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On behalf of the nearly 80,000 pilots represented by the Air Line Pilots Association, International 
(ALPA), I want to thank you for inviting me to testify for this timely hearing: “Close Calls: 
Improving Safety Across the National Airspace System.” My name is Jason Ambrosi, and I am a 
current and qualified international captain on the Boeing 767 at Delta Air Lines and serve as the 
president of ALPA. ALPA is the largest pilot union as well as the largest non-governmental aviation 
safety organization in the world, with a history of safety advocacy spanning more than 90 years.  

Over the last several decades, the collective efforts of industry, labor, and government, alongside 
advances in technology and legislative and regulatory intervention, have helped create the aviation 
industry’s strong safety record. The industry remains safe for both passenger travel and cargo 
operations, particularly in commercial 14 CFR Part 121 operations. However, advancements in 
safety are never guaranteed, and complacency is often the biggest threat to the aviation system. 
Too frequently, tragedies are the forcing event for necessary change and long overdue 
improvements to safety.  

Unfortunately, commercial aviation has seen two fatal accidents since I last testified before this 
Committee: the 2025 Potomac River midair collision between PSA Flight 5342 and a U.S. Army 
Black Hawk helicopter, and the 2026 LaGuardia ground collision involving Air Canada Flight 
8646 operated by Jazz and a Port Authority Aircraft Rescue and Fire Fighting (ARFF) truck. ALPA 
pilots were killed aboard both aircraft, in addition to the many lives lost on PSA Flight 5342 and 
those injured at LaGuardia. There is no question that additional life-saving technology could have 
been deployed to either prevent or mitigate each accident. ALPA remains steadfast in our 
commitment to work with this Committee, including implementing the ROTOR Act’s core 
requirements, to ensure the lives lost in these preventable accidents are not in vain and to establish 
the highest standards for safety.  

This includes, first and foremost, requiring the installation and operation of fully integrated ADS-
B In situational awareness technology in the flight deck and the closure of ADS-B Out loopholes 
for military aircraft in shared airspace. It also means continued deployment and installation of 
additional surface awareness safety systems, comprehensive air traffic control modernization, 
improved analysis of existing safety data, and continued cooperation between industry 
stakeholders and regulators.  

Prior to the PSA and Air Canada fatal accidents, the U.S. aviation system experienced a record 
level of safety, as the number of fatalities associated with U.S. civil aviation accidents decreased 
more than one-third over the last decade. This success stemmed from decades of industry-wide 
work and commitment to collaboration, data collection and analysis, hazard identification and 
mitigation, and technological advancements. However, just as the last major legislative action to 
improve aviation safety was borne from the tragedy of the Colgan Air Flight 3407 accident and 
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the Boeing 737 MAX accidents, continued advancements in safety must be made in response to 
these recent fatal accidents. 

The Safety System  

At the airline level, Safety Management Systems (SMS) are used to identify, address, and reduce 
organizational and systemic risks. The goal of SMS is to identify active failures and inadequate 
mitigations so that hazards can be contained while preventive measures can be adopted or 
reinforced. SMS adds value to an organization’s safety structure by identifying hazards and 
mitigating risks before they develop into full accidents. The systems are complex and require 
assessments of human factors and their relation to other workplace components. The most 
successful SMS incorporate a collaborative effort between the organization, labor, regulator, and 
manufacturers to build a robust and diverse SMS team.  

One of the foundational activities in SMS is the use of voluntary safety programs, where pilots and 
other front-line workers can anonymously raise safety concerns through an aviation safety action 
program (ASAP) report. Airlines with a healthy and positive safety culture will receive a 
significant volume of reports. On a recurring basis the airline management, pilots, and an FAA 
representative review all reports to determine what lessons can be learned and how to address any 
identified safety risks. It is this continuous evaluation of new risks and hazards that is core to safety 
management systems.  

The system is at work at the airport level, too, where collaboration between air traffic controllers, 
pilots, airport leadership, the FAA, and other stakeholders takes place regularly. At each airport 
with an operating air traffic control tower, Runway Safety Action Teams (RSAT) review 
operational issues, concerns, and risks. These meetings are FAA-led, and ALPA participates as a 
partner. Airports with commercial airline services are now implementing SMS programs following 
the FAA’s Final Rule on Airport Safety Management Systems promulgated in 2023. We believe 
that requiring certain airport certificate holders to develop, implement, maintain, and adhere to an 
airport SMS will further increase airport safety.  

Close Calls: Actions & Technological Solution  

The last hearing in this Committee on close call events focused on the rebound in air traffic 
following the COVID-19 pandemic, including a massive retraining event for pilots who were 
shuffled between fleets and aircraft types to accommodate carrier growth. While the reallocation 
of labor and substantial hiring growth for pilots has subsided, the tension of close call events, and 
now fatal accidents, serve as a warning for our National Airspace System (NAS). Most of these 
incidents and accidents are centered in and around the airport operating environment and can be 
precipitated by various underlying factors, including degraded situational awareness, high 
workload, unfamiliar settings or procedures, reduced visibility, communication errors, and 
insufficient technological standardization. ALPA is concerned with the close calls in the airport 
and terminal environments, especially in complex airspace, where FAA air traffic controllers 
manage the movement of aircraft and other surface vehicles. The following steps, at a minimum, 
must be taken: 

 Surface safety systems need to be installed at all airports as soon as possible, regardless of 
the costs, given the urgency of the current situation. For more than two decades, the Airport 
Surveillance Detection Equipment, Model X (ASDE-X) was deemed suitable for 



3 
 

widespread deployment. ASDE-X relies on surface radar and Automatic Dependent 
Surveillance-Broadcast (ADS-B) to provide air traffic controllers with the ability to 
monitor the movements of aircraft and ground vehicles that are equipped with position 
transmitting devices.  The system includes visual and auditory alerts to warn controllers of 
potential runway incursions and collision hazards. ASDE-X is only installed at 35 airports 
around the country. Similarly, ASSC Airport Surface Surveillance Capability (ASSC), 
which is installed at only nine airports, is the next generation of surface surveillance system 
that was developed as part of the FAA's NextGen modernization program. ASSC can 
transmit surface traffic information to not only the controller's tower display. The 
preliminary NTSB report determined the ARFF truck involved in the March 22 accident at 
LaGuardia did not have an ADS-B transmitter that would have allowed it to be depicted as 
a vehicle on these systems. Although the FAA recently announced plans to equip all of the 
FAA surface vehicles with ADS-B transmitters, there are no FAA requirements to equip 
ground vehicles with transmitters, leaving it up to airports to voluntarily install them. This 
is a policy choice rather than a standard. ALPA was pleased the FAA Reauthorization Act 
of 2024 included guidance to the FAA to ensure that legacy surface safety systems, 
including the ASDE-X system, remain fully operational, but we strongly urge the 
Committee to eliminate whatever barriers the FAA identifies to rapidly expand surface 
surveillance to all airports with an air traffic control tower, and ALPA fully supports 
ongoing efforts by FAA to deploy commercially available technology as part of the Surface 
Awareness Initiative. However, the FAA’s SAI system does not have alerting features.  
ALPA strongly urges Congress to require the FAA to modify the SAI requirements to 
include alerts. 
 

 Another important legacy tool is the Runway Status Lights (RWSL) system, which requires 
the ASDE-X or ASSC system to be installed as a prerequisite. Embedded in the pavement 
of runways and taxiways, the lights automatically turn red when other traffic makes it 
dangerous to enter, cross, or begin takeoff to alert pilots and vehicle operators to stop when 
runways are not safe. The lights provide direct, immediate alerts and require no input from 
controllers. Runway Status Lights are operational at 20 airports across the U.S. There is a 
critical need for expanding Runway Status Lights to more airports and to more runways. 
While the cost is high, if we are going to prevent near misses as well as accidents, the cost-
benefit decision-making process must be reconsidered to aggressively pursue these safety 
advancements, and new or existing federal grant programs should be utilized to fund and 
facilitate deployment at more airports. 

Air Traffic Control Modernization 

Technological and infrastructure improvements are required to efficiently manage current NAS 
operations, and our nation’s aging air traffic control system is in dire need of comprehensive 
modernization. Outdated telecommunications infrastructure, dilapidated facilities, aging radars, 
and obsolescent computer systems used by controllers must be replaced.  ALPA supports the 
Administration’s efforts to establish a “Brand New Air Traffic Control System” and believes that 
additional resources from Congress are needed for additional upgrades including a new common 
automation platform for controllers, additional air traffic control and airport infrastructure 
improvements to provide safe and efficient gate to gate operations for both passenger and cargo 
operations, as well as widespread upgrades or replacement for aging air traffic control towers and 
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other facilities. Modernization must continue to outpace demand from the wide variety of existing 
aviation users, as well as new entrants into the NAS. The future of air transportation will bring a 
combination of commercial air carriers, unmanned aerial vehicles, general aviation, advanced air 
mobility, and commercial space flight. The NAS of the future will involve a wider and more 
complex variety of operations that our air traffic control infrastructure must manage safely and 
efficiently. ALPA was pleased to see that the FAA has renewed the charter for the National Airspace 
System Advisory Committee (NAC) and solicit nominations.  For many years, the NAC has served 
as a consensus-based Federal Advisory Committee providing recommendations to the FAA on 
ATC system modernization priorities, policies, and strategies. 

Improving the system-wide controller staffing shortage, as this Committee sought to do in the 2024 
FAA bill, is necessary to safely and efficiently meet all the operational requirements of the NAS.  
It is especially important to have the personnel necessary to research, develop, deploy, and then 
train the existing workforce on new processes, technology, and modernization initiatives. Without 
sustainable hiring, training, and staffing, the FAA will struggle to maintain the current capacity 
and safety of the system, much less modernize or expand it for new users. ALPA would support 
extending the maximum controller hiring requirement in the FAA Reauthorization Act of 2024 and 
increasing such requirements in future years as the FAA Academy expands its capacity and 
additional Collegiate Training Initiative schools are certified. 

ATC modernization is necessary to support the integration of new types of aircraft such as eVTOL 
and UAS. It is anticipated that large volumes of small UAS (sUAS) will operate in airspace at 
altitudes that are generally considered to be “below the NAS.” The low altitude sUAS operations 
will need some form of assistance to ensure safe separation to avoid collisions with manned 
aircraft, other sUAS, terrain, and obstacles. Certain foundational decisions need to be made about 
the role of the FAA in offering low-altitude separation services. ALPA recommends that the air 
navigation services at low altitude be provided by the same service provider of all other airspace 
in the NAS. In other words, the FAA should be providing separation and surveillance services. 
This ensures consistent application of safety risk mitigation policies and procedures. 

ROTOR Act 

While all aviation stakeholders claim to prioritize safety above all other issues, the fact remains 
that two preventable fatal commercial aviation accidents have occurred in this country in the last 
two years, resulting in the deaths of 69 people.  Legislative and regulatory intervention is necessary 
to close these safety gaps.  As this Committee knows, on Jan. 29, 2025, a Sikorsky UH-60L 
helicopter operated by the U.S. Army collided with PSA Airlines Flight 5342 approximately 0.5 
miles southeast of Ronald Reagan Washington National Airport, fatally injuring the two pilots, 
ALPA members Captain John Campos and Honorary Captain Samuel Lilley, two flight attendants, 
60 passengers aboard the airplane, and all 3 crew members aboard the helicopter.   
 
The ensuing NTSB investigation identified limitations in the traffic awareness and collision 
alerting systems on both aircraft, which precluded effective alerting of the impending collision to 
the flight crews, as a contributing factor.  The tragic midair collision exposed a specific safety gap: 
the lack of an integrated ADS-B In mandate forces pilots to rely on near-imminent collision 
avoidance technologies, like TCAS, that offer limited alerting time, insufficient call-out 
information, and are inhibited in the airport environment. I want to thank Chair Cruz and Ranking 
Member Cantwell, as well as Chair Moran and Ranking Member Duckworth, for quickly 
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responding to the tragedy, working with ALPA and other stakeholders, and passing the ROTOR 
Act.  
 
Collision avoidance technologies like TCAS provide protection through two layers: a resolution 
advisory (RA) that tells a pilot to climb, descend, or take action and a traffic advisory (TA) that 
provides a preliminary aural warning – approximately 19 seconds prior to collision in the case of 
the DCA accident – of nearby traffic. These two layers of protection are insufficient, particularly 
in a low-altitude, congested, high-workload environment like the approach performed by the PSA 
Flight 5342 crew to DCA runway 33.  
 
Section 4 of the ROTOR Act fixes these deficiencies through its integrated ADS-B In mandate 
with clear performance requirements that significantly increase the length of alerting time for pilots 
in both the air and surface environments, provide directional traffic symbols on a display, and 
generate aural alerts indicating the clock position, relative altitude, range, and vertical tendency of 
nearby traffic. Collectively, these standards and the ROTOR Act’s firm implementation timeline 
will ensure pilots have optimal situational awareness and the ability to more quickly identify 
potential intruder aircraft and take evasive action. Such standards would likely have saved 67 lives 
last January, and ALPA stands firm that any final aviation safety legislation must incorporate these 
life-saving provisions. 
 
The ROTOR Act’s carefully crafted requirements for integrated ADS-B In safety applications with 
clear performance standards have substantial benefits compared to alternative technologies under 
consideration, including quicker adoption, superior alerting and situational awareness capabilities 
in both the terminal and en route environments, reduced human factors complications, and safety 
applications for surface operations. ADS-B In has long been recommended by the NTSB, is a 
proven technology in use, and has the benefit of significantly quicker adoption to save lives. 
Manufacturers have successfully developed fully integrated systems for commercial aircraft, 
retrofits for several aircraft types, including MHI RJ’s announcement of retrofit kits for regional 
jet aircraft, and low-cost options for general aviation.   
 
Some stakeholders have pointed to other emerging technologies, such as ACAS-Xa, as a possible 
solution. Unlike ADS-B In, ACAS-Xa is currently inhibited at low altitudes in the airport 
environment, does not require directional traffic symbols and the same advanced audio alerts as 
ADS-B In for pilot notification, and provides less alerting time compared to ADS-B In situational 
awareness technology. Even if such modifications to ACAS-Xa are possible, the existing ACAS-
Xa standards would need to be revised, including altitude inhibition, and approved before the FAA 
can complete the rulemaking process to implement ACAS-Xa. Completion of the rulemaking 
process, avionics certification, production, and installation of this new technology is highly 
unlikely by 2031, and the House-passed ALERT Act allows the FAA to extend the rulemaking 
portion of the process until 2035. To be clear, ACAS-Xa represents an improvement over TCAS 
and provides another layer of safety, but it does not include the enhancements that leverage ADS-
B In capabilities, which are specifically designed to improve pilots' broader situational awareness. 
Simulations conducted by the NTSB show that if PSA Flight 5342 had been equipped with the 
expanded suite of ADS-B In safety capabilities, the pilots would have received visual and aural 
alerts considerably earlier than ACAS-Xa.  
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In terms of the specifics of ADS-B In standards, some suggest alternatives to the ROTOR Act’s 
integrated ADS-B In requirement, including the voluntary adoption of electronic flight bags or 
tablets, for commercial aircraft operations. This is a mistake and will limit ADS-B In’s safety-
enhancing capabilities and even create new risks associated with human factors issues. The intent 
of the ROTOR integration language is to ensure that the ADS-B In capability is installed in the 
flight deck so that it is integrated with the existing panel-mounted displays, flight deck audio 
controls, panel-mounted moving maps, and audio and visual alerting capabilities of the 
aircraft.  This allows pilots to multitask and make use of ADS-B In within the crew’s primary field 
of view without losing situational awareness or creating risks from too much cognitive load or 
distraction.  In contrast, an electronic flight bag or a tablet will simply provide a data feed to an 
iPad/flight bag that is mounted somewhere in the flight deck, likely in a poor location, or on the 
pilot’s leg.  Pilots will then use an “ADS-B In app” that would allow access to an ADS-B In display 
but only when not using their iPad for some other purpose.  This could create conflict in how ADS-
B In comports with other iPad needs by a pilot and whether using ADS-B In would take focus 
from other functions of the pilot that must be monitored simultaneously.  As such, it could create 
field of vision issues, as pilots must physically tilt their heads down toward their lap to see a flight 
bag display rather than view the display while also being able to see outward.  The absence of 
integration could result in audio or visual alerts potentially not being heard.  During the NTSB 
investigation, the U.S. Army Aviation Brigade pilots told investigators that “they did not monitor 
the tablets when flying low-level on the DC helicopter routes because the flying task was too 
demanding.”  ADS-B In can only be valuable for commercial operations if it is appropriately 
integrated into the flight deck to allow the pilot to make use of it while performing the other 
functions of their job.  Inappropriate use or placement could create separate, contradictory safety 
problems. 
 
The ROTOR Act also has substantial benefits for runway safety, including runway incursions. The 
legislation’s performance standards require integrated capabilities for pilots on the airport surface, 
which would include adopting the use of ADS-B In applications for example, Enhanced Traffic 
Situational Awareness on the Surface with Indications and Alerts, or “SURF-IA.” SURF- IA 
provides direct runway safety relevant traffic and runway alerts to flight crew on cockpit display 
of traffic information (CDTI). The ADS-B In surface safety application both “indicates” to pilots 
safety-relevant traffic and provides alerts to facilitate pilots’ immediate awareness and response to 
a potential collision hazard.  Much like the “airborne” benefits of ADS-B In that have been 
discussed at length, the ROTOR’s surface applications will give flight crews better awareness of 
what’s happening around them at the airport by identifying the runway traffic status under normal 
operational conditions and alert pilots to any abnormal traffic condition and enable them to take 
evasive action.  
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Source: NTSB 
 
The ROTOR Act will also improve the airspace and prevent close calls, particularly at airports 
with high-density, mixed traffic operations, by properly regulating military aircraft.  The ROTOR 
Act requires all aircraft that are required to be equipped with ADS-B Out to be equipped with 
safety-enhancing ADS-B In, including military aircraft. ROTOR preserves national security 
interests through ongoing exemptions for fighters, bombers, and other special mission aircraft so 
they don’t have to have ADS-B equipment or broadcast their location via ADS-B Out.  The 
legislation also provides statutory requirements for ASD-B Out transmission requirements 
nationwide to vastly improve aviation safety by ensuring civilian aircraft can see military aircraft. 
The ALERT Act’s approach, while commendable, provides the military with too much discretion, 
including the sole authority of whether and how to equip with ADS-B In.  Further, the ALERT Act 
relies on discretionary agency authority related to how helicopters broadcast their position with 
ADS-B Out and simply establishes “procedures” for ADS-B Out that are, again, subject to the 
discretion of the U.S military.  Given the NTSB’s identification of a failure of traffic awareness 
and collision alerting systems for military aircraft and the military’s policies of keeping ADS-B 
Out off, the ROTOR Act provides the appropriate balance between safety and security for the 
nation’s civilian and military operations. 
 
Closing 
 
Much as the safety system improvements that created a safer airline industry over the last 10 years 
did not come about by happenstance, the failures and problems we have today require action. 
Recent accidents and the proliferation of near-miss incidents require Congressional and regulatory 
action, continued collaboration among aviation stakeholders, the immediate deployment of 
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necessary runway, surface, and flight deck technologies, and the greater use of data, to identify 
hazards and mitigate risk before an accident can occur.  ALPA reiterates our call for Congress to 
enact the key provisions of the ROTOR Act, make additional investments to modernize the air 
traffic control system, and ensure that pilots have the necessary technology to keep the flying 
public safe. 

Thank you for your commitment to aviation safety and for inviting me to testify today. 


