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Introduction





	At the CDM meeting in Phoenix on February 4, we discussed control by time of arrival.  This discussion was not marked by consensus and a clear sense of what needs to be done next.  This memo gives my view of what the air carriers and FAA need to do to if we are to make progress.





Air Carriers Need to Use the Control that the Present System Gives Them





	When the Command Center issues a ground delay program, EDCTs are initially assigned to flights.  A carrier can then use the substitution capability to shuffle its flights around in the slots that have been assigned to it.  Moreover, a carrier currently has almost complete freedom to change the EDCTs that have been assigned to its flights.  It became clear in the discussion in Phoenix that the carriers do not fully utilize this capability.  





In case there is any doubt about how a carrier can use SI messages to change the EDCT of a flight, I have sent along with this memo a document from the Command Center dated April 1997 that describes how substitutions are done.  On p. 2 you see that the ADJ message is designed to change an EDCT.  Also, in the discussion of the EDCT field on pp. 3-4, you see that the SUB, EXC, and ADJ messages can all be used to change the EDCT of a flight.  In short, a carrier can use the current SI messages to change the EDCT of a flight to whatever time the carrier thinks is needed.





Recall that the general idea of control by time of arrival is that the FAA chooses the time that the flight must arrive while the carrier chooses the time that the flight departs.  Therefore, since carriers can change the EDCTs, carriers already have a variety of control by time of arrival.  The question that the carriers need to answer is: How does the current variety of control by time of arrival fall short of what is needed?





To answer this question, it seems to me that the carriers need to make full use of the current capabilities and see how (if at all) these fall short of what is needed.  Are changes in procedures needed?  Is more data needed, e.g., data on sector loading or departure delays?  In other words, the current system gives the carriers a great deal of flexibility; the carriers need to exercise it and through use determine how it falls short of what is needed.





Air Carriers Need to Let the Command Center Know When Trust-but-Verify Does Not Work





	One of the procedures that is an important part of the current system is Trust-but-Verify.  As I understand it, Trust-but-Verify means that if a pilot tells the tower what the EDCT is for a flight, the tower will accept that EDCT and let the flight push back accordingly.  Later, the FAA will catch those who deceive the tower.  Though Trust-but-Verify is the FAA policy, it became clear from our discussions in Phoenix that it is not always followed by the towers.





	Forrest tells me that if you find that a tower does not follow the Trust-but-Verify policy, you should contact the Command Center’s Tactical Customer Advocate, (703) 708-5139.  If you cannot contact this person, then please contact the NOM or NTMO on the Command Center floor.  Forrest says that it is important to get into the Command Center logs any deviations from the Trust-but-Verify policy so that these can be dealt with.





	In short, Trust-but-Verify is supposed to work.  If it doesn’t, the only way for the FAA to learn this and to fix it is if the carriers let the Command Center know of deviations.  The FAA will then be able to take steps to insure that Trust-but-Verify is consistently followed.





Summary





	It seems to me that the carriers and FAA need to take three steps over the next few months.





The carriers need to make full use of the current flexibility that they already have for changing EDCTs.


The carriers need to report to the Command Center any deviations from Trust-but-Verify.


The Command Center needs to take steps to make sure that Trust-but-Verify is consistently followed.





	In sum, the FAA has already given the carriers a large measure of control by time of arrival.  It is up to the carriers to exercise this control and to determine how (if at all) it falls short of what is needed.  Until the carriers do this, I don’t think we will be able to define what needs to be done next in order to make progress on control by time of arrival.
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