








able to make realignment decisions according to its own agenda, without input from
stakeholders, without proper preparation, and without being held accountable for the effects of
those decisions. NATCA believes that the FAA should immediately postpone its plans to realign
services at MCO, ESEP, and at any realignment initiative until such time as Congress and the
Obama Administration are able to implement and codify a comprehensive review process.

Collaborative Partner in NEXTGEN: NATCA is supportive of the concept of NEXTGEN and
wants to help the Obama Administration take the program from a buzz word to a detailed,
focused architecture for the future of our aviation system. Just as importantly, NATCA believes
it is crucial that the FAA not continue to neglect the “NowGen” or allow the ATC infrastructure
to crumble while awaiting the upgrade. NextGen, the FAA’s name for the GPS-based air traffic
control system, is not projected to come online until 2020, at the earliest, and has received severe
criticism from the aviation ieadership of the House Aviation Subcommittee due to its unclear
management structure, and lack of defined goals with concrete timelines. While the next
generation air traffic control system -- under even the most optimistic prediction -- is more than a
decade away, work must be completed sooner rather than later in the next Congress to kick-start
critical modernization efforts that will strengthen the infrastructure of today’s aviation system,
while building the system of tomorrow. While there is a technological facet to the solutions for
issues facing the FAA, it is important to also address the human factors, procedures, and other
aspects of each. NATCA proposes that under the Obama Administration, the controller
workforce should once again be an active participant—from beginning to end—in the
NEXTGEN process.

Full Collaboration with NATCA: NATCA believes that the air traffic controller workforce is
crucial to maintaining and enhancing the safety of the National Airspace System (NAS), both
through their daily work of maintaining aircraft separation and by lending their knowledge and
expertise to the technological and safety initiatives conducted by the administration. During the
late nineties and into the early part of this decade, the FAA completed more than 7,100 projects
to install and integrate new facilities, systems and equipment into the NAS. In addition, more
than 10,000 hardware and software upgrades were completed. Each of these projects and system
changes created tremendous impacts, many of which had to be managed by air traffic controllers.
NATCA had representatives on over 70 modernization and procedures development projects.
Most worked in Washington, at FAA headquarters, and were proud to serve the NAS and
promote the betterment of their profession. Under the Bush Administration, the FAA routinely
avoided collaboration with NATCA on key issues and initiatives related to modernization. The
FAA terminated the successful Controller Liaison Program, under which controllers provided
crucial insight and guidance for the development of some of the most effective technological and
procedural advancements including: Advanced Technologies and Oceanic Procedures (ATOPS),
Display System Replacement (DSR), User Request Evaluation Tool (URET), Voice Switching
and Control System (VSCS}, and Reduced Vertical Separation Minimum (DRVSM). It is
important to note that controilers were involved in these projects from conception to
implementation. The ATOPs development was proceeding with controller involvement through
the liaison program. Since then, the program has experienced a number of problems and issues,
including communications failures and system-initiated losses of separation between aircraft
among others, that would have been proactively addressed under the liaison program.



THIS DOCUMENT WAS PRODUCED BY AN OUTSIDE PARTY AND SUBMITTED

OBAMA-BIDEN TRANSITION PROJECT TO THE OBAMA-BIDEN TRANSITION PROJECT.

The current FAA Administration also excluded NATCA from Safety Risk Management reviews
except when they believed it to be a political necessity, and then our role was kept largely
cosmetic. In prior administrations, the controliers were included in this process. Now, without
our guidance we’ve seen severely flawed technology and procedures enter the NAS. Area
Navigation (RNAV), for example, is designed to guide pilots along an approach route and free
the controller from issuing step-by-step instructions. Yet RNAV was developed and
implemented without controller involvement and is so inefficient that it had to be turned off in
Las Vegas, Salt Lake City, Tampa and Atlanta, among other locations. These inefficient RNAV
flight paths often cost pilots time and fuel, and the design is incompatible in or with high traffic
situations.

NATCA believes that that there are quality concepts behind several of these technologies. The
Bush Administration, however, embraced a management approach that is detrimental to safety
advancements of the NAS. A collaborative process that includes NATCA contributions will help
the FAA to reduce flaws in the systems, quickly identify and correct glitches when they do
oceur, and create a more usable and effective product. NATCA proposes working alongside the
FAA under the Obama Administration on important initiatives such as: deployment of surface
radar and plans to expand the list of airports scheduled to receive the new technology; revive the
data link communications system that would allow direct data transfer between controllers and
pilots; upgrade facilities still without STARS or Common ARTS; and finish oceanic
modernization by completing ATOP sector deployment in Anchorage, resolving software
problems, and improving training curricula so that those with no prior non-radar experience may
receive adequate training.

SAFETY ENHANCEMENTS TO THE AVIATION SYSTEM: Safety is always the top priority of the air
traffic controllers and other aviation safety professionals represented by NATCA. The Union
wants to be an active partner with the Agency working on safety enhancement programs. But this
can only be done under a culture of trust; a culture where safety is more important than a
punitive agenda.

In an attempt to display NATCA’s desire for a collaborative relationship with the Agency,
NATCA recently signed an agreement with the FAA to create an Air Traffic Safety Action
Program (ATSAP). This program was purported to be a non-punitive, voluntary reporting system
for air traffic control safety concerns modeled after the successful ASAP program used by
airlines. Despite outstanding concerns by our membership over the FAA’s intent, NATCA
moved this program forward because of its stated desire to work with the FAA on safety matters.
This program, however, is dependent on trust; controllers must truly believe that they will be
protected if they are to take the risk of coming forward. Rather than allowing this tool to enhance
the safety of the system, the FAA used it as another weapon in the war against their workforce.
The labor relations and human resources departments undermined the program by creating new
means of disciplining controllers based on information gleaned through the ATSAP reporting
system. The HR and LR departments implemented new employment policies, changed the
interpretations of existing policies, and used it for punitive purposes. NATCA still believes that
a non-punitive safety culture is integral to the safety of the air traffic control system, and that
ATSAP can and should be the centerpiece of this culture. NATCA and our members look
forward to being able to participate fully in the ATSAP program without fear of discipline.
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For engineering services, the FAA has unilaterally implemented a safety reporting system (SIRS)
without input from the Union and without guarantee that reporting would not hold punitive
consequences. Unlike ATSAP, the FAA made no attempt to work with the Union in this matter,
further undermining our belief that they truly wanted to foster a non-punitive safety culture, and
much to the detriment of the program.

Controller Fatigue: Controller Fatigue has become a serious and growing problem as
controllers are being forced to spread themselves ever more thinlty to cover the demands of high
traffic with a shrinking workforce. In order to adequately cover shifts at understaffed facilities,
FAA managers are calling in unsustainable amounts of overtime, with many controllers regularly
working six-day weeks and/or ten hour days. The work itself has also become more demanding
and more fatiguing as a result of the staffing crisis; a single controller is frequently required to do
a job designed for between two and four individuals. A controller working without a radar
assistant is responsible not only for communication with aircraft but also coordination with other
controller positions and facilities and updating flight progress information. Additionally,
managers are forced to combine positions, creating greater complexity by requiring each
controller to monitor greater numbers of confliction points and an increased volume of aircraft.
Controllers are also being required to give OJT to an increased number of trainees, further
contributing to controller workload. Controllers coping with this extra workload are also being
afforded fewer and shorter opportunities for rest and recovery during the shift, denying them the
opportunity to “recharge” after a difficult push.

In April 2007, the National Transportation Safety Board (NTSB) placed fatigue on its list of
most-wanted transportation safety improvements, calling upon the FAA to work with NATCA to
take steps to “reduce accidents and incidents caused by human fatigue.” After significant
pressure from both NATCA and the NTSB, the FAA convened one meeting during which
NATCA made suggestions for dealing with this issue multilaterally, rather than addressing only
the issue of scheduling. The FAA then refused to convene another meeting despite repeated
outreach from NATCA on this issue. FAA management was able to check the box and report
back to the NTSB that they had worked with NATCA. NATCA, however, believes this is a
serious safety concern that must be comprehensively addressed. We have embarked on the
development of a comprehensive fatigue management system, and look forward to working with
the new FAA administrator to see this system completed and implemented.

Runway incursions: A number of independent agencies including the NTSB, the GAO and the
DOT Inspector General recently expressed concern over the number of runway incursions
occurring at our nation’s airports. NATCA shares this concern and has been disappointed by the
lack of meaningful action taken by the FAA on this matter. As with most safety issues, we
believe that collaboration is an essential element in minimizing runway incursions. NATCA
proposes that each airport reinstitute a local runway incursion prevention team to identify
airport-specific incursion hotspots and implement local solutions. These committees would be
composed of stakeholders, including pilots, air traffic controllers, airport management, and
airport vehicle drivers as well as a national representative from the FAA. Further, NATCA has
testified about the importance of collaboration in the development and implementation of
technological aids to prevent runway incursions. NATCA supports the expansion of surface
Radar systems like ASDE-X, but believes that controller invoivement in the implementation
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process is the key to minimization and early identification of glitches in the system. Further,
NATCA believes it is critical to recognize the importance of proper ATC staffing in order to
eliminate some of the human factors problems that contribute to runway incursions, the
effectiveness of end-around taxiways when used properly, and the necessity of mitigating
dangers inherent in perpendicular runways.

F1X THE TRAINING ISSUES THE NEW WORKFORCE: High rates of attrition in the controller
workforce have resulted in unacceptably high levels of trainees in the system. Approximately Y
of the air traffic contro! workforce is still in training with several facilities exceeding the FAA’s
own (recently recanted or rebaselined) safe upper limit. This high ratio of trainees coupled with
the staffing shortage has had a direct effect on the efficiency of training. With so many trainees,
and a small and shrinking number of Certified Professional Controllers (CPCs), there are a
limited number of controllers capable of providing training. In addition, when trainees make up
such a large percentage of the workforce, facilities must frequently rely upon those certified to
work particular positions to do so, thereby limiting their opportunities to receive OJT at all of the
other positions. At Miami Center, for example, trainees have had to wait up to sixteen months
from their date of hire to receive OJT due to the facility’s staffing shortage. Additionally, for the
first time since the 1980s, trainees are being put directly into some of the most demanding and
difficult terminal facilities after completing their classroom training at Oklahoma City. These
facilities do not have the training experience, curricula or infrastructure to appropriately train
new hires. In the past, smaller, lower-level facilities taught inexperienced new hires the basics,
and qualified controllers would transfer to the more complex facilities as they advanced in their
careers. The imposed work rules eliminated the career ladder and removed incentives for
controllers to transfer to higher-level facilities. This, coupled with the high rate of attrition, has
made it necessary for high level terminal facilities to accept trainees with little to no experience
directly out of the academy for the first time in decades.

There is no simple answer to this problem. The fact that the Agency did not properly plan for the
obvious oncoming staffing crisis (The FAA only hired 13 controllers in FY04) is a key factor
why we are dealing with this a multitude of training issues. NATCA proposes working together
with the FAA and the DoT to focus on this serious staffing/training problem and come up with
some immediate and long term solutions. We believe that inciuding NATCA in the training
process, from concept to implementation will help make for a more efficient, successful,
expeditious training process.

CONCLUSION: Clearly, the above memorandum is not an all inclusive list of NATCA’s
perspective of the current status at the FAA. It gives an overview of some of the main issues the
Obama Administration will be facing at the FAA and some solutions NATCA would propose.
Simply stated, NATCA wants to be part of the success that will come from an Obama
Administration at the FAA. For the controller workforce, the Obama Administration brings with
it the promise of change in the FAA. The members of the NATCA, air traffic controllers and
several thousand other FAA-employed aviation safety professionals, are aware that President
Elect Obama respects their expertise and dedicated work. The men and women of NATCA have a
passion and responsibility for aviation safety and are eager to be part of the solutions to fix the
problems facing the FAA and the air traffic control system.



