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INTRODUCTION

1. The Eighth Meeting of the WAT Systems Planning Group
was held in the European Office of ICa0 from 15 to 21 February 1972.
It was chaired by Mr. J.F. Sapin, Member from Frances

2e In the morning of 15 February 1972 the Group met in
closed session in order to discuss matters of internal interest to the
Group only. A further closed meeting was held on 18 February 1972 in
the afternoon in order to discuss Agenda Items 5 and 6 which were
reserved for consideration by Members only. All other Agenda Items
were discussed in full meetings with all participants listed on

page ive

Se Mr. F.Ge. Berger served as secretary of the meeting,
assisted by Mr. C. Eigle Mr. I'.E. Sperring also participated part-
time in the meeting and acted as advisor to an ad hoc working group
which developed specific material for the Summary on Agenda Item 1.
A1l three are members of the Buropean Office of ICAO in Parise
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AGENDA

ltem 1 ¢ Review of the air reporting procedures applicable in the
NAT Region and related communication questions, especially
as regards the critical loading of the HF air-ground
communication channels,

Item 2 ¢ Review of the situation with regard to 3

a) the use of composite separation in the NAT Region and
those problems in the adjacent transition areas resulting
therefrom ;

b) traffic joining or crossing the organized track system
in the light of measures agreed at the 7th Meeting of
the Group. .
Item 5 : Review of the situation regarding traffic forecasting for
the NAT Region resulting from the proposals made by the
Group at its 7th Meeting.
Item 4 : Any other business.
*Item 5 ¢ Arrangements for the next lleeting.

*Ttem 6 : Blection of the next Chairman.

*Reserved for consideration by Members of the Group onlye.
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Summary of Agenda Item 1 : Review of the air reporting procedures
applicable in the HAT Region and related
communication questions, especially as
regards the critical loading of the HF
air-ground communication channels.

INTRODUCTION

1.1 Before proceeding with the detailed consideration
of the subject of alr reporting procedures in the NAT Region, the
Meeting noted that Ireland had recently formally proposed an
amendment to the NAT CUM Regional Supplementary Procedures which
envisaged that, by the peak traffic period of 1972, NAT Family C
should be converted exclusively to SSB operation.

1.2 It wus noted that the procedures associated with the
proposal for amendment will result in the arrangement shown
schematically below 3

Route Equipment/State Family
SS8B (E States) C
North S8B (W States) A
DSB (A1l States) D
SSB (E States) o
Centre SSB (W States) A
DSB (A1l States) B (with
overload transferred to D)
SSB (All States) A
South DSB (A1l States) A

Note ¢ VYEY States = Aircraft registered in States E of 30°W
"W" States = Aircraft registered in States W of 30°W

13 As to the consideration of this agenda item itself,
the Group agreed to consider the NAT HF enroute radio-telephony
system Ifrom the following three aspects :

o) m 1ot it N Tand 3 e
4

ES W [ S5 5% 5 5 S R V¥ A LTl Al dpyac Ly uf t}.l.\: L’u.J._LCJ.J.Jl;
system and the distribution of load between the different
families j

b) To make proposals, if necessary, for a data-collection
exercise, the data to serve as a basis for proposals for
revised frequency usage, deployment of a new family, etcs;

¢) To determine the action to be taken in the short and
medium term to improve the system and to assure its
ability to meet requirements,
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1ok fiven though there are at least six UF nelwork stations,
each playing a vital part in the WaT AMS, it was agreed for the
purpose of discussions to concentrate on Gander and Shanwick
(referred to below as Shannon, this being the geographic location)

as these cover the area of preatest AMS density. HNowever, since it
is evident that, when two stations operate the same Family (e.g.
Gander and Wew York on Family A) a contact with one station usually
prevents the other from using that frequency, the busy-hour Ifigures
listed refer to the whole NAT area and not just the Gander/Shanwick
area. It was also realized that, in any data-collection exercise, the
participation of New York would be essential, and that participation
by Reykjavik,Santa Maria and San Juan would be desirable.

Pl PReSENT 8ITTALVICN

Length of air-ground contacts

1.5 The Group noted that the length of individual contacts
between an circraft and a jround station was very variable, ranging
from leocs than 20 seconds up to as much as 1 1/2 minvtes. These
contact lenpgths were to be talken as overall times (including call-up,
reply, rcadback, etc. to psign-off). It was agreed, on the basis of
duta provided by the Members from Canada and Ireland, that the
average duration, including all catc_ories and types of messages,
(full air reports, position reports, company messages, SIGMETs, SELCAL
checks, etc.) was of the order of 40 + 10 seconds. This value was
not greatly affected by propagation conditions. It was agreed, at
this stapge, to calculate initially on the basis of 50 seconds contact
lengths,

IUF Contacts per aircraft crossing the Wil Region

1.6 Noting again that the numbers were rather variable,

it was observed that about » 1/2 contacts and intcrcepts per flipght
were made by Gander and 4 1/2 per flight by Shannon i.e. 8 contacts
and intercepts per Llight on average. Although it was not possible
to estublish a clecar-cut breakdown into the number of contacts
(relative to channel occupancy) and that of intercepts. In fact,

in 1971, Shannon made 464,000 HF contacts and intercepts and Gander
543,000 for some 110,000 crossings. It was noted that the difference
betueen Cander and Shannon resulted from the increasced enroute VilF
coverage of Gunder as comparcd with Shannon.

Ground-operator cuapacily expressed—in number of contacts
1.7 Although, on some peak occasions, opecrators at Shannon

had been engaped in contacts (or intercepts) on no less than 74
occasions during 1 hour, (i.c. for some 50 to 60 minutes of the hour),
it was agreed thot the proper planning value ior air-ground activity,
which might Le sustained, was 0 nminutes per hour. This corresponded
to %6 contacts of 50 seconds per operator per hour. Since, at such
periods, each operator puarded a separate chaninel, this meant that
the acceptable chiannel load at any station was »6 contacts per houre
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Channel capacity expresscd in number of aircraft handled

1.8 It was agreed that a reliable figure for the total
number of messages originated by or for a crossing alrcraft was

about 1 1/2 per houre. For 36 contacts per hour admitted on a

channel this was equivalent to 24 aircraft per channel for acceptable
loadinge :

Family capacity expressed in number of aircraft handled

1.9 It was usual that, at any one time, two frequencies
of a family were usable for communications. The maximum number of
aircralt that could be handled per family without overload thus
appeared to be about 48 (say 50) in any one hour period.

Unl HF System capacity expressed in number of aircraft

1.10 Assuming that all fomilies carried cqual loads, the
total system capacity using four wATl families would be 200 aircraft
per hour. Iowever, since this situation was difficult to achieve
in practice, the practical figure use would have to be somewhat
lowers,

lessage delivery time

1.11 The order of channel and family loading currently
experienced resulted in a situation where some 75 to 80% of all
position reports were being delivered within 6 minutes of the
time the aircraft concerned were due to make a report. It was not
known what proportion of this time was due to flight-deck and/or
communication delay, but it was stated that this was currently
acceptable from an ATC point of views

Current aircraft flow data

Cl.12 It was agreed that the average length of time an
aircraft spent in HF coverage per crossiug was 5 hourse Furthermore,
the 1971 traffic flow statistics showed that, during the peak east-
bound flow of traflfic, the 'busy hour'" figure for eastbound aircraft
entering the system was 52 while the simultaneous westbound flow
wos negligible. It was also assumed that this flow of 52 aircraft
per hour was maintained at the busy peak periods. This indicated

that—there-were approximately 150-aireraft-using the HF system at

any one time during these conditions. WTaiking 50 aircraft as the
meximum normal load per family meant that, in 1971, the traffic at
Leak periods vould have fully loaded » familiess

#uture air traffic data and resultant system loading

1.13 is the actual situation in 1971 corrves; rnded closely
to, or was slightly better than, the forepgoing calculated situation,
it was agreed that 50 aircraft per family at any one time was
reasonably accurate (even if slipghtly conservative) as a planning
figure at this stage.
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Lelk It was noted that the latest traffic forecuasts
prepared by the NAT Traflic Forecusting Group showed a 'busy
hour" flow into the system of 67 westbound aircraft in 1976.
Assuming a % hours exposure to HF communications as stated in
paragraph 1.12 above, this corresponded to some 201 aircraft in the
system at one time, isec. a full load for four families. On the
other hand, as mentioned in paragraph 1.10 above, a balanced full
load on a number of families at any one time was an unlikely
situation in practice unless means could eveutually be devised to
make practicable small relative adjustments in family loadings -
which also seemed unlikelye.

1.15 Thus four families would become inadequate before
1976, and taking a reasonable hypothesis for lack of balanced

loading it was clear that five families would be needed (if the
current values of message length, operator loading, etce., still

obtained) by the Summer peak of 1974. It was observed, in = -

passing, that thc corresponding forecast flow rate for 1981 was

83 wircraft per hour, i.e. 249 aircralt in the system which would
fully load 5 families, assuming again that no procedural changes or
changes to air reporting were made.

1.16 The Group wished to emphasize that short-term peaks
in excess of the values guoted could be absorbed. llowever a more
sustained load would probably pose difficulties. It also wished

to draw attention to the fact that, in future, tralfic flow
operating in the opposite dircction of that of the main flow would -
also have to be taken into account. -

bata COLLwmCLION

1.17 The data currently available to the Group were found
to be insufficiently detailed and were not presented in a standard
manner. It was therefore agreed that a data-collection exercise
should be organized for 1972 und that the data collected during
this exercise should be presented in as uniform a manner as-was
possiblee.

1.18 It was wgreed that the data-collection exercise
should be based on the analysis of actual recordings of [IF channels
in relation to hard-copy records of the traffic concerned. The
duration of the exercise should be sufficient to provide the size
of sample reqguired. In this connexion the Canadian, Irish and UK

liembers agrecd that the analysis should preferably be made by an
independent agency having no AT HF communication responsibility,
This agency would coordinate the exact details of the data-collcction
exercise follouwing a pre-exercise "dummy run' which should be made

at an early stage (paragraph 1,19 b) refers).
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1,19 Broad lines of the exercise would be as follows :-

a) fBach participating station in the data collection should
arrange for voilce recordings, with time insertiony of
designated channels. The hard-copy records of the traffic
concerned, as put on the fixed service by the communicators
concerned (i.e. the operators' logs), should be retained for
examination and analysis. Gander, New York and Shannon at
least should take part in the exercise and, if at all
possible, also Reykjavik, Santa Maria and San Juan.

b) A "dummy run" should be made on two channels for an 18 hour
period some time in May 1972 determined by direct coordination
between the stations concerned. The results should be passed
to the analysing agency to coordinate with that State,
having contracted the agency, in what way the sampling during
the main data collection need to be modified.

c¢) The main sample should be talken on four consecutive Tuesdays
and Fridays in July and August 1972 as determined by direct
coordination between the stations concerned., The sampling
should be made on the two busy channels both of a DSB and of
an 88B family (probably families B and C). The sample
should be taken at 0000=-0600 and 1400-2000 GMT at Gander and
New York and at 0200-0800 and 1200-1800 GMT at Shannon. For
Reykjavik and Santa Maria the sample periods should be those
of Shannon while San Juan should use the same periods as
New York.

d) A subsidiary sample of a few hours could usefully be taken on
the initiative of one of the stations concerned (who should
coordinate with the others) when a period of bad propagation
is encountered at any time in the second half of 1972

e) During the latter 2 weeks of the main sampling period pilots
should be requested to cooperate by providing information on
delays encountered in passing messages on the HF air-ground
communication channels. The type of data to be recorded and
the detailed type of format used for this purpose should be
determined between States, ILATA and IFALPA based on the
format shown below 3

Date ° PR PSP Operator and Flight No. YU SN S Y Y Y

WAT Track letter « ¢ o ¢ © 6 o ¢ ¢ ¢ ¢ @ s o @ o o o s o o
Airport of Departure and Departure time .« « o o o o o o »
Time of assuming HF communications « o o o o o ¢ ¢ o o o o

Position (or Time message Time message| Delay, if
meridian of ready for passed any
position report)| transmission
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The final form should be sent to the operators with a
request to issue sufficient copies to their crews on the
occasions concerned. (It was understood that IFALPA was
willing to cooperate, as necessary, in organizing this
suUrvey.)

1,20
the following :

The data required from the analysis should include

a) The average contact time (subdivided by classes of
‘messages) and its relationship to the length of the hard
copy message taking into account propagation conditions
and the use cf DSB or SSB

b) Overall frequency loading per channel (% time) 3

¢) Rate of contacts and its relationship to any delays
encountered in clearing messages ;

d) 4An assessment of the validity of the loading predictions
made in paragraph lelO abovee o B

l.21 The outcome from the 1972 data-collection exercise
should be used to establish guidelines for future routine (annual)
NAT HF communications analyses. In this connexion it was stressed that
“it was not inteided to impose undue efforts either on ground stations
or on pilots in such data-collection exercises.

le22 It was also noted that supplementary analysesy
which could be established from statistical material available at
stations, could be performed if considered desirable. It could for
instance be determined how many aircraft, operating in the organized
‘track system and not designated to send MET reports, were doing so ..
nevertheless etc.

SHORT-MEDIUM TERM ACTION

l.23 Under this subject, the Group considered ways and
means in which the capacity of the system be improved, both in the
short and medium-term, by reducing the length of air-ground
communications and the elimination, as far as possible, of the use
of air-ground channels for purposes other than position reportse

Reduction in the length of reports from aircraft

le2kh One possibility considered under this item concerned
the reduction of position coordinates by the elimination of latitude
in the present position and of longitude in the next position as
these were not believed to be essential elements in the position
report.s It was however appreciated thatsthis could apply

only to aircraft operating in the organized track system and not

to others operating on "random'" tracks.
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1.25 The same applied to the possible elimination of the
ET0 from position reports because such information was essential,
especially also to those OAC's faced with appreciable numbers of
aircraft crossing or joining the organized track system.,

1.26 It was agreed, not to complicate the existing
position reporting procedures by the introduction of different
possibilities depending on whether aircraft were operating within
or outgide the organized track system as past experience had shown,
that this could result in confusion and thus off-set the possible
benefitse.

1.27 It was however believed that, in the longer term,
this would not necessarily continue to be the case; as developments
in the designation of the tracks and the extended use of automation
in ATC might make it possible to obtain worthwhile reductions in
position reporting without detriment to the operation of ATC.

Reduction in the number of circraft designated to send MET Reports

1.28 The Group agreed that the present provision in the
NAT RaC regional Supplementary Procedures regarding the designation
of aircraft required to send meteorological reports should refer

to aircraft operating on "main®W tracks of the organized track system
but not to those operating on '"composite" tracks for which even
numbered flight levels are used (e.ge FL %20, 340, etce)e

Elimination of messages other than position reports

1.29 Statistical data from Shannon suggests that ground
initiated traffic forms approximately 10 % of the total traffic

and that company originated ground-to-air messages form approximately
30 % of this traffic or % % of the total traffice. Company addressed
air~to-ground messages, thus constitute only 0.3 % of the total
traffic handled,

1,30 It was therefore agreed that a reduction in either
the total ground-to-air or in Company interest traific offered only
limited scope to increase the system capacity. The Group however
strongly advocated continued vigilance by operators to restrict
this traffic to a minimum.

o LCAL checks

1.31 The Group agreed that the present procedures for

,,,,,

16/25 of the NAT V RAN Meeting, leave little scope for further
reduction in channel occupancys




SIGMETs

1e32 The Group noted that, while the procedures specified
in NAT V, Recommendations 16/29 through 16/32 are generally observed,
there 1s no worthwhile possibility of reducing communications by
changes to the present procedures.

Section 2 of the Air Report

le33 Based on information provided to the Group, it came
to the conclusion that there was still room for improvement in the
application of NWAT V Recomnendation 16/%% regarding the reduction of
requirements for Section 2 of the Alr Report. In fact, it appeared
that while the majority of operators had reduced thelr requirements
to a reasonable minimum, the majority of this type of message was
originated by pilots of a comparatively small number of operators.,

Publication of repetitive air traffic control information

Llo3k The Group noted that there was now a certain amount

of air traffic control information included in air-ground communic—
ations which, because of its repetitive nature, could just as well be
either published in the form of NOTAMs or, if appropriate, be
included in the track message, thus relieving both controllers and
communicators from repeating it for each individual aircraft. This
applied particularly to the need to specify the VHF frequency

on which aircraft are to oommunlcaié upon leav1ng the NAT area etce

Greater use of VHF for air-grcund communicatious

1e35 The Group was informed that late in 1972 or early

in 197%, extended range VHF GP frequencies will be put into
operation at Frederiksdal in Greenland and at Saglek in Canadas
Since a significant number of NAT flights will pass through the area
of coverage of these two Stations, their communications which are
now handled on HF will be transferred to VHF. At present, it was
however not possible to assess what inpact this development will
have on the HF frequency loading in the NAT Region.

Reduction of read-back

1e36 In view of the improved quality of HF communications,

especially when SSB techniques are used, the Group believed that it
would be worthwhile if States concerned were to investigate whether
more discretion could be left to communicators regarding the
requirement for read-back of messages.




Summary

Le37 Although any reduction in the loading of channels,
obtained when applying the above measures, would result in some
relief, the Group felt that it was not possible to indicate
gquantitatively the extent of traffic reduction that would result
therefrom. In fact, it cannot be stated with any degree of certainty
at this time whether the combination of all the above measures would
materially extend the life of the system. It is however fairly
certain that their application would give some worthwhile load
reduction during peak loading conditionse.

1e38 It was also noted that air-ground messages received
at Gander and Shannon are fed by the communicators directly into
the message switching computers and become available almost
immediately to the associated ATS units. It was agreed that it
would be desirable to provide this facility at all NAT HF air-
ground stations.

IMPROVEMENTS IN THE PRESENT SITUATION

1.39 The Group discussed ways in which the present
situation, resulting mainly from a pronounced lack of balance in
loading betwecen the 4 NAT families, might be improved. The message
traffic loading of the various families, as reported for 1971, was
as follows :

Family A - 40 to 50 %  AZH/A3J/A3

Family B - approx 30 % A3
Family C - " 15 % - A3
Family D - U 15 % A3
Interim action
1e40 The Group felt that the problem of achieving an

equitable balance was complicated by the withdrawal of Family D
at New York. However it noted that the proposal by Irelaud
presented to IC40 in ecarly February 1972 and mentioned in para=-
graph 1.1 could, if approved, result in 1972 in approximately
the following loadings :

Family A - 26 % (A3H/A3J/A3)
Family B—43% (DSB)
Family C - 22 % (43J)
Family D - 9 % (DSB)
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Lokl Jhilst not entering into a detailed consideration of
the proposal, which was undergoing processing within ICAO, the Group
first noted the view that the Family B estimated loading (which
amounted to a calculated loading of 70 aircraft - l.ee. an overload)
would tend to decrease somewhat as DSB equipped aircraft were
replaced by those equipped with S8B. Secondly, the Group noted the
intentions of Gander and Shannon/Shanwick bto make arrangements to
transfer (offload), as and when appropriate, DSB aircraft from
Family B onto Family D once the proposal by Ireland was adopted.
This transfer would not only remove any overload on Pamily B but
also help materially to balance the loadings on the four families,
which was the primary short-term aim.

lok2 The guestion of how in the longer term, NAT families
could be distributed between routes, and between aircraft of
different States of Registry, so as to achieve equal family loadings
was difficult to resolve, Indeed, there was a strong feeling that
distribution of aircraft onto families based on their respective
State of Registry was not a valid method, although it was easy of
application. The view was held that ground station initiative to
offload channels was the most promising solution. In any event,
the Group was unanimous that some form of Network operation must be
retained as an essential feature. Proposals to divide traffic
between the families on the basis of tracks or flight-levels were
rejected as leading to complicated arrangements and/or frequency
changes.

Longer-term action

Lek3 As hags been mentioned in paragraph 1l.15 above, the
introduction of a fifth family was expected to be necessary prior

to the traffic peak of 1974 unless some means of effecting much better
distribution between families could be achieved. It was agreed that
the proposal presented hereafter offered promise as a medium-term
solution :

a) Distribution of families by arcas of use and stations

‘ Family Area of use and stations

A 2 A3 gouthern Routes and Main Flow not entering Reykjavik
FIR. (Stations : San Juan, Santa Maria, Shannon,
New York, Gander).

B ¢ A3J Main Flow and Southern Routes ; Aircraft registered
Wof 20°W. (Stations : San Juan*, Santa Maria,
Shannon, New York, Gander Reykjavik**).

San Juan to implement % channels,
**  Reykjavik to convert to A3J on Family B.
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Family Arca of use and stations

C 3 A%J Main Flow and Northern Routes ; Aircraft registered
E of 30°W. (Stations : Santa Maria, Shannon, New
York, Gander, Reykjavik).

D : A3 Northern Routes and Main Flow not entering Santa
Maria FIR. (Stations : Shannon, Gander, Reykjavik
and other existing stations as required).

b) Traffic distribution

Families B and C would carry approximately 50% of the
overall traffic in approximately equal proportions, and

no special procedures would be necessary. Iraffic loading
on FPamilies A and D could be equalized as necessary
possibly by the allocation of Families at the same time as
primary and secondary frequencies were notified. The pro-
cedures whereby pilots would be informed of the Family to
be used could be worked out by the States concerned, and
the Group made no proposals at this stage. (See also
paragraph l.42 above.)

lolth With the above improved load sharing amongst familics
it could be hoped tha t the need for a fifth family might be postponed
until Summer 1975 instead of arising in Summer 1974.

1.45 It was noted that the proposal had the advantage that,
when a fifth family (Family E) was introduced, it could be

added as an A3J family to supplement Families B and C. At that time

the DSB load was expected to be substantially reduced, and an even spread
of the traffic load over the five families appeared to be feasible.

CONCLUSIONS

1le46 With reference to paragraphs l.l and l.2, the Group
hoped that the proposal for amendment of the NAT/COM Regional SUPPs
presented by Ireland would be found acceptable by all concerned and
could be implemented in good time to be applied during the Summer
peak travel season of 1972

lelt7 The Group agreed that the various values, developed
in paragravhe le5 to l.16 and relative to the calculation of the life

expectancy of the HF communication system in the NAT Region, should
be used in the interim in any further studies until such time as

any of these values could be superseded by that or those resulting
from the analyses of the data-collection exercise described in
paragraphs l.17 to le22.




1l 12

1.48 The Group hoped that States conceraned would, in
consultation with each other, find it possible to agrce to the
data=collection exercise described in paragraphs 1.17 to l.22 and
also to desipgnate that State which was willing to contract the
independent analyzing agency described in paragraph 1.18. with
respect to the latter it was understood that the United Kingdom
might be willing to assume this task. It was also hoped that one
of the sStatesconcerned would act as co-ordinator of this exercise
and the Irish Meuber stated that his administration was willing to
assume this roles ‘

1.49 Phe Group cupressed its hope that Gtatos concerucd
would malke the results of the data-collection exercise and the
subsequent analysis avallable to the Group as early as possible
after their completione.

1.50 Wwith regard to the short-term improvements described
in paragraphs le2% to 1e¢358 the Group hoped that states concerned and
operators would take appropriate measures in order to ensure optimun
resultse '

1.51 The Group hoped that States concerned will study the
longer=term solution described in paragraph lo4% with a view to
developing a mutually acceptable proposal for timely implementation
by all concerncde

leb2 In the light of new stotistical data avuilable to the
Group and in view of revised traffic forecosts, the Group apgreed that,
for its own purposes, the material contuined in this Swuwary should
supersede the diagram contained in appendix C to Purt 16 of the Report
of the WAL V wall Meeting (Doc 8879, Wal/V, page 16-31 rcfers). It
requested its secrctary to bring this fact to the attention of ICAO
for information and consequent action.

le53 Finally, the Group felt that the materinl contained
in the Sumwary of this Agenda Item, and especially that part dealing
with the future life expectancy of the HF communication system in
the WaT Region could constitute useful background information for
those concerned with the development of new commuinication techniques
and systems especially as regurds their availability in the

specific environment of the NAT Regione
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Summary of Agenda Item 2 : Review of the situation with regard to :

a) the use of composite separation in
the NAT Region and those problems in
the adjacent transition areas
resulting therefrom j;

b) traffic joining or crossing the
organized track system in the light
of measures agreed at the 7th Meeting
of the Group.

GrNERAL

2ol As shown above, discussions under this agenda item
dealt with two main subjects s

a) the question of composite separation ;

b) the situation with regard to traffie joining or crossing
the organigzed track systenm..

262 With regard to sub=-paragraph a) above the Group
considered the three following aspects :

a) experience gained with the use of composite separation
since its application ;

b) possible extension of the use of this type of separation ;

¢) ‘the need to provide radar coverage in the sntry/exit area
of the NAT Region where '"composite" tracks begin or
terminate.

263 The sub-item mentioned in paragraph 2.1 b) above
was primarily considered from the point of view of experience
gained since the introduction of those procedures agreed at the
7th Meeting of the Group. (NAT/SPG Summary/7, paragraph l.l2
and paragraph 1.19 refer.)

USE OF COMPUSITE SEPARATION
Review of experience made with composite separation

2okt There was unanimous agreement amongst all partici-

pants in the leeting that the use of composite separation by the

addition of one further track, as implemented in April 1971, had been
found to be satisfactory as far as the NAT airspace was concerned. However
minor problems had been observed in those areas where transition

was effected between the continental ATS route network and the

organized track system, particularly on the European side of the

Atlantice




265 These were mainly due to the fact that there were
still an insufficient number of access routes provided between the
entry/exit points of the NAT Region and those points where
integration of traffic into the EUM ATS Route network was effected.
It had also been noted that, at least in the beginning of the use
of composite separation, its application posed certain problems

to controllers which were however likely to disappear with more
experience and with internal adjustments to the OAC's or ACC's
concerned which would ease the particular control problems

posed by this type of separation. N

Possible extension of the use of composite separation

246 While the initial application of composite separation
could not only be considered under the aspect of the control
problems it posed but required also close review from the point of
flight safety, it was now agreed that experience gained so far with
this type of separation was such, that the latter aspect could be
considered as being resolved, provided the safeguards established

by the Group prior to its application were observed.

267 As a conseqguence, the extended use of this type of
separation was now primarily an ATC problem and should be considered
mainly under this aspect. The Group therefore agreed that any
extension of the uce of composite separation would have to be left
largely to the digcretion of the ATC units directly concerned with
its application on the understanding that it was subject to the

same consultative process between tic UAC's concerned as was normally
applied to the organized track systeme. In this respcect it was

hoped that both, Canada and the UK would take necessary administrative
measures in order to permit Gander and Shanwick OAC's to assume their
respective responsibilities.

268 As to the methods of application of composite separation,
the Group noted two specific proposals

a) the UK member proposed that composite separation may also be
applied in those cases where its application within the NAT
Region between points other tihan the entry/exit points would
permit a compression of the organized track structure for a
defined portion of its overall extent so that a greater
proportion of peripheral tracks would avoid areas of

unfavourable MET conditions;

b) the conversion into a "composite track' of the outermost
track of the organized track structure in order to compress
its overall lateral extent, thus facilitating the operation
of flights on adjacent random tracks.




2.9 While the Group found that the proposal in a) above
was perfectly feasible provided its application conformed with
established procedures regarding the adjustment of tracks etce.y it
was however pointed out that the proposal made under b) above might
sometimes raise more problems than it could be expected to™ -
solve, It was therefore agreed that it should be kept under
consideration by the OAC's concerned for application whenever
circumstances relevant to the actual operating conditions at the
time of application so permittede.

Provision of radar coverage in the entry/exit area of '"composite!
tracks

2.10 Based on the satisfactory results obtained with the
application of composite separation so far, IATA suggested to the
Group that it might not be in all cases indispensable to provide for
radar coverage of the entry/exit areas where composite separation
is applied, especially in view of the marked improvement in
navigational accuracy observed with those aircraft being equipped
with INS., lhen considering this proposal the Group referred to
Recommemdation 10/5 of the WAT V RAN Meeting, which prescribed

the preparatory measures which should be taken by States prior to
the application of composite separation and which, inter alia,
contained the requirement for the provision of radar coverage of
the entry/exit areas.

2611 After considerable discussions the Group came to
the conclusion that it was still too early to make a decision in
principle whether radar coverage in the area where alrcraft were
aligned onto the NAT organized track system was required or not.
But it was also agreed that the interpretation of the requirement
in Recommendation 10/5 for the provision of complete radar
coverage of the entry/exit areas was possibly too rigide

It should rather be interpreted to mean that appropriate radar
coverage in the judgement of the State concerned was required

in that part of the airspace where adjustments, either in track
or in level, were required for integration of flights into either
the NAT track system or the continental ATLS Route networke

212 When applying the above interpretation the UK
_member stated that it might be possible to envisage, , for example, the

sage
“Pprovision of a second "composite' track from 5606ﬁ at 1000W. The Irish
member pointed out that the provision of a second "composite'
track emanating from either Shannon or from Cork could not yet be
considered because of internal problems in the Shannon ACC and
because of integration problems of traffic operating on such
tracks into the traffic flow between the Shannon UTA and UK airspace.



2615 The Canadian member stated that, while they agreed
with the above interpretation of the provision of radar coverage
they also required such coverage before the use of composite
separation could be extended north of the area of coverage of Gander
radar. He indicated however that work was in progress to provide
this additional radar coverage shortly.

SITUATION RuGarkDING JOINING OR CROSSING TRAFFIC

2.1k Under this item, the Group reviewed thL: situation
regurding traffic joining or crossing the organized track system
as it resulted from the application of the procedures agreed at

its 7th Meeting in Dublin. (NAT/sPG Summary/7, paragraphs 1l.12,
1,19 and 1,30 refer,)

2615 The representative from Portugal inforwmed the
meeting that, while in 1969 69% of all flights joining the
organized track system had been cleared as requested in the
flight plan this figure had risen to 80% by 1971. In addition,
some of the flights which had received a clearance different from
the data requested in the flight plan had in fact been cleared at
more advantageous levels so that it could safely be assumed that
90% of all flights joining the organized track system did so now
in satisfactory conditionse.

2.16 The representative from Spain also agreed that the
situation had noticeably improved since the measures, agreed at the
7th Meeting of the NAT/SPG, had been put into effect and he
expressed the hope that the OAC's concerned would continue to

bear this problem in mind with a view to further improvements

whenever these were possible. The same views were expressed by
IATA.

2.17 A proposal by IATA to better accommodate traffic,
emanating from the Iberian peninsula and bound for destinations in
Canada and which was now obliged either to avoid or to cross the
southernmost one or two tracks of the organigzed track system was
reviewed by the Group but, while it could be accepted in principle,
its application was subject to many variable factors which could
only be assessed by the OAC's concerned in the light of existing
circumstances at the time of application.




CONCLUSIONS

2.18 The Group agreed that, in the light of experience
so far obtained, the application of composite separation in the
NAT Region had given full satisfactione

2.19 It was also agreed that further extension of this
type of separation within the organized track structure should be
left to the discretion of the UAC's directly concerned with its
application based on appropriate coordination.

2.20 When extending the use of composite separation,

the OAC's concerned should take into account all relevant factors
having a bearing on this type of separation in order to ensure its
safe applicatione.
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sunmary of Agenda Item 3 ¢ Review of the situation regarding traffic
‘ forecasting for the WNAT Region resulting
from the proposals amde by the Group at
its 7th Meeting.

General

36l This Item was discussed in a joint meeting of the
NAT/5PG and the HAT Traffic Forecasting Group (NAT/TFG) and was
mainly devoted to a review of the new forecasts made by the NAT/TFG
in accordance with the requests put forward at the 7th Meeting of the
NAT/SPG in Dublin (parae 1le37 to l.45 in NAT/SPG Summary/7 refer)

and resultant requests from the NAT/TFG for minor modifications of
actual traffic data provided to them.

562 At the same time a number of organizational matters
concerning the relation between the NAT/5PG and the NAT/TFG and the
latter's relation with ICAO were discussed on the understanding
that this, in no way, infringed on the autonomy of the WAT/TFG but
was merely done to improve the collaboration between all parties
concernede.

Review of the Draft WAT Traffic Forecast for the period 1972-1981

563 The HAL/TFG presented to the WAT/SPG a first draft
of its NAT Traific Forecast covering the period from 1972 to 1981,
which was the first one which had been prepared in accordance with
the new specifications. There was general agreement that this new
format of the forecast presented a vast improvement over the one
previously used and would appreciably help in facilitating its
application to technical planning because the data provided was
much more meaningful in technical terms and could be applied
without the need of cornversion.

Dokt A number of questions were posed by the NAT/SPG and
explanations were given by the WAT/TFG and these can be summarized
as follows :

a) with respect to tie reliability of the forecast it was
once more emphasized by the NAT/TiG that, regardless of
the accuracy achieved on specific occasions, any forecast
should never be considered as more than an adjunct to

planning and never as-its replacement




b) as to the presentation of data for the sixth to the tenth
year, the NAT/TFG stated that forecast figures for any
intermediate year between the sixth and the tenth year
could be obtained by simple linear interpolation ;

c) the NAT/TFG pointed out that, in their views, planners
basing their planning on forecast figures beyond the
sixth year in the forecast would be well advised to use
a Tfipgure situated somewhere between the mid and the upper
value given in the tables.

Modifications in the provision of actual traffic data to the NAT/TFG

365 In compiling the data for the new type of forecast,
the NAT/TFG noted some difficulties. In order to overcome these
and, at the same time, simplify the task for the data collectors
as well as the NAT/TFG a number of proposals were made to the
NAT/SPG and two new data=-collection forms were presented for
consideration, as follows :

a) due to the increasing difficulties to separate traffic
into specific categories such as scheduled or non-scheduled
operations, it is proposed to restrict classification into
5 categories only :

P = commercial passenger flights
C = commercial all cargo flights
O = other flights ;

b) for the busy period (July and August) daily records of
flights along specific axes should be provided (the example
in Appendix A, Table 1 refers) ;

c) for the 2 busy months (July and August) monthly summaries of
flights along specific axes should be provided) (the example
in Appendix A, Table 2 refers) ;

d) dally totals for each month of the year with the exception
of the two busy months (July and August) should be provided
(the example in Appendix A, Table 3 refers)e




N With respect to 3.5 a) above, it was stated that
the differentiation into WP" and "C¥ flights was expected to
create difficulties since the nature of a flight operation was
frequently not apparent from the data available to ATC. Since it
was however pointed out that this differentiation would be of
considerable assistance to the NAT/TFG in cross-checking its data
with that derived from other sources, it was agreed that attempts
would be made to meet this requirement.

307 Otherwise members and representatives from States
reguired to provide actual traffic data to the Group agreed that
they would ensure that the requirements of the WNAT/TFG, as stated
above would be met. The secretary indicated that he would ensure
that other States concerned would be contacted through the European
Office of ICAD.

Organizational matters

368 In the light of past difficulties in establishing
contact with the NAT/TFG, this Group agreed to nominate a spokesman
who would serve as contact between the WAT/TFG and any other body
and it was noted that this was Mr. L.G. Lennox, from the UK up-to

1 May 1972 smd, after that date, Mr. w.5. Nasi from Canada. As

to contacts between States and the HAT/TFG it was proposed that
these would best be directed to the European Office of ICAD for
onward transmission to the NAT/TFG.

39 As regards the submission of the traffic forecast
to ICAO, the NaTl/TFG stated, with the agreement of the member
from the US4, that in future its spokesman would send copies of
this forecast simultaneously to 3

a) the Secretary General of ICAO ;
b) ‘the European Office of ICAO.
It was hoped that this arraangement would assist in reducing the

delays between the time of completion of the forecast of the
WAT/TFG and its availability to all interested parties.




CONCLUSIONS

5610 The Group noted that its Members and representatives
present at this Meeting from those States required to provide
actual traffic data to the NAT Traffic Forecasting Group will
ensure that the requirements expressed by that Group and reflected
in paragraph %5 will be complied with by their administration.

561l The Group hoped that the European office of ICAO
will bring the requirements of the NAT/TFG, as stated in paragraph 5654
to the attention of Iceland together with a request for compliance.
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APYENDIX A
TO THE SUMHARY OF AGENDA ITLEM 3

STATISTICAL DATA ON ACTUAL TRAFFIC TO BE
PROVIDED TO THE NAT TRAFFIC FORECASTING GROUP

1, The attached forms should be used in order to provide
actual traffic data to the NAT/TFG.

2e , Form 1 is the daily summary of traffice. It should be
prepared for the 62 days of July and August while these two months
constitute the busy period.

Se Form 2 is the monthly summary of traffic for the busy
period., It should be prepared for the months of July and August
while these two months constitute the busy period.

L, Form % is the monthly suumary of traffic for those
months other than the busy period. It should be prepared for each
of the ten months outside the busy period.

Note : The traffic figures shown in the attached forms
are fictitious and have only been inserted for
illustration purposess.
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APPENDIX A
Table 3

o ad

MONTH JANUARY 1972
WESTBOUND
DAY P C
1 25
2 43
3 20
/ 10
5 6
6 19
1l 12
8 9
9 9 2
10 9
11 81
12 11
13 10 4
14 10
15 20
16 9
17 8
18 9] 6
19 14
20 12
21 219
] 9
2 9
24 9 4
25 30
2 18
27 272
28 25
29 19
30 9
2 1 12
SUM 456 |16

o n

other aircraft

commercial passenger aircraft
commercial (all) cargo aircraft




L -1

Summary of Apenda Item 4 : Any other business

Lo Under this Agenda Item the Group considered the
following particular problems which had been raised in the course
of discussions

a) procedures used by the United Kingdom for the delivery of
oceanic clearances ;

b) questions related to the summary of radar-observed deviations
from track

¢) future studies of questions related to the NAT organized
track system ;

d) the ALS inter-area communication link between Stavanger
and Reykjavik ;

e) future disposition of Loran A Chain "C" ;

f) questions related to developments in the field of
aeronautical satellites.

The Summary of this Item is therefore recording the views of the
Group on these subjects.

Procedures used by the United Kingdom for the delivery of oceanic
clearances to westbound turbo-jet traffic

ho2 The NAT V RAN Meeting, in its Recommendation 10/23,
had requested the United Kingdom to pursue, in consultation with
all users concerned, a solution to the problem caused by communi-
cation congestion on the VHF channels used for the delivery of
oceanic clearances to westbound turbo-jet traffic bound for the
NAT Regione. On 15 March 1971 the UK had implemented a system on
a trial bosis which, in essence, provides for a continuous broad-
cast of track information on one VHF channel while the other two
channels are used for the negotiation of the oceanic clearances
in an abbreviated manner because of the broadcast.

ko3 The UK member now reported that the three operators.
who had so far participated in this trial scheme had found it to

work satisfactorily and they were therefore-not-only intending

to continue this system but were interested in extending its
application to two or three more operators (including one of the
larger operators) in the NAT Region.



b - 2

Lokt After some discussion, which centered primarily
around the question whether it would be advisable to relate the
hard-copy track message, given to pilots on departure, with the
broadcast track message by means of a code word in order to
facilitate determination of their congruence, it was agreed that :

a) the procedures now used should be continued on a
permanent basis but restricted in application to
designated carriers which are determined by mutual
agreement between the UK and the carriers concerned ;

b) the UK would undertake to contact those operators it
wished to join in the application of the procedures H

c) a code word would not be added at this time either to
the track message or to the track broadcast but that
this question would be reviewed at a later date before
use of the broadcast by more than a very limited number ~
of operators was considered. '

qyuestions related to the summary of radar-observed deviations from
track

bo5 The Group had a brief exchange on some administrative
problems which had been encountered by some States and operators
with the Summary of radar-observed deviations from track by aircraft
operating in the NAT Region. (NAT V, Recommendation 10/10 refers.)
As it was found that most of these resulted from differences in the
reporting method used and would, in any case, reqguire more ,
detailed review, it was agreed that this matter should be left to
the secretary who would take it up with the States and operators
concerned in the course of his routine occupation within ICAQ

with this subjecte.

Future studies of questions related to the NAT organized track

system '

k.6 Under this item, IATA raised the question whether
it was intended to study the possibility of permitting aircraft
operating above FL 290 to cross the tracks of aircraft in the
organized track system with a separation of 1000 feet only on
condition that the crossing of tracks is effected within a
specified area and under specific traffic conditions, The

Group agreed that this question would be reviewed in the
required detail at a suitable occasion in the future.
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The ATS inter-—-area communication link between Stavanger and

Reykjavik

Lo IATA informed the Group of the serious difficulties
which one of their operators encountered in obtaining for its
aircraft an ATC clearance from Reykjavik ACC for entry into their
OCA while flying in the Stavanger FIR. This vos due to the fact
that no direct communication link exists between the two ACCs
concerned and that, for a number of technical and operational
reasons, the UK has not been able to provide for '

switching at Prestwick as intended at the NAT V RAN Meetings.

(AT V Recommendation 15/11 and paragraph 9.15.3 of the NAT V
Report refers)

4,8 As this was a straight-forward question of imple-
mentation, the Group agreed that this matter should be left to
consideration between the States concerned and, in addition,
appropriate follow-up action by the European Office of ICAO.

Future disposition of Loran A Chain '"C"

ko9 With reference to maragraph 6.20 of NAT/SPG
Summary/7 which deals with the continuation of operation of

Loran A Chains in the NAT Region, the French member raised a
question of the future disposition of Loran A Chain "C" after the
military interest in this Chain ceased at the end of 1974. He
stated that he required a clear indication from the users whether
a continued operational requirement for this Chain existed after
that date so that he would be able to request the provision of the
requisite funds in the budget of his administration. He pointed
out that, after 1974, the operating costs for this Chaing or the
parts thereof situated in France, would be incorporated in the
amount of expenses recoverable by user charges. To permit
operators to appreciate the size of the financial burden he stated
that the present civil part of the operating costs for the French
part of Chain "C" were in the amount of 600,000 francs and would,
in 1975 when the costs would be fully borne by the civil:authorities,
come to approximately to 2,400,000 francs. In addition, by that
time, it would be necessary to envisage additional investments for
the renewal of the equipment of this Chain because of its age and
these could be rather heavye.

4,10 IATA, in their reply stated that the problem raised

by the French member was one which, in their view, had to be scen
primarily under the cost/benefit aspect, l.e. would the cost in
user charges for the operation of this Chain (and probably

all others) be offset by savings in re-equipment of

aircraft resulting from the continued availability of

navigational guidance provided by Loran. In order to answer this
question, it was essential for the operator to have an appreciation
of the overall costs involved and this not only with respect to




Loran A Chain "CU but with respect to all Chains since it could
srfely be assumed that the cessation of nmilitary requirements for

tho operation of these Chains was not limited to Chain '"C" only but
was a world-wide developuent. In addition, the provision of airborne
navigation equipment by an operator for its fleet could not be done
on a strictly local or even regional basis because of its utilization.
As a consequence, LATA Telt that this matter needed urgent attention
Ly ICAO and that, as a first approach to the solution of this
problem States operating Loran stations should be required to

submit information on costs likely to occur after 1974 in relation
with the operation of these facilities to permit operators to make

an overall cost/benefit assessment., This should also include an
indication of the sharing of costs by maritime users because of the
services rendered to this type of transporte.

4,11 With respect to the operational effect of a possible
discontinuation of Loran A Chain ngh, the UK member pointed out that
its closure would, under the present navigational situation, imply
that composite separation could not be applied to aircraft operating
on NAT tracks emanating from the southern part of the United
Kingdom, In addition, he stated that the withdrawal of all those

- Loran A Chains, in the NAT Region having been considered in the .

1967/68 navigation data=collectlon exercise would require a re-
assessment of the navigational environment of the entire NAT Region
and, consequently, a review of the present separation standards
used therein, which are based on this environment.

Lk,12 IFALPA pointed out that the withdrawal of certain
elemcents of Loran A coverage would obviously modify the navigational
environment in the WAT Repgion and that it would be necessary for them
to re-assess the situation in the light of developments as they
existed at the time of the withdrawal of this mean of navigatione.

Ledl? Ls a consequence of the above the Group agreed that
this matter appeared to require study not only from the point of
view of the future disposition of Loran A Chain ngh (and possibly
also Chains "B and "D'") but from a point of view which exceeded
the area of competency of the Group. It therefore hoped that
measures would be taken to draw the attention of the appropriate
bodies to the wider consequences of the situation regarding the
continued operation of Loran as a means to navigation while the

-~ Group itself would continue to monitor carefully developments with

regard to Loran A Chain "C" in this wider contexte




guestions related to developments in the field of aeronautical
satellites

bolh The Group felt that the situation with regard to
the use of aeronautical satellites in the NAT Region was still not
sufficiently clear from the point of view of concept and with
respect to a number of other related aspects in order for it to
make a useful contribution. It therefore agreed, not to discuss
this subject and not to take any initiative unless future
developments so warranted or the Group was called upon to under=-
take specific tasks by other competent bodiess,

ko115 It felt however that certain of the aspects

developed under its Agenda Item 1 and reflected in the Suwamary

on this item deserved attention by those concerned with the

planning of an aeronautical satellite system in the NAT Region,
especially as regards the life expectancy of the NAT HF communication
systeme. (Paragraph l.52 refers.)
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*Summary of Agenda Item 5 3 Arrangements for the next Meeting.

General

501 Before entering into a detailed discussion on this
subject, the Group re-affirmed the position taken at the 7th Meeting
i.eo that mecetings should only be held if it could reasonably be
expected that they would produce worthwhile results,

Date of next meeting

5e2 As to the arrangements for its next meeting, the
Group felt that, since it had already been agreed at its 7th
Meeting that one major item on its agenda would be the question of
88T operations, its timing depended very much on developments in
this field and on plans made by ICAO in this respect. It noted
that present plans envisaged the start of commercial LST operations
in the NAT Region in the latter part of 1974 and that a limited
H.T RAW Meeting, devoted to this subject was tentatively planned

by ICAO in early 1974 since it was expected that any action taken
by such a meeting could speedily be introduced.

563 Further points, which had a determining influence of
the timing of the next meeting of the Group, were :

a) the availability of studies now undertaken by a number of
States in the field of SST, and in other fields likely to
be considered during this meeting ;

b) the need to assess the results of the data=collection
exercise, agreed under Item 1 of this meeting, fairly
early after its collection in order to draw the necessary
operational conclusions and propose resulting actione

56k As a consequence it was agreed that the most likely
period for tl.e next meeting of the Group should be some time
between April 1973 at the ecarliest and middle of June 1973 at the
latest.

565 As to a possible relation between the timing of the
future meetings of the SST Panel of ICAO and the NAT/SPG, the
Group felt that there was no domineering need to do this because

the relationship of the work done by these two bodies was only
comparatively limited,

*This item was considered by members of the Group onlys.




Agenda

566 As to the points to be considered, it was agreed
that the principal items on the agenda of this meeting should be 3

a) development of proposals for definite operating procedures
and other measures required to permit commercial operations
of SST aircraft in the WAT Region ;

b) review of the actual and expected navigational performance
of sub=sonic and super-sonic aircraft equipped with INS and
operating in the NAT Region and assessment of its consew
quences on the alS route structure ;

¢) review of the NAT HF air-ground communication system in the
light of latest information and development of proposals
for resulting action,

on the understanding that points a) and b) would serve mainly to
prepare appropriate supporting documentation for the LIM NAT SST
Meeting of ICAO.

567 In addition, the Group stated that it was prepared
to include, in the agenda of its next meeting, a point related to
the use of satellite systems should, at that time, developments so
warrant or the Group having been seiged with a specific request for
action in this field from any of the interested parties.

5.8 As repards the question of the possible establishment
of a semi~-fixed or fixed NAT ATS route network for sub-sonic aircraft,
rgised at the 7th Meeting of the Group, the Canadian Member informed
the Group that studies on this matter were still pursued in Canada
but that it was not possible to state a definite date when tangible
esults suitable for review by the Group would become available,

Duration of meeting

59 Because of the importance and coumplexity of the
subjects retained on the agenda, the Group believed that the next
meeting should not last less than 2 weeks, and possibly slightly
more, in order to be able to produce useful results.

Site—of the meeting

5.10 As to the site of the meeting, the Group was
unanimous in its wish that it should once more be the Paris Office
of ICAO, especially in view of the fact that this will facilitate
access to any required reference documentation,




Participation

5.11 The Group agreed that the question of participation
in its next meceting should be left open at this time except that it
was evident that the presence of IATA, IANC and IFALPA would be
desirable, Further detailed consideration of this subject was
however left to resolution by correspondence between members in the
light of future developmentse.

Supporting documentation

512 It was believed that fairly substantial pre-meeting
supporting documentation would be required on all of the three
major items now retained for consideration by the next meeting and
it was therefore hoped that members would make every effort to
provide any material as soon as this was possible,

CONCLUSIONS

5613 The Group agreed that :

a) its next meeting should be held some time between April
and June 1973 with a duration of at least 2 weeks ;

b) the Meeting should be held at the Paris Office of ICAO ;

¢) participation in this meeting be determined by corres-
pondence between members well in advance of the meeting ;

d) the agenda should cover the following main items :

i) development of proposals for definite operating
procedurcs and other measures required to permit
commercial SST operations in the NAT Region ;

ii) review of the navigational performance of INS
equipped ailrcraft and assessment of its consequences
on the NAT ATS route structure ;

iii) vreview of the NAT HF air-ground communication
system and development of proposals for resulting
actione

e) supporting documentation on the above items should be made
available as early as possible prior to the meeting

Reqguest to ICAO

5¢1k4 The Group hoped that, as has been the case in the
past, ILACO would find it possible, in the future, to provide the
Group with secretariat and other assistance so as to permit it
to continue its worko
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*Summary of Agenda Item 6 ¢ Election of the next Chairman

661 On a proposal by Mr. D.A, Blake, member of the
United Kingdom, Mr. J.F. Sapin, the member of France, was re=-
elected unanimously as the Chairman of the Group.

662 At the same time the Group agreed that this
election should be valid until the end of thatfuture meeting of
the Group for which either the Chairman himself or anyone of the
members of the Group had requested that the question of the
chairmanship be placed on its agenda.

*This item was considered by members of the Group only.
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