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1AC – Inherency

Contention 1: Inherency

NextGen, a program to modernize air traffic infrastructure, won’t be completed due to lack of commitment – private interest and current funding are miniscule

Ryan Holeywell, staff writer at GOVERNING and Daniel Lippman, GOVERNING contributor, April 12, [“The 5 Biggest U.S. Infrastructure Projects, Plus 5 at Risk,” Governing, http://www.governing.com/topics/transportation-infrastructure/gov-5-biggest-us-infrastructure-projects-plus-5-at-risk.html] E. Liu

The project, which aviation administrators began planning in 2003, is dubbed NextGen, and proponents say it would revolutionize air travel in this country by switching from radar-based to satellite-based flight-tracking technology. That, along with other technological advances like improved weather forecasting and communication systems, would allow planes to fly more direct routes instead of following the existing, inefficient flight paths that are arranged like highways in the sky. The result: More flights in the air at any given time, fewer delays and less wasted fuel. But the cost is enormous. FAA officials say they’ll need between $20 billion and $27 billion for the project through 2025. The Government Accountability Office says the cost could actually be as high as $160 billion. Meanwhile, there’s an ongoing debate about what proportion of the cost should be picked up by the airline industry, which has historically been skeptical of the benefits of government-mandated technologies. A recent report from the Department of Transportation’s inspector general said the system will likely face delays because the “FAA has not made critical, longer-term design decisions on NextGen ground and aircraft systems.” To complicate matters, the FAA has spent more than four years without a long-term funding bill, thanks to congressional inaction. That’s made it difficult to pursue larger projects like this one. A long-term bill signed earlier this year should help on that front, but the funding for the effort is still in question. The president’s 2013 budget calls for just over $1 billion for NextGen, which is a drop in the bucket. In a Congress focused on spending cuts, launching something like NextGen could be tough. “I’m guessing we’ll muddle along,” says David Plavin, an aviation consultant. “They won’t provide the big, incremental investment … that’s ultimately necessary.”

Plan Text

The United States federal government should substantially invest in the Next Generation Air Traffic Management System.

1AC – Economy

Advantage 1: Economy

Airport congestion crushes American competitiveness – NextGen is key to solve 

Schank 6/23/12

[Joshua L. Schank President & CEO Eno Center for Transportation http://www.enotrans.org/eno-brief/the-federal-role-in-transportation-four-ideas-for-greater-federal-involvement]

We often think of airports as local economic generators, and they are that, but some also have substantial national importance. The aviation network is dependent on large hub airports for the efficient and timely movement of passengers across the country and the world. A safe and reliable aviation network is essential for maintaining our competitiveness in the global economy. Unfortunately, we are in danger of losing our edge in this area because of congestion. Successful NextGen implementation could greatly alleviate the problem, but even if that happens airlines could take advantage of the new capacity and provide more frequent flights. Once economic growth picks up again we are likely to see airport congestion and delays increase as well. Airports such as Newark, San Francisco, and Chicago O’Hare already have approximately 30-40 percent of their flights delayed.  Airports face substantial challenges in trying to tackle this issue on their own. The most widely recommended solution is pricing airport runways by time of day. But this politically unpopular solution has faced substantial opposition from communities such as smaller cities flying into hubs, or general aviation aircraft that are concerned about being effectively priced out of the market for a given airport. Congested airports would have a much greater chance of success if they were trying to tackle congestion in partnership with the federal government and other local transportation agencies. The federal role could be improved by dedicating a portion of the Airport Improvement Program (AIP) to provide grants to airports in regions that have a plan to work collaboratively to reduce congestion and overcome some of the political barriers to more effective pricing. Or the AIP could be retooled to set specific performance goals for airports and rewarding achievement. However it is done, there is a clear national interest at play here and the federal government needs to be more involved. 

Budget cuts destroys the economy now – aerospace spending is key to providing jobs

Blakey, 12

[Marion C. Blakey,  president of  the Aerospace Industries Association, former FAA administrator “350,000 Aerospace and Defense Workers' Jobs at Stake,” 2/13/12, http://traveltips.ulitzer.com/node/2164551]

The budget released by the administration today is not a shot over the bow of the American aerospace and defense worker – it's a direct hit.  As a result of the approximately $487 billion, ten-year cut to the defense budget alone, buying power to procure technologies that fuel U.S. military strength will be reduced in 2013 by approximately $20 billion.  The American warfighter and our national security are not the only victims of this first, drastic result of the 2011 Budget Control Act.  The budget released today takes direct aim at the first wave of 350,000 aerospace and defense workers who will be out of work if Congress does not find a solution to the sequestration trigger being pulled in 321 days.  In the mean time, hundreds of companies that together form the "defense industrial base" have already begun to downsize in response to the cuts already enacted.  And lest we forget, sequestration-driven budget cuts will most certainly hit the FAA and NASA as well.  More aerospace companies and workers in all 50 states will share the pain of those 350,000 employees projected to be jobless following a $1 trillion cut to the defense budget.  The solution to our country's budget crisis does not lie in further indiscriminate cuts to defense that put our country at risk and will throw hundreds of thousands of skilled workers out of their jobs.  The solution does not lie in reversing progress toward safer, more efficient air travel made through investments to date in the FAA's NextGen air traffic management system.  And renting Russian rockets to take American astronauts into space sends American space jobs offshore and poses an immediate threat to our country's goal of maintaining a space program that is second to none in the world.  There is no rocket science to finding the only solution to America's budget crisis.  Reform of entitlement programs and current tax policies are the only answers to a multi-trillion dollar budget deficit.  The notion that adequate spending on our country's defense, infrastructure and future in space is in any way "discretionary" is, simply put, dangerous.   The one-million aerospace and defense workers in America are proud, patriotic, well-educated and highly skilled.  As the election season heats up, current and aspiring members of Congress will face these one-million voters who demand an answer to the central question of today's budget crisis – are those we elect to office prepared to make the tough decisions on realistic, long-term budget reform?  The thousands of aerospace and defense workers who find themselves out of work this year as a result of the budget crisis will undoubtedly be the first to demand an answer. 

1AC – Economy

Next Gen is key to the aviation industry – increased capacity is vital to economic growth  

Kramer 5/22

[Hillary Kramer, renound stock broker, financial contributor to forbes and several other news organizations, BA from Wellesley College, 5/22/12, http://www.forbes.com/sites/hilarykramer/2012/05/22/building-the-runway-to-the-skies-of-tomorrow/]

It seems that these days, the general public is a bit weary of commercial air travel – and who can blame them? We hear countless stories of TSA screeners taking their jobs perhaps too seriously, to say nothing of the general unpleasantness and inconvenience of arriving 90 minutes early to your flight, removing your shoes and getting full-body scanned.  Despite these admitted irritations, I think it’s important to take a step back and realize just how complex and technologically sophisticated an achievement it is – even a miracle, you might say – that we, the traveling public, make it safely from departure gate to arrival gate day-in and day-out.  It’s really quite impressive, especially considering that today’s air traffic network is based on systems developed more than 60 years ago. This is both good news (that the network is resilient) and bad (the network is old).  Demand for air travel – and the resulting pressure this demand places on the existing aviation network – is imminently on the verge of exceeding our system’s limits. Consider that in 1995, our air-traffic management system accommodated 580 million passengers per year on 30,000 flights per day. Just 15 years later, in 2010, those numbers jumped to 712 million passengers per year on 43,000 flights per day. The Federal Aviation Administration (FAA) estimates that, if left unaddressed, increased air congestion could cost the American economy $22 billion annually in lost market activity by 2022.  The reason for this is simple: Aviation is now the premier enabler of global commerce. $562.1 billion in goods were transported in 2008 alone; $249.2 billion was spent on direct expenditures by air travelers in 2009, the same year in which aviation made up 5.2 percent of total U.S. GDP.  This is a staggering reality. If technology cannot keep up, the entire industry will face massive economic and logistical difficulties that will affect millions of travelers and businesses annually. The entire fabric of global connectivity is at risk.  Thankfully, though, innovation and technology are advancing at a rate faster than any previous generation thought possible. We now live in a world whose aviation technology needs are light-years ahead of those in which our current systems were first implemented. The landscape has changed, and our aviation technology must change with it if we are to address the aviation challenges of tomorrow – not only for the airlines and the air travel market, but for the traveling consumer as well.  The technology is there, in the form of what the FAA calls the Next Generation Air Transportation System, or NextGen.  NextGen is unique in that it represents an incremental but innovative and integrated system that will vastly improve efficiencies for both the traveling public and the aviation industry. It moves air-traffic management systems away from ground-based radar, instead relying on more advanced satellite-based technology to accommodate continued growth and increased safety. By switching to GPS-based systems, airlines can get more planes in the air; these planes can fly, safely, in closer proximity to each other; and the airlines can run more routes, getting more people to more places more quickly.  According to the FAA, “This evolution is vital to meeting future demand, and to avoiding gridlock in the sky and at our nation’s airports.” If fully implemented, FAA analysts indicate that NextGen is expected to save $123 billion in costs by 2030.  And, as a bonus, NextGen is expected to significantly reduce aviation’s impact on the environment by allowing for more direct routes. In fact, according to the International Air Transport Association, cutting flight times by just one minute per flight on a global basis – something that NextGen technology would easily make a reality – would save 4.8 tons of carbon dioxide emissions every year.  The private sector has a role to play here as well, particularly companies like Boeing, Booz Allen Hamilton, Exelis and Raytheon. Ultimately, NextGen’s success will depend on the leadership and contribution of these and a handful of other companies that are playing a central role in its development and the overall evolution of air-traffic management.  But while technology is the inanimate core of NextGen, the benefits of these new systems and technologies will never be realized without air traffic controllers and other aviation industry professionals who undergo efficient and successful training, which is arguably the most critical element to NextGen. (After all, the new technology is rather useless if no one knows how to properly operate it.)  At first, training does seem to be a huge challenge as we look forward to the implementation of this next generation of global air traffic technology. But, it actually won’t be so ominous and will ultimately be a very beneficial process integrally woven into NextGen. In fact, Raytheon (RTN), in particular, comes to mind for its role in providing training. Active in air-traffic management for over 60 years, Raytheon is a major player in providing both systems and training for all dimensions of air-traffic control. Currently, Raytheon trains allU.S.air-traffic controllers, in addition to providing 60 percent of all air-traffic control training worldwide. Raytheon has delivered more than 350 air-traffic management systems to more than 60 countries, and companies like Raytheon will be critical partners for the FAA as the agency continues to implement (and require training for) NextGen technologies.  Of course, while all of this sounds great in theory, NextGen has had its bumps in the road along the way. Cost has been one of the more contentious issues, with the FAA and the airlines currently embroiled in a tug-of-war when it comes to picking up the $29 – 42 billion check.  Despite challenges in its development and execution, it is vital that NextGen be implemented as rapidly as possible in order to ensure the ability ofU.S.aviation systems to meet traveler and cargo demand, achieve efficiencies and minimize the impact of aviation on the environment.  Simply put, NextGen will succeed if it can equip the talented individuals who manage and oversee America’s airspace to meet the growing demands of tomorrow’s aviation challenges – all while ensuring you and I make it safely, happily and more efficiently to our arrival gate.    
1AC – Economy

Aerospace is uniquely key to the economy – largest industry 

Blakely, 12
[Marion C. Blakey, president of  the Aerospace Industries Association, former FAA administrator, 4/12/12, http://www.bizjournals.com/washington/blog/fedbiz_daily/2012/04/sequestration-a-countdown-to-disaster.html?page=all]

The following came from Robert Stevens, chairman and CEO of Lockheed Martin during a keynote last month: “The aerospace and defense industry cannot wait until a lame duck session to deal with the consequences of sequestration. We are already taking action by not hiring and training new workers, not investing in new plants and equipment, and not investing in new R&D. An additional $53 billion a year in defense cuts starting in January 2013 would be catastrophic for our industry and our nation.” That is the reality this industry faces, even before the January 2013 cuts kick in. It comes after coverage of two staggering numbers tied to Maryland and Virginia: 63,321 and 159,000. The first number is the number of aerospace and defense jobs in these states, according to a report by Deloitte commissioned by the Aerospace Industries Association. The second figure – almost three times the first – is the number of total jobs at risk in these states if Congress doesn’t put a stop to the $1 trillion in defense cuts enacted in the budget deal last summer, according to a study led by local economist Dr. Stephen Fuller. Indeed, the damage from these cuts will reach far beyond the defense community – almost three American jobs lost for every aerospace and defense job eliminated. These are Main Street American jobs that grow from the $16 billion dollars in revenues aerospace and defense generates in Maryland and Virginia. They include small businesses, services, and spending that cut across the entire economy as Americans spend their paychecks on things like housing, food and healthcare. These are local businesses – “mom and pops” – not mega corporations. This is the danger confronting our states from the Budget Control Act of 2011, which cuts $1.2 trillion from the budget over 10 years starting Jan. 2, 2013. Nearly half of that will come from automatic defense “sequestration,” which is on top of $487 billion already being cut from defense through the appropriations currently underway. The rest will come from other discretionary – but critical – spending at such agencies as the Federal Aviation Administration and NASA. Scary figures. Even scarier is that our area is particularly vulnerable to this poison pill given the who’s-who of aerospace and defense businesses large and small that make metropolitan Washington, D.C. their home and give such a boost to the local economy. The findings in Deloitte’s study, The Aerospace and Defense Industry in the U.S.: A financial and economic impact study, are impressive: $324 billion in sales; a $42.2 billion positive trade balance – the largest of any industry. Between Virginia and Maryland, exports exceed $1.6 billion, cash income tax payments are nearly $119 billion and the average wage is $83,000 per year, almost twice the national average. All of this puts what’s at stake in a really glaring spotlight – like a surreal movie to say the least. There are many voices on both sides of the aisle in and out of government speaking out against sequestration. The ramifications go far beyond defense. AIA estimates the Next Generation Air Transportation System – replacing 1950s radar technology with a satellite-based system to guide air traffic – will be cut 30 to 50 percent. NASA’s programs to develop a new vehicle to get our astronauts to the space station, or out beyond earth orbit, are already under severe budget strain. Sequestration will mean additional years paying millions to the Russians to launch our astronauts to the International Space Station. 

Economic decline causes global war

Mead CFR senior fellow, 2009

(Walter, “Only Makes You Stronger”, 2-4, http://www.tnr.com/article/only-makes-you-stronger-0, DOA: 4-12-12)

If financial crises have been a normal part of life during the 300-year rise of the liberal capitalist system under the Anglophone powers, so has war. The wars of the League of Augsburg and the Spanish Succession; the Seven Years War; the American Revolution; the Napoleonic Wars; the two World Wars; the cold war: The list of wars is almost as long as the list of financial crises. Bad economic times can breed wars. Europe was a pretty peaceful place in 1928, but the Depression poisoned German public opinion and helped bring Adolf Hitler to power. If the current crisis turns into a depression, what rough beasts might start slouching toward Moscow, Karachi, Beijing, or New Delhi to be born? The United States may not, yet, decline, but, if we can't get the world economy back on track, we may still have to fight. 

1AC – Economy

Economic growth is key American leadership avoiding global war

Khalilzad, Former US Ambassador to Iraq, ‘11 (Zalmay, February 8, “The Economy and National Security” National Review, http://www.nationalreview.com/articles/259024/economy-and-national-security-zalmay-khalilzad)

Today, economic and fiscal trends pose the most severe long-term threat to the United States’ position as global leader. While the United States suffers from fiscal imbalances and low economic growth, the economies of rival powers are developing rapidly. The continuation of these two trends could lead to a shift from American primacy toward a multi-polar global system, leading in turn to increased geopolitical rivalry and even war among the great powers. The current recession is the result of a deep financial crisis, not a mere fluctuation in the business cycle. Recovery is likely to be protracted. The crisis was preceded by the buildup over two decades of enormous amounts of debt throughout the U.S. economy — ultimately totaling almost 350 percent of GDP — and the development of credit-fueled asset bubbles, particularly in the housing sector. When the bubbles burst, huge amounts of wealth were destroyed, and unemployment rose to over 10 percent. The decline of tax revenues and massive countercyclical spending put the U.S. government on an unsustainable fiscal path. Publicly held national debt  rose from 38 to over 60 percent of GDP in three years. Without faster economic growth and actions to reduce deficits, publicly held national debt is projected to reach dangerous proportions. If interest rates were to rise significantly, annual interest payments — which already are larger than the defense budget — would crowd out other spending or require substantial tax increases that would undercut economic growth. Even worse, if unanticipated events trigger what economists call a “sudden stop” in credit markets for U.S. debt, the United States would be unable to roll over its outstanding obligations, precipitating a sovereign-debt crisis that would almost certainly compel a radical retrenchment of the United States internationally. Such scenarios would reshape the international order. It was the economic devastation of Britain and France during World War II, as well as the rise of other powers, that led both countries to relinquish their empires. In the late 1960s, British leaders concluded that they lacked the economic capacity to maintain a presence “east of Suez.” Soviet economic weakness, which crystallized under Gorbachev, contributed to their decisions to withdraw from Afghanistan, abandon Communist regimes in Eastern Europe, and allow the Soviet Union to fragment. If the U.S. debt problem goes critical, the United States would be compelled to retrench, reducing its military spending and shedding international commitments.We face this domestic challenge while other major powers are experiencing rapid economic growth. Even though countries such as China, India, and Brazil have profound political, social, demographic, and economic problems, their economies are growing faster than ours, and this could alter the global distribution of power. These trends could in the long term produce a multi-polar world. If U.S. policymakers fail to act and other powers continue to grow, it is not a question of whether but when a new international order will emerge. The closing of the gap between the United States and its rivals could intensify geopolitical competition among major powers, increase incentives for local powers to play major powers against one another, and undercut our will to preclude or respond to international crises because of the higher risk of escalation. The stakes are high. In modern history, the longest period of peace among the great powers has been the era of U.S. leadership. By contrast, multi-polar systems have been unstable, with their competitive dynamics resulting in frequent crises and major wars among the great powers. Failures of multi-polar international systems produced both world wars. 

1AC – Russia

Advantage 2 – Russia

NextGen budget reductions prevents harmonization with Europe’s ATM, or Air Traffic Management systems
Dillingham, Director, Physical Infrastructure Issues, 11
Gerald L. Dillingham, Director, Physical Infrastructure Issues , 10-5-11, [“FAA Has Made Some Progress in Implementation, but Delays Threaten to Impact Costs and Benefits ,” Testimony Before the Subcommittee on Aviation, Committee on Transportation and Infrastructure, House of Representatives, www.gao.gov/products/GAO-12-141T] E. Liu
Delays to NextGen programs, and potential reductions in the budget for NextGen activities, could delay the schedule for harmonization with Europe’s air traffic management modernization efforts and the realization of these benefits. FAA officials indicated that the need to address funding reductions takes precedence over previously agreed upon schedules, including those previously coordinated with Europe. For example, FAA officials responsible for navigation systems told us that FAA is restructuring plans for its ground-based augmentation system (GBAS) because of potential funding reductions.7 While final investment decisions concerning GBAS have yet to be made, these officials said that FAA might have to stop its work on GBAS while Europe continues its GBAS development, with the result that Europe may have an operational GBAS, while FAA does not.8 A delay in implementing GBAS would require FAA to continue using the current instrument landing system which does not provide the benefits of GBAS, according to these officials. Such a situation could again fuel stakeholder skepticism about whether FAA will follow through with its commitment to implementing NextGen, and in turn, increase airlines’ hesitancy to equip with NextGen technologies. 

US-Europe cooperation on ATM sets a global common standard that builds relations

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
There could be several benefits to an approach that emphasizes international cooperation, not only at the technical level but also at the policy planning level. First, FAA and Eurocontrol may benefit in terms of winning funding from making common cause. Second, the transatlantic region (the United States and Europe) remains the most modern and most active aerospace industry sector, so common changes there will set the course for the rest of the world. Progress in recent talks on compatibility between Galileo and GPS could serve as a model. There could also be. e political benefits from finding new ground for cooperation with Europe as it continues to reconstitute itself into a single entity. ATM modernization is a relatively neutral subject where both sides of the Atlantic have incentives to cooperate. There may be trade implications concerning opening domestic markets, but efforts to resolve these are best held in abeyance until further progress is made on ATM modernization. The key issues are refining that common vision into an implementable plan and finding the political will and resources to execute it.

Russia is excluded now from ATM – Sharing and integration of systems is key
Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, 11
Anya Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, graduate assistant at the Center for International and Security Studies at Maryland, 5-11, [“Cooperative Airspace Security in the Euro-Atlantic Region ,” CISSM Working Paper, www.cissm.umd.edu/papers/display.php?id=547] E. Liu
For the purposes of this paper, it is useful to imagine the current Euro‐Atlantic airspace security architecture a “patchwork” that consists of state groupings—like the Baltic three. The ATC systems and data‐sharing capabilities within this “patchwork” are loosely integrated through both civil and military—chiefly NATO—channels.v Another organization, the European Organization for the Safety of Air Navigation (EUROCONTROL), works with both members and non‐members of the Europe Union on operational and technical solutions for civil‐military air traffic coordination and air traffic management (ATM). At present, the politics and mechanics of this integration exclude Russia (and the Commonwealth of Independent States) from this regional airspace security architecture. This exclusion isnother unfortunate legacy practice that prevails despite the institutionalized ability of NATO and Russia to resolve dispus through diplomatic channels. It is also potentially the architecture’s greatest systemic weakness—the inability to share sensor data makes the neighboring states opaque to one another and inhibits cooperation in situations where innocent lives and mutual security might be threatened. 

1AC – Russia

Opening airspace cooperation with Russia builds stability, transparency and cooperation

Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, 11
Anya Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, graduate assistant at the Center for International and Security Studies at Maryland, 5-11, [“Cooperative Airspace Security in the Euro-Atlantic Region ,” CISSM Working Paper, www.cissm.umd.edu/papers/display.php?id=547] E. Liu
This paper offers an overview of existing arrangements and provides a discussion of policy challenges involved in constructing a regional Euro‐Atlantic capability to jointly monitor and counter common airspace threats through the networking of military and civil air traffic control systems.i It argues that a strengthened political, financial, and technical commitment to build a cooperative airspace security system is a “win‐win” area for NATO‐ Russian engagement that would promote regional military transparency, deepen cooperation against airborne terrorism, and hance regional crisis stability. Deeper and broader regional airspace security arrangements would also foster the culture of cooperation, transparency, and confidence built between all Euro‐Atlantic states—large and small—through practical civil‐military cooperation. In a May 2010 op‐ed, U.S. Vice President Joseph Biden wrote of the “vital” need to “adapt” Euro‐Atlantic security institutions “to the challenges—and opportunities—of a new era.”1 He noted the importance of “reciprocal transparency” of military forces, called for improved cooperative means to deal with “external challenges,” argued for more “effective conflict‐prevention, conflict‐management, and crisis‐resolution” mechanisms to enhance stability, and reaffirmed the importance of territorial integrity and the indivisibility of regional security. “We seek an open and increasingly united Europe in which all countries, including Russia, play their full roles,” Biden stated.2 A careful examination of “bottom‐up” cooperative opportunities airspace security in line with this vision is in order at a time when policy makers in Washington, Brussels, and Moscow seek to design and agree on a common capability to defend the Euro‐Atlantic against missile threats.3 Toward this end, an expansion of ongoing cooperative airspace security projects is a cost‐effective and technically feasible undertaking that could promote both agreement and action on the rules of engagement, as well as on the sharing of inmation, technology, and costs in regional missile defense that involves Russia. In an effort to make Euro‐Atlantic security “indivisible,” it might also be useful to learn from past experience with using this type of functional engagement for the purposes of reassurance. 

NATO-Russia cooperation on monitoring issues is key to prevent an escalatory arctic war

Sven G. Holtsmark, Deputy Director at the Norwegian Institute for Defence Studies, 2-09, [“towards cooperation or confrontation? Security in the High North,” Research Division - NATO Defense College, Rome - No. 45 – February 2009, http://se2.isn.ch/serviceengine/Files/RESSpecNet/97586/ipublicationdocument_singledocument/B97C0503-C2E1-40D2-A4E8-E4ECE0FC0DA1/en/rp_45en.pdf] E. Liu

However, there are serious obstacles to be overcome.55 First, the western Arctic Ocean states, joined by the EU and NATO, should intensify their efforts to develop and maintain a unified approach to Arctic Ocean issues in general and relations with Russia in the Arctic in particular. The evolving consensus about UNCLOS as the appropriate legal framework is a step in the right direction. Less reassuring is the tendency, still visible in individual cases, of initiating political processes without including all interested parties. As an important first step, the western Arctic Ocean states should make every effort to find solutions to their remaining delimitational and jurisdictional disputes. Second, the Western states must improve their skills in interpreting and finding appropriate responses to Russian rhetoric and behaviour. The often heavy-handed Russian emphasis on the defence of national interests as a zerosum game and the corresponding use of military signalling make this a challenging task. Equally disturbing and difficult to handle is the tendency among Russian media and even policy makers to present most aspects of nonRussian activity in the Arctic as inherently hostile and threatening to Russian interests, even when such activity infringes in no conceivable way on recognized Russian rights. Of particular relevance and urgency, the Western states must clarify their response to a possible long-term strengthening of the Russian military presence in the Arctic Ocean based on a modernizing and expanding Northern Fleet. The multiple asymmetries that characterise the Arctic Ocean region present a third and overarching challenge. One of them, Russia’s particular stance as an Arctic power, has already been mentioned. The regional military element of this asymmetry, particularly evident in the Barents Sea area, must be a major factor in designing western approaches to both deterrence and contingency planning. Other asymmetries are inherent in the starkly different weight of the Arctic Ocean in the Western littoral states’ foreign and security policy agendas. Moreover Canada, Denmark and Norway, together with the other Nordic countries and most non-Arctic actors, tend to focus on High North security in a regional context. To the United States and Russia the High North is also an important element in their overall security strategy on account of the region’s continued role in the two countries’ nuclear postures. Moreover, there are a number of current and potential conflicts of interest between countries with territories and sovereign rights in the Arctic Ocean region and adjacent waters (the five Arctic Ocean states plus Iceland) on the one hand, and still-interested but more distant states and multinational organizations on the other. Which 
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role for NATO in the High North? This paper argues that Western-Russian cooperation in the Arctic Ocean region, as well as globally, is the key to Arctic stability. Bringing NATO into the discussion may seem to contradict this vision - Russia may be expected to respond negatively to almost any aspect of an increased Allied presence in the region. There is little reason to believe that this attitude 

will change in the foreseeable future, despite regional measures of confidence building and a hopefully positive trend in the overall NATO-Russia relationship. However, NATO is at the core of the defence and security strategies of all the other Arctic Ocean states. For this simple reason, NATO cannot avoid defining its role in the area. The challenge will be to devise policies that recognise Russian concerns, while at the same time securing fundamental Western security interests. For this very reason, in the Arctic as elsewhere NATO has no other choice than to make every effort to engage in political and military confidence building and cooperative ventures with Russia to supplement bilateral or regional arrangements. Most of these will have a non-Article 5 character. Apart from locally well-established arenas such as marine search and rescue operations, bilateral information exchange and courtesy visits,56one approach may be to jointly identify and develop common security interests outside the traditional hard security realm.57Various security and safety challenges related to Arctic SLOCs seem to offer a wide field of areas of mutually beneficial cooperation based on common interests, including surveillance and patrolling. Russia’s active participation in Operation Active Endeavour (OAE) in the Mediterranean, even more so as this is an Article 5 operation, might serve as a reference point. NATO and the West should actively search for arenas of cooperation in which shared perceptions may prove stronger than disagreements or perceived “values gaps” on other issues.58 Turning to NATO’s less inviting side, i.e. the Alliance’s commitment to collective defence, the Alliance’s closely intertwined core functions in the Arctic remain surveillance and intelligence, and deterrence. Should deterrence fail, the Alliance must prepare for crisis management and, ultimately, participation in armed conflict. This will not necessarily mean a radical departure from existing patterns. NATO as such is present in the High North today, for instance, through the NATO Integrated Air Defence System (NATINADS), including fighters on Quick Reaction Alert (QRA) and regular AWACS airborne early warning flights, and exercises in Norway and Iceland. The aim of surveillance and intelligence is to create a basis for adequate situational awareness, a key factor in the maintenance of regional stability. This starts with the elaboration of framework analyses of regional developments over a wide spectrum of security-related issues, and ends up with real time surveillance of the movements of civilian and military activities. As mentioned above, some of these tasks may present areas for cooperation with Russia. In other areas it should be explored to what degree Allied resources, such as maritime and aerial surveillance and patrolling, may be further developed to supplement efforts by the Arctic states themselves. The same applies to intelligence. Deterrence works only if it has credibility based on visible substance. It must be designed on the basis of conceivable conflict scenarios, and it must include documented and credible contingency planning for the management of crises that escalate to the use or the threat of use of military force. It must also include a material basis in the form of a combination of national and NATO (integrated and pooled) military capabilities that, taken together, cover the entire range of military peace time activities and crisis management tasks. Here, as elsewhere, cooperation and coordination between Allied countries is of primary importance. Looking at the conflict potential inherent in the region, it seems highly unlikely that any of the Arctic Ocean states would risk large-scale interstate military conflict to press for their preferred solution to regional conflicts of interest. The likely material and political costs would by far outweigh any conceivable gains. This, however, does not rule out the possibility that localized episodes may inadvertently develop into armed clashes despite the original intentions of the parties involved. Neither does it rule out the possibility that one state actor in the region may consider the use of limited military force based on a firm conviction that the other side will not escalate the conflict into major confrontation. Existing asymmetries of strength may increase the temptation for this option. Finally, it may be argued that the growing strategic attention to the region makes the High North more vulnerable to the effect of events in other parts of the world. It cannot be excluded that armed aggression in the High North may be launched in continuation of a major crisis somewhere else. The challenge may be summarized as maintaining a military presence that is sufficient to act as a stabilizing factor in conceivable crisis scenarios but without undermining stability through provoking short-term and long-term countermeasures and the ensuing escalation of general tension. A clear line must be drawn between a model of deterrence in the Arctic as suggested in this paper and the sort of presence and posture NATO and the West maintained during the cold war.59NATO and the West must leave no doubt that the use of military force in inter-state disputes in the Arctic will be considered only as a last resort of self defence. This balancing applies to national military forces, but even more to forms of multilateral efforts under the umbrella of NATO or other multinational organizations. A low-key approach in times of tranquillity must be paralleled by demonstrations that national and NATO contingency planning include updated scenarios for the collective handling of a wide range of crisis and conflict in the Arctic. In practical terms, the credibility of declarations of collective solidarity should be reinforced by an appropriate mixture of NATO-led military exercises, the proper preparation of designated military units, a 
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continuous critical look at the adequacy of existing structures for command and control, and other peace time preparations.60The residual risk that conflicts elsewhere may lead to armed confrontation in the Arctic implies that force levels and postures should appear adequate in comparison with the strength of non-NATO forces in the region. Even if military deterrence may be effective in preventing the premeditated use of military force, it may prove unable to forestall the occurrence of episodes that, unintended by any of the parties, may escalate into the use of force. In the short and medium term, the potential for local crisis escalation in the Arctic Ocean region is linked to fisheries management in disputed areas rather than to conflicting claims to petroleum resources. For instance, Russian trawlers take twenty five per cent of their Arctic Ocean catch in the Fisheries Protection Zone around Svalbard, where Russia and other states dispute Norway’s sovereign rights to resources management. The Norwegian Coast Guard regularly patrols and conducts inspections in the area. However, on more than one occasion Russia has also sent naval vessels to the Fisheries

Protection Zone for inspection purposes. It must be emphasized that all parties with an interest in the area tend to acquiesce to the 

terms of Norwegian jurisdiction and control. This example brings us back to the core importance of national and Allied contingency planning for the handling of local conflicts over resources management, including fishing rights, that escalate to a military level. Such plans must be closely coordinated with the Arctic NATO member states’ national defence and security policies. Moreover, they must include robust procedures for escalation control; procedures that must involve close cooperation with national governments and NATO organs. Some of the conceivable conflict scenarios will involve parties of strikingly different orders of strength, which emphasizes the challenge of calibrating the call for Allied support against the danger of large-scale escalation. As one important element of both general deterrence and crisis management, national governments and NATO need to consider to what degree the regular presence of Allied forces in High North waters may reduce the provocative effect of requesting Allied support in a crisis situation.

✈Inherency

AATF Fails

Airport trust fund has low revenues and high expenditure – Not enough to increase NextGen
bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
The AATF has been the primary funding source for NextGen to date. It receives revenues from a variety of user fees and taxes paid by both commercial and general aviation operators as well as passengers (Table 9). According to a report by GAO,39 current sources of revenue in the Airport and Airway Trust Fund might be inadequate to cover anticipated future costs of NextGen without drawing from other revenue sources, and this is likely unfeasible given ongoing fiscal and political constraints. Total trust fund expenditures have gone up since 2000 from under $10 billion to about $14 billion in 2010 (Figure 3). However, trust fund revenues have not increased proportionately to keep up with rising expenditures. Several economic studies have shown that inflationadjusted fares in the airline industry have been declining for several reasons such as expansion of low-cost carriers and two major demand-side shocks in the past decade.41 In fact, the Congressional Budget Office earlier this year adjusted its projection of the trust fund revenues to $25 billion less than its 2007 forecast for through 2017. Past shortfalls have been fulfilled by increasing general fund contributions, covering 34 percent of the FAA’s expenditures in 2010 and 24 percent in 2009. The current fiscal crisis and Congressional discourse on debt-reduction seriously besets the possibility of continued general fund transfers to the AATF. Furthermore, the trust fund’s end-of-year uncommitted balance, the surplus of revenues after spending commitments from FAA’s appropriations, has also decreased dramatically from $7.07 billion in 2000 to only $770 million in 2010. This was partly due to Airport Improvement Program (AIP) funding and due to revenues not rising sufficiently to meet expenditures as discussed above. A low uncommitted balance means inadequate FAA funding to cover new projects and programs. Even though the FAA has been able to initiate some work on NextGen infrastructure, a diminishing uncommitted balance leaves very little room for other unforeseeable expenses.42 And the current trend of outlays growing faster than revenues could mean further decreases in that balance. 

Congress

Air Traffic Control modernization now fails – federal funding for Next Gen is key

Tate, 5/31/12 [ Curtis Tate, former contributor to the WSJ and Regional correspondent for McClatchy,  http://www.miamiherald.com/2012/05/31/2826234/plan-to-update-air-traffic-control.html]

WASHINGTON -- A Federal Aviation Administration plan to consolidate hundreds of outdated facilities isn’t ready two weeks before a deadline set by Congress, potentially delaying a $40 billion program to modernize the nation’s World War II-era air traffic-control system. Aviation officials told lawmakers Thursday that they haven’t reached agreement on a plan to close, consolidate or realign more than 400 air traffic-control facilities across the country, many of which are more than 50 years old and have fallen into disrepair. NextGen, a satellite-based air-traffic control system that’s to replace the current radar-based one, is intended to make the skies safer and more efficient. It’s supposed to be complete by 2025, but its implementation depends on the consolidation of air traffic control buildings and facilities, a process that could take two decades. As part of a multiyear reauthorization of the FAA that was signed into law in February, Congress gave the agency 120 days to submit its plan. Officials from the FAA and the union that represents air traffic controllers will meet Tuesday to discuss the plan, said Paul Rinaldi, the president of the National Air Traffic Controllers Association. That’s nine days before it’s due. “Nine days is clearly not enough,” Rinaldi said. “But it’s certainly a start.” David Grizzle, the FAA’s operating chief for air traffic organization, said the plans were complex because they involved changing flight patterns, and the agency wanted to make accurate decisions even if it took more time. “We can’t make light decisions,” Grizzle said. “If we merely consolidate facilities without restructuring airspace, we may very well set ourselves back.” Members of the House of Representatives’ Subcommittee on Aviation expressed frustration that the FAA waited until the last minute to finalize the plans. Grizzle said he’d discussed the plans with Rinaldi “maybe a month ago.” “The FAA knew they were coming in here for this hearing,” said Rep. Jerry Costello, an Illinois Democrat. “When the subcommittee acts, the FAA acts.” Rep. Peter DeFazio, an Oregon Democrat, wondered whether the agency would have enough time to draft a plan that affects thousands of workers and represents billions of dollars of investment. “Come on. We’re going to have something comprehensive nine days after you sit down with the people you identify as the principal stakeholders?” he said. Niel Wright, a spokesman for Republican Rep. Tom Petri of Wisconsin, the aviation panel’s chairman, said Congress wouldn’t give the FAA an extension, and that the Transportation Committee would simply exert pressure on the agency to finish the plan. “Government agencies need the cooperation of Congress, so they generally try to cooperate in return,” Wright said. Rep. John Duncan, a Tennessee Republican, noted that the FAA had completed only two of the seven terminal facility realignments it identified two years ago. A Texas consolidation that was supposed to take place this year has been delayed until next year, and others in Michigan, Ohio and Illinois are on hold. A plan to move a West Palm Beach, Fla., facility to Miami was canceled, and a new facility will be built in West Palm Beach instead. “It looks to me and almost everyone else that little progress has been made,” Duncan said. Grizzle said combining two existing facilities into one might be more expensive than keeping them separate, depending on the location. It can take several years to transition from an old facility to a new one, he said. “In many instances, it’s the right thing to do, and in others, it’s not,” Grizzle said. The FAA is planning to start the consolidation process in the notoriously congested airspace of the New York region, a project that will place high-altitude and low-altitude controllers under one roof. The FAA estimates that it will cost $2.3 billion to construct its first four integrated facilities but that it has only $700 million set aside for them. With federal funds tight, lawmakers pressed the agency for accurate estimates. “I would hope that the FAA, working with the stakeholders, comes up with a plan that measures the true cost,” Costello said.

Sequestration

Sequestration obliterates air traffic controls and NExtGen funding

Efford, Assistant Vice President, Legislative Affairs, Aerospace Industries Association, 12
Richard Efford, Assistant Vice President, Legislative Affairs, Aerospace Industries Association, 3-12, [“Sequestration’s Crippling Effect on NextGen,” Aerospace Industries Association http://www.aia-aerospace.org/newsroom/publications/aia_eupdate/march_2012_eupdate/sequestrations_crippling_effect_on_nextgen/] E. Liu
 It is well known that last year’s Budget Control Act requires devastating cuts to the defense budget beginning ten months from now. It is less evident that these cuts would also cripple a number of non-defense programs including FAA’s Next Generation Air Transportation System. The Congressional Budget Office estimates that non-defense agencies would suffer an immediate 7.8 percent budget cut from sequestration. The Center for Budget and Policy Priorities’ estimate comes in even higher at 9.1 percent. For FAA, this means a potential loss of $1 billion or more. FAA – the agency responsible for monitoring and safely guiding 85,000 aircraft each day through our nation’s skies – has never faced a budget cut of this magnitude. Two-thirds of FAA’s budget is allocated to operating expenses – most of which pays the salaries of air traffic controllers, safety inspectors and other federal employees whose skills are required each day to ensure safe flights of aircraft through U.S. airspace. The House Appropriations Committee’s Democratic staff estimated that sequestration would cause the layoff of 1,200 air traffic controllers, the closure of almost 250 airport control towers and the loss of 600 safety inspectors and certification staff. The FAA is one of a handful of federal agencies providing a “business-type” service directly to the U.S. economy 24 hours a day, seven days a week. If FAA employees do not report to work, aircraft cannot fly and design improvements will not be approved. Employee furloughs and layoffs like these would require lengthy consultation and the exercise of “bumping” rights. It is unlikely that senior officials will allow a nationwide layoff of air traffic controllers that will have a large negative impact on our economy. An option the agency could exercise to prevent this from happening is the “transfer authority” provided in its annual appropriations bills that could be used to modify sequestration’s across-the-board cuts. Because the NextGen portfolio provides state-of-the-art capabilities, it will be hit the hardest. AIA believes that as a result of sequestration, NextGen could lose 30-50 percent of its funding, not the 8 percent many believe. To protect the operating accounts, FAA can apply disproportionate reductions against its procurement and research programs. Forcing today’s air travelers to choose between today’s flight and tomorrow’s safety and efficiency is a poor choice. The shock wave of sequestration will rattle windows far beyond the Pentagon’s walls, shaking our vital domestic programs and technologies to their core.

AT: FAAC Solves

FAAC fails to address root or even proximal causes of problems

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
A recent attempt to address the problems of the nation's air transportation system is the formation of the Future of Aviation Advisory Committee (FAAC) by DOT Secretary Ray LaHood in 2009. The mission statement the FAAC130 is: "The Aviation Advisory Committee will provide information, advice, and recommendations to the Secretary of Transportation on ensuring the competitiveness of the U.S. aviation industry and its capability to address the evolving transportation needs, challenges, and opportunities of the global economy. The committee will assess fundamental changes in the following areas below, and identify the drivers of such change and the challenges and opportunities presented by industry developments:  Addressing environmental challenges  Balancing the industry‘s competitiveness and viability  Ensuring a world-class workforce necessary for a robust aviation industry  Ensuring safety in aviation  Securing stable and sufficient funding for our aviation systems" As well-intended as the FAAC may be, this effort is flawed for three reasons. First, the Administration charged the Committee with finding answers to the aviation system's problems before an effort to first catalog the problems then determine the root causes of problems took place. Without these first steps, any recommendations made by the Committee are unlikely to address the root causes of problems plaguing the aviation system. The three-hour tarmac rule mentioned earlier is an example of this effect. The new rule addressed a symptom of underlying problems - long on-ground delays - instead of the root causes of the delays: severe weather events that are probably beyond the capability of anyone to control. 

✈Competitiveness

Aerospace Key

Aerospace investment now prevents collapse and guarantees American competitiveness

Stevens 3/14/12

[Robert J. Stevens, Fellow of the American Astronautical Society, the American Institute of Aeronautics and Astronautics (AIAA), the Royal Aeronautical Society, and the International Academy of Astronautics, CEO of lockheed martin, http://www.lockheedmartin.com/us/news/speeches/031412-stevens.html]

With all modesty, we treasure our industry as a crown jewel. There is no other like it on earth. Friends and enemies alike envy our capabilities and work ceaselessly to replicate what we, together, have so carefully built. They recognize that the technology that we’ve developed and produced in the extraordinarily capable hands of our customers has led to a level of preeminence and prosperity that the world has not seen before. Generation after generation of Americans have recognized this value and done all that was necessary to protect and advance our strength.  When our industry is at our best, we are working together with our customers and the Congress to meet our nation's greatest challenges: victory in war, prosperity in peace, exploring our universe, providing effective government services for our citizens. This requires a highly collaborative, supportive and predictable environment that extends over decades, where true innovation occurs, where insight is developed, where knowledge is gained. We, together, envision a future that others haven't seen, and we wrestle with all the challenges and problems attendant to creating things that did not exist before, while working daily under the bright light of public scrutiny. This is as it should be, and the United States has done this better than any other nation. And it was done through a sustained partnership between government and industry, and we need to invest ourselves in these valued partnerships. While our industry today is strong, it's also fragile. In the shadow of sequestration, it can be strengthened and bolstered and continue to assure our dominance for decades to come, or it can be broken. Now is our time to do all that we can. 

Aeronautics investment is key to competitiveness and market leadership

NAP, 2007

The National Academic Press, 2007, http://www.nap.edu/openbook.php?record_id=5546&page=9
As the Aeronautics and Space Engineering Board (ASEB) stated in Aeronautical Technologies for the Twenty-First Century, the U.S. aeronautics industry has been one of the undisputed success stories in global competitiveness throughout the latter half of this century. Since the end of World War II, the United States has been a leader in the global aeronautics industry, and, in most cases, U.S. aircraft, engines, and parts have dominated both domestic and foreign markets for subsonic transports, general aviation, commuter, and military aircraft. The buildup of the global transportation infrastructure (i.e., airports and air traffic management systems) has also been driven by U.S. technology and products. The aeronautics industry, one of the largest positive industrial contributors to the U.S. balance of trade, plays a vital role in maintaining the safety and convenience of air travel throughout the world and provides important contributions to the defense of U.S. interests (NRC, 1992).

However, as of 1992 the U.S. market share in aeronautics had eroded as a result of foreign competitors that brought products to market that have lower total ownership costs than U.S. products (GRA, 1990). Lower total ownership costs can be achieved, for example, through implementation of new technologies that reduce long-term operating costs or through products that enter the market with significantly lower purchase prices. The ASEB report, Aeronautical Technologies for the Twenty-First Century,took issue with a common misconception that aeronautics is a mature industry. Many areas where significant technical progress remains to be made were identified in the report (NRC, 1992). Although the erosion in market share seems to have leveled off in the last few years, it seems clear that advances in technology will continue to be a significant element in maintaining U.S. market leadership and economic competitiveness in the future.
China Rise Now

Chinese aviation is growing now – It’s indicative of greater trends of maturity
Dawson. 2012.

Kelly Dawson. 2012-06-01. http://usa.chinadaily.com.cn/weekly/2012-06/01/content_15441620.htm
Beyond standard economic indicators of prosperity, certain industries can be seen as a microcosm of a country's maturity. James Fallows' new book, China Airborne, argues that Chinese aviation is such an industry, worthy of closer examination for what its successes and shortcomings reflect about China's technological and social progress. "If a country succeeds in those industries, it indicates a larger range of accomplishment and networks of sophisticated production, and aerospace is one of these high-end industries. “Countries that have successful aerospace industries are capable of building sophisticated operation systems, maintaining safety standards, and can pull off the integration of military, civilian and weather systems on an international level," he says. "It's a microcosm of the larger Chinese effort to become a higher-value modern economy, and it seemed to me to deserve attention as a test case for China's emergence." China Airborne traces the history of the nation's commercial airline industry and its more recent attempts to compete as an aircraft manufacturer. Once rated among the most dangerous to fly, Chinese airlines now boast some of the lowest crash rates in the world. But Chinese airplane manufacturers lag behind international competitors in innovation and design - a telling sign, Fallows says. "There are major catch-up efforts to build regional jets and larger jetliners, and the test is whether these Chinese factories will be able to take the next step up. It has not happened yet, but Boeing and Airbus are very attentive to what will happen in China over the next few years." In 2011, the Chinese government unveiled its 12th Five-Year Plan (2011-2015), in which it pledged 1.5 trillion yuan ($237 billion, 189 billion euros) to develop the national aerospace industry in the form of new airports, navigation systems and planes. As of 2010, the country counted 2,600 commercial planes, about half as many as in the US, with a target of 4,500 by 2016.

Infrastructure Key

Infrastructure investment is the lynchpin of American competitiveness
Shane et. al. 09 

[Jeff Shane, Former undersecretary of policy for The Department of Transportation, Norman Mineta: former secretary of the department of transportation, Sam Skinner Former Chief of staff and secretary of the DOT; Executive summary of the David R. Goode transportation policy conference held at the university of Virginia “Well within reach: America’s new transportation agenda”]

The United States, which once invested prodigiously in transportation infrastructure, has for more than a generation now leaned ever more heavily on assets built in a previous era. New investments have not sufficed to adequately maintain existing infrastructure, much less to develop the additional capacity and technologies needed to improve the performance of the overall transportation system in the face of growing demand.  This approach has already had consequences: the amount of time and money lost to traffic congestion in major U. S. metropolitan areas keeps increasing and many tranportation facilities are wom, overloaded, and inefficient. The result is a system that is too often aggravating and costly to its users: it is at best, highly susceptible to large-scale disruptions when even small things go wrong and, at worst, subject to catastrophic and occasionally deadly failures. Meanwhile, the nations dependence on polluting fuel, much of it imported from overseas, continues to grow; scarce public resources are used to build projects of dubious value while critical bottlenecks go unaddressed; and traditional planning processes remain liagmented and focused on building more roads rather than fostering livable communities. Longer term, one of the more wonisome consequences of staying the current course involves the potential loss of international competitiveness. To compete with emerging economic powerhouses like China, the United  States will need to become more efficient. This includes making new investments in transportation infrastructure. As a percentage of GDP China presently spends about twice as much on capital investment compared to the United States. To some extent this reflects the fact that China is at an earlier stage in its overall economic development, and needs to develop basic infrastructure-something that the United States completed decades ago. Nevertheless, the disparity in transportation investment as a percent of GDP is large and shows the United States-at 0.6 percent-lagging well behind major trading partners such as Russia (1.4 percent), central and Eastern Europe (1.3 percent), and Westem Europe (1.85 percent).2 Clearly transportation and economic vitality are closely connected. Proximity to strategic transportation links is often a key consideration when businesses make decisions about where to locate their operations. Transportation also has an enormous direct impact on quality of life: as much as any other single element in economic development, it affects peoples ability to access jobs, services, recreation, shopping, and other activities. As the Government Accounting Office (GAO) wrote in a 2008 report, "strong productivity  gains in the U. S. economy hinge, in part, on transportation networks working efficiently"� The focus of the GAO report was freight mobility; but its findings can be taken as a cautionary note about the importance of the transportation system writ large. With almost 27 percent of the natiorn’s economic output "totally dependent on interna- tional trade," it is difficult to overstate the economic importance of the nation’s transpor- tation system. 
Infrastructure Key – China

Infrastructure investment is key to counterbalancing China and maintaining competitiveness

Brainard ’08 

[Lael Brainard, Bernard L. Schwartz Chair in International Economics, Vice President and Director “Infrastructure time to compete to win” http://www.brookings.edu/research/opinions/2008/07/22-infrastructure-brainard]

Next month, American athletes will return from the historic Olympic Games in China with medals and a tangible idea of what it means to take infrastructure and the long-term prosperity of a country seriously. When our athletes land in Beijing, they’ll find that the new terminal at Beijing Airport is larger than all of Heathrow Airport, the world’s third busiest. China’s investment in rail infrastructure – almost $200 billion from 2006 to 2010 – is the beginning of the largest expansion of railway capacity undertaken anywhere since the 19th century. And in just the last 15 years, China has built a highway network that rivals what it took America 40 years to build.  These investments reflect an unprecedented shift in the balance of global economic power that is fundamentally altering the contours of how we compete in a global economy. For two generations, the world economy was defined by only seven countries -- Canada, France, Germany, Italy, Japan, the UK and the United States -- which produced two-thirds of world output.  But the last five years have seen the beginning of a dramatic change as major emerging economies, from China to Brazil and India, grow rapidly, aided by governments that make investments for the long-run, like in infrastructure. From 2002 to 2007, the G-7 share of world output fell from 65% to 57% and, according to Brookings scholar Homi Kharas, will likely decline to 37% of world output by 2030. Meanwhile, the major emerging economies’ share of global output jumped from 7% to 11% and is set to hit 32% by 2030, almost catching-up to the G-7.  To remain globally competitive, the U.S. needs to invest for the long-term in infrastructure, among other efforts, as we did under President Roosevelt with rural electrification and under President Eisenhower with the creation of the Interstate Highway System.  Roads, bridges, railroads, airports and ports form the connective tissue of our economy. They allow goods to move rapidly from one part of the country to another -- and from the U.S. to the rest of the world. By reducing the costs of transportation, they make our economy more efficient and our exports more competitive.  For too long, we have been badly neglecting investments in infrastructure. The American Society of Civil Engineers has given our rail systems a C-, our air traffic infrastructure the grade of D+, our roads a D and our navigable waterways a D-. The Congressional Budget Office estimates that infrastructure spending is twenty percent below what would be required to simply stay in place, let alone to begin to repair the damage of years of neglect and move forward. 

NextGen Key

Airport congestion crushes American competitiveness – NextGen is key to solve 
Schank 6/23/12

[Joshua L. Schank President & CEO Eno Center for Transportation http://www.enotrans.org/eno-brief/the-federal-role-in-transportation-four-ideas-for-greater-federal-involvement]

We often think of airports as local economic generators, and they are that, but some also have substantial national importance. The aviation network is dependent on large hub airports for the efficient and timely movement of passengers across the country and the world. A safe and reliable aviation network is essential for maintaining our competitiveness in the global economy. Unfortunately, we are in danger of losing our edge in this area because of congestion. Successful NextGen implementation could greatly alleviate the problem, but even if that happens airlines could take advantage of the new capacity and provide more frequent flights. Once economic growth picks up again we are likely to see airport congestion and delays increase as well. Airports such as Newark, San Francisco, and Chicago O’Hare already have approximately 30-40 percent of their flights delayed.  Airports face substantial challenges in trying to tackle this issue on their own. The most widely recommended solution is pricing airport runways by time of day. But this politically unpopular solution has faced substantial opposition from communities such as smaller cities flying into hubs, or general aviation aircraft that are concerned about being effectively priced out of the market for a given airport. Congested airports would have a much greater chance of success if they were trying to tackle congestion in partnership with the federal government and other local transportation agencies. The federal role could be improved by dedicating a portion of the Airport Improvement Program (AIP) to provide grants to airports in regions that have a plan to work collaboratively to reduce congestion and overcome some of the political barriers to more effective pricing. Or the AIP could be retooled to set specific performance goals for airports and rewarding achievement. However it is done, there is a clear national interest at play here and the federal government needs to be more involved. 
Solvency – Power Projection

GPS enables rapid deployment and global power projection
Tovrea and Pinker ‘96
[Lt. Col. G. Tovrea Office of the Assistant Secretary of the Air Force (Acquisition), Directorate of Global Power Programs, Common Systems Division; and Dr. Aron Pinker, phd in math from columbia http://www.airpower.au.af.mil/airchronicles/cc/pinker.html]
In addition to en route navigation and austere field operations, another major element of Rapid Global Mobility is the employment and resupply of forces through aerial delivery of troops and equipment, or airdrop. This capability directly supports JCS options in immediate-response scenarios. GPS will be an effective force multiplier for these operations because of its precision and timeliness advantages. The Air Force Scientific Advisory Board envisions a future precision airdrop system that will include "accurate aircraft and target location (precision GPS), knowledge of wind profile, and knowledge of aerial delivery system flight characteristics."15 Near-term GPS-based precision airdrop technologies being developed in the Air Force's Wright Aeronautical Laboratories are expected to improve accuracies by at least 50% in strategic, tactical, and humanitarian relief operations.16  GPS's major contribution to combat or humanitarian air operations by enabling precision approaches, landing, and airdrop without recourse to ground-based navigation aids is obvious. On the strategic level of war, GPS in Global Mobility empowers the lean insertion of U.S. rapid deployment forces and effective resupply and transport of reinforcements to maintain a high tempo of focused or large-scale military operations with minimal exposure. As forward-deployed forces become fewer than in past engagements, increased mobility is needed to build "air bridges" for joint forces, enable multinational peace efforts, and speed tailored support to forces already on the scene. On the operational level, the planning of an air bridge is substantially easier when GPS provides the exact position and velocity of all assets, decreases en route time, and increases the chance of each sortie's successful completion. Tactical details such as opportunity aerial refueling, in-flight redirection of resources, airdrop orchestration, and precision approach and landing are simplified.   

Decreasing air congestion is critical to military power projection and airforce mobility 
Tovrea and Pinker ‘96
[Lt. Col. G. Tovrea Office of the Assistant Secretary of the Air Force (Acquisition), Directorate of Global Power Programs, Common Systems Division; and Dr. Aron Pinker, phd in math from columbia http://www.airpower.au.af.mil/airchronicles/cc/pinker.html]
Rapid Global Mobility — The Air Force must ensure the capability to rapidly bring forces, hardware, and supplies for combat operations, peacekeeping, or humanitarian operations to any point on the globe. Air Force tankers must be able to rapidly respond to unexpected challenges to U.S. interests around the globe by supporting deployment of expeditionary fighter, bomber, and airlift assets. Airlift must be ready to deliver initial and sustainment quantities of precision munitions, personnel, consumables, spare parts, and support equipment to sustain in-theater operations at high sortie rates. And, in an increasingly common hu-manitarian mission, airlifters must be ready and able to deliver relief in times of crisis.  This responsive posture will not occur in isolation. Airspace congestion and safety are significant challenges to the U.S. Air Force in an environment of explosive growth in air traffic. For instance, in 1996 U.S. air carriers alone carried approximately 550 million passengers. The Federal Aviation Administration (FAA) predicts that in the next two decades this traffic will grow to 1.2 billion passengers per year. In some parts of the world air traffic will grow at a much faster pace driven by economic growth, relatively low fuel prices, lower air-line operating costs, and efforts to catch-up with the industrial world.10 The world's skies are busy places now and will become much busier in the future.  Fortunately, technologies are now available to substantially ease the problem of busy skies and make air traffic more effective, more economical, and safe. Again, the most fundamental of these enabling technologies is GPS. It is at the core of a revolutionizing technological package forming the concept of Communications, Navigation, Surveillance, and Air Traffic Management (CNS/ATM). In the words of FAA Administrator David Hinson, "Think about this: We could taxi out in zero-zero weather, take off, go to our destination, land in zero-zero weather, taxi to the terminal, all with GPS. It has huge potential applications."11 Consequently, the FAA has embarked on an aggressive program to make satellite-based navigation technology available for use throughout the National Air Space (NAS). More recently, Vice President Gore's Commission on Aviation Safety and Security published its recommendation that upgrades to the NAS be fully operational by 2005.  The FAA sees GPS-based navigation as enabling better situational awareness, extending automatic dependent surveillance-based air traffic management concepts to oceanic and remote air space, and allowing phase-out of most radar-based surveillance systems currently in use. GPS-based navigation benefits accrue because GPS enables greater safety, operational simultanaity, and efficiencies.12 The FAA is not alone in its commitment to GPS-based navigation. The International Civil Aviation Organization (ICAO) and various regional and sovereign Civil Aviation Authorities are also on board the CNS/ATM groundswell of activity.  To fly in controlled air space and to use civilian airports the Air Force will have to comply13 with the new reality that is designed to evolve into free flight.14 Air Mobility Command (AMC) now speaks in terms of the costs of noncompliance, though difficult to quantify. In day-to-day operations, it is not unreasonable to estimate a potential doubling in airlift operating costs caused by nonoptimum routing, higher fuel consumption, shorter range, and additional sorties.  Routine operations, though, are only part of this noncompliance cost. In a contingency scenario, AMC may anticipate various Air Traffic Control delays and inefficiencies, including nonoptimum routing to the theater of operations. In a typical scenario, aircraft would use 20-30% more fuel to reach the theater at nonoptimal en route altitudes. Arrival of required force structure would be delayed. If one-way flight times to Southwest Asia increased by as much as 1 hour, it would take approximately 10 extra days to make up the tonnage shortfall that would accrue after the first 92 days of a res-ponsive airlift surge. Representative Major Regional Conflict (East) scenarios require a 30-day surge throughput. If the military and Civil Reserve aircraft were noncompliant, one Air Cavalry Brigade and three F-16 Wings would not be delivered on time.21 As AMC Commander Gen. Kross put it, "We can not afford any additional friction in time of crisis."  Getting to the theater, though, is only part of the Global Mobility equation. Contingency timelines usually preclude availability of sophisticated approach and landing systems at forward airfields. Air Force aircraft will be asked to land at and take off from austere airfields day or night and in any weather.  

✈Economy

Aerospace Key to Economy

Aerospace is uniquely key to the economy – largest industry 

Blakely 4/2/12
[Marion C. Blakey, president of  the Aerospace Industries Association, former FAA administrator, http://www.bizjournals.com/washington/blog/fedbiz_daily/2012/04/sequestration-a-countdown-to-disaster.html?page=all]

The following came from Robert Stevens, chairman and CEO of Lockheed Martin during a keynote last month: “The aerospace and defense industry cannot wait until a lame duck session to deal with the consequences of sequestration. We are already taking action by not hiring and training new workers, not investing in new plants and equipment, and not investing in new R&D. An additional $53 billion a year in defense cuts starting in January 2013 would be catastrophic for our industry and our nation.” That is the reality this industry faces, even before the January 2013 cuts kick in. It comes after coverage of two staggering numbers tied to Maryland and Virginia: 63,321 and 159,000. The first number is the number of aerospace and defense jobs in these states, according to a report by Deloitte commissioned by the Aerospace Industries Association. The second figure – almost three times the first – is the number of total jobs at risk in these states if Congress doesn’t put a stop to the $1 trillion in defense cuts enacted in the budget deal last summer, according to a study led by local economist Dr. Stephen Fuller. Indeed, the damage from these cuts will reach far beyond the defense community – almost three American jobs lost for every aerospace and defense job eliminated. These are Main Street American jobs that grow from the $16 billion dollars in revenues aerospace and defense generates in Maryland and Virginia. They include small businesses, services, and spending that cut across the entire economy as Americans spend their paychecks on things like housing, food and healthcare. These are local businesses – “mom and pops” – not mega corporations. This is the danger confronting our states from the Budget Control Act of 2011, which cuts $1.2 trillion from the budget over 10 years starting Jan. 2, 2013. Nearly half of that will come from automatic defense “sequestration,” which is on top of $487 billion already being cut from defense through the appropriations currently underway. The rest will come from other discretionary – but critical – spending at such agencies as the Federal Aviation Administration and NASA. Scary figures. Even scarier is that our area is particularly vulnerable to this poison pill given the who’s-who of aerospace and defense businesses large and small that make metropolitan Washington, D.C. their home and give such a boost to the local economy. The findings in Deloitte’s study, The Aerospace and Defense Industry in the U.S.: A financial and economic impact study, are impressive: $324 billion in sales; a $42.2 billion positive trade balance – the largest of any industry. Between Virginia and Maryland, exports exceed $1.6 billion, cash income tax payments are nearly $119 billion and the average wage is $83,000 per year, almost twice the national average. All of this puts what’s at stake in a really glaring spotlight – like a surreal movie to say the least. There are many voices on both sides of the aisle in and out of government speaking out against sequestration. The ramifications go far beyond defense. AIA estimates the Next Generation Air Transportation System – replacing 1950s radar technology with a satellite-based system to guide air traffic – will be cut 30 to 50 percent. NASA’s programs to develop a new vehicle to get our astronauts to the space station, or out beyond earth orbit, are already under severe budget strain. Sequestration will mean additional years paying millions to the Russians to launch our astronauts to the International Space Station. 

Long term industry stability is key to the economy – only the plan solves

Hutchison, 4/10/12

 [Kay-Bailey Hutchison, Senator for the state of texas, ranking congresswoman on the US Senate commerce, science, and transportation committee, http://hutchison.senate.gov/?p=blog&id=972]
In the increasingly interconnected and innovation-driven world in which we live and work, aviation provides a vital link to economic opportunity. U.S. airports are the starting points for nearly 22,000 daily flights that carry about 2 million people across our country and the globe. Nearly 11 million Americans are employed by the aviation industry, which generates $1.3 trillion in economic activity annually. Aviation provides vital services - in commerce, agriculture, and medical and law enforcement emergencies - for small and rural communities.  Congress recently approved bipartisan legislation that reauthorizes the Federal Aviation Administration (FAA), and extends vital programs for airports and air travel. Arriving at a good, balanced bill wasn't easy. The previous FAA reauthorization bill expired nearly five years ago. Repeated (23) short-term extensions of the FAA kept commercial air travel going. But short-term extensions didn't provide the long-term stability which airports, commercial airlines, and private aviation needed to make capital investments in new runways, terminals, and other facilities.  As the Ranking Republican on the U.S. Senate Commerce, Science, and Transportation Committee, which has jurisdiction over the FAA, I worked with the Democrat Chairman, Jay Rockefeller, to produce a long-term, fiscally responsible reauthorization bill that earned both Republican and Democrat support. It makes a number of improvements for air travelers, assures public safety, and will strengthen a vital sector of our economy in the years ahead.  
Aerospace Key to Soft Power

Now is key – aviation industry reform is necessary for US soft power and economic competetiveness 
Stevens 3/14/12

[Robert J. Stevens, Fellow of the American Astronautical Society, the American Institute of Aeronautics and Astronautics (AIAA), the Royal Aeronautical Society, and the International Academy of Astronautics, CEO of lockheed martin, http://www.lockheedmartin.com/us/news/speeches/031412-stevens.html]

The sequestration process has occurred independent of any correlation with strategy, force structure, technology needs or operational reality. While the precise detailing of the adverse impacts of sequestration are yet to be determined, the United States would likely have the smallest ground force since 1940, the fewest number of ships since 1915, and the smallest Air Force in our history. The impact on industry would be devastating, with a significant disruption of ongoing programs and initiatives, facility closures and substantial additional personnel reductions that would severely impact advanced manufacturing operations, erode engineering expertise, and accelerate the loss of skills and knowledge, directly undermining a key provision of our new national security strategy, which is to preserve the industrial base, not dismantle it.  Our petition to you today on sequestration is very clear. We ask that we not let an automatic budget trigger, a default position, become the dominant force for allocating resources that will shape our nation's security posture and our industry, and we strongly urge action to stop this process. In the same breath, we would like to take this opportunity to thank the Congress for passing a four year FAA reauthorization bill. This multiyear authorization provides stability to allow the next generation, air transportation system, or Next Gen, to thrive, and allows the FAA, the aviation community, to plan effectively. We are certain that Next Gen offers significant improvements in safety and efficiency of the air traffic system and encourage sustained investment in this essential capability that will offer superior returns.  

A Robust aerospace industry is key to international cooperation

Stevens 3/14/12

[Robert J. Stevens, Fellow of the American Astronautical Society, the American Institute of Aeronautics and Astronautics (AIAA), the Royal Aeronautical Society, and the International Academy of Astronautics, CEO of lockheed martin, http://www.lockheedmartin.com/us/news/speeches/031412-stevens.html]

As we face budget challenges at home, we see a natural intersection between protecting and preserving the industrial base and advancing security cooperation partnerships with friends and allies. Defense trade with allies and partners enables the United States to: strengthen international relationships, project power, and increase interoperability so that the United States is not required to carry the global security burden on our own. Defense trade supports high quality U.S. engineering and manufacturing jobs and keeps the United States on the cutting edge of research and development.  We believe the existing export control system, which has remained largely unchanged since the Cold War, inhibits the ability of United States aerospace companies to compete effectively in the international marketplace and support our government's strategic objectives. The Administration has begun an ambitious effort to reform the export control system, and we support that effort completely.  Further, we understand that Congress will have the chance to become involved in the process shortly, as the Departments of State and Commerce work to modify the existing technology control lists. To assist in making U.S. industry more competitive abroad, strengthen the defense industrial base, and promote growth and create jobs here in the United States, we encourage support for export control reform and defense trade initiatives, as well as efforts to reauthorize the Ex Im Bank where action here is underway today. I refer you to Senator Murray's comments about Senator Cantwell's initiative. This is a most worthy initiative that deserves our support.  

Aviation Key

Aviation contributes massively to the economy and competitiveness, but there’s no national policy now
Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
The air transportation system in the United States, by all accounts, plays an important role in the economic health of the nation. The Federal Aviation Administration (2008) reported that in 2006, aviation-related activity contributed over $1.2 trillion in economic activity, accounting for 5.6 percent to the U.S. economy. Aviation-related fields employed eleven million Americans, resulting in $369 billion in earnings. In this same year, commercial airlines carried 738 million commercial passengers and forty billion revenue ton-miles of freight. A 2000 Wilbur Smith report called aviation ―America‘s not-so-secret weapon in the battle to retain world economic leadership in the era of global competition.‖ The report noted that the U.S. economic activity driven either directly or indirectly by aviation is greater than the gross national product of all countries but the United States, Japan, Germany, France, United Kingdom, Italy and China. Yet, as important as the nation‘s air transportation system is to the economic health of the nation, the United States lacks a comprehensive national aviation policy. This dissertation explores the challenge confronting policymakers today: how can the nation develop a national aviation policy that successfully addresses the vastly different challenges posed by commercial aviation and general aviation,1 environmental and energy needs, air travel security, system financing, and broad national interests? Given the expansive set of issues faced by the air transportation system, and the impact that air travel has on the U.S. economy, it is somewhat discouraging that there has been little formal debate on fundamental air transportation policy. Instead, changes in national policy have been crisis-driven and limited largely to commercial airline passenger security. This research documents the policymaking that has occurred and places it in theoretical frameworks suggested by John Kingdon, Paul Sabatier and others. 

Demand Coming Now

Consistent growth in airlines now that will continue

FAA, 12

FAA, You know what it is, 3-7-12, [“FAA Aerospace Forecast Fiscal Years 2012-2032,” http://www.faa.gov/about/office_org/headquarters_offices/apl/aviation_forecasts/aerospace_forecasts/2012-2032/] E. Liu
The aviation industry continued to show resilience last year despite tough economic times. The activity of U.S. carriers at home and abroad increased by 3.5 percent in 2011. Despite a slight pause in growth projected for 2012, we expect that over the long run, aviation will continue to experience steady, moderate growth. U.S. airlines have returned to profitability in the last two years and we expect that trend will continue in 2012 as well. This forecast looks at how many planes and how many people will fly on U.S. carriers in the future – from 2012 to 2032. We want to see a picture of air travel in the next 20 years, and we want to know what we at the FAA should strive to meet and accommodate. The FAA sees a competitive and profitable industry continuing to grow over the long term despite the fact that we are operating in a climate of economic uncertainty and rising oil prices. As the economy continues to recover, the total number of takeoffs and landings and the number of passengers who board U.S. airlines will continue to climb. This year, we expect that international markets for U.S. carriers will continue to grow faster than domestic markets, as they did last year. 

Increase in air is coming now, despite recession and fuel costs

Smith, NASA Langley Research Center, et al., 10
Jeremy C. Smith, NASA Langley Research Center, et al., Nelson M. Guerreiro, Jeffrey K. Viken, Samuel M. Dollyhigh, James W. Fenbert, 9-13-10,  [“Meeting Air Transportation Demand in 2025 by using Larger Aircraft and Alternative Routing to Complement NextGen Operational Improvements,” http://ntrs.nasa.gov/search.jsp?R=20100033386] E. Liu
Demand projections for air transportation predict substantial increases by 2025, despite recent economic setbacks and the increased cost of jet fuel. The increase in passenger enplanements projected by 2025 at U.S. airports is about 1.4 times 2006 levels, according to the FAA’s Terminal Area Forecast published in 2009[3]. An alternative forecast using the Transportation Systems Analysis Model[4] (TSAM), predicts a higher growth in passenger enplanements of around 1.7 times 2006 levels. The difference between TSAM and the FAA forecast can be explained by the different assumptions and fidelities used in each of these models. The scheduled flight scenarios used in this study make use of TSAM projections. 

Demand Coming Now – Plan Solves

Lots of growth in people for airline

FAA, 12

FAA, You know what it is, 3-7-12, [“FAA Aerospace Forecast Fiscal Years 2012-2032,” http://www.faa.gov/about/office_org/headquarters_offices/apl/aviation_forecasts/aerospace_forecasts/2012-2032/] E. Liu
This year’s forecast predicts that the industry will grow from 731 million passengers in 2011 to 1.2 billion in 2032. Cumulatively, air traffic growth for U.S. carriers–measured by revenue passenger miles–is expected to rise by more than 90 percent in the next 20 years. It grew by 3.5 percent in 2011. Airport tower operations are expected to increase by 23 percent. Also, the number of aircraft handled at FAA en-route centers, which separate high altitude traffic, is expected to increase by 50 percent. Over the next 20 years, large airports will continue to grow faster than their smaller counterparts in the United States. We are forecasting that the number of larger regional jets will increase, while most of the smaller regional jets will be retired from the fleet. On the general aviation front, the demand for products and services will continue to grow, particularly in new business jets and light sport aircraft. As our aviation system advances into the next century of flight, the solution for handling the demand for service is the Next Generation Air Transportation System, or NextGen. We are in FAA Aerospace Forecast Fiscal Years 2012-2032 the process of transforming our national air space system from the ground-based radar of today, to the satellite-based system of tomorrow. This is a fundamental change in the way the United States and the world will navigate and control air traffic. Precise, satellite-based navigation is already revolutionizing the way we do business today. Technology is helping us to become safer, quieter, cleaner and more efficient with our assets. We are creating a new template for the way we manage air traffic, yet the FAA’s core mission remains the same. We will continue to work every day to deliver the safest and most efficient aerospace system in the world. 

Investment Key

Aerospace investment now prevents collapse and guarantees American competetiveness

Stevens 3/14/12

[Robert J. Stevens, Fellow of the American Astronautical Society, the American Institute of Aeronautics and Astronautics (AIAA), the Royal Aeronautical Society, and the International Academy of Astronautics, CEO of lockheed martin, http://www.lockheedmartin.com/us/news/speeches/031412-stevens.html]

With all modesty, we treasure our industry as a crown jewel. There is no other like it on earth. Friends and enemies alike envy our capabilities and work ceaselessly to replicate what we, together, have so carefully built. They recognize that the technology that we’ve developed and produced in the extraordinarily capable hands of our customers has led to a level of preeminence and prosperity that the world has not seen before. Generation after generation of Americans have recognized this value and done all that was necessary to protect and advance our strength.  When our industry is at our best, we are working together with our customers and the Congress to meet our nation's greatest challenges: victory in war, prosperity in peace, exploring our universe, providing effective government services for our citizens. This requires a highly collaborative, supportive and predictable environment that extends over decades, where true innovation occurs, where insight is developed, where knowledge is gained. We, together, envision a future that others haven't seen, and we wrestle with all the challenges and problems attendant to creating things that did not exist before, while working daily under the bright light of public scrutiny. This is as it should be, and the United States has done this better than any other nation. And it was done through a sustained partnership between government and industry, and we need to invest ourselves in these valued partnerships. While our industry today is strong, it's also fragile. In the shadow of sequestration, it can be strengthened and bolstered and continue to assure our dominance for decades to come, or it can be broken. Now is our time to do all that we can. 

Federal investment in the FAA is key to rapid Next Gen installation 
Mouwad 3/3/12

[Jad Mouwad, airline correspondent for the NYT, former journalist at Bloomberg, masters in political science from Institut d’Études Politiques de Paris, 3/3/12“A Satellite System That Could End Circling Above the Airport” http://www.nytimes.com/2012/04/04/business/a-satellite-system-that-could-end-circling-above-the-airport.html]

Replacing the radar-based air traffic control system, which the nation’s airports have relied on since the 1940s, is an enormous and expensive undertaking. By one official government estimate, the price tag could reach $42 billion by 2025.  But the agency in charge of the program, the Federal Aviation Administration, has been hamstrung by political infighting that deprived it of a stable budget for five years. Congress finally approved a four-year budget for the agency in February, including $1 billion a year for the program, called the Next Generation Air Transportation System, or NextGen.  The program has already confronted trouble. A government audit found in February that half of the 30 critical contracts needed to build the new system were delayed, and more than a third were over budget.  And the airlines complain that the F.A.A. has been slow to create new landing procedures that make the most use of satellite guidance. It takes five to 10 years to create these procedures because of lengthy environmental and noise impact studies, and the difficulty of coordinating flights in busy airspaces. The F.A.A. is now trying to speed up that process to three years.  The agency has approved tests using satellite-guided landings at Phoenix Sky Harbor International Airport, and experiments are planned this year in Washington, Atlanta, Dallas and Charlotte, N.C. Delta Air Lines, Southwest Airlines, JetBlue and American Airlines have been trying out aspects of satellite navigation.  Given the expected growth in air traffic in the next decades, airlines and regulators say there is an urgent need to modernize the existing air traffic control system. The F.A.A. projects that the number of planes flown by domestic airlines will double in the next two decades, while the number of domestic passengers will reach 1 billion by 2024, up from about 732 million this year. Much of that growth will be concentrated in the biggest airports, most of which are already congested, particularly at peak hours. 
Investment Key – Growth

Federal expenditure is key to the ATC manufacturing industry – Next gen spurs sector growth 

IBISworld 5/1/12 

[IBISworld “where knowledge is power”; the world’s largest independent publisher of U.S. industry research, IBISWorld’s team of expert analysts covers 700 different market segments http://www.prweb.com/releases/2012/5/prweb9461304.htm]

Over the five years to 2012, the Air Traffic Control (ATC) Equipment Manufacturing industry is expected to grow at an annualized rate of 4.2% to $1.6 billion. ATC equipment is used primarily by air traffic controllers at airports. Thus, demand for newly manufactured ATC equipment diminished during the recession as airlines and airports faced weak demand for commercial flights and airfreight. According to IBISWorld industry analyst Antonio Danova, “Less air traffic eliminated the need to update or replace existing ATC equipment, and many ATC service companies deferred replacement.” Still, ATC equipment manufacturers evaded massive losses, despite a 3.3% decline in 2009, largely because of strong, longstanding contracts with the government. ATC equipment manufacturers rely heavily on funding from the Federal Aviation Administration (FAA) for research and develop expenditure in an industry with an ever-changing technology climate. When the economy crashed, the government passed the American Recovery and Reinvestment Act (ARRA) to protect some of the country's key industries. The FAA was dealt a significant portion of the act's budget, with “about $100 million in funds dedicated solely to revamping ATC towers and navigational equipment,” says Danova. This government support helped return the industry to growth. With an improving economic climate, higher airline traffic and enduring government support, IBISWorld expects the industry to grow in 2012. This growth will be spread across a industry with low concentration; the three major companies in the Air Traffic Control Equipment Manufacturing industries – Harris Corporation, BAE Systems PLC and General Dynamics Corporation – account for less than half of the industry’s total revenue. The future remains bright for ATC equipment manufacturers, with revenue projected to grow over the five years to 2017. Industry firms will be gearing up for the FAA's Next Generation Air Transportation System (NextGen), a proposed overhaul of the entire US air traffic control system that will take place gradually through 2025. NextGen is designed to increase flight efficiency and make the airways safer as commercial, freight and military air traffic increases. As such, the need for new technologies in ATC equipment to meet NextGen goals will spur sales at the manufacturing level, benefiting industry firms. Moreover, higher technical manufacturing will facilitate continued implementation of automated processes at production plants. This trend will cause some consolidation of peripheral labor, as firms look to keep their most skilled engineers, programmers and product developers. Average industry profit margins are expected to grow as firms keep operations efficient and as new technologies spur increased activity. For more information, visit IBISWorld’s Air Traffic Control Equipment Manufacturing report in the US industry page.

Investment Key – Recovery

FAA investment is the most important factor for economic recovery 

Ozuna ‘11

[Steven Ozuna is the owner and president of New Bedford Panoramex Corp., a leader in engineering, manufacturing and designcon; contributor to the hill, .http://thehill.com/blogs/congress-blog/economy-a-budget/195835-congress-needs-to-fund-the-faa]

Perhaps one of the few things that most Republicans and Democrats in Washington can agree upon these days is the reality that our economic recovery does not solely depend on taxing and spending, but on the vitality of innovative small businesses.  As the debate rages about the best way to reduce our debt, it seems that a fundamental principal of business and sports has been forgotten.  To win, sometimes you just need to hit singles and doubles.  A clear example of this disconnect can be found in Congress’ repeated failure to reauthorize the Federal Aviation Administration (FAA), which has been in a holding pattern for over three years.  The bill, which would fund the day-to-day operations of the nation’s aviation system, would also transform the nation’s antiquated 1950’s style ground-based air traffic control system to a “Next Generation” satellite-based system.    The benefits of making our air traffic system both safer and more efficient are both obvious and manifold.  However, another key benefit to passing this legislation is that it would allow airports and businesses to make long-term plans regarding infrastructure projects.   This is more important to an airport or business than stimulus and more important for our economy in the next few years than anything that will come from the Debt Relief effort.  Perhaps most importantly, unlike the Debt Relief bill, the funding of Next Gen would come directly from industry, not the taxpayer.    Moreover, Congress and the key stakeholders agreed on the formula many months ago.  Passing the FAA bill would be a solid “double” for our economy and Congress should set aside the partisan fringe issues holding it up and pass it now.      Despite the fact that major aviation projects and all long term planning have been in limbo for several years, the FAA and small companies are doing their best to innovate and modernize our airports as best they can.    In many cases this has been dependent upon businesses developing new technologies to address pressing needs on their own dime in the hopes they will be adopted.  Doing it this way can be incredibly risky, particularly for smaller, family-owned businesses in this economic climate.  In this vein, our company was proud to announce the launch of a new partnership with the Federal Aviation Administration (FAA) that will revolutionize energy usage and efficiency at our nation’s airports. 
Lighting Investment Key

Next Gen lighting initiatives spur economic growth 

Ozuna ‘11

[Steven Ozuna is the owner and president of New Bedford Panoramex Corp., a leader in engineering, manufacturing and designcon; contributor to the hill, .http://thehill.com/blogs/congress-blog/economy-a-budget/195835-congress-needs-to-fund-the-faa]

Beginning next year, we will begin to replace legacy navigational lighting systems (PAPIs) powered by antiquated incandescent lamps with up to 400 systems that are by powered by Light Emitting Diode (LED) lamps.  Once implemented, this program could cut energy costs for PAPI systems at U.S. airports by 75 percent.     Under normal daytime use, the existing FAA incandescent PAPI requires approximately 3500 watts of power, while the Next Gen PAPI draws about 850 watts, or 75 percent less energy.  The Next Gen PAPIs are much more reliable than the current PAPI systems and require less maintenance. The LED lamps last over 50,000 hours while the incandescent lamps last approximately 1000 hours.   In addition to being a solid “single” for our nation’s aviation economy, the green lighting initiative is also a “triple play” for our nation’s ailing economy. The program will dramatically drive down airport energy, maintenance, and environmental mitigation costs and represents significant savings to airports and taxpayers over time.    As we learned in the aftermath of 9/11, our nation’s aviation sector, and the 1.2 trillion in activity and 11 million good paying American jobs it represents, is a vital financial engine for our nation.  While they may not appear very large to some, in the aggregate these smart partnerships can turn out to be substantial.  In these uncertain budgetary times, the Department of Transportation and the FAA should continue to look to small innovative companies to allow this engine to run cleaner and faster, and spark the rally we all so desperately need.  
NextGen Key – Delays

Flight delays cost billions and make business less productive
Ball et al., 2010
(Michael Ball et al. “Total Delay Impact Study”, October 2010, http://its.berkeley.edu/sites/default/files/NEXTOR_TDI_Report_Final_October_2010.pdf)
The TDI project team estimates that the total cost of all US air transportation delays in 2007 was $32.9 billion. The $8.3 billion airline component consists of increased expenses for crew, fuel, and maintenance, among others. The $16.7 billion passenger component is based on the passenger time lost due to schedule buffer, delayed flights, flight cancellations, and missed connections. The $3.9 billion cost from lost demand is an estimate of the welfare loss incurred by passengers who avoid air travel as the result of delays. In addition to these direct costs imposed on the airline industry and its customers, flight delays have indirect effects on the US economy. Specifically, inefficiency in the air transportation sector increases the cost of doing business for other sectors, making the associated businesses less productive. The impact here is subtle, however. For example, the airline industry would actually employ fewer people as it becomes more efficient. The overall impact, of course, would be positive. The TDI team estimates that air transportation delays reduced the 2007 US GDP by $4 billion.
Preventing flight delays increases business output and demand

Ball et al., 2010
(Michael Ball et al. “Total Delay Impact Study”, October 2010, http://its.berkeley.edu/sites/default/files/NEXTOR_TDI_Report_Final_October_2010.pdf)
A reduction in flight delay has two economic effects. First, a reduction in delay will lead to a reduction in airline costs. Because of the model’s assumption of perfect competition, this reduction will also lead to a reduction in air fares. The reduction in air fares will lead to an increase in the demand for leisure travel by domestic residents to domestic destinations, represented as the Holiday industry in the USAGE model, and to an increase in leisure travel by foreign residents to domestic destinations, represented by the Export Tourism industry in the USAGE model. A decrease in domestic air fares will reduce the price of a domestic vacation for both domestic and foreign residents. An increase in leisure travel will also increase the demand for the output of tourism related industries, such as hotels, restaurants, entertainment, and other forms of transportation, such as car rentals. The decrease in air fares will also reduce the cost of business travel, leading to a reduction in firm costs and prices. The second main economic effect is an increase in labor productivity from a reduction in the number of unproductive hours lost to delay. This increase in productivity will itself have three economic effects. First, it will reduce the demand for labor at constant prices because firms can produce the same level of output with less labor. Second, because labor is more productive, it becomes relatively less expensive to employ than capital (e.g., there is a reduction in the “effective price” of labor). This will encourage firms to substitute labor for capital. Third, the reduction in the effective price of labor will lead to lower firm costs and price. This reduction in price will lead to an increase in demand for the firm’s product, thereby encouraging firm expansion and increasing the demand for labor. As shown in Table 3-23, the last two effects dominate the first, resulting in an increase in the demand for labor and an increase in real wages in the policy simulation compared to the forecast simulation.

Solvency – Congestion

Models and empirics prove NextGen helps congestion – Outweighs the alt causes

bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
NextGen has the potential to reduce congestion and fuel consumption significantly while increasing safety due to more precise location information of air traffic. While most agree that air traffic control would improve under NextGen, there are varying estimates on the magnitude of the potential benefits of NextGen among experts in the airline industry. One concern is that NextGen might not have a significant impact on increasing the airport acceptance rates (AAR), which is an important factor in reducing congestion, particularly at large hub airports.5 Even if NextGen increases the number of operations in en route airspace by reducing minimum separation standards and facilitating more direct routes, critics contend that airports can still only allow a fixed number of planes to land per hour. Another criticism is that the operators cause most of the delays in some airports through flight scheduling for business reasons as opposed to due to airport capacity limitations. As a result it is argued that NextGen could do little to alleviate delays. In part to counter these concerns, the FAA released its NextGen Implementation Plan in March 2011 where it estimated benefits from NextGen in terms of reduced congestion and increased fuel efficiency based on both simulations and in some case actual data: In Atlanta, arrivals making use of Performance Based Navigation (PBN) procedures have saved hundreds of thousands of gallons of fuel and thousands of tons of carbon dioxide and air pollutants. Similar fuel savings and reductions in emissions have resulted from the use of precise, continuous descents into Los Angeles and customized descents into San Francisco. Preliminary results from a surface management initiative in Boston point to a fuel savings of 5,100 gallons and a reduction in carbon dioxide emissions of 50 tons during periods of heavy congestion. Shared surface surveillance data coupled with aircraft metering techniques are creating taxi-out time savings of up to 7,000 hours a year at New York’s John F. Kennedy airport and 5,000 hours a year at Memphis, Tenn.6

Solvency – Demand Collapse

Lack of infrastructure improvements create bottlenecks and collapse aviation demand
Roach, Seminar Lead at the Industrial College of the Armed Forces, et al., 09

Franklin Roach, Seminar Lead at the Industrial College of the Armed Forces , et al., CAPT Stephen Black, USN, Faculty Lead Col William Andrews, USAF, Faculty Dr. Gerald Berg, Faculty Professor Donald Briggs, Faculty, Spring 09, [“Final Report Aircraft Industry ,” get it online] E. Liu
Infrastructure Modernization. Continued growth of air traffic presents a challenge to aging ATM system infrastructure and a bottleneck that will limit demand in the aircraft industry. Over the past 20 years, air travel grew by an average of 4.8 percent per year. Over the next twenty years, passenger travel is anticipated to grow at a rate of 5.0 percent per year, with cargo traffic increasing by 5.8 percent per year.90 The effect of this explosive growth in the airline industry is congestion, both in the air and on the ground. The Federal Aviation Administration (FAA) estimates that failure to implement NextGen ATM will cost the U.S. economy $22 billion by 2022 and $40 billion by 2033 in lost economic activity.91 Although the current economic recession has slowed the growth in demand for airline flights, and thus commercial aircraft demand, temporarily, the growth will return as the economy recovers. To address this impending recession, the FAA is leading the effort to field modernized hardware and traffic management procedures to increase the capacity of the national airspace. Without the improvements planned for in the NextGen ATM, the vision of robust growth in air travel will likely wither. While the air traffic infrastructure is the focus of the FAA’s modernization program, ground support also presents a potential bottleneck. Aircraft can be more efficiently routed between airports and stacked even more closely along the airways, but the increase in throughput is all for naught if the network of airports cannot turnaround the increased number and rate of aircraft arriving. The current modernization program does not synchronize the increased capacity of the airways with an increase in ground handling capability. The FAA should develop a more comprehensive plan to include needed improvements in ground support to match the modernization of the air traffic system. 

Solvency – Sequestration

Sequestration destroys the economy now – aerospace spending is key to providing jobs
Blakey 2/13/12
[Marion C. Blakey,  president of  the Aerospace Industries Association, former FAA administrator “350,000 Aerospace and Defense Workers' Jobs at Stake” http://traveltips.ulitzer.com/node/2164551]

The budget released by the administration today is not a shot over the bow of the American aerospace and defense worker – it's a direct hit.  As a result of the approximately $487 billion, ten-year cut to the defense budget alone, buying power to procure technologies that fuel U.S. military strength will be reduced in 2013 by approximately $20 billion.  The American warfighter and our national security are not the only victims of this first, drastic result of the 2011 Budget Control Act.  The budget released today takes direct aim at the first wave of 350,000 aerospace and defense workers who will be out of work if Congress does not find a solution to the sequestration trigger being pulled in 321 days.  In the mean time, hundreds of companies that together form the "defense industrial base" have already begun to downsize in response to the cuts already enacted.  And lest we forget, sequestration-driven budget cuts will most certainly hit the FAA and NASA as well.  More aerospace companies and workers in all 50 states will share the pain of those 350,000 employees projected to be jobless following a $1 trillion cut to the defense budget.  The solution to our country's budget crisis does not lie in further indiscriminate cuts to defense that put our country at risk and will throw hundreds of thousands of skilled workers out of their jobs.  The solution does not lie in reversing progress toward safer, more efficient air travel made through investments to date in the FAA's NextGen air traffic management system.  And renting Russian rockets to take American astronauts into space sends American space jobs offshore and poses an immediate threat to our country's goal of maintaining a space program that is second to none in the world.  There is no rocket science to finding the only solution to America's budget crisis.  Reform of entitlement programs and current tax policies are the only answers to a multi-trillion dollar budget deficit.  The notion that adequate spending on our country's defense, infrastructure and future in space is in any way "discretionary" is, simply put, dangerous.   The one-million aerospace and defense workers in America are proud, patriotic, well-educated and highly skilled.  As the election season heats up, current and aspiring members of Congress will face these one-million voters who demand an answer to the central question of today's budget crisis – are those we elect to office prepared to make the tough decisions on realistic, long-term budget reform?  The thousands of aerospace and defense workers who find themselves out of work this year as a result of the budget crisis will undoubtedly be the first to demand an answer. 
FAA funding now is vital to mitigating sequestration

Efford, 3/12/12 

Richard Efford, Assistant Vice President, Legislative Affairs at the Aerospace Industries association, 

http://www.aia-aerospace.org/newsroom/publications/aia_eupdate/march_2012_eupdate/sequestrations_crippling_effect_on_nextgen/
It is well known that last year’s Budget Control Act requires devastating cuts to the defense budget beginning ten months from now. It is less evident that these cuts would also cripple a number of non-defense programs including FAA’s Next Generation Air Transportation System. The Congressional Budget Office estimates that non-defense agencies would suffer an immediate 7.8 percent budget cut from sequestration. The Center for Budget and Policy Priorities’ estimate comes in even higher at 9.1 percent. For FAA, this means a potential loss of $1 billion or more. FAA – the agency responsible for monitoring and safely guiding 85,000 aircraft each day through our nation’s skies – has never faced a budget cut of this magnitude.  Two-thirds of FAA’s budget is allocated to operating expenses – most of which pays the salaries of air traffic controllers, safety inspectors and other federal employees whose skills are required each day to ensure safe flights of aircraft through U.S. airspace. The House Appropriations Committee’s Democratic staff estimated that sequestration would cause the layoff of 1,200 air traffic controllers, the closure of almost 250 airport control towers and the loss of 600 safety inspectors and certification staff.   The FAA is one of a handful of federal agencies providing a “business-type” service directly to the U.S. econoy m24 hours a day, seven days a week. If FAA employees do not report to work, aircraft cannot fly and design improvements will not be approved. Employee furloughs and layoffs like these would require lengthy consultation and the exercise of “bumping” rights.  It is unlikely that senior officials will allow a nationwide layoff of air traffic controllers that will have a large negative impact on our economy. An option the agency could exercise to prevent this from happening is the “transfer authority” provided in its annual appropriations bills that could be used to modify sequestration’s across-the-board cuts.   Because the NextGen portfolio provides state-of-the-art capabilities, it will be hit the hardest. AIA believes that as a result of sequestration, NextGen could lose 30-50 percent of its funding, not the 8 percent many believe. To protect the operating accounts, FAA can apply disproportionate reductions against its procurement and research programs.   Forcing today’s air travelers to choose between today’s flight and tomorrow’s safety and efficiency is a poor choice. The shock wave of sequestration will rattle windows far beyond the Pentagon’s walls, shaking our vital domestic programs and technologies to their core. 

Sequestration – Economy

Sequestration destroys the economy now – aerospace spending is key to providing jobs
Blakey 2/13/12
[Marion C. Blakey,  president of  the Aerospace Industries Association, former FAA administrator “350,000 Aerospace and Defense Workers' Jobs at Stake” http://traveltips.ulitzer.com/node/2164551]

The budget released by the administration today is not a shot over the bow of the American aerospace and defense worker – it's a direct hit.  As a result of the approximately $487 billion, ten-year cut to the defense budget alone, buying power to procure technologies that fuel U.S. military strength will be reduced in 2013 by approximately $20 billion.  The American warfighter and our national security are not the only victims of this first, drastic result of the 2011 Budget Control Act.  The budget released today takes direct aim at the first wave of 350,000 aerospace and defense workers who will be out of work if Congress does not find a solution to the sequestration trigger being pulled in 321 days.  In the mean time, hundreds of companies that together form the "defense industrial base" have already begun to downsize in response to the cuts already enacted.  And lest we forget, sequestration-driven budget cuts will most certainly hit the FAA and NASA as well.  More aerospace companies and workers in all 50 states will share the pain of those 350,000 employees projected to be jobless following a $1 trillion cut to the defense budget.  The solution to our country's budget crisis does not lie in further indiscriminate cuts to defense that put our country at risk and will throw hundreds of thousands of skilled workers out of their jobs.  The solution does not lie in reversing progress toward safer, more efficient air travel made through investments to date in the FAA's NextGen air traffic management system.  And renting Russian rockets to take American astronauts into space sends American space jobs offshore and poses an immediate threat to our country's goal of maintaining a space program that is second to none in the world.  There is no rocket science to finding the only solution to America's budget crisis.  Reform of entitlement programs and current tax policies are the only answers to a multi-trillion dollar budget deficit.  The notion that adequate spending on our country's defense, infrastructure and future in space is in any way "discretionary" is, simply put, dangerous.   The one-million aerospace and defense workers in America are proud, patriotic, well-educated and highly skilled.  As the election season heats up, current and aspiring members of Congress will face these one-million voters who demand an answer to the central question of today's budget crisis – are those we elect to office prepared to make the tough decisions on realistic, long-term budget reform?  The thousands of aerospace and defense workers who find themselves out of work this year as a result of the budget crisis will undoubtedly be the first to demand an answer. 
Sequestration – NextGen Solves

Next Gen is key to countering sequestration – only more government spending can prevent a collapse in military leadership
Aerospace industries Association 3/1/12

[The Aerospace Industries Association is the most authoritative and influential trade association representing the United States’, http://www.industrytoday.com/article_view.asp?ArticleID=we372]

In its December 2011 year-end review and forecast, the Aerospace Industries Association (AIA) reported expected annual sales to top $218 billion, marking the eighth consecutive year of growth. Despite persistently sluggish market conditions around the globe, the aerospace industry remains one of the most significant contributors to the US economy.  Economic markers worth noting include the 3.2-percent increase in civil aircraft sales, driven by growth in the Asian market and strong demand for fuel-efficient aircraft. Military aircraft, missile and space sales also posted gains. US aerospace exports rebounded 12 percent to reach $90 billion, after falling during the previous two years. The industry’s positive trade balance of $57.4 billion is the largest trade surplus of any business sector.  This is good news for the US economy and the 3.5 million workers who depend on the aerospace and defense industry for their livelihoods. However, a storm cloud brews, threatening to wash out these economic, national security and technological contributions. It’s called sequestration.   Last November, the congressionally mandated super committee failed to reach consensus on deficit reductions under the Budget Control Act. One more example of US government in inaction, this triggered cuts that amounted to more than a trillion from the federal budget.   Short of a legislative remedy, sequestration will impose a $600 billion cut to defense on top of the $487 billion in reductions that the department is planning over the next 10 years, warns AIA.  Far-ranging Impact Sequestration will also target the non-defense discretionary budget, including the National Aeronautics and Space Administration (NASA) and the Federal Aviation Administration (FAA). Both have suffered from a lack of long-term financial commitment for important programs.  
 Enactment of a long-term FAA funding bill offers a glimmer of hope for progress on the Next Generation Air Transportation System, but if sequestration kicks in, NextGen will be delayed. We might as well relinquish the keys to US aviation leadership, says AIA. Sequestration would also cut into an already lean NASA budget, stalling efforts to develop space exploration programs in the wake of the retirement of the shuttle program, the association adds.  Analyzing Economic Impact on the Sector – and the US Concerned about the impact of sequestration on the industry, AIA commissioned an analysis by Dr. Stephen Fuller, a noted economist with George Mason University who, with Economic Modeling Specialists Inc., concluded that more than one million jobs would be lost as a result of defense budget cuts if the US Congress fails to agree on deficit reduction to replace the scheduled cuts before next January.  The one-million figure includes 352,000 aerospace and defense and supply chain job losses. Total loss of wages and salaries would exceed $59 billion. Further, .6 percent would be added to the unemployment rate, which recently stood at 8.3 percent. In addition, the cuts would likely chop about $86 billion off of GDP in 2013 alone, driving economic growth down from 2.3 to 1.7 percent.  With the magnitude of these budget reductions looming, industry must make decisions now about how to adapt to a drastically changed budget environment, including upping efficiency initiatives and reducing employment and closing facilities.   Risk can Cut too Deep One of the primary concerns is the risk to the defense industrial base. The AIA is worried about the danger of cuts going too deep. Valuable and hard-to-replace capability will be lost. Technologists, engineers and visionaries who will lead the development of the new manned bomber and the cyber, unmanned and ISR capabilities that Secretary of Defense Leon Panetta called for in the nation’s new defense strategy may no longer be there when they’re needed. This important talent pool isn’t sitting in some lab waiting for the funding spigot to be turned on. As projects are cancelled and the budget is cut, these talented people will move into other industries.   Sensing the uncertain future, last September AIA launched the “Second to None" campaign, a nationwide initiative to speak with one voice about the importance of the US aerospace industry. The message about job creation, national security and technological superiority was sent to the media and to Capitol Hill and throughout the Internet – essentially to anyone would hear the warning: Cutting into the bone of the aerospace and defense budget is not the answer to the United State’s financial woes.  AIA is not alone in its advocacy. Admiral Michael Mullen, former chairman of the Joint Chiefs of Staff, recently warned about the cuts that could run too deep. “We will burn the very blanket of protection that we have been charged to provide our fellow citizens,” he cautioned.   Panetta added that proposed cuts could result in a “hollowing out of the force.” A chorus of experts has chimed in with concerns about this “doomsday scenario.”   If Congress can solve the sequestration issue, prospects for the industry in 2012 are solid. Commercial aircraft sales are projected to increase – volatile fuel prices are spurring airlines to replace less fuel-efficient aircraft with newer models, and there is rapid growth in air travel in Asia and the Middle East.   Notes AIA: “While defense sales are projected to decrease, maintaining a strong national defense with the best equipment in the world is part of our national strategy and public expectation. Aging equipment needs to be replaced [as] the world remains a dangerous place.”  In space, the market continues on a reasonable plateau, driven by ongoing satellite replenishment and launch services demand. While cuts to NASA’s FY2012 budget will have a negative impact, they were less severe than those advocated by some policymakers.  However, all bets are off the table if sequestration takes hold, warns AIA, which believes it is important for everyone to make their voice heard now—and loud and clear—about the unintended consequences of the current budget scenario. “You can be part of the solution,” says the organization, which urges a letter-writing campaign to congressmen, to express concerns and the urgency for action. 
Sequestration – Leadership

Sequestration kills the Aerospace industry – that’s key to American leadership 

Stevens 3/14/12

[Robert J. Stevens, Fellow of the American Astronautical Society, the American Institute of Aeronautics and Astronautics (AIAA), the Royal Aeronautical Society, and the International Academy of Astronautics, CEO of lockheed martin, http://www.lockheedmartin.com/us/news/speeches/031412-stevens.html]

First, as Senator Chambliss alluded to, we're a critical contributor to the economic engine of America, generating $324 billion in revenue across our industry from businesses both large and small, contributing 2.3 percent to our country's gross domestic product, driving $89.6 billion in exports with a healthy $42 billion trade surplus, which is consistently more than any other sector of our economy, and generating $38 billion in wage and income tax revenues to federal, state and local governments. We are a substantial source of economic power for our nation.  Second, we are a wellspring of innovation and creativity and technological advances. There is not a day in the lives of anybody in this room or any members of our families or anyone in this country that is not directly influenced by the work that we do: the way we travel, the way we communicate, the way we explore, the way we understand our universe and relate to our world. Many of the technologies that we've pioneered have become so ubiquitous that they've become invisible in daily life. But think of a world today without the unprecedented safety we enjoy in civil aviation and in our air traffic management system; the precision with which we are able to forecast weather and other atmospheric phenomena; the connectivity and content available through advanced information technology and networking capabilities; and the convenience and comfort afforded by GPS and precision geo location tools. Our work adds productivity and value and quality to the lives of every citizen every day.  Today there's much discussion and a fair measure of apprehension about the future of science, technology, engineering and mathematics in America. We are that future. We're the incubator. We're the proving ground. We're where discovery lives and creativity flourishes. And our work inspires millions of young people every day. The very best way to avoid a debilitating shortage of scientists and engineers in America is to invest in the work that they do.  Third, we remain the arsenal of democracy. Now that's not an idea we talk about very much anymore. Seventy one years ago, when Franklin Roosevelt first offered that phrase, our company was delivering what would amount to more than 9,900 P 38 Lightning aircraft. This is the airplane that the Germans went on to call the fork tailed devil. Since then, with the help of many industry partners and suppliers, we've designed and developed and produced a breathtaking array of advanced sophisticated aeronautical systems devoted to our nation's security. Aircraft and capabilities that define their generation, like the first U.S. operational jet fighter, the P 80 Shooting Star, the high altitude F 104 Supersonic Interceptor, the advanced technology of the U 2, the SR 71 Blackbird, the multi role combat capability of the F 16 Fighting Falcon, the stealthy attack of the F 117, the air dominance of the F 22 Raptor, and the world's only fifth generation, supersonic, stealthy combat aircraft that can also hover and take off and land in virtually any environment: the F 35 Joint Strike Fighter.  Lord knows these innovations did not come easy, without their share of risk and difficulty, setbacks and recoveries, for that is the true nature and the very essence of invention and discovery and advancement. But throughout history, we have persevered together in the face of adversity to do great things that have resulted in the strongest military on earth. Over these 71 years our industry certainly has changed. We're more technologically sophisticated, more specialized in many ways. We're smaller and leaner and more focused than we've been, but also, as a consequence, much less resilient to shocks and volatility.  The global security environment has also changed. The complexity and breadth of today's challenges would have been hard to imagine even a generation ago. It seems there is a certain persistence to some threats. Sea piracy has been around a long time. The first reported incidents of sea piracy were in the fourteenth century BC, and we're still confronting sea pirates today. Nation states still find themselves at odds with respect to values and aspirations: witness Iran and North Korea and perhaps some others. It's very apparent that there are evolving and emerging challenges as well, like global terrorism and cyber security. And there is no dispute that the velocity of world events is only accelerating, with consequences that are both difficult to predict and potentially severe.  What has not changed is that our country remains an essential force for good in this uncertain world. We remain a vital security cooperation partner with interests around the globe. And, as our fellow citizens forward-deploy to protect those interests, our industry believes firmly that we have a moral obligation to protect them as they move into harm's way, that we must remain strong and focused and well prepared for any eventuality. And history instructs that there will be unforeseen eventualities.  And finally, we have a workforce that is second to none. Today our industry supports over one million direct jobs, generating $84 billion in wages and more than three and a half million jobs in total employment. And these aren't just any jobs. Our employees represent the best of our highly skilled workforce. As America seeks to reconstitute domestic manufacturing, after the loss of so many jobs, I encourage you to visit our factories, visit those throughout our supply chain, where you will see a measure of excellence and global leadership. Our workers throughout all disciplines continue to exemplify the highest standards of professionalism, pushing the boundaries of superior performance and defining state of the art. And each shares a deep and abiding commitment to ethics and integrity in business conduct. 
Solvency – UAS

Next Gen introduces domestic UAV infrastructure – that’s key to the economy and national security

Hutchison, 4/10/12

 [Kay-Bailey Hutchison, Senator for the state of texas, ranking congresswoman on the US Senate commerce, science, and transportation committee, http://hutchison.senate.gov/?p=blog&id=972]
This bill provides for modernization of our antiquated air traffic control system, and moves us one step closer to more efficient and safer travel through our national airspace. When fully implemented, the Next Generation Air Transportation System (NextGen) initiative will transform air traffic control (ATC) from a ground-based radar system to a satellite-based system that uses Global Positioning System (GPS) navigation and surveillance, digital communications, and more accurate weather services. In addition to improving safety for commercial and general aviation, and reducing flight times and delays, NextGen will help airlines to conserve fuel, reduce jet engine emissions, and reduce costs.  For the millions of Americans who reside in rural areas and for those who travel to and from these areas of the country, the FAA bill contains important provisions that will strengthen rural communities' access to air service by continuing incentives for carriers to gain improved service to small and rural communities. The bill also authorizes the Small Community Air Service Development program to support creative financing at rural airports.  The new legislation also moves forward use of unmanned aircraft systems (UAS). UAS deployment to bolster border security and law enforcement is a particularly important new capability for rural areas and smaller communities along our border. UAS technology can also be a valuable new resource for fighting the kinds of wildfires that ravaged scores of Texas communities last year.  Now - more than ever - it is critical for leaders in Washington to work together to advance policies that are both fiscally responsible and provide the private sector with the certainty and predictability needed to create jobs and revive our weak economy. I am proud that this legislation helps to accomplish both of those imperatives. For instance, this bill establishes a process to address outdated and obsolete FAA air traffic control facilities to save taxpayer money. The long-term certainty and predictability this bill gives to one of the largest industries in our country and its stakeholders allows for more effective and efficient use of taxpayer dollars.  Ultimately, what this legislation means for our economy, for our safety, and for our national security is paramount, and in turn it will undoubtedly have a positive impact - either directly or indirectly - on the lives of all Americans. 
AT: Aviation Industry Resilient
Airline industry resiliency is a myth – It prevents action to prevent real and eminent collapse

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
Airline advocates argued that part of the inability to develop a national aviation policy stems from the capacity of the airline industry as a whole to survive in the face of adversity, even as individual airlines might exit the industry. Congress sees the airline industry, one participant claimed, as having the ability to weather financial storms 159 without any government intervention. This results in Congress failing to address vital issues such as providing long-term FAA funding and facilitating international partnerships. As an airline advocate argued, "The airlines always say they have been at death‘s door for years, and they always figure out a way to keep going. … To an extent, we‘re our own worst enemy there because it is true, we have continued to produce a service of incredible value to the economy at a very low cost to the consumer, and we just keep doing it. I think there is this expectation that that can go on forever. But increasingly, I think, we will be dealt out of the international markets where there is potential for real profit, unless some of these things change. But … you go up on Capitol Hill and … you can‘t get anybody to seriously engage in a discussion about fundamental changes." 

AT: No Facilities

Next Gen avoids maitenence costs and can be deployed without facility realignment 

Douglas 6/1 [ Jim Douglas, contributor to AVStop, Aviation online Magazine, “FAA progress and challenges to consolidate air traffic facilities”

http://avstop.com/june_2012/faa_progress_and_challenges_to_consolidate_air_traffic_facilities.htm]

June 1, 2012 - The Department of Transportation’s Office of Inspector General (OIG) Principal Assistant Inspector General for Auditing and Evaluation testified before the House Aviation Subcommittee on the Federal Aviation Administration’s (FAA) efforts to consolidate air traffic facilities. This was at the request of the Subcommittee. OIG initiated an audit to review the FAA’s plan for large scale realignments and consolidations of its air traffic facility network, key challenges that FAA faces in executing its plan, and actions the Agency can take in the near term to successfully consolidate its facilities. According to the FAA, the average age for an en route center is 49 years, while the average age of a TRACON is 28 years. In 2008, OIG reported that 59 percent of FAA facilities were over 30 years old and identified structural deficiencies and maintenance-related issues at many facilities. Sustaining the existing air traffic control system would require the Agency to spend a significant portion of its capital budget to replace and maintain these aging facilities and related infrastructure. In fiscal year 2012, the FAA plans to spend $104 million to replace or improve TRACONs and air traffic control towers, $47 million to maintain en route centers, and $78 million to sustain electrical power systems. The FAA reported in 2010 that 83 percent of its facilities were in either poor or fair condition and that the infrastructure at some facilities would not support NextGen and other modernization initiatives. Many of the Nation’s air traffic facilities have outlived their useful lives and cannot take advantage of newer technologies. FAA formalized a plan last year to begin consolidating them into larger, integrated facilities over the next 2 decades, beginning with facilities managing airspace in the Northeast. However, FAA is early in its planning and has delayed making a final decision until next May on where to build the first facility. Regardless, the FAA will still need to align consolidation plans with ongoing construction projects, make technical decisions that could significantly alter the cost and schedules for other modernization programs, finalize project cost estimates, and address associated workforce issues. Although the FAA’s consolidation plans are evolving, a number of near term actions could better position the Agency for success. These actions include incorporating lessons learned from prior consolidation efforts, developing metrics to identify and track anticipated benefits, and determining how best to keep Congress and other stakeholders informed as the effort progresses. Current Facilities and Airspace To Be Transferred: Liberty Integrated Control Facility - TRACONs within the New York Center’s airspace, including the New York and Philadelphia TRACONs - Airspace at or below 30,000 feet from the New York Center Lincoln Integrated Control Facility - TRACONs within the Chicago Center’s airspace, including the Chicago and Milwaukee TRACONs - Airspace at or below 30,000 feet from the Chicago Center Northeast Integrated Control and High-Ops Facility - TRACONs within the Boston Center’s airspace - Airspace at or below 30,000 feet from the Boston Center. - The facility will be co-located with operations from the New York and Boston Centers that control airspace at or above 31,000 feet, along with oceanic operations. Great Lakes Integrated Control and High-Ops Facility - TRACONs within the Cleveland Center’s airspace, including the Pittsburgh, Cleveland, and Detroit TRACONs - Airspace at or below 30,000 feet from the Cleveland Center. - The facility will be co-located with operations from the Chicago and Cleveland Centers that control airspace at or above 31,000 feet. The FAA’s Decisions Regarding the First Site Have Been Delayed. The FAA has pushed its decision to approve construction for the first facility from November 2012 to May 2013. This is primarily due to delays in selecting a site for the facility and tight funding limits called for in its recently passed reauthorization. The FAA officials noted that the delay will affect the FAA’s schedule for consolidating other locations within the first segment, though the impact has not yet been determined. The FAA’s decision involves determining complex operational, logistical, and workforce aspects of the consolidation, including the facility’s airspace boundaries and total operating positions, the size of the building, the total number of controllers, technicians, and other employees working at the facility, the automation and other equipment to be installed, transition schedules for existing facilities to move to the new building and workforce-related issues. Technical decisions for the first integrated facility will impact the current modernization plan. The FAA modernization plans are based on the current facility set-up for en route centers and TRACONs not consolidated or integrated facilities. According to FAA, the Agency is in the early stages of defining the technical requirements for an integrated facility and making decisions about major acquisitions. These decisions will impact the Agency’s future modernization plans and budgets, including NextGen. For example, the En Route Automation Modernization (ERAM) program is currently being deployed to 20 en route centers, including locations in the Northeast where the first integrated facilities could be built. However, FAA has not made changes in its Capital Investment Plan, and the full extent of the changes will not be known until FAA solidifies its plans for the integrated facilities. National Air Traffic Controllers Association President Paul Rinaldi reaffirmed the organization’s commitment to a collaborative relationship with the FAA and modernization of the National Airspace System (NAS) during testimony before the House Transportation and Infrastructure Subcommittee. While Rinaldi emphasized the collaborative relationship, he stressed to the Subcommittee that facility realignments must be part of a comprehensive plan and must be accomplished with inclusion of the agency’s frontline workforce and without compromising safety and efficiency, reducing services or increasing the cost of the NAS. “It is NATCA’s position that realignments should be implemented only when the realignment has a clear objective, quantifiable efficiency gains and a sound business case evaluating each proposal,” said Rinaldi. “While realignment may play a role in modernizing facilities with NextGen capabilities, realignments and automation upgrades are two separate issues. Automation systems can be housed in any type of building whether they have been realigned or not.” 
✈Russia

Key to Global ATM

NextGen causes global benefits and adaptation – meeting deadlines is key to adoption
Wonneberger, Vice-President, Strategy and Marketing, ATM, Thales ATM Transformation Initiatives, 12
Lionnel Wonneberger, Vice-President, Strategy and Marketing, ATM, Thales ATM Transformation Initiatives, 12, [“The road to global ATM transformation and harmonization,” AIRSPACE, ISSUE 17 QUARTER 2 2012

RISING TO THE CHALLENGE, get it online!] E. Liu
SESAR and NextGen may be perceived as not addressing the needs of countries and regions outside Europe and the USA, where airspace complexity and density may have different characteristics. However, ATM system transformation once proven and achieved in highly complex and dense airspace will also provide significant benefits to other types of airspace. One overwhelming reason for extending ATM transformation to the whole world is that it will provide increased ATM efficiency and safety benefits to aircraft operators in a globally consistent and repeatable way while maximising the use of airborne equipage available in new aircraft (forward fit) and new equipage purchased by airlines to meet national mandates (retro-fit). In this respect, interoperability between different ATM systems and aircraft is a must, and that is where ICAO’s Aviation System Block Upgrades (ASBU) initiative is so essential for the future of our global ATM world. Aviation System Block Upgrades (ASBUs) ICAO and its member states have been working on globally interoperable operational concepts and technical standards for a long time, and a global consensus was reached at the last Air Navigation Conference in 2003. Now, almost 10 years after the launch of this initiative, a new stage must be reached to enable global adoption of compatible and efficient ATM deployment standards (air and ground), in total harmony with all ATM pioneering projects in the world. This will be the major stake at the next global Air Navigation Conference in November 2012 with the global adoption of ICAO’s ASBU roadmap. This does not mean that the ASBU needs to become a one size fits all scheme, where countries are forced to take the processes created by the pioneering projects and adopt them completely. The reality is that many countries will be able to benefit from the efficiencies created and tailor them to suit their needs, requirements and resources. However those pioneering projects must realise that coordination has to be stepped up in order to make the whole process credible and efficient. Towards global harmonisation Very importantly, for airline pilots, no matter where they are in the world, the way they operate should vary only marginally. The ICAO ASBU proposals are a necessary step to the future global ATM system but will require pilots and ATM operators to change some of the ways they think and how they view their role in the air or on the ground. Such paradigm shifts will be challenging enough without taking into consideration the fact that without true interoperability between ATM systems, pilots may have to change the way they operate depending on where they are and where they are flying to; such an outcome would be impractical, not economically viable and introduce a range of operational safety issues. Initial deadlines for implementation are fast approaching (in Europe 2018 for the air-ground part) The equipment manufacturers involved in SESAR and NextGen and who are responsible for producing equipment and systems which will make the ASBU a technical reality, are extremely supportive of global interoperability efforts through ICAO’s ASBU standardisation and direct SESARNextGen coordination. 

Key to Global ATM – Now Key

Global rebuilding of ATM now creates a chance to create a globally integrated system

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
Change in Europe is complemented by changes in Asia. New markets in Asia need to upgrade ATM systems. China’s ATM system infrastructure is limited in areas where demand for air service is growing rapidly. As China builds an infrastructure to deal with this demand, it will be making important decisions about architecture and systems required to accommodate rapidly growing domestic demand. Lacking a heavy investment in legacy ATM systems, China has an opportunity to “leapfrog” to more advanced communication, navigation, and surveillance technologies. As Europe and Asia move toward new ATM systems, the United States will be compelled to change if its airlines are to be competitive in these markets. The worst outcome would be three incompatible approaches, using different systems, requiring airlines to load cockpits with duplicative equipment, creating battles over radio spectrum, and losing potential gains in efficiency and safety. However, changes in the three major ATM markets (North America, Europe, and Asia) also offer an opportunity. Since 2000, a common vision about what a new ATM system would look like has emerged within the ATM community. This vision is a seamless global air traffic system, satellite based, highly automated, using networked data systems to enhance information sharing and to move functions from the ground to the aircraft. The new approach would take advantage of advances in technology to integrate now-separate information systems, provide for greatly increased air traffic situation awareness, allow more aircraft to share the sky, and could increase capacity, security, and safety. 

Key to Harmonization

US innovations get distributed and are key to efficiency and harmonization
Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization 09 
Michael Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization (ATO) International Office, Washington, DC, 09, [“ H=C3 (The Three C’s of Global Harmonization),” ieeexplore.ieee.org/iel5/5165450/5172820/05172834.pdf] E. Liu
The ATO provides air navigation services to approximately 77 million square kilometers of domestic and international airspace delegated to the United States by ICAO. In support of this vast area, the ATO operates an ATM system that is by far the most complex and, with over 46 million aircraft handled each year, the most heavily used in the world. An integral part of the ATO’s responsibility as the United States’ ANSP is the direct daily interaction on a range of ATM issues with the 18 foreign ANSPs that control the 29 adjacent Flight Information Region (FIRs) that abut the United States National Airspace System (NAS). Harmonization is essential on issues ranging from air traffic flow management, safety, environmental, and security linkages such as voice and data, to coordinating future air traffic management architectures and supporting technologies and procedures. The ultimate goal is seamless operations across as many boundaries as possible. This is accomplished through bilateral and multilateral Agreements, local Letters of Agreement (LOAs), participation in formal ICAO PIRGs, and participation in informal coordination groups. Harmonize CNS/ATM Standards ATO customers’ safety and efficiency interests extend beyond the borders of our airspace system. Operational efficiencies gained in United States airspace should be continuous to the extent possible, as aircraft traverse the region as a whole. Additionally, as system users invest in aircraft technology, they expect it to be compatible with systems and procedures used by other ANSPs. Ideally, they would prefer to use the technology around the world to achieve the same safety and efficiency gains made here in the United States Standardization of CNS/ATM technologies and procedures is critical to cross-border, regional, and multi-regional interoperability. This, in turn, drives regional and global harmonization of systems. Such technical and operational alignment can take many forms, depending on the target technology or procedure. 

US commitment is key to access air traffic technology

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
As other countries begin to modernize their management of air traffic, the United States faces difficult choices. There is a risk that the pace of change and the course it takes may not be efficient and may not fully address U.S. interests. The United States has an opportunity to take advantage of new technologies for air traffic management, but it lacks the institutional tools and perhaps the long-term commitment to develop and sustain transformation. 

Agencies exist to spread NextGen technology – Investment in development is key
Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization 09 
Michael Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization (ATO) International Office, Washington, DC, 09, [“ H=C3 (The Three C’s of Global Harmonization),” ieeexplore.ieee.org/iel5/5165450/5172820/05172834.pdf] E. Liu
The development of the tools and technologies required to move into the next generation of air transportation rests squarely on the shoulders of industry partners both in the US and abroad. Global harmonization in its most fundamental form is accomplished when these NextGen tools, technologies, and requisite procedures proliferate around the globe as a result of international commerce. ATO International co-leads the Joint Planning and Development Office (JPDO) Global Harmonization Work Group (GHWG). As is the case with all working groups operating within the JPDO, the GHWG is co-chaired by government and industry. Its mission includes the development of United States positions, collaboration with international partners on the development of joint positions, and the advocacy of the resulting 3 policies, standards, technologies, and/or procedures. The GHWG establishes mechanisms to support global sharing of NextGen industry products, and identifies areas where industry is best suited to take the lead in harmonization efforts. Much of this work is being captured in a document called the NextGen International Strategy, a plan for coordinating systems and procedures and implementing global standards. This document is currently being updated by the GHWG to broaden its scope to include perspectives from all JPDO member agencies, and to establish the foundational elements for a multi-faceted NextGen harmonization approach. From this strategy, JPDO partner organizations will establish harmonization work programs which may be tailored to fit the responsibilities of each member organization. 

Key to Harmonization - 2

Multilateral cooperation now guarantees NextGen harmonization

Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization 09 
Michael Hawthorne, Program Manager, Federal Aviation Administration, Air Traffic Organization (ATO) International Office, Washington, DC, 09, [“ H=C3 (The Three C’s of Global Harmonization),” ieeexplore.ieee.org/iel5/5165450/5172820/05172834.pdf] E. Liu
Without diminishing the importance of the aforementioned performance standards, procedures, and guidance, if they are not (or cannot be) implemented consistently on a global scale, the work will have been for naught. Operationallyseamless regional boundaries require systems that can share data and support common (or at least compatible) procedures, which allow airspace users to realize the same level of service as they transition from one provider to another. Success here requires a common language based on ICAO global plans, common planning tools and roadmaps, and consistent and coordinated participation by our various task force, sub group, and management group members. In support of this reality, ATO International plays a significant leadership role in three ICAO Planning and Implementation Regional Groups (PIRGs), and uses these entities to cooperate and coordinate with adjacent States and providers. The North Atlantic Systems Planning 4 Group (NATSPG) is run out of the ICAO Regional Office in Paris; the Asia Pacific PIRG (APANPIRG) is run out of Bangkok; and the Caribbean and South American PIRG (GREPECAS), which also includes Mexico and Central America, is co-led by the ICAO offices in Mexico City and Lima, Peru. The operation of today’s National Airspace System and tomorrow’s NextGen borders on all three of these regions operationally, so it is imperative that we work with them to ensure a consistent and coordinated approach to the implementation of NextGen capabilities. In addition to the formal ICAO groups, there are also multiple informal bilateral and multilateral activities, which tend to serve as the breeding ground for cooperative new approaches to air traffic management in their respective regions. Not only do these groups provide excellent opportunities to collaborate, cooperate, and coordinate with governmental and service provider counterparts, they can also include a mix of airspace user representatives, industry trade groups, and system/equipment manufacturers, without whom, NextGen cannot be successful. In addition to working with the aforementioned regional groups under the ICAO umbrella, ATO International establishes and oversees bilateral and multilateral relationships with key partners in Europe, Canada, Mexico, Japan, and China to harmonize their modernization plans with NextGen and ensure seamless operations for ATO customers. ATO International oversees a series of research and development action plans under the auspices of a formal Agreement between the United States and Europe, and is actively working to harmonize NextGen with the Single European Sky ATM Research (SESAR) project there. Under the umbrella of the North American Aviation Trilateral (NAAT), the United States, Canada, and Mexico comprise the NextGen Trilateral Strategy Group (NTSG). Japan and China also participate in NextGen Steering Groups established under formal bilateral Agreements with the ATO. In the case of China, a government/industry US/China Aviation Cooperation Program (ACP) has been established that provides an additional forum for a coordinated outreach on NextGen planning and implementation activities. All these bilateral relationships are focused on the cooperative development of integrated roadmaps and/or work plans. 

Key to Harmonization – India and China

NextGen movement with SESAR is key to harmonization – Gets India and China on board
USINFO, produced by the Bureau of International Information Programs, U.S. Department of State, 07
USINFO, produced by the Bureau of International Information Programs, U.S. Department of State, 2-23-07, [“United States Seeks Global Harmonization of Air Traffic Control,” http://news.findlaw.com/wash/s/20070223/20070223155224.html Andrzej Zwaniecki
In an address to the Royal Aeronautical Society in London, she said the United States and the European Union (EU), the two largest air transportation markets in the world, are trying to meet the challenge by developing their own advanced air traffic management systems – the Next Generation Air Transportation System (NextGen) and the Single European Sky Air Traffic Management Research (SESAR) program. Blakey said, however, that unless the two parties move in harmony, making sure that these systems are interoperable, management of international air traffic is unlikely to measure up to the growing needs of civil aviation. “If NextGen and SESAR aren’t compatible, … we’ve taken a step forward technologically, but taken a step back strategically,” she said. In 2006, the Bush administration and the European Commission signed an agreement to cooperate and collaborate on developing the systems. Blakey said she hopes that later in 2007 the two sides will announce several joint projects to further harmonization. CHINA, INDIA Integrating China and India with global air traffic systems is also important for making international air travel safe and trouble-free, she said, as the two countries experience an explosive growth in domestic air travel. Blakey said the growth of China’s domestic air travel market – at about 8 percent per year – is hampered by a lack of sufficient infrastructure and a complex web of airspace restrictions. The Chinese have tried to catch up with the growth by beginning construction of more than 30 major airports in recent years and by pushing their military to relinquish some of the approximately 80 percent of Chinese airspace it controls. The FAA administrator said her agency is doing as much as possible to help China improve its air traffic systems through technical assistance and training. (See related article.) The United States also is working with the Chinese to help them understand the benefits of emerging technologies and automated and integrated air traffic systems, Blakey said. Another U.S. official, Assistant Secretary of Transportation Andrew Steinberg, told USINFO that China, with its relatively undeveloped infrastructure, has an opportunity to jump directly to satellite-based air traffic systems, passing more developed countries that continue to rely on ground-based systems. Blakey said her agency would like to use the experience it has gained in China to craft an aviation cooperation program with India, another rapidly developing aviation market. “We are counting on a long-term relationship with India to work with them to grow their aviation system,” she said.

Key To Harmonization – Funding

Lack of funding undermines harmonization
Dillingham, Director, Physical Infrastructure Issues, 11
Gerald Dillingham, Director, Physical Infrastructure Issues, 11-11, [“Collaborative Efforts with European Union Generally Mirror Effective Practices, but Near-Term Challenges Could Delay Implementation,” Report to Congressional Requesters, www.gao.gov/products/GAO-12-48] E. Liu
Efforts to reduce the federal debt could decrease the funding available to FAA for both collaboration and NextGen system development, potentially slowing the schedule for harmonization and adding to stakeholders’ skepticism. According to an action plan team report, traveling restrictions would cause a 6- to 9-month delay. To reduce travel costs, action plan teams have endeavored to schedule their meetings to coincide with other meetings and officials are making use of technological substitutes for travel, such as Webex.16 However, a EUROCONTROL official said that he does not consider these virtual meetings to be as effective as face-toface interactions, and an official representing European air navigation service providers told us that overuse of this technology could impede harmonization and result in higher costs over the long run. Cuts in system development budgets could also delay the schedule for harmonization and the realization of interoperability benefits. FAA officials told us that they normally absorb funding cuts by eliminating or delaying programs, with funding cuts taking precedence over previously agreed upon schedules, even those whose schedules they have previously coordinated with Europe. For example, FAA officials responsible for navigation systems told us that FAA is restructuring the plans for its ground-based augmentation system (GBAS) because of potential funding reductions.17 These officials said that FAA might have to stop its work on GBAS while SESAR continues its GBAS development, with the result that SESAR may have an operational GBAS, while FAA does not. A delay in implementing GBAS would require FAA to continue using the legacy Instrument Landing System, which does not provide the benefits that GBAS would provide, according to these officials. Such a situation could further fuel stakeholder skepticism about whether FAA will follow through with its commitment to implementing NextGen, and in turn, increase airlines’ hesitancy to equip with NextGen technologies. 

NextGen Key to Europe Coordination

A coherent vision and new air system is key to coordinate with Europe

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
Recognition of the advantages of broadly transforming ATM has been growing in the United States. In 2001, the White House Office of Science and Technology Policy called for the development of a “21st Century global air transportation system” that would provide “safe, secure, efficient and affordable transportation of people, goods and information in peacetime and wartime—enabling people and goods to move freely anywhere, anytime, on time.”6 Similarly, in its 2002 report, the Commission on the Future of the U.S. Aerospace Industry declared, “The nation needs a clear air transportation policy with an objective to move air traffic capacity substantially ahead of anticipated demands while enhancing public safety and homeland security.”7 According to the commission, transforming the air transportation system should be a national priority. It requires “a new, highly automated air traffic system, beyond the Federal Aviation Administration’s Operational Evolution Plan,” as well as the additional airports and runways. Further recommendations in the report aim to promote a streamlined aerospace policy in which the executive and legislature are on the same page. A coherent vision is necessary to modernize ATM in step with European initiatives. 

NextGen Sets Standards

Other countries will adopt NextGen – They lack domestic capabilities
Redeborn, EUROCONTROL’s Director of ATM Strategies, 08
Bo Redeborn, EUROCONTROL’s Director of ATM Strategies, Fall 08, [“Closer cooperation essential for interoperability between NextGen and SESAR ,” Skyway Volume 12, Number 49, Autumn 2008 Focus on: SESAR & NextGen, www.eurocontrol.int/sites/default/files/content/documents/official-documents/skyway/2008-Autumn-Skyway49.pdf] E. Liu
“In fact, seamless is a better word than interoperable. That is what the airspace users would like to see. They want to be able to procure an aircraft safe in the knowledge that they can deploy it anywhere in the world. They want an avionics suite that is compatible for global operations: the days of different avionics for different regions are at an end. And a seamless global system is in reality what we are all aiming to achieve,” he said. However, he pointed out that: “Different regions need different solutions at different times, so we must ensure we do not design solutions that are not globally compatible. We need to design something that can be adaptable.” There is general agreement that SESAR and NextGen can and should provide the blueprint for a global system. They are “the two leading projects in the world, “ according to Redeborn, who pointed out that many other States have indicated they would be happy to follow the US/European lead, often because they do not have the resources either in terms of expertise or funding to invest in such comprehensive programmes themselves. However, Redeborn stressed that ICAO was the appropriate platform “because it is the only truly global forum for aviation.” “The best way to address this would be for ICAO to align its work programme with NextGen and SESAR,” said Redeborn. However, the ICAO process is acknowledged to be cumbersome and in many respects not designed for this purpose. As a result, ICAO is considering how the process could be accelerated and improved by outsourcing technical specifications to accredited organisations, such as EUROCAE1 in Europe and RTCA2 in the US, that already do this work at a national and/or regional level. ICAO would still be responsible for developing, agreeing, and enforcing standards, but the detailed documentation would be completed by organisations with specific expertise in this field. 

NextGen influences future ATC technologies
Hansman, professor in the Department of Aeronautics and Astronautics at MIT and , Odoni 09
R. John Hansman, professor in the Department of Aeronautics and Astronautics at MIT and Amedeo Odoni, Departments of Aeronautics & Astronautics and Civil & Environmental Engineering, MIT, 09, [“Air Traffic Control,” Chapter 13, THE GLOBAL AIRLINE INDUSTRY, http://onlinelibrary.wiley.com/book/10.1002/9780470744734] E. Liu
 In order to provide the potential for growth of the air transportation system, various efforts are under way to improve the capacity, efficiency and environmental performance of the ATC system. In mature ATC regions, such as the USA and Europe, there is little opportunity to expand the system by adding new airports or runways, but there are extensive planning efforts (NextGen in the USA, SESAR in Europe) in progress to define the long-term future of the ATC system. These plans are still in their developmental phase, but generally share many elements including increased use of satellite navigation systems, surveillance systems based on ADS-B, use of time as a control parameter in trajectory-based clearances, broad information sharing through system-wide information management (SWIM), moving controllers to a more supervisory role and shifting some ATC functions to the cockpit. In developing ATC regions, such as China, India and the Middle East, much of the focus has been on building new airport and runway capacity although these regions can also quickly incorporate and benefit from new ATC operational concepts and technologies.

US-Europe Collaboration Key to Global ATM

US-Europe collaboration on NextGen systems is key to global air traffic interoperability
Wonneberger, Vice-President, Strategy and Marketing, ATM, Thales ATM Transformation Initiatives, 12
Lionnel Wonneberger, Vice-President, Strategy and Marketing, ATM, Thales ATM Transformation Initiatives, 12, [“The road to global ATM transformation and harmonization,” AIRSPACE, ISSUE 17 QUARTER 2 2012

RISING TO THE CHALLENGE, get it online!] E. Liu
Large scale initiatives such as SESAR and NextGen have been established to resolve the ATM transformational challenge, moving from low to medium automation levels to levels allowing drastic increase in performance while keeping the human being in the loop. New technologies, procedures and regulations are being developed and validated (and certified for the airborne component) before nationwide and regional deployment across the airport, approach, en-route, and oceanic, ATC domains. Effective collaborative work within the ATM value chain has provided the recipe for the delivery of tangible outcomes, as evidenced by recent achievements in SESAR (initial 4D trajectory) or in NextGen (ADS-B deployment). A sustainable pace for ATM changes can be maintained, even if it is not as fast as initially expected, if this collaborative effort in Europe and in the US is preserved. In addition Europe and the US must work together to ensure that full interoperability of air-ground ATM changes is achieved, despite initial differences in viewpoints for some key concepts such as trajectory management, potentially resulting in different implementations, procedures and regulations.

Harmonization through satellite systems is key to global ATM

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
There already is a vehicle for international cooperation on ATM issues: the International Civil Aviation Organization (ICAO). In fall 2003, ICAO’s Eleventh Air Navigation Conference endorsed the development of a globally harmonized and seamless air navigation system that will enhance safety, reduce congestion, delays, and flight times, and lessen the effect of aviation on the environment.29 Implementation of the ICAO plan will take the next 25 years. ICAO had previously decided (in 1991) that ATM should move to greater use of satellite-based navigation systems, and the 2003 decision built on this precedent. ICAO’s “Global Air Navigation System of the Future” makes safety the most important element of ATM systems, but it also emphasizes efficiency, cost effectiveness, and protection of the environment. The conference recommended greater harmonization of air navigation systems between regions to increase the capacity of the existing airspace, noting that harmonization (through cooperation and consensus among countries and regions) was vital for providing a transparent and seamless global ATM system. 

US-EU coordination causes global interoperability on aviation
Platteau, Chief of Communication and Stakeholders Relations, 08
Eric Platteau, Chief of Communication and Stakeholders Relations, talks to his colleagues Michael Standar and Peter Hotham, respectively Chief Operational Concept and Validation, and Chief Architect, at the SESAR JU, 08, [“SESAR: solving a European problem,” Skyway Volume 12, Number 49, Autumn 2008 Focus on: SESAR & NextGen, www.eurocontrol.int/sites/default/files/content/documents/official-documents/skyway/2008-Autumn-Skyway49.pdf] E. Liu
Europe and the United States aim at delivering transformed, interoperable ATM systems with enhanced capacity, cost, safety and environmental performance by 2020/25. Peter Hotham and Michael Standar believe that successful transatlantic collaboration will create the momentum for a subsequent push towards global interoperability. “Airline operators would object to facing completely different methods of operation when they leave the US or European airspace. There will be an appeal from the industry to ensure global consistency and to convince the other regions of the world to join in,” expects Michael Standar. S-JU is anticipating that development by promoting open and active cooperation with international stakeholders. Europe is developing a solution to avert a looming regional capacity crunch – but it is doing so within a global perspective, with a view to offering an equally appropriate response once the issue arises elsewhere in the world. n

US-Europe Collaboration Sets the Standard

US-Europe cooperation on air traffic sets the global standard

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
There could be several benefits to an approach that emphasizes international cooperation, not only at the technical level but also at the policy planning level. First, FAA and Eurocontrol may benefit in terms of winning funding from making common cause. Second, the transatlantic region (the United States and Europe) remains the most modern and most active aerospace industry sector, so common changes there will set the course for the rest of the world. Progress in recent talks on compatibility between Galileo and GPS could serve as a model. There could also be. e political benefits from finding new ground for cooperation with Europe as it continues to reconstitute itself into a single entity. ATM modernization is a relatively neutral subject where both sides of the Atlantic have incentives to cooperate. There may be trade implications concerning opening domestic markets, but efforts to resolve these are best held in abeyance until further progress is made on ATM modernization. The key issues are refining that common vision into an implementable plan and finding the political will and resources to execute it.
US-Europe Collaboration Yes

US – Europe collaboration will occur – Benefits, rationale and documents

Dillingham, Director, Physical Infrastructure Issues, 11
Gerald Dillingham, Director, Physical Infrastructure Issues, 11-11, [“Collaborative Efforts with European Union Generally Mirror Effective Practices, but Near-Term Challenges Could Delay Implementation,” Report to Congressional Requesters, www.gao.gov/products/GAO-12-48] E. Liu
As noted previously, FAA and EUROCONTROL have collaborated many times in the past to achieve common outcomes under action plans. In 2011, FAA and the EU reaffirmed their agreement that interoperability is essential by establishing the MOC. Both parties recognize that it is in their mutual interest that aircraft be able to operate seamlessly as they fly from one system to the other. Without interoperability, airlines might have to install a second suite of equipment on their aircraft to operate in NextGen and SESAR airspaces. Furthermore, having different procedures would require pilots to learn two different operating procedures, which could degrade safety. Additionally, if FAA or SJU did not implement certain aspects of NextGen or SESAR, they would not receive the associated benefits, such as fuel savings that could result from more efficient air traffic management procedures. As we have previously reported, having a clear and compelling rationale to work together—such as that described above—is a key factor in successful collaborations. Agencies can overcome significant differences when such a rationale and commitment exist. Our prior work also found that agencies that articulate their agreements in formal documents, such as memoranda of cooperation, can strengthen their commitment to working collaboratively. FAA and SJU officials we interviewed, as well as industry stakeholders representing organized labor, airlines, and airframe and aerospace equipment manufacturing companies, generally agreed that the 2011 MOC is a positive development toward ensuring the interoperability of NextGen and SESAR, and it shows how the two sides are going to work together to achieve that common outcome. 

Solves Russian Border Conflicts

Airspace integration solves border conflicts
Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, 11
Anya Loukianova , Research Associate at the James Martin Center for Nonproliferation Studies, graduate assistant at the Center for International and Security Studies at Maryland, 5-11, [“Cooperative Airspace Security in the Euro-Atlantic Region ,” CISSM Working Paper, www.cissm.umd.edu/papers/display.php?id=547] E. Liu
In today’s conflict‐prone regions, disputed borders shouldn’t necessarily imply airspace opacity. To the contrary, cooperative airspace projects allowing all parties equal access to a common source of information about the activities in their airspace would promote transparency and confidence‐building. In retrospect, a CAP of the air situation over Georgia, Abkhazia, and South Ossetia that was shared between Russia, Georgia, and third parties could have also served as an enforcement mechanism for treaty obligations. While resolving the conflict involving Abkhazia and South Ossetia requires political will, a creative implementation of additional airspace security arrangements involving Russia and either NATO or U.S. technology could buttress regional stability by decreasing information asymmetries to all regional actors. 

✈Africa

1AC Africa Advantage - 1
NextGen forces agency coordination and tech transfer by creating mechanisms and agencies
Dillingham Director, Physical Infrastructure Issues, 10
Gerald Dillingham, Director, Physical Infrastructure Issues, 6-10, [“Mechanisms for Collaboration and Technology Transfer Could Be Enhanced to More Fully Leverage Partner Agency and Industry Resources,” Report to Congressional Requesters, www.gao.gov/products/GAO-11-604] E. Liu
The NAS consists of a wide assortment of technologies operated by FAA, other federal agencies, such as DOD, and industry participants such as airlines. Technology transfer may be defined as the process by which technology or knowledge developed by one entity is applied and used by another. Technology transfer may involve the transfer of equipment, research, architecture, knowledge, procedures, or software code, or involve data integration. Technology transfer also encompasses the process by which research is transitioned from one entity and then developed and matured by another through testing and additional applied research until ultimately deployed. This report focuses on the mechanisms used to transfer research and technology between partner agencies and private industry and FAA, which can include the transfer of FAA and partner agency research to the private sector to develop a technology, or the transfer of research or technology developed by partner agencies or the private sector to FAA.8 Since the origination of the NextGen effort, several mechanisms intended to facilitate coordination and technology transfer among FAA and partner agencies have been established. Congress created JPDO within FAA as the primary mechanism for interagency and private-sector coordination for NextGen. JPDO’s enabling legislation states that JPDO’s responsibility with regard to technology transfer is “facilitating the transfer of technology from research programs such as the National Aeronautics and Space Administration program and the Department of Defense Advanced Research Projects Agency program to federal agencies with operational responsibilities and to the private sector.”9 JPDO developed an Integrated Work Plan that recommends primary and support responsibilities to partner agencies for research and development of various technological aspects of NextGen.10 (See fig. 1.) JPDO is also responsible for overseeing and coordinating NextGen research activities within the federal government and ensuring that new technologies are used to their fullest potential in aircraft and the air traffic control system. The memorandums of understanding among the partner agencies also require that the partner agencies have the mechanisms in place to coordinate and align their NextGen activities, including their NextGen-related budgets, acquisitions, and research and development. The legislation also directed the Secretary of Transportation to establish a Senior Policy Committee, to be chaired by the Secretary, to provide NextGen policy guidance and review, and to facilitate coordination and planning of NextGen by the partner agencies. 

African aviation is underfunded and dangerous now – Following a US example is key to airworthinses
Se’ Kapchangah, Aviation Security Consultant in Nairobi, Kenya 08

Mutali K. Se’ Kapchangah, Aviation Security Consultant in Nairobi, Kenya, 7-15-08 , [“Africa Aviation Security: Implications for Peace and Security,” I n s t i t u t e f o r S e c u r i t y S t u d i e s, kms1.isn.ethz.ch/serviceengine/Files/ISN/99981/ipublicationdocument_singledocument/780781cb-117b-4b0e-be8f-38369d511056/en/SITREP150708%255B1%255D.pdf] E. Liu
In general, the aviation industry in Africa is in a bad state of affairs. Firstly, African investment in air transport has been marginal with most of the capital in the industry being foreign owned. Safety records have been far from impressive with 17% of all global aviation accidents recorded in Africa3. According to the International Air Transport Association (IATA), the number of major accidents per million takeoffs in Africa stood at 4.03 in 2006, compared with a worldwide average of only 0.654 Despite major accidents reported across the continent, according to IATA 2006 was the safest year globally, with just one accident for every 1.5 million flights5. Africa’s air safety record was only better than that of Russia which with 8.6 accidents per one million departures had an accident rate thirteen times the global average. Secondly, until now, air safety in Africa has been left to individual countries. The continent does not seem to, and has not spoken with one voice on aviation matters.6 There are no continent wide benchmarks in aircraft maintenance and inflight operations. Currently, there is lack of harmony in issuance of airworthiness certificates for aircraft and the licensing of airliner pilots as well as experts to help national authorities implement internationally-accepted levels of air transport practice. This raises questions on the capacity of oversight regulatory authorities in managing security and safety of the aviation sector. The recent initiative by African governments to create the Afro-Civil Aviation Agency (Afro-CAA), a continent-wide air safety agency modelled on the EU’s Aviation Safety Agency and the U.S. Federal Aviation Agency may be a good start in the right direction7.

1AC Africa Advantage - 2
US agency coordination is key to effective African aviation assistance
Gerald Dillingham, Director, Physical Infrastructure Issues, 6-09, [“Federal Efforts Help Address Safety Challenges in Africa, but Could Benefit from Reassessment and Better Coordination,” United States Government Accountability Office Report to Congressional Requesters, www.gao.gov/new.items/d09498.pdf] E. Liu
In addition, better interagency coordination through DOT for funding air transportation-related activities in Africa would improve U.S. efforts to assist African countries not only by preventing duplication of effort, but also by establishing a more comprehensive strategy for achieving common goals and objectives. Several U.S. federal agencies are involved in funding aviation-related projects in African countries, but this assistance is inconsistently coordinated. Such lack of coordination can lead to duplication of effort and the potential allocation of scarce resources for unnecessary and unwarranted projects. It also can prevent agencies from leveraging resources and expertise across government and optimizing the impact of their efforts. While DOT has been involved in some of these aviation safety-related projects, the federal agencies have not collaborated consistently, partly because the other agencies do not focus specifically on improving aviation safety. The Interagency Committee on International Aviation Safety and Security, formed by USTDA and FAA, could potentially serve as a mechanism for developing a strategy to coordinate agencies’ resources for aviation-related projects in Africa and to assist DOT in accomplishing the SSFA program’s goals. By leading collaborative efforts, DOT can share expertise and provide strategic direction for aviation projects in Africa, especially through the SSFA program, helping to ensure that the U.S. agency with the greatest aviation expertise and technical capabilities has a leadership role in activities related to U.S. funding of aviation safety-related efforts in Africa. Furthermore, by encouraging coordination and collaboration, DOT may be able to work with all agencies involved to more consistently focus cumulative efforts on deliverable targets, leverage resources, and achieve tangible results. 

African inconsistency with aviation safety standards encourages terrorism, crime, instability, and state failure
Se’ Kapchangah, Aviation Security Consultant in Nairobi, Kenya 08

Mutali K. Se’ Kapchangah, Aviation Security Consultant in Nairobi, Kenya, 7-15-08 , [“Africa Aviation Security: Implications for Peace and Security,” I n s t i t u t e f o r S e c u r i t y S t u d i e s, kms1.isn.ethz.ch/serviceengine/Files/ISN/99981/ipublicationdocument_singledocument/780781cb-117b-4b0e-be8f-38369d511056/en/SITREP150708%255B1%255D.pdf] E. Liu

Non-compliance with international aviation security regulations will mean exposure to acts of unlawful interference will also extend to domestic flights, this will push local militant groups to identify themselves with terrorism as a way to push for their agendas. Homegrown terror groups will increase the intensity of operations to extend attacks to aviation facilities in order to remain relevant. With the success of such attacks – thanks to the relative vulnerability of aviation in the continent occasioned by non-compliance – impetus for intensified recruitment of the terrorists will have been provided. Insurgency in the region will move a notch with militants incorporating such acts like hijacking and attacks on aviation infrastructure. The groups will also forge alliances with international terrorists who will be too willing to find associates in countries that have easy targets. With this kind of alliances, the level of instability in African states will worsen given the enhanced capacity of insurgents who will have access to funding by terror foundations through the adoption of fairly sophisticated means to achieve their intended objectives. Militants such as the Al-Itihad al-Islamiyya, a side-kick of the Al-Qaeda, continue to be a net exporter of terror in the Horn of Africa with countries such as Djibouti, Kenya and Ethiopia likely to witness increased incidences of unlawful interferences in their aviation industry. In West Africa, groups such as the Movement for Emancipation of the Niger Delta and a plethora of militant groups fighting against the injustices in the Nigeria oil sector, who specialize in kidnapping of foreign workers for ransom and disabling of oil infrastructure could extend their attacks to hijack of airlines and aviation installations in pursuit of their causes. International criminal rings will not hesitate to shift their bases to jurisdictions where enforcement is lax due to the non-compliance to international aviation security regulations. African airports allow for a relatively easy flow of immigrants, arms and crimes compounded with the problem of corrupt law enforcement at frontiers. Non-compliant airports are more likely to act as transit points for illicit drugs destined for overseas. Associated offences such as kidnappings, money laundering and murder with violence becoming the preferred method of conflict resolution further eroding public confidence in law enforcement, arm traffickers and dealers will ensure the countries are awash with weaponry to fuel anarchy. It is an open secret that criminal minds do support and finance political parties in most parts of Africa. Using their ill-gotten wealth, criminal rings will finance both sides of the political divide as an insurance that it remains in good books of the victor. As stated above, non-compliance with international aviation security regulations might trigger the continent’s instability: collapse of economies and subsequent failure of state apparatus could usher in the era of coups and counter-coups with more and more African countries categorized as pariah states.

1AC Africa Advantage - 3
Failed states spillover and cause nuclear weapons trafficking and terrorism

Liana Sun Wyler, Analyst in International Crime and Narcotics Foreign Affairs, Defense, and Trade Division, 8-28-08, “Weak and Failing States: Evolving Security Threats and U.S. Policy,” Congressional Research Service, www.fas.org/sgp/crs/row/RL34253.pdf

Analysts identify numerous links between weak and failing states and transnational security threats, ranging from terrorism and nuclear proliferation to the spread of infectious diseases, environmental degradation, and energy security. U.S. national security documents generally address weak states in relation to four key threat areas: (1) terrorism, (2) international crime, (3) nuclear proliferation, and (4) regional instability. Other analysts caution, however, that despite anecdotal evidence supporting a potential nexus between state weakness and today’s security threats, weak states may not necessarily harbor U.S. national security threats. Furthermore, the weakest states may not necessarily be the most significant threats to U.S. national security; relatively functional states, characterized by some elements of weakness rather than complete state collapse, may also be sites from which threats can emerge. Terrorism. According to several analyses, weak and failing states are perceived as “primary bases of operations” for most U.S.-designated foreign terrorist organizations, including Al Qaeda, Hamas, Hezbollah, Islamic Jihad, and Jaish-IMohammed.11 Terrorists can benefit from lax or non-existent law enforcement in these states to participate in illicit economic activities to finance their operations and ease their access to weapons and other equipment.12 As with Afghanistan in 2001, weak and failing states can also be ideal settings for terrorist training grounds, when the host country’s government is unable to control or govern parts of its territory. States mired in conflict also provide terrorists with opportunities to gain on-theground paramilitary experience.13 Researchers find, however, that not all weak states serve as safe havens for international terrorists.14 Terrorists have been known to exploit safe havens in nonweak as well as weak states. The Political Instability Task Force, a research group commissioned by the Central Intelligence Agency, found in a 2003 report that terrorists operate in both “caves” (i.e., failed states, where militant groups can exist with impunity) and “condos” (i.e., states that have the infrastructure to support the international flow of illicit people, funds, and information). The preference for “condos” suggests that countries most devoid of functioning government institutions may sometimes be less conducive to a terrorist presence than countries that are still weak, but retain some governmental effectiveness.15 International Crime. As with terrorist groups, international criminal organizations benefit from safe havens that weak and failing states provide. According to the U.S. Interagenccy Working Group report on international crime, weak states can be useful sites through which criminals can move illicit contraband and launder their proceeds, due to unenforced laws and high levels of official corruption.16 Since the Cold War, the international community has seen a surge in the number of transnational crime groups emerging in safe havens of weak, conflictprone states — especially in the Balkans, Central Asia, and West Africa. Criminal groups can thrive off the illicit needs of failing states, especially those subject to international sactions; regimes and rebel groups have been known to solicit the services of vast illicit arms trafficking networks to fuel deadly conflicts in countries such as Afghanistan, Angola, Liberia, Sierra Leone, and Sudan when arms embargoes had been imposed by the United Nations and other members of the international community.17 Links between transnational crime and terrorists groups are also apparent: Al Qaeda and Hezbollah have worked with several criminal actors, ranging from rebel groups in the West African diamond trade to crime groups in the TriBorder region of Argentina, Brazil, and Paraguay, among others.18 In 2008, a U.S. Drug Enforcement Administration (DEA) official stated that at least 19 of 43 Foreign Terrorist Organizations (FTOs) listed by the State Department have established links to drug trafficking.19 Some researchers contend, however, that the weakest states are not necessarily the most attractive states for international criminals. This may be because some illicit transnational groups might be too dependent on access to global financial services, modern telecommunication systems, transportation, and infrastructure that do not exist in weak states. Researchers also find that some forms of international crime are more associated with weak states than others. Narcotics trafficking and illicit arms smuggling, for example, often flow through weak states. However, other types, such as counterfeiting and financial fraud, may be more prevalent in wealthier states.20 Weapons Proliferation. Weak and failing states, unable or unwilling to guarantee the security of nuclear, chemical, biological, and radiological (CBRN) materials and related equipment, may facilitate underground networks that smuggle them. Endemic corruption and weak border controls raise the possibility of these states being used as transshipment points for illicit CBRN trafficking. Porous international borders and weak international controls have contributed to 1,080 confirmed nuclear and radiological material trafficking cases by member states from 1993 to 2006, according to the International Atomic Energy Agency.21 The majority of smuggled nuclear material reportedly originates in Central Asia and the Caucasus where known stockpiles are said to be inadequately monitored.22 Other sources of concern include poorly secured materials in research, industrial, and medical facilities. A relatively new region of concern for the United States is Africa, where more than 18% of the world’s known recoverable uranium resources exist. Lax regulations, weak governments, and remotely located mines that are difficult to supervise combine to make the removal and trafficking of radioactive substances in Africa “a very real prospect.”23 Analysts also contend that while the potential for weapons of mass destruction (WMDs) trafficking through weak states is considerable, most weak states may be unlikely destinations for smuggled WMD devices. Such equipment requires a certain level of technological sophistication that may not exist in some weak and failing states.24 Regional Instability. According to recent research, states do not always become weak or failed in isolation — and 
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the spread of instability across a region can serve as a critical multiplier of state vulnerability to threats. Instability has a tendency to spread beyond a weak state’s political borders, through overwhelming refugee flows, increased arms smuggling, breakdowns in regional trade, and many other ways.25 The National Intelligence Council acknowledges that state failure and its associated regional implications pose an “enormous cost in resources and time” to the United States.26

Terrorist attacks can escalate to nuclear war with China or Russia

Robert Ayson, Professor of Strategic Studies and Director of the Centre for Strategic Studies: New Zealand at the Victoria University of Wellington, 7-10, [“After a Terrorist Nuclear Attack: Envisaging Catalytic Effects,” Studies in Conflict & Terrorism, Volume 33, Issue 7, http://www.the3nr.com/2010/07/14/excellent-new-terrorism-impact-card/]

But these two nuclear worlds—a non-state actor nuclear attack and a catastrophic interstate nuclear exchange—are not necessarily separable. It is just possible that some sort of terrorist attack, and especially an act of nuclear terrorism, could precipitate a chain of events leading to a massive exchange of nuclear weapons between two or more of the states that possess them. In this context, today’s and tomorrow’s terrorist groups might assume the place allotted during the early Cold War years to new state possessors of small nuclear arsenals who were seen as raising the risks of a catalytic nuclear war between the superpowers started by third parties. These risks were considered in the late 1950s and early 1960s as concerns grew about nuclear proliferation, the so-called n+1 problem. It may require a considerable amount of imagination to depict an especially plausible situation where an act of nuclear terrorism could lead to such a massive inter-state nuclear war. For example, in the event of a terrorist nuclear attack on the United States, it might well be wondered just how Russia and/or China could plausibly be brought into the picture, not least because they seem unlikely to be fingered as the most obvious state sponsors or encouragers of terrorist groups. They would seem far too responsible to be involved in supporting that sort of terrorist behavior that could just as easily threaten them as well. Some possibilities, however remote, do suggest themselves. For example, how might the United States react if it was thought or discovered that the fissile material used in the act of nuclear terrorism had come from Russian stocks,40 and if for some reason Moscow denied any responsibility for nuclear laxity? The correct attribution of that nuclear material to a particular country might not be a case of science fiction given the observation by Michael May et al. that while the debris resulting from a nuclear explosion would be “spread over a wide area in tiny fragments, its radioactivity makes it detectable, identifiable and collectable, and a wealth of information can be obtained from its analysis: the efficiency of the explosion, the materials used and, most important … some indication of where the nuclear material came from.”41 Alternatively, if the act of nuclear terrorism came as a complete surprise, and American officials refused to believe that a terrorist group was fully responsible (or responsible at all) suspicion would shift immediately to state possessors. Ruling out Western ally countries like the United Kingdom and France, and probably Israel and India as well, authorities in Washington would be left with a very short list consisting of North Korea, perhaps Iran if its program continues, and possibly Pakistan. But at what stage would Russia and China be definitely ruled out in this high stakes game of nuclear Cluedo? In particular, if the act of nuclear terrorism occurred against a backdrop of existing tension in Washington’s relations with Russia and/or China, and at a time when threats had already been traded between these major powers, would officials and political leaders not be tempted to assume the worst? Of course, the chances of this occurring would only seem to increase if the United States was already involved in some sort of limited armed conflict with Russia and/or China, or if they were confronting each other from a distance in a proxy war, as unlikely as these developments may seem at the present time. The reverse might well apply too: should a nuclear terrorist attack occur in Russia or China during a period of heightened tension or even limited conflict with the United States, could Moscow and Beijing resist the pressures that might rise domestically to consider the United States as a possible perpetrator or encourager of the attack? Washington’s early response to a terrorist nuclear attack on its own soil might also raise the possibility of an unwanted (and nuclear aided) confrontation with Russia and/or China. For example, in the noise and confusion during the immediate aftermath of the terrorist nuclear attack, the U.S. president might be expected to place the country’s armed forces, including its nuclear arsenal, on a higher stage of alert. In such a tense environment, when careful planning runs up against the friction of reality, it is just possible that Moscow and/or China might mistakenly read this as a sign of U.S. intentions to use force (and possibly nuclear force) against them. In that situation, the temptations to preempt such actions might grow, although it must be admitted that any preemption would probably still meet with a devastating response.
Europe Internal

Lack of NextGen causes loss of aviation dominance to Europe

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
The workshop participants noted that as early as 1992, firms in other countries threatened U.S. dominance in aeronautics. European Aeronautic Defence and Space Company (the manufacturer of the Airbus line of commercial aircraft) now challenges Boeing for sales around the globe. Even in the development of air traffic management technology, Europe is seizing the initiative and implementing new technologies that rival those that will eventually be provided by NextGen. As other national priorities dominate Congressional attention, the U.S risks losing its position of international aeronautical leadership to a more focused Europe. Against this background, a number of research participants recounted how U.S. national leadership in aviation has helped shape the decisions made by the International Civil Aviation Organization (ICAO), a specialized United Nations organization and the leading group for resolving potential conflicts that might affect international air travel. The failure of the United States to develop a strong national policy addressing environmental issues, however, threatens the ability of the U.S. to influence international policy. One participant argued that U.S. leadership is threatened in both ICAO and the International Air Transportation Association (which represents the airline industry) as Europe now demonstrates leadership on environmental issues. The U.S. is not perceived 132 (rightly or wrongly) as a leader is promulgating aggressive environmental standards. The inability of the U.S. to influence ICAO and IATA outcomes, argued the participants, could well result in environmental standards for both noise and emissions that put the U.S. airline industry at a disadvantage.78 This results from the lead time required to develop technology that will meet any proscribed environmental standard. For example, European policymakers have taken a more aggressive stance on a variety of environmental issues, such as noise and aircraft emissions. Instead of leading the world in aeronautics, the U.S. may soon find itself in a subordinate position, forced to adhere to aircraft standards established by the European community, yet without the technology needed to meet them because U.S. aircraft and engine manufacturers were working to meet standards set in the United States, not Europe. Two participants underscored the threat by noting the importance of the U.S.'s leadership role and the need to maintain that role. One research participant argued: "The European Community has begun to set higher standards than those set by the FAA; this is especially true with respect to noise and aircraft emissions. The US continues to play a leadership role in the International Civil Aviation Organization and in the International Air Transportation Association. However, these organizations have come to realize that the United States can be outvoted." An advocate for business aviation echoed that view: ―I think that what we have seen […] is an erosion on the world stage of the U.S.‘s leadership and preeminence as the leader in aviation. I think Europe is taking a much stronger stance. I think they in fact are leading in many aviation areas where the U.S. has traditionally led. Where does that come from? I think it comes from handcuffs that Congress places on the FAA, not only in terms of priorities and policies, but also in terms of funding and in some cases, lack of funding.‖ 

Europe Internal - 2
European climate regulations discriminate against and undermine developing aviation sectors
Nkuepo, Research Scholar, Law School – University of Iowa (USA), 12 
Henri J. Nkuepo, Research Scholar, Law School – University of Iowa (USA), Associate Fellow, CISDL – University of McGill (Montreal- Canada), 4-26-12, [“EU ETS Aviation Discriminates against Developing Countries ,” Africa’s Trade Law Newsletter   Issue: 7, papers.ssrn.com/sol3/papers.cfm?abstract_id=2047247] E. Liu
This is the same mistake that the EU Directive makes. It indirectly provides airlines that operate in Europe, in developed and industrialized countries technological and financial assistance. Indeed, by treating all airlines the same, the Directive discriminates against airlines from developing countries in so far as it favors those airlines that have more advanced technologies, newer planes that emit less CO2 (modern fleets), more money, more clients and that operate in a well-regulated environment. The richest airlines, flying modern fleets, will seek more market to cover the cost and this means that they will be competing with African airlines which, for instance, cannot afford ETS scheme and would rather try to limit their flights to the EU zone as much as possible. Developing countries do not have the same technological capacity to reduce the CO2 emission as the industrialized countries. They also do not have enough money and clients to pay the EU and many airlines will run out of business because of increased competition and because they will be trying to reduce their flights to Europe. That is, per se, the Directive does not discriminate against airlines; the discrimination comes from the fact that its implications for developing and developed countries’ airlines will be different. Similarly, the airlines operating in Europe are more familiar with, and are well prepared for the regulation. For instance, the European Commission prepared some guidelines for the monitoring and reporting of aviation activity data (ton-kilometers and CO2 emissions) under which European airlines had to meet certain requirements including: Monitor tonkilometers and CO2 emissions from 1 January 2010, report ton-kilometer data by 31 March 2011, report CO2 emissions data by 31 March 2011, apply for free emissions allowances by 31 March 2011 and surrender allowances for 2012 emissions by 30 April 2013.18 Further, European airlines have in place number of firms with specialist to help them, for instance, with fuel efficiency and to develop optimal trading strategies in the carbon market. African and other developing countries’ airlines do not have money to afford those services and accessing to those services will mean travelling to Europe or inviting the specialists to Africa or South America. Furthermore, the EU Directive forces airlines to increase the cost per passenger. Estimates show that each passenger will be paying about € 1.50 – € 3.50 more. Considering that millions of people live with less than $1/day, in Africa and in other developing countries, this fare increase will be a financial burden and it also constitutes a financial discrimination. Indeed, people would rather fly with more efficient and cheaper airlines which respect their schedules than to go with the ones that change the schedules all the time for lack of clients. While the EU regulation is creating jobs in Europe and increasing the Community’s budget, it is actually going to be cutting jobs in Africa and other developing and least developed countries. There are also potential impacts on food security. Imported food will be more expensive because airlines would like to cover the transportation costs. 

Europe Bad XTN

Carbon trading regulations from Europe slow airlines

Burnson is executive editor for Supply Chain Managment Review 12 
Patrick Burnson is executive editor for 

Supply Chain Managment Review, ¾-12, [“Will 2012 be the Turnaround Year?,” Supply Chain Management Review, http://www.scmr.com/images/site/SCMR_MarApr_2012_Air_Cargo_Is_2012_the_Turnaround_Year_t219.pdf] E. Liu
As if the EU didn’t have enough problems these days, it’s also earned a great deal of enmity from its air cargo trading partners as of late. When the EU Emissions Trading Scheme (ETS) was initially introduced last year, it appeared to be an intraEuropean solution that would avoid uncoordinated tax measures. But the scope was extended beyond Europe’s borders and there was no let-up in taxation. Departure taxes in the UK, Germany, and Austria— introduced as environmental measures—cost over €4 billion. At current prices for UN issued Certified Emissions Reductions, that would offset aviation’s global CO2 emissions about one-and-a-half times. “And ETS is coming on top of that,” says Tony Tyler, director general and CEO of the International Air Transport Association (IATA). In fact, nonEuropean governments, including the U.S., see this extra-territorial tax collection as an attack on their sovereignty. However, they are taking action. “Aviation can ill afford to be caught in an escalating political or trade conflict over the EU ETS,” says Tyler. “The International Civil Aviation Organization (ICAO) is the only way forward. I sense a greater appreciation in Europe that a global solution under ICAO may take time, but it will produce a superior result. It’s more important than ever for Europe to be a fully Air China, Boeing, and Chinese and U.S. aviation energy partners conducted China’s first sustainable biofuel flight late last year. The two-hour mainland flight from Beijing Capital International Airport was witnessed by officials from both countries and highlights the viability of using sustainable aviation biofuel sourced in China. 

For example, the troubled European Union (EU) is making life difficult for all airlines by imposing a unilateral carbon-trading scheme. Meanwhile, aircraft manufacturers and shippers agree that biofuels must be gradually introduced across the board. The Asia Pacific, which is still the most vibrant market for U.S. shippers, may be ceding some of its influence to Latin America. Shippers say that fuel and energy costs associated with onerous environmental laws will make “near shoring” more attractive over the next year. (Exhibit 1 on page 56 shows the growing fuel imact on air carrier operating costs over the past decade.)

EU carbon caps cause trade disputes that interrupt aviation

Burnson is executive editor for Supply Chain Managment Review 12 
Patrick Burnson is executive editor for 

Supply Chain Managment Review, ¾-12, [“Will 2012 be the Turnaround Year?,” Supply Chain Management Review, http://www.scmr.com/images/site/SCMR_MarApr_2012_Air_Cargo_Is_2012_the_Turnaround_Year_t219.pdf] E. Liu
As if the EU didn’t have enough problems these days, it’s also earned a great deal of enmity from its air cargo trading partners as of late. When the EU Emissions Trading Scheme (ETS) was initially introduced last year, it appeared to be an intraEuropean solution that would avoid uncoordinated tax measures. But the scope was extended beyond Europe’s borders and there was no let-up in taxation. Departure taxes in the UK, Germany, and Austria— introduced as environmental measures—cost over €4 billion. At current prices for UN issued Certified Emissions Reductions, that would offset aviation’s global CO2 emissions about one-and-a-half times. “And ETS is coming on top of that,” says Tony Tyler, director general and CEO of the International Air Transport Association (IATA). In fact, nonEuropean governments, including the U.S., see this extra-territorial tax collection as an attack on their sovereignty. However, they are taking action. “Aviation can ill afford to be caught in an escalating political or trade conflict over the EU ETS,” says Tyler. “The International Civil Aviation Organization (ICAO) is the only way forward. I sense a greater appreciation in Europe that a global solution under ICAO may take time, but it will produce a superior result. It’s more important than ever for Europe to be a fully Air China, Boeing, and Chinese and U.S. aviation energy partners conducted China’s first sustainable biofuel flight late last year. The two-hour mainland flight from Beijing Capital International Airport was witnessed by officials from both countries and highlights the viability of using sustainable aviation biofuel sourced in China. 

National System Good

National improvements in African air control are key – Fragmentation fails
Schroeder, graduate of Squadron Officer School 09 
David M. Schroeder, graduate of Squadron Officer School, the Air Command and Staff College via seminar, the 

United States Army Command and General Staff College, Joint Forces Staff College, and Air 

War College via correspondence. Colonel Schroeder wears the Master Air Traffic Controller 

Badge and is a Joint Staff Officer, 2-12-09, [“FRIENDLY SKIES OVER AFRICA: ? IMPROVING AIR TRAFFIC SYSTEM SAFETY IN AFRICA AND ? UNITED STATES AFRICA COMMAND’S ROLE IN ? DEVELOPMENT ?,” Air War College, www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA539848] E. Liu
Why has African flight safety failed to improve in comparison to the rest of the world despite extensive involvement and assistance? One key reason is a lack of synchronization between the myriad programs by various organizations. Air traffic system improvement efforts by international organizations, individual nations, non-governmental organizations, and even contractors are piecemeal, focusing on single nations or a single region. Aviation’s inherent capability to transcend national boundaries hinders the overall effectiveness of localized approaches to improvement. As few flights are contained within the confines of a single nation, \ overall effectiveness is tied to “the weakest link” in the international air traffic system. For improvement efforts to be successful, the system must be improved as a whole, rather than 54 individual parts. 

Air Weak Now

Poor ATC organization in Africa causes collisions
Schroeder, graduate of Squadron Officer School 09 
David M. Schroeder, graduate of Squadron Officer School, the Air Command and Staff College via seminar, the 

United States Army Command and General Staff College, Joint Forces Staff College, and Air 

War College via correspondence. Colonel Schroeder wears the Master Air Traffic Controller 
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Many of the shortcomings of Africa’s air traffic system were highlighted in the investigation of a 1997 mid-air mishap between a US Air Force C-141 and a German Air Force Tu-54 aircraft off the coast of Namibia.53 Both aircraft departed African airports and were entering the international en route structure, with the German aircraft bound for Cape Town, South Africa and the US aircraft bound for Ascension Island.54 The aircraft collided at high altitude with virtually no indication of convergence by either aircrew.55 Ultimately, pilot error was listed as the primary cause of the accident, but a number of air traffic related issues may have prevented the disaster. 56 Both aircraft filed ICAO flight plans with appropriate altitudes to be flown based on their routing.57 Both pilots also provided air traffic controllers with their position, but as air traffic control in the area of flight was advisory only, controllers failed to inform the aircraft of one another’s position.58 Although not required, alert traffic advisories may have prevented the disaster. During follow-on review and investigation, USAF investigators noted the lack of reliable landline communications between air traffic control facilities hampered the ability to pass aircraft clearance and movement information.59 For example, communications between Windhoek, Namibia and Luanda, Angola air traffic control facilities were via High Frequency 

African aviation is weak now but key to economic development
Se’ Kapchangah, Aviation Security Consultant in Nairobi, Kenya 08
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A report carried in The Standard newspaper of June 12th 2008 reaffirms the impact of air disasters in the region. It indicates that Africa traditionally tops international air accidents lists with a crash rate seven times higher than the world. The paper quotes civil aviation authorities as expressing concern over the costly aviation security and safety which has claimed a lot of lives in the recent past to the chagrin of the insurers. The importance of the aviation industry in Africa to many sectors cannot be gainsaid. In Africa, as in other continents, aviation remains the safest, fastest and most reliable form of transportation. Air transport is an important facilitator of economic activity and trade. As such, airports are not just communication hubs but are the core of African trade and international trade.1 The slow aviation infrastructure development pace in Africa therefore has implications not just for the aviation industry but also on African development in general. Understanding the role security plays in assuring passenger and operator confidence has convinced many that adequate security is crucial to the aviation sector’s ability to deliver and to sustain a sound aviation industry and vibrant economies.

AT: Alt Cause to Africa Economy

Some air growth now shows Africa can escape other drags to economy – More investment is key
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Air transportation growth in Africa, despite significant challenges, highlights the industry’s economic potential. During the years 2001 to 2003, international aviation passenger traffic grew 3.3 percent in Africa while the rest of the world grew by only 0.5 percent.64 The continent’s substantial market growth during the period is remarkable, occurring despite what IATA Director Giovanni Bisignani called “The four horsemen of the Apocalypse,” including war on terrorism, a weak economy, international insecurity, and Severe Acute Respiratory Syndrome or SARS. Since 2003, air transportation increased 5.3 to 5.7 percent annually and is projected to continue.65 In fact, with continuing rapid growth in the continent’s oil industry, while total international traffic worldwide picked up at a 6 percent rate in May 2008, Africa’s increased by 15 percent, second only to the Middle East.66 The growth described could be even greater with a more efficient and effective air transportation system. 

AT: Europe Solves

European climate regulations discriminate against and undermine developing aviation sectors
Nkuepo, Research Scholar, Law School – University of Iowa (USA), 12 
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This is the same mistake that the EU Directive makes. It indirectly provides airlines that operate in Europe, in developed and industrialized countries technological and financial assistance. Indeed, by treating all airlines the same, the Directive discriminates against airlines from developing countries in so far as it favors those airlines that have more advanced technologies, newer planes that emit less CO2 (modern fleets), more money, more clients and that operate in a well-regulated environment. The richest airlines, flying modern fleets, will seek more market to cover the cost and this means that they will be competing with African airlines which, for instance, cannot afford ETS scheme and would rather try to limit their flights to the EU zone as much as possible. Developing countries do not have the same technological capacity to reduce the CO2 emission as the industrialized countries. They also do not have enough money and clients to pay the EU and many airlines will run out of business because of increased competition and because they will be trying to reduce their flights to Europe. That is, per se, the Directive does not discriminate against airlines; the discrimination comes from the fact that its implications for developing and developed countries’ airlines will be different. Similarly, the airlines operating in Europe are more familiar with, and are well prepared for the regulation. For instance, the European Commission prepared some guidelines for the monitoring and reporting of aviation activity data (ton-kilometers and CO2 emissions) under which European airlines had to meet certain requirements including: Monitor tonkilometers and CO2 emissions from 1 January 2010, report ton-kilometer data by 31 March 2011, report CO2 emissions data by 31 March 2011, apply for free emissions allowances by 31 March 2011 and surrender allowances for 2012 emissions by 30 April 2013.18 Further, European airlines have in place number of firms with specialist to help them, for instance, with fuel efficiency and to develop optimal trading strategies in the carbon market. African and other developing countries’ airlines do not have money to afford those services and accessing to those services will mean travelling to Europe or inviting the specialists to Africa or South America. Furthermore, the EU Directive forces airlines to increase the cost per passenger. Estimates show that each passenger will be paying about € 1.50 – € 3.50 more. Considering that millions of people live with less than $1/day, in Africa and in other developing countries, this fare increase will be a financial burden and it also constitutes a financial discrimination. Indeed, people would rather fly with more efficient and cheaper airlines which respect their schedules than to go with the ones that change the schedules all the time for lack of clients. While the EU regulation is creating jobs in Europe and increasing the Community’s budget, it is actually going to be cutting jobs in Africa and other developing and least developed countries. There are also potential impacts on food security. Imported food will be more expensive because airlines would like to cover the transportation costs. 

AT: Status Quo Solves

African airports are undermined by lack of funds and corruption now
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African nations face numerous challenges in formulating and maintaining a safe, efficient air traffic system. The IATA cited two specific trends leading to less than adequate safety.41 First, governments are not making strategic investments to support the industry and reap its economic benefits. While some simply do not gain sufficient income to adequately reinvest, others redirect profits to other priorities, including pocketing of funds by unscrupulous officials.42 Other major problems are enforcement weakness and corruption within national civil aviation authorities.43 For example, until recently in Liberia, authorities outside the civil aviation agency had authority to license and certify aircraft and air transportation.44 Government involvement and accountability play a significant role in the effectiveness of national air traffic systems. Economic issues also impact system development. Infrastructure costs limit the number and size of suitable airports for use in commercial air transportation ventures.45 Factors driving high costs include few private enterprises to develop infrastructure and limited capability to develop required resources.46 Coupled with high costs are the relatively limited resources available through governments to finance air transportation systems. 

Impact – African Economy

Air transport is a prerequisite to the African economy – No other transportation works well
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In May 2007, a Kenya Airways Boeing 737 crashed into a jungle swamp just moments after departure from Douala, Cameroon International Airport.4 Information from airport and air traffic system officials sparked a search approximately 100 miles south of the airport for a crash site and any survivors among the 114 aboard. After two days of searching, local villagers advised that despite earlier reports, the wreckage was located just 3.5 miles from the airport, nearly within view of the terminal. There were no survivors. The reporting error and subsequent delay in locating the crash site was due to lack of air traffic controller follow-up when the aircraft failed to contact the control tower after departure. During further investigation, controllers reported that communication disconnects like the Kenya Airways incident are not uncommon.5 A reliable air transportation infrastructure is critical to a secure and thriving economy, and Africa as a continent does not have one. With few national exceptions, roadway navigability depends on the weather, broken vehicles clogging the roadways,6 and the mood of hijackers blocking the roads.7 In general, the continent’s coastal nations enjoy few good ports, and many other nations are landlocked.8 The resulting limitations make reliable air transportation imperative to prosperity.9 Unfortunately, most national air traffic systems have not attained the safety and efficiency needed for economic growth and stability. 

High growth in air demand in Africa now – That drives trade, tourism and jobs
Veterano, CEO of Aeroportos de Moçambique, E.P, 12,
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Air transport is vital in Africa for socio-economic development, promotion of international trade, tourism and regional integration among others. Aviation growth is delivering benefits to Africa. Directly and indirectly, air transport creates about 470,000 jobs across various sectors and generates revenue of about USD 1.7 billion in Africa. A Report of the 6th Meeting of Africa-Indian Ocean Regional Traffic Forecast Group (AFI TFG)- (Seychelles 2024 June 2011) indicates: ? •? Average?annual?growth?for?aircraft?movement?for?? ? 2010 – 2030 is projected 6.7%; ? •? Average?annual?growth?for?passenger?movement for 2010 – 2030 is projected 7.1% ? •? In?2010,?African?airlines?passenger?traffic?grew?by?? ? 12.9% while cargo went up by 23.8% compared to 2009. In the first quarter of 2011, passenger traffic grew by 7.2% Strong growth of African economies, a widening middle income class plus the influx of foreign investments are expected to continue to spur air transport growth in Africa – both the regional and intercontinental. IATA traffic forecast indicates that the top three highest traffic growth regions of the world over the next decade are the Middle East, Asia and Africa respectively. Market potential It is learnt from the presentation of the Secretary General to the Air Transport Market Trends in Africa Meeting in Nairobi (19-21 July, 2011). From the market capacity and potential perspective, intercontinental capacity to/from Africa by African airlines currently stands at 36.4% compared to 63.6% by non-African airlines mainly from Europe, the Middle East and lately North America and Asia. There are a total of about 660 regional and domestic city-pairs in Africa, more than half (51.4%) of which are served by less than five flights per week. In fact, 12.5% are served by just one flight per week. Only 3.2% of the city-pairs are served by 50 or more flights a week. Over the next 20 years, Africa traffic is forecasted to grow at an average of 5.4% annually. 

Impact – African Economy – Race Riots and Instability

Aviation is key to the economy – Poverty causes uncontrolled immigration and instability
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Air transport has a growing impact on Africa’s economies as well, generating about 470,000 direct and indirect jobs across the continent, and contributing over US$ 11.3 billion to African GDP. If we add air transport-dependent tourism activities, number of jobs the contribution hits some US$ 55.5 billion. Tourism is a driving force in a number of African countries including Kenya, Mauritius, Morocco, Tunisia, Egypt, Ghana, Senegal, Tanzania as well as South Africa. An amazing 20% of all tourism jobs in Africa are directly related to airborne tourists24. The noncompliance with aviation security measures would mean loss of livelihoods for those dependent on aviation, and this would in turn increase levels of poverty. High poverty levels, mostly in North African states of Morocco and Tunisia would translate to more of the countries citizens migrating north to Europe due to their proximity to the continent. The European Union will have to deal with hordes of illegal immigrants in addition to the current immigrant population that is already exerting pressure on resources and racial disharmony as epitomized in the recent riots in France. Poverty is fundamental to the factors that give rise to unrest, it is a weapon of the weak who will be prepared to be recruited or because they have assimilated the ideology of their mentors, this is the likely scenario in Egypt where increased poverty levels occasioned by a drop in tourism will lead to dissent against the authorities, indoctrination of the populace by pro-Islamic groups with consequences felt in the Africa, Arab and Islamic countries.

Impact – Effective Governance

Aviation in Africa establishes stable governments – sovereignty and modeling
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 Beyond addressing terrorism and smuggling, system improvement provides a first step for many nations toward stable and responsive governance. Stephen Ellis, senior researcher at the Afrika-Studiecentrum at Leiden University, the Netherlands, asserts that improvement may periodically require overriding individual national sovereignty.72 While some African states are effective and productive, many have not shown the capability to develop working administrations. A continent wide air traffic system, administered by a single organization, provides two key benefits. First, the organization establishes an effective overarching air traffic system, providing long-term stability in each nation’s sovereign airspace. Second, and equally important, working with international aviation authorities to manage the program would provide national government officials practical experience to apply in other areas of government. With increasing air traffic volume and the potential for improved air safety and monitoring, assistance in developing a more efficient and effective air traffic system in Africa offers substantial benefits in shaping operations. In fact, a number of national and international entities are already working through various programs toward improvement. 

Impact – Global Terrorism

Weakness in aviation security causes terrorism aggregation at vulnerable points
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Modern terrorism is a fairly recent phenomenon in the region and stems from domestic instabilities, incapacity of local security organs at times intertwined with international terrorism. Terrorist cells seek to exploit weak links in the security chain. These groups, which are involved in the arbitrary use of violence may also seek to intimidate a people, state or government to give in to their demands. Widespread poverty amongst citizenry in the region also provides a fertile ground for recruitment of potential terrorists by both international and domestic terror networks21. The September 11 terrorist attacks in the USA evoked various dimensions of the sensitivity to the concept of air travel and aviation security. Interests and values in the aviation industry have changed since the realisation that the industry had a bearing on regional and international peace and security. In the wake of the 9/11 events measures at national, regional and international level, have been instituted to not only assure air travelers of their security but to protect the industry from premeditated attacks whose implications could be far reaching. The ICAO and IATA have set safety and requirement standards that have to be met. In addition, the United States Federal Airport Authority and the Transport Security Administration have set minimum standards for engagement with US aviation. In Africa, despite efforts to meet the requirements, most airports and airlines are far from fulfilling the minimum standards. Countries and airlines have embarked on upgrading and infrastructural improvement. To illustrate how far the continent is from achieving the standards, to date, only South African Airways, Egypt Air and Ethiopian Airlines provide direct flights from Africa to the US22. Implications of non-compliance could be far reaching and they include: The immediate impact on security will be the susceptibility of airports and airlines that use the airports, non-state actors who include individuals and organisations who participate, facilitate and fund terror activities will move to areas of non-compliance to take advantage of the week link in the defence chain. Given the proximity of Africa with the Arabian Peninsula, established networks from the Middle East are likely to move to Somalia and East Africa where the Al-Quaeda has established links with terror cells and local Islamic groups. In addition, the terror cells have been present in the region since 1994 when planning for the execution of the 1998 US Embassy bombings in Kenya and Tanzania were put in motion. Presence of the networks in the region will lead to the politicisation and radicalisation of Muslim groups whose target usually are American and Israeli interests23. African states will continue to be isolated in the aviation industry and international power politics will exert pressure on the continent to conform to regulations. International pressure applied to authoritarian regimes such as Sudan, which has on several occasions declined to implement peace initiatives in Darfur, and collapsed states such as Somalia will not prevent terrorists from shifting bases to such sanctuaries. The availability of such weapons like shoulderlaunched missiles that are associated with terror groups will continue to be a threat to aviation. The continent will continue to be a major player in global terrorism owing to the perennial conflicts.

Impact – Terrorism/Trafficking/Smuggling

Air traffic is key to detect planes that enable terrorism, human trafficking and smuggling
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Along with contributing to economic stability, development of a comprehensive air traffic system serves as a key element in fighting terrorism and smuggling on the continent.67 In one case through 2005, lax licensing and enforcement laws enabled former Liberian President Charles Taylor to reputedly oversee weapons transportation to Sierra Leone in exchange for diamonds transported by air.68 With virtually non-existent radar air surveillance capability in most of West Africa, detecting the movement of unauthorized or unreported aircraft is nearly impossible. As a result, arms traffickers, drug smugglers, and human traffickers continue to operate with impunity. The United Nations Security Council committee reviewing the situation recommended installation of primary or pseudo radar systems at major West African airports. The intent is to provide better means to track all aircraft, particularly those carrying illegal 69 cargo. An improved air traffic structure in Africa improves United States security as well. With a continuing anti-terrorism mission on the continent and humanitarian airlift and security support, the US Air Force is a significant user of the air traffic system throughout Africa. In the 9 months from 1 January 2008 through 30 September 2008 alone, the Air Force (including Civil Reserve Air Fleet, organic airlift, and tanker missions using African airfields) flew 867 missions from 50 different airports in 30 African nations.70 USAFRICOM will also assume responsibility for the continuing Horn of Africa anti-terrorism mission operating from Djibouti.71 This vital mission will continue well into the foreseeable future, making the Air Force an ongoing significant aviation user in Africa. 

Impact – Terrorism/Global Instability

Africa is a flashpoint for terrorism and crime that causes global instability – Airport security is key
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Whereas safety is limited to the industry stakeholders, security goes beyond and affects the general national and regional security beyond the traditional concerns of aviation. Lessons learned from the September eleven attacks show that all ports of entry (land, sea and airports) played a role in the success of that attack17. Therefore, it would be prudent to prioritize the implementation of the ICAO convention resolutions by developing the legislation to harmonize border control and the management security and safety in the aviation industry in the region. The experiences relating to terrorism and organized crime in the region indicate that the continent is not only vulnerable to terrorism but it also is a major link and player in the global insecurity, particularly terrorism, proliferation of small arms, human trafficking and narcotics trade. Socio-economic and political instability in Africa will continue to subject the entire world to vulnerability and insecurity18. Africa continues to be bedeviled with air disasters. New figures show that up to a third of the world’s air accidents occur in Africa. It means that a passenger is more than 6.6 times likely to die in a plane crash in Africa than elsewhere in the world. Although representing only 4.5 per cent of the global traffic, between 2005 and 2006 the continent recorded 30 per cent of all the air traffic accidents in the world. In 2003, the continent recorded 400 deaths accounting for nearly 50 per cent of the world’s civil aviation related deaths. The figures did not include those of the civilian and military personnel who were killed in military aircraft since their details are not always revealed19.

African Economy – Global Economy

Historical links and investment means African economy is key to the global economy
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Nevertheless, the new scramble for natural resources in the continent is likely to create a new awareness of the geopolitical importance of the African region. Therefore, Africa remains a critical partner for the world’s economic viability. However, for Africa to benefit more from its vast natural resources it must be finally enabled to add value to these products rather than export them raw to Europe and elsewhere in the developed world. Africa needs to be helped in manufacturing value-added products that yield higher profit and income to African economies. In addition, there are, at least, five significant factors that provide a plausible explanation as to why Africa matters, especially concerning Europe: Firstly, it is the history of Africa and its relationship with Europe. The history of Africa has been a history of integration into the European economy and markets. Therefore, Africa has historically held a significant place in the European economy, trade and investments. If Africa matters to Europe it matters also to the globalised world. Secondly, there is also the inherent link between environment and sustainable development. While the history of Africa and its integration into the European economy is clearly defined by historical circumstances, the environmental aspects are not clearly discernible. Environmentally, Africa matters to the world because it provides the largest capacity in the world necessary for maintaining equilibrium in the biosphere and avoid further depletion of the ozone layer. At 6 26/01/09 the same time the raid of depletion of Africa’s biodiversity including its tropical forests, medicinal plants remain threatened by the levels of poverty on the continent. Africa’s most prevailing source of energy is biomass which means depletion and an exponential raid of its forestation. If this is left to continue, the World will suffer serious climate change which is likely to erode its socio-economic prosperity and a consequent negative impact to its population. This is an area which needs a strong partnership with the rest of the world, to protect its environment and avoid further depletion of the ozone layer. Thirdly, Africa matters because it still provides easy market access to Europe, the US and China and can give, in some cases, extraordinary investment opportunities with high rates of return. With the changing political climate in the continent towards democracy, respect for the rule of law and protection of human and people’s rights the investment climate in Africa could rapidly change. The historical and cultural links, geographical proximity, and deep knowledge and understanding of the continent gives international European investors a comparative advantage over Northern America and Asia, including China. With these investments the average rate of growth in Africa has been increasing most significantly in most African countries ranging from 3% to 7% in many countries during recent years. The income disparities in the continent have been narrowing and the purchasing power parity increasing. This, coupled with the population of the continent, provides a market with huge potential especially for European goods. Indeed, any visitor to Africa would quickly realize that there is still a very significant quantity of European products traded in the continent. 

Failed States – Pandemics

Failed states are key flashpoints for pandemics that can’t prevent their spread
Patrick, research fellow at the Center for Global Development in Washington, D.C., 06
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The threat of the rapid spread of avian influenza, which could conceivably kill tens of millions of people, has placed infectious disease into the first tier of national security issues. There is growing concern that weak and failing states may serve as important breeding grounds for new pandemics and, lacking adequate capacity to respond to these diseases, endanger global health. As development economists Clive Bell and Maureen Lewis said, “Failed or faltering states cannot or will not perform basic public health functions … placing the rest of the world at risk.”41 Since 1973, more than 30 previously unknown disease agents, including HIV/AIDS, Ebola, and the West Nile virus, have emerged for which no cures are available. Most have originated in developing countries. During the same time span, more than 20 well-known pathogens, including tuberculosis, malaria, and cholera, have reemerged or spread, often in more virulent and drug-resistant forms.42 In an age of mass travel and global commerce, when more than 2 million people cross international borders a day and air freight exceeds 100 billion ton-kilometers a year, inadequate capacity or insufficient will to respond with vigorous public health measures can quickly threaten lives across the globe. National security and public health experts worry that weak and failed states, which invest little in epidemiological surveillance, health information and reporting systems, primary health care delivery, preventive measures, or response capacity, will lack the means to detect and contain outbreaks of deadly disease. These worries are well founded. Although there is little solid data on the link between state capacity and epidemic patterns, it is known that the global infectious disease burden falls overwhelmingly (90 percent) on low- and middle-income countries that account for only 11 percent of global health spending. The Armed Forces Medical Intelligence Center has devised a typology of countries by health care status, ranking nations into five categories on the basis of resources and priority devoted to public health, quality of health care, access to drugs, and capacity for surveillance and response. States in the bottom two quintiles are the main victims of the world’s seven deadliest infectious diseases: respiratory infections, HIV/AIDS, diarrheal diseases, tuberculosis, malaria, hepatitis B, and measles. SubSaharan Africa is the hardest hit, with just 10 percent of the world’s population but 90 percent of its malaria and 75 percent of its HIV/AIDS cases.43 The spread of infectious disease is being driven partly by breakdowns in public health, especially during periods of political turmoil and war. HIV/AIDS is a case in point. Nearly all instances of the disease in South and Southeast Asia can be traced to strains that evolved in northern Burma, an ungoverned warren of drug gangs, irregular militias, and human traffickers. Similarly, the collapse of the DRC made it a petri dish for the evolution of numerous strains of HIV. Nor does peace always improve matters, at least initially. In Ethiopia and several other African countries, rising HIV/AIDS prevalence has paralleled the return and demobilization of ex-combatants and their reintegration into society, exposing the wider citizenry to disease contracted during military deployments.44 Beyond countries in conflict, many developing and transitional states possess decrepit and decaying public health systems that can easily be overwhelmed. Following the end of the Cold War, the states of the former Soviet Union all experienced spikes in the incidence of measles, tuberculosis, and HIV. In the spring of 2005, weak health infrastructure in Angola amplified an outbreak of the hemorrhagic fever Marburg. The same year, the government of Nigeria failed to enforce a national immunization program, allowing polio, a disease on the brink of eradication, to spread across a broad swath of Africa and beyond to Yemen, Saudi Arabia, and Indonesia. Diseases incubated in weak and failing states pose both direct and indirect threats to the United States. Significant numbers of U.S. citizens may become infected and die. Even if they do not, such epidemics may impose high economic costs and undermine key countries or regions. The World Bank estimates that SARS cost the East Asian regional economy some $20– 25 billion, despite killing only 912 people.45 The political costs of disease are more nuanced but no less real. In the most heavily affected African countries, HIV/AIDS has decimated human capital and fiscal systems, undermining the already limited capacity of states to deliver basic services, control territory, and manage the economy. It has strained health and education systems, eroded social cohesion, undermined agriculture and economic growth, and weakened armies. The pandemic is spreading rapidly into Eurasia and could surge to 110 million cases by 2010, with dramatic increases in countries of strategic significance such as India, China, and Russia.46 In the growing transnational threat posed by epidemics, the weak-state problem tends to be one of capacity more than will. Although there have been prominent cases of official denial and foot-dragging (e.g., over HIV/ AIDS in Russia or SARS in China), the greater problem is a genuine inability to prevent and respond adequately to disease outbreaks. The most salient governance gap in the case of epidemics is in providing social welfare, notably underdeveloped public health infrastructure.

Instability – Maritime Commerce

Failed states, poverty and arms trade causes piracy and terrorism that shuts down maritime commerce
Ulrichsen, research fellow at the London School of Economics and Political Science , 12 
Kristian Coates Ulrichsen, research fellow at the London School of Economics and Political Science, deputy director of the Kuwait Programme on Development, Governance and Globalisation in the Gulf States, 12, [“The Geopolitics of Insecurity in the Horn of Africa and the Arabian Peninsula,” Middle eASt Policy Council, http://www.mepc.org/journal/middle-east-policy-archives/geopolitics-insecurity-horn-africa-and-arabian-peninsula?print] E. Liu
Maritime commerce and international shipping that link the oil-exporting Gulf states to Western economies must navigate two regional chokepoints, the Strait of Hormuz and the Bab el-Mandab, in addition to the hazardous waters of the Gulf of Aden and the Red Sea. Pirates' growing aggressiveness has centered on this geostrategically and commercially vital region. It reflects the interlocking dangers stemming from a crisis of governance and spreading conflicts. In 2009, the International Maritime Board recorded a total of 406 actual and attempted attacks, the majority of which occurred in the Gulf of Aden and off the Somali coast.45 However, due to underreporting, often for fear of higher insurance premiums, the figures may be much higher. Numerous factors underlie the rise in maritime piracy off the Somali coast. These include opportunistic motivations, which are among the principal drivers of pirate groups, as well as the ready availability of targets (through high volumes of trade passing by) and means (including inadequate law enforcement and ready access to weaponry). It is contextualized by the impact of conflict, poverty and weak state capacity.46 Indeed, in the Somali case, state collapse is a major determinant of piracy. Piracy declined sharply during the short-lived projection of power and authority by the UIC in 2006 and subsequently resurged following their removal through the reappearance of pirate groups operating under warlord protection.47 With the TFG unable to control its territory, let alone its coastline and territorial waters, increased naval patrolling activity by external actors (including the EU, NATO, China, Russia, India and Iran) may offer a degree of protection to shipping but leaves untouched the root causes of piracy as a symptom of state collapse and lack of legitimate economic opportunities. Maritime terrorism presents the second major threat to international security at sea. It has similar causal facilitators to maritime piracy; the erosion of governance in littoral regions creates security gaps that may be exploited by terrorist organizations. The threat from maritime terrorism is low-level yet potentially high-impact. It encompasses subthreats ranging from maritime criminality to better-organized groupings of insurgents or militants who take advantage of the pressure on littoral states to exploit their maritime resources and the fuzzy margins between domestic and international governance of international waterways and shipping lanes. Although the number of maritime terrorist incidents has been relatively small, it does present a challenge to a global supply chain and logistical system increasingly predicated on "just-in-time" deliveries. It also encompasses the role of non-state actors with access to sophisticated weaponry operating in international waters where jurisdiction is unclear and the "seams of globalization" become vulnerable to exploitation.48

Instability – Terminal

Localized conflicts go global and cause nuclear weapon use
Emerson, Senior Research Fellow at CEPS, et al. 11 

Michael Emerson,  Senior Research Fellow at CEPS, et al., Nathalie Tocci, Richard Youngs Jean-Pierre Cassarino, Christian Egenhofer, Giovanni Grevi , 7-11, [“Global Matrix ,” CEPS Working Documents, www.ceps.eu/ceps/download/5936] E. Liu
Drivers. The end of the Cold war has seen a questioning of the role of the state in relation to international security and society. Whereas democratic developments legitimized opposition movements to mobilize and oust authoritarian regimes, the related notion of selfdetermination unleashed ethno-nationalism and secessionism. Hence the picture has become one of fewer inter-state conflicts but more intra-state ethno-political conflicts. At the transnational level, globalization is mounting further challenges to the state, under the influences of deepening trade and investment driven by multinational corporations, 

movements of people, and transnational civil society, as well as criminal gangs, terrorist networks and militias. In an increasingly interconnected world, conflicts that once might have remained local disputes can have global impact. Unstable and ungoverned regions of the world pose dangers for neighbors and a setting for broader problems of terrorism, poverty and despair. The technology and knowledge to make and deliver weapons of mass destruction is proliferating among some of the most ruthless factions and regimes on earth. The Cold War threat of global nuclear war has diminished, but the risk of a nuclear disaster has gone up. Scientific advances have enhanced biology’s potential for both beneficence and malevolence by state and non-state actors alike. Impact on the world order. These trends have led to diverse repercussions. The international community has become more sensitive to human conditions worldwide. This has added to the weight in favor of humanitarian interventions,56 multilateral institutions protecting human security, and universal jurisdiction (e.g. the ICC or International Criminal Tribunals).57 More b+9

roadly, the rise of civil society has induced and legitimized transformational approaches to conflicts.58 At the same time, transnational developments have spurred ‘new wars’,59 where formerly localized conflicts acquire global proportions. These trends also mean that, while conventional military means are still heavily relied upon (e.g., Afghanistan, Iraq) these are seen to be ill-equipped to deal with conflicts marked by rebellions, terrorism and crime. The changing nature of security challenges and responses of major actors will shape the evolution of global security affairs. In order to understand such impacts this project will select a set of empirical case studies (e.g., the Iranian nuclear question, Afghanistan, Iraq, Middle East and Sudan). 

✈Airpower

NextGen Key to Airpower

Confidence in aviation is key to US use of the air – NextGen mitigates inevitable disruptions

Fritz is the Assistant Director of Strategic Planning at Headquarters, U.S. Air Force and Martin (USAF) is a Senior Military Fellow at the Center for a New American Security, 10 

Oliver Fritz is the Assistant Director of Strategic Planning at Headquarters, U.S. Air Force and Kelly Martin (USAF) is a Senior Military Fellow at the Center for a New American Security, 1-10, [“SUStAininG tHE AiR COMMOnS,” Contested Commons: The Future of American Power in a Multipolar World, Center for a New American Security, http://www.isn.ethz.ch/isn/Digital-Library/Publications/Detail/?ots591=0c54e3b3-1e9c-be1e-2c24-a6a8c7060233&lng=en&id=111841] E. Liu
Contesting the Air Commons Over time, the air commons became dependent on a complex system of norms, infrastructure, technology, and technical standards to meet the demands of a growing traveling public. This complexity, and the steps nations have taken to master it, is producing trends that could eventually disrupt the air commons. During peacetime, the density of the system that supports the air commons provides abundant opportunities for intentional or accidental disruption. Similarly, the enduring ability of the United States to master the air during wartime drives adversaries to develop responses that threaten to undermine traditional advantages enjoyed by U.S. forces. PeACeTIMe CHAlleNGes AND THReATs The flying public’s high level of confidence in civil aviation’s safety is a prerequisite for the effective use of the open air commons. During peacetime, challenges to the air commons come from intentional acts and mistakes that undermine the perceived safety and efficiency of air travel. Indeed, given the unique role of the air commons in moving people, the perception of flight safety often outweighs reality and a high level of confidence is essential for the effective openness of the air commons. However, there is increasing evidence that air traffic control systems are at risk of technical or intentional degradation. Beyond the air traffic control system that binds thousands of daily flights, terrorist attacks in the air or on the ground are likely to continue, and potentially increase in lethality. These shortfalls may decrease the reliability and safety of air travel, distorting how the air commons is used. Brittle Air Traffic Control Systems The U.S. air traffic control system (ATC) is burdened with a navigation system that dates to the 1950s and an airspace management system from the 1980s, with its many single points of failure and interconnected vulnerabilities. The demand for the air commons is outstripping the American civil aviation infrastructure’s ability to safely and efficiently manage movement within it. 21 Problems associated with burned-out circuit boards, software upgrades, power outages, or even a car hitting a single utility pole, reveal a lack of resilience or redundancy. 22 Forecasts indicate that domestic and international air traffic will exceed the limit of current ATC systems. 23 Technological advances, such as the advent of radar and the integration of the Global Positioning Satellite (GPS) system, allow for increased capacity for commercial air travel. An accurate understanding of an airplane’s location — with three-dimensional positioning — empowers air traffic controllers to allow more aircraft into a given amount of airspace. Such precision allows major airline hubs and air routes to function more efficiently without sacrificing safety. However, technologies like GPS must be widely distributed to realize these gains. Accurate positioning with GPS only works if the satellite constellation provides sufficient accuracy and all airplanes are equipped with GPS receivers. With a single airplane lacking a GPS receiver, it is impossible for air traffic controllers to be sure of the airplane’s position, forcing a reduction in the density of aircraft to reduce the chances of a collision. The use of GPS on airlines has grown dramatically and is now a requirement to operate in designated controlled airspace. 24 According to current FAA modernization plans, GPS will be the linchpin of a broader “NexGen” system of navigation, communications, weather forecasting and redundancy. Rather than relying on brittle, segmented areas of airspace, GPS enables an air transportation system that is more durable and less reliant on an increasingly fragile ground control system.

Global Aviation Key to Global Trade

Air is a necessary prerequisite for trade – That causes rapid economic development

Schlumberger, principal air transport specialist of the World Bank, 10

Charles E. Schlumberger, principal air transport specialist of the World Bank in Washington, DC, responsible for the Bank’s policy and development priorities in the field of air transportation, held the position of vice president at the Union Bank of Switzerland, was the chief executive officer of the Steinbeck Global Logistics Group in France, and has worked as a lawyer on aviation-related matters in Switzerland, 10, [“Open Skies for Africa,” The International Bank for Reconstruction and Development / The World Bank, http://siteresources.worldbank.org/EXTAIRTRANSPORT/Resources/515180-1262792532589/6683177-1285016043773/OpenSkiesContents.pdf] E. Liu
In addition to its direct, indirect, and induced effects, air transportation also generates a significant catalytic effect that is the most important economic contribution of air transportation. This catalytic effect is the impact of air transportation on the performance and growth of a range of other industries, for example, international trade. Air cargo has become a key element of efficient, on-time delivery of many manufactured goods as well as a large range of perishables. Estimates indicate that about 40 percent of the value of all interregional trade is transported by air (Oxford Economic Forecasting 2005, p. 15). This translates on a global scale to 25 percent of the value of all goods being transported by air, which corresponded in 2004 to a value of about US$1.75 trillion. Some developing countries have specialized in manufacturing high-value goods such as electronic components for the computer industry. These countries can only participate in the global trade of these products if they have access to a reliable and costeffective transportation network. As many high-value computer components are time sensitive because of the successive development of newer versions of such products, air transportation is the often the most cost- and time-effective mode of transportation. A good example is the Malaysian electronics export industry, which is dominated by semiconductor manufacturing and computer component production for major computer manufacturers such as NEC and DELL. The factors influencing a manufacturer to use air cargo are the degree to which production has been internationalized, the nature of the good produced, the importance of speed in a supply and distribution chain, and the degree of liberty of decision making on the part of the manufacturer in the production network. Air transportation has become the prime mode of transportation in the case of the production of high-value electronic components with the aforementioned factors playing a dominant role (Leinbach and Bowen 2004, p. 301). The role of trade in economic development is another important element to examine when reviewing the economic aspects of liberalizing air services in Africa. In an extensive cross-country analysis involving all African, European, and Latin American countries and many Asian countries (a total of 150 countries), Frankel and Romer (1999, p. 394) conclude that a one percentage point increase in the trade share of a given country’s GDP increases per capita income by 2 percent. Several subsequent studies confirm the effect of trade on per capita income, even though more recent research estimates that a one percentage point increase in trade share increases per capita income by only 0.48 percent, which is still significant (Aradhyula, Rahman, and Seeivasan 2007, p. 25). One of the key elements of trade is transport. The development of trade, which leads to economic development, is only possible if the transport services used to ship the traded goods grow along with the growth in trade volume. Several studies conclude that high transport costs pose a barrier to trade that is at least of the same, if not a higher, magnitude than tariffs (see, for example, Feige 2007, p. 31). Low transport costs and the absence of trade barriers are commonly seen as the two most important ingredients for developing trade. As Feige (2007, p. 29) puts it, low transport costs are a “necessary but not a sufficient condition,” indicating that efficient transportation is the basic element of trade, next to low tariffs. Air transportation has become the mode of choice of many timesensitive and high-value internationally traded goods as well as a powerful tool for the implementation of just-on-time procurement and production strategies.

Global Aviation Solves Conflict

Aviation causes economic integration, humanitarian aid and conflict resolution
Schlumberger, principal air transport specialist of the World Bank, 10

Charles E. Schlumberger, principal air transport specialist of the World Bank in Washington, DC, responsible for the Bank’s policy and development priorities in the field of air transportation, held the position of vice president at the Union Bank of Switzerland, was the chief executive officer of the Steinbeck Global Logistics Group in France, and has worked as a lawyer on aviation-related matters in Switzerland, 10, [“Open Skies for Africa,” The International Bank for Reconstruction and Development / The World Bank, http://siteresources.worldbank.org/EXTAIRTRANSPORT/Resources/515180-1262792532589/6683177-1285016043773/OpenSkiesContents.pdf] E. Liu
The social impact of air transportation is a significant factor that is quite easy to understand, but difficult to quantify with hard evidence. Air transportation is often the only practical mode of transportation, allowing the integration of remote populations of large countries. In that sense, air transportation plays an important role in shaping the global economy by facilitating the integration of new countries and regions into the global economy (Stevens 1997, p. 33). Travel and tourism are important elements of this international integration, which air transportation facilitates. The resulting increased understanding of different cultures and nationalities is necessary for opening up trade and movement of people, which are helping developing nations in their efforts to integrate into a global world (Air Transport Action Group 2005). Air transportation can even be seen as the key facilitator for creating multicultural societies by facilitating interaction and understanding between people of all races. Finally, a welldeveloped air transport infrastructure facilitates the delivery of emergency and humanitarian aid, including the timely delivery of medical supplies and organs for transplantation. The provision of air services to remote areas of large and sparsely populated countries is one of the most significant social benefits of air transportation. A good example is Australia, where the government subsidizes regional air services to remote territories. The government of Australia considers support for air services a community service obligation. The prime argument is that people living in remote r1egions should have the same level of access to services that metropolitan communities provide and that they “should be able to engage with other Australians” (Standing Committee on Transport and Regional Services of the Parliament of Australia 2003, p. 29). However, developing countries often do not have the necessary funding to support regional air transportation to remote destinations, even though the social benefits are just as important as in developed nations. This is, for example, especially the case in relation to conflict resolution or avoidance, where ongoing interaction between the parties involved is widely recognized as one of the most important factors (Azar and Burton 1986). In Africa, for example, air transport is often the only means of transportation that can quickly support the integration of, and interaction with, remote populations. Thus, fostering social cohesion, facilitating access to services, and maintaining the viability of remote and rural communities are benefits that air services can provide. The provision of air services is therefore a government responsibility that needs to be reflected in public sector policies.

Solves African Soft Power

Aid through air power builds soft power in Africa
Bailey, African Research Seminar: Conflict in Africa 09 
Katherine Bailey, African Research Seminar: Conflict in Africa, AIR FORCE INST OF TECH, 12-16-09, [“The Role of Airpower in American Public Diplomacy in Africa ,” www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA537094] E. Liu
The delicate balance of both hard and soft power makes for a smart power strategy.8 For example, typically wielded as a hard power instrument, the military has been able to exert soft power in Africa through military personnel exchanges, training exercises against a common threat like terrorism, and delivery of humanitarian relief. Ultimately, American soft power words are useless without actions that resonate throughout the population of African countries. Actions of public diplomacy are just one way to transform soft power messages into reality. 9 Ryan Henry, Principal Deputy Undersecretary of Defense for Policy, defines public diplomacy, “as harmonizing our actions with our words to generate an alignment among key stakeholders – an alignment of their perceptions with our policy goals and objectives.”10 Public diplomacy goes beyond propaganda and public relations to build long-term relationships that 4 create an environment where government policies can grow and flourish.11 If a two or more countries’ leaders have similar objectives, than public diplomacy campaigns are more likely to be successful.12 How is it determined if a public diplomacy movement met its goals? Results from efforts might not be seen for decades or generations. Dr. Nye suggests that the number of minds changed through public diplomacy, as shown in interviews and polls, measure the success of a campaign.13 So, how does the role of airpower fit in the execution of American public diplomacy in Africa? Generally, the term “airpower” is associated with massive numbers of fighter or bomber aircraft and the destructive capabilities they provide the government to fight its wars. In this paper, “airpower” will refer to the benefits and contributions provided by both military and civil aviation to create and reaffirm mutually beneficial relationships with differing nations. Aircraft transport “stuff”, whether it is physical materials or intangible information. For African nations trying to find success outside their own backyard, aviation provides a common ground from which relationships can build. Areas like basic survival needs, security and economy are avenues where airpower can make a lasting contribution. Civil affairs soldiers report that in Djibouti, the most pressing problem is lack of viable water sources. “What they fight over and kill over is water,” says Army Staff Sergeant McDonald.14 These civil affairs troops are building relationships at the well. Assisting with solutions to this problem is more beneficial than temporary solutions. One possible use for airpower to assist with this basic human need is through reconnaissance aircraft. Unmanned aerial vehicles in conjunction with satellite photography can give information on how water sources have changed or where soil erosion is most visible. Although an expensive far-reaching 5 option, aircraft can be used to seed clouds to produce rainfall in places like drought-stricken subSaharan Africa. How can airpower increase the knowledge of land that has passed from generation to generation now threatened by significant climate changes? Recently the Alliance for a Green Revolution in Africa (AGRA) and the New Partnership for Africa’s Development have “close[d] the gap between intentions and actions on behalf of smallholder farmers,” says Mr. Kofi Annan, chairman of AGRA and former secretary-general of the United Nations.15 Programs that aid in seed viability, soil health, agriculture policy and markets could benefit from airpower through the airdrop of seeds, fertilizer or water. Renewal of crop resources prevents soil erosion and provides a legitimate source of food and income. Again, reconnaissance aircraft can provide intelligence on fields, crop production, crop planning, or soil management. Private agriculture businesses in South Africa use aerial application to ensure their fields are productive through crop dusting and cloud seeding.16 Non-governmental agencies can employ the same methods to increase crop production. To prevent the spread of malaria and other diseases, aerial application can also be used to spray for disease carrying insects. Aircraft transport food and medical supplies from urban areas to rural refugees via military or commercial means. To get access to places where damaged airfields or difficult terrain makes travel difficult, medical supplies and personnel can be airdropped. For example, in the indie film Kandahar, Red Cross aircraft airdrop artificial limbs to a remote medical station that treats landmine victims.17 Airdrops like these would be beneficial to amputee victims in countries like Sudan or Rwanda. Where there is a lack of basic resources, there is most likely a lack of security. Airpower is a delivery vehicle for this security, but actions speak louder than words. United States Agency 6 for Internal Development (USAID) assistance in building and repair of runways gives peacekeeping forces greater access to the area. Creation of the Abyei Area Administration in Sudan has given legitimacy to the area by offering a recognized partner for international aviation organizations to work with.18 USAID rebuilt a battle-damaged runway in Sudan to ensure that access is available in the Southern Blue Nile Region. 19 

Solves Humanitarianism

Aviation helps Humanitarian efforts

Aerospace Industries Association ‘12

{ http://www.aia-aerospace.org/newsroom/features/haiti/ ; AIA Members Help Haiti Relief efforts; Aerospace Industries Association ; 2010}

Natural disasters are the measure of mankind’s willingness and ability to assist their fellow man. Often such events bring out the best in individuals, governments and businesses.    The 7.0-magnitude earthquake that struck the island nation of Haiti on Jan. 12 leveled much of the capital of Port-au-Prince and its surroundings, and destroyed critical parts of the country’s infrastructure. An already poor country was presented with daunting challenges of finding survivors and treating them, providing shelter and food and attempting to restore viable avenues of communication and transportation to facilitate relief efforts.   General aviation aircraft played a large humanitarian role during the first days after the earthquake. Hundreds of civilian aircraft flew to the island, most ferrying equipment, medical personnel or Haitian expatriates responding to the disaster. One account of such a flight was provided by a reporter for Aviation International News aboard a Honeywell Gulfstream G450, which was loaded with medical supplies and aid workers. Larger transport planes began arriving after the FAA was able to route more flights into Toussaint L’Ouverture International Airport.
Solves Leadership

Control of the air is key to leadership and air power – Challengers are coming now
Fritz is the Assistant Director of Strategic Planning at Headquarters, U.S. Air Force and Martin (USAF) is a Senior Military Fellow at the Center for a New American Security, 10 

Oliver Fritz is the Assistant Director of Strategic Planning at Headquarters, U.S. Air Force and Kelly Martin (USAF) is a Senior Military Fellow at the Center for a New American Security, 1-10, [“SUStAininG tHE AiR COMMOnS,” Contested Commons: The Future of American Power in a Multipolar World, Center for a New American Security, http://www.isn.ethz.ch/isn/Digital-Library/Publications/Detail/?ots591=0c54e3b3-1e9c-be1e-2c24-a6a8c7060233&lng=en&id=111841] E. Liu
Based on technological superiority and the ability to rapidly and effectively move people, equipment and weapons, the air commons remains the primary medium for projecting American power. Kinetic air power can damage and destroy vital centers of enemy power, regardless of distance or terrain. Moreover, non-kinetic air power projection — airlift, reconnaissance, air refueling — is essential to the execution of operations. Air power’s high speed and agile maneuverability allow actions to occur within hours, anywhere in the world (given basing and mid-air refueling support). Air power can insert and extract friendly ground forces, as well as supply them from great distances. In Operation Iraqi Freedom, 80 percent of all beans, bullets and bodies entering Iraq passed through Sather Air Base in Baghdad en route to forward operating bases around the country. 19 Air is also critical to intelligence, surveillance and reconnaissance (ISR), as well as medical evacuation and search and rescue. Through combined use of large-bodied aircraft and aerial refueling, injured personnel arrive at life-saving medical treatment centers in the United States within hours of being wounded. In addition to the ability of air power to deter, coerce, deny, or punish, air power can be a powerful and swift means of providing relief and facilitating support where the need is greatest. Echoing the marathon efforts to re-supply Berlin amidst a Soviet blockade in the late 1940s, air power has been repeatedly use to provide direct material relief, enable local authorities, and deploy joint and inter-agency expertise into areas in need. As a tool for engagement and building partnerships, air power can act decisively or enable elements of the entire U.S. government to reach out and directly influence crises and disasters around the globe. The ability to effectively and efficiently exploit the air commons is a core asymmetric advantage for the United States. Adversaries who wish to fight or oppose the United States attempt to avoid conflict in the air, or develop capabilities that undermine the ability of the United States to effectively control the air. Such capabilities are rapidly developing and proliferating among would-be adversaries. In fact, Posen suggests that “perhaps the most contested element of U.S. command of the commons is command of the air” because of its importance and perceptions that U.S. vulnerabilities are increasing. 20 

Solves Soft Power

Air diplomacy builds soft power and prevents conflict

Lowther, PhD, esearch professor at the U.S. Air Force Research Institute 10 
Adam B. Lowther, PhD, esearch professor at the U.S. Air Force Research Institute, Fall 10, [“Air Diplomacy Protecting American National Interests,” Strategic Studies Quarterly, www.au.af.mil/au/ssq/2010/fall/lowther.pdf] E. Liu

Air Force Research Institute
Air diplomacy is likely to become more important because of the speed, flexibility, and limited footprint of airpower. The US Army’s dominance in military decision making during America’s involvement in Afghanistan and Iraq over the past decade has left the nation focused on the use of hard power. The ground-centric nature of these two conflicts provided the leverage needed by the Army to reassert itself after a long period of perceived subservience to the Air Force. As the president looks for an alternative to current strategy, air diplomacy will seem an attractive choice. Simply stated, air diplomacy is an effective way of defending vital national interests, building necessary partnerships, preventing conflict, and expanding American influence without creating the anti-American sentiment that often accompanies thousands of boots on the ground. Practicing air diplomacy deliberately and coherently has greater potential to effectively leverage the capabilities of the Air Force in the interests of the nation than the current approach. One obvious point argues against further development of air diplomacy as an Air Force capability, however—the contention that it does not fall within the service’s core mission. On the contrary, air diplomacy is a more complete conceptualization of “building partnerships,” currently one of 12 Air Force core functions. As currently understood, building partnerships fails to encompass many Air Force missions that would fall within air diplomacy. Every service builds partnerships, but only the Air Force conducts air diplomacy. Although the Air Force prepares—in peacetime—to fight the nation’s wars, preventing war is equally desirable. Air diplomacy is a primary contributor to that mission.

Airpower key to softpower

Bellflower 08
John W. Bellflower[Editor of Small Wars Journal]/The Soft Side of Airpower/2008
https://docs.google.com/a/g.coppellisd.com/viewer?a=v&q=cache:6KOkdsIGgtYJ:smallwarsjournal.com/mag/docs-temp/161-bellflower.pdf+&hl=en&gl=us&pid=bl&srcid=ADGEESjRoF5Eev3io2xGzOykMFMRtQHO0AmxIme1MsPD1y-C0ZWWUivF3cywd4mufa28dcd4aeEVZ9UMd71XBC4kJbtg5Dh-W7Tjpowr9lK0aHI1U57LbwBDvgGf0GLYSHXZ4AJt-BEc&sig=AHIEtbT4iq17w94nuOh8_Hix1Inm_rFQ3A&pli=1
In the field of international relations, soft power refers to the ability of a nation to use its culture, political values, and foreign policy to attract and persuade others to adopt its goals. 13 It is contrasted with the hard power of military might and economic policies designed to achieve a desired result through coercion (or sometimes bribery). Merging the concept of soft power with airpower, however, results in something a little different. Soft airpower is a mechanism by which military skill sets can be used to achieve the same goals of traditional soft power. Soft airpower, then, is the use of airpower to meet the human security needs of a target population. By refocusing our airpower effort, to an extent, on constructive uses that meet the human security needs of a particular target population rather than on destructive uses that could drive that population into the arms of the terrorist movement, or at least cause them to remain ambivalent, we can demonstrate the illegitimacy of that movement and increase support for the counterterrorist effort. In other words, we can trade kinetic effects for magnetic effects.

Solves Warfighting

Air power is needed for warfighting

Meilinger ‘03

(Philip S., Retired Air Force Colonel and Dir SAIC, Air and Space Power Journal, 3-10, http://www.airpower.maxwell.af.mil/airchronicles/apj/apj03/spr03/vorspr03.html)

The reason for this emphasis on air and space power among our soldiers, sailors, and marines is their realization that military operations have little likelihood of success without it. It has become the American way of war. Indeed, the major disagreements that occur among the services today generally concern the control and purpose of air and space assets. All of them covet those assets, but their differing views on the nature of war shape how they should be employed. Thus, we have debates regarding the authority of the joint force air component commander, the role of the corps commander in the deep battle, the question of which service should command space, and the question of whether the air or ground commander should control attack helicopters. All the services trumpet the importance of joint operations, and air and space power increasingly has become our primary joint weapon. Air and space dominance also provides our civilian leadership with flexibility. Although intelligence is never perfect, our leaders now have unprecedented information regarding what military actions can or cannot accomplish and how much risk is involved in a given action. For example, our leaders understood far better than ever before how many aircraft and weapons would be needed over Serbia and Afghanistan to produce a specified military effect, weapon accuracy, collateral damage that might occur, and risk to our aircrews. This allowed our leaders to fine-tune the air campaign, providing more rapid and effective control than previously. Other factors affect the way we’ll fight. One hears much talk today of “transforming the military” to meet new threats. The Persian Gulf War, Bosnia, Kosovo, and Afghanistan- and, for that matter, Somalia and Haiti- indicate that traditional methods, weapons, forces, and strategy will often be inadvisable. Warfare has changed. Stealth, precision weapons, and space-based communication and intelligence-gathering systems are examples of this new form of war. Certainly, the human element in war can never be ignored. People make war, and all their strengths and weaknesses must be considered. Yet, it would be foolish not to exploit new technologies that remove part of the risk and human burden in war. It is not always necessary for people to suffer. Air and space power permits new types of strategies that make war on things rather than on people and that employ things rather than people. It capitalizes on the explosion in computer, electronic, and materials technologies that so characterize the modern era. This is America’s strength- one that we must ensure.

Airpower Security Cooperation Internal

Withdrawal of US air forces creates stability vacuums and terminates security cooperation
Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09
Douglas G. Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09, [“Airpower security cooperation as an instrument of national power: lessons for Iraq from the cases of Pakistan and Egypt,”Air & Space Power Journal, Volume: 23 Source Issue: 3, http://www.freepatentsonline.com/article/Air-Space-Power-Journal/212767737.html] E. Liu
The options available to the commander in chief regarding future policy in Iraq will be constrained by the fact that a precipitous withdrawal of the US Air Force would create an airpower vacuum that would destabilize the region. This assertion leads one to predict a US Air Force presence extending well beyond the day when US ground troops depart; it also presents an opportunity to use airpower security cooperation as an instrument that furthers US interests--and, by necessity, Iraqi interests. Given the stakes, policy makers would be wise to use the lessons of Pakistan and Egypt to get it right.

India-Pakistan Scenario

Airpower cooperation with Pakistan prevents power imbalances that escalate to nuclear war

Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09
Douglas G. Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09, [“Airpower security cooperation as an instrument of national power: lessons for Iraq from the cases of Pakistan and Egypt,”Air & Space Power Journal, Volume: 23 Source Issue: 3, http://www.freepatentsonline.com/article/Air-Space-Power-Journal/212767737.html] E. Liu
Valid reasons notwithstanding, the wavering commitment to airpower security cooperation over the years by the United States undermined Pakistan's sense of security vis-a-vis India, a fact that facilitated developments that did not bode well for US interests. Such developments included the horizontal proliferation of nuclear weapons, the co-opting of Islamist militant groups in the pursuit of "asymmetric strategies" to counter Indian power, and what became an increased potential for nuclear war in South Asia due to a growing imbalance of conventional power. These claims become clear when one considers the importance that Pakistan's strategic culture places on airpower and its role in ensuring survival of the state against its more powerful southern neighbor, a fear innate to Pakistan and cultivated by the series of wars fought in 1947-48, 1965, and 1971, and more recently sustained by limited conflicts that involved dangerous tinkering with "nuclear brinkmanship" by both sides. (6) Throughout, airpower has been and continues to be a significant instrument through which the Pakistani strategic culture seeks to balance the numerically superior Indian armed forces. The success of the Pakistani Air Force in the 1965 and 1971 wars is reflected by the three-to-one kill ratio it achieved over its Indian counterpart. (7) Today, it is important to note that the Pakistani Air Force's capabilities go beyond its conventional applications and have an overtly strategic purpose, insofar as its tactical fighters represent both a defense against India's strategic nuclear forces as well as an offensive means by which to employ nuclear weapons. Stated more simply, Pakistan's fighter fleet serves as the backbone of that country's deterrent posture. (8) From the perspective of Pakistan's strategic culture, US airpower security cooperation has remained part and parcel of the state's airpower capabilities since 1957--hence, the state's capacity to balance India. Its operation of US weapon systems garnered confidence for Pakistan's airmen, who believed that they enjoyed a qualitative advantage over their Soviet-supplied rival. (9) Thus, the US Congress's imposition of sanctions in 1989 under the guise of the Pressler Amendment to the Foreign Assistance Act in order to punish Islamabad for its indigenous nuclear weapons program effectively severed airpower security cooperation, representing a severe blow to Pakistan's perceived ability to counter its foe. Most painful was the cancelled sale and delivery of F-16s that the Reagan administration had offered as the crown jewel for Pakistan's cooperation in facilitating the anti-Soviet jihad in Afghanistan. From the Pakistani perspective, the Reagan administration had implicitly tolerated nuclear development as long as Islamabad did Washington's bidding in Afghanistan. After the Soviets' expulsion, sanctions soon followed, engendering a belief in Islamabad that the new administration of Pres. George H. W Bush had withdrawn from the security commitment as a matter of convenience. Whether or not the implementation of Pressler sanctions was justified, the severing of airpower security cooperation perpetuated a belief within Pakistan's strategic culture that Washington was a fickle security partner. (10) With the benefit of hindsight, we now can assess the impact on state behavior that occurred as a result of the Pressler Amendment and the resultant degradation to Pakistan's airpower capabilities--and, more broadly speaking, its security confidence. Unfortunately, the ensuing decade witnessed Pakistan's strategic culture engaging in less desirable means to strengthen its security vis-a-vis India. Beginning in 1993, Pakistan developed a technological exchange with North Korea whereby it provided knowledge of uranium-enrichment processes in return for missile technology, facilitating Pyongyang's ability to eventually produce and test nuclear weapons--an outcome that continues to vex US policy makers and complicate international efforts to stem nuclear proliferation. (11) In addition, Islamabad supported an insurrection by Islamic militants in Kashmir in order to counter India's conventional superiority, resulting in a continuing series of skirmishes that has cost as many as 66,000 lives since 1989. This policy of co-optation of the Kashmir insurrection later led to suspicions in New Delhi that Islamabad was responsible for terrorist attacks inside India, including the attack on the Indian parliament in December 2001 as well as the more recent attacks in Mumbai. (12) Finally, in seeking "strategic depth," Islamabad offered its support to the Taliban in Afghanistan--the now infamous hosts of Osama bin Laden and al-Qaeda prior to 11 September 2001. (13) The amalgamation of these strategies created a dangerous environment of instability in South Asia characterized by episodes of vitriolic rhetoric, large maneuvers of conventional forces, and brinkmanship that culminated in the testing of nuclear weapons by both sides-an event that led many people in the United States and elsewhere to fear that nuclear war in South Asia was imminent. (14) The cancellation of airpower security cooperation with Pakistan also resulted in the troubling fact that the current airpower gap threatens escalation of the use of nuclear weapons in the event of conventional war with India. The airpower disparity makes the Pakistani Air Force's survival dubious against the better-equipped Indian Air Force; specifically, Pakistan's security planners assess that India would attain air superiority in rapid fashion and render Pakistan's strategic nuclear sites vulnerable to attack. This presumption of vulnerability leads to a doctrine of "early use" whereby, according to a widely held assumption, destruction of the Pakistani Air Force represents a "red line" beyond which Pakistan would employ nuclear weapons. (15)

Israel-Palestine Scenario

US airpower cooperation with Egypt allows it to promote Israel-Palestinian peace and Middle East stability
Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09
Douglas G. Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09, [“Airpower security cooperation as an instrument of national power: lessons for Iraq from the cases of Pakistan and Egypt,”Air & Space Power Journal, Volume: 23 Source Issue: 3, http://www.freepatentsonline.com/article/Air-Space-Power-Journal/212767737.html] E. Liu
Of course, assessing "regional stability" in the Middle East (and the Levant in particular) requires one to view what has transpired with a "glass half full" approach. This fact is salient: thus far US provision of airpower security cooperation to Egypt has contributed to quelling interstate conflict between Egypt--the largest and perhaps most influential Arab state--and Israel. This is no small matter, considering that the last time these two actors fought, US and Soviet forces were nearly drawn into conflict, prompting the only occurrence other than the Cuban missile crisis when US nuclear forces went on full-scale alert. (34) Obviously, interstate peace facilitated by the current balance of power has yet to bear the fruit of comprehensive regional peace, as evidenced by ongoing conflicts between the Israelis and Palestinian factions within the occupied territories of the West Bank and Gaza, as well as with external, nonstate actors in Lebanon. (35) In lieu of continuing regional challenges to peace, the United States receives dividends from its investment in airpower security cooperation through Egypt's consistent role as a reliable broker in the region, especially in negotiations pertaining to what many perceive to be the root cause of instability and rancor throughout the Middle East--the Israeli-Palestinian conflicts that have persisted since the foundation of the Israeli state. Egypt endorsed the Declaration of Principles signed by the Palestinian Liberation Organization in 1993 and hosted talks between the Israelis and Palestinians in 1999, 2000, 2005, and 2007. (36) The goal of achieving lasting peace between the Israelis and Palestinians remains elusive, but one can be sure that when it occurs, Egypt will have served as a principal facilitator--a role made possible in part because US airpower security cooperation sufficiently bolsters the Egyptian strategic culture's confidence in its security with respect to Israel. The value that Egypt adds in political and security matters is not merely confined to the immediate neighborhood and Israeli-Palestinian issues. Perhaps the greatest manifestation of its cooperation came in 1991, when Egyptian armed forces participated in the allied coalition during Operation Desert Storm that expelled Iraq from Kuwait. (37) Egypt's status as the most populous Arab state gave an element of legitimacy to the coalition that has been noticeably absent in subsequent endeavors. Subsequently, Egypt has also contributed to international military peacekeeping efforts in Somalia, Yugoslavia, Sudan, Liberia, East Timor, Pakistan, and Afghanistan. (38)

Israel-Palestine war goes nuclear and causes global instability

Kamal Nawash, Founder of Free Muslims Coalition, 09, [“Israel/Palestine Conflict May Lead to Nuclear War” http://www.freemuslims.org/blog/index.php?id=39]

The conflict between Israel and the Palestinians is becoming extremely dangerous and can only be described as a ticking NUCLEAR BOMB. Currently, only Israel has nuclear weapons in the Middle East. But Iran may also go nuclear and if that happens the Arabs will try to do the same. Without a doubt, there is no conflict on earth that has the same global impact as the Palestinian/Israeli conflict. Because of the potential for global instability, the entire world must do all it can to bring peace between the Palestinians and Israelis. The question is can this conflict be solved after many wars failed to end the conflict? The answer is YES but time is running out.
Southwest Asian Proliferation Scenario

Airpower security cooperation with Egypt prevents proliferation in the region despite Israel
Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09
Douglas G. Thies, political-military-affairs officer and interagency coordinator for the Center for Combating Weapons, Fall 09, [“Airpower security cooperation as an instrument of national power: lessons for Iraq from the cases of Pakistan and Egypt,”Air & Space Power Journal, Volume: 23 Source Issue: 3, http://www.freepatentsonline.com/article/Air-Space-Power-Journal/212767737.html] E. Liu
Finally, US airpower security cooperation has directly contributed to Egypt's status as a state that embraces the nonproliferation of nuclear weapons despite Israel's policy of "ambiguity" and alleged possession of a nuclear arsenal. Egypt's nonnuclear course came about as a result of the Camp David Accords, when President Sadat renounced nuclear weapons as a facet of the state's security strategy. (41) Under President Mubarak, Egypt became a signatory member of the Nuclear Non-Proliferation Treaty in 1981 and has since consistently called for the establishment of a nuclear-free Middle East. However, Cairo continues to be frustrated by Israel's refusal to follow suit and in response has refused to sign the Chemical Weapons Convention or endorse the US-sponsored multilateral Proliferation Security Initiative. (42) Regardless, because of Egypt's status in the Middle East, its choice to forgo any pursuit of nuclear weapons has thus far helped keep a lid on proliferation throughout the region.

Proliferation in Southeast Asia causes arms races and nuclear war - Suspicion
Rosen, Harvard College Professor and Beton Michael Kaneb Professor of National Security and Military Affairs at Harvard University, 09, 
Stephen Peter Rosen, Harvard College Professor and Beton Michael Kaneb Professor of National Security and Military Affairs at Harvard University, 09, ["After Proliferation: What to Do If More States Go Nuclear," Foreign Affairs 85.5 (Sept-Oct 2006): 9.
During the Cold War, the United States and the Soviet Union engaged in an intense arms race and built up vast nuclear arsenals. Other binary nuclear competitions, however, such as that between India and Pakistan, have been free of such behavior. Those states' arsenals have remained fairly small and relatively unsophisticated.  Nuclear-armed countries in the Middle East would be unlikely to display such restraint. Iran and Iraq would be much too suspicious of each other, as would Saudi Arabia and Iran, Turkey and Iraq, and so forth. And then there is Israel. Wariness would create the classic conditions for a multipolar arms race, with Israel arming against all possible enemies and the Islamic states arming against Israel and one another.  Historical evidence suggests that arms races sometimes precipitate wars because governments come to see conflict as preferable to financial exhaustion or believe they can gain a temporary military advantage through war. Arguably, a nuclear war would be so destructive that its prospect might well dissuade states from escalating conflicts. But energetic arms races would still produce larger arsenals, making it harder to prevent the accidental or unauthorized use of nuclear weapons. 
✈Agency Coordination
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Nanobiotechnology is coming now – Learning from past policy responses is key to develop an effective regulatory regime
Karkkainen, University of Minnesota professor, 11
Bradley C. Karkkainen, University of Minnesota faculty in January 2004 at the rank of Professor. He held the Julius E. Davis Chair in Law in 2004, former Associate Professor at Columbia Law School, 1-11-11, [“Does nanobiotechnology oversight present a uniquely complex challenge to interagency cooperation?,” SPECIAL FOCUS: GOVERNANCE OF NANOBIOTECHNOLOGY, www.springerlink.com/index/R6178257PJ106721.pdf] E. Liu
Nanobiotechnology appears to hold almost limitless potential for beneficial applications, and some commentators consider the emergence of this suite of technologies to be the dawning of a ‘‘second Industrial Revolution’’ (Karn and Bergeson 2009). But this tremendous upside comes with a host of governance and oversight challenges (Mandel 2008). Many commentators claim that these regulatory challenges are unique to nanobiotechnology and that the existing apparatus of the regulatory state is inadequate to address the novel problems that are poses (Nelson et al. 2009; Lin 2007). The rapid emergence of new nanobiotechnology applications does present daunting regulatory and oversight challenges. The statutes that define the current approaches to environmental health and safety protection were written prior to the emergence of nanobiotechnology and must be rewritten, reinterpreted or applied in novel ways to address the new realities posed by the nanobiotechnology revolution (Lin 2007). Yet the problems most centrally associated with the emergence of nanobiotechnology— complexity, uncertainty, and a curious and possibly dysfunctional mix of regulatory gaps and overlapping agency authorities—are pervasive throughout the field of environmental regulation. Public policy responses to these problems in other areas of environmental regulation have produced, at best, mixed results. Nonetheless, much can be learned from previous efforts to address parallel problems in seemingly unrelated fields, however, successful or unsuccessful those efforts have been in the past. It would therefore be a mistake to view the challenges of nanobiotechnology regulation in isolation, as if they were an entirely novel, unique, and sui generis. To a far greater degree than is commonly acknowledged, complexity, uncertainty, and regulatory gaps and overlaps are by now old and familiar problems in environmental regulation, however, novel they might appear to be in the nanobiotechnology context (Karkkainen 2008; Ruhl 1996).

NextGen creates new approaches to environmental regulation – It integrates different fields, agencies and disciplines to facilitate discussions

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
Government sector participants noted a move away from noise as the dominant environmental issue as improvements in aircraft engine technology make airliners much quieter than they were just ten years ago. The realization that the NextGen model focused on an integrated approach to developing the future air traffic management system provided the inspiration to use the same approach with environmental issues. Instead of focusing on one aspect of the environment, the government wants to remove the largely artificial boundaries between the groups that worked on different elements of the environment. As a government participant put it: 144 "We're looking more at a larger array of important environmental impacts, and we're also thinking in a more integrated fashion. We shouldn't just stovepipe ourselves with aviation noise. We issued an aviation emissions one. [A] water quality [one], a climate one so we wanted to have the integrated approach that we were using for NextGen, environment, and energy. So we basically started over." She further observed that the introduction of a collaborative model like NextGen has the potential to accomplish more regarding environmental concerns than does any independent initiative. What might be the most important benefit is the bringing together of people from different agencies as well as people from outside the government to facilitate discussions of the place of aviation-based emissions in the overall context of all environmental impacts. "We're in the process of developing a comprehensive NextGen environment and energy policy giving fairly equal treatment … to noise, air quality issues, climate change, energy, and water quality. We are doing that through our mutual FAA processes, but also in addition …we have Joint Planning Development Office that Congress established for NextGen pulling in other agencies and other folks outside the government; I think [this] offers additional, very helpful consultation and brain power." One aspect of the policy debate that has been underemphasized is the impact on the environment by making the air traffic system more efficient. While the NextGen project has primarily focused on creating a system capable of handling the air travel demand for 2020 and beyond, a major benefit is creating a system that uses fuel more efficiently. If airliners fly more direct routes covering shorter overall flight paths, they burn less fuel and thus create fewer emissions. If better weather prediction results in airliners delaying their departures until it is more certain that weather over their destinations will be safe for landing, less fuel will be burned while sitting in a holding area, or worse, flying in a holding pattern waiting for a landing clearance. As a manufacturing sector 
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representative pointed out, "if you burn less fuel, you [the airline] 145 spend less money. If you burn less fuel, you put less carbon in the air." A governmentsector participant described NextGen as benefiting everyone. He pointed out that "NextGen, for example, could be the basis for a win-win, because if you can find ways to make airlines fly more effective routes, they save fuel [and] produce less emissions." A policy maker in the Department of Transportation echoed the sentiment, noting "[NextGen has been described as beneficial because] of the cost savings and stuff like that. I am a big believer in it because fuel savings generate environmental benefits in net absolute terms." 

That interagency coordination is key to regulate nanotechnology
Karkkainen, University of Minnesota professor, 11
Bradley C. Karkkainen, University of Minnesota faculty in January 2004 at the rank of Professor. He held the Julius E. Davis Chair in Law in 2004, former Associate Professor at Columbia Law School, 1-11-11, [“Does nanobiotechnology oversight present a uniquely complex challenge to interagency cooperation?,” SPECIAL FOCUS: GOVERNANCE OF NANOBIOTECHNOLOGY, www.springerlink.com/index/R6178257PJ106721.pdf] E. Li
Apart from the particular problems of the TSCA statutory scheme, however, the difficulty of regulating toxic or potentially toxic substances has proven to be pervasive across the span of U.S. environmental law. The Clean Air Act and Clean Water Act, for example, have long included provisions addressing toxic pollutants. Originally these statutes employed a health-based approach, instructing EPA to set regulatory standards strictly on the basis of health effects. But the information demands of this approach proved insurmountable, as the agency was able to assemble sufficiently detailed and comprehensive health effects information for only a small handful of toxic pollutants. In frustration, Congress abandoned the health-based approach and ordered EPA to adopt technology-based regulations for toxic pollutants, something the agency had proven more adept at doing (Farber 2000). While some have criticized what they perceive to be agency foot-dragging, the more fundamental problem is that toxicological science is often incomplete and frustratingly slow to develop, leaving huge uncertainties. The authors may be reasonably confident that a pollutant is toxic at some level of exposure, but the detailed data required to establish and defend a regulatory standard at any particular level may take substantial investments of time and money to produce (Lyndon 1989). In short, uncertainties and data gaps abound, and regulatory agencies are quickly overwhelmed by the information production burden they face. These problems are compounded by the fragmented nature of the present regulatory system. The Occupational Health and Safety Administration (OSHA) bears primary responsibility for regulating toxic substances in the workplace; the Food and Drug Administration (FDA) regulates potentially toxic food additives, drugs, and cosmetic products; the Consumer Product Safety Commission (CPSC) regulates toxic substances in most other consumer products; and the EPA regulates toxic air and water pollutants, hazardous waste disposal and clean-up, toxic spills, pesticides, and toxic contaminants of public water supplies. Even within EPA, however, separate offices administer the various statutes addressing particular aspects of toxic substances, each office applying a unique set of statutory standards and definitions. There is generally little coordination among these various programs within EPA, and almost no coordination across the span of federal agencies responsible for parts of the toxic substances puzzle. Research compiled for purposes of setting discharge standards for a toxic water pollutant, for example, will probably have little or no relevance for purposes of setting workplace exposure limits or product safety rules. The statutes use different definitions and require agencies to consider different factors and to regulate, if at all, under different circumstances and in different ways. Thus, the difficulty that any particular agency or program office faces in setting regulatory standards for toxic substances is compounded by a vast redundancy of effort across the federal bureaucracy. Under these arrangements, relatively few toxic substances get regulated, but those that do may be regulated six or eight times under six or eight unique regulatory programs, each designed with a narrow purpose in mind, with no thought given to how the pieces interact so as to form a coherent whole. The regulatory system described here is characterized by uncertainty, complexity, regulatory gaps, multiple regulatory authorities, and lack of interagency and inter-program coordination. If those features sound strikingly similar to the situation described by commentators on nanobiotechnology governance and oversight, it is no accident. Indeed, a case can be made that the problems of nano-bio governance and oversight are simply the problems of toxic regulation writ small, but on a ‘‘nano’’ scale. Scale does add some unique features. Nanoparticles are more difficult to detect, and releases of and exposures to nanoparticles are likely to be in extremely small volumes. Those complications aside, however, the fundamental characteristics of uncertainty, complexity, regulatory gaps, and lack of interagency and inter-program coordination apply with equal force to nano-scale as they do to largerscale toxic substances. If the thesis of this article—that regulation of nanobiotechnology is essentially just the problem of regulating potentially toxic substances on a smaller scale—is correct, then we should be able to apply some useful lessons from the last several decades of toxics regulation to nanobiotechnology regulation. Unfortunately, however, the system of toxics regulation has been only modestly and sporadically successful. It is beyond the scope of this article to offer a comprehensive assessment, but three important developments are worth noting briefly.
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Nanotechnology alters evolutionary processes – That eliminates species diversity
Preston, Department of Philosophy, University of Montana, Missoula, MT, 05
Christopher J. Preston, Department of Philosophy, University of Montana, Missoula, MT, 05, [“The Promise and Threat of Nanotechnology Can Environmental Ethics Guide US?,” HYLE--International Journal for Philosophy of Chemistry, Vol. 11, No.1 (2005), pp. 19-44. http://www.hyle.org/journal/issues/11-1/preston.htm#ad] E. Liu
An uncontrollable, environment-consuming goo is obviously undesirable for reasons of self-interest. This is to say nothing of its lack of aesthetic appeal! But the more interesting moral issue that it raises from an environmental ethics perspective is adroitly anticipated by Joy. Joy states that GNR technologies cross a fundamental line when they allow the "replicating and evolving processes that have been confined to the natural world […] to become realms of human endeavor" (Joy 2000). If self-locomoting nanobots are able to solve problems and to replicate themselves, then the process of natural selection has been altered. If the fabricators sometimes produce copies of themselves that are not perfect, then they will also be able to evolve. It is this attempt to reproduce the evolutionary process with artificially created replicators and then let this process loose on an unprepared natural environment that is most worrying to the environmental ethicist. The fabricated biology of a nanomachine will now be able to interfere directly with the historical evolutionary process, the very thing that is the basis of the environmental ethic. The dangers of amending the evolutionary process to serve human ends are many. Some of these problems have already appeared with varying degrees of severity in the case of hybridization of plants and other agricultural genetic technologies. The ecological problems of the homogenization of the biotic community, the extinction of wild species, the evolution of more persistent insect pests, and the spread of non-native flora and fauna into native ecosystems have all accompanied previous human interference with the evolutionary process. But each of these existing problems are just pale shadows of the troubles that self-replicating nanomachines could cause. 

NextGen Solves Agency Cooperation

NextGen forces agency coordination and tech transfer – New mechanisms and agencies
Dillingham Director, Physical Infrastructure Issues, 10
Gerald Dillingham, Director, Physical Infrastructure Issues, 6-10, [“Mechanisms for Collaboration and Technology Transfer Could Be Enhanced to More Fully Leverage Partner Agency and Industry Resources,” Report to Congressional Requesters, www.gao.gov/products/GAO-11-604] E. Liu
The NAS consists of a wide assortment of technologies operated by FAA, other federal agencies, such as DOD, and industry participants such as airlines. Technology transfer may be defined as the process by which technology or knowledge developed by one entity is applied and used by another. Technology transfer may involve the transfer of equipment, research, architecture, knowledge, procedures, or software code, or involve data integration. Technology transfer also encompasses the process by which research is transitioned from one entity and then developed and matured by another through testing and additional applied research until ultimately deployed. This report focuses on the mechanisms used to transfer research and technology between partner agencies and private industry and FAA, which can include the transfer of FAA and partner agency research to the private sector to develop a technology, or the transfer of research or technology developed by partner agencies or the private sector to FAA.8 Since the origination of the NextGen effort, several mechanisms intended to facilitate coordination and technology transfer among FAA and partner agencies have been established. Congress created JPDO within FAA as the primary mechanism for interagency and private-sector coordination for NextGen. JPDO’s enabling legislation states that JPDO’s responsibility with regard to technology transfer is “facilitating the transfer of technology from research programs such as the National Aeronautics and Space Administration program and the Department of Defense Advanced Research Projects Agency program to federal agencies with operational responsibilities and to the private sector.”9 JPDO developed an Integrated Work Plan that recommends primary and support responsibilities to partner agencies for research and development of various technological aspects of NextGen.10 (See fig. 1.) JPDO is also responsible for overseeing and coordinating NextGen research activities within the federal government and ensuring that new technologies are used to their fullest potential in aircraft and the air traffic control system. The memorandums of understanding among the partner agencies also require that the partner agencies have the mechanisms in place to coordinate and align their NextGen activities, including their NextGen-related budgets, acquisitions, and research and development. The legislation also directed the Secretary of Transportation to establish a Senior Policy Committee, to be chaired by the Secretary, to provide NextGen policy guidance and review, and to facilitate coordination and planning of NextGen by the partner agencies. 

Nanotechnology Bad – Health

Nanotechnology causes brain and tissue damage – Regulations are key to prevent unpredictable effects

Preston, Department of Philosophy, University of Montana, Missoula, MT, 05
Christopher J. Preston, Department of Philosophy, University of Montana, Missoula, MT, 05, [“The Promise and Threat of Nanotechnology Can Environmental Ethics Guide US?,” HYLE--International Journal for Philosophy of Chemistry, Vol. 11, No.1 (2005), pp. 19-44. http://www.hyle.org/journal/issues/11-1/preston.htm#ad] E. Liu
The argument from the creation of novel materials, however, has another side to it, one that seems to have considerably more normative force. This is the argument articulated by Canada’s ETC Group. The ETC group has called for a moratorium on the production of nanomaterials in the absence of prior testing for health, safety, and environmental impacts (ETC 2003). The ETC group argues that since both human and other parts of biotic nature evolved in environments largely absent of any notable presence of nano-sized particles, extreme caution should be exercised before exposing biotic organisms to these particles.[10] The unnatural character of nanoparticles, according to ETC, makes them potentially dangerous. Recent studies have indicated that nano-particles do indeed provide problems for organisms that did not adapt in their presence (Gorman 2002, ETC 2003). Buckminster Fullerenes in water at 500ppb have been discovered to cause brain tissue damage in fish (Oberdörster 2004). Carbon nanotubes washed into the lungs of mice have proved resistant to any natural process of ejection, causing unusual and long-lasting lesions (Lam et al. 2003). Nanotubes also have the ability to make their way into the nucleus of a cell and pharmaceutical companies have known for some time that nanoparticles can cross the blood-brain barrier (Howard & Maynard 1999, Oberdörster 2003). While many companies are hoping to use these features of nanoparticles to deliver helpful substances into the human body, it seems clear that the potential exists for these processes to cause biological harm. Even if the nanoparticles themselves prove to be mostly benign – something beginning to look increasingly less likely at this point – Vicky Colvin at Rice University has recently shown that known toxins such as PCB’s and pesticides can bind to carbon nanotubes and use them as vehicles to hitch a ride into different parts of the body (Colvin 2003). Two observations add to the growing sense of alarm. The first is the worrying lack of research on the human and environmental health and safety effects of these new materials. The technologies are so new, and the driving forces behind their development have been so firmly located in the military and the commercial sectors, that health and safety studies have generally been neglected.[11] The National Nanotechnology Initiative devotes only a very small portion of its funds to environmental and biological health studies (ETC 2003, p. 3). The second observation is the fact that there is no regulatory mechanism in place at all at the moment directed specifically towards the unusual mix of quantum and classical properties present at the meso-realm. Regulations are still geared towards familiar macro forms of the material. In the U.S., carbon nanotubes and buckminster fullerenes are currently regulated in the same way as graphite. Given that it is precisely the differences between the properties of the classical and the nanoscale materials that make the latter so interesting, it seems imprudent for the protocols for the different types of materials to be the same. As Eric Drexler of the Foresight Institute, a nano-booster in most areas, points out "You can’t simultaneously proclaim a product is new and has all these novel properties and at the same time claim that it can be regulated as if it were nothing different" (Washington Post 2/1/2004). 

✈Leadership
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Aeronautics investments and improvements are key to avionics leadership

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
The U.S. has been the leader in the development of new aircraft and avionics, and aircraft exports have been an important stimulus for the U.S. economy. As noted by National Research Council (NRC 1997), ―the aeronautics industry, one of the largest positive industrial contributors to the U.S. balance of trade, plays a vital role in maintaining the safety and convenience of air travel throughout the world and provides important contributions to the defense of U.S. interests.‖ At a workshop held by the Aeronautics and Space Engineering Board (ASEB) in October, 1996, the steering committee and participants agreed that (NRC 1997, p. 23) ―It is essential for the United States to maintain its superiority in aeronautics products and services by continually improving safety, efficiency, cost, and longterm environmental compatibility. Without leadership, effective strategic planning and subsequent R&D implementation, aeronautics technology and jobs could quickly move to other nations, adversely affecting employment opportunities, trade balances, national security, and the efficiency of our transportation system.‖ A steering committee formed under the auspices of the ASEB developed four dimensions of U.S leadership (NRC 1997, p, 11):  U.S. economic competitiveness—the relative U.S. share of internationally traded products and services in the world economy.  Worldwide demand for aeronautics products and services—the level of demand for aeronautics products and services related to civil, military, and access to space applications in local, regional, and global markets.  Threats to global security and/or quality of life—direct threats to the health and safety of people, and/or the stability and viability of governments, and their implications for the United States.  Global trend in government participation in society—the tendency of governments to regulate and/or intervene in key aspects of society and the economy. 

US avionics leadership is key to air power and conventional deterrence that prevents Chinese miscalculation

Eaglen Research Fellow for National Security and Szaszdi 09 

Mackenzie M. Eaglen is Research Fellow for National Security and Lajos F. Szaszdi, Ph.D., is a former Researcher in the Douglas and Sarah Allison Center for Foreign Policy Studies, a division of the Kathryn and Shelby Cullom Davis Institute for International Studies, at The Heritage Foundation, 7-7-09, [“The Growing Air Power Fighter Gap: Implications for U.S. National Security,” Heritage Foundation, Produced by the Douglas and Sarah Allison Center for Foreign Policy Studies, www.heritage.org/Research/NationalSecurity/bg2295.cfm] E. Liu
China. China has ordered an estimated 76 Su30MKK Flanker-Gs and can produce an additional 250 under license, including at least 100 “knockdown kits” to be assembled in China.20 It has also received at least 24 Su-30MK2 naval strike fighters. If China modernizes its 171 Su-27SK/UBs to the Su27SKM standard and assembles another 105 Su27SKMs under license, it will have roughly 626 multirole fighters available for air superiority missions. This would place China in the same league as the U.S., which has 522 F-15A/B/C/Ds, 217 F-15Es, and a planned endstrength of 186 F-22s.21 China is also developing a stealth fifth-generation fighter, variously identified in the West as the JX.22 It may also benefit from information allegedly stolen on the “design and electronics systems” of the F-35 Lightning II.23 As militaries expand and modernize, especially the Chinese People’s Liberation Army, the probability of miscalculation grows. The 2009 DOD report on China’s military power discusses two ways that China’s growing power could lead to a miscalculation and possibly conflict. First, Chinese leaders may overestimate the proficiency of the Chinese military, leading them to overestimate its capability to achieve greater operational goals. Second, they could fail to appreciate how their decisions affect the perceptions and responses of other regional actors, inadvertently provoking a military confrontation.24 The increased potential for both competition and miscalculation between the United States and other countries raises the importance of America’s conventional deterrence. Preventing war by convincing a would-be adversary that its goals are not achievable is a primary goal of the military. Thus, even though the wars in Iraq and Afghanistan are America’s central focus and the U.S. may not currently face a potential great-power adversary, maintaining a strong fighter force is critical to sustaining a credible conventional deterrent in the coming decades. Military Requirements and Current Inventory The U.S. achieves and maintains air superiority and supremacy with fighters from the Air Force, the Navy’s aircraft carriers, and the Marines’ carrierbased and land-based air wings. Typically, a fighter force is superior to any potential opponent if it has at least the following three elements: • Technically superior aircraft, including flight performance (speed, range, and maneuverability), avionics (sensors, navigation systems, computers, sensor fusion, data displays, communications, electronic support measures), and armament. • Numerical sufficiency. • Exceptionally trained pilots and crews and an adequate pool of replacements and well-trained new pilots.

1AC Avionics Advantage - 2
China war escalates and goes nuclear
Hunkovic -- professor at American Military University, 09
Lee J. Hunkovic -- professor at American Military University, 09, [“The Chinese-Taiwanese Conflict Possible Futures of a Confrontation between China, Taiwan and the United States of America”, American Military University, p.54]
A war between China, Taiwan and the United States has the potential to escalate into a nuclear conflict and a third world war, therefore, many countries other than the primary actors could be affected by such a conflict, including Japan, both Koreas, Russia, Australia, India and Great Britain, if they were drawn into the war, as well as all other countries in the world that participate in the global economy, in which the United States and China are the two most dominant members. If China were able to successfully annex Taiwan, the possibility exists that they could then plan to attack Japan and begin a policy of aggressive expansionism in East and Southeast Asia, as well as the Pacific and even into India, which could in turn create an international standoff and deployment of military forces to contain the threat. In any case, if China and the United States engage in a full-scale conflict, there are few countries in the world that will not be economically and/or militarily affected by it. However, China, Taiwan and United States are the primary actors in this scenario, whose actions will determine its eventual outcome, therefore, other countries will not be considered in this study. 
NextGen Key to Leadership - 1

Lack of a national policy on aviation collapses leadership– Long-term funding solves

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
Why is this dissertation important? Without the guidance that a national policy might provide, different government agencies3 address serious issues that affect the efficiency and the effectiveness of the country‘s air transportation system in a piecemeal manner, with departments focusing solely on their own perceived missions. Policies developed by agencies working in isolation may work at cross-purposes with those developed by other agencies. As long as agencies judge themselves on the effectiveness with which they address their own missions, however, they can consider themselves successful even if their actions harm nation‘s interests in the process. Further, the act of creating a national aviation policy requires an open debate about the relative importance of air transportation, safety and security, energy sustainability and the environment, and financing. Concerns focused on many of these issues have not reached the U.S. political agenda, placing U.S. leadership in global aeronautics at risk. Such a debate could have long-lasting effects on critical issues. For example, most of the discussions at the federal level center on annual appropriations levels and reauthorizations of continuing activities by the FAA. Indeed, some industry experts look at that inability of the federal government to provide multi-year funding authorizations as a major obstacle to accomplishing many key goals. In a recent report, the Government Accountability Office (GAO 2009) found that ―short-term funding extensions and continuing resolutions could delay key capital projects‖ (p. 4). If the improvements needed to expand the capacity of the nation‘s large commercial airports are delayed, the need to employ existing capacity at smaller, less congested airports might well become even more important. Yet the country does not have a policy of preserving airports. While the FAA and the Department of Transportation are hardly alone in dealing with this issue, the enormous time needed even to build one new runway at an existing airport militates in favor of a long-term funding process. Just as critical, people in multiple federal departments, each with their own set of priorities, drive aviation policy in directions without consideration of the other Departments‘ priorities, a phenomenon known as stove piping.4 The Department of Transportation, for example, focuses on the overall effectiveness of the air travel system. The Department of Homeland Security concentrates on preventing hijackings and bombings, including the potential for using aircraft as weapons. The Department of State must look at international issues such as international trade agreements while the Department of Commerce needs to look at the impact of aviation on domestic business. No one agency addresses these interrelated issues and understands how policies developed by different departments might interact.5 The result is a collection of department-specific policies that often act in crosspurpose.6 The extra time needed to clear security lines, for example, slows down passenger throughput at airline terminals, thus interfering with the efficient operations of the airport. Worse, the focus placed on high profile issues such as security potentially distracts policy makers from the long-term needs of the nation‘s air traffic management system. This results in difficulty in obtaining the level of support from Congress sufficient to drive forward new programs designed to expand the capacity of the nation‘s airspace system, such as the Next Generation Air Transportation System (NextGen). Without these new programs, congestion will likely increase, as will delays, costing the country billions in lost commerce. The following sections examine more closely some of the key issues facing policymakers. 

Inability to fund NextGen shows failure of national aviation policy
Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
In spite of the demonstrated need for improvements in the nation's air travel system and the need for funding NextGen, the American Recovery and Reinvestment Act (ARRA) (P.L. 111-5). did not include any funds for that project. While ARRA did include $200 million for improvements to existing power systems, air route traffic control centers, air traffic control towers, terminal radar approach control facilities, and navigation and landing equipment, only projects that could be completed within two years were eligible for funding. ARRA made another $1.1 billion to airports, but with the requirement that half of the funds be awarded within 120 days of the legislation's passage with the rest awarded within one year. These requirements effectively precluded the use of the funds for the implementation of NextGen, since the aviation industry has not yet developed needed technology. The failure to make a significant investment in NextGen may be one of the clearest examples of ambiguous national interests. Included in the $787 billion stimulus package was $8 billion for support of high-speed rail capital programs. This travel mode was characterized by airline advocates as the "current fair-haired child." As an airline sector participant put it, "There were billions of dollars in the stimulus package for high-speed rail, whereas we have been trying to get the air traffic control system redesigned. Our infrastructure is there, the airports are there, the 
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planes are there, and everything is there. High-speed rail? There is nothing there. You know to build a railroad between Las Vegas and Los Angeles [might cost] billions of dollars, [yet] there is nothing there. It will probably end up being subsidized forever like it is in Europe." 

NextGEn is key to leadership in aviation and a seamless global system

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
As Europe and Asia plan for new ATM systems, the United States will find itself compelled to advance its own strategy for change if it wishes to continue its leadership in ATM. The worst outcome would be a drive toward incompatible systems, requiring duplicative equipment, creating battles over radio spectrum, and losing potential gains in efficiency and safety. However, changes in the three major ATM markets (North America, Europe, and Asia) also offer an opportunity. Since 2000, a common vision about what a new ATM system would look like has begun to emerge among the various ATM communities. This vision is a seamless global air traffic system, satellite based, highly automated, using networked data systems to enhance information sharing and to move functions from the ground to the aircraft. The new approach would take advantage of advances in technology to integrate now-separate information systems, provide for greatly increased air traffic situation awareness, allow more aircraft to share the sky, and could increase capacity, security, and safety. Two major government efforts are underway to help realize ATM transformation at the strategic level. The FAA has begun developing a plan for a “Next Generation Air Transportation System.” The plan, due in December 2004, will address the U.S. air transportation system broadly, of which ATM will most likely be a significant part. It is to look out to the next 20 years with a goal of significantly increasing air traffic capacity and efficiency to meet anticipated demand. Europe has been engaged on these ATM issues for several years already, and as a result, in February 2004, the European Union (EU) passed a package of proposals on air traffic management that will realize a “Single European Sky.” They are now developing the regulations that flow from the legislation, in order to begin implementation of the Single Sky initiative by the end of 2004. These regulations, while focused on reducing inefficiencies in the European airspace, also include a series of goals for transformation over the next 15 years. The advantages could be enormous if new systems make Europe’s use of airspace more efficient and more secure. 

NextGen technology is key to leadership

JPDO, 10

JPDO, Joint Planning and Development Office , agency that coordinates nextGEn, 1-7-10, [“Next Generation Air Transportation System International Strategy,” Joint Planning and Development Office Global Harmonization Working Group JPDO Paper, www.jpdo.gov/library/InformationPapers/JPDO_International%2520Strategy.pdf] E. Liu
To be successful, ICAO member States will need to collectively support the efforts of global harmonization, and many States will look to the U.S. for leadership in the area of NextGen technologies. Traditional and virtual communities are vehicles to share U.S. concepts and promote U.S. technologies with international partners. Fostering avenues for knowledge sharing within the international aviation commnity will provide a work environment where stakeholders can collectively reflect and create knowledge, and more readily harmonize worldwide equipage and procedural standards. The JPDO partner agencies and members of industry have ample opportunities to promote NextGen globally at agency and industry supported venues. The U.S. must leverage these opportunities with a focus towards promoting NextGen worldwide. Readily available communications media for NextGen, such as written briefings and graphic presentations, will be required and should be customized for various international audiences. To ensure agency representatives deliver a consistent message, a library of briefings and handouts will be developed. In addition, the U.S. will work with international partners on technical training in NextGen technologies and procedures through appropriate channels. 

NextGen Key to Leadership/Interagency

NextGen is key to air leadership and interagency cooperation

Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Witkowsky 04 

James A. Lewis, Senior Fellow and Director for Technology and Public Policy at the Center for Strategic and International Studies and Anne Witkowsky, senior fellow with the CSIS Technology and Public Policy Program, 4-04, [“TRANSFORMING AIR TRAFFIC MANAGEMENT,” CSIS, csis.org/files/media/csis/pubs/040501_air_traffic_management.pdf] E. Liu
In November 2003, the National Research Council (NRC) issued a call for change and for establishing air transportation as a national priority “with strong, focused leadership.” Its report echoed the Aerospace Commission’s call for a national vision, supported by measurable goals, along with the development of meaningful and useful operational concepts.8 The NRC’s focus is well into the future—25 to 50 years from now—yet many of its recommendations are relevant for the near term as well. On the legislative side, Congress passed the Century of Aviation Reauthorization Act in December 2003. In it, Congress called for the establishment of a Joint Planning and Development Office (JPDO) within the FAA to develop a new national plan for air transportation that is capable of meeting air traffic demand by 2025. This was an effort to encourage the FAA to strengthen and accelerate planning processes already underway. The act continues the guarantee that all the taxes and revenues paid into the Aviation Trust Fund are fully spent to fund airport improvements and air traffic control modernization. Early in 2004, Secretary of Transportation Norman Mineta announced the development of the Next Generation Air Transportation System. In doing so, Mineta acknowledged that our global leadership in aviation is being challenged by the Europeans and stated, “If America wants to retain its global air transportation leadership, we need to modernize and transform our air transportation system— starting right now.”9 As a government-wide effort, this work will be overseen by an interagency, cabinet-level senior policy committee chaired by the secretary of transportation and coordinated within the FAA—the JPDO. This interagency approach is a significant departure from FAA efforts in the past and correctly takes account of the need to factor in national and homeland security requirements, among others, to air transportation planning. In its initial phase, the FAA will need to work to ensure that this long-term planning approach fits into the larger and more near-term focused “customer-service” orientation that the agency has taken. Long-term planning does not provide immediate benefits to customer service and could easily be underemphasized in the larger effort to improve performance. This is a central risk in the recent FAA reorganization, which is not being adequately addressed and could hobble U.S. modernization efforts. In his announcement, Mineta noted that “the FAA’s Operational Evolution Plan (OEP)—as essential as it is to keeping up with demand over the course of the next decade—will not be sufficient to accommodate the air transportation market 15 or 20 years from now.”10 Whereas the goal of the OEP was a 27 percent increase in capacity by 2013, this new initiative looks out to 2025 and aims to increase airspace capacity by a factor of three. The plan is in a formative stage, but judging by public statements, the Next Generation initiative is likely to depend on new technologies to achieve its goals. 

NextGen Key – Europe

Funding for NextGen prevents irrelevance to Europe’s program and allows for coordination

[This tag should be better depending on which argument you want from it]
Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
The development of the Next Generation Air Transportation System (NextGen) is another example of an area in which the participants argued that the U.S. needs to demonstrate leadership. Through the NextGen project, the U.S. is developing a suite of capabilities that include improved air traffic management, weather prediction, and information sharing to better support the increase in commercial enplanements expected to occur over the next 25 years. European aviation authorities are developing a competing system to overhaul air traffic management over Europe, known as Single European Skies Air Traffic Management Research (SESAR). SESAR's capabilities overlap those of NextGen significantly, though it lacks NextGen's objectives for integrating security and 134 weather components into the overall air traffic management concept. The concerns about SESAR lie in its different standards and technical specifications for the equipment required for both ground facilities and in aircraft. A private sector participant expressed strong concern that the lack of a national commitment to NextGen (primarily by devoting long term funding to the project) could result in the establishment of the SESAR solution as the de facto international standard. This could render much of the U.S.'s research and development efforts fully irrelevant. One participant in the private sector said that the absence of a policy made it difficult to interact affectively with European aviation policy makers and planners in developing a seamless system of air traffic management. He argued "You want to be sufficiently strong as a nation with a clear policy so that the Europeans combine forces with the Americans and we develop an integration of NextGen and Single European Skies program." 

Global Aviation Key to Global Trade

Air is a necessary prerequisite for trade – That causes rapid economic development

Schlumberger, principal air transport specialist of the World Bank, 10

Charles E. Schlumberger, principal air transport specialist of the World Bank in Washington, DC, responsible for the Bank’s policy and development priorities in the field of air transportation, held the position of vice president at the Union Bank of Switzerland, was the chief executive officer of the Steinbeck Global Logistics Group in France, and has worked as a lawyer on aviation-related matters in Switzerland, 10, [“Open Skies for Africa,” The International Bank for Reconstruction and Development / The World Bank, http://siteresources.worldbank.org/EXTAIRTRANSPORT/Resources/515180-1262792532589/6683177-1285016043773/OpenSkiesContents.pdf] E. Liu
In addition to its direct, indirect, and induced effects, air transportation also generates a significant catalytic effect that is the most important economic contribution of air transportation. This catalytic effect is the impact of air transportation on the performance and growth of a range of other industries, for example, international trade. Air cargo has become a key element of efficient, on-time delivery of many manufactured goods as well as a large range of perishables. Estimates indicate that about 40 percent of the value of all interregional trade is transported by air (Oxford Economic Forecasting 2005, p. 15). This translates on a global scale to 25 percent of the value of all goods being transported by air, which corresponded in 2004 to a value of about US$1.75 trillion. Some developing countries have specialized in manufacturing high-value goods such as electronic components for the computer industry. These countries can only participate in the global trade of these products if they have access to a reliable and costeffective transportation network. As many high-value computer components are time sensitive because of the successive development of newer versions of such products, air transportation is the often the most cost- and time-effective mode of transportation. A good example is the Malaysian electronics export industry, which is dominated by semiconductor manufacturing and computer component production for major computer manufacturers such as NEC and DELL. The factors influencing a manufacturer to use air cargo are the degree to which production has been internationalized, the nature of the good produced, the importance of speed in a supply and distribution chain, and the degree of liberty of decision making on the part of the manufacturer in the production network. Air transportation has become the prime mode of transportation in the case of the production of high-value electronic components with the aforementioned factors playing a dominant role (Leinbach and Bowen 2004, p. 301). The role of trade in economic development is another important element to examine when reviewing the economic aspects of liberalizing air services in Africa. In an extensive cross-country analysis involving all African, European, and Latin American countries and many Asian countries (a total of 150 countries), Frankel and Romer (1999, p. 394) conclude that a one percentage point increase in the trade share of a given country’s GDP increases per capita income by 2 percent. Several subsequent studies confirm the effect of trade on per capita income, even though more recent research estimates that a one percentage point increase in trade share increases per capita income by only 0.48 percent, which is still significant (Aradhyula, Rahman, and Seeivasan 2007, p. 25). One of the key elements of trade is transport. The development of trade, which leads to economic development, is only possible if the transport services used to ship the traded goods grow along with the growth in trade volume. Several studies conclude that high transport costs pose a barrier to trade that is at least of the same, if not a higher, magnitude than tariffs (see, for example, Feige 2007, p. 31). Low transport costs and the absence of trade barriers are commonly seen as the two most important ingredients for developing trade. As Feige (2007, p. 29) puts it, low transport costs are a “necessary but not a sufficient condition,” indicating that efficient transportation is the basic element of trade, next to low tariffs. Air transportation has become the mode of choice of many timesensitive and high-value internationally traded goods as well as a powerful tool for the implementation of just-on-time procurement and production strategies.

Global Aviation Solves Conflict

Aviation causes economic integration, humanitarian aid and conflict resolution
Schlumberger, principal air transport specialist of the World Bank, 10

Charles E. Schlumberger, principal air transport specialist of the World Bank in Washington, DC, responsible for the Bank’s policy and development priorities in the field of air transportation, held the position of vice president at the Union Bank of Switzerland, was the chief executive officer of the Steinbeck Global Logistics Group in France, and has worked as a lawyer on aviation-related matters in Switzerland, 10, [“Open Skies for Africa,” The International Bank for Reconstruction and Development / The World Bank, http://siteresources.worldbank.org/EXTAIRTRANSPORT/Resources/515180-1262792532589/6683177-1285016043773/OpenSkiesContents.pdf] E. Liu
The social impact of air transportation is a significant factor that is quite easy to understand, but difficult to quantify with hard evidence. Air transportation is often the only practical mode of transportation, allowing the integration of remote populations of large countries. In that sense, air transportation plays an important role in shaping the global economy by facilitating the integration of new countries and regions into the global economy (Stevens 1997, p. 33). Travel and tourism are important elements of this international integration, which air transportation facilitates. The resulting increased understanding of different cultures and nationalities is necessary for opening up trade and movement of people, which are helping developing nations in their efforts to integrate into a global world (Air Transport Action Group 2005). Air transportation can even be seen as the key facilitator for creating multicultural societies by facilitating interaction and understanding between people of all races. Finally, a welldeveloped air transport infrastructure facilitates the delivery of emergency and humanitarian aid, including the timely delivery of medical supplies and organs for transplantation. The provision of air services to remote areas of large and sparsely populated countries is one of the most significant social benefits of air transportation. A good example is Australia, where the government subsidizes regional air services to remote territories. The government of Australia considers support for air services a community service obligation. The prime argument is that people living in remote r1egions should have the same level of access to services that metropolitan communities provide and that they “should be able to engage with other Australians” (Standing Committee on Transport and Regional Services of the Parliament of Australia 2003, p. 29). However, developing countries often do not have the necessary funding to support regional air transportation to remote destinations, even though the social benefits are just as important as in developed nations. This is, for example, especially the case in relation to conflict resolution or avoidance, where ongoing interaction between the parties involved is widely recognized as one of the most important factors (Azar and Burton 1986). In Africa, for example, air transport is often the only means of transportation that can quickly support the integration of, and interaction with, remote populations. Thus, fostering social cohesion, facilitating access to services, and maintaining the viability of remote and rural communities are benefits that air services can provide. The provision of air services is therefore a government responsibility that needs to be reflected in public sector policies.

US-EU Collaboration Key to Leadership

US-EU collaboration on ATM creates a global standard – Non-collaboration ruins US leadership

Zerkowitz, ATM systems process specialist, 11
Steve Zerkowitz, ATM systems process specialist, ICAO technical officer RAC/SAR, IATA assistant director infrastructure and the last 7 years as the CEO of a highly successful ATM/multimedia/training consultancy with clients world wide, 11-16-11, [“NextGen and SESAR – is this a race???,” http://www.roger-wilco.net/nextgen-and-sesar-–-is-this-a-race/] E. Liu
FAA Administrator Randy Babbitt said that “NextGen will be more convenient, more dependable and it will improve safety and efficiency all at the same time.” More surprisingly, it seems that there is a belief in some US circles that if the US gets NextGen up and running before Europe’s SESAR is ready, the US stands to reap important economic benefits. They believe that whoever sets the protocols and standards will also win he world market. The same people indicated that in their view, the US is ahead of Europe in this “race”. Well, one can only hope that viewing NextGen and SESAR as a race is only a part of the arguments that were needed to get the money approved and not something the FAA would ever endorse. While it is true that if the US and Europe, being the biggest aviation markets in the world, agree on a standard or protocol it is likely to become the de facto standard also in the rest of the world but it is not because of a race between the two continents. Both NextGen and SESAR work very hard to make sure that they are interoperable on all levels. Interoperability means coordinating from the start and not forcing any solution on each other. Were they to fail in this, US airlines flying to Europe and European airlines flying to the US would have hell to pay in terms of the double equipment they would need to carry. Any economic windfall the US might have with NextGen wining the race would be more than nixed in this nightmare scenario. Of course selling hardware and software will continue to be big business and NextGen and SESAR will both show the way for the rest of the world but not as participants in a race. They will show the way forward in terms of operational concept and engineering excellence.

✈UAS

NextGen Solves

New NextGen sensors and communications solve UAV use
Goure, Vice President with the Lexington Institute, 11
Daniel Goure, Vice President with the Lexington Institute, held senior positions in both the private sector and the U.S. Government. Most recently, he was a member of the 2001 Department of Defense Transition Team. Dr. Goure spent two years in the U.S. Government as the director of the Office of Strategic Competitiveness in the Office of the Secretary of Defense. He also served as a senior analyst on national security and defense issues with the Center for Naval Analyses, Science Applications International Corporation, SRS Technologies, R&D Associates and System Planning Corporation, 1-20-11, [“Bringing Unmanned Aerial Vehicles To the Skies Over You,” Lexington Institute Early Warning Blog, 

http://www.lexingtoninstitute.org/bringing-unmanned-aerial-vehicles-to-the-skies-over-you?a=1&c=1171] E. Liu
The explosive growth in the military’s use of UAVs overseas has not been matched by a similar increase in their use at home. The potential uses for UAVs at home are almost unlimited. Unfortunately, the agency responsible for formulating the regulations that would govern the flight of UAVs in the homeland, the Federal Aviation Administration (FAA) has been excruciatingly slow in moving forward on this important issue. As a result, even the U.S. military and the Department of Homeland Security are severely restricted in their ability to employ UAVs for mission such as border surveillance or airspace security. The central issue is how to integrate UAVs into an already crowded airspace. This includes defining minimum performance standards for UAVs, establishing requirements for collision avoidance, determining the role and qualifications for UAV operators and figuring out the “rules of the road” when both manned and unmanned vehicles are near one another. This sounds like an overwhelming task. However, it is worthwhile remembering that we have established acceptable rules for the wide range of commercial and private air traffic, including jet and propeller-driven aircraft as well as helicopters. Still, according to the National Transportation Safety Board there were some 3,000 aviation-related accidents in the United States in 2009, not including those involving vehicles flown by federal, state and local governments. What is desperately needed is the development and validation of “sense and avoid” systems that would allow unmanned systems to operate safely when manned aviation platforms are present. The FAA needs to be much more aggressive in its testing of UAVs and current surveillance and safety systems and in developing rules that allow reasonable use of UAV in the skies over the United States. How many of the deaths and injuries associated with those 3,000 plus aviation accidents in 2009 could have been avoided by the use of UAVs? The FAA has a program called NextGen which will use advanced satellite-based technologies to allow improved surveillance and management of U.S. airspace. NextGen is primarily focused on managing manned aviation operations. The use of advanced sensor and communications technologies is intended to allow aircraft to operate with reduced separation, thereby enabling more aircraft to be in the air at the same time. The NextGen vision needs to be extended to encompass UAVs as well so that reasonable flight rules and advanced surveillance and response technologies can be used to exploit this revolution in aviation.

Pyroterrorism - 1

UAS systems are key to fight and contain forest fires

Moose, Major, USAF, 08 
Robert G. Moose, Major, USAF, 12-08, [“COVERING THE HOMELAND: NATIONAL GUARD UNMANNED AIRCRAFT SYSTEMS SUPPORT FOR WILDLAND FIREFIGHTING AND NATURAL DISASTER EVENTS,” Naval Postgraduate School, http://www.dtic.mil/cgi-bin/GetTRDoc?AD=ADA493900] E. Liu
The benefit UAS assets can provide to the civil authorities in assessing the damage caused by a natural disaster is unparalleled in the commercial sector.15 There are also tangible benefits to using UAS assets to assist in fighting major wildfires. In the past, satellites have been used to assist firefighters battling large forest fires. The largest complaint from this usage was the revisit rate on data updates and classification issues.16 UAS assets can provide continuous near real-time data on the fire. This type of data allows the lead agency (firefighters) to use available assets most efficiently. This data could be in the hands of the deployed firefighters near the fire lines, giving them a view of the fire otherwise unavailable. This added capability makes it possible to fight the fire more efficiently and achieve containment sooner, reduce the severity of property damage, and reduce the risks to firefighters. UAS assets can also provide considerable benefit in a post-disaster environment similar to hurricanes Katrina and Rita. Using the senor suites of the UAS, it is possible to gather comprehensive damage assessment data over broad areas.17 This data makes it possible to determine the extent of the damage from flooding and wind damage. Based on this data, emergency planners can formulate a response and recovery plan, providing help to the most critical areas first. The UAS could also play a significant role in the search and rescue mission, helping locate survivors for rescue assets to recover.18 In this role, UASs would be a force multiplier – saving time, money and lives. The main area of friction in both of the two hypothetical scenarios listed above is the policy of using military assets to support civil government actions.19 A traditional sticking point for using intelligence type assets in support of civil authorities is the legality of military assets collecting “intelligence data” over the United States. In either of the above roles, the legal challenges are minimized due to the nature of the data collected. This restriction and potential challenges originate from the use of Title 10 assets and also from Executive Order (EO) 12333.20 An additional, but more minor legal issue is the end use of the data. Military collection of data used in support of law enforcement activities could violate the Posse Comitatus Act (PCA).21 Since there is no intention for the data to be used in any type of law enforcement role there should be not be any PCA challenges. C. PROBLEMS AND HYPOTHESES The main hypothesis of this thesis is to determine if UAS assets can and should be used to support civil authorities in response to wildfires or other major natural disasters. Of particular concern is where the assets are sourced as this has a significant impact on how they are employed. The research will show that National Guard UAS assets have fewer complications supporting civil authorities than do active duty assets.22 National Guard assets are also geographically better situated to support requests from civil authorities in response to natural disasters. This study also will show that using mission specific modular payloads for events such as wildfires provides significant benefit in support, while minimizing legal concerns. Crucial to the argument are the technical specifications of the baseline sensor suite integrated into the UAS. The limitations this sensor might produce for the firefighter will have to be mitigated. By looking at available commercial off the shelf (COTS) technology available, it is possible to integrate a sensor on the UAS to meet the firefighter’s requirements.23 It is envisioned that this data will allow firefighters to fight forest fires more efficiently, reducing costs, property damage, and personnel injury/death. 

Pyroterrorism is coming now – It’s as bad as nuclear weapons, collapses the economy, readiness, and legitimacy – Preparedness is key
Bendle senior lecturer in History and Communications at James Cook University 08
Mervyn F. Bendle, PhD, is senior lecturer in History and Communications at James Cook University, Queensland Summer 08, [“Australia’s nightmare: bushfire jihad and pyroterrorism,” NATIONAL OBSERVER (Council for the National Interest, Melbourne), No. 79, Summer 2008/09, pages 8-22, http://www.nationalobserver.net/pdf/2009_australias_nightmare_bushfire_jihad_and_pyroterrorism.pdf] E. Liu
A recent review of the historical data reveals that pyroterrorism has been on the rise as a terrorist strategy. Globally, between 1968 and 2005, some 56 terrorist groups employed arson as their principal form of attack, while between 1994 and 2004 the total number of terrorist incidents involving arson increased significantly, with a major jump in deaths and injuries occurring between 2003 and 2004. Robert A. Baird observes: “Not only has the number of injuries increased from 3 to 37, more significantly, the number of fatalities has leaped from 7 to 254. [This] thirty-six-fold increase in fatalities in one year may indicate that terrorists have both the capability and intent to use arson as a terror tactic in the future”.41 This shift in preferred tactics follows the realisation amongst terrorist groups that technically elaborate and logistically complex terrorist attacks have become increasingly untenable following the broad range of effective counter-terrorism measures introduced globally since 9/11. Given the advantages that pyroterrorism has over more highly technical forms of terrorism it is regrettable that it has not received the analytical attention it demands. In fact, what is required is a theoretical and methodological paradigm shift from an emergency-services perspective to a counter-terrorism perspective that gives 
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proper recognition to the proposition that wild fires can be used as a central component of a terrorist campaign. Such a shift would reflect that already underway in the global jihad movement:42 While [Western societies focus] on the readily apparent scenarios of smuggled nuclear weapons and radiological bombs, al Qaeda is adapting to avoid security and screening systems and is seeking new operational tactics and destructive technologies. Instead of using expensive, complex, and readily detectable nuclear or radiological bombs, future terrorists can easily ignite several massive wildfires to severely damage regional economies, impact military forces, and terrorise the … population. A complementary shift in perspective in response to this shift by the global jihadi movement can provide illuminating insights into the nature of the threat we face. For example, “studies of wildfire conflagrations have shown that they can rival the destructive force of nuclear weapons, giving the terrorist a weapon with the same effect with a great deal less effort and risk”.43 Indeed, the accumulated biomass in the type of forest environment both promoted and protected in Victoria by government policies and by very active and influential conservationist organisations, contains a truly vast amount of latent energy. Consequently, as has recently been observed in connection with the American situation: “The potential destructive energy [that] already exists in the nation’s forests [is] waiting for an opportunistic terrorist to unleash a wildfire and create a conflagration potentially equal to a multi-megaton nuclear weapon”.44 Viewed from a counter-terrorism perspective, such heavily-forested areas, with their enormous fuel loads located in and around significant population centres, constitute, in effect, gigantic improvised explosive devices (IEDs), albeit in a latent form, whose potential destructive power just awaits release by pyroterrorists prepared to unleash the type of hell on earth witnessed in Victoria. Previous examples of this type of highly destructive potential were provided by the Canberra fires and the San Diego conflagration of 2003, both of which caught the attention of terrorist organisations and prefigured the Victorian fires:45 The San Diego Fire Storms of 2003 provide a contemporary example of how certain regions of the country are vulnerable to wildfire terrorism and provide a model to examine the effect of a future pyroterrorist attack on the local population, regionally based US military forces, and the communities that support them. Three arson-induced wildfires called the Cedar, Paradise, and Otay fires, converged in the San Diego area in late October 2003, overwhelming area fire resources. The fires, fuelled by the dry vegetation and fed by the Santa Ana winds, raged across southern California and killed 16 people, burned an estimated 750,000 acres, destroyed an estimated 2,500 homes, and threatened 70,000 other structures. Fortunately, some recent studies in the terrorism, counter-terrorism and related fields have recognised the need for a shift in perspective and have analysed the ways in which a society’s forests and related environmental systems can be made both the object and means of large-scale pyroterrorist attacks.46 Consequently, as one of these articles observes:47 Pyroterrorism has the potential to become a tactic of choice for terrorists…. By harnessing the environment as an operational platform, terrorists can avoid traditional security mechanisms designed to detect sophisticated bombs and biological or chemical agents. A reliance on existing vegetation ensures that both the cost and the inherent risk of a terrorist operation are mitigated. It takes little more than fuel and a combustible tool or a crude incendiary device to start a forest fire given the right environmental conditions. Tragically, such conditions were eminently present and on display in Melbourne on 7 February 2009 — indeed they were even advertised throughout Victoria in connection with the continual warnings in the media about total fire-ban days, and Premier John Brumby himself issued a virtually apocalyptic warning on Friday, 6 February. It is indicative of the shift in perspective required to fully understand the nature of pyroterrorism that such warnings can be seen as serving perversely to further alert and mobilise those groups already planning arson or pyroterrorist attacks, and awaiting the right stimulus and the optimum conditions.48 Therefore, as a hypothetical example, on that dreadful Saturday in Victoria, amid furnace-like heat, and searing, gale-force winds, all that any arsonists or pyroterrorists needed to do was load their incendiary devices, along with their timing or remote-control ignition mechanisms, into a nondescript van or utility, perhaps with one or two trail bikes to facilitate easy access and escape while setting the fires. They could wait until about 10:00am to ensure the weather was indeed as bad as predicted. Then they could head out along the road to places like Whittlesea, Murrindindi or some other ignition points, before turning into any one of the many side-roads that provide access to the mountainous forest areas where the fires can be set to take best advantage of the forest fuel-load, winds, and other conditions. And, of course, this type of activity would be facilitated if the pyroterrorists were familiar with such areas through their previous participation in paramilitary and related forms of training. As the fires tragically revealed, it is a feature of this type of strategy that pyroterrorists can capitalise on the high probability that the responsible authorities (e.g., fire brigade, emergency services, police, health, etc.) will display a low level of coordination and preparedness when faced with such a massive outbreak. In Victoria, this problem expressed itself in various ways, including a failure to implement an early-warning system,49 claims that communities were forgotten or abandoned by the authorities,50 and accusations that the state’s two fire-fighting bodies refused to work together, including claims that the Country Fire Authority refused to allow firefighters from the Metropolitan Fire Brigade to join the fight against the devastating bushfires.51 It is vital, in comprehending the nature of this type of threat, to realise that 
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pyroterrorists can also rely on the assumption that such government agencies will be unable quickly to identify the true nature of the fire threat as a deliberate terrorist attack, as opposed to the more random bushfire outbreaks with which they are familiar, and for which they are trained and prepared. Consequently, they may be unable to respond effectively to what transpires to be a carefully planned campaign of destruction, perhaps one that even anticipates their reactions and even targets them. Consequently, authorities might, for example, inadvertently allow a series of fires to build quickly into an all-consuming fire-storm of the sort that ravaged Victoria on the night of 7-8 February, before they realise that the situation has been planned and coordinated to have this effect. This degraded response can be virtually guaranteed if sufficient pressure is also applied to prohibit consideration of such possibilities or to insulate any particular groups or communities from surveillance or suspicion of involvement in such activities. Of course, such an attack would not only be extremely destructive in terms of human life, physical destruction and economic costs, as we have seen. In fact, a successful pyroterrorist attack executed on a sufficiently large scale could also significantly destabilise the political and social systems of the target society, as has been observed in the American case:52 If terrorist organisations use pyroterrorism — publicly assuming responsibility for massive arson-induced firestorms — the devastation would overwhelm suppression resources, weaken regional economies, destroy critical infrastructure, affect readiness in military forces, erode the perception of Homeland Security among the population, and potentially exert political pressure on national leadership for policy change. Governments would be even more seriously compromised if responsibility could be traced back to extremist members of a specific group or community, particularly if that group or community had received, or was perceived as receiving, special treatment or protection by the government, its agencies and the media. Indeed, such action, however apparently well-intentioned it may be, could radically escalate tensions and accelerate the processes of de-legitimisation that could cause major and longterm damage to the society concerned, endangering its most fundamental values and institutions — precisely, in fact, as the pyroterrorists planned.

Integration Solves Aerospace

UAS integration is key to create thousands of aerospace jobs and sector growth
AUVSI, 10

AUVSI, Association for Unmanned Vehicle Systems International, 10, [“Unmanned Aircraft System Integration into the United States Aerospace System: An Assessment of the Impact on Job Creation in the U.S. Aerospace Industry,” issuu.com/auvsi/docs/26_july_2010_congressional_staff_briefing]

The U.S. Unmanned Aircraft Systems (UAS) market is a promising segment in the aerospace industry. The Department of Defense (DoD) has successfully deployed unmanned aircraft to war zones around the world. These systems have received widespread attention for their increased use in Iraq and Afghanistan. In addition to military UAS acquisitions and operations, a new UAS sector is being driven by non-military government agencies and commercial entities that are interested in the new technology. This market is small in comparison to the billions of dollars spent annually by the U.S. military for unmanned aircraft, but the potential for future growth of the commercial and civilian UAS space is significant. This growth, and the positive economic impact it will bring to the aerospace industry, hinges on development in UAS integration efforts into the National Airspace System (NAS). Currently, civilian and commercial organizations interested in operating unmanned aircraft are restricted from doing so due to regulatory barriers. While the Federal Aviation Administration (FAA) has been tasked to begin the process of manned and unmanned aircraft integration via the Unmanned Aircraft Program Office (UAPO) and the issuance of UAS Certificates of Authorization (COAs) and airworthiness certificates, to date UAS integration has been slow. Limited access to airspace is having a negative impact on the unmanned aviation community and many regions of the U.S. that are ready to support UAS industry growth. AUVSI estimates that over the next 15 years more than 23,000 UAS jobs could be created in the U.S. as the result of UAS integration into the NAS. These new jobs will include positions in industry, academia, federal government agencies and the civilian/commercial UAS end-user community. New UAS-related employment opportunities could translate into more than $1.6 billion in wages over the next 15 years, or $106.6 million annually. Of the new jobs created via increased UAS access to airspace, many positions will be in the manufacturing sector. There will also be positions created for UAS pilots and operators, data analysts, maintenance personnel, and consultants. Universities and colleges are already preparing for the influx of students interested in filling these potential positions. Operator certification and maintenance programs are being created to accommodate students interested in UAS-related career fields. In some cases, four-year professional degrees are being offered. Secondary employment positions will also be created in additional markets affected by the increased demand for UAS. For instance, sensor manufacturers, avionics providers, software developers and composites manufacturers will add manufacturing personnel and engineers to their work forces. Companies will also increase their support staffs by hiring accountants, sales associates, managers, human resources specialists and administrators to ensure business operations run smoothly. Tens of thousands of secondary employment positions could be created as the result of UAS integration into the NAS. UAS integration will have a tremendous impact on the aerospace industry and aid in driving economic development in many regions across the country. How quickly new job creation and economic benefits become a reality, however, depends on the progress and timeliness of UAS integration efforts. The UAS market is peaking as the result of ongoing operations in Iraq and Afghanistan. Once these deployed systems return home, the UAS industry will be at a crossroads. Access to airspace will be imperative not only to drive new markets and technological developments but also to ensure that the UAS community does not lose experienced personnel. Commercial and civilian operations represent a monumental opportunity for unmanned aircraft manufacturers, components providers, researchers and end users. However, without access to the NAS, the UAS community risks taking a step back and losing the progress it has made in the last decade.
Action Key to UAS Leadership

Agency coord is key to UAVs

GAO, 08

GAO, United States Government Accountability Office, 5-08, [“UNMANNED AIRCRAFT SYSTEMS Federal Actions Needed to Ensure Safety and Expand Their Potential Uses within the National Airspace System,” www.gao.gov/new.items/d08511.pdf] E. Liu
Coordinating the efforts of numerous federal agencies, academic institutions, and private-sector entities that have UAS expertise or a stake in routine access to the national airspace system is a challenge. As discussed above, several federal agencies are involved to varying degrees in UAS issues. Additionally, academic institutions have UAS expertise to contribute and UAS manufacturers have a stake in supplying the demand for UASs that routine access could create. FAA and experts referenced the Access-5 program that, in the past, served as an overarching coordinating body and provided a useful community forum. While some experts believe that Access-5’s focus on high-altitude, long-endurance UASs is no longer appropriate, the program’s institutional arrangements demonstrated how federal government and the private-sector resources could be combined to focus on a common goal. Stakeholders and experts we surveyed believe that coordination and focus are lacking among the diverse entities working on UAS issues, and expressed concerns that the potential public and economic benefits of UASs could be delayed while FAA develops the safety regulations required to enable routine UASs operations in the national airspace system. They noted the numerous potential uses in public safety, law enforcement, weather forecasting, and national security, discussed previously, stating that these benefits will be delayed until standards are developed. Some also noted that economic benefits realized through industry growth and productivity gains in the commercial sector would also be delayed. Additionally, some experts believe that, at the current pace of progress, the United States would lose its leadership position and manufacturers would move to other countries where the regulatory climate is more receptive. However, as previously noted, an industry forecast indicates that the United States will account for about two-thirds of the worldwide UAS research and development in the coming decade. 

Demand Now – Plan Solves

Huge surge of UAS production is coming – NextGen is key to integration

Cox et al., 12

Vicki Cox, Senior Vice President, NextGen, et al., lots of people in the FAA, DoD, NASA, and other, 3-15-12, [“Next Generation Air Transportation System Unmanned Aircraft Systems Research, Development and Demonstration Roadmap,” Joint Planning and Development Office,  http://www.jpdo.gov/library/20120315_UAS%20RDandD%20Roadmap.pdf] E. Liu
According to industry forecasts, UAS operations will increase exponentially in a variety of key military and civil areas. About 50 U.S. companies, universities, and government organizations in the U.S. are developing over 150 different unmanned aircraft designs. Projections for 2010 to 2019 predict more than 20,000 UAS produced in the U.S., with a total of more than 35,000 2 produced worldwide2 . From an operational, infrastructure and safety perspective, this presents a number of challenges due to the diversity of aircraft, control stations, levels of autonomy, and communications methods. UAS span a wide spectrum of size, endurance, and performance characteristics, often different from manned aircraft. The solutions to these challenges will affect all NAS constituencies, but they will ultimately enable seamless integration of UAS in the NextGen NAS. 

Massive civilian demand for UAs coming now, but new sensing is key to its success

Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management,

11

Glenn Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management, 5-11, [“Research Challenge: The Next Generation Air Transportation System (NextGen),” The MITRE Corporation, www.mitre.org/work/tech_papers/2011/11_2464/11_2464.pdf] E. Liu
In recent years unmanned aircraft systems (UAS ) have become a critical component of our nation’s defense strategy. The Department of Defense’s (DoD’s) demand for UAS has grown exponentially, with the various branches of the military shifting their acquisition strategies strongly toward the use of unmanned aircraft for reconnaissance and other missions that are “dull, dirty or dangerous.” Industry experts see this military trend as presaging an even larger  trend toward applying UAS to such domestic tasks as law enforcement, traffic monitoring, real estate sales, and crop dusting. Together, these emerging civilian applications and the needs of the military have produced a groundswell of interest in flying UAS intermingled with other civilian aircraft in the NAS. One major area of concern, however, is that all of the systems, rules, regulations, standards, concepts, tools, technologies, and procedures underpinning today’s air traffic management (ATM) systems were developed under the assumption of manned cockpit operations. In fact, the underlying concept of “see and avoid” assumes there is a pilot in the cockpit who is ultimately responsible for situational awareness and avoidance of surrounding aircraft. By contrast, in nearly all of today’s UAS operations the pilot operates the aircraft from a ground-based control station, using a command and control (C2) communications link to relay flight instructions in real time. A fundamental research question, therefore, concerns how to replace the traditional “see-and-avoid”  function with an equally safe and effective “sense-and-avoid” function for UAS.

Squo Doesn’t Solve

UAS flights now cause accidents, collisions and hacking

Van Dyk, Department of Systems and Information Engineering in the School of Engineering and Applied Science at the University of Virginia, et al., 12
Ryan N. Van Dyk, Department of Systems and Information Engineering in the School of Engineering and Applied Science at the University of Virginia, et al., Pariseau, Daniel H. ; Dodson, Richard E. ; Martin, Brendan T. ; Radcliffe, Alexander T. ; Austin, Eni A. ; Haimes, Yacov Y. ; Andrijcic, Eva ; Guo, Zhenyu ; Werner, Jin H., 4-12, [“Systems Integration of Unmanned Aircraft into the National Airspace: Part of the Federal Aviation Administration Next Generation Air Transportation System,” Systems and Information Design Symposium (SIEDS), 2012 IEEE, http://ieeexplore.ieee.org/xpls/abs_all.jsp?arnumber=6215142] E. Liu
UAS operations pose various threats to the stability of the NAS in terms of the safety of planes, passengers on the ground, and people and places near airports. Several riskscenarios could leave aircraft vulnerable to mid-air or runway collisions with other aircraft or collisions with stationary structures, leading to injuries, deaths, and property damage [5]. Although this risk is present with manned aircraft, it is expected to increase with UAS given the lack of an on-board human operator and the resulting inability to directly sense and avoid other aircraft [6]. Furthermore, UAS are susceptible to malicious hijackers who aim to perform terrorist attacks on communication networks, buildings, and people [7].

NAS: National Air Space

Current process for UAS is restrictive and slow – Can’t deal with coming demand

Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management,

11

Glenn Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management, 5-11, [“Research Challenge: The Next Generation Air Transportation System (NextGen),” The MITRE Corporation, www.mitre.org/work/tech_papers/2011/11_2464/11_2464.pdf] E. Liu
Exploring Cooperative Airspace Concepts for UAS Integration (MSR)

Given projected increases in UAS utilization over the next 25 years, there is a compelling national need for a safe, secure, and scalable means of routinely integrating UAS into civil airspace. At present, UAS integration is neither routine nor scalable; it requires petitions to the FAA, issuance of FAA waivers, and the establishment, adherence to, and enforcement of segregated airspace and operational restrictions. While these temporary restrictions have succeeded in maintaining a high  level of safety, the expected increase of both manned and unmanned aircraft in the NextGen timeframe suggests that seamless operation and integration of UAS and other aircraft within all domains of the NAS is a functional requirement that must be addressed.

UAS use now is case-by-case and non-commercial

Cox et al., 12

Vicki Cox, Senior Vice President, NextGen, et al., lots of people in the FAA, DoD, NASA, and other, 3-15-12, [“Next Generation Air Transportation System Unmanned Aircraft Systems Research, Development and Demonstration Roadmap,” Joint Planning and Development Office,  http://www.jpdo.gov/library/20120315_UAS%20RDandD%20Roadmap.pdf] E. Liu
UAS have evolved from simple radio controlled model airplanes to sophisticated aircraft that today play a unique role in many public missions such as border surveillance, weather monitoring, military training, wildlife surveys and local law enforcement, and have the potential to do so for many civil missions as well. However, the current NAS is designed around the use of manned aircraft, and UAS access to the NAS, especially for commercial operations, remains restricted. The Federal Aviation Administration (FAA) currently allows UAS operations on a case-by-case basis under an FAA Certificate of Approval or Waiver (COA), based on the capabilities of the particular UAS. Public entities—law enforcement, Department of Defense (DOD), Department of Homeland Security (DHS) and universities—may gain access to civil airspace for a UAS by applying for a COA. Special airworthiness certificates are available to civil operators for experimental purposes, which unfortunately precludes operations for compensation or hire. 

Solvency – Collision Avoidance

NextGen provides sensors and processes that allow automated UAS collision avoidance

Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management,

11

Glenn Roberts, directs MITRE's independent research and development programs in civil aviation and air traffic management, 5-11, [“Research Challenge: The Next Generation Air Transportation System (NextGen),” The MITRE Corporation, www.mitre.org/work/tech_papers/2011/11_2464/11_2464.pdf] E. Liu
Present-day “sense-and-avoid” initiatives seek to mitigate collision risks through self-separation (i.e., the capability of UAS to remain “well clear” and safely separated from other traffic) and collision avoidance (i.e., the capability of both manned and unmanned aircraft to prevent collisions in cases where safe separation is lost by executing extreme maneuvers just prior to closest point of approach). Using sensors either on board the aircraft (i.e., airborne-based) or situated on the ground (i.e., ground-based), “sense and avoid” approaches obtain traffic-situational awareness information and then directly (via onboard automation) or indirectly (via remote pilot action) move to ensure self-separation and collision avoidance. This research explores the viability of cooperative airspace concepts through an initial focus on cooperative autonomous “sense-and-avoid” (CASA) applications. Through a progressive series of experiments and flight demonstrations, we intend to explore the technical and operational issues associated with autonomously ensuring a separation distance that both meets the “well clear” safety criteria and considers mission constraints and limitations in the presence of both cooperative and non-cooperative aircraft. The Next Generation Air Transportation System (NextGen) 13 CASA refers to an implementation alternative where airborne equipment receives position information for or from all local traffic and onboard automation then detects potential separation conflicts and/or collision hazards, determines the appropriate maneuver, executes the maneuver, and determines when to return to course. The remote pilot could override the autonomous maneuver if necessary; however, no direct pilot action is required to initiate it. This pilot-on-theloop architecture is not susceptible to vulnerabilities and latency in the C2 link, but the inherent complexity of assuring correct operation and certifying it for safety-of-life application introduces nontrivial development and safety risks. During the initial phase of this multiyear project, we intend to demonstrate the feasibility of cooperative autonomous separation assurance using small, lightweight (under 55 pound) UAS platforms in restricted airspace. Specifically, small UAS equipped with first-generation CASA algorithms and supported by currently available technologies (such as ADS-B, GPS/Wide Area Augmentation System [WAAS], and Universal Access Transceiver [UAT] Beacon Radio [UBR]) will (1) identify an imminent breach of “well clear” safety criteria; (2) determine a safe, platformappropriate maneuver; (3) execute the maneuver autonomously; and then (4) return to mission profile in an efficient manner without intervention from the ground station or other control facility. This initial phase will directly inform subsequent phases that focus on second-generation CASA algorithms and a surrogate UAS platform operating within non-exclusionary airspace. In both phases, flight demonstrations will show stakeholders how readily-available technology can be integrated to provide effective, affordable, cooperative, autonomous separation assurance. Furthermore, these efforts will enable an enhanced understanding of the relationship between different classes of UAS and “well clear” safety criteria, while providing an opportunity to investigate safe methods for communicating positional information for non-cooperative aircraft. Through these field deployments and evaluations, we will explore technical and operational issues. The data generated can help inform policy decisions in the aviation community, bring “sense and avoid” concepts and architectures to maturity, and realize the promise of NextGen  avoidance systems.

Solvency - Communication
NextGen is key to UAS communication and deal with future increases in their use
Ayhan, Sr. Software Engineer at Boeing, et al., 11 
Samet Ayhan, Sr. Software Engineer at Boeing, et al., Paul Comitz, David Sweet, Les Robinson, Pam Arkebauer, 11, [“THE NEO SPIRAL II PROGRAM: AN FAA/INDUSTRY EXPLORATION OF UNMANNED AIRCRAFT SYSTEM INTEGRATION IN THE NATIONAL AIRSPACE SYSTEM ,” www.hafnerengineering.com/papers/NEO_DASC-2011_Final.pdf] E. Liu
Unmanned Aircraft (UA) represent an increasingly important and relevant subset of NAS operators from a military, homeland security, research, and commercial perspective. Current access to the NAS is only given to UAs based on a case-bycase basis using Certificates of Authorization (COAs), which tend to follow a tedious and lengthy approval process. Given the expected increase in unmanned aircraft operations in the future NextGen NAS, more dynamic access procedures are needed that would allow UAS operators to file flight plans and be able to dynamically change routes and intent while in the air. As stated in the Joint Planning and Development (JPDO) Net-Centric Concept of Operations: “It is expected that the presence of UAS will increase substantially 33.. in the NextGen environment, including non-military UAS, which may be used for such activities as transporting goods, conducting scientific research, pipeline reconnaissance, forest-fire monitoring, and more. The net-centric environment of NextGen will be crucial for enabling the communications between UAS avionics and Ground Control Stations (GCS) and-or UAS crews, and between ATC and GCS.” [2] 

Solvency – Information

NextGen provides more information that allows for UAS integration

Lacher, Unmanned Aircraft System (UAS) Integration Lead and Research Strategist in MITRE's Center for Advanced Aviation System Development, et al., 10

Andrew Lacher, Unmanned Aircraft System (UAS) Integration Lead and Research Strategist in MITRE's Center for Advanced Aviation System Development, et al., Andrew Zeitlin, David Maroney, Kelly Markin, Duane Ludwig, and Joe Boyd, 2-1-10, [“Airspace Integration Alternatives for Unmanned Aircraft ,” Presented at AUVSI's Unmanned Systems Asia-Pacific 2010, www.mitre.org/work/tech_papers/2010/10_0090/] E. Liu
While accommodating new types of aircraft is an explicit goal of NextGen [54], so far the concepts do not directly address the integration of unmanned aircraft in the NextGen timeframe. Some specific concepts envisioned for NextGen may be particularly suited for facilitating the integration of unmanned aircraft into civil airspace, including [56]:  Trajectory-Based Operations (TBO): In the TBO concept each aircraft’s expected flight profile and time information (such as departure and arrival times) is the basis for air traffic management and ATC. The specificity of four-dimensional trajectories (4DTs) matches the mode of operations and the requirements of the airspace in which an aircraft operates. A major benefit of 4DT is that it enables service providers and operators to assess the effects of proposed trajectories and resource allocation plans, allowing both service providers and operators to understand the implications of demand and identify where constraints need further mitigation.  Equivalent Visual Operations (EVO): Improved information availability allows aircraft to conduct operations without reliance on visibility or direct visual observation. For aircraft, this capability, in combination with position, navigation, and timing information, enables increased accessibility, both on the airport surface and during arrival and departure operations. This capability also enables those providing services at airports (such as ATM or other ramp services) to provide services in all visibility conditions, leading to more predictable and efficient operations. [16] Work in the aviation community is needed to ensure that unmanned aircraft unique operational capabilities and integration requirements are included in the NextGen concept development and evolution.

Solvency – Interagency Cooperation

NextGen creates interagency cooperation that’s also key to UAS integration

GAO, 08

GAO, United States Government Accountability Office, 5-08, [“UNMANNED AIRCRAFT SYSTEMS Federal Actions Needed to Ensure Safety and Expand Their Potential Uses within the National Airspace System,” www.gao.gov/new.items/d08511.pdf] E. Liu
In addition to FAA, DOD, TSA, and GSA, other federal agencies, academia, and the private sector also have UAS expertise or a stake in obtaining routine UAS access to the national airspace system. For example, RTCA notes that developing standards will require collaboration with DOD’s joint integrated product team and technical expertise from staff in MITRE’s Center for Advanced Aviation System Development. DOD seeks expanded access to the national airspace and, as previously discussed, has extensive experience with operating its own UASs. Beyond DOD and FAA, other entities also have UAS expertise or a stake in achieving routine UAS access to the national airspace system. For example, DHS’s CBP and Coast Guard need UAS access to the national airspace system to perform their missions. Several academic institutions have been involved in developing UAS technology in areas such as vehicle design and detect, sense, and avoid capability. Additionally, the private sector has a stake in being ready to respond to the anticipated market that could emerge when FAA makes routine access available to most UASs. Although FAA’s UAPO serves as a focal point within FAA, the office has no authority over other agencies’ efforts. Experts and stakeholders suggested that an overarching body might facilitate progress toward integrating UASs into the national airspace system. DOD, as the major user of UASs, is taking such an approach. DOD has recognized the need for coordination of UAS activities within its own sphere of influence, as each service has recognized the value of UASs for its respective missions. Consequently, DOD established an Unmanned Aircraft Systems Task Force to coordinate critical issues related to UAS acquisition and management within DOD. According to DOD, the task force will establish new teams or lead or coordinate existing Army, Navy, and Air Force teams to enhance operations, enable interdependencies, and streamline acquisitions. FAA is participating in a joint integrated product team that is part of this task force, and DOD has invited DHS to join the task force. The European Defense Agency has also recognized the challenge of channeling diverse entities, as well as multiple nation-states, toward the common goal of UAS access to non-segregated airspace. In January 2008, the agency announced that it had awarded a contract to a consortium of defense and aerospace companies to develop a detailed roadmap for integrating, by 2015, UASs into European airspace. The project is intended to help European stakeholders such as airworthiness authorities, air traffic management bodies, procurement agencies, industry, and research institutes to develop a joint agenda for common European UAS activities. The consortium held its first workshop in February 2008 and has since prepared a roadmap outline based on the needs and requirements expressed by the stakeholders. The consortium has also identified as a baseline, key actions to be undertaken and key topics for further investigation. The consortium has invited stakeholders to discuss this common baseline at a second workshop, scheduled for May 2008. Congress addressed a similar coordination challenge in 2003 when it passed legislation to create JPDO to plan for and coordinate a transformation of the nation’s current air traffic control system to the next generation air transportation system (NextGen) by 2025. NextGen involves a complex mix of precision satellite navigation; digital, networked communications; an integrated weather system; layered, adaptive security; and more. NextGen’s coordination and planning challenges are similar to those posed by UASs. For example, as required for UAS integration, the expertise and technology required for NextGen resides in several federal agencies, academia, and the private sector. DOD has expertise in “network centric” systems, originally developed for the battlefield, which are being considered as a framework to provide all users of the national airspace system with a common view of that system. JPDO’s responsibilities include coordinating goals, priorities, and research activities of several partner agencies, including DOD, FAA, the Department of Commerce, DHS, and NASA with aviation and aeronautical firms. Congress directed JPDO to prepare an integrated plan that would include, among other things, a national vision statement and a multiagency research and development roadmap for creating NextGen. The legislation called for the roadmap to identify obstacles, the research and development necessary to overcome them, and the roles of each agency, corporations, and universities. 

AT: No Integration Solutions Now

Research through ConOps identifies and solves gaps in implementation
Cox et al., 12

Vicki Cox, Senior Vice President, NextGen, et al., lots of people in the FAA, DoD, NASA, and other, 3-15-12, [“Next Generation Air Transportation System Unmanned Aircraft Systems Research, Development and Demonstration Roadmap,” Joint Planning and Development Office,  http://www.jpdo.gov/library/20120315_UAS%20RDandD%20Roadmap.pdf] E. Liu
The FAA is developing a ConOps for the integration of UAS operations in the NextGen NAS, which will provide the vision of how these aircraft will be integrated with other NAS operations in the NextGen environment. Following a standard system engineering process, the ConOps should be used to derive a set of technical, operational, regulatory, and other requirements. These concept-level requirements will aid in prioritizing research activities as well as identifying any research gaps that may exist. In addition, a ConOps provides decisionmakers a reference for assessing the feasibility of candidate concepts and their relationship to other aspects of the operational environment. The FAA’s Civil UAS Integration Roadmap will define a transition from today to the integrated vision described in the ConOps, supported with R&D that will be identified through the NextGen UAS RD&D Roadmap activities. The NASA UAS in the NAS project has provided documentation of its initial UAS Concept of ConOps to the FAA, as a prospective starting point for the FAA’s development of a ConOps. The DOD has also provided operational scenarios to the FAA from the DOD UAS ConOps effort to assist with development of the FAA UAS ConOps. NASA is currently executing a five-year, multidisciplinary UAS in the NAS research project. UAS in the NAS research activities address many of the challenges presented in this NextGen UAS RD&D Roadmap, and NASA is fully engaged in the Roadmap activity as a means of leveraging the research of other agencies and fully engaging the R&D community to accomplish program objectives. 

AT: UAVs Don’t Work Well

Key problems with UAS now are due to lack of airspace integration for testing
GAO, 08

GAO, United States Government Accountability Office, 5-08, [“UNMANNED AIRCRAFT SYSTEMS Federal Actions Needed to Ensure Safety and Expand Their Potential Uses within the National Airspace System,” www.gao.gov/new.items/d08511.pdf] E. Liu
Additionally, UASs could produce environmental benefits if they assume some missions currently performed by manned aircraft by using quieter engines that produce fewer emissions, according to experts we surveyed. Routine UAS access to the national airspace system poses technological, regulatory, workload, and coordination challenges. A key technological challenge is providing the capability for UASs to meet the safety requirements of the national airspace system. For example, a person operating an aircraft must maintain vigilance so as to see and avoid other aircraft. However, because UASs have no person on board the aircraft, on-board equipment, radar, or direct human observation must substitute for this capability. No technology has been identified as a suitable substitute for a person on board the aircraft in seeing and avoiding other aircraft. Additionally, UASs’ communications and control links are vulnerable to unintentional or intentional radio interference that can lead to loss of control of an aircraft and an accident,2 and in the future, ground control stations—the UAS equivalent to a manned aircraft cockpit—may need physical security protection to guard against hostile takeover. Although DOD has achieved operational successes with its use of UASs in Iraq and Afghanistan, accidents of varying degrees of severity have resulted from UAS reliability problems and human factors issues, i.e., equipment designs that did not fully account for human abilities, characteristics, and limitations. Our analysis of 4½ years of DOD’s data indicates that UAS component failures caused about 65 percent of the accidents and human factors issues—a common challenge in new technology—caused about 17 percent of the accidents. Because a regulatory framework to ensure UAS safety does not exist, UASs have had only limited access to the national airspace, which, in turn, has created additional challenges. For example, UAS developers have faced a lack of airspace for testing and evaluating their products, and data on UAS operations in the national airspace, which could aid in developing regulations, is scarce. In the coming years, FAA could face a workload challenge in responding to increasing requests from federal agencies to operate UASs in the national airspace system. However, FAA’s future workload is uncertain because there is no accurate inventory of federally-owned and –leased UASs. GSA has responsibility for maintaining the inventory of federally-owned and –leased aircraft, but its regulations have not been updated to require federal agencies to report UASs. Coordinating the efforts of federal agencies with those of academic institutions that have UAS expertise, and with the private sector, which has a stake in UASs obtaining routine airspace access, serves as another challenge. 

✈Solvency

3-5 Years

A stream of funding for NextGen guarantees implementation in 3-5 years

Wilson, Contributing writer, Aerospace America, 10
J.R.Wilson, Contributing writer, Aerospace America, 5-10, [“A Slow Transformation,” AEROSPACE AMERICA/MAY 2010 31, http://www.aerospaceamerica.org/Documents/May%202010%20Aerospace%20America%20PDF%20Files/30_NextGen_MAY2010.pdf] E. Liu
“The aviation industry—from the makers of planes to the people and companies who fly them, from foreign air navigation service providers to local airports—all agree that, with adequate resources, we, government and industry can work together to bring NextGen to implementation in 3-5 years instead of the 10-15 years that is currently pegged,” Aerospace Industries Association president and former FAA administrator Marion Blakey told a symposium on ADS-B (Automatic Dependent Surveillance-Broadcast) last fall. “So, what is holding us back? Funding. Not an inconsequential barrier when you consider the economy, the state of the airline industry and multiple priorities weighing on the administration and Congress.”

Federal Government Key

Strong central leadership is key to direct and implement NExtGen
Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu
Airspace is of course a national asset, and some solutions will require response at the national scale, with top-down accountability. Design and planning for NextGen-wide enterprise architecture, development of certain policies and procedures, and funding and procurement, for example, all require a strong central role. “We have to ask for top-down. That’s the political mandate from the President or from the Administration,” one participant said, and it is critical to the success of NextGen. “There Assuring the Transition to the Next Generation Air Transportation System must be someone on the FAA side who has the accountability for everything that has to happen within that organization, be held accountable, and make the commitments.”

General Fund Funding Solves
General funds can be used to pay for NextGen without increasing fees

bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
The present fiscal constraints are such that the general fund contributions are often not considered an option. But faced with funding an expensive modernization project with dim prospects of raising and taxes or fees might ultimately leave policy-makers with no other option. As the benefits of NextGen extend beyond aviation users and operators and affect the efficiency of regional economies, safety, and the environment, justification to use general fund contributions warrant consideration. The public benefits of congestion and fuel reduction are likely to be large. Delays in one airport could affect delays in other airports, implying that any delay reduction at a target airport might alleviate delays at a distant airport connected by the same airline. Additionally, reduced fuel consumption and carbon emissions could potentially yield external environmental benefits. These benefits often warrant the use of general funds to solve a public problem. However as stated before these merits are confronted by the political reality of constrained federal resources. 

Investment Key

NextGen depends on high investments by government to work
Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu
NextGen relies heavily upon investments by both government and industry, including in technical infrastructure and data systems, new rules, procedures and training, and significant operating changes. Investments in technologies, such as flight management systems, precision navigation systems, and data link capabilities in particular, are expensive and require a raft of collateral investments for their value to be fully realized.

Ready Now – Facilities

Next Gen avoids maitenence costs and can be deployed without facility realignment 

Douglas 6/1 [ Jim Douglas, contributor to AVStop, Aviation online Magazine, “FAA progress and challenges to consolidate air traffic facilities”

http://avstop.com/june_2012/faa_progress_and_challenges_to_consolidate_air_traffic_facilities.htm]

June 1, 2012 - The Department of Transportation’s Office of Inspector General (OIG) Principal Assistant Inspector General for Auditing and Evaluation testified before the House Aviation Subcommittee on the Federal Aviation Administration’s (FAA) efforts to consolidate air traffic facilities. This was at the request of the Subcommittee. OIG initiated an audit to review the FAA’s plan for large scale realignments and consolidations of its air traffic facility network, key challenges that FAA faces in executing its plan, and actions the Agency can take in the near term to successfully consolidate its facilities. According to the FAA, the average age for an en route center is 49 years, while the average age of a TRACON is 28 years. In 2008, OIG reported that 59 percent of FAA facilities were over 30 years old and identified structural deficiencies and maintenance-related issues at many facilities. Sustaining the existing air traffic control system would require the Agency to spend a significant portion of its capital budget to replace and maintain these aging facilities and related infrastructure. In fiscal year 2012, the FAA plans to spend $104 million to replace or improve TRACONs and air traffic control towers, $47 million to maintain en route centers, and $78 million to sustain electrical power systems. The FAA reported in 2010 that 83 percent of its facilities were in either poor or fair condition and that the infrastructure at some facilities would not support NextGen and other modernization initiatives. Many of the Nation’s air traffic facilities have outlived their useful lives and cannot take advantage of newer technologies. FAA formalized a plan last year to begin consolidating them into larger, integrated facilities over the next 2 decades, beginning with facilities managing airspace in the Northeast. However, FAA is early in its planning and has delayed making a final decision until next May on where to build the first facility. Regardless, the FAA will still need to align consolidation plans with ongoing construction projects, make technical decisions that could significantly alter the cost and schedules for other modernization programs, finalize project cost estimates, and address associated workforce issues. Although the FAA’s consolidation plans are evolving, a number of near term actions could better position the Agency for success. These actions include incorporating lessons learned from prior consolidation efforts, developing metrics to identify and track anticipated benefits, and determining how best to keep Congress and other stakeholders informed as the effort progresses. Current Facilities and Airspace To Be Transferred: Liberty Integrated Control Facility - TRACONs within the New York Center’s airspace, including the New York and Philadelphia TRACONs - Airspace at or below 30,000 feet from the New York Center Lincoln Integrated Control Facility - TRACONs within the Chicago Center’s airspace, including the Chicago and Milwaukee TRACONs - Airspace at or below 30,000 feet from the Chicago Center Northeast Integrated Control and High-Ops Facility - TRACONs within the Boston Center’s airspace - Airspace at or below 30,000 feet from the Boston Center. - The facility will be co-located with operations from the New York and Boston Centers that control airspace at or above 31,000 feet, along with oceanic operations. Great Lakes Integrated Control and High-Ops Facility - TRACONs within the Cleveland Center’s airspace, including the Pittsburgh, Cleveland, and Detroit TRACONs - Airspace at or below 30,000 feet from the Cleveland Center. - The facility will be co-located with operations from the Chicago and Cleveland Centers that control airspace at or above 31,000 feet. The FAA’s Decisions Regarding the First Site Have Been Delayed. The FAA has pushed its decision to approve construction for the first facility from November 2012 to May 2013. This is primarily due to delays in selecting a site for the facility and tight funding limits called for in its recently passed reauthorization. The FAA officials noted that the delay will affect the FAA’s schedule for consolidating other locations within the first segment, though the impact has not yet been determined. The FAA’s decision involves determining complex operational, logistical, and workforce aspects of the consolidation, including the facility’s airspace boundaries and total operating positions, the size of the building, the total number of controllers, technicians, and other employees working at the facility, the automation and other equipment to be installed, transition schedules for existing facilities to move to the new building and workforce-related issues. Technical decisions for the first integrated facility will impact the current modernization plan. The FAA modernization plans are based on the current facility set-up for en route centers and TRACONs not consolidated or integrated facilities. According to FAA, the Agency is in the early stages of defining the technical requirements for an integrated facility and making decisions about major acquisitions. These decisions will impact the Agency’s future modernization plans and budgets, including NextGen. For example, the En Route Automation Modernization (ERAM) program is currently being deployed to 20 en route centers, including locations in the Northeast where the first integrated facilities could be built. However, FAA has not made changes in its Capital Investment Plan, and the full extent of the changes will not be known until FAA solidifies its plans for the integrated facilities. National Air Traffic Controllers Association President Paul Rinaldi reaffirmed the organization’s commitment to a collaborative relationship with the FAA and modernization of the National Airspace System (NAS) during testimony before the House Transportation and Infrastructure Subcommittee. While Rinaldi emphasized the collaborative relationship, he stressed to the Subcommittee that facility realignments must be part of a comprehensive plan and must be accomplished with inclusion of the agency’s frontline workforce and without compromising safety and efficiency, reducing services or increasing the cost of the NAS. “It is NATCA’s position that realignments should be implemented only when the realignment has a clear objective, quantifiable efficiency gains and a sound business case evaluating each proposal,” said Rinaldi. “While realignment may play a role in modernizing facilities with NextGen capabilities, realignments and automation upgrades are two separate issues. Automation systems can be housed in any type of building whether they have been realigned or not.” 

Ready Now – Gulf 

Next Gen is ready – Gulf tests prove

FAA ‘10
[Federal Aviation Administration Press Release, “Press Release – FAA Controllers in Houston Begin Using Safer, More Efficient Satellite Based Tracking System” http://www.faa.gov/news/press_releases/news_story.cfm?newsId=11103]

WASHINGTON — Federal Aviation Administration (FAA) Administrator Randy Babbitt announced today that Houston air traffic controllers are beginning to use an improved satellite-based system – Automatic Dependent Surveillance-Broadcast (ADS-B) — to more efficiently and safely separate and manage aircraft flying over the Gulf of Mexico.  “Safety is our highest priority at the U.S. Department of Transportation, and this new satellite-based technology will help the FAA improve the safety of flights over the Gulf even as air traffic increases,” said U.S. Transportation Secretary Ray LaHood.  “This is a significant, early step toward NextGen,” Administrator Babbitt said in a press conference at the Houston Air Route Traffic Control Center. “We’re delivering on time, a system that’s not only more accurate than radar but comes with significant safety and efficiency benefits. This will save time and money for aircraft operators and passengers and reduce our carbon footprint.”  ADS-B, which is one of the technologies at the heart of the transformation to NextGen, brings air traffic control to the Gulf of Mexico, an area that has not had the benefit of radar coverage. Before ADS-B, controllers had to rely on an aircraft’s estimated or reported — not actual — position. Individual helicopters flying under Instrument Flight Rule conditions at low altitudes to and from oil platforms were isolated within 20x20 mile boxes in order to remain safely separated from other helicopters. The complex, manual nature of these operations severely reduced capacity and efficiency for the 5,000 to 9,000 daily helicopter operations in the Gulf of Mexico.  Aircraft equipped with ADS-B in the region will now know where they are in relation to bad weather and receive flight information including Notice to Airmen and Temporary Flight Restrictions.  Prior to ADS-B, commercial aircraft flying at high altitudes were kept as much as 120 miles apart to ensure safety. Controllers are now able to safely reduce the separation between ADS-B equipped aircraft to five nautical miles, significantly improving capacity and efficiency. The new technology will also allow the FAA to provide new, more direct routes over the Gulf of Mexico, improving the efficiency of aircraft operations while using less fuel. 
Ready Now – Tests

Next Gen is ready for deployment now and will solve – testing and status quo applications prove

Mims ’11

 [Christopher Mims, contributor to Good, Technology Review and The Huffington Post, and is a former editor at Scientific American; “Next Gen will change air travel, Why the delay?” http://www.txchnologist.com/2011/nextgen-will-change-air-travel-why-the-delay]

Standards finalized The intransigence of air carriers aside, the most important technical standards for NextGen have been finalized. Much of the equipment has been put through its paces, and in some parts of the world, including the U.S., some of its most important components are already in service. By the end of 2012, the U.S. will be fully covered with the radio receivers that will replace conventional radar, according to R. John Hansman, director of the International Center for Air Transportation at MIT. NextGen is satellite enabled, which means that airplanes in the system can use GPS to determine their location. But this doesn’t mean the system is dependent on GPS, says Hansman, who points out that airplanes have long had other sources of location information, including inertial navigation, which uses dead reckoning to determine location based on last known position, as well as transponder-based radio navigation systems. The FAA will also continue to maintain some radar installations, which will also be a last line of defense against “uncooperative targets, in other words, terrorists,” says Hansman. Some carriers are already enjoying some of the benefits of the core communication system of NextGen, known as Automatic Dependent Surveillance-Broadcast, or ADS-B. By 2015, most of the countries in Europe and Asia will require that all planes in their airspace be equipped with ADS-B “out,” which broadcasts the location of a plane. The same technology will be mandated in U.S. airspace by 2020. UPS has been experimenting with ADS-B since 1996, according to Mike Mangeot, a company spokesman. Its entire fleet is equipped with both ADS-B in and out, which means its planes not only broadcast their location but can see the location of every other plane with the equipment. UPS has a special incentive to pioneer this technology — at its packed world-wide air hub in Louisville, delays of even a few minutes can be problematic. ADS-B also allows UPS to engage in “Continuous Descent Approaches,” in which “an aircraft coasts into an airport with its engines at idle thrust, rather than stepping down in a traditional landing. This reduces noise and nitrous oxide emissions and reduces fuel consumption,” says Mangeot. But who will pay? The fact that NextGen will reduce costs for the FAA, by eliminating the need for many expensive radar installations and the overtaxed air traffic controllers who run them, has led some in industry to conclude that the agency should foot most of the bill. The FAA has already spent $4.4 billion of the $7 billion it currently has allotted to realize NextGen. To incentivize airlines to cover the cost of retrofitting their own planes with ADS-B and, in some cases, new navigational systems, which Hansman says can run to hundreds of thousands of dollars a plane for a large commercial aircraft, the agency is considering giving carriers who install the equipment before the 2020 deadline privileged access to airports. If that doesn’t work, there’s always the argument that, as fuel costs rise, the routes that can be plotted with precise satellite navigation will save enough fuel to justify the cost of retrofits. Southwest Airlines has already made this kind of commitment, and is saving $16 million a year in fuel as a result. It’s also been proposed that the FAA subsidize airlines’ costs for upgrading, but that seems unlikely in the current fiscal climate in Washington. Many of the benefits of NextGen, such as safety and improved awareness for America’s many small airplanes, are public goods that are not likely to be justified on the grounds of cost alone, anyway. That’s just one of the reasons it has taken this long to realize a system that was first proposed in the 1980s. Another is that a misconception remains that NextGen is a monolithic enterprise that will be realized all at once, and can’t be rolled out in pieces. “NextGen is completely based on an incremental rollout; it’s designed to be scalable” says Laura Brown, deputy assistant administrator for public affairs at the FAA. One of the dimensions of the technology that will continue to scale is a feature of NextGen that will be present only in the U.S.: A high-bandwidth data channel, known as UAT, which will allow ground controllers to send almost any kind of digital communication to planes. Literally, an Internet in the sky.

AT: FAA Bad

Difinitive goals and leadership restores confidence in the FAA

Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu
Many are skeptical of FAA’s ability to execute large transformations, even once funds have been appropriated. “There is little point,” said one respondent, “in trying to move toward a day when everyone can simultaneously flip a switch.” Cited, for example, is the failed Advanced Automation System program; some say it has branded FAA negatively and left many people “very, very skittish about any major transformation in the system for quite a long while.” Described as “the big bang theory” in that the system might be changed overnight using a lead system integrator with a great deal of authority, AAS stumbled. Yet AAS was not nearly so ambitious as NextGen. Evolutionary change requiring investment by both industry and government cannot proceed without delivering its stream of promised benefits. History suggests that aviation must evolve and gain benefits during its evolution to NextGen. Yet there is deep skepticism that benefits delayed might ever be realized. A cross-industry willingness to accept evolutionary progress requires that aviation leaders be definitive about direction, set specific goals and objectives, assure interim benefits, and meet those goals on time. Whether transformational or evolutionary, leadership is essential. 

AT: Governance Blocks – Local Organizations Solve

Federal leadership creates grassroots organizations that solve local governance issues
Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu

But the great challenges of implementation might be best addressed by grassroots-level local networks if such networks were given a broad bottom-up charge consistent with a national strategy, resourced by FAA with some authority and support, and tasked to develop the local solution that works. Under this model, the opportunity exists for FAA to use its powers and authorities not solely to directly manufacture NextGen products and services, but rather to steward the networks that will. The role of government might be to encourage, convene, and support the formation of such networks. The challenge of governance shifts from managing bureaucracies to governing networks. This model becomes an opportunity for this group, the roundtable felt, to contribute as a network—perhaps, a consortium—that itself can design governance for the proliferation of local solutions, which together create national impact and outcomes. The challenge to this group, then, would be to design itself as a group of enlightened industry and government executives who agree that the future of the country depends on its success in moving our aviation infrastructure forward. The prospect of top-down effort where necessary, with rich bottom-up networks actively devising local solutions, and a mid-range consortium assuring vitality, consistency, and governance across the networks, seems potent. What steps could such a consortium take to create a network of networks representing a vast new capability to address the challenge of NextGen design and implementation “We have a lot of work to do as a community sitting at this table,” one participant offered, “even an incomplete community, to form this consortium—a coalition for NextGen. It makes it palpable,” he said. “It creates the mandate for governance to change, to make it happen.”

AT: No Airline Equipage

Investment in a beneficial NextGen program causes acceptance and adoptation

bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
Third, the airlines and general aviation users have been hesitant to bear equipage costs due to low profitability, economic turmoil, and a lack of clear incentives to justify investing in NextGen. Operators are unlikely to invest until, at a minimum, the FAA is ready to deliver the promised benefits. This leads to a stalemate: operators are uncertain whether investing in NextGen is worthwhile, when the infrastructure is not yet fully in place, and without equipage the infrastructure by itself is ineffective. The FAA has mandated equipage of Automated Dependent Surveillance-Broadcast Out (ADS-B) that allows the equipped aircraft to send transmission to other equipped aircraft ADS-B ground stations for all operators by 2020. However, there is uncertainty over when other NextGen on-board equipment will be required, particularly ADS-B In which allows the equipped aircraft to receive transmission from other ADS-B ground stations and other aircraft. Fourth, NextGen faces funding issues that pose some very difficult policy decisions. Work on the ground infrastructure aspect of NextGen is currently funded by the Facilities and Equipment account of the AATF and some progress, albeit slow, has been made on this project. However, recent reports by the Congressional Budget Office and the Government Accountability Office show that current AATF revenues are inadequate to fund NextGen.2 Despite recent resolution over the long overdue FAA reauthorization bill, little progress has been regarding securing a full-fledged modernization funding plan. The current bill authorizes a flat amount of $2.731 billion over four years for NextGen and funding is still subject to annual appropriation. A project that is already endangered by uncertainties regarding its worth would benefit from a stable and adequate funding source. 

Airlines will adopt NextGen – Profits and benefits

bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu

Low profitability due to increasing fuel costs and post-9/11 recessionary demand-side shocks is another reason why commercial carriers have been reluctant to pay for NextGen equipage. Some carriers have lobbied in vain for federal stimulus funding for NextGen equipage during this period.35 Operators would have an incentive to invest in NextGen if they can be sure it will generate profits by reducing operating costs. As discussed earlier, NextGen could significantly reduce operating costs by reducing delay and fuel consumption. Whether this would increase airline profits depends to some extent on the intensity of competition between operators.36 However, assuming that the underlying assumptions and analyses are correct and annual airline benefits exceed the total equipage cost, there is a sensible business case for the industry as a whole to invest in NextGen, meaning there is a reason for operators to pay for their own equipage. From a policy side, a strong set of incentives needs to be provided to facilitate this equipage. The FAA has already begun to provide some aid to airlines for equipage, but it has not been enough to counter the continuing risk across the larger industry.37 

AT: No Airline Equipage – Regulations

Implementation causes non-equippers to quickly bandwagon

Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu
Managing the Mixed Equipage Environment. Demonstrating capability to roll out and manage a mixed-equipage environment may well provide strong incentive, demonstrating the value of investing in best equipped, best served-enabling equipage. “Best-equipped, best served is a systematic reward for NextGen upgrades,” a participant observed, a “pure competitive market system.” FAA could then mandate the remainder much more easily— limiting it to those who do not voluntarily equip.

Even if there’s no incentive to retrofit, FAA mandates kick-in and solve

Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., 10
Stephen Goldsmith, Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at Harvard's Kennedy School of Government. Stephen is also the Chair of the Corporation for National and Community Service, et al., Zachary Tumin, Fred Messina, Booz Allen Hamilton, 3-10, [“Assuring the Transition to the Next Generation Air Transportation System A New Strategy for Networked Governance,” Findings and Discoveries of the Executive Session on the Next Generation Air Transportation System, www.ash.harvard.edu/extension/ash/docs/nextgen.pdf] E. Liu
“The urge to invest again is not overwhelming,” one participant said. Government’s past failure to make good on promises of collateral changes in policies and procedures rings loudly. “Risk needs to be apportioned differently this time around,” he said. If current market forces seem too weak to incent first movers on this round, how then to ensure change, when there is no rush to be first—and no downside to being last Mandates. From FAA’s perspective, mandates are appropriate only when there is not—or never will be—sufficient incentive for operators to equip. However, mandates have the effect of reducing business uncertainty—which some operators might prefer, if intelligently applied and matched by government action. If, for example, FAA mandated the purchase of equipment of a certain level in order to operate in New York Class B airspace, this would be—according to one observer—“a no brainer. I can walk into my board meeting and get approval in 15 minutes.”

AT: No Airline Equipage – Equipage Now

All recent airplanes already have NextGen technology

Wilson, Contributing writer, Aerospace America, 10
J.R.Wilson, Contributing writer, Aerospace America, 5-10, [“A Slow Transformation,” AEROSPACE AMERICA/MAY 2010 31, http://www.aerospaceamerica.org/Documents/May%202010%20Aerospace%20America%20PDF%20Files/30_NextGen_MAY2010.pdf] E. Liu
When NextGen was inaugurated, air travel was at a peak, with growth expected to continue at a significant pace. Boeing and Airbus had new jetliners under development to help airlines increase and modernize their fleets. That influx of new aircraft was expected to help speed NextGen implementation by incorporating required airborne capabilities with the initial purchase rather than as retrofits. Anticipating such developments, some airlines had begun including GPS and other advanced system capabilities in aircraft they purchased as early as the mid-1990s. According to the Air Transport Association (ATA), some aircraft already are being retired with equipment the airline was never able to use. “The industry has spent hundreds of millions of dollars on NextGen already. All the aircraft developed in the last several years had NextGen technology built into them. At one point, that was probably optional equipment; today it is standard, so it is hard to calculate that cost,” says ATA vice president for operations and safety Basil Barimo, the association’s NextGen technology lead. “And airlines are investing in upgrades to existing aircraft, such as new displays, flight management systems and GPS capability. I don’t have a specific number, but it is probably north of $1 billion when you add in new deliveries and retrofits.”

✈Counterplan Answers 

Delay Bad
Delay undermines benefits and prevents credibility and industry adoption
Dillingham, Director, Physical Infrastructure Issues, 11
Gerald L. Dillingham, Director, Physical Infrastructure Issues , 10-5-11, [“FAA Has Made Some Progress in Implementation, but Delays Threaten to Impact Costs and Benefits ,” Testimony Before the Subcommittee on Aviation, Committee on Transportation and Infrastructure, House of Representatives, www.gao.gov/products/GAO-12-141T] E. Liu
However, some acquisitions have been delayed, which has impacted the timelines of other dependent systems, and the potential exists for other acquisitions to also encounter delays. These delays have resulted in increased costs and reduced benefits. Going forward, FAA must focus on delivering systems and capabilities in a timely fashion to maintain its credibility with industry stakeholders, whose adoption of key technologies is crucial to NextGen’s success. FAA must also continue to monitor how delays will affect international harmonization issues, focus on human factors issues,4 streamline environmental approvals, mitigate environmental impacts, and focus on improving management and governance. 

Delay Bad/FAA Key

Delay or cancellation of FAA enactment causes industry skepticism – Undercuts NextGen benefits

Dillingham, Director, Physical Infrastructure Issues, 11
Gerald L. Dillingham, Director, Physical Infrastructure Issues , 10-5-11, [“FAA Has Made Some Progress in Implementation, but Delays Threaten to Impact Costs and Benefits ,” Testimony Before the Subcommittee on Aviation, Committee on Transportation and Infrastructure, House of Representatives, www.gao.gov/products/GAO-12-141T] E. Liu
To maintain credibility with aircraft operators that NextGen will be implemented, FAA must deliver systems and capabilities on time so that operators have incentives to invest in the avionics that will enable NextGen to operate as planned. As we have previously reported, a past FAA program’s cancellation contributed to skepticism about FAA’s commitment to follow through with its plans. That industry skepticism, which we have found lingers today, could delay the time when significant NextGen benefits—such as increased capacity and more direct, fuelsaving routing—are realized. A number of NextGen benefits depend upon having a critical mass of properly equipped aircraft. Reaching that critical mass is a significant challenge because the first aircraft operators to equip will not obtain a return on their investment until many other operators also equip. 

Plan Is Federal Duty

The federal government funds airport improvements and safety

Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11
Robert A Checchio, Vice President, Legislation Affairs, Mid-Atlantic Aviation Coalition, Aviation Policy and Economics Researcher, 11, [“CRISIS IN THE SKY: THE CHALLENGES OF DEVELOPING A UNITED STATES   NATIONAL AVIATION POLICY,” Ph. D. Thesis, http://mss3.libraries.rutgers.edu/dlr/outputds.php?pid=rutgers-lib:31018&mime=application/pdf&ds=PDF-1] E. Liu
Even more problematic may be the role of federalism in aviation policymaking. While the FAA helps fund airport improvements and regulates aviation safety, the existence of airports themselves relies on state and local authorities. As seen in Chicago in the case of Meigs Field, an entire airport can be closed if a local authority wishes. Yet to be debated at all is the role that the federal government might play in assuring the 9 continued existence of airports that the FAA itself has deemed important to the national airspace system. The next section briefly explores why airports need to be preserved. 

Theory – Realism Key
Regardless of effectiveness, all policies must be realistic and passable
bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
Political Feasibility. No matter how effective and optimal a policy measure in theory, it is impractical unless it can generate Congressional support. This paper aims to propose a funding mechanism that is practical in the existing political environment. Any potential funding mechanism needs to be able to gain support from lawmakers, who have shown strong opposition to tax increases in recent times. However the unavoidable fact is that upgrading the air traffic control system to NextGen is going to require real funding. A policy that minimizes the cost burden while still equitable and transparent is more likely to gain political support. 

Privatization CP 2AC

1. Perm do both

2. Cancellation of FAA enactment causes industry skepticism – Undercuts NextGen benefits

Dillingham, Director, Physical Infrastructure Issues, 11
Gerald L. Dillingham, Director, Physical Infrastructure Issues , 10-5-11, [“FAA Has Made Some Progress in Implementation, but Delays Threaten to Impact Costs and Benefits ,” Testimony Before the Subcommittee on Aviation, Committee on Transportation and Infrastructure, House of Representatives, www.gao.gov/products/GAO-12-141T] E. Liu
To maintain credibility with aircraft operators that NextGen will be implemented, FAA must deliver systems and capabilities on time so that operators have incentives to invest in the avionics that will enable NextGen to operate as planned. As we have previously reported, a past FAA program’s cancellation contributed to skepticism about FAA’s commitment to follow through with its plans. That industry skepticism, which we have found lingers today, could delay the time when significant NextGen benefits—such as increased capacity and more direct, fuelsaving routing—are realized. A number of NextGen benefits depend upon having a critical mass of properly equipped aircraft. Reaching that critical mass is a significant challenge because the first aircraft operators to equip will not obtain a return on their investment until many other operators also equip. 

3. The counterplan can’t solve our leadership advantages – US commitment to NextGen is key to 

4. Other countries prove privates don’t implement new technology and make it dangerous

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
A second claim of privatization advocates is that public bureaucracies have a poor record of providing modern technology and that private ATC systems would be innovative and speedy adapters of new technology. The Canadian, Australian, and British cases all demonstrate that this is in fact not the case. Technological “innovation” in Canada has consisted of waiting for the U.S. to develop new technology and then importing it. Cases where private ATC providers have attempted to hastily implement novel technology in response to “incentives” are even more disconcerting. In Australia, implementation of Airservices Australia’s, The Australian Advanced Air Traffic System (TAAATS) has led to several technological failures, including a twelveminute radar blackout.9In the United Kingdom, introduction of new software has caused severe disruptions and system shutdowns.10Controllers in a new London area facility have been unable to make out the call numbers of planes on their new Sony screens, which is a major safety hazard. Anecdotal evidence from newspaper reports has suggested major inefficiency and safety hazards associated with private implementation of new technology in this vital piece of national infrastructure. Far from supporting the argument that privatization brings better technology quicker, international cases demonstrate a substantial risk of technological failure.

Privatization CP 2AC

5. Issues with the FAA are due to lack of commitment and their alternative is terrible
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
Any serious commitment to improve the performance of the ATC system must start with a clear analysis of the problem and then link proposals for change directly to the problem. Cost and modernization issues at the FAA are not problems of bureaucratic incompetence. Rather they are multidimensional problems with far more powerful proximate causes. Among other factors, the pure scale of the enterprise, unmanaged growth in air travel, lack of adequate institutional support, and restructuring of the airline industry impact air traffic control efficiency. The ability of the FAA to respond is certainly a consideration, but it is not the determining consideration. Even if, for the sake of argument, one were to conclude that public management was the critical issue, any solution must reflect full cognizance of the nature of air traffic control work as a delivered service and the way in which an organizational change such as privatization would impact that work over time. That has not been done in any of the studies the Project Team reviewed. Instead the studies simply imply that a restructuring of economic incentives such as landing fees paid to a new agency, bonuses, and other rewards for employees will serve to alter bureaucratic behavior and cause the agency to handle more air traffic, more efficiently, and at a lower cost. While that is one possible outcome, it is equally, if not more, plausible that the incentives will distort behavior so that safety and security are jeopardized in the name of efficiency, that user costs will skyrocket, that the government will be forced into a massive financial bailout due to the inability to fully transfer associative risk with an air traffic control privatization, that the cost of the FAA’s remaining security and safety responsibilities will swell as independent entities become responsible for implementation of safety standards, and that technological fixes will be implemented without adequate testing, bringing chaos to the air traffic control system.3

6. The federal government is already a world leader in air traffic control – Experience and efficiency

The Hill, 11

The Hill, 9-23-11, [“Air Traffic Controllers union to Peter Orszag: Butt out of NextGen fight,” Keith Laing, http://thehill.com/blogs/transportation-report/aviation/183583-air-traffic-controllers-union-to-peter-orszag-bud-out-of-nextgen-fight] E. Liu
The union for air traffic controllers reacted strongly Friday to a suggestion from former White House economic adviser Peter Orszag that the proposed advanced navigation system for the national aviation system could be privatized. Orszag, who was director of the Office of Management and Budget until his resignation from the White House in 2010, said in an op-ed in this week that the private sector might be able to help get the proposed NextGen navigation up and running faster than the federal government with Republicans in control of the House. But the National Air Traffic Controllers Association said Friday that the system would be in place faster if Congress passed a long-term authorization bill for the Federal Aviation Administration. "Americans put their trust in our highly skilled, professional and experienced federal air traffic controllers to get them where they need to go, safely and soundly," NATCA President Paul Rinaldi said in a statement. "And they should have confidence when they do: our nation’s air traffic controllers have a near-perfect safety record. "So when former Office of Management and Budget Director Peter Orszag opined … that our air traffic control system should be privatized, we must respond," he continued. "Orszag, and others who share his view, are advocating a dangerous and misguided solution for improving what is already the world’s safest and most efficient system." 

FAA Good Now XTN

Literally no warrant for why private replacement would be better than the FAA
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
The general argument on all three of these rationales is that the FAA, as a top-heavy bureaucracy, is incapable of making the desired improvements itself, and that the private sector is the best substitute. While it is true, as is the case for any public agency, or private ones for that matter, that there is room for improvement, it is not clear why a private replacement bureaucracy will be an improvement over an experienced public one. At the most basic level, there is simply no clear cut explanation for the claim that the FAA’s bureaucratic behavior is sufficiently egregious as compared to that of the Federal Bureau of Investigation (FBI), for example, to explain why removing it from direct responsibility will markedly address the three problems listed above. In order to sustain the case for as drastic a change as privatization, it is first necessary to clearly demonstrate that inept public management is either the source of the problem or at least that it is a significant factor in its creation. Then it is necessary to demonstrate why the establishment of a new private entity, as the successor to the FAA would solve the problem. This is especially true if the successor agency is itself envisioned as a 6 unique corporate entity. It is not immediately obvious why the problems of one (public) bureaucracy will not reassert themselves in another (private) bureaucracy. From our review of the reports of existing privatizations and analyses done to date on the potential of a U.S. privatization, it is clear that neither of these has been demonstrated. They have merely been asserted.

Privatization – Terrorism DA

Privitization degrades security, cohesion and responsibility and risks Cyberattacks that turn solvency
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
Secondly and more importantly, because of safety and security considerations, it would be risky in terms of public safety to have private operators, either singly or multiply, each responding to their own internal profit imperatives, acting on their own operational protocols moving air traffic through the national air space. Review of the two recent examples in which the cost savings measures employed by private operators of public transportation services were directly or indirectly blamed for the May 10, 2002 "Potters Barn Derailment" in London, England13and July 1, 2002 mid air collision on the Swiss-German border14further substantiate the significance of safety considerations when considering privatization. However, further investigation indicates a systemic breakdown, including inadequate staffing, the fact that the communications link with German air traffic controllers operating on a degraded mode, that the collision alarm system had been taken out of service for maintenance, and general lack of clarity about the lines of responsibility and authority. 13 This operational risk is only compounded by the security risk associated with private operators and their employees having unabridged access to the nation's air traffic control systems. In an address to the Senate Subcommittee hearing, US Senator Chuck Schumer stated: "I don't need to spell out the absolute havoc and devastation that would result if cyber terrorists suddenly shut down our air traffic control system with thousands of planes in mid-flight."15With the increasing push for ATC privatization, access to sensitive information is further compromised without the necessary protocols and procedures in place to protect the public's interest.

Nuclear terrorism at an airport is likely and devastating

McLay, Assistant Professor Department of Statistical Sciences and Operations Research, et al., 11

Laura A. McLay, Assistant Professor Department of Statistical Sciences and Operations Research, et al., Rebecca A. Dreiding· Garrett L. Howe, 11, [“Rethinking the encounter probability for direct-to-target nuclear attacks for aviation security,” J Transp Secur (2011) 4:247–280, http://rd.springer.com/article/10.1007/s12198-011-0070-7] E. Liu
A nuclear attack within the United States is one of the most pressing terrorism threats, due to the immediate destructive consequences for human life as well as the economic and psychological consequences (El Baradi 2007). The International Atomic Energy Agency (IAEA) reports that terrorist groups have the desire to obtain and use unconventional weapons such as nuclear and radiological dispersal devices. From 1993 to 2007, there have been 18 confirmed cases of weapons-grade nuclear material being trafficked worldwide and over 1,300 confirmed cases of other nuclear material being traded (International Atomic Energy Agency 2007). News that international terrorist groups have tried to buy nuclear and other radioactive materials have been reported in several countries (International Atomic Energy Agency 2007). In 2008, $700M US was appropriated to plan for the aftermath of a potential nuclear terrorist attack on the United States (Schwartz and Choubey 2009). If a terrorist group acquires weapons-grade nuclear material abroad, it can be used to make a nuclear weapon and then be transported to the United States, where it will be presumably used to launch an attack. There are many ways to transport nuclear material or a nuclear weapon into the United States, including air, sea, and land border crossings. A weapon can be transported in a cargo container, in a small vessel, on a general aviation aircraft, on a train, or on a large cargo ship, for example. Much research has focused on screening for nuclear material in cargo containers at domestic and foreign ports and at land border crossings (Wein et al. 2007; Dimitrov et al. 2011; McLay et al. 2011). Little attention has been paid to the critical role of commercial aviation security in nuclear attacks. Sweet (2009) claims that, “[f]rom a terrorist’s viewpoint, aircraft are a preferable target because of their international flavor and the likelihood the press will focus on the incident.” Due to the terrorist attacks and plots involving conventional weapons and commercial aviation, aviation security has evolved to include new procedures and technologies. These changes in aviation security have been designed to prevent or detect hijackings and explosions occurring, rather than to prevent a nuclear attack. However, commercial aircraft remain attractive targets for terrorists, as evidenced by the plan to detonate a bomb on an international commercial flight on December 24, 2009. While flights are routinely screened for conventional explosives, they are not routinely screened for nuclear material. To address the threat of a nuclear attack, some baggage on incoming international flights are screened after they arrive at a U.S. hub airport, although most screening efforts are focused on international general aviation flights (rather than international commercial aviation flights) (Vojtech 2009; Sammon 2009). Thus, there are some current security procedures are in place to detect nuclear weapons through intended security checkpoints once passenger flights have entered the United States. However, the system is vulnerable to modes of attack that breach the normal security procedures. This paper focuses exclusively on the incoming international commercial aviation flights in preventing a nuclear attack, since it has been hypothesized that a nuclear attack would involve smuggling in a nuclear weapon from abroad (Allison 2004)
Privatization – Links to Elections

Privatization increases fees for less wealthy travelers – Causes loud protests

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
One of the largest dangers in privatization of the ATC system is that such a privatization is not really what it purports to be. It is billed by its advocates as an attempt to improve the efficiency of the ATC system. In fact it is really a battle for control of public funding. All the foreign ATC privatizations and the one proposed for the US have one element in common. They all work on the assumption that the system will be selfsupporting via user fees. The notion of self-support via user fees is consistent with the business model. However it has two major problems. The first concerns the equity nature of the funding. The federal government presently finances air traffic control. Air travelers, in part, pay some of the costs via an excise tax based upon the value of their tickets. It is to some extent a progressive tax, in that people who purchase first class tickets tend to be more affluent than those who sit in coach. The excise tax on first class tickets is higher than the tax on coach tickets. A switch to a flat per seat fee structure means that all travelers pay the same user fee. As a proportion of a lower fare ticket the fee would be higher. To the extent that air travel is price elastic, this switch means that the most budget conscious travelers bear the highest proportion of air travel costs for a privatized ATC system, either out of pocket or by simply cutting back on air travel. That in turn means that the low cost carriers bear a disproportionate share of the costs. Undoubtedly they will (rightly) protest the loudest over any attempt to switch fee structures. To a large extent the move towards privatization represents a move toward a firmer hold on the industry by the largest carriers. As a matter of equity, the cost will be borne by the least able to pay.

Privatization – Links to Politics

Privatization is controversial and mucks up modernization debates
bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
Making a case for or against privatization is not the focus of this paper, as it deserves more thorough analysis. In any case, due to its controversial nature, privatization talks in Congress would likely cause more friction than fluency towards modernization efforts. 

Privatization – Links to Spending

Poor management means government has to bailout privates – That makes federal spending inevitable

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
The third blanket claim common to most privatization proposals is that the funding stream associated with a private ATC provider would keep costs to users down, and isolate the government from the risk of escalating provision costs. Review of the Canadian and British cases both demonstrate cost escalations and increased user fees. In Canada user fees have increased several times since NAV CANADA’s inception, and particularly since the traffic downturn of the past year. The system is structured in such a way that even when the control fee charged to airlines decreases, passengers end up paying more. By 2002, the average fee per-traveler increased from $12 to $22.11The user fee system in Canada has definitely hit travelers as ticket prices have increased dramatically. The situation in the United Kingdom is even more problematic. The British privatized their ATC services by selling a 46% stake to a consortium of seven airlines, and an additional 5% to employees. The government retained 49% plus an extra “golden share.” Over the past year the government has had to bail out the new National Air Traffic Services (NATS) twice, to the tune of $131 million – about two thirds of the original sale price. The private sector holds 46% percent of the equity in NATS, but as the recent government bailouts have demonstrated, the private sector is assuming none of the risk. Air traffic control is a vital public service, one in which a shutdown or catastrophic failure would cripple the nation. Regardless of technical or legal responsibility, the government will always be in a position of having to ensure continuing service. As has been made clear by the British case, market-based privatization of the air traffic control system means that the government surrenders its vital assets, but continues to assume the costs and final responsibility for ensuring continuing service. This situation could not possibly be described as “stabilized.”

Privatization – Prefer Sclar

Qualifications – Sclar is a graduate lecturer and has written award-winning books on privitization

-Their authors only have qualifications internal to the organization they write for

It’s an independent study

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
The purpose of this White Paper is to provide the National Air Traffic Controllers Association (NATCA) with an independent analysis of the claim that service performance improvements and long-term operational savings can be achieved through the privatization of U.S. Air Traffic Control operations. NATCA has an abiding responsibility for helping to maintain safe and efficient working conditions for its membership as they fulfill their individual obligations for maintaining safe and efficient flying conditions for the American people. The Project Team assembled to conduct this was led by noted author Elliot Sclar,1Professor of Urban Planning and Public Affairs at Columbia University, and HDR’s Management Consulting Group.2

Privatization – Work Environment Deficit

Skilled workers are key to ATC – Privatization has no way of capturing that
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
The "business model" metaphor also fails because it does not come to grips with the nature of actual ATC work. The production of ATC is labor-intensive work. Although there is a great deal of expensive physical capital in the form of buildings and equipment, the largest proportion of operating costs for ATC is personnel related. Studies undertaken by the National Research Counsel (NRC) demonstrate the extent to which both the quality and quantity of ATC service reflects the skills that the staff brings to its work. The staff in turn responds to the context of professionalism within which they work. The argument for privatization never makes clear how and why a "corporate culture" will improve the work environment and professionalism of air traffic control work. At best they suggest that economic incentives could be used to enhance productivity. While the importance of fair compensation should never be underestimated, it is only part of the job market equation for highly skilled and well-educated workers who have other options. Consequently in contemplating meaningful reform within the FAA it is necessary to start from a complete appreciation of the work environment of air traffic controllers. A top-down privatization will have less to do with improvement than would a better, bottom-up understanding of their working conditions and the kinds of improvements they deem necessary. Privatization, because it relies on contractual relationships, requires simplified staffing standards that the FAA can easily check. However, as the NRC found, it is almost impossible to develop objective standards for this labor-intensive work as "the issue of appropriate staffing 20 levels is not simply a question of science and models but involves a long and frequently contentious debate over work rules, productivity, compensation, management practices, and other issues."22

Privatization – AT: Competition Good

Competition doesn’t apply here and isn’t better – No rebiding and public services match
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
In general, privatization is a blunt instrument of organizational change. In many ways it is at variance with much of the general consensus in the management literature that effective organizational change is a process of continual improvement focused upon the actual work of service delivery. To make a case for privatization it is necessary to demonstrate that the problem is so extreme that incremental improvement is unworkable. Privatization proponents assert that to be the case, but they never identify the specific basis within the FAA for this conclusion. Typically, privatizations are aimed at improving efficiency by introducing competitive behavior to a marketplace. It is clear to all parties, however, that there is no potential for competition in the air traffic control market. Air traffic control is too infrastructure dependent, and far too vital to our national interest to set up multiple competitive systems. Services cannot be rebid at any level of frequency if we hope to maintain continuity in a knowledge-dependent industry. Privatization advocates would agree with this assessment of the inherent impossibility of inserting competition into the air traffic control market. However, they turn to general notions found in privatization theory that assert that, because private organizations can provide economic rewards to employees who further the profit or surplus generating potential of the organization, it will become more efficient in fulfilling its mission. The privatization literature also suggests that public agencies are entrenched and intractable to change. However there is also management literature that demonstrates that public agencies are as amenable to improvement as private ones as long as the problem is properly specified. Implicit in the theoretical formulation of privatization is an assumption that efficiency will improve because customers can take their business elsewhere. The threat of the loss of business is supposed to ensure that the private provider will create a better product for the organization’s customers. But what if the private agency is to be the sole supplier? Economic incentives can quickly become a double-edged sword cutting against the interests of the consuming public. The generation of revenue and economic rewards will not necessarily redound to better management of the ATC system. It is also important to note that the ability to generate revenue surpluses and improved organizational efficiency are not the same. Especially when a private monopoly with less public accountability is proposed. 

No ATC competition – It’s a natural monopoly because of the cost of infrastructure and lack of providers

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
ATC is not and will never be a service subject to the discipline of the competitive market place. It fails the "yellow pages" test. There are no available private sector providers with listed phone numbers ready, willing, and able to sell a national ATC system on a moment's notice. Furthermore, the government could not create a competitive market for ATC services even if it wanted to. ATC does not lend itself to competitive market configurations. It would be inefficient to duplicate the costly advanced technology that modern ATC demands among many providers who would then compete to sell it to government. ATC is what economists characterize as a "natural monopoly." Situations of natural monopoly are situations in which, because of the large scale of operation and the high fixed costs in infrastructure, it is less expensive to have a single regulated provider. 

Privatization – AT: Efficiency

Efficiency crushes labor costs – That causes strikes and worse efficiency issues
Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
Privatization advocates often presume a private “efficiency” advantage. Several ATC privatization efforts have been successful at reducing total costs. However, the “at what price?” question is rarely asked. Evidence from Canada and Australia suggests that the price is safety and employee satisfaction, both of which bring new costs. In Canada, NAV CANADA has been successful at keeping costs low by negotiating with Controllers to keep flexible schedules. As a result, fewer Controllers need to be hired and labor costs are kept low. The second result of this cost containment strategy has been an operational irregularity rate of two per 100,000 aircraft movements – over twice that of the American rate for a system 7% of our size.6Controllers in Canada are stretched to the point of being unable to perform their jobs.7Cost saving work rules have so infuriated controllers in Australia that a series of strikes have crippled air traffic movement for hours at a time at a high cost to Australians as a whole.8In both of these cases, cost savings strategies have translated to new, more serious problems with safety and efficiency.

Their methodology makes illogical comparisons and ignores quality losses

Sclar, Director of graduate programs in Urban Planning at Columbia, 03
Elliott Sclar, Director of graduate programs in Urban Planning at Columbia, his book on privatization won two prestigious academic awards, the Louis Brownlow Award for the Best Book of 2002 from the National Academy of Public Administration and the 2001 Charles Levine Prize from the International Political Science, 03, [“Pitfalls of Air Traffic Control Privatization,” National Air Traffic Controllers Association, http://www.inthepublicinterest.org/sites/default/files/PitfallsofATCPrivatization.pdf] E. Liu
One of the strongest arguments for privatization is found in the belief that it will save money. It is suggested that privatization will cut the bureaucratic waste out of the operation. This is done by a methodology that can be referred to as "psuedo benchmarking." Benchmarking is a time honored management tool for comparing the performance of an organization with an outstanding peer as a way to assess its performance in terms of effectiveness and efficiency. However it is, at best, only a first approximation as no two organizations are ever identical. Differences matter and must be taken into account. The Reason Foundation, in its attempt to argue for the cost savings of privatization, cite the cut in the size of the Canadian ATC system when it was converted to a private operation with the creation of NAV CANADA. There are clearly problems with such a comparison between a system the size of the U.S. system and the Canadian system, which is only a fraction of the size. But, more importantly, as the NRC study shows, the cut in staffing at NAV CANADA may represent a decrease in quality. Quality in this case translates into passenger safety and national security.

Privatization – AT: Orszag

Orszag doesn’t think the fed is bad, just that gridlock blocks spending – Fiat solves that
The Hill, 11

The Hill, 9-23-11, [“Air Traffic Controllers union to Peter Orszag: Butt out of NextGen fight,” Keith Laing, http://thehill.com/blogs/transportation-report/aviation/183583-air-traffic-controllers-union-to-peter-orszag-bud-out-of-nextgen-fight] E. Liu

In his opinion piece, which appeared Thursday in Bloomberg News, Orszag was not critical of the FAA's performance — rather, he said, the problem was the political climate in Washington, which makes increasing federal spending difficult.

States CP 2AC

1. Perm do both

2. Cancellation of FAA enactment causes industry skepticism – Undercuts NextGen benefits

Dillingham, Director, Physical Infrastructure Issues, 11
Gerald L. Dillingham, Director, Physical Infrastructure Issues , 10-5-11, [“FAA Has Made Some Progress in Implementation, but Delays Threaten to Impact Costs and Benefits ,” Testimony Before the Subcommittee on Aviation, Committee on Transportation and Infrastructure, House of Representatives, www.gao.gov/products/GAO-12-141T] E. Liu
To maintain credibility with aircraft operators that NextGen will be implemented, FAA must deliver systems and capabilities on time so that operators have incentives to invest in the avionics that will enable NextGen to operate as planned. As we have previously reported, a past FAA program’s cancellation contributed to skepticism about FAA’s commitment to follow through with its plans. That industry skepticism, which we have found lingers today, could delay the time when significant NextGen benefits—such as increased capacity and more direct, fuelsaving routing—are realized. A number of NextGen benefits depend upon having a critical mass of properly equipped aircraft. Reaching that critical mass is a significant challenge because the first aircraft operators to equip will not obtain a return on their investment until many other operators also equip. 

3. The counterplan can’t solve our leadership advantages – Federal commitment to NextGen is key to 

4. States counterplans are bad – 

5. The air and airports are under federal government’s authority – That makes preemption possible

Erbsen, Associate Professor, University of Minnesota Law School, 11
Allan Erbsen, Associate Professor, University of Minnesota Law School, 11, [“Constitutional Spaces,” MINNESOTA LAW REVIEW 95:1168, papers.ssrn.com/sol3/papers.cfm?abstract_id=1785546] E. Liu

First, consider the air above the United States. The air is essentially a modern analogue to admiralty jurisdiction—a channel of transportation and commerce shared by actors moving between multiple jurisdictions under circumstances requiring uniform rules. But unlike admiralty, the Constitution never mentions the air (which is unsurprising given that air travel was not viable in 1789). Thinking about air as a space within the constitutional framework raises at least three interesting questions about how air overlaps with other spaces. First, is the air above a state also within that state? Courts have uncritically assumed that states have territorial control over their airspace in cases where states tried to exercise personal jurisdiction over defendants served on airplanes.338 Yet state jurisdiction must end somewhere. For example, it does not extend to orbiting satellites.339 So there may be an altitude beyond which the fiction of territorial jurisdiction evaporates.340 Second, even if state territory extends vertically, there is a question about whether Congress and the federal judiciary have the same legislative and common law authority over the air that they have over admiralty. The air is a channel of commerce in which Congress can preempt state law,341 and over which Congress has claimed “exclusive” national “sovereignty.”342 However, it is not clear that dormant federal preemption over navigable airspace is as strong as dormant preemption over navigable waters, and thus the role of federal common law is uncertain.343 Third, the mirror image of the question about whether state power over land encompasses some of the appurtenant air is whether federal power over air encompasses some of the appurtenant land. This question arises because air travel requires airports, and thus federal power over airspace may extend to the lands that planes use to access this space.344 The extent of federal power over land as an incident to its power over the air remains an open question.345 The air thus hovers above us as an unenumerated space in the “public domain” lacking “precise limits” and a clear legal status.346
States CP 2AC

6. Airports are a federal government obligation
ACG, Associated General Contractors of America, represents more than 33,000 firms including 7,500 of America's leading general contractors, 11
ACG, Associated General Contractors of America, represents more than 33,000 firms including 7,500 of America's leading general contractors, 5-20-11, [“Why and How the Federal Government Should Continue to Fund Vital Infrastructure in the New Age of Public Austerity,” http://www.mmsend50.com/link.cfm?r=33208529&sid=13749970&m=1370386&u=agca&s=http://www.agc.org/galleries/news/Case-for-Infrastructure-Reform.pdf] E. Liu
One area where this question is likely to arise is federal investments in infrastructure, including highways, transit systems, airports, dams, levees, federal buildings and drinking & wastewater systems. Some are likely to wonder why federal taxpayers should help subsidize financing for drinking water in Louisville, pay into a pool of funds that will add new highway capacity in Richmond, or use general treasury funds to prevent flooding and speed barge traffic by improving locks along the Ohio River. The answer is that it is clearly in the national interest to invest in infrastructure. For example, there is a clear, constitutionally defined federal role for supporting interstate commerce by investing in transportation infrastructure. Likewise, there is a strong argument to be made that the federal government has a vital role to play in maintaining our national economic security by investing in the infrastructure that is vital to commerce. Indeed, the Constitution is quite clear that it is the responsibility of the federal government to facilitate interstate commerce. Today, the vast majority of that interstate commerce travels on America’s vast, interconnected network of highways, airports and waterways. That means that if Congress and the Administration want to fulfill their Constitutional obligation to facilitate interstate commerce, they must continue to make the investments needed to maintain sufficient quality and capacity along our interstate highway network, our waterways and ensure the safety of air travelers. It also is important to note that the federal programs for investing in highway and transit projects has traditionally been self-funded. Since the 1950s, highway users have, through a mixture of gas taxes and other use-related fees, provided all of the funds that go into the Highway Trust Fund. Until only recently all federal surface transportation investments had come from this self-funded Trust Fund. In other words, structured correctly, the federal surface transportation program does not have to cost anyone that doesn’t use the highway system a single penny. As important, there is a strong argument to be made for the fact that the proper role of the federal government is to create and set conditions favorable to private sector job creation. For example, in an economy where the difference between success and failure is often measured by a company’s ability to deliver goods quickly and efficiently, maintaining transportation infrastructure is as important to the success of the private sector as are stable and low tax rates, minimal red tape and regulations and consistent and stable rule of law. 

✈Disadvantage Answers

Federalism – No Link

The federal government has a constitutional obligation to invest in infrastructure including airports
ACG, Associated General Contractors of America, represents more than 33,000 firms including 7,500 of America's leading general contractors, 11
ACG, Associated General Contractors of America, represents more than 33,000 firms including 7,500 of America's leading general contractors, 5-20-11, [“Why and How the Federal Government Should Continue to Fund Vital Infrastructure in the New Age of Public Austerity,” http://www.mmsend50.com/link.cfm?r=33208529&sid=13749970&m=1370386&u=agca&s=http://www.agc.org/galleries/news/Case-for-Infrastructure-Reform.pdf] E. Liu
One area where this question is likely to arise is federal investments in infrastructure, including highways, transit systems, airports, dams, levees, federal buildings and drinking & wastewater systems. Some are likely to wonder why federal taxpayers should help subsidize financing for drinking water in Louisville, pay into a pool of funds that will add new highway capacity in Richmond, or use general treasury funds to prevent flooding and speed barge traffic by improving locks along the Ohio River. The answer is that it is clearly in the national interest to invest in infrastructure. For example, there is a clear, constitutionally defined federal role for supporting interstate commerce by investing in transportation infrastructure. Likewise, there is a strong argument to be made that the federal government has a vital role to play in maintaining our national economic security by investing in the infrastructure that is vital to commerce. Indeed, the Constitution is quite clear that it is the responsibility of the federal government to facilitate interstate commerce. Today, the vast majority of that interstate commerce travels on America’s vast, interconnected network of highways, airports and waterways. That means that if Congress and the Administration want to fulfill their Constitutional obligation to facilitate interstate commerce, they must continue to make the investments needed to maintain sufficient quality and capacity along our interstate highway network, our waterways and ensure the safety of air travelers. It also is important to note that the federal programs for investing in highway and transit projects has traditionally been self-funded. Since the 1950s, highway users have, through a mixture of gas taxes and other use-related fees, provided all of the funds that go into the Highway Trust Fund. Until only recently all federal surface transportation investments had come from this self-funded Trust Fund. In other words, structured correctly, the federal surface transportation program does not have to cost anyone that doesn’t use the highway system a single penny. As important, there is a strong argument to be made for the fact that the proper role of the federal government is to create and set conditions favorable to private sector job creation. For example, in an economy where the difference between success and failure is often measured by a company’s ability to deliver goods quickly and efficiently, maintaining transportation infrastructure is as important to the success of the private sector as are stable and low tax rates, minimal red tape and regulations and consistent and stable rule of law. 

Plan Popular – Bipartisanship

Congresspeople are in support of NextGen due to congestion benefits

Meehan 12

Patrick Meehan[Congressman Representing 7th District of Pennsylvania]/Meehan Says NextGen Air Traffic Control Investment Key to Regional Economy/February 14, 2012
http://meehan.house.gov/latest-news/meehan-says-nextgen-air-traffic-control-investment-key-to-regional-economy/
PHILADELPHIA – U. S. Rep. Patrick Meehan (PA-07) today urged President Obama to sign the Federal Aviation Administration reauthorization bill, saying key investments in the bill like the NextGen air traffic control system will boost our regional economy and improve the safety of our skies. Meehan made the comments while touring the air traffic control tower and meeting with controllers at the Philadelphia International Airport. Meehan, a member of the House Aviation Subcommittee of the Transportation and Infrastructure Committee, was joined by Don Chapman, a facility representative with the National Air Traffic Controllers Association, and Mark Gale, CEO of the Philadelphia International Airport. “This bipartisan bill means faster and safer travel, lower emissions, and an increase in private sector jobs,” said Meehan. “It will also advance badly needed modernization of our air traffic control system, which is essential in our congested mid-Atlantic airspace that sees one out of every six flights in the world. This is particularly important here at Philadelphia International – no airport in the northeast sees more takeoffs and landings. ” Meehan said the FAA reauthorization legislation will advance the modernization of the country’s air traffic control system to a GPS-based system known as NextGen. This will help ease congestion, decrease delay times and reduce fuel waste. NextGen technologies are expected to bring a net $281 billion to the overall U. S. economy. The FAA authorization bill contains no earmarks and does not raises taxes or passenger facility charges. The bill provides long-term stability for the aviation industry, which accounts for $1. 3 trillion in economic activity, and as much as 11 percent of GDP. The FAA authorization law expired five years ago and is currently on its 23rd short-term extension. The bill, which authorizes funding for four years, has been passed by the House and Senate and is awaiting signature from the President.
Plan Popular – Democrats

Democrats want NextGen and Republicans only dislike current implementation schedules
The Hill, 11

The Hill, 10-5-11, [“Dems battle GOP over cuts to new FAA air traffic control system,” Keith Laing, http://thehill.com/blogs/transportation-report/aviation/185771-faas-nextgen-future-funding-debated] E. Liu
Advocates for a Federal Aviation Administration plan to implement a satellite-based air traffic control system argued Wednesday against GOP cuts to the program. The FAA has proposed implementing its new navigation system to replace World War II-era radar technology in control towers by 2014 at the busiest airports, at a cost of about $22 billion. Backers of the navigation system argued the NextGen system should be evaluated by the benefits it produces when it is brought to fruition. “The basic measure of smart business spending – return on investment – should be the same in government and industry,” Airline Pilots Association President Lee Moak said Wednesday. “These are decisions that businessmen and women make in companies large and small every day,” Moak said. “It’s fundamental to long-term success.” Lawmakers in the Republican-led House have already cut about $200 million this year from the FAA’s budget that would have gone to the conversion, and on Wednesday they raised questions about the development of the project. “We cannot continue to rely on outdated technology if we are going to ensure our aviation system is as efficient and safe as possible,” House Transportation and Infrastructure Committee Chairman John Mica (R-FL) said in a hearing of the panel’s Aviation Subcommittee Tuesday. “Unfortunately, as pointed out by the Inspector General and others, the very foundation of our modernization program is experiencing significant problems. “We need to get a better handle on this important program. It’s not a question of money, it’s a question of management,” Mica continued. FAA Deputy Administrator Michael Huerta said the long-term success of the NextGen proposal, which calls for airlines to spend about an additional $20 billion to upgrade their airplanes' computer systems, is dependent upon Congress’ support of the program. “The willingness of operators and other stakeholders to make these investments depends critically on the business case for them – analyses of how valuable these benefits will be, and that they have confidence that the FAA can deliver the infrastructure in the time frames and manner required for those benefits to be realized,” Huerta said. Democrats on the panel argued that cuts to the NextGen program’s budget now, when Republicans have criticized delays in its development, will only further push back its full implementation. “Because many NextGen programs are dependent on one or more systems, delays in one program mean delays in others,” Rep. Jerry Costello said Wednesday. “My concern is: What happens when we add severe budget constraints on top of logistical program delays?”

Plan Popular – Industry and GoP

Aviation infrastructure has industry and GoP support
Lochhead 11

Carolyn Lochhead[Senior Editor for Chronicle Washington Bureau]/Obama's infrastructure spending plan gains support/September 9, 2011
http://www.sfgate.com/politics/article/Obama-s-infrastructure-spending-plan-gains-support-2310834.php
President Obama's proposal to spend as much as $140 billion on highways, transit, air traffic control and other infrastructure projects has strong backing from business and labor groups, governors and mayors, and even a qualified embrace from House Republican leaders. The plan is substantially larger than the roughly $100 billion for infrastructure in Obama's first stimulus bill in 2009, which helped fund a fourth bore in the Caldecott Tunnel between Oakland and Orinda and reconstruction of the Doyle Drive access road to the Golden Gate Bridge, among nearly 60 projects statewide. Administration officials said they learned some lessons from the first stimulus and hope to streamline the process to get projects under way faster. The new plans also would seed an infrastructure bank with $10 billion in federal money that the administration hopes could attract several times that in private capital. "The bank is a very good idea," said Rep. John Garamendi, D-Walnut Grove (Sacramento County). He said such a bank could borrow money at interest rates as low as 1 percent and then provide loan guarantees "to projects that have cash flow: bridges, light rail, communications such as fiber optic, sanitation, water systems; these all have cash flow and can be used to pay back a loan. " House majority leader Eric Cantor, R-Va. , said this week that Republicans "believe in infrastructure spending. We know that our roads and bridges and highway networks are in need of repair, and we know that there are certain areas of the country that need additional roads. " But he said states need more flexibility to spend the money and should not be required to set aside 10 percent of their federal transportation money for such things as highway beautification, museums and bicycle and pedestrian programs. 
Plan Popular – No Oppoenents
No political or industry opposition to NextGen

Washington Post, 11

Washington Post, 6-3-11, [“New guidance system for skies could face delays,” Ashley Halsey III, http://www.washingtonpost.com/local/antidote-to-air-gridlock-is-complex-undertaking/2011/06/30/AG9bdnwH_print.html] E. Liu
NextGen has virtually no credible enemies — not in the administration, not on Capitol Hill and not in the airline industry. But the seemingly simple concept is layered like an onion with complexities. In addition to demanding an enormous investment, there is a confluence of history and technology that creates a hurdle to progress. Airlines fear that the FAA will not meet its timetable for creation of the network of ground-based stations and satellite links that will make it all work. “The FAA’s track record on deployment hasn’t been good,” said Russ Chew, a former airline executive and former FAA chief operating officer. “The FAA could be perfect in meeting NextGen deadlines, but [private investors] are looking at past history.”

Plan Popular – AT: FAA Reauthorization Unpopular

Debate over FAA authorization is over trivia, not NextGen or spending
Collogan 10

David Collogan[Editor of Business Aviation]/Aviation Waits While Congress Dithers/Aug. 2010
http://ry2ue4ek7d.search.serialssolutions.com/?ctx_ver=Z39.88-2004&ctx_enc=info%3Aofi%2Fenc%3AUTF-8&rfr_id=info:sid/summon.serialssolutions.com&rft_val_fmt=info:ofi/fmt:kev:mtx:journal&rft.genre=article&rft.atitle=Aviation+waits+while+Congress+dithers.%28Washington+Watch%29%28FAA+authorization%29&rft.jtitle=Business+%26+Commercial+Aviation&rft.au=Collogan%2C+David&rft.date=2010-08-01&rft.pub=The+McGraw-Hill+Companies%2C+Inc&rft.issn=0191-4642&rft.volume=106&rft.issue=8&rft.spage=64&rft.externalDBID=n%2Fa&rft.externalDocID=236210363
If you want an illustration of why the U. S. Congress gets such low ratings in public opinion polls, look no further than what transpired just before House and Senate members left Washington for the Fourth of July holiday weekend. Legislators in both chambers decided they once again couldn't reach agreement on FAA reauthorization legislation. So, for the 14th time since the last reauthorization measure originally was due to expire -- on Oct. 1, 2007 -- the legislators adopted yet another temporary extension of existing law before scurrying out of town to raise campaign cash and seek your votes in November. If Congress has been dilly-dallying without agreement on FAA reauthorization for nearly three years, this legislation must not be very important, huh. Well, obviously not to members of Congress. But it certainly is a high-priority matter for everyone in the aviation community. At a time when the FAA and the industry are trying to move forward on implementing the NextGen air traffic control system, Congress is letting petty partisan politics bog down that effort. The House passed its FAA reauthorization bill back in May 2009. The Senate finally adopted its version 10 months later, in March of this year. But the two bills have several significant differences, including one that most observers feel is the largest obstacle to final enactment. The impasse isn't a dispute over which NextGen technologies to pursue, or widely differing funding levels for particular FAA programs, or even funding sources. Nope, the primary holdup is a 230-word provision inserted in the House bill by Rep. James Oberstar (D-Minn. ), the chairman of the House Transportation and Infrastructure Committee.
Plan Unpopular – Austerity
NextGen is impossible to defend – Deficit and benefits few
Alvania, FAA research manager 11 
Stephen M. Alvania, FAA research manager for developing multiple advanced ATC automation systems, Lead aviation staff for a subcommittee of the U.S. House of Representatives, 9-30-11, [“Can NextGen Survive the Tea Party?,” http://ats-c.com/ats/ats-c_blog/post/2011/09/30/Can-NextGen-survive-the-Tea-Party.aspx] E. Liu
How will this appalling new political reality impact NextGen?  Well, given the recent “serious debates” over whether or not the United States of American should pay its outstanding bills, or whether or not the government should provide education grants so our kids can afford college, or whether or not the government should subsidize winter heating oil for poor and the elderly, I’d think that the probability of funding for aviation research looks pretty low.  In this political environment how can anyone defend spending billions of tax dollars for research and development to make air travel more efficient for a relatively small and prosperous segment of the population?     
Plan Unpopular – Funding

Disputes over funding source for NextGen cause fights
Bain 07

Ben Bain[Senior Editor at Federal Computer Week]/NextGen funding battle heats up/Oct 1, 2007
http://search.proquest.com/docview/218833476
Coming off a turbulent summer travel season of record flight delays, cancellations and air traffic congestion, nearly everyone seems to agree that the Federal Aviation Administration's Next Generation Air Transportation System would help fix those problems. But despite its popularity, the FAA's planned civil aviation overhaul has become mired in a politically charged funding battle. Controversy about how to fund the NextGen project, which could cost as much as $20 billion by its completion in 2025, sets the House against the White House and FAA. Unions and organizations that represent commercial airlines, general aviation pilots and owners also disagree about who should pay for the project. NextGen will replace the existing radar-based air traffic control system with one based on Global Positioning System satellites. The disagreement is about whether the government should replace the current taxbased metiiod of funding FAA with a funding model based on taxes and user fees. FAA, most large commercial airline companies and White House officials favor adding user fees. "For years, corporate aviation has been getting - and I use the term broadly - a free ride because tiieyVe been subsidized by commercial aviation," said David Castelveter, vice president of communications at the Air Transport Association of America. Meanwhile, general aviation proponents say that they already pay a fair share of aviation costs. "A strictly user-fee-funded system is going to price us out of the skies, and it will put the airlines in control of the system," said Andy Cebula, spokesman at the Aircraft Owners and Pilots Association, which represents more than 400,000 pilots and aircraft owners. Its members are concerned diat adding user fees now would eventually lead to a system funded entirely by user fees. The general aviation community is confident that the current tax-based system can fund NextGen, said Ed Bolen, president and chief executive officer of the National Business Aviation Association, which represents more than 8,000 businesses that operate noncommercial airlines. A majority of House lawmakers seem to agree with Bolen's assessment. They passed an FAA funding measure Sept. 20 that included no user fees. House members said they could raise the necessary funds by increasing the tax on general-aviation jet fuel. "We are providing more money man die administration asks," said Jim Berard, spokesman for the House Transportation and Infrastructure Committee. "The administration's problem is they are not satisfied that we didn't accept their changes in the way revenue is collected for those programs. " FAA spokeswoman Diane Spitaliere said user fees are necessary to pay for NextGen and ensure "mat everyone is paying their fair share. " The agency is hopeful that a final Senate bill will require user fees, she said. Despite FAA's objections to the House measure, the agency remains committed to NextGen. In August, FAA chose ITT to develop and deploy the Automatic Dependent Surveillance-Broadcast, a key component of NextGen. The $207 million initial contract is safe, Spitaliere said. The Senate most likely will vote on its funding proposal later this month, observers say. The White House has threatened to veto the House bill in its current form.
Politics DA 2AC

1. Some funding already exists for NextGen – One billion has been requested by Obama for NextGen – That takes out the link because Obama will easily be able to fund a project that’s already been invested in

2. Obama is pushing NextGen and other infrastructure improvements now

Air Transport World, 11

Air Transport World, 2-3-11, [“DOT Secretary LaHood reaffirms Obama's NextGen commitment,” Aaron Karp, http://atwonline.com/international-aviation-regulation/news/dot-secretary-lahood-reaffirms-obamas-nextgen-commitment-0202] E. Liu
US Transportation Secretary Ray LaHood said President Barack Obama's proposed budget for the nation's 2012 fiscal year starting Oct. 1, to be delivered to Congress later this month, will "give very clear guidance" to lawmakers and the airline industry that implementing the satellite-based NextGen ATC system remains a "high priority" for the administration. Amid talk of spending cuts on Capitol Hill and questions raised in late December by the Dept. of Transportation's inspector general about FAA's ability to deliver on NextGen (ATW Daily News, Dec. 24, 2010), LaHood emphasized Wednesday that modernizing ATC is "a very important priority for President Obama." Though Obama did not mention NextGen when speaking about infrastructure development in his recent State of the Union address to Congress, LaHood insisted the ATC upgrade is included in "the investments we need today" being pushed by the president.

3. Democrats want NextGen and Republicans only dislike current implementation schedules
The Hill, 11

The Hill, 10-5-11, [“Dems battle GOP over cuts to new FAA air traffic control system,” Keith Laing, http://thehill.com/blogs/transportation-report/aviation/185771-faas-nextgen-future-funding-debated] E. Liu
Advocates for a Federal Aviation Administration plan to implement a satellite-based air traffic control system argued Wednesday against GOP cuts to the program. The FAA has proposed implementing its new navigation system to replace World War II-era radar technology in control towers by 2014 at the busiest airports, at a cost of about $22 billion. Backers of the navigation system argued the NextGen system should be evaluated by the benefits it produces when it is brought to fruition. “The basic measure of smart business spending – return on investment – should be the same in government and industry,” Airline Pilots Association President Lee Moak said Wednesday. “These are decisions that businessmen and women make in companies large and small every day,” Moak said. “It’s fundamental to long-term success.” Lawmakers in the Republican-led House have already cut about $200 million this year from the FAA’s budget that would have gone to the conversion, and on Wednesday they raised questions about the development of the project. “We cannot continue to rely on outdated technology if we are going to ensure our aviation system is as efficient and safe as possible,” House Transportation and Infrastructure Committee Chairman John Mica (R-FL) said in a hearing of the panel’s Aviation Subcommittee Tuesday. “Unfortunately, as pointed out by the Inspector General and others, the very foundation of our modernization program is experiencing significant problems. “We need to get a better handle on this important program. It’s not a question of money, it’s a question of management,” Mica continued. FAA Deputy Administrator Michael Huerta said the long-term success of the NextGen proposal, which calls for airlines to spend about an additional $20 billion to upgrade their airplanes' computer systems, is dependent upon Congress’ support of the program. “The willingness of operators and other stakeholders to make these investments depends critically on the business case for them – analyses of how valuable these benefits will be, and that they have confidence that the FAA can deliver the infrastructure in the time frames and manner required for those benefits to be realized,” Huerta said. Democrats on the panel argued that cuts to the NextGen program’s budget now, when Republicans have criticized delays in its development, will only further push back its full implementation. “Because many NextGen programs are dependent on one or more systems, delays in one program mean delays in others,” Rep. Jerry Costello said Wednesday. “My concern is: What happens when we add severe budget constraints on top of logistical program delays?”
3. The case outweighs – [Presumably you have reasons for this that go here]

Politics DA 2AC

4. Obama’s political capital is irrelevant in congressional votes

Dickinson, professor of political science at Middlebury College, 09
MatthewDickinson, professor of political science at Middlebury College and taught previously at Harvard University where he worked under the supervision of presidential scholar Richard Neustadt, 5/26/2009, Presidential Power: A NonPartisan Analysis of Presidential Politics, “Sotomayor, Obama and Presidential Power,” http://blogs.middlebury.edu/presidentialpower/2009/05/26/sotamayor-obama-and-presidential-power/, JMP)

As for Sotomayor, from here the path toward almost certain confirmation goes as follows: the Senate Judiciary Committee is slated to hold hearings sometime this summer (this involves both written depositions and of course open hearings), which should lead to formal Senate approval before Congress adjourns for its summer recess in early August.  So Sotomayor will likely take her seat in time for the start of the new Court session on October 5.  (I talk briefly about the likely politics of the nomination process below). What is of more interest to me, however, is what her selection reveals about the basis of presidential power.  Political scientists, like baseball writers evaluating hitters, have devised numerous means of measuring a president’s influence in Congress.  I will devote a separate post to discussing these, but in brief, they often center on the creation of legislative “box scores” designed to measure how many times a president’s preferred piece of legislation, or nominee to the executive branch or the courts, is approved by Congress.  That is, how many pieces of legislation that the president supports actually pass Congress? How often do members of Congress vote with the president’s preferences?  How often is a president’s policy position supported by roll call outcomes?  These measures, however, are a misleading gauge of presidential power – they are a better indicator of congressional power.  This is because howmembers of Congress vote on a nominee or legislative item is rarely influenced by anything a president does.  Although journalists (and political scientists) often focus on the legislative “endgame” to gauge presidential influence – will the President swing enough votes to get his preferred legislation enacted? – this mistakes an outcome with actual evidence of presidential influence.  Once we control for other factors – a member of Congress’ ideological and partisan leanings, the political leanings of her constituency, whether she’s up for reelection or not –we can usually predict how she will vote without needing to know much of anything about what the president wants.  (I am ignoring the importance of a president’s veto power for the moment.)
5. A logical policymaker could pass the plan and the bill

6. Winners win – Difficult votes cause Obama to regain capital

Singer, JD candidate at Berkeley, 09
Jonathan Singer, JD candidate at Berkeley and editor of MyDD, 3-3-2009, http://www.mydd.com/story/2009/3/3/191825/0428

Peter Hart gets at a key point. Some believe that political capital is finite, that it can be used up. To an extent that's true. But it's important to note, too, that political capital can be regenerated -- and, specifically, that when a President expends a great deal of capital on a measure that was difficult to enact and then succeeds, he can build up more capital. Indeed, that appears to be what is happening with Barack Obama, who went to the mat to pass the stimulus package out of the gate, got it passed despite near-unanimous opposition of the Republicans on Capitol Hill, and is being rewarded by the American public as a result.  Take a look at the numbers. President Obama now has a 68 percent favorable rating in the NBC-WSJ poll, his highest ever showing in the survey. Nearly half of those surveyed (47 percent) view him very positively. Obama's Democratic Party earns a respectable 49 percent favorable rating. The Republican Party, however, is in the toilet, with its worst ever showing in the history of the NBC-WSJ poll, 26 percent favorable. On the question of blame for the partisanship in Washington, 56 percent place the onus on the Bush administration and another 41 percent place it on Congressional Republicans. Yet just 24 percent blame Congressional Democrats, and a mere 11 percent blame the Obama administration.  So at this point, with President Obama seemingly benefiting from his ambitious actions and the Republicans sinking further and further as a result of their knee-jerked opposition to that agenda, there appears to be no reason not to push forward on anything from universal healthcare to energy reform to ending the war in Iraq.
Spending DA 2AC

1. Some funding already exists for NextGen – One billion has been requested by Obama for NextGen – That takes out the link because the first instance of NextGen spending should have collapsed our economy

2. Spending is consistently increasing now under Obama – Their figures are a numbers game
AFP, 12

AFP, 5-27-12, [“FACT CHECK: Obama off on thrifty spending claim,” Andrew Taylor, http://lubbockonline.com/election/election-general/2012-05-27/fact-check-obama-thrifty-spending-claim#.T-kW2JLm7fs] E. Liu
A fairer calculation would give Obama much of the responsibility for an almost 10 percent budget boost in 2009, then a 13 percent increase over 2010-2013, or average annual growth of spending of just more than 3 percent over that period. So, how does the administration arrive at its claim? First, there’s the Troubled Assets Relief Program, the official name for the Wall Street bailout. First, companies got a net $151 billion from TARP in 2009, making 2010 spending look smaller. Then, because banks and Wall Street firms repaid a net $110 billion in TARP funds in 2010, Obama is claiming credit for cutting spending by that much. The combination of TARP lending in one year and much of that money being paid back in the next makes Obama’s spending record for 2010 look $261 billion thriftier than it really was. Only by that measure does Obama “cut” spending by 1.8 percent in 2010 as the analysis claims. The federal takeover of Fannie Mae and Freddie Mac also makes Obama’s record on spending look better than it was. The government spent $96 billion on the Fannie-Freddie takeovers in 2009 but only $40 billion on them in 2010. By the administration’s reckoning, the $56 billion difference was a spending cut by Obama. Taken together, TARP and the takeover of Fannie and Freddie combine to give Obama an undeserved $317 billion swing in the 2010 figures and the resulting 1.8 percent cut from 2009. A fairer reading is an almost 8 percent increase. Those two bailouts account for $72 billion more in cuts in 2011. Obama supported the bailouts. There’s also the question of how to treat the 2009 fiscal year, which actually began Oct. 1, 2008, almost four months before Obama took office. Typically, the remaining eight months get counted as part of the prior president’s spending since the incoming president usually doesn’t change it much until the following October. The MarketWatch analysis assigned 2009 to former President George W. Bush, though it gave Obama responsibility that year for a $140 million chunk of the 2009 stimulus bill. But Obama’s role in 2009 spending was much bigger than that. For starters, he signed nine spending bills funding every Cabinet agency except Defense, Veterans Affairs and Homeland Security. While the numbers don’t jibe exactly, Obama bears the chief responsibility for an 11 percent, $59 billion increase in non-defense spending in 2009. Then there’s a 9 percent, $109 billion increase in combined defense and non-defense appropriated outlays in 2010, a year for which Obama is wholly responsible. As other critics have noted, including former Congressional Budget Office Director Douglas Holtz-Eakin, the MarketWatch analysis also incorporates CBO’s annual baseline as its estimate for fiscal years 2012 and 2013. That gives Obama credit for three events unlikely to occur: —$65 billion in 2013 from automatic, across-the-board spending cuts slated to take effect next January. —Cuts in Medicare payments to physicians. —The expiration of refundable tax cuts that are “scored” as spending in federal ledgers. Lawmakers are unlikely to allow the automatic cuts to take full effect, but it’s at best a guessing game as to what will really happen in 2013. A better measure is Obama’s request for 2013. “You can only make him look good by ignoring the early years and adopting the hope and not the reality of the years in his budget,” said Holtz-Eakin, a GOP economist and president of the American Action Forum, a free market think tank. So how does Obama measure up? If one assumes that TARP and the takeover of Fannie and Freddie by the government as one-time budgetary anomalies and remove them from calculations — an approach taken by Holtz-Eakin — you get the following picture: —A 9.7 percent increase in 2009, much of which is attributable to Obama. —A 7.8 percent increase in 2010, followed by slower spending growth over 2011-13. Much of the slower growth reflects the influence of Republicans retaking control of the House and their budget and debt deal last summer with Obama. All told, government spending now appears to be growing at an annual rate of roughly 3 percent over the 2010-2013 period, rather than the 0.4 percent claimed by Obama and the MarketWatch analysis.

3. We have the key internal link to the economy – Cognestion puts a ceiling on growth because it dampens all productivity and aerospace is a major component of jobs, connectivity and US GDP
4. The case outweighs – [Presumably you have reasons for this that go here]
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5. Growth and competiveness solve the impact to debt

Nelson, Analyst in International Trade and Finance 12 

Rebecca M. Nelson, Analyst in International Trade and Finance, 2-29-12, [“Sovereign Debt in Advanced Economies: Overview and Issues for Congress,” Congressional Research Service, www.fas.org/sgp/crs/misc/R41838.pdf] E. Liu
Economic growth also allows governments to lower the size of their debt relative to the size of their economy (GDP). It can also lead to lower levels of government spending and increase tax revenues, lowering the dollar value of sovereign debt as well. In the short run, economic stabilization is a necessary condition for sustained economic growth. Growth can be stimulated by pursuing expansionary fiscal and monetary policies or by pursuing structural reforms at the microeconomic level. Expansionary fiscal policies, however, lead to more debt, and “easy” monetary policies, such as lowering interest rates, may not be effective if firms and households are unwilling to borrow to increase investment and consumption. At the microeconomic level, growth can be supported by a number of structural reforms that can increase the competitiveness of industries in the economy. Examples include removing barriers to labor mobility, privatizing state-owned companies, and liberalizing trade policy. The IMF’s program for Greece, for example, includes structural reforms aimed at encouraging growth. 

6. Short-term spending doesn’t affect debt outlook – Larger cycles and trends control fiscal adjustments 

Auerbach, Robert D. Burch Professor of Economics and Law at the University of California, Berkeley, 11
Alan J Auerbach, Robert D. Burch Professor of Economics and Law at the University of California, Berkeley, 7-11, [“Long-Term Fiscal Sustainability in Major Economies,” www.bis.org/publ/work361.pdf] E. Liu
These short-term trajectories clearly are attention-getting. For some countries, such as Greece, there is little need to look beyond them to know that a large and immediate fiscal 2 adjustment is needed. But debt-GDP ratios alone typically do not tell us how long countries have before they must make fiscal adjustments or how large these adjustments need to be. Some countries, for example Italy and Japan, have maintained high debt-GDP ratios for some time. Also, for countries not necessarily facing any short-run crisis, these projections may provide an inadequate picture of underlying fiscal imbalances. This is because the factors contributing to short-term debt accumulation differ substantially from those that will affect debt accumulation over the longer term, after the next few years, factors that have little to do with the business cycle and the rate of economic recovery, and much more to do with demographic change and the associated changes in government spending and tax collections. 

7. Political uncertainty collapses confidence and demand – Causes recession

Reuters 12

Reuters, 6-25-12, [“In Washington, uncertainty the only sure thing,” Andy Sullivan, http://www.reuters.com/article/2012/06/25/us-washington-summit-preview-idUSBRE85L17520120625] E. Liu

(Reuters) - The tepid U.S. recovery is stalling for the third summer in a row, and Washington yet again is hurtling toward a showdown over taxes and spending that could push the economy back into recession. Sound familiar? To weary voters and investors, dysfunction in Washington is no longer news. The ongoing uncertainty on everything from taxes to transportation has undercut the economy as battle lines harden ahead of what is sure to be the most expensive presidential election in history. The Reuters Washington Summit next week, from June 25 to 27, will shed light on how the coming months could play out. In interviews at the Reuters office in Washington, key lawmakers, campaign officials, political operators and budget analysts will offer insight into their strategies for navigating the coming turbulence. The November 6 matchup between Democratic President Barack Obama and his Republican challenger, Mitt Romney, could determine whether the United States chooses new stimulus programs or further spending cuts in the years ahead. The elections could determine which party controls Congress as well. But the elections are not the only question mark. Thousands of construction workers could be laid off if Congress does not resolve a highway funding bill by the end of the month. Student loan rates are also due to double on July 1 if Congress does not act, potentially draining more money out of the economy. More threatening is the "fiscal cliff" - automatic spending cuts and tax hikes that could drag the economy back into recession in January if Democrats and Republicans do not strike a deal on taxes and debt reduction. And the ugly debate over whether to raise the federal debt ceiling, which hammered consumer confidence last summer and prompted a first-ever downgrade of the U.S. government's debt rating, is likely to return early next year. "This uncertainty leads firms to cut back or defer hiring and investment decisions. It also drives consumers to put off buying new goods. As a result, uncertainty stalls both the corporate and consumer sector drivers of a recovery," wrote Steven J. Davis of the University of Chicago and Nick Bloom and Scott Baker of Stanford University. The trio's "policy uncertainty" index is creeping back up toward levels last seen after the August 2011 debt ceiling showdown.
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8. US debt is more stable and trustworthy

Nelson, Analyst in International Trade and Finance 12 

Rebecca M. Nelson, Analyst in International Trade and Finance, 2-29-12, [“Sovereign Debt in Advanced Economies: Overview and Issues for Congress,” Congressional Research Service, www.fas.org/sgp/crs/misc/R41838.pdf] E. Liu
Some analysts,52 as well as some Members of Congress, have expressed concern that the United States is headed towards a debt crisis similar to those experienced by some Eurozone countries, including Greece, Ireland, and Portugal. They are concerned about loss of investor confidence and the loss of the United States’ ability to borrow at reasonable interest rates. Like these Eurozone countries, it is argued, the United States has been reliant on foreign investors to fund a large budget deficit, resulting in rising debt levels and increasing vulnerability to a sudden reversal in investor confidence. S&P’s downgrade of long-term U.S. debt in August 2011 reinforced concerns about the U.S. commitment and ability to repay its debt. Other economists argue that the U.S. debt position is much stronger than that of the Eurozone economies in crisis.53 Unlike Greece, Portugal, and Ireland, the United States has a floating exchange rate and its currency is an international reserve currency, which can alleviate many of the pressures associated with rising debt levels.54 Additionally, they argue that the stronger levels of economic growth and the lower borrowing costs of the United States put U.S. debt levels on a more sustainable path over time. Even with the S&P downgrade, the U.S. credit rating is still higher than the crisis countries. The United States also has a strong historical record of debt repayment that helps bolster its reputation in capital markets. Greece, by contrast, has been in a state of default about 50% of the time since independence in the 1830s.55 Bond market data indicate that investors do not view the United States in a similar light to Greece, Ireland, or Portugal. Figure 6 compares the spreads on Greek, Irish, Portuguese, U.S., and UK 10-year bonds (over 10-year German bonds) since 2008. Higher bond spreads indicate higher levels of risk. U.S. bond spreads have remained substantially lower than Greek, Irish, and Portuguese bond spreads throughout the Eurozone crisis. U.S. bond spreads have been much closer in value to UK bond spreads, even during the financial crisis that originated in the U.S. housing market. 

Spending – AT: Crowd Out

Short-term stimuli don’t crowd out the private sector by lowering interest rates

Günter Coenen, Head of the Econometric Modelling Division of the Directorate General. Research at the European Central Bank, et al., 10
Günter Coenen, Head of the Econometric Modelling Division of the Directorate General. Research at the European Central Bank, et al., Christopher Erceg, Charles Freedman, Davide Furceri, Michael Kumhof, René Lalonde, Douglas Laxton, Jesper Lindé, Annabelle Mourougane, Dirk Muir, Susanna Mursula, Carlos de Resende, John Roberts, Werner Roeger, Stephen Snudden, Mathias Trabandt, and Jan in ‘t Veld, 3-10, [“Effects of Fiscal Stimulus in Structural Models,” International Monetary Fund, www.imf.org/external/pubs/ft/wp/2010/wp1073.pdf] E. Liu
The size of the multiplier will depend on the expected persistence of the fiscal stimulus measure. Our focus for most of the paper is on fiscal expansions that are, and are perceived to be, temporary, and that therefore do not result in long-run crowding out of private spending.8In such cases, a two-year expansion will have significantly larger multiplier effects than a one-year expansion even in the first year, but only under monetary accommodation. The reason is that a more persistent boost to demand creates higher in‡ation over a longer period, thereby causing a more powerful reduction of real interest rates. Compare, for example, figures 22 and 23 with figures 1 and 2 for the United States and figures 64 and 65 with figures 43 and 44 for Europe. In each case, the expectation of two years of fiscal stimulus results in a large increase in the size of the multiplier even in the first year of the stimulus. But in the case of Europe the differences are smaller than in the United States, as the stronger nominal rigidities in Europe limit the effect of higher demand on in‡ation and real interest rates.

✈Topicality Answers

Infrastructure – We Meet

NextGen improves on infrastructure through the FAA
bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
On the technology side, NextGen is composed of two main components: aircraft based equipment that records and transmits the exact location of the aircraft using Global Positioning System (GPS), and ground based infrastructure that can receive and analyze the GPS data. Infrastructural improvements also entail devising more direct and fuel-efficient routes, and upgrading the computer and backup system used at 20 Federal Aviation Administration (FAA) air traffic control centers nationwide. The infrastructure implementation is currently in the hands of the FAA and funded by the Airport and Airway Trust Fund (AATF), while aircraft equipage is expected to be paid for by the operators. 

Infrastructure Investment – We Meet

Implementing NextGen is investment in infrastructure
Wilson, Contributing writer, Aerospace America, 10
J.R.Wilson, Contributing writer, Aerospace America, 5-10, [“A Slow Transformation,” AEROSPACE AMERICA/MAY 2010 31, http://www.aerospaceamerica.org/Documents/May%202010%20Aerospace%20America%20PDF%20Files/30_NextGen_MAY2010.pdf] E. Liu
Commenting on those plans in mid-January, Blakey expressed the mixed feelings that have begun to permeate the industry’s view of NextGen: “While we are greatly encouraged by the progress demonstrated so far, there is still much to be done. Congress has opportunities in the jobs bill and the FAA reauthorization to promote accelerated implementation of NextGen and incentivize further investment in our aerospace infrastructure. We estimate the total number of direct and indirect jobs generated by an approximate $6-billion investment in NextGen equipment at more than 150,000 through 2012, with 30,000 jobs generated the first year.”

Cost Estimate

Government agencies agree NextGen costs 14-20 billion
bin Salam, Fellow, Eno Center for Transportation, 12
Sakib bin Salam, Fellow, Eno Center for Transportation, 4-12, [“NextGen Aligning Costs, Benefits and Political Leadership,” Eno Center for Transportation Policy, https://www.enotrans.org/store/research-papers/nextgen-aligning-costs-benefits-and-political-leadership] E. Liu
According to the FAA, the total infrastructure cost of NextGen through 2025 is approximately $15 billion-$20 billion. However, the FAA has not published its cost breakdowns for individual infrastructure projects. To the best of our knowledge, the only published source for the project costs is the recent GAO report that tracks the status of NextGen projects and associated costs. Based on that report, Table 7 shows 30 major NextGen programs with FAA approved budget and schedule,29 with an estimated total cost of about $14.243 billion.
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