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(1) 

AIR TRAFFIC CONTROL MODERNIZATION AND 
THE NEXT GENERATION AIR TRANSPOR-
TATION SYSTEM: NEAR-TERM ACHIEVABLE 
GOALS 

Wednesday, March 18, 2009 

HOUSE OF REPRESENTATIVES, 
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE, 

SUBCOMMITTEE ON AVIATION, 
Washington, DC. 

The Subcommittee met, pursuant to call, at 10:03 a.m., in Room 
2167, Rayburn House Office Building, Hon. Jerry F. Costello 
[Chairman of the Subcommittee] presiding. 

Mr. COSTELLO. The Subcommittee will come to order. The Chair 
will ask all Members, staff, and everyone to turn electronic devices 
off or on vibrate. 

The Subcommittee is meeting today to hear testimony on the 
″ATC Modernization: Near-Term Achievable Goals.″ 

Before I give my summary of my opening statement—I have an 
opening statement that I will submit for the record. I will summa-
rize it, and then I will call on the Ranking Member for any state-
ment that he would like to make or any comments. And then we 
will go to the first panel of witnesses. 

I welcome everyone to the Subcommittee hearing today on ″Air 
Traffic Control Modernization and Next-Generation Air Transpor-
tation Systems: Near-Term Achievable Goals,″ which is being con-
ducted as one of several hearings that meet the oversight require-
ment of the rules of the House. This is the first of several hearings 
that the Aviation Subcommittee will hold this year on NextGen, 
covering a wide range of topics. 

Everyone agrees that our ATC system must be modernized. The 
total number of passengers carried in the United States airspace 
was approximately 700 million a year and is expected to go to 1 
billion in the next 7 to 12 years. For that and other reasons, it is 
very important that we, not only the House but also the other body, 
quickly pass the FAA reauthorization bill. 

H.R. 915, the FAA Reauthorization Act of 2009, authorizes $13.4 
billion for the FAA’s facility and equipment account, the primary 
vehicle for modernizing the national airspace system. These his-
toric funding levels will accelerate the implementation of NextGen, 
enable the FAA to replace and repair existing facilities and equip-
ment, and provide for the implementation of high-priority safety-re-
lated systems. 
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Two years ago at a hearing on airline delays and consumer 
issues, I asked and called upon government and the government 
agencies and industry to begin a frank discussion about what near- 
term relief can realistically be provided with new technology. Many 
in the industry have since expressed similar sentiments, given that 
we are making key investments over the next few years, and stake-
holders and everyone else want to know more about details about 
the near-term capabilities, benefits, and requirements of this new 
system. 

In response, the FAA updated its NextGen implementation plan 
and published a NextGen mid-term architecture. In addition, the 
FAA has commissioned the RTCA to form a Mid-Term Implementa-
tion Task Force that will work with industry to prioritize which 
NextGen capabilities should be deployed first and where they 
should be deployed to achieve the greatest benefits. 

Regarding industry investments, it has been estimated that the 
total NextGen-related avionics costs for aircraft operators may be 
between $14 billion and $20 billion. Near-term NextGen benefits 
will depend largely on how quickly operators are willing to equip. 
Industry stakeholders want to know from government if they will 
partially subsidize early NextGen equipage. And the FAA has pro-
posed that operational incentives, such as preferred routes or run-
way access, be given to operators that equip as soon as possible. 
I believe that all of those options should be on the table. 

In addition, concerns have been expressed as to whether the FAA 
can manage a project of this magnitude to ensure NextGen’s suc-
cess. In September of 2008, the National Academy of Public Admin-
istration released a report detailing key workforce competencies 
that the FAA needs to strengthen. In response, the FAA plans to 
hire between 300 and 400 new NextGen personnel. 

I am interested in hearing from our witnesses today on that 
point. 

Leadership and overall organizational structure of NextGen ef-
forts is important for the successful implementation. To increase 
the authority and visibility of the FAA’s Joint Planning and Devel-
opment Office, H.R. 915 elevates the director of JPDO to the status 
of associate administrator for NextGen within the FAA, reporting 
directly to the administrator, which is completely the opposite of 
what the FAA did in their reorganization in May of 2008. And we, 
of course, believe that, in order to elevate the stature and to imple-
ment NextGen, that that position ought to be reporting directly to 
the administrator. 

Further, in November of 2008, President Bush signed Executive 
Order 13479, which outlines the function of the Secretary of Trans-
portation, the Senior Policy Committee, and the NextGen effort. I 
am pleased to see this affirmed the NextGen policies, as outlined 
in Vision 100. In addition, I firmly believe there needs to be greater 
White House involvement in order to pull all of the agencies and 
stakeholders together if we are going to be successful in imple-
menting NextGen and getting the project done. 

In the past, I have stated that the FAA cannot let over reliance 
on its contractors compromise its objectivity with regard to a con-
tractor’s performance or the protection of consumers. To ensure the 
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safety of the ATC systems, the FAA maintains a comprehensive 
certification program for systems used in the NAS. 

I am concerned about a recent change that the FAA has made 
in the certification program, requiring that only FAA-owned sys-
tems need certification. Given that major NextGen acquisitions, 
such as ADS-B, will not be owned or operated by the FAA, I am 
particularly concerned that this policy change could potentially 
weaken the government’s oversight of these key systems. There-
fore, Chairman Oberstar and I have asked the Department of 
Transportation Inspector General to review the changes that the 
FAA has made to its certification program. 

With that, I again welcome all of our witnesses here today. I look 
forward to your testimony. 

And before I recognize Mr. Petri, the Ranking Member, for his 
opening statement or remarks, I ask unanimous consent to allow 
2 weeks for all Members to revise and extend their remarks and 
to permit the submission of additional statements and materials by 
Members and witnesses. 

Without objection, so ordered. 
And the Chair now recognizes the Ranking Member, Mr. Petri, 

for his opening statement or comments. 
Mr. PETRI. Thank you very much, Mr. Chairman. 
I just want to begin by commending you for not only having to-

day’s hearing but for the previous hearings on this subject and a 
number of oversight and informational meetings that you have had 
on the whole NextGen process. I think Congress is often criticized 
for running around expressing alarm after things run amok, and 
this is an example where, hopefully, things will go right because 
attention is being paid not only on the legislative side but, even 
more importantly, within the administration and the community, 
so that problems can be worked out and planned and informed 
judgments can be made. 

It is very important to get NextGen right. Other industries have 
switched from analog and other systems to digital-type systems, 
with all the changes and advantages that that implies. And there 
is certainly no reason why the aviation industry, at least the gov-
ernment section of that, can’t do it. The defense part of it I think 
has pretty well already done it, and we need to do it to keep com-
petitive and to accommodate growth in our national aviation indus-
try. 

So today’s hearings should allow us to get an update on the 
progress of NextGen and the benefits that can be obtained from it 
near-term. Modernization of our air traffic control system has to be 
a priority, and I know it is of this Committee. Forecasts for future 
passenger and operational growth can’t be ignored. While pas-
senger traffic has decreased for obvious reasons recently, it is ex-
pected to rebound and grow over the next several decades. 

Transforming the almost continuously operating air traffic con-
trol system into the NextGen concept is a big test of the FAA’s 
abilities. Maintaining the existing system, training four genera-
tions of air traffic controllers, transitioning to a new satellite-based 
system, and securing its operation are just a few of the challenges 
facing the agency. 
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As we look to the future, we must focus on how decisions that 
will shape tomorrow are made. Both commercial and general avia-
tion users could benefit from the capacity and safety improvements 
that NextGen is reported to offer. 

Though I do have some concerns with some provisions in the pro-
posed reauthorization bill, H.R. 915, the bill does include key 
NextGen improvements that we worked on in a bipartisan manner 
at the beginning of the last Congress. These include provisions to 
reorganize the governance structure, create more robust FAA re-
porting requirements to Congress. By elevating the authority of the 
Joint Planning and Development Office director to the associate ad-
ministrator level and increasing reporting requirements, the 
NextGen provisions of the bill seek to enhance accountability. 

In addition to the long-term planning needs for NextGen, the 
FAA must be sure to do everything it can to meet today’s demands. 
It is my understanding that there are several improvements that, 
if implemented, could yield benefits in the near term. And I am in-
terested in hearing from our witnesses about procedural changes, 
airspace redesign efforts, and the status of NextGen trans-
formational programs that will help to make our system more effi-
cient in the near term. Also interested in hearing how those im-
provements prepare the agency to deliver the long-term NextGen 
architecture. 

Equally important to airspace modernization are efforts to ex-
pand ground capacity at our Nation’s airports. Without more 
ground capacity, either through new construction or with more effi-
cient surface management tools, airports’ outdated ground infra-
structure will become a bottleneck. I am interested in hearing how 
the FAA is planning to address potential gridlock at our Nation’s 
airports. 

Finally, as we transition to more technology-based air traffic con-
trol procedures, it will be important that training keeps pace, both 
for FAA employees and for the user community. So I am interested 
in learning what steps the FAA is taking to be sure that the avia-
tion workforce is prepared to make the transition to new tech-
nology. And I also look forward to hearing FAA’s plans to allow in-
creased stakeholder participation in technology development and 
implementation planning. 

So I, again, thank the Chairman for calling this hearing, and I 
look forward to the testimony of the witnesses before us. 

Mr. COSTELLO. The Chair thanks the Ranking Member for his 
statement and now recognizes the distinguished Chairman of the 
Full Committee, Chairman Oberstar. 

Mr. OBERSTAR. Thank you, Mr. Chairman. Thank you, Mr. Petri, 
for your comments; staff, for preparing this hearing. 

This is a very important hearing. It is a benchmark, threshold 
hearing on the status of the modernization—the continuing mod-
ernization of the air traffic control system. People talk about mod-
ernization as though it is a snapshot. Take a picture of it, here we 
are today, and then it is done. It is an ongoing work of trying to 
stay ahead of the technology and of the dynamic forces of aviation 
in the domestic and international market. 

It has been a long-pursued objective of this Subcommittee, over 
three decades, to stay on top of the continuing modernization and 
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oversee the nearly 70,000 items of technology that FAA has put in 
place, beginning in about 1980, when the serious modernization of 
air traffic control technology began. 

And we can look back over time and see the same ups and downs 
of the waves of concern, periods of severe congestion, delays, half 
of which are weather, but weather compounded by inadequacy, the 
capacity of the air traffic control technology in place at the time, 
and then moving up and then slipping down; and also the ups and 
downs of financing and investment in the air traffic control system. 
We need solid baselines of support that build from one year to the 
next if we are going to stay ahead of technology. 

Mr. Costello, Chairman, last year—actually, 2 years ago—and he 
cited it in his opening remarks—said we need to begin a frank dis-
cussion about near-term relief and what can realistically be deliv-
ered by NextGen. And each time that the FAA comes up with a 
new technology approach, with greater capacity, there are great 
hopes, great expectations, and then it seems to dribble out and 
take forever to implement. 

FAA is doing a better job. They are shifting attention to the near 
term, refining the NextGen benchmarks over the next 5 to 8 years. 
I think it is a mark of progress that the FAA commissioned the 
NextGen Mid-Term Implementation Task Force to develop a plan 
in cooperation with industry. But I hope they are also involving the 
air traffic controllers in this same initiative. 

And, Mr. Scovel, you need to watch over that very carefully to 
make sure they don’t repeat the mistakes of the past, of omission, 
of failing to engage in the design, engineer, and planning of tech-
nology by leaving out those who have to operate it, the controllers. 
And that is without regard to whatever administration is in office 
at the White House. This is a failing that goes back a very long 
time. It is a cultural gap. 

Now, how quickly NextGen benefits come about will depend not 
only on the progress FAA makes, the providers of the technology 
in the private sector, but also the airline companies themselves, 
their willingness to equip aircraft in advance of regulatory man-
dates. 

I remember a hearing we had in this Committee room when the 
CEO of Continental Airlines had a stack of pieces of equipment 15 
feet high and said, ″This is what we are going to take out of our 
aircraft and replace with a box this size,″ as we were working to 
harmonize progress at FAA and progress with the carriers. Now, 
they have to continue to see their own benefit in making the in-
vestments, coordinated with the FAA. If the estimates are on tar-
get—and they usually aren’t—that the airlines could be facing in-
vestments of $14 billion to $20 billion—I think those are probably 
on the very high side and are based on estimates of certain num-
bers of aircraft—but that information needs to be made much more 
precise, much more carefully thought through than just a horse-
back, off-the-top-of-the-back information. 

Earlier this year, there was a big push to try to get money in 
the Recovery Act, the stimulus plan, to put some $4 billion. Mr. 
Costello and I were supporting that initiative. But, in the end, 
what prevented that from happening is a lack of appreciation, or 
lack of confidence, I should say, on the part of the administration, 
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the Appropriations Committees, that the industry, that the FAA 
were ready to use that money effectively. 

There is a precedent for us doing that. And I don’t need to go 
on; I will put this in the record. I will just say that there is a prece-
dent. There is a plausible case to be made that properly structured 
subsidies and incentives of the kind that we are talking about 
could advance NextGen. 

But the case had to be made long before we proposed the invest-
ment. And the case wasn’t made. We just kept running up against 
a blank wall. People didn’t understand it, didn’t know it, didn’t be-
lieve, didn’t have confidence that industry on the one side could co-
operate and do their part and that FAA on its side would be able 
to make the investments properly and that the suppliers of tech-
nology would be able to develop. 

We saw how critically important both technology policy and pro-
cedure are in the U.S. Airways incident early this year, January, 
when the controller in the tower, the crew in the flight deck, the 
airline dispatchers all had the right skills, the right training, the 
right preparation at that moment—spent 30 years of training and 
preparation and experience for 30 seconds of right judgment. And 
that is essential to this modernization of NextGen. 

Let’s not get caught in the trap of thinking that all we need is 
to put this technology in place and everything will be fine, because 
it is people that make the technology work. If you don’t have the 
right people, that stuff isn’t going to happen. 

What troubles me, also, in the rush to NextGen is the deteriora-
tion of the air traffic control workforce as they retire. With fewer 
fully certified, fewer FPL controllers in place and more demand for 
on-the-job training, we are seeing something that I thought was a 
problem in the past and troubling now, and that is putting 
developmentals in some of the toughest air traffic control facilities 
in the country. 

There was a period of time when we were being fed a line by the 
FAA, oh, we can—this was in the aftermath, Mr. Chairman, of the 
firing of the controllers in 1981—″Oh, there is a whole new genera-
tion, Nintendo, young people who will learn this stuff, and they will 
be able to perform instantly.″ Well, they didn’t. You can’t make a 
5-year FPL in 18 months no more than you can raise a 2-year-old 
heifer in less than 24 months. And we saw that, putting risky peo-
ple in high-tension positions. 

The FAA must also evaluate the skill mix within its acquisition 
workforce—I remember early on when David Hinson came into the 
FAA, looked over the acquisition, found that we were years behind 
and heading towards billions of dollars in overruns, and brought in 
experts from the Navy to evaluate FAA’s procurement practices. 
And the report came back to our Committee, which I chaired at the 
time, that they have never handled multi-billion-dollar contracts 
before. They don’t have people in place that know how to manage. 
And recommended sweeping changes, which, to his credit, then-Ad-
ministrator Hinson undertook. Well, we are at the same place 
today. Do we have people in place that really know how to manage 
these huge contracts that are going to stretch out over years? 

I was pleased that the—or encouraged, let me put it that way— 
that the FAA got the National Academy of Public Administration 
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to review, and that they issued a report citing competencies in the 
FAA workforce, software development, contract administration im-
provements. But, my goodness, there is a huge, huge task ahead. 
They need over 300 to 400 new personnel in the agency to manage 
a contract of this size. 

And then I also want to cite a cautionary note about the relation-
ship that we saw, the customer service initiative that was destruc-
tive—destructive—in the oversight of maintenance. Led to world-
wide loss of confidence in the FAA as the gold standard of aviation 
safety, which I heard firsthand from transport ministers of the 
E.U. A year ago in May. And now we are seeing that slip over into 
this contracting arena, this consortium led by ITT to build the 
ADS-B ground stations and own and operate the equipment. 

And I just recall back to the many hearings I had over the years. 
We started with the 9020 IBM computer systems that were run-
ning the air traffic control system. And, at that time, you couldn’t 
tell where IBM left off and FAA began or where FAA left off and 
IBM began. There was no critical thinking on the part of the FAA 
program managers over IBM’s product and their recommendations 
for the future; and, when problems occurred, no critical thinking 
about IBM’s recommendations, because FAA was so bound up with 
and tied in with them they couldn’t separate themselves. Don’t let 
that happen again. 

The excessive reliance on contractors has, in the past, led to 
FAA’s loss of objectivity, undermines its ability to evaluate criti-
cally how the system is performing and how it will perform in the 
future. 

So this hearing is foundational for the future of the continuing 
modernization of the air traffic control system. 

And, General Scovel, I just want to cite last year your testimony 
before the Committee: Quote, ″FAA could find itself in a situation 
where it knows very little about the system that is expected to be 
the cornerstone of NextGen.″ That is not a prediction. That is a re-
statement of recent history. 

Thank you, Mr. Chairman, for this foundational hearing. 
Mr. COSTELLO. The Chair thanks you and now recognizes the 

gentleman from North Carolina. 
And I want to wish you a happy birthday, as well. 
It is the gentleman from North Carolina’s birthday today. 
Mr. COBLE. I try to forget those, Mr. Chairman, but thank you 

for that. 
Mr. Chairman, I will be very brief. I just wanted to report to you 

and Mr. Petri that I did, in fact, present my e-ticket to the 
NextGen flight, which took off from Rayburn foyer earlier this 
week. And, as you know, the FAA sponsored it, and I found it to 
be a very interesting and informative presentation and flight. I just 
wanted to share that with you. 

Thank you. 
Mr. COSTELLO. The Chair thanks the gentleman. 
And now we would recognize the gentlelady from Texas, Chair-

woman Johnson. 
Ms. JOHNSON. Thank you very much, Mr. Chairman. 
And happy birthday, Mr. Coble. 
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As the Chairman of the Full Committee stated, this is a very im-
portant hearing. And I have received correspondence from South-
west Airlines that I would like to ask unanimous consent to include 
in the record. 

Mr. COSTELLO. Without objection. 
Ms. JOHNSON. They completed an RNP, Required Navigation 

Performance, procedures round-trip between Dallas Love Field, 
which is in my district, and Houston Hobby, achieving a major 
milestone in the airline’s quest to revolutionize the skies and be-
come the first airline to fly the required navigation performance 
procedures in every airport that it serves. And they estimated that 
carbon reduction of 904 pounds of CO2 per round-trip flight be-
tween Dallas and Love Field; estimated carbon reduction in 1 year 
of flying the RNP procedures between Dallas Love and Houston 
Hobby could equal a reduction of 8.42 million pounds of CO2. This 
is equivalent to removing 699 passenger cars from the road in 1 
year. 

And it goes on, but I would like to have it as a part of the record. 
And thank you very much for this time, and I yield back. 
Mr. COSTELLO. The Chair thanks the gentlelady and now will in-

troduce the first panel of witnesses. 
First, Ms. Victoria Cox, a senior vice president for NextGen and 

operations planning services, Air Traffic Organization at the FAA; 
Dr. Karlin Toner, director, staff to the Secretary and Senior Policy 
Committee for NextGen at the U.S. Department of Transportation; 
Dr. Gerald Dillingham, director of physical infrastructure issues 
with the U.S. Government Accountability Office; the Honorable 
Calvin Scovel III, who is the Inspector General with the U.S. De-
partment of Transportation; and Dr. Agam Sinha, who is the senior 
vice president and general manager at The MITRE Corporation. 

Ladies and gentlemen, your entire statements will appear in the 
record, and we would ask you to summarize your testimony. 

And the Chair now recognizes Ms. Cox. 

STATEMENTS OF VICTORIA COX, SENIOR VICE PRESIDENT 
FOR NEXTGEN AND OPERATIONS PLANNING SERVICES, AIR 
TRAFFIC ORGANIZATION, FEDERAL AVIATION ADMINISTRA-
TION; KARLIN TONER, DIRECTOR, STAFF TO THE SEC-
RETARY AND SENIOR POLICY COMMITTEE FOR NEXTGEN 
COORDINATION, U.S. DEPARTMENT OF TRANSPORTATION; 
GERALD DILLINGHAM, DIRECTOR, PHYSICAL INFRASTRUC-
TURE ISSUES, U.S. GOVERNMENT ACCOUNTABILITY OFFICE; 
HON. CALVIN L. SCOVEL III, INSPECTOR GENERAL, U.S. DE-
PARTMENT OF TRANSPORTATION; AGAM SINHA, SENIOR 
VICE PRESIDENT AND GENERAL MANAGER, THE MITRE 
CORPORATION; ROBERT M. TOBIAS, PANEL MEMBER, 
NEXTGEN STUDY, NATIONAL ACADEMY OF PUBLIC ADMINIS-
TRATION, DIRECTOR, PUBLIC SECTOR EXECUTIVE EDU-
CATION, AMERICAN UNIVERSITY 

Ms. COX. Thank you. Committee Chairman Oberstar, Chairman 
Costello, Ranking Member Petri, and Members of the Sub-
committee, thank you for inviting me here today to discuss the cur-
rent state of FAA’s efforts for air traffic modernization and the 
near-term goals of the Next-Generation Air Transportation System. 
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As you know, NextGen is a combination of technologies and pro-
cedures that will reduce delays, expand capacity, and reduce the 
environmental impacts of aviation, all while increasing the overall 
safety of the system and maintaining the economic viability of this 
important sector. In order to maintain the preeminence of the U.S. 
aviation system, we need NextGen, to bring to air transportation 
the same 21st-century processes that give other industries reli-
ability, flexibility, and predictability. 

We were listening last year when you indicated that you would 
be watching our progress closely. And we believe that we have a 
lot of progress to report, because we are delivering NextGen now. 
The JPDO has made significant advances in fostering collaborative 
efforts with its partner agencies, and I am going to mention just 
a few of them here. 

DOD established a division at JPDO to work on efficient and se-
cure information-sharing. The Departments of Commerce, Defense, 
FAA, and NASA have collaborated to deliver the first NextGen 
weather capability in 2013. JPDO has conceived and facilitated the 
formation of research transition teams to further the effective tran-
sition of research from NASA to implementation in the FAA. Work-
ing with partner agencies and other stakeholders, the FAA has es-
tablished an integrated demonstration capability in Florida. We are 
working with a wide range of government, university, and industry 
partners who are evaluating NextGen technologies. 

In November 2008, three major new runways opened in Wash-
ington Dulles, Chicago O’Hare, and Seattle Tacoma, and you have 
probably been on some of them. More new runways are planned 
within the next 5 years at Chicago and Charlotte. 

While runways offer significant capacity increases, new runways 
aren’t always possible at congested airports like New York. New 
technology and procedures can help us gain additional use from ex-
isting airport configurations, such as those with closely spaced par-
allel runways. 

In November 2008, as a result of NextGen research on wake tur-
bulence, we published a national order that allows us to safely re-
duce separation between aircraft approaching parallel runways at 
Boston, Cleveland, Philadelphia, St. Louis, and Seattle. In Seattle 
alone, this resulted in capacity increases of more than 70 percent 
in low-visibility conditions. 

Advances in performance-based navigation procedures and routes 
allow for optimal use of airspace for equipped users. Because the 
realization of NextGen benefits is integrally linked to equipage 
rates, it is imperative that the FAA work closely with industry on 
NextGen deployment. 

Operators like Southwest Airlines recognize the value of perform-
ance-based navigation. This airline made the business decision 
early last year to equip its entire fleet for Area Navigation and Re-
quired Navigation Performance procedures. Southwest believes 
that its $175 million investment can be recouped within the next 
5 years because of the operational efficiencies offered. 

Among our five long-lead-time programs—the programs that will 
truly transform the NAS—Automatic Dependence Surveillance- 
Broadcast, ADS-B, is the most advanced. ADS-B has already been 
deployed in southern Florida. By the end of this year, ADS-B will 
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provide, for the first time, surveillance in the Gulf of Mexico, where 
there has never been radar coverage. The FAA achieved a major 
developmental milestone with ADS-B in December that puts it on 
a path for full national deployment, which we expect to be com-
pleted in 2013. 

Last year, the NextGen Network Enabled Weather Program 
began conducting demonstrations of the integration of weather in-
formation into decision support tools that are used for air traffic 
control automation. This is a key step in reducing the impact of 
weather. 

To guide us in the transition from near to mid-term, we have 
made significant progress in the implementation and use across the 
FAA of the National Airspace System Enterprise Architecture. Pub-
lished in January of this year, the NAS Enterprise Architecture 
lays out important, detailed information about the mid-term. The 
FAA NextGen Implementation Plan, also published in January, 
has a mid-term focus, as well. 

The FAA is working hard to transition to NextGen responsibly 
and safely. And let me reiterate, we are delivering NextGen now. 

Chairman Costello, Congressman Petri, Members of the Com-
mittee, thank you. This concludes my remarks, and I would be 
happy to answer any questions. 

Mr. COSTELLO. The Chair thanks you and now recognizes Dr. 
Toner. 

Ms. TONER. Good morning, Chairman Costello, Ranking Member 
Petri, and Members of the Subcommittee. I want to thank you for 
the opportunity to come here today and discuss with you the role 
of the Senior Policy Committee, or the SPC, who will set the stra-
tegic direction for NextGen. 

I was pleased to hear in the Chairman’s opening remarks his 
comment concerning needing executive branch support for 
NextGen. I hope to do my job well and enable our department and 
agency heads. 

As a brief introduction to me, I am an FAA executive assigned 
to the Department of Transportation to advise on NextGen. I have 
more than 15 years of experience leading research programs at 
NASA that involved government, industry, and academia. I have 
published on topics ranging from aircraft aerodynamics to the per-
formance of air traffic management systems. 

So let’s talk about our strategic leadership. NextGen is going to 
require us to rethink the national air transportation system. Our 
system is going to be more capable. It is going to be more environ-
mentally responsive and more effective at achieving our security 
and defense needs. Operations will be harmonized globally, and 
delays due to weather will be reduced, and more. 

So, to do this, we must consider the capabilities of aircraft, of air-
ports, and of operations. We need to look at the system as a whole, 
integrating safety right from the very earliest conceptual design. 
So, to achieve national needs for NextGen, we must align the air 
transportation-related vision and activities among several Federal 
agencies. That is the reason for Vision 100 and the establishment 
of the SPC and the JPDO. 

Five SPC partners are chartered with leading this trans-
formation. The members of the SPC are heads of the partner agen-

VerDate Aug 31 2005 14:28 Sep 18, 2009 Jkt 000000 PO 00000 Frm 00032 Fmt 6633 Sfmt 6633 P:\DOCS\49983 JASON



11 

cies, and they advise the Secretary on national goals and objectives 
in order to meet the U.S. aviation needs. The members provide pol-
icy guidance for the integrated work plan that is created by the 
JPDO, and they make recommendations for funding for the plan-
ning, research and development that is carried out within their 
own agencies. 

The Secretary and the SPC are accountable for NextGen, a na-
tional effort that has a broad scope of policy, economic, and techno-
logical complexity. They have to have the tools to do this difficult 
interagency leadership job. So there are two new additions to their 
toolbox to enable their effective participation: a direct SPC support 
staff and an advisory committee. As staff director, I will tell you 
that I will lead the action to ensure that these two new tools are 
ready and up to the task. 

Let’s start with the support staff. I am the liaison between the 
Secretary and the SPC partnering agencies, and I am working with 
the partners to fill staff positions, ensuring that the duties for each 
position are absolutely required at the Department level. The staff 
will lead the resolution of the highest-level interagency policy 
issues related to NextGen transformation. They will provide over-
sight of the crosscutting budgets and the performance measures. 
And they will monitor progress toward the deployment of inter-
agency NextGen demonstrations, the focus fully on interagency ac-
tions. And I also want to point out to you that the support staff 
will work with the SPC to deliver a report that measures the col-
lective progress towards NextGen. 

Work has already started to establish an advisory committee 
that has a broad spectrum of non-Federal Aviation representatives, 
including those from general and commercial aviation and labor. 
Through public discussions, this committee will identify areas 
where the community can forge consensus to inform SPC decisions, 
enabling the SPC to set a path forward. The committee will focus 
on policy, planning, and performance measures. 

Establishing and maintaining a national air transportation sys-
tem that meets our civil aviation, security, economic, environ-
mental, and national defense needs is not easy. To get there, we 
have to do a superior job addressing the national policies, executing 
interagency plans, and gauging progress against performance 
measures. The SPC must lead us there. 

Thank you. 
Mr. COSTELLO. The Chair thanks you and now recognizes Dr. 

Dillingham. 
Mr. DILLINGHAM. Thank you, Mr. Chairman, Mr. Petri, Members 

of the Subcommittee. 
Since FAA first announced the air traffic control modernization 

program in 1981, the Nation has spent a little over $50 billion on 
ATC improvements. However, today’s ATC system cannot meet to-
morrow’s forecasted demands and is straining to meet current de-
mands. 

Seven years ago, the Commission on the Future of the Aerospace 
Industry recommended the establishment of a joint program office 
to plan for meeting the Nation’s air transportation needs in the 
21st century. FAA has developed a vision for NextGen, which it 
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plans to fully implement by 2025, and has completed much of the 
planning for it. 

Support for the vision is widespread, but some in the aviation 
community maintain that the plans are not sufficiently detailed, 
especially for airlines, manufacturers, and other systems users. 
Stakeholders have also expressed concerns about the governance 
and management plan for implementing NextGen. Some major 
stakeholders are still saying that they are not sure what is and 
what is not included in NextGen. 

During the last year or 2, we identified a shift in stakeholder em-
phasis. Instead of focusing on 2025 and a full and complete systems 
transformation, stakeholders are asking for specifics about what 
can be done immediately to address current system delays and con-
gestion. In 2008, almost one in four flights arrived late or was can-
celled. The average flight delay increased despite a 6 percent de-
cline in the total number of operations. 

We have previously reported to this Committee on stakeholders’ 
interests in what some refer to as NowGen. NowGen focuses on ob-
taining the maximum benefits available from existing and proven 
capabilities and existing NAS infrastructure as a bridge to 
NextGen. 

FAA is to be commended for its recent actions to address today’s 
problems, including the issuance of the January 2009 NextGen im-
plementation plan that focuses on improving the efficiency and ca-
pacity of the NAS between now and 2018. Another recent action is 
FAA’s establishment of the RTCA Task Force, which is charged 
with identifying the capabilities that can be implemented in the 
next few years and prioritizing them according to their relative 
merits and net benefits. 

To obtain the full benefits of the new capabilities, the private 
sector will have to invest in them, as well as the government. But 
for the private-sector stakeholders, especially airlines, to invest, 
they will need to be convinced that their investment will produce 
relatively quick returns in the form of enhanced operational capa-
bilities, fuel savings, or environmental benefits. Given the financial 
health of the industry and the economy, FAA may have to create 
some incentives for airlines to make early investments in new tech-
nologies and capabilities. 

FAA also faces other key challenges in the mid-term and longer 
term. These challenges include: first, developing standards and pro-
cedures and regulations that will further enable the use of existing 
capabilities; second, maintaining and repairing existing facilities so 
they can continue to be used safely and reliably as part of the cur-
rent system and, in some cases, integrated into NextGen; and 
third, addressing FAA’s human capital resource needs so that ade-
quate numbers of staff with the right skill mix are available to im-
plement the transition; and finally, supporting research and devel-
opment, especially with regard to weather, human factors, and en-
vironmental issues. 

Work on longer-term challenges, such as infrastructure develop-
ment, will also need to begin as soon as possible to ensure that so-
lutions are available when needed. For example, FAA has already 
identified 14 major airports that will need additional runways by 
2025 to meet the forecasted demands. According to one expert, 
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technology solutions may increase capacity by 5 to 10 percent, but 
runways can increase capacity by 25 to 100 percent. 

Mr. Chairman, without the necessary follow through on 
transitioning and transforming the national airspace system, the 
prediction of system gridlock could come true, adversely affecting 
the traveling public, the national economy, and the U.S.’s global 
competitive position. 

Thank you. 
Mr. COSTELLO. The Chair thanks you and now recognizes Mr. 

Scovel. 
Mr. SCOVEL. Thank you, Chairman Costello. Good morning 

Ranking Member Petri, Members of the Subcommittee. We appre-
ciate the opportunity to discuss FAA’s efforts to develop NextGen 
and what can be achieved in the near and mid term. 

NextGen is a high-risk effort, involving billion-dollar investments 
from both the Government—in new ground systems—and airspace 
users—in new avionics. The challenges with NextGen are multi-
dimensional. They involve research and development, complex soft-
ware development and integration, workforce changes, and policy 
questions about how to spur aircraft equipage. 

FAA is presented with an opportunity to strategically position 
itself for when air travel rebounds. Our work shows that FAA must 
now set expectations, establish priorities and realistic funding esti-
mates, and develop executable transition plans. After more than 4 
years of planning, FAA must take a number of actions to advance 
NextGen. 

I will make four points today. 
First, while FAA is developing NextGen, it must also sustain the 

existing system. This will be important, since about 30 existing 
projects form the platforms for NextGen initiatives. 

We found that FAA must make numerous critical decisions over 
the next several years that will have significant budgetary implica-
tions and materially affect the pace of NextGen. For example, FAA 
must decide what is needed for terminal modernization—that is, 
displays and automation systems that controllers rely on to man-
age traffic in the vicinity of airports. Costs have not been formally 
baselined, but the price tag is projected to be $600 million. 

Second, it is important for FAA to maintain focus on near-term 
efforts that can enhance the flow of air traffic. These include new 
airport infrastructure projects, airspace redesign projects, and per-
formance-based navigation initiatives, commonly referred to as 
RNAV/RNP. 

As we noted in our September 2008 report, these new routes and 
procedures have significant potential to enhance capacity, reduce 
fuel burn, boost controller productivity, and reduce noise. These 
routes will take advantage of avionics already installed on aircraft, 
and they represent an important bridge from today’s system to 
NextGen. However, to reach their full potential, these routes need 
to be fully integrated with airspace redesign initiatives. This is im-
portant as future routes shift away from localized operations to 
networking city pairs such as Washington and Chicago. 

Third, FAA must complete the gap analysis of the current system 
and vastly different NextGen system and refine its interim archi-
tecture. FAA is focusing considerable attention on NextGen’s mid- 
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term goals, now targeted for 2018. However, FAA has not reached 
consensus with stakeholders on how best to move forward, and fun-
damental issues need to be addressed. For example, FAA has 
begun the gap analysis but will not complete it until this summer. 
Completing this action to identify all mission and performance gaps 
is essential to a successful transition. 

Further, while FAA has made progress with developing the in-
terim NextGen architecture, it has not yet developed firm require-
ments. Such requirements are needed to produce reliable cost and 
schedule estimates and to successfully meet mid-term objectives. 

We are encouraged that FAA is working with RTCA, a joint FAA/ 
industry forum, to reach consensus on top priorities, implementa-
tion plans, and actions needed to realize benefits. The RTCA Task 
Force is scheduled to complete its work this summer. 

Fourth, FAA must make a number of business and management 
actions to move NextGen planning to mid-term implementation. 
These include: establish priorities and agency commitments with 
stakeholders and reflect them in planning and budgetary docu-
ments. This is a necessary road map for stakeholders to make 
sound investment decisions. FAA should provide this Committee 
with its investment decisions and identify the proper sequencing of 
efforts. 

Next, manage NextGen initiatives as integrated portfolios and 
establish clear lines of responsibility, authority, and accountability. 
Accordingly, FAA will need to adjust its acquisition management 
system so that it can effectively manage NextGen investments. 

Next, acquire the necessary skill mix to manage and execute 
NextGen. A recent study pointed out that FAA lacks the workforce 
needed to execute a large-scale system integration, a workforce 
that is crucial to the successful implementation of NextGen. 

Finally, examine what can reasonably be implemented by the 
Agency and key stakeholders in given time increments. For exam-
ple, FAA will need to balance training large numbers of develop-
mental controllers to sustain the existing system while introducing 
the new training needed for NextGen capabilities. 

In summary, FAA faces many critical decisions in the next year. 
A clear picture of FAA’s priorities and an executable path for 
NextGen should emerge this summer when the task force com-
pletes its work. A considerable level of oversight will be required 
by Congress and the Department, and we will continue to monitor 
this important effort. 

Mr. Chairman, this concludes my statement. I would be happy 
to answer any questions you or Members of the Subcommittee 
might have. 

Mr. COSTELLO. The Chair thanks you and now recognizes Dr. 
Sinha. 

Mr. SINHA. Good morning, Chairman Costello, Ranking Member 
Petri, and Members of the Subcommittee. Thank you for inviting 
me to participate in today’s hearing on ″ATC Modernization and 
NextGen: Near-Term Achievable Goals.″ 

Statistics tell us that even though traffic has declined almost 9 
percent between 2004 and 2008, delays have increased. What it 
doesn’t tell us is that although traffic at some airports has cer-
tainly declined, operations at many major airports have continued 
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to increase, leading to higher delays across the NAS. For example, 
the summer traffic, June through August, of 2008 is up 9 percent 
compared to 2000 at seven major airports: Atlanta, Newark, Hous-
ton, Kennedy, LaGuardia, O’Hare, and Philadelphia. 

I will touch upon just a few of the near-term initiatives which 
have been implemented or are under way. 

RNAV procedures implemented at Atlanta in 2006 have in-
creased throughput and reduced delays, with a measured capacity 
gain of nine to 12 departures per hour. This equates to $30 million 
annual benefits. Similar procedures have been implemented at air-
ports such as Dallas-Fort Worth, Las Vegas, Los Angeles, and 
Phoenix. 

RNAV and RNP applications also help deconflict operations at 
major airports in close proximity. The use of an RNAV departure 
procedure at Chicago O’Hare in combination with an RNAV ap-
proach procedure for Chicago Midway allows both traffic streams 
to flow without interfering with each other. 

The airports that are approved to use a new procedure for de-
pendent closely spaced parallel operations are Boston Cleveland, 
Philadelphia, Seattle, and St. Louis. Cleveland, for example, experi-
ences reduced visibility conditions about 23 percent of the time. 
With this new procedure, up to 16 additional aircraft will be able 
to land each hour during periods of low visibility. 

The New York/New Jersey/Philadelphia metropolitan area air-
space redesign, when fully implemented in 2012, will provide a 20 
percent reduction in delay and approximately $250 million in an-
nual user benefits. Similar airspace projects are under implementa-
tion at Chicago and Houston. 

To facilitate general aviation operations at small community air-
ports, new RNAV approach procedures with vertical guidance are 
providing low-visibility access using GPS and the Wide Area Aug-
mentation System, known as WAAS. There are currently 1,333 
RNAV approaches with vertical guidance around the U.S. at 833 
airports. 

ADS-B-based weather, NAV status, and traffic information serv-
ices have been available to GA pilots in southern Florida since No-
vember 2008. Such services will be available nationwide by 2013. 

An important initiative in its early stages is the Aviation Safety 
Information Analysis and Sharing, known as ASIAS, which inte-
grates public and private data from government and industry for 
the purpose of identifying safety trends and detection of systemic 
risks before they contribute to accidents. 

Procedures generally known as optimized profile descents use re-
duced thrust, resulting in fuel and emission benefits. Variations of 
optimized profile descents are undergoing trial implementations at 
Louisville, Los Angeles, Atlanta, and Miami. 

Looking ahead, the FAA and the aviation community will need 
to invest in new technologies, procedures, and, in some cases, new 
policies to meet current and future needs. Some examples are: 
closely spaced parallel runway operations, surface traffic manage-
ment and surveillance, air-ground data communications, and new 
decision support tools for controllers and traffic flow managers as 
well as for pilots. 
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The Performance-Based Aviation Rulemaking Committee, known 
as PARC, and Commercial Aviation Safety Team, CAST, and RTCA 
are three examples of collaboration between FAA and the aviation 
community to make NextGen happen. The recently formed RTCA 
NextGen Implementation Task Force, convened at the request of 
the FAA, is building aviation community consensus on overall pri-
orities and strategies to implement near-term and mid-term im-
provements. 

NextGen implementation also depends on a strong partnership 
among multiple government agencies: NASA, Department of Com-
merce, National Weather Service, Department of Transportation, 
the FAA, Department of Homeland Security, and Department of 
Defense. 

In summary, there are many near-term improvements that make 
a real difference in the performance of the NAS. While these pro-
vide significant benefits, more needs to be done in the areas of 
technology, procedures, and policies. 

And finally, it is important to recognize that implementing 
NextGen will require significant collaboration and investment 
across multiple government agencies, as well as private industry. 

Mr. Chairman, this concludes my testimony. I would be happy to 
answer any questions the Committee may have. 

Mr. COSTELLO. The Chair thanks you and now would like to wel-
come and thank Mr. Robert Tobias for joining this panel. 

Mr. Tobias is a panel member for the NextGen study for the Na-
tional Academy of Public Administration and is also the director of 
Public Sector Executive Education at American University. 

Mr. Tobias, thank you for being here, and you are recognized. 
Mr. TOBIAS. Chairman Costello and Ranking Member Petri and 

Members of the Subcommittee, thank you for inviting the National 
Academy of Public Administration to testify at this hearing. 

I served as a member of the NAPA panel that issued the Sep-
tember 2008 report entitled, ″Identifying the Workforce to Respond 
to a National Imperative: The Next Generation Air Transportation 
System.″ The panel was convened in response to ongoing concerns 
raised by GAO and ATO, who engaged the National Academy in 
June 2007 to, one, identify the mix of skills needed by the non-
operational workforce to design, develop, test, evaluate, integrate, 
and implement NextGen; and two, to identify strategies to acquire 
those skills. 

Now, the nonoperational workforce includes positions such as 
systems engineers, project managers, contracting specialists, re-
searchers, persons in business and financial management, but does 
not include the air traffic controllers, safety inspectors, and other 
employees who install, test, and repair equipment. 

The panel identified a list of workforce competencies that are 
contained in my full statement that are critical to NextGen’s suc-
cess. The panel then recommended a comprehensive approach to 
obtain the necessary competencies that includes: reviewing the ex-
isting human resource flexibilities made possible under the FAA’s 
1996 human resources reform legislation; two, reviewing all of the 
government-wide flexibilities available; and recommending, if nec-
essary, the creation of new flexibilities to address ATO’s unique 
needs. 
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Within this framework, the panel recommended several key 
strategies targeted to the career employees to acquire the skills 
needed by the ATO acquisition workforce. First, we recommended 
that this program be aggressively marketed by creating and mar-
keting the NextGen vision and mission. The panel found that FAA 
and ATO could do more to generate excitement and interest around 
the NextGen vision to make the work more attractive to prospec-
tive candidates. 

Two, we recommended developing a more strategic approach, cre-
ating a pipeline of talent in science, technology, engineering, and 
mathematics occupations which will be critical to NextGen’s suc-
cess. 

Competency identification is important. Strategies to attract and 
retain the necessary competencies are important. But the panel 
found that the single most important elements of success for large- 
scale systems integration efforts like NextGen is effective leader-
ship. 

So the first question is, do current FAA leaders have the leader-
ship skills to design and implement NextGen? I think the short an-
swer is ″no.″ But the panel did find the existing FAA leadership 
program to be very comprehensive in its approach and that a plat-
form exists to provide the appropriate training and professional ex-
perience needed by NextGen leaders. 

However, to be successful, the panel concluded that the program 
needs to continue to focus on some key competencies already in-
cluded in the program, as well as expand its focus on leadership 
development competencies that are found in other programs. And 
we created a comprehensive list that is included in my testimony. 

The other critical elements of leadership identified by the panel 
include: effective communication, creating the right governance 
structure to ensure that the changes suggested by the new leader-
ship competencies are heard and implemented, and acquiring the 
skills necessary to create a culture that is receptive to the signifi-
cant organizational and individual changes implicit in NextGen. 
FAA is addressing each of these elements of leadership as the re-
port is being completed. 

In addition to leadership, the panel identified several other im-
plementation challenges that may impede the progress of NextGen. 
They included, first, the NextGen plans. The panel recommended 
that ATO complete its work to develop a detailed NextGen imple-
mentation plan and communicate it to the workforce, stakeholders 
and Congress. We were told that this plan would be issued, and we 
commend FAA for meeting this important milestone. 

Second, labor management relations: As you know, FAA’s work-
force is highly unionized, and the ATO’s ability to successfully tran-
sition to NextGen will require that the Agency develop and imple-
ment a breakthrough strategy to successfully engage the unions 
that represent its employees, who are in some cases the end users 
of NextGen technology. I certainly want to associate my remarks 
here with those of Chairman Oberstar, who pointed out in his 
opening remarks that people do, indeed, make the technology work. 

Third, human resources: The panel recommended that FAA and 
ATO evaluate the structure and content of their HR operations and 
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services to ensure that both are optimally designed to support 
NextGen. 

In conclusion, the Academy panel is confident that FAA will take 
the necessary steps to meet its short-term goals of acquiring the 
necessary competencies. However, the panel is much less optimistic 
that ATO has created the right organizational environment to actu-
ally retain and maximize the contributions of those competencies. 
Until ATO fully addresses its implementation challenge, especially 
its leadership issues, the panel is concerned that these issues may 
derail the Agency’s NextGen plan. 

Mr. Chairman, that concludes my statement. Thank you for in-
viting the National Academy to testify at this hearing, and I would 
be happy to answer any questions. 

Mr. COSTELLO. The Chair thanks you, Mr. Tobias. 
The Chair now yields to the Chairman of the Full Committee, 

Chairman Oberstar. 
Mr. OBERSTAR. I promise you just one question for Dr. 

Dillingham and Inspector General Scovel. 
As to this reorganization structure of the FAA that we have just 

come across recently that was created out of whole cloth without 
any legislative authority, establishing a senior vice president in 
four positions and a string of vice presidents for various activities: 
There is only one vice president in the government. We have never 
had in any government agency any designation of this kind. This 
is an arrogance ascribing to itself authority and corporate, sector- 
like status that has no foundation law nor authority. 

In restructuring in defiance of Vision 100, the joint planning and 
development office, putting it down at the bottom of the organiza-
tional chart, how in heaven’s name does this advance the cause of 
NextGen? 

Mr. Dillingham. Mr. Chairman, I think, to start off with, the 
GAO has always been in support of the reorganization in which the 
Committee has included in its reauthorization bill. And we still 
support that, but I would like to add to that, that the reorganiza-
tion that ATO undertook began to address some of the concerns 
that the stakeholders had about trying to have a unified place 
where authority and responsibility would reside, but it did not ad-
dress all of the issues. 

Now, what we have is, in our opinion, even greater confusion in 
terms of who is in charge and where the responsibility stops. You 
have what the Committee has proposed. You have the ATO reau-
thorization. You have the executive order, which also lays another 
dimension on it. 

So it is clearly a concern to us, but I think, in the end, whatever 
the Committee decides to do—although organizational structure is 
important, one of the things that we want to look at is sort of what 
is the outcome. I mean, the process is very important, but equally 
important is the outcome; and it is not clear how another reorga-
nization would affect this whole process. 

You know, the bottom line is, there is work to be done here. 
Mr. SCOVEL. Good morning, Chairman Oberstar. 
As our statement today makes clear, we think that the Commit-

tee’s proposal in the reauthorization bill to name an associate ad-
ministrator for NextGen, reporting directly to the FAA adminis-
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trator, has merit, and that is the expression that we use in our 
statement today. We are on the record with that same term in 
hearings past. 

We think the jury is clearly out on the current organization of 
NextGen, which places it within the ATO. As our statement, I 
hope, makes clear, we have reservations about the roles and re-
sponsibilities of the NextGen operation under the ATO. We think 
that it has led to fragmentary budgetary responsibilities, specifi-
cally with respect to programs having to do with en route services, 
with terminal modernization, and with ADS-B. Ms. Cox does not 
have budgetary authority over those programs. 

We also think that it may potentially lead to confusion on the 
interagency side. When Ms. Cox must deal with DOD, with Home-
land Security, with the Department of Commerce on NOAA and 
weather questions, we think that the higher visibility provision, re-
porting directly to the FAA Administrator, will certainly give the 
Agency that needed leverage. 

I will acknowledge the concerns of some of the industry stake-
holders that this organization may present an opportunity to better 
match operations with NextGen initiatives, but I think those have 
to be balanced against the countervailing considerations that I just 
mentioned. 

Mr. OBERSTAR. Thank you both very much for those thoughts. 
It underscores, Mr. Chairman, the urgency of getting the other 

body to move our bill and for this administration to come forward 
with their recommendations for revenue, which is really holding up 
the process at Ways and Means. 

I just a moment ago said on the House floor that our patience 
is running out. They need to get their act together, to put forward 
their proposals for the future of the revenue stream at FAA, and 
we need to fix this organizational chart that arrogates unto itself 
titles that have no meaning and no ability to improve the perform-
ance. We are going to stay on their case. 

Mr. COSTELLO. Thank you, Chairman Oberstar. 
Let me just follow up by commenting, not only is this restruc-

turing within the FAA contrary to Vision 100, but the FAA knew 
very clearly what this Committee’s and the full House’s position 
was in H.R. 2881. The language for the associate administrator’s 
making the person in charge of JPDO, reporting directly as an as-
sociate administrator to the FAA administrator, was clearly the in-
tent of this Committee when we passed H.R. 2881, and it was 
clearly the intent of the House when they voted. 

It was interesting, after the restructuring came out, that we 
learned about it in news reports, and I contacted Mr. Krakowski 
at the time and the acting administrator and said, Did the thought 
ever cross your mind that the House has already spoken on this 
issue? We are waiting to hear from the other body, and you have 
heard from the GAO, and you have heard from the inspector gen-
eral. Did the thought cross your mind to consult with the Com-
mittee or to consult with staff? 

You are exactly right. I mean, there is a level of arrogance here 
that you are very correct in pointing out; and we need to get this 
straightened out. If, in fact, NextGen is going to happen and if, in 
fact, the Agency has the ability to handle a project of this mag-
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nitude, the way that we are going to be able to get that done is 
to make certain, as I said in my opening statement, that the White 
House is committed and will be involved in the process. Also that 
the person who is in charge of implementing this project will, in 
fact, report directly to the administrator and will give the level of 
visibility that it deserves if, in fact, this is the priority project that 
everyone wants it to be. 

Mr. OBERSTAR. If the Chairman would yield just briefly, Vision 
100 was done during, I think, Mr. Duncan’s Chairmanship of the 
Aviation Subcommittee. We reaffirmed those decisions made back 
then when we crafted the bill in the last Congress. So the actions 
of FAA are in contravention of bipartisan judgment on the needs 
of the future of aviation and the future structure and delivery ca-
pability of FAA; and I am very disrupted by it. 

Mr. COSTELLO. The Chair thanks you. 
We will ask just a few questions and then call on the Ranking 

Member. 
Dr. Dillingham, you, or the GAO, recently took the ATC mod-

ernization off the high-risk list. I am wondering, number one, if you 
will comment as to why you did that, and number two, are you tak-
ing NextGen off the high-risk list, too; or is there a distinction be-
tween the two and the way you view them? 

Mr. DILLINGHAM. Thank you, Chairman Costello. 
Yes, we did. After 12 years on the high-risk list, we removed 

FAA’s ATC modernization program from that list. The reason we 
did that is that we set some criteria, including bringing in some of 
those systems on time and on budget, coming closer to the goals 
that they set, as well as putting in place the management capabili-
ties that would maintain that. 

The Congress established the ATO with part of its mandate 
being, you know, fix up ATC modernization, and we measured from 
the time the ATO was established until, I think, it was 2008. Dur-
ing that course in time, the FAA met the criteria; its costs and 
schedules came into line. They implemented about 50 of our rec-
ommendations that we put forward to make sure ATC moderniza-
tion was on the right track. 

We do make a distinction between ATC modernization and 
NextGen. ATC modernization was almost totally, from our perspec-
tive, systems acquisitions; and NextGen is a complete, you know, 
curb-to-curb, multi-Cabinet-level agency, a multiapproach to trans-
forming the system. We have not placed NextGen on our high-risk 
list, primarily because it is just beginning to start implementation, 
and so we wanted to wait until we had, you know, enough informa-
tion to see where it was. 

This Committee has asked us to establish a monitoring program 
and give you real-time information on the progress of NextGen, and 
we will certainly be doing that beginning in the next quarter. 

Mr. COSTELLO. While you have not placed it on the high-risk list, 
it is, in your opinion, a high-risk project; is that correct? 

Mr. Dillingham. There is no question that it meets a lot of the 
primary criteria. Mainly, it is high dollar, it is very complex, and 
it is a long time running. So—those are some of the primary char-
acteristics, so it is high-risk; it is just not on our list yet. 
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Mr. COSTELLO. Mr. Scovel, you credit much of the ATO’s ability 
now to better manage the cost and schedule of the ATC moderniza-
tion to its incremental approach to acquisitions in particular. That 
is something that we have asked for and that we have discussed 
many times in your testimony and in Dr. Dillingham’s testimony. 

I wonder if you might elaborate and explain the credit that you 
give them and explain how they have used an incremental ap-
proach. 

Mr. SCOVEL. Sure. 
Mr. Chairman, we do give credit to FAA for using an incremental 

approach that is segmenting its acquisition programs in order to 
get a better handle on overall cost and schedule. In no small meas-
ure that approach has been responsible for, I think, GAO’s removal 
of ATC modernization from its high-risk list. At the same time, I 
think we have to recognize that the incremental approach has had 
certain detrimental effects. 

If we could use as an example the STARS program, which I know 
the Committee is familiar with, it began as a program to place ter-
minal modernization apparatuses at 172 sites for a cost of about 
$940-plus million. As the program unwound, it turned into 50 sites 
for $1.4 billion or so, and the FAA confronted the need to establish 
a substitute program, an interim program with Common Arts, and 
that is where we are with terminal modernization today. 

As our statement, I hope, makes clear, what we see as the pri-
mary disadvantage is that with the incremental approach, as costs 
rise, as schedules drag out, frankly, as patience wears thin some-
times up here on the Hill—and in the Administration, too—the pro-
grams can come to a stop without good visibility on where the prop-
er end state should be. That then can lead to a gap, as we are en-
countering today, between the state of terminal automation and 
what is needed for NextGen. 

Mr. COSTELLO. You mentioned in your testimony, both written 
and in your summary of your testimony, about the 30 existing cap-
ital programs that serve, I think you described them, as 
″platforms″ for NextGen and that the FAA has some critical deci-
sions to make over the next 2 years. Obviously, these decisions are 
going to involve costs. 

As I said yesterday in a meeting with the Speaker on another 
topic, the devil is always in the details, and it is always in the 
funding. Has the administration in their 5-year capital investment 
plan planned for these additional costs as the FAA moves forward 
with these 30 capital programs? 

Mr. SCOVEL. Mr. Chairman, some programs are reflected in the 
capital investment plan by firm dollar figures when those programs 
have been officially baselined by senior FAA management. Other 
programs, though, simply have a dollar placeholder in the CIP. I 
could run down a couple of those. 

For instance, terminal modernization, that I discussed just a 
minute ago, is planned for a decision going forward in 2010; 
placeholder value, $600 million. 

The LAAS and WAAS programs: Again, decisions are pending for 
2009-2010, but upwards of $2 billion is planned between those two 
programs. 
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Traffic flow management: Decisions again pending; placeholder, 
$450 million. 

ERAM, which the Committee is familiar with, is due to be com-
pleted in 2011, but enhancements may be necessary in order to 
again bridge the gap and get us into NextGen territory, specifically 
focusing on the 2018 date. 

Those enhancements may cost some billions of dollars as well, so 
we can see that there are placeholders. As the next year or two 
firms up—especially with the recommendations of the RTCA Task 
Force and as FAA evaluates those—it should be able to apply bet-
ter dollar figures to those programs. 

Mr. COSTELLO. I thank you. 
One final question and then I will go to the Ranking Member. 

And then I will have other questions as time permits. 
You heard me talk in my opening statement about my concerns 

about the FAA, which, as you know, maintains the comprehensive 
certification program. They have recently indicated that the pro-
gram would be limited in its scope to those systems owned by the 
FAA. 

I know that you have stated in previous testimony your concern 
about ADS-B. You expressed concerns such as, are we going to find 
ourselves in a situation where the FAA knows very little about a 
system that is expected to be the cornerstone of NextGen. So do 
you have the same concerns that I have, if we are going to limit 
the certification program just to the systems that are owned by the 
FAA and not have certification over programs that are not owned 
by the FAA? 

That gives me a lot of heartburn. I want to hear from you on it. 
Mr. SCOVEL. Mr. Chairman, we do have concerns. 
We received your request and Chairman Oberstar’s request yes-

terday that my office assess the FAA’s decision to back away from 
the certification of all programs and limit itself to those programs, 
to those systems, which it owns. 

You are correct. We are on the record as saying with regard to 
ADS-B that we have concerns about FAA’s oversight of that pro-
gram. As the Committee knows, FAA essentially contracted to buy 
a service and not the system itself. We think that perhaps there 
is a natural tendency in all people to think that when you hire a 
contractor and you buy a piece of hardware, you are also perhaps 
buying the oversight from the contractor, too. That is the danger 
that we would want to examine perhaps with FAA’s actions, both 
with regard to ADS-B and with regard to certification. 

I want to make clear, however, that we are not examining the 
policy basis for any decision to enter into a contract as opposed to 
procuring or developing it in house. Our focus will be with over-
sight, with the quality of oversight, with the safety implications of 
any lack of oversight, and with the Agency’s overall attitude to-
wards its oversight responsibilities. 

Mr. COSTELLO. I thank you. 
The Chair now recognizes the Ranking Member, Mr. Petri. 
Mr. PETRI. Thank you very much, Mr. Chairman. 
I have lots of questions and would like, if I could, to submit some 

for a written response—— 
Mr. COSTELLO. Without objection. 
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Mr. PETRI. —given the time constraints that we are operating 
under. 

I do have one question for Ms. Cox, which has to do with the as-
sertion of some that the Agency wants to decommission many of 
the current radar sites, which could end up with gaps in coverage 
and with an incomplete system. 

How are you planning to ensure there is adequate backup sur-
veillance in the event of a GPS failure or some kind of intentional 
action or accident? 

Ms. COX. Well, as you know, for the near term, the backup strat-
egy for ADS-B is to use radar. We have done a careful assessment 
of the current secondary radar systems and believe that with about 
50 percent of those current radars, we can have sufficient coverage. 

You might remember that when the radar coverage first was put 
into place, it was around existing capabilities. I think we can get 
better coverage today than we were able to in the past, and we 
have done the site surveys to ensure coverage with radar in the 
event that the ADS-B goes out. 

Mr. PETRI. So you are confident that because of improvements in 
the technology and range of radar, you can operate as well with 
fewer sites, as was the case back when the original system was put 
in place as a supplement to GPS? 

Ms. COX. As a supplement, yes. 
Remember, too, that there is no intention to remove any of the 

primary radar systems that we have in place, so that in the event 
of a loss of an aircraft’s transmission, we will be able to track that 
aircraft. 

Mr. PETRI. Thank you. 
Inspector General Scovel, at this point, who would you say is the 

one person who is in charge of NextGen? Is there someone? 
We have these conflicting structures and changes and so on. We 

would like to figure out whom we praise or take out and replace 
if there is a problem. 

Mr. SCOVEL. A tall order, Mr. Petri. 
Day-to-day responsibility for NextGen clearly belongs to Ms. Cox, 

seated down the table to my right. With the President’s executive 
order from last November, however, President Bush designated the 
Secretary of Transportation as the most senior official in Govern-
ment responsible for the implementation of NextGen. Clearly, the 
FAA Administrator has a role in that, too, and that position, as ev-
eryone knows, remains to be filled. 

There is a lot to be done, moving forward, with sorting out those 
responsibilities. I know this is a priority for Secretary LaHood, and 
he is working with Dr. Toner to establish the groundwork for his 
responsibility and authority with regard to the NextGen project. 

Mr. PETRI. Well, it is important. 
I have one other question that I would like to ask at this point, 

and that is: In your testimony, you cite airspace redesign efforts as 
an important effort toward improving airspace efficiency in the 
near term. We are all aware of the congestion in the New York and 
East Coast area. 

Could you describe a little bit about that process and which air-
space redesign projects hold the most promise of unlocking capacity 
in the national system, short term? 

VerDate Aug 31 2005 14:28 Sep 18, 2009 Jkt 000000 PO 00000 Frm 00045 Fmt 6633 Sfmt 6633 P:\DOCS\49983 JASON



24 

Mr. SCOVEL. Yes, sir. 
The FAA has ongoing projects in the New York, Chicago, and 

Houston areas, as well as elsewhere, in order to find ways to 
unlock the hidden capacity in the NAS, if you will. In 2010, we are 
told that FAA will begin airspace work in areas such as Denver, 
Dallas, southern California, and Las Vegas. 

We have identified a couple of challenges or barriers that might 
impede FAA’s progress in this area. The first would be establishing 
a linkage and maintaining it between airspace redesign and the 
emerging, performance-based navigation initiatives—RNAV and 
RNP; second, coordinating among the ATO lines of business to 
manage and oversee airspace redesign. 

Right now, airspace redesign is fairly decentralized, and we un-
derstand that field offices around the country are pursuing airspace 
redesign projects, certainly with FAA Headquarter’s knowledge and 
funding, but they are pursuing it largely on their own. We think 
that, perhaps, some greater level of oversight and control by Head-
quarters might be beneficial. 

We also think that realistic funding profiles for airspace redesign 
projects are necessary. Funding for airspace redesign has been re-
duced in the last couple of budgets, and we think that the potential 
advantages would certainly merit increased funding. 

Mr. OBERSTAR. Mr. Chairman, if the gentleman from Wisconsin 
has concluded, may I follow up on that, please? 

Mr. COSTELLO. The gentleman from Wisconsin yields to the 
Chairman. 

Mr. OBERSTAR. Mr. Scovel, do you know off the top of your head 
how many airports are managed by the New York TRACON? 45. 

Do you know how many operations are managed by the New 
York TRACON? 1.2 million. That is equal to all of Europe com-
bined. 

The southern California TRACON handles 1.4 million operations 
a year; that, too, is equal to all of Europe combined. 

This is the most complex airspace in the world. To think that we 
can just tinker around the edges and shift a plane here and a plane 
there and an arrival here and a departure there is folly. 

There have been a dozen airspace redesigns over the 25 years 
that I have been engaged in aviation, and every one of them runs 
into some kind of problem—either not enough concrete or more 
noise over some neighborhood group that has not been receiving 
that noise before. Nobody gets relief from the noise. Even if we 
move to Chapter 4 noise reduction, you are still going to have peo-
ple perceiving there is more noise. 

To reduce the funding for the redesign is folly. There needs to be 
a much more serious effort at this airspace redesign initiative. 
Frankly, the FAA needs to convene the New York/New Jersey Port 
Authority and the Governors of the two States and put some re-
sources into the Atlantic City Airport, which has a 10,000-foot run-
way, needs high-speed ground connection to the other airports in 
the region and to the major centers, and use that capacity to re-
lieve the pressure on the other airports. 

Mr. COSTELLO. The Chair thanks you and now recognizes the 
gentleman from Iowa, Mr. Boswell. 

Mr. BOSWELL. Thank you, Mr. Chairman. 
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Mr. Oberstar, on this Committee, I am going on my 13th year, 
and I wonder when we are going to get off this subject and go on 
to something else. On this point—and I am not being frivolous at 
all—it just kind of weighs us down. 

So I will start with you, Dr. Dillingham and then all of you. 
What are the first two things that need to get done to get us to 

move? We all know we need an administrator; that is not the point, 
so leave that off the table. 

What are the first two things? First you and then Mr. Scovel and 
anybody else who wants to jump in. What must we do to get going? 

Mr. DILLINGHAM. Mr. Boswell, that is an excellent question. 
I think one thing is the realization that ATC modernization is 

more of an evolutionary process. It is not going to be where we sort 
of all of a sudden flip a switch and we have got NextGen. 

Mr. BOSWELL. You are saying the technology is moving fast, but 
we have still got to start. We understand that. 

Mr. Dillingham. So I think the steps that are being taken now, 
which are to focus on the current delays and congestion use, and 
to make the best use of the capabilities that we currently have on 
the ground and in the aircraft, address immediate problems. 

Mr. BOSWELL. Do you have number two? 
Mr. Dillingham. Oh, okay. 
Number two is, in order to do that, it is what has been said a 

number of times: It is a people issue. It is bringing them in, mak-
ing sure that you have the appropriate stakeholders involved in it, 
as well as, from the FAA’s perspective, having the people in FAA 
who can manage and implement this, what we are now calling 
NowGen. 

Mr. BOSWELL. Too much turnover? 
Mr. Dillingham. No, not too much turnover. It is a need that is 

manifesting itself because of what they are trying to do. 
Mr. BOSWELL. I am thinking continuity. 
Mr. Dillingham. Well, you have had a lot of turnover, but the 

Committee has addressed that. We now have a 5-year adminis-
trator, but we are now in a turn—you know, a new Secretary, a 
new administrator and so forth. 

Mr. BOSWELL. Thank you. 
Mr. Scovel. 
Mr. SCOVEL. Mr. Boswell, two things: Number one would be, 

press the RTCA Task Force that is currently in session and that 
is due out this summer to deliver a comprehensive report. This is, 
we think, key, and it makes this year a critical juncture for 
NextGen’s ultimate success. 

The RTCA Task Force is now the platform for stakeholders 
across the board to speak with FAA and to reach consensus on all 
of the capability and prioritization questions that have for so long 
been, frankly, frustrating the industry. 

Number two would be to use that report to complete the gap 
analysis and the interim architecture and then to move out from 
there. 

Mr. BOSWELL. Thank you. 
Well, I have just learned, Ms. Cox, it all fell on your shoulders 

a little while ago. So tell me, what do we need to do to make it 
happen? 
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Ms. COX. I agree with the previous two speakers. We are putting 
in place the RTCA Task Force to get commitment from industry 
and their input on what the next best steps are, using the existing 
equipment that—— 

Mr. BOSWELL. What is your timeline? 
Ms. COX. They report out in August of this year. 
On the FAA side, we can make better use of the existing capa-

bilities that we have to use the performance-based navigation in 
important places like the New York airspace and others that are 
more congested today, like a traffic management adviser to do me-
tering into those airspaces. 

We can do that today, and many operators today fly aircraft with 
capabilities that they do not take advantage of. Those operators 
and pilots are trained on those capabilities, and the FAA makes 
the capability available at the airfields. 

Then we can see great steps forward in the near term. 
Mr. BOSWELL. Well, I use the GPS quite a bit. You know, I do 

not think hardly any of us are asking for the airways anymore, but 
are you saying that people who have got the IFR-qualified GPS are 
not using them? 

Ms. COX. In the commercial aircraft today, about 90 percent are 
equipped to fly the area navigation capability, but far fewer are 
qualified to fly the required navigation performance, SAAAR ap-
proaches, that will allow us to get better use of the airspace that 
we have today. It is about 18 percent. 

Mr. BOSWELL. Thank you. 
Mr. Chairman, before I yield back, do we know what we have got 

to do maybe? Do we? 
Mr. COSTELLO. Well, we are waiting on the JPDO and others to 

formulate a plan. 
Mr. BOSWELL. Well, thank you. I yield back. 
Mr. COSTELLO. The Chair now recognizes the gentleman from 

New Jersey, Mr. LoBiondo. 
Mr. LOBIONDO. Thank you, Mr. Chairman, for holding this very 

important hearing. 
While Chairman Oberstar has left the room, I want to thank him 

for his understanding and for the acknowledgment of the role that 
Atlantic City can play in the future, in his recent visit to the re-
gion. 

To our panel, thank you for being here and for what you are 
doing. 

In particular, Ms. Cox, thank you for your work. You know the 
Tech Center that I have the honor of representing and the work 
that they have done with research and development for safety and 
security and technology. 

I have, like, three questions total, but would you take a brief mo-
ment to explain your vision for the role of the Tech Center and 
what they will play in the implementation and in the integration 
of the NextGen system? 

Ms. COX. Well, the role of the Technical Center, as you know, is 
extremely important in the development and implementation of the 
NextGen system. We have taken care to integrate capabilities at 
the Tech Center into our research and development, technology de-
velopment, and prototyping and testing of NextGen systems; and 
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the Technical Center will be very involved in the life cycle test and 
evaluation of the NextGen systems of systems moving forward. 

That test and evaluation capability is something that the group 
up there is working very hard to put into place—benchmarking, 
looking at best practices out there today, because the ability to test 
the systems of systems is something that is new and unique as we 
move forward. 

Mr. LOBIONDO. Thank you. 
Ms. Cox, as you know, we have had an initiative that has gotten 

under way that involves great partnership with local government, 
academia, industry, the Federal Government, partnering to build a 
research and development park on land that is actually adjacent to 
the Technical Center and focused on providing expertise to the 
FAA and to the research and development test and evaluation field 
of the NextGen system. 

In your opinion, do you feel that the facility would benefit the 
FAA in the Next Generation mission as it starts to get off the 
ground? We are expecting ground breaking in another month or 
two. 

Ms. COX. Absolutely. These types of partnerships that the re-
search and technology facility in Atlantic City provide are exactly 
the kind of partnerships that the FAA is looking at as we move for-
ward. 

As I mentioned, NextGen is something that the FAA cannot do 
alone. It requires the involvement of academia, industry and all of 
our stakeholders as we move ahead. 

Mr. LOBIONDO. Thank you. 
Lastly, can you explain whether the FAA is actively reviewing 

current labs at the Tech Center as well as the legacy research and 
development programs under way there to determine their place in 
the NextGen system? Can you provide me with a list of the labs 
and programs which are undergoing such a review? 

Ms. COX. Congressman LoBiondo, I am not aware of any com-
prehensive review of laboratories at the Technical Center. We have 
a lot of legacy systems that depend on capabilities at the Technical 
Center for their ongoing maintenance. We have recently estab-
lished a business continuity plan facility at the Technical Center; 
in the event one of our centers should go down we will use that 
facility at the Technical Center to maintain capability. 

We are developing new labs that support specific NextGen sys-
tems, like system-wide information management. We test ADS-B 
with the aircraft at the Technical Center. All of those are going for-
ward. 

There is an assessment ongoing of a fuels laboratory in the Tech-
nical Center that has been funded under our research, engineering, 
and development program. That fuels laboratory is aimed specifi-
cally at looking at moving general aviation away from leaded fuels 
to unleaded products successfully. We have taken on a group of ex-
perts to examine the capabilities of that facility and where it might 
fit into the NextGen environment. 

Mr. LOBIONDO. I thank you very much for your participation and 
for your answers today, for the work that you are doing, for your 
teammates at the FAA. 
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Particularly, I want to thank the men and women of the FAA 
Technical Center in southern New Jersey and Egg Harbor Town-
ship for the outstanding work that they continue to do on behalf 
of all of us. 

So, once again, Mr. Chairman, thank you, and I thank the panel. 
Mr. COSTELLO. I thank you. 
The Chair now recognizes the gentleman from New York, Mr. 

Hall. 
Let me mention that two votes have been called for on the floor. 

We have about 13 minutes for the votes, so we would ask that you 
keep it brief. 

Mr. HALL. Thank you, Mr. Chairman and Ranking Member 
Petri. Thank you to our panelists. 

Ms. Cox, the ongoing New York regional airspace redesign is an 
undertaking which has had continuing complaints about both the 
process used and the conclusions. I am curious if you think it might 
be wise to stop the continued implementation of that program until 
a comprehensive review can be put into place to ensure that the 
redesign serves the purpose that was intended to increase safety 
and efficiency, to save money, and to improve the act of flying for 
customers and flight crews. 

Should the authorization and implementation of NextGen be up 
and running before that redesign is finalized? 

Ms. COX. Well, the capabilities that are recognized and used in 
the redesign do not require any new NextGen capabilities to de-
liver, when fully implemented in 2012, a 20 percent reduction in 
delays in the New York area airspace. 

I understand that this is a very emotional issue, going forward. 
We believe, if you look at the balance of what is delivered with the 
New York airspace redesign, that we get improvements not only in 
reduction and overall noise footprint in the area, but a significant 
reduction in the overall emissions for the environment there; and 
certainly an improvement in efficiency and in the convenience for 
the traveling public that moves through the New York area. 

I recently saw a statistic that says either flying to, from or 
through the New York area, a third of the domestic traffic in the 
United States goes through there, and a sixth of all international 
traffic goes through. 

Mr. HALL. Great. Well, thank you very much, and I hope you can 
meet those goals. 

Dr. Dillingham mentioned in his testimony, in his written testi-
mony, that there has been some progress made involving the labor 
unions that work with FAA in the development of NextGen. How-
ever, the union officials have expressed concerns that the unions 
are not involved in selecting subject matter experts. 

Dr. Toner, you said that a broad spectrum of representatives on 
the Federal Advisory Committee included aviation labor. Can you 
tell me, to what extent are the pilots included, as well as the con-
trollers; and are they having input into the experts that are being 
brought forth? 

Ms. TONER. So we are just beginning the formation discussions 
for the advisory committee. We are committed to having a broad 
spectrum of representatives. Labor will be included, but we have 
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not gotten to the point of specific charter or specific membership, 
and we will be happy to get back to you later as we formulate that. 

Mr. HALL. Thank you. 
Mr. Chairman, I will submit other questions for the record. 
Mr. COSTELLO. The Chair thanks the gentleman, and now recog-

nizes the Ranking Member of the Full Committee, Mr. Mica. 
Mr. MICA. Well, thank you. 
Ms. Cox and Mr. Sinha, in the best-case scenario, if everything 

went perfectly in the implementation of NextGen, how many years 
do you estimate we are looking at? 

Ms. Cox. 
Ms. COX. Well, the introduction of NextGen is an ongoing, evolu-

tionary process. 
Mr. MICA. I know. Again, to have it fully implemented, can you 

give me the number of years you would estimate? 
Ms. COX. We have taken a detailed look at what we can deliver 

by 2018, so that is 9 years from now. 
Mr. MICA. So, in 9 years, you think you could have most of it— 

90 percent, 80 percent? 
Ms. COX. A large percentage of it will be available in 2018 and 

in modeling the capability that we believe we will have in 2018. 
And we have modeled just a third of the capabilities that we be-
lieve we will introduce by then, and we have seen a 40 percent re-
duction in delays in those models. 

Mr. MICA. Mr. Sinha, what do you think is a best-case scenario? 
Mr. SINHA. So let me start out by saying, if we do not do things 

by 2018, we do not have to worry about 2025, so I think the need 
and that some of the work we have done—— 

Mr. MICA. Well, to be fully implemented? 
Mr. SINHA. So I think—again, I am not even sure that anybody 

can really define what ″fully implemented NextGen″ means, be-
cause the capabilities that are going to be evolving—— 

Mr. MICA. Well, with all the aircraft equipped and with all the 
technology in place? 

Mr. SINHA. I think, if we push hard for it, by around 2018 to 
2020, we should be able to implement all of the avionics. 

Mr. MICA. So we are looking at about another 10 years? 
Mr. SINHA. Right. 
Mr. MICA. Okay. 
We are probably looking at about $18 billion more in cost, an $18 

billion to $20 billion estimate, Ms. Cox? 
Ms. COX. That is an estimate. 
Mr. MICA. That is good. 
Mr. SINHA. It depends on whose cost are you talking about. 
Mr. MICA. What do you think in just the total cost to everybody? 
Mr. SINHA. The total cost, I believe, would be more in the $20 

to $30 billion. 
Mr. MICA. Okay, just an estimate. 
Now, I was out, and looked at some of the NextGen technology. 

I met with some of the MITRE folks, and they told me that the effi-
ciencies, if fully implemented, that it would bring into the system 
would be in single digits—is that correct, Mr. Sinha—as far as in-
creasing capacity and efficiency? 
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Mr. SINHA. I do not believe that it is in the single digits, but it 
is not 100 percent. 

Mr. MICA. Is it 10 percent? Is it a 20 percent increase in effi-
ciency and capacity? 

Mr. SINHA. What analysis we have done seems to indicate it is 
in the 20 percent range. 

Mr. MICA. In the 20 percent range. But if we take 10 years out, 
we will probably have 40 to 50 percent more traffic, air movement. 
Is that a guesstimate, Mr. Sinha? 

Mr. SINHA. Yes. 
Mr. MICA. Thank you. 
Ms. Cox? 
Ms. COX. I believe that the estimates that we have provided— 

and I cannot speak for Mr. Sinha, but the 40 percent reduction in 
delays that I cited takes into account the increased traffic. 

Mr. MICA. I am told now it is going to be a little while, a decade, 
before we get this out there. In the meantime, some simple things, 
like airspace redesign in the New York airspace, could dramatically 
improve some of the chronic delays. Is that true, Ms. Cox? 

Ms. COX. We believe that, when fully implemented in 2012, the 
airspace redesign in the New York area will reduce delays by 20 
percent. 

Mr. MICA. I am told about 80 percent of the chronic delays are 
now coming from the New York airspace. Is that a guesstimate, 
Ms. Cox? Or anybody else? 

Ms. COX. I think the contributions of the New York airspace are 
significant to delays across the country. 

Mr. MICA. Mr. Dillingham, have you looked at that? 
Has anybody? 
Mr. Dillingham. No, we have not, Mr. Mica. 
Mr. MICA. Then it appears that we have gone about as far as we 

can go in implementation. Maybe we could do some other things. 
I was told by FAA in the past that, for ground stations, we have 

got about a $1.9 billion contract out. Is there something else that 
we could do right now, Ms. Cox, that would move the project for-
ward, an expenditure of money or a step by FAA? 

Ms. COX. By applying more performance-based navigation capa-
bility and by equipage by more operators. Right now, as I men-
tioned earlier, about 18 percent of our air transport are equipped 
to fly the required navigation performance procedures that would 
allow us to deconflict a lot of the—— 

Mr. MICA. Minor things could be done. Does that take big budget 
dollars? 

Ms. COX. Well, to equip a transport aircraft, yes, it does require 
a major—— 

Mr. MICA. This is on the transport aircraft. Now, who should pay 
for that, the government or the carrier? 

Ms. COX. That is a policy decision that is not under my purview. 
Mr. MICA. Okay. 
Well, one of the things, in conclusion here, is that we still have 

a question about direction. The FAA, I guess, today was criticized 
a bit for certain organizational patterns that they have developed. 
The problem is, we have not done an FAA bill since—I guess the 
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last one was due in September of 2007. We have not had an FAA 
administrator since September of 2007. 

Just a few minutes ago we extended out FAA reauthorization 
until September. Now, if anybody is responsible for the mess, it is 
Congress. 

The other side took this over. The other side in the Senate 
blocked the airspace redesign, basically—I believe they have— 
which accounts for our delays, for our biggest number of delays, 
something we could do right now. If we have no pattern of organi-
zation, certainly that would be set out in an FAA reauthorization, 
not a bunch of people, without a leader in FAA, making the deci-
sions. 

You all agree with that, don’t you? 
Ms. Cox? You do not want to comment. 
Thank you. I yield back. 
Mr. COSTELLO. The Chair will have to comment then. 
I would say that, one, it is the other body. We passed an FAA 

reauthorization bill through this Committee in the House. 
Secondly, we have not had an FAA administrator. We had an 

acting administrator under the Bush administration, Mr. Sturgell, 
and the President of the United States at the time, President Bush, 
charged the responsibility of moving NextGen forward and put it 
in the hands of the Secretary of Transportation, the then-Secretary, 
as Mr. Scovel testified to. 

There is one quick question, I think, that the gentlelady from 
California has, and then we will dismiss the panel. 

Ms. RICHARDSON. Thank you, Chairman Costello, for giving me 
this opportunity to ask a very brief question. 

Ms. Cox, do you perceive that the aircraft controllers are part of 
your stakeholders in implementing NextGen? 

If so, are they a part of the RTCA? If not, why? 
What do you intend upon doing to incorporate them as stake-

holders if you feel that they are? What are you planning on doing 
to assist them to develop the skills to participate in that process? 

We have got votes, so if you could say that, as I did, in 40 sec-
onds or less. 

Ms. COX. The labor force are extremely important stakeholders 
as we move forward. We have employed hundreds of active control-
lers as we develop the requirements and the concepts that we are 
moving with. 

The RTCA Task Force that you have heard discussed today, 
NATCA is a member of the task force, and they are participating 
in that. 

As for the governing body, the main advisory committee that is 
part of the RTCA—that is, the Air Traffic Management Advisory 
Committee, the ATMAC—the head of NATCA sits on the ATMAC, 
the main advisory committee, and he also sits on the senior man-
agement board for NextGen, the NextGen management board. 

Ms. RICHARDSON. Well, the Chairman is going to dismiss this 
panel, as I understand. I am sure we are going to hear some other 
perspectives from the next panel. I would just ask that at some 
point the two of you get together because it does not seem like that 
connection is clearly being made. 

Mr. COSTELLO. The Chair thanks the gentlelady. 
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As you noted, Mr. Forrey will be on the next panel, and we will 
ask him, from his perspective, to address the issue as well. 

The Chair thanks all of you for being here today and for offering 
your thoughtful testimony. There are some other questions that we 
will be submitting to you in writing, and we ask that you reply. 

With that, we have about a minute to get to the floor, so the Sub-
committee will stand in recess for 20 minutes, and then we will re-
convene. I would ask the second panel when they come in the room 
to be seated so we can begin immediately. 

Again, thank you for your testimony. 
The Subcommittee stands in recess. 
[Recess.] 
Mr. COSTELLO. The Subcommittee will come to order. 
The Chair would like to welcome the second panel. The first wit-

ness on the second panel will be Ms. Marion Blakey, who is the 
president and chief executive officer, Aerospace Industries Associa-
tion of America; Mr. Peter Bunce, president and CEO, General 
Aviation Manufacturers Association; Mr. James May, who is the 
president and CEO of the Air Transport Association; Captain Rory 
Kay, executive air safety chairman and United Airlines pilot, 
ALPA; Mr. Patrick Forrey, who is the president of the National Air 
Traffic Controllers Association; and Mr. Tom Brantley, who is the 
president of the Professional Aviation Safety Specialists. 

The Chair will ask each witness to summarize their statement, 
and know that your entire statement will appear in the record. 

The Chair now recognizes the former FAA administrator, Ms. 
Blakey. 

TESTIMONY OF MARION C. BLAKEY, PRESIDENT AND CHIEF 
EXECUTIVE OFFICER, AEROSPACE INDUSTRIES ASSOCIA-
TION OF AMERICA; PETER J. BUNCE, PRESIDENT AND CEO, 
GENERAL AVIATION MANUFACTURERS ASSOCIATION; 
JAMES C. MAY, PRESIDENT AND CEO, AIR TRANSPORT ASSO-
CIATION; CAPTAIN RORY KAY, EXECUTIVE AIR SAFETY 
CHAIRMAN AND UNITED AIRLINES PILOT, ALPA; PATRICK 
FORREY, PRESIDENT, NATIONAL AIR TRAFFIC CONTROL-
LERS ASSOCIATION; AND TOM BRANTLEY, PRESIDENT, PRO-
FESSIONAL AVIATION SAFETY SPECIALISTS 

Ms. BLAKEY. Good afternoon, Chairman Costello, Ranking Mem-
ber Petri. I must tell you that I am delighted to be here before this 
Committee again. And I thank you for the opportunity to testify. 

I am here representing the Aerospace Industries Association and 
our almost 300 member companies. Our industry is responsible 
right now for about 2 million high-paying, high-tech jobs in this 
country, $95 billion in exports, and we are very proud of our posi-
tive trade surplus of $57 billion last year, the largest of any manu-
facturing sector. 

It was very good to hear the remarks of the first panel. And I 
must say, I like levelling up on NextGen. This is quite an oppor-
tunity for all of us. And they certainly expressed the kind of sup-
port that our industry shares for the NextGen itself. 

I would like to make just a few points about NextGen and what 
we can achieve in the near term with one overall theme: the bene-
fits of NextGen are closer than we think. I spend a lot of time advo-
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cating for NextGen. People are always surprised when I tell them 
that NextGen implementation has already begun. In fact, with 11 
ADS-B ground stations installed, commissioned and in South Flor-
ida right now, we are well on the way. And I understand that all 
793 stations are on schedule and will be installed across the coun-
try by 2013. 

But there is an issue. Aircraft are not required to be equipped 
with ADS-B avionics to take full advantage of NextGen’s benefits 
until 2020. So we will have this 7-year period during which we 
have half of the puzzle in place. The obvious solution is to provide 
equipage incentives for operators to shrink the 7-year gap and reap 
the benefits of NextGen as soon as possible. The interactive nature 
of ADS-B technology means that we do have to have critical mass 
of operator equipage to realize the system’s full benefits for all of 
us. 

Now, we all know the industry came together to request grants 
for NextGen-enabling avionics equipment in the recovery package. 
Unfortunately, we weren’t persuasive enough at the time. But I 
have to tell you, I think we will be making a persuasive and com-
pelling case. With the focus coming up in this Congress on environ-
mental legislation, let’s also not forget that the environmental 
gains possible through NextGen are considerable: Continuous De-
scent Arrivals, Required Navigation Procedures, and Area Naviga-
tion Departures and Arrivals, CDAs, RNP, RNAV—we have heard 
a lot about them all this morning. And they are already being de-
signed, built, and flown throughout the country. They are available 
and a big part of the efficient technology and management that is 
going to cut fuel burn and emissions by as much as 15 percent 
when NextGen is fully implemented. 

The manufacturing industry and the government are working 
hard on many other advances that will contribute to NextGen to 
reduce carbon emissions: composite materials, alternative fuels, en-
gine technologies, among other steps. They are part of the three 
pillars of environmental efforts we believe our industry must fully 
exploit in order to achieve sustainable growth. The three pillars 
are, one, green R&D and technology development; two, improved 
air traffic management; three, streamlined operational procedures. 
And there is a fourth pillar, market measures. 

Committees in both the House and the Senate are considering 
variations on the theme of emissions trading or cap-and-trade. 
Aviation in Europe is under an emissions trading system slated to 
go into effect in 3 years. While, as an industry, we do not oppose 
economic market measures for reducing aviation CO2 emissions, 
we believe that in today’s economic climate, such measures have to 
be positive, not negative incentives. And in the case of an industry 
like civil aviation, where we already have a very efficient system 
and no currently viable commercial alternative energy source 
today, any economic measure must be global in nature, consensus- 
based, and developed through a body like the U.N. International 
Civil Aviation Organization, ICAO. 

A final NextGen challenge I would mention is incorporating un-
manned aircraft systems into the civil airspace. To allow these val-
uable assets to be used by domestic agencies, the FAA needs suffi-
cient investment to be able to safely integrate them into the NAS. 
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We have got to have the foresight to invest in the full slate of 
NextGen technologies today. That is the point I hope we take away 
from this hearing. There is a long list of benefits that NextGen can 
provide, not only near term but immediately. Thank you very 
much. 

Mr. COSTELLO. The Chair thanks you, and now recognizes Mr. 
Bunce. 

Mr. BUNCE. Chairman Costello and Ranking Member Petri, 
thank you very much for having me here today to talk about what 
we can do and the commitment of the General Aviation industry 
toward NextGen, both in the near term and the long term. 

First of all, I would be remiss to say that, within that subset that 
my colleague, Ms. Blakey, talked about, General Aviation supports 
1.2 million jobs in this Nation. And when you look at the $150 bil-
lion annual contribution, it is important to note that this industry 
that works for an aviation nation is one of the only key sectors in 
manufacturing that has that balance of trade surplus. And for Gen-
eral Aviation manufacturers, that ended up being about $5.9 billion 
last year. 

But, with that said, this industry is hurting, hurting big time 
right now. We have shed about 12,000 jobs just in the last 3 
months. And of course, the continuing vilification of the use of busi-
ness jets because of the misuse by a few CEOs and the painting 
of the whole industry poorly, I can directly tell you, has impacted 
jobs. I was just in Wichita yesterday, and the layoffs are a result 
of orders slowing down. And those orders are slowing down because 
of this vilification. And we hope that this Committee, being the ex-
perts on aviation in this body, can communicate both with the ad-
ministration and their colleagues to think before some of the state-
ments they make, because it does impact a great, great American 
industry. 

But with all that said, our commitment to modernization is abso-
lute. And our manufacturers are so committed to this that we pop-
ulate every single one of those advisory committees that was talked 
about in the last panel. And as we look at how quickly traffic recov-
ered after the recession in the early part of this decade and 9/11, 
everything recovered within 3 years. So we anticipate that we will 
be back to those type of same traffic levels very, very soon. So we 
have to get things going. 

Now, one element that is different this time is the fact that this 
environmental legislation that most likely will go forward and the 
President’s call for the raising of over $600 billion in revenue, it is 
absolutely critical that that money that is paid, if in fact we do go 
forward with either a cap-and-trade program or some type of car-
bon tax, that that money does go back into aviation, because it is 
only through that influx of money that we can go and accelerate 
NextGen and be able to reap the environmental benefits, which are 
truly significant. And we hope that this Committee will be a very, 
very staunch advocate for being able to capture those dollars. 

When we look at also the near term, it is important to still look 
at what the end state will be. We in industry have some true con-
cerns still that we have not defined what that end state will look 
like. And if we say that we are going to have full implementation 
somewhere in the range of 2025, it is absolutely imperative that we 
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still get the controllers and the pilots together and decide what 
type of architecture is actually going to exist in the end state, be-
cause as the FAA says, it takes 10 to 15 years just to lay concrete. 
If concrete is the issue, and even if we are going to plow a runway 
and build it right in the middle of two existing runways, we have 
to know what that end state is going to look like to be able to tell 
you all what we need to do in this mid-term. 

But focusing on the mid-term there and accelerating ADS-B is 
one of those areas we think that we can see some great benefit. 
Right now, the 794 stations that are going to be deployed basically 
lay over the current radar network and give roughly that same 
type of coverage. If we can expand that, particularly for commu-
nities that don’t have radar coverage going into their airport, we 
can provide an incentive for equipage. We also provide incentives 
by just going and accelerating the ground infrastructure a little 
earlier. 

But coupled with that is going in and incentivizing aircraft to 
equip. And there are a lot of things that the government can do to 
be able to go and get the airlines and General Aviation to equip 
with all of this technology just for ADS-B before that mandatory 
equipage date of 2020. Because we all know, if we wait that long 
to equip and if you are not incentivized to do so, none of this can 
happen. This is bedrock technology. 

We also know that to certify the equipment that has to go up 
there, we need more certification engineers in the FAA. Now we in 
industry have been asking for that for multiple years. We know 
you have concerns about certification of different equipment out 
there. But unless we get more people to certify it, they can’t keep 
up today with what we have asked them to do. We know they will 
fall behind. Also, on flight standards, we need some more people 
to be able to go and get these approaches on the books and get 
them quickly. 

We think there is a very strong partnership with third-party en-
tities out there, but we think that we need to work that aggres-
sively to get Oklahoma City manned to the level that they can go 
and help us populate with the number of RNP and the different 
procedures that we need out there to be able to go and reap the 
benefits of NextGen earlier. 

And finally, when we talk about just being able to give you a 
plan if we are able to accelerate any elements of NextGen, we 
would ask that this Committee tell the FAA that they have got to 
come back to you with an incentivization plan for equipage, be-
cause if we have the FAA reporting to you, we know that the stake-
holders will be part of that discussion with the FAA on how we can 
do that. If we have a plan, we will have it in the file and ready 
the next time we have an opportunity to accelerate the whole proc-
ess. 

Thank you, Mr. Chairman. 
Mr. COSTELLO. We thank you. 
And the Chair now recognizes Mr. May. 
Mr. MAY. Thank you, Mr. Chairman. 
Let me start by associating myself with the remarks of Mr. 

Bunce on the environment. It would be critical to have revenue 
flow back into aviation to be able to meet those targets. 
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You know, we are here today as a major stakeholder in this proc-
ess talking about near-term achievable goals. And in part, I would 
like to try and focus on a couple of questions and conversations 
that were held earlier this morning, first of all with Mr. Boswell. 
We have a near-term achievable goal. It isn’t 2018. It isn’t 2025. 
It isn’t 2020. It isn’t 30 to plus $40 billion. It is having this Com-
mittee and its counterpart committee on the Senate side and the 
administration declare that it is time for this Nation to establish 
a real priority for aviation infrastructure in much the same way 
the Eisenhower administration established a priority and did the 
funding for the national highway system infrastructure, ground- 
based infrastructure back in the 1950s. 

I think there is a way to do that. I think it can be done at half 
the cost that we are projecting. I think the benefits are wonderful 
opportunities for benefits, and we can go through with them. I 
think there are four or five key foundational technologies that are 
available to be accelerated today that are in use. It is not new re-
quirements. They are already there. And I think that is what, if 
you want to try and figure out where this Committee needs to go, 
where it needs to drive this Nation, then I think it is to establish 
aviation infrastructure, Next Generation, Now Generation, as the 
number one priority for this industry. 

And we all can come together, whether it is on equipage or 
ground-based systems, to be able to put that forward. What is at 
stake? $41 billion a year, which is the cost of air traffic delays. 
That is 12 for passengers; 10 for the economy; 20 to airlines. Micro-
cosm for our friend from New York; $2.6 billion a year grows into 
$80 billion if we don’t do New York airspace redesign. 

So what are we going to get if we just have the status quo? We 
are going to have the FAA and the Federal Government spend $20 
billion, $30 billion. It is going to take them until 2018 or 2020 to 
get the project done. And we are going to have all these crushing 
costs of delay come down on top of us that we can’t sustain as an 
industry. 

What happens if you accelerate it and change it? You retain 
thousands of jobs. You improve customer service. You reduce fuel 
burn and CO2 emissions. You enhance safety and security. You 
keep the airlines competitive and the United States competitive as 
a world market. We reduce, ultimately, FAA operating costs. 

So what do you think that plan ought to look like? ADS-B, 
RNAV/RNP, electronic display upgrades, GBAS, Ground-Based 
Augmentation Systems, which are a current term, for those who 
don’t follow it, for local area augmentations, what used to be 
known as LAAS. And then for my friends in the GA community, 
LPV, which is Localizer Performance with Vertical Guidance. Focus 
on those five technologies. We have got a lot of the technology 
available in the planes for some of them today. We can equip the 
aircraft today very quickly for the remaining technologies. 

There is ground system equipment that needs to be put in, and 
there are systems that need to be accelerated and developed and 
designed. You can accomplish, if we have the will, if Congress has 
the will, the administration has the will, you can accomplish all of 
this in 5 years. It will probably be half the cost of the $20 billion 
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to $30 billion that they are projecting out over a much longer pe-
riod of time. 

Are there going to be some other hurdles to get over? We have 
talked about them today. Number one, you need to put it into high 
target areas first, New York, Philadelphia, Los Angeles, et cetera. 
Number two, you have to establish best-equipped/best-served prin-
ciples, which is to say, if the airplane is equipped to use this tech-
nology they get the advantage over planes that aren’t equipped. 

There are other challenges we have to meet. Promptly complete 
airspace redesign. If we don’t push it, New York, 5 or 10 years from 
now, still isn’t going to have New York airspace redesign in place. 

New separation standards and improved operations procedures. 
If we don’t have a business case, if we don’t get reduced separa-
tions, if we don’t have greater efficiency in the system, then that 
investment is not worthwhile. 

And finally, please, controller acceptance and implementation of 
new procedures. You got to bring Pat and his guys into the process. 
We are very strong supporters of that. We can’t do New York with-
out his folks. 

And so, at the end of the day, my final comment is, if we did this 
in the 1950s for the highways, why can’t we do it now for aviation 
infrastructure? I think it is a national priority and ought to receive 
all of your attention. Thanks for your time. 

Mr. COSTELLO. The Chair thanks you, Mr. May, and now recog-
nizes Captain Kay. 

Mr. KAY. Good morning, Chairman Costello, Ranking Member 
Petri, and Members of the Subcommittee. I am Captain Rory Kay, 
executive air safety chairman of the Airline Pilots Association, 
International. I would like to express my appreciation to the distin-
guished Members of this Subcommittee for drawing attention to 
the urgent need to modernize our national airspace system, or 
NAS, and for highlighting the solutions that exist today that can 
swiftly make a difference for passengers, shippers, and all who rely 
on air transportation. It is an honor to represent ALPA’s more than 
52,000 pilots, who are at work in the cockpit every day. 

For decades, ALPA has pushed to modernize the NAS. The need 
for action has now become critical. The latest technology, which 
capitalizes on space-based communications, navigation, and surveil-
lance systems, can provide precision and efficiency never before 
possible. Modernization promises to advance safety, increase capac-
ity, reduce delays, and play an essential role in cutting emissions 
to help address climate change. 

We saw a record number of flight delays last summer. Pas-
sengers and shippers all paid the price for a system stretched be-
yond its limits. Government and industry worked together to solve 
the immediate problem, but air traffic congestion persists, and an 
outdated system remains the cause. 

A sustained funding source must be central to any discussion of 
modernizing our airspace. A project of this scale and significance 
cannot stop and start because of sporadic funding. Modernization 
will be expensive, and everyone who benefits should pay their fair 
share. 

It will also be a complicated and long-term undertaking. For this 
reason, it must be done right the first time. We also need to move 
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ahead in a way that reflects two lessons our industry has already 
learned about airspace modernization. First, we can and we must 
leverage equipment and technology that is already on the airplane. 
Airlines have complained for years about sending planes to the 
boneyard with equipment that could have facilitated more efficient 
routing but was never fully used. The second lesson is that we do 
our best work when all stakeholders are involved. A collaborative 
partnership among government, the operators, and the frontline 
professionals is essential. 

This hearing is focused on how we can make progress now. There 
is encouraging news. ADS-B promises to increase safety and pro-
vide air traffic facilities with greater reach and precision than the 
current air traffic control radar. The up-to-the-second traffic infor-
mation could also make a quantum leap in preventing runway in-
cursions. 

Both the in and out aspects of the ADS-B technology are nec-
essary to realize the true potential of NextGen, and we must con-
tinue our commitment to both. For decades, ground-based tech-
nology forced pilots to connect the dots by flying from one naviga-
tional aid to the next to reach their destination. The limited num-
ber of ground-based aids rarely provided the shortest or most effi-
cient route. RNAV or area navigation technology, allows use of 
shorter, more direct routes. This can increase efficiency, reduce de-
parture delays, cut taxi time, save fuel, and alleviate congestion. 

The FAA has done a good job implementing RNAV procedures 
here in D.C. and in other parts of the country. However, the tech-
nology is too often used only to continue flying traditional proce-
dures. These so-called overlays use new technology to fly old and 
frequently inefficient paths. It is time to maximize RNAV by 
leveraging it to design completely new procedures. 

Still another example of an opportunity to make progress right 
now, Required Navigation Performance, or RNP procedures, can 
allow flights to safely land on runways in worse weather than con-
ventional procedures. Using RNP, Alaska Airlines pilots were able 
to safely continue more than 900 approaches in 2006 that would 
otherwise have been diverted due largely to weather. 

We are already seeing some benefit from RNAV and RNP, but 
the potential exists for much more. We urge the FAA to lead the 
effort toward making the most of all that these technologies offer. 

In conclusion, with all of this talk of technology, it is important 
to remember that a well-trained pilot is the airliner’s greatest safe-
ty asset. Even with the newest technology and automation, pilots 
must still have timely, accurate information so that we can react 
swiftly if a flight doesn’t go as planned. 

Our partners, the professional air traffic controllers, also need 
accurate, reliable information on which to base their decisions. No 
one is more aware of how these new technologies come together 
with a stressed air transportation system than airline pilots. 

And that leads me to one final point. If it doesn’t work for pilots 
when we fly the line, a procedure that may look great on paper will 
not help us capture the enormous potential of NextGen. Profes-
sional airline pilots and controllers must be involved every step of 
the way. Thank you. 

Mr. COSTELLO. Thank you, Captain Kay. 
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And the Chair now recognizes Mr. Forrey. 
Mr. FORREY. Thank you, Chairman Costello and Ranking Mem-

ber Petri, for the opportunity to testify today. 
The FAA’s NextGen modernization plans are, in the words of the 

GAO, a high-risk effort. NextGen is highly complex with many 
interdependent projects, requiring a large investment of time, 
money, and other resources. 

While we at NATCA believe strongly in the possibility that tech-
nology can help us improve the safety, efficiency, capacity, and en-
vironmental sustainability of the national airspace system, we also 
believe there is a right way and a wrong way to develop and transi-
tion into new technology. It is imperative, both for the safety of the 
NAS, and for the investment of taxpayers’ dollars, that this project 
be undertaken in the right way. That means collaboration with all 
stakeholders. 

NATCA has a long history of supporting modernization through 
collaboration. With the Liaison Program, which was dismantled by 
the Bush administration, NATCA was instrumental in helping the 
FAA complete more than 7,000 projects to install and integrate 
new facilities, systems, and equipment into the NAS, as well as 
more than 10,000 hardware and software upgrades. At the height 
of our collaboration, NATCA had representatives on over 70 mod-
ernization and procedural development projects. 

The participation of NATCA throughout all stages of NextGen’s 
development and implementation is critical to the success of this 
project. Because NATCA’s members have an intimate under-
standing of frontline air traffic control, they are uniquely qualified 
to identify and address human factors concerns, provide insight 
into the needs of the system, evaluate the utility of the FAA’s pro-
posed technology, and the usability of the products included under 
the NextGen umbrella. 

Doing so on the front end rather than during implementation 
will save the agency time, the taxpayers’ money and resources, 
while avoiding potential danger to the integrity of the air traffic 
control system. Yet the FAA refuses to collaborate with NATCA. 

The most recent example of the go-it-alone strategy for NextGen 
design and implementation is the New York, New Jersey, Philadel-
phia airspace redesign efforts. The FAA refused to work with 
NATCA during phase one of the project, dispersal headings for de-
partures, and as a result, the program was implemented with seri-
ous flaws. Neither controllers nor pilots received training on the 
new procedures. The changes were not tested comprehensively. 
And there were many instances of miscommunication between con-
trollers and pilots. 

And rather than learn lessons from phase one, the FAA is set to 
implement phase two, again, without NATCA involvement. As with 
all NextGen projects, we wish to be involved so that we can iden-
tify and help to proactively mitigate potential glitches and prob-
lems rather than allow the system to be put at risk by waiting 
until after the implementation to address these issues. 

Another perfect example of this degenerate operating practice by 
the FAA can be found in the development and implementation of 
En Route Automation Modernization. NATCA was recently briefed 
by the FAA of 109 serious problems with ERAM, a program we 
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have been blocked from collaboration on and which implementation 
is now delayed again. NATCA is currently attempting to negotiate 
a formal process for our involvement but continues to get the run- 
around by the FAA. We have met three times in the past 4 weeks, 
and still the FAA will not provide a comprehensive proposal for our 
involvement. We are anxious to begin assessing the state of ERAM, 
but the FAA refuses to let us in. 

. I cannot stress enough that the participation of NATCA 
throughout all stages of NextGen’s development and implementa-
tion is crucial to the success of this project. The right way also does 
not neglect the needs of the existing system. The FAA currently 
faces a serious air traffic controller staffing crisis, as our most ex-
perienced controllers continue the mass exodus that began in the 
imposed work rules in 2006. We have loss of 46,000 years of experi-
ence in the last two-and-a-half years. There is a backlog in train-
ing, and trainees are relied upon far too frequently to work traffic. 
Rampant fatigue in work force is undermining safety throughout 
the system. Meanwhile, facilities are being allowed to fall apart 
and in disrepair, putting the health of controllers and other avia-
tion safety professionals at risk. 

We are very concerned that the FAA continues to ignore 
NowGen, choosing to speak only about the technological advances 
they hope to achieve 15 years down the road. We at NATCA believe 
in the potential of ADS-B, the technological cornerstone of the 
FAA’s plans for NextGen. We believe that it has the potential to 
provide more precise surveillance and without the lag time of tradi-
tional radar, and we believe that it may be able to provide greater 
situational awareness to pilots, particularly during periods of in-
clement weather. 

We are concerned that the full capabilities of ADS-B, however, 
will not work unless they are turning off all the primary radars in 
the system, contrary to what Ms. Cox said. The ADS-B in will not 
function. There is not enough frequency space for all the primary 
radars to work while ADS-B full capability is working. That is a 
problem they have to fix. And we are concerned that the FAA’s 
plans in requiring a transition to the single-source surveillance sys-
tems to provide navigation and surveillance leaves the system un-
acceptably vulnerable to natural disaster, attack, and/or technology 
failure. 

The FAA is also recklessly, recklessly rushing to consolidate fa-
cilities and services without a plan or without consideration of the 
impact on the integrity, security, and redundancy of the NAS. 
These actions will leave a geographical area covering hundreds of 
thousands of miles vulnerable to a single point of failure without 
a backup. 

And lastly, the FAA’s NextGen plans have ignored the human 
factors. Their proposed best-equipped/best-served incentive policy, 
for example, significantly increases the complexity of air traffic con-
trol operations, particularly of concern with such an understaffed 
and increasingly inexperienced work force. The policy will actually 
reduce the efficiency of the system and introduce an unnecessarily 
unsafe risk. 

Again, such problems could be mitigated or avoided entirely if 
the FAA would be willing to have meaningful collaboration with 
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NATCA. We would like to see the FAA development of this new 
technology right away, and we would like to be part of the solution 
to the problem facing today’s air traffic control system. 

Mr. Chairman, thank you. That concludes my comments. And I 
am ready to answer any questions. 

Mr. COSTELLO. The Chair thanks you, Mr. Forrey, and now rec-
ognizes Mr. Brantley. 

Mr. BRANTLEY. Chairman Costello, Congressman Petri, and 
Members of the Subcommittee, on behalf of PASS, I want to thank 
you for inviting us to present our views on NextGen today. And I 
feel a little left out, because I can’t come here to report any mile-
stones that have been achieved. I can’t claim to be forming any 
committee with a nice sounding acronym. I can come and share 
some concerns that we have, because frankly, that is all we have 
to work with right now. 

The biggest concern that PASS has with regard to FAA mod-
ernization is the change the FAA has made to its certification pro-
gram. And certification is a process where an FAA technician tests 
and evaluates pieces of equipment and systems to ensure that they 
are safely used, that they can provide the service efficiently and ef-
fectively. And for years, the criteria that the FAA used was that 
any system that directly affected the flying public would be cer-
tified. 

Now, in September of 2007, the agency changed that criteria. 
And now it is every FAA-owned system that directly affects the fly-
ing public will be certified. Coincidentally, a month later, the agen-
cy awarded a contract for ADS-B, which, as it turns out, was de-
signed for the system to be entirely owned by the contractor. And 
since the FAA will not own the hardware, the software, any of the 
infrastructure, the system will not be certified. And that leaves a 
huge gap in the current level of integrity within the NAS. 

And I want to thank the Chairman, as well as Chairman Ober-
star, for the letter that you sent yesterday to the IG asking them 
to look into it, because we do believe it is a very serious issue. 

And you know, one of the things that I guess frustrates me the 
most with FAA modernization is, as I look at it, the fact that the 
agency has chosen to prohibit labor from being involved in mod-
ernization for 6 years sends a message. It is loud, and it is clear. 
And we hear it. The message is, when NextGen is deployed, you 
are not needed; you are not part of the picture. Whether that is the 
intended message or not, that is the one being sent. 

The agency is no longer an agency with a mission; it is an agency 
with an agenda. The agenda is, or part of it is, to privatize as much 
of the agency as possible. And that is why I believe the change to 
certification was made. You know, frankly, if they were required to 
certify things, that kind of puts it, you know, puts somewhat of a 
damper on any wholesale either outsourcing or privatization. But 
by eliminating that road block, even if the road block is there to 
protect the integrity of the system, that opens that up, and, you 
know, the sky is the limit now. 

As long as any new system is owned privately, then all bets are 
off, and the agency washes their hands of their responsibilities. 
And I think that should concern everyone greatly. It sounds like a 
minor issue, and it is not. 
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You know, I come to you today, I am the president of the union. 
I was elected by our members, but I am an FAA systems specialist 
by trade. And this is what I do. And I will tell you, it disturbs me 
greatly. And when I talk to the people that we represent, they are 
very upset because it is selling out the integrity of the NAS. And 
I don’t think we should ever trade the integrity for any political 
agenda. I want to apologize if I have gotten off track a little, but 
I will conclude there. And I am willing to answer any questions you 
may have. 

Mr. COSTELLO. The Chair thanks you, Mr. Brantley. 
And the Chair would yield time, my time, at this time to the gen-

tleman from Iowa, Mr. Boswell. 
Mr. BOSWELL. Well, thank you, Mr. Chairman. 
Mr. Brantley, I call it straight talk. Thank you. So don’t feel bad. 
Mr. Chairman, I think about the stuff we talked about earlier 

this morning, and talking with Chairman Oberstar and you, and 
the time we have been spending on this subject and the cost and 
the need. If I could digress a little bit, it reminds me of a story, 
a true story, a revival going on back in the Midwest. This actually 
happened. And they had this revival in the outdoors, in the timber, 
the woods, and quite a setting. And this old gentleman in the audi-
ence or in the congregation kind of got moved by everything, and 
he wanted to do better. And he got up during the closing testimony, 
and he said, of all the good things that happened, what he was 
feeling, and he was aiming to do this, and he was aiming to do 
that, and he was aiming to do this as he went on to leave the re-
vival. Well, the old minister up front, he got tired of hearing all 
this constant what he was aiming to do, and he said, John, why 
don’t you just go ahead and pull the trigger and sit down. 

Well, we have been giving, Mr. Chairman, advice, and advice, 
and advice, and advice. And I would like, if we could, just each of 
you, just what is the next thing we got to do? 

Ms. Blakey, you have been in this for a long time. All of you, in 
fact. We respect you all. What is one, maybe give us two, but what 
do we need to do today to get off center? Just start down and just 
go down the line. Give us one item, two at the most. 

Ms. BLAKEY. All right. And I want to, by the way, say a good 
hearing is one where you learn a lot. I not only learned a lot today 
but also picked up a great story, Congressman. So I appreciate 
that. 

Two things I would point to. We have to stay on track in terms 
of measurable goals, outcome, a business plan that really does de-
liver, so that we will see equipage and the necessary measures 
move forward quickly. 

Mr. BOSWELL. How come we don’t have a business plan? 
Ms. BLAKEY. I think we have much of it. I think that there are 

more specifics needed. But I do believe incentives for equipage 
would be an enormous step followed. It is the long pole in the tent. 
And that is something that Congress can help us with. 

And I would also say that more funding for RNP, RNAV; we can 
use equipment on the planes today if we can get that. 

Mr. BUNCE. Sir, it will be very quick. I agree with both points 
that Ms. Blakey had. 
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Mr. MAY. Congressman, I think you need to declare the reform 
of the National Air Traffic Control System, NextGen, a priority 
equal to that established by President Eisenhower in the 1950s. 
Put the resources against it, number one. Number two, I think you 
need to put somebody in charge. Whether it comes from this Com-
mittee or it comes from the administration, somebody has to be re-
sponsible. And whoever that somebody is has to adopt a basic prin-
ciple of management, which is lead, follow, or get out of the way. 
We can do this in 5 years if we really have the will to get it done. 

Mr. KAY. The Airline Pilots Association agrees with all of these 
remarks. It is very important to have a commitment to seeing this 
through. And the commitment to the funding is absolutely para-
mount. We want to see the stakeholders collaborate in a consensus- 
based fashion; everybody is working together, and we want to see 
an administrator. 

Mr. FORREY. Congressman, I think the promise of NextGen as it 
is today is based on a lot of technology that hasn’t been fully devel-
oped. Don’t know if it even works. To me, I think one of the most 
important things to do is to identify what our goals are, short-term 
goals, mid-term goals. I don’t think they really have. I think they 
say they have. And then include all the stakeholders in how you 
get to that point. 

Mr. BRANTLEY. Thank you, Congressman. 
I would say that the most important thing that could be done for 

the FAA today would be to get people in senior management posi-
tions who understand the mission of the agency and believe the 
mission is to protect the safety of the flying public and the entire 
industry rather than the mission being to modernize. That is some-
thing that has to occur as a matter of business. But that is not the 
objective of the agency. 

Mr. BOSWELL. Well, thank you. 
My time is up. I want to do one more thing, Mr. Chairman. I. 
Appreciate that, though. I think we have heard some pretty 

straightforward remarks. Thank you. 
Mr. COSTELLO. The Chair thanks you and now recognizes the 

Ranking Member of the Subcommittee, Mr. Petri. 
Mr. PETRI. Thank you, Mr. Chairman. Thank all of you for, 

again, appearing before this Committee or Subcommittee and offer-
ing your testimony on NextGen and moving that project forward. 
I will submit the balance of my questions in writing. 

But there a couple I would just like to touch on very briefly. And 
I wonder, the irreplaceable as it turns out, Ms. Blakey, we were 
hoping that cannot be said for too much longer, but in any event, 
I wonder if you could talk about the status of the effort that is 
going on in Europe that parallels NextGen. I think they call it 
SESAR. And are they encountering the same difficulties, or are 
there things we can learn from that? What is going on over there? 
Is there a danger this can lead them to take a leadership role in 
aviation, which has been a national asset for us since the Wright 
Brothers? 

Ms. BLAKEY. Well, I appreciate your asking about that, because 
I am very pleased that we are seeing increasing efforts at ensuring 
interoperability in what has to be a global system. ICAO has been 
stepping up. There was a major workshop last fall, or 3-day con-
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ference, and there are a number of working groups working on it. 
And we are seeing a great deal on a bilateral basis between SESAR 
and the FAA’s effort with NextGen. 

However, you are pointing to something that I do worry about, 
funding. Because if we are not stepping up smartly to provide the 
funding and move ahead quickly, while we are all in agreement on 
the broad technologies—there is no debate about ADS-B as an ex-
ample, but the specifics and the companies that provide it and how 
this moves forward—it is certainly possible to see European compa-
nies and others take the leading edge on this. They may and begin 
to provide much of the specific equipment around the world if we 
in this country are not providing for our system both the infra-
structure and the standards we have to have so our manufacturers 
can also provide what has always been the gold standard in tech-
nology. 

Mr. PETRI. Mr. Bunce, one aspect of this I guess is data, commu-
nication, as opposed to voice communication. Could you describe 
that and some of the advantages of this approach? 

Mr. BUNCE. Yes, sir. Data communications is the element that 
we have got some true concerns on. I think we, as industries, we 
look toward the management of ADS-B in the field, and we have 
someone, Vinny Capezzuto, we can go to. He is doing a good job 
managing the program. We know exactly what the expectations 
are. But to make the end state happen, and again we have got to 
define what that end state is, but to be able to do these types of 
approaches that we want to do, to be able to get down from altitude 
by pulling the power to idle and then do a continuous descent to 
land and continuous ascent up to altitude, eventually we are going 
to have to have a capability of data communications from the 
ground to cockpit that is machine talking to machine. And obvi-
ously, the controllers play a huge role in overseeing all of that 
management. 

But we have got some concerns, because that element of 
NextGen right now is not well defined. And to be able to reap the 
benefits of NextGen in this term that we are talking about up to 
2018, we have to have some of that better defined. And if you look 
at the timelines that are out there for ADS-B now and how long 
it is going to take to require mandatory equipage at 2020, we are 
well behind where we need to be on data communications to be 
able to make it happen. So being able to do data link is another 
term that is used. The military has done data link for years and 
years. They know how to do this very well. It is us being able to 
get a plan together on how to use it and get buy-in from the con-
trollers and the pilots to be able to figure out just mechanically and 
logistically how this will work and what is accepted and whether 
or not this data link is going to simply replace voice in the first 
stage and then move on to actually do machine-to-machine commu-
nications that actually routes and communicates directly with the 
flight management computer in the airplane. So those are ques-
tions that still linger out there. 

Mr. PETRI. Thank you. 
And Mr. May, you indicated that it would be a nice idea to have 

target deployment of NextGen in congested areas in your written 
testimony. 
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Mr. MAY. Correct. 
Mr. PETRI. And I wonder if there are any technical problems that 

would have to be overcome in order for the FAA to adopt the ap-
proach that you advocate. 

Mr. MAY. Mr. Petri, I am sure there are some technical problems. 
There are some operational problems. There are some environ-
mental issues. There are noise issues. But that doesn’t relieve the 
absolute requirement to make this a massive priority for this Na-
tion as well as the FAA. 

New York City, the Chairman of the Full Committee talked 
about this morning, 45 airports; it is the most complicated airspace 
in the world, there is no question about that. It is going to cost 
them, according to the Partnership for New York, about $2.6 billion 
a year, starting this year, for delays. They are the source of, well, 
over half of the delays that we take in the NAS today. We have 
to be able to sit down with the city leaders, the Governors, the con-
trollers, the users of the system and the FAA and figure out how 
do we implement a New York airspace redesign. And that ought to 
be one of the absolute critical priorities that we have going for-
ward. I don’t think there are as many technical issues involved 
with it as there are operational issues. And people are going to 
have to realize, at the end of the day, while noise patterns may 
shift from point A to point B, the overall noise with a good system 
will come down. 

Mr. PETRI. Thank you. 
Mr. COSTELLO. The Chair thanks the Ranking Member and now 

recognizes the gentleman from Michigan, Dr. Ehlers. 
Mr. EHLERS. Thank you, Mr. Chairman. 
And I want to follow up on some of Mr. Boswell’s comments. 
And this is not a comment just on this hearing, but on many 

hearings we have had. And it always concerns me. We have got a 
major problem here, something we have to work on together, but 
every time we have a hearing like this, we get representatives up 
here, particularly from the unions, who complain, complain, com-
plain, complain. The FAA won’t let them in. Won’t talk to them. 
Won’t do this, won’t do that. Talk to the FAA, and they say, sure, 
we will be happy to. We have to have a good working relationship. 
I am not anti-union. I have family members who have been in 
unions. I have served on negotiating boards before. That is not the 
point. 

But what do you expect to accomplish every time we have a hear-
ing, the unions come in and complain, complain, complain, com-
plain? We don’t want complaints. I sit on a lot of Committees, lis-
ten to a lot of Federal employees, and they are always talking to 
me about the problems and what can be done to solve it. If you 
want to be part of the solution, you really have to become part of 
the solution. 

But I listened to the testimony this morning. It was entirely a 
litany against the FAA. That doesn’t help. If you have problems 
with them, you work that out around the bargaining table. You 
work with them. Try to work out agreements. If you can’t, you 
work with the Chairman and so forth. But I am just saying, don’t 
always bring your dirty laundry here and expect us to deal with 
it and solve it. That is not what we are interested in. We are inter-
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ested in solutions. We are interested in safety. We are interested 
in efficiency. And as Mr. May said, we like to lead, follow, or get 
out of the way. And we prefer leading. 

So this is—my dad was a minister, so I get into sermons every 
once in a while. But if you are serious about working with us and 
with the FAA, then get down to work and stop the litany of com-
plaints. And I will be happy to tell the FAA the same thing. If they 
are not cooperating, I am happy to castigate them and say, hey, we 
have got to work together. This is a complex problem. We are inter-
ested in public safety. We are interested in public transportation. 
We are interested in economy, doing it right, doing it well, and 
doing it at a reasonable price so the traveling public gets where 
they want to go. The public doesn’t give two bits about ADS-B or 
who is right in the arguments or what is going to happen. They 
just want to get there, and they want to get there safely. So end 
of sermon. 

Having said that, I do appreciate the input and the comments. 
This is a project that is immense. And someone likened it to Eisen-
hower’s program. In many ways, it is. 

But you need to have leadership, and you have to work problems 
out, and you have to lead. That is how we built the Interstate 
Highway System. It works marvelously. There are lots of partici-
pants. Every State has lots of participants; the Federal Govern-
ment participates. 

Work out all of the problems; that is what we have to do here. 
Stop throwing stones at each other. Whether you are labor man-
agement, customers, owners, I do not care. 

Now, Mr. Boswell, I am not sure that is what you wanted me to 
start out to say, but I know you are also a churchgoer, and I know 
you believe in sermons, too. Let’s get to work and let’s get the job 
done, and let’s do it right. 

Thank you very much. 
Mr. COSTELLO. The Chair thanks the gentleman. 
I will have some comments. 
I recognize the gentleman from Iowa, Mr. Boswell. 
Mr. BOSWELL. Well, thank you, Mr. Chairman. 
Everybody needs to know that Vernon Ehlers and I—that I think 

of him as a brother, but sometimes I have to disagree with him, 
and we still are good friends. 

I have spent a lot of hours—well, these people have, too—and I 
want those controllers down there and those worker bees satisfied 
and trained and feeling good, and you do, too. So I think that they 
have to express their feelings, their frustration, and we need to lis-
ten. So I do not quite take it that way. 

I appreciate, Mr. Brantley, that you did come and give us some 
plain talk. I think we need to hear it. I think we need to hear it 
a lot. 

Mr. EHLERS. Will the gentleman yield? 
Mr. BOSWELL. Of course. 
Mr. EHLERS. I do not in any way disagree with that. That is not 

what I am saying, and I want to make sure you are not misunder-
standing me. 
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I want the controllers at the table. I want them at the table, 
working with the FAA and with all of the other parties; and they 
do not have to be at our table here, telling us—— 

Mr. BOSWELL. Well, reclaiming my time, I think that is good, but 
I think that we have to hear them here as well. I guess what I am 
hearing is that they want to be at the table. 

Thinking back to something by Captain Kay and Mr. May, I 
agree that we have got to lead out, but I would like to know, from 
the people who are driving the machinery, you and Mr. Bunce, 
those folks who are actually hands-on, is it going to work? We have 
all seen over the years stuff that really looks good on mock-up or 
model, but that really does not work. 

I would just like to address you, Mr. Captain Kay and Mr. 
Bunce. Do you think that you have got enough interface with the 
process of the equipment and the hardware that will go in there? 
Are you getting enough play in that? 

Mr. KAY. The short answer is, yes, I do believe we have. Several 
pilots and staff members of my association have involvement at 
several levels of the evolution, research, and execution of this. 

It is an incredibly complex project, and it is going to require us 
all to have a collaborative involvement. So the stakeholder involved 
is critical, but from what we see, what we have studied and the 
discussions and meetings we have had, I truly believe that at the 
end of the day this is going to be an incredibly exciting and per-
formance-enhancing product. 

Mr. BOSWELL. Well, thank you. I appreciate that. 
Mr. Bunce? 
Mr. BUNCE. Sir, I have absolute confidence, from back in my pre-

vious life, of being able to fly a fighter with data-link with an air-
plane 2,000 feet from me in the weather, at night with lights out, 
and being able to have complete confidence that I can look down 
at a screen and know exactly where that aircraft is. 

I know we can do this, and so our separation criteria right now 
are established because we have old technology, and we have ra-
dars out there that are very old. Because of the ambiguity of where 
an aircraft can be in each one of those sweeps of the radars, you 
have to be able to produce a big bubble around that aircraft for its 
uncertainty. 

With this ADS-B, we positively know where that aircraft is. 
When the pilots know where the other aircraft are in the system, 
when the controllers have tremendous confidence in the fidelity of 
the target that they have on their screens, we will be able the do 
tremendous things. 

The other element of that, though, is the physical limitation of 
the concrete on the ground, but if we can bring aircraft in closer 
together, maybe we can pave that runway right down the middle 
of the two parallels that we have today and start staggering ap-
proaches in there. 

If we give Mr. Forrey’s guys the confidence that they are going 
to have this equipment that really lets them know precisely where 
aircraft are, and then if we let Alpha’s pilots know exactly where 
other aircraft are in the system and have procedures so that if 
someone strays for any reason that alerts go off very quickly and 
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procedures are established to compensate for that, we can do tre-
mendous things. 

Mr. BOSWELL. So we have got enough involvement. Okay. It was 
important for me to know that. 

Thank you, Mr. Chairman. I yield back. 
Mr. COSTELLO. The Chair thanks the gentleman. 
Just a few brief comments on points that were brought up by 

both Dr. Ehlers and by some of our witnesses: 
One is that I agree with you, Dr. Ehlers, that in a perfect world 

everyone would sit down at the table, would listen and would come 
up with the best product that they possibly could, in this case a 
project that is very complicated. 

The fact is that the current law does not allow for fairness in the 
bargaining process, and that is one of the reasons why I feel very 
strongly that we have to change, as we did in H.R. 2881 and in our 
current bill that, hopefully, we will be taking to the floor here very 
shortly. You have to level the playing field. 

If you have, in this case, the FAA, an agency, and in this case 
a bargaining unit, NATCA, that are not on this same level playing 
field and cannot reach an agreement, you have to have someone 
come in and clear up the logjam. That is why we call in our legisla-
tion for binding arbitration; get an arbitrator to come in, to look at 
both sides of the issue and to decide on every issue who is right 
and who is wrong, what is fair and what is not fair, and to resolve 
the matter. 

So, you know, the FAA does not come in and complain about the 
air traffic controllers or members of the bargaining unit, because 
they do not have to. They are in charge. They walked away from 
the table. They were able to say, ″We had an impasse, and we can-
not resolve this.″ 

I say that with absolute confidence because I was in the room, 
and I tried to help negotiate bringing both parties together. It be-
came very clear what the problem was, and I do not lay that 
squarely on the back of the administrator at the time, Ms. 
Blakey—or the Secretary, for that matter. I blame it on the atti-
tude of the White House then toward organized labor and toward 
bargaining units. 

So I would just tell you that we hope, if we pass our legislation, 
that we can resolve these issues by leveling the playing field. Once 
there is a level playing field, you might be able to get a reasonable 
agreement. When there is not, and one side has an absolute advan-
tage over the other, it is going to take a third party to come in; 
and that is what the legislation would do. 

Two, to your point, Ms. Blakey—and I think Mr. May made the 
point about cap-and-trade. I was in a meeting with the Speaker 
yesterday on this very issue, and I made it very clear that the ad-
ministration needs to know that the leadership here in the House 
and the Senate needs to know that if we are going to go to a cap- 
and-trade system or a carbon tax or wherever it may be, we are 
going to have to retain revenue here in the system. 

We cannot let this administration or any administration take the 
revenue from a cap-and-trade system or from a carbon tax and use 
it for other things, for other priorities. We made that very clear, 
and it is something that I think has registered, but we have to be 
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vigilant—Chairman Oberstar and myself, Mr. Petri and Mr. Mica— 
in making sure that that happens and that it stays in the aviation 
system. 

To the point of, this needs to be a priority—as you said, Mr. May, 
similar to the Federal Highway System under President Eisen-
hower—we stressed that to the previous administration. We are 
stressing that to this administration. We hope that they get it, be-
cause I believe, based upon all of the hearings that I have been in, 
all of the discussions, all of the roundtables, that we are not going 
to get this right or get there when we need to be there unless you 
have someone who is in charge, who is directing this. It has to 
come from the White House because you have too many agencies 
and stakeholders involved to have people having an equal voice, so 
to speak, as opposed to someone in charge. 

So we delivered that message in the last Administration. Regard-
ing this Administration, I not only talked to Secretary LaHood 
about that, but I have had one conversation with the President 
about that, that if you are really serious about this, then you need 
to put somebody in charge and get it done. Do whatever it takes 
to get it done. 

I have to say to both your testimony and, I think, to Ms. Blakey’s 
testimony, too, about the stimulus package or the recovery, that we 
pushed very hard, as you well know. Frankly, I do not think, as 
Chairman Oberstar said, that the industry made a convincing ar-
gument that now is the time in a recovery package where the ad-
ministration wanted to see investments now and jobs produced 
now. 

So I think we need to go back. There is some talk of a second 
stimulus bill. Who knows if it will happen or not, but I think we 
need to go back and take a look at what we can do in the short 
term, if there is another opportunity. 

It is one thing to say we want to be a part and get a part of the 
pie or a piece of the pot, and it is another thing to be ready to im-
plement it in a meaningful way in the short term. Because we 
know what the long-term issues are and some of the challenges, 
but that is something that I would ask you to think about in the 
event that we come up with a second stimulus package. 

With that, unless Mr. Petri has any comments or closing re-
marks, I would again thank all of the witnesses for being here. We 
said when we opened this hearing that this is the first of many 
hearings. We have had roundtables. We are going to continue 
them. 

Mr. Mica and others have said we have got to get an adminis-
trator in place. We hope that that happens sooner rather than 
later. It was on the fast track for a while, but unfortunately, I 
think when the names of some of the nominees and others were 
put forward and then withdrawn for various reasons, the vetting 
process is taking far longer than it should; and in my opinion, the 
administration has raised the bar higher than they should have for 
some of these positions. 

We thank you for your testimony. We look forward to continuing 
to hear from you and in working with you on this enormous task 
before all of us. Thank you. 

The Subcommittee stands adjourned. 
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[Whereupon, at 1:25 p.m., the Subcommittee was adjourned.] 
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