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I. Introduction
Despite numerous international appeals, on 24 April 2004 Greek Cypriots, unlike
their Turkish Cypriot compatriots, voted against reunification and thus against joint
accession by both communities to the European Union (EU). Whilst in the
referendum 64.91% of Turkish Cypriots voted in favour of the plan proposed by UN
Secretary-General Kofi Annan to end the 30-year division of the island, against the
expressed wish of their leader Rauf Denktash, 75.83% of Greek Cypriots voted
against the Annan plan. Both the United Nations and the EU expressed profound
disappointment at that outcome and in particular at the attitude of the Greek Cypriot
leaders, who had openly called for the plan to be rejected. The Turkish Cypriots, on
the other hand, were widely praised for their 'yes' vote.1
On 15 November 1983 Turkish Cypriots had declared independence in Northern
Cyprus, which had been occupied by Turkish troops since July 1974, and established
their own state, the Turkish Republic of Northern Cyprus (TRNC). Turkey recognised
the new state the same day and opened diplomatic relations with it soon afterwards.
The international community, however, has so far refused to recognise the TRNC, on
the grounds that it was established in breach of international law, and instead
continues to recognise the Government of the Republic of Cyprus, currently
composed exclusively of Greek Cypriots, as the government of the whole of Cyprus,
although in practice it controls only the south of the island. In Resolution 541 (1983),
the UN Security Council 'deplored' the declaration of independence and called upon
all states not to recognise any Cypriot state other than the Republic of Cyprus.2 In
Resolution 550 (1984), the Security Council reiterated 'the call upon all states not to
recognise the purported state of the "Turkish Republic of Northern Cyprus" … and …
not to facilitate or in any way assist the aforesaid secessionist entity'.3 States regard
northern Cyprus as either a territory occupied by Turkey and/or a territory under the
control of a Turkish Cypriot local de facto government. As a consequence of the nonrecognition of their state, Turkish Cypriots are to a large extent politically and
economically isolated. There are no direct flight connections or postal links with
northern Cyprus, Turkish Cypriots are banned from taking part in international
sporting events, they are denied access to the international financial markets, they
cannot export agricultural products to the European Union and even some divorce
decrees by Turkish Cypriot courts are not recognised.4
1

See, for example, EU Commission statement following the outcome of the referendum in Cyprus,
Press Release IP/04/537, 24 April 2004.
2
S/RES/541 (1983), 18 November, para. 7.
3
S/RES/550 (1984), 13 May 1985, para. 3.
4
For details see Talmon, Kollektive Nichterkannung illegaler Staaten, 2005, Chapters 5-11.

2
By way of a reward for their vote in favour, the isolation of the Turkish Cypriots is
now to end. The Council of the European Union adopted the following conclusions
only two days after the referendum:
'The Turkish Cypriot community have expressed their clear desire for a future within the European
Union. The Council is determined to put an end to the isolation of the Turkish Cypriot community and
to facilitate the unification of Cyprus by encouraging the economic development of the Turkish Cypriot
5
community'.

The United States and other countries have also indicated that they wish to end the
isolation of the Turkish Cypriots.6 UN Secretary-General Kofi Annan states in his
report of 28 May 2004 on his mission of good offices to Cyprus:
'In opting for a settlement, the Turkish Cypriots have broken with the decades-old policies of seeking
recognition of the 'state' they purported to create in 1983 … this vote has undone whatever rationale
might have existed for pressuring and isolating them … I believe that the members of the Council
should encourage the Turkish Cypriots, and Turkey, to remain committed to the goal of reunification.
In this context and for that purpose and not for the purpose of affording recognition or assisting
secession, I would hope they can give a strong lead to all States to cooperate both bilaterally and in
international bodies to eliminate unnecessary restrictions and barriers that have the effect of isolating
the Turkish Cypriots and impeding their development, deeming such a move as consistent with
Security Council resolutions 541 (1983) and 550 (1984)'.7

As one of the most important steps in ending the isolation of northern Cyprus, the
leaders of the Turkish Cypriot community are calling for the introduction of direct
flights to northern Cyprus.8 Direct flights are crucial for the development of the tourist
industry and thus the economic development of northern Cyprus. Although the TNRC
Prime Minister announced that charter flights would be starting in June 2004,9 air
traffic with northern Cyprus has still not begun despite the best intentions of the
states. I shall discuss below whether – as the Greek Cypriots claim – international law
precludes direct flights to and from northern Cyprus and how these could be
organised in such a way as not to imply state recognition of the TNRC.
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II. Air traffic with northern Cyprus
Northern Cyprus has two airports. The Turkish Cypriots opened Ercan (Tymbou)
airport, a former British Air Force airfield, on 13 February 1975.10 A second airport
was opened near Geçitkale (Lefkoniko) on 7 March 1986,11 but is used almost
exclusively for military flights. It is only available for civil flights when Ercan is
closed for maintenance or, as recently, for renovation.12 Whereas 33 800 flights were
recorded for the two airports in the south of the island in 1989,13 the figure for
northern Cyprus was only 3 477, 9.5% of all flights on Cyprus.14 The picture was not
significantly different 11 years later: in July 2000, at the height of the main holiday
and travel season, the number of flights at Ercan airport was just 384.15 Thirty-four
foreign airlines offer scheduled and charter flights to southern Cyprus,16 whereas the
only airlines flying to northern Cyprus are two Turkish airlines.
Cyprus Airways, the national airline of the Republic of Cyprus (CAIR.CY), offers
direct scheduled flights from Larnaca and Paphos to over 30 destinations in Europe,
the Middle East and the Gulf region,17 as well as numerous leased and charter flights
in the peak tourist season. Apart from destinations in Turkey, the Turkish Cypriot
airline Kibris Türk Hava Yollari (CAIR.KTHY),18 on the other hand, only flies
regularly to London,19 Belfast, Manchester and Glasgow.20 There are also occasional
flights to Frankfurt, Cologne, Nuremberg, Munich, Düsseldorf and Berlin. However,
flights to all destinations other than Turkey are charter flights.21 The only scheduled
flights are to Adana, Anjara, Ankara, Antalya, Istanbul and Izmir in Turkey. Flights
from airports outside Turkey are not direct. All flights from the United Kingdom and
Germany to northern Cyprus stop over in Turkey. Because of this 'touchdown', the
flight from London to Ercan, for example, is legally two separate flights, London to
Istanbul and Istanbul to Ercan, with two different flight numbers. For international air
transport purposes, flights from Turkey to Northern Cyprus are officially domestic
10
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flights, although Turkey in fact treats them as international flights22 and they are
shown as 'international departures' on the indicator boards at Turkish airports. In
practice, charter passengers usually stay on board the aircraft during the 45 minutes or
so of the stopover.23 The stopover in Turkey adds nearly three hours to the flight from
London to Ercan and makes it considerably more expensive than flights to southern
Cyprus.24 Not least for that reason, northern Cyprus is a less attractive destination for
tour operators and package tourists.25 Turkish airlines wishing to fly to Northern
Cyprus from third countries, as well as the Turkish Cypriot airline, have to stop over
in Turkey, whether they are operating scheduled or charter flights.26 The total flying
time on a scheduled Turkish Airlines flight from Stuttgart or Frankfurt to Ercan via
Istanbul is about nine hours, which is out of all proportion to the distance.27 Airlines
of states that do not recognise the TRNC do not even fly to northern Cyprus with a
stopover in Turkey.
In addition to the requirement to stop over or change planes in Turkey, other features
of air traffic with northern Cyprus, based less on international law than on political
and economic considerations, should also be mentioned. When identification tags
with 'ECN' on them (for Ercan Airport) were attached to baggage at London
Heathrow Airport, the Government of the Republic of Cyprus complained to British
Airways. As a result Air France, which handles baggage for the Turkish Cypriot
airline at Heathrow, for a time used an identification tag with 'CYN' (for 'Cyprus
North') but reverted to 'ECN' in 1993. In Stuttgart and Frankfurt too, baggage for
Turkish Airlines can be checked straight through to northern Cyprus and marked
'ECN'. Since 'officially' there are no direct flights from Heathrow to Ercan, the
stopover airport in Turkey has to be shown on the departure screens, instead of Ercan
airport. Interestingly, however, Ercan can be announced on the address system. To
add to this picture of bewildering contradictions, it might be noted that Ercan is
shown on the departure screens at London Gatwick and London Stansted airports.28
III. Flights to northern Cyprus as breach of international aviation agreements
The international law grounds for the absence of direct flights to northern Cyprus will
be discussed in more detail below. First it is necessary to look at the bilateral or
22
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multilateral aviation agreements that may preclude them. These regularly distinguish
between civil and state aircraft.
1. Civil aircraft
It is a general rule of international law that every state has full and exclusive
sovereignty over its airspace (air sovereignty).29 Any flight by a foreign aircraft in or
through the airspace of a state, including landing at its airports, therefore requires
permission from the government of the state concerned. In practice, the operation of
commercial international flights between two or more states has to be approved by all
the states concerned. The authorisations (the five 'freedoms of the air') have been
negotiated between states in various multilateral and bilateral agreements.
(a) The Chicago Agreements
The basic agreement in this field is the Convention on Civil Aviation of 7 December
1944 (the Chicago Convention).30 The Convention recognises, in Article 1, the
'complete and exclusive sovereignty' of states over the airspace above their territory
(i.e. both land areas and adjacent territorial waters), and it allows non-scheduled
international civil flights to fly across the territory and to land for non-traffic
purposes. Scheduled international flights, however, require special permission to
exercise such rights (Article 5, Article 6). That is granted either in bilateral aviation
agreements or by the Chicago International Air Services Transit Agreement (Transit
Agreement),31 also signed in Chicago on 7 December 1944. According to Article I,
Section 1, No 1 of the Agreement, each contracting state may designate the airports
that scheduled international flights are allowed to use for non-traffic purposes. In
addition, any landing by a foreign civil aircraft for traffic purposes (i.e. taking on or
discharging passengers, cargo or mail for remuneration or hire) requires special
permission from the country in which it lands.32 Under the special permission, foreign
aircraft may be required to use particular routes and airports (Article 68). Generally
the permission is regularly granted in bilateral aviation agreements,33 but ad hoc
permission may also be granted in specific cases. In Article 10 of the Chicago
Convention, which is particularly relevant to the present case, any aircraft wishing to
land in the territory of a contracting state
'shall, if the regulations of that State so require, land at an airport designated by that State for the
purpose of customs and other examination … Particulars of all designated customs airports shall be
published by the State and transmitted to the International Civil Aviation Organization34 … for
communication to all other contracting States.'
29
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In addition, aircraft flying into the territory of a State must comply with the air traffic,
customs, radio and other regulations of the state in which they land and may be
investigated by the competent authorities for that purpose.35
Only a few days after the Turkish Cypriot airline started regular flights between Ercan
airport and airports in Turkey, the Permanent Representative of Cyprus at the United
Nations wrote to the UN Secretary-General:
'The Government of the Republic of Cyprus wishes to inform all Member States of the United Nations
that this so-called 'Ercan Airport' is not an approved aerodrome under Cyprus legislation nor is it a
designated customs airport in accordance with the Convention on International Civil Aviation.
Consequently, all flights operated between Turkey and such 'Ercan Airport' are illegal and run contrary
to all principles and objectives of the ICAO [International Civil Aviation Organisation] … The
Government of the Republic of Cyprus requests that all countries should … take all necessary measures
so that their designated carriers and all other airlines registered and licensed by them should refrain
from operating any air services whether scheduled or non-scheduled to the so-called 'Ercan Airport' …
36
and from having any dealings whatsoever with the illegal so-called 'Cyprus Turkish Airline'.

The Government of the Republic of Cyprus takes the view that flights to Northern
Cyprus are in breach of the Chicago Convention, since Ercan and Geçitkale airports
are not legally authorised designated customs airports within the meaning of Article
10.37 According to Republic of Cyprus rules, only the airports at Larnaca, Paphos and
Nicosia (in the UN-controlled buffer zone) have been identified as international
airports.38
The crucial question is whether, under international law, the Government of the
Republic of Cyprus can bindingly prevent parties to the Chicago Convention flying to
the airports in northern Cyprus by expressly not designating them customs airports.
That would require, firstly, that the Chicago Convention was still applicable in
northern Cyprus and, secondly, that the Government of the Republic of Cyprus is
entitled also to exercise rights arising from the convention for the northern Cyprus
airports, although they are currently outside its de facto control.39
Only the Republic of Cyprus is a party to the Chicago Convention; the TRNC is not.
The Convention contains no provisions on its application to territory or airspace
35
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controlled by a belligerent occupying power or a local de facto government. The
Vienna Convention on the Law of Treaties also does not regulate the question.40 State
practice shows that belligerent occupation of the territory does not automatically lead
to the termination or suspension of agreements entered into by the occupied state;41
the effect of the occupation on the agreement has to be considered in each individual
case. Treaties requiring action by state bodies in the occupied territory are generally
deemed to be fully or partially suspended on the grounds of temporary impossibility
of performance.42 Article 89 of the Chicago Convention, which concerns 'war and
emergency conditions', indicates that war (including belligerent occupation) does not
automatically lead to suspension of the Convention. The Chicago International Air
Services Transit Agreement concluded in conjunction with and supplementing the
Convention is also instructive on the question of application of the Agreement to
areas under military occupation. Under the Agreement, for the purposes of scheduled
international air traffic each contracting state grants the other contracting states the
privilege of flying over its territory without landing and landing in that state for nontraffic purposes. According to Article I Section 1(2), sentence 2, of the Transit
Agreement: 'In areas of … military occupation, the exercise of such privileges shall
[also] be subject to the approval of the competent military [occupation] authorities.'
From that it may be inferred that the Chicago Convention is in principle also
applicable to areas under military occupation. The mere designation of airports for
customs clearance purposes does not require any action by the state bodies of the
Republic of Cyprus in the occupied area. That is a decision that can also be taken by
competent bodies outside the occupied area, even in exile. Nor does the publication
and notification of the decision to the International Civil Aviation Organisation
(ICAO) in accordance with Article 10, sentence 3, of the Chicago Convention require
any action in the occupied area. It can thus be assumed that the Convention or the
Convention provisions that are relevant in this case are also applicable to the occupied
area of a contracting state. The same also applies to the area under the control of a
local de facto government, which is still regarded as the territory of the mother state.
For all contracting states that regard the TRNC solely as a local de facto government
or consider the northern part of the island to be under belligerent occupation, the
Chicago Convention and the other aviation agreements entered into by the Republic
of Cyprus therefore still apply to northern Cyprus. It need only be pointed out that, in
the absence of aviation agreements with the TRNC, it could only be those agreements
signed with the Republic of Cyprus that grant foreign aircraft the right to fly across
airspace over northern Cyprus43 – a right that 250 (mainly non-Turkish) aircraft have
been exercising every day since the mid-1980s.44
If it is assumed that the Chicago Convention is applicable to northern Cyprus, the
question then arises whether the Republic of Cyprus can exercise contractual rights
arising from the Convention for airports in northern Cyprus that are outside its
control. State practice shows that the exercise of contractual rights not requiring any
40
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territorial control only requires recognition of the authority exercising those rights as
the de jure government of the contracting state.45 As already mentioned, mere
designation as a customs airport does not require control of the airport. It is therefore
at the discretion of the (Greek Cypriot) Government of the Republic of Cyprus
whether or not to declare the airports in northern Cyprus customs airports.46 In a letter
dated 29 December 1986, ICAO refused to name Ercan airport an international
airport, on the grounds that:
'ICAO recognises the government of the Republic of Cyprus as the only legitimate government of that
State … (and) the government of the Republic of Cyprus has not requested the inclusion of Ercan
Airport in the ICAO Regional Plan and, as such, it is not and cannot be considered an international
47
airport in ICAO terms'.

The ICAO view is shared by, inter alia, the Federal Republic of Germany48 and the
United Kingdom.49 On 20 December 1980, the British Government spokesman stated
in the House of Lords on the question of air traffic between the United Kingdom and
northern Cyprus:
'The position is that the Cyprus Government have declared that they do not consider Ercan Airport to
be an approved airport under Cyprus legislation, nor a designated customs airport in accordance with
the relevant provisions of the Chicago Convention of 1944. Since Her Majesty's Government recognise
only one government in Cyprus – that of the Republic of Cyprus under President Kyprianou – we are
50
obliged to prohibit both private and scheduled flights between that airport and the United Kingdom'.

It is clear from that statement that not only do the contracting states have to comply
with the Chicago Convention, they are also responsible for ensuring that the
Convention is not violated by their national aircraft.51
The Government of the Republic of Cyprus has several ways to ensure compliance
with the Chicago Convention and Article 10 in particular:
(1) If disagreements arise between the Government of the Republic of Cyprus and
another contracting state on whether that state's aircraft are allowed to land at airports
in northern Cyprus, it may, if the matter cannot be resolved through negotiation, seek
45
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a decision from the ICAO Council in the formal dispute settlement procedure.52 An
appeal may be lodged against that decision in an arbitral tribunal or the International
Court of Justice (ICJ),53 whose decision is final and binding. If the airline of a
contracting state does not comply with such a binding decision, all contracting states
are required under Article 87 of the Chicago Convention to prohibit it from operating
in their airspace. The ICAO Assembly may suspend the voting power in the Assembly
and the Council of a contracting state that fails to fulfil that obligation.54 The formal
dispute settlement procedure, on the other hand, is more of a theoretical possibility; it
has so far been applied in only three cases, in none of which the Council took a
decision on the merits.55 However, only the possibility for the Government of the
Republic of Cyprus to seek a final decision in the formal dispute settlement
procedure, with its far-reaching consequences, can make the other contracting states
and airlines comply with the Convention.56
(2) Under the informal dispute settlement procedure the Government of the Republic
of Cyprus can also refer the landing of aircraft from contracting states at airports not
designated as customs airports in northern Cyprus to the ICAO Council (or its
President). According to Article 54(n) of the Chicago Convention, the Council has to
'consider any matter relating to the Convention which any contracting State refers to
it'. The Council can consider a dispute referred to it and then produce a report.57 If the
Council establishes an infraction of the Chicago Convention, it must report it to the
contracting states and the ICAO Assembly.58 The contracting states have occasionally
made use of this informal possibility for resolving disputes in politically sensitive
cases. One example is the flights allegedly made during the Nigerian civil war from
the Portuguese colony of São Tomé to Port Harcourt Airport in the Nigerian province
of Biafra, to supply the insurgents with military equipment. The Republic of Biafra
declared independence from Nigeria on 30 May 1967. It was recognised by four states
in 196859 and had de facto control over the province60 until 12 January 1970. On 21
December 1967, Nigeria lodged a protest on the flights from São Tomé to Port
Harcourt Airport with the Council against Portugal, which had not formally
recognised Biafra. Nigeria claimed, inter alia, that these flights violated Articles 1, 2
and 10 of the Chicago Convention. The flights to Biafra stopped soon after the
Council started dealing with the matter.61 Thus the informal dispute settlement
procedure, 'law enforcement by mobilising shame', can also have a deterrent effect.
52
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Disputes, 1980, p. 92. According to Milde, in that case action by Nigeria in the formal dispute
settlement procedure under Chapter XVIII of the Chicago Convention would also have been justifiable.

10

(3) However, the Government of the Republic of Cyprus can take action not only
against the Chicago Convention contracting states but also directly against individual
civil aircraft flying to airports in northern Cyprus. By exercising its air sovereignty
over Cyprus, it can order aircraft to land at an airport in southern Cyprus (although
not compel them to by force), as soon as they enter Cypriot airspace.62 The Republic
of Cyprus air surveillance exercised that right on 22 July 1984, when it asked a West
African airline transport plane, which a Turkish Cypriot commercial company had
chartered to carry grapes from northern Cyprus to the United Kingdom, to land at
Larnaca Airport in southern Cyprus.63
(b) Bilateral aviation agreements
In addition to the Chicago Convention, bilateral aviation agreements might also
preclude flights to northern Cyprus. The Republic of Cyprus has signed such
agreements with over 30 states,64 including the Federal Republic of Germany.65
However, it has no agreement with Turkey. Whilst the contracting parties for such
agreements do not recognise the TRNC as an independent state, the agreements are in
principle applicable to the whole of Cyprus. In the agreements, the contracting parties
regularly grant each other overflying and landing rights and the right to take on or
discharge passengers, mail and cargo for traffic purposes at fixed points. The routes
on which the airlines designated by the contracting parties are allowed to operate
international air traffic are laid down in a route plan to be agreed by the governments
of the contracting parties. An airline designated by a contracting party may only start
operations when the other contracting party has given the designated airline
permission.66 That can be revoked if the airline does not conform to the laws and
other rules of the contracting party or the provisions of the aviation agreement.67
Since the airports in northern Cyprus are not in the air routes plan, it is not permitted
to fly to them under the aviation agreement. An airline flying to the northern Cyprus
airports in contravention of the route plan risks having its permission to operate
flights revoked by the Government of Cyprus. When an aircraft chartered by the
Deutsche Lufttransportgesellschaft (DLT) wished to land at Ercan Airport on
11 November 1977, Republic of Cyprus airspace surveillance threatened the captain
that all DLT aircraft would be banned from landing in southern Cyprus if he
continued his approach to Ercan.68
Whilst a general landing ban for German aircraft in Cyprus would be incompatible
with both the Germany-Cyprus aviation agreement69 and the Transit Agreement,70 71
the Republic of Cyprus can revoke its permission to operate economically important
scheduled and charter flights for traffic purposes between Cyprus and Germany, after
62

Art. 3bis of the Chicago Convention. The provision, which merely codified existing customary law,
was added by the Protocol relating to an amendment to the Convention on International Civil Aviation
of 10 May 1984, which entered into force on 1 October 1998. On the validity of the provision in
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Cf. also first sentence of Art. 5(1) and Annex 2 Chicago Convention; Art. I Section 2 Transit
Agreement.
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consultation with the German Federal Government, if an airline fails to comply with
the laws and other rules of the Republic of Cyprus or the provisions of the GermanyCyprus aviation agreement (e.g. the air routes plan).72 In view of the lucrative tourist
air traffic with southern Cyprus, this is an effective potential sanction that prevents
airlines from flying to the northern Cyprus airports.73
2. State aircraft
The bilateral and multilateral air traffic agreements concluded by the Republic of
Cyprus apply only to civil aircraft74 and therefore can only stand in the way of flights
to northern Cyprus by such aircraft. Other criteria apply in the case of state aircraft.
Geçitkale (Lefkoniko) Airport was originally intended for use by a NATO rapid
reaction force for operations in the Middle East. Since the Turkish Government,
anxious not to jeopardise its good relations with the Arab world, was unwilling to
make an airport in Turkey available to NATO for such operations, it offered the
northern Cyprus airport by way of a substitute.75 Since Geçitkale Airport came into
operation, the presence of foreign military aircraft has been reported on numerous
occasions.76
Foreign military aircraft and other state aircraft77 are only allowed to overfly or land
in the territory of a state with that state's express or tacit agreement.78 That is a
64
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76
On 17 January 1991 the Xinhua news agency reported that US fighter planes were stopping over at
Lefkoniko military airfield. See also Meinardus, Orient 28 (1987), p. 521.
77
E.g. aircraft used by customs and police; cf. Art. 3(b) Chicago Convention.

12
corollary of the air sovereignty of states. The crucial question is whether transit stops
by foreign military aircraft in northern Cyprus also require permission from the
Government of the Republic of Cyprus, or whether – depending on the legal opinion –
permission from the Turkish Cypriot authorities or the Turkish occupying authorities
is sufficient. For the exercise of rights based on territorial or air sovereignty – unlike
the exercise of treaty rights – it will have to be a requirement that the government of
the state effectively controls the territory or airspace. Thus the Government of the
Republic of Cyprus cannot prevent foreign military aircraft flying over the northern
part of the island or landing at northern Cyprus airports simply by not granting
overflight or landing permission. That is indirectly confirmed by United Nations
practice: although the Government of the Republic of Cyprus regularly protests at
violations of its (northern Cyprus) airspace by Turkish military aircraft79 and has
asked for their condemnation,80 those protests have not been taken up by the
Secretary-General in his reports on the United Nations operation in Cyprus or by the
Security Council in its resolution on Cyprus.
The authority of a local de facto government or an occupying power to grant the
necessary overflight and landing permission is derived from its de facto control of the
airspace and airports.81 Seeking overflight and landing permission from the competent
authorities cannot be seen as recognition as a state. However, states must avoid any
action that might imply recognition as a state. That prohibits the arrangement of
general landing and overflight rights for state aircraft under a military agreement.
Requests for overflight and landing permission for state aircraft are generally dealt
with by the military authorities on an ad hoc basis.

IV. Other reasons for the absence of flights to Northern Cyprus
1. Non-recognition of the Turkish Republic of Northern Cyprus
The non-recognition of the Turkish Republic of Northern Cyprus is not an obstacle to
either scheduled or unscheduled flights to northern Cyprus. Air traffic can start
operating between two territories without the technical contacts that that requires
implying recognition as a state. For instance, Dutch, Austrian and Swedish airlines
flew to airports in the German Democratic Republic long before those countries
78

Cf. Art. 3(c) Chicago Convention. See also Weber, Encyclopedia of Public International Law, Vol.
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For protest by the Government of the Republic of Cyprus see, for example, UN Doc. A/56/476S/2001/972, 17 October 2001; see also TRNC reply: UN Doc A/56/525-5/2001/1044, 5 November
2001 Annex.
80
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recognised the GDR.82 There were also direct flights between German airports and
Skopje before Germany recognised Macedonia.83
According to some legal opinion, scheduled international air traffic is only possible
with recognised states, since under Article 6 of the Chicago Convention it requires an
inter-state treaty whose signature automatically implies recognition.84 That view fails
to take account of the fact that the Chicago Convention applies only to air traffic
between contracting states. Furthermore, Article 6 of the Chicago Convention only
stipulates that scheduled air services require 'special permission or other
authorisation', not how such permission or authorisation is to be granted.85 Certainly it
is in practice regularly granted in bilateral aviation agreements,86 but that is not
necessarily the case, as the example of scheduled air services between Frankfurt
Airport and the Eritrean capital, Asmara, shows. Eritrea gained its independence from
Ethiopia on 24 May 1993 and acceded to the Chicago Convention on 17 October
1993.87 For a number of years the German airline Lufthansa has been operating twiceweekly direct flights to Asmara without any aviation agreement between the Federal
Republic of Germany and Eritrea.88 The air traffic with the Republic of China
(Taiwan), which is not recognised as an independent state by most countries, also
shows that it is possible to operate air services without that necessarily implying
recognition as a state.89
2. International Air Transport Association rules
In the non-legal specialist literature, 'IATA rules' are cited as the reason for foreign
airlines not flying to airports in northern Cyprus.90 IATA, the International Air
Transport Association, is a non-governmental organisation (NGO) set up in 1945 and
based in Montreal. Its members are international airlines and certain charter
companies, not states. According to its articles of association, its purpose is to
promote safe, reliable and economical air transport, and cooperation between airlines
and with ICAO. IATA's functions include agreeing flight safety regulations and terms
82
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of transport, coordinating flight plans, setting fares and standardising tickets and
baggage tickets.91 It is clear from the Association's membership and from its aims and
functions that it cannot take a decision on whether flights to airports in northern
Cyprus are permitted. The legal adviser to the Association has thus stated, on the issue
of flights to northern Cyprus: 'IATA is a non-political association, and does not seek
to regulate the destinations to which our members may offer services. In particular,
we have no regulations prohibiting direct flights to airports in Northern Cyprus'.92
The non-recognition of the TRNC also does not preclude the signature of 'interline
agreements' under the aegis of IATA. These are private law standard contracts
between two airlines, at least one of which is an IATA member, allowing the parties
to make bookings and reservations for each other and accept payments for the
bookings.93 The German airline Lufthansa and 84 other IATA members all over the
world had already signed an interline agreement with Air Rhodesia before Southern
Rhodesia unilaterally declared independence in November 1965.94 That agreement
was not considered to be incompatible with non-recognition of Rhodesia as a state; it
was not until the Security Council adopted Resolution 253 (1965) on 29 May 1968
that such agreements were expressly prohibited.95
Interline agreements allow the Turkish Cypriot airline to have bookings made through
the Turkish airline or airlines of other states anywhere in the world. For instance,
Turkish Airlines issues tickets from Stuttgart to Ercan under such an agreement,
although the Istanbul-Ercan route is operated by the Turkish Cypriot airline.
3. Airports declared illegal border crossing points
The Government of the Republic of Cyprus has by law declared the airports in the
north of the island illegal border crossing points. That is indicated in most guidebooks
and Cyprus handbooks.96 Like the legal closure of the seaports, such a declaration
might have a deterrent effect on individual travellers, but, with no control over the
seaports, it is not effective in international law. However, the Republic of Cyprus
authorities can hold persons arriving in Cyprus via airports in the north criminally
liable for breach of the entry regulations of the Republic of Cyprus if they later enter
southern Cyprus.
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V. Legal status of the Turkish Cypriot airline
The Turkish Cypriot airline 'Kibris Türk Hava Yollari (CAIR.KTHY), in English
Cyprus Turkish Airlines (CTA), set up on 4 December 1974, currently has five
aircraft.97 Aircraft always have the nationality of the state in which they are registered
and, like ships, they may not be registered in several states simultaneously. Under
international law, each state may lay down the conditions under which it registers
aircraft, but the Chicago Convention contracting states must notify ICAO of the
registration.98 Thus there is in principle nothing to prevent registration of the aircraft
of the Turkish Cypriot airline in the TRNC. However, the nationality of an aircraft
determines its rights and obligations.99 In order for KTHY aircraft to exercise the
overflight and landing rights granted in the Chicago Convention and the Transit
Agreement (and in other aviation agreements), they must be registered in a
contracting state of those agreements. Due to its collective non-recognition as a state,
the TRNC cannot be a contracting party to those agreements or sign bilateral aviation
agreements.100 In the absence of overflying and landing rights, aircraft registered in
the TRNC would be restricted to flights between Turkey and northern Cyprus, within
northern Cyprus and flights over certain maritime areas.101 That is one reason why
aircraft of the Turkish Cypriot airline are registered not in the TRNC but in Turkey.102
103
Another reason is ownership: the Turkish Cypriot airline is a wholly owned
subsidiary of the Turkish airline Türk Hava Yollari (CAIR.KTHY),104 as indicated by
the nationality code CAIR.KTHY.105 In purely legal terms, therefore, KTHY is not
the 'national Turkish Cypriot airline', but a private Turkish airline with its registered
office in Istanbul.106 Consequently there is little point in the call on all states by the
Government of the Republic of Cyprus on 21 February 1975 to refrain from any
contact with the illegal 'Turkish Cypriot airline'107. Since KTHY is a Turkish airline in
international law, it enjoys all the same contractually granted overflying and landing
rights as any other Turkish airline. The allegation that the German and British
97
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authorities turned a blind eye to 'indirect direct flights' to Ercan Airport via Turkey108
is thus unfounded. There can be no complaint under international law about flights to
Turkey from the United Kingdom and Germany. The destinations to which Turkish
aircraft depart/fly on from Turkey are a matter that concerns only Turkey and the third
country. The decision by the Irish Government in April 2002 to refuse an application
from the Turkish Cypriot airline to start operating flights from Dublin to Antalya in
Turkey, on the grounds that the final destination of the flights was the TRNC and they
were therefore contrary to UN resolutions,109 was thus based on political rather than
international law considerations. The Minister for Trade, Industry and Tourism of the
Republic of Cyprus in fact described the decision as a 'politically correct position
[which] sends a positive political message'.110 Consequently the British Government
also saw no reason to change its position on the basis of this Irish precedent.111
A different question is whether an obligation to stop openly advertising these 'indirect
direct flights' to northern Cyprus and displaying or announcing the destination airport
in northern Cyprus at departure airports might arise from the non-recognition of the
TRNC. Neither the British nor the German Government has so far taken any steps to
prevent that.112 An obligation to intervene cannot be derived from the non-recognition
itself, since tolerance of such practices cannot be seen as recognition of the TRNC. In
the absence of an obligation under international law to take action against the
practices, the fact that they are tolerated can therefore, at most, be an act unfriendly to
the Republic of Cyprus, but not a breach of international law.
VI. The opening of the airports in Nicosia and Northern Cyprus
1. Confidence-building measures of the UN Secretary-General
Until 15 July 1974, air traffic to and from the Republic of Cyprus operated solely via
Nicosia International Airport (NIA), which was seen as a pivotal point between the
Middle East and Europe. Since the Turkish intervention, the airport, still largely in
operating order, lies abandoned in the UN-administered buffer zone between northern
and southern Cyprus.113 Since August 1975 it has been used by the UN peacekeeping
force (UNFICYP).114
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In 1993 Secretary-General Boutros Boutros-Ghali suggested that the airport be
reopened for the use of both communities as a confidence-building measure.115 Both
sides would have free access to the airport; foreign visitors who arrived on Cyprus at
the airport would be allowed to travel between the two parts of the country
unhindered during their stay on the island; the United Nations, in collaboration with
ICAO, would be responsible for operations and security at the airport by arrangement
with both sides; any costs would be borne jointly; both sides would undertake not to
impede the freedom of movement of persons and goods at the airport in any way; in
the event of a conflict, the United Nations would decide; the measures would in no
way prejudice the overall solution to the Cyprus problem.
The Boutros-Ghali proposal was not a new idea. The leaders of the two communities
had already discussed reopening Nicosia International Airport at the beginning of
1975.116 After the leader of the Greek Cypriot community, Archbishop Makarios, had
initially rejected the Turkish Cypriot proposal to reopen the airport to international
traffic under joint control,117 agreement to reopen it was 'in principle' reached during
the negotiations in Vienna from 28 April to 3 May 1975.118 However, discussions by a
joint committee set up for that purpose were unproductive.
The proposal to reopen the airport as a confidence-building measure under United
Nations supervision and control was first put forward in the discussion basis by UN
Secretary-General Pérez de Cuéllar for the talks between the leaders of the two
communities planned for 8 August 1983.119 However, the talks did not take place,
since on 15 November 1983 the establishment of the TRNC was declared. In his
speech to the UN Security Council on 17 November 1983 the Turkish Cypriot leader,
Rauf Denktash, did also state, probably in order to avoid condemnation of the TRNC
declaration of independence by the Security Council, that the Turkish Cypriot side
was prepared to start immediate negotiations with the Greek Cypriot side, under the
good offices of the Secretary-General, on reopening the airport to civil flights for the
use of both sides under interim UN administration.120
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Nine and a half years later, at the talks between the two communities at UN
Headquarters in New York on 24 May 1993, UN Secretary-General Boutros-Ghali
again proposed reopening the airport as a confidence-building measure, this time as
part of a package with the resettlement by its former, predominantly Greek Cypriot,
owners of Varosha,121 the uninhabited 'ghost district' of Famagusta which had been
controlled and fenced in by the Turkish army since August 1974. Both measures were
to be supervised by the United Nations.
Whilst the Varosha part of the package, the restoration of ownership, would have
been particularly important for the Greek Cypriots, the main beneficiaries of the
reopening of Nicosia International Airport would have been the Turkish Cypriots. In
his report to the Security Council on 1 July 1993, the Secretary-General wrote: 'The
opening of the airport would mean the lifting for all practical purposes of the
economic obstacles that have been weighing so heavily on the [Turkish Cypriot]
community, especially as regards overseas travel and trade and the development of a
significant tourist industry'.122 An international team of experts estimated that the
Turkish Cypriot gross national product would increase by 20% if the package was
accepted.123
For the Turkish Cypriots, however, placing Varosha under UN administration was
such a major concession that turning Varosha into a special area for contacts between
the two communities and joint trading establishments, even in conjunction with the
reopening of Nicosia International Airport, was not sufficient compensation. They
therefore initially rejected the package of confidence-building measures.124 Shortly
afterwards, Rauf Denktash suggested lifting the restrictions on sea- and airports in
northern Cyprus as an appropriate quid pro quo. In particular the Turkish Cypriot
airline should be allowed to fly direct to Western European destinations from Ercan
Airport.125 The Greek Cypriots agreed in principle with the proposals by the UN
Secretary-General, provided that no provisions were added that signified direct or
indirect recognition of the Turkish Republic of Northern Cyprus.126 They rejected the
supplementary Turkish Cypriot proposals, seeing them as a first step towards
recognition of a separate state in the occupied area.127 Despite numerous efforts by the
121
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UN Secretary-General and his special envoys, no agreement had been reached on the
package of confidence-building measures by the summer of 1994.128 After the
judgment by the Court of Justice of the European Communities in the Anastasiou case
on 29 August 1994 in practice significantly impeded and in some cases prevented
imports of agricultural and textile products from northern Cyprus to the EU Member
States,129 the TRNC Parliament decided to call an immediate halt to the negotiations
with the Greek Cypriot side under the auspices of the UN Secretary-General.130
Further mediation attempts by the United Nations were unsuccessful. In his report to
the Security Council on 19 October 1994, the Secretary-General noted that 'matters
were close to an impasse both on the substance of the Cyprus problem and on the
confidence-building measures'.131 Further informal talks on the confidence-building
measures have so far been unproductive.
I shall discuss below the extent to which the reopening of Nicosia International
Airport is precluded by international law and whether there are any legal
arrangements that would enable the Northern Cyprus airports to be opened to
international flights without one of the parties in the conflict being forced to alter its
position on the political (and international law) status of the other side.132

2. Reopening Nicosia International Airport
(a) Administration by the UN Secretary-General
Under the proposals by UN Secretary-General Boutros Boutros-Ghali, Nicosia
International Airport would be opened for civil passenger and cargo traffic under UN
administration until the Cyprus problem was resolved. A United Nations Temporary
Administration (UNTA) headed by a UNTA airport administrator was to be
responsible for the day-to-day administration of the airport, in cooperation with
ICAO.133 The possibility of the ICAO Council manning, maintaining and
administering an airport in the territory of a contracting state if that state so requests is
expressly provided for in Article 71 of the Chicago Convention. However a request by
the 'contracting state', i.e. its government, is necessary in order for the ICAO Council
to become involved. That cannot be replaced either by a request from the leaders of
the two communities or by a Security Council resolution. Given that the Turkish
Cypriots and Turkey do not recognise the Government of the Republic of Cyprus as
the government of the whole of Cyprus, it will scarcely be possible to agree on a
formal request to ICAO by that government. Since the leader of the Greek Cypriot
community and the President of the Republic of Cyprus are the same person, a joint
128
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request by both leaders could at the same time be seen as a request by the Republic of
Cyprus as a contracting state. It would also be possible for the Security Council to
request ICAO's assistance with the administration. According to Article VII of the
Convention of 30 September 1946 between the United Nations and the International
Civil Aviation Organisation,134 in which ICAO was granted the status of a United
Nations specialist agency, ICAO undertook to provide assistance to the Security
Council.135 Details of the assistance could be set out in a special agreement between
the two organisations.136
The details of UNTA administration was to be determined in an agreement on
confidence-building measures to be signed by the leaders of the two communities.
However, the powers and functions to be exercised by the UNTA airport
administrator in that respect were not to be based on that agreement but on a
resolution of the UN Security Council endorsing the agreement. According to the
report to the Security Council by the Secretary-General on 4 March 1994:
'The precise manner in which the powers and functions of the Administrator are to be conferred on him
or her will also need to be agreed. In this connection, it is clear that agreement would not be possible
on the basis of delegation of powers or functions to the Administrator by existing structures on the
island. The answer to this question may need to flow from an agreement that would be reached by the
leaders of the two communities in their representative capacities and endorsed by the Security
137
Council'.

This somewhat unorthodox arrangement was deemed necessary in that the UNTA, in
administering the airport, was to exercise sovereign rights of the Republic of Cyprus.
However, sovereign rights can only be transferred by the government representing the
state, not by two community leaders (unless the two community leaders are
considered to be the government of the whole of Cyprus, but that would undermine
the sole representation claim of the Government of the Republic of Cyprus). The
transfer of sovereign rights by the Government of the Republic of Cyprus, i.e. by the
'existing structures on the island', is, however, rejected by the Turkish Cypriot side,
since it does not recognise the existing Government of the Republic of Cyprus,
consisting solely of Greek Cypriots, as the government of the whole of Cyprus.138 For
that reason the negotiations and agreements under the UN Secretary-General's
mission of good offices also take place not between the Government of the Republic
of Cyprus and the Turkish Cypriot community, but between the leaders of the two
134
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communities participating on an equal footing.139 Contrary to the view of the UN
Secretary-General, it would not therefore be sufficient in international law for the
Security Council to endorse an agreement by the two community leaders on the
powers of the UNTA airport administrator; if the powers were not transferred by the
Government of the Republic of Cyprus, it would have to authorise their exercise.
However, the effective creation of United Nations administrative powers by the
Security Council in a sovereign state requires a binding resolution under Chapter VII
of the UN Charter,140 not least because the Government of the Republic of Cyprus
could otherwise withdraw those powers from UNTA at any time. Such a resolution
requires that the existence of a threat to or breach of the peace has been determined
within the meaning of Article 39 of the UN Charter. In the light of most recent
practice, interpreting the concept of a threat to the peace in a broad sense, that would
certainly be quite possible; however, in view of the wider political and legal
implications the Security Council would probably seek to avoid such a finding.
(b) Traffic rights for Turkish airlines
The original proposal by the UN Secretary-General in May 1993 stated: 'Traffic rights
at the Airport would be limited to foreign airlines that have traffic rights in Cyprus.
Such rights would be enjoyed by airlines registered in the Republic of Turkey'.141 The
draft submitted to the two parties by the Secretary-General's Cyprus envoy on
21 March 1994 ended: 'Traffic rights at NIA [Nicosia International Airport] will be
enjoyed by airlines that have traffic rights in Cyprus and by an agreed number of
airlines registered in Turkey'.142 Underlying this new wording were two substantial
alterations, which were rejected by the Turkish Cypriot side.143 Firstly, the deletion of
the word 'foreign' extended the group of airlines that would enjoy traffic rights for
Nicosia International Airport to include Cyprus Airways, the (domestic) national
airline of the Republic of Cyprus. In the original wording in May 1993, that airline
would still only have been able to fly to airports in the south of Cyprus, whereas the
Turkish Cypriot airline registered in Turkey, as an officially foreign airline, would
have been able to use Nicosia International Airport. Secondly, the addition of the
139
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words 'an agreed number' restricted the group of Turkish airlines that would enjoy
traffic rights at the airport.144
Both proposals make a distinction between 'airlines enjoying traffic rights in Cyprus'
and 'airlines registered in Turkey'. That was necessary in that there is no aviation
agreement between the Republic of Cyprus and Turkey in which the two states grant
each other traffic rights in their territory.145 Since opening the airports in northern
Cyprus (on Turkish Cypriot conditions) did not appear to be legally possible without
state recognition of the TRNC,146 the reopening of Nicosia International Airport was
to bring the Turkish Cypriots the same benefits as the opening of Ercan Airport,147 but
that would mean that the Turkish Cypriot airline would have to be granted full traffic
rights at Nicosia International Airport. Since it was registered in Turkey, Turkish
airlines would also have to be granted traffic rights at the airport.148 It is not clear how
the Turkish airlines were to acquire these traffic rights and in particular the
economically important right for both scheduled and non-scheduled international
flights to land at Nicosia International Airport for traffic purposes.149 As explained
above, all landings by foreign aircraft require the permission of the state in which they
wish to land.150 In practice, landing permission for traffic purposes is granted in
bilateral air transport agreements signed by the governments of the contracting parties
as their representatives under international law.151 However, the signature of an
aviation agreement between Turkey and the Republic of Cyprus – and any other way
of granting permission – have been impossible, since Turkey does not recognise the
Government of the Republic of Cyprus as the government of the whole of Cyprus.
The two community leaders cannot grant permission because they are not authorised
to represent the Republic of Cyprus.152 Accordingly, any agreement between the two
community leaders on confidence-building measures cannot be seen as a unilateral
granting of permission binding upon the Republic of Cyprus. Hence the Government
of the Republic of Cyprus can only be considered to have given tacit permission. The
Secretary-General's proposal that the UNTA airport administrator should have the
authority to undertake measures as may be necessary to implement traffic rights at the
airport153 but not the right to establish such rights also seems to be based on that
144
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premise. However, an arrangement whereby permission is granted tacitly and
unilaterally holds the risk for the Turkish Cypriot side that it could be withdrawn at
any time, a fact that the Secretary-General also seems to have realised. Therefore his
proposal for the agreement of confidence-building measures expressly includes a
prohibition on any action by the authorities of both sides that would in any way
impede or prevent implementation of the agreements contained in the package.154
Since the leader of the Greek Cypriot community is also President of the Republic of
Cyprus, the revocation of landing permission without justification might possibly be
considered an abuse of legal right.155
A further problem arose with traffic rights for the Turkish Cypriot airline. States
normally only allow foreign aircraft to put down passengers, cargo and mail from
their home state (the 'third freedom'), or to take them on for destinations in their home
state (the 'fourth freedom'). Only in exceptional cases, and only when all the states
concerned have given permission, can an aircraft exercise the 'fifth freedom' of air
transport and carry passengers, cargo and mail between states other than their home
states. Without the 'fifth freedom' right, the Turkish Cypriot airline registered in
Turkey could only operate international flights between Nicosia International Airport
and airports in Turkey, even with tacit permission from the Republic of Cyprus.
Hence even the reopening of the airport would not have allowed the Turkish Cypriots
the direct flight connections that they wanted with the countries of Western Europe.
They would still have been excluded from the lucrative European tourist traffic. For
that reason, the proposal by the UN Secretary-General provided that the UNTA
Airport Administrator should have the power to negotiate traffic rights for one
Turkish Cypriot airline between Nicosia International Airport and destinations in
Europe.156 Here again, however, the question arises how the Turkish Cypriot airline
was to be granted such traffic rights. The fact that the power of the UNTA Airport
Administrator was expressly restricted to the mere negotiation of traffic rights shows
that the Airport Administrator was not to be allowed to conclude air transport
agreements on behalf of the Republic of Cyprus. Hence European states could only
have granted the 'fifth freedom' to a Turkish Cypriot airline unilaterally as a
contribution to the Cyprus peace process.157 However, it is not sufficient for third
countries to grant the 'fifth freedom'. Since all the states concerned have to give their
permission for the right to be exercised, here again permission (at least tacit) from the
Republic of Cyprus would have been necessary.
This enjoyment of traffic rights at Nicosia International Airport for the third to fifth
freedoms by an airline registered in Turkey still required that the rights be at least
154
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tacitly granted by the Republic of Cyprus. Since traffic rights could only be granted
by or with the agreement of the national government, it would not be possible for the
Turkish Cypriot side to exercise the rights without thereby recognising the
Government of the Republic of Cyprus, at least implicitly, as the government of the
whole of Cyprus. On 30 September 1996, the then Attorney General of the TRNC and
adviser to Rauf Denktash wrote:
'… the ICAO itself could not find a solution to the matter of traffic rights at NIA, as this would depend
on the authorities of the recognised government to grant such rights. The stumbling block to solution of
158
these issues was the recognition of the Greek Cypriot Government as the "Government of Cyprus"'.

Although the reopening of Nicosia International Airport would have brought the
Turkish Cypriots numerous economic and other benefits,159 they were not prepared to
agree to an arrangement whereby they would have recognised the Government of the
Republic of Cyprus, even if only implicitly, as the government of the whole of
Cyprus.
(c) Customs clearance by the Turkish Cypriot authorities
A further impediment to the reopening of Nicosia International Airport was customs
clearance at the airport by the Turkish Cypriot authorities. The Government of the
Republic of Cyprus refused to allow the Turkish Cypriot customs authorities to collect
import duties, since that would 'imply recognition'.160 Instead it suggested that
customs clearance and entry formalities161 should be undertaken by the UNTA. It is
debatable whether the collection of import duties can imply recognition of the TRNC
as a state. The Greek Cypriot side is very vague on that point and only talks generally
about implied recognition. State practice shows that non-recognition as a state is not
an obstacle to private trade relations.162 However, cross-border private trade is always
linked to the collection of import duties and customs clearance by the authorities of
the state not to be recognised. Accordingly, customs clearance at most implies that the
clearing authorities exercise de facto control over the area into which the goods are to
be imported. However, the community of states does not dispute that the TRNC is a
local de facto government. The objection therefore seems to be aimed at excluding the
TRNC from a lucrative source of revenue, rather than preventing it being recognised
as a state in international law.
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3. The opening of airports in northern Cyprus
The Turkish Cypriot hope that airports in northern Cyprus would be opened for
scheduled international flights came to nothing because the TRNC was not
recognised. The Secretary-General's report to the Security Council on 15 September
1993 contained the following passage:
'In this connection, I and my colleagues conferred at length with the President of the Council of the
ICAO and his Legal Counsel. It emerged that since international flights take place in the framework of
air service agreements that are concluded exclusively between States, it did not seem possible, without
recognising a Turkish Cypriot State, to envisage the kind of arrangements related to Ercan (Tymbou)
163
airport and the Turkish Cypriot airline that had been requested by the Turkish Cypriot side'.

One can agree only with the final conclusion.164 As explained above, scheduled
international air services are not operated only under bilateral air transport
agreements.165 According to Article 6 of the Chicago Convention they always require
special permission or other authorization from the state concerned. Any operation of
scheduled international flights based on permission to another state from the TRNC
alone would have meant its being recognised by that state. That could only have been
avoided if the Government of the Republic of Cyprus had also granted the other State,
at least tacitly, special permission or other authorisation for scheduled air traffic with
Ercan airport.166 However, such an arrangement was unacceptable for the Turkish
Cypriots, since they contest the authority of the Government of the Republic of
Cyprus to grant such permission.
Implicit permission granted by the Government of the Republic of Cyprus raises
interesting questions of state responsibility. It has to be considered whether, in that
case, the Republic of Cyprus would be responsible for security at Ercan Airport. The
British Parliament's Foreign Affairs Committee seems to assume that responsibility
would lie with the Republic of Cyprus. The recommendations in its Cyprus report of
7 May 1987 included the following:
'The Greek Cypriot Government … should permit commercial air services into the north of Cyprus
(subject to Turkish Cypriot willingness to allow Greek Cypriot and international inspectors to validate
167
one or more airstrips in the north for international use).'

However the fact that, irrespective of the question of recognition, a local de facto
government can be held responsible for wrongful acts is an argument against the
163
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Republic of Cyprus being responsible.168 Injured States have regularly addressed their
claims for compensation to the local de facto government, not to the de jure
government of the mother state. There are no known cases of a mother state
acknowledging liability for compensation for wrongful acts by a local de facto
government.169 Furthermore, in most cases it would probably be impossible to
establish the responsibility of the mother state under international law because of the
difficulty of attributing actions carried out beyond its supervision and control.170

VII. Scheduled air services without recognition:
the case of Taiwan
In the negotiations on the opening of the northern Cyprus airports, the Turkish
Cypriot side initially drew attention to the existence of direct flights between the
Republic of China (Taiwan) and states that did not recognise that country as a state.
However, when the details of those direct flights were examined, it became clear that
the Turkish Cypriot side was not prepared to transpose that model to Cyprus mutatis
mutandis.171 The reasons for that will be discussed below.
1. Flights between the Federal Republic of Germany and Taiwan
When the Government of the People's Republic of China was recognised as the
government of China on 11 October 1972 (and at the same time that recognition was
withdrawn from the nationalist government),172 the German airline Lufthansa stopped
flights to Taipei Airport. For a long time the non-recognition of the government in
Taiwan appeared to be an impediment to resumption of the Taipei services. In answer
to the written question as to the reason for the Federal Government's restrictions on
the extension of the international air route network of the nationalist Chinese airline
China Airlines (CAL), Irmgard Adam-Schwaetzer, Minister of State in the Ministry
of Foreign Affairs, stated: 'The authorisation of flights requires sovereign acts
between the States concerned. Such acts are not possible between the Federal
Republic of Germany and Taiwan'.173 The main reason that there were no flights
between the Federal Republic of Germany and Taiwan, however, was not nonrecognition. As the answers to several parliamentary questions show, 'overriding
foreign policy considerations and the protection of extensive German transport and
168

Cf. Legal Consequences for States of the Continued Presence of South Africa in Namibia (South
West Africa) notwithstanding Security Council Resolution 276 (1970), ICJ Rep. 1971, pp. 16, 54, para.
118.
169
See Frowein, Das de facto-Regime im Völkerrecht, 1968, pp. 71-86; same author, Encyclopedia of
Public International Law, Vol. 1, 1992, pp. 966-967.
170
Cf. Art. 8 of ILC Articles on Responsibility of States for Internationally Wrongful Acts, 2001:
A/RES/56/83, 12 December 2001, Annex. Responsibility according to Art. 7 cannot be assumed in this
case, since the Turkish Cypriot authorities are neither organs of the Republic of Cyprus nor persons or
entities empowered by it.
171
UN Doc. S/26438, 14 September 1993, p. 7: 'Mr Denktash put forward … an agreement that had
been made earlier in 1993 concerning flights to and from Taiwan by a British registered airline.
However, when the details of this arrangement were examined it became evident that the Turkish
Cypriots would be unwilling to accept such an agreement mutatis mutandis in the case of Cyprus'.
172
Lin, Der völkerrechtliche Status der Republik China (Taiwan), 1986, pp. 121-128.
173
BT-Drs. [German Parliament circular] 11/6184, 2 January 1990, p. 2.

27
economic interests in the People's Republic of China' were an obstacle to the
establishment of flight connections.174
When it seemed possible to resume flight connections with Taiwan without
endangering German interests in the People's Republic of China, an aircraft belonging
to the Condor air service, a subsidiary of Lufthansa, flew direct from Frankfurt to
Taipei on 4 July 1993, 21 years after flights had been stopped.175 On 1 August 1993
an aircraft of Mandarin Airlines, a subsidiary of the state airline China Airlines
(CAL), flew in the opposite direction, from Taipei to Frankfurt. Since then scheduled
flights have been operating between Germany and Taiwan again, even though the
Republic of China (Taiwan) is not officially recognised. It is true that initially the
flights were operated by the subsidiaries of the state airlines, but the state airlines
advertised the services under their own name.176 For some years now, the Taiwan
airline China Airlines has been operating the flights itself.177 The Federal Republic of
Germany is not alone in this practice. At the moment over 20 States have direct flight
connections with Taipei, despite the fact that it is not recognised.178
2. Framework conditions of international air traffic with Taiwan
The Chicago Convention contracting parties recognise that each State has full and
exclusive sovereignty over the airspace above its territory and that scheduled
international flights may only be operated in the territory of a contracting state with
special permission from the government of that state.179 If it is assumed that Taiwan is
not a sovereign state but part of the state of China,180 scheduled international air
traffic with Taiwan requires at least tacit permission from the Chinese Government.
For most states, including Germany, that is the Government of the People's Republic
of China in Beijing. That means that air traffic with Taiwan is dependent on
174
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permission from that government. In its White Paper of August 1993 on the Taiwan
Question and Reunification of China, the Beijing Government explained:
'Airspace is an inalienable part of the country's territory. The 1919 Paris Aviation Convention and the
1944 Convention affirm the principle of complete and exclusive sovereignty of each country over its
airspace. Therefore, the opening of aviation services with Taiwan by any airlines, including privatelyowned ones, of countries having diplomatic relations with China is a political issue affecting China's
sovereignty and cannot be regarded as a non-political transaction. State-run airlines of countries having
diplomatic relations with China certainly must not operate air services to Taiwan. Privately-owned
airlines must seek China's consent through consultations between their government and the Chinese
Government before they can start reciprocal air services with privately-owned airlines of Taiwan. As a
matter of fact, according to the afore-said principle the Chinese Government has consented to such
services between privately operated airlines of Britain, Germany, Canada, etc. and their counterparts in
181
Taiwan'.

Although the position of states is not uniform and is often very difficult to
determine,182 it appears that most states, including Germany, France and the United
Kingdom,183 have started flights to Taiwan only after consultation with Beijing. When
resuming flights between London and Taipei, the British Government expressly stated
that Taiwan was a province of the People's Republic of China and that the latter, as
the only legal government of China, had full rights over any proposed air services.184
The Australian Government also stated that it was keeping the Chinese Government
informed of the negotiations to resume flights to Taiwan.185
In so far as the Government of the People's Republic of China bases its claim to
control over flights to Taiwan on air sovereignty, it is less convincing. As indicated
above,186 the exercise of rights based on air sovereignty requires that the government
wishing to exercise such rights must control the territory or the airspace above.
However, the Government of the People's Republic of China does not effectively
control Taiwan; it is controlled by the Republic of China, which, like the TRNC, is
regarded as a local de facto government.187 Thus the Government of the People's
Republic of China could not prevent flights to Taiwan by refusing overflying and
landing permission.
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However, the Government of the People's Republic of China could declare to the
other Chicago Convention contracting parties,188 with binding effect, that Taipei
International Airport was not a customs airport within the meaning of Art. 10 of the
Convention. It has not so far done so. In contrast to the Northern Cyprus airports,
ICAO shows Taipei Airport as 'Taibei City/Taibei Intl AP, China'189 in the location
indicators. The reason for that is that until 1974 the contracting party, China, was
represented in ICAO by the Government of the Republic of China,190 which
designated the airport a customs airport in the 1950s.
Not only do scheduled international flights to Taiwan require at least tacit permission
from Beijing, they also have to be authorised by the government in Taipei, since the
latter has de facto control over the airspace and airports. States that obtain landing or
overflying authority from a local de facto government for their airlines must avoid
any indications that they recognise the country as an independent state. Consequently,
flights to Taiwan generally have the following characteristics in common:
(1) The legal basis for the flights is not an international law aviation agreement with
the Government of the Republic of China (Taiwan), but a commercial nongovernmental agreement191 between the airlines concerned, the airports or private
commercial and economic associations.192
(2) As a rule the states make a declaration that no official government contacts have
been made with the Taiwan authorities when signing the agreement,193 that they do
not recognise those authorities and that they are adhering to the 'One-China principle'
that Taiwan is part of the state of China.
(3) The aircraft used do not carry any national flags, sovereign emblems or other
emblems with official significance.194 Flights to Taiwan are operated not by state or
state-owned airlines,195 but by (sometimes specially created) subsidiaries.196 In recent
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years, however, that requirement has been increasingly watered down197 or has lost its
significance in view of the privatisation of most state airlines.
In that light, it was to be expected that the states would attach official declarations to
the agreements between their airlines and the Turkish Cypriot airline that they still
recognise the Government of the Republic of Cyprus as the de jure government of the
whole of Cyprus. Such official confirmation of the legal position of the Greek Cypriot
side made the 'Taiwan model' unacceptable to the Turkish Cypriots.198

VIII. Conclusion
Whilst the TRNC is not recognised as an independent State and the Government of
the Republic of Cyprus continues to be regarded as the government of the whole of
Cyprus, direct flights to northern Cyprus are only possible with the consent of the
Greek Cypriot side. The Government of the Republic of Cyprus would first have to
designate Ercan and Geçitkale Airports customs airports in accordance with Article
10 of the Chicago Convention and inform the International Civil Aviation
Organisation so that other contracting states could be notified. In order for scheduled
international commercial flights to be operated to northern Cyprus, it would, in
addition, have to grant, at least tacitly, its permission or other authorisation in
accordance with Article 6 of the Chicago Convention. States that secure landing rights
for their aircraft in northern Cyprus must avoid any action that might imply
recognition of the TRNC as a state. For the past 30 years the introduction of direct
flights under those conditions has been unacceptable to the Turkish Cypriots and, in
view of the recent statements by the Turkish Cypriot leadership, it seems unlikely that
for the sake of securing direct flights it will now be prepared to recognise that the
Government of the Republic of Cyprus has sole right of representation.199 Not only do
states that start direct flights to northern Cyprus against the expressed wish of the
Government of the Republic of Cyprus breach their obligations under the Chicago
Convention, they deny the Government of the Republic of Cyprus recognition as the
government of the whole of Cyprus and thereby, at least indirectly, recognise TRNC
as an independent state.
So can the isolation of the Turkish Cypriots not be ended without abandoning the
international law status quo on Cyprus? One may think of a Security Council
resolution under Chapter VII of the UN Charter, in which the UN calls upon states, in
accordance with Resolution 541 (1983), to continue not to recognise any Cypriot state
other than the Republic of Cyprus, but at the same time allows them to start flights to
northern Cyprus even without the approval of the Government of the Republic of
Cyprus. The breach of the rights of the Government of the Republic of Cyprus arising
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from the Chicago Convention that that implies would be overcome by the binding
Security Council decision in accordance with Article 103 of the UN Charter. The
introduction of scheduled commercial air traffic with northern Cyprus would in
principle be compatible with non-recognition of the TRNC, as long as, when the
states obtain landing and overflying rights from the Turkish Cypriot local de facto
government, they avoid any action that might imply recognition of the TRNC as an
independent state. Only intergovernmental aviation agreements are excluded. All
other aspects of the 'Taiwan model', on the other hand, are based more on political
than on international law considerations.

