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SUMMARY

This paper presents the proposed incorporation of outcomes of the
Workshop on ICAO Aircraft Address (AD) and Target Identification
(ID) in Surveillance Data and Flight Plan into ADS-B
Implementation and Operations Guidance Document (AIGD), with
the purpose to raise the awareness of AD/ID discrepancy issues
within the aviation community and provide stakeholders with
recommendations to mitigate the discrepancies.

1. INTRODUCTION

11 The observed discrepancies in ICAQO Aircraft Address (AD) and Target Identification
(ID) between surveillance data and flight plans have been discussed in SURICG meetings over the years.
With the efforts of IATA and FAA to follow up with their air operators, the situation had improved for
a short duration after the air operators had taken corrective actions to address the reported cases.
However, the same problems were observed later in flights from the same air operators, indicating that
the effectiveness of the corrective actions taken by some air operators was not sustainable.

1.2 To raise the awareness of the aviation community on the discrepancies and mitigate the
impact on operation caused by the recurring discrepancies, a Workshop on ICAO AD and ID in
Surveillance Data and Flight Plan was organized in June 2023. Subsequent action on developing a
guideline to consolidate the outcome of the Workshop followed. This paper proposes the incorporation
of such guideline into the AIGD Edition 16.0.

2. DISCUSSION

2.1 Despite the Conclusion CNS SG/25/13 (SURICG/6/7) — Integrity of ICAO Aircraft
Address and Target Identification in ADS-B / MLAT/ Mode S and Flight Plan endorsed to urge
States/Administrations to proactively follow up with air operators to address discrepancies, the
problems have been persisting with no significant improvement.
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2.2 Considering the recurrence of the discrepancies after CNS SG Conclusion and issuance
of a State Letter by the ICAO APAC Regional Office, a Workshop on ICAO AD and ID in Surveillance
Data and Flight Plan was organized in June 2023 to promote the awareness of stakeholders, including
ANSPs, airline operators and ground handling agents and the aviation community, as well as explore
follow-up procedures with proper points of contact to ensure proper ICAO AD and ID in surveillance
data and flight plan.

2.3 The Workshop identified the importance and necessity to develop a guideline for the
APAC Region to mitigate the discrepancies observed in AD and ID between surveillance data and flight
plan by consolidating the outcome of the workshop (ACTION ITEM 8-1).

24 Led by Hong Kong, China, and supported by China, New Zealand, Singapore, USA
and IATA, a guideline, which consolidates the outcomes of the Workshop, is developed. It is
recommended to incorporate the guideline into AIGD Edition 16.0. The revised AIGD Edition 16.0 is
provided in Attachment 1 for the meeting’s review and consideration.

25 The following Draft Conclusion is proposed for review and endorsement by the meeting
for consideration by CNS SG/28 meeting:

Draft Conclusion SURICG/9/X - Revised ADS-B Implementation and Operations Guidance
Document (AIGD)

What: That, the AIGD is revised for incorporation of a | Expected impact:
guideline, which consolidates the outcomes of a Workshop on ICAO | O Political / Global
AD and ID in Surveillance Data and Flight Plan, be adopted as | O Inter-regional
Edition 16.0. O Economic

O Environmental
Ops/Technical

Why: Updates from SURICG/9, including

incorporation of a guideline on Consistency of ICAO

Aircraft Address and Target Identification between | Follow-up: ORequired from States
Surveillance Data and Flight Plan in Appendix 9 of

AIGD.

When: 10-May-24 Status: Draft to be adopted by Subgroup
Who: XSub groups OAPAC States XICAO APAC RO OICAO HQ OOther: XXXX

3. ACTION BY THE MEETING
3.1 The meeting is invited to:
a) note the information contained in this paper;
b) review and endorse the revised AIGD Edition 16.0 provided in Attachment 1;

c) discuss any relevant matter as appropriate.
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1. INTRODUCTION

The Eleventh ICAO Air Navigation Conference held in 2003 recommended that States recognize
ADS-B as an enabler of the global ATM concept bringing substantial safety and capacity benefits;
support the cost-effective early implementation of it; and ensuring it is harmonized, compatible and
interoperable with operational procedures, data linking and ATM applications.

The Twelve ICAO Air Navigation Conference held in 2012 endorsed the Aviation System Block
Upgrades (ASBU) to provide a framework for global harmonization and interoperability of seamless
ATM systems. Among the Block Upgrades, the Block 0 module “Initial Capability for Ground
Surveillance” recommends States to implement ADS-B which provides an economical alternative to
acquire surveillance capabilities especially for areas where it is technically infeasible or commercially
unviable to install radars.

This ADS-B Implementation and Operations Guidance Document (AIGD) provides guidance material
for the planning, implementation and operational application of ADS-B technology in the Asia and
Pacific Regions.

The procedures and requirements for ADS-B operations are detailed in the relevant States’ AIP. The
AIGD is intended to provide key information on ADS-B performance, integration, principles, procedures
and collaboration mechanisms.

The content is based upon the work to date of the APANPIRG ADS-B Study and Implementation Task
Force (SITF), the Surveillance Implementation Coordination Group (SURICG) and various ANC Panels
developing provisions for the operational use of ADS-B. Amendment to the guidance material will be
required as new/revised SARPs and PANS are published.

11 ARRANGEMENT OF THE AIGD

The AIGD consists of the following Parts:

Section 1 Introduction
Section 2 Acronyms and Glossary of Terms
Section 3 Reference Documents

Section 4 ADS-B Data
Section 5 ADS-B Implementation

Section 6 Template of Harmonization Framework for ADS-B
Implementation

Section 7 System Integrity and Monitoring

Section 8 Reliability and Availability Considerations

Section 9 ADS-B Regulations and Procedures

Section 10 Security Issues Associated with ADS-B

1.2 DOCUMENT HISTORY AND MANAGEMENT

This document is managed by the APANPIRG. It was introduced as draft to the first Working Group
meeting of the ADS-B SITF in Singapore in October 2004, at which it was agreed to develop the draft to
an approved working document that provides implementation guidance for States. The first edition was
presented to APANPIRG for adoption in August 2005. It is intended to supplement SARPs, PANS and
relevant provisions contained in ICAO documentation and it will be regularly updated to reflect evolving
provisions.



1.3 COPIES

Paper copies of this AIGD are not distributed. Controlled and endorsed copies can be found at the
following web site: http://www.icao.int/ APAC/Pages/edocs.aspx

Copy may be freely downloaded from the web site, or by emailing APANPIRG through the ICAO Asia
and Pacific Regional Office who will send a copy by return email.

1.4 CHANGES TO THE AIGD

Whenever a user identifies a need for a change to this document, a Request for Change (RFC) Form (see
Section 1.6 below) should be completed and submitted to the ICAO Asia and Pacific Regional Office.
The Regional Office will collate RFCs for consideration by the Surveillance Implementation
Coordination Group.

When an amendment has been agreed by a meeting of the Surveillance Implementation Coordination
Group then a new version of the AIGD will be prepared, with the changes marked by an “|” in the
margin, and an endnote indicating the relevant RFC, so a reader can see the origin of the change. If the
change is in a table cell, the outside edges of the table will be highlighted; e.qg.:

Final approval for publication of an amendment to the AIGD will be the responsibility of APANPIRG.

15 EDITING CONVENTIONS
(Intentionally blank)
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1.6 AIGD REQUEST FOR CHANGE FORM

RFC Nr:

Please use this form when requesting a change to any part of this AIGD. This form may be photocopied

as required, emailed, faxed or

+66 (2) 537-8199 or APAC@icao.int

e-mailed

ICAO Asia and Pacific Regional

Office

1. SUBJECT:

2. REASON FOR CHANGE:

3. DESCRIPTION OF PROPOSAL: [expand / attach additional pages if necessary]

4. REFERENCE(S):

5. PERSON INITIATING:
ORGANISATION:
TEL/FA/X/E-MAIL:

DATE:

6. CONSULTATION
Organization

RESPONSE DUE BY DATE:

Name

Agree/Disagree

Date

7. ACTION REQUIRE :
8. AIGD EDITOR
9. FEEDBACK PASSED

DATE REC’D :
DATE :
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1.7 AMENDMENT RECORD

ADS-B SITF/14
and adopted by
APANPIRG/26

Amendment Date Amended by Comments
Number
0.1 24 December 2004 | W. Blythe Modified draft following contributions
H. Anderson from ADS-B SITF Working Group
members. Incorporated to TF/3 Working
Paper #3.
0.2 (1.0 24 March 2005 H. Anderson Final draft prepared at ADS-B SITF WG/3
0.3 (1.1 03 June 2005 Nick King Amendments following SASP WG/WHL
meeting of May 2005
0.4 15 July 2005 CNS/MET SG/9 | Editorial changes made
1.0 26 August 2005 APANPIRG/16 | Adopted as the first Edition
2.0 25 August 2006 Proposed by Adopted as the second Edition
ADS-B SITF/5
and adopted by
APANPIRG/17
3.0 7 September 2007 | Proposed by Adopted as the second amendment (3
ADS-B SITF/6 | edition)
and adopted by
APANPIRG/18
4.0 5 September 2011 | Proposed by Adopted amendment on consequential
ADS-B SITF/10 | change to the Flight Plan and additional
and adopted by | material on the reliability and availability
APANPIRG/22 | for ADS-B ground system
5.0 14 September 2012 | Proposed by Included sample template on harmonization
ADS-B SITF/11 | framework
and adopted by
APANPIRG/23
6.0 June 2013 Proposed by Revamped to include the latest ADS-B
ADS-B SITF/12 | developments and references to guidance
and adopted by | materials on ADS-B implementation
APANPIRG/24
7.0 September 2014 Proposed by (i) Included guidance materials on
ADS-B SITF/13 monitoring and analysis of ADS-B
and adopted by equipped aircraft
APANPIRG/25 | (ii) Included guidance materials on
synergy between GNSS and ADS-B
(iii) Revised ATC Phraseology
(iv) Included clarification on Flight
Planning
8.0 September 2015 Proposed by (i) Updated the guidance materials on

monitoring and analysis of ADS-B
equipped aircraft

(if) Updated the categories of reported
ADS-B avionics problems

(iii) Updated the guidance materials on
ADS-B flight plan

(iv) Updated the guidance materials on
disabling ADS-B transmissions

(v) Remove reference to operational




approval for use of ADS-B Out by
ATC

9.0

September 2016

Proposed by
ADS-B SITF/15
and adopted by
APANPIRG/27

(i) Included a list of additional functional
requirements for ADS-B integration

(if) Addition of a checklist of common
items or parameters for monitoring of
ADS-B System

(iii) Amendment to emphasize the issue on
potential incorrect processing of DO-
260B downlinks by ADS-B ground
stations during upgrade

(iv) Updated the list of known ADS-B
avionics problems

(v) Included a general recommendation of
technical solution on acquisition of
Mode 3/A code information via Mode
S downlink for DO-260 aircraft in
ADS-B implementation with Mode
AJC SSR environment

10.0

June 2017

Proposed by
SURICG/2

(i) Updated “B787 position error with
good NUC” in the list of known ADS-
B avionics problems.

(if) Included new problem type “Incorrect
Ground Bit Setting in ADS-B
Avionics Downlink Data” and “A350
ADS-B on-ground performance” in
the list of known ADS-B avionics
problems.

(iii) Amendment to the template for ADS-
B Mandate / Regulations for Aircraft
Avionics.

(iv) Included a general recommendation to
use ADS-B in overcoming the
limitations of Mode A/C radar
technology.

(v) Included a general recommendation on
carrying out ICAO Aircraft Address
Monitoring

(vi) Aligned to replace NACp for NAC
throughout the document

(vii) Aligned to use ICAO Aircraft Address
throughout the document

11.0

April 2018

Proposed by
SURICG/3

(i) Editorial Updates — including
[replacing ADS-B SITF with SURICG
(Sections 1,1.4,2.1,75.1,75.5,
7.5.6,7.6,7.8.2)

(if) Correction of HPL Definition (Section
2.2)

(iii) Update of reference documents as in
Attachment 2 of WP/02

(iv) Include reference to APRD (Section




7.5.1)

(v) Update of sample regulations (Section
9.2)

(vi) Update in Position Reporting
Performance (Section 9.3.2)

(vii) Update in GNSS Integrity Prediction
Service (Section 9.3.3)

(viii)  Update name of RASMAG in
Sharing of ADS-B Data (Section
9.3.4)

(ix) Clarification of reporting rate
requirements (Section 9.4.1)

(X) Use of Ident during ADS-B
emergencies.(Section 9.12)

(xi) Appendix 1 missing from Version 10
— reinstate.

(xii) Appendix 2 — update for available
APRD.

(xiii) Update to B787 service bulletin
status. (Attachment A in Appendix 2)

(xiv)  replace "Date UTC" to "Start
Time/Date UTC", replace "Time
UTC" to "End Time/Date UTC" and
related contents in the Report Form
(Section 7.8.1)

(xv) replace description of "Date UTC" as
"UTC Time/Date when the event
occurred", replace description of
"Time UTC" as "UTC Time/Date
when the event ended" as sometimes
the problem will lasts across mid-
night. (Section 7.8.2)

(xvi)  In Remote Control & Monitoring
(RCMS) part, suggest to replace
"ASTERIX Output Load" to
"ASTERIX Output Load and Link
Status" (Appendix 5)

(xvii) Update on DO260A EMG issue
(Section 9.12)

(xviii) Update the link to the Guidance
Material on generation, processing and
sharing of ASTERIX (Section 4)

(xix)  Reference to Space based ADS-B
and ATC automation as in WP12 is
added under 5.1.4.4.6

(xx) Updated Section 4Managing the
Problem in Appendix 2 to incorporate
the General mechanism and procedure
for blacklisting aircraft

(xxi)  Updated the Attachment A to
Appendix 2 — List of known ADS-B
avionics problems

(xxii) Added Appendix 6 — Baseline
ADS-B Service Performance
Parameters




(xxiii) Added Appendix 7 — Guidance

Material on Generation, Processing
and Sharing of ASTERIX Category 21
ADS-B Messages

12.0

April 2019

Proposed by
SURICG/4

(i)

(i)

(i)

Added procedures on handling GPS
time and week counters rollover
(Section 9.13)

Added two new problem types to
Attachment A of Appendix 2 “List of
known ADS-B avionics problems”,
including:

o Rockwell TSS-4100 Geometric
Altitude Reporting as Pressure
Altitude

o Improper NACvV reporting

Updated the status of known ADS-B
avionics problems in Attachment A of
Appendix 2 “List of known ADS-B
avionics problems”, including:

o BT787 position error with good NIC

o Rockwell TSS-4100 track
extrapolation issue

o Embraer 170 track jumping issue

o Airbus Single Aisle production
wiring issue

o Boeing 777-300ER production
wiring issue

13.0

September 2020

Proposed by
SURICG/5

(i)

(i)

(iii)

Updated the status of known ADS-B
avionics problems in Attachment A of
Appendix 2 “List of known ADS-B
avionics problems”, including B787
NACv =0 Issue

Updated Section 5.1.4.5.1 on ICAO
Aircraft Address Monitoring

Added the following new sections:

o Use of ADS-B for Airport Surface
Movement (Section 9.3.6)

o 1090 Mhz Spectrum and 24-bit
Aircraft Address Issue with
Unmanned Aircraft Systems (UAS)
(Section 9.3.7)

o Measures for Enhancing the
Security of ADS-B (Section 10.3)

o Time Difference of Arrival




(TDOA) Based Position
Verification Method (Section
10.3.1)

14.0

August 2021

Proposed by
SURICG/6

(i) Added the following new issue to the
“List of known ADS-B avionics
problems” in Attachment A of
Appendix 2

o Honeywell Primus Il RCZ Issue

15.0

May 2022

Proposed by
SURICG/7

(i) Added Section 9.3.8 on
Methodologies to Avoid or Reduce
1090 MHz Congestion

(ii) Added Section 10.3.2 on Appropriate
Implementation of a Decoding Method
of CPR

16.0

May 2024

Proposed by
SURICG/9

(i) Updated Section 9.10.2.2 on proper
ICAO AD in surveillance data and
flight plan

(if) Updated Section 9.10.3 on consistency
of ID in surveillance data and flight
plan

(iii) Added Appendix 9 — Guideline on
Consistency of ICAO Aircraft Address
and Target Identification between
Surveillance Data and Flight Plan




2. ACRONYM LIST & GLOSSARY OF TERMS

2.1 ACRONYM LIST

ACID
ADS-C
ADS-B
AIGD
AIP
AIT
AMSL
APANPIRG
APRD
ARINC
ATC
ATM
ATS
ATSP
ATSU
CNS
CRC
CDTI
DAIW
FIR
FLTID
FMS
FOM
GPS
HPL
ICAO
MSAW
MTBF
MTCA
MTTR
NACp
NIC
PRS
RAI
RAM
RAIM
RFC
RNP
SIL
SITF
STCA
SURICG

Aircraft Identification

Automatic Dependent Surveillance - Contract
Automatic Dependent Surveillance - Broadcast
ADS-B Implementation and Operations Guidance Document
Aeronautical Information Publication

ADS-B Implementation Team

Above Mean Sea Level

Asia/Pacific Air Navigation Planning and Implementation Regional Group
ADS-B Avionics Problem Reporting Database
Aeronautical Radio Incorporate

Air Traffic Control (or Air Traffic Controller)
Air Traffic Management

Air Traffic Services

ATS Provider

ATS unit

Communications, Navigation, Surveillance
Cyclic Redundancy Check

Cockpit Display Traffic Information

Danger Area Infringement Warning

Flight Information Region

Flight Identification

Flight Management System

Figure of Merit used in ASTERIX messaging
Global Positioning System (USA)

Horizontal Protection Level

International Civil Aviation Organization
Minimum Safe Altitude Warning

Mean Time Between Failures

Medium Term Conflict Alert

Mean Time To Restore

Navigation Accuracy Category

Navigation Integrity Category

Problem Reporting System

Restricted Area Intrusion

Route Adherence Monitoring

Receiver Autonomous Integrity Monitoring
Request for Change

Required Navigation Performance

Source Integrity Level

Study and Implementation Task Force

Short Term Conflict Alert

Surveillance Implementation Coordination Group



2.2 GLOSSARY OF TERMS

ADS-B In An ADS-B system feature that enables the display of
real time ADS-B tracks on a situation display in the
aircraft cockpit.

ADS-B Out An ADS-B system feature that enables the frequent
broadcast of accurate aircraft position and vector
data together with other information.

Asterix 21 Eurocontrol standard format for data message

exchange

FOM (Figure of Merit)

A numeric value that is used to determine the
accuracy and integrity of associated position data.

HPL (Horizontal Position Limit)

The containment radius within which the true
position of the aircraft will be found for 99.999% of
the time, or the probability indicated by the reported
SIL value (DO-260A/B).

NACp (Navigational Accuracy Category)

Subfield used to announce the 95% accuracy limits
for the horizontal position data being broadcast.

NIC (Navigational Integrity Category)

Subfield used to specify the containment radius
integrity associated with horizontal position data.

NUCp ( Navigation Uncertainty Category)

A numeric value that announces the integrity of the
associated horizontal position data being broadcast.

SIL (Source Integrity Level)

Subfield used to specify the probability of the true
position lying outside the containment radius defined
by NIC without being alerted.




ADS-B Implementation and Operations Guidance Document

3. REFERENCE DOCUMENTS
Id Name of the document Reference Date Origin | Domain
1 | Annex 2: Rules of the Air Tenth Edition July 2005 ICAO
Including
Amendment 43
dated 10/11/16
2 | Annex 4: Aeronautical Chart Eleventh Edition July 2009 | ICAO
including
Amendment 59
dated 10/11/16
3 | Annex 10: Aeronautical Fifth Edition July 2014 | ICAO
Telecommunications, Vol. IV —
Surveillance Radar and Collision
Avoidance Systems
4 | Annex 11: Air Traffic Services Fourteenth Edition | July 2016 | ICAO
5 | Annex 15: Aeronautical Fifteenth Edition July 2016 | ICAO
Information Services
6 | PAN-ATM (Doc 4444/ATM501) Sixteenth Edition | November | ICAO
2016
7 | Air Traffic Services Planning First Edition 1984 ICAO
Manual (Doc 9426/AN924) including
Amendment 4
30/12/92
8 | Manual on Airspace Planning First Edition 1998 ICAO
Methodology for the Determination | including
of Separation Minima (Doc Amendment 1
9689/AN953) dated 30/8/02
9 | Doc 9859 Safety Management Third Edition 2013 ICAO
Manual (SMM)
10 | Technical Provisions for Mode S Second Edition 2012 ICAO
Services and Extended Squitter including
(Doc 9871/AN460) Amendment 1
dated 09/01/17
11 | Aeronautical Surveillance Manual Second Edition 2017 ICAO
(Doc 9924)
12 | ICAO Circular 326 AN/188 First Edition 2012 ICAO
“Assessment of ADS-B and
Multilateration Surveillance to
Support Air Traffic Services and
Guidelines for Implementation”.
13 | Regional Supplementary Fifth Edition 2008 ICAO
Procedures (Doc 7030) including
Amendment 9
dated 25/04/14
14 | Minimum Operational Performance | RTCA DO-260 2000 RTCA
Standards (MOPS) for 1090 MHz September 13,
Automatic Dependent Surveillance | 2000
— Broadcast (ADS-B) — including
Change 1 Change 1 to 2006
RTCA DO-260

Edition £6:0 — May:2024

Attachment 1 - 17



June 27, 2006

15 | Minimum Operational Performance | RTCA DO-260A | 2003 RTCA
Standards for 1090 MHz Extended | April 10, 2003
Squitter Automatic Dependent
Surveillance — Broadcast (ADS-B)
and Traffic Information Services —
Broadcast (T1S-B)
Minimum Operational Performance | RTCA DO-260A | 2006
Standards for 1090 MHz Extended | Change 1
Squitter Automatic Dependent June 27, 2006
Surveillance — Broadcast (ADS-B)
and Traffic Information Services —
Broadcast (T1S-B) — Change 1
Minimum Operational Performance | RTCA DO-260A | 2006
Standards for 1090 MHz Extended | Change 2
Squitter Automatic Dependent December 13,
Surveillance — Broadcast (ADS-B) | 2006
and Traffic Information Services —
Broadcast (T1S-B) — Change 2

16 | Minimum Operational Performance | RTCA DO-260B | 2009 RTCA
Standards for 1090 MHz Extended December 2, 2009
Squitter Automatic Dependent
Surveillance — Broadcast (ADS-B)
and Traffic Information Services
(T1S-B)
Minimum Operational Performance | RTCA DO-260B | 2011

Standards for 1090 MHz Extended
Squitter Automatic Dependent
Surveillance — Broadcast (ADS-B)
and Traffic Information Services —
Broadcast (T1S-B) — Corrigendum 1

December 13,
2011




4. ADS-B DATA

APANPIRG has decided to use 1090MHz Extended Squitter data link for ADS-B data exchange in the
Asia and Pacific Regions. In the longer term an additional link type may be required.

To ensure interoperability of ADS-B ground stations in the Asia Pacific (ASIA/PAC) Regions, during
the 16th APANPIRG Meeting held in August 2005, the ASTERIX Category 21 version 0.23 (V0.23)
which had incorporated DO260 standard was adopted as the baselined ADS-B data format for
deployment of ADS-B ground stations and sharing of ADS-B data in the ASIA/PAC Regions. At this
time, DO260A and DO260B standards were not defined.

This baselined version provides adequate information so that useful ATC operational services, including
aircraft separation, can be provided. V0.23 can be used with DO260, DO260A and DO260B ADS-B
avionics/ground stations to provide basic ATC operational services. However, V0.23 cannot fully
support the more advanced capabilities offered by DO260A and DO260B.

As the avionics standards changed through the different versions of DO260, the ADS-B ground station
processing also needed to change, so that downlinks received from aircraft would be correctly
interpreted in construction of the ASTERIX Category 21 messages. It is important that States with
“older generation” ADS-B ground stations designed to support DO260 or DO260A, take action to
upgrade to support the latest ADS-B avionics standard as well as the older standards. DO260B avionics
will become more common in the Asia Pacific region as the FAA and European ADS-B mandates for
2020 require this version.

States intending to implement ADS-B surveillance and share ADS-B data with others might consider to
adopt a more updated version of ASTERIX in order to make use of the advanced capabilities offered by
DO260A and DO260B compliant avionics.

A guidance material on generation, processing and sharing of ASTERIX Cat. 21 ADS-B messages is
provided at Appendix 7 for reference by States.

In this guidance material, the ADS-B data contained inside ASTERIX Cat 21 are classified as Group 1
(mandatory), Group 2 (Desirable) and Group 3 (Optional). It is required to transmit all data that are
operationally desirable (Group 2), when such data are received from the aircraft, in addition to the data
that are mandatory (Group 1) in ASTERIX messages. Whether Group 3 optional data will need to be
transmitted or not should be configurable on item-by-item basis within the ADS-B ground station
depending on specific operational needs.

It is considered necessary that all data that are mandatory in ASTERIX messages (i.e. Group 1 data
items) and operationally desirable (i.e. Group 2 data items) when such data are received from aircraft,
should be included in data sharing. In the event that the data have to be filtered, the list of optional data
items (i.e. Group 3 data items) needs to be shared will be subject to mutual agreement between the two
data sharing parties concerned.
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ADS-B IMPLEMENTATION

INTRODUCTION
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There are a range of activities needed to progress ADS-B implementation from initial concept
level to operational use. This section addresses the issues of collaborative decision making,

system

compatibility and integration, while the second section of this chapter provides a

checklist to assist States with the management of ADS-B implementation activities.

Implementation team to ensure international coordination

5.121

5122

5123

5.124

Any decision to implement ADS-B by a State should include consultation with the wider
ATM community. Moreover, where ADS-B procedures or requirements will affect
traffic transiting between states, the implementation should also be coordinated between
States and Regions, in order to achieve maximum benefits for airspace users and service
providers.

An effective means of coordinating the various demands of the affected organizations is
to establish an implementation team. Team composition may vary by State or Region,
but the core group responsible for ADS-B implementation planning should include
members with multidiscipline operational expertise from affected aviation disciplines,
with access to other specialists where required.

Ideally, such a team should comprise representatives from the ATS providers, regulators
and airspace users, as well as other stakeholders likely to be influenced by the
introduction of ADS-B, such as manufacturers and military authorities. All identified
stakeholders should participate as early as possible in this process so that their
requirements can be identified prior to the making of schedules or contracts.

The role of the implementation team is to consult widely with stakeholders, identify
operational needs, resolve conflicting demands and make recommendations to the
various stakeholders managing the implementation. To this end, the implementation
team should have appropriate access to the decision-makers.

System compatibility

5131

5.13.2

5133

ADS-B has potential use in almost all environments and operations and is likely to
become a mainstay of the future ATM system. In addition to traditional radar-like
services, it is likely that ADS-B will also be used for niche application where radar
surveillance is not available or possible. The isolated use of ADS-B has the potential to
foster a variety of standards and practices that, once expanded to a wider environment,
may prove to be incompatible with neighbouring areas.

Given the international nature of aviation, special efforts should be taken to ensure
harmonization though compliance with ICAO Standards and Recommended Practices
(SARPs). The choice of systems to support ADS-B should consider not only the
required performance of individual components, but also their compatibility with other
CNS systems and prevailing avionics standards.

The future concept of ATM encompasses the advantages of interoperable and seamless
transition across flight information region (FIR) boundaries and, where necessary, ADS-



B implementation teams should conduct simulations, trials and cost/benefit analysis to
support these objectives.

5.14 Integration

5.1.4.1 ADS-B implementation plans should include the development of both business and
safety cases. The adoption of any new CNS system has major implications for service
providers, regulators and airspace users and special planning should be considered for
the integration of ADS-B into the existing and foreseen CNS/ATM system. The
following briefly discusses each element.

5.1.4.2 Communication system

5.1.4.21 The communication system is an essential element within CNS. An air
traffic controller can now monitor an aircraft position in real time using
ADS-B where previously only voice position reports were available.
However, a communication system that will support the new services
that result from the improved surveillance may be necessary.
Consequently, there is an impact of the ongoing ADS-B related work on
the communication infrastructure developments.

5.1.4.3 Navigation system infrastructure

5.14.3.1 ADS-B is dependent upon the data obtained from a navigation system
(typically GNSS), in order to enable its functions and performance.
Therefore, the navigation infrastructure should fulfill the corresponding
requirements of the ADS-B application, in terms of:

a) Data items; and
b) Performance (e.g. accuracy, integrity, availability etc.).

5.1.4.3.2  This has an obvious impact on the navigation system development,
which evolves in parallel with the development of the surveillance
system.

5.1.4.4 Other surveillance infrastructure

5.1.4.4.1 ADS-B may be used to supplement existing surveillance systems or as the
principal source of surveillance data. Ideally, surveillance systems will
incorporate data from ADS-B and other sources to provide a coherent
picture that improves both the amount and utility of surveillance data to the
user. The choice of the optimal mix of data sources will be defined on the
basis of operational demands, available technology, safety and cost-benefit
considerations.

5.1.4.4.2 ADS-B is one of the cost-effective means in complementing and
overcoming limitations of Mode A/C radars, including false targets, aircraft
positions temporarily not displayed and split tracks, which could cause
aircraft display issues on radar screens for ATC irrespective of brands of Air
Traffic Management System being used. Within busy airspace, aircraft
could be managed at close lateral distance while vertically separated. In
such situation, Mode A/C radars sometimes provide garbled detection, in
the form of false targets due to overlapping replies from two or more aircraft.
In the case of ADS-B, ADS-B data are broadcast in an omni-directional,
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51444

5.1.4.45

5.1.4.4.6

random and periodic intervals without suffering from the same issue. In
addition, automatic data validation is usually done at ADS-B receivers to
ensure integrity of ADS-B information received from the aircraft.

A guidance material on issues to be considered in ATC multi-sensor fusion
processing including integration of ADS-B data is provided on the ICAO
website http://www.icao.int/ APAC/Pages/edocs.aspx for reference by
States.

Acquisition of Mode 3/A code for DO-260 aircraft through Mode S
downlink

There is a potential problem for some of the air traffic management systems
(ATMS) for fusion of ADS-B targets with Mode A/C SSR targets, because
a common identifier to the aircraft, Mode 3/A code, is not available through
ADS-B. Then ATMS can only rely on proximity analysis of aircraft position
and Mode C altitude to determine whether detections from two distinct
types of surveillance sources belong to the same aircraft. This matching
technique might introduce ambiguity in associating ADS-B with Mode A/C
SSR targets for fused display.

States may consider enhancing their ADS-B ground stations to listen to
Downlink Format 5 and 21 (DF 5 and 21) of Mode S interrogation replies
which carry the Mode 3/A code of the same aircraft. As a result, ADS-B
target reports of the same DO-260 aircraft can be filled with Mode 3/A code
acquired from Mode S downlink to facilitate matching with Mode A/C SSR
targets before transmitting to the ATMS.

The transmission of DF 5 and DF 21 messages from a Mode S aircraft
requires to be triggered by ground-based Mode S interrogators, either
through active or passive interrogation. For active interrogation, Mode S
interrogators can be installed alongside with ADS-B ground stations for
actively triggering DF 5 and DF 21 messages transmission from the aircraft.
The interrogators shall follow ICAQ standard to perform periodic all-call
and roll-call to the aircraft in range. For passive interrogation, the ADS-B
ground stations will only passively listen to the DF messages from the
aircraft for acquiring the Mode 3/A code. It is required to ensure that Mode
S interrogations are performed by external systems, such as A-SMGCS,
MLAT system or Mode S radar under their coverage.

The above provides an interim solution during transition from Mode A/C
SSR to Mode S SSR. After upgrading to Mode S SSR, ATMS can have an
alternative means to make use of Flight ID or ICAO Aircraft Address to
perform association between ADS-B and Mode S radar targets without
ambiguity.

A guidance material on processing and displaying of ADS-B data at air
traffic controller positions is provided on the ICAO website
“http://www.icao.int/ APAC/Pages/edocs.aspx” for reference by States.

Most of the ATC automation systems that support terrestrial ADS-B will
also support space-based ADS-B without modifications. For more guidance,
reference can be made to WP/12 on "ATC Automation Requirement and
Space-based ADS-B" delivered during 3rd meeting of the SURICG.


http://www.icao.int/APAC/Pages/edocs.aspx
http://www.icao.int/APAC/Pages/edocs.aspx

5.1.4.5 Additional Functional Requirements for ADS-B Integration

5.1451

The following list of functions could be considered by each individual
States to see whether they are suitable for their own operational needs or
applicable to local environment from ADS-B integration point of view:

The priority of ADS-B sensor position data vs radar data could be
adaptable;

For ADS-B aircraft, receipt of the Mode S conspicuity code could
trigger use of the Flight ID / ICAO Aircraft Address for flight plan
correlation;

If, due to sensor or aircraft capability limitation, no SSR code is received
for an aircraft, the system could use Flight ID/ ICAO Aircraft Address
for track correlation;

For correlation based on Flight ID, the received ID could exactly match
the ACID of the flight plan;

For correlation based on ICAO Aircraft Address, the received address
could match the address entered in the flight plan item 18 CODE/
keyword;

The system could generate an alert for a correlated flight for which the
Flight ID from the track does not match the flight plan ACID and/or the
ICAO Aircraft Address from the track does not match the code given in
the flight plan Item 18 CODE/ keyword,;

The system could allow the setting of ADS-B above or below the radar
sources within the Surveillance Data Processor Tile Set on a per-tile
basis;

Priority could only apply to data received at or above the adapted NUCp,
NACp, NIC, and/or SIL thresholds;

The system could be configurable to either discard ADS-B data or
display the track with an indication of ADS-B degradation if the
received NUCp, NACp, NIC, or SIL is below an adapted threshold,;

If the system is configured to display the degraded track, the degraded
position and status could only be displayed if there are no other
surveillance sources available;

The system could allow the adaptation of ADS-B emergency codes to
map to special Mnemonics;

The system could include an adaptable Downlinked Aircraft Parameters
(DAP) field that invokes a popup with the following information from
Mode-S and ADS-B aircraft:

- Magnetic Heading
- True Track Angle



5.15

Coverage Predictions

Indicated Airspeed/Mach Number
Groundspeed

Track Angle Rate

True Airspeed

Roll Angle

Selected Altitude

Vertical Rate

The system could generate a conformance alert if the Selected Altitude
and the Cleared Flight Level do not match.

The system could monitor! the ICAO Aircraft Address of individual
aircraft and generate alert for the following cases:

ICAO Aircraft Address does not match with that specified in
flight planICAQ Aircraft Address is all 0 or F (expressed in
hexadecimal)

ICAO Aircraft Address is not defined in ICAO’s allocation
Duplicate ICAO Aircraft Address detected within single sensor
in the same time-frame

Duplicate ICAO Aircraft Address detected within multi-sensors
in the same time-framelCAO Aircraft Address changes during
the flight

Aircrafts whose state identification number is not match with
the state information registered in its flight plan

Aircrafts whose state identification number is not defined in
SARPs (Annex 10)

Mode-S transponder of which P4 pulse was not detected
Mode-A/C transponder replied to Mode-S all call

5.1.5.1 Reliable and robust analysis and planning of ADS-B coverage to support seamless
ATM initiative requires accurate and reliable coverage modelling. States should ensure
that surveillance engineering/technical teams are provided with modelling tools to
provide accurate and reliable coverage predictions for ATM planning and analysis.

1 Monitoring could be done by ATM system or other systems of the States/Administration



5.2 IMPLEMENTATION CHECKLIST
5.2.1 Introduction

The purpose of this implementation checklist is to document the range of activities that needs to be
completed to bring an ADS-B application from an initial concept to operational use. This checklist may
form the basis of the terms of reference for an ADS-B implementation team, although some activities
may be specific to individual stakeholders. An example of the checklist used by AirServices Australia is
given at Appendix 1.

5.2.2  Activity Sequence

The activities are listed in an approximate sequential order. However, each activity does not have to be
completed prior to starting the next activity. In many cases, a parallel and iterative process should be
used to feed data and experience from one activity to another. It should be noted that not all activities
will be required for all applications.

5.2.3 Concept Phase
a) construct operational concept:

1) purpose;

2) operational environment;
3) ATM functions; and

4) infrastructure;

b) identify benefits:

1) safety enhancements;

2) efficiency;

3) capacity;

4) environmental;

5) cost reductions;

6) access; and

7) other metrics (e.g. predictability, flexibility, usefulness);

c) identify constraints:

1) pair-wise equipage;

2) compatibility with non-equipped aircraft;
3) need for exclusive airspace;

4) required ground infrastructure;

5) RF spectrum;

6) integration with existing technology; and
7) technology availability;

d) prepare business case:

1) cost benefit analysis; and
2) demand and justification.

5.2.4 Design Phase

a) identify operational requirements:



1) security; and
2) systems interoperability;

b) identify human factors issues:

1) human-machine interfaces;

2) training development and validation;

3) workload demands;

4) role of automation vs. role of human;

5) crew coordination/pilot decision-making interactions; and
6) ATM collaborative decision-making;

c) identify technical requirements:

1) standards development;

2) prevailing avionics standards;
3) data required;

4) functional processing;

5) functional performance; and
6) required certification levels;

d) equipment development, test, and evaluation:

1) prototype systems built to existing or draft standards/specifications;
2) developmental bench and flight tests; and

3) acceptance test parameters; and

4) select and procure technology;

e) develop procedures:

1) pilot and controller actions and responsibilities;

2) phraseologies;

3) separation/spacing criteria and requirements;

4) controller’s responsibility to maintain a monitoring function, if appropriate;
5) contingency procedures;

6) emergency procedures; and

7) develop AIP and Information documentation

f) prepare design phase safety case:
1) safety rationale;
2) safety budget and allocation; and
3) functional hazard assessment.
5.25 Implementation phase
a) prepare implementation phase safety case;

b) conduct operational test and evaluation:

1) flight deck and ATC validation simulations; and
2) flight tests and operational trials;

c) obtain systems certification:



1) aircraft equipment; and
2) ground systems;

d) obtain regulatory approvals:
1) air traffic certification of use;
e) implementation transition:
1) Promulgate procedures and deliver training
2) continue data collection and analysis;
3) resolve any unforeseen issues; and
4) continue feedback into standards development processes;
) performance monitoring to ensure that the agreed performance is maintained.
5.2.5.1 Once the implementation project is complete, ongoing maintenance and upgrading of

both ADS-B operations and infrastructure should continue to be monitored, through
the appropriate forums.



6.1

6.1.1

6.1.2

HARMONIZATION FRAMEWORK FOR ADS-B IMPLEMENTATION
BACKGROUND

It is obvious that full benefits of ADS-B will only be achieved by its harmonized
implementation and seamless operations. During the 6th meeting of ADS-B SEA/WG in
February 2011, Hong Kong, China initiated to strengthen collaboration among
concerned States/Administrations for harmonized ADS-B implementation and seamless
operations along two ATS routes L642 and M771 with major traffic flow (MTF). An
ad-hoc workgroup comprising concerned CAAs/ANSPs from Hong Kong, China,
Mainland China, Vietnam and Singapore was subsequently formed to elaborate and
agree on a framework regarding implementation timelines, avionics standards, optimal
flight levels, and ATC and engineering handling procedures. As a coherent effort, ADS-B
implementation along ATS routes L642 and M771 has been harmonized while Hong
Kong, China and Singapore have published respective Aeronautical Information
Circulars and Airworthiness Notices on ADS-B mandates for these two routes with
effect on 12 December 2013.

It is considered that the above implementation framework for ATS routes L642/M771
would serve as a useful template for extension to other high density routes to harmonize
ADS-B implementation. Paragraph 6.2 shows the detailed framework.



6.2

TEMPLATE OF HARMONIZATION FRAMEWORK FOR ADS-B IMPLEMENTATION

Harmonization Framework for ADS-B Implementation along ATS Routes L642 and M771

No. What to harmonize What was agreed Issue / what needs to be further
discussed
1 Mandate Effective Singapore (SG), Hong Kong (HK), China (Sanya) :
12 Dec 2013
Vietnam (VN) : to be confirmed
2 ATC Operating Procedures No need to harmonize Refer to SEACG for consideration of the
impact of expanding ADS-B surveillance
on ATC Operating Procedures including
Large Scale Weather procedures.
3 Mandate Publish Date No need to harmonize To publish equipment requirements as

early as possible.




Flight Level

SG, HK, CN :
- At or Above FL290 (ADS-B airspace)
- Below FL290 (Non-ADS-B airspace)

VN to be confirmed

Avionics Standard (CASA/AMC2024)

SG - CASA or AMC2024 or FAA AC No. 20-165
HK - CASA or AMC2024 or FAAAC No. 20-165
VN - CASA or AMC2024 or FAAAC No. 20-165
CN - CASA or AMC2024 or FAAAC No. 20-165

ADS-B Task Force agreed that DO260B
will be accepted as well.

SG, HK, and CN agreed their ADS-B GS
will accept DO260, DO260A and
DO260B by 1 July 2014 (Note 1)

Flight Planning

Before 15 Nov 2012, as per AIGD
On or after 15 Nov 2012, as per new flight plan
format

Aircraft Equippage

7a)

Procedures if Aircraft Not Equipped or
Aircraft without a Serviceable ADS-B
Transmitting Equipment before Flight

SG, HK, CN : FL280 and Below
VN to be confirmed




7b) Aircraft Equipped but Transmitting Bad | For known aircraft, treat as non ADS-B aircraft. Share  blacklisted aircraft among
Data (Blacklisted Aircraft) concerned States/Administration
8 Contingency Plan
8a) Systemic Failure such as Ground System | Revert back to current procedure.
/ GPS Failure
8b) Avionics Failure or Equipped Aircraft | Provide other form of separation, subject to bilateral | Address the procedure for aircraft
Transmitting Bad Data in Flight agreement. transiting from radar to ADS-B airspace
From radar/ADS-B environment to ADS-B only | and from ADS-B to ADS-B airspace.
environment, ATC coordination may be able to
provide early notification of ADS-B failure.
9 Commonly Agreed Route Spacing SEACG Need for commonly agreed minimal in-

trail spacing throughout.

Note 1: Also included two ADS-B GS supplied by Indonesia at Matak and Natuna




7. SYSTEM INTEGRITY AND MONITORING
7.1 INTRODUCTION

The Communications, Navigation, Surveillance and Air Traffic Management (CNS/ATM) environment
is an integrated system including physical systems (hardware, software, and communication networks),
human elements (pilots, controllers and engineers), and the operational procedures for its applications.
ADS-B is a surveillance system that may be integrated with other surveillance technologies or may also
operate as an independent source for surveillance monitoring within the CNS/ATM system.

Because of the integrated nature of such system and the degree of interaction among its components,
comprehensive system monitoring is recommended. The procedures described in this section aim to
ensure system integrity by validation, identification, reporting and tracking of possible problems
revealed during system monitoring with appropriate follow-up actions.

These procedures do not replace the ATS incident reporting procedures and requirements, as specified in
PANS-ATM (Doc 4444), Appendix 4; ICAO’s Air Traffic Services Planning Manual (Doc 9426),
Chapter 3; or applicable State regulations, affecting the reporting responsibilities of parties directly
involved in a potential ATS incident.

7.2 PERSONNEL LICENSING AND TRAINING

Prior to operating any element of the ADS-B system, operational and technical personnel shall undertake
appropriate training as determined by the States, including compliance with the Convention on
International Civil Aviation where applicable.

Notwithstanding the above requirement and for the purposes of undertaking limited trials of the
ADS-B system, special arrangements may be agreed between the operator and an Air Traffic Services
Unit (ATSU).

7.3 SYSTEM PERFORMANCE CRITERIA FOR AN ATC SEPARATION SERVICE

A number of States have introduced ADS-B for the provision of Air Traffic Services, including for
surveillance separation. The ICAO Separation and Airspace Safety Panel (SASP) has completed
assessment on the suitability of ADS-B for various applications including provision of aircraft separation
based on comparison of technical characteristics between ADS-B and monopulse secondary surveillance
radar. It is concluded that that ADS-B surveillance is better or at least no worse than the referenced
radar, and can be used to provide separation minima as described in PANS-ATM (Doc 4444) whether
ADS-B is used as a sole means of ATC surveillance or used together with radar, subject to certain
conditions to be met. The assessment result is detailed in the ICAO Circular 326 AN/188 “Assessment
of ADS-B and Multilateration Surveillance to Support Air Traffic Services and Guidelines for
Implementation”.

Regarding the use of ADS-B in complex airspace (as discussed in ICAO Circular 326), complex airspace
may be considered to be airspace with the following characteristics:

- Higher aircraft density

- Higher route crossing point density

- A higher mixture of different aircraft performance levels

- A higher rate of aircraft manoeuvring (as distinct from straight and level flight).

The following recommendations need to be considered:



1. Whether complex or not, States are urged to consider whether the current or required
surveillance system performance is better, equivalent or worse than the SASP reference.

2. If the current or required surveillance system used by a State is lower or equivalent in
performance than the reference MSSR used in Circular 326 Appendix A, then that State may use
the Appendix C performance criteria.

3. If the current or required surveillance system used by a State is higher performance than the
reference MSSR used in Circular 326 Appendix A, then the State must ensure that the ADS-B
system achieves the more demanding performance.

4. State should undertake, in all cases, a safety assessment that ensures that any additional risks
and safety requirements already identified for the airspace where ADSB or MLAT is to be
implemented, or any newly identified risks, are effectively controlled and risk is reduced to an
acceptable level.

States intending to introduce ADS-B separation minima shall comply with provisions of PANS-ATM,
Regional Supplementary Procedures (Doc 7030) and Annex 11 paragraph 3.4.1. States should adopt the
guidelines contained in this document unless conformance with
PANS-ATM specifications requires change.

7.4 ATC SYSTEM VALIDATION
7.4.1 Safety Assessment Guidelines

To meet system integrity requirements, States should conduct a validation process that confirms
the integrity of their equipment and procedures. Such processes shall include:

a) A system safety assessment for new implementations is the basis for definitions of
system performance requirements. Where existing systems are being modified to utilize
additional services, the assessment demonstrates that the ATS Provider’s system will
meet safety objectives;

b) Integration test results confirming interoperability for operational use of airborne and
ground systems; and

C) Confirmation that the ATS Operation Manuals are compatible with those of adjacent
providers where the system is used across a common boundary.

7.4.2  System safety assessment

The objective of the system safety assessment is to ensure the State that introduction and
operation of ADS-B is safe. This can be achieved through application of the provisions of Annex
11 paragraph 2.27 and PANS-ATM Chapter 2. The safety assessment should be conducted for
initial implementation as well as any future enhancements and should include:

a) Identifying failure conditions;

b) Assigning levels of criticality;

c) Determining risks/ probabilities for occurrence;

d) Identifying mitigating measures and fallback arrangements;

e) Categorising the degree of acceptability of risks; and



7.4.3

7.4.4

7.4.5

7.5

f) Operational hazard ID process.

Following the safety assessment, States should institute measures to offset any identified failure
conditions that are not already categorized as acceptable. This should be done to reduce the
probability of their occurrence to a level as low as reasonably practicable. This could be
accomplished through system automation or manual procedures.

Guidance material on building a safety case for delivery of an ADS-B separation service is
provided on the ICAO APAC website “http://www.icao.int/APAC/Pages/edocs.aspx” for
reference by States.

Integration test

States should conduct trials with suitably equipped aircraft to ensure they meet the operational
and technical requirements to provide an ATS. Alternatively, they may be satisfied by test
results and analysis conducted by another State or organization deemed competent to provide
such service. Where this process is followed, the tests conducted by another State or
organization should be comparable (i.e. using similar equipment under similar conditions). Refer
also to the Manual on Airspace Planning Methodology for the Determination of Separation
Minima (Doc9689).

ATS Operation Manuals

States should coordinate with adjacent States to confirm that their ATS Operation Manuals
contain standard operating procedures to ensure harmonization of procedures that impact across
common boundaries.

ATS System Integrity

With automated ATM systems, data changes, software upgrades, and system failures can affect
adjacent units. States shall ensure that:

a) A conservative approach is taken to manage any changes to the system;

b) Aircrew, aircraft operating companies and adjacent ATSU(s) are notified of any planned
system changes in advance, where that system is used across a common boundary;

c) ATSUs have verification procedures in place to ensure that following any system
changes, displayed data is both correct and accurate;

d) In cases of system failures or where upgrades (or downgrades) or other changes may
impact surrounding ATS units, ATSUs should have a procedure in place for timely
notification to adjacent units. Such notification procedures will normally be detailed in
Letters of Agreement between adjacent units; and

e) ADS-B surveillance data is provided with equal to or better level of protection and
security than existing surveillance radar data.

SYSTEM MONITORING

During the initial period of implementation of ADS-B technology, routine collection of data is necessary
in order to ensure that the system continues to meet or exceed its performance, safety and
interoperability requirements, and that operational service delivery and procedures are working as
intended. The monitoring program is a two-fold process. Firstly, summarised statistical data should be


http://www.icao.int/APAC/Pages/edocs.aspx

produced periodically showing the performance of the system. This is accomplished through ADS-B
Periodic Status Reports. Secondly, as problems or abnormalities arise, they should be identified,
tracked, analyzed and corrected and information disseminated as required, utilizing the ADS-B Problem

Report.

Guidance materials on monitoring and analysis of ADS-B Avionics Performance are given at
Appendix 2. Checklist of common items or parameters that could be considered for monitoring is
summarized at Appendix 5 for reference.
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7.5.2

Problem Reporting System (PRS)

The Problem Reporting System is tasked with the collection, storage and regular dissemination
of data based on reports received from SURICG members. The PRS tracks problem reports and
publish information from those reports to SURICG members. Problem resolution is the
responsibility of the appropriate SURICG members.

The PRS Administrator shall:

a) prepare consolidated problem report summaries for each SURICG meeting;

b) collect and consolidate ADS-B Problem Reports; and

C) maintain a functional website (with controlled access) to manage the problem reporting
function.

The PRS is managed through the Asia Pacific ADS-B Avionics Problem Reporting
Database (APRD) which is accessible to authorized users via
https://applications.icao.int/ADSB-APRD/login.aspx.

The monitoring process

When problems or abnormalities are discovered, the initial analysis should be performed by the
organization(s) identifying the problem. In addition, a copy of the problem report should be
entered in to the PRS which will assign a tracking number. As some problems or abnormalities
may involve more than one organization, the originator should be responsible for follow-up
action to rectify the problem and forward the information to the PRS. It is essential that all
information relating to the problem is documented and recorded and resolved in a timely
manner.

The following groups should be involved in the monitoring process and problem tracking to
ensure a comprehensive review and analysis of the collected data:

a) ATS Providers;

b) Organizations responsible for ATS system maintenance (where different from the ATS
provider);

C) Relevant State regulatory authorities;

d) Communication Service Providers being used,

e) Aircraft operators; and
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f) Aircraft and avionics manufacturers.
Distribution of confidential information

It is important that information that may have an operational impact on other parties be
distributed by the authorised investigator to all authorised groups that are likely to be affected, as
soon as possible. In this way, each party is made aware of problems already encountered by
others, and may be able to contribute further information to aid in the solution of these problems.
The default position is that all states agree to provide the data which will be de-identified for
reporting and record keeping purposes.

ADS-B problem reports

Problem reports may originate from many sources, but most will fall within two categories;
reports based on observation of one or more specific events, or reports generated from the
routine analysis of data. The user would document the problem, resolve it with the appropriate
party and forward a copy of the report to the PRS for tracking and distribution. While one
occurrence may appear to be an isolated case, the receipt of numerous similar reports by the PRS
could indicate that an area needs more detailed analysis.

To effectively resolve problems and track progress, the problem reports should be sent to the
nominated point of contact at the appropriate organization and the PRS. The resolution of the
identified problems may require:

a) Re-training of system operators, or revision of training procedures to ensure compliance
with existing procedures;

b) Change to operating procedures;

C) Change to system requirements, including performance and interoperability; or

d) Change to system design.

ADS-B periodic status report

The ATS Providers should complete the ADS-B Periodic Status Report annually and deliver the
report to the regional meeting of the SURICG. The Periodic Status Report should give an
indication of system performance and identify any trend in system deficiencies, the resultant
operational implications, and the proposed resolution, if applicable.

Communications Service Providers, if used, are also expected to submit Periodic Status Reports
on the performance of the networks carrying ADS-B data at the annual regional meeting of the

SURICG. These reports could also contain the details of planned or current upgrades to the
network.
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Processing of Reports

Each group in the monitoring process should nominate a single point of contact for receipt of
problem reports and coordination with the other parties. This list will be distributed by the PRS
Administrator to all parties to the monitoring process.

Each State should establish mechanisms within its ATS Provider and regulatory authority to:

a) Assess problem reports and refer them to the appropriate technical or operational
expertise for investigation and resolution;

b) Coordinate with aircraft operators;

c) Develop interim operational procedures to mitigate the effects of problems until such
time as the problem is resolved;

d) Monitor the progress of problem resolution;

e) Prepare a report on problems encountered and their operational implications and forward
these to the PRS;

f) Prepare the ADS-B periodic status report at pre-determined times and forward these to
the Secretary of the annual meeting of the SURICG; and

0) Coordinate with any Communication Service Providers used.

APANPIRG

APANPIRG, with the assistance of its contributory bodies, shall oversee the monitoring process to
ensure the ADS-B system continues to meet its performance and safety requirements, and that
operational procedures are working as intended. The APANPIRG’S objectives are to:

7.7

7.7.1

a) review Periodic Status Reports and any significant Problem Reports;

b) highlight successful problem resolutions to SURICG members;

C) monitor the progress of outstanding problem resolutions;

d) prepare summaries of problems encountered and their operational implications; and

e) assess system performance based on information in the PRS and Periodic Status
Reports.

LOCAL DATA RECORDING AND ANALYSIS
Data recording

It is recommended that ATS Providers and Communication Service Providers retain the records
defined below for at least 30 days to allow for accident/incident investigation processes. These
records should be made available on request to the relevant State safety authority. Where data is
sought from an adjacent State, the usual State to State channels should be used.

These recordings shall be in a form that permits a replay of the situation and identification of the
messages that were received by the ATS system.



7.7.2

7.7.3

Local data collection

ATS providers and communications service providers should identify and record ADS-B system
component failures that have the potential to negatively impact the safety of controlled flights or
compromise service continuity.

Avionics problem identification and correction

ATS providers need to develop systems to:

a) detect ADS-B avionics anomalies and faults

b) advise the regulators and where appropriate the aircraft operators on the detected
ADS-B avionics anomalies and faults

C) devise mechanisms and procedures to address identified faults

Regulators need to develop and maintain systems to ensure that appropriate corrective actions
are taken to address identified faults.
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7.8 ADS-B PROBLEM REPORT

7.8.1 Report Form
PRS #

Start Time/Date UTC End Time/Date UTC

Registration Aircraft ID

Flight ID ICAO Aircraft Address

Aircraft Type

Flight Sector/
Location

ATS Unit

Description / additional information

Originator Reference

Originator number

Organization
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7.8.2 Description of Fields
Field Meaning
Number A unique identification number assigned by the PRS

Administrator to this problem report. Organizations writing problem reports
are encouraged to maintain their own internal list of these problems for
tracking purposes. Once the problems have been reported to the PRS and
incorporated in the database, a number will be assigned by the PRS and used
for tracking by the SURICG.

Start Time/Date
uTC

UTC time/date when the event occurred.

End Time/Date
uTC

UTC time/date when the event ended.

Registration

Registration number (tail number) of the aircraft involved.

Aircraft ID (ACID)

Coded equivalent of voice call sign as entered in FPL Item 7.

ICAO Aircraft
Address

Unique ICAOQ Aircraft Address expressed in Hexadecimal form (e.g.
7432DB)

Flight ID (FLTID)

The identification transmitted by ADS-B for display on a controller situation
display or a CDTI.

Flight
Sector/Location

The departure airport and destination airport for the sector being flown by the
aircraft involved in the event. These should be the ICAO identifiers of those
airports. Or if more descriptive, the location of the aircraft during the event.

Originator

Point of contact at the originating organization for this report (usually the
author).

Aircraft Type

The aircraft model involved.

Organization

The name of the organization (airline, ATS provider or communications
service provider) that created the report.

ATS Unit ICAO identifier of the ATC Center or Tower controlling the aircraft at the
time of the event.
Description This should provide as complete a description of the situation leading up to

the problem as is possible. Where the organization reporting the problem is
not able to provide all the information (e.g. the controller may not know
everything that happens on the aircraft), it would be helpful if they would
coordinate with the other parties to obtain the necessary information.

The description should include:

A complete description of the problem that is being reported

The route contained in the FMS and flight plan

Any flight deck indications

Any indications provided to the controller when the problem
occurred

e Any additional information that the originator of the problem report
considers might be helpful but is not included on the list above

If necessary to contain all the information, additional pages may be added. if
the originator considers it might be helpful, diagrams and other additional
information (such as printouts of message logs) may be appended to the
report.
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7.9 ADS-B PERFORMANCE REPORT FORM

Originating Organization

Date of submission | Originator |

Report Period

TECHNICAL ISSUES

OPERATIONAL ISSUES

GENERAL COMMENTS
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8. RELIABILITY & AVAILABILITY CONSIDERATIONS

Reliability and Availability of ADS-B systems should normally be equivalent or better than the reliability
and availability of radar systems.

Guidance material on Reliability and Availability standards for ADS-B systems and supporting voice
communications systems are included in the document “Baseline ADS-B Service Performance
Parameters” at Appendix 6.

The “Baseline ADS-B Performance Parameters” document contains three Tiers of service performance
parameters with different reliability and availability standards for each Tier. The appropriate Tier should
be selected for the type of ADS-B service intended:

@) Tier 1 standards are for a high performance traffic separation service;
(b) Tier 2 standards are for a traffic situational awareness service with procedural separation; and

() Tier 3 standards are for a traffic advisory service (flight information service)

To achieve high operational availability of ADS-B systems to support aircraft separation services, it is
necessary to operate with duplicated/redundant systems. If one system fails, the service continues using
an unduplicated system. This is acceptable for a short period, whilst the faulty system is being repaired,
because the probability of a second failure during the short time window of repairing is low.

However, it is necessary to ensure that the repair does not take too long. A long repair time increases the
risk of an unexpected failure (loss of service continuity); which in turn, introduces potential loss of
service (low availability) and loss of aircraft operational efficiency and/or safety impacts.

Checklist of common items or parameters that could be considered for monitoring is summarized at
Appendix 5 for reference.

8.1 Reliability

8.1.1 Reliability is a measure of how often a system fails and is usually measured as Mean
Time Between Failure (MTBF) expressed in hours. Continuity is a measure equivalent
to reliability, but expressed as the probability of system failure over a defined period. In
the context of this document, failure means inability to deliver ADS-B data to the ATC
centre. le: Failure of the ADS-B system rather than an equipment or component failure.

8.1.2 Poor system MTBF has a safety impact because typically it causes unexpected transition
from one operating mode to another. For example, aircraft within surveillance coverage
that are safely separated by a surveillance standard distance (say, 5 NM) are
unexpectedly no longer separated by a procedural standard distance (say 15 mins), due
to an unplanned surveillance outage.

8.1.3 In general, reliability is determined by design (see para 8.3 B below)
8.2 Availability

8.2.1 Awvailability is a measure of how often the system is available for operational use. It is
usually expressed as a percentage of the time that the system is available.



8.3

8.2.2  Poor availability usually results in loss of economic benefit because efficiencies are not

available when the ATC system is operating in a degraded mode (eg using procedural
control instead of say 5 NM separation).

8.2.3 Planned outages are often included as outages because the efficiencies provided to the

Industry are lost, no matter what the cause of the outage. However, some organisations
do not include planned outages because it is assumed that planned outages only occur
when the facility is not required.

8.2.4 Awvailability is calculated as

Availability (Ao) = MTBF/(MTBF+MDT)

where  MTBF= Mean Time Between SYSTEM Failure
MDT = Mean Down Time for the SYSTEM

The MDT includes Mean Time To Repair (MTTR), Turn Around Time (TAT) for
spares, and Mean Logistic Delay Time (MLDT)

NB: This relates to the failure of the system to provide a service, rather than the time
between individual equipment failures. Some organisations use Mean Time Between
Outage (MTBO) rather than MTBF.

8.2.5 Awvailability is directly a function of how quickly the SYSTEM can be repaired. le:

directly a function of MDT. Thus availability is highly dependent on the ability & speed
of the support organisation to get the system back on-line.

Recommendations for high reliability/availability ADS-B systems

A:

System design can keep system failure rate low with long MTBF. Typical techniques are:

to duplicate each element and minimise single points of failure. Automatic changeover or
parallel operation of both channels keeps system failure rates low. le: the system keeps
operating despite individual failures. Examples are :

o Separate communication channels between ADS-B ground station and ATC centre
preferably using different technologies or service providers eg one terrestrial and one
satellite

Consideration of Human factors in design can reduce the number of system failures due to
human error. E.g. inadvertent switch off, incorrect software load, incorrect maintenance
operation.

Take great care with earthing, cable runs and lightning protection to minimise the risks of
system damage

Take great care to protect against water ingress to cables and systems

Establish a system baseline that documents the achieved performance of the site that can be
later be used as a reference. This can shorten troubleshooting in future.

System design can also improve the MDT by quickly identifying problems and alerting
maintenance staff. Eg Built in equipment test (BITE) can significantly contribute to lowering
MDT.



B: Logistics strateqy aims to keep MDT very low. Low MDT depends on logistic support
providing short repair times. To achieve short repair times, ANSPs usually provide a range
of logistics, including the following, to ensure that the outage is less than a few days:

e ensure the procured system is designed to allow for quick replacement of faulty modules to
restore operations

e  provide remote monitoring to allow maintainers to identify the faulty modules for transport
to site

e  provide support tools to allow technicians to repair faulty modules or to configure/setup

replacement modules

provide technicians training to identify & repair the faulty modules

provide local maintenance depots to reduce the time it takes to access to the site

provide documentation and procedures to “standardise” the process

use an in-country spares pool to ensure that replacement modules are available within

reasonable times

e  Use a maintenance contract to repair faulty modules within a specified turnaround time. l.e.:
to replenish the spares pool quickly.

Whilst technical training and remote monitoring are usually considered by ANSPs, sometimes
there is less focus on spares support.

Difficulties can be experienced if States :

a) Fail to establish a spares pool — because procurement of spares at the time of failure can
bring extensive delays due to :
b) obtaining funds
C) obtaining approval to purchase overseas
d) obtaining approval to purchase from a “sole source”
e) difficulties and delays in obtaining a quotation
f) delays in delivery because the purchase was unexpected by the supplier
g) Fail to establish a module repair contract resulting in :
- long repair times
- unplanned expenditure
- inability for a supplier to repair modules because the supplier did not have adequate
certainty of funding of the work

Spares pool

ANSPs can establish, preferably as part of their acquisition purchase, adequate spares buffer
stock to support the required repair times. The prime objective is to reduce the time period that
the system operates un-duplicated. It allows decoupling of the restoration time from the module
repair time.

Module repair contract

ANSPs can also enter into a maintenance repair contract, preferably as part of their acquisition
purchase, to require the supplier to repair or replace and deliver failed modules within a
specified time — preferably with contractual incentives/penalties for compliance. Such support
contracts are best negotiated as part of the acquisition contract when competition between
vendors is at play to keep costs down. Sometimes it is appropriate to demand that the support
contractor also keep a certain level of buffer stock of spares “in country”.

It is strongly recommended that maintenance support is purchased under the same contract as the



acquisition contract.

The advantages of a module repair contract are:

- The price can be determined whilst in the competitive phase of acquisition —
hence avoids excessive costs

- The contract can include the supplier bearing all shipping costs

- Can be funded by a define amount per year, which support the budget
processes. If the costs are fixed, the supplier is encouraged to develop a
reliable system minimising module repairs.

- Itavoids delays and funding issues at the time of the module failure

Other typical strategies are:

e Establish availability and reliability objectives that are agreed organization wide. In
particular agree System response times (SRT) for faults and system failure to ensure that
MDT is achieved. An agreed SRT can help organizations to decide on the required logistics
strategy including number, location and skills of staff to support the system.

e Establish baseline preventative maintenance regimes including procedures and performance
inspections in conjunction with manufacturer recommendations for all subsystems

e Use remote control & monitoring systems to identify faulty modules before travel to site.
This can avoid multiple trips to site and reduce the repair time

o Have handbooks, procedures, tools available at the site or a nearby depot so that travel time
does not adversely affect down time

o Have adequate spares and test equipment ready at a maintenance depot near the site or at the
site itself. Vendors can be required to perform analysis of the number of spares required to
achieve low probability of spare “stock out”

o Have appropriate plans to cope with system and component obsolescence. It is possible to
contractually require suppliers to regularly report on the ability to support the system and
supply components.

e Have ongoing training programs and competency testing to ensure that staff are able to
perform the required role

The detailed set of operational and technical arrangements in place and actions required to
maintain a system through the lifecycle are often documented in a Integrated Logistics Support
Plan.

C: Configuration Management aims to ensure that the configuration of the ground stations is
maintained with integrity. Erroneous configuration can cause unnecessary outages. Normally
configuration management is achieved by :

e Having clear organizational & individual responsibilities and accountabilities for system
configuration.

e Having clear procedures in place which define who has authority to change configuration
and records of the changes made including, inter alia
o The nature of the change including the reason
o Impact of the change & safety assessment



o An appropriate transition or cutover plan
o Who approved the change
o When the change was authorized and when the change was implemented

Having appropriate test and analysis capabilities to confirm that new configurations are
acceptable before operational deployment.

Having appropriate methods to deploy the approved configuration (Logistics of
configuration distribution). Suggested methods;

o Approved configuration published on intranet web pages
o Approved configuration distributed on approved media

D: Training & Competency plans aim to ensure that staff has the skills to safety repairs
Normally this is achieved by:

E:

Conduct of appropriate Training Needs Analysis (TNA) to identify the gap between trainee
skill/lknowledge and the required skill/knowledge.

Development and delivery of appropriate training to maintainers
Competency based testing of trainees
Ongoing refresher training to ensure that skills are maintained even when fault rates are low

Data collection & Review :

Regular and scheduled review should be undertaken to determine whether reliability/availability
objectives are being met. These reviews need to consider :

Reports of actual achieved availability & reliability

Data regarding system failures including “down time” needs to be captured and analysed so
the ANSP actually knows what is being (or not being) achieved.

Any failure trends that need to be assessed. This requires data capture of the root cause of
failures

Any environmental impacts on system performance, such coverage obstructions such as
trees, planned building developments, corrosion, RFI etc. Changes in infrastructure may also
be relevant including air conditioning (temperature/humidity etc.) and power system
changes.

System problem reports especially those that relate to software deficiencies (design)

System and component obsolescence

Staff skills and need for refresher training



9. ADS-B REGULATIONS AND PROCEDURES
9.1 INTRODUCTION

ADS-B involves the transmission of specific data messages from aircraft and vehicle systems. These
data messages are broadcast at approximately 0.5 second intervals and received at compatible ground
stations that relay these messages to ATSU(s) for presentation on ATS situation displays. The following
procedures relate to the use of ADS-B data in ATS ground surveillance applications.

The implementation of the ADS-B system will support the provision of high performance surveillance,
enhancing flight safety, facilitating the reduction of separation minima and supporting user demands
such as user-preferred trajectories.

9.2 ADS-B REGULATIONS

As agreed at APANPRIG 22/8, States intending to implement ADS-B based surveillance services may
designate portions of airspace within their area of responsibility by:

@ mandating the carriage and use of ADS-B equipment; or

(b) providing priority for access to such airspace for aircraft with operative ADS-B equipment over
those aircraft not operating ADS-B equipment.

In publishing ADS-B mandate/regulations, States should consider to :

o define the ADS-B standards applicable to the State. For interoperability and harmonization, such
regulations need to define both the standards applicable for the aircraft ADS-B position source
and the ADS-B transmitter.

e define the airspace affected by the regulations and the category of aircraft that the regulation
applies to.

o define the timing of the regulations allowing sufficient time for operators to equip. Experience in
Asia Pacific Regions is that major international carriers are having high equippage rates of ADS-
B avionics. However the equippage rates of ADS-B avionics for some regional fleets, business
jets and general aviation are currently low and more time will be required to achieve high
equippage rates.

e establish the technical and operational standards for the ground stations and air traffic
management procedures used for ADS-B separation services, including the associated voice
communications services.

States may refer to Appendix 3 on the template for ADS-B mandate/regulations for aircraft avionics.
Some States listed below have published their ADS-B mandate/regulations on their web sites that could
also be used for reference.

(a) Civil Aviation Safety Authority (CASA) of Australia

Civil Aviation Order 20.18 Compilation No. 4) 2014, Civil Aviation Order 82.1 (Compilation No. 13) ,
Civil Aviation Order 82.3 (No. 18), Civil Aviation Order 82.5 (No. 19)
https://www.legislation.gov.au/Details/F2017C01115/Download”

(b) Civil Aviation Department (CAD) of Hong Kong, China
Aeronautical Information Publication Supplement No. A01/16 dated 1 February 2016
“https://www.ais.gov.hk/HK_AIP/supp/A01-16.pdf”



https://www.legislation.gov.au/Details/F2017C01115/Download
https://www.ais.gov.hk/HK_AIP/supp/A01-16.pdf

(c) Civil Aviation Authority of Singapore (CAAS)

Aeronautical Information Publication (eAlIP) Part 2 ENR 1.8 — Regional Supplementary Procedures —
Section 7 — Automatic Dependent Surveillance Broadcast (ADS-B) Out exclusive airspace within parts
of the Singapore FIR
“https://fpl-1.caasaim.gov.sg/aip/2018-03-14/final/2018-03-14/html/index-en-GB.html”

(d) Federal Aviation Administration (FAA)
ADS-B Out Performance Requirements To Support Air Traffic Control (ATC) Service, Final Rule
http://www.gpo.gov/fdsys/pkg/FR-2010-05-28/pdf/2010-12645.pdf

States are encouraged to mandate forward fit for newly manufactured aircraft on and after 1
January 2020, having a maximum certified takeoff weight of 5700kg or greater, or having a
maximum cruising true airspeed capability of greater than 250 knots, with ADS-B avionics
compliant to Version 2 ES (equivalent to RTCA DO-260B) or later version 2.

9.3 FACTORS TO BE CONSIDERED WHEN USING ADS-B
9.3.1 Use of ADS-B Level data

The accuracy and integrity of pressure altitude derived level information provided by ADS-B are
equivalent to Mode C level data provided through an SSR sensor and subject to the same
operational procedures as those used in an SSR environment. Where the ATM system converts
ADS-B level data to display barometric equivalent level data, the displayed data should not be
used to determine vertical separation until the data is verified by comparison with a pilot
reported barometric level.

9.3.2 Position Reporting Performance

The ADS-B data from the aircraft will include a NUCp/NIC/SIL/NACp categorization of the
integrity and accuracy of the horizontal position data. This figure is determined from
NIC/ NACp/ SIL values for DO260A/B compliant avionics and NUC values for DO260/ED102
compliant avionics.

In general, for 5SNM separation, if the HPL value used to generate ADS-B quality indicators
(NUC or NIC) is greater than 2 nautical miles the data is unlikely to be of comparable quality to
that provided by a single monopulse SSR. ADS-B data should not be used for separation unless
a suitable means of determining data integrity is used.

The key minimum performance requirements for an ADS-B system to enable the use of a 3 NM
or 5 NM separation minimum in the provision of air traffic control is provided in the ICAO
Circular 326 (especially Appendix C).

ADS-B reports with low integrity may be presented on situation displays, provided the controller
is alerted (e.g. by a change in symbology and/or visual alert) to the change and the implications
for the provision of separation. An ANS Provider may elect not to display
ADS-B tracks that fail to meet a given position reporting performance criterion.

9.3.3 GNSS Integrity Prediction Service

2 Subject to endorsement by CNS/SG/22 in July 2018
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9.34

ADS-B uses GNSS for position determination. As such, availability of GNSS data has a direct
influence on the provision of a surveillance service.

ATS Providers may elect to use a GNSS integrity prediction service to assist in determining the
future availability of useable ADS-B data. The integrity prediction service alerts users to
potential future loss or degradation of the ADS-B service in defined areas. When these alerts are
displayed, the system is indicating to its users that at some time in the future the ADS-B
positional data may be inadequate to support the application of ADS-B separation. It is
recommended that the prediction service is made available to each ATSU that is employing
ADS-B to provide a separation service, to ensure that air traffic controllers are alerted in
advance of any predicted degradation of the GNSS service and the associated reduction in their
ability to provide ADS-B separation to flights that are within the affected area. This is similar to
having advance warning of a planned radar outage for maintenance.

ADS-B should not be used to provide separation between aircraft that will be affected by an
expected period of inadequate position reporting integrity.

If an unpredicted loss of integrity occurs (including a RAIM warning report from aircrew) then;

@) ADS-B separation should not be applied by ATC to the particular aircraft reporting until
the integrity has been assured; and

(b) The controller should check with other aircraft in the vicinity of the aircraft reporting the
RAIM warning, to determine if they have also been affected and establish alternative
forms of separation if necessary.

Sharing of ADS-B Data

ADS-B Data-sharing for ATC Operations

Member States should consider the benefits of sharing ADS-B data received from aircraft
operating in the proximity of their international airspace boundaries with adjacent States that
have compatible technology in an effort to maximize the service benefits and promote
operational safety.

Data sharing may involve the use of the data to provide separation services if all the
requirements for delivery of separation services are satisfied. In some cases, States may choose
to use a lower standard that supports surveillance safety nets and situational awareness whilst
operations are conducted using procedural separation standards.

Any agreement on the sharing of surveillance data should be incorporated in Letters of
Agreement between the States concerned. Such agreements may also include the sharing of VHF
communication facilities.

A template for ADS-B data-sharing agreement is provided on the ICAO APAC website
“http://www.icao.int/ APAC/Pages/edocs.aspx” for reference by States.

ADS-B Data-sharing for Safety Monitoring

With endorsement of the methodology by both the ICAO Separation and Airspace Safety Panel
(SASP) and the Regional Airspace Safety Monitoring Advisory Group (RASMAG), ADS-B
data can be used for calculating the altimetry system error (ASE) which is a measure of the
height-keeping performance of an aircraft. It is an ICAO requirement that aircraft operating in
RVSM airspace must undergo periodic monitoring on height-keeping performance. The existing
methods to estimate aircraft ASE include use of a portable device, the Enhanced GPS
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Monitoring Unit, and ground-based systems called Height Monitoring Unit/Aircraft Geometric
Height Measurement Element. The use of ADS-B data for height-keeping performance
monitoring, on top of providing enhanced and alternative means of surveillance, will provide a
cost-effective option for aircraft operators. States are encouraged to share ADS-B data to support
the height-keeping performance monitoring of airframe.

Civil/Military ADS-B Data-sharing

Civil/military data sharing arrangements, including aircraft surveillance, were a key part of
civil/military cooperation in terms of tactical operational responses and increasing trust between
civil and military units.

Aircraft operating ADS-B technology transmit their position, altitude and identity to all listeners,
conveying information from co-operative aircraft that have chosen to equip and publicly
broadcast ADS-B messages. Thus there should be no defence or national security issues with the
use and sharing of such data.

Some military transponders may support ADS-B using encrypted DF19 messages, but these data
are normally not decoded or used at all by civil systems. In most cases today, tactical military
aircraft are not ADS-B equipped or could choose to disable transmissions. In future, increasing
numbers of military aircraft will be ADS-B capable, with the ability to disable these
transmissions. ADS-B data sharing should not influence the decision by military authorities to
equip or not equip with ADS-B. Moreover, it is possible for States to install ADS-B filters that
prevent data from sensitive flights being shared. These filters can be based on a number of
criteria and typically use geographical parameters to only provide ADS-B data to an external
party if aircraft are near the boundary.

A guidance material on advice to military authorities regarding ADS-B data sharing is provided
on the ICAO APAC website “http://www.icao.int/APAC/Pages/edocs.aspx” for reference by
States.

Synergy of ADS-B and GNSS

States intending to implement GNSS/PBN or ADS-B should consider the efficiency of
implementing the other technology at the same time due to the inherent efficiencies in doing so.
GNSS systems provide navigation solutions to IFR aircraft for the conduct of enroute, terminal
and non-precision approaches. The use of GNSS/PBN can provide higher performance and
higher safety. Transition to GNSS can avoid significant ground infrastructure costs.

ADS-B systems provide surveillance based upon GNSS position source. ADS-B provides high
performance and high update surveillance for both air-air and ATC surveillance. Transition to
ADS-B can avoid the costs associated with ground based radar infrastructure. ADS-B system
installations rely on acceptable GNSS equipment being installed in the aircraft to provide the
position source and integrity.

If the fleet is equipped with ADS-B, they will already have most of the requirements to use
GNSS for navigation satisfied. Similarly, if aircraft have suitable GNSS on board, they will have
a position source to support ADS-B. It is noted however, that some care is needed to ensure that
the requirements of GNSS/PBN and surveillance are both satisfied.

There is significantly less cost for these systems to be installed in an aircraft at the same time. A
single installation of GNSS & ADS-B will involve :

— asingle design activity instead of two
— asingle downtime instead of two
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— installation of the connection between GPS and ADS-B transponder

— asingle test, certification and aircraft flight test

For the affected aviation community (ANSP, regulator and operator), the lessons learnt and
issues faced in both GNSS and ADS-B have significant commonality. This can lead to
efficiencies in Industry education and training.

Use of ADS-B for Airport Surface Movement

Both DO321/ED-163 and the EUROCONTROL guidance for the provision of ATS using ADS-
B for Airport Surface Movement state the horizontal position accuracy needs to be < 10 meters
at 95%, which translates into a positional accuracy of NACp = 10.

However, most of the currently deployed GNSS horizontal position sources provide values
leading to either a NACp =9 (30 meters) or a NACp = 8 (92 meters), whilst the actual position
accuracy could reach 2 to 3 meters. Provided that the position source is GNSS-based, States can
consider to use the following ADS-B quality indicators to determine the horizontal positional
accuracy:

» DO0260
= NUCp>6
» DO260A
= NACp=>8
= NIC>0
= SIL=2
» DO0260B
= NACp=>8
= NIC>0
= SIL=3

Guidance documents recommend implementing some form of horizontal positional accuracy
monitoring for using ADS-B positional data with accuracy down to NUCp > 6 or NACp > 8 for
airport surface movement. Visual monitoring by controllers of vehicles on taxiways and runways
can be considered as an initial monitoring of the horizontal positional accuracy within the
airport. In addition, States can consider to evaluate the performance of ADS-B tracks against
reference tracks from proven surveillance systems, e.g. tracks from MLAT systems with
certified accuracy, to show that ADS-B data is suitable for ground surveillance and falls within
the requirements of international standards.

For ADS-B only tracks with quality indicators below the required accuracy, States are
encouraged to keep the display of the tracks in the surveillance display with due discrimination
on the track symbols in order to enhance the situation awareness of controllers.
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1090 Mhz Spectrum and 24-bit Aircraft Address Issue with Unmanned Aircraft Systems
(UAS)

Proper and efficient utilization of available bandwidth and capacity at 1 090 MHz is a key
element to ensure the safe and reliable operation of aeronautical surveillance systems, including
secondary surveillance radar (SSR), automatic dependent surveillance broadcast (ADS-B) and
airborne collision avoidance systems (ACAS). Studies conducted by ICAO expert groups have
identified certain issues and potential technical concerns to the operation of these surveillance
systems in the presence of large numbers of unmanned aircraft (UA), if those UA are equipped
with an ADS-B OUT transmitter on 1 090 MHz and operating at very low levels.

Recognizing issues associated with those UA which may adversely affect safety for all aircraft
in the area, ICAO has developed guidance material (see Appendix 8) to assist States in
validating the utilization of 1 090 MHz and for withholding 24-bit aircraft addresses to UA
unless certain criteria have been met. States are encouraged to make use of the guidance material
as well as any other related provisions to ensure that the surveillance capabilities being provided
by the aforementioned surveillance systems.

Methodologies to Avoid or Reduce 1090MHz Congestion

Make periodic measurements, say every few years so that the environment status is known.
Reduce the number of SSR radars, especially non Monopulse and Mode A/C radars if
operationally viable.

o Convert Mode A/C to either ADS-B or Mode S

o Some Secondary surveillance radars can be replaced by using ADS-B. e.g.: Australia

removed 2 radars in the last decade in favor of ADS-B.

o Complement existing coverage with Space based ADS-B
Use Monopulse radars instead of old conventional radars so that the interrogation rate can be
reduced
Minimise the interrogation rate from radars and active multilateration consistent with the
operational objective
Decommission old Mode A/C radars because they allow multiple aircraft to reply to all
interrogations
Implement radar interrogation patterns to only interrogate on azimuths where additional
surveillance is warranted.
Minimise “all call” rate commensurate with operational needs
Reduce interrogation transmit power to the minimum needed for the operational objective. Some
systems allow this to be changed on different azimuths
Avoid or reduce active multilateration if possible, and minimize transmit power commensurate
with the operational objective

O

O

O

Mandate ADS-B fitment in aircraft: Multilateration position can be determined using the DF17
ADS-B message if required, so no interrogation is required

Gradually mandate Mode S in aircraft so that the need to interrogate Mode A/C transponders is
removed eventually. Multilateration position can be determined using the DF11 message if
required. A mode S interrogation still required for altitude and identity to be obtained. Mode S
interrogation only triggers a single aircraft to reply.

Aircraft with mode A/C transponders (without Mode S require or ADS-B) require multiple
interrogations with typically an omni directional antenna which makes all such aircraft to reply.

Replace or reduce any navaids (e.g. DME/TACAN, ICAO standard or non ICAO standard) that
impinge on the 1090 MHz channel.

Close any illegal transmissions affecting the 1090MHhz band

Take care with DAPS interrogation to ensure only wanted data is requested
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Reporting Rates
General

The ADS-B system shall maintain a reporting rate that ensures at least an equivalent degree of
accuracy, integrity and availability as specified by the performance requirements of a radar
system that is used to provide a similar ATC service. The standard reporting rate is
approximately 0.5 second from the aircraft, but the rate of update provided to the ATM system
(for the situation display) may be less frequent (e.g. 5 seconds), provided performance
requirements for the service are achieved. Reporting rate requirements are included in the
document “Baseline ADS-B Service Performance Parameters” which is available at Appendix 6.

SEPARATION

General

ADS-B data may be used in combination with data obtained by other means of surveillance
(such as radar, flight plan track, ADS-C) for the application of separation provided appropriate
minima as determined by the State are applied. It should be noted that the quality of
communications will have a bearing on the determination of appropriate minima.

All safety net features (MSAW, STCA, MTCA, RAM and DAIW/ RAI etc) should possess the
same responsiveness as equivalent radar safety net features.

Identification Methods
Some of the methods approved by ICAO for establishing identification with radar, may be
employed with ADS-B (see PANS-ATM chapter 8). One or more of the following identification

procedures are suggested:

a) direct recognition of the aircraft identification in an ADS-B label on a
situation display;

b) transfer of ADS-B identification;
C) observation of compliance with an instruction to TRANSMIT ADS-B IDENT.

Note: In automated systems, the “IDENT” feature may be presented in different ways,
e.g. as a flashing of all or part of the position indication and associated label.

ADS-B Separation

ADS-B Separation minima has been incorporated by ICAO in PANS-ATM (Doc 4444), and in
Regional Supplementary Procedures (Doc 7030).

In a mixed surveillance environment, States should use the larger separation standard applicable
between aircraft in the conflict pair being considered.

Vertical separation
9.5.4.1 Introduction

The ADS-B level data presented on the controllers situation display shall normally be
derived from barometric pressure altitude. In the event that barometric altitude is



absent, geometric altitude shall not be displayed on displays used for provision of air
traffic services. Geometric altitude may be used in ATM systems for other purposes.

9.5.4.2 Vertical tolerance standard

The vertical tolerances for ADS-B level information should be consistent with those
applied to Mode C level information.

9.5.4.3 Verification of ADS-B level information

The verification procedures for ADS-B level information shall be the same as those
employed for the verification of Mode C level data in a radar environment.
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AIR TRAFFIC CONTROL CLEARANCE MONITORING
General

ADS-B track data can be used to monitor flight path conformance with air traffic control
clearances.

Deviations from ATC clearances
The ATC requirements relating to monitoring of ADS-B traffic on the situation display should

be similar to those contained in PANS-ATM Ch.8.

ALERTING SERVICE

For ADS-B equipped aircraft, the provision of an alerting service should be based on the same criteria as
applied within a radar environment.

9.8

9.8.1

9.8.2

9.9

9.9.1

POSITION REPORTING
Pilot position reporting requirements in ADS-B coverage

States should establish voice and/or CPDLC position reporting procedures consistent with those
applicable with radar for aircraft that have been identified by ATC.

Meteorological reporting requirements in ADS-B airspace

ATSUs may promulgate in the AIP meteorological reporting requirements that apply within the
nominated FIR. The meteorological reporting data required and the transmission methods to be
used by aircrew shall be specified in AIP.

PHRASEOLOGY
Phraseology Standard

States should use common phraseology for both ADS-B and radar where possible, and should
note the requirement for ADS-B specific phraseology in some instances. States shall refer to
PANS ATM Chapter 12 for ADS-B phraseology:

ADS-B EQUIPMENT DEGRADATION

ADS-B OUT OF SERVICE (appropriate information as necessary).

TO REQUEST THE CAPABILITY OF THE ADS-B EQUIPMENT
a) ADVISE ADS-B CAPABILITY;

*p) ADS-B TRANSMITTER (data link);

*c) ADS-B RECEIVER (data link);

*d) NEGATIVE ADS-B.
* Denotes pilot transmission.

Note: For (b) and (c) — the options are not available for aircraft that are not equipped.

TO REQUEST RESELECTION OF AIRCRAFT IDENTIFICATION
REENTER FLIGHT IDENTIFICATION.

Note: For some aircraft, this option is not available in-flight



TERMINATION OF RADAR AND/OR ADS-B SERVICE
IDENTIFICATION LOST [reasons] (instructions).

TO REQUEST THE OPERATION OF THE MODE S OR ADS-B IDENT FEATURE
SQUAWK IDENT.

Note: For some standalone ADS-B equipage affecting General Aviation, the option of
“TRANSMIT ADS-B IDENT” may be available

TO REQUEST AIRCRAFT SWITCHING TO OTHER TRANSPONDER OR TERMINATION
OF ADS-B TRANSMITTER OPERATION

a) SWITCH TO OTHER TRANSPONDER

b) STOP ADS-B TRANSMISSION. SQUAWK (code) ONLY.

Note:

a) In many cases the ADS-B transmitter cannot be operated independently of the SSR
transponder and switching off the ADS-B transmission would also switch off the SSR
transponder operation

b) “STOP ADS-B TRANSMISSION” applies only to aircraft that have the facility to
switch off the ADS-B transmission, while maintaining SSR operation.

9.9.2 Operations of Mode S Transponder and ADS-B

It should be noted that independent operations of Mode S transponder and ADS-B will not be possible in
many aircraft (e.g. where ADS-B is solely provided by 1090 MHz extended squitter emitted from the
transponder). Additionally, some desirable but optional features of ADS-B transmitters may not be fitted
in some aircraft. Controller training on this issue, as it relates to the following examples of radio
telephony and/or CPDLC phraseology is recommended.

9.9.2.1 STOP ADSB TRANSMISSION or STOP SQUAWK

Issue: In most commercial aircraft, a common “transponder control head” is used for SSR transponder,
ACAS and ADS-B functionality. In this case, a pilot who complies with the instruction to stop operation
of one system will also need to stop operation of the other systems — resulting in a loss of surveillance
not intended or expected by the controller.

ATC need to be aware that an instruction to “Stop ADS-B Transmission” may require the pilot to switch
off their transponder that will then stop all other functions associated with the transponder operations
(such as ACARs etc). Pilots need to be aware of their aircraft’s equipment limitations, the consequences
of complying with this ATC instruction, and be aware of their company policy in regard to this. As with
any ATC instruction issued, the pilot should advise ATC if they are unable to comply.

Recommendation: It is recommended that the concatenated phrases STOP ADSB TRANSMISSION,
SQUAWK (code) ONLY or STOP SQUAWK, TRANSMIT ADSB ONLY are used. It is recommended
that controller training highlights the possible consequences of issuing these instructions and that pilot
training highlights the consequences of complying with this instruction. It is also recommended that
aircraft operators have a clearly stated policy on procedures for this situation. Should a pilot respond
with UNABLE then the controller should consider alternative solutions to the problem that do not
remove the safety defences of the other surveillance technologies. This might include manual changes to
flight data, coordination with other controllers and/or change of assigned codes or callsigns.

Very few aircraft provide the capability to turn off ADS-B without turning off TCAS. It is not
recommended to switch off ATC transponders (& remove TCAS protection). The only action for most



pilots of aircraft transmitting misleading ADS-B data in response to ATC requests is to recycle the
transponder, or switch to the alternate transponder as appropriate. Besides, aircraft that do not support
ADS-B OFF should have the details included in the flight manual including the undesirability of
disabling TCAS.

9.9.2.2 STOP ADSB ALTITUDE TRANSMISSION [WRONG INDICATION or reason] and
TRANSMIT ADSB ALTITUDE

Issue: Most aircraft will not have separate control of ADSB altitude transmission. In such cases
compliance with the instruction may require the pilot to stop transmission of all ADSB data and/or Mode
C altitude — resulting in a loss of surveillance not intended or expected by the controller.

Recommendation: It is recommended that, should the pilot respond with UNABLE, the controller
should consider alternative solutions to the problem that do not remove the safety defences of other
surveillance data. This might include a procedure that continues the display of incorrect level
information but uses pilot reported levels with manual changes to flight data and coordination with other
controllers.

t=

9.9.2.3 TRANSMIT ADS-B IDENT

Issue: Some aircraft may not be capable or the ADSB SPI IDENT control may be shared with the SSR
SPI IDENT function.

Recommendation: It is recommended that controllers are made aware that some pilots are unable to
comply with this instruction. An alternative means of identification that does not rely on the ADSB SPI
IDENT function should be used.

9.10 FLIGHT PLANNING
9.10.1 ADS-B Flight Planning Requirement — Flight Identity

The aircraft identification (ACID) must be accurately recorded in section 7 of the ICAO Flight
Plan form as per the following instructions:

Aircraft Identification, not exceeding 7 characters is to be entered both in item 7 of the flight
plan and replicated exactly when set in the aircraft (for transmission as Flight ID) as follows:
Either,

a) The ICAO three-letter designator for the aircraft operating agency followed by the
flight identification (e.g. KLM511, BAW?213, JTR25), when:

in radiotelephony the callsign used consists of the ICAO telephony designator for the
operating agency followed by the flight identification (e.g. KLM 511, SPEEDBIRD 213,
HERBIE 25).

Or,

b) The registration marking of the aircraft (e.g. EIAKO, 4XBCD, OOTEK), when:
1) in radiotelephony the callsign used consists of the registration marking alone

(e.g. EIAKO), or preceded by the ICAO telephony designator for the operating
agency (e.g. SVENAIR EIAKO),



2) the aircraft is not equipped with radio.

Note 1: No zeros, hyphens, dashes or spaces are to be added when the Aircraft
Identification consists of less than 7 characters.

Note 2: Appendix 2 to PANS-ATM refers. ICAO designators and telephony designators
for aircraft operating agencies are contained in ICAO Doc 8585.

9.10.2 ADS-B Flight Planning Requirements
9.10.2.1 ICAO Flight Plan Item 10 — Surveillance Equipment and Capabilities

An appropriate ADS-B designator shall be entered in item 10 of the flight plan to indicate that the
flight is capable of transmitting ADS-B messages.

These are defined in ICAO DOC 4444 as follows:

B1 ADS-B with dedicated 1090 MHz ADS-B “out” capability

B2 ADS-B with dedicated 1090 MHz ADS-B “out” and “in” capability
Ul ADS-B “out” capability using UAT

U2 ADS-B “out” and “in” capability using UAT

V1 ADS-B “out” capability using VDL Mode 4

V2 ADS-B “out” and “in” capability using VDL Mode 4

During the ADS-B SITF/13 meeting held in April 2014, clarification of the B1 and B2 descriptors
was recommended as follows. This will be progressed for change to ICAO DOC 4444, but may take
some time for formal adoption:

B1 ADS-B “out” capability using 1090 MHz extended squitter
B2 ADS-B “out” and “in” capability using 1090 MHz extended squitter

States should consider use of the revised descriptors in AIP.

9.10.2.2 ICAO Flight Plan Item 18 — Other Information
Where required by the appropriate authority the ICAO Aircraft Address (24 Bit Code) may be
recorded in Item 18 of the ICAO flight plan, in hexadecimal format as per the following example:

CODE/7C432B

States should note that use of hexadecimal code may be prone to human error and is
less flexible in regard to airframe changes for a notified flight.

Proper ICAO Aircraft Address (AD) in surveillance data and flight plan is essential for application
of ADS-B and mode S surveillance. It requires collaborative effort from stakeholders such as
ANSPs, airline operators and ground handling agents. A guideline, which is provided in Appendix
9, is developed to mitigate the discrepancies observed in AD and Target Identification (ID) between
surveillance data and flight plan in order to enhance the application of mode S surveillance in air
traffic control, which plays a key role in safe and efficient ATM systems.

9.10.2.3 Transponder Capabilities



When an aircraft is equipped with a mode S transponder, that transmits ADS-B messages, according
to ICAO Doc 4444, an appropriate Mode S designator should also be entered in item 10; i.e.: either
S

o E Transponder — Mode S, including aircraft identification, pressure-altitude and extended
squitter (ADS-B) capability, or

o L Transponder — Mode S, including aircraft identification, pressure-altitude, extended squitter
(ADS-B) and enhanced surveillance capability.

During the ADS-B SITF/13 meeting held in April 2014, clarification of the E and L descriptors was
recommended as follows. This will be progressed for change to ICAO DOC 4444, but may take
some time for formal adoption:

o E Transponder — Mode S, including aircraft identification, pressure-altitude and ADS-B
capability, or

o L Transponder — Mode S, including aircraft identification, pressure-altitude, ADS-B and
enhanced surveillance capability.

States should consider use of the revised descriptors in AIP.
9.10.2.4 Inconsistency between ADS-B Flight Planning and Surveillance Capability

Inconsistency between flight planning of ADS-B and surveillance capability of an aircraft can
impact on ATC planning and situational awareness. States are encouraged to monitor for
consistency between flight plan indicators and actual surveillance capability. Where discrepancies
are identified, aircraft operators should be contacted and instructed to correct flight plans, or general
advice (as appropriate to the operational environment and type of flight planning problems) should
be issued to aircraft operators. An example of such advice is provided at Appendix 4.

9.10.3 Setting Aircraft Identification (Flight ID) in Cockpits

(a) Flight ID Principles

The aircraft identification (sometimes called the flight identification or FLTID) is the equivalent
of the aircraft callsign and is used in both ADS-B and Mode S SSR technology. Up to seven
characters long, it is usually set in airline aircraft by the flight crew via a cockpit interface. It
enables air traffic controllers to identify and aircraft on a display and to correlate a radar or
ADS-B track with the flight plan date. Aircraft identification is critical, so it must be entered
carefully. Punching in the wrong characters can lead to ATC confusing once aircraft with
another.

It is important that the identification exactly matches the aircraft identification (ACID) entered
in the flight notification.

Intuitive correlation between an aircraft’s identification and radio callsign enhances situational
awareness and communication. Airline aircraft typically use a three letter ICAQ airline code
used in flight plans, NOT the two letter IATA codes.

Considering the importance of the consistency of ID in surveillance data and flight plan, the
stakeholders, especially air operators, should refer to the guideline, which is provided in
Appendix 9, for the underlying causes of ID discrepancies and associated mitigation measures.

(b) Setting Flight ID
The callsign dictates the applicable option below for setting ADS-B or Mode S Flight ID:



(i) the flight number using the ICAO three-letter designator for the aircraft operator if a
flight number callsign is being used (e.g. QFAL for Qantas 1, THAS54 for Thai 54).

(i)  the nationality and registration mark (without hyphen) of the aircraft if the callsign is the
full version of the registration (e.g .VHABC for international operations).

(iii)  The registration mark alone of the aircraft if the callsign is the abbreviated version of the
registration (eg ABC for domestic operations).

(iv)  The designator corresponding to a particular callsign approved by the ANSP or regulator
(e.g. SPTR13 for firespotter 3).

(v) The designator corresponding to a particular callsign in accordance with the operations

manual of the relevant recreational aircraft administrative organization (e.g. G123 for
Gyroplane 123).

9.11 PROCEDURES TO HANDLE NON-COMPLANT ADS-B AIRCAFT OR MIS-LEADING
ADS-B TRANSMISSIONS

ADS-B technology is increasingly being adopted by States in the Asia/Pacific Region. Asia/Pacific

Region adopted 1090 extended squitter technology. Reliance on ADS-B transmissions can be expected

to increase over the coming years.

Currently a number of aircraft are transmitting ADS-B data which is misleading or non-compliant with
the ICAO standards specified in Annex 10. Examples include:

a)  aircraft broadcasting incorrect message formats;

b) aircraft broadcasting inertial positional data and occasionally indicating in the messages that the
data has high integrity when it does not;

¢) using GPS sources that do not generate correct integrity data, whilst indicating in the messages
that the data has high integrity;

d)  transmitting ADS-B data with changing (and incorrect) flight identity; and
e) transmitting ADS-B data with incorrect flight identity continuously.

If the benefits of ADS-B are to flow to the aviation industry, misleading and non-compliant ADS-B
transmissions need to be curtailed to the extent possible.

The transmission of a value of zero for the NUCp or the NIC or the NACp or the SIL by an aircraft
indicates a navigational uncertainty related to the position of the aircraft or a navigation integrity issue
that is too significant to be used by air traffic controllers.

As such, the following procedure currently stipulated in the Regional Supplementary Procedures Doc
70303, shall be applicable in the concerned FIRs on commencement of ADS-B based surveillance
services notified by AIP or NOTAM:

If an aircraft operates within an FIR where ADS-B-based ATS surveillance service is provided, and

3 SURICG/2 recommended States/Administrations to update their ADS-B Avionics Equipage
Requirements to align with the template in Appendix 3



a) carries 1090 extended squitter ADS-B transmitting equipment which does not comply with one of the
following:

1) EASA AMC 20-24; or

2) the equipment configuration standards in Appendix XI of Civil Aviation Order 20.18 of the Civil
Aviation Safety Authority of Australia; or

3) installation in accordance with the FAA AC No. 20-165 — Airworthiness Approval of ADS-B; or

b) the aircraft ADS-B transmitting equipment becomes unserviceable resulting in the aircraft
transmitting misleading information;

then:

a) except when specifically authorized by the appropriate ATS authority, the aircraft shall not fly unless
the equipment is:

1) deactivated; or
2) transmits only a value of zero for the NUCp or NIC or NACp or SIL

States may elect to implement a scheme to blacklist those non-compliant aircraft or aircraft consistently
transmitting mis-leading ADS-B information, so as to refrain the aircraft from being displayed to ATC.
Please refer Appendix 2 for guidance in implementing the blacklist scheme.

A sample template is given below for reference by States to publish the procedures to handle non-
compliant ADS-B aircraft or misleading ADS-B transmissions in their ADS-B mandate/regulations:

After <insert earliest date that ADS-B may be used for any relevant operational purpose> if an aircraft
carries ADS-B transmitting equipment which does not comply with :

(a) European Aviation Safety Agency - Certification Considerations for the Enhanced ATS in Non-
Radar Areas using ADS-B Surveillance (ADS-B-NRA) Application via 1090 MHZ Extended
Squitter (AMC 20-24), or

(b) European Aviation Safety Agency - Certification Specifications and Acceptable Means of
Compliance for Airborne Communications, Navigation and Surveillance Subpart D —
Surveillance (SUR) (CS-ACNS.D.ADS-B), or

(c) Federal Aviation Administration — Advisory Circular No: 20-165A (or later versions)
Airworthiness Approval of Automatic Dependent Surveillance — Broadcast (ADS-B) Out
Systems, or

(d) the equipment configuration standards in Appendix XI of Civil Aviation Order 20.18 of the Civil
Aviation Safety Authority of Australia.

or the aircraft ADS-B transmitting equipment becomes unserviceable resulting in the aircraft
transmitting misleading information;

the aircraft must not fly unless equipment is:

@) deactivated; or

(b) set to transmit only a value of zero for the NUCp or NIC or NACp or SIL.
Note:

1. It is considered equivalent to deactivation if NUCp or NIC or NACp or SIL is set to continually



transmit only a value of zero.
2. Regulators should take appropriate action to ensure that such regulations are complied with.

3. ATC systems should discard ADS-B data when NUC or NIC or NACp or SIL =0.



9.12 EMERGENCY PROCEDURES

ATC surveillance systems should provide for the display of safety-related alerts and warnings, including
conflict alert, minimum safe altitude warning, conflict prediction and unintentionally duplicated SSR
codes and aircraft identifications.

The ADS-B avionics may transmit emergency status messages to any ADS-B ground station within
coverage. The controller receiving these messages should determine the nature of the emergency,
acknowledge receipt if appropriate, and initiate any assistance required. An aircraft equipped with ADS-
B might operate the emergency and/or urgency mode as follows:

a) emergency;

b) no communications;
C) unlawful interference;
d) minimum fuel; and/or
e) medical.

Selection of an emergency transponder code (e.g. 7600) automatically generates an emergency
indication in the ADS-B message. However, some ADS-B transponders may only generate a generic
emergency indication. That means, the specific type of emergency, e.g., communication failure, is not
always conveyed to the controller in an ADS-B environment. The controller may only receive a generic
emergency indication irrespective of the emergency codes being selected by the pilot.

In some early ADS-B avionics configurations, when a generic emergency indication is being transmitted,
a request to “Transmit ADS-B Ident” or “Squawk Ident” may not result in the Ident indication being
displayed in the ATC System. This is because the emergency and ident flags share the same data
elements in the ADS-B downlink message.

Due to limitations of some ADS-B transponders, procedures should be developed for ATC to confirm
the types of emergency with pilots based on operational needs of States.

In contrast to DO260 avionics, for DO-260A avionics, the transmission of an Emergency/Priority status
message in the ADS-B message set will also include the original MODE A code allocated by ATC.
When the aircraft resets the MODE A code to the original allocated code the ground station can retain
the Emergency/Priority status in the Asterix message, for up to 100 seconds, even though the aircraft is
no longer squawking an emergency code. This situation can generate confusion as to the actual status of
the aircraft.

Executive control responsibility

The responsibility for control of the flight rests with the ATSU within whose airspace the aircraft is
operating. However, if the pilot takes action contrary to a clearance that has already been coordinated
with another sector or ATSU and further coordination is not possible in the time available, the
responsibility for this action would rest with the pilot in command, and performed under the pilot’s
emergency authority.

Emergency procedures

The various circumstances surrounding each emergency situation preclude the establishment of exact
detailed procedures to be followed. The procedures outlined in PANS-ATM Chapter 15 provide a
general guide to air traffic services personnel and where necessary, should be adapted for the use of
ADS-B.



9.13 PROCEDURES TO HANDLE GPS TIME AND WEEK COUNTER ROLLOVER
The GPS system is often used in the ATC environment, including:

- to time stamp surveillance data with the “time of applicability” of the data. This allows
positional data to be “extrapolated” to the time of display and allows old data to be discarded.

- to time synchronise ATC systems to the correct time, so that when it uses surveillance data, it
can determine the “age” of the data.

- to time stamp recorded data and maintenance data

Thus accurate time is important to minimise incorrect positional data being presented to ATC and to
ensure that valid data is not discarded — amongst other important technical roles in synchronising
various computer servers in a network.

9.13.1 GPSTIME - COUNTERS AND LEAP SECONDS

The GPS navigation message contains information about the current date and time in the form of a
sequential week counter (representing the number of weeks elapsed since the last time this counter
was reset to zero). This counter is 10 bits long and this resets to zero every 1024 weeks (19.6 years).
GPS week zero started at 00:00:00 UTC on January 6, 1980, and the week number became zero again
on August 21, 1999. A rollover event occurred on 6 April 2019.

ATC systems use UTC. The difference between GPS time and UTC changes whenever a “leap
second” is inserted in UTC. Wikipedia says that “one-second adjustment that is occasionally applied
to civil time Coordinated Universal Time (UTC) to keep it close to the mean solar time at Greenwich,
in spite of the Earth's rotation slowdown and irregularities”. This is done in coordination with the
international community.

The GPS messages sent by the satellites includes the difference between GPS time and UTC, thus
allowing the GPS receivers to calculate UTC.

9.13.2 GPS RECEIVER ISSUES

Each GPS receiver has firmware/software that computes UTC from the GPS time counters and from
the known offset. In the past some GPS receivers have not coped well with these changes. The
triggers occur very infrequently and in some cases they have not been adequately tested.

This can cause incorrect UTC time to be output following some events such as:

- Software deficiencies highlighted by the week number rollover. The rollover occurs each 19.6
years

- Deficiencies at leap second introductions (at intervals greater than 1 year)
- Loss of GPS-UTC time offset (sometimes at power off in devices not using non-volatile
storage). Typically this can result in up to 15 minutes of incorrect time data until the offset is

restored from the satellite messages.

Other problems such as receiver lock up (service failure) can occur when the GPS receiver is exposed
to rare real world events or stimuli.



9.13.3 ATC SYSTEM RISKS AND MITIGATION

ANSPs and regulators need to be aware of the potential issues that may arise from GPS receivers that
inadequately process events and stimuli.

Possible mitigations that could be considered include:
- Testing GPS receivers with a GPS test tool that simulates possible events/ stimuli

- Co-ordination with GPS receiver manufacturers

- Disconnect GPS receivers just before expected events — and check the output before
reconnecting the GPS receiver. (in this case the ANSP would be relying on the ability of the
ATC or surveillance system to operate for a period without the GPS synchronisation).



10. SECURITY ISSUES ASSOCIATED WITH ADS-B
10.1 INTRODUCTION

ADS-B technologies are currently “open systems” and the openness is an essential component of
successful use of ADS-B. It was also noted that ADS-B transmission from commercial aircraft is a
“fact of life” today. Many commercial aircraft are already equipped with ADS-B and have been
transmitting data for some time.

It was noted that there has been considerable alarmist publicity regarding ADS-B security. To a large
extent, this publicity has not considered the nature and complexity of ATC. Careful assessment of
security policies in use today for ADS-B and other technologies can provide a more balanced view.

10.2 CONSIDERATIONS

A list of ADS-B vulnerabilities categorised into threats to Confidentiality, Integrity and Availability
has been reviewed and documented into the guidance material on security issues associated with
ADS-B provided on the ICAO APAC website “http://www.icao.int/APAC/Pages/edocs.aspx” under
“Restricted Site” for reference by States. States could contact ICAO Regional Office to get access to
the guidance material. The following recommendations are made to States :

(&) While ADS-B is recognized as a key enabling technology for aviation with potential safety
benefits, it is recommended that States made aware of possible ADS-B security specific
issues;

(b) It is recommended that States note that much of the discussion of ADS-B issues in the Press
has not considered the complete picture regarding the ATC use of surveillance data;

(c) For current ADS-B technology implementation, security risk assessment studies should be
made in coordination with appropriate national organisations and ANSPs to address
appropriate mitigation applicable in each operational environment, in accordance with ATM
interoperability requirements; and

(d) Future development of ADS-B technology, as planned in the SESAR master plan for
example, should address security issues. Studies should be made to identify potential
encryption and authentication techniques, taking into consideration the operational need of air
to ground and air to air surveillance applications. Distribution of encryption keys to a large
number of ADS-B receivers is likely to be problematic and solutions in the near and medium
term are not considered likely to be deployed worldwide. Internet based encryption strategies
are not deployable when ground stations are pass receivers.

10.3 MEASURES FOR ENHANCING THE SECURITY OF ADS-B

10.3.1 TIME DIFFERENCE OF ARRIVAL (TDOA) BASED POSITION VERIFICATION
METHOD

One of the technologies for enhancing ADS-B security is TDOA-based position verifiation,
which is able to mitigate false targets caused by spoofing. In a case of spoofing, the position of the
emitter (attacker) is likely to differ from the position contained in the ADS-B signal. Such positional
difference can be detected by means of TDOA.

When an emitter (aircraft or spoofing emitter) transmits an ADS-B signal, (at least) two
receivers detect the signal and measure the time of arrival (TOA). The difference of the TOAs
between the two receivers is a TDOA. Next, decoding the ADS-B signal obtains the position


http://www.icao.int/APAC/Pages/edocs.aspx

contained in the signal. A calculation using the ADS-B position and the known receiver positions
obtains the expected TDOA.

True position (unknown)

; Atij’(,
Jo mmm Measured
TDOA

Co‘pare
ADS-B Position At .
i J Expected

TDOA
Figure 10.3.1.1 Illustration of the Procedures of TDOA method

The measured and expected TDOAs are compared. The TDOA difference is large in a case of
spoofing and small in a case of a legitimate aircraft, as illustrated in Figure 10.3.1.2 (a) and (b),
respectively. Therefore, a threshold can be used to make a decision; if the TDOA difference is smaller
than the threshold, the position is determined as valid. If the TDOA difference is larger than the
threshold, the position is determined as anomalous (spoofing).

Hyperbola of Emitter Hyperbola of Emitter

Hyperbola Emitter /Hyperbola
; of ADS-B Position of ADS-B Position
Emitter

ADS-B Position ADS-B Position
Deviation: Anomaly Position Agreement; Valid Position
(@) (b)

Figure 10.3.1.2 Illustration of (a) case of spoofing, and (b) case of legitimate aircraft




10.3.2 APPROPRIATE IMPLEMENTATION OF A DECODING METHOD OF CPR

CPR (Compact Position Reporting) is the format used to encode a latitude and longitude in the ADS-
B position report using 1090 Extended Squitter (DF = 17, BDS = 0,5 and 0,6). There are two ways of
decoding the encoded CPR:
a) globally unambiguous decoding, which requires two signals called “even” and “odd".
b) locally unambiguous decoding, which requires either even or odd signal plus a reference
position.

Appropriate implementation of a decoding method is important also for security aspect. In the
technical standards, there are techniques available for supporting correct decoding, for example, range
test and reasonableness test for CPR decoding in RTCA DO-260B. Although they are not originally
intended for security purpose, reduction of false position information is expected.

The CPR reasonableness test is a technique to verify the decoded position. The basic mechanism of
the reasonable test for locally unambiguous decoding is detecting a position jump from previous
decoding. The criteria is available in DO-260B. The basic mechanism of the reasonable test for
globally unambiguous decoding is decoding an additional pair of signal and use it for verifying the
previous decoding.

The CPR reasonableness test is included in the ADS-B message decoding logic in DO-260B together
with a range test, which checks whether the output of globally unambiguous decoding is within the
receiver’s operational coverage. The range test and CPR reasonableness test are included also in
EUROCAE ED-129B (Technical Specification for a 1090 MHz Extended Squitter ADS-B Ground
System).
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Provide a copy of the completed Commissioning Readiness Form to P&E, Asset Lifecycle Manager, Planning and Integration

Note 1: Non-critical deficiencies (NCD) are those outstanding technical and operational issues that do not prevent the safe and
effective use or maintenance of the facility, but will be addressed in a specified and agreed time. NCDs shall be listed on the
Commissioning Certificate (C-FORMS0300) and recorded in the relevant system (ASID / HEAT / SAIR). It is preferable for each
NCD to be recorded as a separate Issue.

C-FORMS0348 Version 3: Effective 21 August 2012 Page 1 of 17
Form approved by: Branch Manager, Operational Integrity & Compliance

Commercial in Confidence



ADS-B Implementation and Operations Guidance Document

80UBPIJUOD) Ul [BIDIBWIWIOD

aoueldwo) g Aybaju| [euonesadp 4abeueyy youelg :Aq panoidde wio4

/1 jo g ebied

ZL0zZ 18nBNy |z 9A0ay3 g Uoisiap

8YE0SIWHO4-0

[] viN

$010-dVS-SON-YV
suawaiinbay

a|qealdde se ‘abueyd

_H_ pajeidwen swabeuepy abueyn Asjes aUj Jo pasiApe ueaq Jo pajdedoe ; paroidde erey YSyD 9l
L] v S010-0v5- 008V ‘uonisues} ay} Buimoljoy
sainpaoold Bupoyiuow aouewlopad A)ajes oy sjuawsabuele Buipnjoul
_H_ paje|dwe) Juawsabeuep ysiy Ajoles aoe|d Ul a1e s)Sl Jo malaal pue Bulojuow Joj sjuswabuelry Gl
G0L0-d¥S-00dd-vYV
sainpadoid
juswiabeuep ysiy Alajes €€00-4VYS-WHO4-VY
_H_ VN — plooay soue)danoy pue Jsanbay abuey?) JUsWSsassy Ysiy
‘piooay 9000-dVS-SON-VV | |euonesadQ Buisn pajuswadwi pue passasse uaaq aney sysi
aoue)danoy pue jsanbay abuey) juswssassy ysiy [euonesadQ 0] yur] _H_ paje|dwon JuaLWssassy ysiy [euonelado |ENpIS®) WoJj SJUBLISSEsSSY ¥sly [Buonelad() ay) uo sjpoedu) '
‘paydacoe pue paypsnf ysu [enpisal
] viN 5010-IvS-900dvY pue ;e0e|d Ul PUE PalUSPI S|OHUOD  *
sainpaoold ;paynuapl spiezey Bunsixe o) joedw / spiezey mau Aue e
_H_ pajedwen Juawaebeuep ysiy A19jeg sapnjoul pue pajsjdwoo ssaooid Juswabeuew ysu A)ajeg el
aseqele(] Y2Jeag Juawnoo( ay) ul ajqe|ieae aq o} pasinbai ale
sase)) Ajajes pue suoday Juswssassy Alajes ‘sueld Alojes
ase) Ajajes g ue|d Ajajes
10 ‘poday juawssassy Ajajeg g ueld Ajajes
‘sanss| AJgjes ou 1o
Jewujw syuasaid abueys ay) pue palapisuod uaaqg sey Ajajes
3seqejeq yoleas juawnoog 1By} 9)eJISUOLISP O} UOIJWLIOU] JUSIDIYNS Ylim Juswabeuew
Bl|BA)SNY S80IAI8SIY 8pIA0id JSNL Yolym JUsWale}s
asen fiajes 3 ueld Kages oy yury | L] YN P0L0-dVS-SON-VY | /Aejes suojepue)s o QYOS Ul pepnjoul — juawa)els Ajajes
10 poday juawssassy Ajajeg 3 ue|d Ajajeg o3 yui sjuswaiinbay :Buiuoissiwwon Joj Bumoljoy sy}
10 Juawsaje)s Ajajes o} yur _H_ pajedwoe) juswebeuely abueyn Aajes JO 8UO J0j Juswalnbal By} 8q ||IM YYIS 8y} JO BW0oIN0 BY | FAl

QyvIs 03 quq

palajua
aq 0} palinbal s1 /N SI )l Aym uoseal e ‘y/N S Juawsalinbal e J|)
9oueldwo) jo asuapiag

D VIN
_H_ paje|dwon

VIN
10 pajajdwon

¥#010-4VS-SON-YY
sjuawalnbay
Juawabeuey abueyn Ajales

(induj pasinbai
paiyoads 0] pasn UOJoNJISUl/aINPa20Id)

:@0ualajey Juawaiinbay

sisA|eue piezey
Kreunuijesd e wuopad pue abueys auy Jo j1oedwi ay) ssesse
0] pasn aq |[eys qYyIS 8yl swajsAs pajenbaiun jo4 210N

(2v00-4VS-dWIL-VV) @ieldwa ] auvos
QYIS peja|diioo ey o) yul| e epiAoid

AL34VS TVYNOILYH3dO

;Juawalinbay

L

‘ON
wa)|

8¥E0SINYH04-0
TOULNOD IONVHO
AVANYIN LNJINFOVNVIN WILSAS

Appendix 1 -2

May 2024

Edition 16:0



/1 jo ¢ abed

2oUBpIUOY Ul |BIDIBWIWIOYD

aoueldwon g Aubaju| [euoneladQ ‘Jebeuey youelg (Aq parcidde wio4
Z1L0Z 1snbny |LZ 8Ajoeyg (g UoIsIap

8¥€0SWHO4-0

paJajua

aouel|dwo? Jo d9UdPIAT

aq 0} palinbal s /N S! I Aym uoseal e ‘y/N SI Juswalinbal e J|)

VIN
1o paje|dwon

(indu| pauinbas
palioads 0} pasn UCHONIISUNEINPE20IH)

20UI2J9Y juawaiinbay

D VIN 8000-4VS-00dd-YV ‘pajs|duiod yiom ||e ‘pebewepun ‘ues|o
suolpadsu| | ‘uoipuod Buipjing ooe|d Ul aJE $|0JjU0D piezey pue paja|dwod
_H_ paje|dwo) A1pjeg aoe|dyiop Bugonpuo) ale suoljoadsu] SHA 2INsSua syJom Jo uole|dwod ay} Iy 5z
1Z1-00dd
B A1ees % ulesH
8 shaning ‘uoneipey 4y
PEL-00¥d
swabeuepy ysiy jue|d payiuapl
Z100-AVS-00dd-VY salepunog ainsodxa |euolyednoso g olgnd |esoush
spoeloid pue SIopeRuon pue 12uAy 8y} uo paysiignd ‘pale|dwod Asauns zeypey -
JSIpo9Y JuewaBeuey Y1y Jueld TETS pereidwoa oy yury | [] VN 10} ¥sly SHM Buibeuepy pafeuew sysujueld -
2100-4VS-dN3L1-VVY paje|dwod Juswisiels poyle N Yopm ajes -
T700-vS-dWIL 7V Juowolels POUla YoM djes pajaidwon o) yurq [ [ ] PRIBIdWOD | uswsiels poujeln om ejes aoe(d Ul 21e s|0AU0D piezey SHA vz
8604 Bunaay
x0q|o0] Ajleq B 1s1oeyn ajge|ieAe juawdinba ; Ajjioe} jsalle |je4
] N fyejes swBiaH Je BuoM 3609
L§1-004d Buneay xogjoo] Aleq g isiposyo Alejes siubiaH je Burtiopm
_H_ pais|dwon sjybleH 1e BunJopn ¢ POSSOSSE UOIIBDIJISSE|D / $S920Y Jamo | ez
_H_ WIN
6000-4VYS-00dd-VY ‘paispisuod
d uoljeynsuc) Buiaq aJe sjuswabuelie yiom o} sabueyo juealyubls
_H_ pejejdog soejdylop Jayiabo | BUBIOpA UBUM Pa}NsUCD B1. SISp|oyaye)ls pue saakojdwae ainsug 2z
9100-4VS-dINTL-VV
Aewwing juswabeuey ysiy
KisjeS pue yjeaH soe|dyIop
0Z200-4VS-dIN31-VV
uoneayuep|
_H_ V/N pleZeH SHM (el
G010-4VS-20dd-VV
9100-4VS-dIN3L-VV a1e1dwo $94Npe20.d 0200-4VS-dINTL-VV oje|dwa}
frewwng yuswabeuep Alojeg pue yjeaH asejdyiopn pajejdwos o) yul _H_ pelel 2 awsbeue|y ysiy Alojes | auy) Jad se paja|dwod aq Jsnw uolesljuap| piezeH SHAA [eNiu| 4

AL34VS ® HLTVIH 30VIdMHOM

Juawalinbay

:ON
way|

8YE0SINHOL-D
TOYLNOD IDNVHD
IVNNVIN LNJWIOVNVIN INILSAS




20USPIJUOD Ul |BIDJOWWOD

aoueldwon g Aubaju| |euolelado ‘1abeuepy youelg Agq paaoidde wio4

Ll jo 7 abed

Z10Z 1snBNy | Z @A0ayT € uoisiep

8rE0SNHO4-O

paiinbai aBueys W1V i @2ualajal HIYN PuUe 2oUI3Jal SINYHY BpIACId

O wn

001°2-AN3-SON-VYV

sabueyd WLV 10} $S820.d

[ v (psezey payuap!
ue AjjewuoN) yejs D1 Buiuiews. jo Juswasiopua pue
:oN 1918163y 901ZYH _H_ paje|dwon ‘Bunel ‘Buiuiesy Buipuejsino Aue a)s|dwod o} a2e|d Ul ale sue|d vy
O wn
pajepdn uaaq
[] peweidwog SABL| 8SEQEJEP dYS Ul SPJ09al Bulule.) [enpiAlpul Jeis D1Y oy
D WIN
‘8|qe|lene
:pauled] JaquinN _H_ pajeidwon Jjeis Q1Y pasiopua pue pajes ‘paulel) Jo Jaguinu JuaIgng I 4
O wn
¢padojensp
ue|d Buiuies)] pue sishjeuy spaan Buiuies] oy yuiq _H_ pajeidwon ueld Buiutel| pue pajs|dwod siskjeuy spaan Buiules] J1v K2
ONINIVYL OLY

140ddNS -31d03d

"dnous JusLUoIIAUT
ur jun ebueyD SjWID PUE JUSWUCIIAUT WoJj paulejqo
ag ued peduw)| [ejuswuoliaug 8y} BuISSSSSE U S0UBISISSY

001°2-ANI-SON-VV
1ad se sabueyo || ¥ 10} paule}qo SoUBIea| ) [BJUSLUUCIIAUT

paJojua
aq 0} palinbai sI /N S! )l Aym uoseal e ‘y/N SI Juswalinbai e j|)
aoueldwo) Jo aouapiag

VIN
Jo paje|dwon

(induy paiinbas
pa1ioads 0) pasn UoHINJISUY3INPE30Id)
:90uUalejoy «C&Ew.__:—umw_

D paje|dwon JUBLISSASSY JUSLLUOIIAUT z'e
002°C-ANI-SON-YVY
"SANIAY
-paiinbaz punoiB-uQ o} sabueyn ‘dnoug justuuoiAug
Se 92uapuodsallod Jueadjal pue sue|d Juawdojaaaq Jajse _m:EEn._ Aue 40 JUBLISSSSSY [BJUSLULIOIIALT uun mMcmco SjewlS pue Em_%co._;cm_ uio4 psuejqo
0} SHyul| pue asuald)al SIWHY apiroad pannbas si Juawssasse g abejs e §) 0100"AN3-434-VV 84 UED JoBdU] [EJUSLILOALT BY} DUISSSSSE U SOUEISISSY
_H_ vIN sallAloY
punoiB-uQ o} sabueyn SaIJIA0Y punolB-uQ 0y sabuey)n
ulog 10J BUBJIY JUSWISSESSY 10} BLISJID) JUBWISSesSY § BUIUSaIog JoBdW | [BJUSLUIUOIIAUT
juswssassy pue Buuaaidg joedw| [ejuswuoiiaug pajaidwod o} ur] _H_ pejeldwion 9 BUIUSBIOS [BIUSLULOIAUT aU) Buisn passasse aq s joedul| [ejusUoIIAUT L'e

Juawadinbay

‘ON
way|

8V€0SINYO4-D
TOYLNOD IONVHO
TVNANVYIN LNJNWIDOVNVIN NTLSAS



20USPIUOD Ul [0SO

aoueldwon ® Aubajul jeuoijesad ‘Jebeuepy youelg :Ag paroidde wio4

/1 Jo g ebed

ZlL0z snbny |z BAJ08) g [T UCISIBA

8rE0SWHOL-0

[]wN
_u paje|dwon

2)e ‘speq 158}

‘Juawdinba js9) |eads Bulpiebal paynsuoo usaq aney QD Sy

140ddNns vIILSIo0T

R

L¥1-00dd aseqejed (HaQyoa ) suoljedly|en
[] pewidwod UOREOYILD [BOIUYOS | ay) sjepdn o} poddng wieisks SN o) Juss sjiglep WaoWsL | ZL'y
_H_ VIN
6Ll-004dd ¢palinbal se pajepdn spiooal Buiuies} pue ToJEUIPIO0)
_H_ paje|dwon Buruies | UIUTel] [ESIUUo8] o} Juss s|iejap Buluiesy yels Siy4 pue sgy [
_H_ VIN Jsjuswalinbal
Buisuaol pue salpuajedwos yiom ysii ybiy Buipnioul
_H_ pais|dwo) Jjels aoueuajulew pialy Ag paulelgo Buisuaol| je1oads / Aloinels oLy
R4
L¥1-00dd ‘sshnp
_H_ paje|dwo) uoneIUaY |e3IUYoa | wiopad 0) Yanyoe ] JueAajal 8y} ploy Jels asueuajuiew pjal 6t
_H_ VIN i4eis soueualUlEW
plaly Buiuiewsal pue yejs poddns WajsAs Jo UOHEDISD pue
_H_ paja|dwod Buiuiely Buipuelsino Aue aje|dwos 0} aoe|d ul a1e sueld aly Y
R4
¢ paulel) Ajsjeudoidde
_H_ paje|dwo) Jels aoueuajuiew play pue Jejs poddns wajsAs jusioyng L'y
_H_ VIN sSuuog
pUE saping JayoaL papuswe usag sey eusuo juawssasse Buiisixe Jo padojanap
SWI04 pue SapINg Manyaa] o} yui _H_ paje|dwod Sopod HenyJal B1I9)I10 JUSLUSSOSSE ‘Pajeslo Usaq AR S8P00 Panyose | X4
_H_ WIN _
CHE)S

ue|d Burures] pue sisfjeuy spaaN Buiuies] o} yui

_H_ paje|dwon

aouUBUBJUIEW p|al) pue yyels poddns waisAs Joj padojarap

ue|d Buiuiel] pue paje|dwod siskjeuy spasN Buiuies | Sy

ONINIVHL TV¥IINHOTL

(paiaua
8q 0} palinbal si /N SI )l Aym uoseal e ‘y/N SI Juawalinbal e }|)
asueldwo) Jo aouapiag

VIN
1o paysjdwo)

(3ndur pauinbas
palyoads 0} pasn uoloNIisUlRINPa00Id)

Jualajey Juawalinbay

ON

Juawalinbay way|

8V€0SINHO4-O
TOYLNOD IONVHI
IVANVIN LNJWIADVNVIN WILSAS




/1 Jo 9 8bed

90USPIUOD Ul |BIDIBWIWIOYD

aoueldwon g Ajubaju| [eucijesadQ ‘abeue youelg Ag parcidde wio4
Z10Z 1snBny |LZ 8Aj08yT i€ UOISISA

8¥E0SWHO4-O

O wnN

L02-200¥d
_H_ pajs|dwo) eleq 80IAI8g shemuly ¢ PaysIgeIsa (1 4S) saWl] UOIeI0}Say 8oIAlag Ty
O wnN
_H_ paje|dwon Lpainbiyuos ¥ pajsa) ‘papeo| alemuuly / alemyos — saledg 2y
O wnN 811-004d
sal|ddng
D peje|dwon ® SPO0D) JO Juswabeuey ¢ paliddns seseo podsuel) ‘oau00 abelols ‘paljddng — saleds 0z'y
_H_ VIN
¢pojepdn/paiddns
_H_ psje|dwo) suolsirosd fuanooay Jejsesi( /Alnunuo) ssauisng WajsAg 6lL'Y
_H_ VIN ¢pelddns oo ‘(sdeyjs ‘syew) uonosjoid abieyosip oluoio9|e
‘siojejos! ‘siojdepe ‘spes| yojed /s8] ‘S|00) souBUSUIEW
_H_ peje|dwon p|aly pue poddns we)sAs aiemyjos 10 alempley pasieloads gLy
_H_ /N ‘ULIo) ssaulpeay uonhoax3 BuiesuiBug ul pajielep
sjuswalinbal uonelqies pue Buiseyoind Juswdinba }sa] 8loN
_H_ paje|dwon ‘aseq aoueuajuiew o} papiacid juswdinba jsa | A
sjuawabuelle soueuaUleW ¢ [9A9T @jeudoiddy —
_H_ N ;Hoddns |eusajul Jo/pue Jopuah ajeudoiddy  —
é(leusspul
_H_ paje|dwon 10/pue |eulaxa) ade|d Ul sjoeNUOD Joddns aoueusjule|y alL'y
_H_ WIN
051-00dd ‘sjuswalinbal
_H_ pais|dwon Juswabeuely Juawdinbg jse | awdinbs jsa) pasieroads Aue jo pasiape DOVINTL Sy
_H_ N
joe5U09 Jledal / Joeluon poddng |paa jodeqg
Jo poddns @snoy-uj Jo Juawdinba siy} wolj sy 4o Jiedas pue
D paje|dwod sbBuipjoy saleds Buipiebal pajnsuod usag arey DAN / AHIND vy
(patsjua VIN (1ndu; paninbai ‘0N
8q 0} palinbal s /N S! I Aym uoseal B ‘y/N SI Juswalinbal e J|) Payioads 0} pasn UOONASUIRINPS0.d) Juawalinbay ’
J1o pajajdwoy :92U049)9Y JUawWallinbay waj|

asuel|dwod Jo 92UIPIAT

8¥€0SINAI04-D
TOYLNOD FONVHD
IVNANVIN LNJINIOVNVYIN INILSAS




20UBpPIJUOD Ul |BIDISWIIOY

aoueldwon g Aubaju| jeuonelado ‘Jebeuey youelg :Ag paroidde wio4

11 o/ abed Z1L0Z 1snbny Lz 8A08yT g UOISIaA 8¥E0SINHO4-0
O v
aseqejeq g suononasu| ¢;abueyo jo yejs jeuonelado
"ON 944N _H_ paje|dwo) €20 Aderodwa] BuiAyou panss (|71) uononiisu| |20 Aesodwa] 91 9g
#20EVOT
_H_ WIN os|e Jajoy
€12-00ud
:oN WyLON | [] peteldwod Buiuue|d syiom PBIIS2UBD / PAPUSWE / PaNSs! dNS dIV 40/PUE INY LON G5
_u /N d08-0
‘ON d29-2 sue|d Aynunuo) ssauisng
:ON d2-S1V _U pajejdwon SUE|d ADusbunuo) S1v ‘pajepdn / pamainal sueld Aynuijuod / Aouebuijuod Oy ¥'g
O vN
‘pajepdn / pamainal sainpasold 9|V JueAsel
"ON 944N _H_ paje|dwo) Jayjo Aue pue (NdYN) [enuely sainpadold D1V [euclieN £g
a|npayog
8|npayag uonnquysiq SIv uonnguisig SIv aui Aq peuiuielep sl salll} JuswWpuswy
‘pajepdn / pamainal (91 'sUey) 'YSH3 'dva ‘DIv
_H_ /N suonedl|qnd vy 'ddNS dIv “oogd dlv) suonealignd uolew.ojul [eaneuoiay
"ON 94¥N _H_ pajs|dwo) ‘pajepdn 7 pamainal (S1VIA) Se0IABS JIel] JIY JO [enuepy z's
_H_ VN ¢ panoidde
pue pajepdn/paonpoid - sa|ny $$8201d ssauisng Jo jdasuo)
UONEIUBWINIOP O YUl D paje|dwon Bunesadg Buipnjoul uoljeluaWwnooOp sjuswalinbay wajshs 'S

Y0Ld

wJio4 ndu| eyeq dvs
201APY paysijowa/pa|[elsuy|

O wnN

NOILVLININNDO0Ad 21V

'SHONVYHO V1v¥d Nd dVvS

suoneladQ Wa)sAg 0} Juas pue (sjnalid

Buuoyuow Buipnjour) Juswdinbe paysijowap lo/pue pajjejsul
|e Jo uonewlojul pajepdn Sey aouBUSIUBY JUE|d VS

$34dNd300yud S

asueljdwoy Jo 29UapPIAg

s/o1epdn Buiuyuos poddns Wd dY'S Wody [1lews o) yur D paje|dwon juawdinbg ainsua pue Jipne uoneinbiyuos |eaisAyd aiempleH jonpuo) czy
AUm._OEO (ndur pannbai .
VIN ON
aq 0} palinbal s /N SI )l Aym uoseal B “y/N SI Juawalinbal e j|) PR G R IEE 2 Juawalinbay ’
1o pajajdwo) :99uaJ9ay Juswalinbay wiay|

8VE€0SINHO4-O
TOYLNOD FONVHD
TVNNVIN LNJINIOVNVIN INTLSAS




90UBPIJUOY) Ul [BIDJaWWOY

aoueldwo) g Aubaju| jeuoljelad( 'Jebeue|y youelq ‘Aq paroidde wio4

11 Jo g abeq

Z1L0Z 1snBNy |z 9AN38Y3 g UOISIIA

8rPEOSINHO4-O

_H_ VIN

_H_ pais|dwo)

¢alenbape pue pajepdn/paljddns
SuoIoNIjSUl pue ainpadoid UOIje||BjSuUl SIBMIOS

8INpadoid uolje|jesu| 0} Jul 7L’

_H_ VIN
¢a1enbape pue paljddns uoljejuswnoog

juawnooq uonduosag asea|ay Jo Juawnsog uonduasaq UOISIaA 0} YUl _H_ peje|duiod uoldiiosaq 9ses|ay 10 UOISISA 19SEJEp JO/PUE BIEMYOS NG

HRA
¢JHoddns wajshs o)

_H_ paje|dwo) paljddns pue ajenbape ‘pajepdn sjuawnoop ubisap aiemyos AR

NOILVLNINNDOA TVIINHO3L
_H_ VIN

_H_ paje|dwo) ¢ palepdn suolpniisul sdnolg ssauisng Jayio LS
O wnN

_H_ paje|dwon pajepdn suononisul 444y o0L's
O wnN

D paja|dwo) paysiignd pue paja|dwod uoljejuawnoop Jojesado/asn aul-uQ 68G
_H_ VIN

_H_ paje|dwon s|qeol|dde se pajepdn/pepiroid seinpaooid Jojesado/iasn 8
HRL

_H_ paje|dwo) pajepdn sjenuew Jojeladojiasn 'S

NOILVLININNDO0A ¥3sn

:uw._mycw VIN (indu; pasnbai 10N
9 0} palinbal sI /N SI }l Aum uoseal e /N SI Juswaiinbal e j) pay1oads 0} pBSN UCRONISUI/BINP820Id) Juswalinbay :
1o paje|dwo) | :asuassjey juswaisinbay way

aoueljdwo? Jo 2UapIAg

8VE0SINHO4-D
TO™ULNOD IONVHO
TVNANVIN LNJINIOVNVIN INILSAS




80UBPIJUOY Ul [BIDJBWIWIOD

aoueldwo) g Aubaju jeuonelado ‘Jebeuepy youelqg :Aq paroidde wio4

11 Jo 6 ebed

Z10Z 1SnBNY |z 9Aj08YT i€ UOISISA

8¥E0SINHO4-D

HRA

1S1-00¥d
swdinb3 Joj suononisu|
2oueuajulel Jo Juawdojaaaq

(L' Wed

13v) ‘(uoiejuawnoop pasocidde Jayjo Jo) S|y Ul pajuanoop
pue paulap U2aq aAeY 's20Uelajo} LUooadsu| 9oUBLLIOSd
Buipnjoul ‘syuswalinbal @oueUSlUB|A (|JY doUBUIJUIRY

:sjoN 13y | [] pereidwod €TS
N (uonjejuawnoop panoidde Jayjo 10) |3 Z Hed
_H_ 1G1-00ud B Ul pajUSLLINO0Op 8k SUOIIESUOUINY 9Ses|ay SIemMyos pue
uoljesiyipow pue uoljeinByuos Buijiejap uoljeyuaWINIOP 03 Ui Jusudinb3 Joj suononisul ‘(eJemyjos pue aiempiey Joj) uoljesnbyuoy pue suohesyipol
:S/ON |13V _H_ pajo|dwor @ouBUBjUIE JO Juswdojara wajsAg pue juawdinb3 |3y uonesyipoly R uoneinbyuon 2z
¢dlenbape
90L-SASY pue pajepdn/palddns uojjejuswnoop uoljesloads WalsAs
_H_ VN uoleslyoads
Buipoday 1 siuswalinbey ¢9sn BuioBuo Joj panss| pue
_H_ paje|dwon oUBLLIOHad Wa)SAS paljioads syuswalinbal aouewlopad Buliasuibus sjeldoiddy 126
O viN
€01-00dd |0J3UO0D UOIBJUSLNIOP
_H_ paje|dwon Jswabeue| Juswnaoq Japun paoe|d pue paia}siBal uolejuUSWNIOP [EJIUYIS | 0Z'S
_H_ VIN
paysiignd pue pajs|dwod
_H_ paje|dwio) uoljeuSWLINOOp souBUSUEW plaYy pue Joddns waysAs aull-uQ 6L'G
[ viN (Adoo syis
£01-008d pue aseq) Jels aoueusjulew pjay pue pyoddns | |/Bulssulbug
_H_ peje|dwo) wawabeue|y Juawnaoq SN 10 SgV 0} paliddns sjenuew/syooqpuey [ea1uyds | gL's
O wvnN 811-008d
Juawabeuepy ‘JJels aoueuUaulew plaly pue siauoddns weshAs o} paiddns
_H_ paje|dwo) Bumelq [eoluyoa | ISI| pue Jamalp BJeq ul pajsi| pue payepdn sBuimelp [eoILYOD | /LG
HRA
¢oenbape pue
‘0N d0S _H_ paje|dwo) 9je[dwal dos | peiepdn/psiddns sueid Aununuoa / AousBunuop waishs :d0s 9lL'e
[ viN
¢3lenbape
:ON dINS _H_ paje|dwo) ajejdwa] JINS pue pajepdn / pajealo ue|d uawabeuepy waisAs (dINS GL'G
AUO._OEO VIN (indur paainbal :ON
8q 0} paJinbai s1 /N S )11 Aym uoseal e ‘y/N SI Juswaiinbal e jj) 10 paodwion mwpwmnwﬂ_uwh_cm_pomﬁﬁh_ﬁwomﬁv uawalinbay r.:ﬁ_

asueljdwo? Jo 82UspIAg

8YE€0SINYO4-O
TOULNOD FONVHO
IVNNVIN LNJINIOVNVIN INFLSAS




80UBpIJUOY) Ul [BI0JaWIWIOY

aoueldwo) g Albaju jeuonjelad ‘Jebeuepy youeiqg Ag paaocidde wio4

21 J0 01 abed

Z1L0Z ¥snBNy Lz @A0BYT iE UOISIOA

8FE0SINHO4-0

_H_ Y/N

Ruoyiny
aoueUUIE J0 AjIoyIny [ealuyoa] ‘1esulbul jaiyo ey
Aq paujwielep aq 0} aJe sjuawalinbal Buisuaol jueasj@l ay

9¥1-00dd Jew

D psjo|dwog lonuon ubiseqg sjuawaiinbal Buisuaol| 2)e)g Jo/pue |esapa a|qedl|dde JayO €9
Ruoyiny asueusjuiepy
Jo Ajaoyiny |eoluyos] ‘1esulbul jaiys ey Ag pauiuualep aq
0} ale sapo) Buip|ing pue spJeEPUB)S Ueljesysny JUBAS|S] 8y |
9¥1-00dd £s9po9
_u VIN jojuod ubiseq Buipjing jueAsal ay} yum Aldwoo sainjonig - sapo)) Buipjing
;SpJepuelS UeleliSny JUeAs(al

_H_ psje|dwo) SPIEpPUE}S UBIelsny |le yym Ajdwod jawdinba pue uole|ejsu| — spiepuels z'9
_H_ VN i panoidde
9%1-00dd pue pajepdn/paljddns - sajny $$8201d Ssauisng 1o jdesuos)

UOI}EJUBWINIOP O} SYUIT _H_ paje|dwog [oluoD ublseq BuresadQ Buipnjoul uoljelusWINOOp Sjuswalinbey welsAs 19

O wnN

SINIWIHINDIY NOISTA

N3LSAS 9

aouel|dwo? o 32UapIAg

0€-SINd
[ peseidwoo Sisajluep ayS pajepdn jsajiuel 8)s 9z's
O vN £51-008d
suolesuadsiq ‘aseqelep Yoleag juawnoo( ay} uo
:ON aLL _H_ paje|dwon |eaiuyoa] Aelodwsa | paysljgnd pue pasiel uolesuadsiq [eoluyoa] Alesodwsa] ‘gLl §Z'S
[ vnN 151-004d
juawdinb3 Joj suononiisu|
D paje|dwo) @oUBUBUIE JO Juawdojareq JJE}S @oUEULBUIEW AQ Paj[el) S|TY @2UBUBUIELW MAN 1TV ¥Z'S
(palsjua VIN (ndu; paiinbai ‘0N
3 0} palinbal sI /N SI }l Aum uoseal e /N S! Juswaiinbal e j) d (=R e U Juswalinbay :
10 p8)a|dwo) | :aoualajay Juswsalinbay wiay|

8VE0SINHO4-D
TOULNOD IONVHO
TVNANVIN LNJINIOVNVIN INILSAS




ADS-B Implementation and Operations Guidance Document

90UBPIUOYD Ul |BIDISLUWOD

aoueldwo) % Ajubaju| jeuonesado ‘JebBeuepy youelq :Ag panroidde wio4

11 4o || ebed

Z1L0Z 3snBNY |.Z 9Aj08YT i€ UOISISA

8rE0SINIO4-O

_H_ YIN

6280°1IN

asM Jo

SUOI}IPUOY — S82IN0S8Y | )|
80801 Aiindag uonewop]

€1L00-S

‘(eyep pay Ajiealucijos|e Jo 8INsojosIp 10 UoioNnsep
‘uoljealyipow ‘esh ajendolddeul ‘ssaooke pasiioyneun

JuBWalelS Sapjiqisuodsay | 40 SHSH Bu} SsiuiuIw 0} s80)oeId 013U pue AJINSS BARDRYS
_H_ pajejdwo) pUE S8|0Y AJUNoDS || ainsus 0} 'a1)aoe|d Ul pue sjelidoidde saunseaw Aunoag || 89
_H_ VIN 061-00dd PUe 080N
SYIL
d /,— uoieoyiyan uonieslddy ‘(sse00ud syo1 /) saAljoalgo
a)RoII9Y) [BUIH 1O SJEDIHMISY WLISIU| SYO1L / paye|dwod o) yuIq _H_ p&is|dwog ABojouyos | uonewloj| | ejelodios jsuleBe swejsks uonewoll Jo Joedul ay) Buissessy 19
071000dd-2
juswabue.Lly JoBIIUOY [BUBH
_H_ WIN 0S0L°¢- 13V
Bunse) soueydssoy
pue juswainoold (Aleuones)
_H_ pajedwod solaljeg ploy pea JSluawalinbal saolniasIly Jad sk juawalnoold Aleyeq 99
LLoge 13V
suolje|eisu| Bunsixg
10} SWISAS U01J98)0.d
Buiuybi pue Buiypes ayg
_H_ WIN ¥0S1°e 13V
saljioe [euonesado
10} swayshg uonoejold ¢ sjuawalinbal
_H_ pajs|dwon Buiuyybi pue Buiypeq S90IAISSIIY S}9sW UoNpajold Buluyybi pue Buiyues g9
(sBuipeo
1sew / Ayoedes Buluonipuoalie / Ajjigeded Ajddns Jemod)
‘Youelg BussuiBug yum uoiyeynsuoo ybnoiyy paje|dwioo
9v1-008d pue pasiuebio suoljeslipow o sjenbape se pessasse Usaq
D paje|dwo) josuo)) ubiseq aAey sjpoedwi Buipjing pue ainjonyg ‘[edlueyoa|y [ea1}08|3 9
:um._mEm VIN (ndui pauinbas 0N
9q 0} palinbal s1 /N s )l Aym uoseal e /N SI Juswaiinbai e j|) 10 parardwion ﬁﬁmﬁﬂﬂm_cwﬂ_ﬁwﬂﬁwﬁﬁ. JJuawalinbay _..cﬁ_

aoueljdwo) o asuspiAg

8PEOSINYOL-O
TOYULNOD IONVHI
IVANVIN LNJWIOVNVIN INILSAS

Appendix 1-11

May 2024

Edition 16:0



ADS-B Implementation and Operations Guidance Document

80U9pIUOY Ul [BIDISWIWOYD

aoueldwon g Ajubaju| |euoneladQ ‘1abeue|y yosuelq :Agq paroidde wioH

Ll joz| ebed

Z1.0Z ¥snBny |z AROSYT '€ UOISIOA

8FE0SNHO4-O0

] wN

A FIEAEL]
Buipo)
Jnojoo s|ge) |eoujo9|3

pJepuels isny — 000€ SV

6G| PUE G| SU0ROag 2002

éSjuawalinbal
Buipon Inojon 8|qe) |eol}08|g SaoIAIsIY S}ealy

o) 'spieog youms - Buijege]

‘abueyo Jo uone|eisul

|eoujo8|e Aue jo Bulysa) 10 uoljoauuod Jaye a|qissod se Uoos se
palddns aq 0} paliinbal aie (0OOLSY O} SWIOJUOD Uolie|eisul
'9'1) AYI21308|8 JO 821N0S B 0} UOI}OBUU0D Uo soueldwo))

SO)EdIUAD |BOL}O3|] O} SHulT _H_ paje|jduio) uonenbay Ajojes [e23I9[3 pue Bupsa | Jo fiejes pue Buijse] jo ejeoye) [B1}08|3 €19
[ wiN EANER]
Buljjeqe Jepiwsuel |
_u paje|dwon uoljealunwwo?) olpey paxiye [aqe| @ouad|| siapiwsuel | Z1'9
1¥2E L 13V o ) )
_H_ W/IN suone|elsuy| ¢ 03 'sissey) ‘a|qeQ Hoey — Buipo) unojop/Buljjage
Bje(] pue 8210/ 10} spean
[] pewidwon yored Giry Jo Buipog nojog ¢pajepdn / pajesso spioosy 4a1/4AIN 119
L00E ¥ 1AV
Buryiepy a|gen punolbiapun (e1e1d 20UEIdWOD JUBWdINba By
00571y | UC pevon v, ') papuswe se |00z 820N (Buljged Jswolsn)
pue juaudinb3 Jawolsno) Buljjage] uoneduNWWoss|a |
punoiBispun - 9|gen bai q dnb
a1q14 [29nd0 0 Uone|eIsy| Juawalinbas Alojniels YINOY Uim seljdwod uswdinbg
8E1-00ud )
suone|eIsy| J(jeua)xa) pajeisul siaye|y a|qen
D VIN SUolEDIUNWWO3[E |
o} sjuswalinbay fisjes 'SUOIje|[eJsU| SUOIIEDIUNWIWIODSIS |
291ApY Buijges suonesuNwWWwosaja) o} Jur _H_ paje|dwo) pue uonenbay Bunuatus|dw| 1o} sjuswalinbai Ajsjes pue uole|nbal ayy jow seH 0L'9

S1INIWIHINDIY NOILVTIVLSNI

_H_ YIN

¥81000¥d-2
ue|d yuawabeuew ysu Ajunoas pajajdwoa o} yurq _H_ pee|dwo) A)Noag UonBWIojU| fyunoag uonewIou| 69
(pasaua (indu; paiinbal ‘0
aq o} paiinbal s1 /N S 11 Aum uoseal e “y/N I Juswalinbal e j|) 1 vaﬂEoo payoads 0} pasn co__uémc_ah_._nws_n: :uswalinbay _._._w_“__
:90ua.9ay Juawalinbay

aoueldwo?) J0 aduapiag

8V€0SINYHO4-D
TOHLNOD 3DONVHO
IVNANYIN LNJWIOVNVIN INILSAS

Appendix 1 -12

May 2024

Edition 16:0



/1 jo¢l abed

80UBPIJUOD Ul [BIDJBWIWIOD

aoueldwon p Aubau jeuonelado ‘Jabeuepy youelg :Aq paroidde wio4
Z10z 1snbny | Z 8Al08y3 ¢ uoIsiap

8FE0SINHO4-O

HRA

/s8]0 Juswabeuew anssi UBISSE pue JaquINu uoIsIan/Walshs
Mau ajelodlooul 0} asedelep ISy Jo/pue | y3H S1epdn

_H_ peje|dwon 029
[ viN (Buisuaol| Aped paiyy Aue jo sjiejap Buipnjou)
¢ poalo)s
_U paje|dwon fererdoidde pue paisisibal ‘papinoid saouadl| a.emyos 819
HRA I¥1-50dd
abeloig JSiaulejuiew pjaly Ag paisysibal pue pealo)s
_H_ paje|dwon PUE [BAIYDIY BIPS|N SIEMYOS Ajsrendoidde ‘dn pexoeq/palddns — elpaw 8|gE|[BISUl SUS a1'9
O wvnN I¥1-00dd
abeloig ;yoddns wejshs
_H_ paje|dwo) pue [BAIYDIY BIPS|A S1EMYOS ypm passysibal ‘paloys ‘dn payoeq/palddns — eipawl 821n0g /19
[ viN
¢, 8)Is 8jowsl
_U paje|dwo) pue |e20| 10} DO Je paise) pue paj|ejsul Bulojuow wiey 91’9
HRA
43%d ‘Uoueig Buleauibug ybnoiy) pajs|dwos pue pasiueblio
_H_ paje|dwon uaaq sey Buuojuoly [E21UYDS ] [BuOlEN Ylim uoljelbaly GL'9
51-00dd
_u VIN SUOIJeDIIPOJ DIBMPIEH
wawdinb3 swajsAg sjuawdinba
D paje|dwon sAemuly jo uoneoyusp) 0} paxiye sjaqe| aje|d yojelos pue a)e|dwod suonesipow ||y v1'9
[CEIENE) VIN (indur pauinbal :ON
8q 0} palinbai s1 /N S )1 Aym uoseal e ‘y/N SI Juswaainbai e j|) Payioads 0} pasn uoljonjsulf2inpadold) Juawalinbay ’
40 pajajdwo) | :asusisjey juswaiinbay waj|

aouel|dwo? Jo 29UspIAg

8Y€0SINYO04-D
TOYULNOD IONVHOI
IVNANVIN LNJINTIOVNVIN INTLSAS




20UapPIUOD Ul |BIDIBWIWLOD

aoueldwon % Aubaju| jeuoneladQ ‘1ebeuely youelg :Aq parocidde wio4

L1 jo | obed

Z1L0Z ¥snBny |z aA30ay g UOISIAA

8VE0SINHO4-D

0S0L°¢-13V
_H_ VIN Bunse| soueldedy
pue juawainoold (Aieuone;s)
s)nsay Jsa] aosueydasay A1apeg o} yur _H_ paje|dwo) sslisljeg ploy pea ¢Sjuswalinbal sealAlesily Jod sk sjse | eoueldaddy Aslieg Gz'9
¢ pepiroid
uonewIojul }s8}-au pue sbuisi| 198)ep pelusplise]  —
papiaoid pue [aas| palinbal
9¥1-00dd ay} o) passed ‘sje|dwoo synsaliss) 1N 'LYS Lvd -
johuog ubisag ipopinoid sueld isa]  —
_H_ VIN ;swawalnbau wejsAs pancidde
ININS oy} jsurebe paje|dwos Ajuojoeysies (aiempley Jo/pue
_U paje|dwon |enue|y juswabeue |y wWa)sAg 2JEM}JOS) S)s8) @ouejdesoe abueyo weysAs 1o wayshs map yZ'9
[ATAFNEL]
_H_ YIN 80Us217 puk Juawubissy (sanauw
Aouanbaiy e Buiuteigo 01 uey} asow Ag sarow BuusjuE JI Buipnjoul sasuaol| mau
D paje|dwio) ‘Juswabeuepy Aouanbaidy | o jo paiinbal JaBuo| ou Ji Pa||SOUES JBUYB) $99UBDI WIads €29
O v e
43%d ‘Youelag Buussuibug
yBnouyy pee|dwod pue pasiueblo suoneslyipow Jo Alojoejsiies
_H_ peje|dwio) Buiaqg se passasse uaaq sey joedwl peo| Blep yJomiaN 229
¢Apadold
|euonen ybnoiyy pasiueblo suonesiyipow Jo fiojoejsies Buiag
se passasse Uaaq sey joedwi uoljepowwoode pue Bujg
paysi|geisa pue paulwialap ale sjuawalinbal ssa00y [evisAud
0.1-004d juawuoiiaug g Ajojes
Juswabeueyy a)g ‘Buluue|d sisilD pue AJunNaag Ul JoSIAPY AJlINOag JueAs|al 8y}
Wwoly pauUle}qo aq ued asiape Ajndag [edisfud £5103AIND
_H_ VN 7st03dmno—o -0 Ul palyioads ale sjuawalinbal AJunoas wnwiuiw ay |
saljl|oe 4 |euoljesadQ
_U paje|dwod |eonun — Ajnoag [eaisAyd ‘Jew sjuswalinbal Ajunoag |eaishyd seoiniesily 129
NOILVINYIANOD NDIS3A
(passyue VIN (nduj pasinbai ‘0N
2q 0} paJlinbal sI /N S! J Aym uoseal B ‘y/N SI Juswalinbai e j|) o R T peytoeds o} pesn r_o_aamr__@%muen_. Juawadinbay _..cB_
aoueldwo? Jo 82UBPIAT :9oUalajay juswalinbay

87E€0SINYO4-D
TOYLNOD IONVHOI
IVANVIA LNJWIOVNVIN NILSAS




90USpPIJUOD UI [BIDIBWLWIOY

aoueldwon g Albaju| |euoiesado ‘Jebeueyy youelq :Ag pancidde wio4
L1 jo G| abed ZL0zZ 1snbny .z 8ARoayT g UOISIaA 8FE0SINHO4-D

[J vN
£€1¢-004d
"ON Ueld SHIOM _H_ pajejdwon) Buiuue|d SYIOM juswhojdep aloleq sAep / 1ses| 1e pajealo ue|d SIOAN e
_H_ VIl ¢Muouiny Jasn jo |9as| ajedoiddy —
ST00dNaLD JMuouyine Buussuibus jo [oAs| sjeldoiddy —
ue|d J9A0INY 0} YUl D paje|dwon Ue|d JoAoIng :Ag pasiioyine pue paledaid ue|d Janong e
¢ areayipan Buluoissiwwo)
_H_ VIN ayy o} payoepe pue sbuiwiy pue saijigisuodsal Buipnjour ‘y|vs
10 13H ‘QISV BlA payoel) pue pebeuew Aay) ase ‘uoijelado
_H_ paje|dwo) ol pajdesoe aq 0} pasodold ale s81ousIoapP |EDNRIIO-UOU §| A
O wnN
JSiuawalinbal
D paje|dwon |EOIUYOD)} pUB JaSN |BIIJLIO [|B }2alU WasAs ay} sao(Q 124
ONINNY1d
NOILISNVHL L
Ajuoyiny @oueUSUIRI
10 Auoyiny [eoluyoe] ‘Jesuibul oIy ayy Aq pauiuusiep
aq 0} suoljedljnads souewlopad pue sjuswalinbal Jueas|ey
O wn
i suawsalnbal payoads A|jeuoiyippe
_H_ paje|dwon) Aue pue suoneoljioads |3y Jad se si uolesado juswdinbg 9z'9
[J vnN €00V L 13V
108 piy uoljebineN
D paje|dwon OIpEY JO UONEIYIURD fiojoeysiies pue paiddns synsai }sa] b4 129
£¥1-004dd
Juawebeue|y
_H_ VIN ejeq uonieinbyuon
8)IS g suolipuod panoidde / paysijgelse (q0S) eled
D paje|dwon BuneiadQ piepueig uoljeinbyuo) ayg / (sDOS) suoiipuoy buelado piepuels 9z'9
(paoyua VIN (andur pasinbai :ON
2q 0} paJinbai si /N s1 ) Aym uoseal e ‘y/N SI Juswaiinbal e §|) 10 paa|dwon payioads 9_83co__ua_mc_\ez_owuen_v Juawalinbay ..co___
eoueldWo? JO 8UBPIAT :90ualajay Juawalinbay

8Y€0SINHO4-O
TOYLNOD FONVHO
IAVNNVIN LNIJWIOVYNVIN INTLSAS



90UBpIJUOY Ul |BIDJBLIWOYD

aoueldwo) 9 ALbau| [euonjesadQ Jabeuely youelg :Aq paroidde wio4

11 Jo 9| abed

210z 1snBny |z 8A08YT ¢ UOISIBA

8¥e0SIWHO4-O

TIUEAS|aI) AjIoUINY bunelsdO
JSTTOAG O} SAS ToDEUe[\ SWalSAS D1V [EUONEN
[D1V) eueqsug JosiAedng WeajsAs
{D1V) ouInoqa|y 10SIAIadng WajsAS
a1V
_H_ VIN :sabueyo waysAs Aue pue Buluoissiwwod
40 s|le3ep apiroid pue SSIANIAYIY TVYNOILVYILO.,
D paie|dwon 1e s1 wialsAs ay) jey) (sjeldoldde se) Buimolio) sy AJlloN oLz
O wnN
_H_ paje|dwon Ayjiqisuodsal @oueuajulew pajdesoe sey Jebeuep SIN4/SAY 64
_H_ VIN
abueyo ay3 Jo} Ayigisuodsal Buijesado peydecoe
_H_ paje|dwon pue palijou 3sa adlAleg pue DL suonelad( welsAg g4
O wn
_H_ paie|dwon ¢ palyou Josuods lo/pue Jajsenbal abuey) L
O wnN
_H_ paje|dwon ¢ 8bBueyo Buipuadull jo pesiape siabeue|) ssauisng Jueasiey 9/
O wn
_H_ paje|dwon ¢ paje|dwod usaq uolealyljou / uoleonpa Ajsnpul G
NOILVOI4ILON
(pasejue VIN (indur pasinbal ‘ON
2q 0} paainbai s /N SI Il Aym uoseal B ‘y/N SI Juswalinbal e §|) 10 par3Idwo FELEE U PR uawalinbay _.co
souedwoy Jo aouapIAg pa18| O | :9ouaiaey jusawasinbay 1

8YE0SINHO4-D
TOYLNOD FONVHI
IVNNVIN LNJINIOVNVYIN INTLSAS




ADS-B Implementation and Operations Guidance Document

11 )0 /| ebed

20UBpIUOD Ul |BIDIBLIWIOD

aoue|dwos ¢ Alubaju| |euonesadQ ‘1abeuep youelg :Aq panoidde wioH

Z10g 1snBny |z anj98YT g UoISIa

8¥e0SINH04-0

HRA

TST1 945 OF SAS

Toaans Wd dvs

SREMITY- YS8(] 90IAISG

TOJo8II(] — 8J1Ua)) SUONEIsd0) [Eoluoa L

(N EZEED A IEER

3%8d

'sabueyo weyshs Aue pue BuluolssILWoD
J0 s|iejap apirold pue  SSIANIAVIY ONIYIINIONT,

D paje|dwon 1 sI wajsAs ay} jey} (ajerdoidde se) Buimojjoy ayy AjiloN L
Avm\_mwcm VIN (yndui pauinbas 0N
8q 0} palinbai s1 /N SI )l Aym uoseal e /N SI Juswauinbai e j|) 10 paradwon mw_wmnw wwﬂm_cwmﬁ_ﬁﬁ___ﬁﬂwﬁu Juawalinbay F.zm:

aoueldwo? Jo 82UdpIAg

8YE0SINYO4-D
TOYLNOD IONVHI
IVANVIN LNJIWIOVNVIN INILSAS

Appendix 1 - 17

May 2024

Edition 16:0



Appendix B SYSTEM MANAGEMENT MANUAL

airservices CHANGE CONTROL
C-FORMS0300

COMMISSIONING CERTIFICATE

The requirement for this form is specified in the System Management Manual (Section 11.2 of V4), C-MANO107

Project/Task Name SAP Project/Task ID: Sites or Locations affected:
Documentation prepared by: Date: Commissioning Date:
Affected System(s) System Criticality Change Consequence Level

Brief Description of Change:

Commissioning Approval

The approval of this document by the appropriate authorities as specified in the System Management Manual certifies that the new
system or system change is satisfactory to meet the specified service and performance requirements; that system operating and
support requirements are in place; that required user and technical training is adequately provisioned; as detailed in the
Commissioning Readiness Form and consequently the new system or system change is declared fit-for-purpose and can be
deployed and operated until formally decommissioned or otherwise revoked.

This approval is provided subject to the non-critical deficiencies’ listed herein.

Chief Engineer, Technical or Maintenance Authority

Name Signature: Date

Designation:

Name: Signature: Date:

Designation:

Chief Operating/User Authority or Operating/User Authority

Name: Signature: Date:

Designation:

Records Management Instructions

Place the completed Commissioning Certificate, together with the completed Commissioning Readiness form on the Project file

Provide a copy of the completed Commissioning Certificate, and the completed Commissioning Readiness Form to P&E, Asset
Lifecycle Manager, Planning and Integration

Note 1: Non-critical deficiencies are those outstanding technical and operational issues that do not prevent the safe and
effective use of the facility by users or prevent effective technical maintenance, but will be addressed in a specified
and agreed time.

C-FORMS0300 Version 7: Effective 21 August 2012 Page 1 of 2
Form approved by: Branch Manager, Operational Integrity & Compliance

Commercial in Confidence
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2.1

Appendix 2

Guidance Materials on Monitoring and Analysis
of ADS-B Avionics Performance

Introduction

The APANPIRG has endorsed the following Conclusion during its 24" Meeting to
encourage States/Administration to exchange their ADS-B performance monitoring
results and experience gained from the process :

Conclusion 24/45 - Exchange ADS-B Performance Monitoring Result

“That, States be encouraged to exchange findings/result of their ADS-B performance
monitoring including experience gained in conducting the required performance
monitoring.”

Since the ADS-B mandate for some airspace in the Region became effective in
December 2013, monitoring and analysis on avionics performance of ADS-B
equipped aircraft has become an increasingly important task for concerned States. The
fully functional ADS-B Avionics Problem Reporting Database (APRD) was launched
on the 21 July 2017. The database is placed at ICAO APAC website in the restricted
area with name: APAC ADS-B Avionics Problem Reporting Database accessible via
https://applications.icao.int/ADSB-APRD/login.aspx. States are encouraged to make
full use of the APRD for reporting ADS-B avionics problems and sharing experience
as well as follow-up actions through the APRD web-page.

This document serves to provide guidance materials on monitoring and analysis of
avionics performance of ADS-B equipped aircraft, which is based on the experience
gained by States.

Problem Reporting and Feedback

For ADS-B avionics problems, it is critical that an appropriate reporting and feedback
mechanism be established. It is highly desirable that those discovering the problems
should report them to the appropriate parties to take action, such as study and analyse
the problems, identify the root causes, and rectify them. Those action parties
include :-

(a) Air Navigation Service Providers (ANSPs) — upon detection of any unacceptable
ADS-B reports from an aircraft, report the observed problem to the performance
monitoring agent(s), if any, and the Aircraft Operators for investigation. In
addition, ANSPs should take all actions to avoid using the ADS-B reports from
the aircraft until the problem is rectified (e.g. black listing the aircraft), if usage of
such reports could compromise safety.

(b) Regulators — to initiate any appropriate regulatory action or enforcement.



https://applications.icao.int/ADSB-APRD/login.aspx
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4.1

(c) Aircraft Operators — to allow avionics specialists to examine the causes and as
customers of the avionics manufacturers ensure that corrective action will take
place.

(d) Avionics Manufacturers and Aircraft Manufacturers — to provide technical
evidence and knowledge about the problem and problem rectification

Incentives should be received by those parties acting on the problems including :-

(a) Regulations that require deficiencies to be rectified

(b) Regulatory enforcement

(c) Consequences if conduct of operations with problematic equipment (e.g. no access
to the airspace requiring healthy equipment)

When an ADS-B avionics problem is reported, it should come along with adequate
details about the problem nature to the action parties. In addition, the problem should
be properly categorised, so that appropriate parties could diagnose and rectify them
systematically.

Problem Categorisation

Regarding ADS-B avionics, their problems are quite diversified in the Region but can
be categorized to ensure they will be examined and tackled systematically.

Based on the experience gained from States, the common ADS-B avionics problems
in the Region are summarized under different categories in Attachment A. It is noted
that only a relatively minor portion of the aircraft population exhibits these problems.
It must be emphasized that aircraft transmitting incorrect positional data with NUC =
0 or NIC = 0 should not be considered a safety problem. The data transmitted have no
integrity and shall not be used by ATC. This situation exists for many aircraft when
their GNSS receivers are not connected to the transponders.

Managing the Problem

There are two major approaches to manage the problems :-

(a) Regulatory approach
Regulations which require non-approved avionics to disable ADS-B transmission
(or transmit “no integrity”), and the concerned operators to file flight plans to
indicate no ADS-B equipage. APANPIRG has endorsed this approach which is
reflected in the Regional Supplementary Procedures (Doc 7030).

(b) Blacklist approach

Filtering out (“black listing”) any airframes that do not comply with the
regulations or transmitting bad data, and advising the regulator of the non-
compliance. This approach is temporary which allows the ANSP to protect the
system whilst regulatory action is underway.




While deciding on whether an aircraft transmitting erroneous ADS-B data should
be added into the blacklist, the following factors will be critically assessed:

Impact and risk to ATC operational safety

Use of erroneous ADS-B data to maintain separation may potentially contribute
to loss of separation or ATC coordination error.

Frequency of erroneous position
Whether it is occasional or frequently broadcast of erroneous position.
Amount of deviation

This can be a track jumping problem which is of significant safety impact to
ATC or just an occasional small position jump which is not detectable in ATC
with insignificant impact.

Others

Such as the ICAO aircraft address received from ADS-B being inconsistent
with the aircraft registration, Flight ID entered via cockpit interface
mismatched with aircraft callsign in the Flight Plan, etc.

After deciding to put an aircraft into the blacklist list, the following procedures will be
carried out:

Informing the concerned aircraft operator/regulatory authority

The concerned aircraft operator/regularity authority will be notified of the
decision and the rationale before putting the aircraft into the exclusion list.

Pre-processing of flight plan concerned

As the blacklist mechanism involves filtering out the ADS-B data of the subject
aircraft, from operational perspective, air traffic controllers need to be aware in
advance that the concerned aircraft plans to operate in their FIR. A flight plan
pre-processing system may locate the flight plan by checking against the 24-bit
address or aircraft registration in the blacklist, and issue an alert to the air
traffic controllers if appropriate, such as automatically insert a remark in the
Item 18 of the concerned flight plan before feeding the flight plan into the ATC
Automation System, and the ATC Automation System may issue an alert to the
air traffic controllers with a specific label annotated in the corresponding
electronic flight strips.

Coordinate with adjacent Area Control Centre (ACC)

Upon posting of pending inbound flights with corresponding electronic flight
strips indicating non-ADS-B equipage or in the blacklist, the air traffic
controllers shall inform the upstream ACC that transfer of that particular flight
will not be accepted at the ADS-B exclusive airspace. It is important to carry
out this coordination action as early as possible as the upstream sector may
have difficulty to adjust the flight route at the transfer stage.

Handling of an aircraft for removal from the blacklist once rectification action
had taken place

Once notification from the aircraft operators/regulatory authorities is received
that the problem has been rectified, performance of the aircraft will be closely




monitored when it flies to the concerned FIR. If the aircraft shows the observed
problem has been resolved, the aircraft will be removed from the blacklist. The
aircraft operator/regulatory authority will also be notified accordingly.

5 Systematic Monitoring and Analysis of the Problem

States using ADS-B should have in place systematic ways to identify and manage
ADS-B deficiencies similar to that described below :-

5.1  Reporting Deficiencies

States using ADS-B should have in place systematic ways to identify ADS-B

deficiencies including :-

(@) Systematic capture of ATC reported events and engineering detected events into a
database; and

(b) Manual or automatic detection of anomalous avionics behavior independent from
controller reports

5.1.1 ATC Reported Deficiencies

ATC procedures should exist that allow services to continue to be provided safety, as
well as to capture relevant information for later analysis. This should include :-

(@) ATC request for the pilot to select the alternate transponder; and

(b) ATC to adequately record the circumstances including Flight ID, ICAO Aircraft
Address (if readily available) accurate time, Flight plan, and pilot provided
information.

5.1.2 Non ATC reported deficiencies

5.1.2.1 Where capability is available, States should also identify non ATC reported
deficiencies.

5.1.2.2 Without overlapping radar coverage: ADS-B data may be examined for the

following :-

(@ NUCp of each ADS-B reported position is smaller than required for service
delivery for more than 5% of total number of ADS-B updates;

(b) NIC, NACp, SIL are smaller than required for service delivery for more than 5%
of total number of ADS-B updates;

(c) ICAOQO Aircraft Address (i.e. 1021/080) is inconsistent with the flight planned
registration (REG) based on each state’s ICAO Aircraft Address allocation
methodology;




(d) Flight ID entered via cockpit interface and downlinked in ADS-B data (i.e.
1021/170 in Asterix CAT 21) is a mismatch! with aircraft callsign in the ATS
Flight Plan;

(e) Inconsistent vertical rate compared to flight level change; and

(F) Inconsistency of position reports and presence of "jumps.

5.1.2.3 Overlapping radar coverage: For States that have overlapping radar coverage, a

5.2

systematic means to monitor and analyze ADS-B could be considered in addition to
relying on ATC to report the problem, or utilising the evaluation criteria in 5.1.2.2
above.

This can be achieved by comparing radar information with ADS-B reported position,
velocity, flight level and vertical rate change data as well as examining the ADS-B
quality indicators and Flight Identification (FLTID) contained in the ADS-B reports.

For each ADS-B flight, its ADS-B data could be compared with its corresponding
radar information. For example, this would allow analysis to determine if the
following pre-defined criteria are met :-

(@) Deviation between ADS-B reported position and independent referenced radar
position is greater than INM?, with the indication of good positional quality in
the quality indicators for more than 5% of total nhumber ADS-B updates. A
sample screen shot of a system performing the analysis automatically is given at
Attachment B for reference.

Managing and Processing Deficiencies

Whether detected by ATC or not, all deficiencies should trigger:

(@) Systematic recording of the details of each occurrence such as date/time of

occurrence, ICAO aircraft address and flight plan information should be obtained.
Graphical representations such as screen capture of radar and ADS-B history
tracks, graphs of NUCp/NIC value changes versus time and deviation between
radar and ADS-B tracks along the flight journey would be desirable. Examples of
typical graphical representations are shown below :-

1 A missing Flight ID, or a Flight ID with only “spaces” should not be considered a mismatch.

2 For example, the deviation between ADS-B and radar tracks could be set to 1NM in accordance with
ICAQ Circular 326 defining position integrity (0.5NM < HPL < 1NM) for 3NM aircraft separation use,
on assumption that radar targets are close to actual aircraft position. The values of ADS-B quality
indicators (NUCp, NACp, SIL, NIC) could be chosen based on the definition in ICAO Circular 326 on
Position Accuracy and Position Integrity for 3NM aircraft separation minimum. A threshold of 5% is
initially set to exclude aircraft only exhibiting occasional problems during their flight journey. The
above criteria should be made configurable to allow fine-turning in future. Evaluation of ADS-B vs
radar may alternatively expose radar calibration issues requiring further investigation.




(b)

(©)

7C3DD1 Target Integrity: MHV -- 20150306

—_—
i
—_——

Tracks -- 7C3DD1, 20150306 (DO-260B)

A

Systematic technical analysis of each detected issue using ADS-B recorded data,
to ensure that all detected issues are examined and addressed. Typically this will
need:

e systems to record ADS-B data, replay ADS-B data and analyze ADS-B data

e staff and procedures to analyze each report

e A database system to manage the status of each event and to store the results
of each analysis

Procedures to support engagement with operators (domestic & foreign),
regulators, other ANSPs, Airframe OEMs and avionics vendors to ensure that
each issue is investigated adequately and maximize the probability that the root
cause of the event is determined. The procedures could include :-

e Data collection procedures;

e Telephone & email contact details; and

e Mechanisms for reporting, as appropriate, to the Asia Pacific ADS-B Avionics
Problem Reporting Database (APRD)
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Attachment A — List of known ADS-B avionics problems

Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

Track Jumping problem

with  Rockwell
TPR901
(See Figurel)

Collins

Software issue with TPR901
transponder initially only
affecting Boeing aircraft.
Does not occur in all aircraft
with this transponder.

Subsequent investigation by
Rockwell Collins has found
that the particular
transponder, common to all
of the aircraft where the
position jumps had been
observed, had an issue when
crossing 180  degrees
longitude.

On some crossings (10%
probability), errors are
introduced into the position
longitude before encoding.
These errors are not self-
correcting and can only be
removed by a power reset of

the transponder. The
problem, once triggered can
last days, since many
transponders are not

routinely powered down.

Yes.

Will present as a few wild/large
positional jumps. Nearly all reports
are tagged as low quality (NUC=0)
and are discarded, however, some
occasional non zero reports get
through.

Problem is very “obvious”. Could
result in incorrect longitudinal
position of Flight Data Record
track. Can trigger RAM alerts.

Rockwell Collins has successfully
introduced a Service Bulletin that
solves the problem in Boeing aircraft.

The problem is known to exist on
Airbus aircraft. Rockwell has advised
that a solution is available in their
DO0260B upgrade.

Rockwell Collins may not have a fix
for some time. Workaround solutions
are being examined by Airbus,
Operators and Airservices Australia.

The only workaround identified at
this time is to power down the
transponders before flight to states
using ADS-B - after crossing
longitude 180. It can be noted that in
Airbus aircraft it is not possible to
safely power down the transponder in
flight.

Airbus have prepared a procedure to
support power down before flight.
Airservices Australia have negotiated
with 2 airlines to enact this procedure
prior to flights to Australia.

An additional partial workaround is :




Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

to ensure that procedures exist for
ATC to ask the pilot to changeover
transponders if the problem s
observed. Since there is a 10%
chance of the problem occurring on
each crossing of 180 degrees
longitude, the chance that both
transponders being affected is 1%.

There is no complete workaround
available for flights that operate
across 180 degrees longitude directly
to destination without replacing the
transponder. Airbus advised that a
new TPR901 transponder compliant
with DO260B is available from
December  2015. This  new
transponder does not have such
problem.

Rockwell Collins TDR94

Old version.

The pattern of erroneous
positional data is very

distinctive of
problem.
(See Figure 2)

the

Old software typically before
version -108. The design was
completed before the ADS-B
standards were established
and the message definitions
are different to the current
D0260.

Rockwell has recommended
that ADS-B be disabled on
these models.

Yes.

Will present as a few wild
positional jumps. Nearly all reports
are tagged as low quality (NUC=0)
and are discarded, however, some
occasional non zero reports get
through. Also causes incorrect
altitude reports.

Problem is very “obvious”.

Problem well known. Particularly
affects Gulfstream aircraft which
unfortunately leave the factory with

ADS-B enabled from this
transponder model.
Rockwell has issued a service

bulletin recommending that ADS-B
be disabled for aircraft with this
transponder software. See Service
Information Letter 1-05 July 19,
2005. It is easy to disable the
transmission.




Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

If a new case is discovered, an entry
needs to be made to the black list
until rectification has been effected.

Litton GPS with proper
RAIM processing

Litton GNSSU (GPS) Mark
1 design problem. (Does not
apply to Litton Mark II).
GPS does not output correct
messages to transponder.

No.

Perceived GPS integrity changes
seemingly randomly. With the GPS
satellite  constellation  working
properly, the position data is good.
However the reported integrity is
inconsistent and hence the data is
sometimes/often discarded by the
ATC system. The effected is
perceived extremely poor
“coverage”. The data is not
properly “protected” against
erroneous satellite ranging signals —
although this cannot be “seen” by
ATC unless there is a rare satellite
problem.

This GPS is installed in some older,
typically Airbus, fleets.

Data appears “Correct” but integrity
value can vary. Performance under
“bad” satellite conditions is a
problem.

Correction involves replacing the
GNSSU (GPS) which is expensive.

If a new case is discovered, an entry
needs to be made to the black list
until rectification has been effected.

SIL programming error
for DO260A avionics

Installers of ADS-B avionics
using the newer DO260A
standard mis program “SIL”.

a) This problem appears for
DO260A transponders, with
SIL incorrectly set to 0 or 1
(instead of 2 or 3)

b) As the aircraft enters

No.

First report of detection appears
good (and is good), all subsequent
reports not displayed because the
data quality is perceived as “bad”
by the ATC system. Operational
effect is effectively no ADS-B data.
Hence no risk.

Would NOT be included in a “black
list”™.

Aircraft with “Dynon avionics”
exhibit this behavior. They do not
have a certified GPS and hence
always set SIL = 0. This is actually
correct but hence they do not get
treated as ADS-B equipped.




Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

coverage, the ADS-B ground
station correctly assumes
DO260 until it receives the
version number.

c) The transmitted NIC
(DO260A) is interpreted as a
good NUC (D0O260) value,
because no SIL message has
yet been received. The data
is presented to ATC.

Garmin “N” Flight ID
problem
(See Figure 3)

Installers of Garmin
transponder incorrectly set
“Callsign”/Flight ID. This is
caused by poor human
factors and design that
assumes that GA aircraft are
US registered.

Yes.

Flight ID appears as “N”. Inhibits
proper coupling.

Can be corrected by installer
manipulation of front panel. Does not
warrant “black list” activity.

Flight ID corruption issue
1 — trailing “U”

Flight ID’s received :
GT615, T615U ,NEBO33,
NEBO033U, QF7550,
QF7550U, QF7583,
QF7583U, QF7585,
QF7585, QF7585U,
QF7594, QFAT7521,
QFA7531, QFA7531,
QFA7531U, QFA7532,
QFAT7532U, QFAT7532W,
QFAT7550, QFAT7552,

TPR901 software problem
interfacing with Flight 1D
source. Results in constantly
changing Flight ID with
some reports having an extra
“U” character.

Yes.

Flight ID changes during flight
inhibits proper coupling or causes
decoupling.

Affects mainly B747 aircraft. Boeing
SB is available for Rockwell
transponders and B744 aircraft.

Rockwell Collins have SB 503 which
upgrades faulty -003 transponder to -
005 standard.

If a new case is discovered, an entry
needs to be made to the black list
until rectification has been effected.




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)
QFA7581
7. Flight ID corruption issue | ACSS software problem | Yes. Software upgrade available.
2 results in constantly
changing Flight ID. Flight ID changes during flight | If a new case is discovered, an entry
inhibits proper coupling or causes | needs to be made to the black list
Applies to ACSS XS950 | decoupling. until rectification has been effected.
transponder Pn  7517800-
110006 and Honeywell FMC
(pn 4052508 952). ACSS fix
was available in Sept 2007.
8. No Flight ID transmitted | Various causes No. Aircraft could “fail to couple with
Flight Data Record”. Not strictly
Flight ID not available. Inhibits | misleading — but could cause
proper coupling. controller distraction.

9. ACSS Transponder Yes. Not approved and hence not
10005/6 without Mod A compliant with CASA regulations.
reports NUC based on Appears good in all respects until
HFOM. there is a satellite constellation | If known could be added to black list.

problem (not normally detectable | Configuration is not permitted by
by ground systems). regulation.

10. Occasional small position | For some older Airbus | No. ATC ground system processing can
jump backwards aircraft, an occasional report eliminate these.

(See Figure 4) may exhibit a small “jump | Not detectable in ATC due to
back” of less than 0.1 nm extrapolation, use of latest data and
screen ranges used.
Root cause not known
11. Older ACSS transponders | Design error reports integrity | No. Can be treated in the same manner as

report  integrity
conservatively

too

one value worse than reality

In poor GPS geometry cases the

a loss of transponder capability.




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)
ATC system could discard the data
when the data is in fact useable.
Will be perceived as loss of ADS-B
data.
12. Intermittent wiring GPS | ADS-B transmissions switch | Yes. If a new case is discovered, an entry
transponder intermittently between INS needs to be made to the black list
position and GPS position. Normally the integrity data goes to | until rectification has been effected.
zero when INS is broadcast, but
sometimes during transition
between INS and GPS, an INS
position or two can be broadcast
with “good” NUC value.
Disturbing small positional jump.
13. Wrong ICAO Aircraft | Installation error No. This is not a direct ADS-B problem,
Address but relates to a Mode S transponder
No direct ATC impact unless a rare | issue that can put TCAS at risk.
duplicate is detected.
Cannot be fixed by black list entry.
Needs to be passed to regulator for
resolution.
14, Toggling between high | Faulty GPS receiver/ADS-B | No. While it is normal for NUC value to

and low NUC
(See Figure 5)

transponder

ATC will see tracks appear and
disappear discretely. No safety
implications to ATC.

switch between a high and low figure
based on the geometry of GPS
satellites available, it is of the view
that more should be done to examine
this phenomenon. It is observed that
such switching between high and low
NUC occurs on certain airframe and




Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

not on others. The issue was raised to
the airlines so as to get a better
understanding. On one occasion, the
airline replied that a module on their
GPS receiver was faulty. On another
occasion, the airline replied that one
of the ADS-B transponder was
faulty. Good NUC was transmitted
when the working transponder was in
use and poor NUC was transmitted
when the faulty ADS-B transponder
was in use.

15.

Consistent Low NUC
(See Figure 6)

GNSS receivers are not

connected

to the ADS-B

transponders.

No.

Data shall be filtered out by the
system and not detectable in ATC

Not considered a safety problem but
a common phenomenon in the
Region — the concerned aircraft will
be treated equivalent to “aircraft not
equipped with ADS-B”.

While it is normal for aircraft to
transmit low NUC, it is of the view
that “consistent low NUC’ could be
due to the avionics problem (e.g.
GNSS receiver is not connected to
the ADS-B transponder).

It is recognised that operators may
not be aware that their aircraft are
transmitting unexpected low NUC
/ NIC values, due to equipment
malfunction. Hence, it is desirable
for States to inform the operators
when unexpected low NUC




Ref.

Problem

Cause

Safety Implications to ATC
(Yes/ No)

Recommendations

values are transmitted, where
practicable.

Concerned airline operators are
required to take early remedial
actions. Otherwise, their aircraft will
be treated as if non-ADS-B equipped
which will be requested to fly outside
the ADS-B airspace after the ADS-B
mandate becomes effective.

16.

ADS-B position report
with good integrity (i.e.
NUC >= “4”) but ADS-B
position data are actually
bad as compared with
radar (met criteria 5.2(a))

Faulty ADS-B avionics

Yes.

As the ground system could not
"automatically" discard ADS-B
data with good integrity (i.e. NUC
value >=4), there could be safety
implications to ATC.

The problem should be immediately
reported to the concerned
CAA/operators for problem
diagnosis including digging out the
root causes, avionics/GPS types etc.,
and ensure problem rectification
before the ADS-B data could be used
by ATC.

Consider to “blacklist” the aircraft
before the problem is rectified.

17.

FLTID transmitted by
ADS-B aircraft does not
match with callsign in
flight plan

(see Figures 7a — 7d)

Human errors

Yes.

Could lead to screen clutter - two
target labels with different IDs (one
for radar and another for ADS-B)
being displayed, causing potential
confusion and safety implications
to ATC.

Issue regulations/letters to concerned
operators urging them to set FLTID
exactly match with callsign in flight
plan.
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Safety Implications to ATC
(Yes/ No)

Recommendations

18

B787 position error with
good NIC

Issue 1:

Software issue - surveillance
system inappropriately
“coasts” the position when
data received by the
transponder is split across
multiple messages.

System seems to self correct
after some time. Can be
corrected by surveillance
system power off.

Issue 2:

Data packets were not being
distributed to the transponder
when the internal timing
between different elements
of the Integrated Surveillance
System became
synchronized.

Yes.

Misleading position presentation
which is typically detected by ATC
observing aircraft “off track” when
in fact it is “on-track”.

Boeing performed a change to the
B787 Type Certificate for
incorporation of the upgraded ISS
software in March of 2017. All B787
aircraft delivered after Line number
541 have the upgraded ISS software
which corrects this issue.

Boeing released Service Bulletin
B787-81205-SB340036-00 on 30
June 2017. Note that this Service
Bulletin is available at no cost to the
operator, and includes the concurrent
requirement to implement Boeing

Service Bulletin B787-81205-
SB340005-00.
On 5 Nov 2018, FAA issued

Airworthiness Directive 2017-NM-
118-AD, effective 10 Dec 2018,
which requires application of Boeing
SB B787-81205-SB340036-00 by 10
Dec 2019. EASA has invoked this
AD for States under its jurisdiction.
States and Operators are urged to
implement the service bulletin
immediately and report to FAA or
ICAO APAC Office.

As of 9 Sep 2020, 32 B787 aircraft
were on the NSAL; 18 of these
aircraft have been detected within




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)
U.S. ADS-B coverage during 2020.
The FAA is coordinating with State
Regulators who have operators with
B787 aircraft on the NSAL.

19 A number of airlines have | Being actively investigated. | No. Aircraft  must  be  managed
reported or experienced | One airline has implemented procedurally if outside radar
ADS-B  outages  for | on-board recording which Equivalent to a failed transponder. | coverage.
complete flight sectors in | confirms that the MMRs are
A330 aircraft. Appears as | not providing HIL/HPL to
low reliability ADS-B and | the transponder whilst
has afflicted both A & B | continuing to provide
side at same time. HFOM, GPS alt etc

20 A380 flight ID lost after | For the A380 fleet, it has No. The correction to this logic is
landing been confirmed that for some planned for next AESS standard

seconds after landing, the release; planned for 2017.” Only a
flight ID is set as invalid by problem for arriving aircraft on
FMS to AESS. surface surveillance systems.
Consequently, the current
AESS design uses, as per
design, the Aircraft
Registration Number as a
back-up source for A/C flight
identification field in ADS-B
broadcast messages.
21 A350 ADS-B On-ground | On departure, A350 aircraft | Yes. where ADS-B is used for Airbus is in discussion with FAA and

Performance

will initially use INS derived
position for ADS-B reports
when taxying and only use
GNSS when entering the
runway. INS positions can
drift leading to inaccurate

surface movement display

EUROCONTROL about this issue.
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Safety Implications to ATC
(Yes/ No)
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position reports.

22

Incorrect Ground Bit
Setting (GBS) in both
Mode S Interrogation
Reply and ADS-B
Downlink

Occasionally, some airborne
aircraft will incorrectly set
ground bit as “1” meaning
they are on ground, while
some landed aircraft
incorrectly set ground bit as
“0” meaning they are
airborne. This could confuse
the ATC system, by not
showing the airborne targets
as the system thought they
are on ground, or forming
tracks for landed targets
triggering alarms against
other taking-off aircraft.

Yes. Misleading information
shown on ATC system. Aircraft
not visible to TCAS and will not
reply to all-call interrogations.

States/Administrations contact the
concerned airline operators for
remedial actions.

23

Rockwell TSS-4100 track
extrapolation issue.

The TSS-4100 shares
software with the Rockwell
Collins ISS transponder in
the B787, and the software
defect in the B787 ISS
reported at SURICG/2 also
exists in the TSS-4100.

Yes. Misleading position
presentation which is typically
shown on ATC system.

FAA Airworthiness Directive (AD)
2017-22-14 was issued on 20 Dec
2017.

The compliance date for this AD is
20 Dec 2018 (or 750 hours in service,
whichever occurs first).

FAA has not detected any aircraft
with this issue since the AD
compliance date and will not further
report on it, as it is considered
resolved.




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)
24 Embraer 170 track Unknown as being a random, | Yes. Misleading position In all of the cases of this issue to
jumping issue occasional issue with no presentation which is typically date, removing and replacing the
clear fault diagnosis shown on ATC system. transponders cleared whatever the
available from Honeywell. issue was. This issue has never
FAA has decided that when recurred on the same aircraft. Bench
the next E170 aircraft is testing by Honeywell avionics
detected with this issue, it engineering of the removed
will be immediately placed transponders has revealed no faults
on the FAA’s No Services or anomalies. As such,
Aircraft List (NSAL). States/Administrations to consider
Simultaneously, FAA will removing and replacing the
notify Embraer and transponders concerned if issue
Honeywell of the affected observed.
aircraft and request that
appropriate engineering The FAA has since learned from
personnel be sent to inspect discussions with the OEM that most
and test the affected aircraft. recent events detected by FAA
generated an “ADS-B NOT AVAIL”
Crew Alerting System (CAS)
message. When flight crews report
this message, airline maintenance
replaces the transponder(s), which
resolves the problem. To date, this
has consistently occurred before
FAA monitoring detected the
problem and engaged with the
airline. The root cause for this issue
remains unknown.
25 Airbus Single Aisle FAA has observed 17 Airbus | No. Airbus released three Service

production wiring issue

Single Aisle aircraft from
two airlines with missing
Length-Width Codes (LWC

Bulletins to correct this issue, which
existed in 128 Airbus Single Aisle
aircraft.




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)

is a message element in DO- As of 1-Dec-2018, all of the aircraft
260B/ED-102A that is which operate at US airports with
required by both the US and ADS-B surface surveillance were
European mandates). FAA corrected. The FAA will not further
believes that this was a report on this issue.
production line wiring issue.

26 Boeing 777-300ER FAA has observed at least 10 | No. On 7 July 2017, Boeing released

production wiring issue Boeing B777-300ER aircraft Service Bulletin SB 777-34-0281 to

with missing or improper correct this issue. Boeing has
NACV/SDA/eCat/LWC informed FAA that all affected B777
message elements (these are operators have been notified. The
message elements in DO- FAA will not further report on this
260B/ED-102A that are issue.
required by both the US and
European mandates (eCat is
FAA shorthand for Emitter
Category). After notification,
Boeing reported to FAA that
this was a production line
parity pin wiring issue.

27 Rockwell TSS-4100 This issue exists in any TSS- | Yes. At present, the FAA regulator has

Geometric Altitude
Reporting as Pressure

Altitude

4100 installed with TSSA-
4100 software RCPN 810-
0052-100, RCPN 810-0052-

101, or RCPN 810-0052-102.

All of the following must be
true for the issue to occur:

(1) TSSis the selected
transponder;
(2) TSS s receiving valid

determined that this issue occurs too
rarely to warrant issuing an
Airworthiness Directive or a Special
Airworthiness Information Bulletin
(SAIB).

Rockwell Collins has released
updated software, RCPN 810-0052-
110, to address this issue. Refer to
SIL TSSA-4100-10-1 titled, "TSSA-




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)

pressure altitude; 4100 Field Loadable Software",
(3) TSSiis receiving valid RCPN 523-0818785.
GPS data with an
integrity of NIC 9 or
better; and
(4) The mode of operation
for the transponder must
be "ALT OFF".

Note that in an SBAS service
area, only condition (4)
would be considered
uncommon.

When the issue exists, the
TSS will insert geometric
altitude information into the
ADS-B Airborne Position
Squitter, but this altitude will
be encoded as if it were
pressure altitude. The net
effect is that, when this issue
occurs, the TSS-4100 reports
geometric altitude
information as if it were
pressure altitude. In many
cases, this will be incorrect
altitude information.

28 NACVv reporting greater The FAA has detected a No. While there is no known urgent issue
than 2 number of aircraft which with these findings, as no known




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)
consistently report NACv = 3 ATC or airborne application requires
and NACv =4, NACvV values exceeding two, FAA
does have long-term intentions of

Per FAA AC 20-165B deploying surveillance tracking and
section 3.3.3.7.3, “A NACv alerting prediction algorithms in
=3 or NACv = 4 should not ATC automation which will use real-
be set based on GNSS time NACv values. ICAO States
velocity accuracy unless you planning to make similar
can demonstrate to the FAA improvements should be aware of
that the velocity accuracy this situation.
actually meets the
requirement.” EASA CS-
ACNS states that “There is
currently no established
guidance on establishing a
NACv performance of
‘three’ or better.” Therefore,
it appears that there are
improperly configured ADS-
B installations operating in
the U.S.

29 B787 NACv =0 Issue FAA noted certain B787s No. The erroneous NACv=0 condition

exhibiting a relatively high
percentage of NACv =0
reports.

Starting with line number
442 (June 2016), Honeywell
Integrated Navigation
Receiver (INR) P/N 940-
2001-008 was introduced,

clears at the next power up of the
ISSPU.

Boeing has issued guidance urging
B787 operators to not intermix INR
P/N 940-2001-002 or -004 (which do
not output HFOMv) with INR P/N
940-2001-008 (which does output
HFOMV) until the ISSPU software




Ref. Problem Cause Safety Implications to ATC Recommendations
(Yes/ No)

which has an HFOMv has been updated per an available
output. Boeing investigations Boeing Service Bulletin. This
revealed a software flaw in guidance was provided in Boeing
the ISSPU that causes an Fleet Team Digest 787-FTD-34-
erroneous NACv=0 reporting 19005 (dated 21 Dec 2019).
condition on B787s equipped
with a mixed set of As of 9-Aug-2020, FAA has
Honeywell INR part observed no significant occurrences
numbers. This condition of this issue within U.S. ADS-B
occurs when the ISSPU coverage during the prior two
switches between an INR months.
with an HFOMv output and
an INR without an HFOMv
output.

30 Honeywell Primus Il RCZ | FAA observed that a number | No In October 2015, Honeywell released

issue

of operators equipped with
the Honeywell Primus 11
integrated system were filing
flight plans as ADS-B
equipped, but not
transmitting ADS-B.

Honeywell had identified an
issue where the ADS-B Out
capable RCZ transponder
and Radio Management Unit
(RMU) components of the
Primus 11 system will not
broadcast ADS-B data if
powered on under specific
conditions. Also, the Radio
Management Unit (RMU)

a Service Information Letter
(Publication Number
D201507000061) to notify customers
of these power up conditions, the
effect it would have on the Primus Il
equipment, and a potential work
around to address the problem.

In December 2019, Honeywell
released Service Bulletin (SB)
(Publication Number A21-2254-148)
providing required modifications for
the RMU to correct the ON/OFF
logic for the ADS-B Out
functionality.

The FAA has been working in
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will fail to notify the flight
crew that ADS-B Out
functionality is disabled.

collaboration with Honeywell to
update the existing Service
Information Letter to emphasize the
importance of updating the RMU
with the latest SB, to include
implementing the option of
configuring the ADS-B Out
installation through a strap setting to
provide indication of the ON/OFF
control of ADS-B to the flight crew.
The latest revision of the Service
Information Letter will be referenced
as part of the FAA issued Special
Airworthiness Information Bulletin
(SAIB) expected to be released
before the end of December 2021.
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‘Target Details

Data Source: sic: 111, sac: 4
Target Address: 7C3D1F
Target ident.: N

Time Of Day: 01:52:43

WGS84 Lat Lon: -25.357132° 152.921855°
Flight Level: 9.50 FL
Geo. Altitude: 1200.00 ft

o elmons

Figure 1 - Track Jumping problem with TPR901 Figure 3 - Garmin “N” Flight ID problem
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Figure 2 - Rockwell Collins TDR94 Old version. The pattern of Figure 4 - Occasional small position jump backwards
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erroneous positional data is very distinctive of the problem

Variation of NUCp

Variation of NUCp

NOMAN

NUC always 0

SABNO MUMOT e

Figure 5 - NUC value toggling Figure 6 — Consistent low NUC
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Figure 7a - Additional zero inserted Figure 7b - ICAO Aiirline Designator Code dropped
Figure 7c - Wrong numerical codes entered Figure 7d - IATA Airline Designator Code used
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Attachment B - Sample screen shot of a system to monitor and analyse performance of ADS-B avionics
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Appendix 3

A Template for ADS-B Mandate/Requlations for Aircraft Avionics

(1) On and after dd/mm/yyyy, if an aircraft carries 1090MHz extended squitter (1090ES) ADS-B
transmitting equipment for operational use in XXXxxxxx territory, the equipment must have been
certificated as meeting :*

(a) European Aviation Safety Agency - Certification Considerations for the Enhanced ATS in
Non-Radar Areas using ADS-B Surveillance (ADS-B-NRA) Application via 1090 MHZ
Extended Squitter (AMC 20-24), or

(b) European Aviation Safety Agency - Certification Specifications and Acceptable Means of
Compliance for Airborne Communications, Navigation and Surveillance Subpart D —
Surveillance (SUR) (CS-ACNS.D.ADS-B), or

(c) Federal Aviation Administration — Advisory Circular No: 20-165A (or later versions)
Airworthiness Approval of Automatic Dependent Surveillance — Broadcast (ADS-B) Out
Systems, or

(d) the equipment configuration standards in Appendix XI of Civil Aviation Order 20.18 of the
Civil Aviation Safety Authority of Australia.

(2) On and after dd/mm/yyyy, if an aircraft operates on airways (insert routes)............ at or above
FLXXX......... (or in defined airspace boundaries ................ at or above FLXXX):2

The aircraft must carry serviceable 1090MHz extended squitter (1090ES) ADS-B transmitting
equipment that has been certificated as meeting :-

(a) European Aviation Safety Agency - Certification Considerations for the Enhanced ATS in
Non-Radar Areas using ADS-B Surveillance (ADS-B-NRA) Application via 1090 MHZ
Extended Squitter (AMC 20-24), or

(b) European Aviation Safety Agency - Certification Specifications and Acceptable Means of
Compliance for Airborne Communications, Navigation and Surveillance Subpart D —
Surveillance (SUR) (CS-ACNS.D.ADS-B), or

(c) Federal Aviation Administration — Advisory Circular No: 20-165A (or later versions)
Airworthiness Approval of Automatic Dependent Surveillance — Broadcast (ADS-B) Out
Systems, or

(d) the equipment configuration standards in Appendix XI of Civil Aviation Order 20.18 of the
Civil Aviation Safety Authority of Australia.

(3) An aircraft carrying 1 090 MHz extended squitter (L090ES) ADS-B equipment shall disable
ADS-B transmission unless:

(@) the aircraft emits position information of an accuracy and integrity consistent with the
transmitted value of the position quality indicator; or

(b) the aircraft always transmits a value of O (zero) for one or more of the position quality
indicators (NUCp, NIC, NACp or SIL); or

1 This paragraph ensures all aircraft operating in the airspace, if equipped with ADS-B, are compliant
to standards.
2This paragraph provides mandate requirements within certain parts of the airspace




(c) the operator has received an exemption granted by the appropriate ATS authority.

Note: States are urged to include at least the standards stated in the template. States may include other
standards allowed by the State’s regulations.




Appendix 4

An Example of Advice to Operators Concerning Inconsistency Between ADS-B
Flight Planning and Surveillance Capability

Background

Newer technologies for aircraft surveillance are now available — such as Mode S and
ADS-B — which in many aircraft are installed as replacements for older Mode A/C
transponders.

Air Traffic Control makes use of these new capabilities, and uses the Flight Plan
information as a decision support tool — to allow the Air Traffic Controller to predict
the surveillance capability of a particular aircraft before it enters radar or ADS-B
coverage.

Requirements for ADS-B and Mode S (insert local reference document if
applicable) may mean that if flight planning does not accurately reflect the aircraft
capability, services may be withheld (for example if ADS-B is mandatory, but not
indicated on the flight plan — this section to be modified for local requirements).

Flight Planning Requirements for Transponder and ADS-B

The flight planning requirements for aircraft are described in (local document
reference or ICAO DOC 4444 Appendix 2) and repeated below.

Surveillance Equipment

N if no surveillance equipment for the route to be flown is carried, or the equipment is
unserviceable

OR

INSERT one or more of the following descriptors, to a maximum of 20 characters, to
describe the serviceable surveillance equipment and/or capabilities on board:

SSR Modes A and C
A Transponder — Mode A (4 digits — 4 096 codes)
C Transponder — Mode A (4 digits — 4 096 codes) and Mode C

SSR Mode S

E Transponder — Mode S, including aircraft identification, pressure-altitude and
extended squitter (ADS-B) capability

H Transponder — Mode S, including aircraft identification, pressure-altitude and
enhanced surveillance capability




| Transponder — Mode S, including aircraft identification, but no pressure-altitude
capability

L Transponder — Mode S, including aircraft identification, pressure-altitude,
extended squitter (ADS-B) and enhanced surveillance capability

P Transponder — Mode S, including pressure-altitude, but no aircraft identification
capability

S Transponder — Mode S, including both pressure altitude and aircraft identification
capability

X Transponder — Mode S with neither aircraft identification nor pressure-altitude
capability

Note : Enhanced surveillance capability is the ability of the aircraft to down-link
aircraft derived data via a Mode S transponder.

ADS-B

B1 ADS-B with dedicated 1 090 MHz ADS-B “out” capability*

B2 ADS-B with dedicated 1 090 MHz ADS-B “out” and “in” capability*
Ul ADS-B “out” capability using UAT

U2 ADS-B “out” and “in” capability using UAT

V1 ADS-B “out” capability using VDL Mode 4

V2 ADS-B “out” and “in” capability using VDL Mode 4

Additional information

The capability of your aircraft transponder, and ADS-B capability, will typically be
available in the transponder manual, or in the aircraft flight manual for the aircraft.
For General Aviation aircraft, the most common configurations for filing in the flight
plan item10b will be (listed in order of capability).

EB1 — An ADS-B equipped aircraft would typically file this to indicate the Mode S
transponder capability with ADS-B out.

S — The majority of Mode S transponders (without ADS-B) will support pressure
altitude information and Flight ID transmission.

C — For aircraft with an older Mode A/C transponder — most of which provide
pressure altitude capability.

Less common configurations in General Aviation will include:

1 Based on current version of ICAO Doc 4444




H, LB1 or LB2 — Enhanced surveillance capability is more usually associated with
higher end aircraft. ADS-B IN (B2) is relatively rare at this time, but may be
available for some aircraft.

I, P or X — Most Mode S transponders will support Flight ID and pressure altitude, so
these configurations are not common.

A —some low end GA aircraft may not provide pressure altitude information.

Ul or U2 — these ADS-B technologies are only authorized in a limited number of
countries in the Asia Pacific Region.

Planning designations not to be used in Asia Pacific:

V1 or V2 — these ADS-B technologies are not authorised for use in Asia Pacific
Region.

Remember:

Always flight plan the correct surveillance capability for your aircraft. If in doubt,
consult the transponder manual, aircraft flight manual, or your Licenced Aircraft
Maintenance Engineer.




Appendix 5

Checklist of Common Items or Parameters for the Monitoring of ADS-B System

1 ADS-B Ground Station

Site Monitoring
e Receiver Sensitivity

e Antenna Cable

e GPS Health

e Coverage Check

e Probability of Detection

e Station Service Availability
e Receiver Status

Remote Control & Monitoring (RCMS)
e CPU Process Operation

e Temperature

e ASTERIX Output Load and Link Status

e Time Synchronization

e GPS Status

e Power Status

e Site Monitor Status

e Memory Usage

e Software Version (Operating System and RCMS Application)

Logistic Support Monitoring
e Record all failures, service outage and repair/return to service times

2 ADS-B Equipage Monitoring

e Update and maintain list of ADS-B equipped airframe details database
e Identify aircraft non-compliant to regional mandate

3 ADS-B Avionics Monitoring

e Track Consistency

e Valid Flight ID

e Presence of NACp/NIC/NUC Values
e Presence of Geometric Altitude

e Correctness of ICAO Aircraft Address




e Avionics Configuration and Connections
e Update and maintain list of aircraft with faulty avionics

4 ADS-B Performance Monitoring

e Percentage of aircraft with good integrity reports

e Accuracy of ADS-B Horizontal Position (Based on a reference sensor)
e Deviation between Geometric and Barometric Height

e Monitor the number of position jumps

e Message interval rate

5 ADS-B Display on ATC Display

e Split Track — ADS-B reported position might be off
e Coupling Failure — Wrong aircraft ID

e Duplicated ICAO Aircraft Address

e Display of data block




BASELINE ADS-B SERVICE PERFORMANCE PARAMETERS

Appendix 6

The following table provides guidelines for various performance requirements of ADS-B Category (Tier) 1, 2 or 3 services that States may consider when acquisition of an ADS-B managed
service agreement with a service provider:

Service Parameter Guidance Category 1 (Tier 1) Category 2 (Tier 2) Category 3 (Tier 3)
5Nm separation capable commensurate with | Situational awareness similar to ADS-C Position Reporting with Enhanced Flight
Radars (safety-net alerts, SAR, supports Operation
(separation/vectoring/high performance procedural separation without voice, not
with reliability, integrity & latency) 5nm separation)
Aircraft Recommended 0.5 second < Interval <5 0.5 second < Interval < 20 0.5 second < Interval < 60
Updates seconds as Operationally seconds as Operationally seconds as Operationally
required required required
Maximum 0.5 second < Interval < 10
seconds as Operationally
required
Network Recommended 95%: < 2 seconds of 95%: < 15 seconds of 95%: < 60 seconds of
Latency receiver-station output receiver-station output receiver-station output
Reliability 1 Recommended 2 autonomous receiver-stations including 1 unduplicated receiver-station including 1 unduplicated receiver-station including
antenna, each providing data, no common point | antenna antenna
of failure
Reliability 2 - Recommended Each receiver-station Each receiver-station Each receiver-station
MTBF including antenna to have including antenna to have including antenna to
MTBF >10,000 hrs MTBF >10,000 hrs have MTBF >10,000 hrs
Reliability — Recommended Completely duplicated, no common point of Unduplicated, MTBF > 400 hrs Unduplicated, MTBF> 200 hrs
Communications failure
Infrastructure
Reliability — Recommended Total Service MTBF >50,000 hrs Total Service MTBF > 400hrs Total Service MTBF> 200 hrs
Total ADS-B
Service
Availability — Recommended Total Service Availability > .999 Total Service Availability >.95 Total Service Availability >.90
Total ADS-B

Service




Service Parameter Guidance Cateqgory 1 (Tier 1) Cateqory 2 (Tier 2) Cateqory 3 (Tier 3)
5Nm separation capable commensurate with | Situational awareness similar to ADS-C Position Reporting with Enhanced Flight
Radars (safety-net alerts, SAR, supports Operation
(separation/vectoring/high performance procedural separation without voice, not
with reliability, integrity & latency) 5nm separation)
Integrity — Recommended Site monitor Site monitor System Monitoring
Ground Station System Monitoring System Monitoring
Minimum System Monitoring Not required Not required
Integrity — Data Recommended All systems up to ATM system, All systems up to ATM system, errors <1 x | All systems up to ATM system,

Communications &
Processing

errors < 1 x 10E-6

10E-6

errors < 1 x 10E-6

The choice of category (tier) could be based upon a number of factors including the following,

a) The desired service
b) The available budget

c) The available ATC automation system & its capabilities and/or interim display systems

d) ATC training and ratings

e) Availability of appropriately tailored ATC procedures

States could initially choose one level and transition to another at a later time. For example, Category (Tier) 2 could be used to add additional safety nets/situational awareness and gain operational

experience during the initial stage, moving later to a full separation service using Category (Tier) 1.

Note: The Performance Based Surveillance Sub Group of the ICAO Surveillance Panel is reviewing performance standards for surveillance systems generally. A future update to the requirements
in the above table may be based on the outcomes of that panel.




Appendix 7
GUIDANCE MATERIAL ON
GENERATION, PROCESSING & SHARING of ASTERIX
CATEGORY 21 ADS-B MESSAGES
(Including Attachments A, B, C & D)

1. INTRODUCTION

11 The “All Purpose Structured Eurocontrol Surveillance Information Exchange”
(ASTERIX) Category 21 is a data format standard globally accepted by the Air Traffic Management
(ATM) system manufacturing industry for sharing of ADS-B data with ATM automation system.8
Asterix Category 21 data is used to convey ADS-B data from ADS-B receiver stations to ATC
processing and display system. This guidance material discusses various aspects of this process. Since
the ASTERIX Category 21 edition 0.23 was issued in November 2003, it has undergone continuous
revisions with some 19 subsequent editions. The focus of this guidance material is to concentrate on
1090ES ADS-B data using:

a) RTCA DO-260 (Version 0);
b) RTCA DO-260A (Version 1); and
c) RTCA DO-260B (Version 2)

1.2 The ASTERIX Category 21 edition 1.0 issued in August 2008 fully incorporated the
DO260A standard while edition 2.1 issued in May 2011 fully incorporated the latest DO260B
standard. The latest edition (as at April 2018) is edition 2.4.

2. ASTERIX CAT 21 IN ASIA AND PACIFIC REGIONS

21 To ensure interoperability of ADS-B receiver stations in the Asia Pacific (ASIA/PAC)
Regions, during the 16th APANPIRG Meeting held in August 2005, the ASTERIX Category 21 edition
0.23 which had incorporated DO260 standard was adopted as the baselined ADS-B data format for
deployment of ADS-B receiver stations and sharing of ADS-B data in the ASIA/PAC Regions. At that

time DO260A and DO260B standards were not defined.

3. CHOICE OF ASTERIX VERSION NUMBER

31 The Asterix standard has been developed over many years. Stability in the standard is
desirable so that ADS-B receiver station designers and ATM automation designers and manufacturers
can build interoperable systems with confidence. Because ADS-B technology has been evolving over
the years, and will continue to do so, it is not surprising that the Asterix standard has also developed
along with the ADS-B link technology standards to grasp the best benefits of its intended design.

3.2 During 2005, Asia Pacific decided to use Ed0.23 as the edition for sharing ADS-B data
between states. This version provides adequate information so that useful ATC operational services can
be provided including ATC 3 nautical mile and 5 nautical mile separation services. Ed0.23 can be used

with DO260, DO260A and DO260B ADS-B avionics/receiver stations to provide basic ATC operational

8 FAA utilise Asterix Cat 33 for ADS-B message distribution.




services. However, Ed0.23 cannot fully support all the capabilities offered by DO260A and DO260B.

3.3 Nearly all EA0.23 data items can be “re-constructed” from a received Ed2.1 data
stream. However, most of the special DO260A/B data items cannot be “re-constructed” from an
Ed0.23 data stream. In terms of domestic use and data sharing with other ANSPs concerning ADS-B
data, several options exist for ANSPs as follows:

Option | Domestic use Data sharing
1 Ed0.23 Ed0.23. This is the default and basic standard.
2 Ed2.1 Ed0.23. This will require some conversions to occur, probably

through an ADS-B format conversion and filter system (see
Paragraph 11), between a domestic system and a foreign system.

Difficulties may exist if the domestic ATM system requires special
DO260A/B data items, since they cannot all be re-constructed from
the external foreign Ed0.23 data stream.

3 Ed2.1 Ed2.1. Must negotiate bilaterally with data sharing partner regarding
exact version to be used to achieve the intended functions.

Note: In this table, Ed2.1, a later DO260B compliant Asterix Cat 21 edition, is chosen as a representation of an
Asterix Cat 21 edition after Ed0.23. There exists other Asterix CAT 21 editions (e.g. 0.26, 1.3, 2.4 etc.) after
Ed0.23 that could be used by ANSPs for domestic and data sharing use.

4, SPECIFICATION OF ASTERIX MESSAGE PROCESSING
41 Care is needed to understand the difference in specifications :

4.2 Asterix Cat 21: Defines the characteristics of the data ON the interface including
fields that are mandatory on the interface.

43 ADS-B receiver station specifications: To define the Asterix standard, the ANSP
must also define which optional Asterix data items are required to be delivered on the Asterix
interface, when the appropriate data is received from the aircraft. It is desirable that suppliers be
required to:

a) indicate how the receiver station processes and outputs every received DO260,
DO260A and DO260B data element into an Asterix data element/field; and

b) indicate which and how each Asterix data element and field presented at the output are
populated.

44 ATM automation system specifications: Defines which received Asterix data
element and fields are processed and how they are processed. Also defines which Asterix optional
data fields are required by the ATM automation systems (if any). ANSPs that specify ADS-B receiver
stations and ATM automation systems need to consider carefully and clearly about what they desire to
achieve. Specifications which simply require compliance with a particular Asterix edition will be
inadequate in most circumstances. In particular ANSPs, together with their suppliers should :




a) Specify the Asterix standard edition to be used. This defines the message formats that
are placed on the link between ADS-B receiver station and downstream systems like
ATM automation, recording & analysis systems, bypass ATC systems and foreign
ANSPs. The edition will define which messages elements are mandatory in each
message (very few fields) and a large number of optional fields. The optional fields
can only be filled if relevant data is received from the aircraft. The optional fields will
only be filled if the receiver station specification requires them to be filled.

b) Specify the ADS-B receiver station behaviour so that when data is received from the
aircraft, the receiver station is required to fill appropriate optional Asterix data fields.

c) Specify the ATM automation system behaviour including appropriate semantic and
syntax checks applied to the Asterix data, including any triggers for the system to
discard data. The processing applied to each received Asterix data field should be
specified. The ATC system should discard any messages with unexpected Asterix
categories without discarding messages with known and defined Asterix categories.

5. MANDATORY FIELDS : ASTERIX AND 1090ES ADS-B

51 Asterix Cat 21 has been designed to support multiple datalinks. It has been defined to
support data fields which are not available in the 1090ES standards. Therefore some data items and
fields are not relevant when 1090ES is used.

5.2 The standard itself defines various items as optional or mandatory. This is defining
what is ON the interface. It does NOT specify the behaviour of the transmitting receiver station nor the
behaviour of the receiving ATM automation system.

53 When a single link technology has been chosen it may be sensible to diverge from the

formal Ed0.23 standard to reduce the required Asterix datalink bandwidth. E.qg.: in an environment with
only 1090ES, it is unnecessary to transmit “Link Technology Indicator”. Asterix Cat 21 Ed 2.1 allows
this selection.




Data Description Mandatory (M) or Optional (O) items as
Items per ASTERIX Category 21
Version 0.23 \Version 2.1
Specification Specification
1021/010 Data Source Identification M M
1021/030 Time of Day M N/A
1021/071 Time of Applicability of N/A One of these is must be
or 1021/073 |Position or transmitted
Time of Message
reception for position
1021/040 Target Report Descriptor M M
1021/080 Target Address M M
1021/210 Link Technology Indicator/ M 0]
MOPS version

6. GENERATION OF ASTERIX AT AN ADS-B RECEIVER STATION

6.1 The following general principles should be adopted:

6.2 Commensurate with link bandwidth availability, transmit all mandatory Asterix data
items and also transmit those Asterix data items that are operationally desirable. That is, when the
appropriate aircraft transmission is received by the ADS-B receiver station, the data should be
transmitted to the ATC system for operational use or for technical recording and analysis use. If no
aircraft transmission data is received to fill an Asterix data item during any update cycle, the data item
should not be included in the Asterix data stream to reduce bandwidth requirements.

6.3 Group 1 (Mandatory Data Items): An Asterix Cat21 message should not be
transmitted unless the mandatory data items defined in Appendix A are all present.

6.4 Group 2 (Desirable Data Items) : The data items defined in Appendix B are
operationally desirable which should always be transmitted in the Asterix Cat 21 messages whenever
the data are received by the 1090ES receiver station from aircraft (if allowed by the relevant Asterix
standard chosen).

6.5 Group 3 (Optional Data Items) : The data items defined in Appendix C are
considered optional and may or may not need to be transmitted depending on availability of such data
from aircraft and/or other specific operational needs.

6.6. Group 4 (Future Data Items): The following data are defined in the DO260A and
DO260B standards but are not yet defined in the Asterix standard. This group is provided for
information only. It illustrates the need for system designers to provide for future adaptability when
possible and when cost effective to do so. Not only will the Asterix standard continue to evolve, but
changes to DO260 can also be anticipated within the decade.

a) Target heading: Information from DO260A/B Target state and status
messages (On condition messages). These could be used for detection of pilot




errors in selection of heading/altitude; and

b) GPS Offset: Could be used to more accurately display aircraft position on an
airport surface, or better detect that an aircraft has passed an airport hold
point.

6.7 When developing a specification for an ADS-B receiver station, it is considered

necessary that the specification requires the transmission of all data items that are operationally
desirable (Group 2), when such data are received from the aircraft, in addition to the data items that are
mandatory (Group 1) in Asterix messages. Whether Group 3 optional data items will need to be
transmitted or not should be configurable on item-by-item basis within the ADS-B receiver station
depending on specific operational needs.

7. PROCESSING OF ASTERIX ADS-B DATA AT THE ATC SYSTEM

71 An Asterix Cat21 message should not be accepted by the ATC system for processing
unless it includes at least all the Group 1 data items.

7.2 The ATC system should process all received Asterix Cat21 message data items that
bring operational benefits (i.e. Group 2 data items). An ATM automation specification should require
that the system appropriately process those Group 2 data items depending on specific operational need.
Whether the ATC system will process Group 3 optional data items will depend on specific operational
needs.

8. DATA SHARING OF ASTERIX ADS-B DATA

8.1 In principle, all data receiving from the shared ADS-B receiver station should be delivered to
the receiving party as far as practicable without filtering, unless owing to technical reasons such as the
need to convert the data from one ASTERIX format to another, or it is requested by the receiving party
of the data.

8.2 It is considered necessary that all data items that are mandatory in Asterix messages (i.e.
Group 1 data items) and operationally desirable (i.e. Group 2 data items) when such data are received
from aircraft, should be included in data sharing. Inthe event that the data have to be filtered, the list of
optional data items (i.e. Group 3 data items) needs to be shared will be subject to mutual agreement
between the two data sharing parties concerned.

9. ISSUE RELATED TO DO260A
9.1 Support of DO260A using Asterix Cat 21 Ed0.23
a) DO260A was developed after EA0.23 of Asterix was defined. Therefore,

EdO0.23 does not directly support DO260A. However, receiver station
software can generate useful Ed0.23 Asterix data from DO260A reports
through use of the following techniques;




b) A useful 1021/090 Figure of Merit can be generated from DO260A messages.
Some implementations have a table, which defines the FOM/PA to be
generated for each combination of SIL, NIC and NAC. The contents of the
table can be offline defined to generate the appropriate FOM/PA values. The
downstream ATC system can then process DO260A reports as if they were
DO260 reports; and

c) If there is a particular need for the ATC system to have access to the
NIC/NAC or SIL or other data item that exist in DO260A (but not in DO260),
then users may need to consider a more recent version of Cat 21.

9.2 Support of DO260A using Asterix Cat 21 Ed 1.0orEd2.1 (or later versions)

a) When DO260A is used, then the ANSP could decide to use Asterix Cat 21
Ed1.0 (or later versions) or Ed2.1 (or later versions); and

b) Readers are invited to carefully examine the DO260A fields (see Appendix D)
to determine if the benefits of additional DO260A fields are large enough to
warrant adoption of Asterix Cat 21 Ed1.0 (or later versions) or Ed2.1 (or later
Versions).

10. ISSUE RELATED TO DO260B
10.1 Support of DO260B using Asterix Cat 21 Ed0.23

a) DO260B was developed some years after DO260A. Therefore, Asterix Cat
21, Ed0.23 does not directly support DO260B;

b) The same techniques used for processing DO260A can be used for processing
DO260B, however, the table used must account for NIC supplement B &
NIC supplement C, and may also wish to account for SDA; and

C) If there is a particular need for the ATC system to have access to the new data
items offered by DO260B, then users may need to consider a more recent
version of Cat 21 (e.g. Ed2.1 or later versions).

10.2 Support of DO260B using Asterix Cat 21 Ed2.1 or later versions
a) If DO260B is used, then the ANSP could decide to use Asterix Cat 21 Ed2.1
or later; and
b) Readers are invited to carefully examine the DO260B data items (see

Appendix D) to determine if the benefits of additional DO260B data items
are large enough to warrant adoption of Asterix Cat 21 Version 2.1 or later.

11. ADS-B FORMAT CONVERSION AND FILTER SYSTEM




111 It is clear that the evolution of 1090ES ADS-B transmission will continue. Avionics
software will be upgraded to provide additional or changed functionality. As a result Asterix standards
will also continue to evolve, and ATC systems will need to be adaptable to be able to cope with new
functionality requirements and new message standards.

112 The use of an ADS-B format conversion & filter (ADS-B FC&F) system between
domestic ADS-B systems and data shared with other states is a cost-effective way to provide the
necessary protection and flexibility in this evolution. Such a system provides ADS-B format
conversion between domestic and foreign ADS-B systems. While decoupling one ADS-B Asterix
environment from another, the system allows information that meets specific sharing criteria to be
passed through for data sharing. By doing so, loading on the ATM automation systems to process
ADS-B data and bandwidth requires to transmit the ADS-B data could then be reduced. The system
also allows independent domestic format changes without disruption to the foreign environment. A
typical structure could be as shown below:

ADS-B Ground Station | | ATM Automation
ANSP “A” . System
Asterix CAT 21 ;
Version “X,” Asterl)g CAT 21
A Version “Y,”
lVer “Ka” I Ver “Y,"
ADS-B Format Conversion & Filter System
- Asterix Format Converter : Domestic: Ver X, / Ver Y, ; Foraign: Ver X, /Ver Yg
- Pass only data that meet sharing criteria
- Security features
[
Agreed sharing format l Ver “YB" Ver “Y R
v

ADS-B Format Conversion & Filter System

- Asterix Format converter : Domestic: Ver Xg/ Ver Yg ; Foreign: Ver Xg/ Ver Y,
- Pass only data that meet sharing cnteria

- Security features
Ver “Yg" I Ver “Xg"
ATM Automation )
System ADS-B Ground Station

ANSP “B” Asterix CAT 21 Asterix CAT 21 = Domestic Data

;e w Version “Xg"
Version “Yg = s Foreign Data




7 Attachment A - Group 1 (Mandatory Data Items)

Data Items

Description

Ed
0.23

Ed
2.1

Remarks

1021/010

Data Source ldentification

X

X

Identifies source of data. Important if validity checks
are performed as an anti spoofing capability.
'Validation that the data is received from an
approved ADS-B receiverstation. Data received
from a receiver station should not be processed if the
position of the reported aircraft is an unreasonable
distance away from the known location of the ADS-
B receiver

station. Where space based ADS-B is used and a
nominal station location is defined, such range
processing limits will need to account for the
coverage supplied.

1021/030

Time of Day

Necessary to extrapolate the ADS-B data to time of
display. Data received with a Time of Day too far in
the past should be

discarded. This data is too old.

1021/071
or 1021/073

Time of Applicability of
Position or
Time of Message
reception for position

Necessary to extrapolate the ADS-B data to time of
display. Data received with a Time of Day too far in
the past should be

discarded. This data is too old.

1021/040

Target Report Descriptor

Indicates if report is a duplicate, on the receiver, isa
simulated target, is a test target. This needs to be
checked by ATC system prior to processing. If the
data indicates that the report is a test target or a
simulated target, it is normally processeddifferently
to “real” targets.

1021/080

Target Address

Included in all 1090ES downlink messages, so
always available. Used for report/report
linkage in ATC tracking.

1021/090

Figure of Merit/Quality
Indicators

Position cannot be used without quality indicator. If
the quality of the positional data does not meetthe
requirements the data

should be discarded.

1021/130

Position in WGS-84
co-ordinates

Report cannot be used without position




Attachment B - Group 2 (Desirable Data Items)

Data Items Description Ed Ed Remarks
023 | 21

1021/008 Aircraft operational status X [TCAS capability, Target state reporting
capability, CDTI capability, Single/dual
aircraft antenna.

It is desirable to have immediate
knowledge of RA event.

1021/020 Emitter Category X X |Aircraft or vehicle type

1021/140 Geometric Altitude/Height X X |Useful for RVSM monitoring. Not normally
used for ATC application. Could perhaps be
used as an indicator of
correct QNH setting in aircraft.

1021/145 Flight Level X X |Flight level is an important information
to ATC

1021/155 Barometric Vertical Rate X X |Used for predictive tools and safety nets. Either

1021/157 Geometric Vertical Rate X X |Barometric vertical rate or Geometric vertical
rate is provided by the aircraft — not both.
However, the ATC system can calculate
\vertical rate from multiple flight level reports if
these data items are not
available.

1021/160 Ground Vector X X |Provides excellent vector to support
extrapolation of positional data to time of
display.
However, the ATC system can calculate the
\velocity vector (ground vector) from multiple
position reports. 1021/160 however, is normally
far superior that
ATC system calculation.

1021/170 Target Identification X X [This is the callsign/Flight ID is extremely

useful for ATC and matching to the flight plan
(if any).

Target identification is only sent once per 5
seconds. Some receiver stations designs attach
the target identification (if known from previous
recent downlinks) even if not received in the last
5 seconds.

The field can be missing at the edge of
IADS-B coverage —for flights inbound to

coverage.




1021/200

Target Status

This is the emergency type and is highly

desirable.




Attachment C - Group 3 (Optional Data Items)

Data Items

Description

Ed
0.23

Ed
2.1

Remarks

1021/077

Time of report transmission

Time of applicability is relevant for
IATC system processing. Time of
transmission is less relevant.

1021/032

Time of Day Accuracy

Maximum error in Time of day.
Normally the maximum value is
known by the ANSP because of
station design.

1021/095

Velocity Accuracy

If using GPS, velocity accuracy will be
adequate if the Position quality is
accurate.

1021/072

Time of applicability of
velocity

Can be managed by a velocity data
time out in receiver station.

1021/075

Time of message reception of
velocity

Normally velocity is in the same Asterix
message as position. Velocity
data time out in receiver station.

1021/161

Track number

[Tracking can be performed by ATC
system. Also the 24 bit code (aircraft
address) could be used as a pseudo
track number.

1021/110

Trajectory Intent

Defined in DO260 but not transmitted by
any known product. Not defined in
DO260A or DO260B

1021/146

(Intermediate) Selected
Altitude

Target altitude :
Information from DO260A/B Target state

1021/148

Final State Selected Altitude

and status messages (On condition
messages). These could be used for
detection of pilot errors in
selection of heading/altitude.

1021/015

Service identification

Type of Service (VDL4, Ext Squitter, UAT,
TIS-B VVDL4, TIS-B Ext Squitter, TIS-B
UAT, FIS-B VDL4,

GRAS VDL4, MLT). Not useful to

most ATC systems.

1021/016

Service management

Update rate or whether data driven
output from GS. Normally known by
receiver.




Data Items Description Ed Ed Remarks
0.23 2.1
1021/074 Time of message reception of X |High resolution is designed to support
position — high resolution MLAT system processing by receiver.
Not required for pure ADS-B.
1021/076 Time of message reception of X |High resolution is designed to support
velocity — high resolution MLAT system processing by receiver. Not
required for pure ADS-B.
1021/210 MOPS version/ Link Technology X X |Maybe useful for statistics about equipage.
Indicator Not operationally relevant
1021/070 Mode 3/A code X |Could be used for legacy ATC system
that do not use Flight ID
1021/165 Rate of Turn/Track Angle rate X X INot transmitted in DO260, DO260A
or DO260B messages
1021/271 Surface capabilities and X
characteristics
1021/132 Message amplitude X |Useful for technical analysis. Not
operationally relevant
1021/250 Mode S MB data X
1021/260 ACAS resolution advisory X
report
1021/400 Receiver ID X
1021/295 Data ages X
1021/150 Air Speed X X |Defined in standards but only sent in
1021/151 True Air Speed X X labsence Ground vector information. Can’t
be used for extrapolation unless wind speed
known.
1021/152 Magnetic Heading X X |Defined in standards but only sent in
absence Ground vector information.
1021/220 Met Report X X Not transmitted in DO260, DO260A
or DO260B messages
1021/230 Roll Angle X X Not transmitted in DO260, DO260A
or DO260B messages
1021/131 Position in WGS-84 X

coordinates, high resolution




Attachment D - Differences among DO260, DO260A, DO260B

DO-260 DO-260A DO-260B Availability of data in Potential uses of additional information
Asterix CAT 21

Introduction of NUCpisused. | NIC isusedto | More levels of NIC is shown in Ed1.0 | The additional quantum levels of NIC would

Navigation Integrity replace NUCp. | NIC available. and above. More levels | allow the ANSP more flexibility in deciding

Category (NIC) to Vertical of NIC (shown as PIC) | whether the NIC is considered as ‘good’ (if

replace Navigation component are available in v2.1. required)

Uncertainty Category removed.

(NUCp) However, for 3 NM & 5 NM separation with
HPL 1Nm and 2 Nm respectively, this additional
quantum is not useful.

Quality Indicator for NUCr is used. | Replaced with | Vertical Available in Ed0.23 Vertical component is not available for DO260B.

Velocity (NUCr and NACy. component and above.

NACy) Definition removed.

remains the
same.

Surveillance Integrity Not available. | Surveillance Renamed as Available in Ed1.0 and | The SIL will allow the user to further assess the

Level and Source Integrity Level | Source Integrity | above. integrity of the reported position (if required).

Integrity Level (SIL) is used. Level. Definition

is changed to NB: An implied SIL exists for DO260 aircraft if
exclude avionics they always use GPS. However DO260 aircraft
fault. do not provide SIL.

System Design Not available. | Not available. To address Available in Ed2.1. The SDA will indicate the robustness of the

Assurance (SDA)

probability of
avionics fault.

system. ANSPs may decide on a minimum SDA
for ADS-B services.

If this action is taken then DO260 and DO260A
aircraft will be unable to meet the criteria.




DO-260 DO-260A DO-260B Availability of data in Potential uses of additional information
Asterix CAT 21
Navigation Accuracy Not available. | Derived from Relies only on Available in Ed1.0 and | A reported accuracy is not provided by DO260.
Category (NACp) HFOM and HFOM. above. However, an estimated accuracy can be derived
VFOM. from NUC — assuming that NUC is HPL based.
Geometric Vertical Not available. | Not available. Derived from Available in Ed2.1. Geometric altitude accuracy is not normally
Accuracy (GVA) VFOM. required for operational purposes.
Barometric Altitude Not available. | To indicate Same as Available in Ed1.0 and | The NICgaro indicates the integrity of the
Integrity Code integrity of DO-260A above. barometric height.
(NICgar0) barometric
altitude. ANSPs could indicate to the controller that
Barometric data has not been verified, however,
aircraft without dual barometric systems/air data
computers may be unable to provide a non zero
NICgaro as data could be unnecessarily
discarded.
Length / Width of Not available. | Provide an Same as Available in Ed1.0 and | The width / length indicate the size of the
Aircraft indication of DO-260A above. aircraft. This information may be used as an

aircraft size.

input for generating alerts on airport surface
movement control.




DO-260 DO-260A DO-260B Availability of data in Potential uses of additional information
Asterix CAT 21
Indication of Only show More Additional Available in Ed1.0 and | Indication on the availability of 1090ES in /
capabilities status of information information on above, except UAT in may allow the controller to anticipate a
TCAS and available type of ADS-B in | availability of potential request for in-trail procedure clearance.
CDTL. including (i.e. 1090ES in or | 1090ES/UAT in and NB: ITP requires decision support aids which are
capability to UAT in). information on GPS more complex than ADS-B IN alone.
send Air antenna offset.
Reference
Velocity, Target
State and
Trajectory
Change reports
Status of
Identity
Switch.

Status of Resolution Not available. | Information on | Same as Available in Ed1.0 and | Indication of the resolution advisory status

Advisory whether DO-260A above, allows the controller to know whether the pilots
Resolution were alerted about the potential conflict.
Advisory is
active.

GPS offset Not available. | Indication on Information on GPS offset status is Indication on GPS offset may be one of the
whether GPS GPS antenna available in Ed1.0 and | inputs for generating alerts on airport surface
offset is offset is above. Information on | movement control.
applied. provided. GPS offset is not

available in ASTERIX

Intention Not available. | Able to Same as Intended altitude is The intended heading and flight level can be
indicate DO-260A available in Ed0.23. used as an input to the trajectory prediction
intended Intended heading is not | algorithm in the Short-Term Conflict Alert.
altitude and available in ASTERIX.

heading.




DO-260 DO-260A DO-260B Availability of data in Potential uses of additional information
Asterix CAT 21

Target Status Not available. | Not available. Indication of Vertical Navigation The target status allows the controller to know
Autopilot mode, | mode, Altitude Hold the mode that the aircraft isin. i.e.: It could be
Vertical mode and Approach presented to ATC.
Navigation mode, | Mode are available in
Altitude Hold Ed
mode, Approach | 0.23 and above
Mode and LNAV
Mode. LNAYV Mode is

available in Ed2.1

Resolution Advisory Not available. | Not available. Availability of Available in Ed1.0 and | The Resolution Advisory will help the controller
Active above. know the advisories that are provided to the
Resolution pilots by the ACAS. This helps prevent the
Advisories; controller from giving instructions that are in
Resolution conflict with the ACAS.
Advisory
complement
record,
Resolution
Terminated;

Multiple Threat
encounter; Threat
Type indicator;
and Threat
Identity data.




DO-260 DO-260A DO-260B Availability of data in Potential uses of additional information
Asterix CAT 21
Mode A DO260 Broadcasted Broadcasted Available in Ed0.26 and| The Mode A allows flight plans to be coupled
change 1, using test worldwide as a above. with the ADS-B tracks (supports legacy ATM
allows this message in regular message. automation system).
using test USA only.
message in
USA only.
This was not
implemented
in actual

products.
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Appendix 8
ATTACHMENT to State letter SP 44/2-19/77

GUIDANCE ON 1 090 MHZ SPECTRUM ISSUES AND PROPER MANAGEMENT OF 24-BIT
ATRCRAFT ADDRESSES ASSOCIATED WITH UNMANNED AIRCRAFT (UA)

Note. — This document is an unedited advance version of an ICAO publication as approved in
principle, by the Secretary General, which is made available for convenience. The final edited version
will be included in the next amendment to the Aeronautical Surveillance Manual (Doc 9924), which will
be published in due course.

1. Background

1.1 The frequencies 1 030 and 1 090 MHz, acting as a frequency pair. support several aeronautical
surveillance systems including secondary surveillance radar (SSR). multilateration (MLAT). airborne
collision avoidance systems (ACAS) and automatic dependent surveillance-broadcast (ADS-B).
Aircraft are interrogated by ground SSR/MLAT (or other aircraft, in the case of ACAS) on 1 030 MHz
and reply (or broadeast) on 1 090 MHz with information such as their position. altitude and
velocity vector.

1.2 The increasing density of ground-based and on-board surveillance systems using the
1 030/1 090 MHz frequencies is currently raising concerns, especially in dense airspaces. Ultimately it
may result in a reduction to the overall performance of ACAS as well as the SSR/MLAT and ADS-B
systems. In addition. the increased usage of ADS-B OUT applications for safety of life services and
potential future evolution of those applications, such as space-based ADS-B. have raised serious concerns
of potential congestion at 1 090 MHz. To ensure continued safe operation for all aircraft. proper and
efficient utilization of available bandwidth at 1 090 MHz is required. This may include, when necessary,
limiting access to 1 090 MHz by certain users.

1.3 Furthermore. it is important to note that those aeronautical surveillance systems rely on a limited
capacity 24-bit aircraft address scheme. The allocation of a 24-bit aircraft address and its correct
configuration in aircraft is a key element for safe operation of aircraft and associated protocols used to
support communication and surveillance systems.

1.4 As defined in Annex 10 — Aeronautical Telecommunications, Volume III — Communication
Systems, aircraft addresses are allocated in blocks by ICAO to the State of Registry or to the common
mark registering authority. Using its allocated block of addresses. the State of Registry or the common
mark registering authority assigns an individual aircraft address to each suitably equipped aircraft entered
on a national or international register.

1.5 It is essential for States to recognize that their allocated block of 24-bit aircraft addresses is a
finite and valuable asset. There are only 16 777 214 aircraft addresses in total and many of those have
already been allocated to States of Registry or common mark registering authorities. Aircraft traffic
growth has been forecast to double in the next 15 years and to manage these addresses in a sustainable
manner. States need to validate whether new aircraft address allocation requests by aircraft operators fit
the conditions defined in Annex 10. Volume III.

2. Issues identified in relation to operation of unmanned aircraft

2.1 As described above, concerns are being raised about congestion of the 1 090 MHz frequency and
shortage of 24-bit aircraft addresses. The rapid growth in the number of UA is making those concerns
more severe.

22 Exponential increase of the safety risk due to 1 090 MH= congestion
2.2.1 A recent study indicates that large numbers of UA (one UA per 2 square kilometres) operating at

low level (less than 500 feet above ground level) in a typical high-density terminal airspace
(760 ADS B-equipped aircraft operating within a 200 NM radius and from ground level to FL180) can
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interfere with ADS-B ground station reception of ADS-B reports when the transmit power of each UA is
1 watt or higher.

Note. — Some other studies indicate that even a low power (0.1W) transmission from large
numbers of UA can reduce the coverage range of ADS-B.

2.2.2  All studies reviewed conclude that the operation of ADS-B OUT by a large number of UA raises
a serious concern for the safety of other aircraft in the same airspace.

23 Future depletion of 24-bit aircraft addresses

2.3.1 The 24-bit aircraft address scheme was not designed for a very large number of aircraft. Some
studies predict that based on the present growth of UA, there will be over a million such vehicles by 2025.
Based on these current projections, it will be impossible to accommodate all UA in the current scheme.

2.3.2 In some situations UA may require a 24-bit aircraft address, for instance if the UA fly in
controlled airspace or in proximity to traditional manned aircraft. States will need to evaluate such
situations on a case-by-case basis when receiving a new aircraft address application from the
UA community.

Note. — As described in the Manual on Remotely Piloted Aircraft Systems (RPAS) (Doc 10019),
an aircraft which is intended to be operated with no pilot on board is classified as unmanned and an
unmanned aireraft which is piloted from a remote pilot station is a remotely piloted aircraft (RPA) (refer
to the following figure).

UNMANNED AIRCRAFT

MODEL UNMANNED
AIRCRAFT FREE
BALLOONS

REMOTELY
PILOTED
AIRCRAFT

Figure 1-1 Unmanned aircraft

3. Procedure to ensure proper utilization of 1 090 MHz and for non-allocation of (24-bit)
aircraft address for UA

3.1 There is increasing pressure to use 1 090 MHz Mode S or ADS-B OUT applications by UA.
Given the large forecasted increase of UA and the fact that transmissions from their transponders or
ADS-B OUT devices will impact the already congested use of 1 090 MHz by existing aeronautical
surveillance and collision avoidance systems, States are urged to:

1) perform radio frequency spectrum analysis to analyse the degree of congestion of 1 090 MHz and,
based on the outcome of this analysis, consider how 1 090 MHz ADS-B UA operations might
impact the performance of the air navigation service provider (ANSP)-operated surveillance
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systems in airspace of interest as well as the automatic collision avoidance systems on board
aircraft operating in that airspace:

2) formulate the circumstances and define procedures to determine the potential requirement for
1 090 MHz ADS-B OUT equipage on UA in order to allow or prohibit such equipage as
appropriate. During this process, States should consider:

e the degree to which individual UA may or may not require air traffic services. For example,
a UA operating in uncontrolled airspace may not be required to use ICAO-compliant
aeronautical surveillance systems: and

e the degree to which the operation of individual UA may or may not interoperate in the
airspace with traditional manned aircraft. For example. if UA are not operating in proximity
to traditional manned aircraft, then the use of ICAO-compliant aeronautical surveillance
equipment by UA may not be justified.

3) in cases where UA are not required to equip with ICAO-compliant aeronautical surveillance
equipment, States should not allocate 24-bit aircraft addresses.

Note. — 24-bit aireraft address allocation should be a part of the UA registration or operator

approval process. For guidance material on reliable usage of 24-bit aircraft addresses, refer to
Annex 10, Volume IIT and Doc 9924.
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Appendix 9

Guideline on Consistency of ICAO Aircraft Address and
Target Identification between Surveillance Data and Flight Plan

INTRODUCTION

PURPOSE

ADS-B is an aircraft surveillance technology that relies on aircraft broadcasting their own
position, velocity and other information to ground stations. It is a collaborative surveillance
that requires coordination from stakeholders such as ANSPs, airline operators and ground
handling agents. Proper ICAO Aircraft Address (AD) and Target Identification (ID) in
surveillance data and flight plans are essential for the application of ADS-B and mode S
surveillance. This guideline is developed to mitigate the discrepancies observed in AD and 1D
between surveillance data and flight plans to enhance the application of mode S surveillance
in air traffic control, which plays a key role in safe and efficient ATM systems.

BACKGROUND

ADS-B and mode S radar are surveillance technologies that rely on onboard mode S
transponders. The successful implementation of these technologies requires close coordination
among aspects including ground equipment, flight operations, air traffic control, dispatch and
aircraft maintenance.

The Flight ID is usually set in the aircraft by the flight crew via a cockpit interface. It enables
air traffic controllers to identify an aircraft on the ATC disapply and to correlate a radar or
ADS-B track with the filed flight plan aircraft identification (ACID). Flight ID is critical to
ATC planning and situational awareness, so it must be entered carefully and accurately.

Similarly, the flight dispatch shall ensure the unique 24-bit aircraft address is correctly filed in
Item 18 of the ICAO flight plan. The 24-bit aircraft address transmitted by the aircraft shall
exactly match with the one filed in the flight plan.

Correlating the flight plan with the ADS-B transmitted AD and ID allows for accurate
association of the ADS-B data with the intended flight, ensuring that the position, velocity and
other relevant information align with the planned flight trajectory.

In the event of any discrepancy in AD or ID between surveillance data and flight plan, it is
important to promptly identify and address the issue. The main solution to identify the
discrepancy is to use software to create new alerts displaying in ATM system(s) to identify the
issue to ATC, which has been deployed in ATM system(s) in some countries. Such alerts,
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while legitimate, may be considered as nuisance, which may induce distraction to and increase
the workload of air traffic controllers thus not conducive to safe and efficient ATC operation.

With the development of mode S technology and application, the discrepancy issue could

result in serious implications and pose challenges when the ATM system is solely reliant on
Mode S address for correlation/coupling.

REFERENCE

. ICAO Annex 10 - Aeronautical Telecommunications

. ICAO Annex 11- Air Traffic Services

KEY FINDINGS OF INCORRECT ID AND AD

GENERAL

It is important to assess each specific case and identify its contributing factors, in order to shed
light on critical aspects that demand attention. The practice also aids to determine the most
effective mitigation measures to address the root causes and minimize the potential for
recurrence.

INCORRECT ID

In cases of discrepancies observed in ID between surveillance data and flight plan, the
majority of attribution can be traced back to human error, while the remaining instances are
associated with hardware and software defects.

The human errors involved can be summarized and categorized as follows:

@ Typographical errors of cockpit crews, flight dispatch and/or ground handling agents,
for example:

. Incorrectly set Flight ID (e.g., ABC123 instead of ABC321);

. Spaces in Flight ID (e.g., AB C12 3 instead of ABC123) which produce a
corrupted Flight ID;

. Additional leading zeros in Flight ID (e.g. ABC0123 instead of ABC123);

. Omission in ICAQ airline designators (e.g. 123 instead of ABC123);

. Using aircraft registration instead of approved ACID (e.g., ZKABC instead




of ABC123);
. No Flight ID set;
(b)  Co-pilots and/or supervisory staff’s failure to cross-check the flight data input;
(c) Failure to update the flight data in cases of delayed or cancelled flights;

(d)  Failure to update the flight identification of the corresponding inbound flight after
completing the outbound leg; and

(e) Misuse of IATA airline designator in ICAQ flight plan.
2.2.3 Database errors and aircraft defects include:

(@)  Programming or database defects in the flight planning systems of airline operators
and/or ground handling agents; and

(b)  Defects in mode S transponder system.

2.3 INCORRECT AD

2.3.1 In contrast to cases of incorrect aircraft identification which are predominantly attributed to
human factor issues, the contributing factor to the broadcast of incorrect 24-bit aircraft address

varies.

2.3.2 Database defects caused by the following activities contribute to more than 50% of
mismatched 24-bit aircraft address cases:

@ Failure to update the aircraft database upon registration of new aircraft or revised
aircraft registration of the existing aircraft;

(b) Late notice airframe changes with the change message (CHG) not being generated, or
arriving after the flight becomes airborne;

(c) Data loss during upgrade to a new flight planning system; and
(d)  Software-based defects in the flight planning system.
2.3.3  Other contributing reasons could be:

(@) Human errors, e.g. flight dispatch staff and/or ground handling agents’ input of
wrong 24-bit aircraft addresses in Item 18 of ICAO flight plans; and
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(b) Hardware defects in mode S transponder system.

MITIGATION MEASURES

GENERAL

In light of the issues identified and summarized in Section 2, the operators shall take the
relevant mitigation measures as given in this Section to prevent recurrence of the discrepancy
cases.

Mitigation measures shall be implemented based on the nature and underlying causes of the
issue. Air operators using ADS-B should closely monitor the common issues and ensure
equipment airworthiness, data quality and reliability. Regular maintenance and monitoring can
help identify and address the problems promptly, ensuring the effective operation of ADS-B.

ID DISCREPANCY

When an alert is triggered due to an incorrect ID, it is essential for the flight crew to promptly
address the issue by immediate correction of the ID. The controller acknowledges the alert,
informs the pilot and requests a reset of the Flight ID - Phraseclogy “RE ENTER
IDENTIFICATION”. Once the correction is made, the system can accurately associate the
aircraft with its intended flight. The alert associated with the incorrect ID will thus be removed
from the data black display.

A comprehensive overview of the measures to mitigate human errors, which contribute to
most ID discrepancy cases, is provided below.

@) Debriefing and Additional Training

Conducting debriefings with crew directly involved in ID discrepancy occurrence
allows for an open discussion to identify the root causes and factors contributing to
the error. The debriefing process helps in understanding the specific circumstances
and provides an opportunity for additional training tailored to address the identified

issues.

(b)  Internal Safety Bulletins and Notices

Issuance of internal safety bulletins, circulars or notices to all staff members is an
effective method to disseminate educational materials and enhance safety awareness
throughout the organization. The communications provide guidance, highlight best
practices and share lessons learned from ID discrepancy incidents. By increasing
awareness and knowledge, employees at all levels can actively contribute to
preventing and mitigating 1D discrepancies.
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(d)

Review of the standard operating procedures (SOPs)

It is a crucial step to ensure that SOPs are comprehensive, up-to-date and effective in
preventing ID discrepancies. Emphasizing cross-check procedures by flight
operations supervisors and/or the captain-in-flight adds an additional layer of
verification and validation to the identification process. This helps catch potential
errors and ensures accuracy before the information is entered into the system.

Automation and System Upgrades

Automating the flight data handling process through software or system upgrades can
significantly reduce the likelihood of ID discrepancies. By automating data entry and
verification processes, the potential for human error is minimized as reliance on
manual input is reduced.

3.2.3 To address database errors and aircraft defects, timely maintenance of the defective part(s)
and software upgrades should be prioritized. Proactive and continuous monitoring should be
followed to promptly address identified issues.

(@  Timely Maintenance
By conducting timely maintenance, organizations can identify and rectify issues that
may contribute to ID discrepancies. This involves inspecting, repairing, or replacing
faulty parts to ensure their proper functioning. Timely maintenance helps prevent
further errors or malfunctions that could impact the accuracy of aircraft identification.

(b)  Software Upgrades
Regular software upgrades help address known issues, bugs, or vulnerabilities that
may exist in the system. Upgrades can include improvements in data validation
processes, error handling mechanisms, and enhanced compatibility with other
systems.

(c)  Proactive Monitoring
Continuous monitoring and analysis of data can detect any anomalies or
inconsistencies, allowing for timely intervention. By promptly addressing identified
issues, organizations can prevent the occurrence of ID discrepancies and ensure the
integrity of the database and aircraft systems.

33 AD DISCREPANCY

3.3.1 The following measures should be taken to address database-related deficiency and

software defects as identified in Section 2.3.
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(d)

Comprehensive Database Overhaul and Update for Operator’s Fleet

Conducting a comprehensive overhaul of the entire database and updating the
operator’s fleet ensures that all data is properly maintained and up to date, reducing
the potential of AD discrepancies caused by outdated information.

Procedures for Timely Removal of Obsolete Aircraft Data

Developing implementation procedures for the removal of obsolete aircraft data could
ensure regular review and timely removal of outdated information from the database,
maintaining a clean and reliable database.

Communication Protocol for Sharing Aircraft Information between Engineering and
Flight Operations

Devising communication protocol for sharing aircraft information between the
engineering team and flight operations establishes effective communication channels
to ensure that all relevant parties have access to current accurate aircraft data,
particularly in case of revised aircraft registration and acquisition of new aircraft.

Development of an Automated System for Aircraft Database Updates

By automating the update process, organizations can ensure that the database remains
current and accurate without relying solely on manual efforts. This helps reduce the
likelihood of human errors and enhances the efficiency of maintaining the aircraft
database.

To mitigate the recurring trend of human errors and erroneous data input, operators should
issue reminders and safety notices to maintain a high level of vigilance of their employees to
the importance of the accuracy of AD filed in the flight plans. Alongside regular reminders
and safety notices, operators can implement comprehensive training programs to address
human errors and improve data input accuracy.

Aircraft defects should be tackled by timely maintenance of the defective part(s) in the

mode S transponder system to prevent problematic data from being transmitted.

COORDINATION BETWEEN REGULATOR AND AIR OPERATOR

COORDINATION ISSUE

It is of great importance to work with the regulators and air operators to rectify the ID/AD

discrepancy issues. There are a number of issues with the coordination:

The time delay between an event and the regulator not being able to contact the
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operator, especially those domiciled overseas;

. Inadequate details on the operator, particularly for non-scheduled international traffic;

3 The ability of the overseas operator’s regulator to action requests from another
country;

. Lack of feedback from the regulator and/or operator.

To rectify the coordination issue, it is essential to strengthen international cooperation between
regulatory authorities and operators to promote a coordinated approach, ensuring the root
cause is identified and the issue is addressed in a timely and comprehensive manner.

REPORTING AND FEEDBACK

A reporting-and-feedback mechanism should be in place to allow ATC to alert flight crews,
and ANSP to advise the air operators and/or regulatory authority of an issue, allowing them to
remedy the issue.
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