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JOINT REPORT OF SAIOCG ATFM SMALL WORKING GROUP (SAIOACG ATFM SWG) 

AND SEACG ATFM LARGE SCALE WEATHER DEVIATION SMALL WORKING 

GROUP (SEACG ATFM-LSWD SWG) 

 

 

1. INTRODUCTION 

SAIOACG ATFM SWG 

1.1 The SAIOACG ATFM SWG was formed at SAIOACG/2 with the objectives to 

determine: 

a) current ATFM status and planning of implementation; 

b) identify barriers to implementation; 

c) make recommendations to assist harmonized ATM procedures and applications; and, 

d) make recommendations that assist implementation in accordance with the 

Asia/Pacific Air Navigation and ATFM Concept of Operations, and the Asia/Pacific 

Seamless ATM initiatives related to ATFM. 

SEACG ATFM-LSWD SWG 

1.2 The SEACG ATFM-LSWD SWG was formed at SEACG/19 with the objectives to 

determine: 

a) major capacity and demand issues within SEACG airspace; 

b) the status of ATFM development within SEACG airspace, including CDM; 

c) current Large Scale Weather Deviation procedures;  

d) barriers to effective ATFM, including CDM, and for effective response to LSWDs; 

e) recommendations to assist the development of ATFM, including CDM within the 

SEACG area; and 

f) recommendations to improve LSWD responses. 

2. DISCUSSION 

Initial findings of SAIOACG ATFM SWG 

2.1 Initial discussion of the SAIOACG ATFM SWG during SAIOACG/2 centered around 

suggestions from Working Paper submitted by India on BOBCAT Operations as follows: 

a) airlines should avoid changing of routes within the Delhi FIR: IATA supported the 

initiative. SUA restrictions on the routes were a contributing cause, so States needed 

to consider relaxing the restrictions on routes such as M875. India noted that the first 

two hours of BOBCAT were the most stressful in respect to “track jumping” in the 

Delhi FIR. The main cause of track jumping was the airlines filing flight plan this 

way. IATA advised of their position not supporting track jumping during BOBCAT 

hours unless there are substantial reasons to do so. 
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Proposed Actions at SAIOACG/2: IATA would follow up if any State advised them 

of non-conforming aircraft and would issue a reminder to airlines about using the 

suggested routes as far as practicable. India suggested that they would encourage 

controllers to report non-participating airline problems with BOBCAT. 

b) time and level allocation at the Delhi FIR exit point should be made available in 

addition to the Kabul FIR entry. 

Proposed Actions at SAIOACG/2: Thailand will communicate with stakeholders 

about an upgrade in terms of sharing information more like a CDM system. It needs 

to be clear that the extra information was not a ‘controlling’ tool. 

Post-SAIOACG/2 Follow-Up: Information provided in Thailand Working Paper on 

BOBCAT operations update. 

c) FL280 and FL300 should be exclusively reserved for Delhi (and possibly Mumbai) 

and Lahore departures. IATA stated that it was unreasonable to fly such levels for 

extended periods. The meeting noted a more tactical approach should be taken than 

relying on more procedural restrictions, especially if this is able to take into account 

the actual ATM system capability. B should solve C. 

Proposed Actions at SAIOACG/2: India would provide information on how much of 

a problem this was, supported by data. If the data supported a need to change, the 

Regional Office would communicate to Pakistan about allowing aircraft to transition 

through their airspace to BOBCAT allocated levels. In any case the airspace 

authority in Afghanistan may change military-reserved levels from FL300-310 to 

FL290-FL300. 

Post-SAIOACG/2 Follow-Up: India provided information as requested in Appendix 

6A. 

d) BOBCAT Slot allocations may be made mandatory for all flights transiting through 

Kabul FIR between 2000 – 2359UTC. Singapore mentioned that it was already 

mandatory according to model AIP Supplement issued for Operational 

Implementation of ATFM procedure using BOBCAT in July 2007, and it was a 

matter of enforcement. The meeting discussed the need for States to promulgate the 

mandatory requirements for BOBCAT compliance if they had not done so, and 

flights who plan to enter Kabul FIR without an AWUT and entry slot 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, en route holding and/or diversion around Kabul FIR 

e) BOBCAT slot allocation may be considered beyond 2000 – 2359UTC. Singapore 

advised that more data was required to make this decision. Thailand suggested that 

more transfer of control point / FIR Boundary information (sharing of departure and 

flight plan messages) should be provided to assist more tactical decision-making, 

particularly on the India-Pakistan boundary, which was being developed by 

AEROTHAI. If there was a move to a more CDM-based system then the airlines 

may reroute. Thailand noted that as many as 50% of aircraft do not comply with the 

en-route timing to make the BOBCAT slot. It was agreed that Pakistan’s 

involvement is crucial in establishing transition to BOBCAT flight level through 

Pakistan airspace.  

Proposed Actions at SAIOACG/2: India to provide data to support an extension. All 

involved to consider operational impact. Thailand to consider operational impact of 

the extension – need to share data and airlines to look at impact. Such change will 

require a 90-day notice. 
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Post-SAIOACG/2 Follow-Up: India provided information as requested in Appendix 

7A and Appendix 8A. Analysis of Afghanistan Traffic Sample Data is also 

performed and reported in Thailand WP on BOBCAT Operations Update and Future 

Arrangements. 

f) Traffic distribution on all four exit points should be made even. Airlines may be 

advised to flight plan accordingly; and IATA asked that some routes be made more 

efficient so airlines use them. IATA had been consciously trying to encourage the 

spread of traffic. India advised that traffic should be encouraged to use PRA-

SERKA. otherwise this option might be lost. 

g) 50NM should be accepted for all aircraft on routes P628, L333, M875 and L509.  

Proposed Actions at SAIOACG/2: India would provide data on the amount of times 

50NM was not accepted. The Regional Office may be able to follow up. It was noted 

that data-sharing and Seamless ATM would help. 

Post-SAIOACG/2 Follow-Up: India indicated that data collection is still in progress 

with inability to handover aircraft at LAJAK between 1900 – 2130UTC. 

2.2 The Secretariat emphasized that we should not be engineering more complex procedural 

systems to solve a problem that had its genesis in tactical demand and capacity issues. It was 

recognized that there is a needed to transition from a BOBCAT system to a more comprehensive 

ATFM solution, allowing more tactical and pre-tactical changes and CDM. It was suggested that 

South Asia sub-region needed one permanent H24 ATFM system just as Southeast Asia did to service 

Bangkok, Kuala Lumpur, Singapore and Jakarta as well as traffic flow among major ATFM areas. 

2.3 India was ready to share the ATFM platform and expertise being developed with the 

FAA. Thailand would consider working with India to assist a seamless integration of BOBCAT into a 

synchronized regional ATFM implementation plan as it was not practical to have two different ATFM 

systems being run by two entities in the same airspace operating in the same phase of operation and/or 

phase of flight. The United States had been working with India for the past two years on developing 

ATFM and in particular CDM. Of importance was an ATFM stakeholder’s meeting at the outset to 

involve airlines and ANSPs concerned. The FAA was committed and prepared to assist the region and 

had noted a major political change in India to support this. Thailand stated that there needed to be 

more sub-regional ATFM and tactical operations in the region. IATA stated that harmonization of 

implementation was important, so was a barrier. 

2.4 Further to discussion at SAIOACG/2, a Working Paper submitted by Thailand will also 

address issues in relation to BOBCAT operations discussed as well as extension of BOBCAT hours 

beyond 2000 – 2359UTC as previously agreed. 

2.5 Moreover, exchanges prior to the joint meeting of SAIOACG and SEACG resulted in the 

following findings: 

a) India is implementing a Centralized national ATFM system with CDM 

functionalities from 2013 – 2016 with capability to evolve into sub-regional/regional 

ATFM system servicing adjacent airspace. 

b) High level of traffic growth is expected for members of the Association of South-

East Asia Nations (ASEAN) due to expected establishment of the ASEAN 

Economic Community in 2015 along with ASEAN Single Aviation Market (ASAM) 

and Seamless ASEAN Sky (SAS) initiatives with some major cities resorting to 

dual- or multiple-airport operations to accommodate short- to medium-term traffic 

growth. 
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c) Majority of SAIOACG States are servicing mostly international traffic reducing 

effectiveness of national ATFM implementation. 

2.6 Exchanges prior to the joint meeting of SAIOACG and SEACG resulted in the following 

barriers to implementation: 

a) Multi-partner nature of CDM requires involvement of many partners from the 

beginning 

b) Potential difficulties expected in aggregating data from key stakeholders such as 

airport operators, airlines, ANSPs and military operations to enable effective 

strategic ATFM planning. 

c) Difficulties in exchanging necessary data to enable effective CDM/ATFM 

operations such as effective surveillance data exchange. 

d) Slow adoption of digital AIM enabling automated data exchange. 

e) Lack of capacity planning and reporting (airport and airspace capacity measurement 

and sharing issues)  

Initial findings of SEACG ATFM-LSWD SWG 

2.7 Initial discussion of the SEACG ATFM-LSWD SWG resulted in the following findings: 

a) The pre-tactical determination of airport and airspace capacity on a daily basis, as 

opposed to strategic capacity, was not widespread within the SEACG region. This 

results in ATFM measures mostly being imposed reactively rather than proactively. 

Major en-route capacity and demand issues were found to be centered on the 

widespread use of procedural longitudinal separation on major trunk routes. 

b) ATFM development in the SEACG airspace was found to be piecemeal and focused 

on protection of internal demand rather than a coordinated sub-regional approach. 

Acknowledging the challenges associated with a centralized type of Regional ATFM 

Unit in the short-medium term, participants felt that improved harmonization of 

ATFM measures through CDM could provide similar results. 

c) Barriers to effective ATFM included a lack of data sharing to enable an overall 

traffic demand awareness and a low level of predictability and confidence to enable 

the appropriate level of ATFM measures to be applied.  Some participants also 

voiced their opinion that there was an urgent need to review the SCS FLOS/FLAS, 

as traffic patterns have changed significantly compared to when the current Schemes 

were devised.  

d) LSWD procedures were clarified as not being ATFM measures in themselves but the 

cause of a reduction in capacity which required associated ATFM measures to be 

developed to enable a more predictable and efficient application of available levels. 

e) Greater collaboration should exist between States to develop, in the near term, 

ATFM for short haul/regional flights with a view to fitting them between long haul 

flights for which estimates are already available 



WP03 Appendix 5A – SAIOCG ATFM SWG and SEACG ATFM-LSWD SWG Report 

5A - 5 

Proposed Solutions 

2.8 Examples of collaborative ATFM planning among members of the SWGs have been 

evident since SAIOACG/2 and SEACG/19. 

2.9 City Pair CDM trials between Bangkok’s Suvarnabhumi Airport and Singapore Changi 

Airport, including the participation of Malaysia, demonstrated efficiency gains achievable through the 

integration of airport and en-route CDM. 

2.10 Combining this with the concept of Daily Capacity Notification Scheme and 

demand/capacity analysis developed for Hong Kong International Airport, Hong Kong, China, 

Singapore and Thailand have entered a tripartite agreement to explore the concept of networked A-

CDM to manage the traffic flows between their respective major hubs. 

2.11 Meanwhile, Asia-Pacific Economic Cooperation (APEC) has agreed to fund an “ATM 

Emissions Reduction” project evaluating benefits of cross-border ATFM/CDM implementation, 

covering Bangkok – Kuala Lumpur as an example, with report expected by end of 2013. 

2.12 Given the high volume of international traffic at these hubs, this collaboration could act 

as a test-bed facility for further research into applying ATFM at a regional level. Through 

collaboration and information sharing, such a concept could potentially be further expanded to 

manage air traffic in the hubs’ catchment areas. These catchment areas could be a union of areas 

defined as flight time from within 4 to 5 hours range from these hubs. The concept could potentially 

serve as virtual ATFM Units to manage air traffic flows among major air-hubs in the sub-region.  

2.13 It is envisioned that processes involved in implementation of ATFM at a sub-regional 

level for major air-hubs serving largely international traffic would involve careful synchronization of 

individual A-CDM programs, tightly coupled with collaborative implementation of ATFM in the form 

of virtual ATFM Units serving catchment areas surrounding the major air-hubs. The project could 

potentially start from sharing information on arrival capacity, common traffic demand and anticipated 

delay, then evolving into collaborative ATFM implementation among the virtual ATFMUs. 

2.14 A number of SWG participants attended Global 7 ATFM Conference hosted by 

Indonesia in Bali on 28 – 30 January 2013, report of which is in Appendix 9A. At the conference, 

there was a proposal to establish a combined Asia-Pacific Region ATFM/CDM Workgroup including: 

Australia; Hong Kong, China; Indonesia; Malaysia; Philippines; Singapore and Thailand. Japan also 

expressed interest in joining the proposed workgroup. 

2.15 It was agreed at the conference that ICAO Manual on Collaborative ATFM (Doc 9971) 

and Manual on Flight and Flow – Information for Collaborative Environment (FF-ICE) (Doc 9965) 

should form basis of CDM/ATFM implementation globally. 

2.16 The conference also agreed to establish a neutral Global ATFM information sharing 

website <http://www.globalatfm.net/>, hosted by Indonesia with data support from Thailand and other 

States with ATFM expertise. 

2.17 Participating States have also indicated they are reviewing their route structures on a sub-

regional basis to enhance capacity through route realignment and the provision of parallel routes. 
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2.18 With respect to Large Scale Weather Deviation, the following recommendations were 

made: 

a) As suggested in the initial working group discussion, a review of the SCS 

FLOS/FLAS is recommended. 

b) It is also suggested that where possible, the surveillance capabilities available in 

neighboring FIRS should be used to improve LSWD response from Non-

surveillance-based to Surveillance-based ones. 

c) In particular, the LSWD contingency procedures on L642 and M771 would be 

greatly enhanced through the mechanism described in the tripartite trial previously. 

Both airport and en-route capacity would be factored into appropriate ATFM 

measures and distributed via A-CDM ensuring maximum utilization of the reduced 

capacity. 

2.19 In addition, it was suggested that ATFM implementation is not a solution for long-term 

airspace capacity imbalance. There should be plans to develop ATM/CNS capacity and infrastructure 

where necessary. 

2.20 Capacity of airports and congested airspace should be developed and shared in various 

weather conditions. Furthermore, where possible, flexible sectorization and runway configuration plan 

should be prepared to address traffic pattern. 

2.21 For regions where weather is of importance, efficient meteorology exchange should be 

considered. 

…………………………. 


