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PRESIDENT’S MESSAGE

by Jan Gordts

The readers of this magazine (DE.03.1989) the newly designed Input
should know that on the EGATS' side a cover which could be inctroduced
continuous effort is made to maintain thanks to the kind cooperacion of one
a high level of quality: a dynamic of our neighbours, the ABN Bank
but unforcunately small editorial Maastricht Alrport.
toam provides an adequate mixture of During the next Honth EGATS will
local and international news and a wélcome the Marconi Company as a
few authors assure the publicacion of first corporate Hember and we look
various interesting articles. forward to seeing ctheir concribucions

Therefore external support is to this magazine.
most welcome especially when this can Hopefully more such contribu-
enhance the outlook and presentation tions can be expected and we are
of the published material. confident that they will actively

Input editor Bob wan der Flier promote the understanding and cooper-
was proud to present te the EGATS AGM ation with our partners in aviacion.
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EDITORIAL

by Bob van der Flier

....About crisis!

1. In February the Royal Asronauti-
cal Society in London organised a
conference with the attractive title:
"How should we deal with the capacicy
crisis?”

I'l1l come back in more detail on chis
conference in our next issue of INPUT
(Summer "89), but taken from chis
conference, let me just mencion now:

- that there is more aluminium than
concrete,

- that mamufacturers can only
produce the additionally required
aircraft now and

- that therefore replacement produc-
tion i3 pot yet avallable,

- that the amount of firm orders for
new aireraft is around 2.500
worldwidse,

= that Europs as a whole haz an
international problem,

- that the politicians have more
voters living around airports than
among passengers,

- that the noise problem is a
perception problem of  having
aircralt over your house,

- that aviation is a system composed
of two elements (airspace and
aircrafc) and the balance between
those elements is called capacicty,

- that there iz a problem of sover-
eignty on one hand and an environ-
mental problem on the other hand,

= and, that last summer there was
not only a problem of ATC capacity
but in addition of ATC staffing.

The question of the future of
Eurcopean aviacion is a European
question, with shortcomings in the
short-term as in the long-term.

EURGCONTROL is to construct a
[low management system and with that,
EUROCONTROL has to take the lead in
European ATC. There has never been a
5 colonels' war, unless it was lead
by a generall

Integracion of the different
national systems is needed in such a
way allowing EUROCONTROL to take over
that lead, step by step, thus owver &
long period of time.

Now we have the attention of
everyone for this problem. However,
we need to maintaln this attention
attracted.

Sofar a compilation of some of
the remarks made, or lines taken from
the different lectures at this
conference in London.

One could say, generally speak-
ing, that the conclusion was that the
European problem can only be solwved
in medium to long-term, whereby in
addition we should look te the wvery
long-term,

Only through real Europaan
unity, will wa come to an Interna-
tional European solution, solving the
today's incapabilities of the avia-
tion system in Europe.

EUROCONTROL can and will play anm
important role, here in the coming
decade (zee the lecture by the DG
elsevhere in next issue).

2. Another erisis is to come,
Despite the goodwill described here
abowe, there 1is scill a serlous
problem to be solved in the heart of
Europe.

A "Pacemaker® called CANAC will
be implanted spring next year, it is
gaid. The division with our ddwn-
stairs nelighbours will then be at
FL 243, From the operational point
of wiew cthis will be the worsc
possible division!

e
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In additionm, CAHAC has more
sectors which means more personnel
neaded. However, the existing staff
shortage, causing quite some delays
already at regular incervals now,
will certainly not be diminished by
then.

Apart from that, this existing
staff shortage will hardly, if not at
all, allow for proper training and
familiarisation on the new system,
which in itself has hardly or not at
all been simulated.

Add te that the present status
of "mobilisation” of the ATC staff,
which means that for the time being
there is no communication between
them and the authorities.

15 this an acceptable situation
to provide safe air traffic services
or 1s this a crisis situation?

3. 5till about the dowvnscalirs
neighbours, Can you imagine the
erisis when the division lewel Is
raised co FL 3007

4. Let me finish with the good

news -

a. The latest news from Spain i3
that negotiations resulted in a
possible dispute free period for the
years to come;

b. Here 1z another issue of INPUT,
with some smashing interviews and big
stories related to different fields
of aviation and air traffic control.

WE, the wery small edicorial

team did it again! Hereby I would
like te highlight the amount of work
on the wordprocessor by Carelyn.
BUT, I have to put a warning here:
Without any input of the readers
themselves, it will NOT be possible
to maintain this level of IRPUT.

Your membership of EGATS obliges
you to be more active and participate
more. MNot only by reading!

Hope to read from YOU next tima.
I count on your IHNPUT!

don't
forget

w (WRITE T DOWI]

NEXT COPY
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INTERVIEW

with Mr. H. Flentje, former

Director-General of Eurocontrol

At the occasion of his retirement after 18 years of service with
EUROCONTROL, we approached Mr. H. Flentje with some questions for an

interview.

We are now in the fortunate position to publish the questions raised

with the replies received thereto.

You have been with EURODCONTROL
for about 18 wears now., When
you entered the Organisation the
ideas about a united Europe and
thus about a European Organisa-
tion were different from now.
What were your expectations 18
years ago taking up a funccion
within a European Organisacion?

18 years ago 1 thought that due
to the Commission’s decisions to
plan, Dbuild, implement and
operation UAC's in HMaastriechrt,
Karlsruhe and Shannon and with
the hope that from 1975 on
France and cthe UK. would
finally transfer the tasks
lizted in the Conventionm, 1.e.
to. exacute ATC In the upper
alrspace to the Organisation,
EUROCONTROL would become the
European Organisation for Air
Havigation Services in the upper
girspace of the member states.

As a Director-General you will
have met their politicians of
the different EUROCONTROL member
states., Their policies always
have beaen the leading directives
or the limiting restrictions for
thae organisation. Together with
Einancial constraints the
execution of operational tasks
did not grow to an extent wished
by so many of us.

What could have been achiaved if
the green lights would have been
glven? (e.g. more EURDCONTROL

UAC s in Europe, stripless
environment, coloured scopes,
ate. ).

It would have been possible to
create a European FAA responsi-
ble for:

- ANS In che upper alrspace of
the member states;

= planning and implementation
of & real European ATC-
system, with the development
of common functional specifi-
cations, the operational and
technical concept, and the EC
could have supported us to
develop prototypes of UACC's
and ACC's with modern sector

sulces, datca processing
systems, a central flow
system, modern data link

capabilities, etec,..

- cooperation and coordination
wicth the FAA, and the USSE,
to prepare ICAQO standards and
recommendacions, ecc...

It iz the fault of the member
states’ administrations that we
missed all these possible
opportunities, and that we are
at least ten years behind the
times,

Do wyou expect that these mlsszed
opportunities will ever ©be
implemented?

I believe so, but wvery late and
only due to the enormous pres-
sure of the flying public, the
European parliament and all
Users in general. If
EURDCONTROL member states do not
start iemediately wich nev ideas
and the possible common efforc,
the EC will cake over,

The year 1988 has been a tragic
year for European aviacion.
Multihour delays, coscly rerout-
ing, hardly controllable conges-
tion problems. For many years
this situation has been predicc-
ed. It has been clearly indi-
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cated on different occasions,
that one day it will come to a
sicuacion like this. We are now
faced with it. Recently deci-
slons have been taken which
should lead to an improvement of
this situation. What effccts
will this have on the Organisa-
tions?

Tha present situatien vas
predictable; it is impossible
and cannot continue, the uwsers
insist that everything has to be
done as soon as possible, that
the money will be mada awvail-
able, that a common, centralised
Flow control system will be
implemented rapidly by
EURCCONTROL and the 12 national
flow management units be reduced
to an absolute minimum.

All ECAC-Member states have
agreed to my proposal that
EURDCONTROL be used as the forum
and the Agency as the tool for
all air mavigation subjects and
that the effort be concencrated
there to achieve improvements as
spon &8 possible. Thiz was
fully supported by TCAD,

A mo Ee pertinent question
related to the situation of the
air traffiec control scaff in che
Haastricht Centre; for many
years now we had to accept
certain constraints leading to a
situation of decreased social
conditions and human and envi-
ronmental working conditions,
Although EGATS is not a Unfion
type of guild we are concerned
about these factors influencing
morale and flexibility of our
mambars, Thus the following
question: Do you foresee in the
near future any improvements im
this respect?

We have tried to change this,
and we are continuing te do so.
I hope that member states will
soon agree to the early termina-
tion of service under conditions
acceptable te you, and to a
career structure which meets
your ideas, but they will not
give more than they have negoti-
ated wicth their own staff.

He don't want ¥You o attempt
erystal ball predictions, but in
view of the rapid changes in
demand in aviation these days,
how do you ses the future
development of the Organisation
and the Maastricht Centre?

UAC Maascricht will continue to
play an important role in future
for the whole Organisation. It
iz a pilot centre for all member
states, We have had long and
detailed discusslons in the past
about this wvery question and
finally the member states have
accepted the following text of
the preamble of the future
Maastricht agreement which is in
the process of ratification by
the parliaments of the four
states:

*Haastricht UAC is a EUROCONTROL
establishment for the purpose of

GARDENCENTRE -
LANDSCAPE GARDENING -
LAYING - OUT AND MAINTENANCE

arthur speetjens

FROM OWN NURSERY:

- Conifers, all types
- Shrubs and elimbing plants

EXTENSIVE ASSORTMENT:

- S0DS

All types of heather -
— Roses 1:—"#‘ *:;‘-;" .‘-“‘?f'
LAYING-OUT OF TERRACES: ¥ wyMer® ¥

Peat, manure and fertilizer, ete,
— Cardenliouses
— Greenhonses
~ Renovation of existing pardens
= Plowing and harrowing

Geverikerstraat 11 (Geverik) Beek
Tel. 04490-71417
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providing the Organisacion with
the essential link betveen the
mandacory tasks in Art. 2.1 of
the EURODCONTREOL Convention and
the practiecal executcion of ATS,
thus enabling the Organisation
to maintain and develop 1tz
technical and operational
know-how in the ATS fleld”.

I. Our first question was: What
were your expectations entering
the Services about 18 vears ago.
1f you look back now on these 18
years, what are your feeling now
and were your expectations
fulfilled?

F. Wa have had to go through wvery
bitter periods and my expecta-
tions were mot fulfilled at all,
but if you compare the situation
of 54 years ago with that of
today, it is quite differenc.
We now have 9 member states,
Turkey, Malta, Cyprus, Italy
will comeé soon, Spain will join,

..__*_*__.

in the end you can expect
perhaps as many as 22 states as
members, and in addition I hawve
put on he table of Ministers a
cooperation agreement which the
USSR  wants to sign with
EUROCOMTROL as soon as possible.
This is the result of two
missions we made to Hoscow this
year.

So this year has been a wvery
successful one for us, and 1
believe that EURODCONTROL has a
very challenging future.

I. 1 wish you all the best for the
future and we hope you will be
able to spend them in the way
you prefer, Alse we do thank
you for the good cooperation and
underscanding during the past
years. Finally, we would like
te thank you for your participa-
tion in this interview.

———e sk

EGATS MEETS NEW DG

On 11 January 1989 the new DG, Hr.

Maastrichc UAC,

Keith Mack wisited the EURDCONTROL

Apart from getting aecquainted with the Centre, its people and the
different departments and thelr way of working, the programee contained
a meeting with the different Staff Representatives.

In this respect there waz a
meéeting between the EGATS EB and the
new DG, together with the Director of
the Centre, Mr. Stalpers, the Head of
Adminiastration, Finance and General
Services, Mr. Drost and Head of
Personnel Section, Mr. Klijnstra.
Your INPUT Magazine editor was
present as well and reporcing:

After the formal introduction
ECGATS president Jan Gordts gave in a
brief presentation an incroduction on
EGATS.

As the ATC background of the new
DG was confirmed, the undersctanding
of the presentation by the new DG was
quite simple and recognised. This
was felt immediately and gave opening
to a relaxed and meaningful meeting.
In respect of EGATS relations with

the Organisation, it was emphasised
that regular meetings with the DG and
the Head of the Operations Division
in Maastricht are vital.

After cthe introduction by the
EGATS President, Mr. Mack responded
saying that he appreciates that
professional aspects which differen-
tlate a gulld from a union. "It is
the whole of the aviation scene". He
underlined the need for a good
communication and good relatlons with
EGATS and immediate and promptc
communications.

"ATC personnel have the experti-
se, thelr managers need them.
Therefore they should work closely
togethar!™

Continuing, the problem of the
increase of traffic and its conse-
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quences was tackled, together with
the increase of training. Scill ic
takes about & years of training to
reach full walidation,

Samples of EGATS Technieal
Commictee activities together with
the role played within IFATCA by
EGATS were given. The absence of our
IFATCA liaison officer, FPhilippe
Domogala, due to the FEATS Conference
in Paris was used as an example of
the amount of cime spent with these
activities. Here Mr. Stalpers
brought up the subject of the highly
appreciated special leave granted to
guild representatives partially
compensating for time spent on these
activities. It was underlined again
that the amount of days allowed is in
fact far from sufficient.

On the future activities for
1989, mention was made of the planned
"soap-box" meeting in the second half
of this year about "Future develop-
ment of ATC®, and of course the fact
that on the initiative of EGATS there
will be a DATA BANK EUROGCONTROL (DBE)
terminal available at the coming
IFATCA Annuwal Conference in Frank-
furt.

The minimum facilities at the
disposal of EGATS were mentioned.
The Directer of the Centre stated
that in the plans for the extension
of the building, it will be taken in
consideration that there should be
adequate facilities Ffor the Staff
Representatives.

INPUT
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Finally, the concern about early
termination of service was explicicly
mentioned by che EGATS Representa-
tives. However, to avoid duplication
this matter would be handled furcher
by the Staff Committee Representa-
tives in the meeting wicth the new DG
following our session.

Furthermore, your editor had the
opportunity to hand out & few coples
of our INPUT magazine explaining the
fact that this magazine is distribut-
ed world-wide.

The pleasant and open meeting
was concluded by the presentation of
an EGATS tie by EGATS seccretary Kees
Scholts, whereby Vice President Geoff
Gillete indicated that EGATS member-
ship is open to all staff holding or
having held an ATC license. So 1s
Mr. Mack!

FLIGHTPLAN.
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SYMPOSIUM
EUROPEAN COOPERATION IN AEROSPACE

A symposium was organised in Delft (Holland) on 1 and 2 December 1988 by
EUROAVIA on the occasion of its 38th anniversary. A well organised,
Interesting symposium. Your editor reporting.

Firsc of all, what is EURDAVIA?T
It is an association of European
Aeronautical and Asctronautical Stu-
dents of the different universities
throughout Europe. Thelr objectives
are te further a <c¢lose European
co-oparation inm all fields of aero-
nautics and astronautics by
establishing and Improving contactcs
among asronautical and astronautical
students all over Europe and to give
the members am opportunity te learn
more aAbout study, culture and indus-
try abroad.

Founded inm 1959 in Aachen,
Germany, the assocliation more or less
vanished in the late seventies Eto
reappear in 1984, How, EURDAVIA has
again proved its right of existence.
Hew local and European activities,
such as fly-lnns, annual congresses,
practical training schemes  and
study-reports, togather with the
publication of tha EUROAVIA News,
have been added. At present, 21
groups from 10 different countries
form so-called local groups of
EUROAVIA. It is hoped, cthey say,
that through these activities the
European aerospace student becomes
acquainted with the culture and
industry of other European countries,
since this, in tha present climate of
European co-operation, should be an
egsential component in the educacion
of aerospace engineers.

Since the programme of Cche
Symposium was almed at these stu-
dants, the different lectures were,
mostly of an Informative nature and
both civil as military related.
There WELE represencacives of,
amongst others: Airbus Industcrie,
Rolls Royce Engines, Fokker Indus-
tries, ESTEC, HMesserschidt-Boelkov-
Blohm, DFVLE, FRG's Joint Airworth
Bequirements and Jolnt Cercification
(JAR), European Communities and
EUROCONTROL.,

Lec's take szome highlights of
the different lectures and presenta-
tions.

From the European Communities,
the Commission’'s Vice-President, Mr.
Karl-Heinz Narjes, indicated that
"the need for co-operation between
European companies in major develop-
gent projects and the production of
aircraft has been recognised by the
Commission for many years and the
practise is now firmly established in
the industry. The most obvious
illustration of this is ‘AIRBUS’'.
There has also been an increasing
co-operation in research and technol-
ogy but mostly on a national basis"®.

"We In cthe Commission®™, Mr.
Harjes continued, "“believe cthat the
urgent requirement now is to broaden
co-operation te Community level,
With this in mind, the Commission
recently launched an initiacive
aiming at establishing a strategic
programmé inm aeronautics. The idea
is to stimulate the European aeronau-
tic industry to extend the exiscing
co-operation to research and techmol-
ogy acquisiction and to strengthen the
technology base and broad front by
bringing about more effective collab-
oration in precompetitive research”.

"Two years ago the Commission
together with the major European
aircraft companies initiated a study
on the future prospects for the
industry. This study is known as
'EUROMART" ",

"It foresees an increase of some
40 percent in real cterms in the
average annual value of aireraft and
helicopter deliveries over the next
twenty Yyears as compared to the
average value of delivery in the
period 1980-*86".

"The Commission's plan is to
establish a 'Strategle Programme for
Aeronautical Research and Technology
Acquisition' at Communicy level,
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which should be put inte cperation as
soon as possible®.

"The Commission's wview that
action is needed, iz consiscent with
the European Parliament's view
expressed in its recent resolution on
the European aeronautical industry®.

Coming to the subjeet of space,
the Commission’s Vice-President
continued: "Europe owes its position
of the third most important space
power to the existence and activities
of the Eurvpean Space Agency ESA".

With this remark about ESA we
move to the lecture by the Director,
Mr. Marius Le Fevre, of ESA's Europe-
an Space Research and Technology
Centre (ESTEC): "European Space on
course to the 2lst century". He
raferred to the decislon by the ESA
Member Scates to charge ESA with the
simultaneous development of four new
large space Programmes .
Mr. Le Fevre: "1 consider It appro-
priate to emphasise this decision as
unique and of hiscorical signifi-
cance" .

"Although in the meantime the 4
new large space programmes to lead
EUROPE inte the 21lst century have
become fairly well known®, they were
briefly presented:

Ariana 5 (1995), (vogether with
Hermes) to give Furopean autonomy in
manned space flight;

- Columbus (1996-1998), the European
contribuction te the International
space station;

- Hermes (1998), a delta wing space
plane to be launched on top of Ariane
5 and capable of runway landings both
at the launch site (Kourou, French
Guyana) and in Europe;

- Data relay satellite system, Co
provide Europe with cost-effective
and independent real-time space
communication capability. Launches
planned in 1996 by Ariana 5.

(We will come back to these
interesting programmes and more about
ESTEC later-on this year).

AIRBUS Industries’ Hanager
Project Design, Mr. Georg Poschmann,
presented a lecture on “AIRBUS
Induscrie and the European co-opeéra-
tion in aeronautics™.

About production, he said: “"The
Alrbus production plan shows an
annual production of B84 A320 and 42
A30D/A310 aircraft inm 1990. After
1990 the A330-A340 production starts
to build-up reaching 42 aircrafc per
year in 1993. Alctogether the tenta-
tive baseline plan shows produccion
of 158 Airbus aircrafr im 1993, that
is 2 aireraft every 3 working days.
This means a tremendous effort for
the whole Airbus Industrie’s system
and good co-operation between all
participants is an absolute prerequi-
gzite to master this challenmge®.

"What has been achieved on the
sales front? Up to the end of
October 1988, a total of EB3 firm
orders for AJO0/A3L0/A320 aircrafe
has been received from 74 customers.

"‘:'-‘ . _..:I-
.'_l",-‘ :z i"-.
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Cut of chese orders, &40 aircrafe
have been delivered up to now. To
this nuesber 131 commicments for
A330/A340 hava to be added plus all
the options for the A3IDDSAZLO/A320
which may be converted inte firm
orders subsequently. These =sales
figures represent a remarkable
success for AIRBUS Industrie and
aspecially the A320, which has got
[(643) more orders and options than
any medern airliner at this stage of
its programme”.

Hr. Poschmann contlnued pouring
out further interesting figures and
informacion:

“AIRBUS Industrie and che US
manufacturers agree that worldwide
passenger traffic will grow, over the
next 20 years, at a rate of 5 to &I
per year, which means almost three
times as much airline craffic in tche
year 2006 as today. In addition, new
aireraft will also be needed to
replace old aircraft made obsolete by
age, nolse, high fuel consumption and
cost as well as passenger appeal. As
a result, AIRBUS Industrie forecasts
up to 2006 a need for delivery of
9.200 new airliners (4.800 narrow
bodies, 2.300 wide body twins and
2,100 3- and S-engine wide body
aircraft), of which we expect to pget
& share of approximately 3.200
alrcraft".

Jumping to human aspects, the
AIRBUS Industrie lecture read.
"Another essential aspect in interna-
tional co-operation is related to the
PEOFLE, who are engaged in these
activities at all levels, By nature,
the participants who have to work
together, come from different coun-
tries and environments and have a
different education and professional
training. Differences in respect to
professional experience, approach to
problems, reactlions €0 events and
management  procedures, eto, are
significant. To these can be added

the problems arising from living and
working im a foreign environment,
which create difficulties and chal-
lenges of language, civilisation and
culture, These differences must be
made posiciva., If proper and open
exchange of wviews is not only made
possible, bur systematically organ-
igsed, it is possible to inerease tche
engineering quality and  reduce
significancly” the risk of errors.
Looking at a problem with different
eyes and from different points of
view enables us to understand it more
completely and helps to find better
solutions. In the past, neither the
formal education system nor company
training tried to prepare people in
the ‘art of international co-opera-
tion’, We just exposed them teo cthe
co-operative world and left it to the
individuals te elither find a way or
drop out. But now the experience
gained in international co-operatiom
makes a more systematic craining
possible to complement the professio-
nal education. And this is one of
the first and most important actiwvi-
ties of EUROAVIA: To collect experi-
ence Iin co-operation and make it
available to students and young
aeronautical engineers.

Finalising cthis review of interescing
subjects, 1 would like to mention
shortly EUROCONTROL's Mr. André
Benoic's lecture on "Efficient
on-line air traffic handling®.

*The fascinating, multi-diseci-
plinary and presently cricical field
known traditionally as Air Traffic
Control eliclts a wvarlecy of acute
problems, several of which comprise
possible subjects of dissertations,
thesis, research, development and
applications of great interestc®.

"Te illustrate the point, it
will be sufficient to compare the
level of automation attained in the
aircraft and on the ground. In
short, it is conceivable to fly in a
fully automatic mode from departure
to arrival, ground movements includ-
ed, with or without a (monitoring)
crew on board. In contrast, no
system has yet been introduced in a
ground based centre for the automatic
generation of directives to assist
the air traffic controller in puiding
aircrafc”.

"The limitation {mposed on air

INFLIT
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transport demand by che present air
traffie contrel capability on the one
hand, and the developments in modern
technologies on the other hand, make
it possible to envisage extensive
automation af cthe everall air traffic
handling process in the course of the
naxt two decades".

The lecture showed how “the
present situation could be f{mproved

in terms of efficiency (economy,
capacity and oxpeditiousness) and
satety, by means of the integration
of econtrel phases over extended
areas. Tha pPropgramms propasad
represents an inictial and esszential

step in the use of the computer to

generate contrel activicies atc che
decigsional level®.
The presentation included an

overview of the Zone of Convergence
(EOC) concept and was completed with
a wideo projection produced by the
EURDCONTROL Experimental Centre

illustrating the "state of develop-
ments with the automatie generatiom
of puidance directives, conducted in
realistic conditions with the parcic-
ipacion of professional air ctraffic
controllers and alrline crews”.

Since this presentation, of high
interest to ATC scaff, was presented
as well at the International Seminar
“ATC 2000* in Luxembourg in February
1988, we will come to & full publica-
tion later (Ed.}.

This will conclude this report
on my visit to the EUROAVIA symposium
in Delft. In total a very interest-
ing symposium with high qualicy
subjects and speakers. It therafore
was a pleasure to have been a guest
of EUROAVIA and I would like to
express my thanks [or thelr invica-
tion.

Bob wan der Flier.

REIS-

EN PASSAGEBUREAUX

----—--'
Py -ﬂ!!{.’-— iy GARAMNTIEFONDS
EN page et REISGELDEN
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Telefoon 043-211451

Hilde Taffner
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Telefoon 043 - 211515

6221 BR

Til Maessen

8211 CH Maastricht
Fax 043-252114

Anita Germans
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Fax 043 - 212799
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'FASTER THAN A BULLET’
by Geoff Gillett

The Date : 10 December 1988
The time = 1040 Local
The Place : Londen Heathrow

runway 27L

The Alrcrafc ¢ G-BOAC

Concorde 001 : "Ready for take
off"

: "Roger Concorde
001, cleared for
take off surface
wind thres zero
zero degrees, one
zero knots."

: "Roger cleared
for take off"

Captain (Intercem): "Gentlemen, are

we ready? Three,
two, oneé, now!®

Heathrow Towar

Concorde 001

Four pgreen lights indicate that to BA and about seven hours work.
re-heat is operating and 38.000 Wicth the nose drooped, the
pounds of thrust from 4 Rolls Royce take-off roll was exceptionally

Olympus engines push me back in my
seat behind the Captain, as the
runway unwinds ahead of us.

Though frequently amazed at the
circumstances in which 1 find oyself,
this was an experience beyond my
wildest dreams - a member of the
flight deck crew on Cencorde -
supernumary thought 1 was, 1 had
received a full briefing, including
evacuation procedures and had been
made most welcome om this, my first
and almost certainly my last, civil
supersonic Flight. There had been
criticisms of course, about the
distribution of these familiarisacion
flights, obtained by the EGATS Flipght
Department, after long negotiacions
with PBritish Airways. Critiecs are
never in short supply and finding a
fair method of allocating these
flights was, perhaps, more difficult
than obtaining them. Flight deparct-
ment people had considered the
problem extemsively, concluding that
a competition, requiring twelve
answers ©o guestions about the
Concorde, independentcly judged by
four members, would be a fair method.
For me, thisz necessitated borrowing
two library books, one telephone call

short, in spite of our being close to
maximum take-off weight. After only
about 16 seconds, we rotated and left
the runway at 217 kts. and headed
west towards Windsor Castle, clearly
seen in a visibility of about 20 nms
and 8/8ths blue sky. HNoise abatement
procedures necessitated power reduc-
tion after one and a half minutes and
reheat was cancelled at about 600
feet. As the visor was ralsed at 250
kks,, a controller’s wolce, with a
London accent I though 1 recognised
from years gone by, cleared us to
FL 120, rthe afcer take-off checks
were completed and we passed owver
Reading climbing on a radar heading
at 5.000 feet per minute.

"Captain speaking® <time had
arrived and he informed his 95
passengers and 5 empty seats of our
ETA, and that the weather im Hew York
was dry and sunny, In terms of local
time, we would all arrive one hour
younger!

During the subsoniec eclimb our
rate varled between 3.000 and &.000
fpm and no “level off"* had been
necessary. As the passengers sipped
their apericif, we slipped smoothly
into the transonic phase of flight,

IMPUT
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with reheat on. #s Hach number about the zame as a BAC 1-11 perhaps
increases, the asrodynamic centre of and with a not Coo gEenersus sSeat
gravity moves rearward and the piceh. There wera several famous
aireraft has to be re-trimmed. In faces on board, pop stars and busi-
Concorde, this is achieved by moving ness men mostly. The meal was
fuel around. For acceleration, fuel excallent and hardly had 1 become
is transferred te the tanks in the acquainted with my fellew passenger,
rear fuselage and at the end of the a property Ccycoon from Auscralia,
cruise phase, fuel is moved forward when we were in the descent from the
again (See Diagram). brighter-than-usual blue fringe of

In Flight Fuel Transfer

Forward wransfer —

Rearward transfer = ranionic
end of cruiso

acceleration

—\

— —— —

r

Frant Main Fasr

Teim Tanka Tenkn Trim Tenk

Fuel iz also used for cooling purpos-
ez on the Concorde, The temperature
on  the nose reached 125 degrees
Celsius, that is 175 C above the
surrounding air and the alrcraft
"grows” in length by about 20 cms,

The airways controller pgave
several warnings of possible sonic
booms te other airerafct in our
vicinity and then cleared us for a
cruise climb te FL 600. The flight
engineer suggested I should watch the
vertical speed indicator and the
machmeter, since they would be the
only indication that we were super-
sonic. Sure enough, the VSI started
to bounce up and down as we went
"though the sound barrier" but no
bang, no flutter. Ko other sensation
except a realisation that around
FL 0, we were still climbing ac
about 3.000 fpm at more than 600
kts TAS. After about nine minutes,
reheat came off at Mach 1.7 ac abourt
43,000 ft, and the rate of climb
gradually decreased to about 350 fpm
by the time we reached the end of the
supersonic cruise.

Frior toe that, however, a young
lady arrived wicth four trays of tasty
snacks and coffes and having seen
Mach 2.0 reached on the machmeter,
only &40 minutes after take-off, it
seemed anm appropriate time to sample
the passenger cabin. Walking at
2.000 kph through the fastest restau-
rant in the world, I was surprised at
the relacive smallness of the cabin -

'l:_______:;;..-"

space. 5o back to the flight deck.

Although we had only a shore
time ago wvacated FL 560, slight
turbulence was experlenced whilst the
captain briefed me on cthe ap-
proach/missed approach procedures,
Already the R/T was becoming busier
with quickfire American phraseology,
as seventy mlles of Canadian coast-
line WaS slip-sliding away.
Nantucket Island, Martha's vineyard
and the Manhatten skyline were
identified by the crew alse Staten
Island and the Statue of Liberty
stood out against an azure blue shy.
What luck to approach JFK for che
first time, in such wonderful weather
and Iin December too!

o fascinated was 1 with all
there was to see, that my recollec-
tion of the appreach and landing was
minimal, except that the captain made
a4 manual landing, greasing it onto
the runway at 160 kts. From a
passenger point of wiew, the whole
flight had been uneventful. They are
the best kind after alll

And so0 we were down., 31.605
miles in 3 hours 26 minutes - less
time than It takes me to drive to
Calais! So into the crew bus and an
expadited check-in at the New York
Sheraton with the rest of the crew,
except the Captain of course!

Whilst all this had been happen-
ing, colleague Andy Barnby, co-winner
of the competition, had departed
Heathrew on a BA-747 about thirty

INPUT



15

minutes after me and we had arranged
to meet Iin the hotel, With enly 30
hours stopover, 1 was determined to
make the most of it. A guick shower,
change of clothes and off to the
Emplre State Building, one hundred
and twenty floors high and a tetal
height of nearly 1.500 fr. (483
metres). Being such a clear day and
the scartc of the Christmas shopping
period, I had the impression that
half of the population of New York
wanted to see their city, the “Big
Apple”™, from the observation platform
at the top. Eventually, my turn came
and ' what a wonderful wiew! I re-
mained about an hour drinking in the
effect of the Manhatten skyline,
marvelling at man's engineering. It
also occurred ta ma, that
Mr. Barnby's B-T747 was about halfway
across the Atlantle. Somehow I
wanted to tell somebody, anybody,
that only six hours ago, 1 was
walking in the streets of London, and
only Concorde could make this possi-
ble, But who would have cared? But
no time to philosophise, take one of
the seventy-three elevators, at a
speed of up to 1.200 feet per minute
in the descent, back to ground level,
with a right turm out and up
broadway, wia Times Square, o s¢e
Carnegie Hall,

Is it really 50 years since
Benny Goodman played his famous
concert here? Is it only 85 years, 1
week and 5 minutes since Orville
Wright made the first man-controller
flight, lasting 12 seconds? Has
Concorde really been flying commer-
cislly for more than 13 yeaxrs?
Doesn't Mew York lock beautiful im

har Christmas clothas, trees
everywhere and shop windows competing
for acttention! But it's time to

return for our rendezvous at the
hotel.

Good ATC planning! Mr. Barnmby
had arrived seconds before me and was
having problems getting a room.
Quick negotiations with Clyde, cthe
concierge, a typically friendly
American, who .gives Cthe impression
that he haz known you all hiz life,
has no rooms available, so we share.
Wi had boch arranged to meet up with
our respective crews, Andy with the
747 erew and 1 with che Concorde team
in Houlahan's Bar.

Again a shower, <change of
clothing, and out inte the now-
freezing night alr. The scene had
changed. Millions of lights; traffic
lights, neon 1lights, ~“Don‘t Walk"
lights and moonlight. But walk we
did - eventually to Houlahan's
draught Guinness f[lowed and so did
the conversation, Altogether, it was
most enjoyable evening spent with
these crews - the highest of fliers -
talking aviacion for mosat of the
time. What a pleasure it is to hava
contact with fellow-professionals,
whose working world we share but with
whom we have so little contact! What
4 technical achievement to mowve 100
people at 1.340 nautical miles per
hour - faster than the speed of a
rifle bullet. A total - aviation
experience!

Hy grateful thanks to Britiszsh
Aflrways, Captain K.D. Leney, Flight
Manager ctechnical, Concorde, the

crews and to my colleagues Inm EGATS
whoe made it all possible.
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VISITORS FROM RUSSIA

In the last week of January 1989 a delegation of the Russian Civil
Aviation Workers Union (CAMU) wvisiced EUROQCONTROL on an invitacion of
the Union Syndicale Maastricht Branch. Your editor reporting!

The CAWU is a union with over EUROCONTROL organisation and the
1.000.000 members, mainly within the MADAP-system. Believe it ar mnot,
UssR. However, Russian aviacion this complete presentation was done
persennel stationed all over the in the Russian language. Since Mr.
world are members. The CAWU consists Ehrmanntraut has been at a BRussian
of about 2,000 different organisa- school in his early youth, this was
tions comprising all aviacion related not that much eof a problem for him,
professions, such as AERQOFLOT person- except for the more modern words,
nel (from pllets to wmaintenance which did not exist at the time.
staff), ATC personnel, but also Thanks to his pgreat effort, HMr.
alrporc-handling staff in and outside Ehrmanncraut was able to do the full
Russia. presentation In the Russian language,

The delegation was formed by the which, of course was highly appreci-
President of the Central Commictee of ated by cthe delegates.
the CAWU, Mr. Alexander Gridin and The presentation was followed by
the head of the International Rela- an introduction to the Maastricht UAC
tions 0ffice of the Central CommitCes Director, Mr. P.J. Stalpers, who
of the CAWU, Mr. Vietor Finagin. received a token of appreciation by

fn arriwval at Maastricht alrpert the President of the CAWU,
on Monday, the delegation was welcome A tour through the operations
by the hosting Union Syndicale room, whereby both the civil and on
representatives Messrs. Horsman and special invitation, the milicary side
Koper and by EGATS Vice-President was visited, concluded the morning
Geoff Gillett, To pet acquainted, a programme,
very friendly and relaxed get-togeth- After lunch in Harry's VIP room
er took place at Geoff's place, where the afterncon was filled with the
his wife Sally had prepared the exchange of {information on the
guests a very fine buffet. structure, organisacion and proce-

On the second day of cthelr dures of both the Unienz and EGATS.
vigit, the Russian delegation was Thizs meeting was deemed very worth-
welcomed to the Maastricht Centcre by while, since it was one of the
Deputy Director, Mr. Ehrmanntraut, reasons For their visit,
who gave a presentation on the Following all this thirst-making

conversation, the yearly beer-call by
the Union Syndicale was attended,
whereby many members of the Union
were present to meet the delegation
and hit a few beers or something
else! During this cosy get-together
EGATS Vice-President Geoff Glllett
offared the Russian guests an EGATS
plaque as a souvenir of their wvisict
to Maastricht. The return speech (in
Buzsian) by CAWU Presidenc, Mr.
Gridin, was on his request, translac-
ed by Mr. Ehrmanntraut.

Unfortunately the latter had co
glve up, saying: "Glving a presenta-
tion in Russian is completely differ-
ent from doing translations®. There-

INFUT



18

fore we were provided again by the

excellent translations of Mr.
Finagin, az he did on all other
occasions, Later-on, at request of
the milicary staff there was a short
introduction at the bar In the GAF
Cazina, so that the GAF colleapgues

wera able to meet the delegation as
well. A highly enjovable initiatiwve,
showing some “Perestroijka® from
their side as well.

EGATS Vice-Fresident Geoff Gillett
offering an EGATS plaque.

Wednesday the delegation visited
EURDCONTROL Brussels. In the morning
they were welcomed at the Data Bank
EURDCONTROL. After a general Intro-
duction on the history and tasks of
the DBE, a demonstration took place
at one of the terminals in the
operations room,

Of course mention was made of
the plans to come to a data link
between our DBE and the DBC (Data
Bank Comecon), which will take place
in the future. Another reason for
the guests teo wvisit EURDCONTROL.

The EEC Unfon Syndicale offered
an excellent lunch, during which
time, information was exchanged on
the different ways of working of both
Unions.

The aftermoon programme started
at the EURCCONTROL Headgquarters. The
Director-Ceneral, Mr. K. Mack re-
ceived the  delegation, whereby
further mention was made of the
current state of affairs of the
relations between the Organisation
and the PRussian Civil Aviation
Authorities and other Air Traffic
Control related subjects.

The rest of the afternoon was
used for some leisure whereby natu-
rally "Manneke Pis" was honoured with
a short visic.

The programme in Brussels vas
terminated with a small reception at
the house of the EEC Union Syndicale
President, Mr. France lannielle.

This terminaced asz well the
official programme of the wvisit of
the Russian delegaclion, since the
last two days were filled with a
touristical wisit te Amsterdam, The
Hague and Rotterdam and a day of
leisure on Friday.

In the late Friday afternoon a
small tour through the lovely land-
scapes of Limburg completed this day,
vhich ended in Haastricht, where the
host Union Syndicale offered the
Russian guests a farewell dinner.

Saturday morning Hr. Gridin and
Mr. Finagin departed from the Inter-
national Adlrport of Brussels back
home,

Looking back te this week of his
visit, CAWU President Mr. Gridin
mentioned the friendly way he was
received and showad around, whereby,
clearly all efforcs had been takem so
as to allow an excellent balance
between official business and lei-
sure, Hereby the hosts had succeeded
in accomplishing a wonderful week
which will remain long in his memory
“Thiz could only be possible,” he
gaid, “"when one really has an open
mind for international relation-
ships®. =Ilt has been a great plea-
gsure for me to have been your pguest
and 1 am sure that we will extend ocur
relations through our exchange
programmes,” said Mr. Gridin in his
farewell at the alrport.

Thisz wizit paved the path so as
to come to a common exchange pro-
gramme between members in Russia
{(mainly Air Traffic Control Staff)

Welcome by the EUNROCONTROL Director-
General, Mr. K. Mack

INPUT



19

and members of EUROCONTROL. Omne year
a group will wisit the USSR and the
next year a group will come to
Holland. Groups, including wives, of
between 10 to 18 people plus a group
leader will be allowed. Children may

pacrticipate, whereby a special
children's programme is possible,
howewer, c¢hildren are counted as

persons of the group. Destinaclons
in USSE may be proposed, but are
finally selected and decided upon by
the BRussian hosts, because more
international groups may be around at
the same time, The wvisits will ctake
place in the period between May and

September and will last about 14
days. The programme will be a
balance of wisits, excursions and

lefsure time, whareby it wvas specifi-
cally mentioned, that the excursions

will normally not be the ordinary
ones which are ineluded in the
regular tourist programmes. In USSR

interpreters are provided for by the
host eorganisacion. Travel to and
from the USSR will be arranged
through AEROFLOT on special condi-

tions. All further costs are for the
host{ing-party). This means condi-
tionally that the guests to be

Limburg are on the
This is a

received in
expense of the hosts hoave.
Fuseian tradicion and it mesns, thus
that all expenses, including e.g.
souvenirs are on the account of the
hoscs,

As soon as further details are
available, this will be made known to

the (UNION?)} members.

e

At the Data Bank EURCCONTECL (DEE)
in Brussels.

Looking back to this week and
remembering the interesting conversa-
tions we had, I only can but conclude
that the initiative by the Union
Syndicale for this wisit was an
actlon of good and perfect publie
relations.

SOLAIR SOLAIR SOLATIR SOLATR SOLAIR SOLATR SOLATRE SOLAIR SOLAIR SOLAIR

SOLAIR, THE INDIVIDUAL TOUCH IN ADDITION TO YOUR EXISTINC THRAVEL FACILITIES!

HOLIDARY PLANS TO DENMARK??

Satco Per Bach Nielsen ocffars:

Summerhouse at KEvie Lake, Jutland, Denmark
Located between Esbjerg (EEKEBE) and Billund (EEBI) and Legoland.

The house is built in 1979 and contains &3 sq.mbrs.

bood for up to & pEFSORS.
There

isy Bitting-room combined with kitchen, Z bedrooms wWith 2 beds,

1 bedroom with 2 bunks. Kitchen: El-cooker, refrigerator, cotfee—maker,

hot=-cold water. Bathroom: WC; shower; hot-cold water.

Frices for 198%:
week no 1518 and J&-423

week no 23-32 1

I¥ you are interested or for more information, vou can apply tos
SATCO Per Bech Mielsen, Buen 7, 718Z Bredsten, DK Denmark.
tel. april: 455 BBII45; from may new numbery 45 75 BB1345,

B0 DE KR + mlectricity
week no 19-24 and 33=-35: 1200 DK KR + electricity
1700 DE ER + electricity.
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MEDICAL ASPECTS

Medical aspects are very important ftems for aviation related profes-
sions in geneoral and for alr traffic control personnel in particular.

Our relatlion with the medical department is mainly through the B.G.D. in
Heerlen and in partlicular wicth Dr. M. Stekelenburg. We invited him to
provide us, on a regular basis, with some medical informatien, which he

thinks is relevant te us.
His First contribution,

Determination of vision and hearing are more frequently in the thoughts
of an air traffic controller as his er her age inereases. 1In this
article, written at the invitation of the Editor, the functions of
vision and the effects of age on wisual accommodatlon are analvsed.

by Dr. M. Stekelenburg

“Presbyopla - The Short Arms Effect®,

Light ravs encer the eye by the
cornea, After they have passed the
aqueous chamber they go through the
pupil, the lens and cthe vitreous body
te the retina. In the retina the
light rays are transformed inte
elecerie stimuli which go through the
optic nerve to the brain, (figure 1},

To see a picture distinctly, the
image has to be focused on the retina
and not behind or in front of it
This Ffocusing, the accommodation, is
done by the lens.

The sctrength of the lens is
usually expressed in diopters which
is the reciprecal of the focal length
in meters. The focal length is the
distance from a lens at which paral-
lel rays are focused. In a normal
{emmatropic) eye, this discance is
about 13 mm. which is alse the
distance between the centre of the
lens and the retina.

In a hyperopic eye, the image is
focused to a place behind che retina
and in myopic eye, to a place in
front of the retina. (figure 2).

The relation between the object
distance, the image distance and the
lens is expressed by the lens formu-
la:

+

A =

1
3

[ [

(Eigure 3].

The resting eye has a power of
about &7 D from which 45 D iz sup-
plied by the cornea. At rest the
power of the lens is about 20 D.

The shortest distance from which
an object can be seen distinetly is
called the near point of wvision,
Thiz point iz direccly relaced wich
the accommodation power of the lens
and the shape of the eye. If there
iz hypertropia, the distance of the
near point is Inereased. 1f, on the
contrary, the eye Iz @myoplec, ths
distance of the near point is de-
creased,

With hyperctropia, wislen of
distant points is possible with less
or more accommodation of the lens
which may be wery tlresome, It is
therefore better to correct with a
converging lens,

If vision is myopic, distinection
of remote images is only possible
after correction with a diverging
lens.

The difference between the
strength of the resting and the
maximally accommodated eye is called
the power of accommodation. It is
about 10 D in the young adult and
diminishes during lifetime. This
decrease is caused by a decrease of
the contraction force of the eilliary

body. m m
=
énrrg

LR TR oD O &R TRAFFIC G DN
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ANTIRION
CORSEA CHASISER CEAMBIN

fi E._ltl l: FoVEA q;'!ﬂ'llLI
Structure of che ave.

(From Selkurc, Physiology,
Brown & Cle Boston USA 1962).

Lictle

--—HT-'-'-'-'-I'

(IMAGE MSTARNCE}

[OECT DISTARCE]

figure 3:

Construction of an image when lens
strength, object size and object
discance are known,

(From Selkurt, Physiology,
Brown & Cie Boston USA 1962).

Little

EMMETROPFIA
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HYPERDPIA

MYOPLA

h 1
F——I!- nm-—!
fipure 2:

Optimal dimensions of the normal and
abnormal eye. The hyperopic eye can
be corrected by a spherical lens
placed before the eye. In the myopic
eya, rays focus before the retina.
{(From Selkurt, Physiology, Little
Brown & Cie Boston USA 1962).

Ej}i}b The lens acts like a plascie bag

filled with a fluid. It is spread by
tiny ligaments (the =zonula) iIin Cche
middle of the cillliary body which is
a circular muscle.

When the cilliary body contracts
the diameter of the lens diminishes
and the anterior surface bulges
forward. The shape of the lens
becomes more spherical which gives an
increase of the eptical power.
(Eigure &4). — —

figura &:

Accommodation of the lens,

{(From Hollwich, Einfuhrung in den
Augenhellkunde, Georg Thieme Verlag
Stuttgart 1968).
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—

—= At older age, the contraction
force of all muscles decreases. The
cilliary body is no exception te this
rule, With the decrease of centrac-
tion power of the cilliary body, the
accommodation pewer of cthe lens
decreases too. The distance of the
near point increases which becomes
manufest [n daily 1ife between the
age of 40 apd 50. (see table) The
arms become too short!! We call this

preshyopla.
Amplitede Mear Palnl

Age {'m diopiers) {ifi centimotors)
1 11.3 BLE
20 0.6 L4
11| 7.8 12.8
40 H 18.5
aa 1.9 52.6
(i) 1.2 3.3
70 1.0 100.0

Table:

Effect of age on amplitude of accom-
modation and near point.

(From Selkurt, Physiology,
Brown & Cie Boston USA 1962).

Little

Individual persons are different
fram each other. There are alseo
people who will never have problems
with nearby vision caused by weaken-
ing of the cilliary body muscle.
Others have so many problems with
accommodation that they even cannet
fecus on more remote objects. With a
hyperopic eye, the problems manifesc
gquicker, Hicth myopia, spectacles
used for distant wision cannot be
used for nearby vislon.

Alr traffie controllers have te
focus constantly to different dis-
tances., The first problems related
to presbyopia will become manifest in
the normal reading of books and
papers. With decreasing accommoda-
tion power, there will be problems in
watching screens. Bi-focal specta-
cles may become necessary.

I1f presbyopla becomes so severe
that accommodation is nearly impossi-
ble ewven tri-focal spectacles can be
necessary. These spectacles are
available and can be prescribed by an
opthamologist.

Dr. H. Stekelenburg
Medical Occupational Health Officer.

A EVAR:
SEONIROH
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INTERVIEW

With the Director of the Maastricht UAC

Some time ago wa asked the

Director of the

Maastricht UAC,

Mr. P.J. Stalpers, whether he would allow an interview. We thercfore

forwarded the following 3 guestions:

1 HWould you be so kind and intro-
duce yourself by describing your
background and/or full career
until now?

i Alr transpert is on the move, as
one could say. Therefore, it
would be apparent that some
changes for the Maastricht
Centre are expected as well.
Can you provide us with some of
the Important Issues for the
short and more long term future
(e.g. extension of the building,
furcher transfer of Amsterdam
airspace , ate.).

3. For many years now we have had
to accept certaln constraints
leading to a situation of
decreased social condicions and
less comfortable environmental
situation. Apart from the very
well known items, such as career
projeces and early retirement,
there are such matters as
adequace rest Ffacilicies for

personnel during day cime as
wall as at nipht, relax facili-

ties and fitness or sporcing
COOMms .

Do you [foresee in the near
future any improvements in this
respect?

F.J. STALFEES
Director Maastriche UAGC

It is a great pleasure to publish the following "story®, which we
received in reply te the above mentioned guestions.

My first dinterest in aviaction
dates back te 1938 when my uncle took
mée to vwvisit Schiphol airport. I
wanted to be a Pllot.When in 1958 I
cbtained my Commercial Pilots Licence
(after & wyears in the Airforce), 1
found that jobs were hard teo gat. 1
kept my licence wvalid for 1k years,
gave it up and joined the RLD in
January 1960 as a trainee controller.

1 was a controller from early 1962
to 1965 when 1 became a staff member
at Headquarters in the Hague. The
objective was to get a 4-year training
in all quarters of the sarvice but
instead became Invelved In system

design and development at Schiphol.
Working Groups for system design,
training and procedures were later
established as staff bureau’s. In 1972
I was asked to set up a new bureau:
Project Planning.

In 1974 1 was appointed Deputy Head of
Operations, in 1981 Deputy Director
and in 1986 Acting Director.

I was fortunate Co arrive in
Maastricht (July 1987) when the uncer
tainty about the future of the Centre
was resolved. There was rtoom for
development.

Fortunate also was the consider-
able pericd of overlap with the former
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Director. 1 had ample time to look
into the future. It was fairly ocbvious
that three main subjects had to be
addressed. The firsct was staff
planning, ecspecially contreollers. It
was known that we were short of
contrellers and that we had te start
Ab Initie training but the long term
vioew way missing, With the input of
Operations, Administration and Diwvi-
sion 01 the planning is now well in
hand but at the same time we must
realise that we will be short of
controllers for a number of years,

The second subject was the lack of
office space. Everybody seemed to be
asking for more rooms. This combined
with the planned resectorisation and
replacement of the ODS was the basis
to put our floor space requirement on
paper.

An architect study s due to
start, The Budget provisions are in
the draft 5-year programme although
not yet approved. We have not specl-
fied a squashhall or a sauna but the
situation with respect to relax
facilities and office space for EGATS
will be improved. We aim at realisa-
tion in 1992,

The third subject iz the furcther
development of the Centre. You know
that during the pasc years, invesc-
ments were only approved as far as
they were roquired to maintain an
appropriate lewvel of safety. Now that
in principle the road iz free for
further development it appeared
essential te design a comprehensive
Haastricht Devolopment Plan. This
plan, which is up for decision during
the next few months covers the period
cill the turn of the century. It
includes the resectorisation pro-
gramme, enhanced planning coordina-
tion, our function im the integratlon
project, the O0DS replacement and the
changeover from the present HADAP
System to high order language software
environment and an upgraded system
architecture. Let us hope that the
plan will be approved. It is a tight
programme but worth working for. Early
retirement is a complicated issua.
The Committes of Hanagement has
decided cthat early terminaction of
service will be implemented (55
years). The problem is to agree on the

condicions., The Preliminary Maastricht
Coordination Group (FHCG) has ruled
that a permanent scheme must be
implemented with priericty, in order to
define the working conditions for
newly recruited staff. There now is a
proposal which is up for decision in
June/July. The more pressing. sensi-
tive and difficule problem is the

transitional scheme  for  present
staff.
The MHational Administracions,

however, are aware of the urgency and
intend to arrive at a proposal beafore
the end of cthis year. For planning
purposes it has been agreed to aim at
implementation {im 1991/1992 at 57
years and 1992/1993 at 33 years.

I have a high regard for the
difficult role of ECGATS as a profes-
sional organisacion. Difficult
because of the lack of a formal status
within the organisation, and therefore
the lack of resources. Your exXpert
opinion o operational /technical
matters is  Thighly wvalued by Ops
Management and myself, 1 was very much
impressed by your forum "te fly or not
to fly* last year and heard many
favourable comments.

I do hope that the relation
batween EGATS and Hanagement will
continue In a spirit of mutual under-
standing and assure you that my door
iz (nearly) always open.

GAT

EURCCONTROL GUILD OF AIR TRAFFIC SERVICES
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FLYING THE AIRBUS A320
A line pilot’s view

by Martin Alder

My own history. ATCA Heathrow 19&6%
to 1972, ATCO LATCC 1972 to 1978. HS
125 flying at Heathrow from 1978 to
1985. BCAL BACL-11 1985 te 1988. A320
course Toulouse with Aeformation from
February to April 1988 and now operat-
ing under BAW

The A3I2Z0 is probably the most
advanced subsonic airerafc in service
with the airplanes today. It Iis
believed to have at least a [ive year
lead im ctechnology owver any other
aircraft currently in productiomn. With
the delay, if not demize of at least
the original 7J7 concepts, it looks
set to maintain this lead for some
time, at least a=s far as shorthaul
turbo-fan aireraft are concerned.

The aircraft  appears fairly
conventional in its configuratien. Its
form does, however, reflect some
fairly advanced aerodynamics. It iz a
low wing aircraft with relatcively
modest sweep back. The wings have
mechaniecally simple but aerodynamical-
ly advanced high-lift devices. The
engines are slung fairly well forward
on underwing pylons. It could appear
to be just an underfed Boeing 737.
However, this conventlional appearance
disguises a host of features which are
new to the eivil field, and revolu-
tionary in any fiald.

Structure.

Firstly the scructure. This has a
high proportion of composit materials,
both as primary and secondary struc-
ture. For example, although the wing
boxes are metal, the flaps, slats and
various fairings are carbon fibre or
other such composits. This is not so0
novel, but what is nmew is the 'plaz-
cic’ tall surfaces, both the fixed and
moving parts. This follows the lead
Airbus set with the plastiec fins for
A310-300's, The metal structures use
titanium as well as steel and alumini-

um. The aireraft iz powered by a palr
of high by-pass ratio (6:2:1) CFM56-5
englnes of some 26,000 lbs of thrust
each, They are 'state of the art'
having a fully digital fuel control
system that protects the engines from
just about any pilet abuse one could
expect. Starting is fully autematic te
the extent that it will even try a
second attempt if che first attempt
falls, after having of course carried
out the perfect drills for a failed
start firsc! These are produced by
General Electrie and SNECMA. An option
which will be available on later
aircraft will be the V2500 engine,
built by the rival Rolls Royce, P & W,
and MTU consortium,

Systems,

The aircraft has a number of
systems carrying out the wvarious
functions that are needed for a modern
airliner to operate. Electriecity s
generated by two engine driven genera-
tors. An APU driving a third similar
sized generator glves both flight and
ground power {f required. In the
(hopefully) wunlikely event that all
three are unavailable, then an emer-
EEnCY ram-alr powered electrical
generator 1is available to provide
essential power for flight. Ewven 1if
all this fails, then battery power
will provide for at least 30 minutes
of Elight,

The hydraulic system consists of
three independent systems running at
3000 psi, each having at least two
sources of power for pressurisation.
This power is wused for rthe flight
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controls, high-1ife devices and
various other functions e.g. wunder-
carriage retractionf/extension, brak-
ing, steering, etec...

In addltion the aireraft has ether
"housekeeping’' syscems, such as a fuel
system capable of holding just under
19 metrie tonnes of Ffuel. The air
conditioning system is able to provide
a comfortable envirenment for a total
of up to 1B4 occupants (crew and pax)
at FL 390 (BAW configuration is for
132 pax plus crew). All of the systems
are state of the arc. For example, the
nosewheel steering is 'steer by wire',
as the braking. All systems are both
highly automated and highly redundant,
such that most single failures do not
limit normal operation to any signifi-
cant degree and require little pilot
intervention in normal use, or abnor-
mal use,

In addition te these necessary,
but mundane systems, which are all
advanced in their way, the aircraft
has what are probably its most obvious
different and most glamorous systems.
These are the flight control, the
flight management and guidance and the
flight instrumentation or displays.

The flight control system is of a
type seen up to now only on advanced
military aireraft such as the F16. The

flight contrel system is hydraulically
powered and electrically signalled.
Control is by a side stick and conven-
tional rudder pedals instead of the
more usual control column and rudder
pedals seen in transport aireraft. The
side stick is a bit like the ones you
use¢ for computer games, only I suspect
quite a bic more expensive! This
provides electrical signals wvia the
flight computers, or, if they are not
operating, then the control jacks are
directly signalled. It uses all three
hydraullec systems for redundancy with
no mechanical back-up. This is similar
to the systems in the Trident and
Boeing 747. Its revolutionary parts,
is the full time use of a toal of 5
main and two sub computers in normal
operation of the control surfaces.
These modify the stability of the
aircraft to ideal scandards and
optimlse the handling characteristics
in all flight regimes.

In normal flight the computers
provide a type of control that effec-
tively means that the pilot no lomger

demands a control deflection by
movement of his flying controls, buc
instead demand a trajectory. This is
slightly modified during landing and
take-off phases so as to give a more
conventional feel. In flight chis
maans that no longer do you have to
hold of bank and apply back pressure
to stop the nose falling when wyou
enter a turn, but that you merely
apply a roll demand wuntil the bank
angle required is achieved and then
vou let go! The litctle black boxes
then maintain 1 G and a constant angle
of bank until the pilot gets bored! In
turbulence any upset is automatically
orrected. If the pilot accelerates or
deccelerates the aircraft, the system
automatically malintains the flight
path as the speed changes and trims
the elevator loads to zere. If the
pllot actempts to bank the aircraft to
greater than 33 degrees, the auto trim
iz inhibited and conventional wup
elevator must be applied and roll
demanded. The bank angle Is automati-
cally limited to 67 degrees and at

=

amro bank
your bankerin
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As the leading commercial and
investment bank in the Netherlands,
we are also one of the country's largest
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this angle full roll demand and full
up elevator is required. If che stick
fs released then the aircraft automat-
ically rolls back to 33 degrees of
bank. Why might one ask 67 degrees of
bank? Well, that corresponds to 2-3 G
which is the aireraft's limiting load
factor. You are mnow likely to be
wondering what would happen in the
event that the aircraft were rolled
over inm a jet upset. Well that's been
thought of teo. The contrels react
just like any other aircraft, 1i.e.
they demand control surface deflec-

tions proportional to control stick

dizplacement wuntil che aircraft’'s
attitude is within lts mnormal enve-
lope.

All of these capacibilities are
provided by the computers which alse
provide wvarious protections. These
include overspeed and overstress (load
alleviation) protection as well as low
speed,/high angle of attack protection.
These protections will in normal use,
prevent the aircraft from being
damaged by aerodynamic or 'g' overload
or from being stalled. Recovery to a
safe state is effected automatically
within the specified envelope.

The protections are guite automat-
lc in operation and allow for a degree
of pilet miss-use. For example, the
overspeed protectiom will, ewven if the
pllot atcempts to force the aireraft
to a higher speed, prevent the Vmo
being exceeded by more than 16 kts. If
excessive "g' is applied, the ailerons
and outboard spoilers are deflected
upwards to unload the wing tips and
relieve the loads on the wing roots.
An accidental foray into a high angle
of attack will firstly result in
anatural desire by the aircraft to
lower its nose to reduce the angle of
attack., This function will not allow
an angle of attack greater than the
maximum to be achieved even if the
pilot should try to do so by deliber-
ate control imput.

If the pilot overrides this, then
provided the alreraft is not onm the
landing phase, then at what is known
as alpha floor, mno only will the
aircraft be wanting te lower its nose
to reduce its angle of attack, but
full rated power will automatically be
applied to both engines regardless of
throttle position and auto-thrust
mode. The effect is spectacular to say
the least, as anyone who have seen the

Airbus display at Farnborough or Paris
can tescify. To be flying at something
in the region of 110 knots with 28
degrees of mnose up attitude and
climbing at 2500 fpm in the landing
configuration is quite something. This
capability would normally eonly be used
as part of a windshear escape ma-
noeuvre, where the A320 is probably
the aircraft that would be most likely
to succeed in. effecting a safe re-
covery. Of course you ne doubt harbour
the suspleion that computers and
software may not be perfect and the
gquestion arises in peoples minds as to
what would happen if all of the
computers should fail either individu-
ally or in total. This risk has been
minimized by selection of different
software and hardware in the systems
as well as sifferent design teams for
the software. Ewven the computers used
to design the software had to be
different. The chances of a common
software bug or other failure must
therefore be considered as extremely
rempote, With the number of computers
and the design philoseophy invelved,
individual failures have little or no
effect on the aircrafc's handling. A
double failure of the ELACs {elevator
aileron computers), would lesave ctche
A320 as a conventional aircraft in
roll with a fly by wire aircraft in
pitch, but without the full protec-
tions of the normal system. A further
failure of all of the three S5ECs
{spoiler elevator computers), would
leave one with a totally conventional
agroplane with normal handling and
trimming. A failure of the side stick
for some electrical reason would leave
pitch contrel by a mechanically
gignalled tailplane (normally used for
trimming) and roll by use of mechani-
cally signalled rudder by use of yaw.
In this condition it is certainly
possible to land the aireraft in the
gimulator and T have personally flown
down to around 200 feet in real life
vith no exceptional difficulty. The
flight control system is without doubt
one of the great achievements of the
aircrafc.
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Flight Management and
Guidance System

The next system is the FMGS or
Flight Hanagement and Guidance System.
This conmhines 3-D navigatien with what
would inm a conventional aireraft hbe
the auto-pilet [unctlens. HMNavigation
iz based on what is now rapidly
becoming the state of the art system
of three laser based Inertial Refer-
ence  Units combined with DME/DME,
VOR/OHE or [LS/DME area navigation,
The system uses its IRS and radie
SONSOEs Lo compube the alrerafc's
position te a high degree of accu-
accuracy,. HNormally it is cthe DHE/DHE
which decides the FHES posiction used
for navigation, but where this is net
available then the FHGS will assess
its most accurate remaining navigation
gsensor and use accordingly. Currently
the system Is scill being developed to
provide enhanced wertical navigation
capability along with improvements to
its lateral mnavigation. Ttz mnormal
mode of operation is by use of a
stored [light plan for the route
concerned, which is pilot modifiable
[or runways, SIDSE and STARS, ILS

A TN Ceoncbgud
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ecc... to be wusad. Its data base
containg warieus items such as nav-
afids, waypeints and airfields which
can be used, along with the capabilicy
Far the plilor to create a limited
nusber of personal waypoints. The
information presented to the pilet is
very comprehensive, ranging from TAS
and ground speed, to windspeed, time
to destination, estimaced fuel at
destination, optimum speeds for the
various phases of flight based on fuel
price and other costs, as well as
optimum levals. All in all, everything
that a pilot would need to know. In
addition to this the flight guidance
part signals in the auto-pilet and
aute thrust Ffunctions. The aireraft
has twe auto-pilots and auto-thrust
systems. It will be capable of CAT 3 B
autoland operation in due course. Its
extensive capabilities also inelude
the ability te execute an automatic
go-around and cope with an engine
failure during the go-around.

The navigation information is
displayed by part of a system of eight
CRTs. Two smaller ones are used as
input/display units for the FMGS, two
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are used for the ECAM and four for the
primary flight and navigation dis-
plays. The six large CRTs are arranged
as pairs. Two are side by side in
front of each pilot as primary flight
and navigation displays. These replace
all conventional flight and naviga-
tional Instruments. We now have map
displays with weather radar overlaid,
along with cthe flight plan way points.
Gone i{s the arcificial horizon and the
ASI. Now it's a pleture of the artifi-
cial horizon with wvertical and hori-
zontal tape displays for the pressure
instruments and compass. Gone too are
the engine instruments and that mass
of tiny dials and lights. Now it's a
set of computer graphics with a series
of schematic diagrams of systems. In
the event of a fault, then the system
page is displayed on one ECAN wich
what to do in the form of a checklist
sequence on the other. Switches are
now far fewer and are wvery well
organised on the overhead panel . Im
normal operation none of the internal-
ly illuminated switches are lit. If a
drill or fallure requires a switch
action then the switch will either be
illuminated before the action, after
it, or both. In each case it is very
obvious what is happening. The manage-
ment of normal and abnormal situations
is far easier than in previous alr-
craft,

What is the result of all this
high technology. Well, for the ac-
countants, 1 did see quoted seat mile
costs of in the region of 25 X lower
than those of a Boeing 737-300. For
engineers there is an aircraft with
extensive built-in test equipment that
prints out its own fault reports
postflight and which if the manaufac-
turers are right will probably put
them out of work! For the passengers.
there is the quite marked improvement
in facilities over its compatitors. It
has wider seats and a wider aisle,
such that you can pass the catering
trolley to reach the lool It also has
a galley of reasomable enough size for
cabin crews to work in and such
niceties as a changing table in each
toilet for changing bables. For the
crew, we all get a very good working
environment. For pilots it's about the
best toy on the market, with a quite
marked improvement in capacity over
even the A3LD,

Capabilities and ATG.

What are the aircraft capabilities,
and how do they affect pilots and ATC?
Its take-off performance is very good,
requiring modest runway lengths. It is
1 believe possible to operate from
Jersey to Teneriffe South with a
commercial lead, If ever such a demand
gshould exist! Quite a change from the
BAC-11 500 where Jersey to Gatwick was
a struggle on a summers day with a
full passenger load because of runway
requirements, Its rate of climb at
typical take-off weights of around 55
to 60 tonnes, is such that no ene can
reasonably expect to be at a cruise
alcitute of FL 370 some twenty minutes
or so after brake release.

Typlieal sustained rates of elimb
are 3000 fpm to FL 100, 2000 fpm te FL
220, 1500 fpm to FL 300 and 1000 fpm
to FL 320. This can be increased by
using the ‘expedite’ facility of the
autopilot. Here speed iIs traded for
rate of climb followed by a maximum
gradient rather than maximum rate of
climb, i.e. lower IAS and climb ratce
than normal, but sherter distance to
reach a given altitude. The trade of
energy gives quite a marked increase
in climb during the slow down, some-
thing like an extra 2000 fpm for
around 1 minute when reducing from 280
knots to 210 knots, but you do need
inicially to be at normal climb speed
for this zoom effect to be manifested.
Az an ex BAC-1l driwver, where FL 270
by Veule could be struggle, 1 appreci-
ate the abllicy te make FL 340 or
above and at lighter weights and low
cemperatures, even FL 370, Its maximum
cruise speed of wp to 350 knots
indicated or Mach .B2, equates to
around 480 knots true alrspeed at
normal cruise alcicudes. A more
typical figure being Mach .79 and
around 460 knots in this age of
minimising costs, It will operate at
up te its maximum permitted altitude
of FL. 390 at weights of up to 67.5
tonnes, which for the 100 saries is
effectively maximum take-off weight.
Although altitude does affect economy
of operation, It is possible to take a
normal load of passengers to Malta at
FL 190 if required for any reason,
with not exceptional Increases in fuel
useage. In the crulse and using our
FHGS, we can go direct to just about
anywhere that has an approved ICAD
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designator, elther airfield, navald or
intersection or reporting point, as
well as to any latitude and longitude

defined Eix.
Hice long directs are now done

precisely, rather than as the educated
guesses used on the BACL-11! Descent
will eventually be able to be pro-
grammed so as to follow any altitude
restrictions or targets automatically
or any programmed profile from cruise
until established on the ILS (a
feature added by designers who have
obviously not witnessed the London THA
on a busy day!) Our current standard
does give warning of what the MGS
thinks should be the start of descent
and will predict the distance to a
specified level. This should improve
the odds of the aircraft being at the
right altitude over a specified point!
Descent capability is very good, with
expedited descent given over 7000 Lpm.
A normal descent gives around 2500 to
000 fpm, so it is quite a flexible
aireraft, On the approach the alrcraft
is again very flexible. Its designers
had obviously been out in Che real
world and have given the alrcraft
realistic flap limiting speeds and
decleration capabilities. There is no
restriction on the use of speedbrakes
other than with full flap. The air-
crafts ideal approach profile is the
decelerated approach. The profile of
this is as follows. Firstly at not
lesg than 1800 ft aal in level fligth

below the glide slope, or arcund 2000
fr on the glide slopa around 200 kts
{this depends on weight but would be
thizs walue at 55 tonnes) in clean
configuratien. Then ac cthe gliven
altitude or as the glide slope starts
to move, flaps 1 iz selected followed
by a contlinous deceleration and
further selection of flaps and gear so
a5 to be at Vref plus 5 ac 800 ft eal.

As one can imagine, 170 knots to
the marker should be no problem. Fimal
approach speeds are in the range of
134 knots at 60 tonnes to 123 at 50
tonnes. Landing distances are falely
short, their unfactored distance from
50 feet being only some B30 metres at
maximum landing welight.

Conclusion.

As a pilot I have found cthe
aireraft wery interesting. It is
definitely differemnt to other air-
eraft. Scome may find this a little
disconcerting, but the obvisouly large
Gallic input to its design reminds me
of Citroen cars. These are also a
little different and somewhat peculiar
compared to other cars. However, after
a lieccle use the peculiaricies hecoms
‘normal’ and nothing else seems quite
as good!

Altogether it's a wery remarkable
meroplane, which promises to be a
success for its manufacturers and a
pleasure both for erews te operate and
passengers to use.

COURTESY 'TRANSMIT' (UK)
thanks to Martin Alderl

INPUT



31

FEATURES

This is a new regular feature from Philippe Domogala.
spacifie or even strange

out-of the-ordinary,
another country’s ATC

This issue:

Last February I went to Hoscow to
attend an ICAO FEATS Meeting. From a
previous visic in "85, a few things
had changed: ne wvisible police,
Michael Jacksom on the Radic and a
camouflaged US Air Force C-141 parked

on the tarmac alongside a dozen
Ilushing 62°'s.
After investigation it turned
out that:
1) the police had been "diverted"
to more pressing ctasks in
Armenia;

2) Michael Jackson had just been in

Moscow and
1) the C-141 was here permanentcly

to help monitor the destruction

of missiles as part of the

US/ USSR agreement.

The rest was unfortunately much
the same as before: a desperately
outdated and not functioning economy
full of very friendly people.

The Soviet Union is probably the
only eountry on earth that is able to
send rockets to Mars and Venus but
has not yet discovered how to dis-
tribute ctollet paper teo Itz own
people. Gorbachov 1is trying to
change all that but what an enormous
task he has!

How, enough about the generali-
ties, what about ATC?

At Moscow Alrport, Sheremetievo,
there is no control tower to be seen

anywhere. Where it is, the subject
of much speculation and bets among
our party. We finally found out:
there is no BIG Tower, but 2 wvery
small ones!

Approach control 4is done in

Vonokowvo, another alrport 30 km. away.
Alreraft are handed over to the tower
when established on ILS and when
departing, the tower hand over
traffic when passing 200 m. (600 fc.)
c¢limbing. For these procedures you
do not need a high tower.

by Philippe Domogala

It will show
things happening in

==

USSR

A small room with windows at the
runway threshold iz all what you need

what

and 1t 1is just

they have.

Baetween the 2 parallel runways, at
each end, is a one storey small house
from where the Aerodrome contrel is

done. 45 there is no

shortage of

staff in the USS5E, both Towers are

manned ,
done without disrupting

o that QR changes can be
traffic or

involving transportation of control-

lers from ene site te the other.
Another interesting

feature

about Moscow ATC is the controller.

We knew an action of some form

wWas

caking place but we could not grasp

what it was, A strike

in USSE,

unthinkable, but it was underestimac-

ing once more

the ability of the

Russians to by-pass every rule to get

their way in day-to-day Soviet 1life:

We found out that about 550
controllers In Moscow were f[ed-up
with their working conditions and

chelr poor pay (bound te happen there

also). They circumnavigated

the

strike problem by refusing te accept

their monthly salaries.

They contin-

ued to work but stopped paying their

loans ate...

difficule

bills, rent,
AEROFLOT in a

putting
posicion.

(in USSR controllers, like everybody
@lse dealing with civil aviation, is

part of AEROFLOT).

At the end of February, 288 of
them signed a petition to the Soviet
Government asking for an improvement
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of their pay, working conditions and
equipment with which they work, using
the Route Charges thact che USSR
collects Erom foreign airlines
everflying the USSR,

A wvery interesting form of
action indeed. Apparently
“Perestroika™ is also revealing the
same problems that the West encoun-
ters., 1 wonder if the Soviet nurses
will Eollow.

CONCLUSTION:

After an attempt to see the
BOLSHOI ballet (we bought tickets on
the black market which turned out te
be fakes!) it waz tlme to come back.

I returned in an AEROFLOT

Tupolev 154 which had a hick-up:
every 10 minutes or so the alrcraft
was veering abruptly to the left,
then correct back ... After the 5th
or G6th time I inquired with the crew:
"a false contact between the electric
pilot and the wave absorber ..." 1
was told, 1 think it could be aute
pilot / jaw damper but I did not
elaborate. I could alse not quice
figure out if the colour of the
pilot's face was influenced by the
bright green paint that covers
everything but the inscruments in tche
cockpit, or it was Just plain
fear ...

1 decided to return to my seat
and listen to Michael Jackson ...
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— by Henk van Hoogdalem —

The Technical Committes of EGATS
reports icts recent activities to keep
the Ops. room staff updated about
items wunder discussion, studied,
proposed andSor forwarded co Opera-
tional Management. The TC realises
that many rvather wurgent changes
cannot be implemented in the system
because of wvarious reasons such as
budget limits, technical possibili-
ties and future developments not yet
knoun to us. These handicaps may not
stop the TC to continue a half yearly
dialogue with Ops. Management and to
be awvailable for econtrol staff with
quastions and proposals.

1. The QDM list is under investiga-
tien to implement such changes Co
optimise this tool for daily prac-
tise.

2., Field 15 is studied to find out
1f the Oceanic Entry FPoints <an
always be presented in tha FDM.

1., In 1990 a new CCTV system will
be available, presenting 60 pages of
information., The TC will propose to
resarve soms pages for company
designators, since the npumber of
companies is still growing and more
and more new customers use the MADAP
alrspace, The TC will co-ordinate
this proposal with Peter Vercruysse.
&, Some of our controllers gained
experience in Brétigny in working
with a TID presenting call signs in

alphabecic order. The TC is studying
this phenomena to eventually have
this available in Haastricht in
future.

-1 The AGH of EGATS decided to
inform the Airlines concerned about
possible implication for these
airlines when in April 1990 the upper
limit of Brussels ACC is raided to
FL 245. The TC 1z preparing these

latters.
Hembers of your TECHWICAL COMMITTEE:

Jan van Eck, Ern=t Vreede
Faul Hooper, Hermann Mertz, Chris-
tian Macé, Harry de la Haye, Jack
Snijders and Henk van Hoogdalem.

Due to their new functions Ralf
Hélscher and Johm Dovle are mnow
considered advisory msembers which is
appreciated by the TC.

EUESONTIOL iU LD OF AR TRAFFIC SEmICES

TECHNICAL COMMITTEE
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—NEIGHBOURS —

The ABN Bank,

your next door neighbour!

The ABN bank is the largest
International Dutch bank and has
almost 1.000 offices in 43 countries
around the world. Therefore, (it is
well acquainted with the adjustments
asgociated with moving abroad

Unfamiliar banking systems, [or
instance, are of ten puzzling.
Therefore ABH would like to give you
an idea of the wide range of [lnan-
cial services this hbank offers and
how we can assist vou,

Standard gervices, such as
personal accounts, savings accounts,
securities, precious mecal accounts,
various types of ABH credit and che
ABN insurance plans are available,

The ABN bank ia a member of the
Amsterdam Stock Exchange and the
European Options Exchange. As such,
the bank is well-placed te handle all
types of [nvestments in Dutch and

international shares, bonds and
options. ABN  alsc manages scome
attractive mutual Ffunds, like ABN
Bond Fund, ABN Equity Fund and the
America-Fund,

AEN bank will offer personal
seyvices te all EURDCONTROL employ-
ees, whereby there are special rates
for mortgages, investment advice and
competitive exchange rates possible,

The ABN bank is situated at
Maastricht airport {(Partsbank build-
ing), where Mr. Frank van Banming and
his staff are more than willing to
assist you with your banking affairs.
With our newest computer systems in
banking we would like to meet you to
fit your personal wishes with a
personal advice,

Looking forward to welcome you
in the ABN bank.

The ABN bank scaff.

w LATEST NEWS: IN SPRING THE ABN MONEY MACHINE WILL BE

HOUE SERVICE.

AVAILABLE FOR A 24 ..m

{HPUT



THE EUROCONTROL INSTITUTE OF
AIR NAVIGATION SERVICES

A review by Dr. R. Baldwin

Altheugh the INSTITUTE is well known to most readers, it is timely to
review the range and scope of services that it offers, together with the

policy of its present Director.

Hext wyear sees the twentieth
anniversary of the first course
commencing at che EUROCONTROL Insci-
tute. Since starting there have been
many changes, so0 now s a good time
to review the Institute's activities
for readers of Input and indicate how
the Institute can be of help teo them
in their career development.

The Institute was established te
be a school for the advanced training
and speciaslisatien of ATS personnal
together with being a didactical and
pedagogical study centre. These two
activities are expanded in the
Instictute’s role of acting as a forum
for cthe exchange of knowledge and
experience im all ATS matters. In
addition, non-communal training, such
as ab-inicio ATC courses are provided
for MNational Administrations as and
when required and, of course, for the
Maastricht UAC according cto cheir
recrultment programme. This gives a
fully integrated capability which is
most beneficial to Member and Co-op-
arating States,

These activities take place on a
comeunal level for the agency and the
Member States although there is a
liaizon between the Institute and the
training services of the WNational
Administrations. Where appropriate,
thare is general co-ordination of
member state training cthrough the
Training Working Group which consists
of representatives from each Member
State and the Agency.

In addition, the open courses
are made available to states, of
European and other continents, which
gives the Institute a truly world-
wide international reputation. So
far students have attended from 82
countries, with many countries belng
supported by ICAD Fellowships as tche
Institute is recognised by ICAD,

Training Courses

This year the Instituce will
offer 56 types of courses, mostly
“open" but some "on demand® according
e the specific needs of national
adminiscrations.

Such wide range of courses can
only be offered by & certain amount
of overlapping and staff being

flexible in their range of expertise.
In addiction new courses are regularly
introduced according to demand and
less pepular ones dropped, although
these may have to be kept available
if they are wvery specialist and only
required occasionally.

The subjects offered fall into
five main groups, calling for special
expertise, experience and knowledge.

a) Alr Traffie Control

This includes all aspects of ATC
from ab-initio, area radar etc.
to refresher courses, upgrading
coursas and Air Traffic Flow
MHanagemsnt.

The Institute is well equipped
with procedural and radar
simulators, the Instilux 2 being
well known for its advanced
capabilities together with
acting as a test bed for the
organisation to look into the
most effective ways of conduct-
Ing simulator exercises.

A very useful course for support
staff gives a one week review of
the purpose and general func-
tioning of the Air Traffic
Services in the mnatiopnal and
international context. Those
who attend find that afterwvards
they are in a wmuch becter
pesicion to understamd and
support the work im which they
are a part and feel puch more

IMPUT
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d)

motivated.

Automatic Data Processing

This pgroup encompasses  ATC
automatlon, data processing
applications and applied mathe-
matics, A fast moving range of
subjects which require continu-
ous adjustment to the operation-
al changes that occur.

The COUrSes are carefully
designed in modular form so that
appropriate sequences can be
folloved, sither continuously or
over several years as part of a
training progression scheme.

Engineering

High technolepy is moving fast
and those developing and main-
taining the equipment must keep
up with developments. This 1=
the essential theme of courses
in the engineering department,
which addresa a nusber of
disciplines 1 particular
relevance today., Many other
subjects could be addressed but
the Inscitute is constrained to
limications in staff numbers and
the consequent range of exper-
tise. However, urgent require-
ments inm  subjects such as
satellice communications (plus
navigation and surveillance),
digictal communications and radar
are recelving attention.

At present courses offered are
dependent on the staff concerned
being heavily invelved with the
actual technical systems being
inscalled or operated in the
varfous administracions of the
Memhar States.

Instructional Techniques
Working in an advanced ATS
Institute the staff have natu-
rally gained a deep experlence
in a wide range of subjects -
and this should be passed on to
others,

The courses cover all aspects of
training from the basic prineci-
ples of Instructiom ©to ctcech-
niques in simulater craining,
aspacts for coaching for on-
the-job training and the manage-
ment of tralning.

Most of theses courses contain a

large element of practical
exerclses, cases studies and
rizk-playing in order to ensure
that attendees are gaining the
max Lmum benefit from their
presence at the Institute.

e} Hanagement Courses
Managing the resources at our
disposition is becoming more and
more of a complex task, so much
so that there is a need to learn
the basic management skills and
then continue learning more
advanced skills as we take on
more andfor different responsi-
bilities.

The management courses start
from the basle principles course
and then branch into aspects
dealing with communication,
people, projects or the use of
computers. As for the instruc-
tional courses the accent is en

= non-radar training -

practical activities which allow
regular self-critical analysis
of individual performance. This
can be achieved through the
active parcicipacion of col-
leagues or Institute staff and
of course the use of closed
circuit TV.

Teaching Techniques

Strictly speaking this section
should be entitled Pedagogical and
Didactical techniques as these two
words express more precisely in
French and English the need to ensure
that the Institute is always using
the latest and most modern methods of
ensuring the most effective transfer
of knowledge, skills and experience

INFUT
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to those who are in the forefronc of
operational activities.

The projects invelved under this
heading tend te be long-term and not
immediately cost effective, but they
do ensure that the Organisation is
prepared and ready for the urgent
problems that arise in the near
future.

For example there is an urgent
need to traln alr traffle controllers
and all means must be employed to
enhance the qualicy eof training
whilst reviewing subject areas where
time¢ can be reduced or the quality of
training enhanced. They key is of
course Iin practical craining, and
here there are a nwsber of wavs in
which skills training can be imparc-
ed. The present system of theory and
then on to a main-frame computer
driven ATC simulator is, and must be,
the core of the training programme,
but wea must look at whether this is
the most effective way of starting a
programme or finishing it.

To this end the Institute has
recently commenced a project called
EUROSIM which aims to provide a
systematic, integrated approach to
all phases of ¢the ATC training
Programme from  formal Institute
training, to on-the-job ctraining,
validation and further into continua-
tion training.

In parallel with the above there
is anothar project which aims to
improve the gquality of aerodrome and
approach training based on computer
graphical simulation. This is
extremely beneficial to member and
co-operating states that require
these skills in thelr courses, but we
must also remember that area control-
lers must be familiar with chese
techniques, and indeed they also have
to complete these phases in their
training for emp loyment as
EUROCONTROL Area Controllers.

There are several other techni-
cal and operational projects present-
ly underway at the Institute, but as
gpace 1is limited I would like to
comment on one project which is
essential Efor communication amongst
controllers that is the use of
language. I feel that the answer
lies in most of us speaking several
European languages (say threa?) and
each of us must scrive to achieve

this capablilicy. Consaguently the
Inscitute has embarked upon a projaect
to extend an established structured
data base which can be wused for
developing the comprehension and use
of another language. The intention
is te initially concentrate on
English for languages used in avia-
tion subjects. In particular it Is
hoped to identify levels of attain-
ment for each subject discipline so
that the language teachers will have
a practicable, workable guide to
levels required prior te prograssion
to the practical ATC subjects.

Forum Activities

There iz an often held opinlon
that education and training stops at,
say, age 23, and then all else is
either actually doing the job or else
talking about itC. The former is
obviously essential to achieving the
expedicion of alr craffic, but the
latter concerns how can it be done
more safely, more efflciently, more
cheaply, and even how will we do it
in the future?

The real answer is that we never
cease our education and training and

= Prdar si=mulation =

all of us must always be striving to
improve procedures, the system, our
own performance and alse that of
others.

These requirements can  be
developed in a number of ways, and
how 1t iz achieved depends on the job
together with the type and nature of
person  involwved. One aspect {is
continuation ¢training, which cakes
many forms. There is of course the
formal refresher course which intro-
duces ATS staff to new procedures,

INPUT
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“TRAINING By wiRE"
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techniques etc. whilst reviewing
metheds of tackling problems that
regularly occur. This course cakes
operational or ctechnical staff away
from the workplace and enables them,
in a (relacively) neuctral atmosphere,
te review and discuss, in a struc-
tured process, ways in which they can
improve performance. If they come to
Instilux they have the added advan-
tage of being able to mix with scaff
from other authorities/disciplines
outside working hours and they can
achieve that degree of European
harmonisation that is so0 often
dreamed of,

In addicion, cthere i che
informal, but structured programme,
that is traditionally called a
conference, seminar or workshop.
These activities are usually regarded
as get together for technical inter-
ests during the day and exotic
activities during the evening.

In practice thay are well
structured and thoroughly thought
out, which ensures that important and
contentious matters of the days are
raised and discussed in a formal
environment, followed by an Informal
atmosphere which enables personali-
ties wider scope for discussion.
Such functions do require a conduc-
tive atmosphere - and here the
Luxembourg Institute strives Lo
ensure smooth liaison and co-opera-
tion amongst forum attendees.

These activities are legitimate-
ly part of training as they ensure
the effective transfer of knowledge,
skills and experience with the added
advantage that all parties gain from
each other and thus raise the sum
level of human endeavour. It is
wrong to ask in the narrow sense what
such meetings achieve as they operate
on the broad scale and perpetuate the
desire to refine and improve by
originality or building on the
achievements of our fellow men. It
is by expanding our vision that we
see over the horizon,

The Future

The Institute is committed to
gserving the Organisacion and thus is
constantly seeking the wviews, re-
quirements and needs of those who use
the Institute. It is a teol to be
used in the. training context of
harmonising the Alr Traffic Services
of Europe, but like all tools we must
continually guestion its shape, form
and constituent elements. 1 believe
that the majority of these elements
are right and proper to meet the role
put on us by the Member States but we
must strive to adjustc these elements
in a flexible and caring manner.

To this end the Inscitute
regularly conducts surveys amongst
Member States and the Agency to
ldentify future training needs. This
has recently resulted (n enhanced
student numbers.

CONCLUSTON

The EGATS journal has always
contained lively and informative
arcicles of an operational and
technical nature for air traffic
services. However, probably all its
readers have been through an initial
training programee and they should
now see themselves undergoing contin-
uation training wuntil retirement.
Thus I am very pleasad to have been
able to present chis review of
activities at the EUROCONTROL Insti-
tute of Air Navigation Services.

Continuation training is a way
of life. We are all entitled to it
in order to enhance our job profi-
ciency, but in return we are all
obliged to pass onm our skills,
knowledge and experience to the next
generation. That way soclety advanc-
es and I expect the Institute to play
its part in the advance.
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The objectives of EGATS are:

To promote the safecy, efficiency and
regularity of internatiomal air
navigation. To contribute in the
development and establishment of safe
and orderly =ystems of Air Traffic
Control by collective rather chan
individual research.

To maintain a high scandard of
professional knowledge and efficiency
among Air Traffiec Services Parsonnel.

To protect and safeguard the
individual and general interescs of
its members,

To establish  and
relations of

maintain
mutual benefit with

similar or related
organisations.

To promote, ENCOUTARE and
enhance in general the work of the
Alr Traffie Services Personnel and teo
develop and promulgate knowledge of
Aflr Traffie Contral in all its
aspects and applications,

To promote and co-ordinate the
Social, Cultural and Sporting accivi-
ties of its members.

To sponsor and support legisla-
tlon te increase the safecty of Alr
Navigation and the establishment of
the profession of Air Traffic Con-
trol.

professional

EGATS ig a member of the
INTERNATIONAL FEDERATION OF AIR TRAFFIC CONTROLLEES® ASSOCTATION
(I.F.A.T.C.A.)
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