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PRESIDENT'S MESSAGE 

by Jan Gordts 

The readers of tlhis magazine 
should know t h a t  on the EGATS' side a 
cwntinuous effort i s  made to maintain 
a high l e v e l  of quality: a dynamic 
but unfortunately small e d i t o r i a l  
team provides  an adequate mixture of 
local and international news and a 
few authors assure the publication of 
var ious  i n t e r e s t i n g  articles. 

Therefore  external support i s  
most welcome especially when this can 
enhance the outlook and presentation 
of the published material. 

Input editor Bob van des F l i e r  
w a s  proud t o  present to the  EGATS AGM 

( 0 8 . 0 3 . 1 9 8 9 )  the newly designed Input 
cover which could be introduced 
thanks to the kind cooperation of one 
of our neighbours, the ABN Bank - 
Maastricht A i r p o r t .  

During the next Month EGATS w i l l  
welcome the Marconi Company as a 
f i rs t  corporate Member and we look 
forward to seeing their contributions 
to this magazine. 

Hopefully more such contribu- 
tions can be expected and we are 
confident that they will actively 
promote the understanding and cooper- 
a t i on  wieh our partners in aviation. 

Bandenspecialist Kicken b.v. 
Val ken burgerweg 41 Voerendaal Tal. 04406-1 700 
Bernelerweg 90 Maastricht Tel. 043-621515 
Bergerweg 59 Sittard Tel. 04490-10707 
Kaldenkerkerweg 96 Tegelen Tef. 077-33433 
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.-.. About crisis! 

1. In February the Royal Aeronauti- 
cal Society in London organised a 
conference with the attractive t i t l e :  
7 ' H ~ w  should we deal wi th  the c a p a c i t y  
c r i s i s ? "  
I ' l l  come back i n  m o r e  d e t a i l  on this 
conference in our n e x t  issue of INPUT 

i (Summer ' 8 9 1 ,  but taken from this 
conference, k t  m e  just mention now: 

t h a t  there is more aluminium than 
concrete,  
t h a t  manufacturers can only 
produce the additionally required 
aircrafr now and 
that  therefore  replacement produc- 
t i o n  is not yet available, 
t h a t  the amount of  firm orders far 
new ai rcraf t  is around 2 . 5 0 0  
worldwide, 
tha t  Europe as a whole has an 
international problem, 
that the p o l i t i c i a n s  have more 
voters living around a i rpo r t s  than 
among passengers, 
that the  noise problem i s  a 
perception problem of having 
aircsaft aver your house, 
t h a t  aviation is  a system composed 
of two elements (airspace and 
aircraft) and the balance between 
those elements is called capacity, 
that there is a problem of sover- 
eignty on one hand and an environ- 
mental problem on the other hand, 
and, t h a t  last summer there was 
not only a problem of RTC capacity 
but i n  a d d i t i o n  of ATC staffing. 

The question of the future of 
European aviation is a European 
question, with shortcomings i n  the 
short-term as in the long-term. 

EUROCONTXOL is to construct a 
flow management sys tern and w i t h  that, 
EURQCONTROL has t o  take the lead i n  
European ATC. There has never been a 
5 c o l o n e l s h a r ,  unless it was lead 
by a general! 

I n t e g r a t i o n  of the different 
national systems is needed in such a 
way allowing EUROCONTROL t o  take over 
tha t  lead, s t e p  by step, thus over a 
long period of time. 

Now we have the attencion of 
everyone for this problem. However, 
w e  need to maintain this attention 
attracted. 

Sofar a compilatkon of some of 
the remarks made, o r  lines taken from 
the different l ec tu res  a t  this 
conference in London. 

One could say, generally speak- 
ing,  that the conclusion was Chat the 
European problem can only be solved 
in medium to long- term, whereby in 
addition we should look to the very  
long-term.  

Only through real  European 
u n i t y ,  w i l l  we  come to an interna- 
t i o n a l  European solution, solving the 
today's  incapabilities o f  the avia- 
t i o n  sys tern i n  Europe. 

EUROCONTROL can and wFl l  p lay  an 
important role, here in the coming 
decade ( s e e  the l ec tu re  by the DG 
elsewhere in next issue), 

2.  Another crisis is to come. 
Despite  the goodwill described here 
above, there i s  still a serious 
problem to be solved in the heart of 
Europe. 

A "Pacemakertt called CANAC will 
be implanted spring next yeax, it is 
said. The division with our dbwn- 
s ta irs  neighbours w i l l .  then be at 
FL 245. From the operational po in t  
of view t h i s  w i l l  be the wors t  
puss ible d i v i s i o n  ! -C --t 

I INPUT 
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In addition, CANAC has more 
sectors which means mare personnel 
needed. However, the existing staff 
shor tage ,  causing quite some delays 
already a t  regular i n t e rva l s  n o w ,  
will certainly not be diminished by 
then. 

A p a r t  from that, this ex is t ing  
staff shortage will hardly, if not  at 
all, a l l o w  f o r  p roper  t r a in ing  and 
familiarisation on the new system,  
which in i t s e l f  has hardly  or not  at 
all been simulated. 

Add to that  the present  status 
of  "rnobilisation" of  the ATC staff, 
which means that for the time being 
there is  no communtcation between 
them and the authorities. 

Is this an acceptable s i t u a t i o n  
t o  provide safe air ~raffic services 
or is t h i s  a crisis  situation? 

3.  S t i l l  about the downstairs 
neighbours. Can you imagine the 
cris is  when the division level is 
raised to FL 300? 

4 .  Let me finish w i t h  the good 
news : 

a. The latest news from Spain is 
t h a t  negotiations resulted in a 
p o s s i b l e  dispute free period fo r  the 
years to come; 
b .  Here i s  another issue of INPUT, 
w i t h  some smashLng interviews and big 
stories related to different fields 
of aviation and air traffic control. 

WE, the very small editorial 
team did it again! Hereby I would 
like to high l igh t  the amount of work 
on the wordprocessor b y  Carolyn. 
BUT, I have to put a warning here:  
Without any inpu t  of the readers 
themselves, it will NOT be possible 
to maintain t h i s  level  of  INPUT. 

Your membership of EGATS obliges 
you to be more active and par t i c ipa te  
more. Not only by reading! 

Hope to read from YOU next time. 
1 count on your INPUT! 

don? 
-1 

NEXT COPY 
WRITE 'I U w N  I DEADLINE: I JUNE 1989 
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INTERVIEW 
with Mr. H. Flentje, former 
Director-General of Eurocontrol 

A t  the occasion of h i s  retirement after 1 8  years o f  service with 
EUROCONTROL, we approached Mr. H .  Flentje with some questions for an 
interview. 
We are now in the fortunate positton to publish the questions raised 
with  he replies received thereto. 

I. You have been with EUROCONTROL 
. f o r  about 1 8  years now. When 

you entered the Organisation the 
i d e a s  about a uni ted  Europe and 
thus  about a European Organisa-  
tion were d i f f e r en t  f rorn now. 
What were your expectations 18 
years ago taking up a function 
within a European Organisation? 

F. 18 years ago I thought that due 
to the Commission's decisions to 
p lan ,  build, implement and 
operation UAC's in Maastricht, 
Karlsruhe and Shannon and with 
the hope that from 1975 on 
France and the U.K. would 
finally trans£ er the tasks 
l i s t e d  in the Convention, i.e. 
to execute ATC i n  the upper 
airspace to the Organisation, 
EUROCONTROL would become the 
European Organisation for Air 
Navigation Services in the upper 

I airspace o f  the member states. 

- ANS in the upper airspace o f  
the member states; 

- planning and implementation 
of a real European ATC- 
sys tern, with the development 
of common functional specifi- 
cations, the o p e r a t i o n a l  and 
technical concept, and the EC 
could have supported us to 
develop prototypes of UACCrs 
and ACC's with modern sector 
suites, data processing 
systems, a central flow 
system, modern data link 
c a p a b i l i t i e s ,  etc. . . 

- cooperation and coordination 
w i t h  the FAA, and the USSR, 
to prepare ICAO standards and 
recommendations, etc . . .  

It is the fault of the member 
states' administrations that we 
missed all these possible 
opportunities, and that we are  
at least ten years behind the 
tines. 

I. As a Director-General you will 
have met their politicians of 
the different EUROCONTROL member 

execution of operational t a s k s  
did not grow to an extent wished 
by so many a£ us. 
What could have been achieved i f  
the green l i g h t s  would have been 

I. Do you expect that these missed 
opportunities will ever be 
implemented? 

states. Their policies always 
have been the leading directives 
or the limiting restrictions for 
the organisation. Together with 
financial constraints the 

users in general. If 
EUROCONTROL member s t a t e s  do not 
start immediately with new ideas 
and the possible common effort;, 
the EC will take over. 

F. I believe so, but very late and 
only due. to the enormous pres- 
sure of the flying public, the 
European parliament and all 

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

given? ( e . g .  more EUROCONTROL 
UAC's in Europe, stripless 
environment, coloured scopes, 
etc.). 

t i o n  problems. For many years 
this situation has been predict- 
ed. It has been clearly i n d i -  

I. The year 1988 has been a t r a g i c  
year for European aviation. 
Multihour delays, costly r e r o u t -  
ing, hardly controllable conges- 

INPUT 



cated on d i f f e r e n t  occas ions ,  
tha t  one day it will come to a 
situation like t h i s .  We are now 
faced w i t h  i t .  Recently d e c i -  
s i o n s  have heen taken which 
should lead to an improvement of 
t h i s  situation. What effects 
w i l l  t h i s  have on the Organisa- 
tions? 

F. The present situation was 
predic table ;  it is  impossible 
and cannot cont inue ,  the users 
insist t h a t  everything has to be 
done as soon as p o s s i b l e ,  t h a t  
t h e  money will be made avail- 
able, that a common, centralised 
flow control system w i l l  be 
implemented r ap id ly  by 
EUROCONTROL and the 12 national 
flow management units be reduced 
t o  an absolute minimum. 
A l l  ECAC-Member states have 
agreed t o  my proposal  tha t  
EDROCOWTROL be used as the forum 
and the Agency as the tool f o r  
a l l  a i r  navigation subjects and 
that the e f f o r t  be concentrated 
there to achieve impsovernenLs as 
soon as possible. T h i s  was 
f u l l y  supported by ICAO. 

A more pertinent question 
related to the situation of the 
air traffic control  staff i n  the 
Maastricht Centre; for many 
years now w e  had to accept 
cer tafn constraints leading to a 
situation of decreased social 
conditions and human and envi- 
ronmental working conditions. 
Although EGATS is not a Union 
type of guild we are concerned 
about these factrors influencing 
morale and flexibility of our 
members. Thus the following 
question: Do you foresee in  the 
near future any improvements in 
this respect? 

We have tried to change this, 
and we are  continuing to do so. 
I hope tha t  member s t a t e s  will. 
soon agree to the early termina- 
tion of service under conditions 
acceptable to you, and to a 
career structure which meets 
your ideas ,  bu t  they w i l l  not 
give more than they have negoti- 
ated with their own s t a f f .  

I. We don't want you t o  at tempt:  
c r y s t a l  b a l l  predictions, b u t  i n  
view o f  the r a p i d  changes i n  
demand i n  aviation these days,  
how do you see  the future 
development of the Organisa t ion  
and the Maastricht Centre?  

F. UAC Maastricht will continue to 
play an important role  i n  future 
for the whole Organisation. It 
is a p i l a t  centre for all member 
states .  We have had long and 
de ta i l ed  discussions in the past 
about this  very question and 
finally the member states have 
accepted the following text o f  
the preamble of the f u t u r e  
Maastricht agreement which is in 
the process of ratification by 
the parliaments of the four 
s t a t e s :  
"Maastricht UAC is a EUROCONTROL 
establishment for the purpose of 

1 
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providing the Organisation w i t h  
the e s s en t i a l  l i n k  between the 
mandatory tasks i n  A r t .  2 . 1  o f  
the EUROCONTROL Convent ion and 
t h e  practical execution of ATS, 
thus enabling the Organisation 
t o  maintain and develop i ts  
technical and operational 
know-how i n  the ATS field". 

1 Our f i r s t  question was: What 
were your expectations entering 
the Services about 18 years  ago. 
If you look back now on these 18 
years, what  are your fee l ing now 
and were your expectations 
fulfilled? 

F. We have had t o  go through very 

! bitter periods and my expectra- 
t i a n s  were n o t  f u l f i l l e d  a t  all, 
b u t  if you compare the situation 
of 5% years ago with that of 
today, it i s  qu i te  different. 
We now have 9 member s t a t e s ,  
Turkey, Ma1 ta , Cyprus, Italy 
will come soon, Spain w i l l  join, 

i n  the end you can expect 
perhaps as many as 22 states as 
members, and i n  addi t ion  I have 
put on he t a b l e  of Ministers a 
cooperation agreement which the 
USSR wants to s ign with 
EUROCONTROL as soon as p o s s i b l e .  
This is the result of two 
missions we made to Moscow t h i s  
year. 
So this year has been a very 
successful' one for us ,  and I 
believe that  EUROCONTBOL has a 
very challenging future. 

I. I wish you all the  best f o r  the 
future and w e  hope you will be 
able to  spend them i n  the way 
you prefer. Also we do thank 
you for the good coopera t ion  and 
understanding during the p a s t  
years. Finally, we would like 
to thank you for your pa r t i c i pa -  
tion i n  th i s  interview. 

EGATS MEETS NEW DG 
On 11 January 1989 the new DG, M r .  Keith Mack visited the EUROCONTROL 
Maastricht UAC. 
Apart f r o m  getting acquainted with the Centre, its people and the 
different  departments and their say ef working, the programme contained 
a meeting with the different S t a f f  Representatives. 

In t h i s  respect there was a 
meeting between the EGATS EB and the 
n e w  D G ,  together with the Director of  
the Centre, Mr. Stalpers, the Head of 
Administratian, Finance and General 
Services, Mr. Drast and Head of 
Personnel Section, M r .  K l i jns t ra ,  
Your INPUT Magazine e d i t o r  was 
present as well and reporting: 

After the formal introduction 
EGATS president Jan Gordts gave i n  a 
brief presentation an introduction an 
EGATS . 

As the ATC background of the new 
DG was confirmed, the understand-ing 
of the  presenta t ion by the new DG was 
qu i t e  simple and recognised, This 
was f e l t  immediately and gave opening 
t o  a relaxed and meaningful meeting. 
I n  respect of EGATS re la t ions  w i t h  

the Organisation, it w a s  emphasised 
t h a t  regular meetings with the DG and 
t he  Head of the Operations Division 
i n  Maastricht are vital. 

A f t e r  the introduction by the 
EGATS President ,  M r .  Mack responded 
saying t ha t  he appreciates that 
professional aspects which differen-  
t i a t e  a guild from a union. "It is 
the whole af the aviation scene". He 
underlined the need f o r  a good 
comunication and good relations with 
EGATS and immediate and prompt 
communications . 

"ATC personnel have the exper t i -  
se, t h e i r  managers need them. 
Therefore they should work c l o s e l y  
together!" 

Continuing, t h e  problem of the 
increase of  t r a f f i c  and i t s  conse- 



quences was t a c k l e d ,  toge ther  w i t h  
the increase of training. s t i l l  it 
takes about 4 yea r s  o f  training to 
reach f u l l  validation. 

Samples of EGATS Technical  
Committee activities t o g e t h e r  with 
the r o l e  played within IFATCA by 
EGATS w e r e  given. The absence a f  our 
IFATCA l i a i s o n  officer , F h i l i p p e  
Domogala, due to the FEATS Conference 
in Paris was used as an example of 
the amount of time spent with these 
activities. Here Mr. S t a l p e r s  
brought up the subject  of the h i g h l y  
appreciated s p e c i a l  Leave gran ted  to 
guild representatives partially 
compensating for time spent on these 
activities. 1 t w a s  underlined again 
that the amount of days allowed i s  in 
fact Ear from sufficient. 

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

The minimum facilities at the 
disposal of EGATS were mentioned. 
The Director 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 facilieies for the Staff 
Representatives. 

Fina l ly ,  t h e  concern a b o u t  early 
termination of se rv ice  was explicitly 
mentioned by the EGATS Representa- 
t ives .  However, to avoid duplication 
this matter w o u l d  be handled further 
by the Staff Committee Representa- 
tives in the meeting with  the new DG 
following our session. 

Furthermore, your e d i t o r  had the 
opportunity to hand out a few copies 
of our INPUT magazine explaining  he 
fact that chis magazine is distribut- 
ed world- wide. 

The pleasant  and open meeting 
was  concluded by the presentation of 
an EGATS tie by EGATS secretarv Kees 

- / 
Scholts , whereby Vice President Geoff 
G i l l e t t  indicated that EGATS mernber- 
ship is open to all staff holding or 
having held an ATC license. So is 

(FPL-INPUT-IG-DA50/M-S/C 
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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 o f  its 38th anniversary. A well organised, 
interesting symposium. Your editor reporting, 

First of all, what is EUROAVIA? 
It is an association of European 
Aeronautical and Astronautical Stu- 
dents of the different universities 
throughout Europe. Their objectives 
are to further a close European 
co-operation in all fields of aero- 
nautics and as t ronaut ics  by 
es tab l i sh ing  and improving contacts 
among aeronautical and astronautical 
studen~s all over Europe and to give 
the members an opportunity to learn 
more about study, culture and indus- 
try abroad. 

Founded in 1959 in Aachen, 
Germany, the association more or less 
vanished in the late seventies to 
reappear in 1984. Now, EUROAVIA has 
again proved its right of existence. 
flew loca l  and European activities, 
such as fly - inns, annual congresses , 
practical training schemes and 
study-reports, together with the 
publication of the EUROAVIA News, 
have been added. A t  present, 21  
groups from 10 different countries 
form so-called local groups of 
EUROAVIA. It is hoped, they say, 
that through these activities the 
European aerospace student becomes 
acquainted with the culture and 
industry of other European countries, 
since this, in the present climate of 
European co-operation, should be an 
essential component in the education 
of aerospace engineers, 

Since the programme of the  
Symposium was aimed a t  these stu- 
dents, the different lectures were, 
mostly of an informative nature and 
both civil as military related. 
There were representatives of, 
amongst others : Airbus Indus trie , 
Rolls Royce Engines, Fokker Indus - 
tries, ESTEC, Messerschidt-Boelkov- 
Bloh, DFVLR, FRG's Joint Airworth 
Requirements and Joint Certffication 
(JAR), European Communities and 
EUROCORTROL. 

Let's take some highlights of 
the different lectures and presenta- 
tions. 

From the European Communities, 
the Commission's Vice -President, Mr. 
Karl -Heinz Narj es , indicated that 
"the need for co-operation between 
European companies in major develap- 
ment p r o j e c t s  and the production of 
aircraft has been recognised by the 
Commission f o r  many years and the 
practise is now firmly established in 
the industry. The most obvious 
illustration of this is ' A I R B U S ' .  
There has also been an increasing 
co-operation in research and technol- 
ogy but mostly on a national basis". 

"We i n  the Commission", M r .  
Narjes continued, "believe that the 
urgent requirement now is to broaden 
co-operation to Community level. 
With this i n  mind, the Commission 
recently launched an initiative 
aiming at establishing a strategic 
programme in aeronautics. The idea 
is to stimulate the European aeronau- 
tic industry to extend the existing 
co-operation to research and technol- 
ogy acquisition and to strengthen the 
technology base and broad front by 
bringing about more effective collab- 
oration in preconpetitive research". 

"Two years ago the Commission 
together with the maj o r  European 
aircraft companies initiated a study 
on the fu tu re  p rospec t s  f o r  the 
industry. This study is known as 
' EUROMAKT "' . 

"It foresees an increase of some 
40 percent in real terms in the 
average annual value of aircraft and 
helicopter deliveries over the next 
twenty years as compared to the 
average value of delivery in the 
period 1980-'86". 

"The Commission's plan is to 
establish a 'Strategic Programme for 
Aeronautical Research and Technology 
Acquisition' - at Community level, 



which should be put i n t o  operation as 
soon as poss ib le" .  

"The Commission' s view that 
action is needed, is c o n s i s t e n t  with 
the European Parliament's view 
expressed in its recent  resolution on 
the European aeronautical industry". 

Coming to the s u b j e c t  o f  space ,  
the Commission's Vice-president 
continued: "Europe owes its p o s i t i o n  
of the t h i r d  most important space 
power to the existence and activities 
of  the European Space Agency ESA".  

With this remark about ESA w e  
move t o  the l e c t u r e  by the Director, 
Mr. Marius Le Fevre, of E S A ' s  Europe- 
an Space Research and Technology 
Centre ( E S T E C ) :  "European Space on 
course to the 21st centurytt. He 
referred to the dec i s i on  by the ESA 
Member S t a t e s  to charge ESA with the 
simultaneous development of four new 
large space programmes. 
M r .  Le Fevre: "1 consider it appro- 
priate to ernphasise this decision as 
unique and aE historical signifi- 
cance'' . 

"Although in the meantime the  4 
new l a r g e  space programmes to lead 
EUROPE into the 21st century have 
become fairly well know",  they were 
briefly presented: 
- Ariana 5 (1995), (together with 
Hermes ) t o  give European autonomy in 
manned space f l i g h t ;  
- Columbus (1996-1998) , the European 
contribution to the international 
space station; 

- Hermes ( 1998 ) ,  a d e l t a  wing space 
plane  to be launched on t o p  o f  Ariane 
5 and capable of runway l andings  both 
a t  t h e  launch site (Kourou, French - 
Guyana) and in Europe; 
- Data relay s a t e l l i t e  system, t o  
provide Europe with cost-effective 
and independent real-time space 
communication capability. Launches 
planned in 1996 by kriana 5. 

(We w i l l  came back t o  these 
i n t e r e s t i n g  programmes and mare about  
ESTEC later-on this year). 

AIRBUS Industries' Manager 
Projec t  Design, Mr. Georg Poschmann, 
presented a lecture on "AIRBUS 
Industrie and the European co -opera- 
tion in aeronautics" . 

About production, he said: "The 
Airbus production plan shows an 
annual production of 84 A320 and 42 
A300/A310 ai rcraf t  in 1990. A f t e r  
1990 the A330-A340 production starts- 
to build-up reaching 42 a i r c r a f t  pe r  
yea r  i n  1993.  Altogether the tenta- 
tive baseline plan shows production 
of 158 Airbus aircraft in 1993, tha t  
is 2 aircraft  every 3 working days. 
ThFs means a tremendous effort for 
the whole Airbus Industrie's system 
and good co-operation between all 
participants is an absolute prerequi- 
s i t e  to master t h i s  challenge". 

"What has been achieved on the 
sales front? - Up to the end of 
October 1988, a total of 883 firm 
orders f o r  A 3 0 0 / A 3 1 0 / A 3 2 0  aircraft 
has been received from 7 4  customers.  

INPUT 



Out of these orders, 440 aircraft 
have been delivered up to now. To 
this number 151 commitments f o r  
A330/A340 have to be added plus all 
the options for the A300/A310/A320 
which may be converted into firm 
orders subsequently. These sales 
figures represent a remarkable 
success far AIRBUS Industrie and 
especially the A320,  which has g o t  
( 6 4 5 )  more orders and options than 
any modern airliner at this stage of: 
its programme". 

Mr. Poschmann continued pouring 
out further interesting figures and 
infbrrnation : 

"AIRBUS Industrie and the US 
manufacturers agree that worldwide 
passenger traffic will grow, over the 
next 20 years, at a rate o f  5 t o  6% 
per  year, which means almost three 
times as much airline traffcc in the 
year 2006 as today. In addition, new 
aircraft will also be needed to 
replace old aircraft made obsolete by 
age, n o i s e ,  high f u e l  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 
bod ie s ,  2 .300 wide body twins and 
2 -100 3- and 4-engine wide body 
aircraft), of which we expect to get 
a share of approximately 3.200 
aircrafttt. 

Jumping to  human aspects, the 
AIRBUS Industrie lecture read: 
"Another essential aspect in interna- 
tional co-operation is related te the 
PEOPLE, who are engaged in these 
activities at a l l  l e v e l s .  By nature, 
the p a r t i c i p a n t s  who have to work 
together, come from different coun- 
tries and environments and have a 
different education and professional 
training. Differences in respect to 
p r o f e s s i o n a l  experience, approach t o  
problems, reactions to events and 
management procedures, etc. are 
significant. To these can be added 

the problems a r i s i n g  f r o m  living and 
working in a foreign environment, 
which create difficulties and chal- 
lenges of language, civilisation and 
culture. These differences must be 
made positiva. If proper and open 
exchange of v i e w s  is not only made 

1 
possible, but systematically organ- 
ised, it is p o s s i b l e  to increase the 
engineering quality and reduce 
significantly' the risk of errors. 
Looking at a problem w i t 3  different 
eyes and from different points of 
view enables us to understand it more 
completely and helps to find b e t t e r  
solutions. In the past, neither the 
formal education system nor company 
t ra ining tried to prepare people in 
the ' a r t  of  i n t e r n a t i o n a l  co-opera- 
t i o n '  . We j u s t  exposed them to the 
co-operative world and left it to the 
individuals to either find a way or 
drop out. But now the experience 
gained in international co-operation 
makes a more systematic t ra ining 
possible to complement the professio- 
nal education. And this is one of 
the f i rs t  and most important act ivi-  
ties of EUROAVIA: To collect experi- 
ence in co-operation and make it 
available to students and young 
aeronautical engineers. 
F i n a l i s i n g  this review of interesting 
subjects, I would like to mention 
shortly EUROCONTBOL's Mr. Andre 
Benoit % lecture  on " E f f i c i e n t  
on-line a i r  t r a f f i c  handling". 

"The fascinating, rnulti-disci- 
plinary and presently critical field 
known traditionally as Air Traffic 
Control e l i c i t s  a variety W E  acute 
problems, several of which comprise 
possible subjects of dissertations, 
thesis, research, development and 
applications of great interest". 

"To illustrate  he point, it 
w i l l  be sufficient to compare the 
level of automation attained in the 
aircraft and on the ground. fn 
short, it is conceivable t o  f l y  in a 
fully automatic mode from departure 
to arrival, ground movements includ- 
ed, with o r  wi thout  a (monitor ing)  
crew on board. I n  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 guiding 

I aircraft". 
"The limitation imposed on air 



transpart demand by the present air 
t r a f f i c  control c a p a b i l i t y  an t he  one 
hand, and the developments in modern 
technologies on the other hand, make 
i t  poss ib l e  t o  envisage extensive 
automation of the overall air t r a f f i c  
handling process  in t h e  course of t h e  
nex t  two decades" .  

The lecture showed how " t h e  
presen t  situation c o u l d  he improved 
in terms of efficiency (economy, 
capacity and expeditiousness) and 
safety, by means o f  the i n t e g r a t i o n  

o f  c a n t r a l  phases over extended 
areas .  T h e  programme proposed 
represents an i n i t i a l  and essential 
s t e p  in the use of the computer to 
generate c o n t r o l  activities at the 
decisional level". 

The presentation included an 
overview of the Zone of Convergence 
(ZOC) concept and was completed w i t h  
a video pro jec t ion  produced by the 
EUROCONTROL Experimental Centre  

illustrating the ""state of develop- 
ments  with the automatic genera t ion  
of guidance directives, conducted in 
realistic conditions with the p a r t i c -  
ipation of  professional air traffic 
controllers and a ir l ine  crews". 

Since t h i s  presentacton, o f  high 
i n t e r e s t  to ATC staff, was presented 
as well at t h e  International Seminar 
"ATC 2000" i n  Luxembourg i n  February 
1988,  we will come to a full publica- 
t i o n  later (Ed.). 

T h i s  w i l l  conclude this repor t  
on my v i s i t  t o  the EUROAVTA symposium 
in Delft. I n  t o t a l  a very interest- 
i n g  symposium with high  q u a l i t y  
subj ects and speakers. It therefore 
was a pleasure to have been a guest 
of  EUROAVIA and I would like to 
express my thanks f o r  their invira- 
tion. 

Bob van der Flier. 
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'FASTER THAN A BULLET' 

The Date 
The time 
The Place 

The A i r c r a f t  
Concorde 001 

Heathrow Tower 

Concorde 001 

Captain (Intercom): 

Four green lights indicate t h a t  
re-heat i s  operating and 38.000 
pounds o f  thrust from 4 Rolls Royce 
Olympus engines push me back i n  my 
seat behind the C a p t a i n ,  as the 
runway unwinds ahead of us. 

Though frequently amazed at the 
circumstances in which I f ind  myself, 
this was an experience beyond my 
wi ldes t  dreams - a member of the 
f l i g h t  deck crew on Concorde - 

I supernumary thought I was, I had 
received a full br ie f ing ,  including 
evacuation procedures and had been 
made most welcome on this, my first 
and almost certainly my last, civil 
supersonic flight. There had been 
criticisms o f  course ,  about the 
distribution of these familiarisation 
flights, obtained by the EGATS Flight 
Department, a f t e r  long negotiations 
with British Airways. Critics are 
never in  s h o r t  supply and f inding a 
fair method of allocating these 
flights was, perhaps,  more difficult 
than obtaining them. Flight depart - 
ment people had considered the 
problem extensively, concluding t h a t  
a competi t ion,  r e q u i r i n g  twelve 
answers t o  questions about the 
Concorde, independently judged by 
four members, would be a fair method. 
For me, this necessitated borrowing 
two library books, one telephone c a l l  

by Geoff Gillett 

1 0  December 1988 
1040 Local 
London Heathrow . 
runway 2 7L 
G -BOAC 
"Ready for take 
o f f "  
"Roger Concorde 
001, cleared f o r  
take off surface 
wind three z e r o  
zero degrees, one 
zero knots." 
"Roger cleared 
for take off" 
"Gentlemen, are 
we ready? Three, 
two, one, now?" 

to BA and about seven hours work. 
With the nose drooped, the 

cake-of f r o l l  w a s  except ional ly  
sho r t ,  i n  spite of our being close t o  
m a x i m u m  take-off weight. A£ ter only 
about  1 6  seconds, w e  rotated and left 
the runway a t  217 k t s .  and headed 
west towards Windsor Castle, clearly 
seen in a visibility sf about 20 nms 
and 8/8ths blue sky. Noise abatement 
procedures necessitated power reduc- 
t i o n  a f t e r  one and a half  minutes and 
reheat was cancelled a t  about 600 
f e e t .  As t he  visor w a s  raised at 250 
kts., a controller's voice, with a 
London accent I though I recognised 
from years gone by,  c l e a r e d  us t o  
FL 120, the after rake-off checks 
were completed and we passed over 
Reading climbing on a radar headfng 
at 5.000 feer per minute. 

"Captain speaking" time had 
a r r i v e d  and he informed his 95 
passengers and 5 empty seats of  our  
ETA, and that the weather in New York 
was dry and sunny. In terms of l o c a l  
t ime,  w e  would all ar r ive  one hour 
younger ! 

During the subsonic climb our 
rate varied between 3.000 and 6.000 
fpm and no "level off" had been 
necessary. As the passengers sipped 
their aperitif, we slipped smoothly 
into the transonic phase of f l i g h t ,  



w i t h  reheat  on. A s  Mach number 
increases, the aerodynamic centre of 
gravity moves rearward and the 
aircraft has to be re-trimmed. In 
Concorde, this  i s  achieved by moving 
fuel around. For accelera t ion,  fuel 
i s  t r ans fe r red  to the  tanks i n  the 
rear fuselage and a t  the end of the 
cruise  phase, fuel is  moved forward 
again (See  Diagram). 

about the same as a BAC 1-11 perhzps 
and with a no t  too generous seat 
p i t c h .  There were several  famous 
faces on board, pop stars and busi -  
ness men mostly. The meal was 
excellent and hardly had 1 become 
acquainted with my fellow passenger, 
a property tycoon from Austra l ia ,  
when w e  w e r e  in the descent from the 
brighter-than-usual  blue f r inge o f  

In Flight Fuel Transfer 

Rearward transfer - transonic Forward transfer - 
acceleration end of cruise oo Front Msln Rear  

Trfm Tanks Tsnke Trlm 7ank 

Fuel is  a l so  used f o r  cooling purpos- 
e s  on the Concorde. The temperature 
o n  the nose reached 125 degrees 
Celsius, that is 175 C above the 
surrounding air a n d  the a i r c r a f t  
"growstt i n  length by about 20 c m s .  

The airways c o n ~ r o l l e r  gave 
several warnings of possible sonic 
booms to other aircraft i n  our 
v i c i n i t y  and then cleared us f o r  a 
c r u i s e  climb t o  FL 600. The flight 
engineer suggested I should watch the 
vertical speed indicator and the 
machmeter, since they would be the 
o n l y  indication that we were super- 
sonic. Sure enough, the VSI s t a r t e d  
t o  bounce up and down as we went 
"though the sound ba r r i e r f t  b u t  no 
bang, na flutter. No other sensation 
except a realisation t h a t  around 
FL 300, we w e r e  s t i l l  climbing at 
about 3.000 fpm a t  more than 600 
kts TAS. After about nine minutes, 
reheat came o f f  a t  Mach 1 . 7  a t  about 
43.000 ft. and the rate of climb 
gradually decreased to about 50 fpm 
by the time we reached the end of the  
supersonic c ru i se .  

P r i o r  t o  tha t ,  however, a young 
lady arrived with four trays o f  t a s t y  
snacks and cof fee  and having seen 
Mach 2.0 reached on the machmeter , 
only 40 minutes after take-off, it 
seemed an appropr ia te  t i m e  t o  sample 
the p a s s e n g e r  cabin. Walking a t  
2.000 kph through the fastest restau- 
rant in  the w o r l d ,  I was surprised at 
the relative smallness of  the cabin - 

space. So back to t h e  f l i g h t  deck. 
Although w e  had only a s h o r t  

time ago vacated FL 560 ,  s l i g h t  
turbulence was experienced whi ls t  the 
captain briefed me on the ap- 
proach/missed approach procedures. 
Already the RJT was becoming busier  
with quickfire American phraseology, 
as seventy miles o f  Canadian coast -  
l i n e  w a s  s l i p - s l i d i n g  away. 
Nantucket Island, Martha's vineyard 
and the Manhatten skyline were 
i d e n t i f i e d  by t h e  crew a l s o  Staten 
Island and the S ta tue  of Liberty 
s tood  out against an azure blue sky. 
What luck to approach JFK f o r  the 
f i rs t  t i m e ,  i n  such wonderful weather 
and i n  December too!  

So fascinated was I with a l l  
there was t o  see, that my recol lec-  
t i o n  of the approach and landing was 
minimal, except that the captain made 
a manual landing, greasing it onto 
the runway at 160 kts . From a 
passenger p o i n t  o f  view, the whole 
f l i g h t  bad been uneventful.  They are 
the best kind af ter  all! 

And so we were down. 3.605 
miles in 3 hours 26 minutes - less 
t i m e  than it takes me ta drive to 
Calais! So i n t o  the c r e w  bus and an 
expedited check-in at the New York 
Sheraton w i t h  the rest of  t h e  crew, 
except the Captain of course! 

Whilst a11 th is  had been happen- 
ing,  colleague Andy Barnby, co-winner 
of  the competition, had departed 
Heathrow on a BA-747 about t h i r t y  



minutes af te r  m e  and w e  had arranged 
to meet in the hotel. With only 30 
hours  s t opova r ,  I was determined to 
make the most of it. A quick shower, 
change of c lo thes  and off t o  the 
Empire State Building, one hundred 
and twenty floors high and a total 
h e i g h t  of nearly 1.500 ft, (483 
metres) .  Being such a c lear  day and 
the start of the Christmas shopping 
period ,  I had the impression t h a t  
half of the popula t ion  of New York 
wanted to see their  c i t y ,  the "Big 
A p p l e " ,  from t h e  observation pla t form 
a t  the t op .  Eventua l ly ,  my t u r n  came 
and' what a wonderful view! I re- 
mained about an hour drinking i n  the 
effect  of t h e  Manhatten skyl ine ,  
marvelling at  man' s engineer ing .  I t  
a l s o  occurred t o  m e ,  tha t  
M s .  Barnby's B-747 was about halfway 
across the Atlantic. Somehow I 
wanted t o  t e l l  somebody, anybody, 
that only s i x  hours ago, I was 
walking i n  tke s t r e e t s  of  London, and 
only Concorde could make this possi- 
ble. But who would have cared? B u t  
no t ime co ph i lo soph i se ,  take one o f  
the seventy-three e l e v a t o r s ,  a t  a 
speed of up to 1.200 f e e t  per minute 
in the descer-t, back to ground Level ,  
w i t h  a right turn out and up 
broadway, via T i m e s  Square, to see 
Carnegie H a l l .  

Is it r ea l l y  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 
f l i g h t ,  lasting 12 seconds? Has 
Concorde really been flying commer- 
cially for more than 1 3  years? 
Doesn ' t  New York look beautiful in 

her Christmas c l o t h e s ,  trees 

everywhere and shop windows competing 
f o r  attention! But it's time ta 
return for our rendezvous at the 
h o t e l .  

Good ATC planning!  M r .  Barnby 
had arrived seconds before me and w a s  
having problems g e t t i n g  a room. 
Quick n e g o t i a t i o n s  with Clyde, the 
concierge, a t y p i c a l l y  f r i e n d l y  
American, who .gives the impression 
that he has known you a11 h i s  life, 
has no rooms available, s o  w e  share. 
We had both arranged to meet up with 
our respective crews, Andy with the 
747 crew and I with the Concorde team 
i n  Houlahan's Bar. 

Again a shower, change of 
c lo th ing ,  and ou t  i n t o  the now- 
f r e e z i n g  night air. The scene had 
changed. Milliorw of l i g h t s ;  traffic 
lights, neon l i g h t s ,  "Don't Walk" 
l i g h t s  and moonlight. But walk we 
did - eventually to Houlahan's 
draught  Guinness flowed and so d i d  
the conversation. Al toge the r ,  it was 
most enjoyable evening spent w i t h  
these crews - the highest  o f  f l i e r s  - 
talking aviation for most of the 
time. What a pleasure it is to have 
contact with  f e l l o w - p r o f e s s i o n a l s ,  
whose working world we share h u t  wirh 
whom we have so  l i t t l e  contact! What 
a technical achievement ~ o  move LOO 
people  at 1.340 nautical miles per 
hour - faster than the speed of a 
rifle b u l l e t .  A total - aviation 
experience! 

My g r a t e f u l  thanks t o  B r i t i sh  
Airways, Captain K.D. Leney, F l igh t  
Manager t e c h n i c a l ,  Concorde, the 
c r e w s  and to my colleagues in EGATS 
who made it all p o s s i b l e .  
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VISITORS FROM RUSSIA 

In the l a s t  week of January 1989 a de lega t ion  o f  the Russian Civil 
Aviation Workers Union ( C A W )  v i s i t e d  EUROCONTROL on an invitation of 
the Union Syndicale Maastricht Branch. Your edicor r epo r r ing !  

The CAW i s  a union with over 
1.000.000 members, mainly within the 
USSR. However, Russian aviation 
personnel stationed all over the 
world are members. The CAWU consists 

4 

of about 2.000 different organisa- 
tions comprising all aviaeion related 
professions, such as AEROFLOT person- 
nel (from p i l o t s  to maintenance 
s t a f f ) ,  ATC personnel, b u t  also 
airport-handling staff in and outside 
Russia. 

The delegation was formed by the 
President o f  the Central Committee of 
the CAWU, Mr. Alexander Gridin  and 
the head of the International Bela- 
tions Office o f  the Central  Committee 
o f  the CAWU, Ms. Victor Finagin. 

On arrival at Maastricht a i r p o r t  
on Monday, the delegation was welcome 
by the hosting Union Syndicale 
representatives Messrs. Horsman and 
Koper and by EGATS Vice-President 
Geoff G i l l e t t .  To g e t  acquainted, a 
very friendly and relaxed get-togeth- 
er took place at Geoff's place,  where 
his wife Sal ly  had prepared the  
guests a very f ine  buffe t .  

I 
On the second day of their 

visit, the Russian delegation was 
welcomed to the Maastr icht  Centre by 
Deputy Director, Mr. Ehrmanntraut, 
who gave a presentation on the 

EUROCONTROL organisation and the 
MADAP-system. Believe it or not, 
this complete presentation was done 
in the Russfan language. Since Mr. 
Ehrrnanntraut has been at a Russian 
school in his early youth, this was 
not that much of a problem f o r  him, 
except  far t he  more modern words, 
which did no t  exist  at the time. 
Thanks to his great effort, Mr. 
Ehrrnanntraut was able to do the full 
presentation in the Russian language, 
which, of course was highly appreci- 
ated' by the delegates. 

The p resen ta t ion  was followed by 
an introduction to the Maast r ich t  UAC 
Director, M r .  P.J. S t a l p e r s ,  who 
received a roken of appreciation by 
the President of the CAWU. 

A tour through the operations 
room, whereby both the civil and on 
special invitation, the military side 
was visited, concluded the morning 
programme. 

After lunch i n  Harry's VIP room 
t h e  afternoon was filled with the 
exchange of information an the 
structure, organisation and proce- 
dures of both the Unions and EGATS. 
T h i s  meeting was deemed very worth- 
while, since it was one of the 
reasons for their visit. 

Following all this thirst-making 
conversation, t h e  yearly beer-call by 
the Union Syndicale was attended, 
whereby many members of the Union 
were present to meet the delegation 
and h i t  a few beers o r  something 
else! During this cosy get-together 
EGATS Vice-President Geoff Gillett 
offered the Russian gues t s  an EGATS 
plaque as a souvenir of their visit 
to Maastricht. The return speech (in 
Russian) by CAWU President, M r .  
G r id in ,  w a s  on his request, translat- 
ed by Mr. Ehrmanntraut. 

Unfortunately the latter had to 
give up, saying: "Giving a presenta- 
tion in Russian is completely d i f f e r -  
ent from doing translationstt. There- 



fore we were provided again by the 
excellent translations of Mr. 
Finagin ,  as he d i d  on all o t h e r  
occasions. Later-on, at request  of 
t h e  military s taf f  there was a short 
introduction at: the bar in t h e  GAF 
Casino, so  t h a t  the GAF colleagues 
were able to m e e t  t h e  de lega t ion  as 

well. A h i g h l y  enjoyable  initiative, 
showing some "Pe res t ro i jka"  f r o m  
t h e i r  side as well. 

EGATS Vice-Fresident  Geoff G i l l e t t  
of fer ing an EGATS plaque. 

Wednesday the delegation visited 
EUROCONTROL Brussels. I n  the morning 
they were w e l c o m e d  a t  the Data Bank 
EUROCONTROL. A f t e r  a general intro- 
duction on the his to ry  and tasks of  
t h e  DBE, a demonstration took place 
at one of the terminals in the 
operations m o m .  

Of course mention was made of 
the plans to come to a data l i n k  
between our  DBE and the DBC (Data 
Bank Comecon), which w i l l  take place 
i n  the future. Another reason for 
the guests to vis i t  EUROCONTROL. 

The EEC Union Syndicale offered 
an excel lent  lunch ,  during which 
t i m e ,  information was exchanged on 
the different  ways of  working o f  both 
Unions. 

The afternoon programme s t a r t ed  
at the EUROCONTROL Headquarters. The 
Director-General, Mr. K. Mack re- 
ceived the delegation, whereby 
fur ther  mention was made of the 
current  s t a t e  of affairs of the 
r e l a t i ons  between the Organisation 
and the Russian Civil Aviation 
Authori t ies and other A i r  Traffic 
Control r e l a t e d  subj e c t s  . 

The rest of the af ternoon w a s  
used for some leisure whereby natu- 
r a l l y  "Manneke P i s t t  was honoured with 
a short v i s i t .  

The programme in Brussels was 
t e rmina ted  with a small reception at 
the house of the EEC Union Syndicale 
President, Mr. Franco Ianniello. 

This terminated as w e l l  the 
o f f i c i a l  programme of  t h e  visit of 
the Russian delegation, since the 
last two days were f i l l e d  w i t h  a 
touristical visir t o  A m s t e r d a m ,  The 
Hague and  Rotterdam and a day o f  
leisure on Friday.  

In the l a t e  Friday afternoon a 
small tour through the lovely land- 
scapes of Limburg completed t h i s  day, 
which ended in Maastricht, where t h e  
h o s t  Union Syndicale  offered t h e  
Russian guests a farewelL dinner. 

Saturday morning M r .  Gridin and 
Mr. Finagin  departed from the Inter- 
national Airpo r t  of Brussels back 
home. 

Looking back t o  t h i s  week of  his 
v i s i t ,  C A W  President M r .  Gridin 
mentioned the f r iendly  way he was 
received and showed around, whereby, 
clearly a l l  efforts had been taken so  
as to allow an excellent balance 
between o f f i c i a l  business and l e i -  
sure. Hereby the hosts had succeeded 
i n  accomplishing a wonderful week 
which w i l l  remain long in his memory 
"Th i s  could only be possible," he 
said, "when one r ea l ly  has an open 
mind f o r  international re la t ian-  
ships" .  "It has been a great plea- 
sure f o r  me to have been your guest 
and I am sure that we will extend our 
r e l a t i o n s  through our exchange 
programmes, " said Mr. Gridin in his 
farewell at the airport. 

This visit paved the path so  as 
t o  come to a common exchange pro- 
gramme between members in Russia 
(mainly Air Traffic Control Staff) 

Welcome by t h e  EUROCONTEiOL Director- 
General, Nr,  K, Mack 
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and members of EUROCONTROL, One year 
a group will v i s i t  che USSR and che 
next year a group w i l l  come to 
Holland. Groups, including wives, of 
between 10 co 18 people plus a group 
leader w i l l  be a l l o w e d .  Children may 
participate, whereby a s p e c i a l  
children' s programme i s  p o s s i b l e ,  
however, chi ldren a re  counted as 
persons of the group. Destinations 
in USSR may be proposed,  bu t  a r e  
f i n a l l y  se lected and decided upon by 
the  Russian hosts, because more 
international groups may be around a t  
t h e  same t i m e .  The visi ts  w i l l  take 
place in  the p e r i o d  between May and 
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September and will last about 14 
days.  The programme will be a 

I balance of visits, excursions and 
l e i sure  time, whereby it was s p e c i f i -  
c a l l y  mentioned, t h a t  the excurs i ons  
w i l l  normally not be the ordinary 
ones which are inc luded  i n  t h e  
regular tourist programmes. In USSR 
interpreters are provided for by the 
host organisation. Travel to and 
from the USSR will be arranged 
through AEROFLOT on s p e c i a l  condi- 
t i o n s .  All fur ther  c o s t s  are for the 
host(ing-party), This means condi- 
t iona l ly  that the guests to be 

received i n  Li~nburg a r e  on the 
expense of the l los t s  h c r e .  T h i s  is a 
Russian tradition and it means, thus 
that a11 expenses, i nc lud ing  e . g .  
souvenirs are on the account of the 
hosts . 

As soon as f u r t h e r  details awe 
avai lable ,  t h i s  will be made known to 
the {UNION?) members. 

A t  the  Data Bank EIT2!C@?l'JTP.nL (DEE) 
in Brussels. 

Looking back to t h i s  week and 
remembering the interesting conversa- 
tions we had, I only can b u t  conclude 
that the i n i t i a t i v e  by the Union 
Syndicale for t h i s  v i s i t  was an 
acrion o f  good and perfect public 
r e l a t i o n s .  

SOLATR SOLAIR SOMIX SOLAIR SOLAIR SOLAIR SOZATR SOTAIR SOLAIR SOLAIR 

SOZAIB, THE IHDTVIDUAL TOUCH IN ADDITION TO YOUR EXISTING TRAVEL FACILITIES! 

r 
HOLIDAY PLANS TO DENMARK?? 

Satco Per Bech Nieleen offers: 

Summerhouse a t  Kvie take, Jut land ,  Denmark 
Located between Esbjerg IEKEB) and Billund IEKBI) and Legaland. 

The hause is built in 1979 and conta~ns 63 sq.rntrs. 
Good f o r  up t o  4 persons. 
There is! Sitting-room combined with k i t c h e n ,  2 bedraamo with 2 beds, 
1 bedroom with 2 bunks. Kitchen: El-cooker, re f r igera tor ,  coffee-maker, 
hot-cold water. Bathroome MC, shower, hot -co ld  water.  i 
P r i c e s  f o r  1989: 
week no IS-I8 and 36-42! 800 DK KR + electricity 
week no 17-24 and 35-35: 1200 DK KR + electricity 
week no 25-32 : 1700 DK KR + elertr~city, 

I f  you are interested or f a r  more xnformation, you can apply  to: 
SATCO Per Bech Nielsen, Buen 7, 7182 Bredtiten, DK Denmark. 
t e l .  april: 455 €301345; f rom may new number8 45 75 881345. -- 



MEDICAL ASPECTS 
Medical a spec t s  are very important 1 terns for aviation re lated profes - 
sions i n  genera l  and f o r  a i r  t r a f f i c  control pe r sonne l  i n  p a r t i c u l a r .  
Our r e l a t i o n  w i t h  the medical department is mainly rhrough the B.G.D. in 
Heerlen and i n  pa r t i cu la r  with Dr. M. Stekelenburg. We invited him to 
provide us, on a regular bas i s ,  with some medical information, which he 
thinks i s  r e l e v a n t  t o  u s .  
His f i r s t  c o n t r i b u t i o n .  

Determination of v i s ion  and h e a r i n g  a r e  more f r e q u e n t l y  i n  the thoughts  
of an a i r  t r a f f i c  controller as h i s  or her age increases .  In  t h i s  
article, w r i t t e n  a t  the i n v i t a t i o n  o f  the  Editor, the functions of 
vision and the effects of age on visual accommodation are ana lysed .  

by Dr. M. Stekelenburg 
"Presbyopia - The S h o r t  Arms Effect t1 .  

Light  r ays  e n t e r  the eye by the 
cornea .  After  they have passed the 
aqueous chainbes they  go through Che 
p u p i l ,  the  l e n s  and the v i t r eous  body 
to t he  retina. I n  the r e t i n a  the 
light rays are transformed i n t o  
e l e c t r i c  stimuli which go  through the 
o p t i c  nerve t o  the brain.  (figure 1). 

To see a p ic tu re  d i s t i n c t l y ,  the 
image has  to be focused on t h e  retina 
and not  behind or i n  front of it. 

T h i s  focusing, the accommodation, i s  
done by the lens. 

The strength of the lens i s  
usual ly  expressed i n  d i o p t e r s  which 
is  t h e  reciprocal of the focal length 
in meters. The focal length is the 
distance from a lens at which pawal- 
lel rays a r e  focused. In a normal 
(emmatropic) eye, this distance is 
about 15 mm. which is a l s o  the 
distance between the centre of the 
lens and the retina. 

In a hyperopic eye, the image is 
focused t o  a p l a c e  behind the  retina 
and in myopic eye, to a place in 
f r o n t  of the retina. (figure 21, 

The r e l a t i o n  between the object 
distance, the image distance and the 
lens is expressed by t h e  lens Eormu- 
la : 

( f i g u r e  3 ) .  

The r e s t i n g  eye has a power of 
about 67 D from which 45 D is sup- 
plied by the cornea. At rest the  
power of the lens is about 20 D. 

The shor tes t  distance from which 
an object  can be seen d i s t i n c t l y  is 
called the near p o i n t  of  v is ion.  
T h i s  p o i n t  i s  d i r e c t l y  relared with 
the accommodation power of the lens 
and the shape of the eye. I f  t h e r e  
i s  hyper t ropia ,  the dis tance  of the 
near po in t  is increased .  I f ,  on the 
contrary,  the eye is myopic, the 
dis tance  of the near p o i n t  is de- 
creased. 

With hypertropia, vision of 
distant points is possible with less 
or more accommodation of t h e  lens  
which may be very tiresome. It is 
therefore b e t t e r  to c o r r e c t  with a 
converging lens .  

If vision is myopic, distinction 
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 c a l l e d  
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 cilliary 
body. 

EURmONTAOL GUILP OF AIR TRAFFIC SEWICES 
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Structure  of the eye. 
(From Selkurt, Physiology, Little 
Brown & Cie Boston USA 1962 ) .  

E M M  E T R O P I A  
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f igure  3 :  

Construction of an image when l e n s  
s t reng th ,  object s i z e  and o b j e c t  
distance are known. 
(From Selkurt, Physiology, Little 
Brown & Cie Boston USA 1962) . 

The lens acrs like a p l a s r i c  bag 
filled with a fluid. It is spread by 
tiny ligaments ( the zonula) in the 
middle o f  the c i l l i a ry  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 optical power. 
( f igure  4 ) .  - - t -  

-aMYOP+3 

I L" "'-7 
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figure 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 

figure 4 :  

I 
eye, rays focus before the retina. 
(From Selkurt, Physiology, Little 
Brown & Cie Boston USA 1962) .  

Accommodation of  the lens. 
(From Hollwich, Einfuhxung in den 
Augenheilkunde, Georg Thieme Verlag 
Stuttgart 1 9 6 8 ) .  



- --t At older age, the contraction 
force of all muscles decreases. The 
cilliary body is no except ion  to this 
rule. With the decrease of contrac- 
tion power of the cilliary body, the 
accommodation power of the lens 
decreases too .  The distance of the 
near p o i n t  increases which becomes 
manufest in daily life between the 
age of 40 and 5 0 .  (see table) The 
arms become too s h o r t ? ?  We c a l l  t h i s  
presbyopia. 

AmpIitude Near Point 
Age [in diopters) (in centimeters) 

10 11.3 8.8 
20 9.6 10.4 
311 7.8 12.8 
4 0 5.4 18.5 
50 1.9 52.6 
60 1.2 83.3 
70 1.0  100.0 

Table : 

E f f e c t  o f  age on amplitude of accom- 
modation and near point. 
(Frarn Selkurt , Physiology, Little 
B r o w n  & Cie Boston USA 1 9 6 2 ) .  

Individual persons are different 
f r o m  each other. T h e r e  are also  
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 cannot  
focus on more remote objects. With a 
hyperop ic  eye,  the problems manifest 
quicker. With myopia, spectacles 
used f o r  d i s t a n t  vision cannot be 
used fo r  nearby vision. 

A i r  traffic controllers have to 
focus constantly to different d i s -  
tances. The first problems re la ted  
t o  presbyopia will become manifest i n  
t h e  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. 

If presbyopia becomes so severe 
chat accommodation is nearly impossi- 
ble even tri-focal spectacles can be 
necessary. These spectacles are 
available and can be prescribed by an 
opthamologist. 

Dr. M. Stekelenburg 
Medical Occupational Health Officer. 



INTERVIEW 

With the Director of the Maastricht UAC 

Some time ago we asked the D i r e c t o r  o f  t h e  Maastricht UAC, 
Mr. P . J .  Stalpers ,  whether he wcluld a l l o w  an  interview. We therefore  
forwarded the following 3 questions: 

Would you be so kind and intso- 
duce yourself by describing your 
background and/or full caxeer 
until now? 
Air transport is on the move, as 
one could say. Therefore, i t  
would b e  apparent tha t  some 
changes f o r  the Maastricht 
Centre are expected as well. 
Can you provide us with some of 
the important issues for the 
short and more long term f u t u r e  
(e .g ,  extension of the building, 
further ~ r a n s f e r  of Amsterdam 
airspace , etc.). 
F o r  many years now we have had 
to accept certain constraints 
leading to a situation of 
decreased social  conditions and 
less comfortable environmental 
situation. Apart from the very 
well known items, such as career 
projects and e a r l y  retirement, 
there are such matters as 
adequate rest facilities for 

personnel during day time as 
well as at n i g h t ,  re lax  f ac i l i -  
t i e s  and fitness or s p o r t i n g  
rooms. 
Do you Iorcscc in the near 
future any improvs~nents in t h i s  
respect? 

P.J. STALPERS 
Director Maastricht UAC 

It is a great pleasure to publish the following "story", which we 
received in reply t o  the above mentioned questions. 

- 
My first interest in aviation 

dates back to 1938 when my uncle took 
me to visit Schiphol airport. I 
wanted to be a Pilot-When in 1958 I 
obtained my Commercial Pilats Licence 
(after 4 years in the Airforce), I 
found that jabs were hard to g e t .  I 
kept my lzcence valid for 1+ years, 
gave it up and joined the  RLD i n  
January 1960 as a trainee control ler .  

I was a controller' from ear ly  1962 
to 1965 when I became a staff member 
at Headquarters in the Hague. The 
objective w a s  to get a 4-year training 
in all quarters o f  the service but  
i n s t e a d  became involved i n  system 

design and development at  Schiphol. 
Working Groups for system design, 
trainfng and procedures were later 
established as staff bureau's. In 1972 
I w a s  asked to s e t  up a new bureau: 
P r o j e c t  Planning. 
In 1974 I was appointed Deputy Head of 
Operat ions,  in 1981 Deputy Director 
and in 1986 Acting Director. 

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

Fortunate also w a s  the consider- 
able  pe r iod  of overlap with the former 



Director, I had ample t i m e  to look 
into the future. It was fairly obvious 
that  three main subjects had t o  be 
addressed. The first was staff 
p l a n n i n g ,  e s p e c i a l l y  controllers. I t  
w a s  known t h a t  we were s h o r t  of 
conrrol lers  and t h a t  we had to start 
Ah Initio t r a i n i n g  hut t h e  long  term 
view w a s  rn iss lng .  With the  i n p u t  of 
Operations, Administratian and Divi- 
sion 01 t h e  planning is now w e l l  in 
hand h u t  a t  the same time we must 
real ise  that w e  will be short of 
controllers for a number of years. 
The second subject was the lack of 
office space. Everybody seemed to be 
asking f o r  more rooms. This combined 
w i t h  Che planned resectorisation and 
replacement of the ODs was the b a s i s  
t o  p u t  our floor space requirement on 
paper. 

An architect study is due to 
start. The Budget provisions are i n  
the d r a f t  5 -yea r  programme a l though  
not yet approved. We have not speci- 
fied a squashhall or a sauna but the 
situation with respect to relax 
f a c i l i t i e s  and o f f i c e  space for EGATS 
w i l l  be improved. We aim a t  r e a l i s a -  
tion i n  1 9 9 2 .  

The t h i r d  sub j ec  t is the further 
development of the Cenzre. You know 
t ha t  during the past  years,  invest- 
ments were only approved as far as 
they were required to maintain an 
appropriate level of safety. Now t h a t  
i n  p r i n c i p l e  t h e  road is free far 
fu r fhe r  development it appeared 
essential to design a comprehensive 
Maastricht Development Plan. This 
p l a n ,  which is up for decision during 
the next f e w  months covers the  period 
till t h e  surn of t he  century. It 
includes the resectorisarion pro- 
gramme, enhanced planning coordina- 
tion, our function in the integration 
p r o j e c t ,  the ODs replacement and the 
changeover from the present MADAP 
System t o  high order  language software 
environment and an upgraded system 
architecture. L e t  us hope that the 
plan w i l l  be approved. It is a t i g h t  
programme but w o r t h  working for. E a r l y  
retirement is a complicated issue. 
The Committee of Management has 
decided that early termination of 
service w i l l  be implemented (55 
years]. The problem i s  t o  agree on the 

conditions, The Preliminary Maastricht 
Coordination Group (PMCG) has ru led 
t h a t  a permanent scheme must be 
implemented with p r i o r i t y ,  in orde r  to 
def ine  the working conditions for 
newly recruited staff. There now is a 
proposal which is up for decision in 
JuneJJuly.  The more pressing, sensi- 
tive and d i f f i c u l t  problem is the 
transitional scheme f o r  present 
s t a f f .  

The National A d m i n i s t r a t i o n s ,  
however, are  aware of the urgency and 
intend to arr ive at a proposal  before  
the end o f  this year ,  For planning 
purposes it has been agreed to afm at 
implementation i n  1991/1992 at 57 
years and 1992/1993 a t  55 years. 

I have a h i g h  regard f o r  t h e  
d i f f i c u l t  r o l e  of  EGATS as a profes- 
sional organisation. Difficult 
because of the lack of a formal status 
within the organlsation, and therefore 
the lack of resources. Your expert 
opinion on operationalJtechnica1 
matters is highly valued by Ops 
Management and myself. I was very much 
impressed by your forum " ~ o  fly or no t  
to fly" last year and heard many 
f avourable comments. 

I do hope that the relacion 
between EGATS and Management w i l l  
continue i n  a s p i r i t  of  mutual under- 
standing and assure you that my door 
is (nearly) always open. 

EYROCONT ROL GUILD OF AIR TRAFFIC SERVICES 

.- 
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FLYING THE AIRBUS A320 

A line pilot's view 

by Martin Alder 
My own h i s t o r y .  ATCA Heathrow 1 9 6 9  

to 1 9 7 2 .  ATCO IATCC 1972 to 1978.  HS 
125 flying at Heathrow from 1978 to 
1 9 8 5 ,  BCAL BAC1-11 1985  to 1988. 6320 
course Toulause with Aeformation from 
February t o  Apri.1 1988 and now operat- 
ing under BAW 

The A320 is probably the most 
advanced subsonic aircraft in service 
with the airplanes today. It is 
believed to have at least a five year 
lead in technology over any other 
aircraft currently in production. With 
the delay, if not demise of at least 
the original 757 concepts, it looks 
set to maintain this lead far some 
time, at least as far as shorthaul 
turbo-fan aircraft are concerned. 

The aircraft appears fa i r ly  
conventional  in i ts  configuration. Its 
form does, however, reflect some 
fairly advanced aerodynamics. It  is a 
low wing aircraft with relatively 
modest sweep back. The wings have 
mechanically simple but aerodynamical- 
l y  advanced h i g h - l i f t  devices. The 
engines are slung fairly well forward 
on underwing pylons. It could appear 
to be j u s t  an underfed Boeing 757. 
However, this conventional appearance 
disguises a host of features which are 
new to the civil field, and revolu- 
tionary i n  any field. 

structure . 
Firstly the s t r u c t u r e .  This has a 

high propor t ion  of composit materials, 
both as primary and secondary struc- 
ture. For example, altl-iough the wing 
boxes are metal, the flaps, slats and 
various fairings are carbon f i b r e  o r  
other such composits. This  is not s o  
novel, but what is new is the 'plas- 
t i c '  tail surfaces, both the fixed and 
moving parts, This follows the lead 
Airbus set with the plastic fins f o r  
A310-300's. The metal structures use 
titanium as w e l l  as steel and alumini- 

um. The aircraft is powered by a pair 
of high by-pass r a t i a  (6:2:2)  CFM56-5 
engines of some 26,000 l b s  of th rus t  
each. They are 'state of the art' 
having a f u l l y  d i g i t a l  f ue l  control 
system that p r o t e c t s  t he  engines from 
j u s t  about any p i l o t  abuse one could 
expect .  Starting i s  fully automatic t o  
t h e  extent that: it will even try a 
second attempt: i f  the f i r s t  attempt 
fails, a£ ter having of course carried 
out  the  pe r fec t  drills f o r  a failed 
start  first! These are produced by 
General Electric and SNECMA. An option 
which will be available on later 
aircraft will be the V2500 engine, 
built by the rival Bolls Royce, P & W, 
and MTU c o n s o r t i u m .  

Sys terns . 
The aircraft has a number of 

systems car ry ing  ou t  the v a r i o u s  
functions t h a t  are needed for a m o d e m  
a i r l i n e r  to operate. E l e c t r i c i t y  is 
generated by two engine driven genera- 
tors. An APU driving a third similar 
sized generator gives bath flight and 
ground power if required. In  the 
(hopefully) unl ikely  event that a l l  
three are unavailable, then an emer- 
gency ram-air  powered e l ec t r i ca l  
generator is available to provide 
essential power for flight. Even if 
all t h i s  fails, then battery power 
will provide for at least 30 minutes 
of  f l i g h t .  

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 used for the f l i g h t  
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con t ro l s ,  high-lift devices and 
various other functions e . g .  under- 
carriage retraction/extension, brak-  
i n g ,  s t e e r i n g ,  e t c  . . .  

In additkon the aircraft has other 
'housekeeping' systems, such as a fuel 
system capahle of holding just under 
1 9  metric  tonnes of f ue l .  The air  
condi t ion ing  system i s  able to provide 
a c o m f o r t a b l e  environment for a t o t a l  
of up to 184 occupants {crew and pax) 
at FL 390 {BAW configuration is for 
152 pax plus crew) . All o f  the systems 
are state of  the a r t .  For example, the 
nosewheel steering is 'steer by wire', 
a s  the braking. A l l  systems are both 
highly automated and highly redundant, 
such that  most s i n g l e  f a i l u r e s  da not 
l i m i t  normal operation to any s i g n i f i -  
can t  degree and require l i t t l e  pilot: 
intervention in normal use, or abnor- 
mal use. 

I n  a d d i t i o n  t o  these necessary, 
b u t  mundane systems, which are all 
advanced i n  t h e i r  w a y ,  the aircraft 
has what are probably i t s  most obvious 
different and m o s t  glamorous systems. 
These are the f l i g h t  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 
m i l i t a r y  aircraft  such as the E16.  The 

f l i g h t  control 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 i n  transport aircraft. The 
side stick is a b i t  like the ones you 
use for computer games, only I suspect 
qui te  a b i t  more expensive! This 
provides electrical signals via the 
flight computers, or, if they are not  
operating, then the control jacks are 
d i r e c t l y  signalled. I t  uses all three 
hydraulic sys terns 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 s t a b i l i t y  of the 
aircraft to ideal standards and 
optimise the handling characteristics 
in all flight regimes. 

Tn normal flight the computers 
provide a type of control that effec- 
tively means tha t  the pilot no longer 

demands a c o n t r o l  deflection by 
movement of  his flying controls, but 
instead demand a trajectory. This is 
slightly modified during l anding  and 
t ake -o f f  phases so as to give a more 
conventional feel. In f l i g h t  this 
means t h a t  no longer do you have to 
hold of bank and apply back pressure 
to stop the nose falling when you 
enter a t u r n ,  but that you merely 
app ly  a r o l l  demand until the bank 
angle: required is achieved and then 
you let go! The l i t t l e  black boxes 
t h en  maintain 1 G and a constant  angle 
of bank until the pilot gets bored! In 
turbulence any upset  is  automatically 
o r r e c t e d .  If  the p i l o t  accelerates o r  
deccelerates the aircraft , the system 
automatically maintains the flight i 

path as the speed changes and trims 
the elevator loads to zero. If the 
p i l o t  a t tempts  t o  bank the aircraft t o  
greater  than 33 degrees, the auto trim 
is inhibited and conventional up 
elevator must be applied and roll 
demanded. The bank angle  is  automati- 
ca l l y  l i m i t e d  t o  67 degrees and at 
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t h i s  ang l e  f u l l  r o l l  demand and f u l l  
up e l eva to r  i s  requi red .  I f  the  s t i c k  
i s  re leased  then the aircraft automat- 
i c a l l y  r o l l s  back t o  33 degrees of 
bank. Why might one ask 67 degrees of 
bank? Well, that corresponds t o  2 - 5  G 
which i s  the a i r c r a f t ' s  l imi t ing  load 
factor. You are now l i k e l y  t o  be 
wondering what would happen i n  t h e  
event t ha t  the aircraft were r o l l e d  
over i n  a jet upset .  Well t h a t ' s  been 
thought o f  too. The controls react 
just l i k e  any o the r  aircraft, i.e. 
they demand control snrface def lec-  
t i o n s  propor t ional  t o  con t ro l  stick 
displacement u n t i l  the aircraft's 
attitude is w F t h i n  its normal enve- 
lope.  

A l l  of these c a p a c i b i l i t i e s  are 
provided by the computers which also 
provide various protections. These 
include overspeed and overstress (load 
a l l e v i a t i o n )  p ro tec t ion  as w e l l  as l o w  
speed/high angle of  attack pro tec t ion .  
These protections w i l l  i n  normal use ,  
prevent the a i r c r a f t  from being 
damaged by aerodynamic or ' g f  overload 
o r  from being s t a l l e d .  Recovery to a 
safe state i s  e f f e c t e d  automatical ly 
wi th in  the spec i f i ed  envelope. 

The protections are quite automat- 
ic  in  opera t ion  and al low f o r  a degree 
of p i l o t  miss-use. For example, the 
overspeed protection w i l l ,  even i f  the 
pilot attempts t o  force  the aircraft 
t o  a higher speed, prevent the Vmo 
being exceeded by more than 16 kts. If 
excessive ' g '  i s  app l i ed ,  the a i l e rons  
and outboard s p o i l e r s  are de f l ec ted  
upwards t o  unload the  wdng t i p s  and 
r e l i e v e  the loads on the wing roots. 
An accidental foray into a high angle 
o f  a t t a c k  w i l l  f i r s t l y  r e s u l t  i n  
anatural desire by the a i r c r a f t  t o  
lower i t s  nose t o  reduce the angle of 
a t t a c k .  This function w i l l  not  al low 
an angle of attack greater than the 
maximum t o  be achieved even i f  the 
pilot should try to do s o  by de l ibe r -  
ate control  input .  

If the p i l o t  overrides t h i s ,  then 
provided the aircraft  i s  no t  on the 
landing phase, then a t  what i s  known 
as alpha floor, no only w i l l  the 
a i r c r a f t  be wanting t o  lower its nose 
t o  reduce i ts  angle of attack, but 
full r a t e d  power w i l l  automatical ly be 
appl ied  t o  both engines regardless  of 
t h r o t t l e  p o s i t i o n  and auto-thrust 
mode. The effect is spectacular t o  say 
the  l e a s t ,  as anyone who have seen the 

Airbus display  a t  Farnborough o r  Paris 
can testify. To be flying at something 
in the  region of 110 knots  with 28 
degrees of  nose up a t t i t u d e  and 
climbing a t  2500 fpm i n  the landing 
configuration i s  qui te  something. This 
capability would normal ly  only be used 
as p a r t  of a windshear escape ma- 
noeuvre, where the A320 is probably 
the  aircraft t h a t  would be most l i k e l y  
to succeed in. e f f e c t i n g  a s a f e  re- 
covery. Of course you no doubt harbour 
the suspicion that computers and 
software may not be perfect and the 
question arises i n  peoples minds as t o  
w h a t  would happen i f  a l l  of the 
computers should fail either individu- 
a l l y  o r  in  t o t a l .  This  r i s k  has  been 
rninirnised by se lec t ion  o f  d i f f e r e n t  
software and hardware i n  the systems 
as well  as s i f f e r e n t  design teams f o r  
the software. Even the computers used 
to design the software had t o  be 
d i f f e r e n t .  The chances of a conunon 
software bug o r  other f a i l u re  mus t  
t he re fo re  be considered as extremely 
r emote .  With the number of computers 
and the  design philosophy involved,  
individual failures have l i t t l e  o r  no 
effect on the  a i r c r a f t ' s  handling. A 
double f a i l u r e  of the ELACs (elevator 
a i l e r o n  computers) , would leave  the 
A320 as a conventional aircraft in 
ra l l  w i t h  a fly by wire aircraft; i n  
p i t c h ,  b u t  without the full pro tec -  
tions o f  the normal system. A f u r t h e r  
f a i l u r e  o f  all of  the three SECs 
( s p o i l e r  elevator computers), would 
leave one w i t h  a t o t a l l y  conventional 
aeroplane wi th  normal handling and 
trimming. A f a i l u r e  of the side stick 
f o r  some electrical reason would leave 
pi tch control by a mechanically 
s igna l l ed  tailplane (normally used f o r  
trimming) and r o l l  by use of  rnechani- 
cally s igna l l ed  rudder by use of  yaw. 
In this condition it i s  c e r t a i n l y  
possible t o  land the aircraft i n  the 
simulator  and I have personal ly  flown 
down t o  around 200 feet i n  r e a l  l i f e  
with na except ional  d i f f i c u l t y .  The 
f l i g h t  con t ro l  system i s  without doubt 
one of the great achievements o f  the  
a i r c r a f t  . 



Flight Management and 
Guidance System 

The next system i s  the  FMGS ar  
F l i e h t  Management and Guidance System. 
This combines 3-D nav iga t i on  with what 
would i n  a convent iona l  a i r c r a f t  he 
the auto-pilot functions. Navigation 

is based on what is now rapid ly  
becoming t h e  s t a t e  of t h e  a r t  system 
of t h r e e  1 aser based I n e r t i a l  Refer- 
ence U n i t s  combined with DME/DME, 
VOR/DME u r  ILS/DME area navigation. 
The system uscs its IRS  and r a d i o  
sensors t o  conpute the  aircraft' s 
p o s i t i o n  t o  a h i g h  degree  of  accu- 
accuracy. Normally i t  is the DME/DME 
which dec ides  thc FMGS p o s i t i o n  used 
f o r  n a v i g a t i o n ,  b u t  where t h i s  is n o t  
available then t h e  FMGS will assess 
its m o s t  accurate remaining navigation 
sensor  and use accord ingly .  Cur ren t ly  
the system is still being developed t o  
provide enhanced v e r t i c a l  navigation 
c a p a b i l i t y  a l o n g  w i t h  improvements t o  
i t s  l a t e r a l  navigation.  I t s  normal 
mode of o p e r a t i o n  is by use of a 
stored flight p l a n  f o r  rhe route 
concerned, which i s  p i l o t  modifiable 
for runways ,  SIDS a n d  STARS, ILS 

e t c  . . .  to be u s e d .  I t s  data base 
con ta in s  v a r i o u s  items such as nav- 
aids, waypaints and a i r f i e l d s  which 
can be used,  a long  w i t h  the capability 
fo r  t h e  p i l o t  t o  c r e a t e  a limited 
number o f  personal waypoints.  The 
information presented to the pilot is 
very comprehensive, ranging from TAS 
and ground speed ,  to wtndspeed, time 
to destination, es t imated  fue l  at 
destination, optimum speeds f o r  the 
various phases  o f  f l i g h t  based on  f u e l  
p r i c e  and o t h e r  costs, as w e l l  as 
opt imum levels. A l l  in all, everything 
t h a t  a p i l o t  would need t o  know. In 
addition t o  t h i s  the flight guidance 
p a r t  s i g n a l s  i n  the a u t o - p i l o t  and 
auto th rus t  functions. The aircraft 
has two a u t o - p i l o t s  and auto-thrust ; 
sys tems .  It will be capable of CAT 3 B 
auto land  operation in due course. I t s  
extens ive  c apab i l i t i e s  a l s o  inc lude  
the a b i l i t y  t o  execute an automatic 
go-around and cope w i t h  an engine 
f a i l u r e  during t h e  go-around. 

The nav iga t ion  information i s  
d i sp l ayed  by p a r t  o f  a system of e igh t  
C R T s .  Two smaller ones are used as 
inputJdisplay units f o r  the FMGS, t w o  



are used f o r  the ECAM and four  for the 
primary f l i g h t  and navigation d i s -  
plays .  The s i x  large CRTs  are arranged 
as p a i r s .  Two a re  s i d e  by s ide  i n  
front aE each pilot as primary flight 
and navigation di sp lays .  These replace 
a l l  conventional f l i g h t  and naviga- 
tional instruments. We now have map 
disp lays  with weather radar over la id ,  
along w i t h  the flight plan way points. 
Gone i s  the  a r t i f i c i a l  horizon and the 
ASI. New it's a picture of the artifi- 
cial horizon with vertical and hori- 
zontal tape displays for the pressure 
instruments and compass. Gone too are 
the engine instruments and that mass 
of t i n y  dials and lights. Now it's a 

set o f  computer graphics with a series  
o f  schematic diagrams of systems. In 
the event of a fault, then the system 
page is displayed on one ECAM with 
what t o  do in the form of a checklist 
sequence on the other. Switches are 
now f a r  fewer and are very well 
organised on the overhead panel . In 
normal opera t ion  none of the i n t e r n a l -  
l y  illuminated switches are lit. If a 
drill or failure requires a switch 
action then the switch will either be 
illuminated before the action, after 
it, o r  both. In each case it is very 
obvious what is happening. The rnanage- 
ment o f  normal and abnormal situations 
i s  Ear easier than in previous air- 
craft . 

What is the result of all this 
high technology. Well, for the ac- 
countants, I did see quoted seat mile 
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costs of in the region of 25 % lower 
than those o f  a Boeing 737-300. For 
engineers there is an aircraft with 
extensive built-in test equipment that 
p r i n t s  out its own f a u l t  r e p o r t s  
pos t f l i gh t  and which i f  the manaufac- 
turers are right will probably put 
them o u t  of work! For  the passengers, 
there is the quite marked improvement 
i n  facilities over i t s  cornpatitors. It 
has wider  seats and a wider aisle, 
such that you can pass the catering 
trolley to reach t h e  loo!  It also has 
a galley of reasonable enough size for 
cabin crews to work in and such 
nicet ies  as a changing table in each 
toilet for changing babies. For the 
crew, we all get a very good working 
environment. For pilots i t ' s  about the 
best toy on the market, w i t h  a quite 
marked improvement in capacity over 
even the A310. 

Capabil i t ies  and ATC. 
\That are the a i r c r a f t  c a p a b i l i t i e s ,  
and how do they  a f f e c t  p i l o t s  and ATC? 
Its take-off performance is very good, 
requiring modest runway lengths .  Ir i s  
I bel ieve  poss ib l e  t o  operate from 
Je r sey  to TeneriEfe South w i t h  a 

commercial load, if ever such a demand 
should 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 r a t e  of climb at 
typical take-off weights of around 55 
to 60 tonnes, i s  such t ha t  no one can 
reasonably expect: to be at a cruise 
altitute of FL 370 some twenty minutes 
or so after brake release. 

Typical s u s t a i n e d  rates o f  climb 
are 3000 fprn to FL 100, 2000 fprn to FL 
2 2 0 ,  1500 Epm to FL 300 and 1000 fpm 
to FL 390. T h i s  can be fncreased by 
using the  'expedite' f a c i l i t y  of the 
autopilot. Here speed is t r aded  f o r  
r a t e  of climb followed by a maximum 
grad ien t  rather than maximum rate of 
climb, i .e. lower IAS and climb rate 
than normal, bu t  shorter distance to 
reach a given altitude. The trade of 
energy gives qu i t e  a marked increase 
in climb during the slow down, some- 
thing like an extra 2000 fpm f o r  
around 1 minute when reducing from 280 
k n o t s  to 210 knots, but you do need 
initially t o  be at normal climb speed 
for this zoom effect to be manifested. 
As an ex BAG-11 driver, where FL 270 
by Veule could be struggle, I appreci- 
ate the a b i l i t y  to make FL 340 or 
above and at l i g h t e r  weights and low 
temperatures, even FL 370. Its m a x i m u m  
cruise speed of up to 350 knots 
indicated or Mach - 8 2 ,  equates to 
around 480 knots t r u e  airspeed a t  
n0~mal c r u i s e  altitudes. A more 
typical figure being Mach .79 and 
around 460 knots i n  t h i s  age of 
minimising costs .  It will operate at 
up to its maximum permit ted altitude 
of FL 390 at weights of up to 67.5  
tonnes, which for the 100 series 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 i f  requi red  f o r  any reason, 
w i t h  not exceptional increases in f u e l  
useage. In the cruise and using our 
FMGS, we can go direct to just about 
anywhere that has an approved ICAO 
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designator, either airfield, navaid or 
intersection or reporting paint, as 
well as to any latitude and longitude 
defined fix. 

Nice l ong  directs are now done 
precisely, rather than as the educated 
guesses used on the BAC1-11! Descent 
w i l l  eventually be able to be pro- 
gramed so as to follow any altitude 
restrictions or targets automatically 
or any programmed p r o f i l e  from cruise 
until established on the XtS (a 
feature added by designers who have 
obviously no t  witnessed the London TMA 
on a busy day!)  Our cu r ren t  standard 
does give warning of what the FMGS 
thinks should be the s t a r t  of descent  
and w i l l  p r e d i c t  the distance to a 
specified level,  This should improve 
the odds of t h e  aircraft: being at the 
r i g h t  altitude over a specified point! 
Descent capability is very good, with 
expedited descent given over 7000 fpm.  
A normal descent gives around 2500 to 
3000 fpm, so it is quite a flexible 
aircraft. On the approach t h e  a i rcraf t  
i s  again  very f l ex ib l e .  Its designers 
had obviously been out in the real 
w o r l d  and have given the aircraft 
realistic f l a p  limiting speeds and 
decleration c a p a b i l i t i e s .  There is no 
restriction on the use of speedbrakes 
other than w i t h  f u l l  flap. The air- 
crafts ideal approach profile is the 
decelerated approach. The profile of 
t h i s  is as follows. F i r s t l y  at not 
less than 1800 Et aal in level f l i g t h  

below the gl ide  s l o p e ,  or around 2000 
ft on t he  glide s l o p e  around 200 k t s  
(this depends on weight but would be 
this value at 55 tonnes) in clean 
configuration. Then at the given 
altitude or as the g l i d e  slope starts 
to move, f l a p s  1 is s e l e c t e d  followed 
by a continous deceleration and 
further selection of f l a p s  and gear s o  
as to be at Vref plus  5 at 800 ft aa l .  

As one can imagine, 1 7 0  knots t o  
the marker should be no problem. Final 
approach speeds are in the range of 
134 knots at 60 tonnes ta 123 at 50 
tonnes. Landing distances are  f a i r l y  
s h o r t ,  their unfactored distance from 
50 feet being only some 850 metres at 
maximum landing weight .  

Conclusion. 
As a p i l o r  I have found the  

aircraft very interesting. It is 
definitely d i f f e r en t  to other air- 
craft. Some may find this a little 
disconcerting, but the obvisauly large 
Gallic input to its design reminds m e  
of Citroen cars. These are also a 
little different and somewhat peculiar 
compared to other cars. However, af ter  
a little use the  peculiarities become 
'normal' and nothing else seems quite 
as good! 

~ltogether it's a very remarkable 
aeroplane, which promises to be a 

, success for i t s  manufacturers and a 
pleasure both for crews to operate and 

, passengers to use. 
I 

COURTESY 'TXLANSMIT' (UK) 

thanks to Martin Alder! 

INPUT 



FEATURES by Philippe Domogala 

This i s  a new regular feature from Philippe Dornogala. It w i l l  show 
out-of the-ordinary, specific o r  even strange things happening i n  
another country's ATC \ 

This issue: USSR 
-?- -M-- 

L a s t  February I went t o  Moscow to 
a t t e n d  an ICAO FEATS Meeting. From a 
previous visit in ' 8 5 ,  a few th ings  
had changed: no vis ible  p o l i c e ,  
Michael Jackson on the Radio and a 
camouflaged US A i r  Force C- 141 parked 
on the rarmac alongside a dozen 
I lushing 6 2 ' s .  

After investigation it turned 
out that.: 
1) the po l i ce  had been "diverted" 

to more pressing tasks in 
Armenia ; 

2 )  Michael Jackson had Just been i n  
Moscow and 

3)  the C-141 was here permanently 
t o  he lp  monitor the destruction 
of m i s s i l e s  as part of the 
USflSSR agreement. 
The rest was unfortunately much 

the same as before: a desperately 
outdated and not funct ioning  economy 
full of very friendly people .  

The Soviet Union is probably the 
only  country on earth tha t  is able to 
send rackets to Mars and Venus but 

1 I 
has not yet discovered how to dis- 
t r i bu t e  t o i l e t  paper t o  its own 
people .  Gorbachov i s  trying t o  
change a l l  that but what an enormous 
task he has! 

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

At Moscow Airport, Sheremetievo, 
there is  no con t ro l  t o w e r  t o  be  seen 
anywhere. Where it; is ,  the subject 
o f  much speculation and bets among 
our party. W e  f i na l l y  found out: 
there i s  no BIG Tower, but 2 very 
small ones! 

Approach control is done in 
Vnokovo, another a i r p o r t  50 km. away. 
Aircraft are handed over to the tower 
when established on ILS and when 
departing, the t ower  hand over 
traffic when passing 200 m. (600 E t . )  
climbing. For these procedures you 
da not need a high tower. 

A small room with windows at the 
runway threshold is a l l  what you need 
and it is just what they have. 
Between the 2 parallel runways, at 
each end, is a one storey small house 
f r o m  where the Aerodrome control is 
done. A s  there is no shortage of 
staff in the USSR, both Towers are 
manned, so that QFU changes can be 
done without  d i s rup t ing  t r a f f i c  or 
involving transportation o f  control- 
lers from one site to the other.  

Another in te res t ing  feature 
about Moscow ATC i s  the c o n t r o l l e r .  
W e  knew an a c t i o n  of same form w a s  
taking place but  we could not grasp 
what it was.  A strike i n  USSR, . 
unthinkable, but it was underestimat- 
ing once more the a b i l i t y  a£ the 
Russians t o  by-pass every ru le  t o  ge t  
t h e i r  way in day-to-day Soviet life: 

We found out that about 550 
controllers in Moscow were fed-up 
w i t h  t h e i r  working conditions and 
t h e i r  poor pay (bound to happen there 
also). They circumnavigated the 
strike problem by refusing t o  accept 
their monthly salaries. They con t in -  
ued t o  work but  stopped paying t h e i r  
bills, r en t ,  loans etc . . .  p u t t i n g  
AEROFLOT i n  a difficult pos i t ion .  
( i n  USSR con t ro l le r s ,  like everybody 
else  dealing with c i v i l  avia t ion,  is  
p a r t  of AEROFLOT). 

At the end of February, 288 of 
them signed a p e t i t i o n  t o  the Soviet 
Government asking for an improvement 



of t h e i r  pay, working conditions and 
equipment  with which they work, us ing  
the Route Charges t h a t  the USSR 
c o l l e c t s  from foreign airlines 
overflying the USSR. 

A very interesting form of 
action indeed. Apparently 
"Perestroika" is also revealing the 
same problems t h a t  the West encaun- 
ters. I wonder if the Soviet nurses 
will f a l l o w .  

CONCLUSION: 

A f t e r  an a t t e m p t  to see the 
BOLSHQI b a l l e t  (we  bought tickets an 
t h e  black market which turned o u t  to 
be fakes ! ) it w a s  time to come back. 

I returned in an AEROFLOT 

Tupolev 154 which had a hick-up: 
every 10 minutes or so the a i r c r a f t  
was veering abrupt ly  to the l e f t ,  
then c o r r e c t  back . , . A f t e r  t h e  5th 
or 6th time I inquired with the crew: 
"a false  contact between the e l e c t r i c  
p i l o t  and the wave absorber . . . "  I 
was told. I think it could be auto  
pilot / j aw  damper b u t  I did no t  
e l abora te .  I could also not q u i t e  
f i g u r e  ou t  if  he colour of the 
pilot's fact was influenced by the 
b r i g h t  green paint that covers 
everything but the instruments in the 
cockpit, or it was j u s t  plain 
fear . . . 

I decided to re turn to my seat  
and l i s t e n  to Michael Jackson . . .  

I 



- by Henk van Hoogdalem - 

The Technical Committee of EGATS 
reports its recent activities to keep 
the Ops. room staff updated about 
items under discussion, s tudied,  
proposed and/or forwarded to Opera- 
tional Management. The TC realises 
that  many rather urgent changes 
cannot be Fmplemented in the system 
because of various reasons such as 
budgec l i m i t s ,  technical possibili- 
ties and future  developments not y e t  
known to us. These handicaps may not 
s t o p  the TC to continue a half yearly 
dialogue with O p s .  Management and to 
be available for control staff with 
questions and proposals .  

1. The QDM l i s t  is under i nves t iga -  
t ion  t o  implement such changes to 
optimise this  tool for d a i l y  prac- 
t i s e .  

2 .  Field 15 is studied to find out 
if the Oceanic Entry Paints can 
always be presented in the FDM. 
3 .  In 1990 a new CCTV system will 
be available, presenting 60 pages of 
information. The TC will propose to 
reserve some pages f o r  company 
designators, since the number of 
companies is still growing and more 
and more new customers use the MDAP 
airspace. The TC will co-ordinate 
this proposal with Peter Vercruysse. 
4 .  Some of our controllers gained 
experience in BrBtigny in working 
w i t h  a TID presenting call signs in 

alphabetic order .  The TC is studying 
t h i s  phenomena to evenlually have 
t h i s  available in Maastricht in 
future. 
5 .  The AGM of EGATS decided to 
inform the Airlines concerned about 
p o s s i b l e  implication for these 
airlines when in Apri l  1990 the upper 
limit of Brussels ACC is raided to 
FL 245. The TC is preparing these 
letters. 

Members of your TECHNICAL COMMITTEE: 

Jan van Eck, E r n s t  Vreede, 
Paul Hooper, Herrnann Mertz, Chris- 
tian Mac@, Harry de l a  Haye, Jack 
Snijders and Henk van Hoogdalem. 
Due to t he i r  new functions Ralf 
Holscher and John Doyle are now 
considered advisory members which is 
apprec i a t ed  by  the TC . 

EUROCONTROL GUILD OF AIR T R A F F I C  SERVICES 

TECHNICAL COMMITTEE 



NEIGHBOURS- 

The ABN Bank, 
your 

The ABN bank is the largest 
International Dutch bank and has 
almost 1.000 o f f i c e s  i n  43 countries 
around the w o r l d .  Therefore, it is 
well acquainted with the adjustments 
associated w i t h  moving abroad. 

Unf arniliar banking sys terns, f o r  
instance, are of ten  puzz l ing .  
Therefare ABN would l i k e  to give you 
an idea  of  the wide range of f inan-  
cial services t h i s  bank offers and 
how we can assist you. 

Standard services, such as 
personal  accounts, savings accounts, 
securities, precious metal accounts, 
various types o f  ABN c r e d i t  and the 
ABN insurance plans are available . 

The ABN bank i s  a member of the 
Amsterdam Stock Exchange and the 
European Opt ions  Exchange. As such, 
the bank is well-placed to handle all 
types of investments i n  Dutch and 

next door neighbour! 

international shares, bonds and 
options. ABN also manages some 
attractive mutual funds,  l i k e  ABN 
Bond Fund, ABN Equity Fund and the 
America- Fund. 

ABN bank w i l l  o f f e r  personal 
services to all EUROCONTROL employ- 
ees ,  whereby t he re  are spec ia l  rates 
f o r  mortgages, investment advice and 
competitive exchange rates p o s s i b l e .  

The ABN bank is situated at 
Maastricht a i r p o r t  (Partsbank bui ld -  
ing), where M r .  Frank van Banning and 
his staff are more than willing to 
assist  you w i t h  your banking affairs .  
With o u r  newest computer systems i n  
banking we would like to meet you to 
fit your personal wishes with a 
pe r sona l  advice. 

Looking forward to welcome you 
i n  the  ABN bank. 

The ABN bank staff. 

U T E S T  NEWS: IN SPRING THE ABN MONEY MACHINE WILL BE AVAILABLE FOR A 24 
HOUR SERVICE. a 
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THE EUROCONTROL INSTITUTE OF 
AIR NAVIGATION SERVICES 

A review by Dr. R .  Baldwin 
Although 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 
p o l i c y  of i t s  presenr Direc tor .  

Next year sees the twentieth 
anqiversary of the first course 
commencing at the EUROCONTROL Insti- 
tute. Since starting there have been 
many changes, so now is a good time 
to review the Institute's activities 
for readers of Input and indicate how 
t he  Institute can be of help to them 
i n  their career development. 

The Institute was established to 
be a school for the advanced t r a i n i n g  
and specialisation of ATS personnel 
together with being a didactical and 
pedagogical s tudy centre. These two 
activities are expanded in the 
Institute's role o f  acting as a forum 
f o r  the exchange of knowledge and 
experience i n  all ATS matters. I n  
addition, non-communal training, such 
as ab-inicio ATC courses are provided 
for National Administrations as and 
when required and, af course, for the 
Maastricht UAC according to their 
recruitment programme. This gives a 
fully integrated c a p a b i l i t y  which i s  
most beneficial to Member and Co-op- 
erat ing S t a t e s .  

These activities take place on a 
communal level f o r  the agency and the 
Member States although there is  a 
liaison between the Institute and t h e  
t r a i n i n g  services of  the National 
Administrations. Where appropr ia te ,  
t he re  is general co-ordination of 
member state training through the 
Training Working Group which consis ts  
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 being 
supported by ICAO Fel lowships  as the 
Institute is recognised by ICAO. 

1 Training Courses 

This year the Institute will 
offer 56 types of courses, mostly 
"'open" b u t  some "on demand" according 
to the specif ic  needs of national 
administrations. 

Such wide range of courses can 
only be offered by a certain amount 
of overlapping and staff being 
f l e x i b l e  i n  t h e i r  range of expertise. 
I n  addition new courses are regularly 
introduced according to demand and 
less popular ones dropped, although 
t hese  may have t o  be kept  avai lable  
if they are very specialist and only 
required occasionally-  

The sub jec t s  offered f a l l  into 
five main groups, c a l l i n g  far special 
expertise, experience and knowledge, 

a) Air Traf f ic  Control  
This includes all aspects of ATG 
from ab-initio, area radar etc. 
to refresher courses, upgrading 
courses and Air Traffic Flow 
Management. 
The Institute is well equipped 
with procedural and radar 
simulators, the Instilux 2 being 
well known for its advanced 
capabilities t oge the r  with 
acting as a test bed f o r  the 
organisation t o  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 genera l  func- 
tioning o f  the Air Traffic 
Services i n  the  na t iona l  and 
i n t e r n a t i o n a l  context. Those  
who attend find t h a t  afterwards 
they a r e  in a nuch better 
p o s i t i o n  to understand and 
support the work in which they 
are a part and f e e l  much more 



motivated. 

h )  Automatic Data Processing 
This group encompasses ATC 
automation, data processing 
a p p l i c a t i o n s  and applied mathe- 
matics, A E a s t  moving range of 
subjects  which require continu- 
ous adjustment to the operation- 
al changes t h a t  occur. 
The courses  are c a r e f u l l y  
des igned i n  modular form s o  t h a t  
app ropr i a t e  sequences can be 
followed, e i t h e r  cont inuously o r  
over several years as part of a 
training progression scheme. 

c )  Engineering 
High technology is moving fast 
and those developing and main- 
t a i n i n g  the equipment mus t  keep 
up with developments. This is 
the essential theme of courses 
in the engineering department, 
which address a number o f  
disciplines of particular 
relevance today. Many o t h e r  
subjects could be addressed but 
the I n s t i t u t e  is constrained t o  
limitations i n  s taff  numbers and 
the consequent range of exper- 
tise. However, urgent require- 
ments i n  subjects such as 
s a t e l l i t e  communications (plus 
navigation and surve i l l ance) ,  
digital communications and radar 
are receiving attention. 
A t  p re sen t  courses offered are  
dependent on the staff concerned 
being heavily involved with the 
actual t e chn ica l  systems being 
installed or operated in the 
var ious  admin i s t r a t i ons  of the 
Member States. 

d) instructional Techniques 
Working in an advanced ATS 
Institute the staff have natu-  
rally gained a deep experience 
in  a wide range o f  subjects - 
and t h i s  should be passed on t o  
others. 
The courses cover all aspects of 
t r a i n i n g  f r o m  the basic p r i n c i -  
p l e s  o f  i n s t r u c t i o n  t o  t e c h -  
niques i n  s imula tor  training, 
aspects f a r  coaching for on- 
the - j ob training and t h e  manage - 
rnent of t r a in ing .  
Most of theses courses contain a 

l a rge  element of p r a c t i c a l  
exercises, cases s tud ies  and 
risk-playing in orde r  to ensure 
t h a t  attendees are gaining the  
maximum benefit f r o m  t h e i r  
p resence  at the Institute. 

e )  Management Courses 
Managing the resources  a t  our  
d i spos i rkon  i s  becoming more  and 
m o r e  af a complex ta sk ,  so much 
so that there is a need to learn 
the  b a s i c  management s k i l l s  and 
then continue l e a r n i n g  more 
advanced s k i l l s  as we take on 
more and/or d i f f e r e n t  responsi - 
b i l i r i e s .  
The management courses start 

f r o m  t h e  bas ic  p r i n c i p l e s  course 
and then branch i n t o  aspects 
dealing with communication, 
people, projects o r  the use  of 
computers. A s  f a r  the instruc- 
t iona l  courses the accent is on 

! - non-radar t ra in ing  - 

practical  ac t iv i t i e s  which a l l o w  
regular self-critical analysis 
of individual performance. This 
can be achieved through the 
active p a r t i c i p a t i o n  of  c o l -  
leagues or Institute staff and 
of course the use of closed 
c i r c u i t  TV. 

Teaching Techniques 

Strictly speaking t h i s  section 
should be e n t i t l e d  Pedagogical and 
Didactical techniques as t he se  two 
words express more precise ly  in 
French and Engl i sh  the need to ensure 
that the Institute i s  always us ing  
the l a t e s t  and m o s t  modern methods o f  
ensur ing  the m o s t  effective transfer 
of knowledge, s k i l l s  and experience 
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to chose who are i n  the' fo re f ron t  o f  
ope ra t iona l  a c t i v i t i e s ,  

The projects involved under t h i s  
heading tend to be long-term and not 
immediately cost effective, but they 
do ensure that the Organisation is 
prepared and ready for the urgent 
problems t ha t  arise i n  the near 
fu ture .  

For  example there i s  an urgent 
need t o  train air t r a f f i c  c o n t r o l l e r s  
and a l l  means must be employed t o  
enhance the quality o f  training 
whilst reviewing sub jec t  areas where 
time can be reduced ox the quality of 
t r a i n i n g  enhanced. They key is of 
course in practical t r a i n i n g ,  and 
here the re  are a nurnber of w a y s  in 

, which skills t r a i n i n g  can be impart-  
ed. The present system of  theory and 
then on to a main-frame computer 
driven ATC simulator i s ,  and must b e ,  
the core of the training programme, 
but  we must look a t  whether t h i s  is  
the most effective way of starting a 
programme o r  f in i sh ing  it. 

To t h i s  end the Institute has 
recently commenced a p r o j e c t  c a l l e d  
EUROSIM which aims to provide a 
systematic,  integrated approach t o  
a l l  phases of the ATC training 
programme from formal Institute 
t r a i n i n g ,  to on- the- j ob t r a i n ing ,  
val idat ion and further in to  continua- 
t i o n  training. 

I n  p a r a l l e l  w i t h  the above there 
is another project which aims t o  
improve the q u a l i t y  of aerodrome and 
approach t r a in ing  based on computer 
graphica l  simulation. This i s  
extremely b e n e f i c i a l  t o  member and 
co-operating s t a t e s  that require 
these skills i n  their courses, but we 
must also remember that area control- 
lers must be f a m i l i a r  with these 
techniques, and indeed they also have 
to complete these phases in their 
training for employment as 
EUROCONTROL Area Controllers. 

There are several other technb- 
cal and operational projects present-  
l y  underway at the Institute, but as 
space is l imi ted I would l ike  to 
comment on one project which is 
essential far communication amongst 
controllers - that is the use of 
language. I feel that the answer 
l i e s  i n  most o f  us speaking several 
European languages (say three?) and 
each of us must strive to achieve 

t h i s  capability. Consequently the 
Institute has embarked upan a project 
t o  extend an es tabl i shed structured 
data base which can be used for 
developing the  comprehension and use 
of  another language. The intention 
is  t o  i n i t i a l l y  concentrate on 
Engl ish f o r  languages used in avia- 
tion subjects. In particular i t  is 
hoped t o  i d e n t i f y  l e v e l s  of attain- 
ment for each ' subject d i s c i p l i n e  so 
that the language teachers will have 
a p r a c t i c a b l e ,  workable guide to 

l eve l s  required prior to progression 
to the p r a c t i c a l  ATC subj e c t s  . 

~orum Activities 

There is an often held opinion 
that education and training s tops  at, 
say, age 23, and then all e l s e  i s  
either actually doing the j ob  or else 
talking about it. The former is 
obviously essential to achieving the 
expedition of air traffic, but the 
latter  concerns how can it be done 
more sa fe ly ,  more e f f i c i e n t l y ,  more 
cheaply,  and even how will we do it 
in the future? 

The real answer is that we never 
cease our education and t r a i n i n g  and 

- radar simulation - 
all of us must always be striving t o  
improve procedures, the system, our 
own performance and also that of 
others .  

These requirements can be 
developed in a number o f  ways, and 
how it is achieved depends on the job 
together with the type and nature o f  
person involved. One aspect  is  
continuation t ra in ing ,  which takes 
many forms. There is o f  course the 
formal  ref resher  course which intro-  
duces ATS staff to new procedures, 





techniques e tc . whilst reviewing 
methods of tackling problems that 
regularly occur. This course takes 
operational o r  technical staff away 
from the workplace and enables them, 
in a (relatively) neutral atmosphere, 
to 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 staff 
from other authorisies/disciplines 
outside working hours and they can 
achieve that degree of European 
harmonisation that is so of ten  
dreamed of. 

In addition, there is the 
informal, but structured programme, 
that i s  traditionally called a 

conference, seminar o r  workshop. 
These activities are usually regarded 
as get together for technical inter- 
ests during the day and exotic 
act iv i t ies  during the evening. 

In practice they 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 to 
ensure smooth l ia i son  and co-opera- 
t i o n  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 t ha t  we 
see over the horizon. 

1 The Future 

The Institute is committed to 
serving the Organisatian and thus is 
constantly seeking the views, re- 
quirements and needs a£ those who use 
the Institute. Ir. is a tool to be 
used in the. training contex t  of 
harmonising the Air Traffic Services 
of Europe, but like all tools we must 
continually question its shape, form 
and constituent elements. I believe 
that the m a j o r i t y  of these elements 
.are r i g h t  and proper  t o  meet the role 
put  on us by the Member States but we 
must strive to adjust these elements 
in a flexible and caring manner. 

To chis end the Institute 
regularly conducts surveys amongst 
Member S t a t e s  and the Agency to 
identify future training needs. This 
has recently resulted in enhanced 
student numbers. 

CONCLUSION 

The EGATS journal has always 
contained lively and informative 
articles o f  an operational and 
technical nature for air traffic 
services. However, probably all its 
readers have been through an initial 
training programme .and they should 
now see themselves undergoing contin- 
uation t r a i n k g  until retirement. 
Thus I am very  pleased to have been 
ab le  to present this review of 
activities at the EUROCONTROL Insti- 
tute of A i r  Navigation Services. 

Continuation training is a way 
of life. We are all entitled to it 
in arder to enhance our job profi- 
ciency, but in return we are all 
obliged to pass on our skills, 
knowledge and experience to the next 
generation. That way society advanc- 
es and I expect the I n s t i t u t e  to play 
its part in the advance. 

- - - - 
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The objectives of EGATS are: 
To promote the safe ty ,  efficiency and 
regularity of international air 
navigation. To contribute in the 
development and establishment of safe  
and o r d e r l y  systems o f  Air Traffic  
Control by collective rather than 
individual research. 

To maintain a high standard of 
professional knowledge and efficiency 
among Air Traffic Services Personnel. 

To protect and safeguard the 
individual and general interests o f  
its members. 

To establish and mainta in  
relations of mutual benef i t  with 

similar or related professional 
organisations . 

T o  promote, encourage and 
enhance in gene ra l  the work of the 
A i r  Traffic Services Personnel and to 
develop and promulga te knowledge of 
Air Traffic C o u ~ r o l  in a l l  its 
aspects  and applications. 

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

To sponsor and support legis la-  
tion to increase the safety o f  A i r  
Navigation and the establishment of 
the profession of Air Traffic Con- 
trol. 

EGATS is a member of the I 
I~ERNATIONAL FEDEMTION OF AIR TRAFFIC COHTROKLERS' ASSOCIATION 

(I.F.A.T.C.A.) 
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