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A panel discussion on Worldwide Trends in Aviation Weather takes place on Monday,
Jan. 11 at 8 a.m. Panelist from the U.S., the United Kingdom, New Zealand and Canada
will discuss the future role of aviation weather services. An array of views representing
both fee and non-fee for services will be presented. The panelists will discuss how their
individual State meets the needs and requirements of the aviation industry and how they
foresee the future services.

Presentations on other weather-related topics include:

The New Role of Government and Industry as Defined by FAA's Flight Information
Service Policy

Activities of the FAA s Aviation Weather Research Program

Applications of Interactive Information Processing Systems in Aviation Weather
Developments & Plans for the FAA's Automated Weather Observing Program
Towards a National Plan for Reporting Volcanic Ash

Aviation Weather Products as Seen by an Engineer

Terminal Doppler Weather Radar Velocity Deliasing Modifications Abstract
Implementation Status on the Low Level Windshear Alert System Relocation &
Sustainment Program

Weather Support to Deicing Decision Making

The Modernization of FAA Weather Systems to Support Free Flight

Enroute Air Traffic Control Use of Next Generation Radar Information

Derived Decision-based Weather Needs for the Air Route Traffic Control Center Traffic
Management Unit

Weather and Radar Processor (WARP)

The following B-roll is available to the media upon request: Anti-lcing Fluid Flow-Off
Dispersion O'Hare Field, Chicago, IL, Glycol reduction Techniques for Aircraft, and
Lightning Strikes. The American Meteorological Society’s program can be viewed on the
Internet at http://www.ametsoc.org/AMS. From here click on 79th Annual Meeting, then
select Preliminary Programs, then select 8th Aviation, Range, and Aerospace.
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When Phase | is in operation, WAAS will provide pilots with en route navigation and
vertical guidance for precision approaches to runways over a limited portion of the
continental United States.

The new schedule will provide a navigation signal broadcast in mid 1999. This signal will
be broadcast from two Inmarsat satellites already on contract and will be capable of
supporting non-safety applications, such as an aid to visual flight rule (VFR) flight.
WAAS commissioning, scheduled for the fall of 2000, will support instrument flight rule
(IFR) flight.

The Johns Hopkins Applied Physics Laboratory of Laurel, Md., is currently conducting
an independent risk assessment of the use of GPS for civil aviation. That assessment,
which is expected to be released this month, will help determine whether WAAS is
capable of being used as the sole or primary means of navigation for civil aviation. The
revised schedule will give the FAA adequate time to redefine future satellite navigation
improvements in light of the Hopkins study.
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ADs announced today address the main deck floor structure only, which the FAA has
found to be as much as 60 percent under strength. Other STC design modifications may
be the subject of a second set of FAA proposed ADs.

In an effort to clearly communicate the AD requirements and facilitate compliance, the
FAA will hold a public meeting on January 20 in Seattle. The Ads impact approximately
370 aircraft in the worldwide fleet including 270 in the U.S. fleet. The cost for the entire
U.S. fleet will be approximately $192 million

The comment period on the original NPRM closed in August 1997 but reopened to allow
comments during two public meetings held in Seattle in February and April 1998.
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DSR is now in various stages of installation and testing at FAA en route centers around the
nation, but Seattle is the first to use it to control air traffic. All 20 centers in the continental
United States -- which control aircraft between airports, usually over parts of several states -- are
expected to be using the system by the summer of 2000. Lockheed Martin Air Traffic
Management, Bethesda, Md., is the prime contractor for the $1.055 billion acquisition.

The FAA is aggressively upgrading its air traffic control systems to meet the increasing demands
of U.S. aviation. By the end of 1999, the FAA will have replaced the obsolete “host” computers
at all of its en route centers, The host processes flight plan and radar data and sends that
information to controllers at the center and other air traffic facilities.

Over the next several years, the agency will field major improvements to the display systems in
FAA Terminal Radar Approach Control facilities (TRACONs) and airport towers. As part of the
Free Flight Phase 1 program, the FAA also is installing five new technologies at selected air
traffic facilities to bring tangible benefits to airspace users by 2002.
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Free Flight -- The concept of Free Flight will give operators maximum flexibility, consistent
with safety, to fly fuel efficient routes. The prospect of greatly increased flexibility to fly
direct routes could have substantial benefits, including fuel and time savings, fewer delays
and a more efficient use of airspace.

Free Flight Phase 1 -- Based on a consensus from all sectors of aviation. the FAA
established the Free Flight Phase [ program to bring significant benefits to airspace users by
2002. The program is installing selected technologies at specific air traffic facilities to help
reduce risks and resolve many of the technical and procedural issues connected with the
transition to Free Flight.

Year 2000 (Y2K) -- The FAA had to overhaul its computers to make sure they roll over at
midnight Dec. 31, 1999. Without a fix, computers would see “00” and may assume it meant
1900. The FAA has already renovated its systems, and is on schedule to implement the fixes
in June 1999.

The FAA has already completed other important modernization projects. The Display Channel
Complex Rehost, a program that replaced aging computers driving the controller displays at five
major en route centers (Chicago; Fort Worth, Texas; Cleveland, Washington; and New York)
was finished in 1997. The Voice Switching and Control System, which replaces equipment
dating back to the 1960s and provides much clearer, more reliable voice communications, also
was operational at all 20 en route centers in 1997.
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Increased operational flexibility to accommodate peak traffic, severe weather, or outages at
adjacent facilities.

Capable of displaying real-time weather intensity as recommended by the NTSB.
Designed to allow increased efficiency, and supported by the operators as a foundation for
further increases in traffic growth and operational efficiency of NAS.

Built-in redundancy to protect against outages.

[t reduces training time because functions and controls are similar to the old system.
Replaces the older flight strip printers with quieter, more efficient printers.

Supports national releases of software upgrades through automated distribution.
Centralized monitor and control of the DSR system to include all ATC position equipment
and backroom equipment.

Includes many commercial-off-the-shelf products, and designed to allow technology refresh
with little to no development.
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Worldwide, 174 MD-11s are affected by this AD, 65 of which are U.S.-registered.
Foreign carriers include Swissair, Varig, Japan Airlines, KLM-Royal Dutch Airlines and
EVA Airways Corporation. U.S. carriers are American Airlines, Delta Air Lines, Federal

Express, and GATX.
The cost to U.S. carriers in estimated at $720 per aircraft, $46,800 total for the U.S. fleet,
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The agreement is subject to the findings of a risk analysis study currently underway at the
FAA. The parties agree to review five categories at the completion of the study or the
first anniversary of the agreement, whichever comes first. The revised procedures for
conducting air carrier LAHSO operations will be implemented not later than

March 12, 1999.

The five categories in the agreement are: Runway Surface and Weather Minima;
Training; Visual Aids; Landing Distance; and Rejected Landings.

Highlights from the agreement are:

Aur carriers will conduct LAHSO only on dry runways until such time as the
manufacturers have provided actual demonstrated landing distance figures on wet
runways for the aircraft in question.

The FAA will issue a Flight Standards Handbook Bulletin that will specify that
before an air carrier can conduct LAHSO, it will have a pilot training program for
LAHSO.

Improved LAHSO lighting configuration -- LAHSO will not be authorized to a
runway that does not have electronic or visual vertical guidance.

The runway landing length for the particular aircraft conducting LAHSO will be the
greater of the Simultaneous Operations on Intersecting Runway category length or the
FAA approved Aircraft Flight Manual distance plus 1000 feet for the configuration,
environment and the weight actually used for landing.

To ensure that the appropriate level of safety is maintained, only LAHSO
configurations which do not require a rejected landing instruction, or for which a
rejected landing instruction is published, may be utilized by air carrier aircraft.
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A “grandfather” exception applies if the sponsor had certain payments in effect
before 1982.

The FAA Reauthorization Act of 1994 required the Department of
Transportation/FAA to establish policies and procedures to assure the prompt
and effective enforcement of the airport revenue diversion prohibition and the
requirement that airports be as self-sustaining as possible, prohibited the use of
airport revenues for several specific types of payments and required annual
financial reports from airports.

The 1996 FAA Reauthorization Act created a direct statutory prohibition against
revenue diversion by any federally assisted airport; required audit certification of
each federally assisted airport's compliance with revenue use restrictions; and
added new provisions on civil penalties, expedited procedures for recovery of
illegally diverted revenues, repayment of past contributions to an airport, and
interest on diverted funds.

The Policy Statement on Use of Airport Revenue

The final policy is a comprehensive statement of the FAA's airport revenue
policies and the procedures for enforcing compliance by airport owners and
operators with their federal obligations regarding airport revenue use. In brief,
the final policy does the following:

Definitions

Defines airport revenue as defined in the 1996 notices, with only editorial
changes.

Applicability

Continues the 1982 prohibition on revenue diversion required by statute to be
included in AIP grant assurances.

Pursuant to the 1996 FAA Reauthorization Act prohibition on revenue diversion
by “any airport that is the subject of Federal assistance," prohibits revenue
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diversion by all airports receiving Federal assistance on or after October 1, 1996,

and clarifies that this statutory prohibition does not expire after 20 years,
49 U.S.C. §47133. The Final Policy explains that this statute extends the
revenue diversion prohibition to:

all airports subject to the revenue use restrictions on October 1, 1996;

« privately owned airports accepting airport grants on or after October 1, 1996:
and

e any airport receiving federal property under the Surplus Property Act or other
aviation statutes, on or after October 1, 1996.






The Final Policy incorporates the provisions of 49 U.S.C. §47115(f), to the
effect that if a grandfathered airport has lawfully diverted more revenue than
in the preceding year (adjusted for the consumer price index), that fact will
militate against discretionary AIP grants for that airport.

Prohibited uses of airport revenue

Prohibits the use of airport revenues for, among other things:

direct or indirect payments that exceed the fair and reasonable value of
services and facilities provided to the airport (cost is identified as a reliable
indicator of value);

payments based on cost allocation formulas inconsistent with the policy
statement or not calculated consistently for the airport and other comparable
units or cost centers of government,

general economic development, marketing and promotional activities
unrelated to airports or airport systems;

impact fees assessed by a governmental body or payments in lieu of taxes
that exceed the value of services or facilities provided to the airport. (For
corrective action purposes, however, FAA will consider whether a non-
sponsor and the sponsor's legal ability to avoid paying the fee imposed the
fee, and whether such fees may be appropriate where the sponsor must take
action in connection with airport development.);

loans of airports funds to a state or local agency at less than the prevailing
interest rate; and

direct subsidy of air carrier operations (non-discriminatory waivers or
discounted landing or other fees during a promotional period would not be
cansidered diversion or a violation of the requirement for a self-sustaining rate
structure).

Self-Sustaining Rate Structure: Charges for Use of Airport Property

Adds a new section clarifying agency policy on the statutory requirement that
airports must maintain a fee structure that makes the airport as self-sustaining as
possible, given the particular circumstances of the airport.

for non-aeronautical uses of airport property, the airport operator generally
must charge a fair market rental rate.

for aeronautical uses (such as air carriers, general aviation operators, and
fixed base operators), a rate that recovers airport costs is sufficient to satisfy
the self-sustaining requirement.

Permits an airport to charge less than a fair market rate for certain uses of airport
property:

transit facilities. The Final Policy clarifies that the airport operator may lease
property at a nominal rate for public transit facilities (or those operated by a



contractor on behalf of the public owner) if the facilities are directly and
substantially related to the air transportation of air passengers and visitors.

public community/recreational purposes. Airport property may be leased for
public recreational and other community use may be at less than fair market
rental value, under the following conditions:

the contribution of airport property enhances public acceptance of the airport;
the use is desired by the local community;

the use doesn't adversely impact the airport;

the property is not expected to produce more than minimal rent in any event
(or, the community user is paying a fair rent);

the community use does not preclude future airport reuse of the property; and
airport revenue does not directly support the community use.

permits an airport to charge less than a fair market rate for use of airport
property by certain other organizations:

in accordance with report language in the 1996 House Transportation and
Infrastructure Committee Report, the policy permits an airport operator to
charge less than fair market rental value for the use of airport property by not-
for-profit aviation museums, accredited aeronautical secondary and post-
secondary education programs, and Civil Air Patrol units operating aircraft at
the airport, to the extent that the reduction below fair market rental value is
reasonably justified by tangible or intangible benefits to the airport or to civil
aviation.

the Final Policy permits military units to pay nominal lease rates, particularly
when they have had a historical presence and provide services at the airport.
The sponsor’s firefighting and police units, however, must pay reasonable
rents, but will be allowed an offset to reflect the value of services provided to
the airport.

Reporting and auditing requirements

Describes FAA monitoring through annual financial reports and audit certification
and procedures to assure compliance.

The Final Policy describes the procedures for filing annual financial
reports and for conducting a review and opinion on airport revenue as part
of the sponsor’s single audit.

Monitoring and compliance

Explains the action that FAA may take if there has been a preliminary finding that
airport revenue has been unlawfully diverted and the sponsor has failed to take
corrective action, including:



withholding future grants;

withholding payments under existing grants;

withholding approval of the modification of existing grants to increase the
amount of funds available (after providing an opportunity for a hearing and
cure);

withholding approval of an application to impose a PFC (unless corrective
action has been taken);

withholding Title 49 funds from the airport sponsor; or

filing suit in U.S. district court, including an action for treble civil penalties (but
the FAA will reserve a treble penalty suit only after the airport has been given
a reasonable time to correct its diversion and only after other sanctions, such
as withholding of grants, has failed to achieve compliance).
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The cost to U.S. operators for the visual inspections is estimated at $960 per aircraft, $960,000
for the fleet. The cost for the low frequency eddy current inspections is estimated at $1,920 per
aircraft, $1.9 million. Optional internal detailed visual and high frequency eddy current
inspections are estimated at $3,600 per aircraft, $3.6 million for the fleet.
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