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INTRODUCTION

The transition from piston to jet equipment by the airlines has
bezn a period of constant challenge io say the least and, needless
to say, we have not yet solved all our problems. However, we are
proud to present the fruits of our efforts te date in the development
of tools and procedures to enable Flight Dispatch to measure up

to the requirements of the jet age in air transportation. The office
layout, techniques and procedures are the result of years of

experimenting by this office.

”
J. H. Bell
Regionai Manager
Flight Dispatch

Central Region




PART CNE - Repreduction of SKYLINER article February 1, 1965,
entitled "Flight Dispatchers Direct Nerve Center of
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SKYLINER MATERIAL

Kansas City Flight Dispatcher, Jim Huggins, turned the
frequency dial on the SELCAL unit in front of him to 129, 0 mega-
cycles, pushed the buttons marked K G L J and & melodic chime
rang in the cockpit of Flight 156, almost seven miles in the air.
The captain of the 880 responded immediately to the signal. Jim

was calling to report a2 weather change en route which affected
the flight plan,

Such messages are only one of the many vital services he and
his colleagues must provide to keep TWA's aircraft {lying safely
and reliably.

The unit Mr, Huggins used to contact Flight 156 is a marvel

.of communications which permits him and his fellow dispatchers
instantaneous contact with TWA aircraft in their region. It is an
example of the sophisticated flight information "tools" in the
Kansas City Flight Dispatch Center, referred to by E. W,
Jacobson, Vice President Transportation, Central Region, as
"truly a jet age dispatch office, equipped with the latest and best
devices to give better service to the pilol and the passenger.' He
nated that "better service in this case means an added measure of
safety to an already safe operation.”

A flight dispatch office could be called the "nerve center' of

an airline, It is a world of weather facsimile machines, tele-

types, status boards, burn-off computations and "'squawk boxes",
far removed from the hustle and bustle of the airport lobby and

the check-in counters. In this environment works the flight

dispatcher, without whom, according to Civil Air ‘Regulations, no
U. S, scheduled airline can operate. He must be FAA-certified.
He is part metecrologist, part communications specialist, part
expert on Civil Air Regulations. 3imply stated, he must convert
meteorologicu! and ather data into terms of operational
probability.

There are 21 flight dispatchers assigned to the Kansas City

office, representing 443 years of TWA service. They work under

the aegis of J. H. (Joe} Bell, regioral manager of flight dispatch,
himself a 33-year TWA veteran. The Kansas City Flight Dispatch
Center was recently remodeled and its facilities are a match for
the best in the industry.

Joe Bell and his enthusiastic, conscientious crew have
expended a geod deal of time working on refinements to cértain
iterns of flight informaticn equipment to insure that their operation
will be as efficient as is humanly possible. Their work, and that
of their colleagues in the TWA dispatch offices in New York and
Los Angeles, is extremely important and they know it. Quiet
pride pervades their conversation as they discuss flight dispatch-
ing.

Personnel assigned to Joe Bell"s staff work under a new
concept of operational control. Their Central Region, which
extends from Dayton, Ohio on the east to Albuquerqgue, New
Mexico on the west, and includes TWA's Florida route segments,
has been divided inte north and south sectors. Two men wo‘rk
each sector, one handling terminal operations, the other en
route operations. A fifth dispatcher functions as the flight
dispatch coodinator who oversees ail phases of the activity.

Mr., Bell commented that this concept of operations provides
for a relatively even distribution of the dispatch workload and
contains a built-in flexibility permitting a quick response to
accelerated conditions in one sector or the other, If one team
is suddenly burdened with peak activity while the other is ina
fairly quiet period, a dispatcher can be guickly shifted to work
the other sector, More than 200 flights are handled each day by
the Kansas City office.

Each flight brings new situations, new decisions. 'The
timetable is the dispaicher's blueprint, "' says Mr. Jacchson.
"He must coordinate all the operational factors involved to make
the timetable a reality. And since safety and reliability are our

two most important considerations, his decisions are mac-~ with

that in mind. "
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Before each flight, the dispatcher pores over teletype reports
showlng termiral and en route weather, wind information nnd
official forecasts. He examines weather maps and high-altitude
jet airways charts. Reports of field conditions at each alrport
ave assembled. FAA notices regarding the servicesbility of
navigational aids are studied to make sure that all en route aids
@re un operation.

Once the dispatcher has determined that all factors are
suitable for flight, he Issues a normal operation advisory Lo the
stations involved, Approximately one hour before scheduled
depariure he confers with the captain and a flight plan agreement
is reactied, The {light plan includes altitude to be flown, elapzed
time en route and gliernate ficlds to be used in case a diversion
is necessary, The captain and dispatcher then sign & [Hight
release, signifying their mutual acceptance of the plan.

Civil Alr Regulations specify that no scheduled airliner muy
take off without the signatures of the captain and flight dispstcher
an the flight release. Both are equally respensible for the safety
of the light and both have full right to cancel, hold ur divert a
flight, If all factors necessary for a safe operation cannct be met
the trip i3 delayed or cancelled,

If

The flight release is simply an agreement, not an order.

the dispatcher wishes to release the flight and the caplain does not

wish to do so, he may cancel the trip. The reverse is also true,
if the captain wants to make the trip but the diapatcher believes It
cannot be operated with complete safety.

Each flight is monitored in the flight dispatch office from
takeoff to landing., Deviations from estimates, changes of
routings, losses or gains ol time ---all are nited, & dispatcher
must plan abead for the passengnrs who will be bourding thes:
[light= at stops en route.

An "on time” or "delayed’ sign alongside a flight number at o
ticket counter is ploced there on the basis of Information provided

by a [light digpatcher,

May=20-85

Once a flight is airborne, however, the dispatcher’s key
job is to anticipate the conditions ahead of .it. He has the respon-
sibility of providing the captain with any information -- weather,
navigation aids, alrport conditiong, air traffic delays -- that may
affect the salety of the flight.

A flight plan is & proposed course of action, subject to many
uncertainties, not the least of which is the ficklenesa of Mother
Nature, There are times when passenger safety and comfort
conslderations require & chiange in plan. Under adverse conditions, —
the dispatcher must have ready tne or more alternate courses of
action, such ag diverting flights to sirports where weather is
satisfactory or re-routing flights around known thunderstorm
areas.

The pilot knows that he has & good friend in the flight
As Jim

dispatcher. They share a tremendous responsibility.

Huggins says, ''We sweat out the weather just like the pilot up-

stairs. We get nervous indigestion and pull our hair, too.
TWAa's flight digpatchers are a dedicated group of professionals\-
uuiu.g_ an important joiras a member of a highly skilled team.
Mast airline passengers are pot aware of the vital role they play
in the gafe and dependable operstion of their fights, The

dispatchers themswelves know it, however, and that knowledge is

the source of their deep satigfaction in the work they do.




PART TWO - Photos and detailed description of equipment,

tocls and procedures.
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The decision to use this floor plan was influenced primarily
by the limited space available and the need to retain the proven
functional features of the present floor plan,

There are six dispatcher pesitions, four are regular
dispatcher positions, one is the coordinator position and the other
is the ACM position. All of these positions have identical
communications and their Call Directors contain 2ll local and
longline phones and all MKC and CHI ARINC Radic {requencies.

The four dispatchers must be in line and facing the flight
progress boards, Flight dispatchers and clerks are positioned in
accordance with the normal flow of work and their relationship to
one snother on a functional basis, We have learned from exper-
ience that this arrangement is the best for each position and
makes easy access between all positions when they are aiding

cach other,

The coordinator needs to be as available as possible to all

DEC. 1964
dispatchers and be able to see all boards.

The relay clerk needs to be near the printers, especially the
ARINC printers. Further, she must be clo_se to the pneumatic tube
and be able to see the boards.

The three weather printers, telautograph, weather display
and plotting tables must be directly in back of the dispatchers.

ADX and ARINC printers are in the most practical location from
the standpeint of noise abatement and availability to clerks.

The Selcal units are placed between the terminal and en route
dispatchers so that they are available to all four dispatchers,

The card clerk must be centrally located with reference to
all dispatchers.

Clerks do not have specific duties or responsibilities. Each
clerk works from one of the clerk positions but is responsible for
assisting other clerks when needed.

All clerks are responsible

for tearing printers, posting the flight progress boards and

answering phones,

T518
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DISPATCH AND WEATHER OFFICE

WEATHER
Left to Right:

Willie True
H., Todd
B. Hefley
P. Jones

[ ]

Captain Don Frazer

DIEPATCH

Left to Right:

R. D. Green

N. F. Vickers
Carolyn Evans
G. W. Nicholson
Mary Jolley
Sandy Reed

G. A. Nelson
Mary Denton

5. H. Lyons

J. H. Bell
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STANDARD ARINC SELCAL UNIT

Mary Jolley Sandy Reed Guorge Wicholaon
Flight Dispatch Clerk Card Clerk Dispatcher
I'518 -5 - May-20-85



TYPICAL WEATHER BRIEFING

J. H. Todd Captain Don Frazer R. D. Green
Dispatcher

Forecasior
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NEW CONCEPT OF OPERATIONAL CONTROL

The key to the new concept of dispatch responsibility distribution
will be found in the positioning of the four dispatchers in a line.

QOur zone of contrel is divided into two areas -- the North Sector
and the South Sector. A tczwu: of two dispatchers, one terminal man

and one en route i.uwn, 15 responsible for a sector.

Under normal conditions the terminal man is responsible for the
flights from the time they arrive in the terminal area until they
depart [rom the terminal area, including decisions to divert. He

also determines destination reserves and alternates.

The en reoute man, under normal cenditions, computes the en route fuel,
completes the release and sends it. He alsc monitors the flights
en route, plots the position of severe weather and furnishes this and

cther information to flights.

The positioning of the dizpatchers, the division of their duties and

responsibilities and the availability of ¢ssential data makes them a

fluid team able to support each other at all times under sl circumstances.

T518
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COMMUNICATIONS

All dispatcher Call Directors are tied directly t¢ ARINC

Radic at MKCXA and by phone line to CHIXA. This provides the
dispatchers with direct access to all MKC and CHIXA circuits
without reference to any operator or relay artist.

There are four clerk positions, The card clerk and the
relay clerk positions have all local and longline phones in their
Call Directors.

The other two clerk positions have local phones

only in their Call Directors,

The two Selcal units are tied directly to ARINC Radio at

MKCXA and by phone line to CHIXA. This provides the
dispatchers with direct access to all MKC and CHIXA circuits

without reference to any operator or relay artist.

Ta18
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The two regular weather printers provide general weather

reports from all over the country, and, in addition, all necessary
NOTAM information.
The ORD local printer provides local hourly and special

weather reports immediately for ORD and 2 number of stations in

the Chicago area. It also provides radar reports on the location

ang movement of severe weather.

The Telautograph provides MKC and MCI local hourly and '

special weather reports immediately, It also furnishes radar

reports on the location and movement of 'severe weather,

May-20-65 -9- T518



From cur ADX printers we receive weather forecasts, wind
and temperature data, operation plans, eguipment data and
general information on operations., Messages from these printers
are torn by the clerks and the messages passed to clerks and/or
dispatchers for appropriate handling.

We have two receiving only CHIXA printers and two receiving
only MKCXA printers. One printer on each circuit could easily
handle the traffic, but we need two copies of cach message and an
extra printer is the cheapest way to ¢btain the extra copy. The
reasen we must have two copies of each message is that two
people need a copy immediately. The relay clerk must relay
most of this information to one or more stations and, frequently,
the message must also go to a dispatcher. We use two colors of

paper to avoid confusicon or duplication.

The pneumatic tube operates between the Dispatch Center

and Airport Teletype.

over the ADX system.

This is our only means of sending messages

T518 - 30 -
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FLIGHT CARDS

Qur flight cards are multiple pur used

pose-cErds and are
primarily in lieu of the old dispatcher work sheets, Thev make it
possible for any dispatcher to pickup flights from another
dispatcher without conversation when the workload makes this
advisable.

A flight card is prepared for each [light that is scheduled to
operate under the dispatch authority of the Kansas City Fligh:

Dispatch office. These are prepared in advance and are revised

with each schedule change. i

In order that these cards can be reused for each day's opera-|
tiocn, they are enclesed in a clear plastic cover. The computation]
notes and/or actual release is marked on this plastic cover with :
marking pencil so that while a particular flight is under congid- ;
eration for release or is actually flying in the MKCWD area, the
basic data on the card, as well as the release and related infor-
mation, is all on the card for ready reference. When not in use
the cards are filed in numerical sequence on the card clerk's
desk.

When a charter or extra section or other unusual operation is
planned in the MKCWD sector, a temporary card is prepared for
that specific flight and, while that flighr is being cperated, the
for o scheduled

card is handled in the same manner as a card

flight.
|

At a certain time, (rom three to five ho prior to a flight

needing a release, the card is pulled from the nwmericzl [ile Ly
the card clerk. She will record the plane number and any un-
scheduled information relating to that flight on the card. This
might include unscheduled stops, revised opurating times, lat
operation, ne changes en route, ete, She then passes the card
to the proper dispatcher who is to handle that flight.

The dispatcher or dispatchers will add to the other informa
tion the figures for the release, fuel, slternate, MGL, ete. The
dispatcher or dispatchers, who have participated in the relezse,
will include a code indicating who made the decisions, The
T518 "

All_

card is thon passed back to the clerk who will type the release for
transmission by longline,

The [uel, alternsie and other important data from the card
ie then pested on the flight following board and the card returned
to the numerical file box, At regular intervals, the cards are
removed from this file and the data relating to that day's flight
\5 cleaned from the card if the flight has "completed' and the card
returned for use on the next day.

Sample cards are enclosed illustrating:

A. Basic card with data and source of data,

B. First action by terminal dispatcher indicating reserves
or alternates required by him to destination of each
leg,

C. Final action by the en route dispatcher who computes

the en route fuel and finalizes the release for typing.

May-20-65
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FLIGHT FOLLOWING BOARDS

Cur néw flight progress boards are designed to provide a complete flight following
function. Information by visual reference, covering all flights in the dispatchers

area of responsibility, includes: flight number, plane number, captain's name,
release fuel, alternate airport {if needed), planned route, flight altitude, estimated
time en route for each flight segment, actual time off, estimated arrival time at

point of intended landing and actual lanaing time, This up-to-date progress information
assists the dispatcher in carrying out his responsibilities of vperational centrel,
dissemination of flight operating infermation, advance planoning for anticipated

"nor-routine" situations, formulating recovery plans, etc.

T518 - 14 - May-20-65



JET PERFORMANCE PCNIES

These Jet Performance Ponies provide the flight dispatcher
a compact, simple means of obtaining quick, accurate jet

eguipment performance compuiations,

T518 ' - 15 - May-20-65



This Jei Performance Pony provides data for route segments of 900 nautical miles or more.

DISTANCE. Each chart represents coinputations for a specific type of jet equipment over

a particular route. The samp.c chart attached represents the precomputed data for a

Boeing 707-131 from LAX to CRD,

EQUIPMENT, Separate charts are prepared “or each type of jet equipment to facilitate

re-computing for last minute egquipment substitution,

LANDING WEIGHT. The box in the upper right corner indicates the ''Chart Entry Landing

Weipbt ', The box in the upper left corner adds the FAA/TWA fuel reserve to the average
operating weight of the eguipment plus the "planned" payload. The result subtracted from
the "'Chart Entry Landing Weight' shows the amount of fuel that can be planned for Holding
or Alternate Fuel without increasing the burnoff fuel which could be adjusted by using the

+/- [igures after each altitude designation.

ALTITUDE. The column on the left always indicates the optimum altitude adjusted for

direction of flight. The others are 4000' or 2000' lower per present policy.

ROUTE, MACH AND WINDS ANALYSIS NUMBER, Under the LAX/ORD lire is the Jet

Roule and mileage on which the duta was computed, The Mach number used on these charts

15 approved operating Mach number for the particular equipment. The Winds Analysis aumber
indicates the proper location of wind segments or MTR as provided by Winds Analysis.

Scheduled leg time is shown for comparison to select proper planning altitude.

WIND COMPONENT, The chart provides a range of -80 knots to +140 knots for eastbound legs

and -140 knots to +60 knots [or westbound. Interpolation of 5 knots is simple.

EXAMPLE. f{a) LAX - ORD

{b) Boeing 131 owe 118, 500
(c) Payload 29,000
(d} Reserve, Alternate and Hold Fuel 20, 500
{2) Expected landing weight 178, 000 (3, 000 more than allowed in

computations)

(f) Component 33,000, Zereo, Temperature -40°
Component 29, 000, Zero, Tempera‘ure -35°
Componunt 27, 000, Plus 20 knots, Tumperature -30°

- 16 -
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SOLUTION. Enter optimum celumn at -35°, 0 Component; find Time 3:33, 48.0 Fuel. At ~45°,

3:27 Time, 49.6 Fuel, -40° would then he 3:30. Scheduled time at top of page is 3:23, therefore,

schedule cannot be maintained at optimum altitude, Enter {290 column at -30°, 0 Component, Time

-35% would be 3:23. This being scheduled time

3:24, 50.6 Fuel, At -4C°, 3:22 Time, 53.0 Fuel.

you drop to the /270 column, enter -25°, +2{ Component; find Time 3:18, Fuel 50.5. At -35°, 3:15
Time, 53.95 Fuel, flight would then be planned to operate at /280 ang dispatch release would be
computed at /270 which is 52, 000 plus !1D pounds per thousand pounds over 175, 000 landing

weight or 52, 330 pounds.

FROM_LAX  TO__ORD
12 RSV 10,0 | RTB _ JE4-87 - 1559 WM CHART ENTRY _175,0] _12
oWE __118.5 M 82 WAF_ WTR = M0 2 -
5 Pﬁ _—.fg.g.:.p. : 5 = _— #/M Below.
| sowo & wm —I7E O TE 222 =7= T000" STEF CLTFB = ==
4180 260 +140 ang  *110 2 +80 P +60
- wﬁo /290, _}oo f210 "5y /230 g, F230 T

QUPY [TMP{ TIMED FURL; [ THPETTHE] FULL ) (THF | TIME] UL | THE] FURL, | (TMP] TIME | EUZLY
=501 [-350h: 04 55,64 [-20(3:54 [57.7 ! —2=-+_‘i:56 59.71 {=20{3:59]62,1} [-1
0 152153.0 3:43[55,1 5115570 59,2
~20| 145843152 [5 47913:34 [53,0| (k79 [2: 55 |5h. 7] 1476 |3:57]56,8] 468

0 | TAs(3133]|58.0] [TAS|3:25 [50.6 “:as 3:25152.2 | \TAS [3:27[Sh.2 | |TAS

20 12 .2 117 [48.9 3:18150.5 :20[52.k ik [5h.h
[ 55 3:19[84.5 3:00 47,2 | 3:10 |48.7 3:12 50,5 :16152.3

60] 111 52,9 3:03]55.51 | 3:04 57,0 3:06|48.8 %:10750,6

80 21031430 2:56 l#a.o'! 2:58145,5 2:59]67,1 3:0%{48.9
100 2156 140.0 2:50]42,6] 2:52 [k:.0 2:53(55, 2:56[47,2
120 2151158.8 2:565701 47 | 2:47150 7 I 2151 45,9
150 2145757, 2:39 140,11 | 2:41 |41, 4 2:421k2,9 2:45[44 5
—50] <45 350126, 8] (<50 2151 1800 (L35 T5:56 (6511 =36 5149 ]65.5 I35

=40 2:h7|54,1 3:41[57.8] 1 140 (60,3 3:39162.9
=201 |47k |3: 38]52,01(488 [3:32(55,5] 1493 [3: 51 [57.9 1495 [3: 21 [60.5] [493

0 | |TAS[3127]49,6] | TAS(3:22[53.0] |TAS [3:21 |55.3 | |TAS (3:21 [57,8] |TAS] .

20 2720 |58.0 3:16[51.7] 3115 (53,5 3:15(55.6 3:16157.9
| 4o 112 [h6.3 ;08 (kg & 3:08151.8 108 (50,1 3:10([56,1-
%0, 3106 | 447 3:02 [47. 0 3102 [50.1 3:02 52,5 5104 54,2

3] 2:59[43,2 2156|462 2:56 |48.4 2:56 50,6 2:57 [52,k
o6 2:53([41.8 2:5L 44,8 2:50 [46.9 2:50159,0 2151 [50.6
120 2:48[40.6 2:46[43.5 2:45 (45,5 2:45157.6 2:46 [49.3
X 2ih2]39,h 214004211 2101 (b4, 2] 2:h0156,2 2:42 b7, 8]
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This Jet Performance Pony provides data for route segments of 900 nautical miles or less.

CONSTRUCTION QF CHART

DISTANCE., Each chart represents computations for all types of jet equipment over a particular
route. The sample chart represents flights JFK - GRD for which 860 nautical miles is the
conservative distance between the two stations. All mileage values are on the conservative side

when more than ¢ne route is available,

EQUIPMENT. Each chart provides, on one page, computations over one route for all types of
jet equipment now in operation, Space is available for any anticipated eguipment expansion program.

This type presentation has proven valuable in cases of last minute equipment substitution.

FLIGHT ALTITUDE, FLIGHT LEVEL AND TEMPERATURE., Fuel performance and flight time

for each type squipment has been computed at an altifude or flight level 2, 600 feet lower than the
optimum altitude up to flight level 290 and 4, 000 feet lower than the optimum altitude above flight
level 290. This is in accordance with the Jet Cruise Pelicy as revised by Flight Operations
Bulletin No, 64-~5 dated May 19, 18684, The standard temperature for each altitude and type aircraft

is the mean temperature taken from the particular flight planning chart.

LANDING WEIGHT. A landing weight for each type aircraft was determined by adding: (a) average

aircraft operating weight empty, (b) maxirmum payload, and {¢) a conservative fuel reserve over the

destination.

WIND COMPONENT, The chart is designed to provide computations over a range from 10 knots of non-

prevailing wind to 100 knots of prevailing wind, i.e., JFK - ORD, a westbound [light with components

from plus 10 to minus 100 knots.

FUEL AND TIME. The foregoing information is the "standard"” from which all computations are
made, i.e., altitude, temperature and landing weight. For those "standard’ conditions, an elapsed
tirne and fuel burnout have been computed for each 10 knot increase or decrease of wind component

over the range mentioned above,

CORRECTION FACTORS., Since a ''standard' condition is the exception rather than the routine, a

means [or applying the "standard' computations to any set of conditions is required. The variables are
landing weight and altitude temperature. A value in pounds of fuel burned is added to or subtracted
from the ''standard’’ fuel burn computation when the final landing weight of the aircraflt is determined

to be above or below the "standard”. Likewise, a value in pounds of fuel burned is added to or sub-
tracted from the "standard" fuel burn computation when the forecasted or the actual altitude temperature

varies from the "standard”. No atiempt has been made to correct time values,
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STANDARD RELEASE FUELS. When provided by the Jet Cruise Policy, the standard release

fuel and weight values are shown on the chart. This is an aid in that it provides a cross check
for accuracy of compuiations. If final computations vary considerably from the standard release
figures with the same corrective factors, an error in computations is evident. For the B707-131

standard water values for the departure station are included.

USING THE CHARTS

KNOWN INFORMATION. (a) JFK - ORD

{b} Convair B80 owe : 89, 500
{c} Assumed full load 25, 500
{d) Reserve and. Holding Fuel 13, 600
(e) Expected Landing Weight 128,000

(f) Component 27, 000' minus 35 knots Temperature -35°

SQLUTION, On the JFK - ORD chart under C (880) equipment enter at ~35 knot component, i.e.,
between -30 and -40, The elapsed flight time is found to be 1:39. The fuel interpolated between
the same values is 22, 845 pounds, Remembering this is fuel burned under 'standard"” conditions
outlined before. To apply corrective factors, the expected landing Weigh; is 7, 000 pounds lighter
than "standard", 7 x 45 lbs, fuel - 315 lbs. less fuel burned since the landing weight is less than
"standard". 22, 845 lbs. minus 315 lbs, - 22, 530 pounds fuel burned corrected for weight. The .
expected temperature at 27, 000' is 5° warmer than "standard", therefore, 5 x 40 lbs. - 200 pounds
additional fuel burned for higher temperature. 22,530 lbs. plus 200 lbs. = 22, T30 pounds of fuel
burned corrected for weight and temperature. This is now the planned fuel burnout for this flight.
Reserves and alternate fuel are added for the release fuel. This computation requires only a few
seconds to complete. The same computation direct from the Convair Planning Charts takes geveral
minutes and, after several interpolations, a time of 1:38 and fuel burn of 22, 742 pounds can be
arrived at.

RESULT
A flight dispatchers' tool, weight about 10 ounces, which will provide quick and accurate jet per-
formance information as against the regular issued manuals, weight several pounds, which provide

no more accurate information in a much more difficult, tedious and time consuming manner. —

NQTE; The term "'standard" as used herein is intended as a norm, and/or index; a place from which

to start, and not pertaining to atmospheric conditions, or as standard fuel release.
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JFK- !

89,500 0.4W.E.
25,500 Payload

_'j._‘.- RD

IE-ﬁD '!:'-:l.:f"_l'J-Bd.

BED .

118,900 Q.W.E,
30,000 Fayload

126,500 O.4.E,
30,000 Fayload

137,700 O.¥.E.
30,000 Payload

254
20,000 Reserve ¢ 12,000 Reserwve 16,100 Ragarve 'y 13,600 Renarve d 17,300 Reserve
C 135,000 Lndg. Wt. V 125,000 Lndg, wt. B 165,000 Lodg, Wb, |V 170,000 Lndg, Wt. 185,000 Landg. Wt.
27,000 Temp =h0*® 275000 Temp -35° £7y000" Temp ~35% | 31,000" Temp —h5° 51,000 Temp -4O°
+10 1:32] 21,170 +10 #10 |1:29 | 24,880 +10 1126 [ 18,760 +#10  |1:32 | 24,855
0 1133 21,520 0 b) 1131 | 25,230 |0 1:28 | 19,090 o 1:34 | 25,260
-10 | 1:35) 21,870 -10 - -10 [1:33 | 25,700 <10 |1:30 | 15,425 -10 |1:35 | 25,665
=20 1:36| 22,250 =20 =20 |1:34 | 26,1b0 -20  |1:31 | 19,785 -20 |1:37 | 26,100
-30 1:38{ 22,650 =30 |-3o 1:36 | 26,615 =30 |1133 | 20,170 =30 |1:39 | 26,560
40 1:k0| 23,040 =40 =43 [ 1:38 | 27,200 ~40 1:%5 204555 =40 |14 | 27,025
-0 | L:42| 22,460 -50 | 1:40| 17,510 -50 |1:40 | 27,620 =50 [1:37 | 20,970 =30 [1:43 | 27,525
-60 1:h4| 23,900 60 1:42| 17,850 ~60 | 1:43 | 28,175 -60 (1139 | 21,k05 =60 |1:45 | 28,050
=70 1:45| 24,340 =70 1:4h 18,190 =70 |1:45 | 28,730 =70 |1:41 | 21,840 =70 |1:47 | 28,575
-80 1:48| 24,835 |-80 1:46] 18570 -850 | 1i47 | 29,345 =80 |1:%3 | 22,3% -80 |1:49 | 29,165
-0 | 1:51| 25,335  |~90 | 1:43| 13,950 =90 |1:50 | 29,960 -90  [1:46 | 22,820 -90 |1:52 | 29,760
=100 | 1:53] 25,875 1=100 | 1351} 19,360 =100 [1:52 | 30,610 =100 [1:48 | 23 30 =100 |1:%% | 30,400
H5/10C0 ovr 135,000 | +60/1,040 ovr 125,000 [+55/1,000 ove 155,000 |+40/1,000 ovr 170,000 [+50/1,000 ovr 185,000
+40/ degree warmer _-_liyrﬂ_x::—._r-re WAImAT +70/dagree colder +15/degres wnrmer +15/degree warmer
31.0-145.0 24,0-136.0 Bk  29,5-184.5 39.5-215,5
142,500 0.W.E. |cso- 135,500 0.¥.E,
34,500 Payload | 74,500 Payload
18,000 Reserve | P 51,000 Reserve
195,000 Lndg, Wk, | 225,000 Indg, Wty o
31,000" Temp =40° |  31,000" Temp <hD° |
+10 [ 1:33] 21,010 +10 | 1:35] 22,645 T
0 1:34( 21,330 0 1:36| 23,000
=10 1:36( 21,770 =10 1:37| 23,360 |
-20 | 1:37| 22,040 =20 | 1:38| 23,745 |
-20 | 1:39| 22,400 =30 | 1:ho| 24,155
-40 | 1| 22,790 40 | 1:42| 24,570
=50 1:43| 23,210 =50 1440 25,000 |
60 | 1:46| 23,650 -60 | 1:47| 25,475 5
=70 1:48| 24,090 =70 1:49| 25,945 |
=80 | 1:50] 24,585 -80 | 1:51] 26,465
-90 1:53| 25,080 ~90 1:54| 26,990
-100 | 1:55| 25,600 -100 | 1:56] 27,550
+55/1,000 ovr 195,000 |[+60/1,000 ovr 225,000
+15/degree warmer +20/degrse warmer
*for pser coafig 331C
use T computations
due 1121564
- 20 - May-20-65

T518



JET RELEASE ANALYSIS

To facilitate the flight planning computations by the en route dispatcher, a Dispatcher's

Release Analysis Message and Worksheet (DRAM) has been developed (see Example 4),

This DRAM form, which is completed for every jet flight regardless of segment length,

is not only a worksheet but is utilized for teletype transmission of flight planning information

to the captain of each jet flight operating over segments of 800 nautical miles or more.

The completed copy then becomes a source of ready reference informatien for the

dispatcher until termination of the respective flight,

FORM C-164 (2631

DISPATCHER'S RELEASE ANALYSIS MESSAGE AND WORKSHEET

Tronsmit information within double lines only

[3 Tronsmit lines preceded by ostacisk only

FRINTED IN U5, A,

TH18

| pate /~/3-63
. SFolkA LAXWD _
soRamFOR CaPTF_/38 £ oy SF0 gy ORD PLARE 0. 6758 -
| TAS NAM
FAA TWA RES Booo | J _ ’ &
KLOG FUEL Se00 lGS Tw i
ALTN FUEL ANosJe TAS RAM
*TOTAL RES /3000 6 T
OPTG WGT — /264750 fras P
“DSPRS PYLD 30000 m D
LNDG WET_ /69/50 |-_ = , =
“ENRTE FUEL - “oJoa K =l |
GS CHD |
WATER - M
| comPUTED TOW 209E&50
*CHART ENTRY /80000 TOTAL RES /3000
i B 2/000 BATE UL 40700
XPCTOTOW ___ Zeo F50 | RLE FUEL 53700
“ROUTE Jgo ~6o — &4 WAXRMOYMGL -
cpz MES p1__ 370 gre 0376 gy FF /00 COWF _ TEWP
~crz_MES ar_ 330z O3/F rip HOFO0 COMP___ TEWP_
“CRZ ALT ETE FUEL coup _
‘CRE ALt ETE FLEL coup — —
1.0, FLST RNWY TEMP WIND ALTSG. =
“PLANNED RLS: _ 970 54.0 Fe 2/0.0  urew —
WATER
o WATER
: REMARKS .
i
ke  Beil /3 ofoo _ ;
=21 - e



COMPUTER'S LIBRARY DaTA PULLOUTS

= = n
e o o
p—t =3
Most of our manuals are kept in large bookcases on the side We turned the "popout” shelf on the dispatcher's desks
of the office. However, the needs of the dispatchers are such over and placed a cardex file in it, This provides s vast
that we have placed a sot of Jet Planning and Performance amount of space for data needed Ly the dispatcher and it is

manuals under each Selcal unit which makes the manuzls immedi- | more nccessible and easler meintsined than under the glass on
ately available to each dispatcher at his desk. Further, because | the desk tops.
of the size of some of these manuals, we have split them and all

have been placed in hard covers.
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EN ROUTE WEATHER BRIEFING

TYPICAL RADAR THUNDERSTORM PLOTTING CHART
All telephone and radio work by the dispatchers is done on a single "handset'' or "headset' located at each position.
Each phone is attached to a retractable extension cord that permits the dispatcher to reach the weather printers and

plotting tables and brief crews en route or at terminals on the latest weather data available,

The availability of hourly radar reperts on the location, movement and intensity of severe weather makes it
possible for Flight Dispatch 1o keep flight crews updated and enables them to keep to-the best route and altitude and

penetrate the terminal areas with the least trouble.

Radar reports are entered on these charts as rapidly as they come in (as depicted). The entries are with grease

pencil and easily removed from the transparent overlay.

When there are active areas or sguall lines it is the custom to use different colored pencils for each hour and leave

several hours on the chart in order to follow the tendency and movement more accurately.
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ACM POSITION

AR AL

PR .

Ottt 10,e
‘-_"W_l ‘hﬂ.l;

Carolyn Evans N. F. Vickers
Flight Dispatch Clerk Dispatcher
This position is equipped in its entirety identical to the regular dispatch pesitions,

including all telephone and radio communications.

The purpose of this position is twolold: a convenient place for supervisors or
technicians to monitor cperations or assist during Irregularities without intei-
fering with other dispatchers and their operations, full utilization of an extra

dispatcher can be obtained by use of this position.

T518
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SUMMARY

In summary, zll six dispatcher positions have complete
and identical communications; all dispatchers, including
coordinators, are currently qualified to work both sectors;
esgsential information on any flight is readily available
from the flight card and the flight progress boards without
consulting anyone and all dispatchers, including the co-

ordinator, are useable at all times for any functien,
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