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	SUMMARY
This paper discusses the implementation of a datalink capability requirement for specified traffic flows and proposes the Federal Aviation Administration (FAA) and Japan Civil Aviation Bureau (JCAB) introduce this requirement initially for aircraft operating on the North Pacific (NOPAC) routes.



1. Introduction

1.1 Datalink has been used operationally now for more than a decade and has supported the introduction of several Reduced Horizontal Separations standards applicable to Oceanic and Remote Continental Operations. 

1.2 While this availability has enabled some increased efficiencies to both airlines and air traffic control (ATC), the implementation of datalink has remained inconsistent at best due to the need to also accommodate aircraft without the capability.

1.3 This means separations standards can vary from 30nm to 80nm (even 10 or 15 minutes) within the same traffic flow.

1.4 Furthermore there are many occasions where aircraft who have more advanced capability are denied reduced separations due to the proximity of a lesser capable aircraft.

1.5 With the pending availability of Required Navigation Performance (RNP2) and its associated separations, it is appropriate to consider the impact of mixed mode operations and the application of datalink on specified traffic flows.

2. Discussion

2.1 Current datalink operations are primarily based on Future Air Navigation System (FANS-1A) utilising the INMARSAT I3 classic aero network. 

2.2 Recent developments however have enabled alternative media to be utilised based on the same requirements for performance monitoring utilising specified performance criteria. These include both FANS Over Iridium (FOI) and FANS Over HF (FOH). 

2.3 Furthermore the on-going development of the satellite programs has seen the announcements of the future INMARSAT, I4 and Iridium Next providing users the next generation of satellite constellations. 

2.4 As such, the medium/long term availability of datalink is now assured and with FOI/ FOH there are alternatives in equipage. In addition, FOI provides Pole to Pole coverage and may present a more viable solution for narrow body installations due to its basic architecture. 

2.5 With increasing traffic operating many Oceanic/Remote traffic flows, the ability to provide consistent reduced horizontal separations may provide some much needed capacity as well as flexibility of operation.

2.6 Where operationally required, the concept of requiring datalink on specified flows may now be operationally justifiable for the undertaking of cost benefit analysis. This would be based on aircraft equipping with the necessary capability (i.e., Automatic Dependent Surveillance  - Contract/ Controller Pilot Data Link Communications ADS-C/CPDLC) and would not require a specified technology. The Air Navigation Service Providers (ANSPs) would need to ensure they can accommodate the differing media as appropriate.  
2.7 It is also expected that the delivery of reduced separation standards can be reasonably assured by the ANSPs. 

2.8 This concept has been endorsed in principle by the IATA North Asia/ Asia Pacific Regional Coordination Group (RCG) which is a representative body including most of the major airlines operating long haul within this region. 

2.9 During this process, States must ensure that the timeline for compliance of ANY equipage requirement is acceptable. 

2.10 While there is no standard answer, a typical timeframe allowing necessary planning and fleet refresh would be a minimum of 5-7 years. This figure may be reduced after suitable consultation with users and analysis confirms that the existing equipage supports an earlier timeframe and other users would not be unduly penalised. 

2.11 While time needs to be allowed for full compliance, the principle of “Priority handling” could also be introduced for suitably equipped aircraft before the capability requirements or “mandate” becomes effective. 

2.12 An initial example where this could be applied is the NOPAC routes. With growing congestion issues and limitations in flexible navigation capability, the “standardisation” of separation standards would provide a significant increase in capacity.

2.13 As such, IATA proposes the following:
· FAA and JCAB consider the introduction of a datalink capability requirement for aircraft operating on the NOPAC traffic flow;
· Proposed timeline of 5 years for compliance (circa 2016/2017);
· Analysis of existing fleet capability to confirm timeline for compliance;
· Priority handling to be introduced for capable aircraft at an earlier agreed date; and
· States to ensure ability to accommodate differing technologies based on the Performance framework 

2.14 IATA will work together to with the States in the development of this proposal.

3. Recommendation

3.1 FAA and JCAB to consider the proposal above and work with IATA/airlines in the implementation of datalink capability requirement for traffic on the NOPAC routes.


