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INTEGRATING EUROFE'S AIR TRAFFIC CONTROL

=8 may 1990

Thank you f£or wyour letter mfﬁjﬂ’ﬁﬁ;il. I fear that I cannot
be responsible for everything printed In the newspapers,
least of all by Harvey Elliott. [ wish it were otherwise.

gn the ECAC scrategy, I have made it clear to journallsts
that the integration proposals do not in Chemselves mean
extra UK spending; what they do mean is that equipment which
the CAA would have installed anyway should be technically
compatible with the equipment of our ECAC partners. [ was
at pains to put this forcibly at the presz briefing after
the ECAC Miniscerial meeting lLast week.

The only interpretation [ can put on the 400 million figure
in Harvey Elliott's .articie is that It represents CAA's
spending continuing at about the present rate to Ccthe end
of the decade, I expect Harvey Elliott is as capable as
the Treasury of drawing a straight line.

I am sending coples of this lertrer te the Prime Minister,
Douglas Hurd, Nicholas Ridley and Sir Robin Butler.

CECIL PARKINSON
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Treasury Chambers, Parliament Street, SWIP 3AG

The Rt Hon Cecil Parkinson MP

Secretary of State for Transport N b F ™.
Department of Transport

? Marsham Street E,H‘P =
London 215

g o
30 April 1990

SW1F 3EB

Tens ‘Dec ¢tc:.r5 of Stal,
INTEGRATING EUROPE'S AIR TRAFFIC {:lﬂmim-
o

I have sean your letter nifl3’ﬂ5;ll to Tom Eing.

2. When you first proposed an initiative to increase the
integration of Air Traffic Contrel in Europe, I said that I was
content, provided it would lead to no additional public
expanditure. Your officials have assured mine that the ECAC
strategy document has no  additional public expenditure
implications, and on that basis I am content for you to endorse
it.

3. I am, however, concerned by the report in *The Times" that
you would be looking for an additional €400 million for CAA
investment over the next decade. I understand that the proposed
investment is for a project that has not been seen by your
officials, let alone by the Treasury. It is clearly unacceptable
that thera =shsuld have bksen statements to the prese proposing
public expenditure for which there is no provision, and for which
no approval has even been sought, still less given. 1 need not
spell out the massive pressure on public expenditure at presant.
I must ask you to ensure that there are no more statements of this
nature on this, or any other project.

4. I am copying this letter to the Prime Minister, Douglas Hurd,
Nicholas Ridley and to Sir Robin Butler.

Movrs 'EurcnﬂHAf

NORMAN LAMONT

"-;I:-qur:d by-the Chugl Seore
and E&nﬁ T
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23 April 1990
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INTEGRATING EUROPE'S AIR TRAFFIC CONTROL

Thank vou for a sight of th vAC Tepoiv. 1 am pleased that
you are making progress on this complex issue. Air traffic
congestion already costs us millions and is likely to cost us
more by the end of the 1990s. The sooner integration and
harmonisation of ATC systems is achieved, the better. You
have my full support for the line you are proposing.

I am sanding a copy of this letter to the Prime Minister,
Tom King, Douglas Hurd, John Major and Sir Robin Butler.

mML By
ﬂn%ﬁ-m
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INTEGRATING EUROPE'S AIR T *Flﬂ CONTROL

I wrote to you Gn,LH‘T:?ﬁber about the measures my Department
and the Civil Aviation Authority had been taking to tackle the
problem of air traffic control congestion,

As a8 result colleagues agreed to the UK playing a crucial role
in the Task Force, which had been set up by the European Ciwvil
Aviation Conference (ECAC), to consider the scope for integrat-
ion of European air traffic control systems. I attach a copy of
my earlier letter for ease of rveference.

I am now writing to let you kncw that good progress has been
made In the work on integration and ECAC has produced cthe
enclosed report (Alr Traffiec Control in Europe - ECAC Strategy
for Che 1990s5), which is consistent with the plans we envisaged
for the Future integration of air traffic contrel in Europe. A
copy of an Executive Summary of the report is also enclosed.
The report will be considered at a meeting of ECAC Transport
Ministers on 24 April.

The report contains helpful objectives on the progressive
integration of air rCraffic control systems in Europe. [t
includes a clear cut plan and specific recommendations on the
management of an integration programme through Eurocontrol. I
believe that this ls a major step forward in the management of
air traffic in Euvrope. 1 am particularly pleased that this was
as 8 result of a UK initiative and we have plaved a leading role
in pushing it throush, We can justifiably be proud of the
result.

There is a high chance that the report will be unanimously
agreed om 24 April. [ hope wou and colleagues agree that I
should endorse the report on behalf of the UK on 2% April., If I
do not hear from vou by midday on 23 April I will assume that
you are content.




am sending a copy of this letter to the Prime Minister,
Douglas Hurd, .John Major, Nicholas Ridley and to Sir Robin
Butler.
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INTEGRATING EUROPE'S ATR TRAFFIC CONTROL

[ am writing [0 seek your agreement to A major new initliacive
for dealing with chortcomings in Europe's air traffic control
sysCems.

Over the last year my Department and the Ciwil Awviation
Authority have been pursuing wvigorously the strategy agread
between Paul Channon and George Younger last summer for tackling
the serious problem of air traffic contreol congestion., Domesti-
cally, the Civil Aviation Authority has devised and publizhed
short and medium term plans for increasing the capacicy of
the UK's system during the 1990s, The Covernment has played
its part by approving a doubling of the investment programme
of the National Air Traffic Serwvices. The CAA is now implement-
ing 1its programme at full speed and evolving L[ts long term
proposals to provide facilitlies to support UK air EtraEfic
services into the next century. These will be published
next summer.

Internationally, the UK has played a leading role in the
European Civil Aviation Conference and Eurocontrel in galvaniz-
ing political commitment to improving co-crdination and co-
operation between alr traffic control authorities acrass
Europe. Under our Presidency last wyear, the process of
revitalizing Eurocontrol was begun and Che organisation was
given & key role in setting up the Central Flow Management
Unit for the whole of Westernm Europe. A number of other
practical Inicfatives within Eurocontrol were successfully
initiated.




Since the beginning of August, my Department has been reviewing
the whole air traffic control strategy to see how best to
carry it [Eorward. Domestically, we feel the Civil Aviation
Authority's proposals now represent a satisfactory recovery
programme, though we recopgnize that until the mid 199%90s the
National Alr Traffic Services will be very stretched in coping
with the expected traffie levels, The key question here
is whether the management of the HNational Alr Traffic Services
will be able to deliver the very ambitious investment programme
now in the pipeline. [ will be writing to you separately
about this.

Internationally, it 1is c¢clear that much more must be done
to 1improve co-prdinacticn between the national systems. AL
the beglinning of September, my Department set up a Working
Group comprising officials from your Department, the Department
of Trade and Industry, the Foreign and Commonwealth Office
and from the Civil Aviation Authority te develop a consensus
en Che way forward in Europe. I attach a copy of the Group's
repork.

There was unanimity within the Group that current initiatives
in Europe, though wvery helpful, would not be sufficient to
provide adequate air ¢traffic control capacity in the years
ghead. A greater political commitment and drive towards
the planning and provislon of air traffic services will Bbe
needed if Western Europe's systems are to be able to handle
the predicted traffic 1levels. The Group looked at three
alternative strategies - intensifying co-operation between
natienal air traffic control authorities, integrating Eurocpe's
air traffic control systems whilst retaining separate national
authorities, and creating a unified Eurocpean supranational
air traffic contrel system  under one management. The Group
Eavoured the second option - integratiomn.

[ strongly support the integration option. Under this opticn,
states would enter inte a specific commitment to integrate
their systems to an agreed timetable and to effect the changes
to Che institutional framework to achieve this. The Iintegrated
system would be operated from a series of area control centres,
which would have compatible systems and equlpment and would
be connected by a common communications network, Some changes
of airspace boundaries might be agreed, but we would expect
most control centres Cto conCinue to be operated by national
authorities. The system would function irrespective of state
boundaries, which would become transparent to alrspace users.
More details about the concept are given In Ammex I! of the
Group's report.

I am not attracted to the option of seeking the early establish-
ment of one supranational air traffiec control organisation
for rthe reasons set out in the Group's report. I believe
such a move would delay progress rather than advance it at
this stage, and rthe practical obstacles would mean that this
approach would be wunlikely to succeed. Nevertheless cthere
may be substantial benefits from unification in specific
areas. The states of Western Europe have already agreed,




as a result of the UK's iniciative last year, to unify flow
management under Eurccontrol. There may well be other elements
of cthe system (the communications network, for instance)
where Che arguments for unification are particularly strong
and those against are weak. In any event I see a greatly
enhanced role for Eurocontrol in developing a single integration
plan Eor Western Europe and in helping the national authorities
te implement [t. We may need to consider further institutional
changes, given that Eurocontrel's membership does not at
present cover the whole of Western Europe.

There 1s now a window of opportunity for the UK to play a
crucial role in influencing events over the next six months.
In response to a UK proposal, the European Civil Aviation
Conference recently established a Task Force to examine the
scope for further integration of air traffie control systems
in Europe. The Task Force 1is required to reposrt to member
povernments by rhe end of February, im preparation for a
meeting of Transport Ministers probably next April, I want
the UK to play a leading role in the Task Forece and to put
forward the integration option as set out in the Group's
repart . The likely rimetable for action over the next six
months 1s given at Annex I1I of the Group's report. The
culmination will be the meeting of European Transport Ministers,
at which we would hope the CGovernments of Western Europe
would commit themselves to integrating their systems and
Lo making the institutional changes needesd te achieve this.

I should be grateful for your conflirmation that you are content
for my Department to proceed as proposed above, keeping vour
officials in touch as the negetiations unfold.

I am sending a copy of this letter to the Prime Minister,
Nigel Lawson, John Mayor, Nicholas Ridley and to Sir Robin
Butler.
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AIR TRAFFIC CONTROL i EUROPE

In the final edition of this document, to be 1ssued after the ECAC
Ministerial meeting of 24 April 1930, this page and the next will
reproduce the decisions taken by Transport Ministers at that
meehing.

A draft of such decisions is presented in MATSE(2-WP(3 for
amendment as necessary and approval.
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In the final edition of this document, to be issued after the ECAC

linisterial meeting of 24 April 1990, this page and the previous one
will reproduce the decisions taken by Transport Ministers at that
meeting.

A draft of such decisions is presented in MATSE/2-WP/3 for
amendment as necessary and approval.,




ECAT Stratsgy — Why?

AlR TRAFFIC cOoNTROL IM EURCFE

(millloms)

SUMBER OF FLIGHT S
[N CENTRAL ECAC AREA

A'i[ traffic in Europe is increasing fast. [tsrate of .
growth is now much higher than forecast by airlines
and authorities in the early 1980s.

5

This trend is likely to continue in the 19905, Both
the completion of the Single Market in the EC and current
developments in Eastern Eurcpe should increase trads
and tourism, and therefore traffic demand, throughout the
continent. While high-speed rail services may absoro part
af the tratfic gl!'l:r‘nl't]‘l on sarme shorter routes, strong
demand for air transport can be expected on most routes

10y 19845 195

Demand is growing
fast, and could
double by the end of
the century

Much has already
been done to meet
the challenge but ...

@ multilateral
strategy is needed

linking the wider Europe now in prospect, as well as on
the expanding inter-regional nebwork.

As decided wintly by ECALC Ministers in October 1933, air traffic flow
management is being progressively centralized into a single unit which will be
fully operational by 1993 — a vital step forward in making the best use of avail-
able airspace capacity. Eurncontrol is playing a key role in this. As more and
more ECAC States join it, in line with the joint recommendation of ECAC
Ministers, Eurocontrol’s Importance in the future organization of air traffic in
Eurnpe is assured.

L Ll

Regarding air traffic control — as distnct from dow management —
ECAC Administrations have made major efforts individually to expand the
capacity of the system to meet the increased demand, while maimtaining a high
level of safety. Investrment in equipment has been stepped up, and is now
running at a kotal ECAC level of more than J00 million ECL a year. MNew
communication and data links have been installed, new control sectors added,
crisis management oells established and staff recruitment and training
increased. The full benetit of these measures 18 only beginning to be felt, as
many of them require several years to take complete effect.

[mportant as these national inidatives are, they need urgently to be united
and sccelerated. The system requires the synergy of multilateral action to reach
a harmonized level of performance and to move towards integration. This is
the key to making the European system more efficient and thus to finding a
lasting solution to the congestion which occurs especially at peak times in paris
of the system. Greater efficiency will alzo help to reduce pollution and preserve
finite resources.

The need for urgent multilateral commitment is sirkingly illustrated in
the eight charts af the end of this document. They show the huge variations in
the traffic density and air traffic control facilities in the continental ECAC area’
as well as the boundary problems which exist between neighbouring air tratfic
control areas.

ECAC offers the optimal framework for deciding on this multilateral
action. It presents a coherent geographical basis to tackle air traffic congestion.
As more East European countries may soon be joining ECAC, it should be able
in due course to evaluate the effects of their closer links with Western Europe
on the major traffic flow patterns and on new routings. ¥+

The area covered by this report includes the airspace of all ECAC Member Suates with the
excepiivn of loeland, which geagraphacally feomms part of the Marth Adansic air rav bgation
WY RIERT
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How the Stratagy was developed

he strategy presented to ECAC Ministers by their Directors General of A think-tank of
T Civil Aviation has been developed by a Task Force set upin the autumnot  gminent experts
1989 to explore the scope for harman zing and progressively integrating
ECACs air traffic control systems. The Task Force was chaired by
Mr V. K.H. Eggers (Director General of Civil Aviation, Denmark). It comprised
high-level policy and air navigation experts from many ECAC States, received
substantial input from Eurccontrel, and worked with the active collaboration of
ICAQ, the NATO Committee for European Airspace Co-ordination and the EC
Commission as well as with advice from organizations representing air traffic
comtroliers and airspace users. The advice of the Director General of
Eurocontrol was taken on institutional arrangements.

The strategy for the 19%0s has been kept compatible with existing plans by  Coherence with
ECAC States, [CAQ and Eurocontrol (See "Existing Plans™). Compatibility with existing plans
the ICAO Future European Air Traffic Management System [FEATS) concept is
important to ensure that efforts are not duplicated and that the strategy remains
coherent with longer-term perspectives.  The Eurocontrol Common Medium-

Term Plan (CMTF) provides an essential framework within which all technical
development, éven on a sub-regional basis, should take place. The various
asgociated functional and technical specifications and standards in course of
alaboration will 2lso need to be taken into accouamnt.

In preparing the strategy, particular attention was paid i the views of Airline views taken
airspace users, for example in studies published last vear on airspace capacity iinto account
by the Association of European Airlimes (AEA) and l'hl: German Ajrspace
Lgers Association and in another, commissioned by the International Air
Transport Association (IATA), on airspace and airport capacity in Europe.
Although the results of the Latter had not yet been published when the ECAC
strategy was completed, useful briefings were received on its progress,
particularly on the questions of the need for airspace restructuring and of
airport capadty.
Some of these studies propose a néw single air traffic control system
operating a small number of trans-national centres in the continental ECAC
arca, This propesal has not been followed in the ECAC strategy because it
raises major problems — including some of national sovereignty — and because
the time reeded to resolve them might delay the urgent practical improvements
which could and should be made in the system. Nevertheless, the value of
these studies is recognized. Hp

EXISTDNG PLANS

< The FEATS concept. The ICAQ Fusure European Air Traffic Managemen:
Syztem (FEATS) concepd prowvides a foundation for harmoncied planaing
thraitghait the ICAD Europesn Region and a: the incerface with adjacent regions,
in order w develop a coherent regional system, fully compatible with the world-
wide one, in the medium 1o long term {1995—20132015}).

The CMTP. The Eurscontral Common MMadium-Term Flan (CMTP) identifies
operaional and techmical measures required in the next 3 o I3 years for
individual Ecroconool States’ plans o evolve ccherently lowards fudure |
developmenis, and ptn'-'ld:: uumm-:!r.l_:.'--:.g:‘ﬂ'u uh_iw.‘:l:i'-':a and [ines of scliom
within the framework of the FEATS concept.

The 4-5tates' Eurocontrol Integration Project s progressavely mbsgrating
five civil and thres military sontrel cenues funcibonally by 1994, and aims al
operating them s if the service throughout Benelux snd Merihern Germany s
pravided by & single system.  Such iniegration is in he achievad by raising each
system o an equivalent level of devzlopmenti and by developing common
facilities for ealensive inler-cenire so-crdination and data exchange for
unmtarmapied service throughaul the ares. Common funciional specificatisne fod
the acquisibon of fansee sysiem components e being devised.
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The basls for the ECAT Stratsgy

AlF TRAFFIC CONTROL IN EUROPE

Two key issues :
en-route ATC and
m’rpu-rfs

A pragmatic and
comprehensive
approach

A realistic timeframe

Ready for the
technology of the
21st century

The capacity of the air traffic system depends on two main e¢lements !

Q  theen-route air traffic control system
O the operational airport infrastructure.

In order to provide practical solutions to defined problems within a fixed
period, the strategy cutlined in the present document concentrates as a first pri-
arity on completing the harmonization and progressive integration of the en-
roube air traffic control system in the 19%0s. It also recognizes the need to de-
velop in parallel a concerted systems planning approach to the airport/ en—
roube air traffic system interface.

The ECAC strategy for the 1990s is pragmatic. [tis based on deriving the
maximurn benefit from the present air traffic control systems in this area and
ensuring that future planning is co-ordinated through mechanisms such as the
Eurocontrol CMTP. The strategy is comprehensive, covering equipment, pro-
cedures and the human eement. Tt is designed to achieve a marked improve-
ment, though it does not imply that all congestion will be eliminated at all times
because such a system would not be cost-effectve.

The ECAC strategy concentrates on the period up to the end of the cen-
bury. Within that period, & comparable level of system performance through
harmonized procedures can be completed before 1995 in most areas and shortly
after in others. Before the end of that period, new advanced systems’ now
under development are expected to become operational.

The ECAC strategy has been developed with an eye to preparing for the
introduction of these advanced systems. Detailed plans for introducing this
new technology would be premature at this stage, but it is important to press
ahead with the relevant study programmes, to step up applied research and to
make the necessary funding available — for example, through EC channels.
Particular emphasis is to be placed on:

12 enhancing air traffic control with advanced air/ground data links
{Mode 5k

2  developing high-performance data exchange systems for the Aero-
nautical Telecommunication Metwork ; and

Q integrating the air and ground elements of the air traffic
management sy siem.

ECAC States will alsa be working to implement the ICAD Future Euro-
pean Air Traffic Management System (FEATS) concept within the shortest
possible timeframe, in co-operation with other European States in the frame-
work of the ICAQ European Region Air Navigation Plan. These important

activities will be conducted in the closest possible association with Eurocontrol
=3

¢.2. Aercnautical Telecommumeatdon Metwork (ATHY, Mode 5 data Ik, sstellite data
link, extended siomated assislance 0 the conmoiler, e,
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The overall obfsstive and approach

The overall objective
Having regard to the growth forecast in air traffic

demand in the ECAC area to the end of the century
and beyond, the overall objective is to provide in-
creasing airspace and control capacity urgently, in
order to handle the traffic expeditiously while main-
taining a high level of safety.

C ompletion of harmonization and operational integration throughout the Harmonization and
continental ECAC area are identifed as the essential means to achisve this ﬂpmﬁauaf
gbjective.  For the purposes of the ECAC strategy, these terms are defined as integration ...
follows :

3 harmonization : e atfadnmient of o comparable lepel of operational system per-
formance throughout a given area by ubilization of compatible
standards, specifications and procedures;

2 integration: the operation of the whole systemn in @ given ares in sucha
rear e thal, from Pre wser 's perspectioe, if funchons as i if
rere a single unit, and that opfimal use (s made of airspace.
Taking account of the existing and developing degree of inte-
gration in parts of the grea, this can be achieved by applying
curmrmon standards, specifications, and procedurest throughout
the area, and by common implemen tation of new systems to
afiain an identical level of sophistication through wse of a
commion data source.

The ECAC strategy recognizes that some geographical areas are of higher ... to be completed by
prigrity than others when it comes to selecting dates for implementing its vari- target dates which
ous elemenis. Therefore, rather than sesking to impose a single imeitame on take account of
thi :.n-_h!:rle_r:-F the con t_mc-ntal EC_&E area, the strategy provides for a certain varying priorities
flexibility in the imeframe envisaged. i

’ within the area

The whole sirategy is based on defining minimum specifications for the
various areas identified in order to ensure that each area concernied completes
its move to a specified level of technical development within a given timeframe.
However, as individual States and groups of States are encouraged to maintain
and if possible accelerate national programmes coherent with the aperational
and implementation objectives of the strategy, many will achieve that specified
level at an earlier date. )

The cxpressions “common standards”, “common specifications” and “common
procedures” are undersiood o mean standards, specifications, and procedures of such
uniformity as is required 1o enable the whole system 0 wesk tegether, =g, o respect af
the exchange, processing and presentation of data




Operatlonal 0bjectves

AR TRAFFIC COMTROL IN EUROPE

Many results
expected well before
the target dates

Civil/military co-
operation

T o satisfy its overall objective, the ECAC sirategy is designed to achieve the
following broad operational objectives throughout the area no later than th
target dates indicated, though in all cases many of them will be achieved in
parts of the area well before those datea. Substantial benefits may thus be
expected earlier than cach target date

2 The air traffic services route network and airspace
structure is to be optimized, supported by a
widespread application of area mavigation from
1993 onwards.

Comprehensive radar coverage is to be completed
throughout the continental ECAC area by 1995 at
the latest.

En-route radar separation of 5NM is to be applied
throughout high-density areas by 1995 at the latest.
Elsewhere, en-route radar separation of 10NM is to
be applied by the same date.

Air traffic control systems are to be progressively
integrated, after being harmonized in high-density
areas by 1995 at the latest, and elsewhere not later
than 1998,

Automatic data communication between air traffic
control centres is to be completed by 1998 at the
latest.

Mode S air/ground data link is to be operational in
a central area from 1998 onwards.

Mhalogue between the clvil and military authorities on the use of the
available airspace is a long-standing feature of the European aviation scene.
The development of this dialogue through the appropriate channeis in pursuit
of a better use of airspace mst remain an important element in the ECAC sira
egy. There remains scope for improving co-operation in the use and, where
possible, integration of the facilities of the civil and military authorithes

>
To achicve these operational objectives, the ECAL strategy sets the im

plementation objectives shown on the opposite page, each of which is detailed
in Appendices 1 1o 5,
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Implemmeniation objsetives

) Optimize the provision and use of the radar surveillance
function by installing new facilities or sharing radar data.

Radar installations provide positional data 1nformation which constitutes fRe
basic lool for the execution of air traffic control, The capacity of the air traffic
control system could be materially incrensed by the avnlability of such data
throughout the combinental ECAC aren, since, in its absence in some seclors, pro-
cedural separation has o he applied, with resullant reduction in capacity. Con-
Hruous radar information thraugheut the area is therefore essential for achieing
aptimum separation of aircrafi.

Make air traffic control communications more efficientand =~ Communications
extend the exchange of data between air traffic control com-

puters by applying common specifications and installing

new equipment.

Reliable and efficient communications are vital to the global air traffic con-
tral system. Voice communications will continue to constitizhe an essential tool
in the exerution of air traffic control, both for co-ordination between conirollers
and for instructions from controllers fo pilots. In addition, it is essential fo ex-
temd the exchange of data between air traffic control computers, a3 this decreases
the drect workioad of the controllers. Air/ground data exchange will also permit
erhanced automahion of gir traffic contral functions.

[mprove airspace management by implementing new
airspace and route structures, common procedures and
adequate system supporl.

Efficient airspace management s fundomenial to incraasing the capacity of
the air traffic serpices system, fo promding the opbimurt response lo Darious user
requirérrients and 1o achwering the most flemble use of eirspace. The optireiztion
of the gir traffic serpices route nefwork and airspace structire, supported by the
implementation of area natigation, & considered as a tey element in obisiring
the required system capucity. Commuon procedures throughoul the continen bal
ECAC area are needed in order to ensure that the air traffic services systemt can
cope efficienthy with the future demands of wsers whilst matntaining or
improving the existing kevel of safety.

Harmonize the development and implementation of the var-  Common standards
ious technical components of air traffic control systems by ~ and specifications
adopting common standards and specifications.

Data processing systems constitute a key element in providing duformated as-
sistance bo the controller. The information devived from flight-plan and radar-
data processing & combined and presemted on the controller display. 1! i of
prime importance to harmonize and inlegrate these systens through the use of
commton standards ond specificabions.

Define guidelines for the selection, training and licensing of  The human element
air traffic services staff in ECAC Member States

The human element 5 8 key ssue in air {raffic services. Infernahional gusde
lines on selection, training and licersing of air fraffic services shaff would be of
considerable sssfstance o rational ECAC Administrations or Agencies in
planning tre developrnent and staffing of ther air tralfic control gystems. e
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Institutional arrangements

Central management
by a Project Board

Day-to-day
management by a
Project Team

Collaboration with
organizations by a
Consultative
Committee

The programme outlined on the previous pages will require |

d 'hE‘ r'ﬂ“ COmmuitment ﬂ-l‘ld actve '.:llil'tlﬂp-ihl:}n of all States in the con-
tinental ECAC area, who will remain individually responsible for the
necessary investments to ensure the implementation of the
programme, as amplified on the next page

Y centralized management in order to ensure the timely implementa-
tion of each of its four phases.

Eurocontrol is invited to undertake this central management function
under the following arrangements enabling all States in the continental ECAC
area to participate.

Overall management control of | TeE ProfEcT Boarp
the programme is o be vested in a | COMPOSITION
Project Board, whose responsibility 9 High-ranking officials of partictpating
will be States
d o determine the broad di- : S Seumciey GE?“E ki
recHon of the Fl‘ﬂ-gﬂl‘.l‘l]‘.l‘lE Ghﬁl.'!:'.!-'-l!ﬁ frorn u-tlﬂ_'r-h‘l.wurr: mental
OTRanLzatlons
J o decide on extension of the | 9 Observers representing user intorests
programme to further (2.g. alrlines and airparts}
Eurcpean States and on SECRETARICT - EUROCONTHOL
relations with other countries and international urga_mzatmnr.

Day-to-day management is o be carried out, under the direction of the
Board, |-'-‘_'r' a Project Team headed by a Progct Leader, under staffing arrange-
ments detailed in Appendix 8. In consultation with participating States, it will
be the Team’s responsihility -

< o work out the details of the THE PROFECT TEAM
programme and to monitor | ypan. Project Leader
progress COMPOSITION
- Eurocontrol saff on permanent and
fixed-term contracts, inctuding some
on secondment from particpating

to draw up standards, pro-
tocols and procedures for
software, hardware, product S

1:.nt-erl’ari:|Tg, wany/ washine || 4 Suitably qualified personnel from all
interfaces and human wctors of industry and relevans

tactors institutions, on & contractual tasis |

to undertake project TOTAL STAFF MY 1 ##: %
appraisals

< todevelop proposals for financial policies and arrangements for the
implementation of the programme.

The Project Team is to be assisted THE CONSULTATIVE COMMITTTE
in its task by a Consullative Commit- | cqumagay ; Project Leader
tee. whose function will be to establish | conmposrmon
close collaboration between the Project | O Representarives drawn, at Chairman's
Tearn and other organizations | discretion, from airspace user, airpors,
concerned and o identify their needs consumes and professional organiza-

and requirements. Hons a4 appropriate e the matter
under discussion

Further details of central
management arrangements are shown in Appendix 6
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costs and finanslng

he costs of the management structure cutlined opposite are
T estirmated at some 5.8 million ECU per vear once the project is
running. This figure takes account of the staffing, administrative
and organizational support, office accommodation and equipment,
setting-up costs and mission and other expenses of the project team.

Further details are shown in Appendix 6.

Propct management costs will be met by Eurocontrol, This
will increase Eurocontrol Member States' contributions, which will

MANAGEMENT COSTS

ESTIMATED

{millions of ECU)

subsequently be offset by the en-route receipts paid over io the

sfember States. The impact of the estimated total annual cost of the

programure on user charges in the years after 1991 represents, on average, apout
0.35% of the national cost basis for route charges of Member States of

Eurpcontrol.

M'roposals now under consideration in Eurocontrol will, if approved,
provide all ECAC States that are members of Eurocontrol with new possibilibes
far funding both the project management costs and their national invesiments

{See “Wew Exroconirol Funding Proposals*).

SEW EUROCONTROL FISDING PROPOSALS

Proposals now under consideration in Eurocon.
irod for altermative funding would enable a
Member St conmbution, i its adminisorative
system permils, to be recovened direct from route

ofganization on is behalf.

Eurocontrol Member Suaies are also responsible
for the funding of any invesiments in Eurncontrol
facifities. Again, under the new propozals, the
| contributions could be recoversd from route
| charges receipes codlected by Eurocontrol.

The new proposals would also give Ewrocontrol
Member Sutes the option of authorizing Ewrg-
control to fund natonal ivestments from bank
lpans and fecover revenoe to service the loans
out of moute charges receipts due o the State.

Responsibility for funding
national investments made
within the integration pro-
gramme will lie with the State
econcerned. The volume of such

charges receipts collected by the Eurccontrol | investments (excluding

personnel costs) is provisionally
evaluated to reéquire an increase
of less than 1% in the national
investments already budgeted,
which are running at am ancial
bevel of at least 700 million ECU
for the whole of ECAC. A
refined cost assessment will be
performed under Phase [ of the
programme and could be
further reviewed by a
Ministerial meeting in late 1991,

The costs referred to above do not cater for a progressive evolution of the
integrated syslem towards the future air traffic management systemn based on
advanced technologies and on a higher degree of system automation, as fore-
seen in Mhase [V. Eurocontrol will require adequale means to support the de-
velopment of specific advanced research programmes, Funds will need to be
made available for this purpose, preferably within the framework of Studies,
Tests and Applied Research (STAR) and of the Programme of Harmonized Air
Traffic Management Research in Eurocontrol (PHARE) The Agreement for co-
operation between the Commission of the EC and Eurccontrel provides the

appropriate framewaork for EC contributions (o these programimes.

+

Management costs
will add less than
0.35% to route
charges

Average of less than
1% extra national
investment needed

Funding of advanced
research programmes




Alrport aspseis

The proposals in this report concentrate on the en-route air traffic control
system. However, the ability of the whole air transport Sysiem to meet demand
depends not only on the capacity of the en-route system but also on the capacity
of the airport infrastructure and on the interface between the two.

Whilst many aspects of airport planning need to be addressed at a
national or even local level, the interface between the en-route system and
airport facilities, including terminal area air traffic control and the operational
side of airport activity, must work in unison because failures also in this respect
have repercussions on the whole system. To imprave the capacity of the en-
route system, while leaving unattended bottlenecks at ground level, would not
produce a satisfactory answer. Accordingly, it is envisaged that, side by side
with the strategy on en-route control, parallel work will be undertaken on a
concerted systems approach to the airport/air traffic system interface.
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Appendiz 1

{OBJECTIVE 1: OFTIMLZE THE PROVISION AND USE OF THE RADAR
SURVEILLANCE FUNCTION BY INSTALLING NEW
FACILITIES OR SHARING RADAR DATA

INTRODUCTION

1 Radar positional data information constitutes the basic tool for the ex-
acution of air traffic control. The capacity of the air traffic control system could
he materially increased by the availability of such data throughout the continen-
tal ECAC area, since, in its absence in some sectors, procedural separation has to
be applied, with resultant reduction in capaaty. Continuous radar information
throughout the area is therefore essential for optimal use of the radar
surveillance function and, in particular, for generalized application of radar
separabon.

GENERAL REQUIREMENTS

2 Full radar coverage, from which the radar information is denived, can  Radar coverage
be achieved either by installing new radar facilities or by sharing the use of
radar stations.

3. Mew radar stations should be installed according to the criteria
adopted to define radar coverage requirements, i.e. :

d en route coverage: secondary surveillance radar (35R)
(duplicated)

J major terrminal area coverage :  primary radar (FR) (single)
55R (duplicated)

3 55R stations will be of the monopulse type for later upgrading to Mode 5.

4 To the maximum extent possible, the use of 55R monopulse stations
should be shared in order to minimize costs.

5 To optimize the surveillance function, processed radar data should be  Radar data processing
transmitted

d w0 ATC units not fully equipped with full data processing systems (e.g.
approach control units at major regional airportsk;

3 o already equipped ATC units in order to improve the quality of the
radar information presented to the controllers.

B To support the wider exchange of radar data, the necessary transmis-
sion procedures and networks need to be developed according to common
functional /technical specifications.

7. [nidally, the use of adequate interfaces could provide an interim solu-
tion, e.g. radar message converter and distribution equipment (RMCDE) or
equivalent.
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ACTION

E {he following action is to be completed by the target dates indica
to optimize the provision and use of the radar surveillance function:

ACTION TARCET
LVA TES:

a) [dentification of existing deficiencies in radar coverage is to be 1560
completed.
bl Eemedies for these deficiencies are to be defined, based on the 19491

installation of new radar fadlities or by the shared use of radar
staboms.

Using as a basis the All-Purpose Structured Eurncontrol Radar
Information Exchange (ASTERIX), as already developed
within Eurncontrol and applied by a number of States, a com-
mon format is to be adopted for the transmission of radar
information.

A comprehensive implementation programme for completing  19g2_93
radar coverage is to be drawn up for agreement and adoption

by the national Administrations concerned.

Suitable interfaces are to be developed and used as an interdm 1993
solution (e.g. RMCDE or similar).

The programme agreed under d) above for installation of new 199305
radar facilities or sharing radar stations is to be implemented.

Common en-route separation standards of SNM in high- 1005
density areas and of 10MNM elsewhere are to be applied.

Monopulse radars are to be upgraded to Mode 5 capabilities. 19952000
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OBJECTIVEZ  MAKE ATC COMMUNICATIONS MORE EFFICIENT
AND EXTEND THE EXCHANGE OF DATA BETWEEN
ATC COMFPUTERS BY APPLYING COMMON SPECTFI-
CATIONS AND INSTALLING NEW EQUIFMENT

=

INTRODUCTION

1. Reliable and efficient communications are an important element of the
global air traffic contral system.

r i In particular, voice communications constitute a vital tool in the
execution of air traffic control, for contact both between controllers {(co-
crdination actions} and between controllers and pilots (ATC instructions).

3, In addition, it is essential to extend the exchange of data between ATC
computers, as this decreases the direct workload of the controllers. The
implementation of air/ground data exchange will also permit enhanced
automated ATC functions.

4. The development of the asronautical telecommunications network
{ATN) based on ICAD standards will permit the interoperability of
ground/ground and air/ground data communications.

5 The development of more sophisticated means of communications,
whether air/ ground or ground /ground, will not, however, change the basic
requirement for fast and reliable direct voice communications in the years to
COIme.

GENERAL REQUIREMENTS

6. Although generally adequate, radiotelephony (R/T} coverage could  Radiotelephony coverage
still be improved in some areas. As a first step, the weak points of R/T
coverage need to be highlighted through the provision of R/T coverage maps.

7 Full R/T coverage could then be implemented in accordance with
functinnal / technical specifications which could be quickly drafted for the
complete B/ T system (from transmitters/receivers to the working position).
The possibility of sharing transmitter/receiver installations should also be
explored.

B An ATC telephone system must include very specific features due to  Telephone system for
its impact on flight safety and, in particular, must be able to provide rapid and  ATC
high quality communications, which are a necessity.

g, Funciional specifications have been elaborated recently by
Euracontral and should be applied to a modernization programme whll.h
would ensure the rapid harmonization of the ATC telephone system within the
timeframe considered.

0. Omn-line data interchange (OLDI) of messages such as ACT (activation}  Ground/ground data
and ABI (advanced boundary information) have already been demonsirated as  exchange

being very efficient in decreasing routine co-ordination workload, and thus

increasing control capaaty.

1 B It is extremely desirable to extend ¢xchange of such data between
ATC centres, as this is a valuable means of increasing the total control capacty.

12, A set of operational rules has already been elaborated and agreed by
Eurccontrol as standards; and these are used by the units for further data
exchange implemientation.
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13. The corresponding technical means (ie. direct links between ATC
compuiers or dedicated networks) need 1o be deploved. Developments already
planned within [CAO — the Common ICAQ Data Interchange Network
(CIDINY — or more specifically within the 4 States/Eurocontrol Integration
Project — the integrated network for fight data exchange (INTNET} — should
be taken into consideration, with a view to accelerating the implementation of
data exchange where necessary,

14. With regard to the air/ground communications system, the linking of
airborne and ground-based computers by an automatic data link is required to
support the development of an improved ATC system based on advanced
automation funciions,

15. A detailed programme for enhanced ATM and Mode §
implementation in Europe (EASIE) has been developed within Eurocontrol,
initially for a central area. This programme should be used as the basis for
further extension to the continental ECAC area.

ACTION

16, The following action is to be completed by the target dates indicated,
to make ATC communications more effident:

ACTION TARCET
DATES

a} ldentification of existing deficiencies in B/T coverage and 1941
their consequences for the execution of air traffic control is to
be completed.

b} Remedies for these deficiencies are to be defined within the
tramework of functonal specifications to be elaborated as a
onsequence of al above.

A comprehensive improvement and implementation  1992-93
programme is to be drawn up for agreement and adoption by
the national Administrations concerned.

Identification of the present shortcomings of voice 1991
communication systems, in particular for controller-to-
controller communication, is 1o be completed.

Existing functional and technical specificadons, adapted to the 1991
varous shortcomings identified, are to be applied.

A programme to modernize the systems identified for  1992-93
improvement is to be drawn up for agreemen: and adoption

by the national Administrations concerned.

Identification of areas where application of automatic data

exchange between ATC centres could improve capacity is to

be completed.

The description of the operational procedures to be followed 1991
when applying such on-line data exchange is to be finalized.

The corresponding networks and, when necessary, suitable 1962
interfaces are to be defined.

Flans are to be drawn up for the further development of data  1992-93
exchange to improve co-ordination between ATC units,

Plans are to be drawn up for the implementation of 1592
air/ground data links in the continental ECAC area.

Common functional specifications for data link applications 90y
are to be completed and endorsed.
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Appendiz 3

OBJECTIVE X IMPROVE AIRSPACE MANAGEMENT BY IMPLE-
MENTING NEW AIRSFACE AND ROUTE STRUC-
TURES, COMMON FROCEDURES AND ADEQUATE
SYSTEM SUFFORT

INTRODUCTION

1 The development and implemantation of an efficient airspace
management system is a prerequisite for increasing the capacity of the air traffic
services (ATS) systern and for meeting various user requiremants.

2 Efficient airspace management should also achieve the most flexible
use of airspace and avoid, as far as possible, any permanent segregation of parts
of the airspace for one particular category of user.

c The present structures need 1o be made more flexible to cope with the
ingrease in traffic and with changes in its pattern. The airspace sructure and
the vartous elements of the ATS system ought to be matched to the volume and
characteristics of the traffic. The optimization of the ATS route network is
considered as a key element in obtaining the required system capacity. The
implementation of arca navigation (RNAV) routes will offer a powerful means
of optimizing the ATS route network and airspace structure with a view to
achieving these objectives.

4. In kecping with such developmenis, common ;rm:adures should be
devised and applied throughout the continental ECAC area in order to ensure
that the ATS system can cope efficiently with the future demands of users
whilst maintaining or improving the existing level of safety.

GENERAL REQUIREMENTS

5. The airspace structure and organization should be improved and  Adaptation of the
brought more closely into line with air traffic operations requirements. airspace struchire of
Influenced at present by flight information region (FIR) boundaries, it should be  fraffic flows

made to adapt more readily to varying traffic patterns.

Y The operaticnal division of airspace should be optimized for the tasks
to be performed by the controllers, having regard to the automation level, the
route network structure and the maffic volume. At the same fime, the methods,
and therefore the different working positions in control centres, should be
harmonized.

7. This waould make it easier to review the airspace sectorization with the
aim of defining the most suitable sector organization to fulfil the eperational
requirements. Re-sectorization of airspace should, ideally, always be proven
through use of simulation tools prior to operational implamentation.

8 Parttcular effoets should be made to dissociate the limits of the sectors
from national boundaries, whenever this is pperahonally beneficial. To this
end, a standard protocol taking account of national sovereignty and defence
needs should be developed and applied, defining responsibility (bilaterally) for
delegated airspace, and taking into consideration as necessary possibie
CONSSQUENCES [OF en-route Charges arrangements

4 Work in hand within Eurocontrol, in co-eperation with [CAQ, to
develop an optimization plan for the ATS route network and airspace structure
should be extended to cover the ECAC area with the aim of producing first
nperational benefits in the timeframe 1992-1994,
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10. A more flexible use of airspace is an aim which needs to be vigarously
pursued. [t I8 essential for airspace use to be carefully ¢oordinaved and
monitored in order to cater for the conflicting legitimate requirermients of all
users and to minimize any constraints on operations. Airspace use has 1o be as
flexible as possible in order to satisfy increasing traffic demand. When the
reservation of alrspace for one category of user is necessary for safety-related
reasons, it must be limited in space and time, )

11. Flexible airspace use will require civil and military ATS units to co-
operate at national level even more closely than in the past in performing the
following functions :

4 collecting and evaluating all requesis which may require temporary
airspace segregation;

d where segregation is necessary, planning the allocation of the reguired
airspace to the users concermed;

I activating and de-activating such airspace within adequately narrow time
tolerances — an area where particularly close co-ordination between the
civil and military units concerned is required;

d transferring the necessary data to all parties concerned.

14 To perform these functions efficiently, it will be necessary to provide
rapid communication facilities and to develop agreed priority rules appropriate
to local conditions. Communications between military and civil controllers and
systems should be extended, or physical integration - even on a partial basis -
introduced, in order to improve the tactical Rexibility of operations.

13, A precise analysis of airspace user requirements would provide an
accurale basis for civil and military authorities to discuss the geographical
extent of reserved airspace areas and the times at which they have 1o be
activated. Harmonization within the imeframe under consideration 18 more
likely to be achieved through improved procedures taking account of existing
systern capabilities. This action requires to be carried forward in continuing
close co-operaticn with the military authorities through the appropriate
channels.

14. The proportion of aircraft fitted with area navigation (RNAV)
equipment is already very high and is expected to exceed 90% for commercial
aircraft in a few years' time. RMAVY applications are now possible but legal
steps are needed to allow their use, in particular on coniventional (VOR) rouates,
To this end, ECAC States should complete by 1 January 1993 all steps needed
for RNAY equipment certification, operational approval and aercnautical
infarmation publication.

15. RNAV operations would have the ad vantage of making it possible to:

< add routes in some cases, thus making more routes available, and/or
enabling congested points to be avoided;

U replace existing routes when the current network cannot accommodate
additional ones;

J create parallel routes or use off-set routings to case traffic handling on
busy routes,

16 Implementing RNAY routes will require close co-ordination between
adjacent ATC centres as well as corresponding improvements in airspace
structure and airspace management procedures.
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17 The controller will need to be provided with system support In
rspect of data display and conflict prediction functions so that he can properly

|an the mraffic that is procesding on RNAV routings rather than on the
sonventional point-oriented routes.

8. Tt has been agreed with operators that any major mandatory change in
sirborne equipment requirements must be declared at least 7 years before it
enters into force. Therefore, in order to prepare for the future, ECAC States
should notify operators that the carriage of RNAV equipment (the detailed
requirements for which are in course of definition} will become mandatory by
1 January 1996,

ACTION

19, The following action is to be completed by the target dates indicated,
[0 improve alrspace management:

AcTioN

The structure and organization of airspace in the continental

ECAC area are to be critically assessed in order to identify in

which respects they may adversely affect traffic handling

capacity.

A standard protecol defiring responsibility for delegated

airspace is to be developed.

Optimum airspace structure commensurate with air traffic
operations requircments is to be defined and tested by
simulation techniques.

Airspace structures and management procedures are o be
improved and system support functions are to be developed

in order to make widespread implementabon of RMAV routes

possible.

Harmonized ATC working methods are 10 be developed for  1992-585
application throughout the continental ECAC area.

Legislation on ENAY equipment certification and operational 19493
approval is to be completed and published.

Carriage of on-board RNAV equipment by aircraft is o 1548
become mandatory.
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Appendix 4

QB[ECTIVE&  HARMONIZE THE DEVELOPMENT AND
IMPLEMENTATION OF THE VARIOUS TECHNICAL
COMPONENTS OF ATC SYSTEMS BY ADOFTING
COMMON STANDARDS AND SPECIFICATIONS

INTRODUCTION

1. Data processing constitutes a key element in air traffic contrel,
providing automated assistance 1o support the work of the controller.

2 Regarding the prime sources of basic data, the two main data
processing funchons are :

O fight-plan processing (FPT)
J radar-data processing (RDTY.

g These two systems should be interconnected and make use of
common data.

d. The information derived from these two elements is then suitably
combined for presentation to the controller. The increasing use of refined
information has led to a need to specify the future controller operating
environment.

5. Within the continental ECAC area, the processing and display systems
fulfilling these various functions are widely different in their functional and
technical levels of performance, thus affecting the efficiency of the global ATC
5_'|.'5-‘tE'l'I'I.-

B It is therefore of prime importance to harmonize these different
systems, through the elaboration and generalized adoption of common
functional and technical standards and specitications.

GENERAL REQUIREMENTS

7: The general architecture of this system — aiming at functionally
integrating a certain number of centres within a glven airspace — 15 still to be
defined. Various existing or planned solutions provide a basis for developing
such a functional architecture.

B, A first step has already been taken within the continental ECAC area
with the design of the initial integrated flight-plan processing system ([FPS)
initially for central flow management unit (CFMLD purposes. Other steps, also
i be based upon an analysis of all functions 1o be performed by this FPT'S, have
to be taken to embrace the full functional system design (standard design).

g, Common lechnical standards and specifications could then be
elaborated, possibly leading to common procurement together with adequate
financing arrangements.

0. These commaon standards should, if pessible, be tailored to offer
different levels of complexity (i.e. they should be modular), This would make it
pasier to adapt them to the particular requirements and development
possibilities of different traffic-density areas (ie. not implementing too com plex
a systemn where not required or where no suitable infrastructure yet existsl.

Flight-plan processing
system (FPPS)
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11, As a natural complement of full radar coverage and associated with a
modular FPT'S, this system will bring a very substantial increase in ATC
capacity in areas where data processing is not vet fully implemented and could
include such features as conflict alert systems.

12. Common functional and technical specifications should be preparad
and applied on the basis of existing solutions.

13 The future controller operating environment will not only improve
the presentation of different types of information to the controller (current
traffic information, flight-plan information, cte..) but also provide, through
suitable man-machine interfaces, specific deciiinn-mahinE aids [(conflicl
prediction, traffic-load estimation, ete ).

14. The development of Common Operational Performance Specifications
({COPS), which has started within Eurocontrol and is due to be completed by
early 1991, should be applied to the continental ECAC area, in order to define
comman specifications for controller workstations, making use of advanced
technology and relieving the controller of routine and Hme-consuming tasks.

ACTIONM

15, The fallowing action is to be completed by the target dates indicated,
to harmonize the various technical components of ATC systemns:

ACTION

Identification of existing defidencies in flight-plan processing
svitems and their consequences for the execution of air traffic
contral is to be completed.

The functional design of the standard FPPS is to be completed

and the corresponding techmical specifications are to be
elaborated.

A comprehensive improvement and implementation
programme for [FPS/FPTPS is to be drawn up for agreement
and adoption by the national Administrations concerned.
Existing deficiencies in radar-data processing systems and
their consequences for the execution of air traffic control are to
be identified.

Standards for RDPS are to be developed, for implementation
on the basis of proven technigues.
A comprehensive improvement and implementation
programme for RDPS is to be drawn up for agreement and
adoption by the national Administrations concerned.

} Common specifications for the controller operating
environment are to be completed and endorsed.
These specifications are to be used, where applicable, for any
national programmes related to the controller operating
environment and implementation of conooller workstations.
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Appendls 5

OBJECTIVE 5:  DEFINE GUIDELINES FOR THE SELECTION,
TRAINING AND LICENSING OF AIR TRAFFIC
SERVICES STAFF IN ECAC MEMBER STATES

INTRODUCTION

i Human respurces and their related activities are a key issue in air
praffic services, and are possibly the most important one. Up to now the issue
has mainly been dealt with on a national basis because of its close relationship
with national rules, laws and practioes.

3 [nternationally, a framework of common regulations already exists in
Annex 1 to the Chicago Convention (Personnel Licensing) but these regulations
apply only to a limited range of jobs in aviation. The Standards and
Rocommended Practices (SARPS) of Annex 1 contain some guidance on mutual
recognition of licences and general conditions for the issue of licences.

o More generally, muotual recognition of licences and other
qualifications in the air transport indusiry has also been discussed in other fora,
for example by the EC in the context of free movement of labour within the
Slnglﬂ' European Market, and the resulting material will need o be taken into
aceount when formulating conditions to be applied on a wider European basis,

i Although attention has recently focused on adequate provision of air
traffic controllers, and much has been done to increase recruitment, it must be
borne in mind that other categories of air traffic services staff - such as
glectronics and maintenance engineers - are also vital to the system as a whole.
The current and future well-being of the system depends upon adequate
staffing, a stable industrial relations climate and flexible working armangements
ameng this spread of disciplines.

5, Careers within air traffic services must be attractive enough to ensure
sufficient good quality candidates, and must be rewarding enough to retain
valuable staff. Continuity of staff is an important element in the successful
implementation of projects,

A, Social conditions for air traffic services staff are known to differ
widely within the ECAC area. These conditions include remumneration and
other financial rewards such as pensions, as well as non-monetary conditions
such as hours of work, annual leave entitlerment and retirement age.

7. Whilst consensus has not yet been achieved on the harmonization of
such social conditions, it is widely recognized that general international
guidelines on selection, training and licensing of air traffic services staff would
be of considerable assistance to national Administrations or Agencies in
planning the development of their air traffic control systems. Moreover, a
common approach to selection criteria, staff training and licensing are a natural
prorequisite for labour mobility across national borders.

GUIDELINES

& The paramount criterion for setting of guidelines must, at all Hmes, be
safety considerations,

. Staffing levels for air traffic services have been under discussion
between national Administrations and representatives of staff organizations for
some time now, and many ECAC administrations have substantially increased
their secruitment of air traffic controllers to cope with the growth in air traffic.
Adequate staffing levels are also cssential to healthy staff relations, o balanced

Staffing levels for air
traffic services
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negotation between managers and unions, and to opportunities for flexible
deployment of staff. In cstimating required staffing levels it is usual to use
formulae derived from known working practices, and several models exist

10 Functions within air traffic services have changed and will continue to
do so with the advent of new technology. Greater attention needs 1o be paid to
this phenomenon in selection and training policy. Jobs need (o be defined in the
light of present and future conditions, taking account of expected developments
in the area of man/machine interface. Selection criteria must be determinad by
essential skills and aptitudes and training must concentrate on developing
knowledge and skills known to be crucial to the relevant tasks. Proven national
selection techniques and training methods could form the basis for guidelines
for adoption by all ECAC States,

11 Training syllabuses and programmes should be harmonized by
identification and definition of a common core of items directly following from
job descriptions. [n addition, this would enable national facilities such as
training schools and simulator equipment to be used more flexibly.

12 Adoption of well-defined and appropriate guidelines for training of
all staff, and for licensing of air traffic controllers, should lead to a more
harmonized level of performance in eontrol centres throughout the ECAC area.
Guidelines on licensing standards should include application of regular and
independently conducted proficiency checks.

13 In matters of standards for training and licensing, regard must be paid
to the progress of EC policy for a mobile labour force.

14. In view of the considerable disparities in the social and economic
environment of ECAC States, it is doubtful whether the harmonization of social
conditions for air traffic services is a feasible objective within the time-span
under consideration. However, there may be scope for international co

ordination in this area, concentrating on safety-related aspects to ensure that
standards are broadly compatible when it comes to working conditions, the
proportion of working and rest time and the ability of the staff member to
discharge his duties satisfactorily, The concern should be to provide for
transparent and consistent application of regulations.

L Given equitable working conditions, professional obligations must be
acknowledged and honoured by ATS staff. This should entail, in particular, a
more flexible approach to working schedules, tied to a fair definition of the
working week in order to cope with the varying demands of air traffic.

ACTION

16, The following action is to be completed by the target dates indicated
with regard to &ir traffic services staff:

ACTION

al The survey of manpower requircments currently being
undertaken by Eurocontrol is to be extended to all ECAC
States in order to identify shortages.

b) Guidelines are to be defined for select:on, training and
licensing {where appropriate} of air traffic services staff by
ECAC States.
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INSTITUTIONAL ARRANGEMENTS AND
ASSESSMENT OF REQUIRED RESOURCES

_ The following proposals on institutional arrangements for the
management of the envisaged programme, and the accompanying assessment
of required resources, are based on the implementation objectives set put in
Appendices 1 to0 5 and on the tmescales set under each phase of programme
qutlined on pages 10 and 11 of this decament.

7 It should be noted that, in addition to the resources assessed in this
Appendix as necessary for the management of the programme, participating
Grates will remain responsible for Lhe necessary investments to emsure the
implementation of the programme.

y The harmonization and progressive integration of European ATC
systems should be managed as a single overall programme. Eurocontrol would
be responsible for its management, subject to broad policy direction by
participating countries. The planning, development and monitoring of the
programme would be undertaken jointly by Eurocontrol and participating
countries, whaose full co-operation would be essential, and the operation of the
resulting system would continue to be undertaken by participating couninies on
the basis of common procedures.

4. The following management structure is therefore proposed :

al Project Board
DBJECTIVE Orverall managerment control of the programme

COMPOSITIERN High-ranking officials of participating States, the Director General
of Eurscantrol, ebservers from (nter-governmental organizhtions
ie.g the EC Commission, ICAO and NATO (CEAC) and from
ohehr interpational organizations (eg. TACA, JATA and 1ICAA
{Europe]) representing user interests,

RESPOMSIBILITIES Droad direction of the programme. Decisions on extension of the
programma ko any further European States wishing o participate
in i, Eelations with other counitries and inteTnarional
organizations

b} Project Team

DBECTIVE The implementation of the project to the agreed time-scale and

the day-to-day management of the programme under directions
given by the Propct Board.
Directed by Project Leader, reporting through the Director
Ceneral of Eveocontrol to the Project Board, Composed of
Euracontrol staff on permanent and fixed-term appointments,
including soms on secondment from States paricipating in the
programme, and suitably qualified personnel drawn from all
sectors of industry and relevant institutions. Numbers of such
staif are desabled under “Maffing” below,

RESPOMSIBILITIES [n consultation with participating States, elaboration of detailed
measures o implement the programme, moniforing 0f progress,
drawing up of standards, protocols and procedures for software,
hardware, product interfacing, man/machine interfaces and
human factars, Du\.'E-!n;_'.FI‘_‘nem of proposals for finardtal podioies
and arrangements for the implementation of the programme.
Project appraisals,

Intfroduction

Institutional
arrangements
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¢} Consultative Committee

DREECTIVE Liaison batween Projgct Team and representative airspaon user
airport, consumer and professional organizations.

COMPOSITION Drawn at ihe discretion of the Projpct Laader from represantatives
of airspace user, airport and consumer organizations a
appropriate for the matter under discussion

RESPONSIBILITIES To establish under the authority of the Project Team closd
collaboration with organizations concerned and o identify the
need s and requinements.

Thi envisaged programme would require the Project Team to

complete an analysis of the shortcomings and deficiencies in Eurcpea
ATC;

building up on this, to undertake the detailed planning necessary
overcome these problems, taking into account the specific requirements
of individual groups of ECAC States;

initiate concrete operational or technical implementation measures fo
the task areas, as well as functional specifications and commo
standands; amd

carry out the preliminary operational and technical work required for thy
harmonisation of future systems beyond the period 1995/1%98, and g
compile common eperational and technical spedifications, cocrdinate
with ICAD and the ECAC Member States.

B, These tasks would have to be carried out within the phased timetabl
envisaged, namely :

PHASE Tasks DURATION TIHE-SCALE

[ Inventory forming phase, Completon: 9 months Between lnat
of appraisal and evaluation of 10day's quarter 199 and
SYSLEms mid-19%1
Programme forming phase, Elaboration Mid- 1991-1993
of programmas, specifications and
recommendatons
Specification and implementzton 24 (600 months  1993-1995 (with
phase. Purchase and implementation of final compiewon ol
equipment. Adjustment of airspace CETin Slements in
gructuré. Harmonizstion and Lk}
progressive inlegration of proceduores.
Definition of ransiton programmes,  Conidnuing 1#95-2000 and
Implementation of future ATM sysiems beyond

7. The requisite staff and financial implications are assessed in the lig
of Eurocontrol's experience in producing the Common Medium Term Plan an
its Studies Tests and Applied Research Programme, as well as its initis
axperience in the preparation of the "4 States/Eurocontrol Integration Project’
the European Co-ordination Team (ECT) and participation in individual state
ATC developments

E4 For Phaso [, it is estimated that some 23 operationally experience
staff with knowledge of technical requirements and planning factors will
needed to manage the Programme. These would include the 5 ECT staf
members already involved with tasks of a similar nature. About half of the tot,
would be involved in situation analysts, while the other half would tackl
specific boundary-crossing co-ordination neads.
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9. For Phase Il and in particular for Phase [II, the team would require to
be extended by a further 20 technically qualified persons with operational
upderstanding of air traffic control functions. Given the scope and nature of the
task, they would probably be allocated in the following way :

al 5 persons for radar installations, ransmission systems and procedures;

by 5 persons dealing with receiver/transmitters for voice and data
communication facilities and for wvoice and data communication
procedures;

5 persons for radar data processing systems (RDPS) and for flight-plan
processing systems (FPPSHand for the associated software applications;
and

5 persons for the compilation of functicnal specifications and for the
development of common standards as an upgrade and harmonization
nifice.

10, The Project Team of some 23 persons with operational expericnce and
technical knowledge and 20 technically gualified persons with operaticnal
knowledge would be drawn from a mixmure of Eurocontrol career staff, staff on
secondment from the administrations of participating States, persons empiloyed
on a contractual basis and persons from suitable firms and Institutions on
engineer support contracts. Initially a mixture consisting principally of
Euracontrol staff on permanent or fixed-term appointments would be used but
at a later date, especially as a longer term objective, the team would consist
principally of persons from indusiry and organizations on an engineer support
contract basis, This arrangement would also assist in disseminating knowledge
of progress in implementing the programme among industry and
organizations, and in obtaining the support of industry for a wide range of
implementation tasks.

11 A staff of 7 adrmunistrative and organizational personne! is estimated
i be required in support of the Project Team.

12 Total staffing requiremnents are thus estimated as follows :
1950 1931 LATER
TEARS
Mumber of Eurocontrol and seconded staff 23t 38 3B

boumber of external staff & 12 12

13 The corresponding cost estimates are set put on the next page. They
have been prepared on the basis of Eurocontrol's experience with tasks of
comparable effort and, as far as expenditure for accommodation, and
pquipment and miscellanecus expenses are concerned, on the same
assumnptions as those used for the establishment of its budget for 1990.

14, Project management costs will be met by Eurocontrol. This will
increase Furocontrol Member States’ contributions, which will subsequently be
nffset by the en-route recelpts paid over to the Member States. The impact of
the estimated total annual cost of the programme on user charges in the years
after 1991 {i.e. 5.8 million ECU) represents, on average, about 0.33% of the
national cost basis for route charges of Member States of Eurocontrol,

15. If proposals now under consideration in Eurccontrol for alternative
funding are approved, a Member State's contribution could, if its administrative
systems permits, be recovered direct from route charges receipts collected by
the Eurocontrol organization on its behalt.

Includes present S BCT s2aff mambsers.

Resources

Financing
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16. Eurocontrel Member States are also responsible for the funding of any
investments in Eurocontrol facilities. Again, under the new proposals, the
contributions could be recovered from route charges receipts collectaed by
Eurocontrol.

17 Responsibility for funding national investrments made within the
integration programme will lie with the State concerned. The volume of such
investments (excluding personnel costs) is previsionally evaluated to require an
increase of less than 1% in the national investments already budgeted, which
are running at an annual level of at least 700 million ECU for the whole of
ECAC. A refined cost assessment would be performed under Phase [ of the
programme and could be further reviewed by a Ministerial meeting in late 1591,
Under the new proposals, Eurocontrol Member States would have the option of
authorizing Eurocontrol to fund the investment from Bank loans and recover
revenue bo service the loans out of route charges receipts due to the State,

18. The new proposals would be available to all ECAC States that are
members of Eurocontrol.

19, The costs referred to above do not cater for a progressive evolubon of
the integrated system towards the future alr traffic management system based
on advanced technologies and on a higher degree of system automation, as
foreseen in Phase [V, Eurocontrol will require adequate means to support the
development of specific advanced research programmes and funds should be
made available for this purpose, preferably within the framework of Studies,
Tests and Applied Research [5TAR) and of the Programme of Harmonized Air
Traffic Management Research in Eurocontrol (PHARE). The Agreement for co-
operation between the Commission of the EC and Eurocontrol provides the
appropriate framework for EC contributions to these programmes.

COST ESTIMATE OF MANAGEMENT ARRANGEMENTS
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Exssutive Summary of ECAC Siratsgy

ﬂir traftic demand in Furope is growing fast , and could nearly double by the

erdd of the century. The last meeting of ECAC Ministers, in October 1988,
took a vital step in deciding on a single air trafiic flow management unit which
will be Fully operational by 1993, ECAC Administrations have also done much
individually to increase the capacity of their air traffic control systems, Those
efforts now need to be undted and accelerated in a multilateral approach. This is
essential to easing congestion as well as to reducing pollution and preserving
finite resources.

The strategy has been prepared, under the instructions of Directors General
of Civil Aviation, by a high-level Task Force drawn from ECAC States and the
international organizations concerned, The strategy is fully compatible with the
longer-term planning of ICAD and Eurocontrel. 1t also takes account of the
comcern of the airlines for a rapid improvement in the efficiency of the system.

Having regard to the growth forecast in air traffic demand in the ECAC area
to the end of the century and beyond, the overall objective is to provide
increasing airspace and control capacity urgently, in order o handle the tratfic
expediiously while maintaining a high level of safety,

The strategy concentrates, as a first pricrity, on completing the
harmornization of the systems through most of the ECAC area well before 1995
as a basis for achieving operational integration by the ime advanced-
technology systems become available towards the end of the decade.

The aim is to achieve the following six operational objectives throughout
the continental ECAC arca no later than the dabes indicated — and in many
cases much earlier.

O The air traffic services route network and airspace sbruchure 15 o be
optimized, supported by a widespread application of area navigation
from 1993 onwards,

d Comprehensive radar coverage §s to be completed throughout the area
by 1995 al the latest.

1 En-route radar separation of SWM is to be applied throughout high-
density areas by 1995 at the latest. Elsewhiere, en-roule radar
separation of 10MM is to be applied by the same date.

A Alr traffic control systems are to be progressively integrated, after
being harmonized in high-density areas by 1995 at the latest, and
elsewhere not later than 1998,

O Auoiomatic data communication belween air traiflic control contres is o
be completed by 1998 at the latest

O A new high-precision air/ground data link system (Made 5) is to be
operational in a central area from 1998 onwards.

The long-standing dialogue bebween the civil and military authorities
should be developed to improve co-operation in the use and, where possible,
inlegration of their facilities, o their mulual advaniage.

Need for multilateral
strategy for air
traffic control
systems
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The strategy Identifies five main implementation objectives in the ficlds
respectiviely of :
1 Radar
O Cormmunications
O Aimpace management
U Common standards and specifications
Jd The human element
Action required to achieve each of these implementation objectives is
specified, with target dates, in Appendices 1 by 5 of the ECAC strategy.
An action programme of four overlapping phases s proposed

TIMESCALE
Before mid-1991

Before mid-1933

PHASE Task

| Completion of appraisal and evaluation
[l Programme development and initial
implementation
I A cqu':gitjnn and implementation Before mnid-1905
Crokcd-1998 for
certain elements)
1995-—=2000 and
beyond

IV  Implementation of the future air traffic
MANATEMENL Syslem

It is proposed to invite Eurocontrol to undertake the central management of
the action programme under arrangements enabling all ECAC States concerned
to participate, as detailed in Appendix 6 of the ECAC strategy :

O a Project Board for general direction and overall management

3 a Project Team for day-to-day management

O a Consultative Commilieg for collaboration with other organizations
concerned.

It is proposed that central management costs should be met by Eurocontrol,
offset by a negligeable increase in en-roate charges,

States will remain individually responsible for the necessary investiments 1o
ensure the implementation of the programime. These costs are provisionally
estimated o require an increase of less than 1% in the 700 million ECU or more
per year which ECAC States colleacHvely are investing in air navigation
installations and equipment.

Funding should be provided — for example, through EC channels — for
advance research programmes i develop the new technology on which the fast
phase of the action programme depends,

In parallel, & concerted systems approach needs to be developed io the
airport/air traffic system interface, to ensure that airport facilities, including
terminal area air traffic control and the operational side of airport activily, are in

unison with the en-route air traffic control system. o
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Thank you for your letter of 168th October about the initiatives
you are taking to improve air traffic control systems in Burope. To
enable early action to take place, my office has already given yours
notice of my general support for what you propose.

There is clearly a need to improve the efficiency with which
the airspace is handled in Europe, and as a major user it is right
that Britain should take a lead; I welcome the initiative that you
are planning. The paper from officials attached to your letter
seems to offer a constructive approach.

The argument in Eavour of pursuing integration of naticnal

systems in Europe, based upon the existing Eurocontrol arrangements
is well made, and I agree that this option appears to offer most
promisze and has the best chance of being adopted by othar nations.
It is right to start by concentrating on the upper airspace which
geems to have the greatest potential for increasing capacity.
Changes in the control and structure of the upper airspace would
have little impact on military coperations; but any changes to middle
or lower would, and it is essential that the Ministry of Defence is

fully involved in the discussion about the arrangements to be set up

The Rt Hon Cecil Parkinson MP




there. I do wonder however whether it is practicable to expect a
working European system covering the lower levels also by the turn
of the century.

The paper makes clear the disadvantages of a unified system,
but from the defence point of view there would be fundamental and
grave objections. Arrangements covering airspace control for Europe
must extend well beyond the NATD boundary; any system giving
potentially hostile nations a degree of control over operations
within British airspace or visibility of defence procedures would
not be acceptable, neither would anything which interfered with the
effective policing in peacetime cof our soverelign air space and the
wider United Kingdom Air Defence Region.

I am sending a copy of this letter to the Prime Minister, John
Major, Douglas Hurd, Nicholas Ridley and to S5ir Robin Butler.

r—wL &

'_,..--'—'__J'

[u-.
Tom EKing
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The Rt Hom Cecil Parkinson MP
Becretary of Btate for Transport
Department of Transport

2 Marsham Street

London
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INTEGRATING EUROPE'S AIR TRAFFIC CONTROL

Fy

4 i
I have seen your lﬁtter of 18 October to Tom King.

2 Your proposed initiative would do much to benefit the UK
ECOnomy . As your officials have assured mine that public
expenditure would not arise, I would be content for you to pursue
your proposals.

3 I am copying this letter to the Prime Minister, Douglas Hurd,
Tom King, Nicholas Ridley and Sir Robin Butler.
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From The Mintiter of State I? f ¢ 6 37 October 1989

1]
Lis ﬁgi&h_l

I have seen Ceclil Parkinson's letter ﬂngEJE;LGh&r to
Tom EKing about integration of Europe’s air traffic control.

I agree that much more needs to be done if air traffic is
not to suffer from increasing congestion in the years ahead. If
delays to flights using British airports continue thare will
inevitably be mounting pressure for actien from the publie,
parliament and industry. We alsoc need to bear in mind the
likelihood that passengers may choose to fly from other Burcpean
airports if delays at British airports become intolerable.
Moreover, more congestion would undermine the benefits we hape to
gain from liberalisation of air transport within the EC and
provide an argument for those who oppose it.

I welcome the constructive approach which you have outlined.
I agree with the paper’s overall strategy of pursuing the option
of integraticon whilst not clesing the dcor on the possibility of
unification.

I also strongly support yvour suggestion that the UK should
play a leading role among Eurocpean countries in dealing with the
problems of air traffic control. I fully endorse your plan of
action. Also we see advantage in leobbying selected ECAC states,
including Ireland which currently holds the Eurescentrel
Pregidency, as well as the Secretary-General of Eurocontrol
itself. I think it would also be helpful if we could ensure that
the meeting of Eurocontrol Ministers in December is informed of
progress in the Task Force considering ATC.

I am sending coples of this letter to the Prime Minister,
Norman Lamont, Archie Hamilton, Douglas Hogg and to

Sir Robin Butler.
L;}?Luﬁ flogteect

THE LORD BRABAZON OF TARA

Patrick McLoughlin Esqg MP
Parliamentary Under-Secretary of State
Department of Transport

2 Marsham Street

LOHNDON SW1FP 3EB
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INTEGRATING EUROPE'S ATIR TRAFFIC CONTROL

I am writing to seek your agreement Co a major new initiative
for dealing with shortcomings in Eurepe's alr traffiec control
sysbems. T =

Over the last year my Department and the Civil Aviation
Authority have been pursuing vigorously the strategy agreed
between FPaul Channon and George Younger last summer for Cackling
the serious problem of air traffic control congestion. Domesti-
cally, the Civil Aviation Authority has devised and published
gshort and medium term plans for increasing the capacity of
the UK's system during the 199%0s. The Covernment has played
its part by approving a doubling of the investment programme
of the National Air Traffic Services. The CAA is now implement-
ing its programme at full speed and evolwving its long term
proposals to provide £facilities to support UK air trafbic
services Into the mnext century. These will be published
next summer.

Interpationally, the UK has played & lesding 1ole in Che
European Efg;;_&ngtinn Conference and Eurocontrol in galwvaniz-
ing " political commliEmeEnt to—Empsouing co-ordination and co-
operation between air traffic control authorities across
Europe. Under our Presidency last year, the process of
revitalizing Eurocontrol was begun and the organisation was
glven a key role in setting up the Central Flow Management
Unit for the whole of Western Europe. A number of other
practical initiatives within Furocontrol were successfully
initiated.




Since the beginning of August, my Department has been reviewing
the whole air traffic control strategy to see how best to
carry ITr tTofward. Domestically, we ifesl the Civil Aviation
Aufhority's proposals now represent a satisfactory recovery
programme, though we recognize that uncil the mid 1990s the
National Air Traffic Services will he wvery stretched in coping
with the expected traffic levels, The key question here
is whether the management of the National Adie Traffie Services
will be able to deliver the very ambitious investment programme
now In CHE pipeline. T will be writing to you separately
about this. ™ A e

Internationally, it 1is clear that much more must be done
to improve co-ordination between the national systems. At
the Dbeginfing of September, my Department set up a Working
Group comprising officials from your Department, the Department
of Trade and Industry, the Foreign and Commonwealth Office
and from the Civil Aviation Authority to develop a consensus
on the way forward in Europe. I attach a copy of the Group's
TE ]'!EE_..

There was unanimity within the Group that current initiatives
in_Eurcope, though wvery helpful, would not be sufficient to
provide ddequate air traffic contrel capaclEy in the years
ahead . A greater political commitment and drive towards
the planning and provision of air traffic services will be
needed if Western Europe's systems are to be able to handle
the predicted traffic lewvels. The Group looked at Cthree
alternative strategies - intensifying co-operation between
natiomal air traffic contrel authorities, integrating Europe's
alr traffic control systems whilst retaining separate natlional
authgrities, and creating a unified Furopean supranational
air traffie control system under one management. The Group
favoured the second option - integration.

- o —— o — ey,

I strongly support the integration option. Under this option,
states would enter into  a specific commitment to integrate
their systems toc an agreed timetable and to effect the changes
to the institutional framewcrk to achieve this. The integrated
system would be operated from & series of area control centres,
which would have compatible systems and equipment and would
be connected by a common communications network. Some changes
of airspace boundaries might be agreed, but we would expect
most control centres Co continue to be operated by national
authorities. The system would function irrespective of state
boundaries, which would become Cransparent to airspace users.
More details about the concept are given in Annex II of the

Group's report.

ment of one supranational air traffic control organisation
for the reasons set out in the Group's report. I believe
such a move would delay progress rather than advance it at
this stage, and the practical obstacles would mean that this
approach would be unlikely to succeed. Nevertheless there
may be substantial benefits from unification iIn specific
areas. The states of Western Europe have already agreed,

/% am mot attracted to the option of seeking the early establish-




as a result of the UK's initiative last vear, to unify flow
management under Eurccontrol, There may well be other elements
of the system (the c¢ommunications mnetwork, for instance)
where the arguments for unification are particularly strong
and those against are weak. In any event I see a preatly
enhanced role for Eurccontrol in developing a single integration
plan for Western Eurcope and In helping the national authorities
to implement it. We may need to consider further institutional
changes, given that Eurocontrol's membership does not at
present cover the whole of Western Europe.

There is now a window of opportunity for the UK to play a
crucial role in influencing events over the next six months.
In response to a UK proposal, Ehe European CLIvil Aviation
Conference recently established a Task Force to examine the
scope for further integration of alr traffic control systems
in Europe. The Task Force 1s required to report to member
governments by the end of February, in preparation for a
meeting of Transport Ministers probably next April. [ want
the UK to play a leading role in the Task Force and toe put
forward Che integration option as set out in the GCGroup's
report. The likely timecable for accion owver the next six
months is pgiven at Amnex III of the Group's report. The
culmination will be rhe meeting of European Transport Ministers,
at which we would hope the Governments of Western Europe
would commic rthemselves GCo integrating their systems and
to making the institutional changes needed to achieve this.

[ should be grateful for your confirmation that you are content
for my Department to proceed as proposed above, keeping your
officials in touch as the negotiations unfold,

I am sending a copy of this letter to the Prime Minister,
Nigel Lawson, John Mayor, WNicholas Ridley and to Sir Robin
Butler.

CECIL PARKEINSON




REPORT OF THE EUROPEAN AIR TRAFFIC MANAGEMENT WORKING GROUP

INCREASING EUROFEAN AIR TRAFFIC CONTROL CAPACITY

1. Inadequate Air Traffic Control [(ATC) capacity over Europe as a
whole has been a major cause of internaticnal alr traffic delays
in recent years . Although the CAA/NATS are making substantial
efforts, through increased investment and recrulitment, to
increasae ATC capacity in thea UK these efforts alone will not
eliminate internaticonal delays whilst therea is a shortfall in the
overall capacity of the European system. Since the shortage of
capacity 13 a European problem 1t requires solutions on a
European scale. The problem cannot be solved by unilateral action
in the UK.

2. It must also be emphasised that maintaining and where possible
improving safety of the ATC system is of paramount importance and
efforts to increase capacity must be consistent with that
obhjective.

UK INTERESTS

3. Tha UK has a substantial interast - probably larger than any
other Europeaan country - in ensuring that there is adequate ATC
capacity. Major aspects are:

Trade and Industry: due to its geographic position, British
business is particularly dependent on air transport o
communicate and compete affectively in continental markets.

Defence: the UK Armed Forces have substantial regquirements
for airspacse, particularly for operations, trials,
exarcisas and training. Their requirements for alrspace must
not ba jeopardized by tha increasing regquirements of air
transport for controlled airspace.

Lalsurae: the UK 1s particularly dependent on aviation to
transport much of thea population abroad for leisure
purposes.

hAir Transport: the UK has achieved a leading position in the
European air transport industry. Shortage of ATC capacity in
Europe will sericusly impede its development.

THE PROBLEM

d. ATC systems in Europe have developed at different rates and,
to some extent, independent of one another. Much has been
achievad through interfacing of different systems, but tTaking
Europe as a wholea there is a patchwork of systems at different
lavels of avtomation and intercommunication. Radar sensors, radar
data processing and display, flight plan processing and display,
and data and wvoice communications are guite different in their
technology batwean States across Europe. This patchwork of




gystems hinders the flow of traffic across national frontiers.
For example, good radar coverage in some States can permit a
minimum separation between aircraft of 5 nautical miles {({nm) for
domestic flights; but the separation between aircraft travelling
from one State to another freguently needs to be extended to say
30 nm. Resolution of these problems would need to begin by
exposing the weak points in the existing system and identifying
necessary remedles.

9. For tha UK, a recent report, carried out as part of tha New En
Route Centre (NERC)* investment evaluation, estimated the cost of
delays to UK airlines as being in excess of £40 million per
annum. A substantial factor in causing these costs was held to be
UK en-route ATC delays. For Europe as a whole a recent AEA report
estimated that the present ATC system cost US S4.2 billion more
in 1988 than an “"idesal”™ syotem. About US 51.5 billion of the
excass cost to airlines and passengers was due to ATC delays
while the remainder represented inefficiencies in providing the
present level of ATC service and indirect effects on Europe's
economy which are not necessarily associated with congestion. The
aocuracy of some of these estimates is open to guestion but it is
clear that the Ccosts are substantial compared to the likely cost
of providing additional capacity.

6. Air Traffic Flow Management has been necessary in Europe in
recent years to smooth demand by spreading traffic over the day.
The technigques and facilities for flow management have been
developed and further improvements are in hand, particularly the
establishment of the Central Flow Management Unit (CFMU) under
Eurocontrol management in Brussels. These improvements will lead
to a better utilisation of available ATC capacity, but of
themselves they will not expand it across Europe.

7. Apart from work on flow management there ara several technical
initiatives in hand to increase European ATC capacity. These
include:

- the European Co-ordination Team (ECT), focussing on
measures which can be implemented in the short term, such as
harmonisation of ATC procedures of neighbouring states;

- the Eurocontrol Common Medium Term Plan (CMTF), which
invites states to harmonise the development of their ATC systems;

= the ICADO Future EBurcpean Adir Traffic Management System
Concept (FEATS), which is a long term initiative and not expected
to be fully implemented until well into the next century:; and

- the Programme of Harmonised ATM Research in Eurocontrol
(PHARE) aimed at researching new European ATM systems based on
FEATS concapts.

8. Although each of thesa initiatives will increasa capacity,
collectively they will be insufficient to provide adeguata ATC
capacity in the short to medium term. A greater political
commitmant and technical drive towards the planning and provision
of air traffic services will be needed if Western Europe's system

* A glossary of tarms used in this report is at Annex I.




i= to ba abla to handle the traffic growth predicted by bodies
such as Eurocontrol, ICAD, IATA and the AEA. They forecast
passenger growth of around 6% a year until 2000. Growth in air
transport movements is likely to be somewhat below passengear
growth but there is less consensus on this. To handle this growth
a strategy needs to be agreed st a high political lewvel by
Western European governments thoough ECAC.

9. Bufficient controllers must be provided to cope with rising
demand. But that alone will not solve the problem. In areas of
dense traffic capacity gains can normally only be achieved by
complementary improvements in systams and equipment. In
addressing the European problem it is therefore necessary both
to increase the number of controllers and to improve ATC systems
and equipment across Europe.

OPTIONS

10. There would seem to be three broad ways of improving the
efficiency and increasing the capacity of the European ATC
systam:

= Intensify co-operation;

- Integrate the ATC sytems:

= Create a8 unified syzstem.

Thege options ara not mutually exclugive: all three could be
implemented in part at the sama time.

Intensify co-operation

11. With this option we would seek to intensify the co-operation
undertaken through the existing initiatives. In the short term
thera seems to be little that could be done to intensify the work
of the European Co-ordination Team (ECT). Intensifying tha work
on FEATS, an ATM concept that will not be introduced fully until
the next century, would not lead to short to medium term
improvements since it would not ba feasible to bring forward its
implementation to such an extent. Some capacity improvement in
the short term might, however, stem from reorganisation of the
existing route and ailrspace sector organisation. It is suggested,
therefore, that Eurocontrol explore this possibllity as soon as
possible (see Annex II). There is however scope for intensifying
co-operation through the Common Medium Term Plan. At present the
'plan' merely comprises a loose compilation of existing naticnal
plans. The Eurocontrol CMTP could be made into a more effective
plan by securing agreement of member States to implement projects
with clear milestones and completion dates and including
gstandards and specifications to be adopted by Member States. We
would envisage a rolling plan within a Z20-year timeframe.
Commitment by Member States to develop a more thoroughgoing
planning process and to increase staff in Eurocontrol so that it
can draw up the plan and monitor its implementation would be a
major step towards increasing ATC capacity in Europe.




Integrate ATC systems

12. Under this option Member States would make a specific
commitment to integrate their systems to an agreed timetable and
to effect the changes to the institutionmal framework to achieve
this. Upper alrspace traffic mainly comprises public transport
crulsing at simlilar altitodes and speeds and military aircraft
under positive control in a regulated environment. By contrast,
traffic in the lower airspace comprises a more heterogeneous mix
of aircraft, whose wvarying types, flight paths, avionics,
performance envelopes and regquirements result in a mach more
complex airspace and ATC system structure. For this reason the
first priority should be given to developing an integrated system
for the upper airspace but moving to incorporate, if possibla,
more critical congested areas of lower airspace by the end of the
century. The upper airgpace ig likely to be an area whera
worthwhile capacity gains could be achieved throughout the whole
region by improving flows across State boundaries in the medium
term.

13. The integrated system would be operated from a series of
Araa Control Centras ([(ACCs) which would have compatible ATC
systems and aguipment and are integrated through a common network
interchanging speech, flight plans and surveillance data. Some
changes of airspace boundaries may be agreed but we would expect
most ACCs to continue to ba operated by national authoritiaes.
However, the systeam would function irrespective of State

boundaries, which would be entirely transparent to the airspace
user,

14. The capabilities of modern alrborne avionics would be used
to bring about an ATC system whose objectives include:

- the provision of 5 nm radar separation minima across Europe;

= the provision of 1000' wertical separation minima across
Eurcpe (currently 2000" abowve 23 000" );

- reduced lateral separation between fixed routes for aircraft
with ENAV capability:;

= procedures to permit national defence providers to discharge
their responsibility effectively.

15. An outline of tha proposed system and its implications for
air transport is at Annex II. To achieve the capacity gains from
the reduced separation described above, accessz to the system
would need to be restricted to aircraft eguipped to comply with a
gpacified minimum performance standard, bagsed on current
altimetry and on navigation egquipment similar to that on board
many public transport aircraft currently operating over the North
Atlantic. Special arrangements could be made for the small number
of aircraft which do not comply with this standard but which
nonaetheless wish to operate in upper airspace.

16. Given the experience in the USA with large scale intagration
of ATC systems it would seem to be technically feasible to
integrate Buropean systems along the lines proposed even though
they are currently much less homogeneous than those in the USA.




The pace of integration in Europe would inevitably be somewhat
glower than that in the US although it should be achlevable 1in
the medium term (1995-2005). Four countries in Eurcpe (Belgium,
Luxembourg, Netherlands and part of West Germany) are already
planning to capitalize on the experience gained at Eurocontrol's
Upper Airspace Control Centre (UACC) at Maastricht - itself a
good example of multinational co-operation - and integrate
significant parts of thelr ATC systems. If the UK were to come
out strongly in favour of integration it would seem likely that
many of the remaining countries in West EBEurope would follow.

17. The CAA have indicated that theay they are confldent the
raesults of the proposed integration of ATC Bystems could be
incorporated in the NERC. The plana for the Centre already
emphasise the need for harmonisation with adjacent ACCs.

Create a unified supranational ATC system

18. The Agzociation of European Airlines (AEA) has proposed, as a
long term objective, the creation of a unified ATC aystem,
comprizging a small number of ATC centres (around 6). These would
ba managed by a central body which would be responsible for
planning, financing, technical services, system maintenance and
ATC operations. The central body would be controlled by a Board
comprizsing reprasantatives of govarnments and airlines. The AEA
propogal doas not howeaver describa the system which would be
operatad.

19. The main advantages of a system with unified manageament
{such as that operating in the USA) are that the number and
location of the ATC centres could be astablished in response to
traffic demand (rather than by the aspirations of indiwvidual
countries), airspace could be more easily restructured, and
equipment and systems made compatible, thereby increasing
capacity. The main disadventage is that the effects of industrial
action within a large central organisation could be mora
widespread and severaly falt they would be for a decentralized
system. The latter may experience more frequent disruptions from
its many different bargaining units but the effecte of thesa can
be more easily contained by re-routeing aircraft. Furthermore,
unification would ralse substantial poelitical, defence,
administrative and legal problems which would need to be
resolved. For example, a new interpational convention would need
to be drawn up, superseding the Eurocontrol Convention; the UK
would probably need to enact primary legislation. Participating
States would need to agree to cede day-to-day control of some of
their airspace to a supranaticnal body, and would have to agree
on the location of supranational ACCs.

20. Notwithstanding the advantages of a unified system, we
recognise that seeking now to establish such a system 1s unlikely
to succead because of the practical obstacles descibed abova.
Nonetheless we accept that there can be substantial benefits from
unification in specific areas. We have for example agreed to
unification for tha collection of route charges and for flow




management. And in future we could well find other areas where we
can reap the benefits of unification. Indeed as systems become
aver more integrated it will be easier to move towards
unification.

WAY AHEAD

21. The above analysis indicates that the first significant
window of cpportunity for increasing European ATC will be in the
madium term (1995-2005). In view of the pressing need to reduca
air traffic delays we should give pricrity to measures that can
be implemented in this timeframea, whilst at the same tima keeping
an eye on the longer term. The most realistic option for
increasing ATC capacity is therefore to develop an integrated
ATC system supported by an enhancement of the Eurocontrol CMTF.
This would leave open the possibility of unification in the
longar tearm.

22. An integrated ATC system for the upper airspace would provide
a platform for the widespread application in European airspace of
more advanced technology for communications, navigation and
survaeillance during period 2010-2020, as is envisaged in FEATS.
The technical means and operational technigues used in upper
airspace should be introduced to the lower levels as the Central
control Function (CCF) type of operation consclidating airfield
approach and departure control proliferates across Europe. It
will be necessary to ensure that the ATC capecity in the lower
airspace is commensurate with that at higher levels and that
runway capacity 1s progressively enhanced to match airspace
capacity increasas.

INSTITUTIONAL FRAMEWORK

23. gur initial view on institutional change is that we must
build on the technical capability of Eurccontrol. We recognise
that the agency does not, at presant, have sufficient human or
financial resources to drive forward the CMTP and an integration
plan on the scale required. This matter will therefore need to be
addressed urgently by the States. We consider that three main
changes are needed:

= The Eurocontrol agency will need additional staff to
undertake detailed planning, develop functional specifications,
and to co-ordinate the implementation of the plans. We envisage
the creation of a new Directorate in Eurocontrol to carry out
thls work., The broad direction of work should be undertaken by a
Steering Committea with reprasantation from national
administrations.

- There will be a need for much greater involvement of the
private sector to support Eurccontrol's technical capability.
Machinery for involving airspace users and manufacturing industry
will need to be enhanced.

- Arrangements will need to be made to ensure that projects
are funded. Some Governments may wish to fund projects through
the public sector. But it may help other Governments if




CONCLUSIONS
35. The main conclusions are as follows:

A. Inadegquate ATC capacity over Europe 85 &8 whole iz a major
cause of International air traffic delayse. The UK has a
substantial interest in the solution of this problem which will
require action on a European scale. Any action taken must at
least maintain existing levels of safety.

B. Tha current initiatives to increase ATC capacity, though
helpful, will not be sufficient to provide adequate ATC capacity
in the short to medium term. A greater political commitment and
drive towards the planning and provision of air traffic services
will be needed if Western Europe's system is to be able to handle
predicted traffic levels.

C. The first window of opportunity to increase substantially ATC
capacity will be in the medium term (1995-2005). The most
reallistic option for increasing capaclty in this timeframe is to
develop an integrated European ATC system, initislly for the
upper alrspace supported by an enhancement of EBurccontrol's
Common Medium Term Plan.

D. We will need to keep an eaye on longer term developments.
Integration will provide a sound platform for the widespread
application in Europa of moTe advanced technology for
communications, navigation and surveillance in the early part of
the next century. It will also keep open the possibility of
unification at a later stage.

E. Practical implemantation of the strategy should be undertaken
through Eurocontrol. To undertake this task the agency would
require considerable strengthening through the provision of
additicnal steff, greater involvement of the private sector and
financial provision for projects to be made from loans to
Eurocontrol, which would be rTaepaid by wusers tThrough tha
Eurocontrol routa charging mechanism.

F. Whilst we are not at present convinced that there is a
significant role for the EC Commigsion to play in the ATC field,
we do not rule it oot es & possibility in the future 1f other
mechanisms fail to deliver the necessary results.

G. The proposed European integrated ATC system should present no
defence difficulties provided sensitive information in the system
is protected.

H. The cost of an integrated European systam has been astimated
to be of the order of US $2-5 billion in new eguipment and
systems. The full involvement of European industry will be
egsential for the successful implementation of this project In
time. There may be a need for Eurocontrol to fund substantial
research contracts. Involvement by UK industry in the development
of the integration plan should help it to take full advantage of
the commercial opportunities.




I. A recently established ECAC Task Force on the integration of
European ATC Systems provides an eaxcaellent wehicle Ffor
developing our strategy. It is reguired to report to governments
by the end of February in preparation for a meeting of ECAC
Transport Ministers next April. If Ministers agree, the proposals
sat out in this report will provide the main UK input to the Task
Force.

october 1989




GLOSSARY

ACC

Area Control Centre

Each of the 45 centres (including sub-centres and
upper alrspace control centres) from which Western
European alrspace 1s controlled.

Association of European Alrlines

An organisation consisting of 21 major Euopaan
airlines.

Air Traffic Control

Air Traffic Management

Cantral Control Function

A reorganisation of air traffic management in South-
East England, by which capacity will be increased 30%

by 1995.

Central Flow Managemant Unit

The unit which will manage the flow of air traffic
throughout western Europe. It is to ba located in
Brussels and should be fully operational by 1993,
Common Medium-Term FPlan

A set of specifications being drawn up by Eurocontrol
for the future provision of ATC in Europe.

European Air Navigation Planning Group

The ICA0 body responsible for co-ordinating the

development of ATC in Europe.

European Civil Aviation Conferance

An organisation of 23 Western European states which
develops European policy and practice on aviation
igsues, both technical and economic.




EUROCONTROL

European Co-ordination Team
A team of experts in Eurocontrol who work to make

improvements in the co-ordination between ACCs which
can ba carried out in the short term.

Europaan Organisation for the Safety of Air
Navigation

The organisation which provides ATC for the upper
alrspace of Benelux and northarn Germany, collects

en-route charges for member states, is developing the
CFMU and is drawing up the CMTP.

Federal Aviation Administration (USA)

Future European ATM System Concept

A concept description drawn up by EANPG for the
period 1995-2010 which, when dimplemented, will
greatly expand ATC system capacity.

International Air Transport Assoclation

An association of most international airlines which
represents their views on matters relating to ailr
transport.

Intarnational Civil Aviation Organisation

A specialised agency of the United Nations.

New En-Route Centra

An ACC, planned to come into operation in 1996, which
will provide ATC to en-route traffic over England and
Wales.

Programme of Harmonised Air Traffic Management
Research in Euroccontrol

An RED programme to which the main UK contribution is
research at the Royal Aeronautical Establishment in
Bedford into automatic data links between air and
ground.




Precision Area MNavigation

A form of area navigation which uses multiple ground-
based navigational aids to achieve higher acocuracy.

Area Navigation

Navigation by aircraft using on-board egquipment which
permite them to fly wvirtually independently of the
location of ground stations.

Upper Airspace Control Centre

A centre which controls upper airspace such as the
one at Maastricht covering Benelux and northern West
Garmany.

Very High Freguancy

The freguency at which, in future, all radio
communications between air and ground will be carried
out.




AN INTEGRATED EUROFEAN AIR TRAFFIC CONTROL (ATC) SYSTEM

For tha reasons sat out in paragraph 11 of the body of this
report, a practical approach towards integration of ATC services
across Europe would initially be to harmonise services in the
upper airspace (ie above 25-30,000 ft) moving as quickly as
possible to incorporate the more critical congested areas of the
lowar airspaca. Harmonisation in this context means that
surveillance, navigation and communications facilities for ATC
within the most congested parts of Europe (ie tha 11 Eurocontrol
States and Austria, Itely, Spain, Switzerland and Yugoslavia)
should be of a common capability enabling & minimum distance of
S5nm batween aircraft toc be achieved, using radar, both within and
betwean ACC areas of responsibility. Full radar cover to a very
high accuracy and integrity (to monopulee secondary standard)
and automatic exchange of flight plan data between thosea ACCEs
providing the service would be a necessary prerequisite. Air-
ground communication would be VHF-based. Survelllance and
communications systems would be further enhanced by the
progressive introduction in the longer term of automatic air-
ground (Mode §) and subseguently satellite-based data links.
Radar and flight data processing and display systems would be
fully harmonised with compatible interfaces between adjacent
gystems. High levels of system integrity and reliability would
need to be assured.

Foutes and sectors

2. The route structure and associated ATC sectorisation would be
sulted to major traffic flows. Tha pattern of ATC would need
careful analysis. To provide a technical basis for this analysis
the Eurocontrol Experimental Centre fast-time simulation team
should ba used to produce optimum planning of ATC sectors. This
would indicate tha ideal number and disposition of high level
sectors to manage the traffic demand (including military traffic)
effectively. The numbar of ACCs responsible for handling this
traffic could then be determined in the light of the results of
this analysis and taking into consideration political and defence
interests. It is possible that fewer ACCs, not necessarily with
areas of responsibility coincident with State boundaries, could
handle the traffic efficiently. Operational interfaces with lower
levels and the bordering regions should ba developed using
Euroccontrol axpartise.




Airborne equipment standardisation

3. Since Area Navigation (RNAV) is very much less dependent on
ground navigational aids than are conventional navigational
gystems, air route systems can be designed wvirtually free of
ground siting constraints, thus enabling air traffic planners to
implement route systems which not only offer higher capacity but
which also align more closely with aircraft operators' desired
flight paths. In addition, the use of Precision Area Navigation
{PNAY) 83 the basis for route planning is expected to permit a
significant reduction in the reguired minimum distance between
route centrelines, compared with conventional navigation means.
This would enhance still further the capacity potential of the
airspace, provided that all aircraft flying therein were suitably
equipped. A projection of the Area Navigation (basic and
precigion) equipment that is expected in the alr transport fleet
to 2000 is at Appendix A.
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ANNEX III

TIMETABLE FOR ACTION

Ministerial approval to outline proposal

DTp to lobby other countries

First meeting of ECAC Task Forca

CAA Confarence on Air Traffic Control (Park
Lane Hotal)

Eurocontrol Permanent Commizslion

Report of ECAC Task Force

ECAC Meeting of Ministers
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30 AUG 1583

B
AIR TRAFFIC CONTROL

Last weekend my Secretary of State mentioned to the Prime
Minister the good job that the National Air Traffic Services
[(RATS) were doing in coping with air traffic cver the United
Kingdom. I'hey also had to deal with the consequences of
industrial action by the air traffic control engineers in
France, which I understand is likely to happen again.

Mr Parkinson thought that the Prime Minister wmight be
interested Co see the attached exchange with Christopher
Tugendhat, Chairman of the Civil Aviation Authority, under
whose tutelage, jointly with MOD, the NATS come.

%uw

R J GRIFFINS
PFrivate Secretary




Christopher Tugendhat Esq
LCnairman

Civil AviaBion Authorlity
CaA House

45=54 Eingswav

LONDON

WCZB BTE

o Hhlle

Russell Sunderland brought to my attention the two Ctelexes
attached to your letter of 3 August to him. 1 was pleased to
see set down in black and white the appreciation of your
"eustomera'. I beliewe that the airlines continue Co
acknowledge that the NATS have done a wvery pgood job in
minimising the effects of industrial actien Iin France and
generally in coping with the peak season movements. Well

done .

MW

CECIL PAREKINSON




Civil Aviation Authority

CAA Housa

. 45-68 Kingsway
London WCZB 6TE

Christopher Tugendhat Telephone: 01-378 7311

Thairman

3 August 1989

Mr & R Sunderland

Deputy Secretary

Aviation, Shipping and International
Dapartment of Transport

2 Marsham Street

LUNDON SW1E 3EH

You and your colleagues are often on the receiving end of
complaints from airlines about the CAAR. I felt therefore

that these two "Thank You’s® might be of interest to you.
In fact they are not as rare as all that, but are asual Ly
expressed orally rather than in writing.
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211387 EGHHDAMY

RTTN ECHEUWER/MARKS/DE LOS COBOS/BERMAN/RUSSD

1 SHOULD LIKE TO PLACE ON RECORD RTINSV copeecioTION

FOR ALL THE WORK YOU AND YDUR UNITS BND STAFF PUT IN OVER

THE LRET THREE DAYS TO MINIMISE THE DELAYS CAUSED BY THE
FROBLEMS IN FRANCE AND THE PROBLEMS WE ALL FGCE OM FERK SUMMES
WEEK-ENDS STP THE COOPERATION AND GOODMWILL OF THE STAFF ON
DUTY WAS OBVIOUE FOR US TD SEE AND IT 1S SATISFYING TO SEE
SUCH BOOD TEAMWORK STF ON BEHALF OF DAN=-RIR THANK YOU AND

CONGRATULATIONS - WE HAD A GOOD WEEKEND

BEST RGDS
BOB WILLIS

OPERATIONS MAMNAGER, DAN-AIR LEW

Elapsed time QQ:08:26
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FF EBTTIDLX

311623 EBBRAAED

ATTN: BEERMAN/LFAR SCHEUVER/EDDF LOS COBOS/LERC RUSSO/LIRR EGTT/MARKE

THIS IS TO PLACE ON RECORD THE RFPERECIATION OF THE MANAGEMENT AND
STRFF OF THE 4@ MEMBER AIRLINES OF TWE SNTERNATIONSL AIR CARRIERF
AESOCIATION (IACAYy FOR THE SUPERE EFFORT MOUNTED BY YOU AND YOUR
STAEF IN THE COUREE OF THIS PAST WEEKEND TO COPE WITH PEAK RIR
TRARFFIC DESFITE THE SEVERE HANDICAP OF INDUSTRIAL RCTION AFFECTING
THE REGIDON STP CLOSE CD-OPERATION OM YOUR PART PARTICULARY IN
LIARISON WITH IACA CRISIS CELL (EBGGW) WRS A CRUCIAL FACTOR IN THE
SUCCESS ACHIEVED IN LIMITING ADVERSE EFFECTS OF THE WEEKEND'S
INDUSTRIAL RCTION

GRATEFUL IF YOU WOULD 2LS RELAY 1ACA'S DEEPFELT AFPRECIATION TO ALL
CONCERNED AMONGST YOUR STAFF AND ALL SECTORS COMCERNELD

REGARDS / HOLUBDWICZ / 1RCA DIRGEN EBERRABO

Elapsed time 22:20:31
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NDEPARTMENT OF TRANGPORT
3 MARSHAM STREET LONDODN S5WIF JED

e My el
'Erg;_hlr:';.

R Your ral

Lyn Parker Esq 19 DEC 1988

Privatbe aPCTELATY i

e RE Hon SifF Cenlffrey Howe

Sec r'L'E'::"_'-." of State for |-_-|‘|;_'i_g',|
and Commonwecalth AffTairs )

Foreign & Commonwealth Dfflce

Cawning Stroel

LONDON

SW1A 24l

QQWLJﬂ

Forelgn Secretary may wish o bhe aware that chis I'.h_*pu riment

tomorrow alternoon publishing new UK passenger air aEfic
. oowveri ng | b [T od toe 205 I enclose [or |'|'|.. OTmat
form an .1:I'-.'._|.r|-;_'4_- coppy 0f frhe related press notice cantalning
the text (a1 | d wrilbben "-'||i v Lhal my Secrefary: of State: wil J.
be making :
l]llz | ng | he summe v Secrpotary o ! e asked the Ciwvil
Aviation  Authority L idvise him by next July on the UK
atrport capaclty peeded Ea i ppe with demand to  2005. Hiz
will be neither taking nor endorsing decisions in this ares
perore he has consldered that advies,

At the end I November he received the Authority's interim
advice on pood use of airspace te 1995, The Authoricy is
ta publish that advice tomorrow, and I am also enclasing,
again for- information, ‘an. advance copy ©of the related er-;_'::_.
notice.

I am sending a copy of this letter and attachments
r'r1 varic secret ATLES iy :"Il'"'l':".ll,_'l":-. -‘__||_- ._|'||'.| L:I:..hi_ne.rl

o
R J CRIFFINS [
rivate Secretary




PRESS NOTICE

IHE DEPARTMENT
OF TRANSPORT

PRESS NOTICE N
610

AT

20 December 1988

ADVICE RECEIVED ON AIRSPACE STRATEGIES TO 15395

Paul Channon, Secretary of State for Transport, today welcomed
the Civil Aviation Authority's clear statement on the stepsz being
taken to improve air traffic control services, pending the
significant increase in the airspace capacity of the London
Terminal Area planned for 1995.

Making the announcement in answer to a Parliamentary Question
from Michael Colvin MP [Romsey and Waterside] Mr Channon said:

"l received the advice at the end of Movember. The Authority
ig publishing it today and copies are being placed in the
Library.

"I walcome the advice, which contains a clear statement of
the steps the National Ailr Traffic Services are taking to
improve the provision of air traffic control services,
panding the significant increase in capacity which will
result from the recrganisastion of the London Terminal Area
alrspace due to be completed in 1995. The advica also
explains the important initiatives the UK has been taking
internationally to incresse cooperation and coordination
between air traffic contrel authorities in Europe.

"The Government's public expenditure plans, announced in the
autumn, already make provisicon for a two-thirds increase in
the Authority's investment next year. The Government will
continue to approve individual projects within the Authori-
ty's investment programme where thay are financially

THE DEPARTMENT OF THRANSPOR
AMABRSHAM STHEET ONIINSWIP IER
TELEPFHOMNE O1 76 200




justified, as in the past. The Government also fully
supports the Authority in introducing flexible working
practices and in increasing recruitment of alr traffic
controllers to handle growing traffic levels.

"I look to the Chairman of the Authority to pursue the
strategy vigorously. I have asked him to consider any new
ideas that may be put to him and to take further steps to
relieve air traffic control congestion where these prove

practicable."”

NOTES TQ EDITORS

Copies of the Report (CAP 546 - "Advice to tha Secretary of
Stata for Transport:; Strategies for making good use of
Airspace 1989-1995") are available by post from the Civil
Aviation Ruthoerity, P O Box 41, Cheltenham or to perzonal
callers at CAA Central Library, CAA House, 45-3%9 Kingsway.
Price £4.00 plus £1 postage.

The CAA's advice on alrspace stirategieg is in response to the
Eecretary of Stata's letter of 6 July 19B8 to the Authority's
Chairman, Christopher Tugendhat. (DTp Prass Notice 3532).

The letter alsc asked Mr Tugendhat to make recommendations on
the UK airports capacity needed to cope with demand through
to 2005. The Authority's advice on that is expected next
July.

Mr Chennon is also announcing today new forecasts of air
traffic demand at United Kingdom airports for the period to
2005. (S5ee Press Notice 6l11).

Press Enguirfies: 01-276 0888 Out of Hours: Ol-276 58%9
Public Enquiries: 01-276 3000 ask for Public Enguiry Unit




PRESS NOTICE
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_l ITHE DEPARTMENT
OF TRANSPORT

LRI LY
20 December 1988

CONTINUED STRONG GROWTH FORECAST FOR UK AIR TRAFFIC TO 2005

Regional Airports Expected to Increase Thelr Share

The Dapartment of Transport today published new forecasts of
passenger air traffic demand at United Kingdom airports to 2005%.
Continuing strong growth in demand is predicted both at London
and regional airports, with the proportion of passengers using
regional airports increasing significantly, to reach over 37% in
2005. The forecasts are published about every two years, most
recently in 1986,

Announcing the new forecasts in answar +To a Parliamentary
Question from Alan Haselhurst MP (Saffron Walden), Paul Channon,
the Secretary of State for Transport, said:

"Tha latest forecasts cover the period to 2005. For United
Kingdom airports they predict higher wvolumes of traffic than
those astimated in 1986, with a significant increase in the

#"piyr Traffic Forecasts for the United Kingdom, 19B8", (ISEN O 11
550879 1), available from HMSO, price £4.00

——
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proportion of passengers using regional airports, whose share is
projected to rise from 33 to over 37 par cent. Continuing strong
growth is expected both at London and at regional airports,
ralying on the availability of sufficient air traffic control
capacity. This reflects among other factors the gustained
economic performance of this country and our strength in business
and tourism. The new forecasts take account on tha one hand of
lower air fares which ara expected to result from further
libaralisation; and on the other of the effects of the Channel

Tunnel .

"In the 1985 WwWhite Papar "Airports Policy" (Cmnd 9542) the
Governmant stated that one of the objectives towards which UK
airports policy should be directed was the fostering of a strong
and competitive British airline industry through the provision of
enough airport capacity where it is neaded. In respect of the
London airports tha White Paper concluded that the developments
than in hand or planned should provide both sufficient capacity
to meet air transport demand in the South East into the mid
19905, and the necessary flexibility to enable decisions to be
taken at the appropriate time for any development neaded
theraafter. On regional ailrports my predecessors and I have
consistently affirmed our encouragement for their maximum use and
devalopment to meat demand arising locally, and have said we look
to them to attract more traffic and so help with the pressure on
the South East.

"Tha Government's commitment has most recently been evidenced by
my announcemant yestarday of cepital expenditure allocations for
municipal ailrports and public airport companies for 1989-90
totalling £23 million. These include an allocation towards the
cost of the first phase of a major new passenger terminal at
Manchester Alrport, thus allowing the ailrport company to proceed.




"Earliar this year I judged that the time had come to review the
strategy set out in the White Paper in the light of subsequent
events. I tharefore asked the Civil Aviation Authority for
formel recommendations, under section 1&6(2) of tha Civil Aviation
Act 1982, on the UK airport capacity needed to cope with demand
through to 2005. At the same time, I asked the Authority for
interim advice on strategles for making good use of the avallable
alr traffic control capacity until the planned recorganisation of
thae London Terminal Area (LTMA) asirspace produces additional
capacity in 1995. I received the Authority's interim advice at
the and of last month and it is being published by the Authority
today. The Authority's main advice iz due in July of next year
and I shall neither take nor endorse any decilsions on alrport
capacity until I have considered that advica.

"The present outlook is as follows. Although Heathrow and Gatwick
are now operating for much cof the time at close to the capacity
of their runways, their passenger throughput can be expected to
go on increasing gradually over the years with the growth in size
of aircraft and with some further peak-spreading. Moreover, the
London area still has substantial spara runway capaclty at
stansted: the runway there is at present handling only about one
million passengers per annum, though its potantial capacity is of
the order of 25 million passengers per annum. Runways at Luton
and London City alrports and at other exigsting airports
accessibla to passengers to and from the South East can also ba
expected to make some contribution to the handling of London's
traffic growth. But of course runway capaclity cannot be realised
without improvements in airspace capacity over south eastern
England, and tha corresponding development of sufficient
passenger terminal capacity.

— = e —
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.n its interim advice on airspace strategies, tha CAA axplains
that in 1995, with the completion of the planned reorganisation
of London Terminal Area airspace, 1t expects LTMA air traffic

controcl capacity to ba be adegquate to handla the runway
capacities of Heathrow, Gatwick and Stansted, in addition to 16

movemants per hour at Luton.

"As to terminal capacity, a number of new developments are
aither planned or possible. The first phase of Stansted’'s new
terminal is already under construction and is planned to open in
15991. Outline planning permission has been given for completion
of the terminal to a capacity of 15 million passengers per annum,
though Parliamentary approval would be needed to raise the
current limit on air trangsport movements at the airport.
Moreover, as envisaged in the 1985 White Paper, furthar tarminal
development to the capacity of Stansted's runway would also be
possible, subject to planning permission and to Parliament's
decision over the airport's current ailr transport movement limit.
The White Paper also left open tha possibility of a fifth
passengar terminal at Heathrow; again, any proposal would be
subject to planning permission.

“There are therafore a number of ways in which airport capacity
in the Scuth East can continua to meet demand, without the
commissioning of new runways. I now await the CAA's main advice,
due in July. Maanwhile, in view of the long lead-times necessary
for seeking planning approval and for construction, it is right
that those responsible for operating and developing airports
should review the opticns for any new terminal developments that
traffic forecasts indicate are likely to be needed.”




Notas for Editors

L The forecasts, of London, regional and total UK airport
terminal traffic are as follows:

millions of passaengar movements®

1987 1995 2000 2005
Base year| Low High Low High Low High

London area 57.4 77.9 87.9 B8.9 113.6 101.4 147.1
Airportes*=*

Regional 28.6 42.1 51.0 52.4 68.2 62.6 B7.4
Alrports

UK total 86.0 120 138B.9 |141.3 181.8 164.0 234.5

*0On round trips, each person is counted twice, once out and once
in.
**Heathrow, Gatwick, Luton, Stansted, London City

2. The critical factor in forecasting air traffic 1s the choice
of assumptions of future economic growth. These forecasts, like
thosa published previously by the Department, have been prepared
on the basia of "high"™ and "low" scenarios, corresponding to
"high" and "low" economic growth in the UK , Europe and the rast
of the world. The scenarios represent long term average growth
rates, and do not seek to identify cyclical or short term
influsncas.

3. Regional airports are forecast to increase their share of
total UK traffic from 33.2% in 1987 to between 37.3 and 38.2% in
2005, and their share of international traffic from 24.8% to
between 28.8 and 31.1% over tha same pericd. Average annual
growth rates projected for air traffic over the pericd remain
strong, in the range 3.7% to 5.7%, with little difference betwean
the rates for domestic and dinternational traffic. Of the
components of international traffic, business traffic is
predicted to grow at a faster rate than leisure traffic over most
of tha period.




’ The forecasts allow for thres factors not taken into account
in the Department's earlier projections:

- an estimate of the reducticon in alr traffic likely to be
caused by diversicon to the Channal Tunneal:;

tha assumpticon that congestion at the main UK tourist
sites will have some damping effect on incoming tourist traffic;
and

an ellowance for the expected I1mpact on air fares of
furthar libaralisation of Europaan air travel.

Broad guidance on the first two of these factors has been offered
in earlier forecast reports, but here for the first time they are
integrated with the arithmetic of the forecasts themselves.

B Tha forecasts are of unconstrained demand. The Sacretary of
State has asked the Civil Aviation Authority for advica on the UK
alrport capacity needed to meet demand to 2005, taking dinto
account runway, ailrspace and terminal capacity constraints. That
advice is due in July of next vear.

6. Forecasts for the end of the period do of course have to be
treated with particular caution. Estimates of the linkage
batween air traffic growth and economic factors must by then be
at their most wulnerable, and any error will compound with
factors presently unrecognised or not considered significant, to
inorease the overall uncertainty.

o The Civil Aviation Authority's interim advice on use of
airspace to 1995 (CAP 546) is being published today by the
Authority, and is available by post from CAA Printing and
Publications Services, PO Box 41, Chaltenham, Glos GLS50 2BN; or
to personal callers at CAA Central Library, CAA House, 45-59
Kingsway, London WCZE 6TE (price £4.00 plus £1 postage). The
Secretary of State commented on this advice in a Parlliamentary
Reply today (see Press Notice 610).

Press Enquiries: 01-276 08BB OQut of Hours: 01-276 5959
Public Enguiries: 01-276 3000 ask for Public Enquiry Unit
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S Puul,

UNIFIED EURCPEAN AIR TRAFFIC CONTROL SYSTEM

I
Thank you for your letter of 15th September.

As you say, officials of my Department have kept in close touch
upon this issue with yours, and I am grateful for the degree of
consultation that has taken place. I am happy to confirm that
I entirely agree with your judgement that it would be counter-
productive to divert the efforts and energies of those working in the
air traffic control field towards the establishment of a unified air
traffic contrel system. Indeed, as you recognise, there are strong
defence objections to any proposal which calls into guestion our
ability to ensure the integrity of the United Kingdom Air Defence
Region (and within it national airspace) in the face of potentially
hostile intrusion. To split the responsibilities for the management
of military and civil air traffic control would be a retrograde step
for the reasons vou mention, and one which could have adverse
consequences for air safety as a whole.

A8 to your proposed initiative at the November meeting of
Euracontrol's Permanent Commissicon to seek agreement to the
establishment of a Eurocontrol flow management unit, I agree with

you that there is an urgent reguirement to tackle the problems we

The Rt Hon Paul Channon MP




face. Such an initiative would present no problems from the defernce
I

point of view. am therefore content with the way forward you

propose .

I am sending copies of this letter to the Prime Minister and Sir
Geoffrey Howe, and to Sir Bobhin Butler.

N At
/

haoe.

Gearge Younger
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13 SEP 1988
UNIFIED EUROPEAN AIR TRAFFIC CONTROL SYSTEM

Suggestions are being made in the European Parliament and
elsevhere, that the Eurcpean countries should now sesk to
establish a unified air traffic contrel system. 1 am writing to

agree with you the line we should cake in response .

[his matter has been considered by a group of officials: chaired
by my Department. which {ncluded representatives [rom vour
Department, the Foreign and Commonwealth Office dand the National
AalT Traftic Services. The conclusion which I draw from rhe
Group's work f{s that, while something should be done to {mprove
alr traffic services for civil aviation iIn Europe, the objective
of establishing a unified air traffic control system is neither
a4 practicable nor a desirable one at trhe present time. [E
should not, however, be ruled out as g possibility at some time
in the future.

The group explored g number of the implications of setting-up a
unified system (by which 15 meant a single organisation under
one management and supranational control). Iney concluded that
there were strong defence objections te handing-cver the contrel
of UK air traffic contrul to a supranational body, especially in
relation to the prevention of hostile intrusion inte our
airspace. The only conceivable way to achieve it in the UR
wguld be to split the management of civil and military air
traffic control. Not only would this reduce the efficiency with
which the airspace is used, but ft would be contrary to the
principle adopted by the UK's integrated organisation which was
specifically designed to resolve the conflicting requirements of
airspace users.

It was not apparent tao the Eroup that a single large organisat-
lon covering the whole range of air traffic control services
would be more efficient than a number of well-co-ordinated
smaller cnes. A single organisation would be very vulnerable to
industrial action. And whatever the organisaticnal framewvorlk,
Europe's airspace would continue for operational reasons to be




split into numercus sectors, contrbolled by different teams of
controllers located at control centres throughaut the continent.

tven without those objections, the process of reaching agresmenc
between 10 and 20 European ecountries on how Ehe organisation
should he managed and controlled, would be a major -and
Cime-consuming task with only slender prospects of success.

[ should be grateful for your confirmation that you share my
view that it would be ecounter-productive to divert the efforts
and energies of those working in the air traffic control field
towards this goal of doubtful value and attainabilicy.

Hone of this should be taken to imply that all is well with the
present air traffic control services provided for civil aviation
in Europe, Many countries, 1Including the UK. face serious
capacity gaps In a number of areas, and these must be rtackled
vigorously by the npational authorities. It is also widely
recognised that Europe now needs far better co-ordination and
harmonisation betwszen national services than in the past. To
achieve this we must use the existing international erganisat-
lons much more effectively im the future. The International
Civil Aviation Organisation., the European Civil  Aviation
Conference, NATO, and Eurocontrol all have their peTt to play.

| foresee a particularly important role for Eurccontrol, of

c
which we hold the Presidency this year. Eurocontrol already has

1ts own Internal expertise - in the operational, research and
training fields - and it has the means of raising the necessary
finance from the airlines through the route-charging system. 1
envisage that, increasingly, Eurocontrol will be ino a poasirion
Lo identiry Che shortcomings in the existing ailrspace infra-
structure, and to advise and assist countries directly in making
the necessary improvements, Eurecomtrol could also extend its
operational role where agreement can be reached between member
states.

Using the UK's Presidency of Eurocontrol's Permanent Commicsion
Chis year, we secured agreement to a package of reforms at the
July meeting, which we hope will lead ta the arganisation's
becoming more effective than in the past. We are also secking
to expand the membership of Eurocontrol to inelude. at the VETY
least, all EC countries, and I wrote to Transport Ministers In
Spain, Italy and Denmark about this in July,

At the November meeting of Euroccontral's Permanent Commission, I
propose [0 taxke a further major initiative in gseeking agreement
for the establishment of a central Eurocontrol flow management
unit Co assume many of the functions now carried ouc by separate
national units throughout Europe. If we can secure agreement in
principle in November te this radical proposal , we should be
able to increase significantly the effective use which ran be
made of Europe's airspace capacity. The central unit will also
be a powerful tool in strengthening Eurocontrol's ability to




2 shortcomings space infrastructfure and
member countries ' elp in putting things

Ihis iniCiative has been censidered by our group of officials.
IE is the one area where the arguments for unification are
particularly strong and where he defence and sovereignty
arguments do not raise significant prochlems.

[ am sending copies of this letter to the Prime Minister, Sir

nlk
S i

Ceoffrey Howe and Sir Rebin Butler.

PALL. CHANNON
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EUROPEAN COMMUNITY: air transport

The Commissian has decided in Favour of action under Article 59
againat tl Alitalia, Lufthansa and Jdlymple Alrways.
This aection will be suspended Tor Ghree weeks in order to briog
the: alrlines to negotlate. The Commission has slao decided that,
iff 8 satisfactory resdlt on access and eapaclity and on fares is
not achieved in the Council, they will withdraw at the end af

June thelr proposal on group exemplions. We do pol wanl the group

N
exemptions proposal withdrawn. But the Commissicon"s: factioes ol

atick and carrot closely follow the line-discussed between Commissi

sutherland and the Ssoretapy ol Stabe Nor Transpoprh.

am sending a copy to Sir Robert Armstrong.

ng

0 F WLLLIAMSON
18 March 1987
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MR_BUDD

ce: Mr Holroyd ,
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European Community Aviation Package 0T 3=

UKREP telegram No.82% of 10 March.

1 have dlscussed with Mr Moss {DTp). I am glad to
say that Department of Transport is supporting the view
of Mr Sutherland {ie 1s favourable) and not that af
Mr Clinton Davis in relation to the proposal for an article Bg.2
Heasoned Decision against Air France, Lufthansa, Alitalia,
SA53 and Olympic Rirways for violating artiecle 85.1 of the
Treaty. 1 think that if this goes through in the Commission
next week, it will get quite high profile treatment in
the Eurcpean press and will accelerate moves te reach an
agreement in the Council.

l understand that the propoesal for withdrawal of the
Commissicen's 85.3 proposzal for group exemptions for inter-airline
egreements, le pulling the rug from under the whole system,

13 not as simply stated in telegram Ko.B825. Mr Sutherland's
idea is that he should hold this as a sword of Damocles

over the Counclil Iin order to ensure that a result in the
Council ia satisfactorily liberal. He has told the Secretary
of State for Transpert that he is not intending to simply
withdraw the Commissicon's proposal out of the bBlue. This
will, however, need watching.

1 have told Mr Moss that we would expect to put a
rote to 10 Downing Street as soon as we know what the Commission's
decision might be.

F s
St s

D F WILLIAMSON
10 March 1987
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FRAME S0C|AL

EC AWIATION PACKAGE,

SUEMARY .
1. INTERNAL COMMISSION DEBATE IN PROGRESS ON SUTHERLAND PROPOSAL
FOR TOUGHM ACTIONW ON COMPETITIOR M AIR TRAMEPORT.

DETAIL.
2. COMMISSI0W |5 EXPECTED TO CONSIDER MEXT WEEK Twd PAPERS FROM
SUTHERLAKD

l. & PEOPOSAL FOR AN ARTICLE BS9.2 REASODNED DECISI0OW AGAIHST &1R
FRANCE, LUFTHANSA, ALITALIA, SAS AKD QLYMPIC AIRWAYS FOR VIOLATING
ARTICLE 85.1 OF THE TREATY FN RESPECT OF, INTER ALIA, FARE=FIXING,
CAPAGITY SHARING AKD REVENUE POOLING AGREEMENTS:

I1. & PROPOSAL (TEXT MUFAXET TO DEPT OF TRAMSPORT) FOR WITHODRAWAL
OF THE COMMIS510H"S ARTICLE 85.3 PROPOSAL FOR GRGQUP EXKEMPTIORS FOR
INTER=A|RLINE AGREEMEKTS.

3, BRITISEH AIAWAYS, KLM, AER LINGUS AND SABENA ARE TO BE SPARED
FROM THE ARTICLE 89,2 ACTION FORMALLY OM THE GROUND THAT THEY HANE
BEEN READY TO ENGAGE K & DIALOGUE WITH THE COMMISSION ON THE IR
RESTRICTIVE AGREEMENTS. ECAL HMAVE ALREADY HAD A COMFORT LETTER.
(HOTHIMG (N ALL THIS, HOWEYER, WOULD RULE QUT FUTURE ACTION AGAINST
BL).

LETTERS TO THE SELECTED AJRLINES wOULD BE PARALLELED BY LETTERS TO
THE|R RESPECTIVE GOVERWMENTS REQUIRING THEM NOT TO APPROVE FARES
PROPOSALS FROM THE AIRLINES COMCERNED. THESE LETTERS wOULD ALSQ
OFFER CONSULTATIOMS WITH THE GOVERNMENTSE O THE ACTION TO BE TAKEK,

L. SUTHERLAND AND CLINTOM DAYVIS CABINETS MAVE 30TH SOUGHT OUR
SUPPORT N LOBBYING FOR THEIR RESPECTIVE PDEITIONS IR THE INTERNAL
COMMISS 10N DEBATE. MEADOWS (CLINTON DAVIS CABINET) ASKED ELLIOTT IF
wE COULD LOBBRY LORD COCKF 1ELD AGAIKST THE ARTICLE 89,2 PROCEDURE ON
THE GROUND THAT IT WAS AN |RREVERSIBLE ACTION THAT WOULD KitL THE
HEGOTIATIONS, ELLIOTT'S PREL IMINARY AND PERSONAL WESPORSE WAS THAT
THE UX WOULD WANT TO SUPPORT TOUGH COMMISSION ACTION TO HELP GET THE
MEGOTIAT [ONS BACK ON THE RIGHT LINES, THE WIEDOM OF THE ARTICLE BD =
ACTION WAS LESS OPEN TO QUESTIOK THAN SUTHERLAND'S VDEA OF
WITHDRAW NG THE COMPETITION PROPOSAL AT THIS STAGE, SUTHERLAND
CABIMET DEMY THAT THE ARTICLE B% ACTION I5 IRREVERSIBLE. |IT wouLD BE
SUPERCEDED AUTOMATICALLY EY THE COUNMCIL'S ADOPTION OF A REGULATION

FlIEE;T-rEg{:1'Eﬁjl fumnes




RESIRICIED

UNDER ARTICLE BT, EI(THER THE PROPOSED PROCEDURAL REGULATION, WHICH
WOULD PERMIT IMDIVIDUAL EXEMPTIOMS, OR ADOPTION OF THE GROUP
EXEMPTIOKE REGULATIDN, THEIR PROPOSAL FDR WITHDRAWAL OF THE GROUP
EXEMPTIONS REGULATION SEEMS TO REFLECT A VIEW THAT THE PROSPECTS FOR
FEASONABLE LIBERALISING PACKAGE OW FARES, CAPACITY AND MARKET
ACCESS 1S HOW HOPELESS DESPITE THE WAY THINGS LOOKED DURING THE
BRITISH PRESIDENCY. THEY ARGUE KONETHELESE THAT THE IR PROFPOSED
ACTIONS wOUuLD WOT FULE CUT A MEGOTIATED SETTLEMENT IW THE COUNCIL.
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PEMARTMENT OF TRAMNSFORT
2 MARSHAM STREET LONDON SWIF JES

UI-2d12 3434

Colin Budd Esq

Private Secretary to Che
Foreign Secretary

Foreign and Commonwealth Office

Downing Street

LONDON SW1 [ 4 November 1986

Derr Colim,

EEC AIR TEANSTORT LIBERALISATION

Az promised by my Secretary of State at Cabinet this morning, I
attach a short briefing note for Minlsters encompassing the main
points to make following the discussion of EECQ
Liberalisation at tha Council

Al Transpert
'i\'fll
11 November.

oF ITransport Minister on 18 and

I am sending copies of this letter

and attachment to Charles
Powell, to the Private Secretaries of other Cabinet Ministers

and to Trevor Woolley.

‘jﬂun S uuula |

ﬁiﬂ-’a ﬂml_&-\,

JOH CUNLIFFE
Frivate Secretary
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RDEPARTMENT OF TRANSPORT
Z MARSHAM STREET LONDON SWI1P 3ER

01-212- 3434

OUR REF : .IM/PS0/13449/86

The Rt Hon Sir Geoffrey Howe QU MP
Secretary of State for Foreign

and Commonwealth AfFfairs
Foreign and Commonwealth Office
Downing Streel
LONDOR SW1

] .-E. 0 i
Fi
EUROFEAN COMMUNITY MEGOTIATIONS

As I reported at this morning's Cablowet meeting, discussion
at the Trsnsport Council on Monday and Tuesday was better
than ocur worst fears, though there 1is still a long way Lo

BO.

I was able to secure formal Co Conclusions recording
large majorities in favour of my pr posals om capacity and
on marxet access, but on tariffs there is deadlack. | managed
to ‘attract some extra support for our rtariffs proposals
during Cthe discussion, but six Memher States still sticl
Lo a wvery restrictive line - which is being pushed on them
by most of the European airlines (though mot British airlines!)
and which {s completely unacceptable from cur point of view.

I had to make it clear that from the UK viewpoinl there
could be no [urther concessions on the tariffs tsgsue, The
dviatlon measures fitr together as a package {including,
as Paul Channon mentioned in his letter af 7 November, transi-
tional exemptions from the competition rules) and we cannot
let 1t proceed unless there 1is satisfactory agreement on
all its elements,

I also msde it clear to the Counétl that I was mnot ar al
convinced that 1t would be worthwhile bringing aviarionm
back to the December Council : 1t might be better to take
other subjects where the chances of success were better,
sut before deciding on that, I propose A further series
of bilaterals with the countries who still need converting:
Denmark and Greece on the whole package, joined by France,
Italy, Portugal and Spain on Lariffs; and also, with advice
from our Embassies in the relewvant capitals, to bring pressure
te bear through other c¢hannels. The Anglo-Frenech Summit
has been referred te in earlier letters; [ have had Further
bilaterals with my French opposite number and see no purpose
in a Eurther omne at chis gtage assoclated with the Summit,
but it could be waluable to get a simple political message
across to other French Ministers at the Summit and we are
preparing suitable briefing.
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If there had to be deadlock scmewhere inm the package, tariffs
is probably the best place because the case for cheaper
fares 1s the most easily understood and the most politically
compelling. I shall be wvery prateful if you, and colleagues
to whom 1 am copying this letter, would take any opportunity
to get this message across - particularly in any meetings
with Ministers I{n the countries concerned but slse in any
relevant public discussions. My Private Secretary has circula-
ted a short briefing note which vou mighc find helpful.

We will need to consider in ‘due course what line Cto rtake
at the European Council; but I think thal may be a guestion
o return to when we can: bepin to judge whether our new
bilateral efforts are making any propgress.

I am <copying this letter toc members of Cabinet and Lo Sir
Eobert ArmsCrong.

JOHN MOORE
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EUROFEAN COURT OF JUSTICE: FRENCH AIR TARIFFG
CASES (209-217/84)
The Europezn Court of Justice geve Judgement this morning
in these cases, which were essentislly sbout wnether airlines
een he required to agree fare levels wlth their competitors
hafore filing them with the aviation suthorities. The United
Eingdom was not directly concerned in these cases but intervened
in opposition to the FPrench Government, As part of our campaign
for greater liberalisation and for aspplication of the Community's
competition rules to air transport. We have not yet received
ull text of the Judgement but the Department of Transport
view that it is helpful to the United Einpdom position,
gupporting our case that the Council should adopt competition
rules under Article BE7 of the Treaty and gpenerally taking an

adverse attitude to price fixing,

I am sending copies to Colin Budd (FPoreign and Commonwealth
Office ) and to R A Mlan (Department of Transport), and to
Bir Robert Armstrong.




10 DOWNING STREET

From the Private Secretary 25 June 1984

UE/Netherlands: Adir Services

The Prime Minister has seen and noted,
with satisfaction, vour Secretary of State's
minute of 22 June reporting on the outcome
of the agreement between the UK and the
Netherlands. 8She very much hopes it will
soon be possible to extend arrangements of
this kind to other EC countries.

(ANDREW TURNBULL)

Miss Dinah Nichols,
Department of Transport.

CONFIDENTIAL
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FRIME MINISTER ﬁiu- H-m_.z’rcq- :

. Dader daat Wk e
UK/NETHERLANDSE AIR SERVICES {o precatia oo Dlars 4t
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You mentioned in Cabinet ocn Thursday the new ag;gzlgntj'%é;
which I signed with the Dutch on 20 June. This will allow
much greater freedom for airlines on services between the UE
and the Netherlands. It will provide the basis for our
further efforts to obtain the co-operation of all European
countries In promoting greater competition and chesper air
fares. I thought you might llke to know the details.

Included in the deal are the following:

a) Liberal route entry: In future each side will be
able to authorise its airlines to fly on any route,
Under the present system only certain routes are
available, Additions will no longer need to be
speclally negotiated.

Freedom for the airlines to decide frequency and
capacity of services: At prEEEEtFEhiﬂ freedom is
available ﬂnlgjhn certain routea, In future there
will be no reguirement for prior consultation with
other alrlines or for prior Government approval on
any route,

Tariffs will no longer require the approval of both
Governmments: At present each new tariff has to be
approved by both the UK and the Dutch authoritles.
In future only the home authorities will need to
approve the fares ﬂuE

CONFIDENTIAL
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The airlines of each country will be able to match
those of the other on routes serving third countries.

At present airiines do not have asccess to all the

low fares avallable on direct services when they carry
pasdengers on indirect services involving a change

of aircraft at their home base. In future, for
example, KLM will be able to matech on their London-
Amsterdam/Amsterdam-Johannesburg service all the
fares which BA and South African Alrways offer on
their direct London-Johanneshurg services, provided
the South African authorities also agrees. At present
KIM may not offer the low aAadvance purchase fare,
although they have been doing so0 illiecitly.

Consistent with our views, and those of the Dutch,

and our obligations under the Treaty of Rome, airlines
will no longer be required to consult together before
submitting fares for approval. At present, the
agreements require that airlines should consult and

if possible reach agreement before filing fares for
approval.

The above arrangements contain certain safeguards, for
example, againat predatory pricing and excess capacity, in
the form of provisions for consultation; but the home country
of the airline concermed has the final word in every case,

The first outcome of the new arrangements will be the
introduction of the new £49 return fare between London and
Amsterdam on 1 July. There will be two competitive versions,
BA and FLM will guarantee confirmation of reservation only on
the day before the flight. BCal and Alr UK will each coffer a
limited number of seats (500 a week) but they will be bookable
without restriction. If the CAA licence them, Virgin Atlamtic
intend to fly London-Maastricht at & return fare of ELO,

CONFIDENTIAL
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There has been some resistance from BA and BCal to our
agreement to allow fares to be matched worldwide (para 2(d))
cecause they fear the extent of diversion of traffic vis
Amsterdam. We consulted them fully in advance and on the
best information available, we estimate that a loss of
revenue (not profit) of no more than £2 to 3m will be involved.
If, as we expect, the new arrangements with the Dutch lead to
lower fares and greater ccompetition throughout Europe this
will be a samall price tc pay, But I shall certainly be
monitoring the effect of the new arrangements, and have the
right to terminate them if they are not operated fairly,

It is possible that this agreement will lead to liberal
arrangements with other Community countries. I will keep
pressing; and the Belgians are probably the next most likely.
After that we will have to pressurise the Germans and the
French, who will be recalcitrant.

I am copying this to the other members of Cabinet and
to 2ir Robert Armstrong.

NICHOLAS RIDLEY
el June 1984

CONFIDENTIAL
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Foreign and Commonwealth Office

London S5WlaA 2AH
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LEGAL ACTION BY LAKFER ATRWAYS AGAINST THE DEPARTMENT OF TRADE

Thank you for sending Roderic Lyne a copy of your letter of
13 April to Mike Pattison.

8ir Freddie Laker's decision to take wvour Secretary of Etate

to Court over the applicability of the Treaty of Rome's competition
rules to alr services is clearly an important development. We
believe that it may well have an implication for the various measures
HMG are promoting or supporting within the Cemmunitvy for the
tiberalisation of air services althouph it i= not certain that the
case will work to our E'.-:'.-'.".-'.':.:1Lar"|:=!. cir lan Gilmour i=s also & little
concerned at the possibility that the case may be referred to the
European Court for a preliminary ruling during our Presidency, This
could have implications which go beyond the immediate air services
questions involved. He would therefore be most grateful for an
epportunity te comment on the tactics whieh Mr Biffen proposes to
adopt in defending this action, Indeed, if Mr Biffen sees no

\ objection, the draft brief for Counsel on our policy might be

| congidered by OD(E).

b

I am copying this letter to Mike Pattison (No 10), Peter
Jenkins (Treasury), Jim Buckley (Lord President's Dffice), James Ninsaw

(Law Officers' Department) and David Wright (Cabinet Office).

L - "
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8 J Gomersall
Private SBecretary Lo the
Lord Privy Beal

John Rhodes Esg
Private Secretary

Department of Trade
CUONFIDENTIAL
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Fromihe Secvetary of Sigle

CONFIDENT TAT

Mike Pattiaon Esq

Private Secretary J
10 Downing Street (—"

Iondon, SW1 'S April 1981
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LEGAT ACTTON EY IAKER ATRWAYS AGATNGST THE DEPARTMENT OF TRADE

My Becretary of State met Sir Freddie Iaker yesterday and learned
that his company will shortly bring an action in the Chancery
IMvision against the Department of Trade &nd the Civil Aviation
Authority (CAA). He will seek declarations from the Court that,

in effect, restrictions on air services within the Community are
contrary to the Treaty of Rome. It is likely, but not certain,

that the writ will be served next Wednesday, 22 April. Iaker
Airways have promised to give this Department 24 hours notice

and that there will be no advance publicity. Mr Biffen would be
grateful if you would arrange for the Prime Minister to be informed.

You may recall that last year the CAA turned down &n application by
Iaker to serve a large number of new routes in Europe. Mr John FNott,
ag Secretary of State for Trade, upheld the CAA decision when laker
Airwayas appealed. Laker Airwars' case and his appeal rested in
part on the argument that the provisions of the Treaty of Fome
overrode our own licensing system and the existing bilateral
agreements between ourselves and the various other Community
govarmments. The Gecretary of State's decision on the appeal and
the line he took wss based on advice from the Department's own
lawyers and the Attorney General, which took account of the present
point of development of Community law and policy. This was that

he would not be Jjustified in concluding that there was anything

in the EC Treaty, or in the instruments made under it, which
displaced any of the statutory duties of fthe CAA in exercising its
licensing functions. The same held for the Secretary of State's
exercige of his sppellate functions. On the general issue he
expresged agpreement with the view that the present regulatory system
for international air transport should change. But he pointed out
that ha had to pay regard to the practical implications of
attempting unilaterally a revision of the system when most other
countries had shown reluctance, in varyving degrees, to change fthe
existing arrangements, Further background is set out in Mr Nott's
minutes of and ztober 1980 to the Frime Miniater.

CONFIDENTIAL
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5ir Freddie keeps in close touch with this DPepartment over his
Furopean case, as on other matters. He has asked that the Prime
Minister should be informed that, while he judges it to be in the
interest of his company and of the traveller to bring this cass,

he does not want to give the impression of a confrontation between
Sir Freddie and this Govermment. We have therefore agreed with him
that both Iaker Airways and the Department will say that, although
there are differences to view over the way in which the Treaty of
Rome applies to civil aviation, the aim of liberalising air services
in Barope is one we both ghare, and we both think it helpful thsat
elarification of these important legal issues should be sought

from the courts.

Mr Biffen obviously does not welcome being taken to Court by

alr Freddie. DPut while the presentafion of the Government's
position both to the Court and in The Press will have to be handled
with considersble care, in his view it may well be possible to
secure pogitive benefits from the Iaker Airways' initiativa. We

do not believe that the Treaty of Home applies to civil aviation

in as comprehernsive a way as Bir Freddie claima. BPut both we and
the Commission's own lawyers think that it probably does epply to a
more limited degree, notably in regpect of fare-fixing by airlines
and governments within the Community. Our aim will therefore be

to uge the laker Airways' case to gecure a definitive interpretation
of the relevant provisions of the Treaty which accords with our own
views. This could result in a significant degree of liberaligation
of air fares and air services within the Community. It is,
however, likely to be some time before the case is decided.

I am sending copies of this letter to Roderie Ipme (Foreign and
Commonwealth Office), Peter Jenkins (Treasury), Jim Buckley (Iord
Pregident's Office), James Mursaw (law Officers' Department) and
David Wright (Cabinet Office).

P o earedey

JOHN BFHODES
Frivate Bacretary

CONFIDENTIAL




CORFIDENTIAL

PRIME MINISTER

LAKER ATHWAYS: AFFEAT, AGAINST THE CIVIL AVIATION AUTHORITY

I have before me the papers on several appeals by airlines against

decisions by the Civil Aviation Authority. Tha only difficult casa
is the appeal by Laker who applied for &00 routes in Eurcpe. I am

clear that my decision must be to reject the appeal.

2. Leker's initial application rested on the argument that the
provisions of the Treaty of Home overrods our own licensing =ystem
and the existing bilateral agreements between oursalves and several
European poveraments. My legal advisers' view, with which the
Attorney Gepnerzl zgrees, is that Lsker is wrong. It is of course
opan to him To teast hig interpretation in the European Court.

%« The second mein issue, wihich emerged strongly at the appeal

stage, was whether Laker had provided sufficient information under
tie 1971 Act sboubt the Lmpach hlis proposals would have on other UK
operators. 1 am satisfied that the Ci4 was right to turn down his

spplication on the basis that his evidence was inadegquate.

4. I expect that our decision will be no surprise to Sir Freddie.
Howaver, he is a skilful user of the media and may well seek to
oversimplify the position (i.e. by igonoring the fact that we cannot
force other Buropean governments to let him in): he will ask why
this Government, above all, is preventing him from competing with

other airlines in Europe and bringing benefits to the air traveller.

Un the other hand I shall have the opportunity of snnouncing at the

same time a decisgion in favour of Laker on anothar appesl which will

gllow him to provide scheduled services from Manchester and Prestwic




CONFIDENTIAL

to Miami in eddition to the Gatwick-Miami service granted to hinm
garlier this year by the CAA; this should be popular in the NWorth
of England and Scotland and will be seen as a valuable reinforcement
of our regional airports policy. -

5. In view of the importance of the case you will wish to know how
1 propose to handle the presentation of my decision. Fnrtuﬂﬂtely{’
am regarded by the n@iatinn correspondents as an economic liberal

on these questions, which will help. The line I propose to take is
as follows. We believe in competition. Our earlier decision on
Hong Fong, where exceptionally no other Government was involved, and
our new decision on Manchester and Prestwick to Miami provide
evideénce of that. We want to help Laker. But we are constrained by
the attitude of the rest of the world: we cannot discard overnight
g wailatawrzlisz the intarnstional regulatory system. We are taking
igorous actizz to try to change the system but, in the meantime,

on most routes we are stuck with it.
em enclosing the draft press statement which I propose to us

t I hold a press conference next Tuesday to announce my decision

I am copying this minute to Peter Carrington, Geoffrey Howe,
Normen 5t John Stevas and Anpus Maude.

epartment of Trade

'%L October 19850
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e e Secreferyaf Stzle

FRIME TIMINISTER

Following our discussion this morning on the Laker sppeal I

have considersd the matter further with my officials and have
consulted again thqrgttarﬂéy General. Tha Attorney General

is ag sure as it is'possible to be that the advice which he

gave on the legol position is sound, mawely that there is no
provision of Community law which affects the exercise of my
duty under the Civil Aviation Act 197171 to determine Liaker's
appeal. This being the case I will of course place the whole
emphasis on the legal aspects of the appeal gt the Press
Conference. My statement will make it ¢lear that the Governmens
is in favour of wore competition (as our Hong Hong decision makes
clear) but that the main constreint is the internaticnal

regulatory system; I camnot, however, avoid altogether referring

to the adequacy of evidence on the economic aspects, since this
was the other key issue in the case and I have s statutory duty
to address myself to it. Laker will be invited at the Press
Conference to re-apply for his chosen European routes. You are
also aware that we are already overturaing the CiAk in favour of
Laker's requested services from Manchester esnd Prestwick to Mianmi.

This will be populer, particularly in the regions.

The guestion remains whether we should take the whole of this
problem back and reconsider it with a view to making an announcs-
ment in several weeks time. I must tell you that I do not thint
there 1s any possible way in which we wounld come to a different
conclusion on the wording of the 1971 Act under which this appesl
is made. Thig being the case I think it is better to get this
matter out of the way whilst the Commons is still in Becess and
Korman Tebbit and I will put the best possible gluss on the

declision when we see the Press tomorrows.




From the Secretary of Shale

Freddie Laker 13 1n Hong Kong this week and will be informed
of our intention to make an announceament, and I am inclined

elieve Lhab he will pot be too difficult in view of the
Lo be

fact that w2 have helped him on Hanchestgr and Prastwicl.

I am copying this minute to Peter Carrington, Geoffrey Howe,

Horman 8t John Btevas, Angus Maude and Michael Havers.

i

Department of Trade
;;E? Qetober 1930
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PREIME MINISTER

LARER: EUROFEAN APriali

I thought that you might like to know that 8ir Freddis Lakar
callad me on the telephone this morning on his return from
Hong Eonz where he hag been attempting t0 persuads the
licensing authority there to accept SkKytreln services. He

: . B o
told me that he wes absolutely delighted with my dec¢ision
on the Buropean routes. He was thankful that 1 did not

eward him s number of routes, which in any ewvent he would not
have wanted. His whole application was geared to the
destruction of the Buropean regulatory system and not Go the
right to fly from & o B in Burope. The sentimants sxpresssed
in our Prass Eelease and my own TV pomments enabled him to
gay that the Conservative Government and the Eecretary of
State for Trade were "on his side" and thet he could now
launch an attack on tﬂE-EE;EEEEE gltustion without holding
the British Government responsible. He said that if he took
enyone to tha Enropean Court it would not be the British

rovernment .

Incidentally, I should report to you that another reason for

his call was to ssk me if I could intervene with the Hong EKong
overnment on his behslf. 1 have already spoken to the

Fovernor several Times on this subject and indeed the Hong hong
Government has supported his application towards the independent
appeal authority in the Colony. However, it seems very likely
that Freddie Leker will be rejected by Hong Eong, and it would

not be sensible for me to take sn overt public posture in his

fevour in view of the faet that he is being opposed by BCal and

other British i1ndependents.
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Hong kong does reject Freddie Ls

nelp

1t will be something of a

Hong BEomg will no- longer be able to posBe

on of free trade on textiles and the

Ts!

I gm copying this minute to Angus Maudo.

Department of Trade
24 Qctober 1930
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PRIME MINISTER

—

Community Affairs

The Chancellor of the Excheguer might report on the Z20th October

Finance Council, which agreed some details on the Ortoli loan facility but
put off decisions on export credits and a new loan [acility for Member Statea
in balance of payments difficulties.

s The Secretary of State for Industry, who is meeting the German

Economics Minister (Count Lambsdorif) after the German Cabinet meeting
on 22nd October, might report on the latest state of play on the proposal to
introduce mandatory production quotas in the European steel industry,

3. The Secretary of State for Trade might be invited to inform the

Cabinet of the background to his decision to reject applications for cheap
fares to BEurope from Laker Alrways and Bripsh Caledonian,

4. Next week there ig a Figcal Council on 27th October (a propos of
which you have said the Minister of Agriculture's letter of 218t Qctober to
the Chancellor of the Exchequer on the harmonisation of excise duties should
be discussed in OD in the afterngon, not in Cabinet in the morning) and a
Fisheries Council on Z8th October. Mr. Thorn will visit London. on
2Tth October for talks in his dual capacity as President of the Council and

President elect of the new Commissgion,

t

(Roberl Armstrong)

22nd October 1980
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My Lords, with the permission of the House I will now make

a ctatement concerning air transport licensing eppeals,

My Rt Hon Friend the Secretary of State for Trade has Jjust
taken decisions on four appesls from airlines agsinst licensin
H =]

deeigions of the CGivil Aviation Authority.

The first was a reguest from Brilish Caledonian te give them
exclusive Iicnnces to operate out of Galwick to several
deatinations which they, but not BEritish Airways, already
served., In responding to BCal's appeal submission to the
Seeretary of State, the Civil Aviation Authority accepted
that it hsd acted inconsistently and agreed with the appellant
that its own decision should be reversed. British Alrways
made no representation on the appeal qnd, accordingly, my

Rt Hon Friend has decided to allow the appeal.

The second case concerned BCal's application for twenty
routes from Gatwick to the continent - their “miniprix"
services., The CAA granted licences for six destinations

Eut felt unable to grant the rest. The airline appealed

in respect of five routes. Under the statute we have to

pay regard to the likely outcome of the negotiations which
would need to take place with the foreign countries concerned.
The Authority came to their assessment of the likely oulcome
of the negotiations with other European governments, in terms

of the effect on the UK's aviation interesta as & whole.




Having carefully considered the evidence my Rt Hon

docided there were no grounds for disegreeing with
r] '

Authority's assessment.

The third case 1s Laker Airways' appeal gainst the CAlA's
decision on their application for routes to Miami. Tk CAA
granted a licence to operate from Gatwick but not from
Manchester or Prestwick. The bi-lateral Agreement with the
US allows us to desipgnaste two UK airlines for London-lliami
and one each for Prestwick and Manchester to Miami, s¢ fthers

ig no need for further international negotiations.

The CAA thought that to allow Leker to [ly from Manchester
and Prestwick would harm the de?glapmenn of services from
London. Mty Bt Hon Priend considered this point very
carefully. He apprecistes the Authority's reluctance on
this score but does not believe that in this case the cverall
balanca of advantage lies in denying Laker, and his potential
passengers, the bhenefits of operating [rom Manchester and
Prestwick. He also considered that the Authority paid
insufficient attention to the important airports policy
implications - in particular the advantages of developing
services outside the London area. Accordingly, the Secretary
of GState decided to allow Laker's appeal on this case.

My Rt Hon Friend attaches considerable importance to

developing regional services and he hopes and expects that

the Laker services will benefit the North of England end

Scotland.




The fourth case concerns Laker's appeal in respect of aix hundred or =o
EBuropeon routes, Ine key lssues in this cBse wered
whe ther our domestic licensing system and the series of bilateral
agroements with foreipn povernrenis nre incompatible with the
provisions of the Treaty of Rope = rendering the whole of the

repilatory machinary redundant:

whether the applicant provided sufficient evidence fto satisfy tha

egonomic requirements of the legisletion.

On the Tirst point, Sir Preddie Laker arpued strongly that the whole system
ia incompntible with the Treaty of Rome. The Goveromont's lezal opinion
iz that there is no provision of Commrdity law which overrides tha

regulatory systems of momber Covernmonts, though if Bir Freddie wants to

tsst his interprotation of the Treaty of Rome in the European Tourt he is

free to do s0. Undzr the Civil Aviation Act 1971 my rt hon Friend aleo
had to examine wihether a proper economic assessment has been made for each
of the many routes involved. He agreed with the CAA's suggestion

that, if Sir Freddie Laker wishas to reapply for those of the European
routes which are of particular interest to him, the Authority will

congider it with zare.

Formal lettera giving the Secretary of Etate's decisions on thesa
four cases are being sent to the Civil Aviation Authority today,

with copies to the appellants and the parties to each appeal.




CONFIDENTIAL

10 DOWNING STREET

From the Privale Secretary

21 October, 1880.

Laker Al rways

This 1= just to confirm that the Prime Minister is
content for Mr, Nott to announce his rejection of
Sir Freddie Laker's appeal against the Civil Aviation
Authority at a Press Conference this afternocon on the
basis of the further minute which he sent over last
night.

1 am sending copies of this letter to George Walden
{Foreign and Commanwealth Office), John Wiggins (HM
Treasury), Robin Birch (Office of the Chancellor of the
Duchy of Lancaster), Hichard Prescott (Paymaster General's
Office), Jim Nursaw (Law Officers' Department), and
David Wright (Cabinet Office).

Stuart Hampson, Esgq.,
Department of Trade.

CONFIDENTIAL
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PRIME MINISTER
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Following our discussion this morning on the Laker appeal I el b
have considered the matter further with my officiala and have
consulted agaln the Attorney General. The Attorney Genersl Lo,

is ms Bure as it is possible to be that the advice which he “Th-Topn

gave on the legal position is sound, namely that there is no i'*ﬁ.

el

provision of Community law which affects the exercise of my ﬁfbll

daty undexr the Civil Aviation Act 1971 to determine Laker's

appeal. This being the case I will of course place the whole

———

eamphasis on the legal espects of the appeal at the Press T‘l
..-_—"_‘ = - - - £

Conference. My ststement will make it clear that the Government *°

ig in favour of more competition (as our Hong HKong decision nmakes ML

clear) but that the main constraint is the internstionsl

regulatory system; I cennot, bhowever, avoid altogether referring

to the adequacy of evidence on the economlc agpects, since this

was the other Xey issue in the case and I have a statutory duty

to address myself to it. Laker will be invited at the Press
Conference to re-spply for his chosen Europesn routes. You are
also aware thet we are already overturning the CAL in favour of
Laker's requested services from Manchester and Prestwick to Miami.
Thig will be popular, particularly in the regions.

The guestion remains whether we should take the whole of this
problem back snd reconsider it with a view to making an snnounce-
ment in several weeks time. T must tsll you that I do not think
there is any possible way in which we would come to a different
coaclusion on the wording of the 1971 Act under which this appesal
13 made. This being the case I think it is better to get this
matter ont of the way whilset the Compmong 18 still in Hecess and
Norman Tebbit and I will put the best possible gloss on the

deciasion when we see the Press tomorrow.
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CONFIDENTIAL

From e Secretary of Stale

Freddie Laker is in Hong Kong this week and will be Informed
of our intention to make an snnouncement, &snd I am inclined
to believe that he will not ba too diffiecult in wiew of the

fact that we have helped him on Manchester and Frestwick.

I am copying this minute to Peter Carrington, Geofirey Howe,

Norman S5t John Stevas, Angus Mande and Michael Havers.

Department of Trade
October 1980




10 DOWNING STREET

Fram the Privaie Secretary 20 October, 1980

Pre St

The Prime Minister had a word with your Secretary of
State this morning about his minute which came in over the
weeckend concerning Laker Alrways.

The Prime Minister said she was very concerned about Mr

Nott's proposal to turn down Sir Freddie Laker's appeal against
the Civil Aviation Authority. If Mr Nott felt obliged to turn
the appeal down, it would be far better to do so solely on legal
grounds: to invoke the second argument concerning the adeguacy
or otherwise of Laker's economlt assessment of each route would
be unnecessarily controversial, Bul before announcing his decision,
Mr Mott should first consull the Attorney-General once again on
the guestion of whether our domestic licensling system really is

compatible with the provisions of the Trealy of Rome. Unless the
Attorney-General was absolutely confident that this was so, she
doubted whether it would be right for the appeal to be rejectled.

Mr Nott promised to proceed accordingly, and to report back
to the Prime Minister before taking a final decision on the
announcement .

I am sending copies of this letter to George Walden (Foreign
and Commonwealth Office), John Wiggins (HM Treasury), Robin Birch
(Chancellor of the Duchy of Lancaster's Office), Richard Prescott
{Paymaster General's Office) and to Bill Beckett (Attorney-General's
Office) and David Wright (Cabinet Office) together with a copy
of Mr Nott's minute.

Stusrt Hampson, Esq

Department of Trade - - TRy
MAct T
C”—'J 4 :"iﬁFiJ ‘
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Foreign and Commonweselth Office

London S5WI1A 2AH

20 Octobar 1980

Darr Shaart,

Laker Alrways: Appeal Against The
Civil Aviation Authority

Mr Nott sent Lord Carrington a copy of his minute
to the Prime Minister giving his reasons for turning
down Laker's appeal in pursuit of their appliecation for
a number of points in Europe. As I sald on the tele-
phone, we are concerned about the gpecifiec references
to bilateral negotiations in the fourth paragraph of
Mr Nott's draft mtatement. Sinee the published press
statements following the Paris summit did not refer to
talks on liberalising air fares, we should prefer it if
Mr Nott did not now mention that these discussions took
place. The timing of the Bonn talks is now very
uncertain: while this uncertainty remains it would
seem prudent not to refer to this meeting. If these
two references are excised, we would see advantage, in
drafting terms, in leaving out the references to Austria
and Spain as well. The whole paragraph would then need
Lo be redrafited in general terms only, but we do not
think that this would weaken Mr Nott's argument.

I am copying this letter to Michael Alexander
(No 10}, John Wiggins (Treasury), Rochbin Birch
(Chancellor of the Duchy of Lancaster's Office), Richard
Preseott (Paymaster General's Office) and to Bill
Beckett (Attorney-General's Office) and David Wright
{Cabinet Office)

JWJ " 1o

,J}rv1ﬁhf;?wttff_

{R H o |]|,r'ﬂE:|'
Private Secretary

Stuart Hampson Esq
F3/Mr Nott
Department of Trade
I Victoria St
London SW1

CONFIDENTIAL
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I haeve before me the pepers on seversl appeals by alrlines agalnst
decisions by the Civil Aviation Authority. The only difficult case
ig the appesl by Laker who applied for &00 routes in EBurope. 1 am
clear thet my decision must be to reject tbé-ép;aal.

2. Laker's initial application rested on the argument that the
provisions of the Treaty of Home u_g;;gﬂﬂ_gnr QWD licenslng system
and the existing billateral agreements between ourselves and several

Buropean govermmerts. My legal sdvisers' wiew, with which the
O Y i e PR A S Ly TR A,
Attornsy General sgreea, is that Leker is wromg. It is of course

R i e
open to him to btest his interpretation in the Eurcpean Court.

5. The second main issue, which emerged strongly at the appesl
atage, was whather Laker had provided sufficient information under
tha 1971 Act about the impact his proposals would have on other U&
operators. I am satisfied thet the CAA was right to turn down his
application on the basls that his evidence was lnadeguata.

4. 1 expect that our decision will be no surprise to Sir Freddie.
However, he is a skilful user of fhe medis and may well seek to
oversimplify the position (i.e. by ignoring the fact that we cannot
force other European governments to let him in): he will ssk why
this Government, sabove all, ie preventing him from competing with
other airlines in EBurope and bringing benefits to the air traveller.
On the other hand I shsll have the cpportunity of anncuncing at the
same time a decigion in favour of Leker on another appeal which will

allow him to provide scheduled services from Manchester and Prestwick




CUNFIDENTIAL

to Miemi in addition to the etwick-IMismi service granted o him
earlier this year by the CAA; this should be popular in the North
of England and Scotlend and will be seen as & valuable reinforcement

of our regional sirports policy.

In view of the importance of the case you will wish to know how
propose to handle the presentation of my decision. Fortunately 1
regarded by the aviation correspondentsa as an economic liberal

these gquestions, which will help. The line I propose to take 1s
as follows. We believe in competfition. OUur sarlier declision On
Hong EKong, where exceptionally no other Govermment was involved, and
our new decision on Manchester and Prestwick to Miami provide
evidence of that. We want to help Leker. But we are constrained by
the attitude of the rest of the world: we caannot discard overnight
and unilaterally the international regulastory system. We are taking

vigorous action to try to change the system but, 1n the meantime,

on most routes we are atuck with it.

&. 1 sm enclosing the draft press statement which I propose to usa
when 1 Bold a press conference next Tuesday to snnounce my decision

publicly.

7 1 am copying this minute %o Peter Carrington, Geoffrey Howe,

Norman 8t John Stevas and Angus Maude.

Dapartment of Trade
j'? October 1980




BRAFT 14.10.80
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A major objective of my Department's civil aviation policy

1s to secure a greater degree of freedom of competition on
international air routes - providing cheaper fares for passengers.
My decision on the London/Hong Kong route is evidence of our
determination to achieve greater liberalisation of the present

systenm.

The UK is playing s leading part in easing the present international
regulatory system and the momentum towards liberalisation is

iOCTeas1ng.

Prograss in the past 18 months has been substantial:
- considerable liberalisation of routes to the United
States, with vigorous fare competition

the opening of Western Canada, hitherto a Canadian

monopoly, to British airlines, both over the North

Atlantic and over the Facifie from Hong Kong

vigorous competition on the London-Hong Eong route where,
exceptionally, we and the Hong EKong suthorities can
determine the outcome without reference to any other
Government

the European initiatives by Norman Tebbit, Parliamentary
Under Secretary in this Department. PFirst, a European

Community study of air fares. Becond a further study




of how to make it easier to start new alr services on
routes where at least one point is not a capital city.
a new Givil'Aviation Bill which puts much greater waight
on the interests of the airline passenger in our licensing
policy.

ig to British-led initiatives, in particulsr in Eureope, that

4
T .
loock for progress 1in the near future.

In Paris last month, in the presence of President Giscard; in
Austria last week; in Bonn shortly; in Spain in Decedobar;
god in other meebings with our opposite numbers al home
ghroad. Hinisters are doing - end will contious to do -

very best to sncourage change. In parallel, officialz of my

Department will continue to press for new routes andfares in a

zeries of bilateral negotiations with European administrations.

Cor goal 1s a Eunrope in which air travel is as unrestricted and

coeap a5 possible - subject, of course to the fundamental

reguirements of safety.

Thus this Government is not wedded to e present international

regulatory system. But most of the countries with whom we havae
to deal do believe in it and uphold it. At the present moment
it iz a fact of life in European ecivil aviatien. All the other
European countries are wedded teo this system in varying degrees,
And our airlines can only operate to these countries with their

consent. There is no country in the world that has actually




therefora act unilaterally on European routes hacsuse
every ons of them invelves a deal between two parties. Often
the attitude of the suthorities in the other counties msans that
we cannot get more than one British cerrier onte a rounte, or if
Wwe can, we ere able to do so only at an unacceptable cost to
British airlines as a whole.
1t is not Just BGal, Ieker and the independents who are pressing
for lower fares. British Alrways have been at the forefront of
libteralise fares within Eurapasa. The responsibility
Etate when he looks at appeals to sssess the
under the law as it now stands (and will
i3 Lo do hiz best for the British airline
or BCal, not for Laker, not for British Airways,
Sut for our airlines generally. We have to look at the overall

UE interest within the system that exists.

1 have Jjust taken decisions on four appeals from British airlines.

The first was a request from BCal te give them exclusive licenpes

to opersate cut of Getwick to several destinations which they,
but not British Airways, already served. British Airways made

no representations on this and I agreed to BCal's request.

The second case concerned BCsl's application for twenty routes

from Gatwick to the continent - their "miniprix" services. The




The CAA granted licences for six destinations but felt unable to
grant tha rest. The airline appealed in respect of five rontes.
Under the’ statute we have to pay regard to thslikely outcome

o0f the negatimations which would need to take place with tha
foreign countries concerned. The Authority came to thair
asgassmant of the likely outcome of ths nepotiations with other
European governments, in terms of the effect on the UE's aviation
interests as a whole. Having carsfully considered the evidence
I have decided there are no grounds for disagreeing with their

gssassment.

iz laker Airways' appeal against the CAA's desision
on their applization for routes to IMiami. The CAA granted a
operste from Gatwick but not from Manchester or Prestwick.
The bi-lateral Agreement with the US allows us to designate
two UK airlines for Lordon-Miami and one each for Prestwick
ik :

negter to Miami, =0 ne need for further inter-

naztional negotiations.

The UAL thought thet bto allow Laker to fly from Manchester and
Frestwick would harm the development of services from London.
I appreciate the Authority's reluctance on this score but I do

not believe that in this case the overall balance of advantapge

liez in denying LHRET}EDd his poteatial passengers, the benefits

of operating from [lanchestfer and Prestwick. I alsoc consider




that the Authority paid Insufficlent atteation teo the
important alrports policy lmplicatlions - in particualar the
advantages of developing services outside the London regicn.

Aoccordingly, 1 am allowing Laker's appeal on this case.

Tha fourth case concerns Leker's appeal in respect of six
hundred or so Europesn routes. The kew issues in this case are:
whether our domestic licensing system and the series of
bilateral agreements with forelgn governmenbs are
incompatible with the provisions of the Treaty of Rome -~
rendering the whole of the regulatory machinery redundant:
the applicent provided sufficient evidence to

the economic reguirements of the legislation.

first paoint, Sir Freddie Laker for reasons which I
atirely respsct, does not see the regulatory system as being
‘n his interest and he argued strongly that the whole system is
lncompatible with the Treaty of Rome. Our own leml opinion ig
that there is no provision of Community law which overrides the
regulatory systems of member governmentsz. But if Bir Freddie
wants to test his interpretation of the Treaty of Bome in the

European Court he is free to do smo. Given that I consider

the legel opinion of the CAA to be correct, namely that there is

no provision of Community law which overrides the regulatory system,




I then have to consider the second point. Under the

Aviﬂtiﬂt Act 1971 I have to examine whether a propsr

—

issessment has been made for each of the many routes involved.
Un thie point I also confirm the view of the CGAA That Laker had
not produced sdequate evidence in this important r

ARecordingly, I have mo option but te turn down th

nfortunately we have to accept
of international air trensport. But L stress tha
realistic to make progress on individual routes, if BC
Airways or any other British sirline sabmit avplications in fu
and proper form, supported by adequate evidence, where
our power — lagally and in terms of what can be achiaved in

real world - we will respond asympethetically.
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HEW AIH SEEVICES WITHIN EURUFPE

In your letter to me of 29-uly, which arose originally from the
Prime Minister's meeting with the European Democratie Group, you
recorded her hope thmt we should do fﬁthl = to stop Sir FPreddie
Laker starting a service betwsen Paris Eﬂd RDJLI

In & case of this ltind the decigion does pot of course rest with

the United Kingdom alone. We would need the permission of the Franch
and - Italian Gﬂverumentﬁ, who are most unlikely to agree that Laker

or any other Britiskh sirline should start up 3 ngw service between
Faris and Rome in direct competition with Air France and Alitalia.

In general, rights to run air services between two other countries

in Europe are 8 great desl more di fficult for us to obtain than
rights between Britain snd points in Furope outside Britain.

Ihe proposed Poris-Home servics is one of a very large number of new
ZuTopesn services for which Lakex sought licences frﬂﬁ the Civil
Aviation Avthority. The CAA Turned tha ﬁnpllciu4ﬂﬂu down, oa the
grounds that in their view taoe evidence put lorward Dy Lpker failed
to satisfy the criteris to which the Authority is obliged by statute
Lo have regard. Laker then :]EJ...' r._d._‘. to ny HSecretary of Dtate: the
normal ststutory proceduTes lor sllowlng interested parties To put
in written evidence have been followed; and Lhe papers are likely
to coma to Mr Nott wihin & weax or two. Until Mr Hott heas seen the
pSpeTS, 200 receLved BOvics Dorh on the policyand legal

egal inplicablions
of alternstive courses, ha can, of course, take no view on the appeal.

Nevertheless my Becretary ol State fully agrei
uniderlying the Frime Minister's comment. He
the pther British airlines should have greater ngpuﬂ<unlL¢PF t&
compete, DOGH in teims of sccess to Troutes and of the fares they
offer. 1t was with this objective in mind that he decided to

lieence all four applicant airlines on the London-long Kong route.

 with the Lhnughu

>0
15




From e Secredeiy of Sfale

Europe is now the area where there is the most pressing need for a
more liberal regime in ecivil avietion. Howewver, we need to carry
other Europesn Governments with us, and they give much greater
weight than we do to the interests of sirlines, and particulsrly
otate sirlinea, agerinst thosze of travellers. We are currently
pursuing the argument in various different contexts - in the
Eurcopean Civil Aviation Conference, in Brussels, and in bilateral
exchanges. It has recently been raized wifh German and Franch
fAinigters, snd my Secrelary of State intends to briog up eivil
gvigtion igspes in the course of wvigits which he hopes to meke to
varions West Europear eountries during the autumn. I1f, as we fesar,
little progress results from all these approaches, thare may be
occasions during the coming months when we sghall wish to suggest
that civil aviation could appropriately be mentioned at meetings
petween the Prime IMinister and other Eurcopean Heads of Government.
Indeed, 1f my Becretsry of Stste was to sccompany the Prime Minister
to Bordeaux in September be would like to use that opportunity to
raige the guestion with French Ministers.

The last parsgraph but one of my letter to you of 1% July, which gave
rizse to the Prime Minister's comment on Leker, described the action
wa are teking on air fares within Lurope. Over the coming months we
will also bes megotisting new rToutes in Eurgpe for British airlines,
altrouzh the precise objective of these negotiations must depend on
he outcoms of cases currently before the CAA or ander appeal to

the Becretary of Bfate.

I am sending a copy of this letter to Paul Lever

Neours ever,

icholas W baes

Mo INMES
Frivabe Secretary




10 DOWNING STREET

From the Private Secretary 21 July

Meeting with the Furopean Democratic Group

The Prime Minister has seen yvour letter
pf 15 July to me on this subject.

Az I have informed your office, the Prime
Minister has given a copy of that section of
your letter dealing with the dumping of Soviet
Christmas cards to Mr, Scott-Hopkins who called
on her this afternoon.

The Prime Minister has commented on that
part of your letter dealing with European air-
fares that she understands that Sir F. Laker
wants to run a service Irom Paris to Rome and
that he has an appeal pending on this. She Las
grpressed the hope that we shall do nothing to
getop 8ir F. Laker.

I am sending a copy of this letter to
Paul Lever (Foreign and Commonwealth Office).

M. O'D. B. ALEXANDER

Nieholas MciInnes, E=q.,
Department of Trade.
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In your letter of 3 July you asked for information about the = bkl
anti-dumping case agginst Pussian Christmas cards and th T
Department's initiatives to reduce European airfares. ot
P badoa,
As far as the anti-dumping case is concerned, Mr Welsb's remarks
to the Prire Minister totally misreprf-+.“ *heg.traci- . First,
the staff of case officte.Jd i3 the ant.-duen: . uUn.* ¢ _, 20t amount
to anything like the figure of 80 given by > Welsh. The total is,
in fact, 17, broadly comparable to the Commissicn level which we
understand to be 418, but our departiental figure inc'udes <+ working
on the Davignon steel anti-crisis measures, which a™= nanc .ed elsewnsre
in the Commigsion. In addition, both we and the Comuission have
around 7 clerical and support staff working in ths anti-dumning
field. "~ Although responsibility for taking snti-durying act_.n om
behalf of the Community now rests with the Commissic *+ *“he Governmmen®
has undertaken in its manifesto, as you will be aware, to give every
support to industry against unfairly priced imports and tlis is why
we hsve retained an active anti-dumping unit whose services are muc.
in demand in the present economic climate.

Second, the Department did not delay the submission of the anti-
dumping complaiat to the Commissisn nor did it advise the industry

to do =o: rather it devoted a grea. deal of time and effort to attempts
to put a realistic cage mguther. The facts are that the Department
held a number of meetings with the British Printing I .dustries Fade-
ration, beginning in August 1979, to he.p and advize it on the
preparation of a complaint to put to the Buropean Commission. Tt
soon beceme apparent, however, that the main interest of the BPIF was
jegs in anti-dumping sction and more in bringing pressu.e to bear

on HMG to repulate imports of Boviet cards by other mer s Its
delays 1n Iia.u%'_'[mg the anti-dumping complaint ultimately vecane

so embarrassing in relation to the weight of pressure frum MPs and
other correspondents that the Minister for Trade had personally %o
write to the Federation urging it to get a move on and we let it

be known publicly that he had done so.

{m- X 3
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From the Secretary of Slale

When the application eventually reached the Commisgion last month,
g0 far from acting effectively, as Mr Welsh puts it, they decided
that they could not recommend opening- investigation immediately
ybut that the BFIF should be asked to privide further information to
ensurae that there was a sound basis for taking action under the
terme of Community legislation. In particular they were not
convinced that the imports were large enough to be cauging real &
damage. This is how matters now stand.

As it happens, by way of response to npublic hostility in the press
and Parliament and following behind-the-scenes pressure from
jofficials of this Department, the BSoviet authorities have now
decided to withdraw from the Christmss card trade after fulfilling
the remainder of the existing contracc. In the light of this it i=
possible that the anti-—dumping complaint may rot get off the ground
but we here are willing to go on helping the BFIF if it wishes to
gontinue with its application.

We therefnre consider that Mr Welsh's c¢riticisms are unjustifidbla.
This is all the more disappointing to us as a number of senior
officials here have personally takﬂn time to brief Mr Welsh on
anti-dumping matters to help him in his work as rapporteur in the
Buropean Parliament's External Economic Relations Committee.

As far as European airfares are concerned, my Secretary of State

and Mr Tebbit have taken a number of opportunities to make it clear
that they believe that a better deal is needed fur the air traveller.
In the European Community we have taken a leading part in a study of
methods to liberalise regional cToss-border services and we expel :
the Commisgion to bring forward firm proposals for discussion in

the Council during the next few months. 48 a resu t of a United
Kingdom proposal the Council of Trangport Ministers in Lux:mbourg

on 24 June 1nstructed the Commission to examine the lev~" of scheduled
passenger airfares in Bur- . anu to reporé ack. This 1s of course
only a first step and we & e uaving grealt diIficulty in nerﬁuaq‘ 9
our Gummun;ty'partzﬂrs of the need for change. Nevertheless ic¢ 3

an important step forward and in welcomin~ the Council's instructiou
Mr Tebbit gaid that he hoped that the examination could be dor:
guickly and confirmed that the Unjited Kingdom would take a full

part in it. Our bilateral agreements ao not allow us to unilaterally
reduce airfares but we have taken actiom in & numier of cases to
reduce or refuse proposed inecreases where we thought that the proposed
level was toohigh. In advance of any multilateral agreement in the
Community we shall continue to take bilateral action waiere we .ave
the power in appropriate cases.

A copy of this letter gons to the recipients of yours.

-fd:.'uf'E Lt

Nichelas M"-lne::a
I%THEEHE%E cre t:qry







