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Foreword

Our history tells us we are capable of
outstanding achievements. Our challenge
today is to build on past successes and
shape the future of an industry that is
changing more dramatically than at any
other time.

This short book provides some headlines
about our past, present and future. Itis
designed to create conversations about our
business —who we are, what we do and where
we are going. It seeks to capture a sense of
the pride and professionalism of the people
who have built this successful company.

It introduces our new imagery, designed

to bring alive our ambitions in what we say
and do. It points to our future as we strive
to lead the way technically, operationally,
commercially and politically. And it makes

a clear statement about how we intend to
stand out from the rest of our industry.

Our future success depends on our ability

to influence thinking and challenge the status
quo. To provide first class customer focus.
Allunderpinned by excellent safety and service.

lam proud to be part of the NATS-wide
team that has the opportunity to write the
next chapter in our story  perhaps the
most exciting yet!

Paul Barron
Chief Executive, 2006
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Croydon control tower, the UK’s first purpose built international airport, early 1930s

In the early days, merely staying in the
air was an achievement. Finding your way
became the next big challenge and the
small number of flying machines in use
meant that bumping into one another
was hardly a major concern.

It wasn't until 25 August 1919 that the
first international commercial flight left

Hounslow aerodrome for Paris Le Bourget.

Carrying one passenger and a brace of
grouse, the converted bomber arrived
two hours 20 minutes later.

Croydon replaced Hounslow as
London’s airportin 1920. In those
days ATC comprised flags to indicate
the circuit direction to be followed by
arriving aircraft: blue for right-hand,
red for left. Lights were used at night.
The routes to be followed by aircraft
flying between London and Paris, and
later other European cities, had also
been agreed. To help pilots find their
way to Croydon, stations along the
way painted their names in large
white letters on their roofs.
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he st anways

I Ammerie ans were the first to establish a system of airways defined by radio beacons.

cior ane Lrallic controller, Arnold Field, was sent to study the system at Chicago in
11 The knowledge he brought back helped to establish Europe’s first airway, Green
tine which ran from Reading to Bristol. It was followed by others including Amber Cne
Irom Haventry to Paris.

Iore than 40 years later, Arnold Field described how controllers managed before radar
cnabled them to see the aircraft they were controlling:

“(ontrollers needed to keep a mental picture of the
position of ‘their’ flights. Aircraft were represented
hy pieces of paper — the flight progress strips —
placed in distance and time order from the navigation
waypoints they were using. From a combination of flight
strips, phone calls, radio-telephony messages and ATC
instructions, controllers had to visualise the position of
aircraft that were sometimes hundreds of miles apart.”

Communications centre, Croydon, 1945, forerunner of NATS’

current Civil Aviation Communications Centre (CACC) at Heathrow
4 Our Story
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Towards radar

The Chicago Convention — setting out
the rights of countries in relation to air
travel, and the rules on airspace, aircraft
registration and safety — was signed

by the UK and delegates from 51 other
countries in 1944. Three years later the
International Civil Aviation Grganisation
was formed to regulate air transport on

a world-wide basis. It remains today to
ensure the development of international

civil aviation in a ‘safe and orderly manner!

The first recorded traffic figures from
1949 show the UK was handling some
18,000 flights annually. With air traffic
rising, development was needed in ATC
technology to enhance safety and
efficiency. The state-owned British
Qverseas Airways Corporation called
for ‘a properly equipped corridor system
of control” over the UK. Easier said than
done! Developed during World War

Two, radar was originally a military tool.
Ex-military radars were used for civil air
traffic control, but the 1950s Southern
Air Traffic Control Centre (SATCC) at
Heathrow was the first major civil radar
installation. Radar became the main tool
for keeping aircraft safely separated.

By the 1950s most British civil airports
were using the US-developed ground
controlled approach (GCA) equipment.
At Heathrow the GCA was installed in
one lorry and the generator in another.
Both were stationed at the end of the
live runway: when the wind direction
changed so did runway utilisation and
the GCA fleet moved accordingly.

wulan controllers at the Southern Air Traffic Control Centre, 1963. Situated on the north
«le ol Heathrow, this centre was the predecessor to London Area € Terminal Control Centre

o eallic engmeer, Peter Hall, later recalled:

e the aerials on the trucks were anchored to
cronnd with guy ropes to stabilise them, we spent

ot e pulling up the pegs, driving off to the new
on and knocking them in again.”
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NATS takes off

There was still no unified system for
controlling Britain’s rapidly growing

air traffic in the early 1960s — now
approaching 500,000 flights a year.
Growing concern about air-misses
involving civil and military aircraft led

to Air Chief Marshal Sir Hubert Patch
being appointed to investigate. He led

o team which included Bill Woodruff,
who later retired as Controller NATS (the
equivalent to today’s Chief Executive) and
lhe Patch Report was published in 1961.
lollowing its recommendations, National
An liaffic Control Services was formed in
Necember 1962 as a joint and integrated
arganisation with staff from the Board

al Trade and Ministry of Defence (MOD).
Ihesword control was soon dropped.

Ilational Air Traffic
vices (NATS)
horn...

Due to the heavy demands on UK airspace,
it was felt to be wasteful and restrictive to
segregate commercial and military activity
unnecessarily. The joint and integrated
air traffic policy resulted in a system which
ensured that airspace was optimised
safely and effectively for all users.

IN 1972, NATS was separated from
direct government control and made
accountable jointly to the Chief of
the Air Staff and the chairman of the
newly-formed Civil Aviation Authority
(CAA). NATS was now responsible for
a system with four area control centres
— London Air Traffic Control Centre,
Scottish Domestic, Oceanic and
Preston — known as the Northern

Air Traffic Control Centre (NATCC)

— and a combined total of 150 radar
displays presenting basic information
for the tactical control of air traffic.
Air transport movements were rising
at an annual rate of 3.5 per cent.
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I ondon Air Traffic Control
tenlie opens

I l-anwhile, plans were being made for
nationwide radar surveillance based on
a military early warning system called
[ mesman. The civilian element was
cullod Mediator. It was installed from
[9/1 at the London Air Traffic Control
I entre (LATCO), which had opened at
RAI' West Brayton in 1966. Continual
modification delayed Mediator’s service
entry and the programme wasn'’t fully
complete until 1975.

[ ATCC assumed control of the London
Flight Information Region — the en-route
and terminal airspace over England

and Wales to the Scottish border, while
Manchester handled the lower-levels
over the north of England. West Drayton’s
horizontal radar displays remained in use
until January 2002 when the area control
room there handed over to the new
Swanwick Centre. Terminal and en-route
operations will be under one roof again
— this time at Swanwick — from 2007.

New technology

The pace of technological development
was quickening too. Secondary surveillance
radar (SSR) not only gave information
about the position of aircraft but also
about theiridentity and height. Instrument
landing system (ILS) equipment at airports
offered radio beam guidance to the
touch-down point. In 1972, a BEA Trident
equipped with Autoland equipment made
the first-ever ‘blind” landing at Heathrow.
In 1972, the Apollo computer system was
introduced at the Oceanic Control Centre
at Prestwick to calculate precise flight
times for aircraft flying the north Atlantic
where radar coverage is limited by the
earth’s curvature. Apollo printed flight
progress slips and was later linked on-line
to the system at Gander in Newfoundland.
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Ihe challenge of growth

Managing what was
fast becoming some
of the world’s busiest
and most complex
airspace necessitated
further developments:

IN 1975 the Preston Centre closed and
our teams joined with Manchester Airport
ATC to form Manchester Sub-Centre.
Qver time many staff became qualified
to provide aerodrome, approach and
area control services and this unique
combination of validations continued
until the mid-1990s. The unit was
renamed Manchester Area Control
Centre and Airport in July 1993. The
days of working tower, approach and
area were on the way out as both

the airport and the area centre
became busier.
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Ihe Scottish operation — both domestic
and oceanic —began at Redbrae House,
1 converted country house on the edge
of Prestwick airfield. 124,386 oceanic
flights were handled from there during
1972, reaching o peak of 55 at any one
time. Growing demand meant a move

to larger premises and the operation
transferred to the converted Coal Board
offices at Atlantic House in 1975. At the
same time, the associated radar operation
at Gailes, a former wartime radar station,
also moved to Atlantic House.

In 1988 the CAA made the first move
towards separation of service provision
from regulation when its Safety Regulation
Group became NATS' safety regulator.

IN 1990 the area and terminal control
functions at LATCC separated and it was
renamed the London Area and Terminal
Control Centre. Soon after, in an innovative
project that enhanced co-ordination while
improving safety and efficiency, the Central
Control Function (CCF) brought together
airport approach controllers. First to move
were those from Heathrow and Gatwick,
followed in 1995 by those from Stansted.
Luton followed in 2001 and London City
in 2003.

“The thing that char ¢ rises TCis the
complexity of the girspace and what
the teams manage to achieve with
it. 1t's hugely demanding, massively
dynamic, and fantastically rewarding.”

Alison Ford, Air Traffic Controller and
Group Supervisor at Terminal Control

Manchester Tower, within which is Manchester Area Control Centre

“From the late-seventies into the nineties there were
many of us at Manchester who had triple validations
— working tower, approach and area control — virtually
unheard of at any other civil ATC units.”

Peter Heath, former Air Traffic Controller at Manchester
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feaddion to training, Hurn also
houses one of Europe’s largest air traffic
management test and development
lacilities  key to enabling us to manage
increasing traffic numbers safely and
efficiently. The main operations room at
Hurn is bigger than some countries’ ATC
Centres. Major innovations such as the
Clacton airspace reorganisation (19398),
North Sea (2003) and most recently the
West End airspace reorganisation (2006)
the biggest ever in the UK — as well as
the very latest technological development
of Mode S and iIFACTS have all taken
shape at Hurn.

“In1969, as part of our
agerodrome training at
Hurn, we flew around
Bournemouth on CAAFU
Doves (Civil Aviation
Authority Flying Unit
planes) helping trainee
radar controllers to
master precision-
approach radar (PAR)”

Paul Louden, former ATCO Cadet, now
General Manager NERL Development

International students at College of Air Traffic Control, Hurn, 1970s




Aberdeen Tower, early 1980s

“The demand for NATS’ expertise was growing and
we were constantly seeking to establish ourselves
as the industry’s partner of choice across the UK.

Brandon Chapman, Director, NSL Business Centre

16 Our Story

Auporls expand

aneeits formation NATS has not only
hoon responsible for en-route air traffic
« ontrol but also for air traffic services
al some major UK airports previously
tnder government or local authority
«ontrol. By the early 1990s these
imcluded Heathrow, the world's busiest
international airport and Gatwick, the
husiest single runway airport, together
with Stansted and major regional
gateways like Manchester, Birmingham,
Glasgow, Edinburgh, Cardiff and Belfost
International. The list also included
Aberdeen, then the world’s busiest
heliport, supporting the North Sea

oil and gas industry.

In 1995, easylet was launched and
Ryanair celebrated its tenth birthday
with the news that it was now carrying
2.25 million passengers a year. Europe’s
‘no-frills” air travel revolution had begun.
By 2003, both airlines would be carrying
more than 21 million passengers a year.
In the mid-1990s the European aviation
market was liberalised when route
licensing restrictions were removed,
fuelling the drive for regional airports,
and regional and ‘no-frills” carriers,

to expand their operations.

s086L /om0y woybuiwig



Towards the PPP

By the early 1990s the House of Commons Transport
Select Committee and the Monopolies and Mergers
Commission had both proposed that the CAA’s service
provision activities, carried out by NATS, should be
separated completely from its requlatory duties.

18 Our Story
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Checking airfield visibility equipment at Edinburgh Airport, 2005

“By any measure 2004-5 has been our best on record
both operationally and financially. Our challenge was to
respond to a growth in traffic of some five per cent while
continuing to uphold our commitment to safety, and
our promise to drive down delays. To have achieved all
these things and for the first time since PPP declared
a dividend to our shareholdersis a credit to everyone
who has worked tirelessly to achieve this result.”

Dr Chris Gibson-Smith, former NATS Chairman
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A technological triumph

The huge effort that wentinto
commissioning the new London Area
Control Centre at Swanwick, Hampshire
culminated at 00:53 hours on 27 January
2002 when Airtours International flight
AIH550 — an Airbus A321 en-route from
Las Palmas to Birmingham — became
the first aircraft to receive an ATC service
from the new centre. Hurn sector tactical
controller, Sarah Harris, planner controller,
Steve Martin and assistant, Mark Marshall,
formed the ‘D" watch team. Television and
radio bulletins featured Sarah telling the
aircraft’s crew: “You're the first aeroplane!”

“We were aware that we
were likely to be the first
sector to handle traffic.
It was quite exciting and
Ihe pilot entered into the
spirit of it too. | was in
Ihe right seat at the
Hght time.”

Sarah Harris, Air traffic controller

Swanwick had originally been planned
for operation in 1996 and its protracted
development was due to many factors,
not least the repeated takeovers of the
company doing the work, and the failure
and subsequent cancellation of the much
larger US Federal Aviation Administration
development plan with which it was linked.
Many project management lessons have
since been learned. But despite the delays
and early problems Swanwick has been
an unprecedented success. With more
than 200 workstations and designed for
a long operational life, it was probably
the biggest and most complex ATC
development project ever undertaken.
All sectors were running at 100 per cent
capacity in time for the Easter traffic
surge and Swanwick has since handled
over five million flights without a single
serious safety incident. In November
and December 2004, Swanwick teams
achieved 25 consecutive days of

zero delay.

“The new centreis a
technological triumph.”

Lord Clinton-Davis, president of the
British Airline Pilots’ Association,
during a debate in the House of Lords
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Prestwick Centre moves forward

In October 2003, building work for

the Prestwick Centre resumed after a
two-year suspension following the 9/11
terrorist attacks and the consequent air
traffic downturn. The new centre, a crucial
pillar of NATS' two-centre strategy for
the future, is expected to be operational
by 2010. It will become Europe’s sixth
largest centre managing 650,000 square
miles of airspace and incorporating our
current Manchester Area Control Centre
teams with the present Scottish and
Oceanic operation.

Another key element of the two-centre
strategy is the move of civil and military
staff from West Drayton to new custom-
built operations rooms at Swanwick during
2007 and also to the expanding Corporate
¢ Technical Centre at Whiteley, just five
miles from Swanwick.

“We're heavily involved

in the CASPIAN
Programme — we want
to make sure we're
building in the freedom
and flexibility so that our
teams can deliver what
our customers want.”

Doug Maclean,
Relief Watch Supervisor, SCOACC
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Building for the future

Further key building blocks have been put into place:

In 2002, a £1 billion, 10-year investment plan was announced to support NATS” aims 1o

be world leader in air traffic management by setting ‘best in class’ standards for safely.
service and value. At the same time, NATS made a commitment to handle a 50 per cenl
increase in flights, from two to three million by 2010/11; reduce NATS' attributable delay,
Lo less than one minute per flight; cater for an increase in controllers and next gencialion
ol automated support tools and to take advantage of commercially available, off-the il
syslems developed jointly with other providers. The plan got under way in 2003 wilhi «

I 1.7/ million programme to replace secondary surveillance radar equipment at 20 UK il

28 Ll oy
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Leading the way

Richard Everitt, NATS’ chief executive
since the PPP and the man who led the
company through its regulatory and
financial restructuring, handed over

to Paul Barron in June 2004. In his first
30 days, the new CEO met 2,000 of the
company’s staff in a tour of 15 sites. And
before the year was out the Executive

team had painted a picture of the future.

“This is a memorable day
for NATS —it’s getting us
to a stage where some of
us have been dreaming
about this sort of  ATS
for many, many years.”

Bill Semple, Non-Executive Director
and former Chief Executive — speaking
at the launch of 21 destinations

30 Our Story

“We've imagined April
2007 and committed
to achieving 21 key
targets, or destinations
as we are calling them.
By achieving these we
believe we will then be
shaping the future of
our industry by setting
standards in safety,
service and value
for our customers.”

Paul Barron, Chief Executive
— speaking at the launch of 21
destinations, November 2004

21 destinations imagery

lferminal Control Operations Room, West Drayton, 2004



Our new Corporate ¢ Technical Centre, Whiteley, opened 2004

The pace of change
quickened during 2004
and 2005 with a number
of significant developments
that will play a large part
in shaping our future:

In November 2004, NATS and the
Irish Aviation Authority (IAA) jointly
commissioned a study into the issues
associated with establishing a functional
airspace block (FAB) covering the two
nations. FABs are seen as a key step in
Ihe development of the Single European
“ky, a European Union initiative aimed at
t1ealing a more efficient and harmonised
ai hiatfic management system. The
ihequent report concluded that a
LAl would offer flexibility in airspace
ninagement, cost savings through the
rahionalisation of resources and service
‘nelits via more streamlined operations.

In June 2005, we joined Britain’s
leading airlines, airports and cerospace
manufacturers to launch Sustainable
Aviation, a pioneering initiative, unique
in global aviation, to build o programme
for long-term reductions in aviation’s
impact on the environment.

In the same month, the Training

2008 project was launched from Hurn
to create a world-class international
training and simulation business centre
—animportant step in ensuring we are
developing the specialists of the future.

Laterin the year, our board gave the
go-ahead for the iIFACTS (Interim Future
Area Control Tools Support) system to
become operational at Swanwick. Part
of the CASPIAN programme, iFACTS will
help controllers resolve medium-term
conflicts and the resulting workload
reduction will boost airspace capacity.

As the year ended, we completed the
first requlatory cycle following the PPP.
The new regulatory price controls for
the next five years (2006 to 2010)

— known as Control Period 2 — were
set by the CAA after a review which
took almost two years.
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“We are right on the verge of something really
huge for us as a company. Our stand for safety
leadership is crucial to that tulie”

tan Hlall, Director Operational Performance and Diecton HERD Bosaness, tentre



European co-operation was taken

to a new level in February 2006 as we
confirmed our joint venture with AENA
to develop the Spanish ATM system
SACTA to be the platform for both
companies’ future plans. For NATS,
SACTA will initially be installed in the
Prestwick Centre when it opens and
then in Swanwick, with a new-generation
electronic flight data processing system
to replace the National Airspace Flight
Data Processing System (NAS) — the
current FDPS.

“AENA has developed SACTA over
more than 20 years so that all the
Spanish centres will be harmonised
and integrated. SACTA’s adaptability
will enable AENA and NATS to position
our joint venture strategically and
competitively in Europe. We have
a good partnership and a strong
understanding and we are very
pleased to cement that through
the JV.

Ereim ~ 0
Franc.c Q
Director o

Air M sigation
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Cementing the continuing joint and
integrated air traffic services in the UK,
our long-standing partnership with the
MOD was further strengthened the same
month with an agreement that will enable
military controllers to deliver an en-route
air traffic control service to military and
other users until at least 2021. There is
already a military presence at Swanwick,
West Drayton and Prestwick but the new
agreement will see military controllers
sharing the same flight data processing
system. The UK’s airspace will be operated
jointly as a single entity which will offer
operational and cost benefits.

“This is a landmark agreement and

a role model for Europe. For the first
time, we are demonstrating that air
traffic services can be successfully
integrated between a privatised air
traffic services provider and the
government. It offers flexibility in

a safe and controlled environment.”

Lawrence Hoskins, Managing Director,
NERL and NSL Business Centres

Military controllers at Swanwick, 2005

sch an integrated military-civilian approach with il
personnel working alongside NATS en-route stall wor
Lo the benefit of all airspace users. This is crworled T
concept and offers both operational and cost bhenehl:
o Defence.”

«lam Ingram, Minister of State,
Hinustry of Defence



Expanding our business

The commercial freedom resulting
from the PPP offered new business
opportunities. Following on from
contracts such as Southampton and
Luton airports the NATS (Services)
Limited (NSL) part of our business
has grown — with an ambitious target
of £135 million turnover set for 2007.
A significant milestone was achieved
in August 2005 when we secured our
first overseas airport ATC contract —
a three-year deal to provide air traffic
services at Gibraltar for the MOD.
Further growth includes Bristol and
contract extensions at Birmingham
and Southampton.

Business growth opportunities

include our work on other products and
services meeting customer needs. In
November 2005 we launched ‘Firstbrief’
— arevolutionary automated briefing
product. Replacing paper systems,
Firstbrief guarantees data accuracy,
ensuring that controllers are aware

of the latest changes in situation and
procedure affecting the airspace under
their control, and that engineers are
given the most up-to-date status

on the systems they manage. The
system is applicable to any industry
where operational information must be
distributed to staff in a controlled and
verifiable way, such as the emergency

services, power and transport industries,

as well as aviation.
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Heathrow's control tower celebrated

its half-century in 2005, an anniversary
marked by the topping out of a new tower,
scheduled for service in 2006/07.

Edinburgh’s new tower went live

at 22.24 on 15 October 2005. The

first aircraft handled was a Gulfstream

5 executive jet travelling from Dallas

to Edinburgh. Work on the tower began
in May 2004 and culminated in October
when NATS engineers fitted out the
tower with the lotest air traffic control
technology, on time and in budget.

“The new control tower is
a testament to the NATS
staff who have worked
nard over many years to
secure this state of the
art facility. It is a landmar
for NATS Edinburgh as we
work to safely meet the
growing traffic demands,
at one of Scotland’s
busiest airports.”

Keith Meakin, General Manager,
NATS Edinburgh






LIAT 1 ancorganisation which had change thrust upon
I hut has embraced it, worked with it and is now at a
pointwhereitis actually driving change in the industry,
Lot partnerships, leading technological development.
LIAT 1 only just realising what it can really do, and that
miakes it ancineredibly exciting place to be at the moment
dnlorgreat time to beits Chairman.”

lalm Devaney, NATS Chairman



“NATS has always stood for improving the way things
are done in air traffic management. Our heritage and
reputation make us well placed to help shape and
develop the air traffic management services of the
future across Europe and throughout the world. We
must ensure that we are first in line to maximise the
opportunities presented by our changing environment
and seize the chance to shape the future of our industry.”

Lawrence Hoskins, Managing Director, NERL and NSL Business Centres
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Aswell as developing our strategy and
market position, we need to consider
the way we talk about ourselves as @
company, the way we communicate,
the way we visually represent ourselves
and the we way we do things around
NATS. To put it another way, our brand.

It's about being
progressive...

By thinking and acting progressively

we helieve we can change the way our

industry does business. Change will

mean being open to working in new

mil different ways with customers

und partners — working collaboratively

anil creatively together to develop new

~ulutions. Being progressive means

wowill also need to challenge ourselves

continuously within NATS to think about

niew and better ways of operating. Our

dlalily to shape the future of our industry

nieans setting new standards in safety,
i e-and value for our customers.

Living up to our promise to be

progressive will stretch and challenge
everyone involved in NATS but we believe
itwill also help us grow. Grow our business,
our service to our customers and

our reputation.

Our new brand is brought alive visually
with the use of stripes, black and white
photography and the NATS logo. The
stripes build on the concept of safe
separation — the core of what we
stand for — supported by black and
white imagery that captures our world
in dramatic profile. The new NATS logo
grounds the identity and is designed to
communicate solidity and reassurance
— butin a modern, progressive way.



However, the NATS brand is far more than alogo. Itis a
promise we make to people both inside and outside our
organisation. Our ability to deliver on that promise through
what we do and how we do it, will make us successful.
What we say and do is what will make NATS stand out
from the crowd over the coming months and years.

This means:

Delivering our two-centre,
one-system strategy, key features
of which include a major relocation
programme involving large numbers
of our people, implementation of
iIFACTS and the development of
SACTA with our partners at AENA.

Reaching our 21 destinations,
designed to move us towards leading
the way operationally, technically,
commercially and politically and
liberating and inspiring people.

Maximising the opportunities created
by Single European Sky by continuing
to work closely with other European
providers and playing a key part

in SESAR — anindustry wide Single
European Sky implementation
programme.

Continuing to work together in
partnership with our trade union
colleagues for the benefit of NATS
people and the NATS business.

Developing business and sales
opportunities across the world.

Creating a world class International
Training € Simulation Business Centre
that enables the training of the future
leaders in air traffic management.

And most of all, continually striving

to achieve better and better safety and
service results for our customers enabling
us to safely and efficiently handle up to
three million traffic movements in the UK
by 2012 — a world away from the 18,000
first recorded in 1949.
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Thousands of people have been

part of building NATS' reputation, from
the ecrliest days to the present day.
Thousands more people  employees,
customers, suppliers, lenders, politicians
and partners — will be part of our future.
Being progressive. Challenging. Influential.
Customer-focused. Shaping the future
of ourindustry by setting new standards
in safety, service and value.

“Our future is only limited
by our ability to imagine
and our commitment
to deliver”

Paul Barron, Chief Executive
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