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1. BACKGROUND 

 

Operators currently use flight plan equipment indicators to advise ATC that aircraft are capable of 

certain operations.  

 

Field 10a of the flight plan allows operators to indicate the Radio communication, navigation and 

approach aid equipment and capabilities. 

 

Field 10b allows the indication of Surveillance equipment and capabilities using  

- for radar the indicators A,C, E,H,I,L,P,S,X  

- for ADS-B (1090ES) the indicators B1, B2 

  

ICAO Doc 4444 (PANS/ATM) Appendix 2 Flight Plan A2-5 states: 

 

Capabilities comprise the following elements: 

 a)  presence of relevant serviceable equipment on board the aircraft; 

 b)  equipment and capabilities commensurate with flight crew qualifications; and 

 c)  where applicable, authorization from the appropriate authority 

 

2. SURVEILLANCE INDICATORS ARE DIFFERENT 

 

2.1  Most aircraft equipment indicators can be used by ATC to determine what procedures 

the pilot can perform.  e.g.  Can the aircraft be instructed to conduct a RNP approach.  
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SUMMARY 

 

This paper proposed a method for ADS-B service provision without requiring 

the involvement of the ANSP in certification issues. 
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2.2  Surveillance indicators however, are a little different because once in the surveillance 

coverage volume, the ATC system (radar or ADS-B) can determine the capability of the aircraft itself 

without reference to the flight plan. At this time, the ATC has no real need of the indicator regarding 

whether an ATC service is to be delivered or not. The main purpose of surveillance indicators is to 

advise ATC of the aircraft capability before the aircraft enters the surveillance volume.  

 

2.3  In the SSR environment, the Air Traffic Control system continues to present the radar 

information, whether or not the SSR indicators are in the flight plan. Once within coverage, the air 

traffic controller determines surveillance capability from the ATC screen – not by reference to the 

flight plan.  

 

2.4  The Air Traffic controller assumes that the SSR equipment and altitude encoder has 

been installed correctly, is certified, is maintained correctly and that the pilot is capable of operating 

the equipment. SSR transmissions should not be made by aircraft unless the equipment is compliant 

with the standards because the data could be misleading to ATC and to TCAS systems.   

  

2.5  The same is true for ADS-B.  ADS-B indicators in the flight plan are useful only 

before the aircraft enters the coverage volume. ADS-B data should not be transmitted unless the 

transmissions are compliant with the standards because the data could be misleading to ATC and 

ADS-B IN equipped aircraft. This has been endorsed by APANPIRG and reflected in Doc 7030 

Regional Supplementary Procedures - MID/ASIA, Chapter 5 – Surveillance, Section 5.5.. 

 

2.6  It is inappropriate to use the flight plan as a mitigation or control against non 

compliant transmissions for radar and for ADS-B because  

 

a) Flight plan data is redundant when the controller has real time data available from 

the aircraft (radar or ADS-B); and 

 

b) It cannot be used by ADS-B IN equipped aircraft  

  
3. ROLES of ANSP REGARDING ADS-B     

 
3.1  In a radar environment, the ANSP assumes that the aircraft transponder is “certified”. 

The ANSP assumes that the crew is trained to operate the transponder. The ANSP assumes that the 

aircraft has “State of Registry” certification of the avionics as required.      

 

This paper proposes that ADS-B be treated in exactly the same manner as shown below :  
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If transmitting ADS-B

- Assume compliant 
- Must Flight plan with “B1” to advise ATC

If ADS-B is received
- Not in “blacklist” 
- NUC/NIC etc OK

Display to ATC 
Provide service

ATC Process for ADS-B 

Crew training has no impact

   
 

 
3.2  The ANSP should assume that if ADS-B has been transmitted, the avionics is 

compliant. If the avionics is not compliant it should have be disabled as required in ICAO Doc 7030 

Regional Supplementary Procedures - MID/ASIA, Chapter 5 – Surveillance, Section 5.5..  The ANSP 

should assume that the crew is trained. 

 

3.3  The ANSP should also be able to assume that if the aircraft is transmitting compliant 

ADS-B, that B1 or B2 is in the flight plan. The purpose of this entry is to indicate to the controller that 

he/she can expect the aircraft to appear on-screen when in ADS-B coverage.  

 

3.4  The absence of B1 or B2 are sometimes used to indicate that Crew training or State of 

registry approval does not exist. These are Regulator issues and not relevant to the ANSP.   

 

The aircraft operator cannot decide if transmitted ADS-B data will be used or not, via 

declaration in the flight plan. If ADS-B data is transmitted, then it may be used by ATC or by 

other aircraft. 

 

The ANSP then should be able to use the ADS-B data if  

 

a) the quality indicators (NUC/NIC etc) are acceptable and  

b) if the aircraft is not in a “blacklist” of airframes not compliant with the regulations. 

 

The ANSP does not have the responsibility to check compliance. 
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In the radar environment, the ANSP does not : 

- check the compliance of Mode A/C or Mode S transponders 

- check the qualifications of the crew 

- check if certification of state of registry exists for the transponder.  

 

Similarly, equivalent functions should not be performed in the ADS-B environment.  

 
4.  ANSP  CONSIDERATIONS 

 

The Air Traffic Control organisation may need to consider the following when implementing the 

proposed strategy : 

 
4.1 Crew Training & Operational Specification 

 

Crew training is not a responsibility of the ANSP.  

 

There is little, if any, training needed for the operation of ADS-B OUT.  

 

4.2 Non compliant avionics & certification 

 
The compliance &/or certification of avionics is not a responsibility of the ANSP.  

 

However, non compliant aircraft need to be managed by the ANSP whilst the Regulator enforces 

corrective action.  A “Blacklist” may be necessary to protect the operation whilst regulatory action 

takes place.  

 

Operational capabilities should exist to disable use of misleading data from a particular airframe – or 

enable ATC to refuse clearance.   

 
4.3 Display of ADS-B positional data 

 

In all known operational implementations, received ADS-B data (with appropriate quality factors) is 

displayed to ATC whether or not the flight plan includes ADS-B indicators 

 

ATC rely upon and use the data from all aircraft transmitting ADS-B whether or not the crew is 

trained, whether or not the State of Registry has approved the fitment, whether or not the equipment is 

certified. This approach is exactly the same as SSR data. 

 

This position is supported and the authors believe it inappropriate to discard ADS-B data based on 

the flight plan contents because flight plan indicators are sometimes wrong. There would be negative 

operational impact to remove the presence of an aircraft from display to ATC based on a single flight 

plan indicator. 
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4.4 Use for separation 

 

Some ANSPs have announced that they will only provide surveillance separation standards to aircraft 

that have indicated ADS-B fitment in the ICAO flight plan. It is difficult to implement this in practice 

without automation support because on one hand good data could be presented to ATC, whilst Flight 

plan indicators can be somewhat “hidden” from the core ATC application.  

 

Other ANSPs have argued that this is not acceptable and that ATC should not have to check the flight 

plan before knowing whether to provide a surveillance separation service or not.  They argue that if an 

ATC sees an ADS-B target, they should be able to use it.   

 

4.5  Use of B1 B2 

 

One operator has advised Australia that they were instructed by their regulator not to plan “B1” or 

“B2” until operational approval was provided.  Notwithstanding the lack of “operational approval”, 

they continued to access ADS-B mandated airspace without seeking an exemption from the Australian 

regulator.  

 

Notwithstanding the content of the flight plan concerning ADS-B capability, ATC in Australia will 

provide ADS-B services to any aircraft transmitting valid ADS-B data.   

 

 Provision of ADS-B services in Australia is not reliant on “operational 

approval” from the state of registry.   

 

 The assessment in Australia has been, and continues to be, that the use of valid 

ADS-B data and the provision of ADS-B services, even where operational approval 

has not been granted, provides a safer outcome than not using the data.   

 

 This extends to permitting operations in ADS-B mandated airspace without 

reference to any operational approval that may be required by the aircraft state of 

registry. 

 

5.  ROLE OF THE REGULATOR REGARDING ADS-B     

 

The regulator has the role of monitoring and enforcing the standards. It is entirely appropriate that the 

regulator use appropriate methods to confirm that the regulations are followed. These may include 

inter alia documentation checks, ramp checks, personnel licensing etc   

 

It is expected that regulators will perform ongoing monitoring. It is also expected that ANSPs, pilots, 

LAMEs and others will provide information regarding non compliance to the regulator.  Regulators 

have appropriate powers to enforce the standards on operators that are non compliant. 

 

Regulators monitor ADS-B compliance in the same manner as for ATC transponders as shown below:  
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6. REGULATOR CONSIDERATIONS 

 

The regulator organisation may need to consider the following when implementing the proposed 

strategy : 

 

6.1 Crew Training & Operational Specification 

 

Regulations may require crews to be appropriately trained to operate aircraft avionics.  However, no 

specific training requirements, other than operation of the ATC transponder are envisaged to operate 

ADS-B out.  

The operational specification process, whilst perhaps useful in the initial deployment of ADS-B, is 

now seen as being a hindrance to maximizing operational use of ADS-B.   

 

Australia noted that the operational requirements on aircrew to operate in an ADS-B surveillance 

environment were closely similar (relevant to operation of the transponder and air/ground 

communications/phraseology) with those for operation in SSR based airspace, and that no separate 

approval process has been required for air crew or the transponders for aircraft operating in SSR 

surveillance airspace. 

 

Australia conducted a safety analysis following a request by one operator that we not use ADS-B data 

from their aircraft because the crew were not trained. The result of the analysis was that it was safer to 

provide the ADS-B surveillance service than to comply with the wishes of the operator.  
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These issues were discussed at SEA/BOB ADS-B WG/9. That meeting concluded :  

 

In subsequent discussion it was agreed that States in APAC Region did not 

require an 

 

“Operational specification (ops spec)” to specify certification of non equipment 

aspects such as crew training, maintenance etc. These issues are covered under 

the existing requirements (if any) for the GPS and transponder equipment.  

 

In case where certification is required, the States were after assurance that the 

ADS-B avionics should comply with AMC20-24 or the applicable FAA or CASA 

ADS-B requirements. The operational approval requirements for ADS-B were 

considered to bring too little change to warrant an “ops spec”. 

 

6.2 Non compliant data transmissions must be disabled. 

 

Non compliant data transmissions are required to be disabled as required by Doc 7030 Regional 

Supplementary Procedures - MID/ASIA, Chapter 5 – Surveillance, Section 5.5. 

 

Under current arrangements, an operator may need to consider the consequences of transmitting  

ADS-B data if they are not approved – unless they are certain that the data is compliant with the 

requirements.  

 

Regulators need to be able to enforce requirements that non compliant transmissions are to be 

disabled. In most cases, the regulator will be informed of detected non compliance by the ANSP. 

 

6.3 Certification & State of Registry Approval 

 

The requirement for aircraft operators to have an operational approval from their State stemmed from 

APANPIRG Conclusion 21/39 which was made in 2010. That Conclusion included a template for the 

guidance of Asia-Pacific States intending to regulate for introduction of an ADS-B surveillance 

service.  The text of that template included the requirement that “ ….the aircraft operator must have 

the relevant operational approval from the State of Registry”.  

 

Subsequently, Australia examined the performance of ADS-B transmitted by aircraft that were not 

approved by their State of Registry – and found that in nearly all cases the data was as good as 

approved data. Those aircraft that were not transmitting compliant ADS-B were clearly detected by 

the ANSP mainly because of low or zero integrity (NUCp/NIC) or large track-jumps.  

 

Australia consequently decided that the requirement for operational and technical approval from State 

of Registry was more of a hindrance than a help to both safety & efficiency.  

 

It is noted that a number of Asia Pacific States have required State of Registry operational approvals 

for the introduction of ADS-B airspace in December 2013. Their requirement possibly stems from 

conformance with the APANPIRG Conclusion/template.  

 

Waiting for a State of registry operational approval process disqualifies many fully compliant 

aircraft/crews that are clearly compliant/capable of operation in surveillance airspace from the 

advantages of ATC surveillance and its safety and efficiency benefits. 

 

 

 

 



 

ADS-B SITF/13 – WP/09 -8- 

Agenda Item 5 

16/04/14 

  
This paper suggests that States could reconsider the necessity of the requirement for operational and 

technical approvals of aircraft by the State of Registry on the basis of the above discussion.  

 

States should consider carefully whether the benefits of State of Registry approval warrant the delay 

to safety & efficiency benefits for some operators that will have difficulty obtaining such approvals.  

 

7. RECOMMENDATIONS 

 

7.1  Where operational approval is required by their state of registry, aircraft operators 

(and regulators) should consider the implications of operating ADS-B equipment (transmitting  

ADS-B data), and planning to operate in ADS-B mandated airspace, without operational approval. 

 

7.2  ANSPs which do not rely on an aircraft having operational approval for use of  

ADS-B should conduct their own safety analysis to consider how best to manage aircraft which 

require, but do not have, operational approval by their state of registry. 

 

7.3  ANSPs which do rely on aircraft having operational approval before providing  

ADS-B services may need to ensure the ATM system can provide appropriate “flags” to the Air 

Traffic Controller to distinguish aircraft, based on approval status. 

 

7.4  The operation of ADS-B does not require any significant additional pilot skills or 

knowledge above that required to operate an ATC transponder. The consequences of lack of 

operational knowledge are limited to : 

 

a) incorrect entry of Flight ID (but correct Flight ID is already required in support 

of Mode S   ELS/EHS; and 

 

b) possible minor confusion responding to requests from ATC (eg ADS-B vs  

ADS-C) in exception cases. 

 

As a consequence it is proposed that lack of aircraft crew training NOT be an impediment to ADS-B 

based service delivery.  

 

7.5 States and ANSPs should reconsider any current requirements for “operational approval” for 

aircraft operators, and remove any such reference to a requirement for an “operational approval” or 

“operational specification” from State regulations and AIP. 

 

 

8. ACTION BY THE MEETING 

 

8.1 The meeting is invited to:  

 

a) note the information contained in this paper;  

 

b) confirm that States in Asia Pacific should not require an Operations 

Specification; and 

 

c) discuss the necessity for Asia-Pacific States to require State of Registry approval 

to receive ADS-B based service. Regulators could choose to address non 

compliance rather than require State of Registry approval. 

_ _ _ _ _ _ _ _ _ _ _ _ _ 


