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International Civil Aviation Organization
The Nineteenth Meeting of the Regional Airspace Safety Monitoring Advisory Group (RASMAG/19)

Pattaya, Thailand, 27-30 May 2014
Agenda Item 2:
Review Outcomes of Related Meetings

RELEVANT MEETING OUTCOMES

(Presented by the Secretariat)

	SUMMARY

This paper presents the outcomes from relevant recent meetings for RASMAG to review.



1. INTRODUCTION
1.1 The First Meeting of the APANPIRG Air Traffic Management Sub-Group (ATM/SG/1) was held at Bangkok from 20 to 24 May 2013.
1.2 The Fourth Meeting of the ICAO Asia/Pacific Seamless Air Traffic Management (ATM) Planning Group (APSAPG/4) was held at Hong Kong, China from 03 to 07 June 2013.

1.3 The Twenty Fourth Meeting of the Asia/Pacific Air Navigation Planning and Implementation Regional Group (APANPIRG/24) was at Bangkok from 24 to 26 June 2013.

1.4 The 50th Conference of Directors General of Civil Aviation (DGCAs), Asia and Pacific Regions was held at Bangkok from 1 to 4 July 2013.
1.5 A Europe – Asia Trans-regional Special Coordination Meeting was held at Beijing, China from 23 to 25 September 2013.
1.6 The Ninth Meeting of the South East Asia and Bay of Bengal Sub-Regional ADS-B Implementation Working Group (SEA/BOB ADS-B WG/9) was held in Beijing, China, from 30 October to 1 November 2013.  
1.7 The combined Fourth Meeting of the South Asia/Indian Ocean ATM Coordination Group (SAIOACG/4) and Twenty-First Meeting of the South-East Asia ATM Coordination Group (SEACG/21) was held at Hong Kong, China from 24 to 28 February 2014.
1.8 The Thirteenth Meeting of the Automatic Dependent Surveillance – Broadcast (ADS-B) Study and Implementation Task Force (ADS-B SITF/13) was held in Hong Kong, China, from 22 to 25 April 2014.
2. DISCUSSION

ATM/SG/1
2.1 The ATM/SG agreed to the following key Draft Conclusions and Decisions relevant to the RASMAG:
· Draft Conclusion ATM/SG/1-3: Air Traffic Flow Management Capacity Assessments (APANPIRG 24/13);
· Draft Conclusion ATM/SG/1-4: Air Traffic Flow Management Information Sharing (APANPIRG 24/14);
· Draft Conclusion ATM/SG/1-7: Asia/Pacific ATFM Steering Group (APANPIRG 24/15);
· Draft Conclusion ATM/SG/1-6: South China Sea ATS Facilities (APANPIRG 24/16);

· Draft Conclusion ATM/SG/1-7: AIDC Implementation (APANPIRG 24/17);
APSAPG/4
2.2 APANPIRG/24 agreed to the following Draft Conclusions and Decision from APSAPG:

Conclusion 24/54 Asia/Pacific Seamless ATM Plan

That, the Asia/Pacific Seamless ATM Plan Version 1.0 attached as Appendix B to the Report be endorsed, and made available on the ICAO Asia/Pacific Regional Office web site.

Conclusion 24/55: State Seamless ATM Planning

That, given the urgency and priority of Seamless ATM planning for the Asia/Pacific as acknowledged by the 46th Conference of Directors General of Civil Aviation (DGCA, Osaka, Japan, 12-16 October 2009) and APANPIRG/22 (05-09 September 2011), States should be urged to:

a) review Version 1.0 of the Asia/Pacific Seamless ATM Plan and utilise the Plan to develop planning for State implementation of applicable Seamless ATM elements;

b) ensure relevant decision-makers are briefed on the Seamless ATM Plan;

c) submit the first Regional Seamless ATM Reporting Form to the ICAO Regional Office by 01 March 2014; and

d) where possible, participate and contribute to Seamless ATM system collaborative training and research initiatives.

Conclusion 24/56: Seamless ATM Seminars/Workshops
That, ICAO be urged to facilitate Asia/Pacific Seamless ATM Planning and Implementation Seminars/ Workshops for Asia/Pacific States.
Decision 24/57: Dissolution of APSAPG

That, considering the submission of the Draft Seamless ATM Plan to APANPIRG, and subject to the Seamless ATM Plan being approved, the Asia/Pacific Seamless ATM Planning Group (APSAPG) be dissolved, and any on-going tasks be delegated to the appropriate Sub-Group, as directed by APANPIRG.

APANPIRG/24
2.3 APANPIRG/24 agreed to a total of 59 Conclusions and Decisions. Of these, 24 were related to the ATM, AIS, SAR and Airspace Safety fields, and another five were from the Aerodromes Working Group (AOP), which reports to the ATM Sub-Group.
DGCA/50
2.4 The List of DGCA Action Items relevant to ATM, AIS and SAR were as follows:

	Action Item 50/1
	Recognizing the need for collaborative approach to ATM capability development and innovation the Conference : 

a) urged States in the APAC Region to work together in strengthening ATM development capabilities in anticipation of Seamless ATM implementation of ASBU beyond Block 0; 

b) urged APANPIRG to develop a common framework on which regional ATM development efforts could be harmonized based on the pooling of appropriate resources for optimal ATM solutions. 

	Action Item 50/2
	Recognizing the need for sub regional cooperation in A-CDM/ATFM the Conference: 

a) urged the ICAO Asia Pacific Air Traffic Flow Management Steering Group to develop a common framework and harmonized approach to manage the air traffic flow in the region; and 

b) urged States/Administrations to participate in the ICAO Asia Pacific ATFM Steering Group and work together towards a common goal to manage air traffic flow in this region. 

	Action Item 50/3
	Recognizing the Region’s overall performance in AIS – AIM Transition, and the critical importance of AIS/AIM to flight safety and air traffic management, the Conference: 

a) urged States to promote the profile and awareness of AIS/AIM within their States and ANSPs, and commit the necessary direction and resources to ensure compliance with ICAO Annex 15 and implementation of AIS – AIM Roadmap Transition Steps. 

b) Urged States to note the APANPIRG Conclusion 23/8 and take necessary action to address the causes of non-compliance with the ICAO AIRAC Requirements. 

	Action Item 50/4
	The Conference noted that the draft Asia/Pacific Seamless ATM Plan has been adopted by APANPIRG/24 and urged States/Administrations to: 

a) review Version 1.0 of the Asia/Pacific Seamless ATM Plan and utilise the Plan to develop planning for State implementation of applicable Seamless ATM elements; 

b) ensure relevant decision-makers are briefed on the Seamless ATM Plan; 

c) submit the first Regional Seamless ATM Reporting Form to the ICAO Regional Office by 01 March 2014; and 

b) where possible, participate and contribute to Seamless ATM system collaborative training and research initiatives. 

	Action Item 50/5
	Noting the establishment of Regional Sub Office, the Conference urged States and the industry to continue providing strong support and partnership to ICAO in supporting upcoming activities of the RSO.

	Action Item 50/6
	The Conference noted the outcomes of RASMAG and urged 

a) States/Administrations to improve the safety oversight and the provision of data-link problem reporting and analysis among FIT-Asia States; 

b) States to address the continuing problem of non-RVSM operations within the RVSM stratum, noting the recommendation to deny entry to operate within RVSM airspace for aircraft confirmed as being non-RVSM; 

c) States/Administrations to improve LHD safety reporting through the application of an appropriate open reporting culture and measures to encourage reporting, and accelerate AIDC implementation through collaborative projects to minimise LHDs.

	Action Item 50/7
	Recognizing the importance of having a common transition altitude within an FIR which will improve safety and efficiency of flights, the Conference urged States in consultation with users to: 

a) Establish common transition altitude within a FIR; and 

b) Develop new altimeter setting procedures. 


Europe – Asia Trans-regional Special Coordination Meeting
2.5 States agreed to take the valuable information that was presented and discussed on the new ATS route proposals or the ATS route related packages (Vladivostok/Khabarovsk reorganization, SIMLI dualisation, amended DPRK proposals, and the proposal from Mongolia) back to their national administrations for further discussion and studies.  As a result of this SCM meeting the ATS route catalogues would be updated together with the consolidated ATS route proposals (with their respective economical and safety related benefits) and distributed to participating States and stakeholders.

2.6 The SCM also discussed trans-regional Reduced Vertical Separation Minimum (RVSM), Air Traffic Flow Management (ATFM), ATS contingency planning, Search and Rescue (SAR) planning and Aeronautical Information Management (AIM) aspects.
SAIOACG/SEACG

2.7 Malaysia and Singapore presented ATM solutions to enhance en-route capacity over the Bay of Bengal, given the continued growth of air traffic between South East Asia - South Asia and beyond.  The current No Pre-departure Coordination (NPDC) flight levels allocated for westbound flights on routes crossing the Bay of Bengal has resulted in a number of flight levels being unavailable on certain routes, and was an inefficient system. 

2.8 The Bay of Bengal Cooperative ATFM System (BOBCAT) had managed air traffic flow within the Kabul FIR for years, but the procedures resulted in bunching at segments with constricted en-route capacity.  The eastern portion of the Bay of Bengal was an area where convergence of BOBCAT flights from Malaysia and Singapore may result in congestion, partly due to the limited number of cruising levels that were available over the Bay of Bengal.  Such occurrences sometimes resulted in ad hoc holding to achieve the procedural longitudinal separation, also affecting the allocated Kabul FIR entry time compliance.  The meeting noted that additional flight levels during BOBCAT operating hours would alleviate such occurrences and enhance compliance with the ATFM measures over Kabul FIR.  In addition, activation of a ‘by-pass route’ whenever bunching occurs was proposed.  
2.9 The westbound departures to the Middle East and South Asia were not part of the BOBCAT ATFM procedures departing from Malaysia and Singapore. These flights were typically assigned FL280 and FL300 NPDC, spaced 10 minutes apart given the procedural separation applied over the Bay of Bengal.  Some flights had to delay departure for up to 40 minutes as they waited to depart at intervals of 10 minutes.  There were also occasions where tropical cyclone would severely impact the operations and efficiency of flights over the Bay of Bengal. During such periods, some routes would not be available leading to converging flights and further compounding the issue of limited flight levels.  The meeting noted that with the advent of ADS-B, enhanced surveillance coverage over the Bay of Bengal could allow the application of more efficient surveillance-based separations in the area.  

2.10 India clarified that all levels were available except for FL320 for southeast-northwest routes, and India provided FL320 on a tactical basis when it was available.  India further advised that Port Blair ADS-B would be operational in April 2014.  IFATCA noted the current Flight Level Allocation System (FLAS) was implemented some time ago.  The meeting agreed that there was no need for an analysis as proposed by the paper because the majority of issues would be solved by ATS surveillance, and then there should be no need for the FLAS. 

2.11 Thailand also considered the capacity of Bay of Bengal airspace from the perspective of ATS route planning, describing how an improved ATS unidirectional route structure with more parallelism in an improved communications and surveillance environment may allow removal of the FLAS.  Thailand announced that it would complete ADS-B testing by the end 2014 and exchange data with Singapore, Malaysia and Myanmar.
2.12 Route structure enhancements in the northeast part of the Bay of Bengal were designed to support traffic flow from Southeast Asia to Northern India and Europe, and growth from the introduction of the ASEAN ‘Open Skies’.  The proposed route structure enhancement had been tabled at India-Myanmar-Thailand ATM Coordination Group Meeting (IMT) in 2011.  It was expected that these route structures would also be discussed at the next Bangladesh-India-Myanmar-Thailand ATM Coordination Group Meeting (BIMT) planned in first half of 2014.  The route structure enhancement attempted to restructure traffic flow between Malaysia – Thailand into more unidirectional flows, supporting overflight traffic between Europe / North India and Singapore/Malaysia as well as traffic flow between Malaysia and Thailand.

2.13 The SAIOACG4/SEACG21 meeting was invited to note that the Asia-Pacific Seamless ATM Plan stated that FLAS should only be utilized for safety and efficiency reasons in category S airspace when crossing track conflictions occurs within 50NM of FIR boundaries, or if ATS surveillance coverage did not overlap the FIR Boundary concerned, or ATS surveillance data is not exchanged between ATC units concerned.  Given that the proposed route structure enhancements were expected to move routes into communications and surveillance coverage once Myanmar ADS-B became operational, it was proposed that the FLAS restriction on those route structures be removed, and the FLAS on the remaining ATS routes within the Bay of Bengal be reviewed in order to support expected future traffic growth.

2.14 India presented a proposal to enable a nationwide harmonised transition altitudes in accordance with Recommendation 5/1b of the ICAO Air Navigation Conference.  WP15 discussed the feasibility of a harmonised regional transition altitude (TA) with neighbouring States.  This had also been briefly discussed at the ATM/SG/1 meeting (WP18, Pakistan).

2.15 An Asia/Pacific Regional Performance Dashboard on safety (based on the Global Aviation Safety Plan-GASP) and air navigation (based on the GANP) would become active on the ICAO HQ’s web site during 2014.  At first, the Dashboard would be relatively simple, with data from ICAO databases (Datamart) or drawn from global databases that did not require a separate State input to update.

2.16 The 2014 Dashboards would be an early iteration.  It was agreed that four of the seven indicators suggested by Asia/Pacific, and shared by some other regions, should form the core that would be used for 2014. The three that were not globally agreed by other regions were ASUR (surveillance), TBO (ADS-C and CPDLC), and FRTO-FUA so these will progress as regional 'customizations' in 2015. PBN Terminal was renamed to ‘PBN approach’.

2.17 In accordance with APANPIRG Conclusion 24/2, the Chairpersons of Sub-Groups and the APSAPG were invited to consider the further development of Asia/Pacific Regional Priorities and Targets.  It was noted that the Seamless ATM Plan contained priorities (paragraph 5.7, Table 1 refers) intended to generally guide States for all 18 ASBU elements.  

2.18 The meeting reviewed and endorsed the ten regional targets agreed by the Chairpersons to be shown on the Regional Performance Dashboard, which were based on the highest priority elements.  It was noted that all 42 Seamless ATM elements were assigned priorities.

2.19 ICAO presented information on separation standards applicable in airspace served by ATS surveillance, and their contribution to improvements in airspace capacity and efficiency.  It included references to ICAO Standards and Recommended Practices as defined in ICAO Doc 4444 (PANS/ATM), and the Asia/Pacific Region’s expectation of the application of appropriate separation minimums as agreed by APANPIRG in its adoption of the  Asia/Pacific Seamless ATM Plan.

2.20 It was recognised that extension of ATS surveillance coverage such as ADS-B brought a number of significant capacity, efficiency and safety benefits.  This included the improvement in ATC situational awareness from highly accurate, high update rate aircraft position and trajectory information, extension of ATM system safety net alerts for cleared level and route adherence, dangerous area and minimum safe altitude warnings and conflict alerts, display of aircraft generated emergency status and enhanced SAR alerting services through accurate real-time update of last observed aircraft position.

2.21 Several Asia/Pacific States had indicated an intention to mandate ADS-B equipage to increase capacity.  There were a number of issues arising from some of these proposed mandates.

· route-specific mandates, rather than airspace volume-specific, resulting in differing separation standards applicable within surveillance coverage in individual sectors;

· mandates being imposed before such critical activities such as human factors assessment, procurement, standards and procedures development, operational testing and evaluation, regulatory approvals and ATC training delivery; and

· mandates being imposed before any operational ADS-B services were provided.

2.22 The meeting noted that the imposition of an ADS-B mandate should be the final step in any ADS-B implementation process.  SAIOACG/SEACG agreed to the following Draft Conclusion for consideration by the ATM Sub-Group and APANPIRG:

Draft Conclusion SAIOACG4/SEACG21-1: ADS-B Airspace Mandates

That, States considering airspace mandates for aircraft Automatic Dependent Surveillance-Broadcast (ADS-B) equipage are urged to ensure that the effective date of any such mandate is determined after consideration of the following: 

a) appropriate consultation with affected airspace users;

b) the area of airspace requiring carriage and operation of ADS-B to be coordinated with affected Air Traffic Control (ATC) units, including those adjacent to the ADS-B airspace; 

c) conduct of a safety case, which includes, inter alia, a human factors review and the integration of the ADS-B data with the ATC workstation;

d) pilot and ATC training for the provision of ADS-B surveillance-based separation; 
e) the ability to provide an enhanced service delivery; and

f) promulgation of the ADS-B airspace with appropriate notice, and in accordance with the provisions of Annex 15. 

2.23 IFATCA expressed their complete support of the paper, emphasizing the crucial importance of training to progress from an ATC to a modern ATM environment, and the need to know about pilot performance and aircraft capability.  Hong Kong, China asked about the pilot training. IATA advised that their members were well aware of ADS-B, but some States needed to focus on training local pilots.  Singapore advised that the ADS-B Implementation and Operations Guidance Document (AIGD) contained ADS-B related phraseologies for ATC. They advised that the LSWD procedures needed to be reviewed in light of the use of surveillance based separation. 
2.24 IATA fully supported the principles of the paper, stressing the need to use the capability of the CNS systems.  India asked for IATA’s support for a greater carriage of FANS 1/A in aircraft.  IATA advised that they advocated this to airlines but there was always an issue with legacy and narrow body aircraft, and LCC.  IATA supported mandates where there was a service improvement.  The meeting discussed the phased approach and recognised the possibility of moving to an RNAV 2 route system instead of using RNP 4 as a start, with progression to a higher performance specification at a later date.  
2.25 The meeting had a lengthy discussion about the capacity problems in the South China Sea (SCS) and the advantage of the new PBN navigation specifications.  The meeting noted that an alternative consideration may be the use of a more efficient improved longitudinal separation.  Singapore noted that RNP4 implementation would require a safety assessment by an En-Route Monitoring Agency (EMA).  Moreover, they stated that it was difficult to identify the benefit of RNP4 within Category S airspace as they were using ATS surveillance-based separations.  The meeting agreed that on balance, there was no requirement to mandate RNP 4 within SCS airspace.
2.26 Singapore presented an update on the implementation of ADS-B within the Singapore FIR.  On 6 November 2013, Singapore issued AIP Supplement advising that from 12 December 2013, aircraft operating on ATS routes L642, M771, N891, M753, L644  and N892, at or above FL290 must carry a serviceable ADS-B and operational approval.  Hong Kong, China ultimately supported exclusive ADS-B airspace. Singapore advised that State aircraft did not normally overfly the mandated ADS-B airspace within the Singapore FIR. 

2.27 With the implementation of the enhanced ATS surveillance coverage, 5NM horizontal separation was applied for flights operating within the Singapore FIR.  The extended surveillance coverage allowed Singapore and Viet Nam to agree on a phased approach (from 50NM in 2013 to 20NM in 2015) to reduce longitudinal separation.  India advised that they were using 5NM and 3NM within terminal airspace using ADS-B.  The main issue for India was that the neighbouring States did not always accept the same standard.
2.28 Singapore advised it was monitoring non-compliant affected airframes, which were not allowed to operate within the ADS-B airspace.  Singapore informed the meeting that States were sharing information on non-ADS-B airframes.  IATA thanked Singapore for their cooperation in reducing the incidence of non-compliant operations.  

2.29 Viet Nam announced that they had implemented ADS-B within the Ho Chi Minh FIR on 21 October 2013, while ATS routes M771 and L642 were being served by a radar separation of 10NM.

2.30 The meeting was informed by IATA that that space-based ADS-B was expected to be fully operational in 2017.  However the costs to ANSPs were not known at this time.   

2.31 Hong Kong China, Indonesia, Malaysia, Singapore and Thailand presented a plan to conduct an operational trial between Hong Kong China, Indonesia, Malaysia, Singapore and Thailand using the concept of distributed regional ATFM network.  At the second meeting of ATFM/SG, the concept of a distributed multi-nodal ATFM network resulting from collaboration between Hong Kong China, Singapore and Thailand for the Asia Pacific Region was discussed.  It was noted that interconnected ATFM nodes within individual ANSPs could form a virtual regional ATFM system.
2.32 Malaysia provided updated information on ADS-C and CPDLC operational performance, and 50NM implementation within the Kuala Lumpur FIR.  An upgrade of the Kuala Lumpur ATS system was implemented in 2013 to enhance ATM capability.  
2.33 Among the upgrades included the integrating of the CPDLC/ADS-C system into the main system.  It was earlier planned to use a single server for all systems and to manage human resources constraints being faced at the Kuala Lumpur ACC.  However the integration plan was not fully successful.  It created deficiencies which led to split targets on ATC radar displays.  
2.34 The problems had been rectified and the ADS-C/CPDLC operation had been back in operation since January 2014.  Trials had been conducted and system was deemed to be stable, with a high rate of connectivity.  The installation of a long range VHF on frequency 133.4 MHz had provided better communication with aircraft near the FIR boundaries; however its performance was still being monitored as there was some fading in reception for flights operating lower than FL340.  This served as a back-up option if the CPDLC failed.
2.35 Hong Kong, China provided an update of the RNP 4 implementation in Hong Kong FIR (WP06).  After reviewing the situation and in order to reap early benefits, Hong Kong, China adopted a more practical approach on PBN implementation within the Hong Kong FIR.  Instead of the entire Hong Kong FIR at or above FL290, as stated in AIC 03/12, RNP4 approval would only be required for aircraft operating on L642 or M771 at or above FL290 by 11 December 2014.  Non-RNP 4 approved aircraft requesting to operate on M771 or L642 at or above FL290 will be accommodated, subject to air traffic conditions (‘non-exclusive airspace).
2.36 Hong Kong, China presented a plan to rationalise some overflight route segments within the Hong Kong FIR to reduce conflict points in the congested airspace and thereby improve flight safety.  With an average of 10% annual growth of overflights in the Hong Kong FIR since 2010, the resultant exponential increase in traffic conflictions from the complex crossing tracks gave rise to safety concerns as well as impediments to the arrival and departure routes to and from Hong Kong. There was an urgent need to reduce the number of conflict points and the complexity of air traffic in Hong Kong FIR for the safe handling of the high level of traffic in the airspace.
2.37 The meeting noted that one of the reasons for the conflicts southeast of Hong Kong was due to the main southwest-northeast traffic flow using a modified single alternate FLOS.  This caused reciprocal same level conflicts for traffic on A461 and A583
2.38 The meeting discussed the situation at length, acknowledging that the difficulties being experienced by Hong Kong, China were valid but there needed to be urgent consideration of the short-term actions required to mitigate the risks, but also the longer term changes needed to address systemic causes, which included the abnormal FLOS.  
2.39 The meeting noted that the current FLOS had been implemented many years ago to address capacity issues, but there were now better ways of enhancing capacity such as using closely spaced RNAV 5, RNAV2 or RNP 2 routes, and a more efficient ATS surveillance-based separation.  The meeting recognised that China (Sanya FIR) was crucial to any such improvement, as they had indicated an inability to make route changes in the near future when the risks of the current FLOS had been discussed at RASMAG. 
2.40 The meeting agreed to the following Draft Decision:

Decision SAIOACG4/SEACG4 2: Establishment of a Major Traffic Flow Review Group

That, recognizing the need for high capacity major traffic flow routes (MTF) between Southeast Asia and East Asia, and the effect of the current modified single alternate Flight Level Orientation Scheme (FLOS) that caused conflicts with crossing traffic, a group consisting of China, Hong Kong China, Malaysia, the Philippines, Singapore, Viet Nam, IATA, IFATCA and the ICAO RSO be established to review:

a) MTF conflicts with ATS routes A461 and A583; and 

b) the overall South China Sea airspace, air route and the suitability of the FLOS to optimise airspace capacity and enhance flight safety in the long term; and

c) report outcomes of the review and recommendations to the ATM/SG/2 or SEACG/22 meetings.
2.41 India proposed to implement 30NM longitudinal separation between aircraft with FANS/1A data link capability on an opportunity basis within Bay of Bengal, Arabian Sea, and Indian Ocean airspace in a phased manner, then progress to implementing lateral separation to 30NM.  As a first step, India expected to apply longitudinal separation on an opportunity basis for FANS/1A data link equipped aircraft on four routes: N571, M300, P570 and P574.  
2.42 The meeting noted that airspace should be declared as capable of utilising 50NM and 30NM separations when this is possible, not specific ATS routes and regardless of neighbouring State capability.   Sri Lanka was planning to implement 30NM on M300 and P570, noting that at present the airspace was operated on a ‘non-exclusive’ basis.  Malaysia advised that they could expedite more efficient separations on ATS routes N571 and P574 because of ATS surveillance coverage, and could release aircraft early if communications was an issue. 
SEA/BOB ADS-B WG/9 and ADS-B SITF/13
2.43 Australia had commissioned additional ADS-B sites at Point Lookout and Mount Hardgrave, extending coverage to the east of the continental land mass, and planned to install 15 additional ground stations from 2014 to 2016. 
2.44 China had installed 8 ADS-B ground stations by end of 2012, and had included draft plans for 200 hundred ground stations in the first phase of the national ADS-B deployment roadmap.
2.45 Redundant ADS-B coverage of the oceanic airspace of the Ho Chi Minh FIR had been completed by March 2013.  The whole of the Ha Noi and Ho Chi Minh FIRs would have ADS-B coverage by 2016.
2.46 Malaysia planned to install ADS-B ground stations at Pulau Langkawi and Genting Highland by 2016.
2.47 Maldives had completed installation and commissioning of 4 ADS-B ground stations in November 2012, providing coverage for about 95% of the Male FIR above FL290.
2.48 France informed the meeting that 9 ADS-B receivers would be installed in French Polynesia.
2.49 India aimed to use ADS-B to provide redundancy for RADAR and to fill surveillance gaps.  21 ADS-B ground stations had been installed across mainland India and at Port Blair.
2.50 Bangladesh planned to install ADS-B in the near term at Dhaka, Cox’s Bazaar, Barisal and Saidpur.
2.51 The ADS-B SITF/13 meeting was presented with information on space-based ADS-B, and planned to hold a future workshop on this initiative.
2.52 Noting the difficulty in establishing a coherent regional picture of implementation and service delivery plans, an action item had been taken to prepare a collected view of ADS-B implementation plans.  An ADS-B status summary is provided in Appendix F to the Report of the Meeting of ADS-B SITF/13, available on the Bangkok Regional Office Website at http://www.icao.int/APAC/Meetings/2014%20ADSBSITF13/Report%20of%20ADS-B%20SITF13-25th%20V4-Rev.pdf. 
3. ACTION BY THE MEETING

3.1 The meeting is invited to: 

a) note the information contained in this paper; and

b) discuss any relevant matters as appropriate.

………………………….
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