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0. EXECUTIVE SUMMARY 

0.1 Introduction 

In the Thessaloniki Summit in June 2003, the European Union (EU) reiterated its unequivocal 
support to the European perspective of the Western Balkan countries1 to prepare them for 
integration into European structures and ultimately for membership into the European Union.  

In 2005 the Western Balkan countries, along with Bulgaria, Romania and the United Nations 
Interim Administration Mission in Kosovo2 (herewith referred to as UNMIK) agreed to create 
with the European Union, a European Common Aviation Area (ECAA) and thereby accepted 
to align their national aviation legislation to the complete set of EU legislation in the area of 
Civil Aviation. 

The Air Traffic Management (ATM) part3 of the ECAA agreement extends the Single European 
Sky (SES) Regulations to the contracting parties. With regard to the airspace it shall be 
reconfigured into Functional Airspace Blocks (FABs) with a view to achieving maximum 
capacity and efficiency of the ATM system while maintaining a high level of safety. 

On 1st April, 2005 the Directors General of Civil Aviation of Albania, Bosnia and Herzegovina, 
Bulgaria, Croatia, Romania, Serbia and Montenegro, The Former Yugoslav Republic of 
Macedonia and UNMIK (“the Directors General”) decided to examine opportunities with a view 
to implementing the Functional Airspace Block Approach (FABA) in South East Europe (herein 
referred as SEE) in consistency with the rest of European Air Traffic Management network. 
Thus, a Working Group has been created to support this task: the South East Europe 
Functional Airspace Block Approach Working Group (SEE FABA WG). 

The report is a result of a joint effort of the SEE FABA WG chaired by the European 
Commission and co-chaired by the Stability Pact for South Eastern Europe, and composed of 
the representatives from the above participating States of SEE and UNMIK with the support 
from the EU States Greece and Italy as well as the organisations EUROCONTROL, ICAO and 
NATO. During the working process representatives from The European Transport Workers´ 
Federation (ETF) and from Civil Air Navigation Services Organisation (CANSO) were 
consulted on appropriate subjects in the light of their role as social dialogue partners for the 
European Commission. 

 

0.2 Current Situation and Challenges   

Traffic forecasts indicate that the SEE region, as elsewhere in Europe, does face a continued 
challenge in meeting the needs of the airspace users and the Air Navigation Service Providers 
(ANSPs) in the mid- to long term, unless fundamental changes are implemented in the 
fragmented airspaces and ATM. 

The airspace users will require increased capacity, higher flexibility and improved cost 
efficiency which can only be achieved by a more integrated regional ATM system. 
Consequently, the SEE FABA WG recommends that the SEE States use a coherent approach 
in their plans, within the context of the overall development of European airspace, for 

������������������������������������������������������
1 The Western Balkan countries comprise: Albania, Bosnia and Herzegovina, Croatia, Serbia and 

Montenegro, The Former Yugoslav Republic of Macedonia.  
2 UNMIK = United Nations Interim Administration Mission in Kosovo as per United Nations Security 

Council Resolution 1244. For the purpose of this document UNMIK is treated as an equal partner 
along with the other States as member of the SEE FABA WG in line with the United Nation Council 
Resolution 1244. 

3 The Annex 1, part B (“AIR traffic Management”) of the European Common Aviation Area Agreement 
(ref. 1 in appendix 2). 
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developing the future airspace structure and route network and that the approach is based on 
jointly accepted traffic forecasts. 

Considering the different legislation of the participating States, the ECAA agreement with SES 
provisions appears as the appropriate legal instrument to create a legal framework for 
enhanced and consolidated Air Traffic Management cooperation in the SEE region towards 
FAB(s) establishment. 

The SEE FABA WG underlines the challenge for the SEE region in developing an adequate 
regulatory framework. The challenge is for many of the participating States to get the sufficient 
number of skilled human resources. Therefore, the SEE FABA WG recommends that in 
establishing FAB(s), high priority should be given to the development of human resources 
required for regulatory authorities. 

The provision of air navigation services in a FAB environment must be provided by Air Traffic 
Controllers Officers (ATCOs) operating under standardised rules, regulations and procedures. 
This will necessitate a harmonisation in ATCOs working practices to all Air Traffic Control 
Centres (ACCs) within the region through a coordinated and standardised approach to 
training. 

The current cooperation between some SEE States should be used as a major foundation 
stone for the establishment of the FAB(s) in SEE. In addition, the SEE FABA initiative as it 
develops will have to take into consideration the development of other FAB initiatives by 
neighbouring States and will need to set up cooperation and coordination mechanisms. 

 

0.3 The FAB as an Answer  

The SEE WG has identified a number of key issues from the EUROCONTROL FAB report 
(see appendix 2, ref. 18) that need to be addressed and studied more thoroughly in the 
Definition Phase of SEE FABA. These major areas of interest are: operational, technical, 
military, legal/institutional/ organizational, economic/financial and social. 

0.3.1 The Regional Concept  

The regional concept embedded in the implementation of FAB(s) supports: 

·  A regional approach to the airspace solving some of the restrictions put on the airspace 
structure due to national considerations. The FAB(s) will – on a regional basis – ensure 
that the airspace structure follows the traffic flows and meets the airspace users’ 
requirements; 

·  The development and implementation of common operational concepts and 
procedures creating a harmonised operational environment and harmonised safety 
management in the region covered by the FAB(s); 

·  The planning, deployment and operation of a CNS/ATM infrastructure from a regional 
perspective, based on common functionality requirements and harmonised (or 
integrated) operational procedures in the ATM system; 

·  The enhancement of capacities through seamless operation within flexible use of the 
airspace;  

·  Practical use of the existing infrastructure in the region and of the ongoing initiatives. 

The SEE FAB approach should be based on operational requirements regardless of existing 
boundaries, which are the primary criteria of a FAB. With an Operationally Driven Approach, 
an optimal ATS Route Network can be structured with the SEE Region from which the Sector 
Families can be identified and grouped appropriately into a number of potential FAB scenarios 
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on the basis of which the economical, social, military, institutional and other elements need to 
be considered.  

Although the SES Regulation calls for FAB(s) to be established above FL 285, this should not 
be seen as a limiting boundary. The totality of the airspace should be considered to ensure 
that not only are the benefits extended to all areas but also that an arbitrary division level does 
not then become another artificial boundary. 

0.3.2 Addressing Key Issues 

In order to identify the best suitable scenario for the SEE region, the operational requirements 
should be developed with the active participation of all SEE FABA States and taking into 
account neighbouring FAB(s) and cooperation with neighbouring States. 

The institutional aspects related to the establishment of the FAB(s) are very complex and must 
be addressed very early in the establishment of the FAB(s). Basically, the SEE FAB(s) 
institutional model(s) have to be developed and agreed during the Definition Phase.  

The economic and charging mechanism related to the establishment of the FAB(s) touches 
upon the State sovereignty (fiscal regime) and economic interest of participating ANSPs and 
the air space users while it should support the operational improvements created by the 
FAB(s). Therefore, the economic model has to be developed and agreed during the Definition 
Phase. 

The harmonisation and integration process will mainly be driven by common Operational 
Concepts to be developed before actual activities are performed. At the same time, it will be 
important to safeguard the present investments in CNS/ATM infrastructure in order to reduce 
the cost base of providing Air Traffic Services (ATS). 

Some planning and implementation activities may be initiated, such as: 

·  Development of a common harmonised and integrated CNS/ATM infrastructure to 
support the provision of ANS;  

·  Identification of other areas where a common approach should entail early benefits. 

As an example the implementation of regional ground-to-ground backbone network (CIRN 
project) is an area that is recommended by the SEE FABA WG as a candidate for early 
implementation. 

Implementing a regional harmonised and integrated approach towards safety supporting the 
implementation of FAB(s) in the region should provide considerable benefits to the airspace 
users and to the organisations regardless of the chosen institutional framework for the future 
provision of services.   

Social dialogue in FAB environment shall be more “international minded” with the main goal to 
foster cooperation instead of competition. Therefore, it is of the highest importance to initiate 
coordinated bottom up social dialogue at national, at regional and at European level. 

Human resource planning and training are important supporting elements of FAB(s). Clear and 
visible short term benefits can be gained in these areas if training programmes are targeted 
towards FAB(s) implementation and at the same time promoting the best ATM practices and 
sharing scarce instructor resources. The training focus on FAB(s) will bring a very much 
needed fresh input to the current ATC training and it will also pave the way for more 
harmonized ATCO performance matched with appropriate social benefits. 

 

0.4 The SEE FAB Strategy 

The implementation of one or several FAB(s) in SEE region should be based on the following 
principles: 
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·  The SEE FAB approach shall be operationally driven and produce visible benefits both 
for the airspace users and for the ANS providers by increasing the capacity, cost 
efficiency and safety levels of the services provided; 

·  The SEE FAB approach shall lead to a more effective manner in which ANS 
supervision and service provision are organised; 

·  The SEE FAB approach shall respect all existing regional arrangements and initiatives 
and make practical use of their ongoing results; 

·  The existing infrastructure in the region, as well as those developments where States 
and ANS Providers have made commitments, shall be respected and fully considered 
for integration in the establishment of the FAB(s);  

·  Defence interests shall be safeguarded; 

·  As the establishment of FAB(s) is under the responsibility of the States a clear political 
and economic framework is required to develop and to implement the FAB(s); 

·  The ANS Providers should play a major role in the development and implementation of 
the FAB(s); 

·  Active social dialogue shall be applied to support the SEE FAB(s) establishment. 

 

0.5 Strategy for Implementation 

The implementation should be based on: 

·  A step-by-step process that will combine an operationally driven development period 
with political decision milestones. The implementation should be composed of a 
Definition Phase and an Implementation Phase; 

·  Initiation of projects leading to enhanced cooperation in the SEE region; 

·  An evolutionary and incremental process for the transition from the existing situation to 
the establishment of FAB(s); 

·  Practical use of ongoing regional initiatives combined with a pan-European 
perspective; 

·  National skills and competencies. 

The SEE FABA WG has assessed that the following initiatives would provide clear benefits for 
all parties on short and mid-term: 

·  By initiating the process of setting up a Common Interconnected Regional Network 
(CIRN); 

·  By harmonising of ATC procedures and ATCO operational training; 

·  By developing the cooperation between the National Regulatory Authorities / NSAs. 

 

 

 

0.6 The Road Map 

The Road Map (see illustration below) for the implementation of the SEE FAB should include 
the following three phases, the first of which has already been carried out:  
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Phase 1: Initial (or Study) Phase (April 2005 – Feb ruary 2006) 

The first phase is concluded with this report, where the current situation, the benefits 
stemming from the FAB approach and the different key elements of the SEE FAB Strategy has 
been identified. 

 

Phase 2: Definition Phase (March 2006 – March 2009)  

The main objective of the SEE FABA Definition Phase is to deliver all the relevant 
implementation proposals in order to provide the participating SEE States a basis for the 
political decision to go/no go to the reorganisation of their airspace into FAB(s). 

The Governance of the Definition Phase is organised in three levels of responsibilities (see 
illustration on the following page): 

·  The SEE FABA Governing Body: The Definition Phase is directed by the “SEE FABA 
Governing Body”, which is composed of State representatives from the SEE FABA 
States4 together with the European Commission and Stability Pact for South Eastern 
Europe. The European Commission and the Stability Pact for South East Europe 
provide the political framework under which the project is conducted;  

·  The SEE FABA Management Committee: The Management Committee manages the 
SEE FABA Definition Phase. It is co-chaired by the European Commission and the 
Stability Pact and comprises of representatives of the Directors General of Civil 
Aviation and appropriate Ministry of Defence Authorities of the SEE FABA States along 
with representatives from the ANSPs, CAAs and/or NSAs of the SEE FABA States and 
representatives from supporting States and organisations. The Management 
Committee should seek guidance, propose a project management plan, report 
progress and deliver a final report to the Governing Body. In addition the SEE FABA 

������������������������������������������������������
4 The Governing Body decides upon the participation of other States or Organisations to SEE FABA 

initiative.  
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Management Committee will task expert organisations to carry out specific tasks and 
activities;  

·  Task Execution and Management:  As allocated by the Management Committee, 
tasks and activities are performed in Focus Groups by appropriate experts designated 
by States, ANSPs and EUROCONTROL.  

EUROCONTROL manages and coordinates the tasks allocated by the Management 
Committee under one mandate issued by the European Commission in accordance 
with discussions in the Management Committee. 

Deliverables:  FAB scenarios with a preferred option, Operational Concept Document 
(OCD), Impact Assessment, Safety Case, Business Case. 

Gate: DGCA meeting in March 2009 to make a political decision to proceed to the 
Implementation Phase. 

 

 

 

Phase 3: Implementation Phase (April 2009 –)  

After a phased transition from the present environment has taken place, the final 
implementation of the SEE FAB(s) can take place. This phase will be based on the 
deliverables approved during the Definition Phase and has to be closely linked – like the other 
phases – to the main development in Europe in order to ensure consistency with the overall 
pan-European ATM system.  

 

0.7 Conclusion and Recommendations 

This Report demonstrates that the FAB approach stemming from the Single European Sky 
Regulations would be feasible and highly beneficial, and that the definition and implementation 
of SEE FAB(s) should be considered necessary. 

The SEE FABA WG recommends that the Directors General express their commitment to set 
up the SEE FABA Definition phase by signing a concluding statement based on the following 
recommendations:  
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1. To accept the findings and conclusions of this Report. 

2. To approve and adopt the strategy outlined in this report and accordingly to initiate the 
Definition Phase. 

3. To agree on the Management Structure, tasks and Working Arrangements of the 
Definition Phase.  

4. To consider extending the participation on an equal basis in the SEE FABA Definition 
Phase to other adjacent States that express interest and commitment, as the FABA is 
of a pan-European character and in order to develop the project in a wider context in 
the region. 

 

�

 

 

. 
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1. INTRODUCTION 

1.1 Background 

In the Thessaloniki Summit in June 2003, the EU reiterated its unequivocal support to the 
European perspective of the Western Balkan countries and to prepare them for integration 
into European structures and ultimately for membership into the European Union. 
Considering that economic prosperity was essential for long term stability and democracy in 
the region, the importance of developing modern networks and infrastructures in transport 
consistent with the Trans European Network (TEN) was recognised. In addition, the 
countries of the region committed themselves to promote concrete objectives and initiatives 
across many economic areas, particularly in the development of transport and cross border 
co-operation.  

Recognizing the integrated character of international civil aviation, in 2005, the Western 
Balkan countries, along with Bulgaria, Romania and UNMIK agreed to create with the 
European Union a European Common Aviation Area (ECAA) based on a multilateral 
agreement that covers, inter alia, flight safety, security, air traffic management and the 
environment. This agreement contains provisions that mandate the inclusion of specified 
European Community Acts into the legal structures of the contracting States. 

In the area of Air Traffic management, in 2004 the European Union laid down the framework 
for the creation of the Single European Sky (SES) through publication of four Regulations5. 
The SES Regulations promote more efficient and safer use of the European airspace 
regardless of national boundaries. The SES regulations also call for the European 
Community to extend the SES to third countries.  

Addressing Airspace and Air Traffic Management as main issues, SES mandates the 
establishment of Functional Airspace Blocks as main drivers in the implementation of the 
SES concept. A Functional Airspace Block (FAB) means an airspace block based on 
operational requirements, reflecting the need to ensure more integrated management of 
airspace regardless of existing boundaries. 

The South East Europe (SEE) region plays a significant role in the European transportation 
network acting as a bridge between North, South, East and West Europe. The SEE region is 
currently being confronted with a steady increase in air traffic, with forecasts predicting high 
traffic demand that is driven by the economic growth in the region as well as by the traditional 
European tourism and business travelers. 

The existing airspace fragmentation and subsequent negative impact on Air Traffic 
Management are constraints within the SEE region (e.g. the knock-on effect of the closed 
Kosovo airspace) and were considered as key issues that need to be addressed in a regional 
context in order to facilitate the gradual transition from the current national approach to an 
international seamless ATM System. 

 

1.2 Objectives and Mandate of the South East Europe  Functional Airspace 
Block Approach Working Group (SEE FABA WG) 

Under the auspices of the European Commission and the Stability Pact for South Eastern 
Europe the Directors General of Civil aviation of Albania, Bosnia and Herzegovina, Bulgaria, 
Croatia, Romania, Serbia and Montenegro, The Former Yugoslav Republic of Macedonia 
and the UNMIK (hereinafter referred to as the SEE FABA States), decided to review 
opportunities for implementing the FABA in SEE to be consistent with the rest of the 
European air traffic management network. 

������������������������������������������������������
5 Ref. 2 – 5 in appendix 2. 
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For this purpose, the SEE FABA WG was created on 1st of April 2005 to be co-chaired by the 
European Commission and the Stability Pact for South Eastern Europe. 

The SEE FABA WG was composed of the SEE FABA States and supported by the EU 
member States Greece and Italy as well as the organisations EUROCONTROL, ICAO and 
NATO. 

1.2.1 Scope 

The scope of activity of the SEE FABA WG was based on the ToR in Annex A as follows: 

·  Examine the current ATM situation and constraints in the region, and the associated 
impact on the expected traffic flows, evaluate what benefits will be gained from more 
integrated and less restricted ATM, taking into account existing initiatives on regional 
co-operation (CEATS, ACE and BUL-ROM); 

·  Identify key issues arising from the development of Functional Airspace Blocks 
(FABs) in the region. The EUROCONTROL final report on European Commission’ 
Mandate to support the establishment of FABs6 is to be considered as a reference in 
this regard;  

·  Evaluate possible cooperation on technical and operational matters in the region; 

·  Propose a strategy to implement FAB(s) with an associated general action plan; 

·  Propose timetable and expected deliverables; 

·  Propose working arrangements; 

·  Identify supporting measures required for the successful conclusion of this initiative; 

·  Issue a report on the opportunities for the application of the FAB approach to the 
Directors General of Civil Aviation by the end of 2005. 

It should be noted that defining the particular scope of a SEE FAB was not an objective 
within the scope of the SEE FABA WG’s tasks. 

1.2.2 Working Arrangements 

The SEE FABA WG held six meetings in Brussels, Zagreb, Bucharest, Belgrade, Sofia and 
Brussels. The discussions were focused on the operational issues and the strong support 
from the participants enabled the SEE FABA WG to overcome difficulties and constraints. 
The collaborative process experienced indicates a strong willingness to continue with this 
SEE FABA initiative. 

In addition to the SEE FABA WG meetings bilateral meetings with all participants took place 
between September 2005 and February 2006 where participants further could express their 
view on the SEE FABA. 

As it is important to ensure cooperation between the SEE FABA initiative and other regional 
ATM initiatives it should be mentioned that some of the countries are already cooperating 
through other international engagements. 

Apart from this Bosnia and Herzegovina and Croatia are contracting parties of the CEATS7 
agreement. Romania and Bulgaria are involved in the BUL-ROM FAB initiative8, which is to 
set up an ATM regional cooperation, in accordance to SES legislation. 

������������������������������������������������������
6 Ref. 18 in appendix 2: The report was released May 2005 and is available on www.eurocontrol.int  
7 See Ref. 6 in appendix 2. Agreement relating to the provision and operation of Air Traffic Services 

and Facilities by EUROCONTROL at the Central European Air Traffic Services (CEATS) Upper Area 
Control Centre. 

8 Initiative for Creating the Pre-requisites for the Establishment of a Functional Airspace Block 
(proposed by ROMATSA and ATSA Bulgaria) as of 21.10.2004. 
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Italy and Greece, being subject to SES regulation and having their airspace bordering the 
airspace of the future ECAA contracting States in SEE, expressed their willingness to 
participate in this initiative and therefore were invited to participate in the SEE FABA WG. 

 

1.3 Purpose of the Document 

This report provides the rationale and recommendations to enable the Directors General of 
Civil Aviation to make a decision on the application of the FAB approach in SEE with an 
associated description of the strategy to be taken, appropriate working arrangements and 
tasks to be completed. 
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2. CURRENT SEE ATM OVERVIEW; CHALLENGES AND OPPORTU NITIES 

2.1 Airspace Structure 

The SEE airspace is organised - similarly to the rest of the European airspace – in Flight 
Information Regions (FIRs) and Control Areas (CTAs) which delineate where States are 
responsible for the provision of Air Traffic service (ATS). 

Some ATC sector boundaries are commonly aligned along the national borders. This affects 
the efficiency of the Air Traffic Management system and is a constraint to the design and 
implementation of an optimum pan-European airspace structure. 

The SEE FABA airspace should be considered as one continuum across its geographical 
area. Changes made, in particular route network changes, carry the potential for shifting 
large volumes of traffic from one ATC sector or ACC to other sectors/ACCs. 

In considering the airspace development for SEE the principle of a single continuum free 
from the constraints of national borders and FIR boundaries should be applied. An example 
within the region is the temporary airspace organisation and management over Bosnia and 
Herzegovina airspace. 
 

2.2 Air Traffic Flows in South East Europe 

The airspace of SEE is busy and in some areas complex. The main traffic flows and thus 
ATS routes are mostly oriented northwest/southeast serving the holiday destinations of SEE 
and the eastern Mediterranean and linking the Middle-East and Africa to en-route traffic 
arriving/departing the European Region. Choke points of crossing and converging traffic are 
experienced mainly within the Belgrade and Zagreb sectors. 

The closure of Kosovo airspace has restricted traffic from using two main ATS routes 
(UM607 and UL608) with the result that the ATS Route Network has been modified to 
accommodate this traffic to the East and West of Kosovo airspace. The opening of these 
ATS routes would alleviate the immediate routing and congestion difficulties and would be 
part of future developments to cater for the expected increases in traffic. The present 
modified ATS Route Network around Kosovo is not a long term solution. 

Development of the airspace in this region is managed through the States and ANSP 
participation in the Route Network Development Sub-Group (RNDSG) of EUROCONTROL’s 
Airspace and Navigation Team (ANT). In practical terms this has taken the form of the SEE 
Regional Group which has modified the airspace to take account the closure of the Kosovo 
airspace but also ensured that these modifications take the future reopening of the Kosovo 
airspace into account without hindering the re-adaptation of the ATS Route Network. 

2.2.1 Forecast for Traffic Growth in the SEE Region  

The many factors that affect the number of air traffic movements through a block of airspace 
can usefully be grouped into two important drivers:  

·  Origin-destination demand is the total number of flights from one airport to another. 
This is, to a large extent, the result of economic factors which determine the quantity 
of passengers and of freight (the ‘underlying demand’);  

·  The route taken between the airports depends on the route network that is available, 
and on the choice of routes within the route network. Operators choose a route within 
a network for different reasons, including costs, weather, delay or perceived potential 
for delay, pilot preference and force of habit. Different operators make different 
choices, and it is rare for all operators to take the geographically shortest route. 
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2.2.2 Challenges 

The short- and medium-term forecasts have confirmed their operational viability over the past 
years. Moreover, there is often agreement between different forecasters on the underlying 
demand. For example, the recent medium-term forecast by Belgrade University for SMATSA9 
came up with demand growth to 2007 that was very similar to the EUROCONTROL medium-
term forecast. 

The short-term forecast for 2005 (Figure 1) picked up recent trends both origin-destination 
demand and changes in routes. The other forecast focus on origin-destination demand. Over 
longer timescales route choice is very variable, so a simplifying assumption is made: route 
choice remains as observed in actual data over the last years. 

The sensitivity of this assumption is discussed in section 3.8 of the medium-term forecast 
report10. Figure 2 shows the results of this sensitivity test. This figure looks at a theoretical 
scenario - the opposite extreme assumption on routing: what would happen if all operators 
took the shortest route.  

As the events of 2004 and 2005 indicated, the use of shortest routing in SEE has already 
started, and this increase has far exceeded that forecast. So, a part of the shift indicated in 
Figure 2 was already experienced in late 2004 and 2005. Due to capacity problems in 
Central Europe, the traffic had a tendency to return to the shortest routes.  

Detailed information on the potential peak traffic demand/capacity requirements on shortest 
routes is provided to States/ANSPs through the capacity planning process. 

States influence routing, for example by the route network and the capacity they provide and 
the cost at which they provide it. A State’s actions will also influence the traffic of other 
States. These decisions are taken after the medium-term forecast is made, and in the light of 
it. Therefore it is appropriate that the medium-term forecast make conservative assumptions 
regarding routing.  The level of ANS charges had a major impact on the routes used in SEE 
and Central Europe in 2004. This impact is lowering now due to capacity problems in Central 
Europe and the traffic tends to move back on the shortest routes. 

������������������������������������������������������
9 Report can be found on www.smatsa.yu 
10 Ref. 7 in appendix 2: EUROCONTROL Medium-Term Forecast, Flight Movements 2005-2011, 

Volume 1, Edition 2, May 2005. 
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Figure 1:  Short term forecast for changes in civil air traffic in 2005. The forecast is based on 
11 months of actual, and one month of forecasted data, including trends in route choice. 
Source: “EUROCONTROL/STATFOR Short Term Forecast” (20-12-2005). 

�

�

�

Figure 2:  What-If adjustment to the Medium-Term Forecast under assumption of shortest-
routes instead of 2004-routes. Some of this additional traffic was already seen in late 2004 
and in 2005. [Units: Total additional traffic between 2004-2011 (spread over 7 years). 
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2.2.3 Summary 

Ultimately, a target level of traffic is needed against which to scale the capacity of a potential 
future FAB. This needs to be derived from a combination of: the EUROCONTROL forecasts, 
the likely future policies of States and ANSPs and the influence that these policies will have 
on routing. EUROCONTROL provides individual advice to States/ANSPs on the likely 
scenario to happen. 

Routing will also be influenced by implementation of more direct ATS routes supported by 
better airspace design as well as by the economic attractiveness for those routes. Taking into 
consideration all of these factors, improved airspace design and airspace management 
processes are needed to ensure the best possible fit between traffic demand and capacity. 

The current analysis will be refined in the Definition Phase by using performance indicators 
for the airspace organisation. 

 

Conclusion 

Part of the SEE region is already facing a need to increase capacity while evidence 
indicates that this need will extend to the whole of the region on mid-term. This increase will 
put challenging requirements on the States and the ANSPs to ensure that capacity is 
available and an optimal ATS route network is provided.  

The States should use a coherent approach in their plans, within the context of the overall 
development of European airspace, for developing the future airspace structure and route 
network that should be based on jointly accepted traffic forecasts.  

 

 

2.3 Air Traffic Management Infrastructure  

In recent years much work has been done in all States and there are plans in place for 
further modernisation and improvement. 

All of the States participate in the European Convergence and Implementation Plan (ECIP) 
which is the common medium-term implementation plan for ATM in Europe. The objectives 
up to 2010 have been set and the progress of each State in reaching these objectives is 
recorded in its Local Convergence and Implementation Plans (LCIP). Each State maps out 
its own path in achieving each objective in accordance with its own capabilities with the result 
that each objective is at varying levels of development in each State. 

2.3.1 Area Control Centres 

Each State has its own ACCs, with the exception of Bosnia and Herzegovina where en route 
service provision is currently provided by external ANSPs. Also, with the exception of Bosnia 
and Herzegovina, there is only a few other examples of delegating responsibility for the 
provision of Air Traffic Services between the States.  

So while it can be considered that the development of modern ACCs has been in line with 
meeting the capacity needs, this has been characterised by individual national approaches 
for modern buildings and systems to support national needs and priorities. 
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A broad overview of the current situation in the participating States includes: 

Albania A new ATCC is under construction and is expected to be 
operational in 2008.  

Bosnia and 
Herzegovina 

BH will develop its own ATM system for provision of Air Navigation 
Service in TMAs, lower and upper airspace. It is planned to 
delegate provision of Air Navigation Services above FL 285 to 
CEATS/CUAC in accordance with CEATS Agreement (see Ref. 6 
in appendix 2). 

Bulgaria The Common National ATC Centre in Sofia operates a new 
generation of automated air traffic management system. 

Croatia A new ATCC has been installed in Zagreb. Currently, the new 
centre is fully operational as from December 2005. (The Zagreb 
centre is planned to be integrated in CEATS Initial Operation as a 
contingency centre). 

The Former Yugoslav 
Republic of Macedonia 

Under ATM modernization programme new radar has been 
installed and ATM system modernization has been completed.  

Romania A new generation of automated air traffic management system for 
the Bucharest ACC working as a virtual network with two other 
ATC sub-centres. 

Serbia and Montenegro An investment plan called FAMUS has been approved. 
Procurement is in progress. New ACC is expected to be in 
operation by 2009. 

2.3.2 CNS 

Each State has the responsibility to establish and maintain a full CNS system. The CNS 
infrastructure has been gradually upgraded and modernised according to the ECIP process 
and in line with national needs and will continue to be upgraded as required. As in other 
areas there is some duplication and overlapping of these systems in the SEE region, a 
situation which should be greatly improved in a FAB environment. 

2.3.3 Opportunities 

At European level there is already international consensus that the transition from the 
present technical infrastructure at national levels to the more advanced CNS/ATM systems 
should be based on the careful and collaborative planning of the implementation and 
utilisation of new technologies and concepts.  

While the ECIP and LCIP objectives have provided the framework for each State to develop, 
improve and modernise its ATM in line with overall European objectives, there is now the 
opportunity to take a regional rather than national view. The ECIP and LCIPs, adapted as 
necessary, can support the implementation of the Single European Sky through specific 
regional implementation objectives and stakeholder lines of action. 

Since CNS infrastructure is systematically under a constant process of upgrading and 
modernisation, good opportunities for the harmonisation and integration on a regional basis 
should be fully taken, with the expectation of short and long-term common benefits.  

2.3.4 Challenges 

Each State/ANSP develops and maintains its own CNS/ATM infrastructure, but this becomes 
more and more difficult due to the cost level for those systems. Integrating existing and new 
technology is expensive, and even large service providers foresee substantial financing 
constraints. Additionally, it becomes increasingly challenging to ensure system maintenance, 
enhanced ATM capacity, improved safety and increased cost efficiency. 
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It should be beneficial if States and ANS providers participate in regional cost sharing 
agreements for the development, acquisition and maintenance of interoperable ATM 
systems.  

A significant challenge is to co-ordinate the current and planned developments in ATM/CNS 
at regional level, in which interoperability between ATM/CNS systems within the SEE area 
and with the neighbouring systems will have to be ensured. In line with this, the co-ordination 
with European R & D initiatives is also a challenge. 

The FAB approach in the SEE Region will support these challenges and will facilitate cost-
effective solutions to the organisational and financial issues related to ATM infrastructure 
planning, implementation and exploitation. 

 

Conclusion  

The existing and planned infrastructure should be respected. A coordinated action is 
recommended for the creation of a regionally driven SEE FAB(s) ATM infrastructure plan 
which takes into consideration future technology, system upgrades, operational needs, 
interoperability, information exchange requirements and future contingency arrangements. 

 

 

2.4 Institutional and Organisational Issues 

2.4.1 The European Common Aviation Area (ECAA) Agre ement 

Through the ECAA agreement between the SEE States and the European Community the 
Acquis Communitaire on aviation will be transposed into their national legal systems. The 
objective of the Agreement is to create a so-called “common aviation area” between the 
contracting parties and the EC.  

Article 13 of the agreement is related to air traffic management. It expresses the contracting 
parties’ commitment to the extension of the SES to the ECAA and obliges them to adjust 
their air traffic management institutional structures to the SES by establishing National 
Supervisory Authorities (NSAs) at least functionally separated from air traffic management 
service providers at their earliest opportunity. The EC shall on the other hand associate the 
ECAA States through early involvement in operational initiatives such as the establishment of 
FAB(s). It shall furthermore make sure that the ECAA States are fully associated with the 
development and implementation of the ATM Master Plan through the SESAR programme.  

Pending the ratification process of the ECAA Agreement, the current SES legislation, 
including those rules on the establishment of FABs, becomes directly applicable law in the 
SEE FABA States as in the EC Member States.  

2.4.2 Obligations under the Chicago Convention and its Annexes 11 

As Member States of ICAO, the SEE States are under an obligation under international law 
to apply the provisions of the Chicago Convention, its Annexes and other rules based on 
those legal instruments, such as the European Regional Air Navigation Plan. With regard to 
the establishment of a FAB, the obligations stemming from ICAO are of importance when 
considering  

·  A State’s responsibility for the provision of Air Navigation Services under Article 28 of 
the Chicago Convention; 

������������������������������������������������������
11 Ref. 9 in appendix 2: Convention on International Civil Aviation, opened for signature at Chicago on 

7 December 1944, including Annexes. 
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·  A State’s responsibility for the establishment and provision of air traffic services by 
delegation from another State and on the basis of regional air navigation agreements 
(including the provision of ATS over the High Seas) under ICAO Annex 11, Chapter 
2; 

·  The obligation of a State to file differences to ICAO (Article 38 Chicago Convention, 
see Ref. 9 in appendix 2); 

·  Specific issues: search and rescue, maintaining the Air Navigation Plan, publication 
of (national) AIP, FIRs and their amendment etc.  

Each of these obligations pertaining to each individual State needs to be taken into account 
when establishing FAB(s) as they will have to be addressed in the State level FAB 
Agreement (or at lower level) to clearly identify the rules applicable to the FAB airspace.  

2.4.3 Obligations of EUROCONTROL Member States 

The SEE States are members of EUROCONTROL and observe their obligations under the 
EUROCONTROL amended (and revised) Convention.  

The institutional arrangements, rules and procedures established within the framework of the  

2.4.4 The CEATS Agreement 

The Central European Air Traffic Services (CEATS) Agreement is an international agreement 
that has entered into force for the five Contracting Parties which have ratified the Agreement 
and for EUROCONTROL. The Agreement has not formally entered info force for the three 
remaining signatory States - however, under principal of international law, signatory States 
are under the obligation to refrain from acts which would defeat the object and purpose of the 
Agreement. Furthermore, the different actions and decisions of the CEATS States reflect the 
agreement of the Parties to provisionally apply the CEATS Agreement pending its entry into 
force for all eight States. 

The CEATS airspace and the airspace of the States participating in the SEE FABA initiative 
are closely interlinked, which makes it necessary to ensure that there is full transparency and 
efficient interfaces between the CEATS area and the possible future SEE FAB(s). In 
particular it must be ensured that there are no legal impediments between the two activities. 

Furthermore, special attention must be given to the fact that Bosnia and Herzegovina and 
Croatia are also involved in the CEATS agreement. These States therefore face specific 
challenges in handling the legal and organisational differences between the two processes. 
Naturally, existing obligations under the CEATS Agreement must be fully respected when 
considering developments in the SEE region. 

2.4.5 The Bulgarian-Romanian Initiative (BUL-ROM) 

The Bulgarian-Romanian Initiative for creating the pre-requisites for establishment of a 
Functional Airspace Block, signed on 21 October 2004, represents an agreement between 
the Air Traffic Services Authority of Bulgaria and the Romanian Air Traffic Services 
Administration. 

The Initiative of Bulgaria and Romania is an existing and practically working agreement, 
engaging the Republic of Bulgaria and the Republic of Romania. This engagement has to be 
respected when applying the FAB Approach to South East Europe. 

 

2.4.6 States’ Sovereignty 

The aspect of States’ sovereignty and its relevance for a FAB approach requires some 
consideration. It follows from Articles 1 and 28 of the Chicago Convention, that sovereign 
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States are responsible for the provision of air traffic services in the airspace over their 
territory. The State may also decide to delegate to another State the responsibility for the 
provision of air traffic services. It does so, however, without derogation of its sovereignty. In 
addition, States may also accept responsibility to provide air traffic services in airspace over 
the High Seas on the basis of regional air navigation agreements (Ref 9.: ICAO Annex 11, 
Chapter 2). Accordingly, it is the State’s responsibility to entrust an entity with the provision of 
ATS in the airspace over which it has (or has assumed) responsibility. 

In line with general rules of international law, this principle is fully acknowledged by the 
Airspace Regulation (see Ref. 4 in appendix 2, Recital No. 5 and Article 1.3). Therefore  

·  Sovereign States are responsible for the establishment of a FAB(s);  

·  The SES regulations do not affect States’ sovereignty over their airspace or their 
rights and duties for the provision of air traffic services over the airspace falling under 
their responsibility and entrusted to them by ICAO; 

·  Existing arrangements under the Chicago Convention and its Annexes with regard to 
air traffic services (High Seas by virtue of regional air navigation agreements, cross-
border delegation of ATS, designated ATS providers) are not affected by the SES 
regulations." 

 

Conclusion  

The current institutional and organisational structures of the different States would only in 
principle support regional cooperation; the ECAA agreement will create the legal instrument 
for implementing FAB(s) in the SEE region. 

 

 

2.5 Safety 

2.5.1 Safety Management 

The safety objectives relating to ANS provision are set by the standards adopted by ICAO 
and the provisions of the national acts establishing the regulatory framework applicable to 
civil aviation, including those national acts transposing the rules applicable between the 
States committed to becoming party of the ECAA. 

Safety management requirements are set out in the Annexes 11 and 14 of the Chicago 
Convention (see Ref. 8 in appendix 2). The new established ICAO Universal Safety 
Oversight Audit Programme (USOAP) includes safety management and its implementation, 
so the preparation and performance of the States against the ICAO audits are considerably 
more demanding than in the past. 

EUROCONTROL developed harmonised safety regulatory objectives and requirements for 
the ECAC member States. These EUROCONTROL Safety Regulatory Requirements 
(ESARRs) are intended for implementation in the ECAC area by transposition into national 
regulations. 

The European Union, through its regulations concerning the provision of air navigation 
services in the Single European Sky specifically addresses the issue of safety requirements 
by deciding to identify, adopt and make mandatory under Community law those ESARRs and 
subsequent amendments that fall within the scope of the respective EC regulations. Also, in 
accordance with Art 6 of the Service Provision Regulation (Ref. 3 in appendix 2), the 
European Commission has developed Common Requirements (CR) for the provision of air 
navigation services which ensure that compliance with substantial parts of ESARRs 3, 4 and 
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5 (Ref. 10 – 12 in appendix 2) and the implementation of Safety Management and Safety 
Management Systems is an integrated part of the SES.  

EUROCONTROL is directly engaged in supporting its SEE Member States in implementing 
the means to comply with the SES legislation, including providing guidance material on the 
criteria to be fulfilled to ensure successful certification and designation of the ANSPs.  

2.5.2 Challenges 

The improvement in operational safety through the continued development of safety culture 
and safety management processes, including a safety measurement process, is essential.  

Currently, significant work is being performed within safety management/oversight in the 
region in order to improve the situation and the LCIP documents give a very good indication 
on the implementation status. Presently, EU supports the development of a regulatory 
framework and SMS in some of the SEE States through the CARDS/ASATC programme, 
which is managed by EUROCONTROL. This will strengthen the process of ensuring safety 
levels in the region, and for some of the States, a regional approach is used for the 
implementation. 

Even so, considerable work needs to be done in the area of safety management and safety 
oversight. Several problems could be encountered in the continuous safety work, such as: 

·  Lack of a well established regulatory framework; 

·  Lack of human resources to perform safety related activities such as regulatory tasks 
(regulations and oversight) and safety management; 

·  Lack of adequate funding for training in oversight and regulatory tasks. 

 

Conclusion  

The States of the SEE region needs to develop an adequate regulatory framework to 
support the implementation of the international and the EC safety requirements.  

The challenge is for many of the participating States to get the sufficient number of skilled 
and human resources. The lack of regulatory resources could have a negative impact on 
safety. Therefore enhanced cooperation and pooling of resources should be investigated to 
support the establishment of robust safety regulatory and management processes. 

Therefore, the SEE FABA WG recommends that in establishing FAB(s), high priority should 
be given to the development of human resources required for regulatory authorities.  

 

 

2.6 Human Resources and Training  

2.6.1 Introduction 

In recent years several initiatives have been launched by ICAO, European Commission and 
EUROCONTROL, which will have an impact on future human resource planning and ATM 
training. This action touches upon the licensing of air traffic controllers and ATM software 
engineers. In particular, the European Community is introducing a European Community 
license for air traffic controllers12. 

������������������������������������������������������
12 Ref. 12 in appendix 2. The proposal is under discussion between the European Council and the 

European Parliament. Expected to be approved during summer 2006. 
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The recent study initiated by the European Commission13 has clearly indicated the need to 
address the recruitment and selection of Air Traffic Control Officers (ATCOs) at a political 
level since the lack of coordinated human resource policy has a serious impact on European 
ATC effectiveness. 

2.6.2 Mobility 

With the introduction of ESARR514, the European ATCO Licensing Directive and ICAO 
requirement of language proficiency, ATM training has become more standardized and also 
more transparent. Most of the EUROCONTROL member States have already changed their 
national legislation to comply with ESARR5, including the introduction of student licence and 
fully standardized training modules. These measures and the future European ATCO licence 
will promote not only the overall ATM safety but also a possible mobility of the controller.  

2.6.3 Training Situation in the SEE Region 

In some SEE States, ATCOs and other ATM staff have been trained abroad whilst other 
States have their own developed ATM institutes using in-house (or contracted) highly 
qualified instructors. The ANSPs are knowledgeable as to the new standards and concepts 
for basic training. However, the study report “Review of ATC training requirement with a view 
to reinforce harmonization and increasing mobility” showed that there were insufficient 
resources to develop appropriate support for new standards in “continuation training” and for 
its respective supervision in Europe and consequently in the SEE region. To comply with 
ESARR5 is an obligation of each state but implementing the required changes in the 
regulatory authorities and at the ANSPs requires significant financial and human resources.  

 

Conclusion  

With the introduction of ESARR5 and the European ATCO Licensing Directive, it is likely 
that investments will be needed to support new standards of training for ATCOs and other 
ATM specialists.  

Based on European experience one of the areas where more effort will be needed is Unit 
Training and Harmonization of Refresher Training. 

The provision of air navigation services in a FAB environment must be provided by ATCOs 
operating under standardised rules, regulations and procedures, in an increasingly 
interoperable operational environment. This will necessitate a harmonisation in ATCO 
working practices to all ACCs within the region through a coordinated and standardised 
approach to training 

 
 

2.7 Social Dialogue 

In the framework of the European Community Sectoral Social Dialogue15, ATM social 
partners have developed a joint approach on the establishment of FAB(s). This approach, 
first initiated in a conference held in September 2004 in Palermo and more deeply defined in 
the course of 2005, is now adopted16 by the Social Partners and should therefore be taken 
into account. 

������������������������������������������������������
13 Ref. 14 in appendix 2. Study on Impediments to the Recruitment of Air Traffic Controllers. 
14 Ref. 12 in appendix 2. ESARR5, ATM SERVICES' PERSONNEL. 
15 Article 138 of the EC Treaty gives the Commission responsibility for consulting management and 

labour and for facilitating dialogue between the two. 
16As a follow up a on the Palermo conference reports from 4 sub groups were adopted by the Social 

Dialogue ATM working party on the 23rd of November 2005, see ref. 21 in appendix 2. 
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2.8 Regional ATM Cooperation Initiatives 

2.8.1 Current ATM Cooperation 

Current ATM cooperation initiatives with the participation of South East Europe States 
include: 

·  ACE (ATM Cooperation and Coordination in South Eastern Europe): 

ACE is an initiative in SEE following the signature of a Memorandum of 
Understanding in 2003 between Bulgaria, Moldova, Romania and Turkey. 

The objective is to establish a cooperation and coordination mechanism on ATM 
matters. The purpose of establishing this mechanism is to enable the parties to 
cooperate and coordinate amongst themselves as well as with ICAO, 
EUROCONROL, the EU, the airspace user, and other European and international 
institutions, including financial ones and industry, on all matters relating to ATM. 

·  BUL-ROM (Bulgarian-Romanian FAB Project): 

Under the framework of ACE, Bulgaria and Romania decided in 2004 to initiate the 
necessary activities to identify and fulfil the pre-requisites for the establishment of 
FABs in the airspace serviced by ROMATSA and ATSA Bulgaria. The objectives 
include to investigate possibilities for simplified sectorisation defined by the main 
traffic flow as opposed to the national border, to establish a common target 
concerning the cost efficiency of ANS provision within the FAB and to achieve that 
Bucharest and Sofia ATCCs perform ATC as a single (but not collocated) Area 
Control Centre; 

Following initial results, the initiative has been upgraded. The objective is now to 
establish a common project, supported by a safety and business case, in an open, 
transparent and cooperative process, using the available technical and human 
resources; 

·  Upon signing a MoU between The Former Yugoslav Republic of Macedonia and 
Albania, initial activities have been undertaken under the framework of this SEE 
FABA project. Furthermore, similar activities have been started with the Civil Aviation 
Directorate (CAD) of Serbia and Montenegro. In addition further consultations were 
initiated between The Former Yugoslav Republic of Macedonia and the Civil Aviation 
Regulatory Office (CARO) of UNMIK; 

·  CARDS/ASATC:  

CARDS/ASATC is a project rather than an active regional initiative for the Western 
Balkans, financed by the European Commission and executed by EUROCONTROL 
with the participation of the JAA that provides essential infrastructure for sustainable 
future cooperation. It aims to support the Western Balkan States of Albania, Bosnia 
and Herzegovina, Croatia, The Former Yugoslav Republic of Macedonia and Serbia-
Montenegro in the establishment of competent civil aviation authorities, the 
development of regulations and procedures for aviation safety, the development of air 
navigation services to international standards, the preparing and adoption of 
strategies and policies for developing air transport and the development of human 
resources by training of CAA and ANSP staff; 

·  CEATS UAC (Central European Air Traffic Services Upper Area Control Centre): 

The agreement signed in 1997 (Re. 6), aims to create a single unified Air Traffic 
Control System in Central Europe for the upper airspace of Austria, Bosnia and 
Herzegovina, Croatia, the Czech Republic, Hungary, North-eastern Italy, the Slovak 
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Republic and Slovenia. The exact geographical scope of activities and date of 
operation are currently under discussion between these eight States. 

Taking into consideration the different regional projects the status of the regional projects is 
shown in the table below17. 

 

 ACE CARDS CEATS BUL-ROM 

Albania     

Bosnia and 
Herzegovina 

    

Bulgaria     

Croatia     

Romania     

Serbia & Montenegro     

The Former Yugoslav 
Republic of Macedonia 

    

Status MoU 
States/EU 
Agreement 

States/States 
Agreement MoU 

Other participants Yes No Yes No 

�

2.8.2 Challenges 

The cooperation between States, as demonstrated by the examples above, needs to be used 
for the development of FAB(s) in SEE.  

The SEE FABA initiative as it develops will have to take into consideration the development 
of other FAB initiatives by neighbouring States and will need to set up cooperation and 
coordination mechanisms.  

 

Conclusion  

Strengthening the cooperation between the States and taking into account ATM cooperative 
initiatives will need to be integral parts of the SEE FABA development. 

 

�

2.9 Costs of Fragmentation 

The adverse impact of fragmentation in the ECAC ATM/CNS system is considered to be a 
major factor in reducing ATM cost-effectiveness performance.  

To investigate the impact of fragmentation in European ATM/CNS system, the 
EUROCONTROL PRC commissioned a study18, addressing the following specific areas:  

·  Fragmentation of en-route ATS units;  

·  Fragmentation of ATM systems and interfaces;  

������������������������������������������������������
17 Since the regional initiative of the Former Yugoslav Republic of Macedonia is still under 

development this project has not been included in the table. 
18  The Impact of Fragmentation in European ATM/CNS, see Ref. 15 in appendix 2. 
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·  Fragmentation and duplication of CNS infrastructure; and  

·  Associated support costs.  

In relationship to these specific areas, a number of common issues were addressed:  

·  Piecemeal procurement;  

·  Sub-optimal scale in maintenance and in-service development;  

·  Fragmented planning;  

·  Unsynchronised or inconsistent technological change.  

Phase 1 of the study identified the orders-of-magnitude associated with the cost of 
fragmentation. This phase is now completed and the results indicate that the costs of 
fragmentation are estimated to be approximately � 1 billion a year or 20%- 30% of the 
relevant annual system costs19. The major areas of costs of fragmentation are:  

·  Lack of scale effects from ACCs size;  

·  Duplication of bespoke ATM systems (including piecemeal procurement and sub-
optimal scale in maintenance and in-service development); and  

·  Duplication of associated support. 

A number of other issues were identified as important but were not associated with a 
quantified impact. The costs of moving from a fragmented system to a defragmented one 
may be substantial and will critically depend on both the timing and the geographical location 
of the measure. Transition costs were not addressed in this study. 

 

Conclusion   

There is a need to overcome the costs of fragmentation throughout Europe. 

The ATM systems in Europe should be based on the EU standards to ensure the adequate 
technical and operational interoperability and facilitate the homogenous and non-
discriminatory streaming of the air traffic flows at regional level. 

The SES FAB approach is necessary in order to overcome the current restrictive national 
approach and limited existing bilateral/ regional ATM cooperation frameworks. 

The States participating in the SEE FABA initiative fully endorse that, within the overall 
framework of SES, an initiative in South East Europe is necessary. 

The FAB approach in the SEE Region would provide an optimum frame for further joint or 
coordinated planning, procurement and maintenance of the ATM infrastructure; this would 
ensure not only full exploitation of the benefits of new CNS systems, but it will also reduce 
through life costs as well as the current huge cost of fragmentation. 

������������������������������������������������������
19 Ibid. 
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3. THE FUNCTIONAL AIRSPACE BLOCK AS AN ANSWER 

3.1 Key Issues raised by the EUROCONTROL FAB Report  

The SEE FABA WG has identified a number of key issues from the EUROCONTROL report20 
that need to be addressed and studied more thoroughly in the Definition Phase of SEE FAB.  

These major areas of interest are: operational, technical, military, legal/institutional, 
economic/financial and social. 

3.1.1 Operational Issues 

Harmonisation of operational rules and procedures applied across national borders must be 
the ultimate aim. Therefore a pan-European perspective is essential, where benefits will 
increase with optimising FAB lateral and vertical dimensions. In addition, the capacity 
planning within a FAB should meet the European ATM network performance requirements as 
well as Air Traffic Flow and Capacity Management (ATFCM) processes - within and between 
FABs - should be seamless and harmonised, and ensure consistency with pan-European 
network requirements. Further, military operational requirements should be taken into 
account in the FAB planning and delineation processes. 

3.1.2 Technical Issues 

The FAB Mandate consultations concluded that the existing technical infrastructure is 
sufficient to support FAB operational requirements. The FAB establishment process will 
nevertheless provide the opportunity for convergence among disparate ATS technical 
systems. The report recommends the agreement of a “roadmap”, designed to ensure 
compliance with regard to the procurement and implementation of new technical system 
components. 

3.1.3 Military Issues 

Airspace is a joint civil/military resource and its timely availability is essential to the Military 
airspace users for training, testing of weapons systems and the development of strategic or 
tactical capabilities. It therefore follows that the establishment of a FAB should take account 
of national and international military requirements and this is best achieved by involving the 
military authorities in negotiations, from the outset. 

In this context Flexible Use of Airspace (FUA) is paramount. According to the EU regulation 
on FUA21, civil/military activities and in particular airspace design and management should be 
conducted in compliance with this concept. 

3.1.4 Legal/Institutional Issues 

The development of common guidance material for the implementation of FABs must be 
initiated as soon as possible and should be developed through co-operative processes. 
Stakeholder consultations have concluded that unless work begins on the development of 
common guidelines as soon as is practicable there is a risk that additional fragmentation of 
the pan-European ATM network will be introduced.  

In order to assist States to properly address their responsibilities regarding the establishment 
of FABs, which will often imply international arrangements, the need to develop guidance 
material, including models for legal instruments, has been strongly advocated. These 
instruments will assist States in addressing issues of a Legal and Institutional nature and will 
support them in the establishment of FABs. All supporting material and model arrangements 

������������������������������������������������������
20 See ref. 18 in appendix 2. 
21 See ref. 19 in appendix 2. 
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should be developed and agreed upon at the appropriate political level and be aligned, 
where appropriate, with the SES Regulations. 

3.1.5 Economic Issues 

The establishment of a FAB will need to be supported and justified by its overall added value 
based on cost-benefit analyses. Solving the significant issues related to the allocation of 
costs and revenue in a multi-State FAB will also be of prime importance to a successful 
implementation. Agreement on general guidelines for methods of allocating these costs and 
revenues must be reached to ensure that economic constraints do not inhibit or constrain 
operational developments. The implementing rules as contained in the Charging Scheme 
Final Report 22 will have to be fully considered in this task. 

3.1.6 Social Issues 

FAB implementation processes must take full account of the social issues associated with 
FAB establishment. The scope of the social issues which will need to be addressed will 
depend on the individual FAB service provision arrangements and agreements. 
Comprehensive discussions with social partners are important in order to promote a mutually 
acceptable transition to a FAB environment. 

 

3.2 The Regional Concept 

The concept of FAB is becoming more mature and considerable work is being done to 
ensure the smooth implementation of the FAB concept throughout Europe.  It will support a 
regional approach to solving the future problems with respect to capacity, safety and cost 
efficiency, ensuring that the European Airspace will not become a hindrance for the future 
development of Europe. 

The regional concept embedded in the implementation of FAB(s) supports: 

·  A regional approach to the airspace solving some of the restrictions put on the 
airspace structure due to national considerations. The FAB(s) will – on a regional 
basis – ensure that the airspace structure follows the traffic flows and meets the 
airspace users’ requirements; 

·  The development and implementation of common operational concepts and 
procedures creating a harmonised operational environment and harmonised safety 
management in the region covered by the FAB(s); 

·  The planning, deployment and operation of a CNS/ATM infrastructure from a regional 
perspective, based on common functionality requirements and harmonised (or 
integrated) operational procedures in the ATM system; 

·  The enhancement of capacities through seamless operation within flexible use of the 
airspace; 

·  Practical use of the existing infrastructure in the region and of the ongoing initiatives. 

 

3.3 The Operationally Driven Approach  

The SEE FABA WG supports the pan-European Operationally Driven Approach developed 
by EUROCONTROL (see Annex E). The approach is founded on the following steps: 

1. The definition of the ATS Route Networks based on Traffic Demand.  

������������������������������������������������������
22 Ref 17, Charging Scheme - Final Report. 
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The Current ATS Route Network is not optimal and, together with its supporting ATC 
sector schemes, is constrained by FIR/UIR boundaries and State borders that 
prevent it being developed to its best advantage. The Future ATS Route Network, 
offering more direct and conditional routes, will need to be commonly developed with 
all stakeholders primarily on operational criteria in accordance with the traffic 
demand.  

2. The delineation of Sector Families based on Areas of High Complexity. 

When the model for the future ATS Route Network is developed, then areas of high 
complexity and areas of weak interaction are easily identified and Sector Families can 
be detailed. The boundaries between Sector Families are drawn within the areas of 
weak interaction and avoid areas of high complexity. Within each Sector Family the 
ATC Sectors can then be designed. 

3. Grouping of Sector Families into possible scenarios for FABs. 

In this phase a number of operationally advantageous scenarios for grouping Sector 
Families into FAB(s) should be considered. 

4. Consideration of these possible scenarios for FABs. 

On the basis of these various scenarios, the States��  will consider all the additional 
criteria for the ultimate establishment of FAB(s) (the economic, social, 
legal/institutional, military and political issues) and decide on which of the possible 
scenarios to choose and to implement. 

In support of the steps outlined above other factors also need to be considered.  

First of these is the vertical extent of the airspace given for FABs. Although the SES 
Regulation calls for FABs to be established above FL 285, this should not be seen as a 
limiting boundary. The totality of the airspace should be considered to ensure that not only 
are the benefits extended to all areas but also that an arbitrary division level does not then 
become another artificial boundary.  

Second is the lateral extent of the FABs. Having eliminated State borders and FIR 
boundaries from the definition of ATS Routes and ATC sectors, a FAB may well be expected 
to encompass some or all of the airspace of one or more States with no references to these 
geographical limits. 

The third and final factor concerns the need for improved collaborative planning and regional 
cooperation on technical and operational issues to ensure that FABs will be successfully 
developed without being hindered by local national concerns. A partnership between the 
States/ANSPs concerned should recognise operational considerations as the first priority 
which could lead to an ANSP located in one State providing Air Traffic services well inside 
the boundaries of another State. This would be more than just the current examples of 
Delegation of Air Traffic Services that are applied at the edges of FIR boundaries and State 
borders. 

 

3.4 The Application of Functional Airspace Blocks 

Currently the route network and airspace management in Europe is a complex process 
involving States, ANS providers and EUROCONTROL. Beyond national boundaries it takes 
into account, expected constraints, bottlenecks and also politically accepted new concepts 
and opportunities like the creation of FABs. 

������������������������������������������������������
23 According to the SES Airspace European Community Regulation 551/2004 Art 5.4 (ref. 4 in 

appendix 2) "a functional airspace block shall only be established by mutual agreement between all 
the States who have responsibility for any part of the airspace included in the block". 
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With an Operationally Driven Approach, an optimal ATS Route Network can be structured 
with the South East Europe Region from which the Sector Families can be identified and 
grouped appropriately into a number of potential FAB scenarios on the basis of which the 
economical, social, military, institutional and other elements need to be considered. Whether 
they become operationally effective FABs and deliver any added value will depend on the 
way the airspace is managed and how services are provided.  

Co-ordination between the States/ANSPs in the Region has to take on a new dimension. 
This needs to materialise through a solid partnership between the Stakeholders – the States 
concerned and the ANSPs – that will apply the non-operational criteria for FABs without 
detriment to the optimal airspace design. Political and Legal/Institutional issues need to be 
resolved and in particular an economic model needs to be examined that promotes the 
selection of the shortest available routes and does not benefit one State at the expense of 
another State because of changes in traffic flows or the realignment of routes.  

The feasibility of FABs within South East Europe will only be proven through the application 
of the Operationally Driven Approach supported by the will to create a partnership of equals 
between the States and the ANSPs concerned. 

 

Conclusion  

The SEE FAB approach would be based on operational requirements regardless of existing 
boundaries, which are the primary criteria of a FAB. Therefore the operationally driven 
concept should be based on the delineation of Air Traffic Control Sector Families based on 
the air traffic flow complexity which will then be put together in FAB(s) based on secondary 
criteria such as economic, legal, institutional, and technical.  

The options proposed for the SEE FAB design has to be impact assessed based on the key 
issues identified by EUROCONTROL in the FAB Report24. 

In order to identify the best suitable scenario for the SEE region, the operational 
requirements should be developed with the active participation of all SEE FABA States and 
taking into account neighbouring FAB(s) and cooperation with neighbouring States. 

 

�
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24 See ref. 18 in appendix 2. 
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3.5 Institutional 

Very early in the implementation process considerable effort must be devoted to the 
establishment of an institutional model for the provision of services in a FAB environment.25 

A number of activities must be performed such as: 

·  Agreement on the establishment of FAB(s); 

·  Supervision in a FAB; 

·  Joint designation; 

·  Military and liability aspects. 

3.5.1 Agreement on the Establishment of a FAB 

As a consequence of States’ sovereignty over their airspace and the associated 
responsibilities set out above, the establishment of FAB(s) requires: “a mutual agreement 
between all [member] States who have responsibility for any part of the airspace included in 
the block.” (Article 5.4, Airspace Regulation, Ref. 4 in appendix 2). 

Once the States concerned have agreed on a FAB approach based on operational 
considerations such as air traffic flows (and other requirements set out in Article 5.1 and 5.2 
of the Airspace Regulation, Ref. 4 in appendix 2) they have to conclude an agreement at 
State level.  

The legal procedure, which has to be followed to conclude such an agreement and to make it 
binding in the legal order of the signatories, depends on national constitutional requirements. 
The national constitutional requirements will have to be identified in details during the 
development of the agreement. 

It would have to be explored by the national administration if – pending the completion of the 
ratification process – a provisional application of provisions of the State level agreement 
would be possible. 

The EUROCONTROL Delegation of ATS Task Force26 is currently in the process of 
developing a “Model State Level FAB Agreement”, including the appropriate guidance 
material. On the basis of the findings of the EUROCONTROL SES FAB report, the following 
key issues have to be addressed by the agreement: 

·  Sovereignty; 

·  Security and defence; 

·  Establishment and management of the FAB; 

·  Air navigation services provided in the FAB; 

·  Airspace design and management; 

·  Modification of a FAB; 

·  Designation of ATS providers; 

·  Supervision; 

������������������������������������������������������
25The representative of The Former Yugoslav Republic of Macedonia has expressed reservation to 

include institutional items in the Working arrangements. 
26 The Delegation of ATS Task Force is composed of (predominantly) legal experts from 

EUROCONTROL Member States, their ANSPs and the European Commission, chaired by the 
EUROCONTROL Legal Service. 
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·  ANS charges and other financial arrangements; 

·  Contingency; 

·  Liability; 

·  Investigation of accidents and incidents; 

·  Search and rescue; 

·  Accession of a State to and withdrawal from a FAB; 

·  Harmonization of technical equipment. 

Depending on the institutional framework chosen for the provision of Air Navigation Services 
in the respective contracting States, the approach taken in the State level FAB Agreement 
may vary and so would, in particular, its level of detail. 

3.5.2 Supervision in a FAB 

The States involved in FAB(s) must conclude an agreement on supervision with regard to the 
ANSPs providing services in the FAB(s) (Article 2.3 Service Provision Regulation, Ref. 3 in 
appendix 2). Nevertheless, depending upon the national decision, NSAs could be entrusted 
with additional national obligations. It can therefore be concluded that the question of 
supervision in FAB(s) is the more complex the more States are involved in the FAB.  

As an institutional requirement, the Framework Regulation provides that the NSAs shall be 
independent of ANSPs, at least through functional separation. Apart from the institutional 
situation at national level, the major question that would have to be addressed is the 
institutional model to be chosen for the supervision in FAB(s) among following scenarios: 

·  One overall supervisory authority for the whole FAB, possibly in the legal form of a 
supra-national entity or organization 

·  One national NSA being entrusted with supervision of the FAB(s) on behalf of some 
or of all States 

·  Each NSA remaining responsible for “its part” of the airspace but an agreement 
between all NSAs aiming at maximum harmonization, or 

·  A combination of scenarios mentioned above. 

The legal form to be chosen for the NSA Agreement may vary, depending on the institutional 
situation at national levels (i.e. the relationship between each NSA and its State):  

·  NSA Agreement is integral part of the FAB Agreement between the States 

·  The States agree in the FAB Agreement to conclude an agreement on supervision 
(which could be an Annex to the FAB Agreement) 

·  The States empower their NSAs by virtue of the FAB Agreement to conclude an 
agreement on supervision; the FAB Agreement would outline the principles and 
mandatory requirements to be dealt with in detail in the NSA agreement. 

In any case, the institutional model to be chosen needs to be addressed in the FAB 
Agreement itself.  

3.5.3 Joint Designation 

According to Article 8.4 Service Provision Regulation (ref. 3 in appendix 2), the States in 
FAB(s) have to “jointly designate one or more ANSPs at least one month before the 
implementation of the block”. 

The “joint” designation is the only additional formal requirement of the designation in a FAB. 
Apart from that, the designation requirements are the same as in the national context and 



�

SEE FABA WG Report 2006-02-07 / Ver. 1.0 36/72 

�

determined mainly by Article 8.1-3, 5 and Article 10.3 Service Provision Regulation (Ref. 3 in 
appendix 2).27  

The ANSPs to be designated would have to hold a valid certificate confirming their 
compliance with the European Community requirements. This certificate should be delivered 
by the competent National Supervisory Authority. 

In the designation, the States may at their discretion define specific rights and obligations of 
the ANSPs that are related to the individual FAB (‘local conditions’) and that go beyond the 
requirements of the Common Requirements Regulation28 for obtaining a certificate.  

In the State Level Agreement, the States would have to decide how they intend to designate 
the ANSPs:  

·  Designation by virtue of the Agreement (little flexibility when designation would have 
to be amended or withdrawn); 

·  Agree on principles of designation and set out the details in a separate agreement; 

·  Agree on principles of designation and entrust the NSA(s) with defining the details of 
designation – e.g. in an agreement between the NSAs - and the act of designation of 
the ANSP as such. 

There may be more possibilities to address the issue. It should be noted, however, that the 
practicalities of designation are linked to questions of supervision in that eventually the 
compliance with rights and obligations will have to be monitored by the NSA(s).  

3.5.4 Defence and Security Aspects 

Defence interest must be safeguarded and could benefit from the implementation of FAB(s), 
Adequate civil military cooperation in applying the SES Flexible use of Airspace Regulation 
has to be ensured in order to obtain:  

·  An efficient use of airspace to satisfy civil and military needs; 

·  Safeguard of national security and national and international defence requirements in 
respect of national sovereignty. 

3.5.5 Liability Aspects 

The liability for the provision of air navigation services results from the States’ obligations 
under Article 28 Chicago Convention (Ref. 8 in appendix 2). As a principle, the State that is 
responsible for the provision of services is also ultimately responsible – or liable – for 
damage resulting from those services.  

In a FAB, the question of liability becomes more complex since there are more players 
involved than in a purely national environment. 

There are various options for the liability regime to be chosen by the States. The following 
essentials need to be addressed in the State Level FAB Agreement and possibly in related 
arrangements at lower level: 

·  The liability of States themselves as regulators (including NSAs) under Article 28 
Chicago Convention; 

·  Sovereign immunity; 

·  Liability of service providers; 

������������������������������������������������������
27 See also Article 9 Service Provision Regulation for MET services. 
28Article 7.4 and Annex II of the Service Provision Regulation allow for certain conditions to be 

attached to be attached to certificates to be issued to ANSPs. 
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·  Clear allocation of responsibilities between States, service providers, NSAs, 
recognized organizations and other players involved in a FAB; 

·  Recourse actions between States, States and service providers, service provider and 
service provider etc; 

·  Applicable law and jurisdiction; 

·  Relationship between criminal/civil liability; liability of the individual and corporate 
liability; 

·  Differences in the liability regimes in the individual States involved in a FAB; 

·  Adequate insurance cover (specific to a FAB, going beyond the Common 
Requirements). 

Even though questions of liability are a delicate issue, they may - from a legal perspective - 
not be the most difficult issues to be resolved when negotiating the FAB. It is, however, in the 
States’ very own interest to ensure that liability is appropriately and clearly addressed at the 
various levels of agreements to be concluded when establishing a FAB. 

 

Conclusion  

The institutional aspects related to the establishment of the FAB(s) are very complex and 
must be addressed very early in the establishment of the FAB(s). Basically, the SEE FAB(s) 
institutional model(s) have to be developed and agreed during the Definition Phase.  

 

�

3.6 Economic/Charging Mechanism 

The proposed draft implementing rules require that the airspace of the States should be 
organised into “Charging zones” (CZ) that is consistent with air traffic control operations, 
assuming that operational aspects will be the driver of the delineation of the FAB(s). 

Costs for air navigation facilities and services incurred in a CZ are eligible for recovery from 
airspace users in accordance with the provisions set out in the SES implementing rules on a 
common charging scheme and in consistency with the provisions governing the 
EUROCONTROL Route Charges System and relevant ICAO policies. 

The FAB chargeable costs will be established on the ground of common policy and rules of 
establishment and cost-base control that shall take into account the specific features of the 
national legislation. 

When a CZ is established over the sovereign airspace of more than one State and there are 
multiple service providers within the CZ, a clear and equitable sharing of revenue must be 
agreed by the States concerned. 

Prior to the division of revenue, the States concerned must agree upon the allocation of costs 
to the service provider(s) within each CZ/FAB. This will be influenced by the arrangements 
made for the service provision within each CZ/FAB and will as a consequence specific to 
each site. Agreements must be reached on the unit rate or rates applicable in the CZ(s) and 
on the distribution of that revenue. Whatever method is agreed it must be acceptable to all 
the States involved and communicated in a transparent manner to other States and the 
airspace users. This method should be as neutral as possible vis-à-vis the operations and 
should not put pressure on the structure of the service with a view to safeguarding revenue 
or market shares. 
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The management of the revenue division and cost allocation will need to be addressed. This 
could be achieved within the structures already available in each State or through the 
creation of a joint function for revenue collection and division for the given CZ/FAB. 

The issue of costs for services or infrastructure that are provided to the CZ/FAB operator(s) 
by the States/ACCs below the FAB must also be made transparent and taken into account. 
These might include CNS infrastructure costs, AIS services, provision of radar etc. 

The following issues need to be investigated and adequately solved: 

·  Fiscal regime (in particular in the case of ANSPs submitted to private law); 

·  Application of VAT29; 

·  Need for common conditions of application and therefore need for common 
exemption rules; 

·  Need for satisfactory rules for the sharing of revenues in particular when one of the 
ANSPs is subject to a price capping system. It would not be possible to have a price 
cap and a full cost recovery regime co-existing in the same CZ; 

·  Calculation and sharing of non-ANSP costs (e.g. regulatory costs, EUROCONTROL 
costs, etc.). 

3.6.1 Some of possible Scenarios 

Scenario 1 

·  ANSPs appointed jointly by States for whole FAB; 

·  Unit rates established on a national basis; 

·  Possible compensation agreed under the terms of the FAB/ANSP agreement. 

This is the “peer model”, i.e. each ANSP providing services in the CZ would remain 
autonomous. The ANSPs would have a commercial agreement to provide a seamless 
service, each one in its sub-zone, and to recover costs and share revenues. The need for 
fully transparent cost bases and for increased cost-efficiency would however remain of 
paramount importance.   
 

Scenario 2 

·  A single ANSP jointly appointed by States for whole FAB; 

·  Single unit rate; 

·  Possible compensation agreed under the terms of the FAB/ANSP agreement. 

In this scenario there is only one ANSP identified as the service provider. It receives services 
from third-parties (services, usage of infrastructure, and other service providers) who will act 
as suppliers i.e. bill their customer. The service provider will include the corresponding costs 
in its cost base. The cost-base is therefore unique, a unit rate is calculated. No revenue 
sharing is needed. 

 

Scenario 3 

·  ANSPs Joint Undertaking; 

������������������������������������������������������
29 It should be noted that both these issues touch upon the sovereignty of States. 
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·  Single unit rate established for the whole FAB; 

·  Revenue-distribution agreement under the terms of the FAB/ANSP agreement. 

In this scenario several ANSPs agree to form one joint undertaking. This model may be 
identical to scenario 2 in terms of cost-base establishment and unit rate calculation, if the 
joint undertaking is operationally autonomous. However, depending on the particular 
agreements, the joint undertaking may simply be a front for coordination between ANSPs 
and therefore forms of revenue sharing may be foreseen as in scenario 1. 
 

Scenario 4  

·  FAB agreement between the states; 

·  Autonomous national ANSPs jointly appointed by the states for whole FAB; 

·  Single cost base and unit rate; 

·  Revenue sharing based on chargeable costs for each participating state; 

·  Common policy on cost base establishment and control + cost effectiveness targets. 

It is still uncertain if the future (EC) common charging regulation will require a single unit rate 
per FAB. The SEE FABA WG will monitor this issue as it is presently under discussion at 
SSC level. 

Regarding the unit charge(s), studies currently recommend a more stepwise approach: first a 
transitional phase with different national unit rates followed by the introduction of a single unit 
rate after 3 to 5 years or in accordance to the Charging Scheme Regulation. 

 

Conclusion  

The economic and charging mechanism aspects related to the establishment of the FAB(s) 
touches upon the State sovereignty (fiscal regime) and economic interest of participating 
ANSPs and of the air space users while it should support the operational improvements 
created by the FAB(s). Therefore, the economic model has to be developed and agreed 
during the Definition Phase. 
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3.7 CNS/ATM infrastructure 

3.7.1 Area Control Centre  

Three different alternatives are seen in Europe today, the COOPANS project and the two 
approaches applied in the CEATS region, One System and the Regional Approach by 
EUROCONTROL. 

Different alternatives for a regional approach should be explored in connection with the 
establishment of FAB(s) SEE including, but not limited to:  

·  Developing a regional network, consisting of two or more main ATM centres in the 
region where the remaining sites will being remotely connected to one of the bigger 
sites; 

·  Harmonisation of the ATM systems in the whole region to enable coordinated and 
cost sharing of future upgrades, modernisation and maintenance; 

·  Two sites (for contingency reasons) being equipped with a common ATM System 
infrastructure, other sites connected remotely. 

Each and every of these alternatives have their advantages and disadvantages, and some of 
the alternatives might not be feasible due to technical or safety reasons. However, it is 
important to understand that any harmonisation and integration process shall be planned 
very carefully and the process must start now.  

Next steps concerning the harmonisation and integration of the ATM infrastructure should be 
based/ driven by common operational concepts, to be actually developed before effective 
implementation of next steps, while safeguarding present investments in ATM infrastructure.  

3.7.2 CNS Infrastructure 

Within the CNS infrastructure the situation is very different, as the work can start immediately 
and harvest the benefits as early as possible.  

Within the development of the common operational concept, harmonisation and integration in 
the CNS infrastructure could take place in several areas, such as: 

·  Implementation of a common surveillance strategy (including the possibility of ADS/B) 
and the implementation of a common surveillance infrastructure (including the 
possibility of implementation of ARTAS in the region distributing surveillance data to 
all relevant sites); 

·  Creation of a common backbone aviation network as a TCP/IP Common 
Interconnected SEE Regional Network (CIRN) to enhance the cross border exchange 
of information; 

·  Optimisation of the en-route navigation infrastructure; 

·  Optimisation of the number of radio sites and regional frequency management. 

The aim of the harmonisation and integration activities should be to establish a common 
harmonised and integrated CNS infrastructure to support the provision of ATS. The 
ownership of such structure depends strongly on the institutional framework, but the process 
should not depend on such a decision. 
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Conclusion 

The harmonisation and integration process will mainly be driven by common Operational 
Concepts, to be developed before actual activities are performed. At the same time, it will be 
important to safeguard the present investments in CNS/ATM infrastructure in order to 
reduce the cost base of providing Air Traffic services. 
Some planning and implementation activities may be initiated, such as: 

·  Development of a common harmonised and integrated CNS/ATM infrastructure to 
support the provision of ANS. 

·  Identification of other areas where a common approach should entail early benefits 
 
The implementation of regional ground-to-ground backbone network (CIRN project) is an 
area that is recommended by the SEE FABA WG as a candidate for early implementation. 
 
 

3.8 Safety Regulation and Safety Management 

As examples, two alternative solutions have been drafted illustrating two very different 
approaches concerning the regional approach to Safety Management/Regulation supporting 
the implementation of FAB(s). 

 

 
Figure 3 : Regional Approach to Safety Management, alternative 1. 

 

Within the above model as shown in Figure 3, the regional approach is ensured through the 
co-ordination bodies which endeavour that a number of common activities are developed and 
effectuated both at regulatory/supervisory and service provision levels, including common 
auditing, the common conduct of safety oversight processes and the development of a 
common Safety Oversight Manual, etc. 

This solution might be the initially most feasible one and might also be an initial step towards 
a larger integration between the different Safety Management organisations in the region.  

A more integrated solution or framework for the Safety Management is shown in Figure 4 
below. 
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Figure 4 : Regional Approach to Safety Management, alternative 2. 

 

This solution could be more advantageous in terms of effectiveness of its organisational 
structure, but its feasibility in SEE remains to be investigated. The structure will require 
changes in the legal framework of most of the States, as well as a common acceptance of 
cross border activities. 

This solution would efficiently support the implementation of FAB(s) while respecting State 
sovereignty. 

 

Conclusion  

Implementing a regional harmonised and integrated approach towards safety supporting the 
implementation of FAB(s) in the region should provide considerable benefits to the airspace 
users and to the organisations regardless of the chosen institutional framework for the future 
provision of services. 

For the Definition Phase it is highly recommended that steps are taken towards a close 
cooperation within the regulation area regarding the safety management area in a Just 
Culture environment. Furthermore, the development of the concept to establish a common 
safety oversight unit in the SEE region should be considered in the Definition Phase. 
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3.9 Human Resources and Training 

Human resource planning and training are key elements for the successful ANS provision 
and supervision for FAB(s). Therefore any FAB approach should consider these issues with 
high priority.  

The development and implementation of a regional approach should capitalize to the 
maximum possible extent on the expertise and experience available in the region.  
Coordinated human resource planning and common use of training products and facilities 
are clear benefits stemming directly from the FAB approach and should provide immediate 
cost savings to the participating States. Where significant changes in the roles and / or 
location of workers will be concerned, impact of these processes will be closely monitored in 
consultation with recognized staff representatives.  

Obviously, ATC in FAB(s) will require much more integrated training of civil and military air 
traffic controllers, technicians and support staff (e.g. flow managers and assistants) and, as a 
first step, common requirements and conditions for the involved training providers/institutes 
will need to be implemented. Thus short term benefits should be gained using existing skilled 
resources at regional level rather than at national level.  

The mobility of ATCOs and of other ATM personnel is strongly interrelated with Human 
Resource planning, therefore the issue of mobility has to be negotiated both at regional and 
national level as part of the social dialog. 

 

3.10 Dialogue with Social Partners 

The implementation of FAB(s) in Europe will change the current locally focused social dialog.   

While ATM regulation is still in most States provided by state employed civil servants the 
service provision side has become more and more independent from state control. 
Consequently, the nature of the social dialogue is changing. 

Based on the multinational dimension of a FAB, the locally driven social dialog will be 
extended to negotiations at regional or even at European level. The future modus vivendi 
should be set in accordance with the principles adopted by European Social Partners30. The 
modus vivendi should include involvement of recognized staff representatives at the 
appropriate level and at the appropriate timing during the development of the SEE FABA. 
Expertise of the ETF-JATMWG will be useful to define the modus vivendi. This process might 
support the consolidation of social agreements as well as the establishment of a common 
culture for social dialog for those States who are involved in the same FAB(s) service 
provision. The result could be a more harmonized and performance driven social policy 
based on close cooperation between National Supervisory Authorities and ANS providers 
and at the same time to provide employees with correct information in order to avoid rumours 
or wrong interpretation of the SES high level goals. 

 

Conclusion 

Social dialog in FAB environment shall be more “international minded” with the main goal to 
foster cooperation instead of competition. Therefore, it is of the highest importance to initiate 
coordinated bottom up social dialog at national, at regional and at European level. 

Human resource planning and training are important supporting elements of FAB(s). Clear 
and visible short term benefits can be gained in these areas if training programmes are 

������������������������������������������������������
30 As a follow up a on the Palermo conference reports from 4 sub groups were adopted by the Social 

Dialogue ATM working party on the 23rd of November 2005, see ref. 21 in appendix 2. 
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targeted towards FAB implementation and at the same time promoting the best ATM 
practices and sharing scarce instructor resources. The training focus on FAB(s) will bring a 
very much needed fresh input to the current ATC training and it will also pave the way for 
more harmonized ATCO performance matched with appropriate social benefits.  
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4. THE SEE FAB STRATEGY  

The SEE FAB strategy is based on principles described below and presents key lines of 
actions to be undertaken to apply the FAB approach into SEE. 

4.1 Principles 

The main principles are: 

·  The SEE FAB approach shall be operationally driven and produce visible benefits 
both for the airspace users and for the ANS providers by increasing the capacity, cost 
efficiency and safety levels of the services provided; 

·  The SEE FAB approach shall lead to a more effective manner in which ANS 
supervision and service provision are organised; 

·  The SEE FAB approach shall respect all existing regional arrangements and 
initiatives and make practical use of their ongoing results; 

·  The existing infrastructure in the region, as well as those developments where States 
and ANS Providers have made commitments, shall be respected and fully considered 
for integration in the establishment of the FAB(s);  

·  Defence interests shall be safeguarded; 

·  As the establishment of FAB(s) is under the responsibility of the States a clear 
political and economic framework is required to develop and to implement the FAB(s); 

·  The ANS Providers should play a major role in the development and implementation 
of the FAB(s); 

·  Active social dialogue shall be applied to support the SEE FAB(s) establishment. 

 

4.2 Strategy for Implementation 

The implementation should be based on: 

·  A step-by-step process that will combine an operationally driven development period 
with political decision milestones. The implementation should be composed of a 
Definition Phase and an Implementation Phase; 

·  Initiation of projects leading to enhanced cooperation in the SEE region; 

·  An evolutionary and incremental process for the transition from the existing situation 
to the establishment of FAB(s); 

·  Practical use of existing infrastructure and ongoing regional initiatives combined with 
a pan-European perspective; 

·  National skills and competencies. 

 

4.3 Enhanced Cooperation on Technical, Operational and Regulatory Matters  

During the process of establishing SEE FAB(s), a limited number of projects should be 
implemented. The aim of these projects, besides adding value and gaining common benefits 
on short and mid-term, includes demonstrating some of the benefits of the cooperative 
process.  
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When identifying specific cooperation on operational, technical and regulatory / supervisory 
matters, it was important to select areas that promote common understanding and 
improvement of cooperation. These projects are expected to generate the dynamics of 
cooperation, thus creating the co-operative environment needed for the successful definition 
and establishment of the SEE FAB(s).  

The SEE FABA WG has assessed that the following initiatives would provide clear benefits 
for all parties on short and mid-term: 

·  By initiating the process of setting up a Common Interconnected Regional Network 
(CIRN); 

·  By harmonising of ATC procedures and ATCO operational training; 

·  By developing the cooperation between the national regulators / NSAs. 

All three projects should be considered as enablers for the further progress toward FAB(s) 
implementation, however they are also independent activities which can be managed 
simultaneously during the Definition Phase. These carefully selected projects cover a 
technical domain, a human factors/training domain and a regulatory domain, which makes it 
an adequate combination of three important ANS areas. However, it is possible that other 
areas of cooperation are also investigated and acted upon in parallel with the SEE FAB(s) 
Definition. 

 

CIRN Objective : While SES and the industry are currently focusing on the higher level ATM 
concepts and systems, there seems to be unanimous agreement that an underlying 
international communications infrastructure consisting of a high speed & high quality IP 
based backbone network is a necessary key component for the provision of any-to-any 
connectivity and of the capacity and integrity that are necessary for tomorrow’s ATM 
applications. The setting-up of a SEE CIRN Internet Protocol (IP) network would satisfy 
business demand and provide the opportunities required for the expansion of future ATM 
concepts and capabilities in the SEE Region. 

 

The harmonisation of ATC procedures and ATCO operat ional training : The objective of 
this human factor project is to identify the reason(s) for possible differences in human related 
ATC performance, identify best ATC practices, assess the best use of training facilities, 
create common training and organisational practices and to enhance cross-border expertise 
of ATCOs. It is expected that addressing cross-border ATM training issues in proper way 
(including best practices and “just culture”) will prove very beneficial in the short term. 

 

Cooperation between NSAs : A cooperative process between NSAs will be necessary to 
ensure that an appropriate level of supervision is applied within the SEE area. The 
framework within which this process will operate will also need to ensure that optimum use is 
made of available national resources. 
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4.4 The SEE FABA Road Map and Working Arrangements 

The Road Map for the implementation of the SEE FAB includes three phases, the first of 
which has already been carried out (Figure 5). 

 

�

Figure 5:  Proposed Road Map 

4.4.1 Phase 1: Initial (or Study) Phase (April 2005  – February 2006) 

The first phase is concluded with this report, where the current situation, the benefits 
stemming from the FAB approach and the different key elements of the SEE FAB Strategy 
has been identified. 

Deliverables:  Report on the The Opportunities for the Application of The Functional Airspace 
Block Approach in South East Europe. 

Gate: DGCA meeting, 28 February 2006 in Brussels, deciding to start the Definition 
Phase. 

Period:    April 2005 – February 2006. 

4.4.2 Phase 2: Definition Phase (March 2006 – March  2009) 

The main objective of the SEE FABA Definition Phase is to deliver all the relevant 
implementation proposals in order to provide the participating SEE States a basis for the 
political decision to go/no go to the reorganisation of their airspace into FAB(s). 

The Definition Phase of the SEE FABA project shall be based on the most suitable working 
arrangements combining the political and financial support of the European Commission and 
the Stability Pact for South Eastern Europe with the technical expertise of EUROCONTROL 
under the governance of the participating States.  

The Governance of the Definition Phase is organised in three levels of responsibilities 
(Figure 6), as described in more detail in Annex B. The proposed governance and a 
transparent working arrangement between the above mentioned bodies shall ensure that 
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political governance, project management/supervision and task coordination/execution will 
be clearly separated. 

A social forum should be established with links with the appropriate levels at the governance 
structure in order to have a general view on the whole of the project and to be consulted. 
Involvement of staff representatives at level 3 would be discussed in the social forum. 

��

�

�

Figure 6  The governance of the Definition Phase is organised into three levels of 
responsibilities: The Governing Body, the Management Committee and the Coordination and 
Task Management. On the task level there are 4 Focus Groups.  

 

Level 1: The SEE FABA Governing Body 

The Definition Phase is directed by the “SEE FABA Governing Body”, which is composed of 
State representatives from the SEE FABA States31 together with the European Commission 
and Stability Pact for South Eastern Europe. The European Commission and the Stability 
Pact for South East Europe (herewith called the Stability Pact) provide the political 
framework under which the project is conducted. 

 

������������������������������������������������������
31 The Governing Body decides upon the participation of other States or Organisations to SEE FABA 

initiative.  



�

SEE FABA WG Report 2006-02-07 / Ver. 1.0 49/72 

�

Level 2: The SEE FABA Management Committee 

The SEE FABA Management Committee manages the SEE FABA Definition Phase.  

It is co-chaired by the European Commission and the Stability Pact and comprises of 
representatives of the Directors General of Civil Aviation and appropriate Ministry of Defence 
Authorities of the SEE FABA States along with representatives of from the ANSPs, CAAs 
and/or NSAs of the SEE FABA States and representatives from supporting States and 
organisations. 

The Management Committee should seek guidance, propose a project management plan, 
report progress and deliver a final report to the Governing Body. In addition the SEE FABA 
Management Committee will task expert organisations to carry out specific tasks and 
activities as presented in section 4 of Annex B. 

 

Level 3: Task Execution and Management 

As allocated by the Management Committee, tasks and activities are performed in Focus 
Groups (see section 4 of Annex B). 

EUROCONTROL manages and coordinates the tasks allocated by the Management 
Committee under one mandate issued by the European Commission in accordance with 
discussions in the Management Committee.  

 

Further description of the Definition Phase is provided in Annex B.  

Deliverables:  FAB scenarios with a preferred option, OCD, Impact Assessment, Safety 
Case, Business Case. 

Gate: DGCA meeting in March 2009 to make a political decision to proceed to the 
Implementation Phase. 

Period:     March 2006 – March 2009. 

4.4.3 Phase 3: Implementation Phase (April 2009 –) 

This phase will be based on the deliverables approved during the Definition Phase and has 
to be closely linked – like the other phases – to the main development in Europe in order to 
ensure consistency with the overall pan-European ATM system. As a first step of the 
implementation phase, a phased transition from the present environment has to take place, 

The phase includes the following actions: 

·  Developing the Implementation Plan; 

·  Developing Transition Plan; 

·  Defining the Implementation Schedule; 

·  Establishing the FAB(s); 

·  Commencing operations. 

Period: from April 2009 -  
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5. CONCLUSIONS AND RECOMMENDATIONS 

5.1 Conclusions 

This Report demonstrates that the FAB approach stemming from the Single European Sky 
Regulations would be feasible and highly beneficial, and that the definition and 
implementation of SEE FAB(s) should be considered necessary. 

Traffic forecasts indicate that the SEE States, as elsewhere in Europe, do face a continued 
challenge in meeting the needs of the airspace users and the ASNPs in the mid- to long term 
unless fundamental changes are implemented in the fragmented airspaces and ATM. 

The implementation of the FAB approach in the SEE States based on the strategy and 
recommendations contained in this document is the optimal response to meeting the 
challenges of improving the efficiency of the SEE ATM systems and contributing to seamless 
operation of the European ATM Network (EATMN). 

The common SEE ATM approach would be based on the operational requirements and not 
be limited by the existing national boundaries. It should cover, among other things, the 
airspace design and management, the certification and provision of Air Navigation Services, 
ATM/CNS systems interoperability, safety management, a common charging scheme for the 
provision of ANS based on cost recovery and harmonised ATM training practices and 
coordinated human resource policy. 

The regional cooperation and the existing ATM/CNS infrastructures as well as the planned 
and agreed improvements/upgrades should be fully considered for integration in SEE 
FAB(s).  

The strategy will allow the development of FAB implementation proposals through a 
Definition Phase before a political go-decision is made leading to an Implementation Phase. 
Time Scale for the Definition Phase is expected to go from March 2006 to March 2009, and 
time scale for the Implementation Phase is expected to be as from April 2009. 

Simultaneously to the Definition Phase, short- and mid-term benefits would be generated by 
initiating and pursuing co-operation projects to sustain the progress and credibility of the 
overall project.  
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5.2 Recommendations 
 

The Directors General of Civil Aviations of the participating SEE FABA States are invited:  

1. To accept the findings and conclusions of this Report. 

2. To approve and adopt the strategy outlined in this report and accordingly to initiate 
the Definition Phase. 

3. To agree on the Management Structure, tasks and Working Arrangements of the 
Definition Phase.  

4. To consider extending the participation on an equal basis in the SEE FABA Definition 
Phase to other adjacent States that express interest and commitment, as the FABA is 
of a pan-European character and in order to develop the project in a wider context in 
the region. 
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ANNEX A: TERMS OF REFERENCE OF THE SEE FABA WORKING  GROUP 

 

This Annex contains The Terms of Reference for the SEE FABA WG as it was approved by 
the SEE FABA Working Group at the 1st Working Group meeting in Brussels, 13 May 2005.  

 

1. Background 

The Directors General of Civil Aviation of Albania, Bosnia and Herzegovina, Bulgaria, 
Croatia, Romania, Serbia and Montenegro, the former Yugoslavian Republic of Macedonia 
and the UNMIK (“the Directors General”) have decided 1 of April 2005 to review opportunities 
with a view to implementing the Functional Airspace Block approach in South Eastern 
Europe in consistency with the rest of European air traffic management network. The 
European Commission, the Stability Pact for South Eastern Europe, Italy, Greece, 
EUROCONTROL and ICAO are supporting this initiative. 

A working group on SEE Functional Airspace Block Approach (SEE FABA WG) is created to 
support this task.  

 

2. Tasks 

The SEE FABA WG shall: 

·  Examine the current ATM situation and constraints in the region, and the associated 
impact on the expected traffic flows, evaluate what benefits will be gained from more 
integrated and less restricted ATM, taking into account existing initiatives on regional 
co-operation (ACE, CEATS); 

·  Identify key issues arising from the development of Functional Airspace Blocks in the 
region. The report on FABs to be released by EUROCONTROL in May 2005 should 
be considered as a reference in this regard; 

·  Evaluate possible cooperation on technical and operational matters in the region; 

·  Propose a strategy to implement FAB with an associated general action plan; 

·  Propose timetable and expected deliverables; 

·  Propose working arrangements; 

·  Identify supporting measures required for the successful conclusion of this initiative; 

·  Issue a report on the opportunities for the application of the FAB approach to the 
Directors General of Civil Aviation by the end of 2005. 

 

3. Participants 

The SEE FABA WG is comprised of representatives of the Directors General, the European 
Commission, the Stability Pact of South East Europe, Italy, Greece, EUROCONTROL, NATO 
and ICAO and could be open to other States and international organisations if appropriate. 

 

4. Meetings  

The Group is chaired by the European Commission and co chaired by the Stability Pact for 
South Eastern Europe. The Group decides the frequency and the venue of the meeting. 
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ANNEX B: PROPOSAL FOR THE MANAGEMENT OF THE DEFINIT ION PHASE 
 

This Annex contains the proposal for the management of the Definition Phase (planned for 
March 2006 to March 2009) as it was proposed by the SEE FABA WG at the 6th meeting in 
Brussels, on the 30/31st of January 2006. 

 

1. Introduction 

The SEE FABA Definition Phase is required to deliver all the relevant implementation 
proposals in order to provide the participating SEE States a basis for the political decision to 
go/no go to the reorganisation of their airspace into FAB(s). 

 

2. Governance 

The governance of the Definition Phase is organised in three levels of responsibilities. 

 

2.1 Level 1: The SEE FABA Governing Body 

The Definition Phase is directed by the “SEE FABA Governing Body”, which is composed of 
State representatives from the SEE FABA States32 together with the European Commission 
and Stability Pact for South Eastern Europe. The European Commission and the Stability 
Pact for South East Europe (herewith called the Stability Pact) provide the political 
framework under which the project is conducted. 

 

2.2 Level 2: The SEE FABA Management Committee 

The SEE FABA Management Committee manages the SEE FABA Definition Phase.  

It is co-chaired by the European Commission and the Stability Pact and comprises of 
representatives of the Directors General of Civil Aviation and appropriate Ministry of Defence 
Authorities of the SEE FABA States along with representatives from the ANSPs, CAAs 
and/or NSAs of the SEE FABA States and representatives from supporting States and 
organisations. 

The Management Committee should seek guidance, propose a project management plan, 
report progress and deliver a final report to the Governing Body. In addition the SEE FABA 
Management Committee will task expert organisations to carry out specific tasks and 
activities as presented in section 4. 

 

2.3 Level 3: Task Execution and Management 

As allocated by the Management Committee, tasks and activities are performed in Focus 
Groups (see section 4). 

EUROCONTROL manages and coordinates the tasks allocated by the Management 
Committee under one mandate issued by the European Commission in accordance with 
discussions in the Management Committee.  

������������������������������������������������������
32 The Governing Body decides upon the participation of other States or Organisations to SEE FABA 

initiative.  
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3. Working arrangements of the Definition Phase 

 

3.1 Role of the Governing Body 

The Governing Body meets at least once in a year and provides political guidance to the 
Management Committee. (The Chair may be ensured either by the European Commission or 
by the States in a rotating procedure). The Governing Body approves the SEE FABA 
Definition Phase implementation strategy submitted by the Management Committee and 
which should be periodically reviewed and updated based on periodic reports. The 
Governing Body is responsible for delivering the final report on the Definition Phase. 

 

3.2 Role of the Management Committee 

The Management Committee endorses the SEE FABA project management plan and the 
results/deliverables of the specific tasks, and provides guidance, in the framework of the 
mandate, to the Task Manager/Coordinator (EUROCONTROL) and to the expert bodies in 
charge of performing specific tasks. 

 

3.3 Task Execution and Management 

Experts designated by States, ANSPs and EUROCONTROL, will execute the tasks allocated 
by the Management Committee. 

The SEE FABA Coordination and Task Management ensured by EUROCONTROL will 
involve national experts of the SEE FABA States, on permanent or temporary basis, as 
required by tasks progress. 

 

EUROCONTROL in its coordinating role conducts the following activities: 

·  Forwards tasks organisation and planning proposals to be adopted the Management 
Committee; 

·  Fosters and supports active partnership between the States and ANSPs during the 
Definition Phase; 

·  Utilises to the best possible extent the existing relevant coordination mechanisms and 
fora, processes and stakeholders interfaces;  

·  Ensures full consistency with the relevant European developments (EU, ICAO, 
ECAC, etc.). 
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4. Tasks and Activities 

Tasks and Activities should be allocated by the Management Committee to organisation or a 
bundle of organisations. They should be grouped in Focus Groups as depicted in section 7 to 
this Annex. The tasks are described below: 

 

4.1 Description of Task and Activities 

 

Task/Activity Summary 

Operational Concept 
Document 

 

Prepare an Operational Concept Document for the 
implementation of FABs in South East Europe. 

The purpose of this document is to provide a list of high-level 
Operational Requirements that form an essential reference for 
project stakeholders in preparing operational and technical 
specifications needed for the implementation of FABs.  

 

Airspace Design and ‘FAB 
Scenarios’ 

 

Design of ATS Routes and ATC Sectors via the application of 
the Advanced Airspace Scheme and the construction of 
Sector Families.  

Develop appropriate operationally based ‘FAB scenarios’, 
which will provide the basis for developing implementation 
options once other relevant FAB Key Issues (see below) are 
taken into consideration. 

 

FAB Key issues 

 

Analysis of the FAB Key Issues (Operational, Technical, 
Military, Legal/Institutional, Economic, Social) within the SEE 
Region. 

 

Regional Developments 
Coherence 

 

Ensure coherence between the SEE FABA development and 
other existing and or planned regional developments. 

 

Business Case 

 

Analysis to show the likely costs and benefits of FAB 
implementation.  

 

Impact Assessment 

 

Based on the FAB implementation scenarios, carry out an 
Impact Assessment on the Key Issues so as to propose 
different options and the preferable solution. 

 

Safety Case 

 

Safety analysis to ensure that safety is maintained or 
enhanced in line with EUROCONTROL Safety Regulatory 
Requirements. 
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National Supervisory 
Developing cooperation 
between National 
Regulatory Authorities / 
NSAs 

 

To identify how the National Supervisory Authorities can 
combine their resources at SEE regional level.  

To harmonise the national regulatory process, and to 
investigate in which framework the necessary regulatory 
support to FAB(s) and obligations towards EC Regulations 
could be fulfilled. 

 

Initiating the process of 
setting up a Common 
Interconnected Regional 
Network (CIRN) 

To investigate the requirements for ATM communications 
infrastructure consisting of a high speed & high quality 
Internet Protocol based network. 

 

Harmonising ATC 
procedures and ATCO 
operational training 

 

To identify best ATC practices in the region, to assess the 
best use of training facilities, to create a common training 
culture and to promote regional knowledge and awareness in 
ATC Staff.  

 

 

4.2 Focus Groups  

The tasks are embedded into four Focus Groups with the following task and activity 
competencies: 

 

Focus Group 1: Operational Concept Document. Airspace Design. FAB Scenarios.  
 

Focus Group 2: FAB Key Issues. Regional Developments Coherence. 
 

Focus Group 3: Business Case. Impact Assessment. Safety Case. 
 

Focus Group 4: NSA Cooperation. CIRN. Harmonisation Procedures and Training.  

 

In the course of the Definition Phase rearrangements of the Focus Groups or creation of sub-
groups may be needed. In such cases it is for the SEE FABA Management Committee to 
decide. 

 

5. Supporting Arrangements 

The European Commission should: 

·  Issue a mandate to EUROCONTROL33 to ensure the coordination management of 
the tasks carried out under the authority of the SEE FABA Management Committee. 
The associated financial provision should include the reimbursement of mission 
expenses of SEE FABA participating representatives; 

������������������������������������������������������
33 In the framework of the framework contract relating to the provision of financial support to 

EUROCONTROL for the implementation of the Single European Sky and other Community policies 
(TREN/05/ST/F2/36-2), which was signed on 18th of October 2005. 
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·  Directly support the activities of the Governing Body, the Management Committee 
and specific activities to be decided by the Management Committee by making use of 
TAIEX organisational procedures and by calling on a contractor for administrative and 
appropriate technical support.  

EUROCONTROL should provide all supporting administrative and technical support under 
the mandate given by the European Commission. 

 

6. Timescale and Deliverables 

Current planning sets the start of the Definition Phase as 1 March 2006 with an end date to 
be determined but targeted by March 2009. The project plan will firm up these dates and will 
create a detailed schedule for the work. 

The deliverables are: 

·  The Operational Concept Document; 

·  FAB(s) implementation Scenarios; 

·  Initial Projects (NSA cooperation, CIRN, Procedures Harmonisation); 

·  Business Case; 

·  Safety Case; 

·  Impact Assessment; 

·  Final Report. 

The main deliverable will be the Final Report, which will enable a go/no-go decision to the 
Implementation Phase. 
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7. Governance Structure  

The governance structure together with the task breakdown is presented in the following 
diagram: 

 

�

�

�

 

States Representatives, as mentioned in the diagram above, are nominated by States 
(preferably from Ministries of Transport and Ministries of Defence) and provided with the 
appropriate mandate to take decisions on behalf of their State. 
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ANNEX C: DRAFT TERMS OF REFERENCE FOR THE GOVERNING  BODY 

 

This Annex contains the draft Terms of Reference for the SEE FABA Governing Body. The 
draft Terms of Reference are to be reviewed and approved by the Governing Body.  

 

1. Background 

Having approved the Final Report of the Study Phase submitted by the SEE FABA WG, the 
Directors General of Civil Aviation of Albania, Bosnia and Herzegovina, Bulgaria, Croatia, 
Romania, Serbia and Montenegro, the former Yugoslavian Republic of Macedonia and 
UNMIK (“the Directors General”) decided on the 28th of February 2006 in Brussels to set up 
the Definition Phase of the SEE FAB approach in the framework of the extension of Single 
European Sky to South East Europe. 

The Definition Phase should end in March 2009 with a “go/no go” decision to implement 
FAB(s) in SEE. 

 

2. Organisation of the Definition Phase 

The governance of the Definition Phase is organised in three levels of responsibilities: the 
SEE FABA Governing Body, the Management Committee and the Task execution and 
coordination level. 

The Governing Body is responsible for political oversight of the project.  

 

3. Tasks 

The SEE FABA Governing Body shall: 

·  Provide political guidelines for the SEE FABA Management Committee;  

·  Approve the SEE FABA Definition Phase implementation strategy submitted by the 
Management Committee (which should be periodically reviewed and updated based 
on periodic reports); 

·  Approve deliverables submitted by the Management Committee; 

·  Decide upon the participation of other States or Organisations to SEE FABA initiative 
and approve the conditions for the admission; 

·  Resolve high level civil-military issues; 

·  Identify supporting measures required for the successful conclusion of the Definition 
Phase; 

·  Submit the Final Report on the Definition Phase to the Ministers as a basis for 
decision to be taken on the implementation of FAB(s). 

 

4. Participants 

The Governing Body meets at least once in a year and provides political guidance to the 
Management Committee. (The Chair may be ensured either by the European Commission or 
by the States in a rotating procedure). Secretarial support will be provided by the EC. 
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The SEE FABA Governing Body is composed of 2 State representatives34 from SEE FABA 
States together with the European Commission, and the Stability Pact of South Eastern 
Europe.  

The Chairman may invite relevant States or organisations to provide useful contribution to 
the Governing Body, subject to the approval of the participants. 

 

5. Meetings  

The Governing Body meets annually or on specific request of one of the participating States 
and decides upon the venue. 

������������������������������������������������������
34 It is strongly recommended that states could ensure civil and military representation 



�

SEE FABA WG Report 2006-02-07 / Ver. 1.0 61/72 

�

 

ANNEX D: DRAFT TERMS OF REFERENCE FOR THE MANAGEMEN T 
COMMITTEE 

 

This Annex contains the draft Terms of Reference for the SEE FABA Management 
Committee. The draft Terms of Reference are to be reviewed by the Management 
Committee and submitted to the Governing Body for approval.  

 

1. Background 

Having approved the Final Report of the Study Phase submitted by the SEE FABA WG, the 
Directors General of Civil Aviation of Albania, Bosnia and Herzegovina, Bulgaria, Croatia, 
Romania, Serbia and Montenegro, the former Yugoslavian Republic of Macedonia and 
UNMIK (“the Directors General”) decided on the 28th of February 2006 in Brussels to set up 
the Definition Phase of the SEE FAB approach in the framework of the extension of Single 
European Sky to South East Europe. 

The Definition Phase should end in March 2009 with a “go/no go” decision to implement 
FAB(s) in SEE. 

 

2. Organisation of the Definition Phase 

The governance of the Definition Phase is organised in three levels of responsibilities: the 
SEE FABA Governing Body, the SEE FABA Management Committee and the Task 
execution and coordination level. 

The SEE FABA Management Committee manages the SEE FABA Definition Phase.  

It is co-chaired by the European Commission and the Stability Pact and comprises of 
representatives of the Directors General of Civil Aviation and appropriate Ministry of Defence 
Authorities of the SEE FABA States along with representatives from the ANSPs, CAAs 
and/or NSAs of the SEE FABA States and representatives from supporting States and 
organisations. 

The Management Committee should seek guidance, propose a project management plan, 
report progress and deliver a final report to the Governing Body. In addition the SEE FABA 
Management Committee will task expert organisations to carry out specific tasks and 
activities as presented in Annex B, section 4. 

The Management Committee endorses the SEE FABA project management plan and the 
results/deliverables of the specific tasks and provides guidance, in the framework of the 
mandate, to the Task Manager/Coordinator (EUROCONTROL) and to the expert bodies in 
charge of performing specific tasks. 

 

3. Tasks 

The SEE FABA Management Committee shall: 

·  Approve working arrangements for the Definition Phase; 

·  Task and supervise expert organizations e.g. EUROCONTROL to carry out specific 
tasks and activities; 

·  Approve periodical progress reports made by EUROCONTROL, ANSPs and States; 

·  Allocate, supervise and endorse the following activities and deliverables: 

o Project management plan 
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o Operational concept document 

o Airspace design and FAB(s) scenarios 

o Analysis of FAB key issues 

o Regional development coherence 

o Business case 

o Impact assessment 

o Safety case 

o National supervisory authorities cooperation 

o Common interconnected regional network  

o Harmonization ATC procedures and training. 

·  Identify and launch any other supporting activities, as required for the successful 
conclusion of the Definition Phase; 

·  Provide periodical progress reports for the Governing Body; 

·  Carry out tasks as defined by the Governing Body; 

·  Approve for submission to the Governing Body a comprehensive Final Report as the 
basis for the go/no go decision to be made. 

 

4. Participants 

Under the Chairmanship of the European Commission and the Stability Pact for South 
Eastern Europe the SEE FABA Management Committee is comprised of nominated 
representatives of the Directors General from the SEE States and UNMIK, representatives 
from the Ministries of Defence, supporting States and organizations: EUROCONTROL, 
NATO, ICAO, Italy and Greece. Secretarial support will be provided by the EC. 

 

5. Meetings 

The Management Committee meets every second month at a venue agreed upon by the 
Management Committee. 
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ANNEX E: THE OPERATIONALLY DRIVEN CONCEPT 

�

The operationally driven approach to the establishment of FABs as developed by 
EUROCONTROL and referred to in section 3.3 of this report, proposes a stepped 
methodology for airspace design. This methodology was presented to and supported by 
members of the Airspace and Navigation team (ANT)35 as a method whereby we co-
operatively could ensure a co-ordinated, pan European implementation of FABs that would 
prevent further fragmentation of the airspace. The proposed methodology is as follows: 

 

1. Define a Pan European, future ATS Route Network based on Traffic Demand, 
taking the Military Requirements into account.  

The Current ATS Route Network is not optimal and, together with its supporting ATC sector 
schemes, is constrained by FIR/UIR and ACC boundaries, military airspace and economic 
considerations of ANSPs. A Future ATS Route Network, offering more direct links and more 
conditional routes, through full application of Flexible Use of Airspace (FUA) should be 
developed to meet the traffic demand. 

The network would take account of predicted traffic growth and would be designed to better 
meet the requirements of the aircraft operators offering them more route options. This 
network should be commonly developed and agreed at a European level with input from civil 
and military representatives from all ECAC member States. 

 

2. Delineation of Sector Families around Areas of H igh Complexity and Traffic 
Density. 

Once general agreement on a network is reached it must be supported by efficient ATC 
sectorisation that will facilitate the efficient management of the future traffic. It is unlikely that 
the existing sectorisation will meet this requirement and it will therefore be necessary to 
review the existing boundaries and prepare a sectorisation plan that is adapted to the future 
route network. The AAS methodology proposes the identification of a volume of airspace (a 
Sector Family36) that is operationally coherent as a starting point for the further development 
of the sectorisation. The Sector Family can then be subdivided into elementary sectors. 

An analysis of the traffic distribution on the future network should be made to assist in the 
development of the supporting sectorisation. This should encompass all airspace in the 
horizontal and vertical plane to determine the optimal base level of each Sector Family and 
identify those areas where the ATC operations are most complex. Areas of high complexity 
can be identified by a number of factors including density of traffic, crossing points, volume of 
evolving traffic and the proximity to major airports or military activity. See Figure A1 below. 

 

������������������������������������������������������
35 Advanced Airspace Scheme (AAS), edition 2.1 Released Issue, 01 December 2004. 
36 A Sector Family would be made up of elementary ATC sectors (probably 3-8 elementary sectors) 
that are strongly interdependent, necessitating close and complex co-ordination and/or containing 
specific traffic flows or conflict areas. 
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Figure A1:  Side view for the identification of areas of high complexity. 

 

These areas of high complexity pinpoint the core of the sector families. Together with the 
identification of areas where the ATC operations are less complex an indication of the 
geographical and vertical limits of the Sector Families, based on operational criteria would 
emerge. The areas of low complexity will encompass airspace where there is an absence of 
main crossing flows, where strategic de-confliction through parallel routes is in place and in 
zones without dense evolving traffic. The Sector Family boundary should be placed through 
areas of low complexity (See Figure A2 below). 

 

 

Figure A2.  Sector Family Definition. Sector Families Boundaries are drawn within areas of 
weak interaction. They should never cross High Complexity Areas. 
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Starting the process with an optimal route network would ensure that the borders of the 
sector families are not constrained by national borders. Where possible the Sector Families 
would be adaptable into varying configurations to cope with changes to the traffic flows by 
adjusting the elementary sector boundaries 

In areas of high traffic density and high complexity (core area) where no ‘natural’ weak 
interaction exists, it might be necessary to ‘artificially’ create these zones to permit the 
delineation of a Sector Family where appropriate (as is currently done at some sector 
boundaries, to facilitate inter-centre co-ordination) 

 

3. Group the Sector Families into possible Scenario s for FABs  

Grouping Sector Families together based on operational connectivity will result in more than 
one grouping option depending upon the weighting given to the reasons for each grouping.  

So once the Sector Families have been delineated they should be grouped into possible 
scenarios for FABs.   

 

4. Definition of the FABs  

States, when assessing the different FAB Scenarios, will take account of additional factors 
such as impact assessments on the social, technical, military, economical and legal 
implications.  It may be the case that political, social or economic decisions will be the prime 
influence when grouping sector families to create the FAB. However, provided the integrity of 
the sector families is maintained, to the extent possible, the airspace can justifiably claim to 
be ‘based on operational requirements’. 
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Regulation).  

5. REGULATION (EC) No 552/2004 OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL of 10 
March 2004on the interoperability of the European Air Traffic Management network (the 
interoperability Regulation).  

6. AGREEMENT RELATING TO THE PROVISION AND OPERATION OF AIR TRAFFIC SERVICES 
AND FACILITIES BY EUROCONTROL AT THE CENTRAL EUROPEAN AIR TRAFFIC SERVICES 
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the Provisional Council of EUROCONTROL on 6 April 2006), see 
http://www.eurocontrol.int/prc/public/subsite_homepage/homepage.html  
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APPENDIX 3: LIST OF ABBREVIATIONS 
 

AAS Advanced Airspace Scheme 

ACC Area Control Center 

ACE ATM Cooperation and Coordination in South Eastern Europe 

ADS/B Automatic Dependent Surveillance/Broadcast 

AIP Aeronautical Information Publication 

AIS Aeronautical Information Services 

ANS Air Navigation Service 

ANSP Air Navigation Service Provider 

ANT Airspace Navigation Team 

ARTAS Advanced Radar Tracker and Server 

ASATC Aviation Safety and Air Traffic Control 

ASMGCS Advanced Surface Movement Guidance and Control Systems 

ATC Air Traffic Control  

ATCC Air Traffic Control Center 

ATCO Air Traffic Control Officer 

ATFCM Air Traffic Flow and Capacity Management 

ATM Air Traffic Management 

ATS Air Traffic Services 

ATSP Air Traffic Service Provider 

ANSP Air Navigation Service Provider 

  

BUL-ROM 
Bulgarian-Romanian initiative to create the pre-requisities for the establishment 
of a Functional Airspace Block 

  

CAA Civil Aviation Administration 

CAD Civil Aviation Directorate 

CANSO Civil Air Navigation Services Organisation 

CARDS Community Assistance for Reconstruction, Developement and Stabilization 

CARO Civil Aviation Regulatory Office 

CEATS Central European Air Traffic Services 

CIP Convergence and Implemenation Program 

CIRN Common Interconnected Regional Network 

CMS Central Message Switch 

CNS Communication Navigation Surveillance 

COOPANS Coperation between ANS providers  

CR Common Requirements 
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CZ Charging Zones 

  

DGCA Director General of Civil Aviation 

EASA European Aviation Safety Agency 

EATMN European Air Traffic Management 

EC European Commission 

ECAA European Common Aviation Area 

ECAC European Civil Aviation Conference 

ECIP European Convergence and Implementation Plan 

eFDPS European Flight Data Processing System 

ETF European Transport Workers’ Federation 

ESARR EUROCONTROL Safety Regulatory Requirement 

EU European Union 

  

FAB Functional Airspace Block 

FABA Functional Airspace Block Approach 

FABA WG Functional Airspace Block Approach Working Group 

FDPS Flight Data Processing System 

FIR Flight Information Region 

FL Flight Level 

FUA Flexible Use of Airspace 

  

ICAO International Civil Aviation Organization 

IP Internet Protocol 

  

JAA Joint Aviation Authority 

JATMWG Joint Air Traffic Management Working Group 

  

LCIP Local Convergence and Implemenation Program  

  

MET Meterological (Office) 

MoU Memorandum of Understanding 

  

NSA National Supervisory Authority 

NATO North Atlantic Treaty Organisation 

  

OCD Operational Concept Document 
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PRC Performance Review Commission 

PRR Performance Review Report 

  

ROMATSA Romanian Air Traffic Services Administration 

RNDSG Route Network Development Sub-Group 

  

SEE South East Europe 

SEE ATM Sout East Europe Air Traffic Management 

SEE CIRN IP 
South East Europe Common Interconnected Regional Network Internet 
Protocol 

SEE FABA SEE FAB Approach 

SEE FABA 
States 

Albania, Bosnia and Herzegovina, Bulgaria, Croatia, Romania, Serbia and 
Montenegro, The Former Yugoslav Republic of Macedonia and the UNMIK 

SEE FABA WG SEE FABA Working Group 

SES Single European Sky 

SESAME See SESAR 

SESAR Single European Sky ATM Research, formerly known as SESAME 

SMATSA Serbia and Montenegro Air Traffic Services Agency 

SMS Safety Management System 

SSC Single Sky Committee 

  

TCP Transmission Control Protocol 

TEN-T Trans European Network (-Transport) 

TMA Terminal control Area 

ToR Terms of Reference 

  

UAC Upper Area Control (Centre) 

UIR Upper Flight Information Region 

UNMIK United Nations Interim Administration Mission in Kosovo 

USOAP Universal Safety Oversight Audit Programme 

  

VAT Value Added Tax 

  

WG Working Group 
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