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Abstract

As part of the daily management of the National Airspace System, FAA traffic
management specialists implement traffic management initiatives such as aircraft reroutes,
miles-in-trail restrictions, ground stops, and Ground Delay Programs. The effectiveness of
these traffic management initiatives could be improved if traffic management specialists had
decision support capabilities that would allow them to simultaneously evaluate the effects of
collections of traffic management techniques and airspace user actions before they are
implemented.

This report summarizes the results of Concept Exploration research performed by
CAASD, during fiscal year 1999, on a capability to assess the impact of proposed collections
of traffic management initiatives on the Nationa Airspace System.

KEYWORDS: Traffic Flow Management, Concept Exploration, Integrated Impact
Assessment, Collaborative Decision Making, Strategy Evaluation
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Section 1
| ntr oduction

The Center for Advanced Aviation System Development (CAASD) of the MITRE
Corporation has been providing Concept Exploration (CE) support to the Traffic Flow
Management (TFM) Research and Development Branch of the Federal Aviation
Administration (FAA). Integrated impact assessment is one of the capabilities being
addressed by CAASD as part of this support.

The primary purpose of CE research isto establish the technical and operational viability
of a concept and its potential benefits. Results from CE research will provide the FAA with
abasis for decision making on the commitment of funding for further development of the
subject capability. Transition criteria have been defined by the FAA for use in evaluating
whether or not a capability should be transitioned from the CE phase to the Concept
Development (CD) phase, for which funds are allocated for further research and
development. Transition criteria addressed by CAASD as part of CE of an integrated impact
assessment capability are presented in Table 1-1. FY 99 activities were focused on the
Requirements/Operational Concepts criteria and Open Issues component of the Wrap-up
criteria.

1.1 Purpose

This report summarizes the results of research performed during the past fiscal year on a
capability to assess the impact of proposed collections of Traffic Flow Management (TFM)
initiatives on the National Airspace System (NAS). It discusses operational needs, presents a
candidate operational concept, identifies significant operational issues, and identifies
research and development needs which should be addressed as part of the CD phase for the
integrated impact assessment capability.

1.2 Scope of Concept Exploration for an Integrated | mpact Assessment
Capability

The scope of CAASD’s CE for an integrated impact assessment capability has been
limited to establishing the needs and basic requirements for the capability for the 2005 time
frame.

Research and devel opment for some of the decision support capabilities discussed in the
strawman operational concept have taken place as part of the CE/CD activities performed by
CAASD for astand-alone milesin trail (MIT) restriction (Abrahamsen et a., 1998) impact
assessment capability and a stand-alone collaborative routing capability (Carlson and
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Rhodes, 1998). The results of this research and development work are not addressed in this
report.

1.3 Audience

The intended audience for this report includes TFM service providers, system developers,
and FAA sponsors of TFM research and development.

1.4 Background

As part of the daily management of the NAS, FAA traffic management specialists
implement TFM initiatives such as aircraft reroutes, MIT restrictions, ground stops, and
Ground Delay Programs (GDPs). The specific details of these initiatives are based on the
characteristics of the situation, the traffic management specialist’s knowledge of the airspace
and its routine traffic patterns, and the traffic management specialist’s knowledge of TFM
initiativesin effect at that time.

Today, with the exception of GDPs, the traffic management specialist develops these
initiatives without the benefit of any decision support aides to assess their potential effect on
NAS-wide operations. For instance, while a set of reroutes is designed to eliminate some
known sector congestion, it could simultaneously create congestion in one or more
downstream sectors. This new problem leads to the establishment of other “ripple” TFM
initiatives. This phenomenon occurs on aregular basistoday. A clear need exists to explore
the concept of an integrated impact assessment capability.

1-2
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Table 1-1. Concept Exploration Transition Criteria Addressed by CAASD

Concept Exploration Transition
Criteria

CAASD Concept Exploration Results

Requirements/Operational Concepts
Problem definition/clarification

Initial operationa needs document

Operational concept - strawman

Sufficient understanding of the problem to determine a
need for a solution and the feasibility of implementing a
solution in the 2005 timeframe

Consensus on operational need subject capability will
address

Capability for demonstrating and evaluating alternative
concepts

Preliminary participant roles and responsibilities,
information exchange requirements and desired
behaviorg/interactions

Preliminary operationa, functional, data and system
interface requirements

Cost/Benefits Analysis (CBA)
Initial description of benefits

Benefits estimate - preliminary

Narrative on anticipated FAA and user community
benefits from implementing subject capability

Benefits presented in primarily qualitative terms, from
both the FAA and user community perspectives (limited
quantitative results anticipated in time available)

Wrap-up
List of open issues

CD Phase Plan

Technica and operational issues which need to be
addressed by a more robust evaluation capability, or
when a specific technical implementation approachis
selected

Recommendations for eval uations and additional
devel opment during Concept Development Phase

1-3
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Section 2
Problem Clarification

2.1 Integrated | mpact Assessment Problem Definition and Clarification

In today’ sNAS, avariety of TFM initiatives are applied in order to maintain a balance
between demand imposed by airspace users, and the capacity available from NAS resources
such as airports, sectors, airways, and fixes. Demand is defined by scheduled and
unscheduled use of the airspace, and varies on a minute-by-minute basis. The capacity of
NAS resources also varies on a minute-by-minute basis, due to such phenomena as weather
or changesin airport capabilities.

For the most part, today’s TFM initiatives are applied with benefit of only limited
understanding, beyond that of the traffic management specialist’s personal experience, of
how theinitiatives individually and collectively will affect the en route traffic flows or the
ability of airports to respond to the resulting changesin arrival and departure traffic. Thisa
priori decision making frequently leadsto TFM initiatives that are inefficient, ineffective, or
counterproductive. For example, an excessive MIT restriction can result in departure delays
at feeding airports that cause sufficient airport gate or ramp congestion to interfere with
arrival traffic. If the effect on arrival traffic is severe enough, ground stop initiatives may
have to be implemented.

With the exception of GDPs, MIT restrictions, ground stop initiatives, and reroute
initiatives are frequently devel oped with only limited discussion or collaboration with
airspace users. Traffic management specialists are not always able to take into account
airspace user preferences or their willingness to help in mitigating the problem, because of
current limitations in information exchange capabilities.

Research and devel opment efforts are underway today to provide decision support tools
that will provide traffic management specialists with the ability to evaluate the potential
impact of asingle TFM initiative on aNAS resource. The Flight Schedule Monitor (FSM) is
an example of such atool. It allows traffic management specialists to evaluate the potential
effect of airport-specific GDP proposals. An estimate of the delay imposed by a proposal
can be quickly determined, allowing for refinement of the proposal beforeit isimplemented
asaTFM initiative. The Collaborative Routing Coordination Tool (CRCT) set of
capabilities, currently being researched, is another example. It will alow atraffic
management specialist to determine the potential effects of proposed reroutes, including
identifying sector capacity versus demand over time.

2-1
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Neither capabilities, however, take into account existing TFM initiatives; nor do they
allow for the simultaneous evaluation of other proposed initiatives. Therefore, the “perfect”
reroute plan defined through the use of CRCT could adversely affect the arrival flow
anticipated for the “perfect” GDP defined through the use of FSM.

2.2 Initial Operational Needs

The effectiveness of FAA TFM initiatives could be improved if traffic management
specialists had decision support capabilities (procedures as well as automation tools) that
would allow them to simultaneously evaluate the effects of collections of traffic management
initiatives and airspace user actions before they are implemented. Initiatives such as
reroutes, MIT restrictions, ground stops, and GDPs would have to be accommodated along
with user initiated actions such as schedule changes, flight cancellations, and diversions.

Based on work completed to date, a decision support capability to assess the impact of a
combination of TFM initiatives should do the following:

» Have accessto accurate and timely airspace user demand data that takes into account
active (at the time of the evaluation) and proposed flights, filed or historical routes (for
flights not filed), and proposed departure schedules

» Takeinto account active and proposed NAS characteristics (for example, sectorization
and sector thresholds)

» Takeinto account existing TFM initiatives

» Allow the traffic manager to define, in terms acceptabl e to the airspace user, asingle or
collection of TFM initiatives for evaluation

» Allow for the input of airspace user oriented preferences or exemptions
* Providefor arapid evaluation response

* Provide output in the form of quantitative metrics that are appropriate for the resources
affected

* Provide for the sharing of output to support collaboration with other FAA facilities and
airspace users

2-2
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Section 3
Candidate Operational Concept

3.1 Assumptions About the Operating Environment in 2005

This operational concept makes the following assumptions about Air Traffic Management
(ATM) operations in the target time frame, 2005:

The ATM automation system accepts airspace user flight intent information and
places the data into a database accessible by other automation systems, in particular,
the Integrated Impact Assessment Tool (I1AT).

Most, if not all, automation tools available to the Command Center are also available
to other TFM facilities.

Given atime of arrival at an airport or alocation in airspace, TFM and airspace users
use (independent) automation systems to help estimate the time of departure to
achieve the time of arrival, given forecasted weather, capacity, and demand
conditions.

Weather forecasting is more accurate than today — in particular, the location, size,
strength, movement, and duration of convective activity.

Although air carrier schedules are published, at the beginning of each day airspace
users send any known changesin flight intent to the ATM automation system, and,
throughout the day, send revisionsin flight intent as the information is known to the
airspace user. Thisincludes changesin flight route, altitude, and speed, aswell as
changes in departure time, arrival time, and times at specified fixes or waypoints.
Specific related terminology used in this paper includes the following:

— Replan —to make changesin flight route, altitude, time of departure, or time of
arrival to an airport or fix; replanning is done by the air carrier prior to
departure.

— Reroute —to make changes in flight route or altitude after departure. The
changes can be requested by the airspace user (pilot or Aeronautical
Operational Center [AOC]) or the FAA (controller or traffic manager).

Flights generally are not required to fly Air Traffic Control (ATC)-preferred routes,
as are known today. Airspace users are able to fly any path, subject to such ATM
constraints as closed airspace or TFM initiatives implemented to manage demand-
capacity imbalancesin the NAS.

3-1
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* The FAA does not initiate rerouting, except for reasons of safety or if aflight is not
conforming to the TFM constraints.

* ThellAT isintended for use by traffic managers and is not necessarily envisioned for
use by the AOC.

3.2 Scenario

The scenario given below describes aflight day in 2005 when a weather system, worse
than anticipated in the early morning, is predicted to begin six hours hence and interrupt east-
west traffic flows in the contiguous United States (CONUS). With input from traffic
managers at the affected en route centers, the Command Center specialist uses an automated
capability, called the I1AT, to evaluate the impact on the NAS of various TFM strategies,
taking into consideration any TFM initiatives aready planned. Used in thisway, the IIAT is
a“what if” tool, testing out a strategy and calculating how well the strategy plays out
according to a set of defined metrics.

The Command Center specialist evaluatesthe IIAT results for each strategy, and, with
input from the local traffic managers, selects the strategy that best meets TFM’ s objectives
for the day. Throughout the day, airspace users are kept informed of the situation in the NAS
and of strategies being considered by TFM personnel. Airspace users adjust their own plans
as needed, and inform the ATM system of any replans or other schedule changes.

Additionally, the IIAT is used to develop atemporary organized route structure around
an impassible weather system, and to evaluate individual airspace user requests for
replanning.

Although the subject of this operational concept is a capability to help assess the impact
of implementing multiple TFM strategies, this scenario describing how the tool is applied
also implies a concept for the following:

» How the users of the capability (traffic managers at the national and local TFM
facilities) and airspace users (primarily AOC personnel, such as flight dispatchers)
interact

* Rolesand responsibilities of national and local traffic managers, as well as of the
AOC

» Thedecision support systems they use
» Operating procedures that may not be in place in today’ s environment

The scenario description is organized so that the situation, actions, and interactions are
described on the left. Any comments or questions associated with the scenario are listed on
theright. Furthermore, the following convention has been used to enhance readability of the

3-2
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scenario: solid horizontal lines separate time frames, while dashed horizontal lines separate

activities within the time frame.

Events

Comments

1000Z. GDPiscreated for EWR

Due to planned maintenance on runway 22R at Newark Airport
(EWR), aGDP will bein effect at EWR for arrivals originally
scheduled between 1400Z and 2400Z. This GDP has been
announced for several days, and all air carriers have aready made
plans for the incurred delays to EWR.

The Command Center runs the software for the GDP, and the
software issues a Controlled Time of Arrival (CTA) for each
affected flight to EWR. Inturn, the air carriers have an opportunity
to manage these allocated arrival slots. That is, considering the
carrier’ s business objectives for today and following procedures
agreed to by the airspace users and the FAA, the carrier’s AOC
personnel decide which among its flights to assign to the arrival
slots alocated by the GDP software. The AOC uses in-house
software to calculate a departure time range for each flight affected
by the GDP, and submits these time ranges to the ATM software.
The time range represents the earliest departure time and the latest
departure time that enables the flight to fly the desired route and
achievethe CTA. Inturn, the ATM software issues a departure time
that is within the time range submitted by the AOC. The AOC
incorporates this information and submits revised flight intent
information to the ATM automation system.

Thisscenario is
hypothesizing how
departure times are
calculated once an
airspace user is
issued aCTA.

1100Z. Initial CCFP shows no sever e weather

The Collabor ative Convective For ecast Product (CCFP), prepared
by ateam of air carrier meteorologists and ATM weather providers,
has been published on the ATM website. At thistime, the CCFP
indicates moderate precipitation in the midwest throughout the day;
no convective activity for CONUS is forecast.

1430Z. I1AT generates FCAs

Weather conditions in the midwest have changed. Airline
meteorol ogists have been conferring with the ATM weather
provider. The CCFP team now forecasts popcorn storms to form
from Wisconsin to Oklahoma. A line of such stormsis threatening
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to develop in afew hours, severely impacting traffic through
Minneapolis Center and Kansas City Center. According to the ATM
weather provider, severe weather isforecasted to last from 1730Z to
2100Z, with a near-line of impenetrable storm cells from 1900Z-
2030Z. The weather system is predicted to move east southeast.
The CCFP team publishestherevised weather forecast on the
ATM website.

The Command Center specialist prepares the weather forecast for
input to the Integrated Impact Assessment Tool. The AT creates
a Flow Constrained Area (FCA) for the beginning of the weather
system. Since movement and growth information are included in
the forecast, the IIAT is able to create an FCA for the forecast for
every 15 minutes for which the weather system isin effect.

An FCA isafour-dimensiona outline encasing that portion of
airspace whose capacity is severely reduced, due to such reasons as
lightning activity. The IIAT generates a set of FCAS, each
applicable for a 15-minute time frame (or as adaptable by the
Command Center).

A Command Center specialist evaluatesthe set of FCAsto see
whether, based on the specialist’s analysis, the FCAs need to be
refined in size, shape, location, and time parameters. If needed, the
specialist can alter these details about the FCA. After consulting
with the CCFP team, the Command Center specialist makes asmall
change in the shape and location of the FCAsin the 1900Z-2100Z
timeframe. An example of the resulting set of FCAsisillustrated in
Figure 3-1.

34

In an advanced
version of 1IAT,
there will be no
need for pre-
processing of the
weather forecast.
Thetool will have
access to the
database containing
the weather
forecast.

Thiswould be a
new role for the
Command Center.

[J 2000 The MITRE Corporation. ALL RIGHTS RESERVED.



Jacksonvi | IfE

Fort Worth

Al buquer que

Figure 3-1. FCAs Constructed Around Severe Weather as Forecasted for 1900Z-
2030Z at 1130Z

3-5

[J 2000 The MITRE Corporation. ALL RIGHTS RESERVED.



The Command Center places a two-dimensional depiction of the
FCAson the ATM website. Furthermore, the data specification
of the set of FCAsis made accessible electronically. (Electronic
access to the FCA specifications allows air carriers to input the
FCAsinto their flight planning and flight following systems, and
allows flight service providers to incorporate the information into
their real-time systems.)

Would airspace
usersin fact find
the electronic
availability of this
capacity
information useful ?
How would they
incorporate the
information into
their in-house
automation
systems?

1435Z. 11AT isused to develop arouterestriction

The airspace users likely will replan severa flights to the north and
south of the weather system, causing a higher than usual demand for
those airspaces. In case the replanning causes congestion, as
expected, the Command Center isresponsible for developing
candidate TFM-designated routes, which are temporary
recommended flight “corridors’ created as the need arisesto
organize traffic flows around severe weather systems, closed Special
Use Airspaces (SUAS), and other airspaces with severely reduced

capacity.

To do this, the Command Center specialist consults with the affected
TMUsto identify today’ s objectives for the TFM-designated
routes, and trandates the objectivesinto “rules’ for the IAT. For
example, ahigh priority objective today isto avoid placing a TFM-
designated route over the North departure fixes of Dallas-Fort Worth
airport. Likewise, the Minneapolis TMU makes asimilar request to
minimize impact on departures from Minneapolis airport.

The Command Center speciaist usesthe IIAT to analyze the latest
estimates of flight intent, as supplied by the airspace users, and to
identify traffic flows. ThellAT identifies several candidate
TFM-designated routes and deter mines the appropriate number
of routes according to the specified rules. Asrequested by the
Command Center, the I1AT lists the three sets of routes best meeting
today’ s objectives.

3-6

In this scenario,
these TFM-
designated routes
(similar to today’s
en route “ SWAP
routes’) are created
and coordinated
among all affected
TFM facilitiesvery
early in the day,
and are tailored to
the situation and
needs of that day.

Thisideaof TFM-
designated routesis
similar in many
respects to the
notion of using
tracks to manage
oceanic trafficin
the Pacific and
North Atlantic
today. Thereare
lessons to be
learned from that
experience that
could help refine
how TFM-
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The Command Center communicates these results with the TMUs, | designated routes
and, after consulting with them, selects route set R — consisting of are generated as
three routes for eastbound traffic and two for westbound traffic—as =~ Well asto work on

illustrated in Figure 3-2. the operational
I Ssues associ ated

with using TFM-
designated routes.

It isaconjecture
that TFM-
designated routes,
as described here,
would be good
solutions for
managing an en
route demand-
capacity imbalance.
Additional research
would need to be
done to estimate the
feasibility.
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1445Z7. I1AT isused to identify metered entry points

Itislikely that in addition to TFM-designated routes, the Command
Center will need to establish rate requirements along those routes or
implement MIT restrictions. If so, there likely will be delaysin
departure for those flights choosing the TFM-designated routes.

In case MIT restrictions will become necessary, the Command
Center usesthell AT to identify metered entry points, locations on
each TFM-designated route where aflight can enter the routein an
orderly manner. These points are used by the IIAT inits calculation
of impact on the NAS. (See Figure 3-3.) Information used by the
[IAT to determine the metered entry points could include the
following:

» Pathsof flights prior to traversing the TFM-designated route
» Path crossing complexity

* Spacing needs of the metered entry pointsin order to maintain
safety and achieve the MIT spacing

» Altitude restrictions, such as for direction

» Aswith the location and shape of the TFM-designated routes,
the Command Center confers with the TMUs in refining the
location of the metered entry points.

The Command Center publishesthe set of TFM-designated
routes, and the associated metered entry points and altitudes on
the ATM website. The Command Center message states that if the
weather materializes as forecast and if demand remains great, the all
flightsin this airspace will be required to fly the TFM-designated
route set R.

Research needs to
be done on how to
determine
necessary and
sufficient TFM-
designated routes
and metered entry
points — for
example, how
many, where
located, start of
route, end of route,
and so forth.

Other research
includes the
following:

* whether
secondary routes
to deliver traffic
to the metered
entry point
would become
necessary

» safeand
effective ways
of merging the
traffic from the
secondary
routes

» safewaysto
change altitudes
onceon a TFM-
designated route
(for example, to
take advantage
of available
capacity or
favorable
winds)

3-9
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Or, isit possibleto
have a Free Flight-
like environment
prior to traversing
the TFM-
designated route?

In this scenario al
airspace users
traversing the
affected airspace
would be required
to fly the TFM-
designated routes.

metered entry points
to TFM-designated
route R1

Figure 3-3. Examplesof Metered Entry Pointsfor a TFM-Designated Route
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1446Z. Command Center and TM Us consider various strategies

In the meantime, Minneapolis Center TM U usesthe I AT to help
estimate the en route center’s sector capacity over time based on
the weather forecast. The traffic manager at the TMU has the
capability to adjust the capacity predictions, as hecessary — for
example, in accordance with the skill mix of the day’ s staffing of
controllers.

Minneapolis TM U beginsto consider initiatives to help manage
the additional volume of traffic through Minneapolis Center
airspace. Among the options Minneapolis TMU consi derdlare the
following:

» Use of the selected TFM-designated routes

Spreading the overflight demand to Minneapolis Center through
acombination of MIT restrictions or delayed departure times

Call-for-departure restrictions for internal and first-tier
departures for Minneapolis Center

Coordination with Nav Canada for increased use of their
airspace for rerouting and replanning options

Reconfiguration of Minneapolis airspace to accommodate the
anticipated changes in traffic flow

Minneapolis TMU communicates these initial thoughts to the
Command Center. Similarly, other en route center TMUs have been
considering some initiatives to manage unusual traffic demand
through their sectors, and they communicate their ideas to the
Command Center. The Command Center publishesall the
centers' considerationsabout today’s TFM strategieson the

ATM website, for information purposes only.

It is proposed that
the IIAT perform
the task of capacity
estimation.
However, whether
done by IIAT or by
another automation
system, it seems
reasonabl e that
capacity calculation
could become
automated. Further
research on such a
capability would be
needed.

Isthis areasonable
division of
responsibility
between local and
national TFM
facilities?

1 All TFM initiatives that impact other en route centers are coordinated with the Command Center.
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14477. Airspace usersrespond to weather forecast with
schedule adjustments

Also in the meantime, air carrier ABC's AOC has been monitoring
the ATM website, noting the CCFP weather forecasts and
corresponding FCAs. The AOC has aso studied the possible
initiatives that each en route center TMU has been considering for
managing currently projected demand through its airspace. The
carrier’s experience has been that when it is proactive in replanning
flights, the results are more satisfactory than when the changesto
the schedule are left to ATM to decide. Hence, ABC re-examines
its business objectives for that day and explores replanning some
flights.

ABC hasahub at Chicago O’ Hare (ORD) where its operations
represent 40% of the arrival and departure traffic. Theair carrier
makes the following adjustmentsto its schedule for flights that
would otherwise be adversely impacted by the reduced capacity in
the midwest:

* Replan 60% of its east-west traffic to fly the airspace in which
the TFM-designated route set R is located

* Replan 20% to fly outside the airspace for TFM-designated
routes, including Canadian airspace (as negotiated between the
Command Center and Nav Canada)

» Since some of ABC’ s airframes are capable of flying at
altitudes greater than the FCA ceiling, replan these few flights
to fly above the FCA ceiling

* Release some flights at their scheduled departure but fuel for
additional minutes of airborne holding, if needed

» Delay departure of 30% of its O’ Hare arrivals coming from the
west that were originally scheduled to arrive in the 1730Z-
1830Z time frame

» No action as yet on canceling, but consider cancellation of as
many as 20 flights, if needed

Atthistime, itis
not known whether
TFM-designated
routes will be
implemented, only
that they are being
considered asa
strategy. Airspace
users are not asked
to state a preference
foraTFM-
designated route or
ametered entry
point. In their
replanning, airspace
users are stating
their intended flight
path, in case the
situation improves
to the point where
TFM-designated
routes are not
necessary.

Would airspace
users prefer to state
apreference (or set
of ordered
preferences) for
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TFM-designated
routes — for
example, first
choiceisRlaat FL
350, second is R3b
at FL 370, etc.? If
S0, at what timein
the process would

this be useful ?
ABC sends changesin flight intent to the ATM automation Would the airspace
system. The Command Center notesthe large number of users and traffic
voluntary adjustments that ABC has made to its fleet schedule. managers want to
Similarly, other air carriers adjust their fleet schedules and notify have a system
the Command Center of their intended changes. where “good
deeds’ are

remembered and
rewarded, asis
shown later in the
scenario?

This scenario
suggests that
airspace users
submit changesin
flight intent
whenever they
know about them.
In redlity, would it
be more practical to
establish known
times for changes to
be submitted — for
example, on the
hour?
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1515Z. 11AT isused to evaluate candidate TFM strategies

The [IAT, which is continuously running, updates its demand
estimates with the revised flight intent data. The Command Center
and en route center TMUsindependently review the new
demand/capacity projectionson the [IAT. Whiletheair carriers
own early initiatives have spread demand across time and to less
congested airspace, demand estimates through Minneapolis and Fort
Worth Centers are still high.

In a conference session requested by the Command Center, these
TMUSsreconfirm the need for TFM initiatives, including
implementing the set of TFM-designated routes identified earlier
today, delaying some departures, doing FAA-initiated rerouting (if
necessary)g} and implementing MIT restrictions.

In addition, some TMUs have requested ground stops for the time
period during which the storm is expected to be over their en route
centers’ airports. Theseinclude the following airports and time

frames;
Kansas City (MCI) 1900Z-2030Z2
Tulsa(TUL) 1900Z-2030Z
Oklahoma City (OKC)  1900Z-2000Z
St. Louis(STL) 2000Z-2100Z

2 |nthe 2005 time frame, it is assumed that the flight routes identified in the flight plan are the routes the
carrier wants flown, and that it is preferable to delay departure as long as needed rather than have the FAA
determine an alternate route. Thus, in general, traffic managers will not need to require that flights be rerouted
(while airborne) except to get them onto the TFM-designated routes, in those cases where the airspace user has
not altered the flight plan to do so.
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The Command Center usethellAT to evaluate theimpact of the
ground stop initiatives. Examples of candidate metrics used by the
[IAT are shown in Table 3-1. The Command Center inputs the
following information into the [1AT:

* Details about the only other TFM initiative in place or planned
for the day, the GDP at EWR

» The names of the airports for which a ground stop is desired and
times of the ground stops

As expected, the IIAT indicates severe delays across the NAS. (A
capability of the IIAT that the Command Center did not invoke at
thistimeisto calculate revised arrival times and departure times for
affected flights. Thiswill be done at the next step.)

Table 3-1. Examplof Metrics Used by the [IAT to Measure I mpact of aTFM

Strategy on the NAS

rates

How well thisinitiative would keep sectors, airports, or fixes
from being saturated, but still keep demand at close to capacity

The ability of arrival airports to manage to the resulting arrival

Delaysin minutesfor flight arrivals to key selected cities
Delaysin minutes for flight departures at key selected cities
Level of any resulting ground congestion at key airports

3 These are suggestions of some metrics to help traffic management personnel. Are these useful metrics?
Research needs to be conducted to identify the correct metrics and to determine how to calculate them.
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Next, the Command Center usesthe Il AT to evaluate different
strategies for managing heavy traffic flows around the
thunderstorm. The strategies being considered include variations
in MIT restrictions for flights intending to fly the airspace with the
TFM-designated reroutes. The strategies selected for evaluation are
the following:

* No MIT restriction along any of the TFM-designated routes

* Thesame MIT aong each TFM-designated route — for example,
15, 20, or 25

» Varying the MIT restrictions among the routes (for example, 20
MIT aong R1, 30 dong R2, etc.)

Constraints or guidelines used by the IIAT in evaluating the
strategies include the following:

* The GDP at EWR, developed at 1000Z

» Planned short-term ground stops to selected midwest airports,
as described above

Generaly, the procedures used by the Command Center to apply
the [l AT arethe following.

1. If aGDP isto be implemented, the Command Center inputs
such GDP data as the following:

» Which flights to the GDP-affected airport have assigned
CTAs

2. If aplanned ground stop isto be implemented, the Command
Center inputs such ground stop data as the following:

» The ground stop-impacted airport
* Thetimes during which the ground stop isin effect

3. If TFM-designated routes are being used, for those flights
whose intent isto fly in the airspace where TFM-designated
routes arein effect, the [1AT “matches’ an airspace user’s
intended flight route as close as possible to one of the TFM -
designated routes. The matching is done according to
algorithms jointly agreed to by the airspace users and the FAA.
Examples of considerations built into the algorithms could
include the following:

Although in this
scenario the AT is
evaluating various
MIT restrictions
(constrained by the
GDP and ground
stop initiatives), the
[IAT isableto
evaluate severad
kinds of TFM
strategies.

It is suggested that
for an advanced
version of 11AT, the
airspace users be
ableto state
preferencesin
TFM-designated
routes, along with
one or two alternate
choices. Rules
developed by the
airspace users and
the FAA on
equitable methods
of granting user
requests would then
need to be

devel oped.

This scenario states
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* Timeflown

» Distanceflown

» Airspace user’ sintended cruise atitude
» Altituderestrictions, if any

that the order in
which the llIAT is
operated is
following: first,
information about

* Fuel consumption al known
. constraints or
Alrspace user request planned TFM
. If MIT restrictions are being evaluated as part of the strategy, initiatives (for
the following data areinput into the I1AT for each TFM- example, GDP,
designated route: ground stops); next,
SITE - A the strategy being
e MIT restriction, including the following:
_ .g _ g evaluated. The
— the number of milesin trall order in which
— associated segment of the TFM-designated route constraint
» For example, 30 MIT between Rlaand R1b, 20 MIT information is
between R1b and R1c, etc. entered affectsthe
o Start timeof MIT restriction outcome of 11AT.
For example,
» Stoptimeof MIT restriction suppose the GDP
5. For flights traversing the TFM-designated route, the AT Lrgrormfﬁ on s mgut
calculatesatimeof arrival at a metered entry point for the o or.ef € g;tqun.
TFM-designated route. These time-at-metered-entry-points are th(()eFr)u Itﬂeorrgullton,

based on the following: would be different

from inputting
ground stop
information first.
In this scenario
then, the IIAT can
only evaluate one
strategy at atime.
It is suggested that

* Rulesof engagement (including rules of fairness), agreed
to earlier by the airspace users and the FAA

» The assumption that airspace users want to keep the same
sequence of arrivals and departures for flights that fly the
TFM-designated routes with the exception of flightsto
airports for which a GDP or planned ground stop will be in
effect

* Inthecaseof aGDP, the IIAT gives priority to any flight

that has been issued a CTA (by the GDP software) an & venced
_ . version of [IAT be
— Therefore, the IIAT attempts to assign atime-at- capable of
metered-entry-point such that aflight’s CTA can be evaluating

achieved

* Inthe case of aplanned ground stop, the IIAT delays
departure of aflight to ensure that it does not arrive at the
affected airport during the period for which the ground stop

combinations of
several strategies.
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isin effect. Furthermore, the IIAT assigns a departure time
that allows for some airborne holding near the ground-
stopped airport so that demand will be available when the
ground stop is lifted.

6. ThellAT calculatesarevised departuretime to enable the
affected flight to achieve its time-at-metered-entry-point.

7. ThellAT calculatesarevised timeof arrival.

8. ThellAT calculatesvaluesfor each of theimpact metrics.

1530Z. Command Center selectsTFM strategy

The l1AT has finished evaluating each strategy. The Command
Center studies the results and sel ects the following strategy:
* TFM-designated route set R from 1800Z to 2030Z
* RI1: 25 MIT restriction from metered entry points ato b,
20 MIT restriction from metered entry points b to c,
15 MIT restriction thereafterf] from 1915Z to 20002
R2: 15 MIT restriction from 1915Z to 2000Z
R3: 20 MIT restriction from 1900Z to 2030Z
R4: 15 MIT restriction from 1900Z to 2000Z
R5: 20 MIT restriction from 1900Z to 2030Z

For each strategy involving aMIT restriction, the IAT has
calculated the times-at-metered-entry-point, expected arrival time,
and departure time for each affected flight.

This information is communicated to each affected airspace user.
Figure 3-4 shows an example of the resulting changesto ABC
airline' s schedule at this point, including the matched TFM-
designated route, the time-at-metered-entry-point, the entry
altitudes, the revised departure time, and revised arrival time.

4 The greater spacing at the beginning of the TFM-designated route is to enable flights to merge onto the route
at the metered entry point at the spacing necessary for traffic on the remainder of the route to be able to
maintain the required MIT.
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from LAX :

flight departure | departure | TFM-designated | time-at- | arrival time | arrival time | arrival
number | timebefore | timeafter | route & metered | metered- before after IIAT | airport
AT AT entry point, entry- AT processing
processi ngEl processing | entry dtitude point processing
ABCO001 1700z 1800z R3a FL350 1900z 2200z 2310z IAD
ABC135 17157 1830z R5a FL330 1930z 20457 22207 ATL
ABC246 17452 17407 R3a FL370 18357 22457*GDP | 22452*GDP | EWR
ABC5678 | 18002 na na na 21302 21302 ORD
from SAN:
flight departure | departure | TFM-designated | time-at- | arrival time | arrival time | arrival
number | time before | timeafter | route & metered | metered- before after IIAT | airport
AT AT entry point, entry- AT processing
processing | processing | entry atitude point processing
ABC369 | 1630z 17052 R5a FL310 1810z 2030z 21407 CVG
ABCA478 16502 1800z R5a FL330 18557 19507 20557 MCI
ABC690 1800z 19057 R3a FL390 2010z 2130z2 21557 ATL

Figure 3-4. ABC Airline's Schedule after I1AT Processing

S Because the AOCs submitted flight intent changes earlier in the day, in response to the weather forecast,
some of these departure times are different from the published departure times.

6 The AOC replanned flight ABC567 through Canadian airspace, thus avoiding any airspace containing the
TFM-designated routes.
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1545Z. AOCsrespond to TFM strategy

ABC’s AOC has been waiting for these revisions, and studies the
HAT results for flights departing from Los Angeles (LAX) and San
Diego (SAN) airports. The AOC notes the following:

» ABCflightsfor Newark, for which a GDP isin effect, have
received times-at-metered-entry-point to enable them to
arrive at Newark at the time assigned by the GDP software.
In the case of flight ABC246, this has meant an earlier
departure time of five minutes (but not earlier than the
original departure time, aslisted in the Official Airline Guide
publication).

* Flight ABC478 from San Diego to Kansas City, for which a
planned ground stop isin effect from 1900Z to 2030Z, has

been delayed so that it would arrive after the planned ground
stop was no longer in effect.

In addition, the AOC is concerned that flight ABC001, a high
priority flight from Los Angeles to Washington Dulles (IAD), isto
incur an arrival delay of 70 minutes, with a time-at-metered-entry-
point of 1900Z on route R3, as shown in Figure 3-4. Because of
replanning done earlier in the day, ABCO001’ s departure time had
aready been pushed up from the published departure time. ABC001
has a high percentage of full fare passengers who need to connect to
an ABC flight to Europe. An additional delay of 70 minutes would
cause the passengers to miss this connection.

Upon further inspection, the AOC notes that flight ABC369 from
San Diego to Cincinnati (CVG) has been given atime-at-metered-
entry-point of 1810Z on route R5. In comparison to the rest of the
air carrier’sfleet needs, flight ABC369 is not considered a high
priority flight today since most of its passengers have Cincinnati as
thelir final destination.

Using ABC’ s in-house software, the AOC findsthat if it could
exchange TFM-designated routes and times-at-meter ed-entry-
point between the two flights, ABCOO01 could arrive at IAD in
enough time for the Europe-bound passengers to make their
connection. The AOC phones the Command Center to find out
whether the exchange could be made.

The Command Center usesthe |l AT to evaluatethe AOC's
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For the ABC246
flight to EWR, is
the earlier departure
time (even by five
minutes), as
calculated by the
[1AT, operationally
acceptable to the
airlines?

Note that the in-
house software
used by the air
carrier to evaluate
changesin flight
intent could, in fact,
be aversion of the
IHAT.

Implied in the
Command Center’s
evaluation isthe
notion that the
Command Center
approves an air
carrier request, in
this caseto
exchange IIAT-
allocated routes and
timedots. Isthis
process acceptable
to the airspace users
aswell asto the
Command Center?
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request, finds that thereis available arrival capacity at IAD and that

the exchange would not contribute to en route congestion, and

therefore grants the AOC’ s request, giving the requested arrival
timesat IAD and CVG. ABC makes the changesin assigned TFM-

designated routes and the times-at-metered-entry-point, and

calculates revised departure times. Then ABC sends the revised
flight intent information to the ATM automation system. The ABC-

initiated changes are shown in Figure 3-5.

from LAX :
flight departure | departure | TFM-designated | time-at- | arrival time | arrival time | arrival
number | timebefore | time after | route & metered | metered- before after IIAT | airport
AT AT entry point, entry- AT processing
processing | processing | entry atitude point processing
ABCO001 1700z 1710z R5a FL310 1810z 2200z 22207 IAD
ABC135 17157 1830z R5a FL330 1930z 20457 22207 ATL
ABC246 17457 1740z R3a FL370 18357 22457*GDP | 22452*GDP | EWR
ABC567 1800z n‘a n‘a n/a 2130z 2130z ORD
from SAN:
flight departure | departure | TFM-designated | time-at- | arrival time | arrival time | arriva
number | timebefore | timeafter | route & metered | metered- before after IIAT | airport
AT AT entry point, entry- AT processing
processing | processing | entry dtitude point processing
ABC369 1630z 17552 R3a FL350 19002 2030z 22302 CVG
ABC478 1650z 1800z R5a FL330 18557 19502 20552 MCI
ABC690 1800z 19057 R3a FL370 2010z 2130z 21557 ATL

Figure 3-5. ABC Airline's Schedule after Managing to Its Allocated Metered Entry
Point Slots
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1800Z. Command Center manages unexpected available
capacity

The weather system is not materializing as was expected earlier in
the day. That means that there will be more capacity available in the
midwest this afternoon than predicted. The changes in weather
forecast and in capacity are published in the ATM website.

The Command Center remembers that some air carriers, including
ABC, had early in the day voluntarily made significant alterationsin
their schedules to decrease congestion in the midwest. The TFM-
designated route restriction will not be lifted. Rather, the
Command Center telephonesthe AOCsof theseair carriers
and, applying rules developed by the air space users and the
FAA, offerstheseair carriersthe extra capacity. ABC AOC uses
itsin-house software to determine how it can use the available
capacity, then communicates changes on flight intent to the ATM
automation system.

What isafair and
acceptable Wa to:

» notify airspace
users about
extraavailable
capacity?

e determine who
getsto use the
available
capacity?

Is offering available
capacity to airspace
users a sufficient
incentive for the
users to cooperate
early or to
voluntarily make
schedule
adjustmentsin
order to spread
demand across
space or time?

7 See (Chambliss, et al., 1998) for an alternate treatment for managing the unexpected availability of en route

capacity.
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3.3 Key Operational Concepts

The following are key concepts about an integrated impact assessment tool, as described
in the scenario:

Although in the 2005 time frame it is expected that flights fly “off routes’, that is,
along paths developed by the airspace users to best satisfy their business needs, this
scenario suggests that when a situation warrants it, flights can be restricted to fly
FAA-specified routes, called TFM-designated routes. Furthermore, it might be
necessary to maintain arate of delivery along the routes, in the form, for example, of
MIT restrictions. It isanticipated that MIT restrictions will be placed on flights only
flying the TFM-designated routes, not, for example as is done today, on all traffic
heading for a particular airspace boundary.

The llIAT is envisioned to evaluate the impact of MIT restrictions along these routes.

Analogous to the idea of airspace users managing GDP-allocated arrival slots at an
airport, this scenario introduces the notion of time “slots’ at en route resources called
metered entry points on a TFM-designated route; these sots are alocated by the
integrated impact assessment tool in the form of atime-at-metered-entry-point.
When it isrequired to fly the TFM-designated route and when MIT restrictions arein
place, the airspace user decides which of its flights to assign to a time-at-metered-
entry-point, based on its business needs that day.

The lIAT is envisioned to be able to calculate the times-at-metered-entry-point, the
new arrival time at the airport, and the departure time of each affected flight.

The lIAT evaluates the impact of one strategy at atime, considering all existing or
planned strategies as constraints to the subject strategy. The order in which strategies
are evaluated isimportant.
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Section 4

Next Steps

A need has been shown to explore the concept of an automation capability to help traffic
managers evaluate the impact of proposed TFM strategies on traffic in the NAS. For
example, the capability would help answer questions such as the following:

* Would anincreasein MIT restriction on this route cause an unacceptable demand-
capacity imbalance elsewhere in the NAS?

» How much of arestriction would be sufficient?

* Isthisstrategy going to work?
Asthe next steps, it is recommended that additional research be conducted on the following
topics.

4.1 Metrics

One product of the IIAT isaset of values calculated for the metrics, defined by traffic
managers, indicating the impact of a TFM strategy on the NAS. A sample of possible
metricsis shown in Table 3-1. Additional research in these metricsis of the highest priority,
including the following activities:

* ldentify useful metrics
* ldentify the factors that comprise each metric
» Determine how the metric is calculated

+ Validate the useful ness of the metric

4.2 Impact Evaluation Order

The order in which strategies are evaluated by I1AT affects the outcome. In the scenario, itis
suggested that the evaluation of a strategy is constrained by the outcomes of planned or
existing strategies. Research should be conducted to answer the following questions:

* How do traffic managers determine which is the more important problem to solve?
For example, diminished arrival rate at a pacing airport versus diminished capacity in
en route airspace through which traffic flows are heavy?

* How do traffic managers compromise on a solution? What does that compromise
mean in how AT should work?
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» What factors contribute to the order in which the I1AT should evaluate strategies?
For example, strategy for the most certain problem first versus strategy for the most
important problem?

4.3 National vs. Local TFM Responsibilities

One assumption made for the scenario isthat the IIAT is available at thelocal TFM facilities
aswell as at the national TFM facility, the Command Center. What should be the division of
responsibility between local and national TFM facilities when the AT is available? For
example, the scenario suggests that the Command Center uses the tool to evaluate strategies
whose implementation affects more than one en route center. Furthermore, TMUs can offer
suggestions to the Command Center, including using the IIAT to evaluate local impact. Is
this division of responsibility acceptable?

4.4 Feasbility of TFM-Designated Routesin Managing Traffic Flows
Around Constrained Airspace

Although organized route structures are used routinely in some oceanic airspaces today,
many issues need to be addressed to determine feasibility of an organized route structure for
CONUS traffic in atime frame where the principles of Free Flight are operating. These
issues include the following:

» Isit acceptable to airspace users and to traffic managers that flights to certain
destinations or in certain airspaces be required to fly on the organized route structure,
called in this paper “TFM-designated routes’? If not, how much Free Flight would
be allowable in and around those airspaces?

» Under what conditionsis using original route structures acceptable?

* Onceastrategy involving TFM-designated routes is in place, how and when should
the routes cease being used?

* How many TFM-designated routes are necessary and sufficient to accomplish the
TFM objectives of the day?

* How isthelocation of a TFM-designated route determined?
* How feasible isthe idea of metered entry points?

* How many metered entry points are necessary and sufficient to maintain an orderly
flow of traffic at close to capacity?

* How isthe location of a metered entry point determined?

* What isthe right algorithm to match aflight’s route with the a TFM-designated
route?
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» What should be the procedures for changing altitudes once on a TFM-designated
route?

* Once TFM-designated routes are established, under what conditions would a
secondary route structure be needed to safely carry traffic to a metered entry point?

* How should such secondary route structures be established?

45 Preiminary Estimate of Operational and Economic Benefits

Completion of a strawman operational concept will alow for more focused discussions
on how both the FAA and airspace users could benefit from the capability defined in this
report. Inputs from traffic management specialists on both the local and national level, as
well as from the airspace user community, will be needed to obtain the qualitative estimate of
benefits expected from the CE phase.
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Appendix

Capability Development Priority

The scenario presented in Section 3 identifies severa tasks performed by an integrated
impact assessment tool. Assuming that this tool would be developed in different stages,
Table A-1 suggests priorities in capability development, based on the traffic management
specialists’ ability to perform these tasks today, or on the relative degree of difficulty in

implementing a capability.

Table A-1. Capability Development Priority

Capability Input Output Priority in
Development
Initial | Advanced
version | version
Generate FCAs Weather forecasts Time-series X
of FCAs
Estimate sector capacity Weather forecasts Sector X
Other airspace congtraint | caPacity
information, such as
SUA schedules
Develop route restriction TFM objectives, TFM- X
« Identify TFM-designated translated into rules designated
routes Flight intent information | fOUtes
«  Identify metered entry for al flightsin NAS Metered_
entry points

points

* |dentify altitude restrictions,
if any
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Evaluate impact of asingle Parameters of other Impact
TFM strategy when other TFM | existing or planned TFM | metric values
strategies arein place or will be | initiatives, stated as
implemented constraintsto this
strategy
Parameters of this
restriction
» Ground stop
* TFM-designated route
* MIT restriction
Evaluate impact of multiple Parameters of each Impact
TFM strategies restriction metric values
Evaluate impact of other TFM TBD Impact
strategies than ground stop, metric values
TFM-designated route, and MIT
restrictions
Calculate time-at-metered- Flight intent information | Time at
entry-point MIT restriction or route | Metered entry
rate information point
Calculate revised departure time | Flight intent information | Time of
Time at metered entry | departure
point or time of arrival
at airport
Calculate revised time of arrival | Flight intent information | Time of
arrival at
airport
Evaluate impact of areplanned | Parameters of other Impact
flight or arerouted fl ight existing or planned TFM | metric values

initiatives
Flight intent

8 Development of anew route, time of departure, or time of arrival are done by the airspace user’sin-house

software which optimizes according to the user’s objectives.
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Glossary

AOC
ATC
ATL

ATM

CAASD
CBA
CCFP
CD

CE
CONUS
CRCT
CTA
CVG

EWR

FAA
FCA
FSM
FY

GDP

IAD
[TAT

LAX

MCI
MIT

NAS

OKC
ORD

SAN
STL
SUA
SWAP

TBD
TFM
TMU
TUL

Aeronautical Operational Control

Air Traffic Control

William B. Hartsfield Atlanta International Airport
Air Traffic Management

Center for Advanced Aviation System Development
Cost/Benefit Analysis

Collaborative Convective Forecast Product

Concept Development

Concept Exploration

Contiguous United States

Collaborative Routing Coordination Tool
Controlled Time of Arrival

Greater Cincinnati International Airport

Newark International Airport

Federal Aviation Administration
Flow Constrained Area

Flight Schedule Monitor

fiscal year

Ground Delay Program

Washington Dulles International Airport
Integrated Impact Assessment Tool

Los Angeles International Airport
Kansas City International Airport
Milesin Trail

National Airspace System

Oklahoma City Will Rogers World Airport
Chicago O'Hare International Airport

San Diego International Lindberg Field Airport
Lambert St. Louis International Airport

Special Use Airspace

Severe Weather Avoidance Program

to be determined

Traffic Flow Management
Traffic Management Unit
Tulsa International Airport
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