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Spending links
Costs 3.5 billion

Dimascio (staff writer) 11
Jen, staff writer at Aviation Daily,  Senate Approves Spending Bill; Industry Pushes Back On Taxes, dw: 9-22-2011, da: 7-17-2012, lexisnexis, ld

The Senate Appropriations Committee yesterday approved the fiscal 2012 transportation, housing and urban development appropriations bill that will fund the FAA in fiscal 2012 as a freshman senator issued a warning about the current strategy for passing spending bills. The bill’s aviation-related portions remained largely unchanged from Tuesday’s subcommittee markup, in which senators agreed to fully fund the Next Generation air traffic management system and provide $3.5 billion for the Airport Improvement Program. 
Costs 40 billion total

Hendricks (VP off Air Transport Association of America) 11
Tom, Congressional Testimony,  NEXTGEN PROGRAM REVIEW; COMMITTEE: HOUSE TRANSPORTATION AND INFRASTRUCTURE; SUBCOMMITTEE: AVIATION, dw: 10-5-2011, da: 7-17-2012, lexisnexis, ld

 NextGen is estimated to cost $40 billion. NextGen will transform today's ground-based air traffic navigation and surveillance system to a state-of-the-art satellite-based system.

Politics links
Next Gen would specifically trade off with other agenda items – Kirk’s comments prove

Dimascio (staff writer) 11
Jen, staff writer at Aviation Daily,  Senate Approves Spending Bill; Industry Pushes Back On Taxes, dw: 9-22-2011, da: 7-17-2012, lexisnexis, ld

The bill’s aviation-related portions remained largely unchanged from Tuesday’s subcommittee markup, in which senators agreed to fully fund the Next Generation air traffic management system and provide $3.5 billion for the Airport Improvement Program. But Sen. Mark Kirk (R-Ill.) told the committee nearly all of the body's work will lose relevance if it continues with the strategy of bundling all appropriations bills as an omnibus appropriations bill for passage near the end of December. «That is not a viable strategy,» according to Kirk. «I think when the House of Representatives sees the option of adopting a year-long continuing resolution that has a lower funding formula than the omnibus, they will insist on that provision, sinking all of these bills.» Along with the passage of the bill, attempts to push back on the president’s proposals to institute a $100 per-flight tax and extend the depreciation of taxes on general aviation aircraft continue. 

Plan unpopular – NextGen is disorganized, viewed as a waste of money

Aviation Today 11

(January 1, “New Republican Leadership Faults NextGen Effort,” http://www.aviationtoday.com/av/military/Industry-Scan_71903.html

The new chairman of House Transportation and Infrastructure Committee promised “rigorous oversight” of the NextGen air-traffic modernization effort, following a Government Accountability Office (GAO) report that faults FAA’s goal-setting process. Rep. John L. Mica (R-Fla.) was confirmed by the House Republican Conference Dec. 8 to serve as the committee’s chairman in the Republican-controlled House. He succeeds Rep. James Oberstar (D-Minn.), who was defeated in the November midterm elections. In the prior two congresses, Mica served as the Transportation Committee’s Republican leader. Before that, from 2000 to 2006, he chaired the Aviation Subcommittee and authored the last multi-year FAA authorization to be signed into law. He has been a member of the committee since he was elected to Congress in 1992. “The committee must pass stalled major surface transportation, aviation and water resources bills, and I will do so as soon as possible in a manner that protects the taxpayers and creates jobs,” Mica stated. “It is critical that Congress jumpstarts transportation projects to rebuild our nation’s crumbling infrastructure and get people working.” A week before his expected confirmation as committee chairman, Mica reacted to a 9-page progress report by GAO on FAA’s current implementation and long-term planning of NextGen programs. The report, signed by Gerald L. Dillingham, GAO director of Physical Infrastructure Issues, found that FAA “has generally identified” near and mid-term NextGen capabilities, but has yet to make “key decisions” regarding long-term capabilities. It faults FAA and the cabinet-level Senior Policy Committee overseeing NextGen for not setting performance goals and metrics. The report also faults FAA for failing to provide a “business case” that would convince airlines to equip with the necessary avionics. “In terms of supporting a business case for operators to equip with the necessary avionics, FAA has yet to develop a strategy to address this issue,” the report states. “Two key decisions are whether all scheduled aircraft need to be equipped at all locations and when aircraft should be equipped with various technologies. In addition, although FAA has established a working group to explore best-equipped, best-served focus areas, it has yet to make any specific decisions about how it will put (this) policy into practice.” According to Mica, FAA’s “failure to set clear goals and make necessary decisions jeopardizes this complex, critical air transportation modernization effort and threatens to waste taxpayers’ money. FAA cannot effectively work toward NextGen with a partially developed plan and risk the United States’ international position as a leader in aviation.... I plan to conduct rigorous oversight of the NextGen program and hold FAA accountable for taking the steps necessary to ensure its success.” Rep. Tom Petri (R-Wis.), expected to chair the Aviation Subcommittee, also commented on the GAO report. “We are spending about $1 billion a year on this important initiative that is critical to the growth of our economy, improving safety, and for our environment,” Petri said. “Yet, according to the GAO, the long-term goals remain unidentified and, even if they were identified, the FAA has yet to develop the tools necessary to measure the effectiveness of their efforts in delivering NextGen. “Preparing for the future of air traffic control is a basic, vital function of the FAA, and the agency needs to get on with it. This is too important and too costly to not get it right.” 
Republicans hate the FAA – recent attempts on its budget

U.S. Democrats (democrats.senate.gov is a news source run by Democratic Senators) 11
(February 4, http://democrats.senate.gov/2011/02/04/senators-slashing-faa-budget-to-2008-levels-will-prevent-upgrade-of-nations-decades-old-air-transportation-system-adding-estimated-200000-flights-delays-a-year/)
U.S. Senators Jay Rockefeller (D-WV), Richard Durbin (D-IL), Charles Schumer (D-NY),  Diane Feinstein (D-CA) and Benjamin L. Cardin (D-MD) today released a letter to Senator Rand Paul (R-KY) and Minority Leader Mitch McConnell (R-KY) expressing their opposition to his attempt to slash the budget of the Federal Aviation Administration (FAA) to fiscal year 2008 levels.  The Senators said that, should the drastic cut be adopted, the FAA would not be able to implement the Next Generation Air Transportation System (NextGen) that would upgrade the nation’s decades-old aviation control system.  The FAA has estimated that NextGen’s implementation would cut the number of commercial flight delays nationwide by approximately 21%, or 200,000 delays, based on 2009 levels.  With delays costing passengers $16.7 billion in 2007, cutting delays and modernizing our air traffic control system is essential to our economic recovery.  Senator Paul has introduced an amendment to the FAA Air Transportation Modernization and Safety Improvement Act, currently on the Senate floor, that would cut the budget of the FAA to 2008 levels, leading to widespread layoffs and cancellation of improvement and safety-related projects across the country.  The implementation of NextGen would be either severely delayed or cancelled altogether, preventing the elimination of an estimated 200,000 flight delays a year based, on 2009 levels. 

Republicans dislike the FAA – recent struggles

Brazile (Contributor at CNN News) 11
(Donna, August 5, “In FAA standoff, GOP played chicken with American jobs,” http://articles.cnn.com/2011-08-05/opinion/brazile.faa.gop_1_faa-workers-jobs-house-gop?_s=PM:OPINION)
This at a time when so many Americans feel downright despairing about the economy. This on top of the stock market sinking, and with Americans still desperate for work. Why did Republicans choose to play chicken with American jobs?  It's because they believe that FAA workers have too many employee protections. Their hyperconservative ideology required them to put hardworking Americans' livelihoods at risk to pressure the government to weaken workers' rights. House Republicans wanted the Senate to approve their reversal of a rule change on unions that makes it easer for airline employees to win union representation.  Republicans were tone-deaf to wage this battle. One Senate Republican called the behavior of the House GOP "not honorable," and a raft of editorials from newspapers on both sides of the aisle called the funding roadblock deplorable. The New York Times noted that the move even defunded airport inspectors, who play a vital role in ensuring the safety of air travelers around the country. Remarkably, these inspectors continued to do their jobs without pay.  Now, Senate Majority Leader Harry Reid announced that he has brokered a deal to keep FAA workers on the job. The Senate is likely to pass the House's conservative version of the funding bill, but Transportation Secretary Ray LaHood (a former Republican congressman, for what it's worth), will maintain the right to keep open small airports that the House GOP has tried to shutter. Additionally, the disputed labor provisions will be moved to the FAA reauthorization bill, now tied up in Congress.

Discussion happens and lots of political capital will be needed

Michels (staff writer) 11
Jennifer, staff, Aviation Daily,  Blakey Calls For More Investment, Export Reforms For Aerospace, dw: 7-1-2011, da: 7-7-2012, ld
 Of prime importance from a policy standpoint to AIA is fully funding the Next Generation air traffic management system. And as FAA reauthorization faces another short-term extension, NextGen funding is still an uncertainty. Blakey, a former FAA administrator, says, «Having spent time at the FAA, I can tell you the stop-and-start effect of 20 reauthorization extensions is no way to run a program that should be setting ATC standards for the rest of the world. And, we as an industry have failed to commit as we should have to NextGen. We’ve differed on its benefits and the means of paying for it, particularly the onboard equipment that aircraft will need to use it. Now, NextGen, like every other federal program, faces the knife.» She notes that the 2012 budget request by the administration for $1.24 billion for NextGen is $100 million more than this year’s proposed budget. «That’s the funding level Congress should approve.»

Solvency
1) Integration - nextgen can’t be integrated into current system, lots of hurdles

Noronha 11

Joseph,  Reducing Air Congestion; Without a complete transformation of ATM systems, the safety of increasingly crowded skies in many parts of the globe is likely to be in jeopardy, dw: 9-13-2011, da: 7-18-2011, lexisnexis, ld
 The NextGen project will be completed by 2025 at an estimated $22 billion (Rs.99,000 crore). However, delays and additional costs threaten to add hundreds of millions of dollars to the project. Besides, it is creating a difficult business case for airlines, especially with respect to retrofits. On one hand, NextGen's benefits depend on users investing in avionics, ground equipment and training. They will need to exploit the new infrastructure. On the other hand, the willingness of the stakeholders to make major investments depends critically on the business and a clear demonstration that the benefits will indeed be genuine. Besides, as the FAA states, "One of the most difficult challenges is inserting all the NextGen advances, from the simplest to the most complex, into an aviation system that must continue to function 24 hours a day, 365 days a year. We cannot shut down the system while we upgrade it."

2) Solvency deficit – oil supplies running out make NextGen useless
Bourgeois (Masters of  Science, Technology and Public Policy) 2010
(Daniel, “The Next Generation Air Transportation System: An Answer to Solve Airport Efficiency?” https://ritdml.rit.edu/bitstream/handle/1850/12473/DBourgeoisThesis8-2010.pdf?sequence=1, August 2010)
Perhaps, another way to explain this issue is by using the analogy of a hybrid car working. We are currently on the brink of running out of oil, which means that one day there will be no more gasoline to fuel any vehicle. To combat this problem, like NextGen, the hybrid car makes more efficient use of the fuel to do more on less. The same way NextGen will make the use of airspace, runways, and terminals more efficient with what is currently there. But the car still uses gas even though it uses less than before. The day that the oil does run out the more efficient car will still not work. Even if the NAS is 100% efficient and passenger demand still increases will the airlines be able to keep up or will they be maxed out because of their limited ability to expand? The most delay prone airports can cause havoc on the rest of the system. The old adage of ―a chain only being as strong as its weakest link‖ becomes true for the NAS as this situation mirrors that of the hybrid car. Below in Figure 42 are the most congested airports and their proposed increases.
3) Planning - Lack of coordination kills solvency

GAO (United States Government Accountability Office) 2008
(“NEXT GENERATIONAIR TRANSPORTATION SYSTEM Status of Systems Acquisition and the Transition to the Next Generation Air Transportation System,” http://www.gao.gov/new.items/d081078.pdf, September 2008)
In addition, a number of stakeholders as well as members of Congress have expressed concerns with the key NextGen planning documents being developed by JPDO and FAA—JPDO’s Concept of Operations, Enterprise Architecture, and Integrated Work Plan and FAA’s implementation plan for NextGen (a document previously known as the Operational Evolution Partnership (OEP) and now called the NextGen Implementation Plan). Nineteen of 21 industry stakeholders who discussed the issue said that the planning documents lack the information that industry participants need for planning. Many of the stakeholders we interviewed said that while the planning documents provide a high-level view of NextGen benefits, they do not provide specific details such as a catalog of critical needs, clearly defined and prioritized intermediate objectives, and a structured plan for achieving tangible results. According to aviation manufacturing stakeholders, the plans lack specific details to inform them about the type of technology they need to design for NextGen or provide insights to market, build, and install systems that support NextGen.

4) Planes will collide under NextGen

Noronha 11

Joseph, Reducing Air Congestion; Without a complete transformation of ATM systems, the safety of increasingly crowded skies in many parts of the globe is likely to be in jeopardy, dw: 9-13-2011, da: 7-18-2011, lexisnexis, ld
The unprecedented accuracy of today's GPS and RNP-certified navigation equipment and altimetry may also create problems of its own. Earlier, a collision between reciprocal aircraft at the same altitude would be averted simply by the error tolerance of their navigation systems. But given that ADS-B will provide extremely high navigational accuracy, two aircraft erroneously allocated the same altitude on reciprocal track, will almost certainly collide. It is the socio-economic angle that is likely to cause the most heartburn. 

5)  The problem is the number of fliers – plan can’t solve
Noronha 11

Joseph,  Reducing Air Congestion; Without a complete transformation of ATM systems, the safety of increasingly crowded skies in many parts of the globe is likely to be in jeopardy, dw: 9-13-2011, da: 7-18-2011, lexisnexis, ld
Are the skies heading for gridlock? They might well be, according to some air traffic management (ATM) experts, and justifiably so. Based on the equipment and procedures that were put in place after World War II, air traffic systems across the globe depend heavily on radar surveillance and voice communication between controllers and pilots, which works well when traffic density is low. Despite the improvements and upgrades, the system is easily saturated in high density traffic. In many parts of the world, ATM resources are already overstretched, nearing breaking point. Modern airliners are faster and navigate more accurately. Yet the average time between most city pairs in the US exceed what they were half a century ago. Boeing's latest analysis predicts doubling of the world commercial fleet over the next two decades with demand estimated at 33,500 aircraft. Add the numbers of general aviation aircraft, unmanned air vehicles (UAVs) and spacecraft-all projected to increase. Clearly, the practice of coping with increasing air traffic by simply applying "more of the same" is reaching the end of its tether. Even in the US, regulated by the highly-efficient Federal Aviation Administration (FAA), cases of fatigued or snoozing controllers have recently come to light. 
6) Next Gen fails – too hard to install tech, takes long time, lots of barriers

Hendricks (VP off Air Transport Association of America) 11
Tom, Congressional Testimony,  NEXTGEN PROGRAM REVIEW; COMMITTEE: HOUSE TRANSPORTATION AND INFRASTRUCTURE; SUBCOMMITTEE: AVIATION, dw: 10-5-2011, da: 7-17-2012, lexisnexis, ld

Moreover, labor and management at the FAA must fully partner to move forward uniformly with implementation and use of the new systems. Modernizing the airspace infrastructure requires comprehensive structural design, and technology development and integration. It also needs workforce acceptance. As attractive as NextGen is, a word of caution is in order. NextGen is a very complicated undertaking. This means as GAO has stated, "[wjithout specific goals and metrics for the performance of NextGen as a whole, together with a timeline and action plan for implementation, it is not clear whether NextGen technologies, systems, and capabilities will achieve desired outcomes and be completed within the planned time frames."1 This concern is evident with respect to the development of ADS-B In, which is intended to enable aircraft to receive, process and display other aircrafts' ADS-B transmissions. Our view is that although many of the ADS-B In applications show much promise, additional development and analysis are necessary before investment or implementation decisions can be justified. We recently expressed this view in the FAA ADS-B In Aviation Rulemaking Committee, which I co-chair with Mr. Steve Brown from the National Business Aviation Association (NBAA). We urge continuation and expansion of ADS-B In research and development. Our conclusion, however, is that for many of the applications examined, the existing levels of progress in the areas of benefits, technologies, systems and policy development exhibit risks that many airlines are unwilling to bear. Thus, at this time, achieving a convincing business case for ADS-B In is very difficult for most NAS users. 


7) Status quo solves – $63.4 billion available now

Mitchell 12

(Mike, Staff, AvStop, Online Aviation Magazine, February 15, http://avstop.com/news_february_2012/president_obama_signs_the_faa_modernization_and_reform_act_of_2012_hr_658.htm 

On Tuesday President Barack Obama signed the FAA Modernization and Reform Act of 2012 (H.R. 658) which will modernize the nation's aviation system. The law will provide $63.4 billion in FAA funding over four years, including about $11 billion toward the modernization air traffic control system.    This bill will allow the FAA to rebuild its air traffic control system to the next generation technology which will include switching from radar to a GPS air traffic control system. The law will open up the skies to unmanned drones by September 2015.    John Mica, chairman of the House Transportation and Infrastructure Committee sad, "This critical effort to shift from our antiquated air traffic control technology to a GPS-based system will improve air traffic efficiency and safety, reduce fuel burn and pollution from aircraft, and bring costs down for consumers." 

The plan only costs $14 billion

ECT (Eno Center for Transportation, a neutral, non-partisan think-tank that promotes policy innovation and leads professional development in the transportation industry) 12
(April, “NextGen: Aligning Costs, Benefits and Political Leadership,” http://op.bna.com/der.nsf/id/sbay-8t2qlp/$File/NextGen%20paper.pdf)
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. 

Ext. Integration Fails

1NC 1 - Extend Noronha – aviation companies can’t afford to integrate NextGen because it would involve a complete overhaul of existing systems - this would be impossible to achieve seamlessly so it would require halting business.  The technology is also costly so there’s no incentive to switch – perceived costs outweigh benefits 
No motivation to switch, even if tech is developed
Goldsmith et. Al (The 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) 2010
(Stephen, Fred Messina is a Herndon-based Vice President with Booz Allen Hamilton in the Transportation business. With a focus on aviation infrastructure, Mr. Messina is responsible for driving the creation and application of critical service offerings for clients in the Department of Transportation and the Federal Aviation Administration, Zachary Tumin is the Special Assistant to the Director and Faculty Chair, Science, Technology, and Public Policy Program at the Harvard Kennedy School, “Assuring the Transition to the Next Generation Air Transportation System: A New Strategy for Networked Governance,” http://www.oig.dot.gov/sites/dot/files/WEB%20FILE_NextGen%20Testimony.pdf, March 2010)
At its heart, NextGen is a major cross-boundary change initiative requiring deep consensus, broad alignment, and shared risk taking. Yet the classic “burning platform” that would mobilize support and action is absent—no 9/11, for example.  “We don’t have a strong external driver on the capacity issue. When you have a slow degra​dation in performance of an infrastructure, it’s the ‘boiled frog’ problem,” one participant stated. “The urgency is not there to say that we have to solve this problem today.”  “It’s a very interesting marketing challenge because you’re not selling NextGen as it’s going to save lives—that bar is now set very high,” another participant observed. “You’re selling NextGen on the basis it’s going to save dollars, and it’s going to save time, and it’s going to save the environment.”  Absent a nationally felt crisis like 9/11, the move to NextGen is prone to being slowed or derailed by a diverse public on many issues. Moreover, the Session also learned of research that points to the inherent difficulty of new product adoption under the best of circumstances.  “Losses loom larger than gains,” research shows—meaning that any new product must be more than simply a little bit better than the old to ensure adoption. It may need to be up to 10 times better to be felt. Where old ways must give way to new ways, users’ familiarity with the old, combined with the uncertainty of the new, means users are loath to part with the old (and well-known) only for some modest gains from the new (and unknown).  Clearly, “warts and all,” operators in every domain of the national air transportation system have figured out how to make the “old” system “work.” Introducing new equip​ment, new procedures, a new ethos—best equipped, best served, for example—runs the risk of rejection if the introducers cannot gain the support of those concerned. At the very least, this means being transparent, collaborative, and inclusive in planning any “new product” introduction.  This is especially so as some NextGen models suggest likely contraction of towers as the control infrastructure moves from the ground to the cockpit. In the interim, there is a significant challenge for controllers in handling the mixed equipage environments. And pilots, when asked, express reluctance to take up “air traffic control duties” in the cockpits.
Airlines can’t afford to incorporate NextGen – minimizes benefits

Caruso (Reporter for Bloomberg News) 9
(Lisa, August 31, “Funding The Aviation Industry's Conversion To NextGen,” http://transportation.nationaljournal.com/2009/08/funding-nextgen-air-traffic.php)
Legislation to reauthorize Federal Aviation Administration programs now moving through Congress would provide considerable funding to pay for the FAA's part in upgrading management of the national air space to the satellite-based NextGen system. However, the costs to aircraft operators of adopting the necessary technology are significant, and NextGen cannot provide the full benefits it promises of a safer, more efficient and environmentally friendly system if only some operators are properly equipped.  The FAA's current NextGen implementation plan calls for giving air space priority to the "best-equipped, best-served" operators as an incentive to spur early adoption of NextGen avionics. Is this the best approach? Or should the airlines and other aviation system users get funding assistance from the government, or greater freedom to raise their own revenues, to fund the cost they will need to bear? 

Transition to NextGen will fail – multiple factors

Scovel (Inspector General of the US Department of Transportation) 2010
(Calvin L, “Challenges in Meeting FAA’s Long-Term Goals for the Next Generation Air Transportation System,” http://www.oig.dot.gov/sites/dot/files/WEB%20FILE_NextGen%20Testimony.pdf, April 21st 2010)
FAA faces challenges in keeping a number of modernization programs on track. These programs are critical as they represent enabling platforms for NextGen initiatives. Delays or performance shortfalls in any of these systems will impact NextGen’s development and implementation. For example, FAA has not yet established firm requirements that can be used to develop cost and schedule estimates for modifications to existing terminal automation systems, which will allow controllers to display and use satellite surveillance to better manage traffic. According to FAA, it may take an additional 1 to 2 years to develop requirements for these systems and other mid-term NextGen efforts. Technical Problems With ERAM Pose Cost and Schedule Risks for NextGen  The $2.1 billion ERAM program will replace the existing hardware and software at facilities that manage high-altitude traffic. ERAM, however, is experiencing software-related problems at FAA’s key initial operating site in Salt Lake City. These problems include radar processor failures, problems in handing off traffic between controllers, and critical flight information being paired to the wrong aircraft. FAA is spending about $14 million per month to resolve these problems and deploy ERAM at other sites. However, these costs do not include enhancements for NextGen, which have not been established but are expected to cost several billion dollars.  While FAA does not believe the system to be fundamentally flawed, it has postponed the in-service and operational readiness decisions for ERAM at Salt Lake City by 6 months, both originally planned for December 2009. We have not assessed the severity of the problems with ERAM, but FAA officials are concerned about the ERAM transition at larger, more complex sites like Chicago and New York. These locations have unique airspace and operational issues that will require adaptation of the system’s software to accommodate their needs. FAA officials acknowledge that it is unlikely that all 20 systems will be fielded nationwide and controlling traffic on a regular basis by December 2010 as planned. FAA must take steps to ensure that problems with ERAM are resolved and make realistic adjustments to the program’s schedule. FAA must also assess what trade-offs in capabilities and adjustments to deployment plans and budgets are needed. Prolonged problems with ERAM will directly impact the implementation of NextGen efforts now and in the future, including key NextGen systems such as Automatic Dependent Surveillance-Broadcast (ADS-B).

NextGen fails – integration barriers
Goldsmith (Daniel Paul Professor of the Practice of Government and the Director of the Innovations in American Government Program at
Harvard Kennedy School) et al 2010
(Stephen Goldsmith, Zachary Tumin, and Fred Messina, Zach leads the Belfer Center's project in Information and Communications Technology and directs the Harvard component of a joint Harvard-MIT initiative in cyber security, Herndon-based Vice President with Booz Allen Hamilton in the Transportation business, “Assuring the Transition to the Next Generation Air Transportation System,  Harvard Kennedy School Ash Center or Democratic Governence and Innovation,  p.12, http://www.ash.harvard.edu/extension/ash/docs/nextgen.pdf) aw

Absent a nationally felt crisis like 9/11, the move to NextGen is prone to being slowed  or derailed by a diverse public on many issues. Moreover, the Session also learned of  research that points to the inherent difficulty of new product adoption under the best of  circumstances.  “Losses loom larger than gains,” research shows—meaning that any new product must be  more than simply a little bit better than the old to ensure adoption. It may need to be up  to 10 times better to be felt. Where old ways must give way to new ways, users’ familiarity  with the old, combined with the uncertainty of the new, means users are loath to part with  the old (and well-known) only for some modest gains from the new (and unknown).  Clearly, “warts and all,” operators in every domain of the national air transportation  system have figured out how to make the “old” system “work.” Introducing new equipment, new procedures, a new ethos—best equipped, best served, for example—runs the  risk of rejection if the introducers cannot gain the support of those concerned. At the  very least, this means being transparent, collaborative, and inclusive in planning any “new  product” introduction.  This is especially so as some NextGen models suggest likely contraction of towers as the  control infrastructure moves from the ground to the cockpit. In the interim, there is a  significant challenge for controllers in handling the mixed equipage environments. And  pilots, when asked, express reluctance to take up “air traffic control duties” in the cockpits. 

Next Gen doesn’t solve – regulation barriers, may not be compatible with SESAR

Noronha 11

Joseph,  Reducing Air Congestion; Without a complete transformation of ATM systems, the safety of increasingly crowded skies in many parts of the globe is likely to be in jeopardy, dw: 9-13-2011, da: 7-18-2011, lexisnexis, ld
 This begs the question-will all the different systems be mutually compatible or will the pilots encounter a variety of ATM systems as they roam the globe? Several disparate pieces that must come together for Europe's SESAR, the US NextGen and other future systems to work-aircraft equipage, rules, protocols and regulatory coordination amongst different countries, which is likely to prove the most difficult. There are already reports that due to varying schedules of introduction, NextGen may not be fully compatible with SESAR.
Ext. Mismanagement
1NC 3 – extend GAO – FAA’s implementation guidelines are vague and don’t identify specific goals – this means funding will be misallocated.  This also means companies are discouraged from adopting NextGen because the benefits are unclear.
Nextgen fails – no governance structure

Goldsmith et. Al (The 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) 2010
(Stephen, Fred Messina is a Herndon-based Vice President with Booz Allen Hamilton in the Transportation business. With a focus on aviation infrastructure, Mr. Messina is responsible for driving the creation and application of critical service offerings for clients in the Department of Transportation and the Federal Aviation Administration, Zachary Tumin is the Special Assistant to the Director and Faculty Chair, Science, Technology, and Public Policy Program at the Harvard Kennedy School, “Assuring the Transition to the Next Generation Air Transportation System: A New Strategy for Networked Governance,” http://www.oig.dot.gov/sites/dot/files/WEB%20FILE_NextGen%20Testimony.pdf, March 2010)
The issues of governance loom large for NextGen, in both expected and unexpected ways. As with any government-involved initiative, questions arise for NextGen, including determining levels and concentrations of authority within FAA; achieving unambiguous lines of report and charters; and distributing or acquiring powers to bind, commit, and ultimately lead. Ultimately, such gaps do slow decision making or make mandates fuzzy, frustrating government and industry executives alike. Remedies ultimately involve straightening lines of report, clarifying duties, empowering those tasked to do certain work to accomplish the mission, and performing other bureaucratic housekeeping. They often lead to calls for strong and decisive—even somewhat autocratic—leaders. The solutions proposed for NextGen are no exception. What is characteristic of these moves is this: they are predicated on the belief that much that impedes NextGen from delivering needed external transformations can be addressed by remedying FAA’s internal governance arrangements. It is true that NextGen might improve its overall performance by making its operations more efficient for necessary decision making, policy redesign, financing and acquisition, and other deliverables. The roundtable, however, produced the notable discovery that the conundrum, challenges, and obstacles of the NextGen external environment will not likely be solved by fixing internal NextGen governance alone. Essential as the internal moves are for improved  performance, the meeting also found that solving all the external challenges—from financing and incentivizing, to proving and documenting, to rescripting procedures and flight paths, to gaining political support and new user buy-in—represented a set of capacities that few could easily envision any one group possessing or able to deliver alone. Indeed, solving any one of these problems has proved difficult; solving them altogether and at once appears practically impossible—even with a strong hierarchy; charters and authorities; and clear, unambiguous internal governance.
No way to verify completion of goals – low risk of solvency

Montalbano (Staff, InformationWeek) 10
(Elizabeth, July 30, “FAA NextGen Criticized For Poor Performance Tracking,” http://www.informationweek.com/news/government/enterprise-apps/226400053)
The Federal Aviation Administration (FAA) has received more criticism over its handling of an ambitious project to overhaul the U.S. air-traffic control system. A new report by the General Accountability Office (GAO) found the FAA is not doing an adequate job of measuring NextGen against the goals the system is meant to achieve. Specifically, the FAA lacks performance metrics in its acquisition of software and hardware, outcome-based goals and funding for NextGen, according to the report. NextGen aims to use technology to rebuild the stressed and outdated air-traffic control system in the United States by 2025. The project has been plagued by poor leadership and limited funding, however, and FAA officials recently told Congress they are not sure if it will meet its deadline. Now the GAO is criticizing another aspect of the project -- performance metrics. Some of the FAA's problem in this area lies with its Earned Value Management (EVM) measurements that monitor the progress of its programs for acquiring software and hardware, according to the report. The GAO has previously criticized the FAA's implementation of EVM for generating inaccurate reports. This has left the agency unable to report on how a delay in one acquisition program for NextGen will affect others within it, according to the report. It also affects the project's funding, according to the GAO. If one aspect of the project is off budget, the FAA has no accurate measuring stick in place to assess how that will affect other aspects of the project. This can create problems across the entire project. On the plus side for the FAA, the agency is working with the Department of Transportation to implement GAO recommendations for improving EVM measurements, according to the report. Another problem hindering NextGen is that the FAA has not mapped out outcome-based performance metrics or goals to track the impact of some of the expected benefits of the system, such as reducing airplane noise and emissions, according to the report. Plans the agency had to develop performance metrics with the overall transportation industry also have hit a snag, with no timeline or action plan for doing so, according to the GAO. Without metrics or a timeline in place, the FAA won't be able to clearly assess if the project not only will achieve its desired goals or be completed within its scheduled timeframe. To help remedy some of the issues the report raises, the GAO is recommending the Secretary of Transportation direct the FAA to develop a timeline and plan of action to develop outcome-based performance metrics and goals for NextGen as a whole. The agency should also do the same for specific product portfolios, programs and capabilities within the system, according to the report. Once developed, the appropriate congressional oversight committees should review the metrics and goals for approval before they are implemented. 

Mismanagement takes out solvency

Hoover (Senior Editor, InformationWeek Government) 11
(J. Nicholas, October 5, “Problems Plague FAA's NextGen Air Traffic Control Upgrade,” http://www.informationweek.com/news/government/info-management/231900067)
Within the last couple of years, the FAA has instituted a number of changes to improve NextGen's management, including working closely with an advisory group made up of users and other constituents, changing the NextGen program so that it directly reports to the FAA's deputy administrator, and centralized program management for the effort. However, ongoing problems continue to threaten the program's costs and timeline and have kept private industry in the dark about the program's benefits and schedule, the officials and executives told the House Transportation and Infrastructure Committee. As a result, according to Lee Moak, president of the Air Line Pilots Association, a group that represents the interests of 53,000 pilots, and Ed Bolen, president and CEO of the National Business Aviation Association, manufacturers are building and delivering future-proofed planes and carriers are putting new processes in place but can't take advantage of all their capabilities because of delays in or improper management of NextGen. For example, numerous carriers are ready to adopt procedures that they co-developed with the FAA to provide "smooth, fuel efficient, low emission descents that reduce [the need for] communications and enhance safety during good weather conditions" and others that help out in poor weather conditions, Bolen said. But the FAA doesn't even have plans or approval processes to permit planes to follow these procedures even as jet fuel costs continue to rise. In another case, the En Route Automatic Modernization (ERAM) system, a computer system to provide communications and generate display data for air traffic controllers, is about 5 years behind schedule and as much as $500 million over budget, according to a study by Mitre Corp. According to FAA Inspector General Calvin Scovel, early testing of ERAM revealed problems with safety management, and controllers had to rely on cumbersome workarounds to overcome those issues. That problem snowballed. "ERAM's problems are the direct result of poor program management," Scovel said. "There was over-optimism that ERAM could be deployed in a year, and FAA didn't begin to mitigate some risks until three years after problems began surfacing. This was a program that was hobbled out of the gate." Even with all those problems, and despite the significant program risks, the FAA still hasn't conducted an assessment of ERAM's dependencies or impacts on other program costs. At a higher level, Scovel noted, the FAA has yet to develop an integrated master schedule to help manage NextGen, meaning that "programs are left with no clear end state." The officials and executives pointed to a number of causes for the delays and cost overruns, including unstable requirements, poor program and contract management, the inability of the FAA to bring all constituents into the decision-making process, training, and a lack of communication. Now, added to that list might be the fiscal environment. Amidst all the turbulence, Congress is considering slashing spending at the Federal Aviation Administration between 5% and 10%, which could further delay implementation of some pieces of NextGen. "There's no question that reduced funding will cause delays, and that the delays will cost us more in the end in terms of lost benefits as well as increased costs of deployment," FAA deputy administrator Michael Huerta told legislators, adding that Congress should fund the FAA to the levels suggested by President Obama. "In the end, to be able to meet the timeline set out, the President's funding level is really what we need to get us there." The government has already spent nearly $3 billion on NextGen, and the effort will likely cost into the tens of billions of dollars. By 2018, the FAA estimates that, thanks to NextGen, airlines will see a 35% improvement in delays and save more than a billion gallons of fuel. However, with continued problems and looming budget cuts, those numbers may be hard to reach.

Economy
NextGen hurts the economy – layoffs, high prices

Noronha 11

Joseph, Reducing Air Congestion; Without a complete transformation of ATM systems, the safety of increasingly crowded skies in many parts of the globe is likely to be in jeopardy, dw: 9-13-2011, da: 7-18-2011, lexisnexis, ld
The estimate to complete the ADS-B network of 794 ground stations plus support equipment and to accomplish full fleet equipage was previously put at around $40 billion (Rs.1,80,000 crore) by 2025. Some, however, predict that the total bill could well soar to a staggering $160 billion (Rs.7,20,000 crore). ATM is a high-tech business with high-paying jobs, supporting other skilled jobs, such as engineering and maintenance. A fully-automated system such as NextGen is likely to result in massive layoffs. In an era of shrinking budgets and high unemployment, expected to persist for several years, will costly automation find political acceptability? 
Negligible risk of accidents

AP 12

(Associated Press, January, http://www.bing.com/travel/content/search?q=It's+Never+Been+Safer+to+Fly&FORM=TREDIT)
Airline deaths are at a record low, though some corners of the world are riskier for passengers than others  Boarding an airplane has never been safer in the U.S., but there are still some corners of the world where flying is risky, including Russia, the Democratic Republic of the Congo and Somalia. The past 10 years have been the best in America's aviation history with 153 fatalities. That's two deaths for every 100 million passengers on commercial flights, according to an Associated Press analysis of government accident data. The improvement is remarkable. Just a decade earlier, at the time the safest, passengers were 10 times as likely to die when flying on an American plane. The risk of death was even greater during the start of the jet age, with 1,696 people dying — 133 out of every 100 million passengers — from 1962 to 1971. The figures exclude acts of terrorism.  Sitting in a pressurized, aluminum tube seven miles above the ground may never seem like the most natural thing. But consider this: You are more likely to die driving to the airport than flying across the U.S. There are more than 30,000 motor-vehicle deaths each year, a mortality rate eight times greater than that in planes.  

Industry decline is caused by structural issues the plan doesn’t resolve

Patel (Contributor, Huffington Post and MarketWatch) 7-12
(Arti, 2012, http://www.marketwatch.com/story/more-turbulence-ahead-for-airlines-goldman-says-2012-07-12?mod=mw_streaming_stream)
Goldman’s cautious outlook on the sector is partly based on the industry’s poor performance in the last decade.  From 2000-2010, six major U.S. airlines filed for bankruptcy, not due to poor demand, but because of “irrational pricing behavior” and “an extended period of inconsistent profitability” exacerbated by high-rising fuel costs and a wide gap between company costs and ticket fares, the analysts wrote.  For the sector to become more profitable, Goldman analysts say costs must be rationalized, fare prices increased to meet inflation standards and the focus shifted to global air travelers.  “We expect China to be the largest aviation market globally by 2020, surpassing the U.S.,” Goldman said in the note also citing India as the second most important growth driver of worldwide aviation.  Additionally, Goldman also noted high operating costs, low barriers to entry undermining profitability, elastic demand for travel, especially for leisure travel, and such risks as severe storms, pandemics and fears of terrorism as basic structural challenges for the sector. 

Alt cause to collapse – fuel and oil costs

Bloomberg News 12

(March 20, http://www.nytimes.com/2012/03/21/business/global/Fuel-Expense-Is-Forecast-to-Erase-62-Percent-of-Airline-Profits.html

Rising fuel costs could cause the airline industry’s profits to plunge 62 percent this year, a bigger drop than predicted four months ago, the International Air Transport Association said Tuesday in a revised forecast for the global industry. Carriers’ net income is forecast to fall to $3 billion in 2012 from $7.9 billion last year, with the profit margin coming in at 0.5 percent of sales, the trade group, which is based in Geneva and Montreal, said in a statement. The group forecast in December that global airline earnings this year would amount to $3.5 billion, with a margin of 0.6 percent. The price of oil has climbed 12 percent since the previous forecast. Iran has threatened to close the Strait of Hormuz, the main shipping outlet for Gulf countries’ oil, in response to international sanctions against its nuclear research program. In addition to the direct effect on fuel costs, the I.A.T.A. said, the airline industry is at risk of becoming unprofitable if oil prices rise enough to hurt the global economy. “I must emphasize that the industry is fragile,” the association’s chief executive, Tony Tyler, said in a conference call. “It wouldn’t take much of a shock to turn a net profit to a loss, and that shock could be oil.” Fuel makes up a third of airline costs, according to the I.A.T.A. Moderating factors in the forecast were that E.U. countries had avoided a deepening of the region’s sovereign debt crisis, the cargo market had stabilized and carriers had slowed their seat capacity growth more than expected. The December forecast said that the European sovereign debt crisis and its effect on economic growth were the biggest threats to airline profitability. The trade body also predicted then that the price of oil would fall to $99 a barrel from an estimate of $112 for 2011, as economic growth waned. “It appears that the worst of the sovereign-debt crisis in Europe has been avoided for now, but it’s been replaced by rising oil prices as the No. 1 risk the industry faces,” Mr. Tyler said. Industrywide, passenger and cargo capacity will grow 3.2 percent in 2012, based on announced schedules. That rate lags behind the expected expansion in demand, which is put at 3.6 percent. That is a reversal of expectations in December, when the association anticipated a capacity expansion of 3.1 percent, outstripping demand of about 2.9 percent. Air France-KLM, the biggest European airline, said March 8 that an uncertain economic outlook and rising fuel prices would cause its first-half operating result to be “well below that of the previous year.” The airline, based in Paris, reported a net loss of €809 million, or $1.07 billion, for 2011. International Consolidated Airlines, the parent company of British Airways and Iberia, said Feb. 29 that growth in oil prices would crimp first-half earnings and add €1 billion to its fuel costs this year. 
Fuel prices overwhelm solvency

Algoe (Accountant, Master Degree in Applied Accounting) 7-18
(Sara, “How a rise in fuel prices affect the airline industry,” http://saraalgoe.hubpages.com/hub/rise-in-fuel-prices-airline-industry)
Today’s airlines face many new problems. The historical trends show the true story of what is happening in the airline industry. There are many factors that contribute to these problems and Increase in fuel rates/cost is one of them. The value of a barrel of oil has a direct impact on airliners within the European aviation industry, at the present moment the price of a barrel of Oil has held at about “$60 a barrel”, this figure however, is very unstable. To emphasize further, in mid July 2006 a barrel of oil had broken the “$78 mark” and has since stabilized, the long term issues however, suggest the value of oil could escalate again which can of course have cost implications for airliners. With the current political disputes in Eastern Europe and the unrest in the Middle East, the cost of oil is likely to rise as is the unstable nature of this resource and industry in general.  According to the latest statistics from the General Aviation Bureau, due to the fuel price surge, the cost of fuel has accounted to 31% of the cost of major business of airline companies in the first half of this year from 22%. The whole airline industry has afforded additional cost expenditure of 1.27 billion RMB.  Why does the airline industry which is always sensitive to price change take no action this time? The South-west Airline Company disclosed that now it was the peak period for tourism, and the number of airline passengers had just revived a little. If we raised the ticket price at this time the passengers would scare away. Several transportation companies also mention that the domestic transportation is stagnant recently, and it would be further overwhelmed if the airline raised price now. Therefore under the present condition of fuel price surge, the airline should minify the loss through management strengthening, cost lowering and efficiency improving, but not simply raise the price.  The airlines are in perilous financial condition. Two major airlines, representing more than twenty percent of the industry, are in bankruptcy. Passenger carriers have reported over $10 billion in 2002 net losses. Industry debt now exceeds $100 billion, while the industry’s $15 billion total market capitalization continues to decline. Our ability to borrow to support continuing losses is evaporating. The few airlines that have been able to achieve a profit are doing so under tremendous adversity – and with the prospect of war on the horizon, the overall picture is bleak.  The reasons for the imperiled condition of the industry are clear. Revenue has declined sharply following the 9/11 attack on America. Although carriers are aggressively reducing costs where possible, stubbornly high fuel prices and escalating security and insurance costs, among other things, have combined with a particular vengeance in an under-performing economy. We have embarked on an unprecedented program of self-help to address this “perfect storm” of adversity: The industry has already achieved annual savings of over $10 billion in capital and operating expenses, and efforts are well underway to remove billions more in costs. Issues such as fuel prices, however, are obviously beyond our ability to battle alone. That is why today’s hearing and the interest of the Committee in taking action are so important.  The industry was suffering from the softening economy in early 2001. The events of 9/11, however, drove losses that year to $7.7 billion, despite the $5 billion in government compensation for the costs of the terrorist shutdown of our aviation system. Last year the picture darkened when despite industry cutbacks in spending, losses topped $10 billion. And analysts predict that the industry will lose another $4 to 6 billion this year, meaning that airlines are on target to lose about $25 billion in the 2006 to 2007 period.  Increases in fuel prices affect the airlines in two ways; the cost of fuel has an obvious and direct impact on the cost of operation, and fuel cost increases have repeatedly triggered economic recessions, which in turn result in a substantial decline in demand for air travel and air cargo.  Fuel price increases have a particularly adverse impact on airlines because even in good time fuel costs constitute roughly 10-12% of our operating expense. Every penny increase in the price of jet fuel costs the airline industry $180 million a year. In the absence of pricing power – the ability to pass these costs along in the form of higher airfares – these increases come right off the bottom line.  An even more pernicious aspect of the fuel price increase is the relationship between the economy and air travel. The link between fuel prices and the health of the economy is clear. Three of the major recessions of the past thirty years can, in large measure, be attributed to the steep increases in fuel prices that accompanied the 1973 Middle East oil embargo, the 1980 Iran Crisis, and the1990-91 Gulf War.  The airline industry is inextricably tied to the overall economy – even minor recessions result in reduced demand and increased sensitivity to prices for leisure as well as business travelers.  Past fuel spikes and attendant recessions have brought about widespread hardship in the airline industry. As analysis shows, airline profitability suffers as a direct consequence of a weakening economy. During the first Gulf War, almost half of the major airlines filed for protection under Chapter 11 of the Bankruptcy Code, long-standing airlines went out of business, more than 100,000 airline employees lost jobs, and the industry went into a financial tailspin from which it took years to recover.  We all have much at stake – it is not simply a matter of airline finances; it is the national economy. Civil aviation has a profound impact on the U.S. economy. A recently completed analysis performs by DRI-WEFA found that in calendar 2006:  · Civil aviation’s total impact on the U.S. economy amounted to 9 percent of GDP.  · $343 billion and 4.2 million jobs were produced in civil aviation or in industries related to civil aviation such as travel and tourism.  · Combined direct, indirect, and induced economic impact of civil aviation totaled $904 billion and 11.2 million jobs.  

Fuel costs kill the industry – plan doesn’t solve

Lipton (Staff writer at Forbes and Minyanville Media, Broadcast Markets Editor at Bloomberg TV) 11
(Josh, “Oil Pummels Airline Profits,” March 2, http://www.minyanville.com/businessmarkets/articles/aviation-indsutry-airline-industry-analysis-fuel/3/2/2011/id/33125)
The airline industry will earn almost 50% less this year than in 2010, as fast-rising oil prices pummel the sector’s profitability.  The International Air Transport Association has now downgraded its airline industry outlook for this year to $8.6 billion from the $9.1 billion it estimated in December. This is a 46% drop in net profits compared to the $16 billion earned by the industry last year.  IATA raised its 2011 average oil price forecast to $96 per barrel for Brent crude, up from $84 in December. This will increase the industry fuel bill by $10 billion to a total of $166 billion.  “There is very little buffer for the industry to keep its balance as it absorbs shocks,” said Giovanni Bisignani, IATA’s CEO in a statement. “Today oil is the biggest risk. If its rise stalls the global economic expansion, the outlook will deteriorate very quickly.”  The price of oil has surged as global financial markets react to the violent civil unrest sweeping through the Middle East and North Africa. Brent crude -- the benchmark for oil prices in Europe, Africa and the Middle East -- ripped through $100 on January 31 and has continued to move higher in recent days. It’s at $116.55 as of this afternoon. Fuel is now estimated to represent 29% of total operating costs for airlines in 2011, up from 26% in 2010.  IATA says that growing economies give airlines opportunity to recover some of these added costs with additional revenues. The trade group estimates revenue of $594 billion for the industry this year, for a profit margin of 1.4%. However, higher revenues aren’t expected to be sufficient to prevent the rise in oil prices from causing profits to shrink.  Still, a recovering global economy does bode well for continuing strong demand for air transport, said the IATA, which revised its passenger demand growth forecast to 5.6% from 5.2% and its cargo growth forecast to 6.1% from 5.5%.  By region, Asian-Pacific carriers are expected to deliver the largest collective profit of $3.7 billion and the highest operating margins of 4.6%. North American carriers will deliver $3.2 billion profit, which is down from the $4.7 billion profit raked in last year. European carriers are expected to make a $500 million profit, which is up from the $100 million previously forecast, but still well below the $1.4 billion profit generated in 2010. European carriers remain the least profitable among the major regions.  Read a full copy of the IATA report here.  Airline stocks gained altitude in 2010, with the Amex Airline Index rocketing up 39%. However, investors have since parachuted out of these positions: the index, year-to-date, has now nose-dived 10%, with some analysts predicting more challenges ahead for investors putting money to work in this struggling industry.  Basili Alukos, an equity analyst at Morningstar who covers the airlines, notes that these companies have adjusted to rising oil prices by increasing fares, raising fees and hedging fuel purchases. However, he argues that the industry is highly price sensitive and can’t pass on prices without substantially hurting demand.  “Last year was certainly a banner year,” Alukos says. “But there are now a lot of cost pressures looming,” adding that every $1 per barrel increase in the price of oil adds between $415 million and $450 million of fuel costs on an annualized basis.  By his estimate, the analyst says that the current price surge equals between $3.2 billion and $3.4 billion in added expenses for the industry. Although carriers have hedges in place for between 30% and 50% of their 2011 consumption, he emphasizes, the increase will nevertheless still have a negative impact on their financial results. 

Costs will just worsen – aff can’t overcome
Kahn 7-18-2012

Chris Kahn, AP Energy Writer “Oil price climbs above $90 on stronger US demand: Rise in US oil demand lifts prices above $90 a barrel for the first time since May” Associated Press http://finance.yahoo.com/news/oil-price-climbs-above-90-152245296.html

NEW YORK (AP) -- The price of oil on Wednesday briefly hit $90 per barrel for the first time since May after the government said U.S. oil demand is on the rise. The Energy Information Administration reported that average oil demand increased last week in the U.S. for the third week in a row. Oil demand had been down most of the year, when compared with 2011, as manufacturing activity slowed and drivers cut back on travel. "We keep talking about the slow economy, but the market is seeing some improved oil demand today," said Phil Flynn, an analyst at Price Futures Group. Benchmark U.S. crude rose by 65 cents to end the day at $89.87 per barrel in New York. It hit $90.04 per barrel earlier in the day, the highest since May 30. Brent crude, which sets the price for oil imported into the U.S., rose by $1.16 to end at $105.16 per barrel in London. EIA's weekly petroleum report also noted a surprise drop in gasoline supplies last week as refineries pulled back on production. Oil supplies also fell, though the drop was less than what analysts expected. 

Sequestration undoes the aff

AIA (Aerospace Industries Association) 12
(March, 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. 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. 

Sequestration inevitably collapses the economy
David Scott (Congressmen of Georgia’s 13th district) 7/24/12
(“Will Congress let automatic spending cuts occur?”, http://blogs.ajc.com/atlanta-forward/2012/07/24/will-congress-let-automatic-spending-cuts-occur/?cxntfid=blogs_atlanta_forward) chip 

The Budget Control Act of 2011 was drafted to match spending cuts with targeted revenue increases to prevent the federal government from defaulting on its debts. A short-term solution of $1 trillion in spending cuts was approved, but our long-term budget problems were not solved.¶ Unless Congress finds another way, larger automatic cuts will start. At the end of 2012, massive automatic cuts will slash $1.2 trillion from the budget over 10 years.¶ This budget time bomb, called sequestration, was created as a measure of last resort in the Budget Control Act. It was designed to be painful so that both parties would be forced to negotiate away from partisan orthodoxy on spending and taxes to find agreement on a balanced budget. Unfortunately, that did not happen and we are left with sequestration.¶ The quick enactment of such large cuts will create shock waves in the U.S. economy. I asked Federal Reserve Chairman Ben Bernanke about these cuts in a recent Financial Services Committee hearing. He responded by citing a Congressional Budget Office report that expects 1.2 million fewer jobs if sequestration is implemented.¶ Republicans are concerned about cuts to defense with little care about hits to spending for education, infrastructure or seniors.¶ I, too, care about ensuring a strong national defense, but I also care about a strong nation. These devastating cuts will cause hardships for families and local communities at a time when our economy has not fully improved.¶ Georgia will lose more than $7 million in child care development block grants, which help residents with child care expenses while they work or attend school.¶ Georgia would lose more than $15 million for Head Start and more than $30 million for special education programs. Not only will these education support programs be cut, but the teachers and child care providers also will be fired. A recent study by a George Mason University economist estimated that the state would lose more than 54,000 jobs in defense and nondefense-related jobs.¶ Republicans say they want balanced budgets, yet sign pledges to Washington lobbyists to protect tax breaks for the very wealthy and corporate special interests.¶ They vow to protect every dollar of defense spending while billions of U.S. dollars are being wasted on Afghan warlords and Pakistani armies who support the Taliban and other enemies.¶ We can find ways to carefully pare military spending and still protect America’s borders.¶ There are also ways to preserve tax cuts for middle-income families, while asking millionaires to pay the same rates they paid during the Clinton years.¶ Republicans talk a big game on defense but they don’t want to pay for it. The wars in Iraq and Afghanistan were funded with massive borrowing in the 2000s.¶ While we were sending thousands of men and women into harm’s way, we were spending our surpluses and borrowing more.¶ In addition, taxes were slashed, which created massive deficits. The fiscal situation needs to be repaired before hard-set ideologues bankrupt America.¶ I can respect people who want smaller government, but imploding our economy in the process hampers our ability to plan for future challenges in educating our children, researching new discoveries, and investing in our roads, bridges and ports.¶ We must find agreement now on how to solve these problems.¶ The Constitution was created out of a series of compromises among great leaders.¶ Not unlike today, our history is full of passionate debates on how to build a great America.¶ But it was our forbearers’ ability to work together that made our country strong. We are staring at a fiscal cliff.¶ There is still time to slow down, check our map and turn in the right direction.

Warming
Warming inevitable even if environmentally friendly policies adopted 

GAO 09
 (June 2009, “Aviation and Climate Change”, http://www.gao.gov/new.items/d09554.pdf) AW

 While airlines currently rely on a range of improvements, such as fuel-efficient   engines, to reduce emissions, some of which may have limited potential to   generate future reductions, experts we surveyed expect a number of additional   technological, operational, and alternative fuel improvements to help reduce   aircraft emissions in the future. However, according to experts we interviewed,   some technologies, such as advanced airframes, have potential, but may be   years away from being available, and developing and adopting them is likely to   be costly. In addition, according to some experts we interviewed, incentives   for industry to research and adopt low-emissions technologies will be   dependent to some extent on the level and stability of fuel prices. Finally, given   expected growth of commercial aviation as forecasted by IPCC, even if many   of these improvements are adopted, it appears unlikely they would greatly   reduce emissions by 2050. 

NextGen can’t improve efficiency or solve warming

Walsh (senior writer for TIME magazine) 09
(Bryan, Time Magazine, “Getting Air Traffic Under Control”, http://www.time.com/time/specials/packages/article/0,28804,1929071_1929070_1929069-2,00.html) aw

And not every airline expert is convinced that NextGen will live up to the FAA's promises, especially given the agency's management history. Even with a more efficient control system, the most heavily trafficked corridors may remain congested because of sheer lack of runway space. "The satellite-based system is great, but it should have been put in place much earlier," says Mike Boyd, an airline-industry consultant based in Colorado. "I guarantee you, NextGen will not fix the delay problem." Even if NextGen delivers impressive efficiency gains, the airline industry faces a long-term climate challenge. With global airline-passenger numbers expected to rise more than 6% from now to 2013 — even with a sharp decline this year because of the recession — efficiency improvements may barely compensate for overall growth. If the airline industry is really going to reduce carbon emissions — in September the IATA pledged to cut emissions 50% from 2005 levels by 2050 — it will need to scale up low-carbon biofuels. But aviation is well behind the automotive sector when it comes to viable alternative fuels, and some environmentalists argue that the only sustainable solution is simply to fly less. "Efficiency isn't enough," says Richard Dyer, aviation campaigner for Friends of the Earth. "To go on raising emissions isn't acceptable." 
Terror

Terrorists can just target airports – takes out solvency

Brandt (Ben Brandt is a director at Lime, a political risk consultancy based in the United Arab Emirates. Prior to joining Lime, he worked as a threat analyst for a major U.S. airline, as well as at the New Jersey Office of Homeland Security and Preparedness. Mr. Brandt holds an MA in Security Studies from Georgetown University) 11
(November 30, http://www.ctc.usma.edu/posts/terrorist-threats-to-commercial-aviation-a-contemporary-assessment)
One aspect of aviation security that is not frequently addressed is the potential for terrorists to strike other aspects of aviation infrastructure beyond aircraft. Commercial airlines are highly reliant upon information technology systems to handle critical functions such as reservations and crew check-in, a fact not lost upon Rajib Karim when he suggested in correspondence with Anwar al-`Awlaqi that he could erase data from British Airways’ servers, thus disabling the airline’s website.[15] Such an approach would mesh closely with al-Qa`ida core’s and AQAP’s stated aims of waging economic jihad against the West. The operational control centers operated by air carriers are another significant point of vulnerability, which conduct the airlines’ flight control, meteorology, and emergency management functions. Despite their criticality to flight operations, these control centers are rarely heavily guarded, meaning that a team of attackers equipped with inside knowledge could temporarily shut down the global operations of a major air carrier, particularly if backup facilities were to be targeted as well. Another threat to commercial aviation is the increasing number of plots and attacks targeting airports themselves rather than aircraft. There have been two significant attacks staged at international airports thus far in 2011 in Frankfurt and Moscow. Attacks against airports have been planned or executed using a variety of tactics, such as firearms, car bombs, suicide bombers, and hijacked aircraft. The targets have included airport facilities such as fuel lines, arrival halls, and curbside drop-off points. Terrorists could also breach perimeter fencing and assault aircraft on runways, taxiing areas, and at gates. This tactic was used during the 2001 Bandaranaike airport attack in Sri Lanka, when a team of Black Tigers[16] used rocket-propelled grenades and antitank weapons to destroy half of Sri Lankan Airlines’ fleet of aircraft.[17] More recently, Afghan authorities announced the discovery of arms caches belonging to the Haqqani network near Kabul Airport and claimed that the group had planned to use the caches to stage an assault on the airport.[18] The actions of activist groups—such as Plane Stupid, which has breached perimeter fencing at UK airports so that activists could handcuff themselves to aircraft in a protest against the airline industry’s carbon emissions[19]—demonstrate the viability of such an attack in the West as well.[20] The trend toward attacking airports rather than aircraft has likely been driven by a number of factors, particularly increased checkpoint screening measures and terrorists’ growing emphasis on decentralized, small-scale attacks on targets of opportunity. Firearms will likely prove to be a key component of future attacks, given their relative ease of use compared to explosives, as well as their wide availability in the United States and many other countries. This trend was exemplified by the 2011 Frankfurt attack, which was conducted by Arid Uka, an employee at the airport’s postal facility, who shot and killed two U.S. soldiers at a bus at the terminal. Although deployment of plainclothes security personnel and quick reaction teams can help ameliorate the impact of attacks on airports, their ease of execution and the impossibility of eliminating all airport queues (be they for drop-off, check-in, security screening, baggage claim, or car rentals) make this tactic a persistent threat. 

Terrorism threat is exaggerated – status quo solves

AOPA 3

(Aircraft Owners and Pilots Association, “TSA tells Congress GA threat was overstated in wake of attacks,” http://www.aopa.org/whatsnew/newsitems/2003/03-4-059x.html)
Admiral James Loy, head of the Transportation Security Administration, yesterday told the House aviation subcommittee that "we're getting to the point" when the government will need to rethink many of the restrictions placed on aviation since the September 11 terrorist attacks.  Responding to a question from Rep. Robin Hayes (R-N.C.), a longtime AOPA member and strong voice for GA in Congress, Loy said in the highly emotional period right after the attacks, it was suggested by some security officials that the threat posed by general aviation was much greater than it actually is. He said his agency is working closely with the GA industry.  "We've been vindicated," said AOPA President Phil Boyer. "Admiral Loy has reinforced what we've said all along; general aviation is not the threat."  Hayes told Loy that as a pilot and member of Congress, his concerns were both personal and professional. He asked Loy about the Baltimore-Washington Air Defense Identification Zone and whether there were plans for changes beyond those already approved to begin November 1. Loy said no, there are no further modifications pending and no plans to lift the ADIZ. But he did stress his efforts to remove what he referred to as "stupid rules," such as no beverages through security checkpoints and the old check-in questions. He also indicated it might be time to reconsider the 30-minute rule for flights to or from Reagan National Airport (DCA)—requiring airline passengers to remain in their seats for 30 minutes after departure from or before arrival at Reagan National.  The hearing had dealt primarily with safety at air carrier airports until Hayes and D.C. Del. Eleanor Holmes Norton began peppering him with questions about GA.  Norton pressed especially hard about the National Capital Airspace Working Group and efforts to reopen DCA to general aviation. She challenged Administrator Loy to set deadlines for the working group so that the restrictions would no longer last indefinitely.  "As we move forward from here, it's important that Congress and the public remember all of the improvements the federal government has made to GA security," said Andy Cebula, AOPA senior vice president of government and technical affairs. "They've taken six very specific regulatory and policy actions to address security concerns about pilots, pilot certificates, and flight training. And at the same time, the GA industry on its own initiative has instituted programs such as AOPA's Airport Watch to further enhance security." 

The airline industry is resilient, particularly to terror

Thomas (Staff Writer, Air Transport World) 11
(Geoffrey, September 12, http://atwonline.com/airline-finance-data/news/oag-report-airline-industry-amazingly-resilient-crises-0909)
An OAG report revealed the airline industry has been amazingly resilient to events such as terrorism, pandemics and natural disasters over the past 30 years, and that most serious events occurred after Sept. 10, 2001, according to its World Crisis Analysis. OAG is a division of UBM Aviation.  The report—which rated events as low- (country), medium- (region) and high-impact (global)—found there were seven low-impact events over the prior 20 years before 9/11 that affected aviation growth. However, after Sept. 10, 2001 there have been a total of nine crises—three low-, four medium- and two high-impact events.  According to the report, airline capacity grew an average of 3.1% per year since 1979, and has “been largely immune to regionalized events such as natural disasters, conflicts and fuel price spikes.”  The report found that the Global Banking Crisis had a far greater effect on aviation growth, with a 9% drop, than the 9/11 World Trade Center attacks, at 3%.  From 1979 to Sept. 11, 2001, world airline capacity steadily increased an average of 5%, or 94 million seats per year, but since that date—although not because of the terror event—capacity grew an average of 2.6%, or 81 million seats per year.  According to UBM Aviation CEO Peter von Moltke, in the vast majority of crises there was a negligible impact on global airline capacity; at a regional level, capacity dropped less than 4% and recovered within three months.  "The OAG World Crisis Analysis shows how quickly the aviation industry responds and adapts in the face of almost any disaster, which is reassuring news for world markets and the ancillary industries that depend on aviation," Peter von Moltke said.  "Informed by sound historical data and analytics that provide a reliable picture of how external factors affect passenger demand, airlines are able to quickly adjust their flight capacities based on market needs, thus mitigating the impact of crises."  The OAG report found that continued growth in air capacity “is being driven mainly by Brazil, Russia, India, Indonesia, Middle East and China, where growth of the middle class and personal wealth is contributing to increased air travel demand.” 

Low threat of terrorist attack – status quo solves marginal risk

Solosky (Chief pilot for the Newark, NJ Police Aviation Unit, member of the Airborne Law Enforcement Association) 10
(Kenneth, March 16, http://www.officer.com/article/10232804/general-aviation-as-a-terror-weapon?page=2)
A software engineer furious with the Internal Revenue Service launched a suicide attack on the agency in Austin Texas by crashing his small plane into an office building containing nearly 200 IRS employees, starting a fire that sent workers running for their lives. The crash caused the fire and killed both the suicidal pilot and an IRS worker, a Vietnam veteran. The pilot took off in a single-engine Piper Cherokee from an airport in Georgetown, about 30 miles from Austin, without filing a flight plan. He flew low over the Austin skyline before plowing into the side of the hulking, seven-story, black-glass building. Immediately following the crash, politicians and the media began focusing on general aviation as a significant terror threat. Aviation experts stated that this was a gaping hole in our homeland security system. Many media outlets and politicians seized upon the opportunity to portray general aviation as the weapon of choice to be used in future terror attacks. As law enforcement professionals, we must ask ourselves, is general aviation a significant terror threat or just a red herring? If history is our guide, the answer is no; general aviation poses no more of a threat than any other vehicle such as a car or truck and indeed, perhaps is less of a threat. In 2002, a high-school student of Eastlake High in Tarpon Springs, FL, Charles J. Bishop, inspired by the September 11 attacks, stole a Cessna 172 and crashed it into the side of the Bank of America Tower in downtown Tampa, Florida. The impact killed the teenager and damaged an office room. There were no other injuries or was there significant damage to the building. In 2006, in New York City, a plane crash occurred when a Cirrus SR20 general aviation, fixed-wing, single-engine light aircraft crashed into the Belaire Apartments in New York City in the early afternoon. The aircraft struck the north side of the building, located on the Upper East Side of Manhattan, causing a fire in several apartments. The fire was extinguished within two hours. The two fatalities were the pilot, NY Yankees pitcher Cory Lidle and his flight instructor. There was one serious ground injury and about ten minor injuries. The Austin Texas crash killed two persons including the pilot. Compare these accidents to several recent incidents involving automobiles. A Tulsa man intentionally drove his car into a crowd of people at a party, killing two. In several other cases, people intentionally drove into crowds killing several persons. In 2008 in Maryland, a car killed eight people when it veered into a crowd during an illegal street race. However, no mention was made in the media that cars are the next terror threat or were there any proclamations made by politicians with congressional hearings soon to follow.  Ironically, general aviation has taken very proactive and aggressive steps to make security a top priority in their industry. Even as the Transportation Security Administration (TSA) began to scrutinize airline security following the September 11 attacks, groups such as the Aircraft Owners and Pilots Association (AOPA) and the National Business Aviation Association (NBAA) voluntarily introduced several of their own security programs. These security initiatives examine flight training, student pilots, charter operators and a stringent program to fly in or out of Washington DC’s Reagan Airport. Working closely with the Transportation Security Administration (TSA), the approach has been to implement reasonable, practical and effective programs to guard against terror.  A very popular and well received program has been AOPA’s Airport Watch. As described on the AOPA website: AOPA has partnered with the Transportation Security Administration (TSA) to develop a nationwide Airport Watch Program that uses the more than 650,000 pilots as eyes and ears for observing and reporting suspicious activity. The Airport Watch program includes warning signs for airports, informational literature, and a training video to teach pilots and airport employees how to enhance security at their airports. In addition a special hotline has been established to report aviation related intelligence information. Think of it as an industry specific neighborhood watch program. Like most neighborhoods, the airport community is usually fairly small and most employees know the people that come and go on a daily basis with a suspicious person being immediately noticed.  Licensed pilots in the United States face periodic scrutiny by the Transportation Security Administration. All pilot licenses are routinely compared against terrorist watch lists to see if any individual warrants further checking. There is also an informal, yet very important vetting that takes place when an individual wants to rent an aircraft. Regardless of pilot license or experience, if a pilot wants to rent an aircraft, they are required to be checked out by the renting company. This means that the pilot must fly with a flight instructor of the rental company and demonstrate competency before they are allowed to rent an aircraft. Although these checkouts are not a security screening, they certainly do provide insight into a pilot's abilities and possible intentions. Compare this system to that of renting a truck. In order to rent an 18’ box truck, simply present a license and major credit card and off you go!  
Rail Security Tradeoff
Increased aviation funding leaves rail security underfunded
Stoller 10 (Gary Stoller, staff writer, December 2010, "Can trains, subways be protected from terrorists?," http://travel.usatoday.com/news/2010-12-27-railsecurity27_CV_N.htm)

TSA has devoted most of its resources to air security after the 2001 attacks on New York and Washington, leaving subway and rail security primarily to transit authorities, local governments and rail operators, including many that are not in good financial condition.¶ In an April report, the American Public Transportation Association said public transportation systems "are facing unprecedented funding challenges due to widespread declining state and local revenues."¶ The association, which represents transit agencies and rail and bus operators, found 70% of 151 transit systems that responded to an association survey project "budget shortfalls" this year.¶ William Millar, the association's president, says transit authorities don't have the necessary resources. More than $30 billion has been allocated for aviation security since 9/11, compared with $1.7 billion for subway, passenger rail, cargo rail, bus and some ferry security, Millar says.¶ Police Chief Paul MacMillan of the Massachusetts Bay Transportation Authority, which operates transit systems in Boston, says, "We understand the commitment to aviation," but "There needs to be a commitment by the federal government to dedicate more attention to mass transit."¶ Rep. Bennie Thompson, D-Miss., chairman of the House Committee on Homeland Security, says he's "deeply troubled" by the small amount of TSA's budget devoted to transit and rail security. Fewer than 2 million airline passengers fly daily, and about 34 million rail and transit passenger trips are taken each weekday, he says.¶ "Although funding for surface transportation security at TSA was doubled for fiscal year 2010 (which ended Sept. 30), it still only constituted less than 2% of TSA's budget, compared to around 85% for aviation," Thompson says.¶ TSA spokeswoman Kristin Lee says that "the Obama administration has made extraordinary investments in surface transportation security" during the past two budget years, including allocating $850 million for transit agencies, funding local anti-terrorism teams and launching a program with Amtrak to encourage passengers to report suspicious activity.

That destroys the economy – turns case 

Capra 6 (Gregory Capra, chief of program management at Andrews AFB, Maryland, Air War College @ Maxwell AFB, Federal Civilian Service, BRAC Analyst for the Air Force, 2006, "Protecting Critical Rail Infrastructure," Maxwell AFB)
Part of the concern is the U.S. Government’s lack of emphasis on and funding for the security of rail systems. Essentially, protection of U.S. rail systems have been given a much lower priority than protection of the U.S. airline industry as a result of the impact of the terrorists’ acts on the commercial aviation industry. This is reflected in the funding provided by the U.S. Government for security through the Transportation Security Agency. During the Secretary of Homeland Security’s testimony before the Homeland Security Committee, Representative Bennie Thompson (D-MS) pointed out the fact that the Transportation Security Agency focused too much on aviation and had allocated a mere 7 percent of its budget to inspect and patrol rail lines. Representative Thompson felt this was unacceptable and that, if necessary, the Transportation Security Agency should be reorganized to make rail security a higher priority.30 In addition, the GAO recently reported that funding for aviation security for fiscal years 2005 and 2006 was 87 percent of the Transportation Security Agency’s budget.31 The president of the American Public Transportation Association testified that since 9/11 the industry identified a $6 billion requirement for security enhancements of all systems, they invested $2 billion, and only received $250 million from the Transportation Security Agency over three years.32 Finally, the Federal Transit Administration assessed transit national critical infrastructure as “. . . designed and operated as an open environment—it is by its very nature a high risk, high consequence target for terrorists. More than 9.5 billion passengers a year ride our transit systems. Some of the largest transit systems report that more than 1,000 people a minute enters their largest intermodal facilities during rush hour. Transit subways travel under key government buildings, business centers, and harbors. Worldwide, transit has been a frequent terrorist target, including bombings in the London and Paris subways [and bus lines], the sarin gas attack in Tokyo, and bus bombings in Israel.”33 Approximately 3 percent of the total gross domestic product, $319 billion, is attributed to freight for-hire transportation services. Of this, rail systems account for approximately $26 billion.34 The gross domestic product attributed to transportation-related final demand is over $1.1 trillion, about 10.5 percent.35 In addition, the annual operation expenses for the transit sector exceed $30 billion annually.36 With such a high potential to affect the economy, it is possible the next terrorist attack in the United States could be on the rail systems.
Privatization Solvency
Privatization solves and avoids politics

Dwoskin (Staff, Bloomberg News) 7-24
(Elizabeth, http://www.businessweek.com/articles/2012-07-24/the-gop-plan-to-get-air-traffic-safety-on-the-cheap)
What’s the GOP’s answer to government air traffic controllers falling asleep on the job? Privatize the job.  Republican Representative Tom Petri of Wisconsin, who chairs the House Transportation and Infrastructure Committee’s aviation subcommittee, says private controllers handle about 28 percent of the nation’s aviation traffic, The Hill reports. The private contractors work mostly at low-activity airports near smaller cities that are served by commuter airlines rather than major carriers. If Petri has his way, the ranks of private contractors will grow.  That may not be a bad thing. For one thing, it’s cheaper. Contract towers cost roughly $1.5 million less per year to operate than a comparable FAA tower, according to the inspector general for the Department of Transportation. The entire contract tower program costs about $138 million a year, according to the FAA’s 2013 budget request.  They may be safer, too. In a recent audit, the inspector general found a “lower number and rate of reported safety incidents than similar FAA towers.” In safety evaluations, the FAA found fewer procedural and training deficiencies with the 250 contract towers spread across 46 states.  But there may be a less reassuring reason for those good safety numbers: Staff at the contract towers misreport or don’t report violations to the government. From the IG report:  According to two FAA studies that were conducted in 2009 and 2010, contract towers had a lower number of reported runway incursions than comparable FAA towers. The Agency determined that the main reasons for the difference were that contract tower controllers either did not know the current definition of a runway incursion or the criteria for classifying them. FAA also found that two-thirds of the contract towers reviewed had not submitted runway safety action plans for the previous 2 years.  After officers from FAA’s runway safety program met with the contractors to complain about the problem, regulators got a better picture of what was happening. A subsequent FAA study found that “runway incursions reporting at contract towers had increased sharply.”  The reporting problem isn’t limited only to the private contractors. The FAA had so much trouble getting its own employees to report safety violations that two years ago, the DOT promised not to punish or take disciplinary action against controllers who voluntarily report them (the reports are anonymous to protect the controllers). A separate inspector general investigation (PDF) published on Monday found lots of problems with that program. One of the biggest is confidentiality, which stops the FAA from tracing infractions back to the source. 

Privatization works – other countries prove

Orszag (PhD from the London School of Economics, Adjunct Senior Fellow at the Council on Foreign Relations) 11
(Peter, September 21, http://www.businessweek.com/news/2011-09-21/private-air-traffic-system-can-soar-peter-orszag.html#p2
We shouldn’t have to wait so long. There is a way to move faster, one that would probably also help the NextGen system work more smoothly once it’s in place: Take responsibility for implementing the new GPS system, and for air-traffic control altogether, away from the FAA and assign it to a private, nonprofit organization. (Disclosure: Aerospace clients I work with at Citigroup Inc. would benefit from faster implementation of NextGen.) Almost two dozen other countries have already assigned air- traffic control to either government-owned corporations, nonprofits or other organizations outside of government, and the results have generally been encouraging. As the U.S. Government Accountability Office concluded in a 2005 review, these operators have maintained or even improved air safety, while they have lowered costs and boosted efficiency by investing in new technology. NAV Canada, for example, is a nonprofit corporation that provides air-traffic control, along with weather reports, flight information and other services. Its revenue comes from fees charged to airlines for this work. Its safety record is excellent. And, compared with the FAA, it tends to be more responsive to innovation and better able to make improvements in technology, investing in the needs of its user airlines. For example, NAV Canada has developed a touch-screen flight data and display system, called NAVCANstrips, which automates controllers’ work flow and reduces their need to communicate with one another verbally. It integrates tower flight data with information about departures, arrivals and planes en route, as well as radar, weather and the status of runways. This system was developed by controllers themselves, and NAV Canada has sold it to the U.K., Denmark and other countries. (It’s also being used at Sheppard Air Force Base in Texas.) The public air-traffic-control system we have in the U.S. began as part of the federal government’s role in air mail, starting in the early 20th century, through the U.S. Postal Service (an agency that should also be moved out of the government, but that’s a different topic). By the 1920s, the government was licensing pilots and issuing certificates of airworthiness for planes. 
50 States Solvency
States solve best – individualized problems

Goldsmith et. Al (The 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) 2010
(Stephen, Fred Messina is a Herndon-based Vice President with Booz Allen Hamilton in the Transportation business. With a focus on aviation infrastructure, Mr. Messina is responsible for driving the creation and application of critical service offerings for clients in the Department of Transportation and the Federal Aviation Administration, Zachary Tumin is the Special Assistant to the Director and Faculty Chair, Science, Technology, and Public Policy Program at the Harvard Kennedy School, “Assuring the Transition to the Next Generation Air Transportation System: A New Strategy for Networked Governance,” http://www.oig.dot.gov/sites/dot/files/WEB%20FILE_NextGen%20Testimony.pdf, March 2010)
Many of NextGen’s challenges at the national level seem monolithic, risky to embrace, and filled with uncertainty. By contrast, they present themselves at the local level in unique constellations and seem to offer many more levers for change locally. By expanding the problem to the local level—and empowering local networks to solve them—the prospects for change seem higher, both by avoiding “predictable surprises” and by crafting locally relevant solutions.  The task of our current network of partisans, represented by those at the roundtable, might be to design its own network to support the controlled proliferation of a network of networks each solving the NextGen challenge at the local level. At the local level, networks would assure that the right parties come to the table, making it possible for the right incentives to align, the right economic drivers and investment cases to be made, and the right local interests to converge. 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 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.” 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.
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