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	SEPTEMBER 12-13, 2013
ATCSCC MEETING


Collaborative Automation Team (CAT) Agenda

 September 12 and 13, 2013
Thursday, September 12, 2013

8:30 – 9:30
Meet with Frank McIntosh, CDM Manager



Feedback from CSG



Our tasking – Automation Enhancements?  Further TBFM work?



Our needs

9:30-10:00
AFP UDP data comparison discussion – Delay impacts using

Reduced “Max” delay for pop-ups vs. DAS delay table

10:15 – 12:15
GDP delay logic when AFP is in place first



Complete tentative recommendation

1:15 – 2:15
Assignment of slots for flights with IGTA in GDP

time frame, yet ETA outside of GDP time frame

3:00 – 5:00  
IGTA and BETA for GA flights



When should we exclude flights that have amended their scheduled arrival time?



Should we reconsider the calculation for program delay?

Friday, September 13, 2013

07:00 – 8:00   
Review recommendation for GDP delay logic when AFP



is in place first – Finalize?

8:00 - 8:45
Review any other recommendations and finalize

9:00 – 11:30 – Review and prioritize “Potential Automation Enhancements”



Begin working this list

12:30 – 1:45
Discuss UPD “Reserve Rate” logic

GAAP scenario using “0” reserve rate

2:00 – 3:00
Administration – 



EOSR/CDM Meeting




Registration/Breakout Room/CAT Table reps

Future telecom/meeting dates?



Scheduled telcon  Tuesday, October 15, 2013
CAT Team Meeting

Day 1

9/12/13
Frank McIntosh – FAA Manager of CDM attended our meeting.

Frank discussed tasking, recommendations, CSG issues. He noted that the SRA Contract with FAA had been terminated (Alvin N. will no longer be attending CAT meetings). FAA will hire 3 full-time specialists that will both serve as CDM team leads and assist with other CDM duties. They are still working on release dates for the individuals that have been selected. Frank also mentioned that the CDM web page will be re-worked and updated.

The CAT recommendation on AFPs in UDP and the resulting reduction of Max Delay for AFPs in UDP mode was discussed. It is apparent that CSG still does not understand the issue of UDP vs. DAS for AFPs. Jill and Charlie will appear before the CSG on Oct 8th to provide a better understanding of the issue.

Note: 

9/11 AFPs were ‘accidentally’ run in DAS. 

9/12 AFPs were run in UDP. Max delay was set at 110 and 150 for OB1 and A08 (not sure which was which). Actual delays were running higher than the ‘Max’ delays. It appeared that some flights routed out and back into the same AFP, effectively reducing their actual delay of 200+ minutes to the ‘max’ delays of 110 or 150 minutes. This may have been unintentional or may have been gaming. This would not have happened in DAS mode and is another reason not to run AFPs in UDP.

Back in July, the Max delay was lowered from 180 to 90 minutes for pop-ups relative to the DAS Delay Table in the AFPs.  What was the result?  We have no data to compare to, since we didn't have UDP data from the year before.  Jill and Aaron will go back through 10 clean AFPs from this summer, find all re-controls, and compare them to the average DAS delay that they should have received.  This will be a harbinger of what we might expect to see in CTOP next March.

Frank decided to stay for the full CAT meeting both days to learn about the group’s activities. Frank has offered to provide any needed support.

---

CAT discussed the problem of running a GDP after an AFP. GDPs always take priority over AFPs. When a GDP is created after an AFP, flights affected by the AFP but destined to that GDP airport are now re-controlled by the GDP and are flagged as ‘Previously Controlled’ flights. The algorithms creating the GDP place those previously controlled flights in Queue 2 (Q2). Previously uncontrolled flights in the GDP, flights unaffected by the AFP, are placed in Q3. Q2 flights have both a higher priority and are sorted by the AFP ASLOT time. Q3 flights, with the lower priority, are sorted by IGTA. Much of the delay in the new GDP is unfairly absorbed by the Q3 flights.

The CAT recommendation is to remove the previously controlled flag and sort all non-Q1 (exempt) flights affected by a GDP by IGTA, effectively eliminating Q2. This means all non-Q1 flights destined to the GDP airport are treated similarly and as they would have had the AFP not existed. We agreed to think on this issue overnight and discuss again in the morning.

CAT discussed an issue where flights with an IGTA that fall inside a program but with an ETA before the start of the program are being held to their control time (i.e. delayed into the constrained period). This is often a GA issue when they change their intended departure time due business needs, weather, etc. With some exceptions, it would be rare for an air carrier to intentionally be in this situation. Specialists can move a flight ahead of IGTA, but it skews Program Delay because that is calculated as CTA-BETA.

The team discussed previous parking lot items leftover from GDPE. Frank will review these items to determine whether they fall under the CAT tasking. 

Day 2 

09/13/2013

Johnny Garza, the ATCSCC director, came to the CAT meeting to discuss issues similar to what Frank had discussed; i.e. CSG membership, governance, and handling of sub-team recommendations in addition to the CDM ‘Brand’, the webpage and sub-team interactivity. 

After mulling over this issue overnight the CAT again discussed the issue of handling Previously Controlled flights in a GDP. The group still agreed to recommend removing the control flags and sorting all non-exempt flights by IGTA. The CAT began composing a recommendation document. 

Brian Holguin from TBFM came to discuss his group’s efforts. Release 4.01 will come out sometime in November which will include the TBFM element additions to the ADL (TBFM status and time).

CAT has decided to wait until the TBFM Scheduling Times begin appearing in TFMS before proceeding with our recommendation about how this data should be used to update the ETD/ETA in TFMS.

CAT decided to begin drafting another recommendation on how to handle slots for flights that have departed and have an ETA prior to the start of the program (plus some pad, i.e. 15-30 minutes). Jill will pull data to see how much difference there is between the ETA just prior to departure and the ARTA for flights arriving in the hour prior to a program. This will be used to determine how much pad is needed prior to the start of the program. Jill will also look at LRTD (or P-time for GA) and ARTD to see how much difference there is. Automation will compress these eligible slots towards the end of the program using the same rules that AC and SCS follow.

Consensus:  once airborne, release the slot (slot override) for general use.
The UDP ‘Reserve Rate’ was discussed in relationship to upcoming FLL construction. Jill noted that there is a widespread misconception that a reserve rate is needed when setting up what is essentially a GAAP type program but using UDP. This would be for situations where demand is below capacity but an unknown number of pop-up flights is anticipated. A reserve rate above zero simply adds that much demand to a program in the form of pseudo-flights. These pseudo flight slots also receive delay and cause all other flights in the program to receive additional delay. A modeled example of a FLL GDP using a 24 AAR and a reserve rate of both 0 and 4 showed that the distribution of “open” slots was similar but the delay incurred by the known demand was almost doubled when reserve slots were added. This is a training issue. A reserve rate only needs to be set if the demand is equal to or above the airport capacity and pop-up slots are needed. Jill pointed out how during an ORD snow storm, she was asked by a specialist why the delays were so high for the GDP that had been published. She pointed out that the program had been created with a reserve rate set. The likelihood of pop-up flights wanting to operate into an airport during those conditions was highly unlikely.

Next CAT Telcon 1100EDT 9Oct
