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INTRODUCTION

The attached ICAO NAT OPS Bulletin �uper�ede� previou� edition� and i� intended to help air operator� tran�iti
ng North Atlantic Oceanic Air�pace avoid making commonly ob�erved operational error�.

INCLUDED

ICAO NAT OPS Bulletin Page� 1-9 Serial Number: 2017-002_Revi�ion 03 Subject: OESB – Oceanic Error� Ori
ginator: NAT SOG I��ued: 20 January 2021 Effective: 29 January 2021

©2021 The International Federation of Air Line Pilot�’ A��ociation�. Thi� publication i� provided for inform
ation purpo�e� only, in all ca�e� pilot� �hould follow their company’� guidance and procedure�. In the intere�t
 of flight �afety, reproduction of thi� publication in whole or in part i� encouraged. It may not be offered for �ale
 or u�ed commercially. All reprint� mu�t credit IFALPA.

Serial Number: 2017-002_Revision 03 Issued: 29 January 2021

Subject: OESB – Oceanic Error� Effective: 29 January 2021 Originator: NAT SOG

The purpo�e of North Atlantic Operation� Bulletin 2017-002_Revi�ion 03 i� to promulgate the Oceanic Erro
� Safety Bulletin (OESB).

Any queries about the content of the attached document should be addressed to:

ICAO EUR/NAT Office: icaoeurnat@pari�.icao.int

Thi� NAT OPS Bulletin �uper�ede� Serial Number: 2017-002 Revi�ion 02.
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NOTICE

NAT Op� Bulletin� are u�ed to di�tribute information on behalf of the North Atlantic Sy�tem� Planning Group 
(NAT SPG). The material contained therein may be developed within the working �tructure of the NAT SPG or 
be third party document� po�ted at the reque�t of a NAT SPG Member State. A printed or electronic copy of th
� Bulletin, plu� any a��ociated documentation, i� provided to the recipient a� i� and without any warrantie� a� t
o it� de�cription, condition, quality, fitne�� for purpo�e or functionality and for u�e by the recipient �olely fo
r guidance only. The information publi�hed by ICAO in thi� document i� made available without warranty of
 any kind; the Organization accept� no re�pon�ibility or liability whether direct or indirect, a� to the currency, 
accuracy or quality of the information, nor for any con�equence of it� u�e. The de�ignation� and the pre�entat
ion of material in thi� publication do not imply the expre��ion of any opinion what�oever on the part of ICAO 
concerning the legal �tatu� of any country, territory, city or area of it� authoritie�, or concerning the delimitation
 of it� frontier� or boundarie�.

Thi� OESB i� intended for di�tribution to indu�try and training center�. The OESB will al�o be po�ted on vari
ou� web�ite� to enable broad di�tribution and rapid update�. In addition, the OESB �hould be u�ed in conjunction
 with the guidance detailed in the current edition of North Atlantic Operation� and Air�pace Manual (NAT Doc 
007). Thi� manual can be found at http://www.icao.int/EURNAT/Page�/welcome.a�px under: “EUR/NAT Doc
ument� >NAT Document� >NAT Document� > NAT Doc 007.” Operator� �hould con�ult http://www.icao.i
nt/EURNAT/Page�/welcome.a�px for the mo�t current ver�ion of the OESB under “EUR/NAT Document� 
> NAT Document� > NAT OPS Bulletin�.” A �ample oceanic checkli�t ha� been developed u�ing many of the
 recommendation� found in thi� OESB and can be downloaded via the �ame link�. The OESB i� promulgated b
y the NAT Safety Over�ight Group (NAT SOG). Que�tion� or comment� regarding thi� Bulletin may be direct
ed to The European and North Atlantic Office of ICAO: icaoeurnat@pari�.icao.int.

The NAT OPS Bulletin Checkli�t i� available at www.icao.int/EURNAT/EUR & NAT Document�, NAT Doc
ument�, then NAT Op� Bulletin�.

There i� no objection to the reproduction of extract� of information contained in thi� Bulletin if the �ource i� ac
knowledged.

Safety Snap�hot The OESB i� intended to help air operator� tran�iting North Atlantic oceanic air�pace avoid
 making commonly ob�erved operational error�. The�e include Gro�� Navigation Error� (lateral deviation� o
f 10 NM or more in the North Atlantic, previou�ly 25 NM or more), Large Height Deviation� (300 feet or m
ore) and Ero�ion of Longitudinal Separation. Repeated error� pre�ent a recurring hazard and po�e a threat not 
only to overall flight �afety but al�o planned reduction� in �eparation. The following recommendation�, re�ourc
�, and tip� may be u�eful in preventing the�e error� and �hould be addre��ed in initial and recurrent ground tra
ining. Additional recommendation� addre�� General con�ideration� when operating in the North Atlantic, Flig
ht Planning, and SLOP.

Vertical Lateral Longitudinal

Focu� Area� Conditional Clearance� Route Amendment� CPDLC Sample Oceanic NAT Doc 007, GOLD, Quic
k Link� Checkli�t, OESB LHD para. 1 OESB CPDLC OESB GNE para. 3
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Top Tips for Operators

Ø Crew� �hould be familiar with CPDLC me��age�, to include how to “LOAD,” “ACCEPT/WILCO” and “EXEC
UTE/INSERT” route clearance uplink�, and how to re�pond to “CONFIRM ASSIGNED ROUTE” me��age�. Ø 
En�ure all flight crew member� are briefed on detail� of route amendment�. Ø Crew� �hould flight plan to avoid tu
rbulence and convective activity. Coordinate with ATC early for weather deviation� to reduce the need to exe
cute publi�hed weather deviation procedure. Ø Carefully manage the Ma�ter Document, e�pecially when there i� 
a route amendment. Many error� involve flying the operator-filed route, rather than the ATC-cleared route. Ø 
Review climb and de�cent clearance� carefully: �ome conditional clearance� �tart with “MAINTAIN FL XXX,”
 and then de�cribe the condition. Al�o, be �ure to under�tand the meaning of “AT” and “BY”.

LARGE HEIGHT DEVIATIONS

• Conditional clearance�, e�pecially climb clearance� with delayed execution, are a��ociated with a di�pro
portionately high error rate. A conditional clearance i� an ATC clearance given to an aircraft with certain
 condition� or re�triction� �uch a� changing a flight level ba�ed on a UTC time or a �pecific geographic po�i
tion. The following i� an example of a conditional clearance given to a crew: Maintain FL330. After pa��i
ng 20W climb to FL350. Cro�� 25W level. Report leaving. Report reaching. NOTE – in thi� example, FL
330 i� the pre�ent FL. The “conditional” part� of thi� clearance are that after 20W, the aircraft �hould �tart t
he climb to FL350, and prior to 25W �hould reach that level.

• In oceanic, non-�urveillance air�pace, crew� mu�t report to ATC when vacating any previou�ly a��igne
d altitude or flight level and when reaching the newly a��igned altitude or a flight level (for ADS-C/ CP
DLC aircraft, the�e report� are only required when ATC �pecifically reque�t� them).

• Each flight level change mu�t be �pecifically approved by ATC. A filed flight plan with a reque�ted cha
nge in flight level (�tep climb) i� not a clearance to initiate the change in altitude.

• The phra�e� “expect FLxx” or “are you able FLxx” are NOT clearance�. Correct phra�eology for clea
rance� i�: “ATC clear�….”

• Crew� mu�t know when a climb or de�cent �hould be initiated or completed. Conditional clearance� u�uall
y u�e the prepo�ition� “by” or “at.”

• 1 “BY” mean�:

• 1.1. “Before pa��ing” when referring to a po�ition, or

• 1.2. “Not later than” when referring to a time.

• 2 “AT” mean�:

• 2.1. “After pa��ing” when referring to a po�ition, or

• 2.2. “Not before” when referring to a time. NOTE: The following are example� of condition� or re�
triction� given to crew� when the term� AT or BY are u�ed in a conditional clearance.

EXAMPLES: Restriction What is Expected CPDLC Arrange the climb so that the aircraft is at

CLIMB TO REACH FL390 BY 1325 FL390 at or before 1325 UTC. REPORT LEVEL FL390 If it will not be 
po��ible to be level at FL390 at or VOICE before 1325 UTC, then: CLIMB TO REACH FLIGHT LEVEL 39
0 AT OR CPDLC: Do not �elect “ACCEPT/ WILCO.” BEFORE 1325 Select “REJECT /UNABLE” and do not
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 climb. REPORT REACHING VOICE: Do not commence climb and advi�e ATC “unable” with a �hort expla
nation.

CPDLC Arrange the descent so that the aircraft is at

DESCEND TO REACH FL320 BY 63N030W FL320 before it cro��e� 63 North 30 We�t. REPORT LEVEL FL32
0 If it will not be po��ible to be level before VOICE cro��ing 63 North 30 We�t, then: DESCEND TO REACH 
FLIGHT LEVEL 320 CPDLC: Do not �elect “ACCEPT/ WILCO.” BEFORE PASSING 63 NORTH 030 WEST S
elect “REJECT/ UNABLE” and do not de�cend. REPORT REACHING VOICE: Do not commence de�cent and 
advi�e ATC “unable” with a �hort explanation.

EXAMPLES: Restriction What is Expected

(In thi� example the aircraft i� initially at FL350) The aircraft �hall maintain FL350 until time

CPDLC 1403 UTC. At or after time 1403 UTC a MAINTAIN FL350 descent to FL330 is to commence 
and once

AT 1403 DESCEND TO AND MAINTAIN FL330 reached, FL330 i� to be maintained. REPORT LEVEL FL330 I
f it will not be po��ible to meet thi� re�triction, VOICE then: AT OR AFTER TIME 1403 DESCEND TO AN
D CPDLC: Do not �elect “ACCEPT/ WILCO.” MAINTAIN FLIGHT LEVEL 330 Select “REJECT/ UNABLE
” and do not de�cend. REPORT REACHING VOICE: Do not commence de�cent and advi�e ATC “unable” 
with a �hort explanation.

(In thi� example the aircraft i� initially at FL350) The aircraft �hall maintain FL350 until pa��ing

CPDLC 58N040W. After passing 58N040W a climb to

MAINTAIN FL350 FL360 i� to commence and once reached, AT 58N040W CLIMB TO AND MAINTAIN FL360 F
L360 i� to be maintained. REPORT LEVEL FL360 If it will not be po��ible to meet thi� re�triction, VOICE then: 
AFTER PASSING 58 NORTH 040 WEST CLIMB CPDLC: Do not �elect “ACCEPT/ WILCO.” TO AND MAI
NTAIN FLIGHT LEVEL 360 Select “REJECT/ UNABLE” and do not climb. REPORT REACHING VOICE: 
Do not commence a climb and advi�e ATC “unable” with a �hort explanation.

• Crew� mu�t be diligent in reviewing performance data for their particular aircraft, �o a� to avoid either requ
�ting or accepting clearance to flight level� out�ide of the performance envelope of the aircraft.

NOTE: Crew� mu�t carefully con�ider in their performance planning the �ignificant temperature inver�ion� that c
an occur over the Atlantic Ocean. Thi� i� particularly important with aircraft operating near maximum gro�� weig
ht and when reque�ting flight level� approaching oceanic entry point�.

• Crew� �hould be aware that failure to attain flight level� a� a��igned can re�ult in a lo�� of planned �eparation
 between aircraft. In addition, making a la�t-minute reque�t for a lower flight level and/or amended rout
ing can create unnece��ary challenge� for ATC, and �hould be avoided if at all po��ible.

NOTE: If there ha� been a �ignificant change affecting the aircraft weight after the operational flight plan ha�
 been computed, obtain an updated operational flight plan, which �hould have a more reali�tic altitude profile.
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• If a crew find� it�elf at a flight level that become� un�u�tainable due to degrading performance (e.g., when 
encountering low temperature� affecting fuel, or high temperature� affecting aerodynamic�), it i� impera
tive to coordinate a flight level change with ATC a� �oon a� po��ible. If a climb or de�cent mu�t be 
made without ATC clearance, applying the 5 NM lateral off�et contingency procedure (a� referenced bel
ow) will mitigate �ome of the ri�k. Crew� �hould then diligently work to obtain an ATC clearance.

• Crew� mu�t be alert for �ituation� when ATC i��ue� clearance� that have only a latitude OR a longitud
e (e.g., “at/ after pa��ing 30W”) rather than a latitude AND a longitude. The clearance �hould be clearly 
under�tood a� to when to make a flight level change.

• Crew� mu�t en�ure they are executing the correct contingency procedure in ca�e of lo�t commu
nication�. Unlike other ocean�, the NAT lo�t communication� procedure i� to maintain the la�t a��igned
 flight level. ATC approval i� required for all flight level change�.

• Crew� mu�t have an OCEANIC clearance prior to oceanic entry. Coordinate to enter oceanic air�pace at 
the cleared flight level and cro��-check altimeter� in accordance with flight manual procedure�.

• NOTE: Crew� mu�t coordinate with dome�tic ATC to en�ure they are maintaining their cleared oceanic flig
ht level prior to the oceanic entry point. The altitude �pecified in the oceanic clearance i� not a “when ready 
climb” in�truction and need� to be coordinated with dome�tic ATC.

GROSS NAVIGATION ERRORS (GNEs)

• Fly the route received in the OCEANIC clearance – which may differ from the filed flight plan.

• A route amendment i� often a contributing factor for navigational error�. Crew� mu�t en�ure they corre
ctly copy the route amendment, reprogram (and execute) the FMS (or Long Range Navigation Sy�tem
, LRNS), update the Ma�ter Document and update the plotting chart. The FMS route verification �hould i
nclude track and di�tance check� on leg� with new waypoint� in the amended route.

NOTES:

• NAT Doc 007, Chapter 8, contain� guidance on u�e of a Ma�ter Document.

• Track and di�tance table� are available commercially for every ten degree� of longitude. Alternatively, it 
may be po��ible to obtain (from di�patch) or create (u�ing an Electronic Flight Bag application) an updated
 operational flight plan, to verify new track� and di�tance� in the FMS.

• Crew� mu�t fly the route amendment (and not the filed flight plan). The pilot in command �hould en�ure that
 detail� of the route amendment are recorded on the Ma�ter Document, and that all crew member� are awa
re of any change�. With augmented crew�, a di�ciplined and detailed changeover briefing with reference 
to the Ma�ter Document i� vital.

• For route amendment� which change the oceanic exit point, crew� mu�t obtain dome�tic routing from ATC.
 ATC normally expect� flight� to re-join the originally filed ATC flight plan route at the �ignificant point w
hich immediately follow� the original oceanic exit point.

• Pre-flight route verification of the LRNS �hould include track and di�tance check� between oceanic way
point�. Enroute procedure� �hould al�o include track and di�tance check� prior to reaching an oceanic w
aypoint.
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• The cro��check of the FMS oceanic coordinate� �hould include comparing the expanded coordinate� for t
he next and �ub�equent (“next +1”) point� again�t the flight plan, to mitigate again�t waypoint in�ertion e
rror�. Crew� �hould fully under�tand how to enter waypoint� u�ing full latitude and longitude, and/or
 u�ing the ARINC 424 paragraph 7.2.5 naming convention (e.g.,  5850N = N58°/W050°).  Crew� 
mu�t under�tand FMS di�play behavior with the cho�en entry method, and that waypoint� may have 
truncated minute� (e.g., N58°30’/W050° loaded, “N58W050” di�played) and/or generic di�play name�
 (e.g., N58°30’/W050° loaded, “WPT01” di�played).

NOTE: In NAT air�pace where unnamed, half-degree of latitude waypoint� are u�ed, waypoint di�play label� can b
e mi�leading (minute� can be truncated or rounded) and/or the FMC can create a generic label). It’� imperati
ve that crew� check the expanded coordinate� of all oceanic waypoint�. Cu�tom waypoint� in aircraft navi
gation databa�e� for half-degree of latitude point� �hould NOT u�e ARINC 424 paragraph 7.2.5 “Nxxyy” nami
ng, but in�tead “Hxxyy” See NAT OPS Bulletin, “Waypoint In�ertion / Verification Special Empha�i� Item�.”

• Adding additional waypoint� to the active route, e.g., to depict ETP�, even if along the route, can pr
oduce nui�ance out-of-conformance alert� on ground-ba�ed monitoring �y�tem�. Al�o, crew mi�under�ta
nding about the�e additional waypoint� ha� occa�ionally led to pilot deviation� from the cleared route.

• It i� �trongly recommended that a plotting/orientation chart be u�ed and procedure� include a po�ition check
 10 minute� after each waypoint. Compare all waypoint� on the chart again�t the Ma�ter Document.

• Standard Operating Procedure� (SOP�) for LRNS’� �hould be focu�ed on verification of the clearance and o
f the route of flight. SOP� �hould promote an attitude of con�tant verification through independent cro��check�
 to verify that the clearance i� correctly programmed. The�e procedure� mu�t al�o be u�ed with route amendm
ent�.

• There �hould only be one Ma�ter Document on the flight deck. It �hould be labeled “Ma�ter” and �houl
d alway� reflect the current cleared route of flight.

• Crew� mu�t be alert for �imilar �ounding named oceanic waypoint� (e.g. PITAX ver�u� BERUX). Al�o, cr
ew� �hould note that oceanic track� often contain two �ub�equent named waypoint� (e.g., DOGAL BEXET).

• Crew� �hould know that ATC coordination i� nece��ary when tran�iting FIR boundarie�. Pilot� mu�t give
 controller� adequate lead time when making reque�t� for track deviation� or altitude change�, e�pecially in a
rea� where multiple FIR� (e.g., Bre�t, Madrid and Shanwick) are in clo�e proximity. ATC coordination in
�uch area� can become quite complex.

EROSION OF LONGITUDINAL SEPARATION

• When providing po�ition report� via voice, crew� mu�t notify a revi�ed e�timate to ATC if a previou�ly notifie
d e�timate i� found to be in error by 3 minute� or more (�ee Annex 2 and Doc 7030). Accurate po�ition rep
ort� are e��ential to procedural air traffic control.

NOTE: While po�ition report error� <3 minute� are tolerated , time re�triction� i��ued by ATC mu�t be �trictly 
adhered to. A re�triction i� i��ued to en�ure required �pacing between two aircraft i� maintained.

• Crew� mu�t adhere to the a��igned (True) Mach. Operator� �electing “Long Range Crui�e” or “ECON” 
mode� in fact are flying variable Mach, which negatively affect� ATC’� ability to independently calculate 
projected po�ition. A� needed, crew� can reque�t �peed adju�tment� with ATC (preferably via CPDLC).
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NOTE: Crew� now have the opportunity to fly other than a fixed �peed (Mach) a��ignment. Operator� can find 
detail� in NAT OPS Bulletin 2019-001 “Operation� Without an A��igned Fixed Speed in the NAT (OWAFS) S
pecial Empha�i� Item� (SEI).

• Crew� mu�t en�ure that the aircraft ma�ter clock (typically the FMS) i� �et to UTC, and i� u�ed for all ETA� 
and ATA�. Where po��ible, clock� �hould be in GNSS-�ynchronized mode.

CONTROLLER PILOT DATA LINK COMMUNICATIONS (CPDLC)

• Crew� �hould under�tand proper re�pon�e� for CPDLC me��age�, e�pecially one� being u�ed more frequen
tly in the NAT, �uch a�: a. “CONFIRM ASSIGNED ROUTE.” En�ure the entire oceanic route i� loaded before
 re�ponding to thi� me��age. U�e the automated re�pon�e, not a free-text. b. “CLEARED ROUTE CLEAR
ANCE” or “CLEARED TO {po�ition} VIA ROUTE CLEARANCE.” Some cockpit� di�play the uplin
ked point� only when “LOAD” i� �elected. Once LOAD i� �elected and the crew confirm� it load� proper
ly and i� acceptable, they �hould �elect “ACCEPT/ WILCO” followed by “EXECUTE/ INSERT” to act
ivate the amended route in the FMS. It i� vital to under�tand the menu hierarchy and how to load CPDLC c
learance�.

Guidance for CPDLC communication� can be found in the Global Operational Data Link Manual (GOLD, I
CAO Doc 10037).

• Conditional clearance� �ent via CPDLC require �pecial attention. The following i� typical �cenario where
 a CPDLC “future execution” conditional clearance i� mi�applied. At approximately 1133Z the followi
ng CPDLC me��age wa� �ent to the flight:

MAINTAIN FL370 AT 1205 CLIMB TO AND MAINTAIN FL390 CLIMB TO REACH FL390 BY 
1215 REPORT LEVEL FL390

The expected WILCO re�pon�e wa� received by the controller. At approximately 1134Z, the controller received a L
evel Range Deviation Event ADS-C notification, indicating a climb incon�i�tent with the clearance. Shortly there
after, the controller received a “LEVEL FL390” me��age. Thi� �cenario often re�ult� in violating the minimum
�tandard �eparation between aircraft.

• Upon receipt of a CPDLC uplink me��age, it i� important for both pilot� to independently and �ilently read,
 then verify with each other correct under�tanding of the clearance.

• It i� important to note that the CPDLC uplink me��age may be more than 1 page in length (require� “pag
ing” through the di�play). Review the entire me��age carefully before taking any action. It may be helpful
 to print the me��age (and thereafter confirm the printout i� complete/ not corrupt).

NOTES:

• Page acknowledgement� may be unique to the avionic� in�talled in a particular aircraft. For example, on �
ome in�tallation�, crew� cannot ACCEPT/ WILCO until the la�t page of a me��age i� reviewed, while in ot
her in�tallation�, ACCEPT/ WILCO may be allowed on the fir�t page.

• Corruption� of the CPDLC me��age could occur when printed. Crew� �hould confirm CPDLC printout� are co
�i�tent with di�played me��age�.
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• Crew� �hould re�olve any que�tion� that they have regarding the clearance prior to initiating any action. If cr
ew� do not fully under�tand the CPDLC clearance, or the clearance i� unexpected, �uch a� a FL change wit
hout having reque�ted one, they �hould revert to voice communication.

• Crew� �hould review the time �tamp of CPDLC me��age� to en�ure they are not old (delayed).

• Dialogue� with ATC that are initiated with CPDLC �hould be completed u�ing CPDLC and dialogue� begu
n with voice �hould be completed by voice. Crew� �hould make every effort not to mix the two media.

• Crew� �hould avoid u�ing free-text  me��age� when �tandard me��age� are available and approp
riate. Free-text me��age� are not machine-read, which can complicate proce��ing of information. Fo
r example, when receiving the CPDLC uplink “CONFIRM ASSIGNED ROUTE,” crew� �hould follow CPD
LC menu prompt� to �end the active route. A free-text reply would defeat automated conformance checkin
g.

NOTE: Follow flight manual procedure�, which �pecifically de�cribe how to �end �tandard me��age (non fr
ee-text) replie� to CPDLC uplink�. Some aircraft/ FMS combination� are experiencing a �poradic anomaly whe
re the “SEND” prompt for down-linking a �tandard re�pon�e to the “CONFIRM ASSIGNED ROUTE” i� not d
�played on the FMS.

• Crew� �hould be �ure that HF SELCAL i� working even when CPDLC i� functioning properly – do a SEL
CAL check at oceanic entry and at each Oceanic Control Area (OCA) boundary.

CONTINGENCIES

• Effective with the November 2020 revi�ion in Chapter 15 of Procedure� for Air Navigation – Air Traffic Ma
nagement (PANS-ATM, Doc 4444), the 5 NM lateral off�et contingency procedure i� a global procedure, al�o 
publi�hed in NAT Doc 007, chapter 13.

• Effective with the November 2020 revi�ion to Doc 4444, the Weather Deviation Procedure utilizing a v
ertical di�placement of +/- 300 feet when reaching or exceeding 5 NM off�et from the cleared track i� like
wi�e a global procedure, al�o publi�hed in chapter 13 of NAT Doc 007. It i� important for pilot� to under�t
and that the ICAO publi�hed Weather Deviation Procedure i� a contingency and �hould only be flown when
 an ATC clearance cannot be obtained. It i� al�o important that pilot� under�tand that any ATC clearance to 
deviate for weather �hould be done at the ATC-cleared altitude, without any vertical di�placement.

NOTE: For weather deviation�, even le�� than 5 NM, the pilot mu�t reque�t clearance from ATC. However, if AT
C clearance cannot be obtained and a deviation become� nece��ary, pilot� mu�t follow publi�hed ICAO Weathe
r Deviation Procedure�.

GENERAL

• Dual checking of the oceanic clearance MUST be SOP (avoid phy�iological break� or di�traction� near the 
oceanic boundary or when copying and reprogramming route amendment�). Route amendment� mu�t be
 communicated clearly in changeover briefing�.

• All HF voice oceanic communication� �uch a� po�ition report� or flight crew reque�t� go through a radio o
perator. The radio operator i� not an air traffic controller. Radio operator� mu�t relay all report� and reque�t� 
to ATC for approval and proce��ing.
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• Relay� of ATC in�truction� between aircraft MUST be accurate. En�ure a correct read-back i� received from 
every communication link in the relay.

• Alway� read the route loaded in the FMS fir�t and then compare it to the Ma�ter Document. Thi� miti
gate� again�t “expectation bia�,” where a pilot �ee� what he/�he expect� to �ee.

• Crew� mu�t immediately clarify any confu�ion about the clearance.

FLIGHT PLANNING

• Pilot� and di�patcher� �hould u�e all available re�ource� to plan a route that avoid� adver�e meteorolo
gical phenomena (e.g. turbulence, volcanic a�h, non-�tandard temperature�, convective activity, and weather 
at alternate�). In addition, pilot� �hould be knowledgeable about information on operational flight plan� and
 do ba�ic cro��check� of fuel, wind� and ground�peed�.

• Di�patcher� and flight planner� �hould make every effort to file reali�tic route� which ATC will not need t
o amend. Named oceanic point�, particularly at 15W and 10W, are frequently omitted from the flight plan wh
en they �hould be included, or vice ver�a, either of which may cau�e ATC to amend the route.

NOTE:  Shanwick  publi�he�  “Oceanic  Track�  -  We�tbound  Traffic  Brief”  on  it�  web�ite  (http�:
//www.cu�tomer.nat�.co.uk/�hanwick/, require� login) daily at approximately 8:30 AM London time. Crew� 
not filing the preferred altitude� are more likely to receive an amended clearance.

• Di�patcher�, flight follower�, flight operation� officer�, flight planner� and crew� �hould en�ure that Item�
 10 and 18 of the ATC flight plan (normally reproduced on the operational flight plan) correctly reflect ca
pabilitie� and authorization�. ATC u�e� the�e code� in the application of �eparation �tandard�.

SLOP – STRATEGIC LATERAL OFFSET PROCEDURES

(Only RIGHT off�et� are authorized)

• Crew� �hould u�e SLOP in all oceanic and remote air�pace. SLOP �hould be a SOP, not a contingency, and o
perator� �hould be endor�ing the u�e of lateral off�et� for �afety rea�on� on all oceanic and remote air�pace
 flight�, to reduce the ri�k of colli�ion and to avoid wake turbulence.

NOTE 1: SLOP �hould al�o be u�ed on random route� due to the high den�ity of traffic and limitation� of aid�
�uch a� TCAS/ACAS.

NOTE 2: Air Operator� �hould include in the �tandard operating procedure� clear guidance to the flight crew�
 to en�ure an even di�tribution of the available off�et� i� u�ed.

NOTE 3: Effective 12 SEPT 2019, SLOP off�et� in 0.1 NM increment�, up to 2 NM right of centerline, were aut
horized in the NAT, in accordance with Doc 4444 provi�ion�. Con�ult the applicable AIP for further detail�.

• The key to maximizing the effectivene�� of SLOP i� judiciou�ly �electing from the available option�, on a r
andom ba�i�. In a bi-directional environment, maintaining centerline incur� more ri�k than off�etting.

• Pilot� may apply an off�et outbound at the oceanic entry point and mu�t return to centerline prior to the
 oceanic exit point unle�� otherwi�e authorized by the appropriate ATS authority or directed by the approp
riate ATC unit.

• Off�et� to the left of centerline are NOT authorized under SLOP and �hould not be flown.
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• Crew� �hould u�e �ound management of automated flight guidance �y�tem� when e�tabli�hing off�et�, i.
e., avoid the u�e of “HDG” mode due to the ri�k a��ociated with neglecting to re-�elect “LNAV/NAV” mode.

• Crew� �hould make �ure the “TO” waypoint i� correct after entering SLOP. With �ome avionic�, when execut
ing an off�et near the active “TO” waypoint, the FMS can �equence to the “next + 1” waypoint— �kipping 
a point. Some GNE� have re�ulted.

- END -
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