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RESTRICTION OF LIABILITY & DISCLAIMER

Th e Federal Aviation Administration (FAA) makes no claims, promises, 
or guarantees about the accuracy, completeness, or adequacy of this 
material and expressly disclaims liability for errors and omissions in 
the contents. No warranty of any kind, implied, expressed or statutory, 
including but not limited to warranties of non-infringement of third 
party rights, title, merchantability, fi tness for a particular purpose and 
freedom from computer virus, is given with respect to the contents of 
this material or its hyperlinks to internet resources. 

Reference in this presentation to any specifi c commercial products, 
processes, or services, or the use of any trade, fi rm or corporation name 
is for the information and convenience of the public, and does not 
constitute endorsement, recommendation, or favoring by FAA.
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INTRODUCTION

Welcome to an introduction of Traffi  c Flow Management (TFM) 
for Flight Operations Personnel. Th is material will explain terms, 
techniques, and programs associated with Traffi  c Flow Management 
in the National Airspace System (NAS). As fl ight operations personnel 
and pilots, you may feel the aff ects of Traffi  c Management Initiatives 
(TMI) when fl ying into highly congested airspace, which may be 
caused by traffi  c volume, special events, or weather conditions. 

Knowing how to access relevant information and understanding traffi  c 
management initiatives will aid you in planning your fl ight, avoiding 
needless delay, and assisting you in gaining full access to the NAS.

Many customers have dedicated resources for coordinating with FAA 
Traffi  c Management personnel, but, as we will demonstrate, you don’t 
have to be an airline or large general aviation company to gain benefi t 
from understanding how traffi  c management initiatives may aff ect 
your fl ight.
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SYSTEM OPERATIONS MISSION

Th e United States Traffi  c Management System mission is to balance Air 
Traffi  c demand with system capacity to ensure the maximum effi  cient 
utilization of the National Airspace System (NAS).

In addition, the System Operations mission is to:

• Deliver the value and high quality Air Traffi  c services that our 
customers want. 

• Provide safe, secure, and cost eff ective Air Traffi  c services that 
our owners expect, now and into the future.

• Create a professional workplace for our employees to excel and 
be innovative, fostering enthusiasm and pride for our vision 
and the services we provide.

• Be accountable for our performance in providing Air Traffi  c 
services, with clear and specifi c goals linked to  our customers, 
owners, and employees.

ORGANIZATIONAL STRUCTURE

What is the relationship between Traffi  c Management and Air 
Traffi  c Control (ATC)?

Traffi  c Management is a function in all Air Route Traffi  c Control 
Centers (ARTCC), selected terminal facilities and the David J. Hurley 
Air Traffi  c Control System Command Center (ATCSCC).
  
Traffi  c Management personnel are air traffi  c controllers who analyze 
the demand on the system and implement initiatives that are relayed 
to Enroute and Terminal Controllers.  Th ose enroute and terminal 
controllers, along with system customers relay information to Traffi  c 
Management personnel for use in their decision-making process.

Controllers and system customers relay information to Traffi  c 
Management personnel for use in their decision-making process.

What is the hierarchy?

For traffi  c management issues, tower personnel work through the 
Terminal Radar Approach Control (TRACON), if available, or directly 
with the overlying ARTCC.
 
In general, TRACON personnel work through the overlying ARTCC. 

ARTCC personnel coordinate directly with the ATCSCC. Th e 
ATCSCC has fi nal approval authority for all national traffi  c management 
initiatives and is responsible for resolving inter-facility issues. 

Th e hierarchy for other issues is for fi eld facilities to work through their 
Service Area Offi  ce, which reports to Washington Headquarters.
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DTO AREAS OF RESPONSIBILITY

Th e Th e Directors, Tactical Operations (DTOs) provide oversight and 
line authority to Traffi  c Management personnel and serve as expert 
ATC advisors, keeping fi eld facilities, Air Traffi  c Division Managers, 
Directors, VP, and National Operations Managers (ATCSCC) aware 
of traffi  c management initiatives and problems.  Provide daily updates 
on real-time traffi  c management issues and previous day’s activities 
to customers. Maintain frequent contact and conduct meetings with 
both internal and external customers including subordinates, peer 
management representatives, administrative support staff , managers, 
supervisors, members of the general public and representatives of the 
aviation industry.  

Who do I call with questions or concerns?

You may call the facility’s Traffi  c Management Offi  cer when you get 
on the ground or call your company or professional organization to 
address it with the FAA.

TRAFFIC MANAGEMENT OVERVIEW

What is Traffi  c Management?

Traffi  c Management is the craft of managing the fl ow of air traffi  c in 
the National Airspace System (NAS) based on capacity and demand.

How does it diff er from Air Traffi  c Control (ATC)?

All air traffi  c controllers, including Traffi  c Managers, strive to provide 
a safe, orderly, and expeditious fl ow of traffi  c on a fi rst come fi rst 
served basis. 

Th e diff erences lay in the scope, time parameters, tools, equipment, 
and the communication processes. 

Th e separation of air traffi  c is the responsibility of air traffi  c 
controllers, utilizing the tools at their disposal. 

Th e tools may range from a non-radar ATC clearance, relayed through 
a fl ight service station, to the issuance of a clearance to a pilot while 
under radar contact.
 
Th e normal communication process is:

Controller

Pilot

Traffic Manager

Dispatcher



10 Traffi c Flow Management In the National Airspace System 11

TRAFFIC MANAGEMENT OVERVIEW

What is a “System Approach?”

It is a management approach that considers the impact of  individual 
actions on the whole. Traffi  c management personnel facilitate a “system 
approach” in managing traffi  c.

Th ey consider who or what may be impacted and focus on a coordinated 
eff ort to ensure equity in the delivery of air traffi  c services.

A system approach is taken in collaborative decision-making activities 
with the system stakeholders (stakeholders include air traffi  c control, 
airlines, general aviation or any other participants in the National 
Airspace System). Consensus building is the goal. 

It requires stakeholders to look at the costs and benefi t to the system 
and not to one specifi c part, e.g., equitable distribution of delay.

What is Collaborative Decision Making (CDM)?

It means collaboration involving the system stakeholders in determining 
the best approach to a given situation.

Is there any one Collaborative Decision process preferred over 
another?

No. Diff erent strategies or processes are based on a particular 
situation. As events evolve, from forecasted to actual, diff erent Traffi  c 
Management Initiatives (TMI) are applied as appropriate.

Ultimately, the goal is to use the least restrictive TMI to manage 
the situation.

TRAFFIC MANAGEMENT OVERVIEW

Is there any way I can avoid being involved in a Traffi  c 
Management Initiative (TMI)?

Sometimes TMI choices are off ered to pilots/corporations that allow 
decisions based on best business options (e.g., should I wait to fl y later 
or should I take a reroute around the constraint).

All aircraft that meet the specifi ed criteria of the TMI are included.  
Aircraft that are impacted by a TMI and require priority handling 
because of some special circumstance may be accommodated.  
Sometimes TMI choices are off ered to pilots/corporations that allow 
decisions based on best business options (e.g., should I wait to fl y later 
or should I take a reroute around the constraint).

Do traffi  c management initiatives need to be complied with?

In accordance with Federal Air Regulations Parts 91, 121 and 135, all 
operators have the right of refusal of a specifi c clearance and may elect 
an alternative.
  
Alternatives include, but are not limited to ground delay, diversion to 
other airports or request to stay on the fi led route.

How do you ensure compliance?

Air traffi  c controllers and Traffi  c Management specialists strive to 
ensure TMI compliance. In special circumstances they may request 
exemptions for certain aircraft. In the case of Ground Delay Programs 
(GDP) or Airspace Flow Programs (AFP), the Air Traffi  c Control 
System Command Center (ATCSCC) monitors compliance with the 
Flight Schedule Monitor (FSM). Th e FSM is a computer program used 
by the ATCSCC and customers to monitor airport capacity, demand 
balance, model TFM initiatives, and evaluate alternative approaches to 
managing the traffi  c.
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TRAFFIC MANAGEMENT OVERVIEW

What is the impact of Non-Compliance of a TMI?

In the case of a GDP or AFP, non-compliance with a TMI can 
manifest in an overabundance of airplanes or unused slots at the 
destination airport or volume of airspace, which can never be fi lled. 

Th e results can include holding, diversions, extensions, and revisions of 
the GDP/AFP and/or Ground Stops, all which lead to more delay. In 
short, everyone pays the price for non-compliance.

Is there anything I can do to help the National Airspace System 
(NAS) operate more effi  ciently?

Yes! Participate within the guidelines provided.
 
How do I fi nd out what’s going on in the NAS?

Th e FAA website, http://www.fl y.faa.gov/, provides near real-time 
status information about the NAS. You may also receive information 
through the local air traffi  c facility(including fl ight service stations), 
your airline, fl ight department, or other professional organizations 
(e.g. NBAA, ATA, AOPA)

BASIC TRAFFIC MANAGEMENT TECHNIQUES & TERMS

What are miles-in-trail (MIT)?

Miles-in-trail describes the number of miles required between aircraft 
departing an airport, over a fi x, at an altitude, thru a sector, or 
route specifi c. 

MITs are used to apportion traffi  c into a manageable fl ow, as well as 
provide space for additional traffi  c (merging or departing) to enter the 
fl ow of traffi  c.

For example, standard separation between aircraft in the enroute 
environment is fi ve (5) nautical miles. During a weather event this 
separation may increase signifi cantly.

Are delays attributed to MIT?

Yes. Normally MIT is implemented in response to a specifi c situation. 
For example, TM has implemented a 30 MIT restriction on aircraft 
departing BWI/DCA/IAD via J75 that will aff ect 10 aircraft in a 
one-hour timeframe. Th e delays encountered from this restriction 
would be accountable.

Th e FAA, with contract support, continues to evaluate MIT and their 
impact on delay. FAA facilities are expected to provide justifi cation for 
the requested MIT.

What are minutes-in-trail (MINIT)?

Minutes-in-trail describe the minutes needed between successive 
aircraft. It is normally used when aircraft are operating in a non-radar 
environment or transitioning to/from a non-radar environment.

It may also be used if additional spacing is required due to aircraft 
deviating around weather.
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BASIC TRAFFIC MANAGEMENT TECHNIQUES & TERMS

Do you purposely plan on airborne holding?

Planned airborne holding is used to manage a particular situation. 
At other times, airborne holding is in response to a situation and 
is unplanned.

Is holding effi  cient?

At some facilities where holding airspace is available, holding ensures 
aircraft are available to fi ll the capacity at the airport.

In other cases, because of the airspace confi guration, holding is 
impractical. For example, control sectors with large blocks of special 
use airspace and many fl ows of traffi  c to multiple airports that do not 
remain clear of holding pattern airspace make it diffi  cult to execute 
holding safely.

BASIC TRAFFIC MANAGEMENT TECHNIQUES & TERMS

What are sequencing programs?

Sequencing programs are designed to achieve a specifi ed interval 
between aircraft. Th ey may be software generated or determined by 
Traffi  c Management personnel.

Th ere are diff erent sequencing programs to accommodate diff erent 
phases of fl ight.

A Departure Sequence Program (DSP) assigns a departure time to 
achieve a constant fl ow of traffi  c over a common point. Normally this 
involves departures from multiple airports.
An Enroute Sequencing Program (ESP) assigns a departure time that 
will facilitate integration into the enroute stream.

An Arrival Sequencing Program (ASP) assigns fi x-crossing times to 
aircraft destined for the same airport.

How do Traffi  c Managers use altitude?

Th ey use altitude to segregate diff erent fl ows of traffi  c or to 
distribute the number of aircraft requesting access to a specifi ed 
geographic area. (See LAADR, Capping, Tunneling, Tower Enroute 
descriptions below.)
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BASIC TRAFFIC MANAGEMENT TECHNIQUES & TERMS

What is Low Altitude Alternate Departure Routing (LAADR)?

LAADR is a procedure whereby fl ight altitudes may be limited to fl ight 
level 230 and below. LAADR procedures are primarily used in the 
departure phase of fl ight, but can be extended for an entire fl ight when 
operational benefi ts are achieved.

Where can I fi nd out about them?

Contact your local ATC facility to see if LAADR procedures are 
applicable.

Airline dispatchers may have this information available as well as your 
NBAA and ATA representative.
Th e ATCSCC will normally publish, via advisory, the use of LAADR 
after the Planning Team Telcon (PT).

Am I eligible to use LAADR procedures?

Th is procedure may be assigned to you, if so, you will be informed to 
expect an altitude lower than your requested altitude.

For short fl ights, the procedure may be applied for the entire route. For 
long fl ights, you will be given a point to expect a higher altitude.

BASIC TRAFFIC MANAGEMENTTECHNIQUES & TERMS

What does “Capping,” mean?

“Capping” is a colloquialism for planning to hold aircraft at 
altitudes lower than their requested altitude until they are clear of a
particular area. 

It may be in response to weather or other situations that have impacted 
air traffi  c’s ability to provide service and it may be applied to the entire 
route of fl ight.

It is used during constrained situations in the National Airspace System 
and enables aircraft to continue to depart while remaining “underneath” 
a constrained airspace.

How do I know if I’m being “Capped?”

You will know when the air traffi  c controller advises you in your 
clearance to “expect” a fi nal altitude lower than your requested altitude, 
based on the appropriate altitude for your direction of fl ight.

What if I don’t have enough fuel?

Each pilot in command has the option to refuse a clearance for safety 
reasons. If you cannot comply with the clearance, you are required to 
advise ATC. At that time, diff erent options may be presented to you, 
including the option of taking a delay on the ground until the situation 
in the airspace is resolved.
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BASIC TRAFFIC MANAGEMENT TECHNIQUES & TERMS

What is “Tunneling?”

“Tunneling” is a colloquialism for descending traffi  c prior to the 
normal descent point at an arrival airport to remain clear of an airspace 
situation on the route of fl ight.

It is used to avoid confl icting fl ows of traffi  c and holding patterns.

How do I know if I’m being subjected to this technique?

You will be descended prior to your normal descent point for the 
destination airport.

What is tower-enroute?

Tower enroute is a situation where the aircraft never reaches the enroute 
stratum, but stays in the lower terminal altitudes being handed-off  from 
tower to tower vs. center to center. Th is sometimes reduces delays, 
especially if the higher enroute stratum is congested.

GROUND DELAY PROGRAMS (GDP)

A Ground Delay Program (GDP) is a traffi  c management procedure 
where aircraft are delayed at their departure airport in order to manage 
demand with capacity at their arrival airport. Flights are assigned 
departure times, which in turn regulates their arrival time at the 
impacted airport.
 
Ground Delay Programs will normally be implemented at airports 
where capacity has been reduced because of low ceilings, thunderstorms, 
or when demand exceeds capacity for a sustained period. 

Th ey are implemented to ensure the arrival demand at an airport is kept 
at a manageable level, to preclude extensive holding and to prevent 
aircraft from having to divert to other airports. Th ey are also used in 
support of Severe Weather Avoidance Plan (SWAP, explained in further 
detail later in this document.)

How does the GDP work?

Th e FAA uses software called Flight Schedule Monitor (FSM) that 
compiles scheduled fl ight information and fl ight plans from the Air 
Route Traffi  c Control Centers (ARTCC) to calculate and then display 
graphically the known demand for arrival and/or departures at 
airports. 

When an overage of demand versus capacity is noted, a GDP is modeled 
through the FSM software.

FSM assigns arrival “slots” to aircraft based on the available capacity 
and fl ight arrival times, and adds delay in sequential order until demand 
equals capacity.
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GROUND DELAY PROGRAMS (GDP)

Let’s look at a few FSM screen shots!

LGA demand chart before a GDP was issued for high winds. Note the 
airport acceptance rate is 38 and the demand has peaks and valleys.

LGA demand chart after GDP issued. Th e GDP starts at 1600UTC 

with the airport acceptance rate of 34 until 2000UTC then the rate 
increases to 36 for the remainder of the program. Th e demand is leveled 
out.

GROUND DELAY PROGRAMS (GDP)

All aircraft fi led to a GDP airport that are known to the FSM 
software are assigned an Expect Departure Clearance Time (EDCT, see 
defi nitions below), although not all aircraft will receive a delay.

Aircraft that are not in the original list of fl ights when the program is 
implemented will also receive a delay. Th eir delay will be equal to the 
average Delay Assigned (DA, see defi nitions below) to all other fl ights 
arriving in the 15-minute time interval that their fl ight is requesting 
to arrive.

What are the terms used in a GDP and what do they mean?

Expect Departure Clearance Time (EDCT):
Th e runway release time (“wheels up”) assigned to an aircraft in a GDP. 
EDCTs appear on the fl ight progress strip located in the towers and 
terminal facilities.

Delay Assignment (DA):
Th e delay that is assigned to an aircraft during a GDP.

Aggregate Demand List (ADL):
Th e traffi  c in the NAS that was known at the time the list was generated 
from the Flight Schedule Monitor (FSM).

Program rate:
Th e number of aircraft that the GDP software is to provide to the 
airport, for each hour. Th e program rate may not be the same as the 
arrival rate. In some instances, the traffi  c is slowed for enroute sector 
complexity, caused by weather, even though the arrival airport is Visual 
Meteorological Conditions (VMC).
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GROUND DELAY PROGRAMS (GDP)

 Acceptance Rate (AAR):

Th e number of aircraft an airport can accept in a one-hour time frame. 
Th e AAR is determined by the Aviation System Airport Performance 
Metrics, which takes into consideration the runways in use, weather 
conditions, and NAVAID limitations to determine the AAR.

How can I change my EDCT?

Aircraft must depart within +/- 5 minutes of their EDCT to be in 
compliance with the GDP. If you do not think you can make your 
assigned time or if you need to request an earlier or later time, then 
contact clearance delivery or the tower at the departure airport.

What types of GDPs are there?

Th ere are two types of GDPs: A DAS (Delay Assignment) and a General 
Aviation Airport Program (GAAP) program.

Th ere are two types of DAS programs:

1. A tier-based program includes Air Route Traffi  c Control 
Centers (ARTCCs) that touch the ARTCC in which the GDP 
airport is located. Th ese programs are referred to as 1st tier, 
2nd tier, Six West (limited to west coast airports), No West 
(limited to east coast airports) and an ALL program. An All 
program would include all ARTCCs.

2. A distance- based program is based on a specifi c mileage from 
the GDP airport.

GROUND DELAY PROGRAMS (GDP)

What is a GAAP program?

GAAP is a type of GDP that allocates arrivals in an equitable manner 
to an airport temporarily in a high demand situation such as the NBAA 
conference, Indianapolis 500 Race, etc. It improves predictability and 
reliability for all operators – scheduled and unscheduled. Th e signifi cant 
diff erence between a traditional DAS GDP and a GAAP is the way in 
which delays are assigned to fl ights that are unknown at the time of 
program implementation.

So how does GAAP work?

A GAAP is issued when known demand is less than the airport arrival 
rate (AAR) but it is expected that unknown traffi  c will meet or exceed 
capacity during certain time periods. GAAP compares known traffi  c to 
airport capacity and allocates arrival slots to the known fl ights, scheduled 
or unscheduled, which may result in delay. It also generates a list of 
unassigned slots, which are held for future fl ights that are unknown 
to the ETMS at the time of implementation. All Instrument Flight 
Rules (IFR) fl ight plans that enter the system after implementation 
of the program will be assigned the fi rst available unassigned slot at 
or after their requested time of arrival. Th e maximum delay a fl ight 
may receive is 360 minutes; however this is a confi gurable parameter 
and may be reduced if deemed appropriate. It is most eff ective when 
it is implemented early on the day of expected increased demand to 
maximize slot availability and predictability. It is also used to reduce 
excessive maximum delay assignments at the end of the expected peak 
demand time frame. Th ese programs are most eff ective when the time of 
program expiration is hours past the time of expected peak demand.



24 Traffi c Flow Management In the National Airspace System 25

GROUND DELAY PROGRAMS (GDP)

GAAP is not designed to be used when demand is at or above capacity 
for any extended period of time, because there will be limited availability 
for unassigned slots. If airport demand eventually exceeds capacity, the 
program may be revised to a DAS GDP resulting in new EDCTs for 
all known demand, scheduled or unscheduled.

Where is information detailing current GDPs depicted?

When a GAAP or DAS GDP is implemented, the Air Traffi  c Control 
System Command Center (ATCSCC) details the parameters of the 
program(s) and issues an advisory and can be found at http://www.fl y.
faa.gov/adv/advAdvisoryForm.jsp. Current programs are also displayed 
on the ATCSCC Operational Informational System (OIS) webpage 
at  ww.fl y.faa.gov/ois under the Ground Delay Programs section. 
Each line details the program airport, the start and end times of the 
program, fl ights included, scope*, reason, average delays (AVG), airport 
acceptance rate (AAR), program rate (PR), and the corresponding 
advisory number with hyperlink.

*Scope refers to the distance or centers included in the GDP. While the 
program may not cause all fl ights to be delayed, all fl ights will receive 
an EDCT. Flights outside of the scope will receive an EDCT closely 
matching their proposed departure time.

How do I know what my EDCT is?

EDCTs for a GAAP GDP may be accessible through the webpage (see 
below) by entering the tail number and date of fl ight. Th is webpage is 
active when a program is in place and can be found at http://www.fl y.
faa.gov/gaap/jsp/gaapIndex.jsp

GROUND DELAY PROGRAMS (GDP)

What is the process for implementing Traffi  c Management 
Initiatives (TMI)?

Air traffi  c personnel monitor the NAS for high demand sectors/
airports on a continuous basis. 

When a concern is raised about the traffi  c situation at a specifi c 
sectors/airport (s), a conference is held among impacted air traffi  c 
facilities, the ATCSCC and the primary system customers at the airport, 
to discuss alternatives and modeled scenarios. 

An advisory may be issued when a GDP is being proposed but not 
yet implemented. If the decision is made to implement a GDP, then 
EDCTs will be sent to CDM members, airlines, NAS computers, and 
an advisory is issued that states a GDP has been implemented. 

You may fi nd more information about advisories at http://www.fl y.faa.
gov/adv/advABD.jsp

How do the GDP procedures aff ect aircraft operators?

All aircraft operators are expected to depart within fi ve (5) minutes of 
the EDCT. Each aircraft operator needs to plan to taxi in a manner 
consistent with meeting the EDCT. If an aircraft is late, air traffi  c 
controllers are required to call the ATCSCC to get a new EDCT. 
Th is could mean additional delay for the aircraft and missed slot 
opportunities for other aircraft.

How do I know I have an expect departure clearance time?
You may go to http://www.fl y.faa.gov/ois to see if a GDP is in place 
for your destination airport or call the local fl ight service station or the 
departure airport tower.
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GROUND DELAY PROGRAMS (GDP)

How do I fi nd out my EDCT?

All major airlines and some large business aviation companies have a 
connection to the FSM and receive their EDCTs electronically. Other 
users can look up their EDCT times through www.fl y.faa.gov/edct 
by supplying their Call Sign, Origin, Destination and Aircraft Type 
exactly as entered on their fi led fl ight plan.
  
Can my EDCT be changed?

It can be changed, based on changing conditions at the GDP airport 
e.g. changing  weather conditions or changes in the airport acceptance 
rate. Airline customers may substitute their aircrafts’ EDCTs to meet 
their schedule objective.

How am I notifi ed if it changes?

Airline dispatchers should provide updated EDCTs directly to 
company personnel. Other pilots receive their modifi ed times from the 
tower at their departure airport.

What if I depart VFR and try to receive my clearance in the air?

Air traffi  c controllers are required to provide VFR aircraft with the 
appropriate delay assignment before providing the pilot with a 
clearance to the ground delayed airport. You may check with the local 
fl ight service station prior to departure to see if a GDP is in place.
 
Th e FSS may call the ARTCC, which controls your departure airport 
to get your EDCT prior to departure.

GROUND DELAY PROGRAMS (GDP)

Why do I get a time outside of the parameters for the GDP that are 
posted on the Operational Information System (OIS)?

GDPs are based on original scheduled arrival times. Th erefore, the 
estimated time enroute (ETE) is considered in determining the 
appropriate departure time. Th e EDCT may be assigned after the times 
listed in the GDP. 

In some cases the EDCT is after the program time because excess 
demand will fl ow over into subsequent hours, but must still be 
managed to ensure the balance between capacity and demand. 

If you were estimated to arrive near the end of the GDP, you may be 
assigned an EDCT that puts your arrival time after the GDP has 
ended.

Do I receive a delay if I am requesting priority handling, such as a 
“diversion” or a “lifeguard” fl ight?

Aircraft requesting priority handling are assigned an EDCT. However, 
ATC will strive to provide priority service to civilian air ambulance 
fl ights if requested by the operator. Customers that have diversion 
aircraft because of a GDP will receive priority handling over all other 
aircraft to the extent possible.

Who should I contact if I need to change my departure time?

Pilots should contact their dispatch offi  ce or their departure airport 
control tower if they need to change their departure time, however, 
this could change your EDCT.
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GROUND DELAY PROGRAMS

Where can I get status information on Ground Delay Programs?

GDP information is viewable on the website http://www.fl y.faa.gov/ois, 
look under the header “Ground Delay Programs.” Additional guidance 
about interpreting the data is listed under the “help” button. Ground 
Delay Programs have been implemented at all major airports and 
depending on the situation, can be issued at any airport in the country.

AIRSPACE FLOW PROGRAMS (AFP)

Airspace Flow Programs (AFP) were introduced in the Summer of 2006 
and marked a signifi cant new step in en route traffi  c management. 
Th e principal goal for the initial deployment is to provide enhanced 
en route traffi  c management during severe weather events. An AFP 
is a traffi  c management process that identifi es constraints in the en 
route system, develops a real-time list of fl ights that are fi led into the 
constrained area, and distributes expect departure clearance times 
(EDCT) to meter the demand through the area.

How does it work?

If an AFP is issued and a fl ight is included, the pilot will receive an 
expect departure clearance time (EDCT). Meeting the departure time 
is important because it allows traffi  c managers to properly meter fl ights 
through the constrained area being controlled by the AFP. 

When an AFP is issued, the FAA will send an Advisory that is 
accessible at  www.fl y.faa.gov/adv/advAdvisoryForm.jsp.

Th e AFP will also appear on the Operational Information System (OIS) 
page at www.fl y.faa.gov/ois/.

At airports with an airport traffi  c control tower, controllers will provide 
you with the EDCT when you call for your clearance. If you are 
departing an airport without a control tower, you can determine if 
your fl ight has an EDCT by checking the ATCSCC’s website at www.
fl y.faa.gov/edct to determine if your fl ight has an EDCT. Th is website 
will provide information regarding the location and reason for an AFP. 
It will also provide a “Look Up” function to determine if your fl ight 
has received an EDCT.
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AIRSPACE FLOW PROGRAMS (AFP)

It is important for you to check the ATCSCC website (before you 
depart) to determine if your fl ight is included in an AFP. Depending 
on the severity of the constraint leading to AFP, you may: 

 • be assigned airborne holding to provide the delay necessary for 
your fl ight to arrive; or

 
• be rerouted to avoid the AFP altogether; or 
 
• need to land to absorb the delay; or

• be allowed to enter the AFP with minimal delay.

You have a window of time in which to depart and not miss the EDCT. 
Flights are asked to depart as close to the time as possible. 

If conditions warrant, you may depart 5 minutes before the EDCT and 
up to 5 minutes after. Outside of that window, you can exercise the 
following options:

 • If your company is a CDM member, fl ight operations have a   
process for contacting the ATCSCC to request a new time.

• At airports with a control tower, the controller has a process  
for requesting a new time and can assist you.

 
• At airports without a control tower, you may:

  
  1. Contact Flight Service.

  2. Contact the overlying ARTCC or  TRACON.

AIRSPACE FLOW PROGRAMS (AFP)

If you prefer to explore other options rather than the assigned delay, 
you may be able to:

• Route out of the AFP. If there is another acceptable route   
available that would take the fl ight out of the AFP, you   
may choose to refi le the fl ight plan.

• Make a stop enroute. You may elect to land at an intermediate 
airport to provide the delay necessary for the  fl ight to arrive at 
the AFP controlled time of arrival.

If you fi le a new fl ight plan into an existing AFP, the fl ight will be 
treated as a popup. Your fl ight will be assigned an EDCT consistent 
with the delay received by other fl ights fi led to enter the AFP at about 
the same time.

If you fi le a fl ight plan out of an AFP and into another, the fl ight will be 
treated as a popup. Your fl ight will be assigned an EDCT consistent with 
the delay received by other fl ights fi led to enter the AFP at about the same 
time. In addition, you will forfeit the arrival slot in the original AFP.

If your fl ight is included in both an airport ground delay program 
and an AFP, the EDCT for the ground delay program will take 
precedence.
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AIRSPACE FLOW PROGRAMS (AFP)

It is recognized that the predicted demand through an AFP and the 
weather impacting the area may change substantially over time. When 
the conditions warrant, traffi  c managers will take steps to coordinate 
and implement revisions to the AFP. In a revision, AFP entry slots are 
recomputed so that demand is again metered to meet capacity and new 
EDCTs are sent to the en route centers, control towers, and customer 
fl ight operations centers.

AFP Frequently Asked Questions

Q: Who will implement AFPs and coordinate all AFP decisions?

A: Th e newly created NESP (National Enroute Spacing Position) at the 
ATCSCC will have oversight responsibilities for all AFPs.

Q: Are AFPs being utilized in all areas of the country? 
 
A: Currently, the AFPs are focused on severe weather events in the 
eastern half of the United States. However, as AFP technology and 
procedures improve, it is expected that AFPs will be utilized to manage 
airspace constraints throughout the NAS. Th ey will also be used to 
manage situations such as increased seasonal demand into Mexico and 
the Caribbean, as well as equipment failures which result in loss of 
radar coverage and/or frequencies.

AIRSPACE FLOW PROGRAMS (AFP)

Q: In what weather scenarios do we expect to use the predefi ned AFPs?

A: Th e anticipated weather scenarios will include lines or popcorn 
storms in the NY Metro/Boston areas, in the Ohio Valley or Washington 
ARTCC, and/or the DC Metro region. Th e forecast should also include 
CCFP (Collaborative Convective Forecast Product) predictions of 
medium to high confi dence in areas with greater than 50% coverage. 
After initial implementation, it is anticipated that the use of AFP will 
be expanded for use not only in weather scenarios but also in high air 
traffi  c demand scenarios. Th is will provide traffi  c managers with an 
additional tool to manage geographic areas that experience periods of 
complex, high volume traffi  c.



34 Traffi c Flow Management In the National Airspace System 35

AIRSPACE FLOW PROGRAMS (AFP)

Q: How is the AFP Arrival Rate (AAR) set? 

A: Based on the anticipated conditions, the NESP will select an arrival 
rate based on guidelines developed through analysis of historical data. 
Th ese guidelines will be refi ned over time. When ‘ad-hoc’ AFPs are 
developed, the AAR may be a set number of aircraft allowed to pass 
through the FCA per hour or may be a percent reduction of known 
demand.
 
Q: What happens if my fl ight has an AFP EDCT, but is caught in 
an airport ground stop?

A: Th e ground stop has the higher priority. If the ground stop is lifted 
and the AFP is still in place, the fl ight will get a new EDCT for the 
AFP along with a control type of RCTL (re-control). If the number of 
RCTL fl ights disrupts the delivery of the AFP, the NESP may elect to 
revise the AFP after the ground stop ends.

AIRSPACE FLOW PROGRAMS (AFP)

Q: Will the Flight Service Stations (FSSs) be able to assist me in 
determining if my fl ight is captured in an AFP, what my EDCT 
delay is, or help fi le routes around an AFP?

A: FSSs are currently unable to obtain AFP EDCT information without 
calling a Tower, TRACON or ARTCC. Although they do receive 
Advisories, they are not equipped to keep up with updates, reroutes, 
revisions or cancellations.

Q: Will DUATS show AFP and alert me that I am included in 
the program?

A: DUATS (Direct User Access Terminal System) is a web system that 
provides a wide range of services to pilots, but does not provide EDCT 
information. Services include weather briefi ngs, fl ight planning, 
aeronautical data, NOTAMS, TFRs, weather graphics, etc. DUATS 
provides Advisories in plain text format, but they are very diffi  cult to 
read. It is unlikely that a GA pilot will get any AFP or EDCTinformation 
from DUATS based on their current capabilities.
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GROUND STOPS (GS)

What is a Ground Stop?

A Ground Stop (GS) is a procedure requiring aircraft that meet specifi c 
criteria to remain on the ground. Th e GS may be airport specifi c, related 
to a geographical area, or equipment related.

Why ground stop?

Ground Stops are implemented when air traffi  c control is unable to 
safely accommodate additional aircraft in the system. Th ey are most 
frequently used for:

1. Severely reduced capacity situations such as:
 A. Weather below user arrival minima;
 B. Severe weather reducing usable routes;
 C. Major equipment outages;
 D. Catastrophic events.
2. Precluding extended periods of airborne holding.
3. Precluding sectors from reaching saturation levels.
4. Precluding airports from reaching gridlock.

Ground Stops will be specifi ed as tier-based or distance-based just as 
GDPs are. reactive to the current situation; however, in some situations, 
they may be planned in advance.

For example, weather is forecast to develop along the east coast. Aircraft 
may be released until the weather materializes, at that time, a GS would 
be issued to ensure additional aircraft are not released until 
the operational situation allows.

GROUND STOPS (GS)

What is the process for ground stops?

Facilities may implement GS for up to 15 minutes without notifying 
the ATCSCC. A facility GS may not exceed 30 minutes. Once the 
delay is anticipated to reach 15 minutes or more, the ATCSCC is 
notifi ed. If the GS is expected to continue, an advisory will be issued 
by the ATCSCC advising customers of the stop.

Where can I get current status information on ground stops?

Ground stop information for delays of less than 15 minutes should be 
provided by the ATC facility. Delays of 15 minutes or more are 
viewable on the webpage www.fl y.faa.gov/ois. Find them under the 
header “Ground Stops.” (See below)

Occasionally, aircraft inbound to an airport may be stopped over a 
specifi c fi x. Th is information will be recorded on the OIS under the 
heading “delay info.” Additional guidance about interpreting the data
is listed under the “help” button.
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ADAPTIVE COMPRESSION (AC)

What is Adaptive Compression?

Adaptive compression is a new approach to compression to help ensure 
that all slots in a program are used.   
 
Th e general idea is that a background process at the ETMS hub will 
automatically: 

• Monitor a Ground Delay Program (GDP) or Airspace Flow 
Program (AFP) for open slots.

• Identify those slots that are in danger of going unused
• Move other fl ights earlier to take advantage of those 

open slots 
• Move the open slots later
• Update the databases with the changes
• Send notifi cation (EDCT updates) to the fl ight operators 

about the changes 
 
What are the benefi ts of Adaptive Compression?

AC benefi ts: 

• Higher utilization of the airport/airspace capacity 
• Customers can be more proactive regarding constraints, 

restrictions, etc.
• Reduced workload for the ATCSCC specialist/ATC 

Coordinator

 INTEGRATED COLLABORATIVE REROUTING (ICR)

What is ICR?

Integrated Collaborative Rerouting (ICR) is a process that builds on 
Flow Evaluation Area/Flow Constrained Area (FEA/FCA) capabilities 
used to reroute aircraft around enroute constraints incorporating 
Customer preferences where possible.  

Th e general idea is: 
• Traffi  c Flow Management (TFM) shares constraint information 

as early as possible via a Planning Route Advisory
• Customers analyze reroute options around the defi ned 

constraint and submit preferred routes via Early Intent (EI) 
messages

• TFM evaluates system impacts of EI preferences 
• TFM addresses impacts using preferred EI routes when 

possible, and if necessary, issues required routes for other 
aff ected fl ights

What are the benefi ts of ICR?

ICR benefi ts: 
• Customers have more input regarding how their fl ights are 

rerouted
• Customers can be more proactive in planning for weather 

events, other constraints, restrictions, etc.
• Customers have better understanding of alternatives acceptable 

to Traffi  c Flow Management 
• Customers make fewer exception requests for TFM to handle
• TFM have fewer fl ights to reroute and do fewer tactical 

reroutes
• TFM receives earlier feedback on impact of reroutes to 

Controllers and sectors
• Better traffi  c predictability
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DELAY

What is a “delay” according to the FAA?

Reportable delays are delays to IFR traffi  c of 15 minutes or more, 
experienced by individual fl ights. 

Delays may result from detaining an aircraft at the gate, short of the 
runway, on the runway, on a taxiway and/or in a holding confi guration 
anywhere enroute.

Are there any delays that are not reported?

Linear holds, e.g. speed reductions, and/or pilot initiated deviations 
around weather cannot be accounted for and are not included in the 
reporting process.

Delays that are due to mechanical or other aircraft operator– company 
problems are not reported. Taxi time spent under the control of 
non-FAA entities, e.g., company or airport ramp towers, are not 
included in delay calculations.

How are delays measured and recorded?

Delay calculations begin when the aircraft enters ATC jurisdiction, 
e.g., calls for taxi on ATC controlled airport property, or enters a 
holding pattern. 

When delays are issued with a Ground Delay Program; the EDCT, 
minus the proposed departure time and the average taxi time, equals 
the delay time. Th ese delays are attributed to the arrival airport. Delay 
calculations end when the aircraft departs or exits holding. 

All airports have calculated average taxi times for all runway 
confi gurations. Th ese values are not included in reported delays.

DELAY

Delay calculations are entered each day by all air traffi  c facilities except 
fl ight service stations, Service Area Offi  ces and FAA Headquarters. 
Th e data is entered into software called the Operations Network 
(OPSNET).

Th is information is forwarded to the ATCSCC for analysis. Delays are 
normally attributed to the following fi ve factors: weather, volume, 
equipment, runway, and other. Th e “other” category is used for items 
such as security issues, aircraft accident, noise abatement, fl ight 
check, etc.

Why do aircraft that push back, call for clearance, etc., after me, 
and depart ahead of me?

Air traffi  c control operates on the “fi rst come, fi rst served” principle. 
However, controllers are expected to use their best judgment in 
determining the safest and most effi  cient fl ow of traffi  c considering the 
diff erent types of aircraft and whether priority handling has 
been requested.

Also, diff erent departure fi xes may have TMIs that controllers must 
consider while orchestrating the most effi  cient operation.

Is there any way to help mitigate delays?

Use the information available on the website http://www.fl y.faa.gov/ois 
in planning your fl ight to meet any special requirements that may be in 
place that could aff ect your fl ight.

Plan your fl ight to operate during the less busy times at the airport or 
in areas of congested airspace.



42 Traffi c Flow Management In the National Airspace System 43

TIER INFORMATION

What does ‘tier” mean? 

Th e word “tier” describes a geographical area that is based on Air 
Route Traffi  c Control Center (ARTCC) boundaries. It may be used for 
implementing TMIs. 

For example, ZAU1 would describe all ARTCCs adjacent to Chicago 
ARTCC.   

ZNY2 would describe all ARTCCs adjacent to New York ARTCC plus 
the ARTCCs next to them. (See map above)

Th ere are some variations to the tier description to account for the size 
and domestic-international services provided by each ARTCC. More 
information about tier description can be found at: http://www.fl y.faa.
gov/ois and scroll down to “tier info” on the left side.

Why is it important?

Th e tier structure may determine who is assigned a delay in Ground
Delay Programs, as well as, whether a specifi c TMI applies to you.

OPERATIONAL INFORMATION SYSTEM (OIS)

What is the OIS?

It is a web page managed by the ATCSCC that provides current 
information to customers about the status of the National Airspace 
System (NAS).

Where is it?

Find it at http://www.fl y.faa.gov/ois

What information is contained there?

Th e OIS displays information on numerous subjects pertinent to the 
NAS, including Ground Delay Programs, ground stops, airport 
closures, deicing, delays, etc.

Is there a guide for using it?

Th e “help” button under each category gives guidance 
concerning the topic listed on the OIS.
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ADVISORIES

What is an advisory?

An advisory is a message that is disseminated electronically by the 
ATCSCC or ARTCC. It contains information pertaining to the National 
Airspace System. Advisories are normally used for the following:

 • Ground stops
 • Ground Delay Programs
 • Airspace Flow Programs
 • Route information
 • Planning Telcon (PT) advisories
 • Facility outages
 • Volcanic Activity Bulletins
 • Special Traffi  c Management Programs (STMP)

Th is list is not all-inclusive. Any time there is information that may 
be benefi cial to a large number of customers, an advisory may be sent. 
Th ere may be times when an advisory is not sent due to workload or 
the short duration of the activity.

Is there a place I can read them?

To access U.S. and Canadian advisories for the current day and the 
previous 14 days, go to http://www.fl y.faa.gov/adv/advADB.jsp click 
on advisories database.

Where do I fi nd a list of terms contained in the advisories?

Go to: http://www.fl y.faa.gov/FAQ/Acronyms/acronyms.html. As the 
advisories may be issued for unusual circumstances, not all terms will 
be included. If necessary, you may contact your local fl ight service 
station for further information.

PLANNING TEAM 

What is the Planning Team?

Th e Planning Team is comprised of FAA personnel at the ATCSCC, 
ARTCCs, and selected terminal facilities.  National Airspace System  
(NAS) customer participation on the planning team consists of 
representatives from airlines, general aviation organizations, military, 
NAVCANADA and other international facilities.  Th e team 
collaboratively develops a plan for the daily management of the NAS.

How is it formulated?

Th e ATCSCC hosts a planning telephone conference every two hours 
to identify any constraints to the NAS for the next six hours. Th e team 
members present their ideas and concerns and develop an “Operations 
Plan” that explains the constraints and also how they will be managed.  
Th e Operations Plan is published by the ATCSCC as an advisory after 
each conference and can be found at www.fl y.faa.gov/ois.  Click on the 
“+” symbol next to NSST and then on “Current Operations Plan”.

Can I participate?

Usually each team member has one representative that participates in 
the plan’s development.  Th e number of phone lines is limited and a 
PIN number is required to join.  If you have any input, your 
organization may have a representative that would be able to bring 
those ideas to the discussion.
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WEATHER TOOLS

What weather information tools do you use in making traffi  c 
management decisions?

Traffi  c Management personnel utilize numerous weather products to 
help formulate their plan for the day. Some products are listed below:

Terminal Area Forecasts (TAF) describes anticipated weather 
conditions at airports. In the U.S., these forecasts are produced every 
eight (8) hours by the National Weather Service (NWS).

Convective outlooks forecast the most severe thunderstorms in the 
U.S. for the next 18 hours. Th ey are updated several times throughout 
the day.

Th e Collaborative Convective Forecast Product (CCFP) is a forecast 
for intense convection activity that is made for 2, 4 and 6-hour periods 
by a group consisting of the NWS, the customers, ARTCC weather 
units and the meteorologists service of Canada.

Th e CCFP is discussed, critiqued and adjusted to develop a forecast 
based on many diff erent inputs. It is the primary planning weather 
tool for Traffi  c Management personnel during severe weather periods. 
It consists of a defi ned area (polygon), and describes maximum cloud 
tops, growth and decay tendencies, and direction and speed of 
movement, as well as the forecaster’s confi dence in the forecast.

You can fi nd out more information about the CCFP by contacting 
your ATA/NBAA/airline representative or go to the web page below.

Th e CCFP is available at: http://aviationweather.gov/products/ccfp

Additional weather data is at: http://aviationweather.gov/

DE-ICING/ANTI-ICING

De-icing is the process of removing existing frozen precipitation, frost 
or ice from aircraft surfaces.

Anti-icing is the process of preventing accumulation of frozen 
contaminants on aircraft surfaces.

Both processes may involve the application of various fl uids to the 
aircraft.

What is air traffi  c’s role in de-icing?

When requested by local airport operators at Federal Aviation 
Regulation (F.A.R.) Part 107 and Part 139 airports impacted by icing 
weather conditions, air traffi  c participates in developing Local Airport 
Deicing Plans (LADP).

Th e LADP may aff ect:

 • Airport Arrival Rates (AAR)
 • Airport Departure Rates (ADR)
 • Gate hold procedures

Th e LADP emphasize local strategies for minimizing the amount of 
time an aircraft spends on the ground after being de-iced/anti-iced.

Aircraft operators are expected to plan their de-icing/anti-icing 
activities in conjunction with the information supplied to them.
Aircraft operators are expected to de-ice in a manner consistent to meet 
Expect Departure Clearance Times (EDCT).

Once an aircraft has been de-iced it will be released unless a ground 
stop applicable to that aircraft is in eff ect.
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DE-ICING/ANTI-ICING

If necessary, the notifi cation and procedures for de-icing/anti-icing 
should be addressed in the LADP.

Aircraft operators are responsible for managing their holdover times 
and returning to be de-iced/anti-iced, if necessary.

Where can I get current status information on de-icing 
and anti-icing?

Your local airport including the air traffi  c control tower or gate 
management personnel is the best source of information!

Status information is also viewable on the website: 
http://www.fl y.faa.gov/ois/ 

Look for the header “de-icing.” Additional help with interpreting the 
data is listed under the “help” button.

SEVERE WEATHER AVOIDANCE PLAN (SWAP)

SWAP is a formalized program that is developed for areas 
susceptible to disruption in air traffi  c fl ows, caused by thunderstorms.

Each air traffi  c facility may develop its own strategy for 
managing the severe weather event. Th eir plan then becomes part of 
the overall daily operations plan.

Is there a “plan” for managing traffi  c fl ows in severe weather?

As each weather event is unique, the response is tailored to meet the 
specifi c forecasted and actual events of the day. Th e SWAP plan is 
issued through the PT.

Can I get a copy of it?

Th e plan, available to all users, is published as an advisory under the 
PT. Additionally, routes issued in support of SWAP are issued as route 
advisories by the ATCSCC. 

Th ey may be found at http://www.fl y.faa.gov/ 

What can I do in response to the SWAP?

Inform yourself about conditions in the NAS and plan 
appropriately. Be prepared to respond to rapidly changing weather
conditions which may require new routes, often longer, to be issued.

ATC may request fl ights to evaluate fl ight conditions after the weather 
has passed. If capable, volunteer your services!
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SEVERE WEATHER AVOIDANCE PLAN (SWAP)

Why do I get delayed on the ground when the weather is VFR?

Th ere may be times when the weather enroute or at your destination 
airport is what prevents your departure, rather than the weather at your 
departure airport.

If aircraft are all deviating through a small opening in the weather, 
traffi  c becomes very condensed and complex, thereby requiring 
additional traffi  c management initiatives. On the other hand if the 
airport of destination has a reduced AAR for some reason you may be 
delayed because of TMIs or compliance with a GDP.

Is there something I can do to help?

Pay attention to what is being said on the radio and be informed!

ROUTES

What route information is available?

Route information is contained in the:

• Airport Facility Directory
• Preferential route information in the host computer
• Route Management Tool (RMT)
• North American route advisory circular
• Operational Information System (OIS)
• Federal Air Regulations (FAR)
• Notices to Airmen (NOTAM)

Why are there so many sources?

Route information is published in various sources for diff erent 
purposes, diff erent users and diff erent time frames.

Why does Air Traffi  c Control (ATC) reroute me?

To ensure you stay with the “fl ow” of traffi  c, remain clear of special use 
airspace, avoid congested airspace, and areas of known weather where 
aircraft are deviating or refusing to fl y.

How do I fi nd out what route ATC wants me to fi le?

Th e most current information is located on the OIS (www.fl y.faa.gov/
ois) in the advisories and in the NOTAMS. Th ese sources document 
changes to standard routes for the current date or for a special event.



52 Traffi c Flow Management In the National Airspace System 53

ROUTES

Why do I get routed so far from my requested route when it 
appears there is no weather on the route I fi led?

As fl ows of traffi  c are moved to accommodate severe weather, the traffi  c 
that would have been on the non-impacted route may be moved to manage 
volume issues.

What if I don’t fi le the route ATC wants me to fi le?

Normally air traffi  c controllers will clear you via the route specifi ed by traffi  c 
management. You may be rerouted in the air, or on the ground. Normally, 
the operator should fi le or amend fl ight plans with the appropriate routes 
when the aircraft is 45 minutes or more from the proposed departure time. 
ATC facilities will enter reroutes for active fl ights, or normally for fl ights 
less than 45 minutes from departure.

What if I can’t accept the route due to safety of fl ight or fuel 
concerns?

You are required to notify the controller you cannot accept the route for 
safety reasons. Th e controller will work with you to fi nd an acceptable 
route. However, there may be occasions when you will have to divert to 
a diff erent airport. In accordance with Federal Air Regulations (FAR), 
all operators have the right of refusal of a specifi c route and may elect 
an alternative. Alternatives include but are not limited to ground delay, 
diversion to another airport or a request to stay on fi led route.

Who should I coordinate with beforehand if I know I can’t accept the route?

You should notify the clearance delivery controller if you cannot accept the 
route issued. If possible, an alternative will be off ered. However, there may be 
no alternatives and you could be required to accept a delay on the ground until 
the route becomes available.

PREFERRED ROUTES

What is a preferred route? 

A route that is requested, and has been published by ATC to inform 
users of the “normal” traffi  c fl ows between airports.

Why were they developed?

Th ey were developed to increase system effi  ciency and capacity by 
having balanced traffi  c fl ows among high-density airports, as well as, 
deconfl icting traffi  c fl ows where possible.

Where can I fi nd them?

Th ey are listed in the Airport-Facility Directory and in the Route 
Management Tool (RMT) on the Operational Information System 
(OIS).

How come I fi le a preferred route and am immediately issued a new 
route on departure?

Th ere may be other constraints on the system, e.g., severe weather that 
is disrupting normal traffi  c fl ows.
 
If you believe the preferred route is erroneous because you never 
receive the route, please contact the departure center with your questions.
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CODED DEPARTURE ROUTES (CDR)

What are coded departure routes?

Coded Departure Routes are a combination of coded air traffi  c routings 
and refi ned coordination procedures.
 
Th ey are designed to mitigate the potential adverse impacts to ATC 
and users during periods of severe weather or other events that impact 
the NAS.

CDRs facilitate electronic coordination of route data.

Where can I fi nd CDRs?

Th e routes are located in the RMT on the OIS.

How will I know when to use them?

Th e ATCSCC will issue an advisory when CDRs are in eff ect.

Th ey may be listed on the PT for potential use.

Can I use them?

Only customers that have a signed letter of agreement with the FAA are 
eligible to use the CDRs between the city pairs in the coded format,
however any customer can fi le a route that corresponds to a CDR.

Any pilot may fi le the route listed in the CDR route string if the fi eld 
labeled “user fi le” contains a “Y”. At the present time the FAA is 
considering making CDRs available to all users.

NATIONAL PLAYBOOK

Th e National Playbook is a collection of Severe Weather Avoidance 
Plan (SWAP) routes that have been pre-validated and coordinated with 
impacted air route traffi  c control centers. Th ey may be used in support 
of convective weather, military operations and other situations.

What are the routes?

Routes for the National Playbook are listed on the OIS.

Can I get a copy of them?

You may print a copy of the routes. However, the routes are 
updated approximately every 56 days, consistent with charting dates. 
A preview version of the new edition will be available seven (7) days 
before the eff ective date.
How do I know when they are in eff ect and can I use them?

Th e ATCSCC will issue an advisory stating playbook or modifi ed 
playbook routes are in eff ect.

Any pilot may use the playbook routes when they are in eff ect!

How do I fi nd out if it applies to me?

Th e route advisories issued by the ATCSCC normally specify the fl ows 
of traffi  c impacted by the advisory; e.g., all departures to Chicago 
O’Hare International airport from the west. It will require you to look 
at the fi x you would normally fi le over to determine if the playbook 
applies to you.

What if I don’t know and don’t fi le the playbook route?

Air traffi  c controllers will issue the route either before departure or 
while airborne, as the situation dictates.
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FLOW EVALUATION AREA (FEA)/FLOW 
CONSTRAINED AREA (FCA)

What is an FEA? FCA? How are they diff erent?

Developed on an ad hoc basis, they are both three-dimensional volumes 
of airspace, along with fl ight fi lters and a time interval, used to identify 
fl ights. Th ey may be drawn graphically, around weather, or they may be 
based on a NAS element such as a VORTAC. Th ey are used to 
evaluate demand on a resource. Th ey are diff erent because an Evaluation 
Area is just under study while a Constrained Area requires action to 
address a particular situation.

How do I fi nd out about FEAs AND FCAs?

You will know about one because a route advisory will indicate the impact 
area as an FCA.

Can I view it graphically?

At this time, only authorized government users and Collaborative Decision 
Making (CDM) participants have access to viewing FEAs and FCAs.

How do I know one impacts me?

You may not. You may fl y through an FCA if you are not one of the 
“fi ltered fl ights” that has been designated to remain clear of the airspace.  If 
you are one of the “fi ltered fl ights” you will receive a route that 
remains clear of the FCA. 

What if I don’t fi le around it?

ATC will issue a route that remains clear of the FCA, if appropriate.

NORTH AMERICAN ROUTE PROGRAM (NRP)

Th e North American Route Program (NRP) specifi es provisions for 
fl ight planning at fl ight level 290 (FL290) and above, within the 
conterminous U.S. and Canada.

What does it do for me?

It enables fl exible route planning for aircraft operating at FL290 and 
above, from a point 200 nautical miles (NM) from their point of 
departure to a point 200 NM from their destination. Additional 
fl exibility is available by utilizing specifi ed Departure Procedures (DP) 
and Standard Terminal Arrival Routes (STAR) that have been identifi ed 
within 200 NM of the airport(s).

Why am I taken off  my NRP route?

Th ere may be times when air traffi  c requires fl ights to be on specifi ed 
routes due to volume, weather or separation requirements. Under most 
circumstances an advisory is issued by the ATCSCC whenever NRP 
procedures are curtailed.

How do I fi nd out more information?

Participation in NRP is voluntary and the process is outlined in FAA 
Advisory Circular 90-91h. For more information go to: http://www.
faa.gov/, click on Advisory Circular.
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PRIORITY HANDLING

Aircraft that meet specifi c criteria receive expeditious handling to the 
extent possible.

Controllers are expected to use good judgment in determining their 
ability to provide priority handling based on the existing conditions.

Do any fl ights get priority handling?

An aircraft in distress has right-of-way over all other traffi  c. Priority 
may be provided to “lifeguard” fl ights, NRP program participants, 
diversions and other types of fl ights requesting special assistance.

How do I let you know I’m eligible and requesting priority 
handling?

Th e Aeronautical Information Manual and pertinent advisory circulars 
provide guidance on types of fl ights eligible for priority handling. Th ey 
also explain how to indicate the information on your fl ight plan.

Flight departments should be aware of programs available to them for 
priority handling and how this information is forwarded to the FAA.

DIVERSION RECOVERY

Diversion Recovery refers to the eff ort made to return “diversions” to 
their originally intended destination.

What is a diversion?

A diversion is a fl ight that is required to land at other than its original 
destination for reasons beyond the control of the pilot or company, 
e.g., periods of signifi cant weather.

How does the ATC know an aircraft has diverted?

Th e Flight Schedule Monitor (FSM) software has an “auto detection” 
algorithm that indicates a fl ight has changed its destination while airborne 
and subsequently fi led a fl ight plan to the original destination. Additionally, 
if the fl ight plan contains the acronym “DVRSN” in the remarks section 
of the fl ight plan, this information is displayed on a separate web page 
so that traffi  c management personnel are aware of the diversion and take 
action for expeditious handling to the extent possible.

Do aircraft that have diverted get priority handling?

ATC tries to provide priority handling to “diversions.” However, 
there may be times when a situation prevents ATC from providing 
this service.

What if I forget to put DVRSN in my fl ight plan?

You may call your airline representative, professional organization 
representative or notify the air traffi  c facility of your status as “a 
diversion.”
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DIVERSION RECOVERY

Where can I get additional information?

Th e Aeronautical Information Manual contains information regarding 
diversions and how to indicate this information to ATC.

SPECIAL TRAFFIC MANAGEMENT PROGRAM (STMP)

A STMP is a long range strategic initiative that is implemented when a 
location requires special handling to accommodate above normal traffi  c 
demand, e.g. Master’s Golf tournament, NBAA Convention, etc.

Why are they implemented?

Th ey are implemented to balance capacity with demand. Th is becomes 
especially important when the demand is unknown prior to the event. 
Currently the FAA does not store fl ight plans in the NAS computer 
more than two (2) hours in advance. STMP reservations provide long 
range planning capability for the event.

How do I know if I have a slot or not?

A preliminary Slot Reservation Number will be assigned upon 
completing a reservation either on-line at www.fl y.faa.gov or on the 
Touch Tone Phone system at 1-800-875-9755. Between 24 and 12 
hours prior to your arrival/departure reservation time you are required 
to confi rm your reservation and will receive a confi rmation number.  If 
your reservation is not confi rmed at least 12 hours prior to your arrival/
departure reservation time, it will be canceled and automatically made 
available into the reservation pool.  If the reservation is made within 
24 hours of the reservation received, it will automatically be confi rmed 
with a confi rmation number

What do I do with the reservation information I receive?

Th e Reservation Number MUST be put in the “remarks” section of 
the fl ight plan when you fi le.  If not the AFSS should not accept the 
fl ight plan.
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SPECIAL TRAFFIC MANAGEMENT PROGRAM (STMP)

Am I required to have a reservation if a STMP is in place?

YES!  Th e STMP NOTAM will specify whether it is for IFR and/or 
VFR aircraft and if it pertains to arrivals, departures, or both.  If you 
do not obtain a reservation you will not be able to fi le into or out of 
the STMP Airport.

What happens if I don’t?

Th e AFSS should not accept a fi led fl ight plan without a reservation.  
If you do not have a reservation, an ATC clearance can not be issued 
to/from the STMP airport and you will have to attempt to obtain one 
at the STMP webpage or on the Touchtone phone system.  Without a 
reservation, Centers and Towers cannot allow traffi  c to/from the STMP 
airport.  You will then be requested for your intentions.

Is there any way I can get a reservation, even though the STMP 
indicates no slots are available?

STMP reservations are distributed on a “fi rst come, fi rst served” basis.  
Th ere may be occasions when an additional slot will be available.  
Utilizing the online STMP webpage or the touchtone phone system, 
you will be able to check to see if any cancellations or additional slots 
have been released.  Th e STMP NOTAM may contain a contact 
number to check on additional slots when applicable, otherwise, the 
webpage or touchtone line are the means to check status.

SPECIAL TRAFFIC MANAGEMENT PROGRAM (STMP)

Why can’t I get a reservation in the Denver Ski Country STMP or 
any other STMP?

Unfortunately, the genesis for a STMP is the anticipation that demand 
will surpass capacity at an airport.  Th erefore, for very popular STMPs 
such as the Denver Ski STMP, reservations are taken very quickly as 
thousands of customers are attempting to obtain a very limited number 
of slots.  Be aware that reservations are available 72 hours in advance 
exactly to the minute.  On the top of the hour, 15, 30, 45 after the 
hour, you can expect a very heavy demand of calls or online queries for 
reservations.  Once those few slots are gone for the 15 minute range, 
which happens very quickly, new reservations will not be available until 
released at the next quarter hour.
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HIGH DENSITY TRAFFIC AIRPORTS (HDTA)

High Density Traffi  c Airports are specifi ed in title 14 of the code of 
Federal Aviation Regulations, Part 93, and Subpart K.

Currently, the following airports require unscheduled operations to 
acquire a reservation prior to operating at the airport:

• John F. Kennedy International (JFK)
• Ronald Reagan Washington National (DCA)
• LaGuardia Airport (LGA) for specifi ed periods of the day.
 • Chicago O’Hare Airport (ORD)

How do I get a reservation for a High Density Traffi  c Airport?

You may receive a reservation through the Airport Reservation Offi  ce 
(ARO), located at the ATCSCC, through a touch-tone telephone 
(800-875-9694) or the Internet http://www.fl y.faa.gov/ecvrs.

Is there someone I can call if I need a reservation and can’t 
get one?

Th e ARO telephone number is 703-904-4452.

What happens if I try to go there and I don’t have a reservation?

Th e only unscheduled traffi  c accepted at the airports without a 
reservation is emergency aircraft. Th e FAA monitors compliance with 
the regulations and violators are cited.

HIGH DENSITY TRAFFIC AIRPORTS (HDTA)

Why can’t I get a reservation at DCA?

Eff ective August 18th, 2005, charter and corporate aircraft are allowed 
into DCA subject to certain regulations. Th is process is complex; 
information and procedures can be found in the publication listed 
below.

Where can I get additional information?

FAA Advisory Circular 93-1A addresses operations at HDTA. 
Additional information is contained in the Aeronautical Information 
Manual. Information regarding General Aviation aircraft landing 
at DCA as well as HDTA airports can be found in Code of Federal 
Regulations (CFR) part 93, subpart K or http://www.tsa.gov/ keyword; 
DCA and Dept. of Homeland Security 49 CFR Parts 1520, 1540 and 
1562.




