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Louisville, Kentucky
April 21-22, 2010
Introductions – Mark Libby & Lorne Cass
Mark Libby, FAA Collaborative Decision Making (CDM) Lead, and Lorne Cass, Industry CDM Lead, welcomed the CDM community to the first day of the CDM General Meeting. Mark thanked Jim Hamilton and UPS for hosting the meeting. Following introductions, Mark invited Rick Day to speak to the group. 
Introductions – Rick Day & Nancy Kalinowski

Rick Day conveyed to the group his excitement for the upcoming changes in the transition to NextGen. He said that the dedication to collaboration was evident by the large (247 attendees) turnout to the meeting.  Rick described CDM as a well structured network of programs and a culture that will be essential in the transition to NextGen. Following Rick’s remarks, Nancy Kalinowski also welcomed the group and echoed Rick’s sentiments on the importance of CDM. As an unplanned activity, Ellen King asked each member in the audience to stand and introduce themselves to the larger group.
CDM History – A Success Story
After going over the agenda and meeting logistics, Mark Libby and Lorne Cass briefed the group on current state and recent history of CDM. CDM is an Air Transport Association (ATA)-sponsored venture. The governing body of CDM, the CDM Stakeholders Group (CSG) provides guidance, oversight, and tasking for the CDM work groups. Presently there are 6 work groups, each with an FAA and Industry co-lead:
· Flow Evaluation Team (FET) 

· Future Concept Team (FCT) 

· Weather Evaluation Team (WET) 

· Ground Delay Program Enhancement (GDPE) 

· Surface CDM Team (SCT) 

· CDM Training Team (CTT) 
Each of the Sub-teams will work on tasking that will help to move the National Airspace System (NAS) to NextGen. Lorne reminded the audience that almost everyone who participates in CDM does so by volunteering their time outside of their “day jobs”. 
CDM has produced numerous procedures and tools (such as the Flight Schedule Monitor (FSM) and Airspace Flow Program (AFP)) that have had greatly improved the efficiency of the NAS. 

Ellen King briefed the group on the connection between CDM and the FAA response to the recommendations of the RTCA NextGen Mid-Term implementation task force. 
3 Days in the NAS – Pilot Perspective
Captain Ken Speir, Delta Air Lines, provided the group with a briefing that described three days in the NAS from a pilot’s perspective. The scenario was based on real operational events and depicted the various causes of delays and both their operational and financial impacts.  
CDM Working Group Report Outs

The following Sub-team leads participated in a presentation that showed how various CDM efforts enhanced and connected each aspect of traffic flow management by focusing on the gate-to-gate operation of flight ‘CDM 1234’.  
· SURFACE – Dan Allen / Marshall Mowery
· CRUISE – Don Wolford / Curt Kaler
· Integrated Air Traffic Management (I-ATM) - Mark Hopkins / Pat Somersall
· WET – Kevin Johnston / Tom Fahey
Following the briefing, the presenters opened up the discussion to Q&A with the audience.

Question: With System Enhancements for Versatile Electronic Negotiation (SEVEN), is it possible that some operators will get their first route choices while others will get their less than first choices? If so, how is equity going to be addressed?

Response: Some flights will get their first choice and other gets less, but every flight gets THEIR best option from their list of routes in the Trajectory Option Set (TOS) based on the existing constraints. As the research community develops additional equity approaches they can be leveraged into the software as well.
Comment: There is a lot of very good work that has gone into this over the years. The exit plan for reroutes sounds great. Seeing something else begin to wing its way in, it is really not about moving the flights, it is about moving the people on them. It starts with customer contact.
Question: One of the comments made about more routes sounded like we were talking about route segment Coded Departure Routes (CDRs). 
Response: Route Segment CDRs are not viable due to some automation limitations at this time. The concept of routes that take you out beyond the first center is something we will continue to explore in the FET. This will be ongoing work that we need to have more dialogue about. We need to see whether there are alternatives in the TOS options. There are some benefits to producing a list of available routes in the CDRs that you file. The concept and route segment part needs further exploration.
Comment: With SEVEN, one of the advantages I see in allowing users to provide route options, but the first phase seems to focus on the strategic phase. If we’re not able to do it tactically we will lose some capability. In NY being able to do it in the last 30 minutes of planning would be beneficial.
Response: We currently have automaton limitations. Eventually, as in our example, we will be able to do en route reroutes that will be contained in the TOS. 
Question: When will the second tactical phase of the tool be deployed?
Response: The first phase addresses the pre-departure case. Deployment will occur approximately 18 months from now, and enhancements for additional phases are coming out in additional tasking that we are currently waiting for.
Question: As I understand, SEVEN will apply ground delay similar to a Ground Delay Program (GDP). The diagram in the presentation showed the SEVEN concept as a bridge that will essentially replace the GDP and AFP. We were just told that each flight would get their best available option given the constraints, but currently airlines in GDPs and AFPs can swap slots internally. How will the concept of subbing be addressed in SEVEN?
Response: The ability to sub is built into the Concept of Operations (CONOPS) of SEVEN and is similar to the GDP/AFP method but more complex. Not only will subbing involve switching crossing times but also the routes in the TOS. The delays assigned are those acceptable to the flight operator. If an operator has a high preference on a specific route and is willing to spend an hour on the ground, they have the flexibility to make this decision. Operators will have the ability to indicate priorities among their flights, so there are two sets of priorities, priorities among a flight’s routes and priorities among flights.
Question: Will flight substitutions be done manually by the operators or automatically by SEVEN, based on the preferences defined by the operator?
Response: This can either be automated or done manually.
Question: Say I get my second route choice, and once I’m airborne my first choice become available. What would I do?

Response: In later versions, users will have the ability to specify within the TOS the latest time at which they will be able to accept the listed routes. 
Question: Where are we in the development of Execution of Flow Strategies (XFS)?
Response: XFS will be deployed as part of Traffic Flow Management System (TFMS) Release 5 in 2011. The first deployment of XFS will not apply to airborne flights. 
Comment: From the field perspective, the ability to execute the reroutes for the airborne flights will be the most useful piece of functionality. 
TF5 and Collaborative Relationship – FAA Perspective
Rick Day and Mike Romanowski facilitated Q&A session with the audience. Rick Day reminded the group that ultimately the FAA is a safety organization and that the top priority of all stakeholders must continue to be keeping the NAS safe. He told the community that he wanted them to adopt the Safety Management System (SMS) as a way of doing business. 
Mike Romanowski told the group that he felt the working group report outs reflected a clear understanding of the FAA’s response to the RTCA task force recommendations. Mike briefed the group on the plan for moving forward with the response to the RTCA task force recommendations. The response entailed some significant changes to the existing plans for NextGen. With the FAA and industry on the same page with how to move forward into NextGen, the new challenge will be execution. CDM will serve to help determine how various capabilities will fit together.  Rick Day emphasized that what would normally be stove piped organizations will need to be broken down. 
Following the briefing, the presenters opened up the discussion to Q&A with the audience.

Question: It was mentioned that the RTCA task force report did not call out weather in any of their recommendations. How will a lack of mention affect the funding of weather programs?
Response: There are several things in the RTCA task force report that are a bit under-pinned. Internally, the FAA has worked to align its weather programs by consolidating various programs into the TechOps program. . Weather programs will maintain strong funding as we more forward with NextGen. 
TF5 and Collaborative Relationship – Industry Perspective

Steve Dickson and Steve Vail briefed the group on the industry perspective on the response to the RTCA task force recommendations. Steve Dickson told the audience that he feels CDM is one of the highest performing FAA/Industry work groups. The near-term capabilities being worked in CDM will be important to the implementation of capabilities further down the line in NextGen. He said it would be important to not invest in technology for the sake of technology alone, but to have a clear idea of how the technology would be used and applied to operations. After attending a meeting with the Port Authority of New York & New Jersey (PANYNJ), Steve was impressed by the ability of competing airlines to work together to improve the New York John F. Kennedy Airport (JFK) surface operation for all of the airport’s stakeholders. This type of collaboration will need to be adopted as we move forward into NextGen. Steve gave the group insight as to how the RTCA task force reached its recommendations. The task force had discussed at length the challenges that would be met in achieving each of their identified recommendations. He stressed that current and future CDM endeavors need to be aligned with the NextGen Implementation Plan (NGIP) and that the industry as a whole would need to develop a single priority list for enhancements. Steve Vail echoed Steve Dickson’s remarks that implementing the NGIP would be very challenging. 
Question: Did the financial group that was part of the RTCA task force determine an average Return on Investment (ROI)?

Response: The ROI would depend on a number of factors. From experience, ROI for avionics-related investments is about 18-24 months. One of the biggest problems in determining the ROI for the task force recommendations was that it was dependent on the industry as a whole, and not an individual company. There is a degree of uncertainty in achieving the return for each of these investments.  Rick Day had discussed the importance of building trust. Trust will be a key element in future investment approval. 
Q & A on Industry/FAA Perspective Panels

Nancy Kalinowski, Steve Vail, Steve Dickson, Mike Romanowski, Kip Spurio, and Steve Ryan engaged the audience in an open Q&A session. 
Question: Is it time to create a CDM Sub-team that works directly on safety?

Response: Air Traffic Safety Action Program (ATSAP) is a new safety program that has been very successful. Most of the reports received through the program have been things we never knew were problems. The information obtained through the program has been very useful.  
Response: Aviation Safety Information Analysis and Sharing is an outgrowth of the commercial aviation safety team which was very successful in reducing the fatal accident rate in the United States. This brings together industry and government databases to go in and look at the potentially large number of accident precursors.
Response: We will need forums on a number of issues, one of which will be safety. 
Question: There have been a number of automation freezes at the Air Traffic Control System Command Center (ATCSCC) in the recent past. What is the NextGen plan with regard to equipment upgrades for fleets? 


Response: This will be a huge challenge. Controllers will have to determine the limitations of specific aircraft. We will need to decide how to deal with mixed equipage issues. “Best equipped best served” has different meanings to different groups. Eventually, there may be less access for less equipped aircraft. The mixed equipage issues are going to exist for quite some time. We must ensure the system be able to recognize the capabilities of various aircraft and handle them accordingly. It’s the responsibility of all stakeholders to ensure we have the right tools in place to close the business case for upgrading equipment. 
Question: In the late 1990’s we developed Post Operations Analysis Tool (POET) and the industry has used it extensively for the past 10 years. Last year POET was replaced by a web-based tool called Integrated Reporting Information System (IRIS), that hasn’t been widely used because there wasn’t enough funding to continue to provide enhancements. What analysis tools are we (the airlines) going to have available to help make business cases for our financial people?
Response: IRIS hasn’t been everything we hoped it would, but when we (the FAA) worked with the community at large over a year ago, we agreed on a set of base functionalities that would be broken down in to incremental releases. What we all agreed to is that the base set of functionality is not as robust as we had hoped. I don’t think we have anything better than IRIS in development right now. 
Comment: We (Continental Airlines) are basically in a conundrum. We can’t create the analysis for the justification we need to move forward to buy into enhancements on our end.
Question: Do we have a third party that isn’t affiliated with the airlines or FAA that is conducting benefits analysis for proposed enhancements and providing feedback to the community as a whole?
Response: There are a number of areas where benefits are being conducted. MITRE has been asked to act as the joint tracker for implementation performance of the capabilities that are being put into place. There will also be several other vendors that perform components of benefits analysis.
Question: How will the FAA manage the internal collaboration needed for NextGen?

Response: The CDM group will need to figure out “what it wants to be when it grows up”. The RTCA task force outlined the need to collaborate across a wider range of things. The question for this group (the CDM community) is “what do you want to do”, and what is the tradeoff of asking you to do more instead of being narrowly focused and very successful at it (what the CDM community works on now)? Do you (the CDM community) risk being less successful at this if you take on a larger role?
Question: Getting back to the SEVEN CONOPS, how do we know when we are done? 

JFK Surface Management Initiative
Marshall Mowery and Susan Groteke presented on the collaborative surface management initiative that was implemented at JFK on March 1, 2010 to help deal with the construction on Runway 13R/31L. Within the program, the 145 carriers at the airport all participate in information sharing and departure slot allocation program maintained by a third party, PASSUR Aerospace. Due to time constraints (3 ½ months) the program was set up to run off the airport’s existing surface management systems. The implementation of the collaborative process required a great deal of culture change on both the part of the airport’s operators and the FAA. The month of March 2010, the first month of daily use of the program, performance was similar to that of 2009 even without the availability Runway 13R/31L. The program utilizes an information sharing platform that provides operational transparency to all stakeholders.
Question: Have you been able to quantify the average time that aircraft spend on the ramp? 

Response: We have just begun to receive and analyze daily performance metrics.
Question: What is your vision for the 4 week closure in September?

Response: We will have to reevaluate the arrival and departure rates and adjust the operation accordingly.

DAY 2 Introductions
Mark Libby handed out appreciation awards to a small number of CDM contributors:

· Dean Fulmer

· Tim Reid 

· Charlie Mead

· Tim Smith

· Curt Kaler

· Sharon Price 

CDM Training

Joe Dotterer, FAA CDM Training Lead and Gary Dockan, Industry CDM Training Lead, spoke about the most recent CDM training initiatives.  After the normal comedic introduction, all topics included in the Spring CDM Training were discussed.  Additionally, ways to access the Spring Training were also discussed.  
Collaborative Planning Process

Pat Somersall, FAA Flow Evaluation Sub-team (FET) Lead, gave a presentation on the enhanced collaborative planning process to be introduced on June 1st for the 2010 severe weather season.  Pat encouraged all FAA and industry organizations to become involved with the new process.  Those meeting attendees who had laptops with an internet connection were invited to join the web-based host for the demonstration.  The planning process will be focused towards next day planning starting at 2pm the day before.  No planning will be done for “day of” operations.  The online chat is used to reduce the number of phone calls although some situations will still require direct voice communications.  
Pat reviewed the daily timeline that will be employed with this process.  The Advisory Format will not change for this season.   Training on the new collaborative planning enhancement is included on the training site.  All Air Route Traffic Control Centers (ARTCC) and major Terminal Radar Approach Controls (TRACON) have been asked to get on this tool; however, communications with Canadian facilities will remain on the phone.
Don Wolford, Industry FET Lead, reviewed some of the financial benefits of the new collaborative planning enhancement.  
Question: Will you keep historical info?

Response: It has recording capability; data is kept until it is deleted.
Question: Tarmac delay requires that certain information is kept for a year, will this be held?

Response: This information will not be held; we are focusing only on next day planning.

Question: So anything that happens after the 2115 planning telcon will be handled tactically? How do national initiatives get discussed?

Response: At 2115 we will announce need for 2315 if necessary, but not daily.  Once again, the emphasis is next day planning, but we will address tactical planning if needed.
Question: When will this move to a CDM platform?

Response: We are in the process right now of writing a proposal and looking at cost.The earliest date for that would be next summer
Question: What facilities will be included?
Response: 20 centers will be on and major TRACONs will be on.
Question: What kind of success have you had in terms of registration from operators?

Response: 200 have registered; most of them customers.
Question: How do we get passwords?
Response: We need one POC at each Airline Operations Center (AOC) to collect names and contact info and email to Pat Somersall and Joe Dotterer.  Once you’re registered in, you will get an email and it will have the user ID and password.
Question: Will dispatchers be able to log in as well?

Response: Once the software becomes more robust, they would be able to subscribe to the parts of the country that are of more interest to them.

Program Office Update

Mike Gough, Director of Systems Operations Programs, provided the Program Office update.  Mike explained why it took 3.5 years to deploy FS21.  Traffic Flow Management System (TFMS) Release 3 Operational Testing and Evaluation (OT&E) is planned for May 10, 2010 while deployment is planned for August 2010.  Deployment of TFMS Releases 4 and 5 will likely be moved to later dates.  Release 7 is still on schedule for November 2011.  Parts of Release 6 have been placed into other releases to create a recovery time to get back on the normal release schedule.  
Execution of Flow Strategies (XFS) is En Route Automation Modernization (ERAM) dependent.  ERAM deployment will be pushed back as well.  Release 4 is dependent on Release 3.  
The program office is struggling to get a new funding baseline for Traffic Management Advisor (TMA).  The TMA contract will be announced soon.  Due to funding, the TMA site support will be reduced and centralized.  Steve Lutomski will determine where support is needed.  Stakeholders should be able to see TMA in the near future.  
TFM is in transition with the Air Traffic Organization (ATO).  Today, precise information on how money will be used must be submitted to the ATO.  Mike recently received approval for projects that will be developed in 2011-2015.  There is no timeline for future IRIS enhancements.  
Trajectory Based Operations

Don Wolford, United Airlines, Bill Leber, Lockheed Martin and Curt Kaler, FAA spoke on Trajectory Based Operations (TBO). CDM is involved is developing Collaborative Air Traffic Management capabilities that will allow operators and air traffic control to negotiate user-preferred routes and alternative trajectories during times of high congestion.
Don Wolford spoke about the changes and paradigm shifts that must take place prior to the arrival of electronic trajectory negotiation.
Major paradigms shifts that must occur:

· Flight planning system automation design.

· Dispatcher workflows.
· ATC coordinator workflows.

· Inter-dependent communication workflows between the dispatcher-cockpit-ANSP.
TBO increases NAS flexibility and will allow for more efficient use of available airspace.  TBO will also accommodate flight operator preferences where possible and minimize imposed restrictions.
Question: The first SEVEN Human in The Loop (HiTL) was at Metron in April 2008. Even after that level of automation is implemented, in a convective season in particular, there is a lot more work for a flight plan dispatcher than there is today.  Have you thought about how much more work will be involved?

Response: This is something we talked about. If the automation isn’t effective, more dispatchers will be needed.  I don’t think there is any single answer, but there is huge benefit of having more control of how our flights get rerouted.
Comment: The TOS is not a static document.  

Question: How will this affect international carriers?  

Response: They will be treated the same as today, but will not be able to submit a TOS

National Special Activity Airspace

Dean Fulmer reviewed the various types of Special Activity Airspace (SAA) along with the milestones set for the future of SAA.   National Special Activity Airspace Program (NSAAP) is not a CDM activity but it has direct ties to CDM.  The organizational structure for the NSAAP committees was discussed.  Dean also reviewed the project progress and projected deliverables.  
TMA Activity Update

Steve Lutomski, FAA TMA Lead, reviewed TMA benefits identified by industry representatives.  Steve also reviewed various requested improvements to TMA along with the corresponding response to that request by the TMA program office.  TMA system enhancements and new concepts to be explored in Time Based Flow Management (TBMF) were discussed.  
Comment: We pronounce “RNAV/RNP” (Area Navigation/Required Navigational Performance) like it is one word.  It is not one word.  They both do good things, but they have different performance standards.  It perpetuates a myth that it is a silver bullet.  We should not be assuming that RNP is the solution.  It’s RNAV with some RNP.  

Question: You talked about metering to a point in space and two arcs.  If the users are going to plan collaboratively, we need a set of arcs not adapted to sector boundaries or other airspace locations.  Would it ever be a vision to have hidden arcs that only the users could see?  The controller would get it and polish it off.  Can there be another arc? 

Response: I can envision that, but it is not currently planned.  I am not opposed to looking into it.  
Question: How do we provide early intent using a cost index flight plan with variable speed mach?

Response: I have no idea.  Just be aware.  
Question: Where are we at as far as en route metering?  When will begin to see end-to-end metering and outer-outer arcs?

Response: There are a limited amount of arcs.  I can’t say this will happen in five years, but we are heading in that direction.  
Question: Please understand the clutter on the display has been plaguing us for some time; is there a place to eliminate the display list and just go to data block? 

Response: Each facility will determine their individual needs.  The display itself is a local adaptation to each facility.  The specifics of what needs to be displayed are not in procedures
Ground Delay Program Briefing

Charlie Mead, American Airlines, spoke on the current issues with Ground Delay Programs (GDP).  Periodically, too much time passes between the GS and GDP.  There should be a way to identify the aircraft that have incurred the most delay.  Issues with VIP movement exist as well.  Charlie would like to see a “donut GDP”, where the first tier aircraft are exempt from the GDP.   When the GDP includes first tier departures, those flights get issued delay twice.  A donut GDP could assist TMA operations.  There is potential with the interaction between TMA and GDPs, but the link is not there to share the data.  
Tim Smith stated he was not sure if the Donut GDP is the answer; he has seen mixed results.  Hartsfield Jackson Atlanta International Airport (ATL) has used pass-back Mile-In-Trail (MIT) restrictions to the first and second tier.  The GDPE was looking at developing procedures to mitigate common GDP problems, but was not able to finalize anything before they were disbanded. 
DOT Final Rule 259

The reason for the name “259” is because 2hrs and 59 min is the maximum amount of allowable delay with passengers on board.  This rule was developed by the Department of Transportation (DOT) as a consumer protection rule.  There were 904 events that the DOT tracked last year that would have broken this rule; only 2 of them were arrival events.  
Foreign carriers are not impacted.  This rule only pertains to domestic flights with 30 seats or more.  The three hour rule starts when the passengers can no longer exit the aircraft.  The FAA will not be policing this issue.  The DOT will be the disciplinary organization.  Analysis will take place regarding the flights that break this rule.    All requests for waivers and extensions beyond 2 hours and 59 minutes have been denied.

Question: What are the rules for the towers with flights that have to go abck to the gate, but are in the middle of a queue?  

Response: There should be collaboration already going on prior to that time with ATC, the pilots, the airport.  
Ways a flight can get exempt from this rule: 
1. If safety is called into question. 
2. If it is a significant disruption to airport operations.  
Question: Some of the worst delays are when international flights divert.  Are there procedures to deal with those occasions?
Response: There are variables that are beyond the control of the airlines and Air Traffic Control (ATC).  The Transportation Security Administration (TSA) needs to be part of this discussion to make sure they have enough personnel to get people through customs.
Question: How will this change the way operators will sub?  How will it affect the command center?

Response: At the Air Traffic Control System Command Center (ATCSCC), we’ve been discussing this issue at length.  Coordination has taken place with the Tactical Customer Advocate (TCA) and other positions at ATCSCC to make sure we can put the proper focus in this.  We would like to have a surface position at the ATCSCC by April 29.  The pilot in command is the person responsible for telling ground control when it is time to taxi back. We might expect the Service Operations Center (SOC)/Airline Operations Center (AOC) to call TCA desk and say “CDM Flight 123” is at risk of 3 hour delay. We will be aware of delay in system at that point.   In order to get the best service the pilot in command needs to communicate with ground control. It’s really a much better process for the ATCSCC if operators do not call the tower and ask if a flight can return to the gate.

Comment: The TCA web page will have information on this issue.
Question: Who makes the judgment of when the passengers can’t get off the plane?  

Response: That is still to be determined.  Airlines should have two plans in the event an extended delay takes place:  food, water and lavatories; and accurate information for passengers on the status of the delay.  
Question: Do majors air carriers feel disadvantaged by other international carriers?

Response: We at US Airways feel like international carriers have more options.  The playing field is not totally equal.
Comment: The ATCSCC wants to prioritize those airports prone to these delays as much as we’re able.  This is a cause and effect type of situation; meaning we might dial down arrivals at airports at times to help get departures out.
Question: Does this change the normal favoring arrival flows to favoring departure flows?

Response: There was meeting yesterday with the Administrator, PANYNJ and operators in New York.  There was agreement with operators; they talked about the favoring of departures at times.

Comment: We (N90) already do that. New York LaGuardia International Airport (LGA) goes to gridlock easy.   Also, JFK goes gridlock when we’re on Runways 4L/4R.  Sometimes flight crews know they will incur excessive delay, but they leave gate anyway because the pilots are getting paid when they wait in line, they do not get paid unless the door is closed and passengers cannot get off the plane.  This is a problem.
Comment: We may need to look more about when pilots are “on the clock”.

Closing CDM Presentation

Mark Libby closed the Spring CDM General meeting by recapping the events of the two day meeting and reviewing the international CDM activity.  After a few closing words from Lorne Cass and Nancy Kalinowski, meeting attendees were dismissed.  [image: image2.png]
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