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Is FAA Funding Stability a Pipe Dream?

ith a Republican controlled Congress, a Democrat
W in the White House, and a lively, controver-

sial Presidential election, Capitol Hill hasn’t exactly
been a constructive or productive place. Last month, Supreme
Court Justice Scalia passed away, and fights over his replace-
ment filled headlines before we had a second to absorb the
news. And dont get me started on the Presidential debates
for party candidates because much of it hasn't been very,
ahem, presidential.

Sometimes when there is complete chaos, things can be
accomplished because no one is paying attention. That was my
thought a month ago. Maybe FAA reauthorization can be fully
debated because everyone else will be distracted. Well, not so much.

Chairman Shuster of the House Transportation and
Infrastructure Committee spent the last year asking the aviation
industry to articulate their ideal FAA structure. The end result was a
bill that had been artfully crafted to take into account many industry
objectives. The process had all the hallmarks of a compromise bill
— something Congress needs more of. But the Chairman’s effort
simply wasn't enough. The bill passed the House only 34 to 25, and
the liability was the FAA reform section.

The bill is dying a slow death, and Congress passed an exten-
sion to the current FAA authorization through July 15. But even
after the bill is dead, the push for reform won't be. No one expected
such a massive overhaul to fly through the House and Senate in the
short timeframe available, and even if it were afforded more time, it
would still be a commotion.

The entire industry agrees that FAA funding stability needs to
be achieved. To me, it’s not just that the funding has to be stable; 1
think the fees should match the spending. The Airport and Airway
Trust Fund, which holds all the taxes collected directly from aviation
users, has a balance above a billion dollars. It seems to me that the
balance reflects a broken system. Users are paying taxes, but obvi-
ously a higher tax than the budget appropriated by Congress. The
balance is held in the Aviation Trust Fund and part of the unified
budget, and therefore, makes our annual deficit look smaller. That
just seems wrong.

But is asking for budget stability simply too much? If you say
no, let me ask you a couple questions: Do companies have budget
stability? Is FAA’s budget facing significant funding swings? FAA’s
budget in 2014 was $15.866 billion, in 2015 it was $15.734 billion,
and in 2016 it was $16.281 billion. That doesn’t seem unstable.
Maybe the swings of instability are in each account? The capital
account, Facilities and Equipment, was funded at $2.6 billion in
2014 and 2015, and $2.855 billion in 2016.

The instability is not in the total numbers, it’s in the drama that

PRESIDENT'S MESSAGE

By Peter F. Dumont,
President & CEO, Air Traffic Control Association

is played out in front of the cameras, lecterns, and sometimes when
the money actually runs out for a few days. It’s the roller coaster of

uncertainty that is played out every year and during the reauthoriza-
tion season, and it’s often controllers and other FAA employees who
are held hostage by it.

Some of that uncertainty was the focus of World ATM
Congress this month in Spain. The Congress, which enjoyed
record-breaking attendance, drew officials from nearly 80 air navi-
gation service providers, who came together to discuss air traffic
advancements and the challenges facing worldwide aviation. As you
can imagine, most conversations with our international counterparts
began with comments about our heavily televised presidential elec-
tion before we were able to turn to air traffic management issues.

World ATM Congress is always a boost. It is such a great
conference, and I am able to connect with aviation experts and
stakeholders from around the world. Raising our awareness beyond
what is happening within our borders (and on our debate stages)
and thinking of the larger aviation picture is an invaluable take-away
from our March event. If you haven' joined us yet, please consider
coming next year. You won' regret it.

T'll conclude my letter with some questions that we should all
be asking. Would a restructured FAA be void of funding instabil-
ity — whether real or perceived? Would a different management
structure and funding stream improve air traffic services? Would
a board full of people representing our industry partners create a
level of funding stability that results in a better operating air traffic
management system (and is the board as the bill stands even repre-
sentative of our industry partners)? Would the drama and funding
uncertainty be different with a board instead of Congress?

We are on the precipice of a new era in aviation. Across the
board, a lot of questions have been raised without a lot of answers.
The questions themselves may be simple, but how simple their
answers are has yet to be seen. Stay tuned. ==

ATCA Bulletin | No. 3, 2016



ATCA's Q&A with
SEAN CASSIDY,

Director of Strategic
Partnerships for Amazon

Prime Air

By Kristen Knott, ATCA Writer and Editor

ATCA: Can you define Amazon Prime
Airk vision?

Sean Cassidy: T'll just give you a practical
example — I was out heading to a dinner
that was put on by a certain conference
in Madrid, and the person accompanying
me suddenly realized that she needed a
dress or shoes or something along those
lines. Wouldn't it be nice to be able to go
online and order something and then have
it basically delivered in 30 minutes or less?
That’s in its very essence the Amazon
Prime Air concept of operations. It’s a
future delivery system. It’s another inno-
vation that gives a different option for
customers to order something on Amazon
and get it. The beauty of it is it gives [the
customer]| choice. So, we innovate and
provide choices and [the customer] decides
which to select. That's Amazon Prime.
It’s very intuitive. We have a very talented
team of innovators.

ATCA: What are you doing with NASA
and FAA to safely integrate UAS into the
current National dirspace System (NAS)?

8C: We innovate; we embrace technology
and one of the things that I know well is
that the folks involved in aviation know
that access is defined by capabilities. And
so the first thing we did was apply that
towards our vision for a safe model of segre-
gated operations in which we say, look, let’s
do this first — Let’s create an operational
model that has us flying small unmanned
aircraft systems at altitudes below which
virtually all of commercial manned, civil,
and ulterior aviation exists — below 500 feet
or 150 meters. And then, let’s take that a
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step further — let’s not only avoid flying in
this integrated airspace where the airliners
and everybody else live; let’s introduce an
additional layer of safety by creating a buf-
fer zone between 400 and 500 feet. And
then let’s introduce an additional layer
of safety by basically creating operating
zones which are dependent on the concept
of operations.

So, in the case of Amazon where you
have our vehicles traveling beyond line of
sight at moderate distances, 15 km or more,
then we would basically be operating in a
zone which is a little bit higher, between
200 to 400 feet, and would avoid more
localized low-speed traffic, which would
be more analogous to somebody taking a
photo of a house for real estate photogra-
phy, somebody inspecting a bridge, etc.

Now, the second part of this is that,
you know, we talk a little bit about focus-
ing on the airspace; now let’s focus on the
vehicles. As with manned aviation, you
have certain levels of access, certain abili-
ties to fly to certain airports and certain
airspace depending on the type of equip-
ment you have on board. Again, as with
the airspace model — no different with
the equipage model for our vehicles — we
believe there are different classes of opera-
tions that would require different equipage
depending on the complexity of the opera-
tion and the type of airspace that they want
to operate in.

We believe that everybody should
have some ability to make sure we’re iden-
tifying where the users are, making sure
the vehicles are basically broadcast in some
manner where they’re located, but if you




“| think the more we have these kind of conversations,
the more we have really data-driven discussion about the
whole thing, | think people will start to get the fact that
we’re actually one of the proponents to make things safer
and more efficient. We're here to help.”
— Sean Cassidy
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It's a future delivery system. It’s another innovation
that gives us a different option for customers to
order something on Amazon and get it.

— Sean Cassidy

have a fairly localized low speed operation which is confined to
maybe a small area around a house, maybe that’s enough to say
“Hey, this is me, 'm doing this thing, this is where I am.” That
information gets put into some kind of network system of informa-
tion where all the other users flying in that area can be aware of that
operation. In our case, we believe that, especially for visual line-of-
sight operations, we have to not only incorporate that type of equi-
page, but we're also absolutely insistent that we have to incorporate
two additional things. One is something called “collaborate, sense,
and avoid,” which is basically having — lets talk about it in terms
that everybody can understand — smart interconnected vehicles. So,
there are standards that are coming out right now that are going
to be deployed for cars where they’ll basically have some kind of
mechanism where cars can talk to each other. They’re basically
traveling hot spots, right? That would be an example of “collabo-
rate, sense, and avoid,” where you have equipage of vehicles that are
talking to each other. If you are at a corner and you have one vehicle
here and one vehicle here actually talking via WiFi (or some other
mechanism), they can actually anticipate where they’re going to be
and collaboratively separate their trajectories, their flight paths, and
everything else.

There’s also something else called “non-collaborate, sense, and
avoid.” And for us to be able to perform, again, visual line of sight
operations that extend to distances, and to make sure that the air-
space is safe for everybody, we have to make sure that our vehicles
are independently safe. And by that I mean, we're not required to
rely on the equipage of another vehicle. We're just depending on
the equipage on [our vehicles] to independently sense and avoid
other objects — airborne objects, objects on the ground, etc. So,
those are the two concepts that we're going to provide for safe, scal-
able, and deployable operations that encompass any number of these
cases for small and mid [size] vehicles.

ATCA: How does that differ from what you're doing abroad,

or does it?

SC: We're testing in a number of locations internationally, and we
are basically developing and evaluating all these technologies in a
number of locations.

ATCA: What are the locations?
8C: Sorry, we don't disclose locations where we're testing.

ATCA: If you could recreate the NAS from scratch, how would that

look with UAS integration?
SC: Here’s what I think: first of all, we would have clearly defined
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safety and performance standards that would work irrespec-
tive of the type of technology that was made and deployed.
So, right now in the United States, you roughly have 11,000
pieces of equipment that are mostly ground-based — they have
to be maintained and they have to perform up to a certain
level. You could, actually, not only use that type of equip-
ment to be required for safety standards, but you could also
use other innovative deployable technologies that use new and
innovative equipment.

One of the best examples is staring us right in the face and
that’s a cell phone. I have two boys who live in Washington, D.C.
I can pull out my iPhone and I can figure out if theyre actually
in school or if they’re playing hookey around the corner at Shake
Shack. So, I have location. Each one of these phones has a unique
identification feature. They can all identify each other; they can
all talk to each other. My phone is interoperable with your phone.
That sounds an awful lot like something that can be applied to air
traffic control. So, let’s not take the mindset that you have to use
legacy technology. Let’s be very agnostic as to the rest of technol-
ogy and let’s just define the outcomes. And basically, that would
be my solution to kind of building up an air traffic control (ATC)
and management system.

Now, the other thing is that when you look at current ATC,
most of that focus is applied above 500 feet, in what’s going to
be controlled airspace. Under the current ATC system, there’s no
requirement for vehicle separation and it’s segregated in uncon-
trolled airspace. That is not a responsibility of the current ATC
system. So, what we're actually doing is creating a value added
proposition and actually driving up safety by introducing a model
that is something that we call a federated and interoperable model
of service providers, where you can have a number of companies, a
number of entities — and Amazon would be one of them.

We would be operating a fleet of vehicles; we would be work-
ing with a service provider that would be helping to manage tra-
jectories and introduce constraints and say, “Hey, you can fly here,
but you can't fly here because there’s an airport.” You've got to stay
away from an airport; you've got to stay away from a sporting event,
etc. And they would be overlapping and interoperable. So, actually,
in alot of respects, it would be an even safer model because it would
be redundant, it would be interoperable, and regardless of the tech-
nology and equipage, it would be fully conversant. So, if I were king
for a day, that is what I would do.

ATCA: I can tell youve thought about this before.
SC: Once or twice. =<
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Figure 1. Layered backup strategy

ver the years, we have experienced several milestones
O that have contributed to a new way of effectively and

efficiently navigating in the NAS. A key enabler was the
FAA’s approval for U.S. civil operators to use GPS equipment for
oceanic, domestic en route, and terminal instrument flight rules
(IFR) operations on June 9,1993. Prior to this approval, the NAS
has primarily operated on fixed routes and procedures supported
by legacy ground-based navigation aids dating back to the 1940s.
These systems have performed well over the years in moving air-
craft through the NAS; however, many frequent fliers have prob-
ably noticed system-wide delays.

It’s widely recognized that traffic is predicted to increase in
the future. Unless something changes, we can expect delays and
potential gridlock in our system to increase. To meet this chal-
lenge, the FAA is transitioning the NAS to Performance Based
Navigation (PBN), comprised of Area Navigation (RNAV') and
Required Navigation Performance (RNP). A primary enabling
technology of this transition is the Global Navigation Satellite
System (GNSS), which encompasses GPS and its augmenta-
tions such as the U.S. Wide Area Augmentation System (WAAS)
and Aircraft Based Augmentation System (ABAS). Aircraft use
GNSS to fly RNAV and RNP routes and procedures virtually
anywhere in the NAS, in all phases of flight.

GNSS is an excellent navigation service; however, we all
know it’s also susceptible to interference (intentional and unin-
tentional). To mitigate GNSS vulnerabilities, FAA must provide
for a robust and resilient navigation infrastructure consisting of
a layered backup navigation capability. A significant population
of commercial operations, approximately 95 percent, are capable
of PBN operations using GNSS. When GNSS is not available,
approximately 30 percent of the commercial operations will not be
capable of flying RNAV procedures, resulting in reduced efficien-
cies in a given airspace. Therefore, FAA plans a layered approach
(see figure 1) to enable aircraft to continue RNAV operations
during GNSS disruptions using Distance Measuring Equipment
(DME) and Very High Frequency Omni-directional Range
(VOR) to provide a basic conventional capability for aircraft that
are not equipped for DME RNAV.

DME is used by commercial aircraft to fly RNAV proce-
dures. As it stands, the current network of DME does not provide
sufficient coverage to enable aircraft to fly RNAV procedures
without Inertial Reference Units (IRU). Since 30 percent of the
commercial fleet operating in the NAS today do not have IRU,
the NextGen DME project will fill the coverage gaps to enable
non-IRU commercial aircraft to fly RNAV procedures. Through
the NextGen DME project, the FAA will eliminate critical facili-
ties to enable unrestricted RNAV for Class A airspace and termi-
nal operations at the busiest airports to provide a resilient RNAV
backup. Class A coverage may be limited to 24,000 MSL and
above over the Western U.S. Mountainous Area. If a GPS outage
occurs, DME RNAYV aircraft will continue flying with PBN to its
destination where an instrument landing system (ILS) or VOR
approach can then be used to land.

An expansive network of VORs still remains in the NAS
supporting en route, terminal, and approach operations. However,
VORs are not capable of meeting PBN specifications for any
phase of flight, reducing flexibility and efficiency. Therefore,
the VOR network will be reduced to a Minimum Operational
Network (MON) to provide a basic conventional navigation ser-
vice to aircraft that are not equipped for DME RNAV. The current
VOR infrastructure will be reduced approximately 30 percent, and
coverage will be provided at and above 5,000 feet above ground
level to allow affected aircraft to fly through the outage area or to a
MON airport, no more than 100 miles away, where they can fly an
ILS or VOR approach without DME. Maintenance cost savings
achieved by reducing the number of VOR facilities and associated
instrument flight procedures will free critical resources to sustain
the PBN system.

Over the long term, if RNP is implemented on a large
scale in en route and terminal airspace, an Alternate Positioning
Navigation and Timing (APNT) solution may be needed. This
would provide an opportunity to reduce VORs below the MON by
providing backup navigation for PBN.Transitioning the NAS from
conventional navigation to PBN has been a long journey with signifi-
cantly more work ahead. The FAA is well on its way to ensuring a
robust and resilient infrastructure to support a PBN-centric NAS. =
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ATCA Member Spotlight

Kearney & Company

earney & Company, a profession-
al audit and advisory firm head-

quartered in Alexandria, Va., pro-
vides strategic, financial, and technologi-
cal expertise to improve the success and
safety of their customers’ federal missions.
Kearney consults with FAA customers

(ERM) practice integrates best practices
in internal control, enterprise-wide auto-
mated measures and monitoring, and a
risk-based approach to ERM strategy

and oversight. We emphasize ongo-

in recommendations and current

impact across government, and federal
grant programs, safeguarding billions in
taxpayer dollars for vital public interests.
Want to know more about Kearneys team
members on the FAA Financial Integrated Support
Services Contract? Contact John Argodale at
703 931 5600. =%
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ATC Reform is Major Theme of 15th Annual Aviation Summit

ollaboration has been the aviation buzzword of this decade, comprehensive overview of key issues facing the industry today and

which was made clear by the many aviation government a forecast for the future of aviation. Of the many common threads
officials and industry leaders who took the stage on March
22 at the U.S. Chamber of Commerce Foundation’s 15th Annual

Aviation Summit in Washington, D.C. The event provided a

covered throughout the one-day event, AT'C reform was at the top
of the list. Over the course of the day, many panelists didn’t hesitate
to voice their support for reforming the ATC system.

Event takeaways

€([The proposed solution has] taken on the
tone of the [U.S.] Presidential race ... We
must work together for the greater good ...
We must set aside turf wars ... There’s noth-
ing radical or unusual about this reform ... It
is coming at the right time. Saying we can’t
do it because it’s too hard is selling ourselves
short ... The U.S. is falling behind the rest
of the world ... Our ability to lead will be
increasingly superseded. We'll be treading
water at best.”
— W. Douglas Parker, Chairman and CEO,
American Airlines Group

€C(Deregulation has been the greatest thing
for air travelers ... We should be the

world leaders with a different system —

we’ll move more quickly ... Competition

has been extraordinarily good for the

American economy.”

— Brad Tilden, CEO and President, Alaska Air Group

¢CWhat we liked about that bill was
the plan to move ATC out of the
1950s and into the 21st century ...
This reduction of capacity will have
ripple effects ... The Senate, in our
opinion, took the easy way out ... We
don’t need another plain vanilla FAA
reauthorization ... We're in the golden
age of flying. We're doing everything
in our power to keep it that way. Wed
like Congress to do the same.”
- Nick Calio, President and CEO,
Airlines for America (A4A)

((It’s about corporatizing, not privatizing.

[Congressman Bill] Shuster’s bill makes

a lot of sense ... Controllers and pilots are
advocating for this change.”

— William J. Flynn, President and CEO, Atlas

Air Worldwide Holdings, Inc. =%«
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On March 6,1972...
The Federal Aviation Administration announced the
establishment of an FAA-Industry Area Navigation
Task Force to advise and assist the agency in the further
, ry . application of its area navigation system. The action
followed a Jan. 24-25 FAA-sponsored international
symposium on area navigation that pointed up a need
| to review FAAs program. In subsequent months the
task force conducted in-depth studies and test to assess
the system’s value and to determine how area navigation
could most effectively be implemented. The test results
generally confirmed the advantages previously supposed
— that area navigation provided cost benefits by allowing
an aircraft en route to stay higher longer and thus con-
serve fuel, and to arrive at the descent point at precisely
the correct time for a letdown without delays. In addi-
tion, by extensively analyzing terminal area operations,
the tests confirmed that area navigation equipment could
be used to move traffic at the same level of efficiency
as radar vectors while reducing controller workload by
restoring greater responsibility to the cockpit. By the
end of fiscal 1973, a nationwide system of high-altitude
area navigation routes had been established, consisting of '
approximately 156 route segments. <

His
A

|tio’n

— FAA Historical Chronology

1+ P |

REGISTER NOW - .

ATCA

TECH SYMPOSIUM

.

o "ok}
X 2016 \

ONE AIRSPACE.
THREE DAYS.
UNLIMITED POTENTIAL.

ATCA Bulletin | No. 3, 2016

Matej Kastelic/Shutterstock.com

n



ATCA

Air Traffic Control Association

The ATCA Bulletin (ISSN 0402-1977) is published monthly by the Air Traffic Control Association.
Periodical postage paid at Alexandria, VA. $5.00 of annual dues are allocated for the publication of the ATCA Bulletin.
POSTMASTER: Send address changes to ATCA BULLETIN, 1101 King Street, Suite 300, Alexandria, VA 22314.

Officers and Board of Directors

Chairman, Neil Planzer

Chairman-Elect, Charles Keegan

President & CEO, Peter F. Dumont

Treasurer, Rachel Jackson

East Area Director, Susan Chodakewitz

Pacific Area, Asia, Australia Director, Peter Fiegehen

South Central Area Director, William Cotton

Northeast Area Director, Mike Ball

Southeast Area Director, Jack McAuley

North Central Area Director, Bill Ellis

West Area Director and Secretary, Chip Meserole

Canada, Caribbean, Central and South America,
Mexico Area Director, Rudy Kellar

Europe, Africa, Middle East Area Director, Jonathan Astill

Director at Large, Rick Day

Director at Large, Vinny Capezzuto

Director at Large, Michael Headley

Staff

Marion Brophy, Communications Specialist

Ken Carlisle, Director, Meetings and Expositions
Theresa Clair, Associate Director, Meetings and Expositions
Abigail Glenn-Chase, Director, Communications
Ashley Haskins, Office Manager

Kristen Knott, Writer and Editor

Christine Oster, Chief Financial Officer

Paul Planzer, Manager, ATC Programs

Rugger Smith, International Accounts

Sandra Strickland, Events and Exhibits Coordinator
Ashley Swearingen, Press and Marketing Manager
Tim Wagner, Membership Manager

YLETZ VA ‘BlpUEXdY UONeId0SSY [0U0D dljel] Iy

00€ dHNS
19245 bury 1011




