
6 .  Parameter change of  automatic  HOP 
f o r  t r a f f i c  beEween ADAM Upper and 
Brussels West Sector. 
7 . DCP s e l e c t i o n  f o r  ALT l a b e l  "OWN" 
a n d  "OTHERS". 
8. S t r i p  reductLon in Hannover 
Sectors 

For d e t a i l e d  i n fo rma t ion  and for 
new proposals (please w r i t t e n )  you 
should con tac t  one of  the TC members: 
Jan v. Eck, John Doyle, Ralf H'blscher, 
Ernst Vreede ,  Dieter Eusch, Urs Scl~Bke, 
Paul Hooper (FD) or Chairman Henk Van 
Hoogdalern. 



FIRST IMPRESSIONS 

I admi t  that  I had wanted t o  v i s l t  
Costa Rica since r ead ing  a National  
Geograpbf c article  about the country 
back in 1981. I a l s o  admit  t h a t  I was 
more than a l i t t l e  curious as t a  what 
EGATS members, were getting f o r  t h e i r  
money i n  f i nanc ing  delegations t a  
IFATCA Conferences. Thanks t o  the 
membership I was able t o  s a t i s f y  both 
a m b i t i o n  and c u r i o s i t y  d u r i n g  my week 
i n  C o s t a  Rica. 

A s  much as I love arriving a t  new 
d e s t i n a t i o n s  I a m  not a great fan of 
t h e  travelling t h a t  has to be endured  
t o  reach them, and I certainly was not 

I l ook lng  fo rward  t o  the  t ed ious  over- 
n i g h t  journey t h a t  was necessary on 
t h i s  occasion. The a f t e r  midnight  
departure f rom Madrid was unique f o r  me 
in a s  much as it was t h e  f i r s t  time I 
had made a westbound t r a n s a t l a n t i c  
f l i g h t  a t  night. P r o v i d i n g  you grab as 
much sleep as  passible d u r i n g  t h e  
f l i g h t  you can p l a n  quite a normal ite- 
nerary for the following day. The first 
night's sleep at your destination, 
having theoretically reduced your age 
by several hours (important to some of 
us! ), w i l l  invariably be a r e s t l e s s  
one. My own cure for t h i s  i s  to watch 
TV f o r  an hour o r  so when you awaken a t  
2 a.m. Should t h e  h o t e l  n o t  have TV and 
your p a r t n e r / t r a v e l l i n g  companion 
remains snoring it is up t o  your own 

I inventiveness as to how you pass the 
following insomnious hour or more! This 
of course only applies to westbound 
j our aeys . 

A novel feature of t h i s  flight was 
the serving of a hot  breakfast p r i o r  t o  
l a n d i n g  a t  San Juan, P u e r t o  Rico, fo l -  
lowed by a second one on the San Juan - 
San Jos6 leg. I was convinced by a 
certain EGATS pres ident  t h a t  t h i s  
second breakfas t  would b e  incomple te  
without a cognac. Those c l o s e  t o  me 
know t h a t  I d o n ' t  d r i n k  anything ' -  

unless i t ' s  w i t h  vodka! EJevertkeZess, 
on t h i s  occas ion  1 succumbed. O n  arr i -  
val at our hotel, at 0530 local, break- 
f a s t  was no t  o n  our  l i s t  oE p r i o r i t i e s ,  
t h e r e f o r e ,  h a v i n g  performed t h e  ablu- 
tXons necessary a f t e r  a long flight, 
the gang of f o u r  got  t oge the r  to p l a n  
t h e  day ahead. The city's rush hour was 
in f u l l  swing as we boarded ' t h e  0800 
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b u s  for downtown San Jose. 
Just like a number of  Medi te r ranean  

c i t i e s  San J O S E  i s  a bustling hive of 
a c t i v i t y  which, while n o t  exac t ly  set- 
t i n g  new standards f o r  cleanliness, 
exudes an air of charm and Latin 
character t h a t  w i l l  never cease t o  fas-  
cinate me. Vendors lined t he  kerbsides 
selling f r u i t ,  po ta to  c h i p s  o r  news- 
p a p e r s ,  while o t h e r s  pe s t e r ed  in thefr 
efforts to  sell what I took t o  b e  l o t -  
t e r y  tickets. I must  confess that a 
large part  of my a t t e n t i o n  was c e n t r e d  
upon t he  g i r l s ;  so many and so beauti- 
ful, they fair took me breath away! By 
10  o'clock we were seeking o u r  t h i r d  
breakfast o r  a very early lunch. The 
day was long. The r e m i n d e r  of  t h e  day 
was spent explor ing  t h e  c i t y  t o  t h e  
accompaniment of  c l i c k i n g  camera shu t -  
ters. 

Our only commitment over t h e  week- 
end was attendance at a r e c e p t i o n  on 
sunday even ing ,  we t he re fo re  took the 
advantage of  t h e  le isure time a v a i l a b l e  
t o  rent  a car and see as much of t h e  
country as was f e a s i b l y  p o s s i b l e .  Lest 
the  Membership get the wrong impression 
all our free t ime a c t i v i t i e s  were a t  
our own expense;  ou r  EGATS allowances 
covering l i t t l e  more than our 
accolnmoda t ion expenses d u r i n g  t h e  
Conference period. 

Navigating the highways of Costa 
Rica was not t h e  simplest task t h a t  had 
ever b e f a l l e n  us and  o u r  route t o  the 
P a c i f i c  coast resort of Jaco Beach was 
c i r c u i t o u s  t o  s a y  t h e  l e a s t .  Neverthe- 
l e s s  it: allowed us  t o  see f e a t u r e s  o f  
t h e  countryside that would otherwise 
have been missed .  A very welcome fea- 
t u r e  was t h e  one of t h e  many roadside 
s h a n t y  cafes that  were to be found i n  
t h e  remotest of areas; t h a t  c o o l  beer 
d i d  much to combat t h e  h o t  humid condi-  
t i o n s .  

The P a c i f i c  surf  incessantly poun- 
ded the  dark sands of  Jaco Beach leav- 
i n g  a permanent m i s t  hovering in the  
a i r .  The water was warm and inviting 
and the  word paradise qu i t e  e a s i l y  
s l i p p e d  off the  tongue as we ambled 
along t h e  shore l ine .  



The following day's plans called 
for a visit t o  t h e  Poas volcano. The 
trip w a s  marred by t h e  blanket o f  d e n s e  
c loud that shrounded most of t h e  peaks 
that day; standing r i g h t  on t h e  edge of 
the crater t h e  anticipated spectacle 
was hidden  by this d a r k  grey  w a l l  o f  
mois ture .  D e s p i t e  that disappointment 
we were able to discover  t h e  lush 
v e g e t a t i o n  a t  these a l t i t u d e s  and t h e  
beau ty  of t h e  accompanying tropf cal 
f lowers.  Once again the cameras saw 
plenty of action. Our day  was none the 
less a successful and enjoyable one and 
we arrived back at the hotel in time to 
commence the week' S formalities. 

By sunday evening most of t h e  dele- 
gates  had arrived and were i n  atten- 
dance a t  the reception. I must be for -  
given f o r  imagining I was presen t  a t  an 
old school  reunion because t h i s  was 
c e r t a i n l y  t h e  impression gained. Every- 
body seemed t o  know everybody e l s e  and 
5 f e l t  quite the in trudes  among the 
members of  this e l i t e  club. This fee- 
l i n g  declined cons iderab ly  over t h e  
next f e w  days as I became better 
acquainted with the people  around m e .  

Monday morning saw u s  boarding the 
buses f o r  downtown San JosG where the 
opening p l ena ry  was t o  take place a t  
t h e  Nat iona l  Theatre. The welcoming 
ceremony was headed by the President of 
the Republic of Costa Rica, Mr. Luis 
A1 ber to Monge, whose b r i e f  but  warming 
speech re f l ec ted  t h e  already discovered 
h o s p i t a l i t y  of the Costa Rican people. 
L think I speak f o r  all those  gathered 
when I say j u s t  how impressed I was by 
the P r e s i d e n t ' s  presence at t h i s  Eunc- 
t i o n  w i t h  no more t han  a chauffeur in 
attendance. Mu guard of honour, no bur- 
ly  and obvious  security men and no pomp 
and ceremony; j u s t  the p o l i t e  respect 
that t h i s  leader so obviously  deserves. 

F o r m a l i t i e s  concluded, w e  returned 
t o  our h o t e l ,  t h e  conference venue. The 
f i r s t  commi t tee sessions took place 
t h a t  afternoon and my interest i n  
operational matters required t h a t  I 
observe t h e  activities of Committee B. 
Details of t h e s e  s e s s ions  are reported 
elsewhere in t h i s  i s s u e  the re fo re  f u r t -  
h e r  comment from me is unnecessary, 
save f o r  one o r  two obse rva t ions .  It 
w a s  q u i t e  c lear  t h a t  a number of dele- 
gates,  whose mother tongue was Engl i sh ,  
were unused to a d d r e s s i n g  themselves t o  
an international audience. I am firmly 
convinced t h a t  t h e i r  o f t  used co l loq i a -  

lisms , and frequent garbled mu t terings , . 
were incomprehensible t o  t h e  majority 
of t hose  present, including on occasi-  

ons myself .  The Canadians regularly 
brought forward interest ing and, 
indeed, v a l i d  point S, but  the  apparent 
h o s t i l e  manner i n  which they d i d  i t  d i d  
little t o  endear  them t o  their in terna-  
t i o n a l  colleagues. I found it most 
s a t i s f y i n g  t o  be among a group of 
professional people whose principal aim 
w a s  t o  enhance a l r eady  admirable stand- 
a r d s  of sa fe ty  w i t h i n  their sphere of 
aviation. Nevertheless I could no t  h e l p  
thinking that s i zeab le  amounts of t h i s  
d i scus s ion  and policy making would end 
up as meaningless words when placed 
befo re  t h e  powerful one that w i e l d s  t h e  
big s t i c k  - ICAO. 

Part of my free time was taken u p  
i n  conversation w i t h  var ious  delegates  
in order t o  asc errain t h e i r  attitudes 
t oward  a s s i s t a n t s ,  t ak ing  care t o  avoid 
certain n a t i o n a l i t i e s  whose hostility 
w a s  already a known entity. I must 
a d m i t  I was q u i t e  pleasantly surprised 
by some of  t h e  comments I heard. Many 
countr i e s  of course have no assistants 
and t h e  flight d a t a  tasks are effected 
by t r a i n e e  control lers .  Although t h i s  
generally seems t o  work sat i s fac tor i ly  
one Greek d e l e g a t e  s tated  that he felt 
t h i s  country'  s ATC service would b e  far 
better served w i t  career a s s i s t a n t s .  I 
agreed w i t h  h i m  - n a t u r a l l y !  I d i s -  
covered that t h e  I t a l i a n  admin i s t r a t i on  
plans t o  phase out its a s s i s t a n t s  i n  
t h e  not t o o  distant future i n  favour  o f  
the trainee c o n t r o l l e r  solution.  
Cer t a in ly  automation i s  taking i t s  t o l l  
and w i l l  continue t a  do so a t  the 
expense of ass i s tants  worldwide. My 
de l ibe ra t ions  produced some valuable 
information on which I am already 
taking follow up ac t ion .  

The week passed all to quickly and 
our party of four was obliged t o  depart 
before t h e  final plenary. For me the 
experience had been a p r o f e s s i o n a l l y  
s a t i s f y i n g  one and one which I should 
b e  most happy t o  repeat. It  taught me 
t h a t  EGATS commands a  g r e a t  deal  of 
r e s p e c t  i n  t h e  i n t e r n a t i o n a l  environ- 
ment and that  t o  maintain that c r e d i b i -  
lity our Guild should endeavour to 
ensure continued a t t endance  a t  IFATCA 
Conferences. 




