DGAC VISIT REPORT

REPORT ON AIRSPACE4ALL/NATS/CAA VISIT TO DGAC1 PARIS – 9 JANUARY 2019
1.

Introduction

1.1
As a result of positive feedback from a visit to DFS Langen2 (which stemmed from
recommendations made at a meeting between the GAA Alliance and NATS in December 2017), it
was decided a follow-on visit should be made DGAC Paris to generate a more comprehensive
comparison of how airspace is managed in neighbouring states. Accordingly, representatives from
Airspace4All Ltd, NATS and the CAA visited the DGAC headquarters in Paris on 9 January 2019 to
meet with representatives of DGAC, DSNA3 and the MALGH4. A list of attendees and the agenda
are at Annex A.
1.2
To enable preparation, the French hosts were supplied with the same set of questions used
during the DFS visit, to help provide a direct comparison to be made. The meeting was conducted
at a general overview level and comprised a number of presentations, followed by question/answer
sessions to provide greater detail.
1.3
DGAC Overview. DGAC reports to the Ministère de la Transition écologique et solidaire (the
Ministry of Ecological and Solidarity Transition). Its missions are to: guarantee the safety and
security of French transport; balance the development of air transport and the objectives of
ecological transition; act as the regulatory authority, security monitoring centre, air navigation
service provider (ANSP) and training service provider and; be a partner for aeronautical players. It
is in charge of research, aids aeronautical construction and the state’s industrial policies in this
sector. It achieves this from a combined headquarters in Paris, housing approximately 800 staff
across all groups. A top-level organisational diagram of DGAC is at Annex B. DSNA, as the civil
ANSP in France, provides communication, navigation and monitoring services; it produces and
disseminates aeronautical information needed for the preparation of flights. It is supervised by the
national supervisory authority, DSAC5, which is the National Surveillance Authority.
1.4
GA Interface Within France. Within DGAC, the department that provides the interface
between the regulator and General Aviation (GA) is the MALGH. As its name implies, MALGH acts
on issues concerning light aviation, GA (including business aviation) and helicopters (including
commercial air transport helicopters). The scope of the department includes all GA matters where
regulation activity takes place such as licencing, airworthiness but also airspace. The MALGH is a
“lean” department of 5 people and acts as an advocate for the various GA associations
(federations6), individuals and professional trades unions within DGAC. It includes a remit for drone

1

Direction générale de l’aviation civile – the French Civil Aviation Authority.
See trip report at http://docs.fasvig.info/Programme/Langen-Visit-Report-07022018-Final2.pdf.
3
Direction des Services de la Navigation Aérienne – the French Air Navigation Service Provider.
4
Mission de l’aviation légère, général et des hélicoptères – the light aircraft, general aviation and helicopter mission.
5
Direction de la sécurité de l’Aviation civile – the French Civil Aviation Safety Branch.
6
Approximately 60% of French GA are members of a federation.
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access.
1.5
The MALGH has been in existence since the 1990’s and was originally part of the safety
regulation side of the regulator, DSAC, but since 2008 has been reporting directly to Director
General of Civil Aviation. The department is lead at an equivalent level to DSNA, DSAC, DTA7 and
the General Secretariat.
1.6
The definition of GA in France includes all aerial activity with the exception of fixed wing
commercial air transport. The roles of the MALGH are to:
§

§

be the DGAC's single entry point for users of light aviation, GA and helicopters and, as
such, collect the views and opinions of these users, refer them to the right post holders
within the DGAC and monitor the progress of issues and responses made; and
advise the Director General on the policies to be implemented with regard to these
users and follow on his behalf the implementation of these policies.

1.7
Their purpose is to systematically recall scheduled obligations, whether they are of national,
European or ICAO origin (and come from security, safety, air navigation or search and rescue needs)
in order that the users and the DGAC can anticipate the implications of compliance with these
obligations.
1.8

There are some traits of French GA shared with the UK:
§
§
§

1.9.

They tend to comprise small organisations with very specific legal status, ie private
individuals, associations, federations and groups;
They can exhibit a lack of familiarity with regulations and the regulator’s organisation (in
this context the regulator, safety organisation and ANSP are considered together); and
They often consider that the needs of commercial air transport are prioritised.

The MALGH has 4 objectives to:
§
§
§
§

consult with all GA user groups;
advise DGAC on any subject concerning GA;
participate in rulemaking, providing assistance to GA stakeholders; and
award state funds8 in the form of grants to associations and companies for the purposes
of: accident and incident prevention; the promotion of safety; and to promote
development of GA (especially with young people).

1.10. Airspace Changes. The airspace arrangements in France are considered to be quite stable;
the aerodrome resources within France are quite extensive, 335 public use aerodromes, 240
7
8

Direction du transport aérien - the Directorate for Air Transport.
State funding (€2m per year) is provided to registered aeroclubs.
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aerodromes with restricted use, 390 private aerodromes, 880 microlight airfields and 1000 flight
areas for helicopters. Consequently, there is little or no new growth in terms of number or size of
airports.
1.11. The state has legal powers to not only grant additional controlled airspace but also can
withdraw controlled airspace freely.
1.12. In France FL115 is considered to be the boundary below which consultation of some form is
required by law; however, above FL115, the airlines and ANSP are free to act, with the military as
the only other stakeholder for consultation. France currently has no containment policy that
specifies the size and shape of controlled airspace structures, specifically CTRs; however, because
all airspace change design is done by DSNA it is considered that this is sufficient to provide an
inherent consistency to design principles.
1.13. Consultation on airspace changes includes both changes in the volumes of controlled
airspace and also IFR departure routes. The consultations take place with airspace users, including
GA.
1.14. A separate consultation exercise takes place with local communities and environmental
groups when there is airport development concerning runways/buildings but there is no
consultation with them regarding airspace.
1.15. Decisions on lower airspace are normally taken twice a year with changes to lower airspace
being implemented with the spring release of charts. Changes to the upper airspace can happen
throughout the year.
1.16. Commissions, chaired by DSAC, have been established to hear proposals for airspace
changes and to provide formal advice to the state to agree or not to agree with a specific proposal.
There are seven of these commissions across mainland France9, within four regions, and there are
two stages to each commission hearing of an airspace change proposal. The first will include
representatives from GA; however, the second stage will involve DSAC and DSNA only before a final
decision is made.
1.17. Airspace Infringements. DSNA leads on infringement reporting (all controllers are
mandated to notify all instances) and resultant action. There are approximately 2000 GA incidents
a year of which there are 40–50 where action is taken against pilots who infringe. The action may
involve varying periods of licence suspension; however, the goal of DGAC is not to punish pilots.
1.18. GA Structures Within France. With regards to consultation with the GA community in
France, it has been recognised that there are a number of types of user with whom the regulator

9

With 2 further commissions in overseas territories.
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consults on aviation matters, including airspace:
§

Individuals. These are individuals who own their personal aircraft operated in France,
this is not common practice as most GA pilots belong to an aircraft group.

§

Aircraft Groups. These are groups of pilots who jointly own one or more aircraft and
are recognised by the regulator for consultation purposes.

§

Aeroclubs. These are larger groups who also include pilot training, are recognised by
the regulator for consultation purposes and are eligible through registration for state aid
for pilot safety training and youth engagement.

§

Federations. These are associations of members including individuals, aircraft groups
and aeroclubs. An example would be RSA, Reseau du Sport de l’Air, the equivalent of
the Light Aircraft Association. There are 9 federations in France.

§

Trades Unions. This refers to groups such as the EBAA, Euro Business Aircraft
Association and GIPAG, Groupement des Industriels et Professionnels de l’Aviation
Generale.

Engagement with GA as a whole tends to be through an organisation called CNFAS, the Conseil
National des Federations Aeronautiques at Sportives. There are 80,000 private pilots, 3,600
associations and 150,000 members. The total hours flown is about 500,000 per annum.

2.

Questions

2.1

What type of airspace do you make available (classification, levels etc.)?

2.1.1 The French airspace construct is summarised in Figure 1 - it should be noted that no Class B
or Class F airspace is utilised. Variations to SERA standardised rules are specified in the French AIP
with the addition of “FRA” to the SERA reference e.g. variations to SERA.5001 would be annotated
FRA.5001. The situation where all airspace above FL 115 is controlled is long-standing and was
created following a recognition that above that level flights would require oxygen equipment to be
carried. Class E airways, below FL 115, are typically used by small aircraft flying IFR and may
provide contiguous controlled airspace between Class E terminal CTAs serving smaller, low volume,
controlled aerodromes and the en-route structure above FL 115. There are no Class A airways, no
Class C airways below FL 195 and no Class D airways below FL 115. All CTRs are Class D and the
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remainder of airspace below FL 115 is Class G.

Figure 1: Types of Airspace Utilised in France

2.1.2 Airspace classifications Classes C and D require carriage and operation of a transponder for
VFR flight, except by prior agreement (local arrangements with flying associations or ‘one-offs’ to
facilitate a specific flight). For IFR flight a mode S level 2 transponder is the minimum required for
all classifications of airspace10. Transponders are also required in a TMZ or RMZ-TMZ, unless
specified otherwise by the controlling ATS unit, or when following routes or entering airspace
notified to users by Aeronautical Information Service or for night VFR flights leaving the vicinity of
an aerodrome11. No Class E airways require carriage/operation of a transponder. FRA.4001(b)(3)
requires flight plans to be submitted for maritime overflight and flights crossing the border of
metropolitan France. No autonomous IFR flight is permitted in Class G airspace (RT contact is
mandatory) and France utilises both VFR (7000) and IFR (2000) SSR conspicuity codes.

10
11

See https://www.legifrance.gouv.fr/affichTexte.do?cidTexte=LEGITEXT000020431228.
The French define being in the vicinity of an aerodrome as being within the CTR or within 6.5nm.
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2.1.3 Irrespective of airspace classification, unless otherwise instructed by an ATC unit, VFR and
IFR flights in cruising levels above 3,000ft are conducted in accordance with the semi-circular
cruising levels.
2.1.4 Airspace is jointly managed by DSNA (GAT12) and the military (OAT13), with sharing of radar
pictures and associated track information. The National Surveillance Authority is DSAC14. DSAC
also inspects and certifies all of those involved in civil aviation safety (manufacturers, maintenance
workshops, flight crews, aircraft and aerodrome operators and ANSPs15). It does this through a
central echelon in Paris (within DGAC), 7 regional directorates on mainland France and 2 overseas.
2.2

Do you have Flexible Use Airspace (FUA)? If so:
§
§
§
§
§

What process(es) do you go through to release such airspace and how do you
promulgate it to all?
Do you still provide ATS within the area once released?
What process do you go through to reclaim such airspace and how do you ensure it has
returned to its original state?
What are the VFR weather criteria used within the airspace, is this something that an
ATS provider is required to take into consideration?
What are the advantages and disadvantages associated with the FUA concept that
you employ?

2.2.1 The French have employed an FUA concept in the upper airspace for many years and in the
lower airspace (below FL 115) for approximately 15 years – for both military and civil regulated
airspace. The means by which the lower airspace is released can follow either a pre-planned and
notified process or a more dynamic process. For pre-planned FUA of designated military airspace
(such as Brest – weekends and notified holidays) or civil areas where seasonal holidays occur (such
as Chambery), times and dates when specified airspace is released (typically to Class G but could be
other) are detailed in the AIP. Where ATS are closed down, during these periods, a FIS may be
available from a neighbouring aerodrome.
2.2.2 Dynamic FUA arrangements (such as the release of both western and eastern portions of
the Paris TMA which revert to “Restricted Class G” exclusively for glider operations16) stem from
agreements between the controlling unit and local clubs, with written protocols established. The
day-to-day authority for the release decision is typically the Approach Supervisor and his/her
decision will be based on factors that might include the forecast operational situation, runway

12

General Air Traffic.
Operational Air Traffic.
14
Direction de la sécurité de l’Aviation civile – the Civil Aviation Safety Branch.
15
DSNA and Météo France – the French National Meteorological Service).
16
Paris ATCOs apply 500ft and/or 1.5nm separation from activated areas, which are in operation almost every day in
the summer.
13
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direction and meteorological conditions. When the local club(s)17 request release of airspace and
conditions permit, confirmation is given by telephone, with promulgation within the controlling
unit effected immediately and all commercial traffic excluded thereafter. The club(s) then
broadcast to their members via a discreet radio frequency (which all potential users of the FUA
airspace must be able to monitor) that the airspace is now available. When the controlling
authority requires the airspace again, they contact the club(s) by landline and the club(s) then
direct their members to vacate the airspace immediately (via the discrete club operating frequency)
and the airspace is returned to CAS. The process of activation/deactivation of CAS typically takes
no more than 10 minutes. Because the released airspace reverts to Class G ATS are provided as
they would for other Class G. However, because the GA traffic now using the areas are
predominantly gliders ATS are not normally requested (although a FIS could be provided), with any
proximity warning between gliders being provided by FLARM18. Weather conditions for FUA
airspace, once released, are as normal for VFR flight (SERA VMC) and there is no requirement for
transponder carriage19. Because the FUA system is now well established, and a high level of mutual
confidence/trust built, there is anecdotal evidence of a 98% acceptance rate for requests to be
granted (assuming operational considerations are met).
2.3
Do you allow autonomous VFR operations within your CTR/As? For example, the
segregation of airspace to allow operators to use airspace without the need for direct contact
with ATC. No, except for Class E en-route CTAs.
2.4
Do you incorporate VFR/SVFR lanes within controlled airspace that are deemed separated
from IFR activity? Yes, night/day VFR routes and day SVFR routes as promulgated. In Class E and
G airspace, night VFR routes are only mandatory when the aircraft is being operated in accordance
with a derogation from a particular rule of the air; for example, the French minimum height for
overflight rule. Otherwise, following the night VFR routes is only recommended. Night SVFR is not
enabled in France for fixed wing (as no demand is perceived) but is permitted for helicopters, flying
in accordance with specific parameters. As a general rule, there is no fixed wing VFR access to the
Paris TMA20.
2.5
Do you have standalone FIS positions at either aerodromes or ACCs, and what level of ATS
to en-route GA is provided?
2.5.1 At low and medium levels, French airspace (including Corsica) is managed by civil and
military aerodromes’ Approach Control Centres21 throughout 29 Flight Information Sectors22 (see
the map at Annex C); where an approach control service for aerodrome traffic in the TMA is
17

Principally gliding clubs.
Following several mid-air collisions between gliders, the French Gliding Federation (FFVV) has mandated FLARM for
all gliders in French airspace.
19
Unless stipulated in the local agreement.
20
See ENR 5.3 for exceptions in R275 (Paris - SFC to 2,000ft AMSL).
21
APP - Centre de contrôle d’approche.
22
SIV - Secteur d’information de vol.
18
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provided (normally up to FL145), along with a regional flight information and alerting service to
aircraft outside controlled airspace. Some SIV units, covering large areas, are broken down into
two or more sectors. With the exception of major airports and the military, surveillance is
conducted through the use of SSR, rather than primary radar. There are some areas where a FIS
may not be possible – for example, in mountainous terrain. When a pilot is provided with a FIS
there is no automatic FIS handover to the next region; however, the controller may provide a
frequency for the pilot to free-call (should he/she wish). There is a plan in France to add ADS-B to
the SSR suite to improve coverage for surveillance only (not control). It is not anticipated that the
carriage of ADS-B equipment will be mandated for GA in the future.
2.6
Where you have standalone FIS positions, is there any surveillance capability and if so,
how is it used?
2.6.1 Where possible, a FIS is provided by the Approach Controller at regional aerodromes23.
Should the local unit not have a standalone surveillance capability they can receive the surveillance
picture and flight plan data from the area control centre (ACC). Should the Approach Controller not
have the capacity to run both FIS and Approach tasks, a separate FIS ATCO24 may provide the
service on a separate frequency with a third-party providing coordination between Approach and
FIS. The use of the term “identified” by an ATCO in RT transmissions implies that a surveillance
service is being provided. ATS units with no SSR capability do not issue SSR Mode 3A codes.
2.6.2 There is a significant number of aerodromes in France where aerodrome FIS (AFIS) is
provided25. AFIS aerodromes can have non-control services provided by a non-state company.
Therefore, for example, GNSS procedures could be produced locally but approved by DSAC. There
are approximately 50 uncontrolled aerodromes in France with IFR procedures. They do not have
ATZs but aerodromes with no zone must be avoided by 3nm and 2,000ft. The establishment of an
IFR approach at an aerodrome does not necessitate provision of a FIS.
2.7
Excepting the SERA flight plan requirements, does France have additional VFR flight plan
requirements within the State?
2.7.1 The majority of VFR flights in France are not VFR flight-planned; however, night VFR (greater
than 6.5nm from the aerodrome) and flights over the sea do require flight-plans.
2.8
Do you have the flight data processing capability to manage and display VFR flight plans
at ATS units?

23

It is left to the discretion and judgement of individual ATCOs to determine their capacity to provide a surveillance
service – there is no guidance material to indicate how many aircraft may simultaneously be provided with such a
service.
24
A FIS is always provided by ATCOs.
25
Within 3nm radius and 2,000 ft of the aerodrome for compliance with Reg (EC) No 550/2004 Article 8(1).
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2.8.1 Currently, VFR flight plans are only automatically transferred to flight progress strips to
controllers at destination stop(s). Once activated, VFR flight plans may be manually accessed by
non-destination units.
2.9
Do you provide an inter-unit coordination facility to pass FPL or abbreviated flight plan
data ahead of transfer of communications?
2.9.1 Flight plan details for VFR flights, provided with a FIS by ACCs, are not passed on to the next
ATS agency. The rationale is that because the service is FIS, there is no requirement for RTF
communication and therefore the pilot is not expected to call the next ATS agency. Passing details
is assessed as being nugatory.
Annexes:
A.
B.
C.

Meeting Attendees and Agenda.
Top-Level Organisational Diagram of DGAC.
French Flight Information Service Sectors.
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ANNEX A – MEETING ATTENDEES AND AGENDA
Attendees
DGAC
DGAC
DGAC
DSNA
DSNA
CAA
NATS
NATS
NATS
Airspace4All Ltd
Airspace4All Ltd

M. Alain Vella (Deputy of DGAC General Aviation Mission – MALGH)
Mme. Marie-Eve Brihaye (Direction du Transport Aérien, Head of Regulation
Airspace Division)
M. Christophe Meyer (Direction du Transport Aérien, Regulation Airspace
Manager)
M. Rene Feillet (Direction des Operations, Head of Airspace Department)
M. François Butault (External Relations Manager)
Rob Daniel (ATM Safety Regulation Specialist, Future Safety Airspace/ATS
Policy)
Andy Edmunds (Manager Regulation, Future Airspace & ATM)
Jonathan Smith (Manager Airports Concepts)
Sam Wright (NATS Swanwick)
Tim Hardy (Director)
Steve Green (Director / Programme Coordinator)

Agenda
-

Welcome to DGAC
DGAC Organisation
French Airspace Organisation
French VFR Air Traffic Rules
Any Other Business
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ANNEX B – TOP-LEVEL ORGANISATIONAL DIAGRAM OF DGAC
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