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1.1 Introduction 
 
1.1.1 The Tenth Meeting of the Air Traffic Flow Management Task Force (ATFM/TF/10) 
was held at the ICAO Asia and Pacific Regional Office, Bangkok, Thailand on 30 April to 3 May 
2007.  
 
1.2 Officers, Secretariat and Participants 
 
1.2.1 Mr. Andrew Tiede, Regional Officer ATM, acted as the Secretary of the meeting, 
assisted by Mr. Polawat Chootai, Regional Officer ATM.  
 
1.2.2 Forty-four (44) participants from Afghanistan, Bangladesh, India, Indonesia, Lao 
PDR, Malaysia, Pakistan, Philippines, Singapore, Sri Lanka, Thailand, Viet Nam, IATA and IFALPA 
attended the meeting.  A list of participants is in Appendix A. 
 
1.3  Opening of the Meeting 
 
1.3.1 Mr. Andrew Tiede, on behalf of Mr. Lalit B. Shah, Regional Director, ICAO Asia 
and Pacific Regional Office welcomed the participants to Bangkok.  In opening the meeting, he 
provided a brief summary of the history of the ATFM/TF since formulation in February 2005 as a 
result of an ICAO Special Coordination Meeting.  Mr. Tiede highlighted that the ATFM operational 
trial had commenced in July 2006, some 10 months ago.  Although good progress had been made, 
persistent problems with the performance of air navigation services providers (ANSPs) and airlines 
involved had meant that the operational trial could not advance to implementation.  Consequently, the 
ATFM/TF/9 meeting in January 2007 had formed the Small Working Group (SWG) to undertake a 
deeper analysis of some of the operational issues and feedback from the first meeting of the SWG 
(Lahore, Pakistan, 27-29 March 2007) was now available for review by this meeting. 
 
1.3.2 Mr. Tiede informed the meeting that ATFM/TF/10 had been convened to conduct a 
thorough review of all aspects of the ATFM operational trial, with a view to making a “Go/No Go” 
decision in relation to advancing the operational trial to permanent implementation of ATFM 
procedures. Mr. Tiede considered that, as a minimum, time bounded action plans enabling the 
following outcomes were required from this meeting: 

 
a) Lowering of the Minimum Enroute Altitude of ATS Route P628 in the 

Pakistan airspace to align with the MEA in India for this route; 
 
b) Increased compliance with allocated wheels up time (AWUT) to enable 

opportunities for compliance with Kabul entry FIX time; 
 
c) Bypass route implemented in southern Bay of Bengal to alleviate bunching; 
 
d) Updated AIP Supplement for operational procedures incorporating lessons 

learnt from the operational trial; 
 
e) Updated ATFM handbook incorporating lessons learnt from the operational 

trial; 
 
f) Action plan to detail management of non BOBCAT compliant flights; and 
 
g) Response to the concerns raised by AEROTHAI during ATFM/TF/8 and 

ATFM/TF/9 in order to enable AEROTHAI to make appropriate business 
decisions.  
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1.3.3 Mr. Tiede wished the meeting every success. 
 
1.4  Documentation and Working Language 
 
1.4.1 The meeting was conducted in English.  All meeting documentation was in English. 
 
1.4.2 Fourteen (14) working papers, four (4) information papers were presented to the 
meeting.  A list of the papers is at Appendix B. 
 
 

……………………….
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Agenda Item 1: Adoption of Agenda 
 
1.1 The meeting adopted the following agenda: 
 
 Agenda Item 1: Adoption of Agenda 
 
 Agenda item 2: Data Analysis 

 
 Agenda item 3: Operational issues 

 
 Agenda item 4: Safety and Airspace Monitoring issues 

 
 Agenda item 5: Implementation Management Considerations 
 
 Agenda Item 6: Future Direction and Arrangements 

 
 Agenda Item 7: Any other business 
 
  Agenda Item 8:  Date and venue for the next meeting 
 
 
Agenda Item 2: Data Analysis 
 
2.1 The meeting recalled that during ATFM/TF/9 it was agreed that a 7-consecutive day 
data collection would occur commencing on the first Sunday of each month for February 
(commencing on Sunday 4th), March (commencing on Sunday 4th) and April 2007 (commencing on 
Sunday 1st).  However, due to difficulties in the finalisation and distribution of the data collection 
template, the date for February was subsequently moved to the week commencing on Sunday 11th. 
ATFM/TF/9 had also agreed that, in order to assist the work of the ATFM/TF Small Working Group 
formed at the ATFM/TF/9, data collection areas for February, March and April 2007 would to be 
expanded to allow tracing of flight progress from departure phase to entry into and exit from the 
Kabul FIR. 
 
2.2 Data collected for the seven days periods of each of the three months was collated 
and analysed by Thailand’s BOBCAT Development Team (BDT), who reported that the quality of 
data submitted by States continued to improve. Thailand thanked States concerned for this 
improvement and their continued efforts in submission of data. Soft copies of the data are available 
from the Regional Office on request.  
 
2.3 Noting the valuable and factual information available to the ATFM/TF as a result of 
the data gathering and analysis, the meeting agreed to continue the 7 day per month data gathering 
regime indefinitely, commencing on the third Sunday of each month, with 20th May 2007 as the start 
point.  Thailand stressed the importance of the May data being made available to confirm that the 
positive trends seen since January continued.  In this context, it was important that the data was an 
‘end-to-end’ data set from departure point to the Kabul FIR fix to enable tracing of flight disposition 
all the way through.  Thailand would work also with Viet Nam to ensure data was captured for 
relevant departures ex Viet Nam. States should continue to submit data to the ATFMU for collation 
and analysis.  
 
2.4 India highlighted that as all ATFM flights entered India’s airspace on the way to 
Afghanistan, India faced considerable workload in collecting data for all these flights and requested 
that the data collection regime be for seven consecutive days every second month, rather than every 
month.  Afghanistan was in the same position in receiving every ATFM flight and supported an 
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‘every second month’ regime. However, recognising that the data was the best source of factual 
information to make decisions enabling increases in ATFM performance, the meeting agreed that the 
data collection be for a seven day period every month.  The situation would be further reviewed 
during ATFM/TF/11 in November 2007. 
 
2.5 Afghanistan requested reassurance from IATA that where the data demonstrated 
shortcomings in member airline performance, feedback was provided to the airline to ensure an 
opportunity for remediation.  IATA was pleased to confirm that these activities were a routine part of 
IATA activities and that this and other data was regularly used to improve airline performance. 

 
Overall Data Analysis 

 
2.6 Analysis of the data from the 7 day periods in February, March and April, 2007 was 
presented by Thailand (Appendix C refers) and demonstrated the following: 

 
Traffic Increase 

 
2.7 The overall traffic entering the Kabul FIR increased from a daily average of 
approximately 38 aircraft in July 2006 when the operational trial commenced to a daily average of 53 
aircraft in April 2007.  This represents 39% increase in traffic over the nine-month period since the 
implementation of the operational trial.  Moreover, 61 aircraft entered the Kabul FIR in a westerly 
direction on 6 April 2007, representing a 50% traffic increase on this day compared to the 
commencement of the trial. 

 
Traffic Distribution by Route 

 
2.8 Most traffic departing without slot allocation was channelled via SITAX. The reason 
for this may have been that most of the traffic enters the Kabul FIR through ROSIE, PAVLO and 
ASLUM.  It was also noted that the number of aircraft entering the Kabul FIR through PAVLO has 
decreased since February.  This could be due to seasonal effects as summer schedules were 
implemented in April 2007. 

 
Traffic Distribution by Flight Level 

 
2.9 There was now a trend of traffic requesting to transit the Kabul FIR at FL350 whereas 
during the winter months, FL310 was the preferred option.  

 
Flight Level Performance 

 
2.10 The meeting was pleased to note that analysis of collected data has indicated an 
overall performance improvement with respect to achieving the slot allocated or higher flight level. 
The percentage of aircraft entering the Kabul at the allocated or higher flight level steadily increased 
from 73% in February to 77% in April.  This increase was also at a time when traffic increased from 
an average 49 aircraft/night in February to 53/night in April 2007. 
 
2.11 In addition to the increasing percentage of aircraft being able to achieve allocated or 
higher flight level, the number of aircraft with a slot allocation at or above FL350 being required to 
enter the Kabul FIR at FL280 has also decreased from 17 flights in February, to 7 flights in March 
and 5 flights in April 2007. 
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Aircraft without Slot Request 
 
2.12 The number of aircraft transiting the Kabul FIR without submitting a slot request 
decreased from February to March, but increased again in April 2007.  Some of this increase for April 
could perhaps be attributed to the change of schedule into summer schedule.  From the data collected, 
airlines known to be entering the Kabul FIR without submitting a slot request are: 

 
a) American Airlines: AAL293/Delhi – New York-no slot requests 
b) Cargolux: 4 departures flights from Hong Kong 
c) Northwest Airlines: NWA33/Mumbai – Amsterdam – no slot requests 
d) Transaero Airlines: although since mid April flights from Singapore and 

Amritsar have now commenced to submit slot requests from Singapore 
e) Uzbekistan Airlines: some flights from India 

 
2.13 Most of the airlines mentioned above have already been given access to the BOBCAT 
system. However, Cargolux failed to submit slot request for all their flights from Hong Kong 
transiting the Kabul FIR during the BOBCAT period. 
 
2.14 The meeting noted that positive interaction was undertaken by Singapore ATC as a 
result of two aircraft from Transaero Airlines departing from Singapore that were found to depart 
without slot allocation in the first week of April and caused other aircraft to transit the Kabul FIR at 
lower flight level.  The action taken by Singapore ATC prompted the airline to contact the Bangkok 
ATFMU for username/password for BOBCAT access.  The current situation is that Transaero 
departures from Singapore now have slot allocation prior to departure.  The Bangkok ATFMU and 
ATFM/TF thanked Singapore ATC for their actions in this regard. 

 
Early and Late Departure Relative to AWUT  

 
2.15 Thailand gave a presentation (reproduced as Appendix D) illustrating the timing 
performance statistics of aircraft departing earlier than, within, or later than the allocated wheels up 
time (AWUT) window (defined as AWUT plus 5 minutes) based on data from the one-week periods 
in the months of February, March and April 2007. 
 

Observations 
 
2.16 The meeting recognised the possibility of inaccuracy in weather forecast data used for 
slot allocation in April as the data showed that approximately 47% of flights that departed within the 
AWUT window entered the Kabul FIR early. 
 
2.17 The meeting was pleased to note a decreasing trend of flights departing after AWUT 
window, most of which appeared unable to enter the Kabul FIR within the slot allocation window. 
Nevertheless, there was considerable room for improvement in relation to Delhi departures. 
 
2.18 The meeting also noted a worsening trend of flights departing ahead of AWUT. The 
data indicated that the majority of these aircraft were unable to adjust their flight to enter the Kabul 
FIR within the slot allocation window.  This group of flights was one of the major contributors to 
flight level issues. 
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Number of Aircraft Departing Outside AWUT Window Causing Flight Level Issues at 
Kabul FIR Entry 

 
2.19 In this respect the meeting noted, as shown in Table 1, the number of flights that:  

 
a) Departed outside AWUT window; 
b) Entered Kabul FIR outside slot allocation window; and, 
c) Caused Flight Level issues. 
 

Table 1: Aircraft Departing Outside AWUT Window, Entering Kabul FIR Outside Slot 
Allocation Window and Cause FL Issues 

 
 February March April 
All Aircraft 345 341 369 
    
Early Departures    
  - Early ATO causing FL issues 11 14 17 
  - Late ATO causing FL issues 1 2 2 
All Early Departures Causing FL Issues 12 16 19 
    
Late Departures    
  - Early ATO causing FL issues 1 2 0 
  - Late ATO causing FL issues 14 9 8 
All Late Departures Causing FL Issues 15 11 8 
    
Total 27 27 27 

 

Proportions of Aircraft Transiting the Kabul FIR at a Flight Level Lower Than Slot 
Allocation due to Departures Outside AWUT Window 

 
2.20 The meeting noted that for March and April, the number of flights transiting the 
Kabul FIR at a FL lower than slot allocation due to departures outside AWUT window were as 
summarized in Table 2 below. 
 

Table 2: Proportion of Aircraft Transiting the Kabul FIR at a Flight Level Lower than Slot 
Allocation due to Departures Outside AWUT Window 

 
 March April 
Aircraft transiting the Kabul FIR at FL lower than slot 
allocation 

39 36 

- Because of another aircraft departing outside 
AWUT window 

8 
(21%) 

10 
(28%) 

- Because of the aircraft itself departing outside 
AWUT window 

5 
(13%) 

6 
(17%) 

 
2.21 The meeting was reminded that most of the aircraft transiting the Kabul FIR at a 
flight level lower than slot allocation had slot allocation at FL350 and transited the Kabul FIR at 
FL310. Nevertheless, a significant number of flights transiting the Kabul FIR at FL280 despite slot 
allocation at a higher flight level, namely FL310 and FL350, were due to flights departing much 
earlier or later than AWUT as illustrated in Table 3, below. 
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Table 3: Proportion of Aircraft Transiting the Kabul FIR at FL280 Despite Slot Allocation at 
Higher Flight Level due to Departures Outside AWUT Window 

 
 March April 
Aircraft transiting the Kabul FIR at FL280 despite slot 
allocation at higher flight level 

6 5 

- Because of another aircraft departing outside 
AWUT window 

2 
(33%) 

1 
(20%) 

- Because of the aircraft itself departing outside 
AWUT window 

3 
(50%) 

1 
(20%) 

 
2.22 The meeting expressed concern at the poor on-time performance in relation to 
compliance with AWUT and Kabul slot times.  As the BOBCAT system is a time based sequencing 
apparatus which relies on slot times being reliably met the ability of flights to accurately meet AWUT 
and Kabul entry fix times has a direct correlation to ATFM performance.  Currently, only 
approximately 50% of flights achieve on-time performance and system buffer times are necessary.  
An improvement in on-time performance would result in immediate ATFM performance 
improvement and, if sustained, enable reduction of system buffers. Reduction of system buffers would 
make more slots available per hour, including more slots during peak hours. 
 
2.23 Extensive discussions ensued in relation to possible reasons behind the inability of 
flights to meet allocated times, aided by valuable input from both IFALPA and IATA pilot 
representatives in terms of aircraft performance limitations.  It was evident that there were many 
technical reasons that would result in a flight losing time and that the notion of an aircrew simply 
entering the waypoint and required ‘time over’ into the FMC was overly simplistic.  
 
2.24 When coupled with even modest inaccuracy in meteorological forecasts, weather 
deviations and ATC requirements including vectoring, speed control etc it was understandable that 
even small speed variations would have a significant impact, particularly in the situation of departures 
from the eastern side of the Bay of Bengal which covered 5 to 6 hour average route segments from 
departure to the Kabul FIR boundary.  However, the meeting noted performance data from one airline 
which suggested a relatively higher on-time performance in terms of AWUT and slot time 
compliance, indicating that, through careful attention, performance improvements could be realised in 
this area.  
 
2.25 Notwithstanding, the meeting considered that varying the ATFM parameters 
including those relating to system buffer times was not desirable until the underlying factors causing 
poor on-time performance were better understood.  The Task Force would continue to study these 
issues. 
 
 
Agenda Item 3: Operational Issues 
 

Small Working Group meeting 
 
3.1 The meeting recalled that in order to more deeply investigate some of the operational 
issues that had been identified during the ATFM operational trial, the ATFM/TF/9 meeting (January 
2007) had agreed to the formation of a Small Working Group (SWG) to undertake such work.  
ATFM/TF/9 considered that Afghanistan, India, Pakistan, Thailand (as the BOBCAT system and 
ATFMU provider) and IATA should comprise the membership of the SWG and work together to 
attempt to identify solutions to the operational issues identified by ATFM/TF/9. 
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3.2 The first meeting of the SWG (ATFM/TF/SWG/1) was graciously hosted by the 
Pakistan CAA and was held in Lahore, Pakistan from 27 – 29 March 2007.  Twenty-two (22) 
participants from Thailand, Pakistan and IATA attended the meeting. Apologies were received from 
the ICAO Regional Office, Afghanistan and India. A copy of the report of ATFM/TF/SWG/1 was 
reviewed by the ATFM/TF/10 and is included as Appendix E. 
 
3.3 Although the inability of Afghanistan, India and the Regional Office to attend was 
regretted, good outcomes had been achieved by ATFM/TF/SWG/1.  The Regional Office thanked 
Pakistan for hosting the SWG/1 meeting and for the good arrangements and reporting that had been 
made to the Regional Office by Pakistan.  Thailand and IATA thanked Pakistan for the excellent 
hospitality and arrangements provided for the meeting, highlighting that as well as the progress made 
on a number of issues during the meeting discussion, the visit to the Lahore ACC during the midnight 
hours had enabled delegates to view the ATFM sequence passing through Pakistan airspace. The 
delegates noted the professional manner in which the Lahore ACC had conducted their work and the 
interaction with the BOBCAT website via a computer located in the ACC for this purpose.  Staff were 
knowledgeable about the ATFM trial and expressed that they had gained significant benefit and 
reduced workload from the streamed traffic flow. 
 
3.4 The ATFM/TF/SWG/1 meeting progressed discussions in relation to the following 
matters: 

 
a) Flight Level and ATS Route Allocation 
b) Adherence To Allocated Wheels-up Time (AWUT)  
c) Aircraft Departures outside the AWUT Window 
d) ATC role in ATFM procedures 
e) Minimum Enroute Altitude (MEA) on P628 in Pakistan Airspace 
f) Proposed New Parallel Routes to BUTOP/JHANG and SAMAR/LAJAK  

 
3.5 The meeting thanked the SWG for the good work that had been achieved and agreed 
that the closer focus enabled by the SWG activities had proved effective in progressing the work 
programme.  The meeting requested that the SWG continue to meet periodically to continue their 
investigations and hoped that the next SWG meeting could be arranged in Delhi within the next few 
months.  The meeting considered that representation from Afghanistan and Iran at the next SWG, as 
well as Pakistan, India, Thailand and IATA would enable work to proceed in relation to streamlining 
of ATS routes, in addition to investigations into the effectiveness of the operational procedures that 
had been promulgated by the ATFM/TF.   
 

Operational Trial Feedback - Afghanistan  
 
3.6 Afghanistan had been honoured to be invited by ICAO to attend the ATFM/TF/10 
meeting and was pleased to provide input and validation of the ATFM operational trial, as well as 
information concerning the Kabul ACC and its mission.  The ATFM operational trial had provided a 
great deal of relief and, in terms of Kabul ACC operations, had assisted in making the safety of flight 
a fact.  From the perspective of the Kabul ACC, it was important to emphatically state that it was time 
for the ATFM operational trial procedures to become a permanent part of flow management for all of 
the States concerned.  Kabul ACC had validated the effort and was very thankful for the results. 
Kabul ACC saw this initiative as the foundation of current and future air traffic stability for the Kabul 
ACC and for many airspace users. 
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3.7 The Kabul ACC wished to place on the record the formal recognition all of the hard 
work and dedication of the ICAO office and their team, all of the States involved, IATA and 
especially those efforts of the AEROTHAI team in establishing this great safety initiative.  The Kabul 
ACC Manager, attending on behalf of Afghanistan, thanked all parties for being allowed the 
opportunity to participate during the meeting. 
 
3.8 IFALPA took the opportunity to highlight to the meeting the significant 
improvements that had become evident to IFALPA members in the delivery of ATS services in the 
Kabul FIR over the last 18 months.  IFALPA requested that their extreme appreciation for the efforts 
made by the ATCOs of the Kabul ACC and their ATS management staff be placed on the record.  
 

Operational Trial Feedback - Malaysia  
 
3.9 Malaysia provided the meeting with an update on the ATFM operational trial in 
Kuala Lumpur FIR and the statistics for ATFM related flights utilizing ATS Routes P628, L759, 
M770 and M751/L507 for the first part of 2007.  The data included details of the number of times 
traffic bunching occurred and highlighted that two separate situations of severe traffic bunching had 
resulted in two occasions when flights needed to orbit within Kuala Lumpur FIR – one on 28 March 
and one on 21 April 2007. 
 
3.10 The meeting was informed that for the period 1 January – 22 April 2007 there were a 
total of 2,199 flights subject to ATFM procedures that planned on P628, L759, M770 and 
M751/L507.  From these figures, it was evident that P628 was still the most popular ATS route 
planned by ATFM flights departing from Kuala Lumpur and Singapore. (Refer Table 4 below). 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Table 5, below, illustrates the occurrences of bunching on P628, L759 and M770 between 1 January 
and 22 April 2007.  
 

Routes and Flight Levels 

FL260 FL320 FL340 Month 
P62

8 L759 M77
0 P628 L759 M77

0 P628 L759 M77
0 

TOTAL 

Jan 0 3 0 2 0 0 17 2 0 24 

Feb 0 6 0 0 1 0 11 4 1 23 

Mar 6 2 0 0 0 0 14 1 0 22 

Month P628 L759 M770 M751/L507 Total Flights 

JAN 329 245 20 0 594 

FEB 258 242 55 3 558 

MAR 362 221 31 1 615 

1 to 22 APR 236 182 14 0 432 

TOTAL 1185 890 120 4 2199 

Percentage 54 40.4 5.4 0.2 100 

TABLE 4 – Total Flights between 1 January and 22 April 2007 for ATFM flights 
departing from Kuala Lumpur and Singapore 
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1 to 22 Apr 5 1 0 0 0 0 9 2 0 17 

TOTAL 11 12 0 2 1 0 51 9 1 87 

Percentage 12.6 13.7 0 2.3 1.2 0 58.7 10.3 1.2 100 

TABLE 5 – Bunching of Traffic on P628, L759 and M770 between 1 January and 22 April 2007 

 
3.11 In accordance with Table 5, the meeting noted the detailed figures of affected flights 
that were transferred at FL260, FL320 or FL340 to the adjacent ACCs and that there were a total of 
23 flights restricted to FL260 as follows: 

 
a) Four B777s were unable to climb FL340 within Kuala Lumpur FIR; 

 
b) Eleven B744s were the third aircraft in the bunch had to maintain the 

uneconomical level of FL260 as FL280 and FL300 had been assigned to the 
two preceding traffic;  

 
c) Seven cases where bunching occurred there were three B744s in the batch 

and;  
 

d) One case where there were 4 aircraft involved in the bunching with FL260, 
FL280, FL300 and FL340 assigned. 

 
3.12 The meeting noted that on a few occasions when there were more than three flights 
involved at transfer point VPL/IGREX the situation was resolved with: 
 

a) Bangkok ACC accepting non-standard of FL270 or FL290 when these flights 
after PUT eventually diverged.  The utilization of flights at the same level 
proceeding on the same route when the spacing was between 7 to 9 minutes 
was effected by radar hand-offs; 

 
b) on three occasions, Chennai ACC and Bangkok ACC accepting coordination 

at FL320, twice on P628 and once on L759. 
 
3.13 Malaysia requested the meeting to place on record their appreciation for the 
assistance rendered by both Bangkok ACC and Chennai ACC on these occasions. 
 
3.14 The meeting also noted the following occurrences of flight orbiting within Kuala 
Lumpur FIR: 

 
a) On 28 March 2007 MAS 2 (B744) from WMKK to EGLL on P628 was 

forced to orbit in order to lose 4 minutes at IGREX for FL280 when the pilot 
reported unable to accept FL260 and FL320 was not available in Chennai 
FIR. Affected in the same bunching situation was MAS20 WMKK to LFPG, 
who was required to be stretched to lose time at IGREX for FL300. In this 
bunching situation there were a total of five aircraft within the span of 11 
minutes.   

 
b) On 21 April 2007, two situations of bunching occurred. The affected flight 

from the first batch was transferred at FL260.  However, from the second 
batch, SIA328 (B777) from WSSS to EGCC on L759 was forced to orbit in 
order to lose 7 minutes at VPL for FL300.  
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3.15 On 31 March 2007, KL ACC had some confusion with KLM838 (WSSS to EHAM) 
routing to Kabul FIR.  Flight Plan received was on P628 and entering KABUL at ASLUM.  However, 
there was a revision of AWUT from 1500 to 1550UTC and entry waypoint at KABUL via ROSIE 
instead.  Fortunately, the enroute controller confirmed with pilot on his routing over Bay of Bengal 
which was then advice by the pilot the flight was on L759 instead of P628.  The meeting was 
informed that there was no new FPL received until 52 minutes later when there was a CHG message 
transmitted by EHAMKLMF at 1642UTC, by which time the aircraft was approaching VPL. 
 
3.16 The meeting thanked Malaysia for this data, which highlighted that bunching was still 
a significant problem for KL ACC, and agreed that although use of FL260 provided a compromise 
solution it could not be considered a long term solution in any way.  Malaysia supported the 
implementation of the new route described in paragraph 3.34 as the availability of an additional route 
was expected to alleviate the traffic bunching issues being experienced by Malaysia. 
 

IATA Matters 
 

History of ATFM in BOB 
 
3.17 IATA provided an overview of the issues for airlines which had necessitated the 
implementation of ATFM, recalling that for some years they had raised the issue of inefficient air 
traffic flow for flights over the Bay of Bengal and the Indian continent including Afghanistan’s 
airspace, particularly for long haul flights.  In IATA’s view, this inefficiency was due in part to: 

 
a) A poor route structure designed for short haul aircraft without modern day 

navigational capabilities 
 
b) Patches of unsophisticated air traffic services capability 

 
c) Bunching of flights due to converging routes and limited entry points into the 

Kabul FIR.  
 

d) Limited number of flyable levels due to the heavy fuel loads of aircraft 
operating at their maximum or near maximum range 

 
e)  Preference for particular routes because to take advantage of jet-streams.   

 
f) Bunching of flights during the evening peak hours resulting 50-60 (currently) 

long haul flights scheduled to cross the Kabul FIR between 2000- 2359 UTC, 
with the bulk of them from 2100-2300 UTC.   

 
g) The total absence of regional strategic air traffic management planning, with 

ANSPs providing only tactical solutions as and when the traffic enters its 
airspace. 

 
3.18 IATA noted that through the auspices and support of the ICAO Asia Pacific Regional 
Office, a number of projects had been undertaken to improve the situation.  Among these were the 
EMARSHH Task Force which undertook the task of re-aligning the entire routing structure over the 
Bay of Bengal, Indian continental airspace, Pakistan and Afghanistan.  Although the EMARSHH 
implementation succeeded in improving the route structure tremendously, unfortunately the full 
EMARSHH plan could not be executed due to unforeseen circumstances and a number of choke 
points remain. Subsequently RVSM was implemented within the same area, but excluding 
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Afghanistan’s airspace.  Hence, the limited capacity in the Kabul FIR still acts as a choke point for the 
long haul flights between South East Asia and Western Europe.  
 
3.19 The result was that westbound long haul traffic continued to suffer long delays on the 
ground at the departure aerodromes while ATC coordinated for each successive departing flight as 
there was no means of regulating the slots available in Kabul FIR.  There was also no means of any 
airline exercising any choice even if it was able to take a less economical route for less delay, or a 
better flight level.  This meant that during a particular evening, if several flights had chosen to operate 
on the same route, the delays would have to work through the entire bunch of flights.  
 
3.20 While this choked off some of the flow before the traffic departed, once they were 
airborne, the level at which these aircraft would enter Kabul FIR depended on luck. Further, there was 
no telling if some of the flights might be required to orbit to lose time, descend to a lower flight level 
(FL260 and FL240 were not unknown) or to re-route and consequently flights would have to always 
carry sufficient fuel for the worst possible scenario. A number of these re-routes had still resulted in 
costly unscheduled technical stops as the aircraft had ended up with insufficient fuel to make 
destination.  
 
3.21 After considering a number of possible solutions including a highly restrictive Traffic 
Orientation Scheme (TOS), it was apparent that perhaps the best solution lay in having an automated 
system to calculate slots through the Kabul FIR, provide in a transparent manner to airlines the 
choices of available slots and for the affected ANSPs to give effect to the slots allocated. This 
potential solution was highlighted by IATA and ICAO initiated the formation of an ATFM Task 
Force, which led to the development of the BOBCAT ATFM system by AEROTHAI. IATA noted 
that this ATFM system was a joint effort by ICAO, States in the Bay of Bengal area, Indian continent 
and IATA, with Thailand playing the major ATFM role in undertaking the task of developing 
BOBCAT tool and providing the facilities and staffing to man the ATFMU.  It was clearly understood 
by the ATFM Task Force that the true indicator of the success of the system was the final result at the 
entry gates into Kabul FIR.  
 

ATFM Operational Trial – IATA Feedback 
 
3.22 After a lengthy period of testing, IATA recalled that operational trials began on 24 
July 2006.  Except for a couple of minor glitches which were attended to immediately and corrected, 
IATA considered that the system has functioned very much in accordance to its design parameters. 
Extensive data for various periods have been obtained and analysed.  
 
3.23 However, while the system has been functioning properly, IATA emphasised that this 
was a strategic planning tool only and the part to be played by ANSPs and operators was equally, if 
not more, important.  IATA considered that there were still some concerns in relation to ANSP and 
operators performance that have to be analysed and solutions found if the ATFM operational trials are 
to progress to implementation stage.  
 
3.24 These concerns were presented to the meeting by way of a comprehensive 
presentation from Singapore Airlines, an abbreviated version of which has been included as 
Appendix F.  As highlighted in this presentation, IATA had captured many ‘lessons learned’ from the 
operational trial for discussion by the meeting.  These would be carried forward as appropriate in the 
work of the ATFM/TF, providing guidance in the drafting of the revised AIP supplement and the 
revised ATFM Users Handbook.  
 
3.25 From IATA’s perspective, in general terms the results obtained from the operational 
trial so far indicate a major improvement to the operations over the Bay of Bengal and beyond 
through to the Kabul FIR.  Departure delays, re-routes, technical stops have all been reduced, and 
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users are getting better flight levels enroute.  Reports received from the Kabul ACC indicate that 
flights into their FIR are very much better regulated, providing a significant relief and benefit to them, 
given their limited resources to provide safe and efficient air traffic services under very difficult 
conditions.  
 

Future Steps 
 
3.26 Recalling discussions during previous ATFM/TF meetings and the concept of a 
“BOBCAT Scrutiny Group”, IATA strongly considered that the ATFM/TF should be maintained in 
order ensure that all outstanding issues are able to be addressed satisfactorily through any 
implementation phase of ATFM.  Additionally, in order to provide continuity and ensure that the 
ATFM system, when implemented, continues to function according to agreed principles and is 
transparent in all respects, IATA strongly considered that a “BOBCAT Scrutiny Group” should be set 
up to scrutinise the results of the ATFM operations on a regular basis, to ensure that results meet 
expectations and to review any problems and implement solutions.   
 
3.27 IATA wished to formally place on the record that IATA would continue to support 
the ATFM Task Force in its work and would also be part of the ongoing BOBCAT Scrutiny Group. 
 

“Interim” RVSM transition procedures India – Pakistan – Afghanistan 
 
3.28 Of particular interest to the meeting was the matter identified during SWG/1 in 
relation to the agreement between Pakistan and India with regard to RVSM levels to be used relating 
to the aircraft’s flight level allocation at CVSM levels entering Kabul FIR.  The agreement had been 
put in place during 2003 that FL300 and FL320 will be considered as one level and FL340 and FL360 
be considered as one level while transferring control from Delhi ACC to Lahore ACC, enabling a 
smooth transition from RVSM to CVSM in Kabul. 
 
3.29 In order to enable RVSM implementation to proceed in Indian and Pakistan FIRs 
during 2003, this procedure had been activated on an interim basis until RVSM was implemented in 
the Kabul FIR, which was expected to occur during 2004.  Subsequently, delays to RVSM 
implementation in Kabul FIR had occurred and Afghanistan informed the meeting that the 
implementation of RVSM in the Kabul FIR was now unlikely to occur prior to 2010.  
 
3.30 The meeting recognized that, as a consequence, the ‘interim’ procedure would remain 
indefinitely with Pakistan responsible for the RVSM transition areas feeding into Kabul FIR.  
Pakistan informed the meeting that, although this was a significant burden that had originally been 
accepted by Pakistan in good faith four years ago in the full expectation that it was a short term 
interim arrangement, they would continue to comply with the agreement and their associated flight 
level transition responsibilities indefinitely.  
 
3.31 The meeting considered that if the existing arrangements could be developed to assist 
with the processing of ATFM traffic, significant advantages would be realised.  Such development 
would involve Delhi ACC being aware of the Kabul ATFM flight level and positioning each flight in 
the appropriate flight level band as closely as possible to the ATFM level to enable both the RVSM 
transition and ATFM flight level to be addressed simultaneously.  For example, ideally an aircraft that 
had a slot to enter Kabul at FL350 would be positioned by Delhi ACC, as far as practicable, at either 
FL340 or FL360 entering Lahore FIR, so that in transitioning the flight to CVSM FL350 Lahore ACC 
would be simultaneously addressing the flight level allocated for ATFM. 
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3.32 This was an important and necessary outcome in improving the performance of the 
ATFM procedures.  Accordingly, the meeting adopted this as an Action Item to enable further focus 
by the Task Force in order to identify and implement measures that would enhance this area of 
operation. 
 

Establishment of New Route in Southern BOB – ATS Route L510 
 
3.33 ATFM/TF/8 (November 2006) had agreed that the establishment of a ‘Bypass Route’ 
between L759 and P628 to be used only when bunching of flights occurred, would assist in easing the 
traffic congestion problems identified in the eastern Bay of Bengal.  In reviewing this situation, 
ATFM/TF/9 (January 2007)  agreed that an alternative implementation of a conditional route to the 
south of P628 as proposed by India would adequately fulfil the purpose intended by the bypass route 
and was significantly less complex for India to manage.  ATFM/TF/9 adopted this strategy in 
preference to the bypass route.  
 
3.34 In updating their work in this regard, India and Malaysia reported that they had 
agreed to the establishment of a new RNP10 route (L510) south of the present P628 as depicted in 
Appendices G and H.  This new route shall be uni-directional in nature for eastbound traffic, with 
P628 becoming a uni-directional route used for westbound traffic only. However, on a conditional 
basis, the new route L510 south of P628 would act as a bypass for westbound traffic entering Kabul 
FIR between 2000-2359UTC. The conditional westbound use of eastbound L510 was intended to 
alleviate the bunching situations resulting from ATFM metering being experienced by Malaysia.  
 
3.35 An AIP Supplement, as shown in Appendix I, was prepared to implement the new 
route and affected States agreed to expedite coordination to implement this route as soon as possible.  
The meeting noted the requirement for 2 AIRAC cycle notification to enable appropriate 
promulgation of the route details and set a target date for implementation of AIRAC 2 August 2007.   
 
3.36 The Secretariat advised that an amendment proposal to the regional Air Navigation 
Plan was also necessary, preferably as a joint proposal from India and Malaysia. The Regional Office 
would assist in this regard.  The meeting, in noting that route designator P629 had been allocated to 
the new route, suggested that this was too similar to existing route designator P628 and may lead to 
confusion between the routes, Accordingly, the Regional Office withdrew P629 and allocated 
designator L510 for this route. 
 
3.37 States involved were also urged to coordinate as soon as possible in relation to any 
necessary amendments to the operational LOAs to enable use of the new route arrangements as soon 
as the route became available.   
 
 Bypass Arrangements for L759/M770 and L507/P646   
 
3.38 During ATFM/TF/9, Thailand and India agreed in principle to use M770 as an 
alternate route when a traffic bunching situation occurred on L759.  Flights affected by the bunching 
would be re-routed to M770 and rejoin L759 over the Indian continent. 
 
3.39 In this context, the meeting reviewed a draft coordination procedure submitted by 
Thailand, describing arrangements between India, Myanmar and Thailand which enable traffic bypass 
under restricted conditions in relation to two route pairs – L759 vs L515/M770 and L507 vs P646. 
The meeting was informed that this procedure would be implemented during ATFM operations to 
avoid bunching or, when necessary to do so by sorting aircraft by flight level to increase the chance of 
aircraft being able to obtain their ATFM flight level allocation. 
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3.40 The ATC re-route procedures would be applied under the following circumstances: 
 

a) Flight estimated to arrive over the Bay of Bengal waypoints of LIMLA, 
BETNO (L507/P646) and, TAVUN and IKULA (L759/M770) between 1500 
and 2000 UTC, who are subject to ATFM procedure. 

 
b) If longitudinal separation cannot be achieved on the flight planned route 

because of AWUT constraint, or 
 
c) When, by using the flight plan route an aircraft would suffer an unacceptable 

lower flight level due to preceding aircraft on that route. 
 
d) In coordination with the pilot offering the alternative parallel route to enable 

his aircraft a better chance obtaining his ATFM allocated flight level into the 
Kabul FIR. 

 
3.41 India and Thailand had reached agreement on the arrangements for L759/M770 and 
would continue coordination in respect to the arrangements for L507/P646 (Appendix J refers). 
Thailand would complete discussions with Myanmar in this regard during a scheduled meeting 
between Myanmar and Thailand on 21-22 May 2007. The arrangements would be implemented as 
soon as possible after coordination with Myanmar had been completed. 
 
3.42 IATA supported the intent of the bypass arrangements for L759, but expressed clear 
reservations in terms of the extra track miles required to be flown in using the bypass, which equated 
to approximately 6 – 7 minutes of flight time. Although the bypass arrangements were intended to 
assist the ATFM procedures and would provide relief in flight level assignment, the addition of the 
extra flight time would lead to a flight not being able to meet the Kabul slot time and may act to 
hinder the ATFM procedures in this regard.  IATA requested the bypass be used sparingly and with 
full consideration of the extra flight time issues. 
 
3.43 Thailand also provided information in relation to new route segment proposed 
between Kota Baru and Ranong, which was expected to provide a better and more permanent solution 
to the L759/M770 bunching problems.  The proposal had been prepared by Thailand and submitted to 
the National Airspace Committee for consideration.  Thailand was anticipating a positive outcome 
within the next month or so and would then take AIP Supplement action to implement the route 
segment with 2 AIRAC cycle notification, meaning an implementation would take 3 or 4 months 
overall. 
 
3.44 Following implementation, the bypass arrangements for L759/M770 would be 
updated to take advantage of the new route segment.  IATA expressed support for this proposal.  
 

ATS Route Improvements Afghanistan & Pakistan 
 
3.45 In addressing the other matters raised by States and airspace users the meeting 
recalled that ATFM/TF/8 had agreed that, although recognizing the potential complications, 
implementation of additional ATS route segments in the vicinity of DI Khan would significantly 
assist traffic flows and requested Pakistan and Afghanistan to consider implementation of route 
segments connecting: 
 

o BUTOP in India and JHANG in Pakistan (assisting N644), and 
o SAMAR in Pakistan and KABUL in Afghanistan (assisting A466). 
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3.46 The meeting was informed that India had received approval from military authorities 
for the implementation of a route segment from BUTOP to a point GUGAL on the Delhi/Lahore FIR 
boundary and had published an AIP Supplement in this regard (Appendix K refers).  India clarified 
that if the route segment was not implemented in a timely manner it was likely that the military 
approval would be withdrawn and hence India was compelled to notify the route.  However, the FIR 
boundary point could be amended if required. 
 
3.47 The meeting was also informed that a number of ATS route matters had also been 
discussed during the SWG/1 meeting in Lahore, Pakistan and further coordination was required with 
India and Afghanistan, who had been unable to attend SWG/1. Additional coordination on some 
aspects of the proposals was also necessary with Iran. IATA expressed their willingness to be 
involved in the ATS route discussions.  
 
3.48 In expressing appreciation for this work, the meeting urged the three States and IATA 
to continue the active coordination in relation to ATS route matters aimed at streamlining the 
westbound traffic flows.  The ATFM/TF was of the opinion that suitable route enhancements would 
act to reduce traffic complexity and ATC workload, and would also enable a higher correlation 
between the ATFM allocated flight level and the flight level able to be tactically assigned to enter 
Kabul FIR. 
 
3.49 However, the meeting recognised that it was essential that implementation of ATS 
route improvements be undertaken on carefully considered basis.  IATA highlighted the need to 
consider these issues in a wholistic sense in order that the big picture was clear before an 
implementation was considered.  This would avoid wasteful and unnecessary implementations and 
ensure that the implementations that went ahead provided maximum benefits.  
 

Enroute ACCs – Arrangement of Flight Levels 
 
3.50 Thailand presented the meeting with observations on arrangements of en route flight 
level for aircraft prior to Kabul FIR entry, based on BOBCAT data collected for the one-week periods 
in the month of February, March and April 2007.  The meeting noted that throughout the data 
collection, there are two notable types of flight level arrangement issues which appear to be major 
contributors of flight level discrepancies, which are marked in the master data template as: 

 
a) “VIDF FL Orientation Issue”; and, 
b) “FL Orientation Issue to be discussed”. 
 
“VIDF FL Orientation Issue” 

 
3.51 The terminology “VIDF FL Orientation Issue” is used to refer to flight level 
orientation issue for two or more aircraft that: 

 
a) Enter the Delhi FIR at flight levels the ‘wrong’ way around when compared 

to ATFM slot allocation flight levels; 
 
b) Enter the Karachi and/or Lahore FIR at flight level ordering similar to (a) 

above and, 
 
c) Enter the Kabul FIR at flight level ordering similar to (b) above. 

 
3.52 An example of this type of flight level orientation issue was extracted from the 
following case in the April 2007 data collection: 
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Case Study –. Flights CPA293, QFA5 and THA944 on 3 April 2007 
 
3.53 These flights obtained the slot allocation presented in Table 6, below. 
 

Table 6:  Initial Slot Allocation and Departure Information – VIDF FL Orientation Issue 
 

Callsign Type Dep Dest BOBCAT 
WP 

BOBCAT 
FL 

BOBCAT 
ETO AWUT ATD 

QFA5 B744 WSSS EDDF ROSIE 280 22:25 16:36 16:35 
THA944 B744 VTBS LIRF ROSIE 310 22:18 17:40 17:40 
CPA293 B744 VHHH LIRF ROSIE 350 22:27 16:20 16:24 

 
 
3.54 The flights entered and exited the Delhi FIR according to data in Table 7. 
 

Table 7:  Delhi FIR Entry and Exit – VIDF FL Orientation Issue 
 

Callsign BOBCAT 
FL 

VIDF 
Entry 
WP 

VIDF 
Entry 

FL 

Diff to 
Slot 
FL 

VIDF 
Entry 
ATO 

VIDF 
Exit 
WP 

VIDF 
Exit 
FL 

VIDF 
Exit 
ATO 

Diff to 
Slot 
FL 

QFA5 280   KKJ 340 +6000 20:44 TIGER 340 21:46 +6000 
THA944 310   KKJ 320 +1000 20:37 TIGER 320 21:40 +1000 
CPA293 350 LLK 320 -3000 20:48 TIGER 320 21:52 -3000 

 
 
3.55 The flights entered and exited the Karachi FIR according to the data in Table 8. 
 

Table 8:  Karachi FIR Entry and Exit – VIDF FL Orientation Issue 
 

Callsign BOBCAT 
FL 

OPKR 
Entry 
WP 

OPKR 
Entry 

FL 

OPKR 
Entry 
ATO 

Diff 
to 

Slot 
FL 

OPKR 
Exit 
WP 

OPKR 
Exit 
FL 

OPKR 
Exit 
ATO 

Diff 
to 

Slot 
FL 

QFA5 280 TIGER 340 21:48 +6000 BASIR 340 22:07 +6000 
THA944 310 TIGER 320 21:42 +1000 BASIR 320 22:01 +1000 
CPA293 350 TIGER 320 21:54 -3000 BASIR 320 22:13 -3000 

 
 
3.56 The flights entered and exited the Lahore FIR according to the data in Table 9. 
 

Table 9:  Lahore FIR Entry and Exit – VIDF FL Orientation Issue 
 

Callsign BOBCAT 
FL 

OPLR 
Entry 
WP 

OPLR 
Entry 

FL 

OPLR 
Entry 
ATO 

Diff 
to 

Slot 
FL 

OPLR 
Exit 
WP 

OPLR 
Exit 
FL 

OPLR 
Exit 
ATO 

Diff 
to 

Slot 
FL 

QFA5 280 BASIR 340 22:07 +6000 ROSIE 350 22:18 +7000 
THA944 310 BASIR 320 22:01 +1000 ROSIE 310 22:17 0 
CPA293 350 BASIR 320 22:13 -3000 ROSIE 310 22:27 -4000 
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3.57 The flights finally entered the Kabul FIR with no flight level change, in accordance 
with the data in Table 10. 
 

Table10:  Kabul FIR Entry – VIDF FL Orientation Issue 
 

Callsign Kabul 
Entry 
WP 

Kabul 
Entry 

FL 

Kabul 
Entry 
ATO 

BOBCAT 
WP 

BOBCAT 
FL 

BOBCAT 
ETO 

Diff 
to 

Slot 
FL 

QFA5 ROSIE 350 22:19 ROSIE 280 22:25 +7000 
THA944 ROSIE 310 22:16 ROSIE 310 22:18 0 
CPA293 ROSIE 310 22:27 ROSIE 350 22:27 -4000 

 
3.58 The meeting noted from Table 10 that QFA5 entered the Kabul FIR at an improved 
FL350 while CPA293 entered the Kabul FIR at FL310 instead of FL350. Moreover, the data collected 
indicated no other flights in the 10-minute vicinity of these flights at TIGER.  The meeting recognized 
that it was likely that some action could be taken within the 60 minutes these three flights spend in the 
Delhi FIR; conversely there would be limited opportunity for level change within the 19 minutes and 
15 minutes spent in Karachi FIR and Lahore FIR respectively. 
 
3.59 The meeting was advised that occurrences of this type were one of the major 
contributors to flight level issues when comparing actual data to slot allocation.  The proportion of 
aircraft transiting the Kabul FIR at a lower flight level due to this type of event for March and April 
2007 are shown in Table 11 below. 
 

Table 11: Aircraft Transiting the Kabul FIR at Flight Level Lower than Slot Allocation due to 
VIDF FL Orientation Issue 

 
 March April 
Aircraft transiting the Kabul FIR at FL lower than slot 
allocation 

39 36 

- Because of VIDF FL Orientation Issue 8 
(21%) 

10 
(28%) 

 
3.60 The meeting noted from Table 6 that VIDF FL Orientation Issue contributed to a 
significant number of flights being required to fly at a flight level lower than slot allocation. In 
addition, there was a case where VIDF FL Orientation Issue resulted in an aircraft being rerouted, also 
due to possibly early departure. Nevertheless, in most of these cases flight level changes occurred 
with switching of aircraft between FL310 and FL350. 
 

“FL Orientation Issue to be discussed” 
 
3.61 The terminology “FL Orientation Issue to be discussed” is used to refer to flight level 
orientation issue for two or more aircraft that: 

 
a) Depart from the same airport to east of Bay of Bengal; 
 
b) Acquire BOBCAT slot allocation at different flight levels on the same route; 
 
c) Acquire AWUT that are very close to each other; 
 
d) Enter the Bay of Bengal at flight levels the ‘wrong’ way around when 

compared to slot allocation flight levels; 
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e) Fly the same track prior to entering the Kabul FIR; and, 
 
f) Enter the Delhi FIR at flight levels the ‘wrong’ way around compared to slot 

allocation flight levels; 
 
g) Enter the Karachi and/or Lahore FIR at flight levels the ‘wrong’ way around 

and, 
 
h) Continue to the Kabul FIR with levels the ‘wrong’ way around. 

 
3.62 The meeting noted that an example of this type of flight level orientation issue was 
extracted from the following case in the April 2007 data collection: 
 

Case Study –. Flights THA910 and THA 960 on 7 April 2007 
 
3.63 These flights obtained the slot allocation presented in Table 12, below. 
 

Table 12:  Slot Allocation Information – FL Orientation Issue 
 

Callsign Type Dep Dest BOBCAT 
WP 

BOBCAT 
FL 

BOBCAT 
ETO 

AWUT 

THA910 B744 VTBS EGLL SITAX 310 23:03 18:25 
THA960 B744 VTBS LIRF SITAX 350 23:10 18:30 

 
 
3.64 The departure information is shown in Table 13. 
 

Table13:  Departure Information – FL Orientation Issue 
 

Callsign AWUT ATD Dep Rt Dep FL BOBCAT 
FL 

THA910 18:25 18:24 L507 320 310 
THA960 18:30 18:29 L507 300 350 

 
 
3.65 Both of these flights followed the same routes. Their Yangon FIR entry and exit times 
are shown in Table 14. 
 

Table14:  Yangon FIR Entry and Exit – FL Orientation Issue 
 

Callsign BOBCAT 
FL 

VYYF 
Entry 
WP 

VYYF 
Entry 

FL 

VYYF 
Entry 
ATO 

VYYF 
Exit WP 

VYYF 
Exit FL 

VYYF 
Exit 
ATO 

THA910 310 LIMLA 320 18:52 TEBOV 320 19:54 
THA960 350 LIMLA 300 18:54 TEBOV 300 19:58 
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3.66 The flights entered and exited the Kolkata FIR according to the data in Table 15. 
 

Table 15:  Kolkata FIR Entry and Exit – FL Orientation Issue 
 

Callsign BOBCAT 
FL 

VECF 
Entry 
WP 

VECF 
Entry 

FL 

VECF 
Entry 
ATO 

VECF 
Exit WP 

VECF 
Exit FL 

Diff 
to 

Slot 
FL 

VECF 
Exit 
ATO 

THA910 310 TEBOV 320 19:56 GGC 340 +3000 20:59 
THA960 350 TEBOV 300 19:56 GGC 320 -3000 21:02 

 
 
3.67 The flights entered and exited the Delhi FIR according to the data in Table 16. 
 

Table 16:  Delhi FIR Entry and Exit – FL Orientation Issue 
 

Callsign BOBCAT 
FL 

VIDF 
Entry 
WP 

VIDF 
Entry 

FL 

Diff 
to 

Slot 
FL 

VIDF 
Entry 
ATO 

VIDF 
Exit WP 

VIDF 
Exit FL 

Diff 
to 

Slot 
FL 

VIDF 
Exit 
ATO 

THA910 310 GUGIP 340 +30 21:30 SAMAR 340 +3000 22:30 
THA960 350 GUGIP 320 -30 21:30 SAMAR 320 -3000 22:30 

 
 
3.68 The flights were transferred to Lahore FIR according to data in Table 17. 
 

Table17:  Lahore FIR Entry and Exit – FL Orientation Issue 
 

Callsign BOBCAT 
FL 

OPLR 
Entry 
WP 

OPLR 
Entry 

FL 

Diff 
to 

Slot 
FL 

OPLR 
Entry 
ATO 

OPLR 
Exit WP 

OPLR 
Exit FL 

Diff 
to 

Slot 
FL 

OPLR 
Exit 
ATO 

THA910 310 SAMAR 340 +3000 22:32 SITAX 350 +4000 23:08 
THA960 350 SAMAR 320 -3000 22:32 SITAX 310 -4000 23:08 

 
 
3.69 The flights entered the Kabul FIR according to the data in Table 18. 
 

Table 18:  Kabul FIR Entry – FL Orientation Issue 
 

Callsign Kabul 
Entry 
WP 

Kabul 
Entry 

FL 

Kabul 
Entry 
ATO 

BOBCAT 
WP 

BOBCAT 
FL 

BOBCAT 
ETO 

Diff 
to 

Slot 
FL 

THA910 SITAX 350 23:08 SITAX 310 23:03 +4000 
THA960 SITAX 310 23:08 SITAX 350 23:10 -4000 
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3.70 The meeting observed that in Table 18, THA910 entered the Kabul FIR at FL350 
instead of FL310 slot, while THA960 entered the Kabul FIR at FL310 instead of FL350 slot. 
Moreover, data collected showed no other aircraft in the 10-minute vicinity of these aircraft. This 
indicates that, in hindsight, action could have been taken at any time between departure and Kabul 
FIR entry to resolve the situation, but such action was not carried out. 
 
3.71 It was noted that this particular type of flight level arrangement was also a major 
contributor to the number of aircraft transiting the Kabul FIR at flight level lower than slot allocation. 
The proportion of aircraft transiting the Kabul FIR at a lower flight level due to this type of event for 
March and April 2007 are shown in Table 19 below. 
 

Table 19: Aircraft Transiting the Kabul FIR at Flight Level Lower than Slot Allocation due to 
“FL Orientation Issue to be discussed” 

 
 March April 
Aircraft transiting the Kabul FIR at FL lower than slot 
allocation 

39 36 

- Because of “FL Orientation Issue to be discussed” 3 
(8%) 

4 
(11%) 

 
 
3.72 The meeting noted from Table 19 that “FL Orientation Issue to be discussed” 
contributed to a significant amount of aircraft required to fly at a flight level lower than slot 
allocation. In addition, there was a case where this type of issue resulted in an aircraft being rerouted, 
also due to possibly early departure. Nevertheless, the meeting recognized that in most cases flight 
level changes caused aircraft with FL350 slot to enter the Kabul FIR at FL310. 
 
 
Agenda Item 4: Safety and Airspace Monitoring Considerations 
 
4.1 The meeting did not identify any safety or airspace monitoring considerations for 
discussion.  
 
 
Agenda Item 5: Implementation Management Considerations 
 

Review of AIP Supplement – Operational Trial 
 
5.1 The meeting recalled that the original model AIP Supplement prepared by the 
ATFM/TF describing the operational procedures to be used for the ATFM trial was distributed widely 
via ICAO State Letter [Ref: T3/8.13.2 – AP013/06(ATM), dated 24 February 2006].  Subsequently 
India, Malaysia, Myanmar, Pakistan, Singapore and Thailand, amongst others, issued AIP 
Supplements based on the model provided.  
 
5.2 Recognizing that the operational trial had been running for approximately 4 months, 
ATFM/TF/8 (Nov 2006) considered that it was appropriate that the information contained in the AIP 
Supplement be reviewed to ensure that it was still fit for purpose and a replacement AIP Supplement 
be issued.  Accordingly, the Secretariat had prepared a revised model AIP Supplement that 
incorporated the lessons learned during the operational trial for review by ATFM/TF/9.  In reviewing 
the proposal from the Secretariat, ATFM/TF/9 was conscious that that a number of items to be 
included in the AIP Supplement would arise from the work of the ATFM Small Working Group. As 
such, further drafting of the AIP Supplement was held over until the ATFM/TF/10 meeting.  
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5.3 Accordingly, the ATFM/TF/10 meeting updated and adopted the revised model AIP 
Supplement shown at Appendix L. As the revised AIP Supplement would be replacing an existing 
AIP Supplement in relation to the ATFM procedures and major changes to the existing procedures 
were not necessary, the meeting considered that a single 28-day AIRAC cycle notification of the 
modifications would be adequate.   
 
5.4 Following adoption of the revised AIP Supplement, the meeting agreed that the 
Regional Office would promulgate the revised AIP Supplement by State Letter to all States affected 
by the ATFM procedures with a request to publish as soon as possible to support the implementation 
of ATFM procedures on a permanent basis.  This would include the primary Bay of Bengal and South 
Asia States involved (India, Malaysia, Myanmar, Pakistan, Singapore and Thailand) as well as 
Afghanistan, Bangladesh, China, Indonesia, Hong Kong China, Philippines and Viet Nam. The AIP 
Supplement would also be displayed on the BOBCAT website. 
 

Review of ATFM Users Handbook 
 
5.5 In coordination with Thailand, the Secretariat had prepared an update to the ATFM 
Users Handbook to reflect the lessons learnt from the operational trial. As a result of time limitations 
during the meeting, it was agreed that the ATFMU and the Secretariat would work together to update 
the Handbook, incorporating the discussions during the meeting and ensuring alignment with 
amended wording in the revised AIP Supplement.  
 
5.6 The meeting agreed that as part of the Handbook amendment, the custodianship of the 
document should be formally vested with the ATFMU, rather than with the Task Force or separate 
individual as was the present situation. The meeting agreed that any further update to the document 
would need approval from either the Task Force or the BOBCAT Scrutiny Group which would be 
formed to provide ongoing oversight of ATFM operations.  The updated Handbook has been shown in 
Appendix M and would be displayed on the BOBCAT website.  
 

Update Action Plan 
 
5.7 In considering a suitable mechanism by which to assess at which point the operational 
trial could be considered as ready to proceed to implementation, the ATFM/TF/9 meeting agreed that 
the use of identified milestones in a time bounded action plan would assist to focus the Task Force in 
moving towards implementation. The meeting reviewed and updated the ATFM/TF Action Plan, as 
shown in Appendix N, and urged all parties to take action as soon as possible in relation to all items 
on the Action Plan. 
 
 
Agenda Item 6: Future Direction and Arrangements 
 
 ATFM Implementation “Go” Decision 
 
6.1 The meeting considered the issues involved in advancing the ATFM procedures 
currently on operational trial to full and permanent operational implementation. IATA indicated that 
they would support a ‘Go’ decision only on the basis of the following: 
 

a) That the ATFM Task Force continue to meet to monitor progress and identify 
improvements to the ATFM arrangements in line with the existing work 
programme, and 
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b) That a BOBCAT Scrutiny Group be established that included appropriate 
membership from IATA and airspace users as well as other stakeholders to 
ensure the fully transparent and even-handed long term management of 
ATFM arrangements. 

 
6.2 The meeting supported the concerns of IATA and unanimously agreed that the ATFM 
procedures should advance from operational trial to full and permanent operational implementation. 
The meeting recognised that there were still many areas in which improvements were necessary and 
that long term endeavours involving the continuation of the Task Force and establishment of a 
scrutiny group were essential. The meeting congratulated all parties involved with the work of the 
Task Force over the last two years as the move to a permanent implementation was a very significant 
milestone for the region. 
 
6.3 In making a unanimous ‘Go’ decision to implement air traffic flow management 
procedures on a permanent basis, the ATFM/TF members gave consideration to the following 
matters: 
 

1) The driving issue for the formation of the ATFM/TF had been the inefficient traffic 
management arrangements in place across the Bay of Bengal leading into the ‘choke’ 
point formed by the reduced capacity in the Kabul FIR. As there was no anticipation 
of any viable increase in capacity in the Kabul FIR and RVSM implementation was 
not expected prior to 2010, the Kabul FIR choke point would remain for the 
foreseeable future. Hence many of the original driving factors remained valid, albeit 
exacerbated by the traffic increases being experienced; 

 
2) Data collected by the ATFM/TF during 2006 had demonstrated that, prior to the 

application of flow metering, significant numbers of flights entering Kabul FIR were 
not separated in accordance with PANS- ATM (Doc 4444) provisions, specifically 
less than 10 minutes longitudinal separation was evident. Application of flow 
metering during the operational trial had completely corrected this safety problem. 
However any cessation of flow metering had the potential to cause regression and 
alternative measures would need to be immediately identified and implemented to 
ensure compliance with PANS ATM provisions; 

 
3) Cessation of ATFM would revert to the situation of a year ago with the same 

problems existing but up to 50% traffic increase, with increasing trend. Coarse 
unilateral traffic management would be necessary from some States to ensure safety 
by restricting traffic volumes; 

 
4) No operational safety problems had been identified during the 10 month operational 

trial; 
 

5) This is a regional initiative –the actions of one ANSP in ensuring a flight meets 
AWUT has direct benefit to downstream ANSP and airspace user. The 
implementation of a regional ATFM programme directly addresses the provisions of 
Global Planning Initiative number 6 (GPI-6) Air Traffic Flow Management of the 
ICAO Global Plan; 

 
6) The ATFM operational trial commenced on 24 July 2006 with airlines and ANSPs 

using the ATFM system continuously since this date; 
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7) Since the commencement of the operational trial in July 2006, traffic on routes 
subject to ATFM has increased by an average of 39%, with some days in April 2007 
showing a 50 % increase over the July 2006 data. Traffic forecasts indicate further 
significant traffic growth; 

 
8) 77% of aircraft now receive their allocated flight level or higher without any 

inconvenience to other aircraft. 98% of aircraft receive their allocated ATS route 
through the Kabul FIR. Of the other 2%, some of these were late on their AWUT 
which resulted in the aircraft missing their allocated ATS route at their preferred 
level; 

 
9) Around 50% of aircraft who had been allocated FL280 by the BOBCAT system 

actually entered the Kabul FIR at FL310 or above without any impediment to other 
aircraft who had been allocated these higher levels. It is suggested that this 
improvement in flight level is due to good tactical air traffic control by ACCs 
concerned; 

 
10) ATFM metering has resulted in a more even spread of aircraft across the 4 usable 

ATS routes through the Kabul FIR, rather than a predominance of traffic occupying 
one or two routes; 

 
11) IATA feedback indicated that in general terms the results obtained from the 

operational trial so far indicate a major improvement to the operations over the Bay of 
Bengal and beyond through to the Kabul FIR. Departure delays, re-routes, technical 
stops have all been reduced and users are getting better flight levels enroute. This 
feedback was generally supported by ANSPS involved;  

 
12) Quantifiable reductions in noxious gas emissions with associated environmental 

benefits accrue from increasing numbers of flights operating at or near optimum flight 
levels; 

 
13) Since the commencement of the operational trial in July 2006, the BOBCAT system 

has performed as it was designed to do. In the early weeks, there were some very 
minor issues which were rectified in a very short time causing no degradation to the 
overall system performance. The system has operated continuously H24 for more 
than 10 months; 

 
14) Flexibility of BOBCAT software enables easy variation to operating parameters 

allowing enhancements to be readily implemented; 
 

15) Thailand has committed to work on further enhancements to BOBCAT for the 
purpose of realizing additional benefits to the participating airlines and ANSPs 
involved; 

 
16) Strong feedback from Afghanistan demonstrates that flights into the Kabul FIR are 

very much better regulated, providing immediate ATC workload reduction and 
associated safety and capacity enhancements, as well as enabling future capacity 
planning benefits; 

 
17) Feedback from ANSPs in Pakistan and India indicates westbound flights through the 

respective FIRs are better regulated, providing immediate ATC workload reduction 
and associated safety and capacity enhancements, as well as enabling future capacity 
planning benefits; 
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18) Approximately 5% of flights are not interacting with the BOBCAT system or 

applying for slots. These flights are displacing fully ATFM compliant flights from 
allocated slots. ANSP operational management of these flights is necessary in 
accordance with operational procedures described in AIP Supplement. Non compliant 
airlines have been identified and information will be made available to State 
regulators to facilitate regulatory compliance action. Remediation of this issue will 
result in improved ATFM performance;   

 
19) As the BOBCAT system is a time based sequencing apparatus which relies on slot 

times being met, the ability of flights to accurately meet AWUT and Kabul entry fix 
times has a direct correlation to ATFM performance. Currently, only approximately 
50% of flights achieve adequate on-time performance and therefore system buffer 
times are necessary. An improvement in on-time performance would result in 
immediate ATFM performance improvement and, if sustained, enable reduction of 
system buffer times resulting in more slots becoming available. Outcomes in relation 
to on-time performance are directly in the hands of operators and ANSPs and it is 
considered likely that operator and ANPS performance will gradually improve over 
time; 

 
20) The pending implementation of additional ATS route (L510) in southern Bay of 

Bengal and bypass procedures for L759/M770 traffic as agreed during ATFM/TF/10 
will negate traffic bunching issues being experienced on eastern side of Bay of 
Bengal with consequent improvement in ATFM performance; 

 
21) Ongoing discussions between India, Pakistan and Afghanistan with assistance from 

IATA are expected to result in coordinated streamlined ATS route improvements in 
the near and medium term to assist ATFM arrangements; 

 
22) Enhancement to the existing India - Pakistan arrangements relating to flight level 

assignment for RVSM => CVSM transition to incorporate ATFM allocated flight 
levels will improve ATFM operational performance;  

 
23) Publication of AIP Supplement for implementation promulgates current procedures 

and serves as alerting mechanism to all parties affected. Appropriate management by 
ANSPs of non participating flights in accordance with ATFM procedures described in 
the AIP Supplement is essential; 

 
24) Lack of compliance by some ANSPs and some airlines may stem from the fact that 

these parties perhaps view the situation as ‘only a trial’. Moving to an implementation 
changes the status to ‘implemented’ and enables full regulatory response to non-
compliance; and 

 
25) Ongoing supervision of ATFM arrangements by ATFM/TF and BOBCAT Scrutiny 

Group with membership from affected stakeholders including airspace users will 
enable further refinement and ensure transparent operation. 

 
Implementation Date 

 
6.4 The meeting considered that the advancement from operational trial to formal 
implementation of ATFM procedures would be a seamless and straightforward matter. Although some 
changes had been made in the operational procedures as published in the revised AIP Supplement, the 
changes were slight and would be essentially transparent to users of the BOBCAT system. As such, 
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the meeting considered that implementation should be achieved as soon as possible and preferred 
AIRAC 7 June 2007 as the implementation date, at which point the full fidelity operational trial would 
have been running for about 11 months. 
 
6.5 The Secretariat, noting that the relevant AIRAC dates were 10 May, 7 June and 5 July 
2007, pointed out that to give a one AIRAC cycle notification for a 7 June implementation would 
require that the AIP Supplement was published by 10 May i.e. in about one weeks time. The earliest 
that the Regional Office could distribute a State Letter promulgating the model AIP Supplement was 
4th May and this was unlikely to allow sufficient time for States to adapt the model text and issue the 
Supplement by 10 May 2007.  
 
6.6 Accordingly, the ATFM/TF adopted AIRAC 5 July 2007 to implement air traffic 
flow management procedures on a permanent basis.  
 
 
Agenda Item 7: Any other business 
 

Mumbai Departures to join G792/V390 at PAROD via SERKA - B466 
 
7.1 The meeting was advised that in the initial stages of planning for ATFM operations 
there were no flights from Mumbai which fell within the period of the ATFM hours of operation. 
Consequently, no consideration was given to departing aircraft from Mumbai in the design of the 
BOBCAT system parameters. Furthermore, to prevent westbound flights on B466 and G792 meeting 
at PAROD, a decision was taken to restrict the use of B466 between SERKA and PAROD during the 
hours of ATFM operations.  
 
7.2 However this situation had changed approximately 12 months ago when airlines 
commenced operations from Mumbai through the Kabul FIR during the TAFM period. Due to the 
location of Mumbai, departing aircraft who chose to plan via G792 to the ASLUM entry point into 
Kabul FIR were required to fly excessive additional mileage by established routes to join G792.  
 
7.3 Following discussion of this matter with the BOBCAT Development Team (BDT), a 
proposal was put to the meeting under which, by moving the calculated “BOBCAT Kabul entry 
point” from ASLUM to PAROD, both B466 from SERKA and G792/V390 could both be used during 
the ATFM operation period. BOBCAT calculations would treat both ATS routes as one route to 
enable 15 minutes spacing overhead PAROD. Although ASLUM would remain on the charts, it 
would not be used in the BOBCAT spacing process, being replaced by PAROD for the purposes of 
the BOBCAT system. 
 
7.4 It was recognized by the meeting that this would enable aircraft operations out of 
Mumbai to use that portion of the route from PAROD to CHARN to enter the Kabul FIR via SERKA 
– B466 – PAROD and be correctly spaced with aircraft who submitted slot requests via G792 – 
ASLUM – PAROD – CHARN. 
 
7.5 The meeting was informed that an in principle agreement at an operational level had 
been reached between Pakistan ACCs and the Kabul ACC that would allow the multiple entries into 
Afghanistan from ASLUM and SERKA. The Pakistan ACCs had agreed that they would ensure ten 
(10) minutes separation at PAROD (Kandahar) for all involved aircraft. The procedure would be used 
during the four hour period from 2000UTC until 2359UTC, however it could be used at other periods 
if coordinated and agreed to by the Airspace Control Authority (CENTAF) for Afghanistan and 
Pakistan CAA. The meeting noted that this proposal had been agreed at an operational level only, and 
would necessarily be subject to formal approval from the States concerned before any implementation 
could take place. 
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7.6 Although there was general agreement to this proposal by States concerned and IATA, 
before applying this initiative, it was agreed that at least the following specific areas needed to be 
further discussed: 
 

a) Pakistan and Afghanistan would need to review their current air traffic 
coordination arrangements to include traffic from B466; 

 
b) The minimum enroute altitude from SERKA and beyond would be FL310; 
 
c) The BOBCAT system would require modification to have spacing calculation 

based on PAROD for both converging routes; 
 
d) Airlines would require time to adjust their Slot Request Templates; 
 
e) Mumbai ATS would need to be made fully aware of the new arrangements; 
 
f) Existing restriction (5 hour closure) on the usage of B466 between SERKA 

and PAROD would need to be removed; and 
 
g) NOTAM/AIP SUP requirements issued for the change. 

 
7.7 It was considered by the meeting that, in order to have all these items completed 
satisfactorily, a period of 2-3 months would be required before implementation of this proposal. The 
meeting agreed that affected parties would continue coordination in relation to this matter with the 
objective of bringing the proposal to fruition as swiftly as possible. 
 
 Bypass route via TOXEX entering Afghanistan  
 
7.8 The meeting discussed the regular diversions that had been necessary recently 
entering Afghanistan from Pakistan on N644. Afghanistan advised that this arrangement was likely to 
be required for some time and that the promulgation of a conditional ATS route would be a more 
efficient way to manage the traffic and would save workload for pilots and ATCOs as the repeated 
issuing of amended route clearances for this ‘standard’ diversion would be avoided.  
 
7.9 The meeting agreed that a conditional route from DI Khan in Pakistan, to the south of 
PAVLO at the Kabul FIR boundary and then rejoining N644 at NEVIV in Afghanistan (Appendix O 
refers) would be appropriate and requested Afghanistan and Pakistan to continue coordination in this 
regard. IATA expressed support for the proposal and requested to be included in the coordination 
process. 
 
 
Agenda Item 8: Date and venue for the next meeting 
 
8.1 The Secretariat informed the meeting that it adopted a rule of thumb in relation to 
safety sensitive ATS implementations under which a post implementation review meeting was 
conducted approximately 90 days after implementation.  However, as no safety problems had been 
identified with the ATFM procedures, it would perhaps be premature to hold review meeting 90 days 
after implementation. Additionally, there were a number of enabling activities that had been agreed 
during ATFM/TF/10, including the implementation of a new route to the south of P628, interim 
bypass procedures for L759 that were expected to be superseded in 3 or 4 months by implementation 
of a new route segment and additional route considerations were also under discussion between 
Afghanistan, India and Pakistan. 
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8.2 The meeting considered that it would be appropriate to allow these enhancements to 
be implemented and stabilise to some degree before the next meeting and that a meeting in late 2007 
would be appropriate. In this context, the meeting requested that the Regional Office make 
arrangements for a full Task Force meeting over 5 days commencing Monday 26th November 2007, to 
be held at the Regional Office in Bangkok, Thailand. 
 

Closing of the Meeting 
 
8.3 In closing the meeting, Mr. Tiede congratulated all involved with the work of the 
ATFM/TF for the milestone that had been achieved by the taking of a ‘Go’ decision this week to 
implement air traffic flow management on a permanent basis in the airspaces and for the daily periods 
promulgated by the Task Force. Although it was evident to the Task Force that much remained to be 
done, a number of important areas where improvements could be readily made had already been 
identified by the Task Force and action plans had been established that would result in the 
implementation of these improvements over the next few months. The ability to address the traffic 
bunching problems using the new routes and procedures that had been agreed for implementation 
would have a direct and beneficial effect on both ATC and pilot workload and would result in an 
overall improvement in ATFM performance. Publication of the revised AIP Supplement would act to 
alert all parties involved as well as promulgating the most up to date procedures. Mr Tiede felt sure 
that as time went by, more operational ATCOs and pilots would become better educated about the 
ATFM processes and that this would also result in improved trial performance. 
 
8.4 In reflecting on the two years of work undertaken by the Task Force, Mr Tiede 
recalled many, many occasions where it seemed insurmountable impasses had been met, impasses of 
such magnitude that it seemed improbable that they could be effectively overcome. However, the 
many parties involved in the ATFM/TF had continued to work together through the difficult times, 
continually meeting the challenges in what had been an extremely complex project. Throughout this 
period the valuable input in terms of user requirements that had been provided by IATA and IFALPA, 
although always challenging, had directed the work of the Task Force towards designing more 
effective and efficient arrangements.  
 
8.5 Mr Tiede recalled that during this period, the Task Force started from scratch in 
pursuing a work programme in support of the Phase 1 objectives of the ATFM/TF in regard to the 
provision of flow management for westbound traffic operating across the Bay of Bengal via the Kabul 
FIR to Europe during the congested night time period.  The ghosting phase of an ATFM operational 
trial commenced on 29 June 2006 using the automated Bay of Bengal Cooperative ATFM System 
(BOBCAT) developed specifically for this purpose by the Aeronautical Radio of Thailand Limited 
(AEROTHAI), in collaboration with the ATFM/TF.  After demonstrating satisfactory ghosting 
performance, the ATFM trial advanced to the operational phase on 24 July 2006. The ‘Go’ decision 
taken this week would result in the seamless advance from operational trial to permanent 
implementation of ATFM from 5 July 2007. 
 
8.6 By any measure, the planning and introduction of the BOBCAT system and 
associated ATFM procedures as an ATFM system for the Bay of Bengal and South Asia was a 
significant undertaking which had drawn heavily on the combined goodwill, cooperation and 
resources of ICAO and the many States and international organizations concerned.  On behalf of the 
Regional Office Mr. Tiede took this opportunity to recognize the significant commitment given by all 
parties to this work. Cooperation amongst the many disparate parties with many different objectives 
had proved critical in melding together the differing requirements of the 7 primary States involved 
whilst also adequately integrating the needs of IATA and the approximately 25 airlines operating in 
the ATFM airspace. 
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8.7 As well as being an important milestone for the ATFM/TF, the ‘Go’ decision taken 
this week was an important milestone in regional cooperation which the Regional Office would be 
proud to promulgate as an example of what could be achieved by States and international 
organisations working to together with the common goal of enhancing civil aviation arrangements. 
Mr. Tiede again drew attention to the important work that had to be completed over the next few 
weeks and wished all delegates a safe and peaceful trip home. 
 
 
 

…………………………… 
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LIST OF PARTICIPANTS 

STATE/NAME DESIGNATION/ADDRESS CONTACT DETAILS 

AFGHANISTAN 
Mr. Ralph Abney Air Traffic Manager 

Area Control Centre 
SPAWAR 
APO AE 09320 
Manager, Kabul Area Control Center 
AFCAP 
653 West 23rd Street, PMB 112 
Panama City, FL 32405 
U.S.A. 

Tel:      +(093) 798 208 794 
Email: poe_rabney@hotmail.com 
 

BANGLADESH 
Gp.Capt. Shahe Alam Member (Operations & Planning) 

Civil Aviation Authority of Bangladesh 
Headquarters 
Dhaka 1229 
Bangladesh 

Tel: +880-2-891 4105, 891 4870 
Fax: +880-2-891 4709 
E-mail: mopscaab@bangla.net 
shah7316@yahoo.com 

Mr. Md. Mizanur Rahman Sr. Aerodrome Officer (FI) 
Flight Safety & Regulations Division 
Civil Aviation Authority of Bangladesh 
Headquarters 
Kurmitola, Dhaka 1229 
Bangladesh 

Tel: +880-2-891 4810-9 ext 3126 
Mobile: +01819-298548 
Fax: +880-2-891 2322 
 

INDIA 
Mr. V. Somasundaram General Manager (ATM) 

Airports Authority of India 
Rajiv Gandhi Bhavan 
Safdarjung Airport 
New Delhi 110003 
India 

Tel: +91-11-2465 2648 
Fax: +91-11-2461 1078 
E-mail: gmatmchqnad@aai.aero 
 

Mr. Vijayinder K. Dutta Joint General Manager (ATM-TRG) 
Regional Training Cell 
Airports Authority of India 
ATS Complex 
I.G.I. Airport, New Delhi-110037 
India 

Tel: +91-11-25654371 
Mobile: +9868820801 
E-mail: vkd0117@yahoo.com 
 

INDONESIA   
Mr. Indra Gunawan Act. Chief of Airspace Management 

Section, ATS 
Directorate General of Civil Aviation 
Medan Merdeka Barat 8 
23rd Fl. – Karya Building 
Jakarta 10110 
Indonesia 

Tel: +62-21-350 6451 
Fax: +62-21-350 7569 
E-mail: eechoex@yahoo.com 
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STATE/NAME DESIGNATION/ADDRESS CONTACT DETAILS 

Mr. Hideo Watanabe Japan International Cooperation Agency 
(JICA) Expert on Air Traffic Management 
Directorate General of Civil Aviation 
Medan Merdeka Barat 8 
23rd Fl. – Karya Building 
Jakarta 10110 
Indonesia 

Tel: +62-21-350 5191 
Fax: +62-21-350 5191 
E-mail: hideowsj@jt9.so-net.ne.jp 
 

LAO PDR 
Mr. Inthanousone Sisanonh Dy. Director 

Lao Airports Authority - DCA 
P.O. Box 3175 
Vientiane 
Lao PDR 

Tel:      +856-21-512006, 512008 
Fax:      +856-21-512216 
Email:  inthanousorn@yahoo.com 
 

MALAYSIA 
Mr. Tay Sween Boon Deputy Director of KL ATCC 

Air Traffic Control Centre 
Department of Civil Aviation 
Sultan Abdul Aziz Shah Airport 
47200 Subang, Selangor 
Malaysia 

Tel:      +603 7847 3573 
Fax:      +603 7847 3572 
Email:  taysboon@gmail.com 
 

Mr. Richard Tan Hock Chye Assistant Director of KL ATCC 
Air Traffic Control Centre 
Department of Civil Aviation 
Sultan Abdul Aziz Shah Airport 
47200 Subang, Selangor 
Malaysia 

Tel:      +603 7847 3573 
Fax:      +603 7847 3572 
Email: imbmrich@gmail.com 
 

Mr. Bryan Lai Nyit Sen Flight Ops Executive (Flight Dispatch) 
Malaysian Airlines 
Flight Operations Division 
2nd Floor, East Wing  
Flight Management Building 
64000 Sepang Int’l Airport 
Malaysia 

Tel:      +603 8782 1264 
Fax:      +603 8787 1244 
Email: bryanlai@mas.com.my 
 

PAKISTAN 
Mr. Nusrat Ullah Khan 
 

Director Air Navigation Services 
Civil Aviation Authority, Headquarters 
Jinnah International Airport 
Termina-1, Karachi 75200 
Pakistan 

Tel:      +92-21-9248745 
Fax:      +92-21-9248758 
Email: dops@caapakistan.com.pk 
 

Mr. Zahid H. Khan 
 

A/Director SMS-ATM 
Civil Aviation Authority, Headquarters 
Jinnah International Airport 
Termina-1, Karachi 75200 
Pakistan 

Tel:      +92-21-9242748 
Fax:      +92-21-40235 
Email: dsms@caapakistan.com.pk 
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PHILIPPINES  
Mr. Enrico Herrera Salita Assistant Chief ATC 

Manila Area Control Center 
Air Transportation Office 
Manila Area Control Center 
NAIA Rd, Pasay City 
Philippines 

Tel:      +63-2-8799182 
Fax:      +63-2-8510639 
Email: ehsalita@yahoo.com 
 

SINGAPORE  
Mr. Kuah Kong Beng Chief Air Traffic Control Officer 

Civil Aviation Authority of Singapore 
Singapore Changi Airport 
P.O. Box 1 
Singapore 918141 

Tel:      +65-6541 2405 
Fax:      +65-6545 6516 
Email: kuah_kong_beng@caas.gov.sg 
 

Mr. Edmund Heng Project Officer (ATM) 
Civil Aviation Authority of Singapore 
Singapore Changi Airport 
P.O. Box 1 
Singapore 918141 

Tel:      +65-6541 2457 
Fax:      +65-6545 6516 
Email: edmund_heng@caas.gov.sg 
 

Mr. Hermizan Jumari Project Officer (ATM) 
Civil Aviation Authority of Singapore 
Singapore Changi Airport 
P.O. Box 1 
Singapore 918141 

Tel:      +65-6541 2464 
Fax:      +65-6545 6252 
E-mail:hermizan_jumari@caas.gov.sg 
 

SRI LANKA 
Mr. Pahalawattage Ranjith 
Perera 

Air Traffic Controller 
Airport and Aviation Services (Sri Lanka) 
Limited 
Colombo Airport 
Ratmalana 
Sri Lanka 

Tel:      +94-11-2635106/2625555 
Fax:      +94-11-2635105 
E-mail: ranpravi@slt.lk 
 

THAILAND 
Flg.Off. Nakorn Yoonpand Air Traffic Control Expert 

Airport Standards and Air Navigation 
Facilitating Division 
Department of Civil Aviation 
71 Soi Ngarmduplee 
Rama IV Road 
Bangkok 10120, Thailand 

Tel:   +66-2-287 0320 ext 1165 
Fax:  +66-2-286 2909 
 

Ms. Chuleeporn Leemanan Air Transport Technical Officer 
Airport Standards and Air Navigation 
Facilitating Division 
Department of Civil Aviation 
71 Soi Ngarmduplee 
Rama IV Road 
Bangkok 10120, Thailand 

Tel:      +66-2-286 8159 
Fax:      +66-2-286 8159 
E-mail: chuleeprn@gmail.com 
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Mr. Nopadol Sang-ngurn 
 

Executive Expert 
Aeronautical Radio of Thailand Ltd 
102 Soi Ngarmduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel: +66-2-285 9054 
Fax: +66-2-285 9488 
E-mail: nopadol@aerothai.co.th 

Mr. Tinnagorn Choowong Air Traffic Control Manager 
En-Route Air Traffic Management 
Department 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:   +66-2-287 8780 
Mobile: +66-089-816 6486 
Fax:     +66-2-287 8424 
E-mail: tinnagorn.ch@aerothai.co.th 

Mr. Jirasak Netiprawat Air Traffic Control Manager 
En-Route Air Traffic Management 
Department 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:   +66-2-287 8024 
Mobile: +66-089-697 5859 
Fax:     +66-2-287 8026 
E-mail: jirasak.ne@aerothai.co.th 

Mr. Piyawut Tantimekabut Systems Engineer, Air Traffic Services 
Engineering 
Research and Development Department 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:     +66-2-287 8616 
Fax:     +66-2-287 8620 
E-mail: piyawut@aerothai.co.th 
piyawut@gmail.com 

Mr. John Richardson Air Traffic Management Consultant 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:     +66-2-287 8488 
Mobile: +66-081-824 2467 
Fax:     +66-2-285 9488 
Email: jricho282 @gmail.com 

Ms. Saifon Obromsook Senior Systems Engineer 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:    +66-2-287 8291 
Fax:     +66-2-285 9716 
E-mail: fon@aerothai.co.th 
 

Ms. Piyajit Phanaphat Senior Systems Engineer 
Aeronautical Radio of Thailand Ltd. 
102 Ngamduplee 
Tungmahamek, Sathorn 
Bangkok 10120, Thailand 

Tel:    +66-2-289 8289 
Fax:     +66-2-285 9716 
E-mail: bua@aerothai.co.th 
 

Capt. Choompol Soodla Manager, Operations Specification 
Division 
Operations Support Department 
Thai Airways International Public Co., Ltd. 
89 Vibhavadi Rangsit Rd 
Bangkok 10900, Thailand 

Tel:     +66-2-545 2665 
Fax:     +66-2-545 3849 
E-mail: choompol.s@thaiairways.com 
 

Capt. Thanakorn Varavarn Flight Operations Department 
Thai Airways International Public Co., Ltd. 
89 Vibhavadi Rangsit Rd 
Bangkok 10900, Thailand 

Tel:     +66-2-545 2841 
Mobile : +66-081-8558113 
Fax:     +66-2-545 3850 
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Mr. Pairat Wonganan Manager Flight Dispatch 
Bangkok Airways Co., Ltd. 
2nd Floor, Bangkok Air Operations 
Complex 
999 Moo 4, Bangna-Trad Road 
Bangchalong, Bangplee 
Samutprakarn 10540, Thailand 

Tel:     +66-8-9807 0936 
Fax:     +66-2-325 0664 
E-mail: pairat@bangkokair.com 
 

Ms. Wipawinee Preelers Chief of Flight Dispatch 
Bangkok Airways Co., Ltd. 
2nd Floor, Bangkok Air Operations 
Complex, Bldg. 2 
999 Moo 4, Bangna-Trad Road 
Bangchalong, Bangplee 
Samutprakarn 10540, Thailand 

Tel:     +66-2-328 3311 
Fax:     +66-2-328 3319 
E-mail: wipawinee@bangkokair.com 
 

Mr. Thitiporn Raphiphan Acting Senior Flight Dispatch 
Bangkok Airways Co., Ltd. 
2nd Floor, Bangkok Air Operations 
Complex 
999 Moo 4, Bangna-Trad Road 
Bangchalong, Bangplee 
Samutprakarn 10540, Thailand 

Tel:     +66-2-328 3312 
Fax:     +66-2-328 3319 
E-mail: thitiporn@bangkokair.com 
 

Wg.Cdr. Surath Sridech Ground Instructor 
Civil Aviation Training Center 
1032/355 Phaholyothin Road 
Ladyao, Jatujak 
Bangkok 10210, Thailand 

Tel:      +66-2-272 5741  
Fax:      +66-2-2725296 
 

VIET NAM 
Mr. Doan Khac Manh Deputy Director 

Air Navigation Department 
Civil Aviation Administration of Vietnam 
Gialam Airport 
Long Bien, Hanoi 
The Socialist Republic of Vietnam 

Tel:       84-4-8731611 
Fax:       84-4-8274194 
E-mail: manhdoankhac@caa.gov.vn 
 

Mr. Vu Ngoc Kiem Manager 
Airport Operation Section 
Noi Bai Airport 
The Socialist Republic of Viet Nam 

Tel:      +0913008484 
 

Mr. Nguyen Si Viet Officer of ATS Reporting Office 
Tan Son Nhat Airport 
The Socialist Republic of Viet Nam 

Tel:      +8111436 
 
 

Mr. Truong Hai Nam Executive 
Flight Operation Department 
Viet Nam Air Lines 
Hanoi 
The Socialist Republic of Viet Nam 

Tel:      +84-4-8273916 
Fax:      +84-4-8721770 
E-mail: 
namth.fop@vietnamair.com.vn 
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IATA 
Mr. Soon Boon Hai Assistant Director, Safety Operations & 

Infrastructure – Asia/Pacific 
International Air Transport Association 
77 Robinson Road 
#05-00, SIA Building 
Singapore 068896 

Tel:      +65-6239 7267 
Fax:      +65-6536 6267 
E-mail: soonbh@iata.org 
 

Mr. Owen Dell Manager, International Operations 
Cathay Pacific Airways Limited 
International Affairs Department 
9/F, Central Tower, Cathay Pacific City 
8 Scenic Road  
Hong Kong International Airport 
Lantau Island 
Hong Kong 

Tel: +852-2747 8829 
Fax: +852-2141 8829 
E-mail:  
Owen_dell@cathaypacific.com 

Mr. Stephen Carter Flight Superintendent 
International Operations 
Delta Air Lines, Inc. 
Department 022 
P.O. Box 20706 
Atlanta, GA 30320-6001 
U.S.A. 

Tel:      +1-404-715 0212 
Fax:      +1-404-773 0708 
E-mail: steve.carter@delta.com 
 

Capt. Aric Oh Deputy Chief Pilot (Technical) 
Singapore Airlines 
Flight Operations Technical  
(SIN-STC 04-C) 
SIA Training Centre 04-C 
720 Upper Changi Road East 
Singapore 486852 

Tel:      +65-6540 3694 
Fax:      +65-6542 9564 
E-mail: aric_oh@singaporeair.com.sg 
 

Mr. Giram S. Senior Manager 
Flight Operations Control Center 
Singapore Airlines 
Airmail Transit Centre 
P.O. Box 501 
Singapore 918101 

Tel: +65-6541 1452 
Fax: +65-6543 0655 
E-mail: 
S_Giram@singaporeair.com.sg  

IFALPA  
Capt. Ian Getley RVP South Pacific 

IFALPA 
15 Lucinda Ave 
Wahroonga 
NSW Australia 2076 

Tel: +61 413 747 727 
Fax:       +61 2 9489 5808 
E-mail:  getleyian@hotmail.com 
 

Capt. Korn Mansumitchai IFALPA representative 
Thai Pilot Associations 
3rd Floor, 5th Bldg 
Thai Airways Head Office 
89 Vibhavadi rangsit Rd 
Bangkok 10900, Thailand 

Tel: +66-2-545 4046 
Fax: +66-2-513 0030 
E-mail:  captainkorn@gmail.com 
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ICAO  
Mr. Andrew Tiede Regional Officer, ATM 

ICAO Asia & Pacific Office 
P.O.Box 11 Samyaek Ladprao 
Bangkok – 10901  
Thailand 

Tel: +66-2-5378189 ext 152 
Fax: +66-2-5378199 
E-mail:  atiede@bangkok.icao.int 
 

Mr. Polawat Chootai Regional Officer, ATM 
ICAO Asia & Pacific Office 
P.O.Box 11 Samyaek Ladprao 
Bangkok – 10901  
Thailand 

Tel: +66-2-5378189 ext 151 
Fax: +66-2-5378199 
E-mail:  pchootai@bangkok.icao.int 
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WORKING PAPERS 
NUMBER AGENDA TITLE PRESENTED BY 

WP/1 1 Provisional Agenda Secretariat 

WP/2 5 ATFM Task Force Action Plan Secretariat 

WP/3 5 Review Modified AIP Supplement – Operational Trial Secretariat 

WP/4 6 ATFM Users Handbook Secretariat 

WP/5 3 By-pass Routes Follow Up Secretariat 

WP/6 2 BOBCAT Data Analysis Thailand 

WP/7 2 Early and Late Departure relative to Aircraft AWUT Thailand 

WP/8 2 En Route ACCs Role in Arrangement of Aircraft Flight Level Thailand 

WP/9 3 Proposal for ATC Reroute Procedure Thailand 

WP/10 5 Go/No Go Decision for ATFM into Kabul FIR Thailand 

WP/11 3 Draft Report of the Air Traffic Flow Management Task Force 
Small Working Group (ATFM/TF SWG/1) Meeting, Lahore, 
Pakistan, March 2007 

Secretariat 

WP/12 3 Update on the Air Traffic Flow Management Implementation 
in Kuala Lumpur FIR 

Malaysia 

WP/13  Withdrawn  

WP/14 3 ATFM for Bay of Bengal and Beyond IATA 

 
 
INFORMATION PAPERS 

NUMBER AGENDA TITLE PRESENTED BY 
IP/1 - List of Working Papers (WPs) and Information Papers (IPs) Secretariat 

IP/2 6 Extract from report of ATFM/TF/9 – AEROTHAI Position Secretariat 

IP/3 2 Operational Trial Data Set – One week April 2007 Secretariat 

IP/4 3 Pakistan Papers to First Meeting of SWG, March 2007 Secretariat 

 

 

………………………… 
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Traffic Distribution by RouteTraffic Distribution by Route

All Aircraft February March April 
Total Aircraft 345 341 369
Slot Allocation
- SITAX (A466) 48 48 69
- PAVLO (N644) 136 93 84
- ROSIE (L750) 86 89 98
- ASLUM (G792/V390) 60 97 98
- No Slot Request 16 14 20

Actual Traffic
- SITAX (A466) 60 60 85
- PAVLO (N644) 137 93 85
- ROSIE (L750) 87 91 103
- ASLUM (G792/V390) 60 97 96

3



Traffic Distribution by FLTraffic Distribution by FL

All Aircraft February March April 
Total Aircraft 345 341 369
Slot Allocation
- FL280 74 49 54
- FL310 141 133 140
- FL350 104 139 153
- FL390 11 6 2
- No Slot Request 15 14 20

Actual Traffic
- FL280 44 26 23
- FL310 149 137 147
- FL350 147 173 195
- FL390 5 5 4
- FL410 0 1 0 4
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February 2007 Data AnalysisFebruary 2007 Data Analysis

• Aircraft: 345 aircraft (49 aircraft/day)

• 73% of aircraft made same or higher FL without 
requiring aircraft to fly at a lower Flight Level

• Two aircraft were required to take a route other 
than allocated BOBCAT route

• Several cases of aircraft not achieving 
BOBCAT FL appeared to involve en route 
ANSPs

6



February 2007 Data AnalysisFebruary 2007 Data Analysis

7



February 2007 Data AnalysisFebruary 2007 Data Analysis

• FL280 Allocation (74)
– FL280 FL310

• 5 issues
– FL280 FL350

• 2 issues
– About 67% can achieve 

higher FL
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation
• No Slot

8



February 2007 Data AnalysisFebruary 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation (141)

– FL310 FL280
• 1 late VIDP departure
• 1 aircraft with EET issue

– FL310 FL350
• 14 aircraft may have 

caused issues

– About 35% can achieve 
higher FL

• FL350 Allocation
• FL390 Allocation
• No Slot

9



February 2007 Data AnalysisFebruary 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation (104)

– FL350 FL280
• 1 late VIDP departure
• 1 late VIAR departure?

– FL350 FL310
• 1 late WSSS departure?

– FL350 FL390
• No apparent traffic on 

FL350 – pilot request?
– Issue: data inconsistency

• FL390 Allocation
• No Slot 10



February 2007 Data AnalysisFebruary 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation (11)

– Aircraft appears to request 
FL390 when there is no slot 
available at other more 
desirable FL and request 
preferred FL en route

• No Slot

11



February 2007 Data AnalysisFebruary 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation
• No Slot (15)

– AAL293: VIDP-KORD (5)
– COA83: VIDP-KEWR (3)
– AAL9239: VIDP-KORD
– AFR191 (15 Feb @ 2359)
– GA aircraft (15 Feb @ 2203)
– JAI120 (14 Feb @ 2343)
– UZB424 (14 Feb @ 2126)
– UZB466 (15 Feb @ 2236)
– VIR351 (15 Feb @ 2305)

12
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March 2007 Data AnalysisMarch 2007 Data Analysis

• Aircraft: 341 aircraft (49 aircraft/day)

• 77% of aircraft made same or higher FL without 
requiring aircraft to fly at lower Flight Level

• One aircraft was required to take a route other 
than allocated BOBCAT route

• In regard to aircraft not achieving BOBCAT FL, 
March figures showed an improvement

14



March 2007 Data AnalysisMarch 2007 Data Analysis

• Several cases of aircraft departures well ahead 
of or after AWUT, which caused the aircraft 
and/or other aircraft to miss their BOBCAT-
allocated flight levels

• One case of an aircraft being unable to achieve 
BOBCAT-allocated flight level due to MEA on 
P628 and was required to reroute. As a result, 
an aircraft already allocated this route/flight 
level could not obtain his allocated flight level

15



March 2007 Data AnalysisMarch 2007 Data Analysis
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March 2007 Data AnalysisMarch 2007 Data Analysis

• FL280 Allocation (49)
– FL280 FL310

• No apparent issues
– FL280 FL350

• 1 late VIDP departure
• 2 aircraft possibly 

causing issues
– FL280 FL390

• No apparent traffic at FL280 
but traffic at FL310

• FL310 Allocation
• FL350 Allocation
• FL390 Allocation
• No Slot 17



March 2007 Data AnalysisMarch 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation (133)

– FL310 FL280
• 1 late VIDP departure
• 1 late VVTS departure

– FL310 FL350
• 13 aircraft may have 

caused issues

• FL350 Allocation
• FL390 Allocation
• No Slot

18



March 2007 Data AnalysisMarch 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation (139)

– FL350 FL280
• 2 late VIDP departure

– FL350 FL310
• 3 early/late departure
• 2 EET issues

– FL350 FL390
• No apparent traffic on 

FL350 – pilot request?
– Issue: data inconsistency

• FL390 Allocation
• No Slot 19



March 2007 Data AnalysisMarch 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation (6)

– Aircraft appears to request 
FL390 when there is no slot 
available at other more 
desirable FL and request 
preferred FL en route

• No Slot

20



March 2007 Data AnalysisMarch 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation
• No Slot (14)

– AAL293: VIDP-KORD (6)
– COA83: VIDP-KEWR (3)
– AFR534 (7 Mar @ 2300)
– UZB4444 (8 Mar @ 2309)
– UZB466 (8 Mar @ 2204)
– DLH757 (6 Mar @ 2358)
– DLH759 (9 Mar @ 2350)

21
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April 2007 Data AnalysisApril 2007 Data Analysis

• Aircraft: 369 aircraft (53 aircraft/day)

• 77% of aircraft made same or higher FL without requiring 
aircraft to fly at lower Flight Level

• 5 aircraft was required to take a route other than allocated 
BOBCAT route
– 1 Late VIDP departure
– 1 Late VABB departure
– 1 due to MEA on P628 route
– 2 unknown reasons

• THA910 (1 April)
• THA920 (3 April)

23



April 2007 Data AnalysisApril 2007 Data Analysis

• Several cases of aircraft with very close AWUT taking off from eastern 
Bay of Bengal with Kabul FIR FL the wrong way around not being fixed 
before entry into Lahore FIR

– 4 cases involving 8 aircraft (1/4 of FL310-FL350 switches)

• Trend of aircraft departures well outside recommended 5-minute 
window continues to cause more FL deviation

– Attributable for 1/3 of FL changes from FL350 to FL310

• Two cases of aircraft (same airline) with no slot taking slot of other 
aircraft

– This airline now has BOBCAT username/password and is submit slot request

• One case of an aircraft being unable to achieve BOBCAT-allocated 
flight level due to MEA on P628 and was required to reroute. As a 
result, an aircraft already allocated this route/flight level could not 
obtain his allocated flight level

24



April 2007 Data AnalysisApril 2007 Data Analysis
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April 2007 Data AnalysisApril 2007 Data Analysis

• FL280 Allocation (54)
– FL280 FL280 (17)
– FL280 FL310 (23)

• Total of 1 issue:
• 1-VIDF FL orientation issue

– FL280 FL350 (14)
• Total of 6 issues:
• 4-VIDF FL orientation issue
• 1-Late VIDP departure
• 1-rerouted despite no 

conflicting traffic, pilot request?

– FL280 FL390 (0)

26



April 2007 Data AnalysisApril 2007 Data Analysis

• FL310 Allocation (140)
– FL310 FL280 (3)

• 2-Late DEP: India, Vietnam
• 1-Possibly unable to make 

FL310; no impeding traffic

– FL310 FL310 (87)
– FL310 FL350 (50)

• Total of 16 issues
• 7-VIDF FL orientation issue
• 4-Special FL orientation issue
• 3-Late DEP: India (2), 

Vietnam(1 case – 2 aircraft)
• 1-rerouted-P628 MEA issue
• 1-rerouted despite no 

conflicting traffic

27



April 2007 Data AnalysisApril 2007 Data Analysis

• FL350 Allocation (153)
– FL350 FL280 (2)

• 1-Displaced by No-Slot Aircraft
• 1-Unable to climb due to 

another aircraft bound for 
FL310

– FL350 FL310 (31)
• 11-Early/Late DEP: India (7), 

Vietnam (4)
• 10-VIDF FL orientation issue
• 4-Special FL orientation issue
• 3-EET issue
• 2-Other En Route ATM issues
• 1-Displaced by No-Slot Aircraft

– FL350 FL350 (119)
– FL350 FL390 (1)

• Traffic on FL350
• No Traffic on FL310

28



April 2007 Data AnalysisApril 2007 Data Analysis

• FL390 Allocation (2)
– Both aircraft remain at FL390

29



April 2007 Data AnalysisApril 2007 Data Analysis

• FL280 Allocation
• FL310 Allocation
• FL350 Allocation
• FL390 Allocation
• No Slot Request (20)

– AAL293: VIDP-KORD (7)
– NWA33: VABB-EHAM (4)
– TSO516: WSSS-UUDD (2)
– CLX733 (VHHH: 2 Apr @ 2019)
– CLX741 (VHHH: 5 Apr @ 2005)
– CLX759 (VHHH: 5 Apr @ 2017)
– CLX793 (VHHH: 4 Apr @ 2325)
– SVK556 (VIAR: 7 Apr @ 2122)
– TSO544 (VIAR: 5 Apr @ 2350)
– UZB424 (VIDP: 4 Apr @ 2140) 30
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FL Change ComparisonFL Change Comparison

All Aircraft February March April 
Total Aircraft 345 341 369
Lower-than-Slot
- FL310 FL280 12 4 3
- FL350 FL280 5 3 2
- FL350 FL310 26 32 31

Sub-Total 43 39 36
Higher-than-Slot
- FL280 FL310 31   (6 FL issues) 17   (no FL issue) 23   (1 FL issues)
- FL280 FL350 20   (2 FL issues) 14     (1 FL issue) 14   (6 FL issues)
- FL310 FL350 50 (11 FL issues) 53 (13 FL issues) 50 (16 FL issues)

Sub-Total 101 (19 FL issues) 84 (14 FL issues) 87 (23 FL issues)

32
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DefinitionsDefinitions

• Early Departure – Departure before AWUT
• Okay Departure – Departure within 5 minutes after AWUT
• Late Departure – Departure beyond 5 minutes after AWUT
• ≤ x min Late Departure – Departure beyond 5 minutes but not 

more than 5+x minutes after AWUT
• >x min Late Departure – Departure beyond 5+x minutes after 

AWUT
• Early ATO – Kabul FIR entry before planned ETO
• Okay ATO – Kabul FIR entry within 5 minutes after planned 

ETO
• Late ATO – Kabul FIR entry beyond 5 minutes after AWUT
• No Departure Data – Flights with no departure data to 

determine early, okay or late departure 2



Departures BreakdownDepartures Breakdown
All Aircraft February (345) March (341) April (369)
Early Departure 82* 91 110***

- Early ATO 33 (11 FL issues) 57 (14 FL issues) 80 (17 FL issues)
- Okay ATO 31 (7 FL issues) 30   (2 FL issues) 24   (2 FL issues)
- Late ATO 18     (1 FL issue) 4     (1 FL issue) 6   (2 FL issues)

Okay Departure 153 140 156****
- Early ATO 31 (12 FL issues) 37   (8 FL issues) 74 (20 FL issues)
- Okay ATO 56 (13 FL issues) 79 (12 FL issues) 70 (10 FL issues)
- Late ATO 66 (8 FL issues) 24     (1 FL issue) 12   (3 FL issues)

Late Departure 68 65** 53*****
- Early ATO 2    (1 FL issue) 1   (1 FL issue) 2 (no FL issue)
- Okay ATO 9    (1 FL issue) 15 (2 FL issues) 19 (2 FL issues)
- Late ATO 57 (14 FL issues) 49 (9 FL issues) 32 (8 FL issues)

No Departure Data 42 45 50

3
*Note: February  (1) VTSP departure is both early departure (12 min) and early ATO (15 min)
**Note: March (1) VTSP departure is both late departure (7 min) and early ATO (6 min)
***/****/***** Note: see “Other Departures” slide for comments



VIDP DeparturesVIDP Departures
VIDP Departures February (58) March (53) April (59)
Early Departure 2 5 19

- Early ATO 1 (no FL issue) 5 (no FL issue) 17 (3 FL issues)
- Okay ATO 1 (1 FL issue) 0 (no FL issue) 0 (no FL issue)
- Late ATO 0 (no FL issue) 0 (no FL issue) 2 (no FL issue)

Okay Departure 5 6 10
- Early ATO 3 (1 FL issue) 3 (no FL issue) 5 (no FL issue)
- Okay ATO 2 (no FL issue) 3  (1 FL issue) 4 (no FL issue)
- Late ATO 0 (no FL issue) 0 (no FL issue) 1 (no FL issue)

Late Departure 39 32 22
- Early ATO 0  (no FL issue) 0 (no FL issue) 0 (no FL issue)
- Okay ATO 4    (1 FL issue) 2 (2 FL issues) 4 (no FL issue)
- Late ATO 35 (5 FL issues) 31 (5 FL issues) 18 (4 FL issues)

No Data / No Slot 12 10 8

4



VTBS DeparturesVTBS Departures
VTBS Departures February (112) March (113) April (118)
Early Departure 24 37 35

- Early ATO 8 (4 FL issues) 19 (5 FL issues) 22 (5 FL issues)
- Okay ATO 10 (3 FL issues) 15 (2 FL issues) 10 (no FL issue)
- Late ATO 6   (1 FL issue) 3 (1 FL issue) 3 (2 FL issues)

Okay Departure 80 72 77
- Early ATO 19 (7 FL issues) 16 (4 FL issues) 34 (11 FL issues)
- Okay ATO 24 (5 FL issues) 46 (8 FL issues) 34 (5 FL issues)
- Late ATO 37 (7 FL issues) 10 (no FL issue) 9 (3 FL issues)
≤ 4 min Late Departure 7 2 5

- Early ATO 0 (no FL issue) 1   (1 FL issue) 0 (no FL issue)
- Okay ATO 2 (no FL issue) 1 (no FL issue) 2   (1 FL issue)
- Late ATO 5 (2 FL issues) 0 (no FL issue) 3 (no FL issue)

> 4 min Late Departure 1 2 1
- Okay ATO 0 (no FL issue) 0 (no FL issue) 1 (no FL issue)
- Late ATO 1   (1 FL issue) 2   (1 FL issue) 0 (no FL issue)

5



WMKK DeparturesWMKK Departures
WMKK Departures February (44) March (43) April (39)
Early Departure 18 18 19

- Early ATO 6 (1 FL issue) 10 (4 FL issues) 12 (3 FL issues)
- Okay ATO 7 (1 FL issue) 7 (no FL issue) 7 (no FL issue)
- Late ATO 5 (no FL issue) 1 (no FL issue) 0 (no FL issue)

Okay Departure 23 20 18
- Early ATO 2   (1 FL issue) 4 (no FL issue) 10 (2 FL issues)
- Okay ATO 9 (2 FL issues) 13 (no FL issue) 8 (2 FL issues)
- Late ATO 12 (2 FL issues) 3 (no FL issue) 0 (no FL issues)
≤ 6 min Late Departure 2 5 2

- Early ATO 0 (no FL issue) 0 (no FL issue) 0 (no FL issue)
- Okay ATO 0 (no FL issue) 1 (no FL issue) 1 (no FL issue)
- Late ATO 2 (no FL issue) 4  (1 FL issue) 1 (no FL issue)

> 6 min Late Departure 1 0 0
- Late ATO 1 (1 FL issue) 0 (no FL issue) 0 (no FL issue)

6



WSSS DeparturesWSSS Departures
WSSS Departures February (100) March (95) April (98)
Early Departure 37 31 35

- Early ATO 17 (5 FL issues) 23 (5 FL issues) 27 (5 FL issues)
- Okay ATO 13 (2 FL issues) 8   (1 FL issue) 7   (2 FL issues)
- Late ATO 7 (no FL issue) 0 (no FL issue) 1 (no FL issues)

Okay Departure 45 42 48
- Early ATO 7 (3 FL issues) 14 (3 FL issues) 23 (7 FL issues)
- Okay ATO 21 (5 FL issues) 17 (3 FL issues) 23 (no FL issue)
- Late ATO 17 (4 FL issues) 11 (no FL issue) 2 (no FL issue)
≤ 6 min Late Departure 17 17 12

- Early ATO 2   (1 FL issue) 1 (no FL issue) 2 (no FL issue)
- Okay ATO 3 (no FL issue) 11 (2 FL issues) 6 (no FL issue)
- Late ATO 12 (7 FL issues) 6  (1 FL issue) 4 (1 FL issue)

> 6 min Late Departure 1 5 1
- Late ATO 1 (1 FL issue) 5 (1 FL issue) 1 (no FL issue)

No Slot 0 0 2
7



Other DeparturesOther Departures

• April 2007
– VVNB: 

• 2 early departures (6 & 1 min respectively) and early ATO (8 & 7 min 
respectively) (***)

• 1 okay departure and early ATO (5 min) (****)
• 3 late departures (11, 7 & 12 min respectively) two of which are late 

ATO (13 & 4 min respectively), the last one is Okay ATO (*****)
– VVTS:

• 4 late departures (10, 13, 30 & 31 min respectively) first of which is 
okay ATO while the remaining are late ATO (11, 29 & 29min) (*****)

– VHHH:
• 2 okay with one early ATO (1 min) and one Okay ATO. The one with

Okay ATO has VIDF FL Orientation issue (****)
• 3 late departure that is Okay ATO but one went to lower FL due to 

VIDP late departure(*****)
8
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Aircraft Causing FL issuesAircraft Causing FL issues
February March April

All Aircraft 345 341 369

Early Departures
- Early ATO causing FL issues 11 14 17
- Late ATO causing FL issues 1 2 2

All Early Departures causing FL issues 12 16 19

Late Departures
- Early ATO causing FL issues 1 2 0
- Late ATO causing FL issues 14 9 8

All Late Departures causing FL issues 15 11 8

Total 27 27 27
10



Data InterpretationData Interpretation
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March April
Aircraft transiting the Kabul FIR at FL lower than slot 
allocation

39 36

• Because of another aircraft departing outside 
AWUT window

8
(21%)

10
(28%)

• Because of the aircraft departing outside AWUT 
window

5
(13%)

6
(17%)



FL350 FL280FL350 FL280
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March April
Aircraft with FL350 slot allocation transiting the Kabul 
FIR at FL280
(FL350 FL280)

3 2

• Because of another aircraft departing outside 
AWUT window
(FL350 FL280)

0 0

• Because of the aircraft departing outside AWUT 
window
(FL350 FL280)

2
(67%)

0



FL310 FL280FL310 FL280
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March April
Aircraft with FL310 slot allocation transiting the Kabul 
FIR at FL280
(FL310 FL280)

3 3

• Because of another aircraft departing outside 
AWUT window
(FL310 FL280)

2
(67%)

1
(33%)

• Because of the aircraft departing outside AWUT 
window
(FL310 FL280)

1
(33%)

1
(33%)
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1.1  Introduction 
 
1.1.1 The First Meeting of the ATFM Task Force Small Working Group (ATFM/TF 
SWG/1) was held in the CAA Pakistan Meeting Room at Lahore Airport on 27 to 29 March 2007. 

1.1.2 It had been agreed at the ATFM/TF/9 meeting that Afghanistan, India, Pakistan, 
Thailand (as the BOBCAT ATFM provider) and IATA, should gather together as a small working 
group to find solutions to several issues which were identified at ATFM/TF/9. 

1.1.3 The Small Working Group was to review the flight data during the specified data 
collection period during the months of February and March 2007 and discuss actions that could 
improve the effectiveness of the ATFM Trial which had been in operation since 28 July 2006.  

 

1.2 Officers, Secretariat and Participants 
 
1.2.1 Mr. Nusrat Ullah Khan, CAA Pakistan Director of Air Navigation Services acted as 
Chairman of the meeting.  He was assisted by Mr. Zahid Hussain Khan, Acting Director SMS-ATM 
from CAA Pakistan. 
 
1.2.2 Twenty-two (22) participants from Thailand, Pakistan and IATA attended the 
meeting.  Apologies were received from the ICAO Asia and Pacific Office as their ATM officer 
concerned had a previous commitment.  It was also unfortunate that Afghanistan and India could not 
attend due to visa issues.  A list of participants is found at Appendix A. 
 
 
1.3  Opening of the Meeting 
 
1.3.1 Mr. Nusrat Ullah Khan, on behalf the DGCAA Pakistan, welcomed all participants to 
Lahore.  In his opening remarks, he advised that the Pakistan CAA is currently in the process of 
restructuring the Organization into two separate identities, namely an Air Navigation Service and a 
Regulatory service.  It is anticipated that, by this restructure, Pakistan Air Navigation Service will 
have the capability to focus on improvements as well as ensuring active participation in ICAO 
Regional activities.  Mr. Nusrat Ullah Khan looked forward to productive outcomes from the 
ATFM/TF SWG/1 which would be submitted to the next ATFM Task Force. 
 
1.3.2 Thailand, in their opening remarks, thanked Pakistan for accepting to hold this 
important meeting in Lahore. Thailand also mentioned that, from a strategic point of view, Lahore has 
a tremendous challenge in ensuring that aircraft are appropriately spaced and receive their assigned 
BOBCAT flight level and ATS route for entry into the Kabul FIR. It was also recalled that apart from 
ensuring these mentioned items, they also have the responsibility to transition aircraft from RVSM 
levels to CVSM levels in their relatively small airspace.  In addition, during this transition period, 
consideration must be given to aircraft leaving the Kabul FIR eastbound transiting the Lahore FIR. 
For these reasons, it was crucial that westbound aircraft en route to the Kabul FIR were appropriately 
managed by the adjacent FIRs prior to entry into Lahore FIR. 

 
1.3.3 IATA also thanked Pakistan CAA for their willingness to sponsor this important 
meeting.  IATA endorsed the words of Thailand and explained to the meeting that flight plans 
submitted by aircraft are based on the allocated ATS route and flight level assigned by BOBCAT. 
Therefore, any large deviation from this allocation can cause severe consequences in the ongoing 
conduct of the flight. 
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1.4  Documentation and Working Language 
 
1.4.1 The meeting was conducted in English.  All meeting documentation was in English. 
 
1.4.2 One Discussion Paper and two Information Papers were presented by Pakistan as well 
as PowerPoint presentations given by Thailand and IATA. 
 
 

……………………….
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Agenda Item 1: Adoption of Agenda 
 
1.1 The meeting adopted the following agenda: 
 
 Agenda Item 1: Adoption of Agenda 
 
 Agenda item 2: Analyze flight data for February and March 2007 

data collection period 
 

  Agenda item 3:   Discuss solutions to ensure aircraft receive allocated entry 
point and flight level into the Kabul FIR 

 
 Agenda item 4: Update on the Kabul FIR traffic situation 

 
 Agenda item 5: Any other business 
 
 
Agenda Item 2: Analyze flight data for February and March 2007 data collection period 
 

Flight Level and ATS Route Allocation 

2.1 The Chairman invited Thailand to present an analysis made by the BOBCAT 
Development Team (BDT) concerning the flight data collected during the trial period. Thailand gave 
a PowerPoint presentation to the meeting which gave a general analysis on the data collected for the 
months of February and March 2007 of the ongoing operational trial. The data revealed that 73% of 
aircraft in February and 77% in March crossed the Kabul entry points at their allocated level or 
higher. All aircraft operated on their allocated routes except one aircraft, which was re-routed away 
from P628 as it could not be cleared to the Minimum En route Altitude (MEA) for that route. It was 
later discovered that this particular aircraft departed outside his AWUT.  

2.2 Thailand stressed the importance of participation by all flights which operated within 
the ATFM operational period and also the critical need for departure airports to ensure that flights 
subject to ATFM are facilitated to depart in accordance with AWUT procedures.  

2.3 Regarding the many instances of flights being unable to arrive at the Kabul entry 
point at the allocated time, IATA explained that there could be various reasons which may cause this 
to happen such as: 

a) The flight plan’s EET is based on the normal profile to reach the allocated ATFM 
level at Kabul FIR. If there is any variation to this profile such as being held to a 
lower flight level, route change, speed control, radar vectoring, or, in the worst 
case, an orbit of the aircraft, this would have serious consequence to the EET, 
which could result in the aircraft not entering the Kabul FIR in his allocated 
window; or, 

b) The weather forecast used during flight planning may be at variance with actual 
winds when flown. Although this should affect all aircraft in this case, it is logical 
that aircraft with a longer flight time would be more affected than aircraft 
departing from places in India or Pakistan. 

2.4 IATA requested that these matters mentioned in para 2.3 be reviewed at the 
ATFM/TF/10 meeting to find ways to improve the ability of flights to meet their Kabul entry time. 
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2.5 It was brought to the meetings attention that there was an agreement between 
Pakistan and India with regard to RVSM levels to be used relating to the aircraft’s flight level 
allocation into Kabul FIR at CVSM levels. If an aircraft has been allocated FL280 for entry into the 
Kabul FIR, this aircraft should be at FL280 entering Lahore FIR. In the case where an aircraft will 
enter the Kabul FIR at FL310, this aircraft should enter the Lahore FIR at either FL300 or FL320. 
Similarly, if an aircraft will enter the Kabul FIR at FL350, this aircraft should be at FL340 or FL360 
entering the Lahore FIR. Unfortunately this procedure between Pakistan and India is not always 
followed and, as a consequence, there have been several cases where aircraft were not able to enter 
the Kabul FIR at their allocated ATFM flight level. 

2.6 The meeting was advised that collected data also shows evidence of inconsistency of 
times over entry/exit points between neighboring FIRs. Regarding flights entering the Kabul FIR, this 
inconsistency could be put down to aircraft calling Kabul ACC as per laid down requirements of 10 
minutes prior to entry. In other cases, there are occasions where level and route variations occur 
between two ACCs. The BDT used their judgment in looking at the data based on all factors to decide 
what route and level was appropriate. 

Adherence To Allocated Wheels-up Time (AWUT)  

2.7 Many of the difficulties that resulted in aircraft not receiving their allocated slot into 
the Kabul FIR could be traced to other aircraft who either did not submit a slot request or more 
frequently, aircraft who were permitted to depart, either early or late of their AWUT.  

2.8 The meeting was reminded that ATFM documentation, especially the AIP SUPP and 
the ATFM Users Handbook, which have been agreed to at previous meetings by all, clearly specifies 
the procedures to be taken by both pilots and air traffic controllers in this matter. This is especially the 
case from airports which are closer to the Kabul entry points where it is difficult to make-up or lose 
time due to the relatively short flight time. 

2.9 The meeting noted that, from statistics obtained in the ATFMU records, it was 
observed that there are still some aircraft departing without slot allocation, especially AAL and COA 
out of Delhi. However, the overall number has substantially decreased since the commencement of 
the trial period. It is requested that IATA follow-up on these particular airline companies to address 
this issue. 

2.10 With regards to aircraft meeting the AWUT window, captured data shows that 
airports on the eastern seaboard of the Bay of Bengal have made considerable improvement, however 
this was not the case regarding Indian airports especially Delhi where many aircraft either miss their 
AWUT or depart early. This has created issues with regard to other aircraft overflying the Delhi FIR 
and on many occasions the over flying aircraft were disadvantaged and not able to obtain their 
allocated flight level into the Kabul FIR. One possible cause for late departures out of Delhi may be 
due to extensive time taken on security checks at Delhi airport. If this is the case during the busy night 
time period, it is suggested that during this period of increased security inspection, aircraft standard 
taxi time are increased. This should be coordinated with the Bangkok ATFMU as soon as possible 
before the day that taxi time increase is required. Nevertheless, it is strongly recommended that 
aircraft out of Indian airports make their AWUT or arrangements are made through ATC or the airline 
company to the ATFMU for a new slot time to enter the Kabul FIR with a consequential new AWUT. 

 Aircraft Departures outside the AWUT Window 

2.11 It was brought to the meetings attention that ATFM procedures contained in the AIP 
SUPP and the ATFM Users Handbook gives some variance to aircraft departing within the AWUT 
window. If this is likely to occur, the pilot must give assurance to the air traffic controller that he will 
either reduce speed (early departure) or increase speed (late departure) to ensure that the aircraft still 
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arrives over the designated Kabul entry point within the given window of ETA plus 5 minutes. 
Unfortunately, on many occasions this does not happen and has resulted in affecting another aircraft 
slot allocation time or flight level. 

2.12 It was recommended by the meeting that this issue should be discussed at the 
ATFM/TF/10 meeting to see whether this procedure should be minimized regarding AWUT outside 
the allocated window or cancelled altogether.  

Agenda Item 3: Discuss solutions to ensure aircraft receive entry point and flight level into 
the Kabul FIR 

 
3.1 Pakistan reminded the meeting that they have actively participated in the on-going 
AFTM operational trials. Data collected for February and March 2007 highlighted performance status 
and operational constraints specific to Karachi and Lahore En route ACCs that are also responsible for 
transition of traffic from RVSM to CVSM and CVSM to RVSM.  

3.2 Pakistan advised that, in respect to the Lahore FIR which continues to serve as 
transition airspace for level change from RVSM to CVSM and vice versa, it would be appropriate that 
changes to the MEA for ATS route P628 should be associated with availability of lower levels in 
Kabul FIR on ATS route G792/V390. The meeting was reminded that the availability of lower levels 
within the Kabul FIR on G792/V390 was more to do with the Tehran FIR which currently has an 
MEA on this route of FL310.  

ATC role in ATFM procedures 

3.3 The meeting noted that previous ATFM/TF meetings had agreed BOBCAT 
procedures and the slot allocation process is a strategic ATFM tool only and as such, has no ability 
nor was it designed to be used as a tactical ATC tool. Nevertheless ANSPs concerned had agreed to 
provide the tactical decisions required to achieve the BOBCAT ATFM slot allocation results. 

3.4 So that this role is not left to the end of the flight phase leading up to entry into the 
Kabul FIR, it was agreed that all ATCs, whether playing a departure or enroute role in the process, 
should be vigilant in their control techniques to ensure that the final phase of flight into Kabul FIR is 
in accordance with the slot allocation produced by the BOBCAT system. 

3.5  As an example, if an aircraft departing from an airport on the eastern side of the Bay 
of Bengal has a flight level allocation to enter the Kabul FIR at FL280 and enroute requests to climb 
to FL340 to save fuel, the decision to allow this climb should be conveyed to the pilot with an 
addition that he will be required to descend at an appropriate time to his allocated level assigned by 
the BOBCAT system. The instruction to descend should be passed to the aircraft and the lower level 
reached prior to the aircraft reaching the Lahore FIR boundary. 

3.6 It is recommended that more surveillance should be kept by ATCs in the slot 
allocations into the Kabul FIR, both in respect to flight levels and ATS routes. It is also suggested that 
ATCs be reminded that slot allocation information may change from the original slot allocation given 
at approximately 1215UTC. Vigilance is required to ensure that the latest information is used. 

Minimum Enroute Altitude (MEA) on P628 in Pakistan Airspace 

3.7 IATA advised the meeting that a serious matter to be addressed was the non-
availability of FL300 on P628 for aircraft entering the Karachi FIR from Delhi FIR. This route is a 
major pathway through the Kabul FIR for Kuala Lumpur and Singapore departures. Many of these 
aircraft have flights stages of 14-15 hours and are at maximum takeoff weight on departure. When 2-3 
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aircraft depart close together, all tracking via P628, there have been many cases where aircraft have 
been required to orbit in Indian airspace to reach the lowest available level into Karachi FIR of 
FL320. Invariably, when this occurs, they miss their allocated slot and may also cause additional 
disruption to other ATFM aircraft.  

3.8 Pakistan advised that they were aware of this issue and has been actively looking into 
the safety and security considerations with respect to lowering the current MEA on ATS route 
P628/G792. They advised the meeting that they are working with their military counterparts and are 
hopeful of putting forward a positive update on this matter to the ATFM/TF/10 meeting.  

3.9 Pakistan advised the meeting that, as well as aircraft entering and leaving the Kabul 
FIR coupled with the transition of these aircraft from RVSM to CVSM for westbound aircraft and 
CVSM to RVSM for eastbound aircraft, The Lahore ACC also had to manage a growing number of 
aircraft transition the FIR to and from the Middle East and China. This added to the complexity in 
traffic solving issues. This was another reason that level assignment for aircraft who will enter the 
Kabul FIR should be completed prior to entering the Lahore FIR. 

Agenda Item 4: Update on the Kabul Traffic Situation 

4.1  Unfortunately, Afghanistan was not present at the meeting which limited discussion 
on this subject; it was agreed to defer the item until ATFM/TF/10 when Afghanistan could contribute 
to this matter.  

Agenda Item 5: Any other business 

5.1 Pakistan presented a brief overview on the initial conceptual work which is currently 
being undertaken by CAA Pakistan to provide ATS route connectivity that will interface Asia Pacific 
route network with the Middle East and European Region, The proposed ATS route alignment was 
informally discussed by the meeting including revised routing which would reduce mileage and 
consequent fuel burn as well as enhancing capacity and safety issues. 
 
5.2 The meeting encouraged Pakistan to continue this progressive work and when mature, 
to submit a proposal to the appropriate ICAO forum for their consideration and input. 

  
5.3 The meeting was advised that, in order to reduce bunching of aircraft associated with 
the ATFM period each night, several discussions have taken place on the introduction of a new by-
pass route which would alleviate traffic congestion for aircraft departing from Kuala Lumpur and 
Singapore on P628. Further discussions on this initiative are expected at the ATFM/TF/10 meeting. 

 
Proposed New Parallel Routes to BUTOP/JHANG,  SAMAR/LAJAK and extension of 
N877 from PRA to KAMAR  

 
5.4 IATA proposed the establishment of parallel tracks to separate the traffic flow on 
A466 and N644 by extending M875 in Delhi FIR from BUTOP to JHANG, which would connect 
directly to A466. Another track from SAMAR to LAJAK and thereafter to MURAD would form the 
other parallel route. IATA requested Pakistan to consider these routes favorably as with these two 
extensions, the traffic flow on A466 and N644 will be laterally separated and ease the pressure on 
ATC as well as provide additional capacity. In order to provide added capacity through Kabul FIR, 
IATA also proposed a route from PRA to KAMAR and requested Pakistan to consider the segment 
through their airspace favorably. 
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 Visit to the Lahore ACC – 27 March 2007 
 

5.5 At the request of Thailand and IATA, Pakistan kindly arranged a visit to the Lahore 
ACC on the evening of 27 March 2007, during the period of the ATFM operations through the Lahore 
ACC. The visitors were accompanied by Senior Supervisors from Lahore who explained the Lahore 
operating procedures during the ATFM period. 
 
5.6 It was pleasing to observe that the Lahore ACC had installed a desktop computer 
linked to the Internet to access the BOBCAT web site and note changes as they occurred to the slot 
allocation process. The Computer was continually manned during the ATFM hours by a dedicated 
controller. His responsibility was to pass pertinent information to the active controllers, including any 
changes to the slot allocation as a result of airlines or ATFMU input. 
 
5.7 The visitors noted that controllers displayed a professional approach to their work and 
were willing to answer any questions asked. Air traffic was noticed on the route between the Middle 
East and China as well as traffic entering Lahore FIR from Delhi, Karachi and Kabul FIRs. The 
visitors from Thailand and IATA spent approximately 3 hours in the Lahore ACC. 

 
6. Closure of the meeting 
 
6.1 In closing the meeting, The Chairman, Mr. Nusrat Ullah Khan, thanked both Thailand 
and IATA for their attendance and substantial input to this very important meeting. He emphasized 
Pakistan’s commitment to the initiative of air traffic flow management for westbound aircraft during 
the busy period each night. He advised the meeting that it was his view that, notwithstanding some 
issues will still need to be addressed, the ATFM system presently in place has gained respect from all 
Pakistan controllers and has considerably eased their workload, especially in the Lahore ACC. 
 
6.2 The Chairman further advised that Pakistan gives full support to the present ATFM 
system and looks forward to any improvements when they are considered necessary. He mentioned 
that traffic is steadily increasing in this area and this will continue into the future. 
 
6.3 Both Thailand and IATA thanked Pakistan for their warm reception to the visit. It 
was mentioned that Lahore has a considerable challenge being the feeder of aircraft into a CVSM area 
and the associated transition from RVSM levels. Both IATA and Thailand gave their assurances to 
cooperate with Pakistan in further developing the air traffic flow management system for the benefit 
of all concerned.  
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LIST OF PARTICIPANTS 
 

NAME OFFICIAL 
POSITION 

STATE 
ORGANIZATION

MAILING 
ADDRESS TEL # FAX # E-MAIL 

Mr. Tinnagorn 
Choowong 

Air Traffic Control 
Manager AEROTHAI 

102 Ngamduplee 
Rama 4 Road Satom 
Bangkok Thailand 

662287-8780 662287-8424 Tinnagorn.ch@aerothai.co.th 

Mr. John E. 
Richardson  

Air Traffic 
Management 
Consultant 

AEROTHAI 

102 Ngamduplee 
Tungmahamek Sathon 
Bangkok 10120 
Thailand 

66(0)2878488  
66(0)818242467 mob. 66(0)22859488 jricho282@gmail.com 

Mr. Piyawut 
Tantimekabut Systems Engineer AEROTHAI 

102 Ngamduplee 
Tungmahamek Sathon 
Bangkok 10120 
Thailand 

+66(0)22878616 +66(0)22878620 piyawut@aerothai.co.th 

Mr. Soon Boon 
Hai Assistant Director IATA 

77 Robinson Road # 
05-00 SIA Building 
Singapore 068896 

+65-62397267 +65-65366267 soonbh@iata.org 

Capt. Aric Oh Dy. Chief Pilot Singapore Airlines 
720 Upper Changi 
Road East Singapore 
486852 

(65)6540-3694/3674 6543-4053 Aric_oh@singaporeair.com.sg 

Mr. Nusrat 
Ullah Khan Director ANS HQCAA Karachi Director ANS 

HQCAA Karachi 021-9248745 021-4585823  

Mr. Zahid 
Hussain Khan 

A/Director SMS-
ATM HQCAA Karachi HQCAA Terminal-1, 

Karachi Airport 021-9248831  zhkjiap@hotmail.com 

Mr. M. Akhtar 
Zaidi GM ATS HQCAA Karachi GM ATS HQCAA 

Karachi Airport 021-9248756 021-9248758 gmats@caapakistan.com.pk 

Mr. Azkar-Ul-
Haq A/COO JIAP Karachi A/COO JIAP Karachi 0333-3316295 021-9248076  

Mr. Javed Aziz 
Farooqi CM ATS HQCAA Karachi CM ATS HQCAA 

Karachi Airport 
Mb.. 0321-2547536 

021-9248857 021-9248758 infojiap@caapakistan.com.pk 
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NAME OFFICIAL 
POSITION 

STATE 
ORGANIZATION

MAILING 
ADDRESS TEL # FAX # E-MAIL 

Mr. Arif Ali 
Khan Manager ACC JIAP, Karachi Manager ACC JIAP 

Karachi 0300-2350251  ArifKhan06@hotmail.com 

Mr. Zubair 
Ghazi SATCO JIAP, Karachi JIAP, Karachi 0333-2371552 021-6946797 infojiap@caapakistan.com.pk 

Mr. M. Arshad 
Malik  COO CAA, Lahore COO AIIAP, Lahore 042-9240548 042-6611507 cooaiiap@caapakistan.com.pk 

Mr. 
Muhammad 
Ayaz Jadoon 

A/Radar Facility 
Chief CAA, Lahore C/o APM CAA, 
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Mr. Abid 
Ahson O i/c MIS CAA, Lahore OIC MIS AIIAP 

Lahore 042-9240510  oicmisaiiap@caapakistan.com.pk 

Mr. M. Iqbal 
Khan 

Facility Training 
Officer CAA, Lahore CAA, AIIAP Lahore 042-9220535 042-9250549 infoaiiap@caapakistan.com.pk 

Mr. Shabbir 
Anwar 

Facility Operation 
Officer CAA, Lahore CAA, AIIAP Lahore 0300-4761387 042-9250549 infoaiiap@caapakistan.com.pk 

Rana M. Zman  SATCO CAA, Lahore CAA, AIIAP Lahore 0333-4588698 042-9250549 infoaiiap@caapakistan.com.pk 

Mr. Akhtar 
Mirza SATCO CAA, Lahore CAA, AIIAP Lahore 042-9240601 042-9250549 infoaiiap@caapakistan.com.pk 

Mr. Nisar 
Ahmed SATCO CAA, Lahore CAA, AIIAP Lahore 0333-2310992 042-9240549 infoaiiap@caapakistan.com.pk 

Mr. Javed 
Saddiqui SATCO CAA, Lahore CAA, AIIAP Lahore 0300-4351820 042-9240549 Javed1762003@yahoo.com 

 



197200078R

APPENDIX F

Airline Performance 
Review

ATFM/TF 10
Capt Aric Oh

Singapore Airlines
Jan – Apr 2007 Data



11 May 2007 CONFIDENTIAL 2197200078R

Assumptions
Information based on data collected 
for 16 weeks period from Jan – April 
2007.
A total of 660 or 84.6% of SIA nightly 
Europe bound flights flew via Kabul 
FIR during the ATFM active hours 
(out of a possible 780 flights). 
This is up from the 74% (796 out of a 
possible 1084) during the period 
from 24 July to Dec 2006.
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Performance Review (5)
1. Allocated Wheels-Up time (AWUT) 

performance
2. Actual Time Over Kabul FIR 

(ATO vs ETO)
3. Actual Flight Level performance at 

Kabul FIR
4. Departure Delays
5. In-flight Reroutes and Diversions
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EQUAL RESPONSIBILITY

ANSPs AND 
AIRLINES
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AWUT Performance
Monthly AWUT Performance (%) - JAN to APR 2007
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Lessons learned
May have to define clearly how early 
or late flights are allowed to depart 
ATC at  airport – has to be discipline 
master – normal ATS nothing more -
SIN an example
WSSS/Vietnam use -5/+10
WMKK use –4/+9
VTBD use –4/+9
HKG use –6/+12
DEL + BOM (and Pakistan) - None
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The strength of BOBCAT
hinges on:
1.ETO
2. FL

Because it decides the 
number of SLOTS

So we need 
Discipline here
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ATO Performance – Kabul FIR
Majority of flights (79.6%) arrived early 

or within five minutes of slot derived 
ETO.

ATO: Early 
more than –5 

min

ATO: On-time 
(+/- 5min)

ATO: Delay
(5 to 10min)

ATO: Delay 
(more than 

10min)

Number 47 416 59 60

Percentage 8.1% 71.5% 10.1% 10.3%
Total Flights
(Jan to Apr) 660 actual (through Kabul FIR)
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ATO Performance – Kabul FIR
Monthly ATO Performance (%) - JAN to APR 2007
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Lessons learned
Incorrect EETs filed
Lack of discipline in making ETO
ATC speed control and reroutes
Weather deviation – less than 5 min
Variance in FL actually flown vs
planned = incorrect TAS (for same 
Mach Number)
ANSPs can assist
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Kabul FIR – FL Performance
Actual FL

Below 
Allocated

Actual FL 
at 

Allocated

Actual FL 
Above 

Allocated

Actual FL 
Above 

Allocated 
& at FL390

Actual FL 
below 

Allocated 
& at FL280

Allocated 
FL350 but 

flown 
FL280

Number 80 364 138 4 15 4

Percentage 13.8
%

62.5
%

23.7% 0.7% 2.6% 0.7%

Total 
Flights (Jan 
to Apr)

660 actual (through Kabul FIR)
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Kabul FIR – FL Performance
Monthly Actual vs. Allocated FL (%)
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Kabul FIR – FL Performance
Actual vs. Allocated FL for period 

JAN - APR 2007
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Lessons learned
Airlines file FLs they cannot use to 
get ahead (FL280, FL390)
Due AWUT performance
ATC also contributed – tactical or 
lack of tactical mgt – awareness of 
FL allocation – SWG- Lahore can do.
Need to close gap - Actual vs
Allocated – otherwise who cares!!
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Weekly Delay Performance
Weekly Delays (ATC)
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Lessons learned
BOBCAT has been positive
ANSPs and Scrutiny Group need to 
measure against ETD and not AWUT
We have not seen the full traffic 
whack yet – SQ still keep 15% on ME 
rtes and some hasn’t come on line
Started with 35 and now 61 – will go 
higher with time
Discipline, discipline, discipline
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REROUTES/DIVERSION

Jan – Apr 2007
Reroutes – 12
Diversion – 0

This is worrisome
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Reroutes
REROUTES IN OCCURENCE COUNTRY

0

1

2

3

4

5

6

7

COUNTRIES

N
O

 O
F 

R
ER

O
U

TE
S

INDIA
AFGANISTAN
TURKMENISTAN
OTHERS



11 May 2007 CONFIDENTIAL 19197200078R

Lessons learned
Slippages in the system – time (Speed) and 
FL
Procedural ATC vs Tactical
Need Bypass Routes – to allow aircraft to fly 
as planned
MEA on P628
10 nm left of track – N644 – contingency rte??
Choke points need remedy – refinements in 
ATS routes segment that deconflict – DEL, 
SAMAR, TIGER
New route required – PRA –SERKA –
KAMAR/SOKAM – N877
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We all want 
what we want!

But BOBCAT cannot be 
everything to everyone
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Outstanding issues
Airlines ETD performance at departure airports should 
continued to be emphasized and not just AWUT alone. 
At least 75% airlines match between allocated and actual FL 
- not at or higher than allocated FL.  Inappropriate higher 
FLs are costly to airlines as they are not operationally 
optimal from both perpectives of fuel burnt or reduced 
safety maneuvre margins.
Procedural (opposed to tactical) traffic mgt that continues 
to contribute to inflight reroutes experience by airlines -
especially over Indian airspace (and Kabul airspace)
Implementation of direct ATS routes refinements to 
deconflict traffic chokepoints (India) as well as to anticipate 
further traffic growth in the region (M770 and MEA P628).
Need to review with the Mid East Region on increasing 
reroutes in Turkmenistan airspace (Asgabat FIR) as a result 
of the BOBCAT performance.
All airlines to participate in the BOBCAT system and those 
that don't must expect lower priority handling in the 
BOBCAT defined airspace (35 going to 60+)



L510 unidirectional 
eastbound – ‘bypass’

route westbound

P628-
westbound 

only

L510
westbound 
permitted  

between 1500-
1900UTC only 

APPENDIX G



PT1-
AGELO

IBALI

PT2A-
EMRAN

PT3 (revised 
coordinates)

PT4 ESTABLISHMENT OF RNP10 P629 and BY-PASS ROUTE 
IN KUALA LUMPUR FIR

P629-Unidirectional Eastbound 
Route FL280 to FL460 and ByPass
route for ATFM flights during 
BOBCAT ops hours

GIVAL

P628-Unidirectional 
Westbound Route 
FL280 to FL460

Propose name of new waypoints: 
a) IBALI 
b) AGELO 
c) EMRAN (WMFC/VOMF FIR 

boundary)

Note: IBALI and AGELO - two 
waypoints that are 50NM apart

42NM

APPENDIX H
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DRAFT MODEL AIP SUPPLEMENT 
 

ESTABLISHMENT OF RNP10 ATS ROUTE L510 AND 
CONVERSION OF P628 INTO A UNI-DIRECTIONAL 

WESTBOUND ROUTE IN (name of the ACC) FIR  
 
 

1. INTRODUCTION 
 

1.1 The purpose of this AIP Supplement (SUP) is to notify the establishment of uni-
directional eastbound RNP10 ATS route L510 and the conversion of existing 
ATS route P628 to a uni-directional westbound route with effect from 0001UTC 
on ………2007.  

 
2. ESTABLISHMENT OF ATS ROUTE L510 

 
2.1 Details of the ATS route L510, applicable within the ________ (name of the 

ACC) FIR are shown in Appendix 1. 
 
2.2 Operating procedures and restrictions applicable to L510 within the ________ 

(name of ACC) FIR are detailed below. 
 

2.3 ATS route L510 is established as a uni-directional eastbound route available 24 
hours daily. All appropriate eastbound RVSM flight levels within the level band 
of FL290-FL460 are available. However, during the period between 1500 at 
GIVAL and 2230 UTC at IBANI westbound flights will also be permitted to use 
L510 at the appropriate westbound RVSM flight levels.  

 
2.4 The purpose of establishing this eastbound route and allowing the conditional use 

by westbound flights within the specified hours above is to alleviate the 
separation problems caused by bunching of flights during the nightly operational 
hours of ATFM procedures. Flights subject to ATFM restrictions at the same 
flight level which are flight planned and operating on P628 may be diverted to 
L510 by ATC as required, in order to achieve the required lateral separation when 
procedural longitudinal separation cannot otherwise be achieved on the flight 
planned route.  

 
Note:  
The conditional westbound availability of L510 is meant to be used by ATC only in 
traffic bunching situations to assist flights subject to ATFM to achieve the required 
separation and therefore operators should not flight plan westbound on this route.  
 
3. CONVERSION OF ATS ROUTE P628 

 
3.1 Concurrent with the establishment of L510, P628 will be converted to a 

unidirectional westbound route. Apart from the amendment to the direction of 
flow there is no change to the description and procedures for operations on the 
route.   
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4. RNP 10 NAVIGATION REQUIREMENTS 
 

4.1 RNP 10 approval is mandatory for aircraft to fly on L510.  
 

4.2 Pilots must advise ATC of any deterioration or failure of the navigation systems 
below the navigation requirements for RNP 10.  ATC shall then provide alternate 
separation and / or alternative routing. 

 
4.2 Pilots of aircraft meeting RNP 10 navigation requirements must indicate /R in 

Item 10 of the ICAO Flight Plan. 
 

5. SAFETY ASSESSMENT CRITERIA 
 

5.1 The safety criteria associated with the introduction of the reduced lateral 
separation minima of 50 NM will be in accordance with the requirements for 
RNP 10 navigation performance, i.e. aircraft navigation performance shall be 
such that the standard deviation of lateral track errors shall be less than 8.7 km 
(4.7 NM). 

 
6. MONITORING OF AIRCRAFT NAVIGATION PERFORMANCE 

 
6.1 Monitoring of aircraft navigation performance is a joint responsibility between 

operators, States of Registry or States of Operators (as applicable), regulatory 
authorities and the ATS providers.  The detection and reporting of non-
conformance with the navigation requirements against the following parameters 
will rely primarily on radar monitoring by ATC units: 

 
Lateral deviations 

 
a) a deviation of 15 NM or more from the track centre-line based on 

radar observations; 
 

Longitudinal deviations 
 

i) where time separation is applied by ATC – when the reported 
separation based on ATC verified pilot’s estimates vary by 3 minutes 
or more from the expected separation at the reporting point; or 

 
ii) where a distance based standard is applied by ATC based on ADS, 

radar observation or RNAV distance reports – when the distance 
varies by 10NM or more from the expected distance. 

 
6.2 ATC will advise the pilot-in-command when such deviations are observed and 

implement the required investigation procedures. 
 

6.3 The ATC authorities will investigate the causes of such deviations in conjunction 
with the aircraft operator and the State of Registry, or the State of the Operator, as 
applicable. 
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7. SEPARATION MINIMA 
 

7.1 Lateral Separation Minima 
 

7.1.1 A lateral separation minimum of 50 NM may only be applied between aircraft 
equipped in accordance with RNP 10 navigation requirements. 

 
7.2 Longitudinal Separation Minima 

 
7.2.1 A longitudinal separation of 80 NM or Mach Number Technique (MNT) 

separation minima may be applied between aircraft equipped in accordance with 
RNP 10 navigation requirements. 

 
7.3 Vertical Separation Minima 

 
7.3.1 A vertical separation minima of 1,000 feet will be applied between aircraft 

operating between FL290 and FL410 inclusive in accordance with RVSM 
requirements. 

 
7.4 Weather deviation without prior ATC coordination 

 
7.4.1 The RVSM weather deviation procedures as contained in the Procedures for Air 

Navigation Services – Air Traffic Management (PANS-ATM, Doc 4444) will 
apply on ATS route L510.  

 
8. OPERATORS PROCEDURES 

 
8.1 The operator shall ensure in-flight procedures; crew manuals and training 

programmes are established in accordance with RNP 10 navigation requirements. 
 
 
 

----------------------------- 
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DRAFT 
ATC REROUTE PROCEDURE TO BE APPLIED IN 

BANGKOK, YANGON AND KOLKATA FIRS FOR FLIGHT 
SUBJECT TO ATFM 

 
1  INTRODUCTION 
 
1.1 The purpose of these procedures are to assist flights subject to ATFM to achieve their 

required allocated wheels-up time (AWUT)  as well as the allocated time at the Kabul 
entry gate. 

 
1.2 These re-route procedures are applicable to two pairs of ATS routes namely, L759 vs 

L515/M770 as well as L507 vs P646 within Bangkok, Yangon and Kolkata FIRs. 
 

1.3 The re-route procedures will only be applied when it is necessary to do if longitudinal 
separation cannot be achieved on the flight planned route. 
 

1.4 The procedures detailed below will be effective at 0000UTC on xxxx 2007. 
 
2  DETAILS OF THE RE-ROUTE PROCEDURES 
 
2.1  The application of these re-route procedures applies to ATS route L759 between PUT 

and BBS, and L515/M770 between PUT and BUBKO. 
 
2.2 Flights which have planned to operate on L759 may be diverted to L515/M770 by 

Bangkok ACC or vice versa as follows: 
 

Original ATS Route Re-route Procedure 
PUT L759 PUT L515 OBMOG M770 BUBKO N895 BBS L759 
PUT L515 OBMOG M770 PUT L759 ……(TBA, to rejoin M770) 

 
 
2.3 The application of re-route procedure to ATS route L507 and P646 between BKK and 

CEA for flights which have planned to operate on L507 may be diverted to P646 by 
Bangkok ACC or vice versa as follow; 

 
Original ATS Route Re-route Procedure 
VTBS L507 VTBS P646 DOPID W111 CEA L507 
VTBS P646 VTBS L507 G450 JJS P646 
 
2.4 This reroute procedure is active only between 1500 to 2000 UTC daily. 
 
Note: 
The reroute procedure is provided for use by ATC in contingency situations to assist flights 
subject to ATFM to achieve the required separation. Operators should be prepared to fly the 
Bypass procedure if instructed by ATC. 
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For effective date July 2007 AIRAC – 5 July 2007(0707051200UTC) 

 
ICAO Bay of Bengal ATS Coordination Group – ATFM Task Force 

 
MODEL AIP SUPPLEMENT − BAY OF BENGAL ATFM PROCEDURES 

 
Note: Text identified as (ANSPs) and/or (ATC units) should be replaced with the 
name of State organizations and units as appropriate. 
 

IMPLEMENTATION OF AIR TRAFFIC FLOW MANAGEMENT PROCEDURES  
OVER BAY OF BENGAL, SOUTH ASIA AND PAKISTAN THROUGH KABUL FIR 

 
 
1 Introduction 
 
1.1 On 24 July 2006, the States of the ICAO Asia/Pacific Region within the Bay of 

Bengal, South Asia and Pakistan airspace implemented an operational trial of 
an automated Air Traffic Flow Management (ATFM) service under the 
auspices of the ICAO Bay of Bengal ATS Coordination Group – ATFM Task 
Force, as detailed in previous AIP Supplement (nnnn) dated (yymmdd).  

 
1.2 Pursuant to comprehensive reviews of the performance of the operational trial 

by the ATFM Task Force, ATFM procedures are permanently implemented in 
accordance with the provisions of this AIP Supplement.  

 
 
2 Provision of ATFM Services 
 
2.1 ATFM services are provided by Aeronautical Radio of Thailand LTD 

(AEROTHAI) from the Bangkok Air Traffic Flow Management Unit (ATFMU) 
at Bangkok ACC. ATFM services will be limited to calculation, promulgation 
and management of mandatory Allocated Wheels Up Time (AWUT) and 
Kabul FIR flight level, ATS route and entry fix time for each affected flight.  

 
2.2 Air Navigation Services Providers (ANSPs) retain responsibility for the tactical 

management of flights that are subject to ATFM. In discharging tactical 
responsibilities, ANSPs will manage non-ATFM compliant flights using 
delayed pushback and start clearances, non-preferred routes and/or flight 
levels, enroute holding and/or diversion around Kabul FIR. 

 
2.3 The ATFMU utilises the automated, web based Bay of Bengal Cooperative 

ATFM System (BOBCAT) system in meeting its ATFM responsibilities. These 
responsibilities will be managed in coordination with aircraft operators and 
ANSPs in the FIRs concerned. 

 
2.4 The ATFMU operates on a 24 hour basis and is responsible for westbound 

flights entering the Kabul FIR at specified times, flight levels and ATS routes 
in accordance with paragraph 3 of this AIP Supplement. The objectives of 
these ATFM services are to: 
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a) Reduce ground and en-route delays; 
   
b) Maximise capacity and optimize the flow of air traffic within the 

area; 
  
c) Provide an informed choice of routing and flight level selection; 
 
d) Alleviate unplanned in flight re-routing and technical stops; and 
 
e) Assist regional ANSPs in planning for and managing future 

workload in the light of forecast increased traffic flows within the 
area. 

 
 
3 ATFM affected ATS routes, flight levels and applicable hours 
 
3.1 All westbound flights intending to enter the Kabul FIR between 2000UTC and 

2359UTC daily on ATS routes A466, L750, N644 from FL280 to FL390 
inclusive and G792/V390from FL310 to FL390 inclusive shall comply with the 
ATFM procedures contained in this AIP Supplement. This includes a 
mandatory requirement for all flights to obtain a specific ATFM slot allocation 
from the ATFMU (including AWUT) for entry into the Kabul FIR during the 
period mentioned above. 

 
3.2 Flights who plan to enter Kabul FIR without an AWUT and entry slot 

(comprising flight level, ATS route and entry fix time) will be accommodated 
only after flights with slots have been processed. Such flights should expect 
delayed pushback and start clearances, non-preferred routes and/or flight 
levels, enroute holding and/or diversion around Kabul FIR. 

 
3.3 In order to ensure availability of slots for westbound departures from 

designated airports in northern India and Pakistan, departures from these 
airports are given priority for FL280 in the slot allocation. This does not 
preclude these flights from requesting higher flight levels with initial slot 
request. 

 
 
4 Flights Exempted from BOBCAT ATFM 
 
4.1 The following flights are exempted from the ATFM procedures in this AIP 

Supplement: 
 

a) Humanitarian or medical flights 
 

b) State aircraft with Head of State onboard 
 

4.2 Flights exempted from ATFM procedures shall indicate the exemption in their 
flight plan (Field 18 – STS-BOB ATFM EXMP). 

 
4.3 (ATC Units) shall forward the flight plan information to the ATFMU at AFTN 

address VTBBZDZX. 
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5 Mandatory AWUT and Kabul FIR Slot allocation  
 
5.1 Affected flights shall obtain the mandatory AWUT, Kabul FIR entry time, flight 

level and ATS route from the BOBCAT system. The AWUT and Kabul slot 
allocation will enable ANSPs to tactically control westbound flights transiting 
the Kabul FIR at specified times by assigning minimum spacing requirements 
at established gateway fix points in the vicinity of the eastern boundary of the 
Kabul FIR.  

 
5.2 The application, calculation and distribution of AWUT and Kabul FIR entry fix 

slot allocations will be managed via internet access to the BOBCAT system in 
accordance with the ATFM operating procedures in paragraph 6. 

 
 
6 BOBCAT Operating Procedures 
 
6.1 All affected flights are required to submit slot requests to the BOBCAT system 

by logging onto https://www.bobcat.aero between 0001 and 1200UTC on day 
of flight and completing the electronic templates provided.  

 
6.2 Affected operators who do not have dedicated BOBCAT username/password 

access should complete the attached application form in Appendix A and fax 
the form to the ATFMU as soon as possible.  

 
6.3 Slot Allocation Process  
 
6.3.1 The slot allocation process is divided into 3 phases, namely the slot request 

submission, initial slot allocation and finally slot distribution to aircraft 
operators and ANSPs.   

 
Slot Request Submission  
 

6.3.2 Slot requests including preferred ATS route, flight level and Maximum 
Acceptable Delay (MAD) should be lodged between 0001 UTC and 1200 
UTC on the day of flight. Slot requests may subsequently be amended prior to 
1200 UTC, which is the cut-off time. Aircraft operators are encouraged to 
submit additional slot request options in case their first choice is not available. 
This may include variations to ATS route, flight level and MAD.  

 
6.3.3 Slot requests shall be for flight parameters that are able to be met by the 

flight. For example, flights requesting a slot at FL390 must be able to transit 
Kabul FIR at FL390. Flights subsequently unable to meet slot parameters 
(flight level, ATS route or entry fix time) should expect non-preferred routes 
and/or flight levels, enroute holding and/or diversion around Kabul FIR. 
 

6.3.4 As BOBCAT will allocate FL280 on a priority basis to facilitate departures 
from northern India and Pakistan underneath over-flying traffic, flights 
departing these airports are encouraged to include FL280 as at least one slot 
request preference. 
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6.3.5 Flights that were not allocated a slot in the initial slot allocation, are not 
satisfied with the allocated slot or did not submit a slot request should select 
slots from the listing of remaining unallocated slots available immediately after 
slot distribution has been completed.  

 
Slot Allocation and Distribution 

 
6.3.6 Slot allocation will commence at the cut-off time at 1200UTC. BOBCAT will 

process and generate the slot allocation based on the information submitted 
in the slot requests. Notification of slot allocation will be made not later than 
1230UTC via the ATFMU website. Alternative arrangements for notification of 
slot distribution (e.g. E-mail, Fax, Telephone) should be coordinated with the 
ATFMU.  
 

 
6.3.7 After the slot allocation has been published at https://www.bobcat.aero, 

aircraft operators can: 
 

a) Use the slot allocation result for ATS flight planning purposes, 
 
b) Cancel the allocated slot and/or,  
 
c) Change slot allocation to another available slot in the 

published list of unallocated slots. 
 
6.3.8 (ATC Units) can also view the slot allocation results at 

https://www.bobcat.aero. 
 
6.4 Submission of ATS Flight Plan 
 
6.4.1 Once aircraft operators are in receipt of the slot allocation, they shall submit 

the ATS flight plan using the time, ATS route and flight level parameters of 
the BOBCAT allocated slot.  

 
6.4.2 In addition to normal AFTN addressees, operators should also address flight 

plan (FPL) and related ATS messages (e.g. DLA, CNL, CHG) to the ATFMU 
via AFTN address VTBBZDZX for all flights that have submitted a slot 
request. 

 
 
7 Aircraft Operator/Pilot in Command and ANSP Responsibilities 

 
Aircraft Operator/Pilot in Command 

 
7.1 In accordance with ICAO PANS ATM provisions, it is the responsibility of the 

Pilot in Command (PIC) and the aircraft operator to ensure that the aircraft is 
ready to taxi in time to meet any required departure time. PIC shall be kept 
informed by their operators of the AWUT, Kabul FIR entry fix times and flight 
parameters (route/level) nominated by BOBCAT. 

 
7.2 The PIC, in collaboration with ATC, shall arrange take-off as close as possible 

to the AWUT in order to meet the Kabul FIR slot time. 
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ANSPs 

 
7.3 In accordance with ICAO PANS ATM provisions, flights with an ATFM slot 

allocation should be given priority for take off to facilitate compliance with 
AWUT.  

 
7.4 AWUT shall be included as part of the initial ATC clearance. In collaboration 

with PIC, (ATC Units) shall ensure that every opportunity and assistance is 
granted to a flight to meet AWUT and allocated entry fix times at Kabul FIR. 

 
 
8 Coordination between Aircraft Operator/Pilot in Command, ANSPs and 

Bangkok ATFMU 
 

8.1 The PIC shall include the AWUT in the initial ATC clearance request. 
 
8.2 PIC shall adjust cruise flight to comply with slot parameters at the Kabul FIR 

entry fix, requesting appropriate ATC clearances including speed variations in 
accordance with published AIP requirements. 

 
8.4 Prior to departure, in circumstances where it becomes obvious that the Kabul 

slot time will not be met, a new slot allocation should be obtained as soon as 
possible and via the most expeditious means (e.g. via coordination between 
flight dispatcher, PIC, (ATC Units) and Bangkok ATFMU). Early advice that 
the Kabul slot time will be missed also enables the slots so vacated to be 
efficiently reassigned to other flights. 

 
8.5 Prior to departure, in the event that the aircraft is unable to meet the Kabul 

slot time, when requested by the PIC after the aircraft has left the gate (ATC 
Units) shall assist the PIC to coordinate with the ATFMU for a revised slot 
allocation.  

 
8.6 The ATFMU (VTBBZDZX) shall be included in the list of AFTN addressees for 

NOTAMs regarding any planned activities that may affect slot availability (e.g. 
reservation of airspace/ closure of airspace, non-availability of routes, etc). 

 
8.7 The ATFMU (VTBBZDZX) shall be included in the list of AFTN addressees for 

ATS messages (e.g. FPL, DEP, DLA, CHG, CNL) relating to flights subject to 
ATFM procedures. 

 
8.8 A missed slot results in dramatically increased coordination workload for ATC 

and PIC and should be avoided. To minimize coordination workload in 
obtaining a revised slot allocation, the following procedures are 
recommended: 

 
a) If the flight is still at the gate, coordination should take place via 

operators/flight dispatchers to ATFMU;   
 

b) If the flight has left the gate, coordination to ATFMU may also take 
place via the ATS unit presently communicating with the flight. 
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9 Basic computer requirement 
 
9.1 Aircraft operators and (ANSPs) are required to have computer equipment 

capable of connecting to the BOBCAT website https://www.bobcat.aero via 
the internet and satisfying the following minimum technical requirements: 

 
a) A personal computer of any operating system with the following 

characteristics; 
 
i) Processor: minimum CPU clock speed of 150 MHz; 
 
ii) Operating System: Any that operates one of the following web 

browsers (i.e. Windows 2000/XP, Linux, Unix, or Mac OS); 
 

iii) Web Browser: Internet Explorer 5.5 or newer, Mozilla 1.0 or 
newer, Mozilla Firefox 1.0 or newer, Netscape 7 or newer; 

 
iv) RAM: 64 MB or larger (depending on operating system); 

 
v) Hard Disk Space: minimum of 500 MB or larger (depending on 

operating system); 
 
vi) Monitor Display Resolution: Minimum of 800 x 600 pixels; and 

 
vii) Internet Connection: 56 Kbps Modem or faster. 

 
10 ATFM Users Handbook 
 
10.1 Supporting documentation, including detailed information in respect of the 

ATFM operations described above and other pertinent information has been 
included in the Bay of Bengal and South Asia ATFM Handbook (the “ATFM 
Users Handbook”), available at https://www.bobcat.aero 

 
10.2 ANSPs and aircraft operators shall ensure that they are conversant with and 

able to apply the relevant procedures described in the ATFM Users 
Handbook. 

 
11 Contingency Procedures 
 
11.1 In the event that an aircraft operator or (ANSP) is unable to access the 

ATFMU website, the ATFMU shall be contacted via the alternative means 
(telephone, fax, AFTN) described in paragraph 13. 
 

11.2 Contingency procedures for submission of slot request, including activation of 
Contingency Slot Request Templates (CSRT), are included in the ATFM 
Users Handbook.  
 

11.3 In the event of system failure of BOBCAT, ATFMU shall notify all parties 
concerned and advise that ATFM slot allocation procedures are suspended. 
In this event, all parties concerned will revert to the existing ATM procedures 
as applicable outside the daily period of ATFM metering. 
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12 ATFM System Fault Reporting 
 
12.1 An ATFM system fault is defined as a significant occurrence affecting an ATS 

unit, an aircraft operator or ATFMU resulting from the application of ATFM 
procedures. 

 
12.2 Aircraft operators and (ATC units) experiencing an ATFM system fault should 

complete an ATFM System Fault Report Form from the ATFM Users 
Handbook (see Appendix B) and forward it to the ATFMU at the address 
indicated on the form. The ATFMU will analyze all reports, make 
recommendations/suggestions as appropriate and provide feed back to the 
parties concerned to enable remedial action. 

 
 
13 Address of Air Traffic Flow Management Unit (ATFMU) 
 
13.1 The ATFMU may be contacted as follows; 
 

• Unit Name:  Bangkok ATFMU 
 

• Telephone:   +66-2-287-8024, +66-2-287-8025 
 

• Fax:    +66-2-287-8027 
 

• Tel/Fax:  +66-2-287-8026 
 

• E-mail:    atfmu@bobcat.aero  
 

• ATFN:    VTBBZDZX 
 

• Website:    https://www.bobcat.aero 
 
14 Implementation 
 
 This AIP supplement becomes effective from 0707051200UTC, and 
supersedes and cancels AIP Supplement (nnnn) dated (yymmdd) 
 
15 Cancellation 
 

This AIP Supplement will be cancelled when the contents have been 
incorporated into AIP. 
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BOBCAT USERNAME / CONTACT INFORMATION MODIFICATION FORM 

To be submitted to Bangkok ATFMU 
 

SECTION I: ADD NEW USERS 
 
Prefix First Name Last Name Proposed Username 

Up to 20 characters 
E-Mail Address 

     
     
     
 
SECTION II: REMOVE USERS 
 
Prefix First Name Last Name Username E-Mail Address 
     
     
     
 
SECTION III: RESET PASSWORD 
 
Prefix First Name Last Name Username 
    
    
    
 
SECTION IV: NOTIFICATION E-MAIL ADDRESS 

 Change our organization’s notification e-mail address to   

SECTION V: CONTACT INFORMATION 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Signature:   

Date/Time of Request:____________________ 
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ATFM SYSTEM FAULT AND EVENT REPORT FORM 
To be submitted to Bangkok ATFMU 

 
SECTION I – GENERAL INFORMATION 

1. Date and Time (UTC) of Occurrence     /    /    /    /     
      yy  /   mm  /    dd  /    hh  /   mm    

2. Type of Event 

2.1 Failure of BOBCAT system  

2.2 Communication Link failure  

2.3 Non compliance with ATFM procedures by Pilot  /  Airline Operator  /  ANSP  

2.4 Error in FPL and associated messages  

2.5 Failure in ATFM Slot Monitoring (i.e. TWR at Aerodrome of Departure)  

2.6 Non compliance with slot allocation window  

3. Restrictions applicable to the flight:   

SECTION II – DETAILED INFORMATION 

1. Organization / Administration submitting the report:   

2. Flight Data (if applicable) – Call Sign:   

Attach copies of Flight Progress Strips indicating DEP, EOBT, WUT, DES or Entry Point 
& ETO over entry point, FL to ATC Unit/Sector area of activity as applicable. 

3. Other details necessary for analysis of the incident 

Attach copies of FPL or RPL, subsequent ATS modifying messages etc. if appropriate 

   

SECTION III – SUPPLEMENTARY INFORMATION 

1. Actions already initiated:   

   

2. Contact information follow-up action: 

2.1 Name:   

2.2 Designation:   

2.3 Tel:   

2.4 E-Mail:   

3. Signature:   

4. Date/Time of Report:   



ATFM/TF/10 
Appendix M to the Report 

 

VERSION 2.0 
5 July 2007 

 

 
 
 
 
 
 

BAY OF BENGAL  
AND  

SOUTH ASIA  
AIR TRAFFIC FLOW MANAGEMENT 

HANDBOOK 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

i

Table of Contents 
 

Table of Contents............................................................................................i 
Glossary of Terms ........................................................................................iii 
1. Introduction .........................................................................................1 

Purpose and Scope ....................................................................................1 
Objectives of Air Traffic Flow Management (ATFM) ...................................1 
ATFM Users Handbook ..............................................................................2 
Principles of BOBCAT ................................................................................2 
References .................................................................................................2 
Control of the Manual .................................................................................3 
Validity........................................................................................................3 
Changes to the ATFM Handbook ...............................................................3 

2. BOBCAT Operations and Functionality ............................................4 
BOBCAT System........................................................................................4 
BOBCAT Concept of Operations ................................................................4 
Bangkok Air Traffic Flow Management Unit ...............................................5 
Area of Operation .......................................................................................5 
ANSP and aircraft operators system requirement ......................................5 
BOBCAT Operating Procedures.................................................................6 

Application of System Spacing..............................................................6 
Wheels-Up Time ...................................................................................6 
Allocated Wheels-Up Time....................................................................6 
Slot Allocation Process .........................................................................7 
Slot Request Procedures ......................................................................7 
Slot Allocation Procedures ....................................................................7 
Vacant Slot Selection After Cut-off Time...............................................8 
Cancellation or Change of Slot Allocation .............................................8 
Viewing Available Slots .........................................................................8 
Missing the Allocated Wheels-Up Time.................................................8 
Operations of Special Flights Exempted from ATFM ............................9 

BOBCAT Username/Password Allocation and Security Policy...................9 
BOBCAT Username/Password Allocation.............................................9 
BOBCAT Security Policy .....................................................................10 

Use of the Contact Us page on the BOBCAT website..............................11 
3. Bangkok ATFMU ...............................................................................12 

Bangkok ATFMU Staffing and Hours of Operation ...................................12 
Bangkok ATFMU Functions and Responsibilities .....................................12 

4. Airline Dispatchers and Private Operators .....................................13 
Submitting a Slot Request to BOBCAT ....................................................13 
Use of Multiple Slot Request Options .......................................................13 
Use of Estimated Elapsed Time ...............................................................13 
Use of Standard Buffer Time ....................................................................13 
Use of Standard Taxi Time and Additional Time Required.......................13 
Calculation of Wheels-up Time (WUT) .....................................................13 
Procedures if No Slot Allocated or Missing Cut-off Time ..........................14 
Use of Slot Request Templates (SRT) and Past Slot Request (PSR) ......14 
Use of Contingency Slot Request Templates (CSRTs) ............................14 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

ii

5. Pilot in Command (PICs) ..................................................................15 
6. Air Navigation Service Providers (ANSPs) .....................................16 

General ANSP Roles and Responsibilities ...............................................16 
Control Tower/ACC Responsibilities – Departure Airport .........................16 

Standard Push-back and Taxi Time ....................................................16 
Priority Take-off for Aircraft Subjected to ATFM..................................16 
Procedures for Aircraft Departing Outside AWUT Window .................16 

ACC Responsibilities – En Route .............................................................17 
Coordination with Pilot In Command (PIC)..........................................17 
Coordination between En Route ACCs ...............................................17 

AIS Responsibilities – Departure Airports.................................................17 
Coordination with Airline Operators and the Bangkok ATFMU............17 

7. Contingency Arrangements .............................................................19 
Airspace Contingencies............................................................................19 
Reduction in Airspace Capacity due to Other Reasons............................19 
Communication Issues .............................................................................20 
Complete Failure of BOBCAT System......................................................20 
Non-Completion of Flight ..........................................................................20 

8. System Fault and Event Report .......................................................21 
ATFM USERS HANDBOOK REQUEST FOR CHANGE FORM.................... A 
USERNAME / CONTACT INFORMATION MODIFICATION FORM.............. B 
CONTINGENCY SLOT REQUEST TEMPLATE FORM A ............................. C 
CONTINGENCY SLOT REQUEST TEMPLATE FORM B ............................. D 
ATFM SYSTEM FAULT AND EVENT REPORT FORM ................................ E 
SLOT REQUEST FORM .................................................................................F 
ORGANIZATIONAL CONTACT INFORMATION FORM ............................... G 

 
 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

iii

Glossary of Terms 
 
Term Description 
ACC Area Control Centre 
ADC Aerodrome Control 
AEROTHAI Aeronautical Radio of Thailand, Limited 
AFTN Aeronautical Fixed Telecommunications Network 
AIP Aeronautical Information Publication 
AIS Aeronautical Information Services 
ANSP Air Navigation Service Provider 
ATC Air Traffic Control 
ATFM Air Traffic Flow Management 
ATFM Users 
Handbook 

Bay of Bengal and South Asia ATFM Handbook 

ATFMU Air Traffic Flow Management Unit 
ATM Air Traffic Management 
ATS Air Traffic Services 
ATT Additional Taxi Time 
AWUT Allocated Wheels-Up Time 
BOBCAT Bay of Bengal Cooperative Air Traffic Flow 

Management System 
CHG Change Message 
CNL Cancel Message 
CSRT Contingency Slot Request Template 
DEP Departure Message 
DLA Delay Message 
EET Estimated Elapsed Time 
ETD Estimated Time of Departure 
FIR Flight Information Region 
FL Flight Level 
FPL Flight Plan Message 
IATA International Air Transport Association 
ICAO International Civil Aviation Organization 
ICAO PANS ATM ICAO Procedures for Air Navigation Services:  

Air Traffic Management 
MAD Maximum Acceptable Delay 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

iv

NOTAM Notice to Airmen 
PIC Pilot in Command 
PSR Past Slot Request 
SMC Surface Movement Control 
SRT Slot Request Template 
STT Standard Taxi Time 
TWR Control Tower 
WUT Wheels Up Time 

 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

1

1. Introduction 
 

Purpose and Scope 
 
1.1. As per ICAO Annex 11 Chapter 3.7.5, an ATFM service shall be 
implemented for airspace where air traffic demand at times exceeds or is expected 
to exceed the declared capacity of the air traffic services concerned. 
 
1.2. Further, Annex 11 recommends that an ATFM service should be 
implemented on the basis of a regional air navigation agreement or through a 
multilateral agreement, which should make provision for common procedures. 
 
1.3. Doc 4444 (PANS-ATM) Chapter 3.2.1.5 states that “Detailed 
procedures governing the provision of the ATFM measures, and service within a 
region or area should be prescribed in a regional ATFM manual or handbook”. 
 
1.4. Accordingly, the purpose of this Handbook is to provide in one 
document, the procedures for the operation of the Bay of Bengal and South Asia 
ATFM service, which have been developed through the effective use of Collaborative 
Decision Making between the States, ICAO Asia and Pacific Regional Office and 
airspace users concerned. 
 

Objectives of Air Traffic Flow Management (ATFM) 
 
1.5. Air Navigation Service Providers (ANSPs) concerned, ICAO Asia 
Pacific Regional Office, and the International Air Transport Association (IATA)   
considered that there was a need to introduce an automated air traffic flow 
management system, due to CVSM flight level constraints at the Kabul FIR gateway 
points together with the limited number of route segments through the Kabul FIR. 
This would ensure a smooth flow of traffic through Kabul waypoints and associated 
route segments. 
 
1.6. The objectives of ATFM across the Bay of Bengal and South Asia are: 

 
a) To enhance and facilitate the orderly and efficient flow of air traffic 

across the Bay of Bengal and South Asia; 
 
b) To minimize ground and enroute delays; 

 
c) To maximize capacity and optimize the flow of air traffic within the area; 

 
d) To plan for and manage future ATS workload in the light of forecast 

increased traffic flow within the area; and 
 

e) To assess the economic and environmental impact of the 
implementation of the ATFM system. 
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1.7. The Bay of Bengal Cooperative ATFM System (BOBCAT) has been 
developed by Aeronautical Radio of Thailand Ltd. (AEROTHAI), in coordination with 
ICAO Asia Pacific Regional Office, affected Air Navigation Service Providers 
(ANSPs) concerned, the International Air Transport Association (IATA) and their 
member airlines to assist in managing the restrictions for westbound aircraft 
operating through the Kabul FIR during the busy night time period.  
 

ATFM Users Handbook 
 
1.8. This Bay of Bengal and South Asia ATFM Handbook (hereinafter 
‘ATFM Users Handbook’) provides information necessary for airline operators and 
ANSPs to carry out their responsibilities within the BOBCAT system. The AFTM 
Users Handbook will be updated as BOBCAT functionalities are enhanced. 
 

Principles of BOBCAT 
 
1.9. The following principles have been agreed to: 
 

a) To introduce an automated air traffic flow management system in 
accordance with ICAO standards and recommended practices to 
enhance the smooth flow of westbound aircraft transiting the Kabul FIR 
during the period of 2000 to 2359UTC;  

 
b) ANSPs retain responsibility for tactical ATS and traffic management; 

 
c) BOBCAT will manage mandatory slot allocation through interaction 

with airline dispatchers via the Internet using a dedicated website; 
 

d) To maintain or improve aircraft operations through the Kabul FIR 
during the above period; 

 
e) To maintain a high level of responsiveness to requests from ANSPs, 

IATA and airline operators for procedure and system improvements; 
and, 

 
f) To provide reports and statistics on ATFM operations for analysis.  

 
References 

 
1.10. The following documents are referred to within this handbook: 
 

a) Annex 11 Air Traffic Services; 
b) Doc 4444 Procedures for Air Navigation Services – Air Traffic 

Management; 
c) Doc 9673 Basic Air Navigation Plan – Asia and Pacific Regions; 
d) Doc 9750 Global Air Navigation Plan for CNS/ATM Systems; and, 
e) Doc 9426 ATS Planning Manual 
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Control of the Manual 
 
1.11. This Handbook is controlled, edited and produced by the ICAO BBACG 
Air Traffic Flow Management Task Force, which operates under the auspices of the 
ICAO Bay of Bengal ATS Coordination Group (BBACG). 
 
1.12. The Custodian for the Bay of Bengal and South Asia ATFM Handbook 
is: 

 
Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU) 
Tel: +66 2 287 8024 / +66 2 287 8025 
Tel/Fax: + 66 2 287 8026 
Fax: +66 2 287 8027 
E-Mail: atfmu@bobcat.aero 

 
Validity 

 
1.13. The date of application of this Edition number 2.0 is 5 July 2007.This 
manual shall not be used operationally before that date. This edition supersedes all 
previous editions. 
 

Changes to the ATFM Handbook 
 
1.14. The ATFM Handbook will be updated as necessary by the ATFM/TF or 
the ATFM Scrutiny Group. However intervening amendments may be issued in 
conjunction with relevant State AIC and AIP documents. 
 
1.15. Whenever a user identifies a need for a change to this Handbook, a 
Request for Change Form (RFC) should be completed and submitted to the Editor. A 
copy of the RFC Form is shown at Appendix A. 
 
 
 

Version / 
Amendment 

Number 

Effective 
Date 

Amended 
by 

Comments 

1.0 16 June 2006 ATFM/TF The original version 
2.0 5 July 2007 ATFM/TF Full re-issue. Updated to reflect 

implementation of operational 
system 
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2. BOBCAT Operations and Functionality 
 

BOBCAT System 
 
2.1 BOBCAT will be responsible for the ATFM activities within the Bay of 
Bengal and South Asia areas for the routes and at the times described in States’ AIP 
Supplements. This responsibility will be managed by the Bangkok Air Traffic Flow 
Management Unit (ATFMU) in coordination with aircraft operators and ANSPs in the 
FIRs concerned. 
  

BOBCAT Concept of Operations 
 
2.2 The BOBCAT concept of operations has been formulated based on the 
following parameters: 

 
a) BOBCAT shall ensure slot allocations at the same flight level are not 

less than the agreed required spacing at each of the Kabul FIR entry 
waypoints: SITAX (A466), PAVLO (N644), ROSIE (L750) and ASLUM 
(G792); 

 
b) In order to efficiently utilize airspace with regard to aircraft diverting 

over Dhera Ismail Khan (DI) on A466 and N644, airline operators 
should indicate their CVSM flight level for entry into Kabul FIR at the DI 
waypoint; 

 
c) Spacing requirements between two aircraft at the same waypoint into 

Kabul FIR and the same flight level shall be 10 minutes; 
 
d) An additional buffer time will be applied within the system to ensure 

flexibility as well as efficient and safe flow of traffic operating through 
the Kabul FIR; 

 
e) In order to ensure availability of slots for westbound departures from 

designated airports in northern India and Pakistan, departures from 
these airports are given priority for FL280 in the slot allocation. This 
does not preclude these flights from requesting higher flight levels with 
initial slot request. 

 
f) Conversely, departures from other airports with longer flight times are 

given priority for FL310-FL390 in the slot allocation. This does not 
preclude these flights from requesting FL280 with initial slot request. 

 
g) Allocated Wheels-Up Times (AWUT) assigned by BOBCAT is based 

on information derived from the airline operators and ANSPs’ input. 
This time should be based on Estimated Time of Departure (ETD), 
individual aerodromes’ Standard Taxi Time (STT) provided by ANSPs, 
and any additional time that aircraft operator considers necessary 
(Additional Taxi Time - ATT) as well as the Estimated Elapsed Time 
(EET) to the Kabul FIR boundary; 
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h) The BOBCAT system utilizes time based calculations as the core of the 
system. Inaccuracies in airline operator submitted EET will immediately 
result in calculation errors, and non compliance with AWUT and Kabul 
slot times will have immediate negative impact on slots allocated to 
other flights.   

 
i) Aircraft sequencing at the departure airport according to AWUT order 

will be managed by the ANSP concerned; 
 
j) ANSP should endeavor to assist aircraft operators in order for them to 

meet the required AWUT; 
 
k) Airline operators should submit ATS flight plan based on BOBCAT slot 

allocation for entry into Kabul FIR; 
 
l) It is the airline operators’ responsibility to arrange taxi and en route 

flight profile to arrive over the Kabul FIR entry waypoint as allocated by 
BOBCAT; 

 
m) It is an ANSP responsibility to tactically manage aircraft entry into the 

Kabul FIR in accordance with the assigned route and flight level; 
 

 
Bangkok Air Traffic Flow Management Unit 

 
2.3 Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU), located 
in Bangkok ACC, has responsibility to manage the BOBCAT system on behalf of 
ANSPs and aircraft operators concerned. The Bangkok ATFMU is operational H24 to 
manage slot allocation for westbound flights entering the Kabul FIR between 
2000UTC and 2359UTC daily. 
 
 

Area of Operation 
 
2.4 All Westbound flights intending to transit the Kabul FIR on ATS routes 
A466, L750, N644 between FL280 to FL390 inclusive and G792/V390 between 
FL310 to FL390 inclusive between 2000UTC and 2359UTC daily shall participate in 
the ATFM procedures. These flights are required to submit slot allocation requests to 
the ATFMU for processing via the BOBCAT system. 
 
 

ANSP and aircraft operators system requirement 
 
2.5 Aircraft Operators and ANSPs are required to have computer 
equipment capable of connecting to the BOBCAT website https://www.bobcat.aero 
via the Internet satisfying the following minimum requirements: 
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a) A Personal Computer of any operating system with the following 
characteristics;  

 
i) Processor: minimum CPU clock speed of 150 MHz 
ii) Operating System: Any that operates one of the following web 

browsers (i.e. Windows 2000/XP, Linux, Unix, or Mac OS) 
iii) RAM: 64 MB or larger (depending on operating system), 
iv) Hard disk Space: minimum of 500 MB or larger (depending on 

operating system) 
v) Monitor Display Resolution: Minimum of 800 x 600 pixels 
vi) Web Browser: Internet Explorer 5.5 or newer, Mozilla 1.0 or newer, 

Mozilla Firefox 1.0 or newer, Netscape 7 or newer, 

b) Internet Connection: 56 Kbps Modem or faster Internet connection. 
 
c) Printer if required (e.g. printing out information for distribution to concerned 

persons). 
 
 

BOBCAT Operating Procedures 
 
2.6 Westbound transit flights intending to enter the Kabul FIR on ATS 
routes A466, L750, N644 between FL280 to FL390 inclusive and G792/V390 
between FL310 to FL390 inclusive between 2000UTC and 2359UTC daily shall 
participate in ATFM procedures. 
 

Application of System Spacing 
 
2.7 BOBCAT is designed to arrange 10-minute spacing plus a buffer time 
for entry into the Kabul FIR. 

Wheels-Up Time 
 
2.8 Wheels Up Time (WUT) will be calculated based on information 
submitted by airline operators using an aircraft’s ETD + ANSP-provided STT for 
specific departure aerodrome + Additional Time if required by the operator. It is 
defined as: 
 
 WUT = ETD + STT + Additional Time required by the operator 

Allocated Wheels-Up Time 
 
2.9 Allocated Wheels-Up Time (AWUT) is the adjusted WUT calculated by 
BOBCAT and issued to an aircraft based on submitted entry time into Kabul FIR. 
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Slot Allocation Process 
 
2.10 The slot allocation process is divided into 3 phases, namely the Slot 
request, initial Slot allocation and finally Slot distribution to airline operators and 
ANSPs.  All operators concerned are required to submit slot requests to the 
BOBCAT system by logging onto https://www.bobcat.aero and completing the 
electronic templates provided.  

Slot Request Procedures 
 
2.11 Slot requests including preferred ATS route, flight level and Maximum 
Acceptable Delay (MAD) should be lodged by the cut-off time of 1200 UTC. 
Submitted slot requests may be amended at any time up until 1200UTC. To enhance 
opportunities for preferred slot allocation, airline dispatchers are encouraged to 
submit additional options in case their first choice is not available. This may include 
alternative route, flight level and changes to MAD. 
 
2.12 As BOBCAT will allocate FL280 on a priority basis to facilitate 
departures from northern India and Pakistan underneath over-flying traffic, 
dispatchers are encouraged to include FL280 in at least one slot request for 
departures from these airports. This should not discourage airline dispatchers who 
are requesting a slot from other airports to also submit FL280 as one of their 
requests, especially during the busiest period of 2100 – 2300UTC. 
 
2.13 Flights that were not allocated a slot although a slot request was 
submitted prior to the cut-off time (1200UTC) or flights who did not submit slot 
request by the cut-off time, will have the opportunity to select a slot from the 
unallocated slots after the slot distribution has been completed. 

Slot Allocation Procedures 
 
2.14 Slot allocation shall take place after the cut-off time at 1200UTC. 
BOBCAT will process and generate the slot allocation based on the information 
submitted in the slot request, and notify the results not later than 1230UTC via e-mail 
and the BOBCAT website to concerned parties. 
 
2.15 Flights that plan to enter the Kabul FIR without an AWUT and entry slot 
(comprising flight level, ATS route and entry fix name) will be accommodated only 
after flights with slots have been processed. Such flights should expect delayed 
pushback and start clearances, non-preferred routes and/or flight levels, enroute 
holding and/or diversion around the Kabul FIR. 
 
2.16 The Bangkok ATFMU will be staffed H24, during which time aircraft 
operators can: 
 

a) View the slot allocation result for flight planning purposes; 
 
b) Cancel the assigned slot; and/or, 
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c) Request a change of slot allocation to another available slot in the 
published list. 

 
2.17 ANSPs can view the slot allocation results at https://www.bobcat.aero/. 
 
2.18 The slot allocation page on the BOBCAT system is dynamic and 
refreshes every 3 minutes.  The slot allocation page shows changes in slot allocation 
results with a blinking yellow light, which can be cleared by acknowledging changes 
in slot allocation. 
 
2.19 Once aircraft operators are in receipt of their slot allocation, they shall 
submit their ATS flight plan using the time, route and level parameters of the 
allocated slot. In addition to normal addressees, operators shall also address the 
flight plan and related ATS messages (e.g. DEP, DLA, CNL, CHG) to the Bangkok 
ATFMU via AFTN address VTBBZDZX. 

Vacant Slot Selection After Cut-off Time 
 
2.20 Airline operators have the ability to log into BOBCAT website at 
https://www.bobcat.aero/ to select a slot allocation from vacant slots shown on the 
appropriate BOBCAT page. The procedure of selecting slot after cut-off time is listed 
in the “Help” section of the website. 

Cancellation or Change of Slot Allocation 
 
2.21 Airline operators are able to log into BOBCAT website at 
https://www.bobcat.aero/ to change or cancel slot allocation. The procedure of 
cancelling and modifying slot allocation is posted in the “Help” section of the website. 

Viewing Available Slots 
 
2.22 Airline operators are able to log into BOBCAT website at 
https://www.bobcat.aero/ to view available slot. The procedure for viewing available 
vacant slots is posted in the “Help” section of the website. 

Missing the Allocated Wheels-Up Time 
2.23 In circumstances where it becomes obvious that the AWUT will not be 
met, a new slot allocation should be obtained by the most expeditious means (e.g. 
via coordination between flight dispatcher/ANSPs and ATFMU).  
 
2.24 A missed slot results in dramatically increased coordination workload 
for ATC and PIC and should be avoided. To minimize coordination workload in 
obtaining a revised slot allocation, the following procedures are recommended: 
 

a) If the flight is still at the gate, coordination should take place via 
operators/flight dispatchers to ATFMU;   

 
b) If the flight has left the gate, coordination to ATFMU may also take 

place via the ATS unit presently communicating with the flight. 
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2.25 In reference to paragraph 2.26 b), the following steps are 
recommended: 
  

a) PIC to inform ANSP of their revised estimate at the allocated Kabul 
entry waypoint 

 
 b) ANSP will contact and inform the Bangkok ATFMU of the revised 

estimate.  
 

c) The Bangkok ATFMU will give two options to the ANSP for 
consideration by the PIC: 

 
i) First option will be same route and the same requested 

flight level with the revised estimate for the Kabul entry 
waypoint or with delay to the revised estimate. 

 
ii) Second option will be same route and a different flight 

level with the revised estimate for the Kabul entry 
waypoint or with delay to the revised estimate. 

 
d) PIC shall contact their dispatcher to obtain a new slot allocation 

from the Bangkok ATFMU if the two options are not acceptable to 
them.  

 

Operations of Special Flights Exempted from ATFM 
 
2.26 The following flights are exempted from ATFM procedures: 
  

a) Humanitarian or medical flights; or, 
 
b) State aircraft with Head of State onboard. 

 
2.27 Flights exempted from ATFM shall indicate the exemption in their flight 
plan (Field 18 – STS-BOB ATFM EXMP). 
 
2.28 ANSPs shall forward the flight plan information to the Bangkok ATFMU. 
 
2.29 A flight that is affected by a special flight exempted from ATFM shall 
follow the same procedure as if the aircraft has missed the AWUT. 
 

BOBCAT Username/Password Allocation and Security Policy 

BOBCAT Username/Password Allocation 
 
2.30 All concerned parties requiring access to BOBCAT are required to 
submit a written username/password request to Bangkok ATFMU, on the BOBCAT 
Username / Contact Information Modification Form included in Appendix B, signed 
by authorized personnel of the organization and including the organization’s seal. 
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2.31 The username/password request should include the following 
information: 
 

a) User’s Full Name; 
 
b) User’s E-Mail address; and, 

 
c) User’s proposed username. 
 

2.32 When requesting a new username to participate in the BOBCAT 
system, the particular organization will note that the Bangkok ATFMU will add a 
unique suffix identifying the particular organization to the proposed username. 
 
2.33 If a particular airline operator is using the services of another airline’s 
dispatch office, that particular airline operator shall submit an official letter to the 
Bangkok ATFMU informing them that the other airline or dispatch organization has 
authority to submit slot request on their behalf. This formal letter shall be signed by 
an authorized person on the company’s letterhead. 
 
2.34 If there are any changes to users participating in BOBCAT, each 
participating organization is responsible to notify Bangkok ATFMU of the change so 
as to ensure access security for the system. 

BOBCAT Security Policy 
 
2.35 For the purpose of maintaining access security of BOBCAT, each user 
of the system is required to have a username/password, which should not be shared 
with others. Action taken under a username/password will be interpreted as action 
taken by the registered user. 
 
2.36 To provide security for BOBCAT users, BOBCAT only stores the digest 
of the password to be verified against password provided by BOBCAT users. Each 
generated password will only be known to the BOBCAT user alone via e-mail. 
 
2.37 Each BOBCAT user is responsible for maintaining a personal 
password only known by the user alone. It is also recommended that the password 
be regularly changed to protect against identity theft. 
 
2.38 In the event of a lost BOBCAT username/password, the Bangkok 
ATFMU shall be contacted to request a password reset. The new password would 
then be sent to the registered user via e-mail. The user is responsible for changing 
the generated password into a new personal password. 
 
2.39 To protect against identity theft issues, it is important that users logout 
of BOBCAT website once the task related to BOBCAT system is completed. 
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Use of the Contact Us page on the BOBCAT website 
 
2.40 The Contact Us page is a facility whereby Airline Dispatchers and 
ANSPs may write a query to the Bangkok ATFMU or the BOBCAT Development 
Team regarding: 
 

a) Queries on BOBCAT procedures; 
 
b) Queries concerning past slot requests or slot allocations; and, 
 
c) General issues 

 
2.41 Answers to any of these matters mentioned above are unlikely to be 
immediate. Response time will depend on the question and research required. 
 
2.42 Therefore this communication channel should not be used for answers 
to immediate operational issues. The correct communication medium for immediate 
issues would be via telephone to the Bangkok ATFMU in the first instance, followed 
by Fax. 
 



 

Version 2.0: 5 July 2007 
Authorized: ICAO BBACG ATFM/TF 
 

12

3. Bangkok ATFMU 
 
Bangkok ATFMU Staffing and Hours of Operation 

 
3.1 The Bangkok ATFMU will operate H24 daily in order to manage slot 
allocation for westbound flights entering the Kabul FIR from 2000UTC to 2359UTC, 
with contact details as follows: 
  

a) Telephone :  +662 287 8024, +662 287 8025 
 
b) Tel/Fax: +662 287 8026 

 
c) Fax :    +662 287 8027 

 
d) ATFN:  VTBBZDZX 

 
e) E-mail:  atfmu@bobcat.aero 

 
Bangkok ATFMU Functions and Responsibilities 

 
3.2 The Bangkok ATFMU has the following functions and responsibilities: 

 
a) Manage operation of BOBCAT system so as to ensure that accurate 

slot requests are submitted to the system, slot allocations are 
completed and processes after initial slot allocation are finished in a 
timely manner; 

 
b) Coordinate with airline operators and ANSPs involved in BOBCAT 

operations with respect to: 
 

i. Requesting username/password into BOBCAT system; 
ii. Submitting slot request; 
iii. Obtaining slot allocation for aircraft missing wheels-up time. 
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4. Airline Dispatchers and Private Operators 
 

4.1 Slot requests shall be for flight parameters that are able to be met by 
the flight. For example, flights requesting a slot at FL390 must be able to transit 
Kabul FIR at FL390. Flights subsequently unable to meet slot parameters (flight 
level, ATS route or entry fix time) should expect non-preferred routes and/or flight 
levels, enroute holding and/or diversion around Kabul FIR. 
 

Submitting a Slot Request to BOBCAT 
 
4.2 Slot requests including preferred ATS route, flight level and Maximum 
Acceptable Delay (MAD) should be lodged by the cut-off time of 1200 UTC. 
Submitted slot requests may be amended at any time up until 1200UTC. To enhance 
the opportunity for preferred slot allocation, airline dispatchers are encouraged to 
submit additional options in case their first request is not available. This may include 
alternative route, flight level and changes to MAD. 
 

Use of Multiple Slot Request Options 
 
4.3 Airline dispatchers should note that the more slot request options 
(routes and flight level) submitted generally increases the potential for a flight to be 
allocated a slot based on the requests.  
 

Use of Estimated Elapsed Time 
 
4.4 BOBCAT calculates Estimated Time over Kabul FIR entry waypoint 
based on the Estimated Elapsed Time (EET) provided by airline operators from the 
Wheels-Up Time. Airline operators are reminded that BOBCAT slot allocation is only 
as accurate as the EET provided. 
 

Use of Standard Buffer Time 
 
4.5 A standard buffer time of 5 minutes will be applied for entry into Kabul 
FIR. For example, aircraft allocated slot into Kabul FIR at 2100UTC can arrive at the 
waypoint up to 2105UTC. 
 

Use of Standard Taxi Time and Additional Time Required 
 
4.6 A Standard Taxi Time suggested by ANSPs at the departing airport will 
be used to calculate the Wheels-Up Time of an aircraft. If additional time is required 
by an aircraft operator, this would also be added into the WUT calculations as 
Additional Taxi Time.  
 

Calculation of Wheels-up Time (WUT) 
 
4.7 Wheels-Up Time will be automatically calculated by BOBCAT user 
interface based on the following equation: 
 
 WUT = ETD + STT + Additional Time Required by Operator 
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Procedures if No Slot Allocated or Missing Cut-off Time 
 
4.8 Flights that were not allocated a slot although a slot request was 
submitted prior to the cut-off time (1200UTC) and flights which did not submit slot 
request by the cut-off time, will have the opportunity to select a slot from the 
unallocated slots after the slot distribution has been completed. The procedures for 
such operations are posted in BOBCAT Website under the “Help” section. 
 

Use of Slot Request Templates (SRT) and Past Slot Request (PSR) 
 
4.9 Airline operators have the opportunity to save a slot request into a slot 
request template (SRT) with a name of their choice. This slot request template can 
be used to submit a slot request for a flight of a later date, or a slot request of a 
similar flight on the same date. 
 
4.10 Furthermore, airline operators have the facility to view slot requests 
submitted on previous days and use a Past Slot Request as template for the current 
day’s operation. 
 

Use of Contingency Slot Request Templates (CSRTs) 
 
4.11 In addition to reducing workload with respect to slot request 
submission, the Slot Request Template feature can also be useful where airline 
operators are unable to reach the BOBCAT website, e.g. the airline operators’ 
Internet connection is down. In this case, they should advise the Bangkok ATFMU of 
the problem, select the appropriate Contingency Slot Request Template (CSRT) 
forms which are shown in Appendix C and D, and transmit the information to the 
Bangkok ATFMU via fax. 
 
4.12 Accordingly, airline operators are requested to store up-to-date Slot 
Request Templates corresponding to all scheduled flights in another location outside 
of the BOBCAT website. 
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5. Pilot in Command (PICs) 
 
5.1 In accordance with ICAO PANS ATM provisions (Section 7.8), it is the 
responsibility of the Pilot in Command (PIC) and the operator to ensure that the 
aircraft is ready to taxi in time to meet any required departure time.  
 
5.2 PIC shall be kept informed via their operators of the Allocated Wheels 
Up Time (AWUT), Kabul gateway entry time and flight parameters (route/level) 
nominated by BOBCAT. 
 
5.3 In collaboration with airline operators, ANSPs shall ensure that every 
opportunity and assistance is granted to an aircraft to meet AWUT and allocated 
Kabul gateway entry time and flight level. 
 
5.4 The PIC shall include the AWUT in the ATC clearance request. 
 
5.5 The PIC shall arrange take-off as close as possible to the AWUT in 
order to meet the Kabul FIR slot time.  
 
5.6 PIC shall adjust cruise flight to comply with slot parameters at Kabul 
FIR entry fix, requesting appropriate ATC clearances including speed variations in 
accordance with normal AIP requirements. For example, flights accepting a slot at 
FL390 must be able to transit Kabul FIR at FL390. Flights subsequently unable to 
meet slot parameters (flight level, ATS route or entry fix time) should expect non-
preferred routes and/or flight levels, enroute holding and/or diversion around Kabul 
FIR. 
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6. Air Navigation Service Providers (ANSPs) 
 

General ANSP Roles and Responsibilities 
 

6.1 AWUT shall be included as part of the ATC clearance. 
 
6.2 When requested by the PIC after push back, ANSPs shall assist the 
PIC to coordinate for a new slot allocation with the Bangkok ATFMU in the event that 
the aircraft is unable to meet the AWUT. 
 
6.3 ANSPs shall notify specific Standard Taxi Time (STT) for the individual 
departure airports and any subsequent changes, e.g. taxi way works, to the Bangkok 
ATFMU as guidance for airline operators in estimating WUT. 
 
6.4 ANSPs shall notify Bangkok ATFMU of any change required in the 
spacing at a specific waypoint within their area of responsibility. 
 
6.5 The Bangkok ATFMU (AFTN Address: VTBBZDZX) shall be included 
in the list of AFTN addressees for NOTAMs regarding any planned activities relevant 
to BOBCAT operations (e.g. reservation of airspace/closure of airspace, non-
availability of routes, etc). 
 
6.6 The Bangkok ATFMU (AFTN Address: VTBBZDZX) shall be included 
in the list of AFTN addressees for ATS messages (e.g. FPL, DLA, DEP, CHG, CNL) 
related to flights participating in the ATFM operational trial. 
 

Control Tower/ACC Responsibilities – Departure Airport 

Standard Push-back and Taxi Time 
 

6.7 ADC/SMC at departure airports are responsible for providing Bangkok 
ATFMU with a representative time between the time an aircraft pushes back and the 
wheels-up time of the aircraft during the period of BOBCAT operation. This time is 
called Standard Taxi Time (STT) 

Priority Take-off for Aircraft Subjected to ATFM 
 

6.8 In accordance with ICAO PANS ATM procedures (Section 7.8), flights 
with slot allocation should be given priority for takeoff over other departures to 
facilitate compliance with AWUT. 

Procedures for Aircraft Departing Outside AWUT Window 
 
6.9 In circumstances where there is a need for a flight to depart slightly 
outside the AWUT window, departure ANSPs can exercise discretion in allowing the 
aircraft to depart provided the PIC advises that the aircraft can arrive at the Kabul 
FIR entry waypoint within the allocated slot time. 
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6.10 PIC shall adjust cruise flight to comply with slot parameters at Kabul 
FIR entry fix, requesting appropriate ATC clearances including speed variations in 
accordance with normal AIP requirements. 
 
6.11 Prior to departure, in circumstances where it becomes obvious that the 
Kabul slot time will not be met, a new slot allocation should be obtained as soon as 
possible and via the most expeditious means (e.g. via coordination between flight 
dispatcher, PIC, ANSPs and Bangkok ATFMU). Early advice that the Kabul slot time 
will be missed also enables the slots so vacated to be efficiently reassigned to other 
flights. 
 
6.12 When a slot has been missed, the PIC has the choice of the following: 
 

a) Choosing from alternates provided by ANSPs in co-ordination with 
Bangkok ATFMU, or; 

 
b) Contacting the airline operator’s dispatch office to lodge a new slot 

allocation. 
 

ACC Responsibilities – En Route 

Coordination with Pilot In Command (PIC) 
 
6.13 En Route ACCs should manage the transit of aircraft with BOBCAT slot 
allocation so that these aircraft would be in a position to make their slot allocation 
into the Kabul FIR. 

Coordination between En Route ACCs 
 
6.14 In circumstances where it becomes obvious that the allocated slot into 
Kabul FIR cannot be met, the en route ACC first becoming aware would: 

 
a) Advise the PIC of the situation; and 
 
b) Manage the traffic tactically  

 
6.15 In these circumstances, the appropriate en route ACC should file 
ATFM System Fault and Event Report Form in Appendix E and submit to Bangkok 
ATFMU by fax or e-mail. 
 

AIS Responsibilities – Departure Airports 

Coordination with Airline Operators and the Bangkok ATFMU 
 
6.16 The AIS office is responsible for coordinating with Bangkok ATFMU to 
assist in obtaining a slot allocation for airline operators who do not have access to 
the BOBCAT website. 
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6.17 The AIS office shall ensure that an airline operator proposing to submit 
a flight plan for a flight entering the Kabul FIR during the period of ATFM metering 
has a slot allocation. 
 
6.18 The AIS office shall provide a BOBCAT Slot Request form to the airline 
operator who proposes to enter the Kabul FIR during the hours of BOBCAT 
operations. Once completed, this form shall be submitted by the AIS office on behalf 
of the airline operator to the Bangkok ATFMU for processing. The slot request form 
is shown at Appendix F. 
 
6.19 In the case of an AIS office that has access to the BOBCAT website, 
the aircraft’s slot allocation result may be viewed and used by the airline operator to 
complete his ATS flight plan. 
 
6.20 With regard to an AIS office which is unable to access the BOBCAT 
website, the Bangkok ATFMU shall transmit the aircraft’s slot allocation result to the 
AIS office by fax or other means. This information shall then be relayed to the airline 
operator, who shall submit a flight plan based on the information provided in the slot 
allocation. 
 
6.21 The AIS office shall also ensure that, when the flight plan is finally 
completed by the airline operator, it is based on the BOBCAT slot allocation with 
reference to the Estimated Elapsed Time (EET) from departure airport to the Kabul 
FIR entry point as well as the ATS Route and Flight Level entering the Kabul FIR 
before transmission by AFTN. 
 
6.22 In the circumstances that the airline operator submits slot request prior 
to the cutoff time, the following steps should be undertaken by the airline operators: 

 
a) The airline operator shall contact the AIS office to obtain the result of 

his slot allocation request. If satisfied, submit a flight plan using the slot 
allocation result; or, 

 
b) Otherwise, request a new slot allocation through the AIS office. 

  
6.23 The Bangkok ATFMU (AFTN Address: VTBBZDZX) shall be included 
in the list of AFTN addressees for ATS messages (e.g. FPL, DLA, DEP, CHG and 
CNL) related to affected flights. 
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7. Contingency Arrangements 
 

Airspace Contingencies  
 
7.1 In the event of closure of ATS routes, flight levels or other airspace that 
occurs prior to the cut off time for BOBCAT slot allocation and which may affect 
BOBCAT operations, Bangkok ATFMU should be notified as soon as possible by the 
ACC concerned. In turn, Bangkok ATFMU will pass on this information to airline 
dispatchers to re-file slot request on routes or flight levels which are not affected. 
Other ANSPs will also be advised by Bangkok ATFMU of this situation. 
 
7.2 In circumstance where closure of ATS routes or airspace as referred to 
in paragraph 7.1 above occurs after the slot allocation cutoff time, the following 
procedures are applicable: 
 

a) If aircraft are already airborne, ANSPs, in coordination with the 
Bangkok ATFMU, shall tactically manage these flights based on spare 
slot allocations en route as well as obtaining slots for them through the 
Kabul FIR in coordination with PIC to avoid diversions; or, 

 
b) If aircraft have not yet departed, new slot allocations shall be 

coordinated between Bangkok ATFMU and dispatchers for flights that 
would be affected by the closure. 

 
7.3 Extreme weather conditions, e.g. cyclonic conditions, affecting 
international airspace may cause en-route diversion or cause airlines not to plan on 
routes affected by the extreme weather conditions. In this situation, ANSPs may also 
elect to increase longitudinal spacing between affected aircraft. 
 
7.4 In the event of extreme weather conditions affecting ATFM operations, 
ANSPs would need to tactically manage these flights, including diversions. In doing 
so, coordination with Bangkok ATFMU should be considered if it will affect aircraft 
which are not yet airborne. 
 
7.5 In the case of flights which have not yet departed, dispatchers should 
re-file on alternative routings wherever possible. 
 

Reduction in Airspace Capacity due to Other Reasons 
 
7.6 In circumstances where an ANSP is required to increase the 
longitudinal spacing between aircraft, e.g. sudden loss of staff, degradation in 
facilities, etc., the ANSP affected would normally take NOTAM action regarding the 
event as well as contacting Bangkok ATFMU with details and the resultant effect on 
BOBCAT operations. Bangkok ATFMU would coordinate with all concerned advising 
them of any changes which would affect BOBCAT operation. 
 
7.7 ANSP responsible for areas affected by any contingency for an area or 
areas which may affect normal BOBCAT operations shall notify Bangkok ATFMU of 
the contingency and possible consequences to aircraft as soon as possible, so 
appropriate action and coordination can be taken. 
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Communication Issues 
 
7.8 In the event that an airline operator or an ANSP is unable to access the 
BOBCAT website, the following means of communication with Bangkok ATFMU shall 
be used: 
 

a) Telephone:  +662 287 8024, +662 287 8025 
b) Tel/Fax: +662 287 8026 
c) Fax:    +662 287 8027 
d) ATFN:  VTBBZDZX 

 
7.9 In the event that an ACC is unable to log onto the BOBCAT website, 
the Bangkok ATFMU, on being advised, will send a copy of the slot allocation results 
to the affected ACC ensuring that: 
 

a) For departure airports, AWUTs are sorted the correct order; 
 
b) For en-route ACCs, appropriate Kabul entry waypoint(s) are 

selected and aircraft allocations are sorted in the correct order of 
ETO with Flight Level; 

 
Complete Failure of BOBCAT System 

 
7.10 In the event of a complete failure of the BOBCAT system, Bangkok 
ATFMU shall notify all parties concerned and advise that ATFM procedures are 
suspended. In this event, procedures will be applied by States concerned in 
accordance with bi-lateral agreements and as applied outside of the ATFM hours of 
operation. 

Non-Completion of Flight 
 
7.11 In circumstances where an aircraft aborts his flight en route and either 
diverts or returns for various reasons, this information should be transmitted to 
Bangkok ATFMU so that his original slot allocation for entry into the Kabul FIR can 
be cancelled and made available for use by other aircraft. 
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8. System Fault and Event Report 
 
8.1 An ATFM system fault is defined as a significant occurrence affecting 
an ATS unit, an aircraft operator or ATFMU resulting from the application of ATFM 
procedures. 
 
8.2 Aircraft operators and ATC units experiencing an ATFM system fault 
should complete an ATFM System Fault and Event Report Form from the ATFM 
Users Handbook (see Appendix E) and forward it to the ATFMU at the address 
indicated on the form. The ATFMU will analyze all reports, make 
recommendations/suggestions as appropriate and provide feedback to the parties 
concerned to enable remedial action. 
 
 



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX  

ATFM Users Handbook: Appendix A 
 

ATFM USERS HANDBOOK REQUEST FOR CHANGE FORM 
To be submitted to Bangkok ATFMU 

 
SECTION I: NATURE OF CHANGE 

1. Subject:   

2. Reason of Change:   

   

3. Description:   

   

   

   

   

   

4. References:   

Reference sections/paragraphs related to the change as well related documents. 

SECTION II: INFORMATION OF PARTY INITIATING CHANGE 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Date of Request:   

Signature:  

 
SECTION III: CONSULTATION 
 
Response due date:   

Organization / Administration Contact Person Name Agreement 
(Agree/Disagree) 

Date 

    
    
    
    
    
    
 
SECTION IV: FEEDBACK 

Action(s) Required:   

Feedback Passed:   

RFC Number:  

Editor:   

Date Received:   

 



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX  

ATFM Users Handbook: Appendix B 
 

USERNAME / CONTACT INFORMATION MODIFICATION FORM 
To be submitted to Bangkok ATFMU 

 
SECTION I: ADD NEW USERS 
 
Prefix First Name Last Name Proposed Username 

Up to 20 characters 
E-Mail Address 

     
     
     
     
     
 
SECTION II: REMOVE USERS 
 
Prefix First Name Last Name Username E-Mail Address 
     
     
     
     
     
 
SECTION III: RESET PASSWORD 
 
Prefix First Name Last Name Username 
    
    
    
    
    
 
SECTION IV: NOTIFICATION E-MAIL ADDRESS 

 Change our organization’s notification e-mail address to   

SECTION V: CONTACT INFORMATION 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Signature:   

Date/Time of Request:   

 



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX
 

ATFM Users Handbook: Appendix C 
 

CONTINGENCY SLOT REQUEST TEMPLATE FORM A 
To be submitted to Bangkok ATFMU 

 
SECTION I: AIRCRAFT DETAIL 
 
Call Sign:   

Departure Aerodrome:   

Destination Aerodrome:   

Aircraft Type:   
 

Registration:   

Departure Date:   

ETD (hhmm):   

Estimated Taxiing Time (minutes):   
Estimated time between taxi and wheels up

SECTION II: ROUTE/FLIGHT LEVEL OPTIONS 
 
Option 

No. 
ETD 

(UTC) 
MAD 

(Maximum Acceptable Delay) WP1 EET1 FL1 WP2 EET2 FL2 

1, 2, 3, … hhmm Minute(s) DI hhmm 390 SITAX hhmm 390 
   DI  390 SITAX  390 
   DI  350 SITAX  350 
   DI  310 SITAX  310 
   DI  280 SITAX  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 WP2 EET2 FL2 

   DI  390 PAVLO  390 
   DI  350 PAVLO  350 
   DI  310 PAVLO  310 
   DI  280 PAVLO  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 

   ROSIE  390 
   ROSIE  350 
   ROSIE  310 
   ROSIE  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 

   ASLUM  390 
   ASLUM  350 
   ASLUM  310 

 
SECTION III: CONTACT INFORMATION 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Signature:   

Date/Time of Request:  



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX
 

ATFM Users Handbook: Appendix D 
 

CONTINGENCY SLOT REQUEST TEMPLATE FORM B 
To be submitted to Bangkok ATFMU based on previously saved Slot Request Template 

 
SECTION I: AIRCRAFT DETAIL 
 
Call Sign:   

Departure Aerodrome:   

Destination Aerodrome:   

Aircraft Type:   
 

Registration:   

Departure Date:   

ETD (hhmm):   

Estimated Taxiing Time (minutes):   
Estimated time between taxi and wheels up 

SECTION II: ROUTE/FLIGHT LEVEL OPTIONS 
 
1. Slot Request Template Name:   

Name of Slot Request Template which will be used to submit slot request 
 

2. Changes from Slot Request Template Detail: 

   

   

   

   

 
SECTION III: CONTACT INFORMATION 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Signature:   

Date/Time of Request:  

 



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX
 

ATFM Users Handbook: Appendix E 
 

ATFM SYSTEM FAULT AND EVENT REPORT FORM 
To be submitted to Bangkok ATFMU 

 
SECTION I – GENERAL INFORMATION 

1. Date and Time (UTC) of Occurrence     /    /    /    /     
      yy  /   mm  /    dd  /    hh  /   mm    

2. Type of Event 

2.1 Failure of BOBCAT system  

2.2 Communication Link failure  

2.3 Non compliance with ATFM procedures by Pilot  /  Airline Operator  /  ANSP  

2.4 Error in FPL and associated messages  

2.5 Failure in ATFM Slot Monitoring (i.e. TWR at Aerodrome of Departure)  

2.6 Non compliance with slot allocation window  

3. Restrictions applicable to the flight:   

SECTION II – DETAILED INFORMATION 

1. Organization / Administration submitting the report:   

2. Flight Data (if applicable) – Call Sign:   

Attach copies of Flight Progress Strips indicating DEP, EOBT, WUT, DES or Entry Point & ETO 
over entry point, FL to ATC Unit/Sector area of activity as applicable. 

3. Other details necessary for analysis of the incident 

Attach copies of FPL or RPL, subsequent ATS modifying messages etc. if appropriate 

   

SECTION III – SUPPLEMENTARY INFORMATION 

1. Actions already initiated:   

   

2. Contact information follow-up action: 

2.1 Name:   

2.2 Designation:   

2.3 Tel:   

2.4 E-Mail:   

3. Signature:   

4. Date/Time of Report:   



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX
 

ATFM Users Handbook: Appendix F 
 

SLOT REQUEST FORM 
To be submitted to Bangkok ATFMU 

 
SECTION I: AIRCRAFT DETAIL 
 
Call Sign:   

Departure Aerodrome:   

Destination Aerodrome:   

Aircraft Type:   
 

Registration:   

Departure Date:   

ETD (hhmm):   

Estimated Taxiing Time (minutes):   
Estimated time between taxi and wheels up

SECTION II: ROUTE/FLIGHT LEVEL OPTIONS 
 
Option 

No. 
ETD 

(UTC) 
MAD 

(Maximum Acceptable Delay) WP1 EET1 FL1 WP2 EET2 FL2 

1, 2, 3, … hhmm Minute(s) DI hhmm 390 SITAX hhmm 390 
   DI  390 SITAX  390 
   DI  350 SITAX  350 
   DI  310 SITAX  310 
   DI  280 SITAX  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 WP2 EET2 FL2 

   DI  390 PAVLO  390 
   DI  350 PAVLO  350 
   DI  310 PAVLO  310 
   DI  280 PAVLO  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 

   ROSIE  390 
   ROSIE  350 
   ROSIE  310 
   ROSIE  280 

Option 
No. 

ETD 
(UTC) 

MAD 
(Maximum Acceptable Delay) WP1 EET1 FL1 

   ASLUM  390 
   ASLUM  350 
   ASLUM  310 

 
SECTION III: CONTACT INFORMATION 

Organization:   

Full Name:   

Tel:   

E-Mail:   

Signature:   

Date/Time of Request:  



 

Bangkok Air Traffic Flow Management Unit (Bangkok ATFMU)
Tel: +66-2-287-8024

+66-2-287-8025 
Tel/Fax: +66-2-287-8026 

Fax: +66-2-287-8027 
E-Mail: atfmu@bobcat.aero 

AFTN: VTBBZDZX  

ATFM Users Handbook: Appendix G 
 

ORGANIZATIONAL CONTACT INFORMATION FORM 
To be submitted to Bangkok ATFMU 

 
ORGANIZATION CONTACT INFORMATION 

Organization Name:   

Organizational Unit Name:   

Address:   

  

  

  

  

  

Tel:   

Fax:   

AFTN:   

E-Mail:   

Name:   

Title:   

 

Signature:   Date of Submission:   
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Bay of Bengal Air Traffic Flow Management Task Force 

 
Action Plan 

 
(last updated 3 May 2007) 

ACTION 
ITEM DESCRIPTION TIME 

FRAME RESPONSIBLE PARTY STATUS REMARKS 

8/4 Non-participating airlines issues – general follow up 
 

February 2007 

July 2007 

IATA, ATFM Task Force, 
Regional Office, affected States 
ATFM/TF Small Working 
Group,  

Ongoing Report to ATFM/TF 10. 
FAA to follow up American 
Airlines and Continental 
Airlines. 
Regional Office to follow up 
Vietnam Airlines. 
ATFM/TF/10 consider this is 
still a major problem, no 
improvement AAL or COA. 
Regional Office will issue 
State Letter to State of 
Registry of identified airlines 
urging regulatory 
compliance action. Report to 
ATFM/TF/11 
 

8/5 ANSPs issues – general follow up February 2007 

July 2007 

ATFM Task Force, Regional 
Office, affected States, 
ATFM/TF  
Small Working Group to 
address ANSP issues 
 

Ongoing Report to ATFM/TF 10  
ATFM/TF/10 consider this is 
still a problem for some 
ANSPs, tasked SWG to 
conduct further investigation 
and remediation. Report to 
ATFM/TF 11 
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ACTION 
ITEM DESCRIPTION TIME 

FRAME RESPONSIBLE PARTY STATUS REMARKS 

8/6 To alleviate traffic bunching on L759 and P628, that a westbound 
conditional ‘Bypass Route’ across the Bay of Bengal be 
implemented as soon as possible 
 

March 2007 

August 2007 

India, Malaysia, Regional 
Office, IATA. ATFM/TF Small 
Working Group, 

Ongoing Report to ATFM/TF10 
Model AIP Supplement 
agreed at ATFM/TF/9. 
Updated AIP Supplement for 
new route in southern Bay of 
Bengal agreed during 
ATFM/TF/10 for 
implementation of new route 
as soon as possible, target    
2 August 2007. 
Report to ATFM/TF11 
 

8/7 Pakistan lower the Minimum Enroute Altitude (MEA) on P628 to 
FL300 as soon as possible to align with MEA for P628 in India 
 

February 2007 

July 2007 

Pakistan, Regional Office 
ATFM/TF Small Working 
Group 

Ongoing Report to ATFM/TF/10 
ICAO State Letter ref 
T3/8.13.2 : AP-ATM0332 
transmitted to Pakistan on 
21/09/06, reminder on 
13/12/2006. Pakistan 
informed ATFM/TF/9 that 
the matter would be 
discussed at AIR HQ 
meeting in late January/early 
February 2007. 
Highlighted by ICAO 
Regional Director during 
mission to Pakistan in Feb 
2007, Discussed during 
SWG/1 March 2007 
Pakistan advised 
ATFM/TF/10 that the 
matter is under 
consideration  
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8/10 Establish coordination unit in Bangkok ACC to support 
coordination between all affected States in eastern BOB during 
night time busy period 

February 2007 

ATFM/TF/11 
November 2007 

 

Thailand, arrangements with 
Malaysia, India, Myanmar 

Ongoing ATFM/TF/10 informed this 
may no longer be necessary, 
superseded by new ATS 
route in southern BOB and 
bypass procedures for 
L759/M770 agreed during 
ATFM/TF/10. ATFM/TF/11 
to review 

8/11 Study feasibility of route segments proposed during ATFM/TF/8 to 
assist N644 and A466 in vicinity of DI Khan  

February 2007 

July 2007 

Afghanistan, India, Pakistan, 
ATFM/TF Small Working 
Group 
 

Ongoing Report to ATFM/TF/10 
Pakistan informed 
ATFM/TF/9 that the matter 
would be discussed at AIR 
HQ meeting in late 
January/early February 2007. 
Highlighted by ICAO 
Regional Director during 
mission to Pakistan in Feb 
2007 Discussed during 
SWG/1 March 2007, 
Pakistan advised 
ATFM/TF/10 that the matter 
is under consideration 

8/12 Study and rectify inconsistency between bases of airways in the 
Yangon and Chennai FIRs with a view to harmonization 

February 2007 

ATFM/TF/11 
November 2007 

 

India, Myanmar, Thailand to 
assist 

Ongoing Base of airways in Yangon 
FIR is charted (Jeppesen) as 
FL280, base in Chennai FIR 
charted as FL260 
 

8/13 Study proposal for formulation of ‘BOBCAT Scrutiny Group’ as 
described in Agenda Item 7 of ATFM/TF/8 report 

ATFM/TF/11 
November 2007 

 

All Ongoing Oversight group comprising 
appropriate representation 
would be beneficial in 
ensuring integrity of 
BOBCAT operations. 
ATFM/TF/10 agree to 
establish Scrutiny Group as 
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requirement of ‘Go’ decision 
for implementation. To be 
actioned during 
ATFM/TF/11 
 

8/14 Draft AIP Supplement to update and replace existing AIP 
Supplement 
 

Publish on 
AIRAC 10 May 
for 7 June 2007 
implementation 

Regional Office, Malaysia, 
Singapore, India, IATA 
Small Working Group 

Ongoing Draft in circulation since late 
2006, incorporate work of 
SWG. To be authorised by 
ATFM/TF/10. 
Revised Supplement adopted 
by ATFM/TF/10, effective 
date 5 July 2007. Regional 
Office to distribute by State 
Letter before 8 May 2007 

8/15 Review trial related data with a view to incrementally reducing 
flow buffer time from 5 minutes  
 

ATFM/TF/11 
November 2007 

 

ATFM/TF Ongoing ATFM/TF/10 reviewed this 
issue at length, high 
complexity, continue 
monitoring and further 
review at ATFM/TF/11 
 

8/16 Consider software solution for “Flow Rate Gate” ATFM/TF/10 

ATFM/TF/11 
November 2007 

 

BOBCAT Development Team Ongoing Report to ATFM/TF 11  

8/18 The Regional Office would work with IATA to produce a suitable 
summary of airline concerns in relation to in flight re-route, for 
relay to ANSPs affected by the operational trial involved in ATFM 
procedures. 

2007 Regional Office & IATA Ongoing Report to ATFM/TF/11 

8/19 Data provision.  Provide 7 consecutive days data collection each 
month, commencing from the first third Sunday of each month,  
first date 20 May 2007, promptly to the ATFMU   

One week data 
per month 
continuously  

Afghanistan, India, Pakistan, 
Malaysia, Singapore and 
Thailand 

Ongoing Report to ATFM/TF/11 
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9/1 That operational letters of agreement be amended in relation to the 
usage of ‘Bypass Route’ new route across Bay of Bengal 
 

March 2007, to 
be ready as soon 
as Bypass Route 
new route 
implemented. 

India, Malaysia, Myanmar, 
Singapore, Thailand 

Ongoing Report to ATFM/TF/10. 
LOAs to be in place to 
enable use of Bypass Route 
new route as soon as 
implemented. 

9/5 Identify causal factors and recommend solutions to ensure 
minimum 70 - 75% compliance between flight level flown and 
flight level allocated by BOBCAT (exclusive of PIC request for 
higher level enroute that does not impact other ATFM flight). 
Consider short term and long term (e.g route realignment) solutions 
and include procedures for ANSPs and operators as necessary. 
 

March 2007 

ATFM/TF/11 
November 2007 

 

Small Working Group Ongoing SWG/1 meeting held in 
Lahore Pakistan 27-29 
March 2007. SWG/2 
meeting to be scheduled 
July/August. Report to 
ATFM/TF/11, 
 

9/7 Conduct in depth analysis of available data from operational trial to 
establish linkages between data and reasons for poor operational 
trial performance, particularly Flight Level non compliance issue. 
Suggest remediations. 
 

ATFM/TF/11 
November 2007 

 

Small Working Group Ongoing Report to ATFM/TF/11 

9/8 Prepare information for Pakistan DGCA in relation to ATS route 
restrictions precipitated by defence arrangements. 
 

July/August 
2007 

Regional Office, Small 
Working Group 

Ongoing 
 

Highlighted by ICAO 
Regional Director during 
mission to Pakistan in Feb 
2007. SWG/2 to progress. 
 

9/10 Implement connector route between Ranong and Kota Baru in 
Bangkok FIR to improve access to M770. 
 

March 2007 

ATFM/TF/11 
November 2007 

 

Thailand Ongoing ATFM/TF/10 informed that 
Thailand proposal was with 
State airspace committee for 
review, positive outcome 
expected shortly, when 
received Thailand would 
proceed with implementation 
Report to ATFM/TF/11  
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9/11 Beyond Kabul FIR, 3 of the routes through Kabul join in 
Turkmenistan leading to further capacity restrictions. Regional 
Office to coordinate with EUR/NAT (Paris) Office of ICAO to seek 
assistance in ensuring exit capacity from Kabul FIR. 

2007 Regional Office Ongoing Report to ATFM/TF/11 

9/13 Thailand and India agreed to use M770 as an alternate route when a 
bunching situation occurred on L759. Flights affected by the 
bunching will be re-routed to M770 and rejoin L759 over the 
Indian continent via position PALKO and BBS. A coordination 
procedure will be arranged between India, Myanmar and Thailand 
as soon as possible 

March 2007 

June 2007 

 

Thailand, India, Myanmar, keep 
IATA informed 

Ongoing ATFM/TF/10 agreed to draft 
procedure, Thailand will 
coordinate with Myanmar 
during May 2007 then 
procedure will be 
implemented. 

10/1 Schedule second Small Working Group Meeting (SWG/2) to focus 
on non compliance by flights entering Kabul FIR with the flight 
level allocated by BOBCAT and streamlining of ATS route 
arrangements to assist ATFM procedures 

July/August 
2007 

India, Pakistan, Thailand, IATA 
comprise the Small Working 
Group 

Ongoing Include Afghanistan, Iran in 
activities of SWG as 
required 

10/2 Publish AIP Supplement with effective date 5 July 2007 
implementing permanent ATFM procedures  

Not later than 7 
June 2007 

Afghanistan, Bangladesh, 
China, Hong Kong China, India 
Indonesia, Malaysia, Myanmar, 
Pakistan, Philippines, 
Singapore, Thailand and Viet 
Nam. 

Ongoing  Model text for AIP 
Supplement authorised by 
ATFM/TF/10, distributed by 
Regional Office State Letter. 

10/3 Continue investigation into use of PAROD vice ASLUM as 
BOBCAT sequencing fix for departures from Mumbai. Subject to 
agreement from affected parties, implement appropriate change to 
BOBCAT software parameters to accommodate PAROD  

ATFM/TF/11 
November 2007 

 

Thailand BOBCAT 
Development Team, IATA, 
India, Pakistan, Afghanistan 

Ongoing Report to ATFM/TF/11 

10/4 Examine ways to enhance existing RVSM=>CVSM flight level 
arrangements between Delhi ACC and Lahore ACC to include 
consideration of Kabul entry flight level slot  

July/August 
2007 

India, Pakistan, SWG/2 Ongoing Report to ATFM/TF/11 

10/5 Implement conditional ATS route with RNP10 lateral separation 
with N644 for bypass via TOXEX entering Afghanistan  

July/August 
2007 

Pakistan, Afghanistan SWG/2 Ongoing Report to ATFM/TF/11 
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