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The RTCA report lists ten NAS status information items but does not define them.  At the CDM meeting on May 6, we discussed how these items might be defined or interpreted.  Further discussions were held with the FAA on May 18.  What has emerged from these discussions is a tentative consensus on what is meant by these ten data items.  This memo records this tentative consensus so that everyone can see what it is, think it over, and decide if it needs any adjustment. The definition of these items definitely has not yet been completed; it is expected that successive editions of this memo will be distributed as this topic clarifies.  If you have comments or corrections to this memo, please explode or send them to us so that they can be incorporated into future versions.


For each of the ten items, this memo discusses the definitions that have been proposed and states the tentative consensus that has been reached.  This memo tries to stick to the narrow question of how these items are defined.  Questions such as how the data will be acquired and distributed are in this memo only touched on if necessary to the discussion of definitions.  These other issues will be dealt with in a plan being prepared by George White.


In discussing when various data items will be available, the phrase “short run” is used here to mean completed before the end of 1999.  “Medium run” means completed during 2000.  “Future” means maybe at some indefinite time in the future.  Data to be pursued in the short run and medium run definitely will be acquired and distributed; data for the future is not firm.  “We” refers to everyone in the CDM Working Group.


One question that has not been discussed extensively is what airports the airport-specific data should be reported for.  We have heard people say various things such as for all pacing airports or for the top thirty airports.  For some of the items there is a natural set of airports for which the data is available.

1. Departure Delays

There are a number of different interpretations of departure delays.

1. The Command Center currently distributes advisories on departure delays.  The definition of delay used by the field facilities is the difference between wheels-up time and either the proposed departure time from the flight plan or the time that the pilot requests clearance to push back, whichever is later, after allowing for taxi time.  (Typically, ten minutes is allowed for taxi time, but local facilities can adjust this as needed.)  Field facilities are required to report when delays reach or are expected to reach 15 minutes or more; the delays are reported in increments of 15 minutes.  The field facilities continue to report the delays until they are less than 15 minutes. The Command Center enters the reported delay in the position log (currently a text-based ETMS log), enters the most current information in the Operational Information System (OIS), and is required to distribute a numbered ATCSCC Delay Advisory whenever the encountered or anticipated delays exceed 30 minutes.  The OIS is currently available through the ATCSCC web page (atcscc.faa.gov) via ADTN2000 or CDMnet with plans to make the page available to the World Wide Web by November.

2. Volpe could use data in ETMS to calculate various actual delay figures over the last, say 30 minutes.  For example, Volpe could provide data on the average delay and the maximum delay over the last 30 minutes.  (It was noted in the meeting that if this average is to be fully useful, it should be broken down by departure fix.) 

3. Using the ETMS predictions of demand and capacity, delays for the next, say, five hours could be estimated.  At the meeting on May 6, the airlines indicated that they would be satisfied with even rough predictions if that is all the data will allow.  [We have since thought about this a little.  It looks like Volpe could use ETMS data on predicted demand and capacity to estimate the average delay for flights predicted to take off in each fifteen minute interval.  The accuracy of these estimates depends on the accuracy of the capacity numbers in ETMS.  As Forrest noted in the meeting, these capacity numbers tend to be more accurate for the western part of the country than the eastern.]

4. If the real-time “out” and “off” times from the OOOI data were available, then Volpe could calculate the current departure queues.  That is, could keep track of how many aircraft had pushed back but not yet taken off, at least for the airlines for which the out and off times were available.  (The time in the departure (DZ) message could be used as an approximation to the off time, so it is getting the out time that is critical.)

TENTATIVE CONSENSUS: The first suggestion is already in place.  In the short term we should proceed with the second and third suggestions.  Breaking down the departure delays by departure fix in suggestion two will not be done in the short term.  This is most likely a future enhancement.  Also, efforts should be made to improve the quality of information available from the Command Center.  In the medium term we should proceed with the fourth suggestion. 

2. Arrival Delay Advisory

The first question is whether this refers to holding in the terminal area or to en route delays as well.  The sense of the May 6 meeting was that while information on en route holding was desirable, this item refers only to terminal area holding. Possible interpretations of this item are the following.

1. The Command Center currently distributes advisories on arrival delays.  A controller at a center keeps track of when an aircraft enters and leaves a holding pattern, and the difference between these two times is the delay.   Field facilities are required to report to the Command Center when delays reach or are expected to reach 15 minutes or more; the delays are reported in increments of 15 minutes.  The field facilities continue to report the delays until they are less than 15 minutes. The Command Center enters the reported delay in the position log (currently a text-based ETMS log), enters the most current information in the Operational Information System (OIS), and is required to distribute a numbered ATCSCC Delay Advisory whenever the encountered or anticipated delays exceed 30 minutes.  The OIS is currently available through the ATCSCC web page (atcscc.faa.gov) via ADTN2000 or CDMnet with plans to make the page available to the World Wide Web by November.

2. Actual terminal area holding could conceivably be estimated by taking the estimated time of arrival from ETMS at some point in the flight (e.g., when it last crosses a center boundary) and comparing it to the actual time of arrival.  At the meeting there was no enthusiasm for pursuing this.

3. Volpe could project future delays for the next, say, five hours, based on the predicted arrivals and capacity that are in ETMS.  

TENTATIVE CONSENSUS: This data item refers to delays in the terminal area.  The first suggestion is already in place.  In the short term we should proceed with the third suggestion.  Also, efforts should be made to improve the quality of information available from the Command Center.   The second suggestion is possible future work.

3. Airport Configuration

The airport configuration data item consists of the following information.

· Active runways, including an indication of which are used for approach and which for departure.

· The type of approach used for each approach runway.

· Remarks about anything that affects the safety or capacity of an airport, e.g., whether land and hold short operations are in effect.

TENTATIVE CONSENSUS: The definition of airport configuration is as stated above.  In the short term we should proceed with providing current airport configuration data.  Providing projected airport configuration data is a possible future task. 

4. Airport Acceptance Rates

TENTATIVE CONSENSUS: The airport acceptance rate is the maximum practical rate at which flights can land at an airport, given the conditions and the mix of aircraft types.  This data item includes not only the current rate but also the rate projected, say, four hours into the future.  (The controversy for this item is not what it means but rather how to get it; this will not be discussed here.) 

5. Miles-in-Trail Restrictions in Effect

Possible interpretations of this item are the following.

1. The Command Center currently distributes advisories that contain the information on miles-in-trail restrictions that is available to the Command Center.  ARTCCs are required to inform the Command Center of any MIT restrictions.

2. The Command Center web page could show all information on miles-in-trail restrictions in the possession of the Command Center.

TENTATIVE CONSENSUS: The first suggestion is already in place.  We should proceed with the second suggestion in the short run.  Once it is in place, we should in the medium run look into making this information more useful, for example, by filtering it to show only MIT restrictions that differ from the norm or that are in some sense excessive.  Also, efforts should be made to improve the quality of information available from the Command Center.

6.  Severe Weather Avoidance Program (SWAP) Status

This item has the following interpretations.

1. The Command Center currently distributes advisories that contain complete information about severe weather reroutes.  In fact, the advisories are already gathered together on the Command Center web page.  The drawbacks are (1) there is heavy cross-referencing among the advisories, which means that considerable study is sometimes required to fully understand the current situation and (2) the information is all in textual form.

2. The Command Center web page currently shows TSD screenshots that show the active SWAP routes.  This partly takes care of the drawbacks to the first interpretation.  This approach currently has the drawback that one must look at three different screenshots to see all the active reroutes.

3. A table could be placed on a web page that showed for each active reroute the relevant information about it, e.g., original route, reroute, and time interval for which this reroute would be active.  An engineering change to ETMS that would provide the information in this table has been defined but not yet scheduled.

TENTATIVE CONSENSUS: The first two suggestions are already in place.  We should proceed with the third suggestion in the medium run. 

7. Runway Visual Range

Every two seconds FAA RVR sensors provide visibility measurements for the touchdown, mid-point, and roll-out points on the instrumented runways.  At the May 1998 CDM meeting we decided that the following RVR information should be provided to CDM participants.

1. Every minute, the most recent readings for each measurement will be shown in a table.

2. A feed of the raw, two-second data will be provided.

TENTATIVE CONSENSUS: We should proceed with providing a prototype of these two suggestions in the short run with data from one or two airports.  Assuming that the prototype confirms the usefulness of both forms of the data, we should provide both in the medium run.

8. SUA Schedules Through SUA Airspace Management System (SAMS)

The only source for this data that is being contemplated is the SAMS system.  Therefore, this data item is defined to be whatever SAMS can provide.  What we hope is provided by SAMS is a schedule each day that shows when each SUA is available for civil use; this will be updated in real-time as the schedule changes.

TENTATIVE CONSENSUS: In the short term we should proceed with getting this data from SAMS.

9. Planned and Actual Pushback Time

Planned pushback time is the gate departure time most recently provided by an airline in a CDM message; if no CDM message has been received, it is the P-time in the flight plan; if no flight plan has been received, it is the departure time in the OAG.  The planned pushback time is already distributed in the Aggregate Demand List (ADL).

TENTATIVE CONSENSUS: No further work on the planned pushback time is planned.


Actual pushback time is by definition the time that the aircraft pushes back from the gate.  This is the “out” time from the OOOI data.  This data item, in and of itself, is not too useful; in particular, since this data would perhaps come from the airlines, it would make no sense to send it back to the airlines.  This data is useful, however, when combined with other data; for example, as mentioned above, this data when combined with “off” data could be used to estimate the size of departure queues.

TENTATIVE CONSENSUS: We should in the medium term acquire the “out” data.

10. Ground Delay Program (Projected Demand and Projected Capacity)

This item is the capacity and demand that are predicted for each fifteen minute interval over the course of a ground delay program.  This is already provided in the ADL.  

TENTATIVE CONSENSUS: No further work on this data item is planned.
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