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The present document summarises the content of the presentations delivered during the 10th 
Florence Air Forum, for the first time organised in Budapest, and the following paragraphs offer 
short summaries of each presentation, illustrating the main points made and matters treated. The 
thoughts and opinions reported do not necessarily reflect the views of the contributors, as they 
have been collected by the authors of this summary. 

To open the presentations, go to fsr.eui.eu, choose “transport” from the top menu bar and select 
“Forums” among the “activities”. Clicking on the title of the Forum will take you to the relevant page. 
Alternatively, by clicking on a presentation’s icon you may activate an internet link taking you to the 
full presentation, when available. Presentations are hosted on the FSR website by permission of 
the authors. 

  

http://fsr.eui.eu/event/budapest-air-forum/
http://fsr.eui.eu/event/budapest-air-forum/
http://fsr.eui.eu/
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Single European Sky: 

the way forward 

Matthias Finger 

Director of the Transport Area of the Florence 
School of Regulation, EUI 

and Professor Ecole Polytechnique Fédérale 
de Lausanne 

 

Professor Matthias Finger welcomed the participants to the Budapest Air Forum, before introducing the 
day’s program. The context of the session was the way forward with Single European Sky (SES), focusing 
on the institutional, economic, legal and political impediments. SES has started in 1999 as an initiative for 
the defragmentation of the European airspace by aiming a more efficient ATM system. Yet, the progress to 
realise the initial ambitions is slow, the European airspace remains fragmented and capacity problems 
persists with rapidly growing air traffic. There are various reasons for its late implementation, categorised in 
the Air Forum discussion as institutional, economic, legal and political. However, recent technological 
developments, especially digitalisation, may create bottom-up approaches in contrast with current top-
bottom approach with too many actors. This may be possible given that appropriate institutional changes 
follow the technological progress. 

The previous Air Forums investigated the technical, performance aspects of the SES. The SES and how to 
achieve its performance targets was discussed at the 3rd Florence Air Forum (2012). Following that, the 4th 
Florence Air Forum (2013) aimed to analyse the consolidation of the SES by focusing on the change from 
physical legacy infrastructures to virtualized solutions. The 8th Florence Air Forum (2016) investigated the 
disruptive technologies in European ATM. Next, the 9th Florence Air Forum (2017) examined the SES 
performance regime, specifically the Reference Period 3 (RP3). This 10th Air Forum, for the first time in 
Budapest, continues to examine the way forward with the SES.  

As usual at the Florence Air Forums, discussions during the day follow four guiding topics, in particular with 
the way forward with the SES and reasons for its late implementation. 

• The Single European Sky – why is its implementation late? 
• Which new ideas for a future architecture of the European Airspace? 
• The implementation of the vision, how will we get there? 
• Identifying Key Problems of the Single European Sky / Future Outlook 
 

 

 

 

 

 

 

https://drive.google.com/file/d/1oTVSvd_l7xqJBj02Hv9FiXZfG7qr-qBf/view
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Single European Sky: the way forward  

Kornel Szepessy  

CEO 

Hungarocontrol  

Mr. Szepessy started his speech by welcoming the participants to the Air Forum. Specifically, he addressed 
the importance of the forum as a policy-related academic event in accordance with the Florence School of 
Regulation. He emphasised that the ATM sector is in a dynamic change. Mr. Szepessy stated that 
cooperation at the European level may not be always easy, but it is crucial for the progress of SES. Hence, 
there is a definite need to create the momentum and direction for the SES. The Budapest Air Forum should 
enable an open discussion where all participants express their ideas as experts for the implementation and 
future vision of SES. 

The European ATM environment is in a fast-changing environment with potential disruptive forces and rapid 
technological developments. In order to keep up with these changes, new business models and markets 
are on the verge of development. These global challenges may reshape how aviation and ATM currently 
operate. Additionally, Mr. Szepessy emphasised that new models of service provision will emerge. He stated 
that it is the actors’ responsibility to make SES a successful sustainable initiative.  He noted that the new 
ideas that emerge today not only reshape aviation but also other sectors. In that regard, Budapest Air Forum 
will contribute to the objectives of the SES by pointing the reasons for its late implementation, and how to 
define the future vision. 
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Single European Sky: the way forward  

Filip Cornelis 

Director, Aviation 

European Commission, DG MOVE 

 

Mr. Cornelis welcomed the participants to the Air Forum and noted the importance of the discussion and 
looking out of the box for the developments in Single European Sky. He explained that they are currently 
reaching to the end of a political cycle, where European Commission is building up the vision and future for 
the next cycle. The second reference period (RP2) that began on 2015 is also coming to its end in 2019. 
Furthermore, SESAR is also reaching to the definition phase for SESAR 3 in the aspects of future 
technologies and governance. The collaboration with other European organisations is key for European 
Commission to progress.  

The critical situation with delays and cancellations is becoming a major issue for European aviation through 
this year. This results also in increased costs for the aviation sector. Mr. Cornelis stated that we, as the 
European aviation, are on a track which is becoming unsustainable. He added that necessary technological 
changes should be put in place, which is also problematic in the political level. Moreover, it is also becoming 
important to see the challenges within SES, its definition and its future. Mr. Cornelis emphasised that the 
actors in European aviation should work together to define the future of SES. 

In the following reference period (RP3), the European Commission wants to make a detailed analysis of 
where and why we are at this current situation with SES. Then, he highlighted the importance of seeing the 
future options for SES by broadening the discussion and involving all the actors. Mr. Cornelis mentioned the 
approach of the previous day’s discussion of the forum as: technology, economic, political and legal reasons 
for the late implementation of SES. He mentioned that for SES to deliver its benefits, the EC needs to give 
the right incentives for the actors in the system. Mr. Cornelis concluded that structural solutions should be 
agile, interoperable, competitive, and scalable. He summarised that “we have the instruments to guide the 
regulation, SESAR funding, schemes and institutions. Yet, to make SES work, we have to convince all 
stakeholders that the evolution for the system is a necessity”. 
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Single European Sky – Why 

is its implementation late? 

Matthias Finger 

Director of the Transport Area of the Florence 
School of Regulation, EUI 

and Professor Ecole Polytechnique Fédérale 
de Lausanne 

 

 

Prof. Matthias Finger started the presentation with a summary of the preparatory session, focusing on 
institutional, economic, legal and political reasons presented the day before, On November 8, by him, 
Kenneth Button, Ivan Arnold and Maurizio Castelletti respectively. 

First, the institutional reasons are summarised stating that there are too many actors involved in the 
implementation of SES. This, in turn creates overlap of responsibilities and roles between actors. Yet, the 
data layer, by itself, has the means to separate the operations and services and possibly become an 
infrastructure with new actors. Consequently, coordination to implement new digital technologies is turning 
into a bottom-up approach. However, the mismatch between the technological possibilities and institutional 
arrangements inhibits progress. A possible solution lies in the simplification of the institutional framework 
and clarification of the roles and responsibilities of the actors. 

Among the economic reasons for the SES late implementation, the first is the overambitious economic 
targets, which are in reality more of a social return rather than economic. Secondly, Kenneth Button 
mentioned that economic success in European ATM environment is hard to measure. Additionally, there 
would be a need to modify the pricing scheme of the ATC charges to initiate incentives for economic benefits. 
Internalisation of externalities may be a solution in this case. 

On legal reasons, Ivan Arnold pointed out the regulatory uncertainty both favouring disruption and inaction. 
This will create the possibility of regulatory hole for the new actors penetrating the market. Combined with 
the confusion of state prerogatives and economic activities, there is ambiguity on the application of 
competition law in European ATM. The ambiguity of the definition related to public value choice, role, status, 
and data still persists and affects the progress of the legal aspects. Focus on public values, driving policy 
objectives and regulation may be a way to overcome this ambiguity. Another challenge is to see data as a 
commercial good or as an ATM infrastructure. Yet, how to regulate and govern data will be a future problem 
to address. 

For the political side, Maurizio Castelletti emphasised the misalignment of interests in national and European 
level. He added that lack of political will, independent and competent supervisory authorities make the 
progress slower. The increasing traffic and new technologies would be a remedy for the convoluted political 
actors, where from crisis will emerge a political will. 

 

  

https://drive.google.com/file/d/1aNLB0T5Re5XsXaCKXti0YcQTlsnhHYRf/view
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  Network Manager Perspective. 

The Single European Sky – Why is 

its implementation late? 

Joe Sultana 

Director Network Manager 

EUROCONTROL 

 

 

Mr. Sultana approached the reasons for the late implementation of the SES from the Network 
Manager’s (NM) perspective. He started his presentation by explaining the growing and stagnating 
air traffic by giving an example of the map of European air traffic on June 17, 2018. It is clear that 
during peak air traffic (i.e. summer), the capacity crunches happen to the points that the system 
may not be able to cope in the future. Mr. Sultana continued to explain that year-to-date network 
en-route delays are increasing exponentially by year. He also stated that the main cause of delays 
are capacity and staffing, weather and disruptive events respectively.  
 
Mr. Sultana presented the delays and flights graph between 2008-2018 and stated that even though 
SES has reduced delays for the period of 2012-2017, for 2018 SES does not bring enough 
improvements to reduce delays. He went on to describe his opinions for the late implementation of 
SES. First, national or local interests focused on safeguarding of existing commercial and national 
status. Second, FABs are not successful since they are not adequate vehicles to drive SES 
implementation. Third, there did not happen any crisis to give necessary momentum and political 
support for change. Additionally, there is no effective mobility challenging ATCOs, ANSPs and 
market forces. Finally, the lack of commitment to network approach still makes the system remain 
defragmented. He proposes that it is time for SES to come with a next big project rather than 
tweaking the system with minor improvements. Mr. Sultana stressed that the work done on the 
Future Airspace Architecture Study (2018) must deliver more results than in 2010 on the Advanced 
Airspace Scheme. For 2018, the congested ACCs and delay forecast from NM shows significantly 
increasing values. Delays around 6-7 minutes per flight has been already recorded for 2018. Mr. 
Sultana presented the reasons by structurally addressing causes of ATC workload. The main 
solution is eliminating airspace structure constraints with a seamless airspace design. He added 
that harmonisation of ATM system support, ATCO tasks and operational procedures is a key to 
reach this objective. Consequently, these improvements  should be supported by SESAR 2020 
Vision Technology by providing seamless Free Route Airspace operations and stepped gradual 
coordinated operational implementation. 
 
Mr. Sultana continued with describing his vision for the European ATM system 2020-2035. Starting 
with ATC services, he pointed that upper airspace services can be provided from any location 
achieving higher safety standards and full scalability in the future. This would be followed by the 
European ATM systems acting one by standardising its functions. Additionally, digital infrastructure 
will enable underpinning CNS and flight data services at continental or worldwide levels through 
market mechanisms. Mr. Sultana added that in order to get there an upgraded airspace 
organisation, network capacity management, operational procedure and technology are pre-

https://drive.google.com/file/d/1ny8pJNz3L0ADv5ZV8BfHLc6dTKNXih8-/view
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requisites. Additionally, shifting from the input focused micro-management and prescriptive 
framework to the output focused service performance-oriented framework is necessary for this 
change. Hence, airspace users would pay for the service they receive and infrastructure they use. 
From SESAR perspective, this can be achieved by capitalising on the level of harmonisation with 
the first batch of SESAR upgrades. 
 
Mr. Sultana concluded with visualising the European ATM from 2025 – 2035. By 2025, the 
technological enabled would be: free-route across ECAC and optimised airspace to support 
increasing traffic. Following that, by 2030 virtual centres, dynamic airspace configurations, CNS as 
a service would take place. Gradually, transformation to flight/flow centric operations, trajectory-
based operations and service-oriented air traffic management will happen. He finalised that 
technically we have the answer, but he wonders if there is will to overcome the current blockers 
and the commitment to deliver. 
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Single European Sky – Why is 

its implementation late? 

Marc Baumgartner  

SESAR/EASA Coordinator 

International Federation of Air Traffic 
Controllers’ Associations  

 

Mr. Baumgartner started his presentation by pointing out that as humans we have a tendency to judge with 
Hindsight and that the work is seen from a different perspective, when it is prescribed, imagined and 
disclosed as to when work is done. This counts as well for the work of SES.  He continued by presenting 
numerous publications that are related to SES and its implementation. He stated that even though we know 
the problem and what is to be done, it is hard to realise the goals of the SES. Mr. Baumgartner made a few 
preliminary remarks: SES is tweaking an already working system to improve the already high overall 
performance  

Mr. Baumgartner emphasised the importance of close cooperation between the stakeholders, where domain 
experts should be involved in order to find the right technological solutions. Then, he continued with 
explaining the reasons of why the SES implementation is late. First, he pointed that there exists diverging 
interests of the actors, which are fighting for power. Second, EC has become a micro-technical regulator 
instead of policy maker. Third, institutional fragmentation has been created and increases and investments 
continues into old technologies. Moreover, the current route charging mechanism hinders the network-
centric approach. Yet, there needs to be a change in the business model of the manufacturing industry. 

The presentation continued by asking the question, if all the decisions makers, who were involved do 
understand the same thing under Single European Sky, or each of them had a different opinion about it. .. 
He explained the European Commission's toolbox to achieve a Single European Market is being applied as 
well to the SES. First by bringing forward the European ambitions by providing a feasible legal framework. 
He explained the history of SES from 1999 to SES II+ (2013), and questioned about what kind of 
technologies would enable the progress. Additionally, he summarised his approach on looking to SES as 
separated in technology, legislative, safety and airport pillars. These four pillars actually determines the SES 
performance and are similar to other transport modes targeting high-level transport objectives. However, in 
reality the European ATM system becomes too complex with many different EU regulations and 
consultations. Mr. Baumgartner exemplified the situation by showing a number of Commission Implementing 
Regulation related to EU aviation. 

Mr. Baumgartner continued his presentation by explaining the misalignment between the institutional and 
technological actors in SES. He stated a socio-technical approach should be taken to create the necessary 
momentum for market actors to act. Yet, he added that number of actors are increasing in European ATM, 
which makes the case more convoluted. Mr. Baumgartner, then moved on to explain what has SES brought 
to European air traffic controllers. He mentioned that he already has improved technologies in his centre for 
aiding ATCOs, and even implementation of these technologies to other centres can increase productivity, 
hence performance and costs. Yet, non-standardised data and information flow between nodes in the 
network create synchronisation problems. Mr. Baumgartner exemplified this situation by showing different 
types of flight plans in various systems in the European ATM. He added that currently there are technologies 
that can enable better performance and cost-efficiency. However, as in the case of smart phones, first we 
need a common standard first and then the implementation of services as application should come naturally. 
Mr. Baumgartner concluded his presentation by stating that the disruption will come from the outside the 
European ATM system and there are apparent signals of this change. 

https://drive.google.com/file/d/1cP4i2viVQwCmkqrOXH6ybGCEcBoxJLtc/view
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Why is the SES 

implementation late? 

Alexander Hanslik 

Director 

Corporate Strategy and International Affairs 

Austro Control 

 

 

Mr. Hanslik started his presentation by confirming that the SES implementation is perceived as being late. 
In fact, it seems to have become a commonplace that SES is a failure. But why is that?  

Mr. Hanslik suggests that this can be put down to two factors: 1. unrealistic expectations and 2. a reluctance 
to acknowledge progress. 

The historical SES targets (among others, a 50% decrease in unit cost) were largely derived from a 
comparison between the EU and the US, arguing that the US System is much more productive and cost 
efficient. However, analyses carried out by FABEC show that these comparisons are misleading. Their 
(rather different) approach to comparison yields opposite results. Hence, from the very beginning, the SES 
initiative has had to fight a losing battle, trying to deliver on targets, or rather aspirations that seem to lack 
reasonable foundation. 

To make things worse, there seems to be a reluctance to acknowledge progress that has been made. Even 
the European Court of Auditors’ report confirms that – among other things – cost has gone down and 
performance has improved – but hardly anyone seems to make this point when SES is criticised. By contrast, 
SES is accused of failing to address a “5bn Euro problem” caused by system inefficiencies – a number that 
is being circulated but hardly ever explained, much less substantiated. 

The consequence of all this is that SES has a horrible reputation which is unjust, given all the efforts invested 
by all stakeholders, and anything but helpful for the process, as it is daunting to know that, whatever you 
do, it will never be enough. 

However, there is no doubt that the operational performance of the aviation system, including ATM, has 
been awful in 2018. The ATM industry has concentrated on cost containment during almost a decade of 
stagnation, and can hardly cope with the sudden return of strong growth. With hindsight, failing to adequately 
invest in due time can be criticized, as this is the main reason for the capacity crunch we’re in now. But on 
the other hand: who would have supported huge capacity investments and the associated cost ten years 
ago? The regulators would certainly not. If we want to escape the pork cycle, we have to take a decision to 
invest in capacity independent of forecasts and business cycles.  

Rather than bashing the SES initiative altogether, we should be discussing what we need to do to improve 
the situation. In fact, this is what is happening right now. The Network Manager is preparing emergency 
plans for the next summer (short term actions), and the SJU is preparing an airspace architecture study, 
laying out the future target organisation of the ATM industry, and a roadmap to get there (long term). Both 
initiatives are supported by all aviation stakeholders. The short term actions will not make the capacity 
shortage go away, but they will alleviate the problem. The airspace architecture study will not make the task 

https://drive.google.com/file/d/1tXtCnshtRrUN_0cmHmZf8ADNnL-JLEm4/view


 

 

10th FLORENCE AIR FORUM SUMMARY “SINGLE EUROPEAN SKY: THE WAY FORWARD” 9 

NOVEMBER 2018 

to transform the ATM industry less difficult than it is, but it will be a clear and well founded strategy for future 
developments. Anyone saying SES does not deliver is invited to come up with better ideas. 

 

 

 

 

Why is SES implementation 

late? 

Choorah Singh 

Deputy Director Operations Control 

Ryanair 

 

Mr. Singh started his presentation by focusing on what has been achieved until now in SES. He stated that 
four basic regulations (framework, airspace, interoperability, service provision), roles and responsibilities of 
SES institutions, technological pillars and EU funding has been set up. However, he stated that there are 
missing improvement areas: high level goals, FABs, Seamless European Airspace (EUIR), and 
Eurocontrol’s role in SES. From his perspective, the reasons for this is lack of will, commitment and 
innovation.  

First, Mr. Singh presented that there is protectionism that creates barriers to change the SES. Moreover, 
this inhibits will to disrupt status quo, make transformational change or consolidation of businesses, assets 
and infrastructure over European ATM. Second, state-owned national monopolistic service provides attempt 
to protect their core services in the interest of national security and sovereignty. He added that protectionism 
is definitely not customer focused or delivering benefits to customers.  

Mr. Singh continued to describe that fragmentation happens due to lack of commitment in various areas. 
These are: network approach, optimisation of airspace across borders, true system interoperability, common 
business continuity plans, harmonising of systems and services, and rationalisation of centres or systems 
respectively. He stated that these factors are also the barriers of success to the implementation of SES. For 
the barriers to entry, he argued that there is a lack of innovation in SES. He pointed that SESAR enables 
collaboration but without innovation aspects. The speed of implementation is too slow and technology is 
institutionalised. Adding the resistance to high-potential innovative solutions, outdated ground air traffic 
technologies stays incompatible with the modern aircrafts. 

The European air traffic is increasing steadily, and delays are pushing to its worst levels in history. Mr. Singh 
explained that change is needed to both deliver capacity and demand overall in Europe. This should also 
be implemented in regards to safety, cost-efficiency and environment. Mr. Singh concluded with quoting 
from Robert F. Kennedy “Progress is a nice word. But change is its motivator. And change has its enemies”. 
He stated that to enable change in European ATM is challenging compared to provide progress in the current 
European ATM system. 
 

 

https://drive.google.com/file/d/13x2_TzM1tvyQYmRE2YF2xnGplVeyPyrL/view
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Which new ideas for a future 

architecture of the European 

Airspace? 

– Can technology solutions 

be an enabler for change? 

Peter Hotham 

Deputy Executive Director 

SESAR Joint Undertaking 

 

Mr. Hotham started his presentation by stating that we should look to the both sides of the coin while 
explaining challenges of SES. On one side, there are challenges related to the capacity, where year-by-
year it is building up. On the other side, resilience needs to increase to handle week-on-week and day-to-
day demand variations during the capacity build up. He explained that these problems are not new, but the 
old solutions are no longer able to cope with this build up. Then, he showed that if there is no change the 
Network Manager (NM) is forecasting delays of 8.5 minutes per flight by 2035. The current solution of further 
sectorisation of airspace is becoming operationally impractical. In the future, increasing number of ATCO 
staff is likely to have marginal or no gain and increased staffing will also be highly costly. He added that the 
EU performance scheme has so far proven ineffective to contain the current increase in delays. The uptake 
of technologies is too slow, even though some of them are available and consequently he pointed to the 
urgent need for accelerated technology uptake. 

The presentation then moved on to the question what do these challenges mean to the European ATM and 
its future. Mr. Hotham explained that the key drivers of disruptive growth in traffic size and automated 
systems create an environment for unprecedented level of diversity and complexity. By 2050, tens of millions 
of digitally connected flights with highly automated vehicles are expected to disrupt the current structure of 
the ATM system. In the future, this level of unprecedented heterogeneity in the airspace will require further 
data infrastructure coherence in air-ground domain with interoperable connectivity to ensure a scalable, 
flexible, secure, sustainable, cost-efficient and resilient system with sufficient safety levels.   

Mr. Hotham explained further on how to meet these challenges by mainly focussing on a combination of two 
aspects: optimising services and introduction of advanced, automated technical system capabilities. By 
optimising services, he suggested this would enable full cross-border free-route airspace with optimised 
configurations of airspace and transformation towards trajectory-based operations to overcome the 
scalability limits of airspace sectors. On the other side, changes to technical system capabilities need to 
focus on further automation, virtualisation, seamless data exchange and full interoperability between 
systems. These changes would enable the ATM system to move from a fixed physical infrastructure to the 
flexible delivery of services that is transparent to airspace users.  

To be viable the current system must also be able to transition from today to this future ambition. Progressive 
introduction of key technologies and services is key to developing a seamless European ATM system. Mr. 
Hotham provided a possible roadmap, supported by airspace re-configuration, first-mover incentives, 
operational change, service orientation and the introduction of key technologies under development by the 
SJU, in support of meeting the challenges and focusing on long-term ambitions. These developments start 
with free-route across ECAC, optimised airspace and a synchronised technology update by incentivising 
early adopters in the period to 2025. Following, during the period to 2030, this will add virtual centres, 
dynamic airspace configurations, connected systems and advanced automation, and CNS as a service as 
the major developments that he foresees. Then by 2035, this enables a transformation to flight/flow centric 

https://drive.google.com/file/d/17WN_XVTj6ixwPkILfNsBQutBjbceNaU6/view
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operations, service-oriented and data centric air traffic management that is both scalable and resilient both 
demand fluctuations and unexpected events – capacity on demand.  

To achieve these ambitions, we need a new model for ATM service delivery; providing capacity on demand, 
fully interoperable service-oriented and location-agnostic data services with change enabled by rewarding 
the early adopters. 
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SES future 

Eric de Vries 

Ministry of Infrastructure and Water 
Management, Netherlands 

 

Mr. de Vries started his presentations by firstly describing his considerations related to the implementation 
of the SES. He emphasised that air traffic will continue to grow, maybe to double by 2035 in Europe. 
Furthermore, EUATMN faces severe performance problems in capacity (increasing delay figures) and 
environmental performance. SES implementation is hampered due to diverse interests, little learning of best 
practices, with only partial improvements achieved on areas, such as FRA, virtual centres, and ATCO 
productivity and rostering. Regarding SES, there is too much fragmentation related to institutional, regional, 
airspace and service provider aspects. Additionally, SESAR still has not delivered short-term improvements 
and does not encourage true innovation, defragmentation and restructuring. There is a lack of clear 
attribution of roles in SES, which does not fit with the national responsibilities. Consequently, there is need 
to form a common vision for SES, while also balancing expectations on the project and staying away from 
having only negative views on the achievements of the ANSPs and the ATCOs. 

The future requirements for SES are presented in the next section of the presentation. Mr. de Vries pointed 
out that European aviation sector needs a high-performing European ATM system to cope with the global 
competition in aviation. Second, EATMN requires structural improvements to facilitate the growing traffic, 
cost-efficiency and environment. Third, a Pan-European approach for ATM should be kept including EU and 
non-EU states. Fourth, the civil-military dimension needs full attention as well as Europe’s position in the 
global developments. Additionally, all actors, including airspace users, have to actively execute their 
responsibilities to contribute to the performance of EUATMN. This should be done by clarifying the 
responsibilities of actors in SES. Accordingly, SESAR should also deliver short-term benefits by investing 
on the right technologies and restructuring projects. The performance scheme should set long-term goals 
and stop with the current micromanagement through 5 year RPs. 

Mr. de Vries explained further on how the SES airspace should be improved. For the airspace architecture, 
concepts such as FRA, dynamic sectorisation, A-FUA, 4D trajectory, flow-centric approach, ATFM, and 
FL600 should be put in place. These concepts are enabled by technologies such as, PBN, SWIM, virtual 
centres, remote towers, GNSS, and cloud-based systems. Yet, these changes should also be supported by 
aligning governance, organisation and human factors. Delivering performance is key to make sure that civil, 
military and new entrants requirements are met.  

Mr. de Vries then described his view on the new SES set-up. First, he suggested that putting Network 
Manager (NM) in a stronger and central position in Europe is key to run the network by setting the (daily) 
requirements and proposing airspace redesign and. Second, states to be fully responsible that their ANSPs 
deliver the capacity and environmental requirements as set by NM. Third, to ensure political commitment 
and execute their sovereignty the EC and the States should agree  the Network Strategy Plan in parallel 
with the SES setting the rules and long-term performance targets for the EUATMN. Finally, he proposed 
that EC should refrain from NM governance, as it is not responsible for service provision. Eurocontrol should 
remain the NM. 

https://drive.google.com/file/d/1YktlEjSnKiwsRFpEP2QBeQvswoGz5OgN/view
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Mr. de Vries finally presented his views on the arrangements for the new set-up. States, both civil and 
military, should govern the NM at strategic level (NSP, NM budget and appointment of the Director) and 
supported/advised by a stakeholder board. This board, being the NMB with an adapted responsibility, should 
be responsible for the operational level through the NOP and its execution through CDM with the operational 
stakeholders. In order to enable the new set-up new regulatory approach is needed based on better, smarter 
and performance based regulation. Second, NM should set daily/monthly/yearly performance requirements 
for ANSPs and ACCs based on long-term goals. Third, SESAR should invest for the long term on the 
implementation of new technology and concepts that go alongside with structural changes and 
defragmentation. And for the short term through exchange and implementation of best practices. 
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Which new ideas for a future 

architecture of the European 

Airspace? 

Marita Lintener 

Senior Adviser to Lufthansa Group, A4 Airlines 
Strategy Group 

 

Ms. Lintener started her presentation by emphasizing the title of the panel topic brings two aspects: new 
ideas and future architecture of the European Airspace. Ms. Lintener pointed out that in the previous 
presentations, discussions focused only on stakeholders but not passengers at all. Ms. Lintener showed the 
cover of “Handelsblatt” (20 July 2018) which is the biggest economics magazine in Germany with caption 
“The betrayed passenger. Flying as a horror trip.” to the participants to take attention to what passengers 
perceive from the current situation: “chaos”. She adds that if this is a crisis or chaos all industry should blame 
itself regarding what was delivered or not delivered, and what the passengers expected.  

Ms. Lintener continued with explaining the airline view on the future architecture of European airspace. The 
airlines want one operational seamless airspace with business preferred trajectories. Second, the mode of 
operations need to be changed from ATM Control to ATM Management as a paradigm shift. Also, disagree 
with some previous comments that from airline perspective, FABs doesn’t bring any added-value but 
complexity costs. Another view on the future architecture Ms. Lintener noted is making use of new 
technologies with automation, virtualisation and digitalisation. The technology is already there or in the 
pipeline however it is not exploited properly. It should be interoperable systems and interfaces should be 
truly enforced. Standardised Concept of Operations (ConOps) for European Airspace is also important for 
airlines and one ConOps for upper airspace, supporting one qualification for Upper Air Traffic Controllers is 
essential. Also, competition between ground system providers should be enabled. Lastly for standardisation 
global interoperability is always a prerequisite and mandatory issue. Regarding services, safety comes first, 
is a must, and not even open for discussion. Ms. Lintener stated her disagreement on ideas claiming safety 
and cost efficiency are conflicting resolutions. Secondly, as the network approach, management services 
based on network management according to traffic flows, capacity management, dynamic en-routing due to 
disruption and collaborative planning process are essential. Lastly on services and regarding CNS, airlines 
agree on unbundling and flexible selection of services. 

Ms. Lintener pointed out that many of the current issues are not actually new by giving examples from 
previous studies. However, Ms. Lintener also emphasided that there are new triggers to make the vision 
reality. The first one is not using killer phrases anymore. Sovereignty is not a blocking issue. Safety is 
paramount. Solutions are possible by respecting the sovereignty of states, military needs and paramount 
safety must not mean compromising on the least common denominator. Second, the network benefit should 
be considered as priority and incentives must be addressed. The charging regime must support activities of 
single ANSPs which are benefitting the network or adjacent sectors. The regulations need to be reviewed 
to truly incentivise network efficiency and support early movers. Third, technology is going in a massive way 
and it will shake up all industry sectors. ATM will not be an exception. New entrants compete on airspace 
with ‘legacy stakeholders’ and money is not an issue for non-legacy stakeholders. European aviation and 
ATM industry act in global competition. The world is changing rapidly. So, time is an issue. Lastly, passenger 
experience in Summer 2018 cannot be repeated. The capacity crunch and resulting passengers 
compensations induce bankruptcy of airlines and hamper the competitiveness of European transport sector. 
Mobility is the key element of the European market. Airlines respect the effort by EC since many years, but 
change can only materialise with full support of the member states. 
 

https://drive.google.com/file/d/1MOdV6K-dVdnUsPyRGazGlNIUALtyQ3M-/view
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Single European Sky: the way 

forward 

Iacopo Prissinotti 

International Strategies 

ENAV SPA 

 

 

 

Mr. Prissinotti started his presentation by stating the needs and challenges for the industry and noted that 
Air is not different from any other kind of transport mode. All transport modes are right in the middle of a big 
change. There is a challenge for more capacity for all transport modes. Data availability and cyber security 
are fundamental parts in terms of challenge. Also European political strategy is right in the middle of the 
change. 

Also, disruption is arriving in the transport modes because of external factors. The other industries are going 
at speed that are completely different than ours. Therefore, digitisation and automation is coming from all 
the other sectors. The satellite based service costs are much lower than before and drones enabled more 
advanced services. The open architecture in all other sectors is very clear. Hence, all transport modes are 
in the moment of strategic choices; need first-movers, consolidation and industrial partnership, public-private 
cooperation and cross-sector collaboration. 

Air traffic is expected to grow at a fast pace, making Europe one of the most congested areas in the world 
and a service highly exposed to poor performance. It is estimated that there will be 50% more flights in 2030 
than in 2017. Cost factors is one of the reasons for this growth because the technology improvements and 
the high competition are leading to lower flight tariffs for consumers. Economics factors is another reason 
for the growth as the strong Global economic growth over last years increased the average spending level 
of many countries. The third reason is the cultural factors due to the fact that people have a higher aptitude 
to fly both for leisure and business by plane rather than by other means of transportation. So, there is growth 
but the capacity is not there yet in this growing environment.  

One of the fundamental pillars that needs to be acknowledged is the transition from 2G to 5G. We need to 
exchange the process data in the most effective way possible. We need to implement interoperability but it 
is crucial to know what exactly we mean by this. Interoperability means that all parties create and provide a 
certain data available to someone, who needs it in timely and effective manner. This is not yet there. SWIM 
architecture needs to become the priority. The architecture is open and functional for the development of 
the 4D trajectory, which is a real-time system where detailed information about the future projected position 
of the aircraft is exchanged with all service providers.  

 

4D trajectory management, airspace ‘super-structures’, fully interoperable ground-based systems supported 
by large ATM ‘data centers’ enabling seamless operations and a high degree of automation, flight plans 
information available in enough detail to all affected service providers in sufficient time, virtualisation and 
remotisation of systems and services which will support the modernisation and consolidation of ATM/CNS 
infrastructure, and integration of new users- these are the important issues, which need to be prioritised. 

https://drive.google.com/file/d/1CntZj5QFW6IJX3KSwzut1yE-ZdCBkoi3/view
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Furthermore, capacity is a priority but it is connected with agility and resilience. It is important to determine 
what kind of agility and resilience we can have within the different stakeholders. Network centric approach 
is boosted with Eurocontrol Network Manager. The EC has created very important organisations and so the 
necessary tools are there for network improvement. SESAR Joint Undertaking and SESAR Deployment 
Manager are delivering and their cooperation with Eurocontrol will be key to achieve a seamless transition 
from R&D to operation but this should be shortened. The new technological trend is, by nature, consolidating 
because most of the services cannot be done independently, starting from CNS. That’s why, ANSPs should 
be partner to provide infrastructure services. Another point is the operational staff which is the part of the 
evolutionary process. This is one of the key topics of potential failure. It is a managerial process and the 
operational staff is the real asset that we have. Another issue is that an intelligent regulation is essential for 
deploying ATM infrastructure for appropriate balance between compulsion and economical incentivisation 
related to equipage of airborne and ground based systems; providing economic incentives for early movers 
to lead to network benefits; greater development and harmonisation of social regulations to deliver flexibility; 
and for pushing for CNS decommissioning activities. Lastly, for accountability, political and regulatory 
dimension should be boosted to support business industry-based approach. FABs are not accountable 
entity.   

Mr. Prissinotti finalized his presentation by giving example of their industry proposal to the digital future. A 
single SES Digital Backbone, which involves SWIM and deployment, will deliver key benefits of platform 
economics to European ATM. If this becomes the priority of the industry and the institutional framework, 
effectiveness would be achieved. 
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Single European Sky: 

the way forward 

Maurizio Castelletti 

Head of the Unit Single European Sky 

European Commission, DG MOVE 

 

Mr. Castelletti noted that all parties agree on a lot of ideas about what SES should be, such as contingency 
model allowing extra capacity, pay-for-service & capacity mode, seamless service provision, user-
passenger centric, optimised airspace, virtualisation, social dialogue, commitment from States, 
performance-based incentives, interoperable ATM infrastructure, resilient, safe and (cyber)secure systems, 
and integration of all categories of aircraft (drones and military). However, he pointed out that during this 20 
years a concrete vision in the sense of a target system couldn’t be defined, for example what is needed to 
be built is not known yet. His recommendation is to approach these ideas realistically and keep in mind that 
improved industrial and institutional governance are crucial, broad consensus and strong political willingness 
and partnerships are essential for the implementation of SES vision. Noting that although these elements 
were absent during this 20 years, he underlined that he still believes in SES and thinks that the current 
situation can be improved if we learn lesson from the mistakes and follow the necessary steps.  

Mr. Castelletti addressed the key questions to be answered about EC vision of governance. First question 
is about monopoly vs. market forces. The solutions are only feasible in the marketplace. If we want new 
comers penetrate this industry, this is only possible if the market is feasible. We have to unbundle the 
infrastructure and create a new dynamic. Under monopolistic condition, we will left with what we already 
have. Second question is about cooperation vs. competition. For instance, network manager is a good 
example of cooperation for cooperative decision-making process and the competition which is already 
happening in terminal services. Third question is central vs. local. These are the questions that need to be 
clarified. The already existing regulatory instruments; Performance and Charging Scheme, SESAR, Network 
Functions to be modulated based on the chosen governance. These instruments do not create per se 
capacity and can be improved.   

For the Commission, the main question is how to set right incentives in this environment. There is a complex 
regulatory framework to define the balance of risk. The situation can be improved and a more efficient 
economic regulation can be achieved. The priorities for EU budget should be selected in a better manner. 
The last movers should not be rewarded but the early movers should be supported.  

Mr. Castelletti stated that the momentum is now there. The current and future presidencies of the Council 
of the EU are willing to keep SES high on the agenda. There are already several ongoing threads to progress 
on ways to fine-tune and implement the vision. These will be based on discussions that have been 
conducted with a group of experts, Wise Persons Group and on a result of a study on Airspace Architecture. 
There is also what we can learn from the report of European Court of Auditors and also from the experience 
of SES/SESAR innovation cycle. We have to start a new cycle. Hence, there are many elements in the table 
to be taken into account and which our reflection can be based on to relaunch and to accelerate the 
implementation of SES. Mr. Castelletti presumes that these will materialise starting from the end of the next 
year.  
 

 

  

https://drive.google.com/file/d/1rGfaduWefYEdykl45ix7qUlyY2Cs3Kif/view
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The implementation of the 

vision, how will we get 

there 

Christophe Vivier 

Head of Single European Sky / SESAR unit 

European Defence Agency 

Mr. Vivier started by pointing out that the military is very often associated to the flexible use of airspace and 
security has been much mentioned only once so far in this meeting. Therefore, there is a need to better 
communicate on how civil and military should work together because they are mutually supportive. Effective 
security and defence in Europe indeed contributes to a sustainable European civil aviation sector and to 
preserving passenger confidence. In the other way around, the ATM system is an enabler for security and 
defence missions. He gave some concrete examples to illustrate this mutual support.  

Mr. Vivier continued his presentation by explaining the objective of EDA in participating Budapest Air Forum 
2018. There are three main EDA priority workstrands: 1- support the development of key capabilities 
structuring European defence. There is a political willingness to build up a strong European defence, 2- 
stimulate defence R&T to prepare the capabilities of tomorrow and support the  European Defence 
Technological Industrial Base (EDTIB), 3- ensure that military interests are taken into account in wider EU 
policies. The role of EDA in the context of SES is in the scope of this last workstrand.  

Mr. Vivier emphasised that in a share airspace, due to the introduction of latest ATM technologies, including 
digitalisation and regulations, the shift of paradigm has strong implications on military aviation in operational, 
financial and capability domains. Mr. Vivier focused more on operational domain in his presentation. 

The role of EDA in SES is acting as an interface between the EU and related agencies and the military 
stakeholders, and facilitate the coordination of military views. The activities of EDA include assessment of 
impacts and opportunities of SES on military aviation, implementing military aviation strategy in the context 
of SES, exploring the use EU co-funding mechanisms and supporting Member States in obtaining co-
funding  (€ 93 mln already obtained in the framework of SESAR deployment thanks to the cooperation with 
SDM. However, although it is a good progress, compared to the costs it is still low) and developing vision 
beyond 2035.  

Mr. Vivier underlined that Safety and security are common responsibilities. For these, enhanced civil-military 
collaboration for coordinating in information (i.e. radar data) exchange is the key. Mr. Vivier also suggested 
to maintain the highest possible level of civil-military interoperability in the future (dual-use solutions, 
rationalization, performance-based approach, information sharing) and capitalize on military experience. 
Military is already advanced and experienced in many domains in terms of digitalization, operating RPAS, 
and cyber aspects. Furthermore, military is ready to implement a more dynamic and proactive Airspace 
Management however, it is recognised that there is no harmonized application of the FUA concept across 
Europe, and in addition to that, Civil Use of Released Airspace (CURA) is not optimized. Mr. Vivier also 
emphasized the importance of taking advantage from funding opportunities with a strong push for incentives 
for stakeholders with negative cost benefit analyses such as the military.. 

Mr. Vivier concluded his presentation by pointing out that EDA supports an “integrated aviation system” 
which means one system catering Civil and Military needs in a balanced way. 
 

 

https://drive.google.com/file/d/1rzs38ZWVpXQ_HiRoQ-wge9iaAI8wP-Wu/view
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The implementation of the 

vision, how will we get there 

Ralf Bertsch 

Director Planning and Innovation 

 DFS 

 

Before starting his presentation, Mr. Bertsch stated that unlike most of the other participants of the Forum, 
the vision is very clear for him since there is the ATM masterplan which has been collaboratively done and 
already reflects the vision. The masterplan has been updated several times and we all had the chance to 
contribute and to give our vision in that one. He pointed out that he was actively involved in the development 
of the masterplan, and that he took all the elements out there which are relevant for us to go to further 
development. It is pretty clear what is essential to achieve in the ATM masterplan. He emphasised that this 
document provides the necessary information and guidance, and deserves respect.  

Mr. Bertsch stated four major points which he thinks essential to implement this vision. The first thing is 
consistent automation and digitalisation. Consistent automation refers to a steady process. By automation, 
there is a service chain in which system partners are all working together. Automation needs also to be 
consistently done between all system partners. Automation and information sharing need to be maximised 
for balancing between the different cycles of cost-efficiency and capacity needs. He pointed out that in the 
history the relation is like a wave and we are always behind the power curve.  

Mr. Bertsch emphasised that one of the key things to do for the actual capacity needs is to recruite new 
controllers. 120 controllers per year are put now in the system in Germany. The controllers need four years 
to be trained (not six as pilots). But four years is still a long time. Again, we are behind the power curve. The 
only way to balance between  the demand on being cost-efficient but also deliver capacity is automation. 
The solution cannot be to inject 120 controllers year by year in Germany because capacity needs will 
perhaps be saturated but long term costs would be remaining. Automation would enable reducing the 
number of controllers and can be improved by new technologies, AI, deep learning. Information sharing are 
some examples. Today in Karlsruhe due to so-called unplanned flights, up to 30 percent of capacity reserve 
is put on top of each of the sectors (if needed or not). This leads also to the point that the controller in 
Karlsruhe are not aware of up to 30 percent of flights which are entering the airspace. So, information which 
is exchanged between the first flight planning from airspace user down to the one which is used to actually 
control the traffic is essential because unplanned flights cause high inefficiencies with regard to capacity.  

Mr. Bertsch proposed that the technical layer is a layer which is less politically critical and we should 
implement a highly interoperable service layer regardless of national borders. Services would be hosted in 
data centers and these data centers would be used by different Air Traffic Service Units cross border. By 
this, we do something like FAB but on a technical layer with no intermobility problems for Air Traffic 
Controlers and with a high degree of standardisation. This is a way of market driven development for the 
new technical services. This vision is already captured in the ATM masterplan. It is all about virtual centers 
and virtualisation of services.   

Second point is the flexibility with regard to ATCOs, airspace and flight assignment. One thing to change is 
the geographical licensing ATCOs. In Karlsruhe, there are so-called sector groups and a license for 
controlling in Karlsruhe is only issued in the limits of such sector groups. There were hotspots in only for a 
few sectors in Karlsruhe but even this congestion created big delays. Mr. Bertsch stated that they would 

https://drive.google.com/file/d/1tJ8gbMrQhgSdnKAftgG-WtNCh9mALdsw/view
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have happily used other controllers from other sectors to relieve the overloaded sectors. It wasn’t possible 
so far because of the strict regime of geographical refenced licences. Therefore, we need to come to a 
system license with less geographical limits. In certain areas the limit of capacity of sectors have already 
been reached. They cannot be cut into smaller sectors and operated by additional ATCOs because then the 
effort of coordination between sectors would be overbalancing and inefficient. So the idea is to have 
sectorless operation.  

Third point is better (and less) regulation leaving room for industrial partnerships and alliances.  

In the end (the fourth point), it is all about real cooperation which makes the difference. Full information 
sharing is a key for automation. Common services should be commonly and collaboratively managed and/or 
operated. System partnership is another key to address a market-driven approach. 
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The implementation of the 

vision, how will we get 

there? 

Identifying the problems-

Outlook 

Magdalena Jaworska 

Member of the Performance Review Body 

 

Ms. Jaworska started her presentation with displaying the key numbers and facts about 
performance&charging - traffic, delays, ATCOs, total costs and CAPEX and briefly summarised the latest 
available data to show the current situation and to draw the right conclusions. She pointed out that the data 
for traffic is similar for 2008 and 2017. In 2017, the SES area handled only 1% more flights than in 2008. 
She made also a comparison on 2017 and 2018 data for traffic growth and delays and showed that the 
traffic is slightly higher than in 2017 but the delays are much higher in 2018. The reasons of delays are 
capacity and staffing (56%), weather (29%) and disruptive events (15%).  In 2018, airspace users – 
passengers and airlines – will have had to bear unprecedentedly high costs for delays. 

According to ACE Benchmark report 2016, the five largest ANSPs (highest impact on 2018 delays also)  
were substantially affected by the decrease in traffic volumes resulting from the economic recession in 2008. 
On average, the number of composite flight hours controlled by the five largest ANSPs reduced by 5.3% 
between 2008 and 2016 while it rose by 11.1% for the other ANSPs.  She presented also data related to 
number of ATCOs (gate to gate, en route)  in Europe 2006-2016 to visiualise the performance  picture.  

Ms. Jaworska presented the evolution of total costs between 2014 and 2019 and planned and actual RP2 
CAPEX, with the observation that plans are not delivered as agreed.  What is also clear, according to the 
data in PRB RP3 Targets report 2018, investments are needed to increase capacity and cost-efficiency, 
however investment alone will not be sufficient.  

Ms. Jaworska’s concluded her presentation by summarising the key issues, including firstly underlined 
issues on overall aviation growth, impact on GDP and positive developments and suggesting possible 
solutions to address performance constrains. Improvement is a necessity  and  all stakeholders, not only 
ATM, have potential to become better and to commit to remedy all causes of delays. Regarding 
fragmentation, Ms. Jaworska made two different approaches to the concept: 1- fragmentation of the 
airspace, 2- fragmentation among the stakeholders (and encouraged parties to use common understanding 
of the raised issues). The immediate and long term measures should be distinguished. Short term, already 
known, must be implemented by the end of RP2.  The medium/long – term change should be incentivised 
now. The methods should be created or reviewed to reward and incentivise the implementation of industry 
transforming technologies and business models.  
 

https://drive.google.com/file/d/1XKl1XornTuOsBiFxJFEYzWYrg5AlSTIn/view
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Delivering SESAR: SDM role 

Mariagrazia La Piscopia 

Head of Strategy, Technical and Operations  

SESAR Deployment Manager 

 

Ms. Piscopia stated her objective for this presentation is to explain what is SDM’s role and contribution to 
realise the SES vision, and the priorities to deliver SESAR. 

Ms. Piscopia mentioned that SDM, quite new in the SES framework, has a completely different setup and 
governance, made by industry with a specific institutional role: to synchronise and coordinate the 
deployment of Common Projects under the oversight of the European Commission). The SESAR 
Deployment Alliance is made by 19 members (the major Airlines, ANSPs and Airport Operators) and 
represent a paradigm shift in the European scenario. She pointed out that this specific setup is the real 
added value of SDM, as it is combining the industry know-how with the buy-in and commitment by the ATM 
community to timely deploy. Building on these elements, Ms. Piscopia stated that in relation to the  PCP, 
the deployment is in progress. Ms. Piscopia showed some of the results that they have their portfolios. 
According to the results, 23.9% of the Pilot Common Project has been already implemented and 46.8% is 
in progress. Ms. Piscopia shared the information about the deadlines for the PCP. The target date for AF3 
and AF4 is January 2022, for AF1 and AF2 is January 2024, and January 2026 is the target date for PCP 
full deployment.  

Ms. Piscopia shared further information about the other projects that are currently being coordinated. There 
are 350 implementation projects with almost 100 implementing partners, 81 of the projects have been 
completed until today. Airlines, airport operators, ANSPs, militaries, MET providers, network manager, 
manufacturing industry, computer flight plan system providers, communication service provider are some of 
the stakeholders engaged in projects. 

Ms. Piscopia underlined that when calculating performance, they do not work just on assumptions but work 
on concrete results of operations. For example, to observe the outcome of a completed projects, at least 1-
year should be passed from the operation. Ms. Piscopia noted that deploying SESAR is not only a way for 
stakeholders to comply with regulations, it is a key enabler to achieve tangible performance benefit at local 
and network level such as reduced taxi-times, less fuel consumption, less CO2 emissions, reduced ATC 
delay, reduced nautical miles flown and reduced investment costs to be incurred.  

Ms. Piscopia explained how synchronisation is fostering SESAR deployment by pointing out that 
synchronisation efforts and especially a consolidated Programme Management Approach are accelerating 
SESAR, supporting stakeholders in their modernisation initiative and improving ATM performances. Indeed, 
since the appointment of SDM as the DLS Project Manager, DLS performances have significantly increased, 
thanks to a synchronised deployment from all involved stakeholders.   

Ms. Piscorpia also explained that data link Programme Management was necessary after more than 10 
years of failure. Even if  DLS is not part of the PCP but is one of the essential enabler to achieve the 4D 
trajectory and therefore it  is essential to implement it in the right way if we want to achieve the full AF6 
implementation. The first step has already been implemented and the first results show that there is a strong 

https://drive.google.com/file/d/1CM0p2DLQo0c5EvCyVwVB__qeQaCAJ-1s/view
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decrease of the Provider Abort (PA) rate to the lowest value ever; second, the round trip delay has met all 
established Data Link Service requirements (99% of messages below 20 sec) for the first time in Europe. 
These targets have been achieves because there is a strong coordination and commitment of all the 
stakeholders involved under the guidance of SDM  

Ms. Piscorpia mentioned ADS-B as the last task they received from the EC showing the current surveillance 
scenario of Europe is completely fragmented. SDM, with the support of Eurocontrol and in cooperation with 
EASA, is developing an ADS-B Implementation Plan  built on the existing regulation deadlines. The deadline 
for aircrafts to be equipped with ADS-B is 2020. The Plan will be thoroughly consulted to deliver the full buy-
in of the ATM community and will define a stepwise approach to synchronised air/ground implementation. It 
will be proposed to European Commission by the end of December 2018. 

Ms. Piscopia pointed out the possible solutions for better balancing tasks among institutions and private 
sectors. First of all, leveraging on its diverse expertise and unparalleled know-how only industry can define 
the appropriate solutions and realise them. Second, with specific responsibilities and avoiding any 
duplication, EU-bodies need to reinforce the collaboration to implement the SES vision. Lastly, the EU and 
Member States are in charge of defining clear targets and high-level objectives. Furthermore, stronger 
coordination is necessary for defragment deployment and for allowing the full synchronisation of wide and 
complex ATM priorities at Europoean level. Also, a consolidated Programme Management approach will 
leverage on the diverse expertise from the ATM industry allowing the full buy-in. Finally, constant dialogue 
among stakeholders and close collaboration among EU bodies, military and Eurocontrol are a must to 
achieve common objectives and support the realisation of the full SES vision. 
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