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(Presented by the Secretary)

	SUMMARY

	Below are draft comments from the ICAO SAR Officer, for consideration by ACP WG-F, when developing a reply to the Liaison Statement from ITU-R WP-5B on the specifications for “man overboard” devices an their use of 121.5 MHz.




ICAO SAR views Man Overboard Devices (MOB) as localized alerting devices, i.e. MOB are not designed primarily to alert the International SAR System but rather to alert the parent vessel/platform of an emergency man overboard situation and instigate self help to alleviate the problem. Urgent recovery action should be undertaken by the parent vessel/platform.  The use of 121.5 MHz would be of assistance if the situation expanded beyond the capabilities of the parent vessel and required the assistance of SAR assets.  To this end ICAO SAR would not object to 121.5 MHz being used for the purpose of MOB beacons (there are already models in the market place which use 121.5 MHz e.g. SeaMarshall), however ICAO is of the view that there may be more appropriate frequencies to use, which could not only assist SAR assets in homing situations, but also allow for support from nearby vessels, e.g. marine channel 16.

On the question of clarifying which users are allowed to use the emergency frequency, the Standards (SARPs) in Annex 10 Volume 5 are appropriate.   These SARPs do not indicate MOB devices, however such use could be conceived within the regime of maritime communications to SAR assets (although not A3E) and therefore acceptable.  This would probably require some amendment to the Radio Regulations to highlight this use.  

Annex 10, Vol V:

4.1.3.1 Emergency channel

4.1.3.1.1 The emergency channel (121.5 MHz) shall be used only for genuine emergency purposes, as broadly outlined in the following:

a) to provide a clear channel between aircraft in distress or emergency and a ground station when the normal channels are being utilized for other aircraft;

b) to provide a VHF communication channel between aircraft and aerodromes, not normally used by international air services, in case of an emergency condition arising;

c) to provide a common VHF communication channel between aircraft, either civil or military, and between such aircraft, and surface services, involved in common search and rescue operations, prior to changing when necessary to the appropriate frequency;

d) to provide air-ground communication with aircraft when airborne equipment failure prevents the use of the regular channels;

e) to provide a channel for the operation of emergency locator transmitters (ELTs), and for communication between survival craft and aircraft engaged in search and rescue operations;
f) to provide a common VHF channel for communication between civil aircraft and intercepting aircraft or intercept control units and between civil or intercepting aircraft and air traffic services units in the event of interception of the civil aircraft.

Note 1.— The use of the frequency 121.5 MHz for the purpose outlined in c) is to be avoided if it interferes in any way with the efficient handling of distress traffic.

Note 2.— The current Radio Regulations make provisions that the aeronautical emergency frequency 121.5 MHz may also be used by mobile stations of the maritime mobile service, using A3E emission to communicate on this frequency for safety purposes with stations of the aeronautical mobile service (RR S5.200 and Appendix S13, Part A2).”
Attached is an extract from the report of the 14th session of the sub-Committee on Radiocommunications and Search and Rescue (COMSAR14), 8 – 12 March 2010.  A statement made in this report, that “The dismantling of the International Cospas-Sarsat System results in leaving the 121.5 MHz guard channel as a homing device only” needs to be clarified.  121.5 MHz, as defined above, has always been and will continue to be the primary Emergency Channel for voice communications in distress situations.  In relation to ELTs, the frequency is now only used as a homing signal.  This was a deliberate action undertaken by ICAO, IMO and Cospas/Sarsat because of the disadvantages of an analogue blind broadcast beacon and the advantages of moving to a digital signal beacon.  The retention of a 121.5 MHz homing signal is seen as advantageous due to the limitations of final homing to a millisecond (ms) digital pulse.  Currently, satellite derived positions, without GNSS encoded position data, are not necessarily accurate enough (normally within 5 km) to allow SAR assets to locate the distress position exactly when environmental conditions are severe e.g. high disturbed sea conditions.  This may well improve with the next generation of beacons and the introduction of the MEOSAR system of detection (expected full operation by 2017). 

Action requested from ICAO

ICAO is invited to inform WP 5B on its views on the advantages and disadvantages of the use of the frequency 121.5 MHz in handling man overboard incidents.  In relation to this request ICAO SAR would view the following as advantages and disadvantages of using 121.5 MHz for a MOB device:

Advantages:

· 121.5 MHz signal could be used by direction finder equipped SAR aircraft/vessels to locate MOB should parent platform/vessel be unsuccessful in locating and recovering the person.

Disadvantages:

· No satellite detection of the 121.5 MHz signal to assist with position information and drift.  One would assume that the parent platform/vessel has been unable to locate or assist the MOB for whatever reason and the SAR system has been activated to assist.

· Inadvertent activations, in coastal regions particularly, is likely to add to the already high rate of false alerts detected by overflying aircraft on the Emergency Channel.  This will add to the cost of providing SAR, as determination of a genuine emergency, or not, cannot be concluded unlike with current 406 beacons, until after the beacon is found and turned off.

· If multiple MOB beacons are activated from a single vessel/platform then the ability to DF to the beacons by SAR assets is seriously compromised due to the known limitations with direction finding equipment where multiple signals are radiating in a small area.

· 121.5 MHz is not a frequency routinely carried by maritime vessels, this limits support assistance that may be provided by nearby vessels to the MOB event. 

------------ o ------------

Attachment

Development of Specifications of man overboard devices

Extract report SAR Working Group COMSAR 14

3.1
The Group considered document COMSAR 14/4/4 (Secretariat), containing a liaison statement from ITU-R Working Party 5B with regard to the development of Specifications of man overboard devices, and document COMSAR 14/INF.9 (Australia), providing information on the use of VHF DSC for man overboard alerting. The Group was tasked to provide experts' advice to the Technical Working Group in light of their work to conclude on a liaison statement to ITU on man overboard devices. 

3.2
The delegation of Australia, supported by the delegation of the Bahamas, pointed out that a man overboard device indicated a distress and thus should be capable of broadcasting to ships in the vicinity and SAR services rather than to the parent ship only.

3.3
A large majority of delegations who spoke agreed in principle to the information provided in document COMSAR 14/INF.9 (Australia) and recognized the merit of alerting rescue services immediately. However, many delegations expressed concern of a widespread use of such open-loop man overboard devices as the number of possible false alerts could cause major overload on VHF distress channels 16 and 70 in traffic-dense areas, such as A1. 
3.4
In order to reduce false alerts, the Group discussed the solution of having a system that would operate on a closed-loop for a predetermined amount of time before switching to an open-loop broadcast alert. At the same time, in order to reduce false alerts, the Group also discussed the functions both to notify the transmission and to cancel by the master when the situation requires it. Any delay in transmission should not delay the response needed to rescue the person overboard.

3.5
The observer from IMRF questioned the feasibility and practicality to fit every person on board with a man overboard device, especially on large passenger ships.

3.6
The observer from CLIA referred to tests on board passenger ships where devices had been tested which were not worn by individuals but which monitored the outside of the ship to detect human size and density objects in the water and activated an alert on the bridge if a person overboard was detected. In such cases the master or another duly authorized officer could then decide on whether such incident required a distress alert.

3.7
The Group's advice to the Technical Working Group is given in annex 1.

ANNEX 1

Advice from the SAR working group TO the Technical Working group on 

Specifications of "man overboard" devices

1
The SAR WG, in considering document COMSAR 14/4/4 and taking into account the information provided in document COMSAR 14/INF.9, supported the usage of GMDSS frequencies for transmitting man overboard alerts. However, a number of delegates expressed concern on the increase of false alert transmissions, especially in congested sea areas, in particular sea area A1.

2
The SAR WG is of the view that the optimum operational requirements for "man overboard" devices for immediate response are to immediately:

.1 
inform the parent ship and, after [30] minutes, switch automatically to an open loop broadcast to inform other ships in the area or SAR services. However, a master or another duly authorized person [according to the provisions in the ISM Manual] on board of the parent ship can immediately declare a distress situation and broadcast to all ships and SAR services; and 

.2 
once notified the master should be enabled to cancel the transmission if, in his professional judgment, the situation requires it.

3
The SAR WG is further of the view that the optimum operational requirements for "man overboard" devices to support follow-up response when SAR resources have to be deployed are preferably to:

.1 
operate on internationally used frequencies that allow for [alerting and] homing;

.2
sustain temperature changes;

.3 
be capable to transmit over a minimum period of time of 24 hours in accordance with PLB specifications;

.4 
incorporate a system to acknowledge to the person overboard that the signal has been received by the parent ship; 

.5
be fitted with a GPS transceiver; and

.6
be light in weight as it is to be carried by individuals.

4
The SAR WG is of the view that the advantages and disadvantages of the use of GMDSS frequencies and systems in handling man overboard incidents are:

.1
Advantages:

· Usage of frequencies that ships and shore SAR services in the area are already monitoring 

· Simplicity of using existing systems

· Rapid alerting to potential SAR services, thus ensuring rapid response

.2
Disadvantages:

· Additional costs for the development and acquisition for such man overboard system and thus should be a simplified system

· Increase in false alerts in congested A1 waters.
5
The SAR WG noted with regard to the frequency 121.5 MHZ that this frequency is widely in use as a homing frequency and that ICAO and IMO recommend that all Cospas‑Sarsat 406 MHz beacons should be equipped with a 121.5 MHz homing frequency.  Considering the importance of this 121.5 MHz frequency for search and rescue, the SAR WG agreed that its usage for man overboard devices is not inappropriate. 

***

Extract report Technical Working Group COMSAR 14

4.10
The Group considered document COMSAR 14/4/4 (Secretariat), containing a liaison statement from ITU-R Working Party 5B with regard to the development of Specifications of man overboard devices, taking into account document COMSAR 14/INF.9 (Australia), providing information on the use of VHF DSC for man overboard alerting around Australia.

4.11
The primary concern of the Group was to ensure that the use of distress and safety frequencies by man overboard devices should not compromise the integrity of GMDSS.

4.12
The Group, taking into account the information provided by the SAR Working Group, prepared a draft liaison statement back to ITU-R WP 5B, set out at annex 10, and invited the Sub-Committee to approve it and to instruct the Secretariat to send it to ITU, and to invite the Committee to endorse this action.

ANNEX 10

DRAFT LIAISON STATEMENT TO ITU-R WORKING PARTY 5b

Specifications of "man overboard" devices

1
IMO would like to thank the ITU-R for the opportunity to comment on specifications for "man overboard" devices.

2
The Sub-Committee on Radiocommunications and Search and Rescue (COMSAR) at its fourteenth session (8 to 12 March 2010) considered document ITU-R 5B/417/Annex 31 (COMSAR 14/4/4) and also took into account during its deliberations of information given on the use of man overboard devices which can broadcast automated MAYDAY calls on VHF Channel 16 and DSC distress alerts on VHF Channel 70 (document COMSAR 14/INF.9).

3
The Sub-Committee provides the following information to ITU to assist it in its deliberations.  COMSAR is of the view that the general operational requirements for 
"man overboard" devices are to:
.1
provide immediate notification to the parent vessel relating to the man overboard incident;

.2
provide a means of location to determine the position of the man overboard;

.3
optionally provide a means of notifying vessels in the vicinity of the man overboard;

.4
ensure that the integrity of the GMDSS is not jeopardized.

4
COMSAR noted that there are many applications for man overboard systems and probably no one solution is suitable to address all cases.  Systems can be both closed loop (alerts limited to the parent vessel) and open loop (alerts to all stations in the vicinity) or a combination of these and may operate in either  stand-by mode (transmission in the event of a Man overboard) or  polling mode (transmissions cease in the case of a man overboard incident).

5
COMSAR also noted that man overboard systems are available on the market that operate on a range of frequencies including internationally designated frequencies 
(e.g., GMDSS distress and safety frequencies, AIS channels or 121.5 MHz homing frequency).

6
COMSAR is of the view that the optimum operational requirements for 
"man overboard" devices using VHF DSC should include a GNSS receiver in order to ensure that a position of the man overboard is immediately available, thus facilitating recovery and minimizing the duration of repeated alerts.  In addition these devices should:

Within Sea Area A1:
· inform the parent or other concerned ships via a closed loop transmission (addressed MMSIs or Group MMSI) transmission.  The duly authorized person on board the parent ship would declare, if and when appropriate, a distress situation and alert all ships and SAR services as necessary.


Outside Sea Area A1:

· inform the parent or other concerned ships via an "open loop" transmission (via an "all ships" distress alert) and other ships in the area or SAR services.

NB: 
Requirements for devices not using DSC may be similar depending on the technological solution.

7
With regard to single handed operation of a vessel, the use of a 406 MHz PLB may be a suitable solution in such situations.

8
COMSAR is of the view that the advantages and disadvantages of the use of distress and safety frequencies and systems in handling man overboard incidents are as follows:

.1
Advantages in the case of a closed loop system:

.1
the vessel best positioned to respond to the incident is immediately;

.2
the use of a Group Call would permit notification of the incident to a dedicated Group;


.2
Advantages in the case of an open loop system:
.1
ships and shore SAR services in the area will already be monitoring the distress frequency;

.2
immediate indication to SAR services of a potential distress incident, thus ensuring rapid response;


.3
Disadvantages in the case of a closed loop system:

.1
a potential delay in notifying SAR services;

.2
method of alerting may not likely to comply with certain provisions of the current ITU-R Recommendation M.493 or the Radio Regulation;

.3
stringent need to programme the correct MMSIs into 
DSC controllers;


.4
Disadvantages in the case of an open loop system:

.1

burden on coast stations, ship stations and MRCC who will have to check each alert alarm, which will probably repeat several times for each man overboard device activated (noting that several people may be in the water at the same time following some types of incident);


.2

a potential increase of false alerts as a result of mis-activation;


.3
a cancellation/acknowledgement of DSC alerts is not possible;


.4
incorrect responses by well-intentioned operators in relaying the distress alert;

.5

a possible overload of distress and safety channels in congested areas and sea lanes which may impact the integrity of the Global Maritime Distress and Safety System, especially in Sea Area A1.

9 It should be noted that similar considerations could apply to offshore working environments such as petroleum installations.

10 It should also be noted that use of DSC and AIS technology will require use of 
MMSI resources.

_____________
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	Source: 
Document 5B/386
	Document 5B/TEMP/201-E

	
	2 December 2009

	
	English only

	Working Party 5B

	[DRAFT] LIAISON STATEMENT to the international maritime organization (IMO) and the International Civil Aviation Organization (ICAO) on specificationS of
 “man overboard” devices

	


Introduction
ITU-R Working Party 5B (WP 5B) would like to bring to the attention of IMO and ICAO the growing number and types of devices for use in man overboard situations that are coming to the market. 

Concerns were raised in WP 5B regarding the compatibility of these devices with the operation of the GMDSS distress and safety frequencies and the aeronautical emergency frequency 121.5 MHz. WP 5B therefore intends to develop a new ITU-R Recommendation that will evaluate and provide guidance on the specifications of man overboard devices. 

WP 5B considers it necessary to first study whether the use of GMDSS frequencies for this kind of devices is possible without degrading the operation of the GMDSS.  Furthermore, studies need to be conducted on the use of technologies outside the GMDSS framework.

Background
The safety of seafarers and workers in the maritime environment, notably on offshore oil and gas installations, is of constant concern to government agencies and administrations.

A number of ways of sending an alert when a seafarer or worker falls into the sea have been developed by various manufacturers. Several classes of technical solutions have been developed which use one or more of the following techniques:

1)
automated activation of a signal on a non-GMDSS frequency to a parent vessel or work platform when a person becomes immersed in water;

2)
a continuous polling and link signal on a non-GMDSS frequency to a parent vessel or work platform is cut off when a person becomes immersed in water;

3)
repeated broadcast of a voice MAYDAY call and message on VHF Ch. 16 following immersion;

4)
repeated broadcast of a DSC alert indicating “man overboard” on VHF Ch. 70 following immersion;

5)
adaptation of AIS technology in order to indicate the loss of persons overboard and to signal their location;
6)
use of the aeronautical distress frequency 121.5 MHz in a way similar to that employed by emergency locator transmitters (ELTs);

7)
transmission of location coordinates obtained from a built-in GNSS receiver;

8)
facilities for manual activation if necessary. 

These techniques have various advantages and disadvantages in any particular situation and it may be necessary to provide a degree of flexibility in the eventual guidance, in order to ensure that a range of recommended equipment is available that will cover a number of potential uses, for example:

–
leisure craft operating close to shore

–
ocean going yachts likely to be sailing alone/single-handed far from shore
–
fishing vessels operating in groups or alone far from shore
–
large vessels with limited manoeuvring capability for returning quickly to the casualty but likely to operating over regular used shipping routes or monitored shipping lanes
–
exploration and production platforms with their own rescue craft and rapid access to company or official helicopter support services.
Action requested from IMO

IMO is invited to inform WP 5B:

1)
 what would be the optimum operational requirements for these kind of devices for (a) immediate response and (b) to support follow-up response when SAR resources have to be  deployed, and

2)
on its view on the advantages and disadvantages of the use of GMDSS frequencies and systems in handling man overboard incidents.

Action requested from ICAO
ICAO is invited to inform WP 5B on its views on the advantages and disadvantages of the use of the frequency 121.5 MHz in handling man overboard incidents.

	Status:
	For action
	

	Deadline:
	1 May 2010
	

	Contact:
	Mr Jaap Steenge
	E-mail: jaap.steenge@at-ez.nl
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