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European ATM Status Overview 

The complexity of the existing Air Traffic Management system in Europe has been confirmed by the data about 25,000 movements daily, average annual growth of traffic volume of 5-6% (with the exception of the current year as consequence of terrorism escalation), 70% crossing 9% of airspace, 69 Control Centers in ECAC region and more than 150 decision-makers1. 

Comparison analysis of air traffic volume in the European Union and the transition countries indicates significant differences. Traffic within EU countries in 1998 amounted to 241 billion passenger kilometers, whereas in CEEC2 it amounted to 18.7 billion passenger kilometers or almost thirteen times less.

The standard of using this transportation means is articulated on the average by the volume of 642 passenger kilometers per person and year in EU, and in transition countries 178 passenger kilometers per person and year, that is 3.5 times less (1998).3 

From the geo-traffic aspect, all the transition countries are in Europe, all are ICAO members, and the majority are also ECAC members. Transition countries cover about 2.5 million square kilometers or almost a quarter of the European territory. Transition countries operate with about 50 companies and with a fleet that has more than 100 jet aircraft, out of which more than 70% are of eastern technology, which means incompatible with JAR/FAR standards4 

The analysis of economic indicators of development in certain transition countries, e.g. the indicative growth of industrial production5 and the consequent dynamisation of the traffic flows of goods and passengers, confirms the forecasts of significant growth of air traffic towards Western Europe (EU), but also of traffic between transition countries. 

Analogous is the passenger traffic growth at major international airports of the transition countries, which in 1998 compared to 1995 amounted in Poland to 60.5%, Slovakia 57%, Estonia 51%, Czech Republic 44%, Hungary 34%, Lithuania 31%, Slovenia 23%.6
The given indicators of growth support the tendency of gradual expansion of the European air market with the shift to the European East and the need of evaluating demand for establishing more direct connections between the regions of the Baltic and the Adriatic.

Due to the absence or lack of direct lines on scheduled flights operated by national companies, it is assumed that a great part of air traffic between the transition countries is realized indirectly through airport terminals and operators in the EU countries.

From the aspect of increasing the capacity of the European airspace and more rational exploitation of the geo-traffic benefits, the justification of tracing a new air corridor Baltic-Adriatic in the European route network should be taken into consideration.

The main barriers to integration of national air traffic systems of transition countries into the European air traffic system and the international traffic flows can be generalized in the following problems7:

· organization of CAA and administration staff;

· legal issues - non-compliant regulations;

· financial issues – free market, commercialization/privatization of the operational sector of transport infrastructure.

The basic preconditions for a more progressive development approach regarding synchronization of ATM development concepts may be identified for the transition countries, which are also applicable for other traffic modes, i.e. for the whole transport sector.

· clearly defined national strategies of traffic development in compliance with the strategic orientation of integrating networks into a single European traffic whole;

· strict separation of regulator functions (CAA) and operational functions;

· adoption of European transport regulations and technical standards;

· choice of the optimal form of transport infrastructure management prevailingly owned by the state (commercialization/privatization);

· institutional restructuring of the services providers and bringing the operational closer to the principles of free market.

In creating and realization of strategic guidelines of air traffic development at national levels, as well as in the preparation of related programs, it is necessary to ensure expert and technical support of the relevant European aviation associations and supervision processes. This primarily refers to reorganization of the national regulators (CAA) and the adequately profiled administration personnel and implementation of safety regulations.

National ANS Governance and Ownership

The deregulation and market liberalization processes have been consequently reflected both in the management and the ownership structure of air traffic operators. Unlike progressive privatization processes of airlines and airports, the air navigation services are mainly owned by the State. If the ownership of ANS providers in Europe is analyzed, the process of ANS privatization exists only in the UK (NATS) with 49% State, 46% private and 5% employee ownership and in Switzerland with 99.85% in State ownership.

ICAO supports the concept of commercialization of air navigation services providers8 and by means of instruments of global regulation contributes to harmonization of relevant business operation parameters9. During the last decade there is an evident trend in establishing independent service providers by commercialization of former government authorities.

The restructuring of Air Traffic Control Authorities as service providers within government department requires analysis of many criteria such as law reforming and legal amendments, separation of the regulator and service provider functions in order to avoid the conflict of interests, performing and financial transparency of new commercialized entity (independent revision of business transactions, detailed publication of corporate performance and annual reports). There are several ways of commercializing ANS providers. This includes foundation of state agencies or enterprises, public corporations, public-private partnerships etc. In Europe, the majority of ANS providers has been commercialized or is gaining autonomy.10
Transition countries, following best practices, have principally carried out commercialization of service providers. However, the new ANS providers are, mainly, the successors of the former State Air Traffic Control Authorities both regarding the inherited infrastructure and personnel and their «business routine ». Especially sensitive is the heritage of principles of investment policy regarding loan arrangements related to the government budget, and not to available sources of revenues.

In an attempt to separate the functions of the regulator and the operational, the newly founded public companies, i.e. the state-owned limited liability companies have been left without the commercial management. Management functions are performed according to the political instead of the professional key, and at the same time the regulatory domain of authority (CAA) has been reduced. Non-transparency of corporate performance and financial reports, questionable implementation of ICAO economic policy and high level of flirtation going on between the management and the politics are indicative for the assessment of inappropriate inertia in the transition to business-oriented decision-making, as well as more active i.e. for national interests more successful participation in regional ATM projects. Experiences, however, witness also the potential risks, which in case of stronger budget discipline and substantial financial restrictions can have negative influence on the implementation of the safety standards, especially under the conditions of insufficient activity of independent inspection or dubious regulatory status of CAA.11
Therefore, the consistency of regulatory and control activities of CAA also in the field of Air Traffic Management have to be provided in typical conditions of transition economy as well as safety monitoring by the authorized international “safety regulator”.

European Regulatory Framework

A concept of unified or complementary European regulations in aviation industry appeared as a solution to comply with the growing demands in air transport. Regarding the growing trans-border development in the aviation area, aviation safety has become a product of joint efforts between the states. The last decade marked in Europe further achievements of JAA and establishment of an aviation safety framework within EU. 

These efforts, while recognizing the integrated character of international civil aviation, illustrate the desire to explore new routes aiming at facilitating free market access, freedom of establishment, equal conditions of competition and common rules, among others including the safety areas.

There has not been the same progress in safety harmonization and related institutional changes because of the mentioned principal differences between European states. From the point of view of transition countries, adoption of international technical and safety standards and complying with operational requirements is not just a question of will but is time limited and subject to objective possibilities, mainly finances and qualified staff resources.

Aviation safety regulatory regime in Europe will be legally enforced by establishing the European Aviation Safety Agency (EASA), and principally based on JAR upgrading. Since JAA and in continuo EASA regulation domains do not cover Air Traffic Management, there is the question of efficiency of the future regulator.

On the other hand, apart from harmonization of CNS/ATM national systems and implementation of ATM Strategy 2000+ through the portfolio of EATM-related projects, EUROCONTROL has taken over the task of standardizing the safety aspects of Air Traffic Management. By implementing the Eurocontrol Safety Regulatory Requirements (ESARRs) package at national levels, the unity of ATM safety management should be insured in the future.

The expected points at issue in the realization of the Single European Sky concept refer to the status of EUROCONTROL with double function, as provider agency and as regulator, and analogue to the establishment of a single regulator for all the segments of air traffic system.
From the aspect of airspace and flow management, establishing of several regional centres at the European level would mean a great contribution to capacities planning and the flexibility of route network changes, instead of co-ordinating more than 65 regional control centres for the whole ECAC region.

The justification of establishing regional air traffic control centers is confirmed by the example of MAASTRICHT center for the Benelux countries and for North Germany, which with 170 employed air traffic controllers manages traffic of more than a million flight operations per year.

In 1997, an agreement of EUROCONTROL members was signed about the establishment of a joint air traffic control center for the region of Central-Eastern Europe. The operationalization of the CEATS center in Vienna is planned for the year 2007.

Relevant initiatives of regional air traffic control integration refer to:

· Transalpine region (France, Italy and Switzerland);

· Nordic region (Denmark, Finland, Island, Norway and Sweden);

· Baltic region (Lithuania, Latvia and Estonia),

· Balkan region (Albania, Bulgaria, FYROM, Greece, Yugoslavia and Rumania);

· EFP region (Spain, France and Portugal);

· AEFPM region (Algeria, France, Morocco, Portugal and Spain).

Conclusion

According to global regulations and regional trends as well as best practices, there is the overall tendency Europe-wide to ANS corporatization. This means autonomous governance and financial independence from State. Experiences witness the potential risks, which in case of stronger budget discipline and financial constrains can have negative influence on the implementation of safety standards, especially under the conditions of insufficient activity of independent inspection or dubious regulatory status of CAA. In conditions of transition countries the safety culture needs to be developed on national, organizational and professional level. In this context, the most important is regional harmonization, which includes adoption of unique technical, operational and managerial rules as well as safety standards. With the prospect of typical transition country, beside EASA, the establishing of a European ATM-related safety regulator seems to be a good solution for international standards enrolment.
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