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TO THE QUESTION OF NOVELTIES OF THE INTERNATIONAL AIR LAW

Abstract. The International Air Law is oneof the branches of international law, representing set of the
international legal principles and norms, governing the relations between the states for implementation of the
international air traffics. A subject of the international air law is the relations between the states, which concern the
legal regime of airspace and the international air traffics. Air traffics between the states are regulated on the basis of
the conventional principles of the International Law, the principles and norms, which are contained in the multilateral
and bilateral agreements, concluded between various states. The International Civil Aviation Organization (ICAO) is
the main international organization, which is carrying out the activity in the sphere of regulation of air traffics. The
basic principle of the International air law is the principle of sovereignty of the state over the airspace, located over
all its overland and water territory. This principle is enshrined in the Convention on the international civil aviation of
1944 and determines the content of other principles of the International Air Law, also the character and the features
of the legal relationship, using airspace in the international air traffics. There are the basic principles of the
International Air Law: 1) principle of safety of the international civil aviation; 2) the principle of free flights in the
international airspace.

Key words: international air law, branch of law, international legal principles, norms of international law,
international air traffic, legal regime of airspace, principles of international law, multilateral agreements, bilateral
agreements, International Civil Aviation Organization.

Air Law, one of the branches of law, directly or indirectly concerned with the civil aviation. Aviation
in this context extends to both heavier-than-air and lighter-than-air aircraft. Air-cushion vehicles are not
regarded as aircraft by the International Civil Aviation Organization (ICAO), but the practice of individual
states in this regard is not yet settled. The earliest legislation in air law was 1784 decree of the Paris
police, forbidding balloon flights without a special permit.

Large part of air law is either International Law or International Uniform Law (rules of national law,
international uniform). International Air Law is need an international agreement or an amendment for the
states-sides if the treaty.

A basic principle of International Air Law is complete and exclusive sovereignty over the airspace
above its territory, including sea territory. At the turn of the 20-th century the view that airspace, like the
high seas, should be free, was changed. But the principle of airspace sovereignty was unequivocally
affirmed in the Paris Convention on the Regulation of Aerial Navigation (1919) and subsequently by
various other multilateral treaties. The principle is restated in the Chicago Convention on International
Civil Aviation (1944). Airspace is now generally accepted as an appurtenance of the subjacent territory
and shares the latter’s legal status. Thus, under the Geneva Convention on the High Seas (1958) as well as
under international customary law, the freedom of the high seas applies to aerial navigation as well as to
maritime navigation. Vertically, airspace ends where outer space begins [1, P.17].

It follows from the principle of airspace sovereignty that every state is entitled to regulate the entry of
foreign aircraft into its territory and that persons within its territory are the subjectsof the laws. States
normally permit foreign private (i.e., nongovernmental and noncommercial) aircraft to visit or fly through
their territory without too much difficulty. Such aircraft registered in states that are sides to the 1944
Chicago Convention.

Commercial air transport is divided into scheduled air services and nonscheduled flights. Charter
flights fall mostly, but not invariably, into the latter category. Under the Chicago Convention, contracting
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states agree to permit aircraft registered in the other contracting states and engaged in commercial
nonscheduled flights to fly into their territory without prior diplomatic permission and, moreover, to pick
up and discharge passengers, cargo and mail [2, P.29].

The privilege of operating commercial services through or into the foreign country was enteredin
1944, during Chicago conference, split into five so-called freedoms of the air. The first is the privilege is
flying across the country nonstop; the secondis flying across with the stop for technical purposes only.
These two freedoms are also known as transit rights. A large number of ICAO members are the sidesof the
1944 International Air Services Transit Agreement, placing these rights on a multilateral basis. The
thirdfreedom of the air is known as traffic rights, referring to passengers, mail, or cargo carried on a
commercial service. The forth of the five freedoms is the privilege of bringing in and discharging traffic
from the home state of the aircraft or airline; the fourth is picking up traffic for the home state of the
aircraft or airline; the fifth is that of picking up traffic for or discharging traffic from third states in the
territory of the state granting the privilege. The fifth freedom is the main bargaining point in the exchange
of traffic rights among the states. Attempts have been made since 1944 to create other freedoms, but each
new freedom usually represents in practice a new restriction [3, P.64].

Efforts to conclude a widely acceptable multilateral agreement on traffic rights were unsuccessful,
and such rights have continued to be handled through bilateral international agreements. These agreements
fix the routes to be served, the principles governing the capacity of the agreed services (frequency of the
service multiplied by the carrying capacity of the aircraft used), and the procedures for the approval of
fares and tariffs by the respective governments. Most agreements require that airlines operating the same
routes consult among themselves before submitting their fares to the two governments and many
agreements specify the International Air Transport Association (IATA), an association of airlines, as the
organ for such consultations. The right to carry domestic traffic between the points within a state is
normally reserved to that state’s own airlines. A bilateral agreement signed at Bermuda in 1946 between
the United Kingdom and the United States set a pattern that has generally been followed, although the
formal Bermuda-type agreement is likely to be accompanied by confidential memorandum attaching
various restrictions.

In private law the acceptance of this maxim for a long time posed little difficulty, and the Code
Napoléon of 1804 adopted it almost verbatim; in more recent times, however, it is more than questionable
whether such a principle can be accepted without qualification. Both the German Civil Code (1896) and
the Swiss Civil Code (1907), adopted the functional approach, limiting the right of the owner to such a
height and depth as the necessity for enjoyment of the land. In common-law countries the courts have
arrived at a broadly similar position. In France, too, both the doctrine and the courts have refused to take
the regulation literally. In one celebrated case, Clément Bayard v. Coquerel (1913), the Court of
Compiégne, lending judicial authority for the first time to the theory of abuse of rights, awarded damages
to a plaintiff, whose balloon had been destroyed by “spite structures”, erected by the defendant on his own
land and ordered the offending spikes to be taken down.

In the course of the 1920s it became clear in most countries, either through judicial decisions or
express legislation that aircraft would be allowed to fly over the private properties of others in normal
flight, in accordance with aeronautical regulations. This immunity applies only to the mere passage of the
aircraft and does not extend to damage caused by it encroachments on the use or enjoyment of the land,
such as excessively low flights [4, P.58].

In most countries airports may be privately, municipally, or nationally owned and operated, and the
siting of an airport may be the subject to town and country planning or zoning regulations. Whether or not
the establishment of an airport requires special permission, aircraft leaving or entering a country will
normally be required to do so at an airport having customs and immigration facilities. Airports that are
open to public use are generally subject to some form of licensing or control in order to ensure compliance
with minimum safety standards. Members of ICAOQ, in order to comply with their obligations under the
Chicago Convention, have to make the same conditions as they are open to national aircraft. Restrictions
may also be imposed on the noise level of aircraft taking off or landing, as well as the general level of
noise, vibration, smoke, and so forth that may result from the operation of airports. In order to secure
safety of flight, restrictions may be imposed on the use of lands adjoining an airport, such as the height of
buildings or the planting of trees. Practice varies as to whether such restrictions are regarded as true
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measures of planning or zoning the private property for public use, which require the payment of
compensation [5, P.222].

Some legal systems exempt the airport owner, operator, and users from liability for low flights over
neighboring properties, noise, vibration, or other forms of disturbance, provided all necessary regulations
and conditions. In the absence of such immunity, granted by law or obtained privately from adjacent
landowners, the owners, operators and users of airports are basically liable, in much the same way as other
occupiers of land, for any substantial impairment of the use or enjoyment of neighboring lands.

Among the most important points resolved in the 1919 Paris Convention were that aircraft should
have a nationality, that they should have the nationality of the state, in which they were registered, and
that no aircraft could be validly registered in more than one state. The 1944 Chicago Convention retained
these principles. While both conventions preclude dual or multiple registration, the ICAO Council in 1967
recognized the possibility of joint registration of aircraft by the number of states, and even “international
registration” [6, P.16].

Under the 1944 Chicago Convention an aircraft, in order to benefit from the privileges conferred by
the convention, must comply with its terms. Many of these terms are further elaborated in annexes to the
convention. According to the norm of Article 20 of the convention, “every aircraft engaged in
international air navigation shall bear its appropriate nationality and registration marks”.In accordance
with the norm of Article 31, “every aircraft engaged in international navigation shall be provided with a
certificate of airworthiness issued or rendered valid by the State in which it is registered”.In 1960 a
number of European countries signed, in Paris, a multilateral agreement, relating to Certificates of
Airworthiness for Imported Aircraft, which is open to accession by other states, designed to facilitate
mutual recognition of certificates of airworthiness for import and export purposes. Under Article 30(a) of
the Chicago Convention,aircraft of each contracting state may carry out radio transmitting apparatus only
in case of registeredlicense [7, P.49].

As regards the operating personnel of the aircraft, the Chicago Convention provides that the pilot of
every aircraft and the other members of the operating crew of every aircraft engaged in international
navigation shall be provided with certificates of competency and licenses issued or rendered valid by the
State of aircraft registration.

When an aircraft is almost registered in one contracting state or on the territory of other contracting
states,radio transmitting apparatus may be used only by the members of the flight crew, who are provided
with a special license for the purpose, issued by the appropriate authorities of the State, in which the
aircraft was registered.

In addition, the convention prescribes that there shall be maintained in respect of every aircraft
engaged in international navigation a journey log book in which shall be entered particulars of the aircraft,
its crew and of each journey.

All of the above documents must be carried by “every aircraft of a contracting State, engaged in
international navigation,” as well as the appropriate manifests if passengers and cargo are carried.

The fact that all of these rules concerning the aircraft and its crew are channeled through the state of
registry can give rise to the problems, when an aircraft is leased or chartered for any length of time to
operators of different nationalities (“interchange of aircraft”). These problems can sometimes be resolved
by a temporary transfer either of de facto control or of registration of the aircraft to the state of the
operator.

The provision and operation of ground and other air navigation facilities, as well as the establishment
and enforcement of air navigation rules and air traffic control, are the responsibility of the territorial state.
So is investigation of accidents, though among ICAO members, under the Chicago Convention the state of
registry shall be given the opportunity to appoint observers to be present at the inquiry [5, P.227].

Among ICAO members, over the high seas the Rules of the Air established by ICAO. Enforcement
rests primarily with the state of registry, which is also responsible for investigating accidents occurring
over the high seas. A body known as Euro control, established in 1960 by the Brussels Convention
Relating to Co-operation for the Safety of Air Navigation, represents an attempt at international
cooperation in air-traffic control by the number of western European states.

Registration of aircraft for nationality and publiclaw purposes is distinguished from registration for
purposes of private law. Some legal systems treat aircraft simply as ordinary movable property. Others
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require all sales and other transactions, relating to aircraft, such as mortgages, to be affected in writing and
recorded in a public registry before they may be invoked against third sides. If aircraft is used as security
for credit or loans, the system of recording of rights with international recognition of the rights recorded
with obvious advantages. Convention on the International Recognition of Rights in Aircraft was
concluded in Geneva in 1948. Few states accepted it at the beginning, but later, with the rising cost of
modern aircraft, the interest in the convention was increased. Its wide acceptance will have the side effect
of bringing about much greater uniformity in the rules of private law, governing the rights on aircraft.

Air Law, the branch of law, has directly or indirectly concerned with the civil aviation. Aviation in
this context extends to both heavier-than-air and lighter-than-air aircraft. Air-cushion vehicles are not
regarded as aircraft by the International Civil Aviation Organization (ICAO), but the practice of individual
states in this field is not yet settled. The earliest legislation in Air Law was 1784 Decree of the
Paris police, forbidding balloon flights without a special permit. In the beginning we wrote about this
Decree.

Large part of Air Law is either International Law or International Uniform Law (rules of national law
that have by agreement been made internationally uniform) [6, P.48].

Basic principle of International Air Law is: every state has complete and exclusivesovereignty over
the airspace above its territory, including its territorial sea. At the turn of the 20th century the view that
airspace, like the high seas, should be free was sometimes advanced. But the principle of airspace
sovereignty was unequivocally affirmed in the Paris Convention on the Regulation of Aerial Navigation
(1919) and subsequently by various other multilateral treaties. The principle is restated in the Chicago
Convention on International Civil Aviation (1944). Airspace is now generally accepted as
an appurtenance of the subjacent territory and shares the latter’s legal status. Thus, under the Geneva
Convention on the High Seas (1958) as well as under international customary law, the freedom of the high
seas applies to aerial navigation as well as to maritime navigation. Vertically, airspace ends, where outer
space begins.

It follows from the principle of airspace sovereignty that every state is entitled to regulate the entry of
foreign aircraft into its territory and that persons within its territory are the subject ofnational legislation.
States are normally permit foreign private (i.e., nongovernmental and noncommercial) aircraft to visit or
fly through their territory without too much difficulty. Such aircraft is registered in the states- the sides of
the 1944 Chicago Convention, which allows into the territories of all other contracting states without prior
diplomatic permission.

Commercial air transport is divided into scheduled air services and nonscheduled flights. Charter
flights fall mostly, but not invariably, into the latter category. Under the Chicago Convention, contracting
states agree to permit aircraft registered in the other contracting states and engaged in commercial
nonscheduled flights into their territory without prior diplomatic permission [7, P.55].

For scheduled air services, the privilege of operating commercial services through or into the foreign
country is 1944 Chicago conference, split into five so-called freedoms of the air. The first is the privilege
of flying across a country nonstop; the second, of flying across with a stop for technical purposes only.
These two freedoms are also known as transit rights. A large number of ICAO members are the sides of
1944 International Air Services Transit Agreement, placing these rights on a multilateral basis.

Efforts to conclude a widely acceptable multilateral agreement on traffic rights were unsuccessful,
and such rights have continued to be handled through bilateral international agreements. These agreements
fix the routes to be served, the principles governing the capacity of the agreed services (frequency of the
service multiplied by the carrying capacity of the aircraft used), and the procedures for the approval of
fares and tariffs by the respective governments. Most agreements require that airlines operating the same
routes consult among themselves before submitting their fares to the two governments, concerned for
approval, and many agreements specify the International Air Transport Association (IATA), an
association of airlines, as the organ for such consultations. The right to carry domestic traffic between the
points within a state is normally reserved to that state’s own airlines. A bilateral agreement signed at
Bermuda in 1946 between the United Kingdom and the United States set a pattern that has generally been
followed, although the formal Bermuda-type agreement is likely to be accompanied
by confidential memorandum[7, P.57].
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In most countries airports may be privately, municipally, or nationally owned and operated, and the
siting of an airport may be subject to town and country planning or zoning regulations. Whether or not the
establishment of an airport requires special permission, aircraft leaving or entering a country will normally
be required to do so at an airport having customs and immigration facilities. Airports are open to public
use, some form of licensing or control in order to ensure compliance with minimum safety standards.
Members of ICAO, in order to comply with their obligations under the Chicago Convention, have to make
certain such airports open to aircraft of all other ICAO members under the same conditions. Restrictions
may also be imposed on the noise level of aircraft taking off or landing, as well as the general level of
noise, vibration, smoke, and so forth that may result from the operation of airports. In order to secure
safety of flight, restrictions may be imposed on the use of lands adjoining an airport, such as the height of
buildings or the planting of trees. Practice varies as to whether such restrictions are regarded as true
measures of planning or zoning or as takings of private property for public use, which require the payment
of compensation.

Some legal systems exempt the airport owner, operator, and users from liability for low flights over
neighboring properties, noise, vibration, or other forms of disturbance, provided that all the regulations
and conditions laid down for the operation and use of the airport. In the absence of such immunity, granted
by law or obtained privately from adjacentlandowners, the owners, operators, and users of airports are
basically liable, in much the same way as other occupiers of land, for any substantial impairment of the
use or enjoyment of neighboring lands [7, P.59].

Registration of aircraft for nationality and public-law purposes is distinguished from the registration
for purposes of private law. Some legal systems treat aircraft simply as ordinary movable property. Others
require all sales and other transactions relating to aircraft, and recorded in a public registry before they
may be invoked against third sides. If aircraft is used as security for credit or loans, the system of
recording of rights with international recognition and advantages. Convention on the International
Recognition of Rights in Aircraft was concluded in Geneva in 1948.

Although some systems of national law still adhere to the view that ships and aircraft are part of the
territory of the state the nationality of which they possess, this is merely a crude metaphor. In International
Law, a distinction has to be made between three types of state jurisdiction: territorial jurisdiction over
national territory and all persons and things; quasi-territorial jurisdiction over national ships and aircraft
and all persons and things; and personal jurisdiction over all other nationals and all persons under a state’s
protection, as well as their property. In case of conflict, territorial jurisdiction overrides quasi-territorial
jurisdiction and personal jurisdiction, while quasi-territorial jurisdiction overrides personal jurisdiction.

In the conclusion we would like to note, that the State, conducting the investigation, should recognize
the need for coordination between the investigator-in-charge (11C) and judicial authorities. Most of the
evidence should remain confidential unless the judicial authorities determine “that their disclosure
outweighs any adverse domestic and international impact or any future investigations”.Evidence, gathered
during the accident or incident investigation, could be utilized inappropriately for subsequent disciplinary,
civil, administrative and criminal proceedings. If such information is distributed in the future, no longer be
open disclosed to the investigators. Lack of access to such information would impede the investigation
process and seriously affect flight safety. Hence, extreme caution is urged in using evidence, gathered for
safety investigation purposes in liability or punitive judicial or administrative proceedings, lest the
willingness involved in aviation accident be chilled from volunteering useful information.

3.K. Aonosa, /1.0. KycaiisinoB
XAJIBIKAPAJIBIK OYE KYKbIFbI HOBEJIJIAJIAPBI TYPAJIbBI

AHHOTamus. XalblKapallblK dye KYKBIFbl XaJbIKAPAIbIK-KYKBIKTHIK JKHBIHTBIFBIH OUITIPETIH, MEMIICKETTEep
apachIHAaFbl KaThIHACTAPIBl PETTEHTIH XalbIKApaNbIK 9ye KATHIHACTAPBIH )KY3ere achlpy MaKCaThIHAA XaJbIKapalbIK
KYKBIKTBIH MPUHIUITEPI MEH HOPMAaJIapbIHBIH CAJIACHIHBIH KOIIOACIIBI. XaJlbIKapaIIbIK 9ye HbICAHACHI 9ye KCHICTITIH )KOHE
XaJBIKApaJbIK dye KaTBIHACTAPHIH KYKBIKTBHIK PEKMMIHE KATBICTBI KYKBIKTApPBIHBIH MEMJICKETTED apachIHAAFbl KapbIM-
KaTBIHACTaphl OOMBIN TaObUIaAbl. MeMIIeKeTTep apachlHIAFbl dye KaThIHAChl, KOIl )KAKThl )KQHE €Ki aKThl KesiciMaepne
KYpaMbIHAAFbl 9p TYpPJi MEMICKETTep apachlHAa >KAcalFaH XaJIbIKapalblK KYKBIKTBIH OKalIbiFa OipAeil TaHbUIFaH
MPUHIMITEPIH KaFUJAaTTaphl MEH HOpMalaphbl Heri3iHae perreneni. XalblKapalblK a3aMarThiK aBuarus yitbimbl (MKAO)
HETI3Ti XalbIKapajiblK dye KaThIHACTAPBIH PETTEY CaJachlHIAFbl KBI3METTI JKy3ere achlpaThlH YHbIM OOJBIN TaObLIa b
OHbIH OYKIN KYpJIBIK JKOHE Cy ayMaFbl YCTIHIETi dye KEHICTIrIHE XabIKapajblK oye KYKBIKTAp - MEMJICKETTIH HEri3ri
54



https://www.britannica.com/technology/airport
https://www.britannica.com/technology/aircraft
https://www.merriam-webster.com/dictionary/compliance
https://www.britannica.com/topic/International-Civil-Aviation-Organization
https://www.britannica.com/topic/law
https://www.merriam-webster.com/dictionary/adjacent
https://www.merriam-webster.com/dictionary/invoked
https://www.britannica.com/topic/law
https://www.merriam-webster.com/dictionary/metaphor
https://www.britannica.com/topic/international-law
https://www.britannica.com/topic/international-law

ISSN 2224-5227 5.2019

MIPUHIMIT TOYEJCI3IK TMPHUHIMUII YCTIHAE OpHAanackaH. byn mnpuHmun XalblKapalblK a3aMaTThIK aBHALUS TYpajbl
KoHBeHIUSHBIH IPUHIUNTEPiHIH MOpTeOeci KYKBIKTBIK KaThIHACTAPAbIH CHIIAThl MEH Ma3MYHBIH alKbIHAANAbI xkoHEe 1944
JKBUTBI KYPBUIBITT XalIBIKAPAIIBIK Oye KYKBIFBIH, COHIAi-aK oye KCHICTITiH MaijanaHy Ke3iHJe TYbIHIAWThIH Oacka Ia
ePEKIIEITIKTePi XaIBIKAPAIIBIK dye KAThIHACTAPHIMEH KaMTaMachl3 eTTi. Heri3ri KaruaarTapbiHa KOWBLIATHIH XaJIbIKAPabIK
dye KYKBIKTapbhlHa MbIHAJIAp jkaTajbl: 1) XanblKapalblK a3aMaTThIK aBUAIMs KayINCi3AiriH KaMTaMachl3 €Ty KaFuaaTsl; 2)
XaJbIKapajblK dye KEHICTIriH/E epKiH YTy KaFuJachl.

Tyiiin ce3aepi: XanbIKapaiblK dye KYKBIFBI, KYKBIK Cajachl, XaJbIKapaJbIK-KYKBIKTBIK MPUHINNTED, XaJbIKapajIbIK
KYKBIK HOpPMaJapbl, XaJbIKapallbIKoyeKaThIHACTAPBI, OYCKCHICTIFiHIH KYKBIKTBIK PEXHMI, XaJbIKapajblK KYKBIK
MIPUHIMIITEP], KOII )KAKThI KENICIMAEP, €Ki )KaKThI KeiciM, XaJIbIKapallblK a3aMaTThIK aBUAIUS YHBIMBI.
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K BOITPOCY O HOBEJUIAX MEXXKAYHAPOJHOI'O BO3AYIIHOI'O IIPABA

AHHOTanus. MexIyHapoAHOE BO3AYLIHOE IPaBO — 3TO OTPAC/Ib MEXIYHApOAHOIo IpaBa, NpejcTaBisionas coooi
COBOKYITHOCTh MEXKIyHapOJHO-IIPABOBBIX IPUHIMIIOB U HOPM, PETYIHMPYIOIIMX OTHOLICHHUS MEXAY TroCyJapcTBaMu B
LEeJISIX OCYIIECTBJICHHS MEXKIYHAPOIHBIX BO3AYLIHBIX cOoOuIeHWi. IIpeaMeToM MeXayHapOoIHOTO BO3AYIIHOIO IpaBa
SIBIISIFOTCSL OTHOLIEHUS MEXIy TIOCYIAapcTBaMH, KOTOpPbIE KacaroTCs NPaBOBOrO PEXHMMa BO3IYLIHOTO MPOCTPAHCTBA U
MEXIyHapOJHBIX BO3IYIIHBIX COOOIIEHHH. Bo3myniHble cOOOIIEHHS MEXIY TOCYAapCTBaMH PETyIUPYIOTCS Ha OCHOBE
oOIIenpU3HaHHBIX MPUHIUIIOB MEXIYHApOJHOTO IIpaBa, NPHHIMIOB M HOPM, COAEPKALIMXCS B MHOTOCTOPOHHHX H
JBYCTOPOHHHUX COTJIALICHUAX, 3aKIIOYEHHBIX MEXJYy pa3IYHbIMU TOCYAapcTBaMHu. MeXIyHapoaHas OpraHU3aIus
rpaxaanckoi aBuanun(MIKAQ) sBrsieTcsi OCHOBHON MEXIYHAPOJHON OpraHu3aIieil, OCyIIeCTBIIIONEH NeITeTbHOCTh B
ctepe perynupoBaHus BO3IYUIHbIX cooOumieHnid. OCHOBHOI NpuHIMN MeXAyHapOJHOTO BO3IYLIHOTO IpaBa - MPUHIIMIT
CYBEpPECHUTETA TOCYJapCTBa HAJ[ BO3AYIIHBIM IPOCTPAHCTBOM, PACIIOJIOXKECHHBIM HaJ BCEH €ro CYyXOIyTHOW M BOIHOM
TEeppUTOpUEH. DTOT NMPHUHIMI 3aKpersieH B KOHBEHIMU 0 MeXIyHapoaHOW TpakaaHcKol aBuanuu 1944 r. u onpenenser
collepKaHWE JPYrHX MNPUHLIMIOB MEXIYHapOJHOIO BO3AYIIHOTO TpaBa, a TakXKe XapakTtep W 0COOEHHOCTH
IIPaBOOTHOIIEHUH, BO3HMKAIOUIMX IPH HCIOJIb30BAHMHM BO3AYIIHOTO MNPOCTPAHCTBA B MEXIYHApOJIHBIX BO3IYIIHBIX
coo0meHnssx. K OCHOBHBIM TNpPUHIMIAM MEXIYHAPOJHOTO BO3IYIIHOTO MpaBaoOTHOCATCA:1) mnpuHIMI oOecreyeHus
0€30MacHOCTH MEXIYHapOIHOW TpaXKIaHCKOH aBHALMM;2) MPHUHIUI CBOOOJBI TIOJIETOB B MEXIYHAPOIHOM BO3AYLIHOM
IIPOCTPAHCTBE.

KnroueBble cioBa: MeXIyHapoJHOE BO3AYIIHOE IIPaBO, OTpacib IpaBa, MEXIyHapOJHO-TPABOBbIC IMPHUHIIHUIIGI,
HOPMBI MEXJIyHapOAHOIO IIPaBa, MEKAYHApOJHOE BO3AYIIHOE COOOIEHUE,TPAaBOBOM PEXXUM BO3IYIIHOTO IIPOCTPAHCTBA,
MIPUHIMIIOB MEXIYHApOJAHOTO IIpaBa, MHOIOCTOPOHHHE COTJIAILICHMS, ABYCTOPOHHHE COTJIAleHHs, MexayHapoaHas
opraHu3alys rpax1aHCKON aBUaINH.
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