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Task Force members please note the relevant sections proposed were following the Circular 326 format as follows (CAA notes and comments):
To this effect [State implementation roadmap is based upon the assumptions that a need for ADS-B or MLAT surveillance has been identified and that the necessary consultation has taken place with airspace users.] the National Airspace and Air Navigation Plan / Surveillance teams have included the forward plan for MLAT and ADS-B. Specific consultation also occurred with Vision 2015 (2007) and the ACNZ Surveillance Policy and Strategy document in 2010 [MH1] Need to be clear on the need.	Comment by Mike Haines: 
Understanding that, New Zealand has been directly involved in the development of Standards (via SASP and OPLINKP), authored the ADS-B Implementation and Operation Guideline Document (AIGD: H Anderson; Airways) has conducted technical trials of both MLAT and ADS-B (Airways: 2005/6), and has maintained an involvement with Australian and Regional implementations (esp. Australia and Fiji). The National ADS-B Network Planning Task Force is established to ensure stakeholders are aware of the planning and can participate in defining when and how for best effect. Discussion of suitable timelines for compliance is included at the forefront of tasks in that forum.
In order to plan ahead for such commonality, CAA, Air New Zealand and Airways have been monitoring and sharing information with CASA, Qantas, and AirServices Australia. The NAANP has proceeded with the understanding that avionics requirements must be closely aligned with Australia and the agreed Regional guidelines and templates.  
For International operations to and from New Zealand, almost 100% will be monitored for avionics performance by the Australian agencies.[TF2] What performance will be monitored, and by which agencies?  Why not by Airways? Have the Aussies agreed to this? 

For all operations in New Zealand, Airways will monitor and report on ADS-B messages received for conformance with specified criteria and fields essential to the operational standard for ATC use.
It is correct that ADS-B surveillance depends on GNSS, however there are defined standards declared by the FAA, EASA AMC 20-24, or the CASA approval methods all of which are acceptable for New Zealand. Provided the Horizontal Position Limit (HPL) figure of merit is within parameters (and position, identity, barometric altitude and speed are included in the message), then it is good for ATC use [TF3] Certification will require appropriate standards and message sets.	Comment by Toby Farmer: 
Airways New Zealand (single supplier of ATS services using surveillance) provides thorough training and - regular maintenance training experiences - for procedural control where it is used. ATC service in most controlled airspace is dependent on surveillance (using radar to date), where non-availability of surveillance is treated as an exceptional circumstance, at best allowing a very limited capability. So all current enroute and Terminal Approach controllers are licensed and surveillance rated, except a few secondary TMA units which have limited use of surveillance data that confirms procedural separations [MH4] What ATC service conversion does this mean? ADS-B and MLAT (soon) are simply ATS surveillance systems as PSR and MSSR are. Ratings are ratings and services are services.	Comment by Mike Haines: 
Incidently, Airways tends to use some FAA terms rather than the ICAO ones detailed in CAR. These include for example ‘terminal’ to mean approach control and ‘enroute’ to mean area control ( and ‘ground’ to mean surface movement control and so on).
Reference that approach procedural controllers might (or might not) make to an ATS surveillance system, does not change the ATC service being provided – it is either a procedural control service or surveillance (control) service [or aerodrome control service or flight information service).  
This is especially true when a State must define the desired ground station systems and ATM functionality, then contract for delivery of both. Airways NZ has been involved with other states implementation issues and recognises the need for a reasonable planning period that includes industry as the critical systems are aircraft not ground based. The ANSP is well placed by having its own ATM Software team which has already prepared and tested the changes to incorporate Multilateration and ADS-B. Hence the remaining key task will be a less complicated acquisition and implementation of ground and power systems, and data linking to the ATM system.
The concept is in accordance with that propounded in the Eleventh ICAO Air Navigation Conference and shown as AN-Conf/11-WP/6 Appendix; initially for primary ATC surveillance operations covering existing surveillance (replacement), then moving to other airspace and aerodrome opportunities [MH5] The concept of using an ATS surveillance system to support procedural approach control amounts to system drift. Procedural controller increased reliance on ATS surveillance systems introduces elements of a quasi-radar ‘control’ service (in airspace where terrain and rating precludes use of vectoring) with uncertain, unforeseen and unwanted consequences. Need to be clear on this.  	Comment by Mike Haines: .
New Zealand is fortunate that its near neighbour Australia has a well advanced ADS-B program, in which New Zealand has been involved during those developments, and which is in accordance with the Asia Pacific agreements for ADS-B. So New Zealand has been able to commit to common standards (as those already defined there), and methodologies for operations involving ADS-B. While the Airways National ADS-B Network Planning project will be the project that establishes the ADS-B replacement of radars by 2021, the 2013 Southern ADS-B project (expanding the Multilateration system) will be introduced earlier using ADS-B to the extent possible.
The New Zealand airspace concept is simple [TF6] No mention of ADS-B mandatory airspace. NZ has not decided on an airspace concept or what is to be implemented or where, that is what we are consulting on. Implementation is principally to provide surveillance in all controlled airspace. Coverage in some non-controlled airspaces will be improved, partly due to having additional sensor locations.	Comment by Toby Farmer: 
‘Introducing ADS-B surveillance into a terminal control area (TMA) formerly controlled by procedural means’ does not necessarily mean that Terminal Radar control is to be applied. [TF7] “formerly controlled by procedural means’ certainly implies that it is no longer controlled by procedural means – so how is it controlled if not by surveillance control?  The sentence does not require surveillance control just because the is ADS-B or MLAT coverage. It is anticipated that those Towers that provide procedural Terminal control and which are then provided with surveillance, will be allowed to use that in the limited way currently used to support procedural control.	Comment by Toby Farmer: .
The New Zealand plan is for similar airspace utilisations to those assumed in the SASP assessment. The engineering trials in 2005 and 2006 conducted on ADS-B and WAM were compared with SSR and PSR performances, showing no significant technical issues. The live Queenstown and Auckland Multilateration systems provide favourable performance comparisons to radars. Consequently no special comparative performance testing is considered necessary.   
It should be noted that the benchmark MSSR comparison used for the SASP approval of ADS-B for separation was a 1980s vintage generic specification model. Later radars with improved performance do not change this benchmark, although Scenario B of Circular 326 suggests consideration of the difference between present and generic MSSR characteristics.
Generally, New Zealand airspace is considered Low complexity and Low traffic density so the ‘immediate application’ applies.
In New Zealand the Civil Aviation Authority requires organisations to have a Safety Management [TF8] Not yet, no SMS requirement in rules.  System under the appropriate Rule Parts. There is no specific National Safety Plan for ADS-B Implementation as anticipated in Circular 326 Figure 4-4. 	Comment by Toby Farmer: 
The National Airspace and Air Navigation Plan includes expectation of a National Network of ADS-B, and use Multilateration for airport and airspace surveillance.
A preliminary system safety assessment will be conducted at final system design phase during the acquisition and implementation project. Safety and Risk issues are defined and addressed throughout, following those identified and addressed during the Planning Project.
Reliance on GNSS is identified as one risk that will be fully assessed and must have sufficient mitigation in the event of failure. Normal Testing requires test processes and test steps to be included in early design phases to ensure quality of the system readiness validation. 
Reliance on GNSS is identified as one risk that will be fully assessed and must have sufficient mitigation in the event of failure. Normal Testing requires test processes and test steps to be included in early design phases to ensure quality of the system readiness validation. 
Due to the significant period required for acquisition and fitment of systems, New Zealand has recognised that some Regulations must be in place prior to the aviation community being able to commit to adopt ADS-B (ground stations, systems and airborne systems). This includes regulation to prohibit transmission of misleading or incorrect ADS-B messages, to prohibit GNSS interference, [TF9] We should try to follow the Australian model: possession of a GPS jammer is punishable by a fine of up to AUD 100,000!  However, that is an MBIE issue, not MoT  and to define the types and timeframes for mandatory carriage of ADS-B OUT avionics in reasonable time for fitment to be achieved.	Comment by Toby Farmer: .
The National Airspace and Air Navigation Plan includes an expectation of a National Network of ADS-B, and use Multilateration for airport and airspace surveillance.

CAA summary statement:
The Circular requires States to take this into account so for clarity we need to develop such a Document but it does not need forwarding to ICAO.
As pointed out we need to be clear on surveillance use by ATC personnel in a procedural environment as in most cases sole radar controllers currently are not procedurally current and solely procedural controllers do not hold a radar rating.
The actual ADS-B airspace requirements have not yet been finalised. Care should be taken in that NZ has not got an ADS-B policy or implementation plan that is what your Task Force is assisting in developing. 
Once all parties have the consensus on what is required, by when and how we should approach this then a final Surveillance Plan should be prepared. This would be agreed by the Task Force, accepted by CAA and incorporated into the NZ Airspace and Air Navigation Plan.
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