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WHITE HOUSE STAFFING MEMORANDUM

pate:_ 04/10/90 ACTION/CONCURRENCE/COMMENT DUE 8y:C - O+ B- Wednesday 04/11

PRELIMINARY AGENDA FOR THE WHITE HOUSE CONFERENCE ON SCIENCE AND
ECONOMICS RESEARCH RELATED TO GLOBAL CHANGE

SUBJECT:
B
ACTION FYI ‘ ACTION FYI

VICE PRESIDENT o = MCCLURE o 0
SUNUNU 2~ O NEWMAN w) )
SCOWCROFT ® O PORTER o’ O
DARMAN " O ROGICH e o |
BATES ¥ O UNTERMEYER o o
CARD &/ 0 ADAIR, Doug =) 1%
CICCONI g BOSKIN g O ‘
DEMAREST ¥ O SELAED & O
FITZWATER o M“*‘g 5
GRAY u/ o o ]
HAGIN a a a a

RE&KS: o =-===J

Please provide any comments/recommendations directly to Doug Adair
(fax # 653-2034) by close of business on Wednesday, 04/11, with a
copy to my office. Thanks.

RESPONSE:

‘.///1 M@/%Mw%ﬁml%’

i

James W. Cicconi
Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702
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PRELIHIﬁQﬁ: AGENDA
THE WHITE HO%:E CONFERENCE
SCIENCE AND ECONOMICS RESEARCH RELATED

70
GLOBAL CHANGE

April 17-18, 1990
waghington, D.C.

MONDAY - APRIL 16, 19%0
12:00 pm Early Registration
J.W. Marriott Hotel
1331 Pennsylvania Avenue
Washington, D.C.
1:00 pm Pre-Conference Luncheon

Hosted by Ronald Roskens, Administrator
Agency for International Development

7:00 pm Reception

National Air and Space Museum
Independence Ave., Washington, D.C.

Hosts:
Robert A. Mosbacher, Secretary of Commerce
Richard H. Truly, Administrator of NASA

Martin Harwit, Director, National Air
and Space Museunm

TUESDAY, APRIL 17, 1990
| 8:00 am Continental Breakfast
9:30 am PLENARY SBESSION I (Moderator: Michael J. Boskin)
Welcoming Remarks:
Nicholas F. Brady - Secretary of the Treasury
Welcome: President George Bush

Goals and Expectations for the Conference -

D. Allan Bromley
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TUBSDAY, APRIL

11:00 am

12:00 pm

1:45 pm

5:30 pm

6:00 pm

8:00 pm

17, 1990 (Continued)
Opening Remarks by vlsitinq Delegate -

J. Janowski, Deputy Prime Minister of Poland
PLENARY SBESSION II (Moderator: Michael R. Deland)
Theme I Presentation:

nThe Science and Bconomics Research
Challenge™ - D. Allan Bromley

Theme II Presentation:

"Integrating S8cience and Economics Raesearch
in the Policy Procels" - Michael J. Boskin

Theme III Presentation:

wBuilding Partnerships for 8cience and
Economics Research" - Michael R. Deland

Lunchecn

Speaker: William Reilly, Administrator,
Environmental Protection Agency

WORKING GROUP BESSIONS
Working Group Session I:

Two Visiting Delegates serve as Co-Chairmen
of each of the A, B, and C Working Groups

Working Group 8ession II:

Two Visiting Delegates serve as Co=Chairmen
of each of the A, B, and C Working Groups

Working Group Sessions End

Reception at the National Academy of Sciences
Building, hosted by Frank Press, President of the
National Academy of Sciences and Robert White,
President of the National Academy of Engineering

Dinner in the Diplomatic Suite of the State
Department

IPCC Address - Bert Bolin, Chairman, IPCC




, _APR-10-'99 18:34

- v "
-~

WEDNESDAY,
8:00

9:00

11:00

12:00
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APRIL 18, 199%0
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Continental Breakfast
WORKING GROUP BESSIONS
Working Group Session III:

Two visiting Delegates serve as Co-Chairmen
of each of the A, B, and C Working Groups

Working Group Bession IV:

Three United States Delegates serve as
Chairmen of the A, B, and C Working Groups

L 4

Luncheon

Speaker: Admiral James D. Watkins, Secretary
Department of Energy

CONCLUDING SES8SION (Moderator: D. Allan Bromley)
Review of Co-Chairmen's Report
Michael R. Deland

for
the Conference Co-Chairmen

Closing Remarks - President George Bush

Conference Ends




WHITE HOUSE STAFFING MEMORANDUM

04/09/90 : NOON Tuesday 04/10
DATE: ACTION/CONCURRENCE/COMMENT DUE BY:

PRESIDENT BUSH'S ENVIRONMENTAL RECORD IN BRIEF

SUBJECT:
ACTION FYI ‘ ACTION FY|
VICE PRESIDENT a o MCCLURE vV o
SUNUNU 0 n’ NEWMAN O a
SCOWCROFT & O PORTER v O
DARMAN J 0 ROGICH O a{
BATES o O UNTERMEYER 0 u)
CARD q v DELAND J a.
CICCONI o u/ _BROMLEY.. "“““é m]
DEMAREST O BOSKIN - P’ -
FITZWATER O J WINSTON =) J
GRAY o/ O o O
HAGIN a a a a
REMARKS:
-Please provide any comments/recommendations directly to Chriss
Winston by NOON, tomorrow, Tuesday, 04/10, with a copy to my
office. Thanks.
RESPONSE:

4"’“‘4%”“"‘@

James W. Cicconi
Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702



THE WHITE HOUSE

WASHINGTON
April 1990

President Bush's environmental record in brief

Since his inaugural, President Bush has acted on the following
environmental concerns:

*

*

Banned most uses of asbestos.

Stopped the importation of all ivory into this country, a
move already beginning to show evidence of beneficial effect
on Africa's dwindling elephant herds.

Proposed a billion dollar a year research program on global
climate change and is hosting an International White House
Conference on global change this month.

Started a pilot tracking program to prevent the type of
medical waste wash-ups that plagued beaches around the
country only two years ago.

Presented a budget which expands the EPA's operating
programs by twelve percent, and adds three quarters of a
billion dollars to an aggressive effort to clean up wastes
at federal facilities around the country.

Canceled alar, as well as proposed to cancel some 40 uses of
EDBCs, a family of pesticides commonly applied to food crops
and suspected of being harmful to health.

Expanded our parks and wildlife refuges by proposing $450
million in spending for land acquisition.

Begun developing a proposal to assure that hazardous wastes
are not indiscriminately exported to foreign countries, and
endorsed the U.S. entry into a U.N. convention to help
achieve this goal.

Re-directed the Superfund programs toward "enforcement
first," with emphasis on more permanent remedies for
abandoned hazardous waste sites.

Proposed that cars be designed to give off less evaporative
emissions of gasoline and reversed a previous loosening of
national fuel efficiency standards.

Began a procedure to evaluate the Two Forks dam project in
colorado with regard to environmental objections.
(Additionally, the Big River project in Rhode Island was
rejected to save wetlands and other environmental
resources.)



* Launched a program that would promote the planting of a
billion new trees a year in America.

* Began developing the country's first no-net-loss of wetlands
poelicy, and recently approved-an agreement between the Army
Corps of Engineers and EPA that significantly strengthens
procedures in effect a year ago.

* Committed to a full phase-out of CFC's, with appropriate
attention given to safe substitutes, in order to protect the
stratospheric ozone layer and offered to host the first
negotiating session aimed at developing an international
treaty on climate change.

* Offered technical assistance to all Eastern Bloc countries

now trying to save national environments unbelievably
ravaged after years of Communist rule.
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Document No.

WHITE HOUSE STAFFING MEMORANDUM

4/3/90 4/3/90 COB
DATE: ACTION/CONCURRENCE/COMMENT DUE BY:

WHITE HOUSE CONFERENCE ON SCIENCE AND ECONOMICS RESEARCH

SUBJECT: DOCUMENT: OVERVIEW OF THE CONFERENCE
ACTION FYI ACTION  FYI

VICE PRESIDENT 0 MCCLURE o O
SUNUNU J = NEWMAN o O
SCOWCROFT d o PORTER o O
DARMAN fg/ O ROGICH 0 0
BATES m/ 0 UNTERMEYER O O
CARD 7 o _BaSKIN f o
CICCONI o o CHEARD & O
DEMAREST & o __BROMLEY-‘—%‘( o |
FITZWATER 0 e S O t!/
GRAY @/ 0 O O
HAGIN o O o o

REMARKS:

The attached is part of a delegate mailing and needs to be
cleared expeditiously. Please forward any comments directly
to Doug Adair, FAX 653-2034, no later than COB TODAY, Tuesday,
April 3, with a copy to my office. Thank you.

..D 1%

RESPONSE: ¢
DAB said he was

angry because
Ciceconl didn't
check w/ him B4
sending out SO
he tossed the
original out....

James W. Cicconi
Assistant to the President
+f, /? and Deputy to the Chief of Staff
Ext. 2702

M




TIIE WIIITE HOUSE CONFERENCE 4;9?
on
SCIENCE AND ECONOMICS RESEARCII >
Related to 4;’;,
GLOBAL CIHIANGE o)
.- 0&

. April 17-18, 1990
- Washington, D.C.

OVERVIEW OF THE CONFERENCE

GOALS AND OBJECTIVES OF THE CONFERENCE:

President George Bush invited the Heads of State from seventeen nations and the leadership of the E.C. and
the OECD 1o send ministerial-level delegations to a White House Conference on Science and Economics
Related to Global Change. The Conference is designed to bring together government leaders in the science,
economics, energy, and environment concerned with the central research issues of Global Change. The
Conference is designed to enhance international cooperation and to build the basis for future efforts among
nations to more fully integrate the science and economics research agenda into the policy process. The
Conference adds a new dimension to the international dialogue on Global Change -- the proposition that
economics, both analysis and research on broad economic policy and on economic consequences of policy
options, is an essential link between the science of Global Change and policy alternatives. To address these
broad goals, the Conference will:

0 Focus on science and economics research issues relevant to policy on global change,

0 Address important next steps that substantially enhance and broaden international
understanding of science and economic research issues that relate to global change,

'V
o Highlight.t6 special role that economics plays in integrating the science of Global Change
with the policy process,

o Demonstrate linkages between sclence and economics research results and both domestic and
international policy processes, and

0 Seek to frame the initial steps towards strategies for implementing Jjoint international science
and economics research efforts.

The Conference is conceived as an integral part of the on-going international process to understand the science
of and policy options relating to global environment issues. The need to substantially improve understanding
of both the science and economics of global change has been noted by virtually ail world leaders. The
Conference, therefore, focuses on scientific and economic research issues as a complement to the on-going
Intergovernmental Panel on Climate Change (IPCC) and other international forums that seek to address the
issue of Global Change. It is expected that the results of the Conference will contribute to that and other
on-going international debates and action. ’

The Conference focuses on "Global Change," a scope of research interest that evolved out of the sciences that
concern themselves witq;_nhdergmrid_hg the fundamental processes that govern the way the global Earth,
4 ALl
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functions. Global Change encompasses such diverse and interrelated issues as ozone depletion, greenhouse
gases, climate change, food security, water supply, sea level changes, wetlands, deforestation, biodiversity,

population changes, and energy demands.

The Conference provides a forum of international leaders to address the complex science and economics
research issues central to the policy process, for example:

* How well can we predict temperature trends in the decades ahead?
* How "good" are our global-scale models, such as models to predict temperature changes?

* How well can we predict the interconnections between global environmental change and the
resulting social and economic impacts? ¥

* What are the economic costs of adapting to or mitigating global change?
* How "good" are the economic models used to compute these costs?

By addressing such questions, it is hoped that the nations might pledge to enhance joint international research
efforts that focus on rapid improvement of both scientific and economic knowledge and developing the
necessary infrastructure to impiement such efforts.

To address these complex and interrelated issues, President Bush invited nations to send delegations lead by
ministerial-level officials from a representative group of nations. The Conference was conceived with the idea
that a small representative group of countries would be invited to participate. Their selection was based on
the simple criteria that the meeting should include countries or organizations of countries that have substantial
populations, large land masses, industrialized economies or heavy future energy needs, major research
infrastructures, or have provided international leadership on issues related to climate and global change. A
representative group of countries was selected, including:

1. Australia
2. Brazil
3. Canada
4. Federal Republic of Germany
S. France
6. India
7. Indonesia
8. ltaly
9. Japan
10. Mexico
11. Netherlands
12. Nigeria
.- 13. Norway
~ et 14 Poland
: 15. Soviet Union
16. United Kingdom
17. Zaire
18. European Community
19. OECD




THE EXPECTED RESULTS OF THE CONFERENCE:

The Conference will provide an opportunity to address the science and economics research issues related to
Global Change in the context of the policy process. To accomplish these goals, the Conference will focus on
and seek to provide:

0 A substantially enhanced understanding of the scientific, economic, and environmental research
agenda central to the needs of future global change policy development.

0 A substantive understanding of the uncertainties in both scientific and economics knowledge of the

central issues associated with the changes in the global environment of the planet,

0 Increased mutual understanding of and sensitivity to the substances of scientific and economic research
between both of those research communities.

0 Increased sensitivity by the two research communities to the policy needs evolving in such areas as
environmental and energy policy, and vis verse.

o Foster the concept of the need for a solid and well implemented scientific and economics research
effort, as a pre-requisite for and parallel complement™o, the evolving efforts by nations to address the
international policy questions of global environmental changes.

o Enhance the evolving communication and network of among national leaders, concerned with and
responsible for, the research and policy agenda related to global change. More particularly, this
Conference provides a “first-ever” opportunity to forge a partnership between the scientific and
technical research communities and the policy-makers.

To provide a vehicle to focus on these vital issues, the Conference is designed around a balance between two
Plenary Sessions and several concurrent Working Groups that will address three major themes of the
Conference:

0  The Science and Economics Research Challenge

0 Integrating Science and Economics Research in the Policy Process

0 Building a Partnership for Science and Economics Research

The Conference is expected to produce Co-Chairmen’s Report, which outlines the deliberations of the
Conference and sets forth common actions that expand research cooperation among nations.

As President Bush stated in his invitation letter, "It is my hope that the expertise, experience, and data
available in our respective countries can be brought together in a more integrated and coherent fashion. By
working together, our nations can enhance international cooperation in these vital areas and contribute to the
success of the ongoing IPCC process.*

File = WHC_GOAL.403
April 3, 1990




WHITE HOUSE STAFFING MEMORANDUM

6:00 p.m. 04/03/90
ATE: 04/02/90 p /

(o) ACTION/CONCURRENCE/COMMENT DUE BY:

susiecT: WHITE HOUSE CONFERENCE ON SCIENCE AND ECONOMICS RESEARCH FOR GLOBAL
. S LTEWARKUSHIP

ACTION FYI _ ACTION FYI
VICE PRESIDENT a ta/ MCCLURE a 0
SUNUNU v O NEWMAN a o
SCOWCROFT e O PORTER & 0o
DARMAN e 0 ROGICH 0 a |
BATES e O UNTERMEYER O O
- ”
CARD B/ . ADAIR, Doug a o
CICCONI . g/ BOSKIN g 0O
DELAND
DEMAREST n/ O m/ a
FITZWATER O m/ M a
GRAY D/ 0 a L
HAGIN O O a O
R;MRKS: :
Please provide any comments/recommendations directly to Doug Adair
(fax # 653-2034) by 6:00 p.m. on Tuesday, April 3rd, with a copy
to my office. Thanks.
RESPONSE: 4/3/90 é
" { 2
¢y M ! / James W. Cicconi
/ ‘ Assistant to the President
and Deputy to the Chief of Staff
‘ Ext. 2702




FOR GLOBAL STEWARDSHIP

-

s Global stewardship is our shared responsibility and our shared
opportunity. We must manage the Earth’s natural resources in
ways that assure the sustainability of humanity on this planet
and in ways that maximize our potential for growth and
opportunity for all. Global stewardship is a continuing process
of political, economic and social decision-making that meets the

Svdus K.g’

needs of the present generation while expanding the akgiy of
future generations; : S. \ /

nt scientific,

Clobal stewardship will A
economic and environmerntal issu® of
experience of the past 45 years hias shown that growth can be
achieved only through the synergy of democratic political

21st century. The

institutions and market economic systems. But just as

democratic ingtitutions are expanding, our ability to grow could
o W ARG 2 ’

be limited by damage #® our already stressed environment.

Solutions must be found which will allow increased economic

activity without mortgaging our natural resource base. Our

natural resources must be treated like the valuable resources

they are—as key determinants of our future capacity for growth.

For perhaps the first time in human history, we now understand
that our progress depends on accounting for the depletion of
natural resources along with their consumption. A new
understanding of complex environmental svstems 1s emerging.
This understanding means that we are now called upon to
create new directions for our creative energies and technologies.

A

Global stewardship is the key.

To exercise effective global stewardship, we must advance our
knowledge of natural and human systems. We must create
solutions that join economic growth with sound management of
our environment. Meeting this challenge will require an
integration of scientific, economic, and environmental
concerns—an integration which moves giobal stewardship and
human sustainability to center stage. Reinvestment ir}and wise
management of)our environmental assets are 4 key to our
future growth.

e )2

As "global stewardy”we need new tools to effectively evaluate

how to respond td’global environmental changes. Science and
economics research can provide some of the tools needed to
understand and properly manage our changing planet. Global
change is concerned with such diverse but interrelated issues
ozone depletion, greenhouse gases, climate change, food secun:
water supply, sea level changes, wetlands, deforestation,
biodiversity, population changes, and energy demands. A
common ingredient in each of these issues is the level of
uncertainty about the scale at which these changes are occurring
and humanity’s relative contribution to the change. As global
stewards we must address these uncertainties by increasing our

scientific and economic knowledge andgzeeselesenanoqy take

necessary action to manage global change...evenn the face of

*
remaining uncertamty

Therefore, the challenges of global stewardship require agreeme

in these three areas:
¢ Scientific and economic uncertainties—research challenges:

» Strategies and challenges to integrating economic and scient

research; and

¢ Building better international partnerships for economic and
g P p

scientific research.

Our existence depends on our ability to draw sustenance from t}
natural world while supporting the systems that regenerate that
world. Building an integrated program of economic and scientf
research is the step we must take today on the path of global
stewardship. Clobal stewardship is not a fixed state but a proces
of change in which the present and the future are brought into
balance to meet human needs and to expand human prospects.
Let us join together and accept the challenge of Global
Stewardship.

George Bush



THE WHITE HOUSE

WASHINGTON

April 1, 1990

MEMORANDUM FOR THE PRESIDENT

FROM: D. ALLAN BROMLEY Nﬂ"‘/

CHAIRMAN, PCAST

SUBJECT: PCAST RESPONSE TO FCCSET REPORT
"BY THE YEAR 2000: FIRST IN THE WORLD"

The President’s Council of Advisors on Science and Technology (PCAST) has reviewed
with appreciation the work of the Committee on Education and Human Resources of
the Federal Coordinating Committee on Science, Engineering, and Technology
(FCCSET).

The very existence of this report is remarkable testimony to the unprecedented
cooperation among the ten agencies of the federal government involved directly in
science and technology education; FCCSET is achieving such cooperation in education
and in several other areas of interest to PCAST.

In this report we see assembled for the first time the budgetary proposals of all
relevant federal agencies in the field of education in science and technology. These
proposals are all guided by a single set of priorities, which attach the highest value to
pre-college education, and particularly to teacher preparation and enhancement.
PCAST is entirely comfortable with these priorities, and commends the FCCSET
committee on their selection.

In the coming months PCAST will build upon the FCCSET work in this field by
focusing attention on the education of those extraordinary members of the population
who have the capacity to reach the highest levels of achievement in science and
engineering, with particular attention to those who teach such key contributors from
childhood through doctoral studies. Unless our most talented citizens achieve their
full potential in science and technology, the desired improvements in mass education
in these fields will not be sufficient to assure the competitiveness of our nation in the
global economy.
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\ WHITE HOUSE STAFFING MEMORANDUM

DATE: 3/15/90 ACTION/CONCURRENCE/COMMENTDUEBY: __ 3/19/99

NOON

BASEL CONVENTION ON TRANSBOUNDARY MOVEMENT OF HAZARDOUS wa
O WAL m=e

SUBJECT: o1TnS
—
ACTION FYI ACTION .
’ Yi
VICE PRESIDENT a of MCCLURE (
a
SUNUNU / a NEWMAN .
Q
SCOWCROFT / a PORTER /
L 2R
a
DARMAN { 0 ROGICH 0
a
BATES C { UNTERMEYER 0
CARD 0 J BOSKIN / Q
D -
CICCONI a J ROMLEY W
a
DEMAREST { - SELAND /
a
FITZWATER a / »
a
GRAY J m) O
a
HAGIN a a O
Q
REMARKS:
Please forward your recommendation and comrmerts ABirpme
Bates, lFl., WW, x2174, no later than NOON, Monday, w,.. ~ “avid
a copy to this office. Thank you. ' TRAITL Y, with
20§00
RESPONSE: 3/19/90 I —
The Office of Science and Technology Policy concurs
with the comments of CEQ attached.
’ba«mw\
D. Allan Bromley
Assistant to the President for
Science and Technology A,g:;::’”*,:”

3nd Deputy 10 thg Ongs
Ext 272 “ Stat




Michaei R, Deland
Chairman

-30 ; 9:00PM 23953462~ 202
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EXECUTIVE OFFICE OF THE PREBIDENT

MEMORANDUM FOR DAVI
TROM1 MICHAEL
SUBJECT: BASEL CO ION

You requsstaed oonsidsration of whether the United States
should sign the Basel Convention, and i? so, whethar implamenting
legislation should go beyend the Basal Cenvention, or solaly
implement the Bagel Convention.

I strongly recommend that the United States sign the Basel
Convention to maintain credibility as the international
environmental leader. Without question the environmental goals
of the Basal Convention are in concert with administration
policy, and in particular, the Convention supports the
administration's proposed ban on axport of hazardous wastaes
absent a bilataral agresment. The scope of Convention, however,
is broader than hazardous wastas since it includes controls on
sxport of infectious and household wastes and of muniocipal
incinerator ash, not current1¥ US regulated. These additional
controls do not appsar inconsistent with U$ internatiocnal
environmental policy aince I do not belisve that wva ahould
support a policy that would allow export of such additional
wastes under conditions less stringant than those required by the
Convention. Tha Convention prohibits export unless: there is a
bilateral agrassment, the exporting country cannot dispose of the
wastes in an environmentally sound and efficient manner, and the

importing country can manage the wastes in an environmentally
sound manner.

The decision on the breadth of tha implamenting legislation
is a close call because of the lack of data on the extent o?f
currant and projected exports of housshold wastes and uncertainty
as to ths lavel of sugport for Rep. Lukins approach. On balance
I would recommend lagislation that solaly impfonunto the
Convention although I might wish to reconsider later if

additlional evidence baccmes availabla that would support the need
for broader legislation. ‘

Racyciad Papar

(202) 308-8080
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WHITE HOUSE STAFFING MEMORANDUM

patE:___ 3/15/30 ACTION/CONCURRENCI/COMMENT DUEBY: __3/19/90 NOON

BASEL CONVENTION ON TRANSBOUNDARY MOVEMENT OF HAZARDOUS WASTES

VICE PRESIDENT MCCLURE
NEWMAN
PORTER
ROGICH

UNTERMEYER
BOSKIN

SUNUNU
SCOWCROFT
DARMAN
BATES

CARD
CICCONI
DEMAREST
FITZWATER
GRAY
HAGIN

1

D\D\DDC“\\\

Ooooooaooooa 2

/
/
7
D/

Please forward your recommendaticn and comments directly to David
 Bates, 1Fl., WW, x2174, no later than NOON, Monday, March 19, with
a copy to this office. Thank you.

RESPONSE:

Lindnst .L:{gq; vmtfq.;u‘al.3/)q~

M

James W. Cleconl
Assistant to the President
and Deputy t0 the Chief of Statt
Bxt. 2702
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WHITE HOUSE STAFFING MEMORANDUM

oATE:___3/6/90 ACTION/CONCURRENCE/COMMENT DUE BY: 3/7/90 HOON

PRESIDENTIAL REMARKS: NATIONAL TRANSPORTATION POLICY

SUBJECT:
ACTION FYI _ ACTION  FYI

VICE PRESIDENT g { MCCLURE v O
SUNUNU a o NEWMAN 0 0
SCOWCROFT d o PORTER ¥ O
DARMAN ¢ o ROGICH o
BATES ({ s UNTERMEYER o 0
CARD a m/ ROGERS O ((—
CICCONI a o _WINSTON a o
DEMAREST { O prnkerroy - o g
FITZWATER o o _BOSKIN _ m/ o
GRAY 4 0 _E”;MLE_Y"“-'%/ ]
HAGIN o 0 0 0

R.E-MTRKS: — - .

Please forward any comments directly to Chriss Winston, Rm. 122,
X2930, no later than NOON, Wednesday, March 7, with a copy to my
office. Thank you.

RESPONSE:

%.

James W. Cicconi
Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702




Davis/Martin
Title: Trans

~ ; M h 6, 1990
1930 MAR -G PH & 03 , Titie: Trans

PRESIDENTIAL ADDRESS: NATIONAL TRANSPORTATION POLICY
((Time)), Thursday, March 8, 1990

Thank you Sam. As some of you may know, once Sam Skinner
became Secretary of Transportation, he then took the time to earn
a license as a jet-pilot. ((Somehow I get the feeling, Sam, that
if I had named you Secretary of Agricﬁlture, you'd be out on a
farm, milking cows.))\\\

Kidding aside, Sam's leadership derives from his experience.
And it is experience and solid analysis that has shaped the
National Transportation Policy we are unveiling today.

No sector is more important to American economic growth than
transportation. It's an $800 billion a year business with $5
trillion worth of assets. To say that it's critical to our
personal needs, our export trade, and our national security is a
gross understatement. As world trade grows ever larger, as we
become increasingly a leader of a global society, we will become
even more dependent on transportation than we are today.

Yet when transportation lags or is congested, when people
and goods are stranded in traffic or in airports, our economic
life suffers. When people and goods flow through a responsive,
well-maintained and efficient transportation system, our quality

of life improves with it. For over two hundred years, since the




2
days of barges and riverboats, America has grown and prospered
with its transportation. oOur competitive stake will depend no
less on American transportation leadership in the future.

Still, too often, we take for granted the highways that bind
America together, and the airports and harbors that bind America
to the world. The institutions our forebears created, the
technologies they developed, and the transportation systems they
built, created a new mobile society far different from the life
they knew. .

For example, as a young man, Dwight David Eisenhower had a
vision of a nation united, of an America in which goods and
people would flow from city to city, from state to state, with
great ease. The vision of his youth became the reality of his
Presidency. And I am pleased to tell you that under this new
National Transportation Policy, we will at long last complete his
vision, the most ambitious public works project in the history of
man -- the Interstate Highway System.

Just as the Model-T and the Kitty Hawk prepared the way for
today's millions of cars and thousands of passenger jets -- so it
is now our turn to invest in America's future -- to begin to
create the transportation systems of the 21st century.

On the ground, over the waterways and in the air and space,
our mission for this decade and the next century is to build on

our achievements, to link the nations of the world as we have

linked the states of this great country.
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The National Transportation Policy is our blueprint for this
new world.

As I said in the State of the Union last month, it's time to
act on transportation -- time to act together. Our new policy
will give us a strategy to fix roads, build new airports, reform
maritime regulations, and most of all, to unleash the creative
genius of American technology.

This genius took us to the Moon. Now it must make travel to
earth orbit economical and commonplacg. This genius built a
network of highways. Now it must make it as easy to travel
within our cities as it is to travel between them.

In this effort, it is not enough to have a partnership
between federal, state and local government. We must have that
dynamic fourth partner, the private sector. Such a partnership
has already built a transportation system that is the envy of the
world. If we work together, in this joint venture, America can

continue to be the world leader of transportation.
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INFORMATION

MEMORANDUM TO THE PRESIDENT

THROUGH : CHRISS WINSTONLLA)

FROM: MARK LANGE\W~

SUBJECT: REMARKS TO THE AMERICAN ELECTRONICS ASSOCIATION

I. SUMMARY

On Wednesday, March 7, at 11:30 a.m., you will speak to the
American Electronics Association. Your remarks are 14 minutes in
length and will be TelePrompted. The audience will be made up of
approximately 400 senior high-tech industry executives.

IT. DISCUSSION

Your remarks applaud the work of the electronics industry,
particularly the diversity of innovative products that this
industry offers. The remarks stress the need for the American
electronics industry to regain its preeminent position as you
briefly outline steps taken by the Administration, such as the
Savings and Economic Growth Act, as well as our goals in
international trade.




(Lange/Cawley)
March 5, 1990
8:15 P.M.
[(AEA.DOC]

PRESIDENTIAL REMARKS: AMERICAN ELECTRONICS ASSOCIATION
WASHINGTON COURT HOTEL
WEDNESDAY, MARCH 7, 1990
11:30 A.M.

((Thank you, Mitchell [Kertzman]. It's good to see Dick
Iverson and so many familiar faces. Many of you came a long way
to be here -- so I won't ask you to sit through a long speech.
The punishment should fit the crime.

((You know I'm a real fan of high tech. In fact, I've had a
car phone for years. Back when I was Vice President, though, I
didn't get that many calls on my car phone. In fact, I remember
a campaign trip in Iowa once. The phone rings. I sit up to
attention, assuming it was the boss. I'm ready to answer the
tough questions. I pick up the phone -- you got it. Wrong
number.))

((But those were the early years of car phones. I don't get

. too many wrong numbers anymore.)) \\

It's an honor and a pleasure to be here today. You are the
leaders of a vital range of our most innovative and interrelated
industries -- from semiconductors, microprocessors and circuit
boards... to PCs, mainframes, supercomputers, telecommunications,
and defense electronics.

But at every stage of that impressive technological "food

chain," yours are the people -- and the products -- that keep
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this country competitive. I'd add a special tip of the hat to
President Gary Tooker of Motorola, winner of last year's Malcolm
Baldridge National Quality Award.

For almost 50 years now, your industries have been at the
center of a remarkable revolution: in the way work is done, the
way ideas are managed -- even the way time and the vast reaches
of space are understood.

And along the way, you've also become the nation's largest
manufacturing employer -- creating jobs for over two and a half
million Americans. Modernizing services and industries of every
kind. Assuring our national security. And providing a vital
export market.

As technologies, economies, and geopolitics change almost
weekly, your industries stand at a threshold of tremendous
opportunity.

So we intend to work with you -- closely, constantly, and
consistently -- to see that American electronics and technologies
regain and retain a preeminent position in world markets. \\\

We're committed to a comprehensive program of both immediate
and long-term competitive strategies for the future. And while
‘we're only at the start of a process that shows great promise,
today I want to outline briefly what we're already doing.

Our first priority is to encourage productivity gains,
savings, and long-term investment in high-tech industries, by

lowering the cost of capital.
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We believe that one of the most crucial Federal priorities
is to encourage planning for the long term -- because, for too
long, where investment is concerned, the Federal government has
been more of a hindrance than a help.

So last month, we sent to Congress our Savings and Economic
Growth Act -- which includes an innovative family savings plan,
to stimulate capital formation. New incentives for IRAs to help
first-time home buyers. And a business-building, job-creating,
revenue-enhancing cut in the capital gains differential.

Without it, every business in America -- of every size =-- is
at a competitive disadvantage abroad. Let me read you a list of
the maximum long-term capital gains tax rate for some of
America's competitors. Japan: about five percent; South Korea:
zero; Taiwan: zero; West Germany: zero; Singapore: zero; Hong
Kong: zero. The list goes on. So we're fighting hard, with your
continued support, for that crucial tax cut.

Along with encouraging investment, we've proposed a budget
that will bring the deficit down. Below the Gramm-Rudman-
Hollings targets by 1993. Without raising taxes. \\ And, we're
committed to unprecedented support for research and development
efforts. We believe that the R & E tax credit should be made
permanent. \\ And our budget includes a record-breaking $70
billion in Federal direct investment for research and

development.



4

Our budget also devotes unprecedented resources to space.
Education. Phe fight against drugs. Environmental initiatives.
And other crucial investments in America's future.

Such investments, over the years, have ensured that this
country has retained its leadership in terms of the basic
research and fundamental discoveries underlying your industry.
This Administration is also committed to working with you in the
critical pre-competitive development stage where the basic
discoveries are converted into generic technologies that support
both our economic competitiveness and our national security.
Here again we can help to level the international playing field
on which you compete.

But we understand, as you do, that no investment is more
important than our human resources. So together with the
nation's governors, we've set ambitious goals for America's
students. As one incentive, we've proposed a new National
Science Scholars program. We have also requested a 70 percent
increase for the Eisenhower Math and Sciences Educational Program
and a $100 million increase in the National Science Foundation
education budget.

By the year 2000, our kids can be first in the world in
science and math achievement -- and with enough involvement and
leadership from groups like this one, they will be.

Your industries face some unique challenges. The
marketplace is tough enough without undue constraints and unfair

restrictions.
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So we've pledged to make sure that trade is free, and
fair -- by judiciously but firmly implementing the 1988 Trade
Act. We're moving forward with Japan through the Structural
Impediments Initiative and by working to develop a more
productive relationship overall. Just last weekend, I met with
Prime Minister Kaifu and specifically discussed satellites and
telecommunications, super computers, forest products, and yes,
semi-conductors. I hope, on the basis of our talks, that Japan
will be moving toward early resolution of these problem areas.

We agreed that we must both do our very best to make the SII
talks a success. We have presented ideas for removing structural
impediments in Japan. However, we must remember that SII is a
two way street. Our task must be to make the American economy
even stronger and even more competitive.

But we're also committed to strengthening and expanding the
multilateral trading system, through the Uruguay Round. We've
proposed far-reaching reforms of the global trading system,
working to bring a wide range of new trade areas under the GATT.
These crucial negotiations will help us create a more equitable,
more efficient trade climate, worldwide.

I've made it a priority to review and modernize our export
controls, to provide vital help to the emerging democracies,
without compromising national security. Given the pace of
political change, rapid advances in technology, and the

competitive position of American industry, we must ensure that

export controls are effective or eliminated. I am happy to
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report that this week we have a team at COCOM in Paris
negotiating the modernization of export controls on computers.
These controls have been an important part of our security for
decades, and I know our allies want to work with us to ensure
their relevance in the 1990's.

To provide a further competitive edge for American firms, we
will support legislation to reduce the anti-trust uncertainty
that may discourage joint production ventures. Under such a
proposal, the courts would weigh, on a case-by-case basis, the
competitive benefits as well as costs of joint production
ventures. 1In addition, joint production ventures announced to
the government would be liable only for actual damages in private
anti-trust suits. Such an initiative would build on the
competitive strength of American business, by allowing firms to
pool their skills, build new production facilities, and share
investment risks.

One risk you all face, of course -- at an intolerable
level -- is product liability. And the Council on
Competitiveness, ably chaired by Vice President Quayle, has
already begun a concentrated effort to significantly reform our
cumbersome and expensive product liability system.

Today, I'm going to give the Competitiveness Council another
challenge: to form a working group, to find ways that American

industry can better translate new ideas and technologies into

marketable products.
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So many of the world's most advanced technologies, from
robotics to the VCR, were first developed here. Yet, so many
of those concepts were ultimately brought to the marketplace by
our competitors. We can do better. And we will do better.

Today, I've outlined some of what we're doing to level the
field. But it will be leaders like you that have to take the
ball and run with it.

You represent the vital core of America's competitive
potential, with over 3500 of the most dynamic, technologically
advanced, forward-thinking companies in the country.

Your ideas are important to us. And your success is crucial
to America's future. So let me encourage you to work together,
and with us, on a long-term program to meet the competitive
challenge of a new century.

Thank you. And God bless you.

f +#



Document No. MS

WHITE HOUSE STAFFING MEMORANDUM

3/5/90 -

DATE: ACTION/CONCURRENCE/COMMENT DUEBY: COB 3/19/90

SURBJECT: _ 23rd Annual Report of the US-Japan Cooperative Medical Science Program

I ACTION FYI _ ACTION FYI
VICE PRESIDENT a = MCCLURE 0 Q
SUNUNU O = NEWMAN O a
SCOWCROFT a O PORTER 2 0
DARMAN Q/ a ROGICH =] 0
| oares ¥ o NTERMEVER O g
CARD m| O / *7 ¥ 0O -
CICCONI g f}/ a O
DEMAREST a 0 a o
FITZZWATER 0 O a O
; GRAY a a a a
i HAGIN 0 O O ]
REMARKS: T
Please provide your comments/recommendations directly to my office
by COB MONDAY, MARCH 19, 1990. Thank you.
RESPONSE:

‘é\ (0’ James W. Cicconi
Assistant to the President

and Deputy to the Chief of Staff
Ext. 2702




THE SECRETARY OF HEALTH AND HUMAN SERVICES
WASHINGTON, D.C. 20201

MAR | 1990

The President
The White House
Washington, D.C. 20500

Dear Mr. President:

The Twenty-third Annual Report of the United States-Japan
Cooperative Medical Science Program is submitted to you for your
transmission to the Congress as required by Section 5(h) of
Public Law 86-610, the International Health Research Act of 19649.

The current Annual Report highlights the Program's scientific
accomplishments from July 1988 to July 1989. The areas of
biomedical research conducted under this Program include diseases
of importance to Asia as mandated under the original bilateral
agreement. Many of the diseases, however, are common in both the
United States and Japan as well as many other areas of the world.
Research 1is conducted by both countries on cholera and cholera-
like diarrheas, environmental mutagenesis and carcinogenesis,
viral hepatitis, Hansen's Disease (leprosy), immunology,
malnutrition, parasitic diseases, tuberculosis, and selected
viral diseases including acquired immunodeficiency syndrome. The
operational responsibility of the Program in the United States

has been delegated to the Department of Health and Human
Services.

The continued success of the Program can be attributed to careful
selection, constant review, and critical assessment of research
objectives for each of the stated disease categories. 1In July
1989, the Joint Committee, composed of the United States and
Japanese Delegations, met at the National Institutes of Health in
Bethesda, Maryland to formulate policy, to review scientific
reports, and to initiate program reviews. The scientific reports
Presented on the nine disease categories were discussed and
accepted. The Joint Committee expressed its continued
satisfaction with the progress and established priorities and
future plans for these research areas. The Joint Committee will
meet again in Tokyo, Japan in 1994.

Sincerely,

N

ullivan,
Secretary




TO THE CONGRESS OF THE UNITED STATES:

In accordance with Section 5(h) of the International
Health Research Act of 1960 (Public Law 86-610; 22 U.S.cC.
2103(h)), I transmit herewith the Twenty-second Annual Report
of the United States-Japan Cooperative Medical Science Program

for the period of July 1987 to July 1988.

)
£
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THE WHITE HOUSE,

March 15, 1989.
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To the Congress of the United Statgg:

In accordance with gection 5(h) of the Jgternational Health Research Act
22 U.5.C, 2703 :

of 1960 (Public Law 86-619]§AI transmit herewith the Twenty-third Annual
Report of the United States-Japan Cooperative Medical Science Program for the

period of July 1988 to July 1989.

THE WHITE HOUSE)
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TWENTY-THIRD ANNUAL REPORT TO CONGRESS
UNITED STATES-JAPAN COOPERATIVE MEDICAL SCIENCE PROGRAM
[Sec. 5(h) of Public Law 86-610]

HISTORY OF THE PROGRAM

In January 1965, the President of the United States and the Prime Minister of
Japan met in Washington, D.C., to discuss many matters concerning the two
nations. It was during this meeting that the two heads of state agreed to
undertake a greatly expanded, joint cooperative research effort in biomedical
sciences, concentrating on health problems of recognized importance in Asia.
The new bilateral Program was named the United States-Japan Cooperative
Medical Science Program (U.S.-Japan Program). To implement this agreement,
they convened a conference of prominent medical scientists (delegates) from
the United States and Japan to plan and define Program objectives and goals.
Thus, the two groups of delegates, the United States Delegation and the
Japanese Delegation, formed the nucleus of what ultimately became the
U.S.-Japan Program Joint Committee. This Joimt Committee has met annually
since 1965 to review Program objectives, operations, and research accomplish-
ments, and to recommend policy procedures for continued Program growth and
development.

Under Public Law 86-610, the International Health Research Act of 1960, the
President delegated the responsibility for foreign policy and foreign
relations of the Program to the State Department and for the scientific
conduct of the Program to the Department of Health, Education, and Welfare,
now the Department of Health and Human Services. In Japan, the Ministry of
Foreign Affairs accepts the responsibility for foreign policy and foreign
relations, and the Ministry of Health and Welfare and the Ministry of
Education assume the responsibility for the operational aspects of the
Program.

The most recent annual meeting of the Joint Committee was held in Bethesda,
Maryland, at the National Institutes of Health on July 20 and 21, 1989. The
next meeting will be held in Tokyo, Japan on July 19 and 20, 1990.

THE SCOPE OF THE U.S.-JAPAN PROGRAM

The Program is concerned with the diseases of substantial health importance in
Asian countries, although some of the diseases occur in both the United States
and Japan and in many other parts of the world. The diseases or research
categories are: (1) cholera and cholera-like diarrheas; (2) immunology; (3)
leprosy or Hansen's Disease; (4) malnutrition; (5) parasitic diseases; (6)
tuberculosis; (7) viral diseases (rabies, viral diarrhea, dengue-hemorrhagic
fever and other selected arboviral diseases); (8) environmental mutagenesis
and carcinogenesis; (9) viral hepatitis; and (10) AIDS (acquired
immunodeficiency syndrome).

The U.S.-Japan Program operates within a bilateral government framework.
Nevertheless, it may involve scientists and facilities in other countries
and/or collaboration with international or other organizations. Joint third

1



THE WHITE HOUSE

WASHINGTON

March 2, 1990

ACTION
MEMORANDUM FOR THE PRESIDENT
FROM: D. ALLAN BROMLEY

SUBJECT: PRESIDENT'S COUNCIL OF ADVISERS ON SCIENCE AND
TECHNOLOGY - NEXT MEETING SCHEDULED FOR MARCH 22-23

o ACTION-FORCING EVENT: The President's Council of
Advisers on Science and Technology (PCAST) will meet in
the White House Complex on March 22-23, 1990. Your
participation in the meeting would permit the Council
to discuss its findings with you and would assist the
Council in carrying out your directive that it advise
you on selected topics. If you could schedule your
participation for Friday morning, the Council would be
able to use the full day Thursday preparing for its
meeting with you.

IT. ANALYSIS: Your Executive Order Number 12700 created
PCAST and specified that the Council report directly to
you. The Council and its working groups bring private
sector input to bear on the issues you ask it to
address. The upcoming meeting is a follow-up to your
inaugural meeting with the group at Camp David on
February 3. The Council is deliberating issues on
which you asked advice, and will form working groups to
address several topics in greater depth.

III. RECOMMENDATION: I recommend that you participate in as
much of the Council's activities as your schedule
permits, and I would request that you give particular
consideration to meeting with the Council on Friday
morning, March 23.

IV. DECISION:

approve approve as amended reject no action

Attachment A - Membership list, President's Council of Advisers
on Science and Technology
Attachment B - Schedule Proposal



THE PRESXDEN'I"S COUNCIL OF ADVISORS ON SCIENCE AND TECHNOLOGY
(PCAST)

NORMAN BORLAUG, Distinguished Professor, Department of Soils and Crop
Sclences, Texas A&M University

D. ALLAN BROMLEY, Assistant to the President for Science and Technology,
Executive Office of the President (Chzirman)

SOLOMON J. BUCHSBAUM, Senior Vice President, Technology Systems, AT&T Bell
Laboratories

CHARLES L. DRAKE, Albert Bradley Professor of Earth Sclences and Professor of
Geology, Dartmouth College ¥

RALPH E. GOMORY, President, The Alfred P. Sloan Foundation

BERNADINE P. HEALY, Chairman of the Research Institute, The Cleveland Clinic
Foundation (Vice-Chairman)

PETER LIKINS, President, Lehigh University

THOMAS E. LOVEJOY, Assistant Secretary for External Affalrs, Smithsonian
Institution

WALTER T. MASSEY, Vice President for Research and for Argonne National
Laboratory, University of Chicago

JOHN P. McTAGUE, Vice President-Research, Ford Motor Company

DANIEL NATHANS, Professor of Molecular Biology and Genetics, Johns Hopkins
University School of Medicine

DAVID PACKARD, Chairman of the Board, Hewlett<Packard Company

HAROLD T. SHAPIRO, President, Princeton University

..



SCHEDULE PROPOSAL

TO:

FROM:

REQUEST:

PURPOSE:

BACKGROUND:

PREVIOUS
PARTICIPATION:

DATE AND TIME:

DURATION:
LOCATION:

PARTICIPANTS:

OUTLINE OF EVENT:

REMARKS REQUIRED:

MEDIA COVERAGE:

RECOMMENDED BY:

OPPOSED BY:

THE WHITE HOUSE

WASHINGTON

March 2, 1990

Joseph W. Hagin, II
Deputy Assistant to the President for
Appointments and Scheduling

D. Allan Bromley, Assistant to the
President for Science and Technology

Attend portion of March 22 and 23
meeting of the President's Council of
Advisers on Science and Technology

By Executive Order, this Council
reports directly to the President

The initial PCAST meeting was held on
February 3 at Camp David. At that
meeting the President reiterated his
desire to participate in these monthly
advisory sessions

February 3, 1990 at Camp David

First preferred time: 9-12 Friday
March 23; 2nd preferred time:

1-5 Thursday, March 22; 3rd preferred
time: 9-12 Thursday March 22

At the President's discretion
Roosevelt Room

Dr. D. Allan Bromley, chairman of
PCAST, 12 PCAST members, and
approximately 10 members of OSTP staff
Discussion with the President of
issues that he has asked the Council

to study

Talking points to be provided. No
formal speech required

None

D. Allan Bromley




WHITE HOUSE STAFFING MEMORANDUM

DATE: 2/22/90 ACTION/CONCURRENCE/COMMENT DUE BY: -

PRESIDENTIAL REMARKS: JOHNS HOPKINS UNIVERSITY
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THE WHITE HOUS&?&K.
WASHINGTON &57

February 20, 1990

INFORMATION

MEMORANDUM FOR THE PRESIDENT

THROUGH: CHRISS WINSTON UA

FROM: EDWARD McCNALLY

SUBJECT: JOHNS HOPKINS UNIVERSITY SPEECH
I.  SUMMARY

Attached are draft remarks for your speech at Johns
Hopkins University's Commemoration Day ceremonies on February 22,
1990 in Baltimore, Md.

II. DISCUSSION

At 3:05 p.m. on Friday, February 22, 1990, you are
scheduled to arrive onstage in Shriver Auditorium at Johns
Hopkins University to address an audience of approximately 1,100
faculty and guests, including medical faculty. Few, if any,
students will attend. You will speak after receiving an honorary
Doctor of Humane Letters at approximately 3:45 p.m.

The speech (15 minutes, Teleprompter) discusses some
current health issues, and acknowledges the role of Johns Hopkins
as the first "modern" school of medicine in America. (Hopkins
Hospital is currently celebrating its 100th anniversary.)

A note on the second joke on Page 1: You will be

wearing an academic cap and gown.




McNally/Simon
February 21, 1990
Draft Four (E:HOP2)
PRESIDENTIAL REMARKS: JOHNS HOPKINS MEDICINE CENTENNIAL
SHRIVER AUDITORIUM, BALTIMORE, MD.
THURSDAY, FEB. 22, 1990, 3:45 P.M.

Thank you President Steven Muller [MULL-er]. \\ Just
before coming out, Steven asked me to get one thing right. \\

The name of the University. \\\ It's JOHNS Hopkins. \\

He was given his great-grandmother's last name, as his first
name. I told Steven: '"You don't need to explain family names to
somebody called George Herbert Walker Bush."™ \\\\

It's always good to see Governor Schaefer and Mayor Schmoke.
Maryland's great Congresswoman -- my great friend -- Helen
Bentley. And of course my fellow honorees, so many distinguished
scholars and guests, here to honor both the founding of this
outstanding, historic institution and the 100th anniversary of

s d X i i e \\\

I'm pleased to be here. Although I was a bit nervous when I
heard I'd be in a gown before a group of doctors. At least this
one buttons in the front. \\\\\

Gathered in this auditorium are some of the best health care
professionals in America. s mea best in the
world,

You know, sometimes when we talk about "the best" of
anything -- we add the phrase "that money can buy." But in

medicine, it doesn't quite fit. There's an unease in the health

care community that for all this nation's wealth, for all the
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money put into the system, American medicine still faces
unprecedented problems.

Medical malpractice. Uninsured families. An aging
population. Cancer, heart disease, AIDS, drug addiction,
Alzheimer's, mental illness. The price tag is staggering.
Today, twelve percent of our gross national product goes to
health care, and we rank number one in the world in per capita
health care expenditures. Yet, we remain behind other
industrialized countries in life expectancy. And in the
developed world, we rank 22nd in infant mortality rates. \\

Clearly,‘we have our work cut out for us. And yet, because
of institutions like Johns Hopkins, we can face these challenges
with a sense of optimism and confidence. Those who think our
medical problems today are unsolvable or solvable only by money
ought to understand how far we've come.

For example, 19th Century hospitals were not so chh centers
of healing as of horror. And medical schools of the 1880's were
deplorable and dangerous places. No labs. No patients. No
questions permitted. Rookies became doctors after just 18
months, often without ever seeing the inside of a hospital.

Today's date marks Washington's birthday, but some scholars
here today may recall his death: Diagnosed with a sore throat,
the doctors bled him four times before he succumbed to its
effects, thus depriving our young Nation of perhaps years of

service from its most revered statesman.
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In the primitive days of early medicine, change did come
slowly. Until Johns Hopkins revolutionized the way medicine was
taught for all time -- and launched a movement that brought
America from medical backwater to world leader.

Hopkins' influence was completely out of proportion to its
age or resources. It found jts wealth at the source of America's
wealth -- in its jdeas, in its people.

New and powerful ideas. Dedicated and far-sighted people.
Linking a medical school with a hospital. Teaching at the
bedside. Bringing scientific research to medicine. e what
works.

In the final decade of the century, the Hopkins revblution-
in methodology helped lick the great killers of the last hundred
years: Cholera. Tuberculosis. Smallpox. The lisf goes on.

Johns Hopkins demonstrates what one biomedical research
establishment can do to change and improve health care in
thousands of hospitals for millions of people.

Yet, in our country today, there is a growing sense of
urgency ... a growing awareness that to make this country as
healthy as it can be, all of us must accept a share of the
responsibility: government, the health care profession and the
American people themselves.

First, the federal government. 1In my State of the Union
address, I asked Secretary of Health and Human Services Louis
Sullivan to lead a Domestic Policy Council review of options on

the accessibility, cost, and quality of America's health care
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system. We are committed to health care policies that improve
health care quality while restraining costs. For example, last
December, I signed into law significant new Medicare physician
payment reform; and we recently announced the first large-scale
program to study medical treatment effectiveness.

But better, more éffordable health care must also be more
accessible. Expanded efforts to reduce infant mortality and
expanded Medicaid eligibility to cover more women and infants are
just two of the steps we are taking to help.

Yet, if American medicine is to continue to do the job, we
must maintain our world leadership in medical research and
development. It was Hopkins that first isolated a substance that
American government and medicine can always use: Adrenaline.

The clock is ticking. And medical breakthroughs tomorrow depend
on action today. We must encourage basic biomedical research
and develop new technologies that prevent disease and avoid the
expense of.long-term treatment. A good example of this was
developed right here at Johns Hopkins, where the discovery of
three types of polio virus made the polio vaccine possible.
Ultimately, this "high-tech" solution -- the vaccine -- cost only
a few cents per patient -- versus the tens of thousands of
dollars that might be required for a lifetime of care in the old
iron lungs.

This Administration has committed itself and this nation to
the largest R and D budget in our history, including the biggest

amount ever proposed for biomedical research. We want to double
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the budget of the National Science Foundation and make the
Research and Experimentation Tax Credit permanent. And we want
to significantly increase the Eisenhower Math and Science
Education Grants.
Of course, here at Hopkins you are the leading recipient of

federal research dollars -- more than $500 million in the last
fiscal year. You won that support the Johns Hopkins way -- the

American way -- the same way your lacrosse team always makes the
rankings: By being the best. By beating the competition in the

marketplace of excellence, the marketplace of jdeas.

But to keep American medicine the best in the world,
individual health care professionals and institutions have an
obligation to make our medical system both responsive and
responsible. '

You are the guardians of your profession -- its ethics and
its quality. Your standards must be high and they must be
enforced.A The same sense of fiscal discipline that we must apply
to government you must also apply to the medical world in a time
.of rising costs.

And I ask you, today, to avoid the understandable urge to
practice "protective medicine" where the fear of litigation too
often dictates treatment that is unnecessary. Where the threat
of lawsuits threatens the very research that is so desperately

needed today to save lives. u we'v t store
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I have directed the Domestic Policy Council to determine
steps the federal government can take to help alleviate this
. serious situation. We've got to remémber a simple truth: Not
every unfortunate medical outcome is the result of poor medicine.
You cannot make life risk-free. No risk means no progress. And
that's not the American way.

One of Hopkins founders, Dr. William Halsted, was the gifted
surgeon who introduced rubber gloves. In an age of surgical

slashing, he used his scalpel carefully. Reducing shock and
trauma. A "kinder, gentler" surgeon, if you will. \\\

But he was not without boldness. Halsted conceived and.
perfected a daring feat of surgery -- the radical mastectomy --

that to this day saves the lives of thousands of women afflicted
with breast cancer. The procedure was unprecedented in its time.
Yet in today's atmosphere of fear of malpractice -- probably
would never even have been attempted.

This fear has not only hurt medical innovation and
treatment. 1It's also hurt medical volunteerism. Many doctors
used to give a day a week to the needy. And I'm convinced that,
if not for the liability issue, many more would donate time
today.

I also worry that the fear of malpractice limits the access
of too many Americans in our rural areas to quality medical care
-- particularly those with high risk cases. Often in America,
whenever anything goes wrong, the response is automatic:

"Someone's got to ." And far too often, that "someone" is
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determined by who has the resources, rather than by who has the
responsibility. Tort reform is critical to solving the
malpractice liability crisis.

But government and health care professionals alone cannot
make this the healthy and productive country we want it to be.
America's health care system will be the best in the world only
wvhen every American cares about their own health.

It is estimated that 40 to 70 percent of the causes of
premature death in America are preventable deaths -- ssa
deaths. Common sense tells us what that means. 1It's not
complicated. Eat sensibly. Exercise. Wear seatbelts. Don't
smoke and if you do smoke ... stop. Don't abuse alcohol -- and
don't use illegal drugs.

We're not talking about lifestyle. We're talking about
life. And the best prescription for better health in America is
a strong, daily dose of individual responsibility. ‘

This sense of responsibility is nothing new. Not far from
here is the far.ous John Singer Sargent painting of the Founding
Fathers of Johns Hopkins medicine. Sargent began by painting the
four doctors, but wasn't satisfied with the composition.
Something, he said, was missing. It came as an inspiration --
and he knocked down a studio wall to get the new props in. He
added a huge Victorian globe, and above the globe a painting

within a painting -- St. Martin giving his cloak to a beggar.
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Sometime late at night, sometime during their tenure here, I
suppose every weary Resident must pause before that canvas in the
library, peering at the faces of these giants.

The globe should remind us of the global responsibilities of
American medicine -- reaching out to relieve the terrib;e
suffering of innocents like the AIDS babies in Ronahia, or the
children of famine in Africa. And St. Martin's gesture should
remind us of the special responsibilities of the medical
community to reach out to those most in need -- to children, the
disabled, the elderly and our poor.

We live in an age of miracles. Medical miracles as drama;}é
as the artificial heart. Everyday miracles as commonplace as ééo
healing power of love. A

I believe in miracles, and that wondrous aocolplishnonta,
wondrous breakthroughs, wondrous days are ahead. And I am
privileged to be honored at one of the places where those wonders
will continue to unfold.

Thank you for your warm greeting and this great honor.
Godspeed you in your work. And God bless the United States of

America.
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Please forward any comments directly to David Bates, 1F1l, WW,
x2174, no later than COB, Thursday, February 22, with a copy
to my office. Thank you.

RESPONSE:

Good plan, but note pages 75-76 relate to mandate for DOT to

fund given research areas in the area of transportation. These
research efforts and projects would, of course, be subject to

the same scrutiny and excellence expected of all Federal research
and development funded by the Bush Administration.

James W. Cicconi
D. Allan Bromlky Assistant to the President

Assistant to the President for tndbom&%?mofsuﬂ
Science and Technology
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MEMORANDUM FOR THE PRESIDENT

FROM: THE ECONOMIC POLICY COUNCIL
SUBJECT: National Transportation Policy Statement
Issue

During his confirmation hearings last year, Secretary Skinner
promised to develop a National Transportation Policy (NTP)
statement. The Transportation Department would like to release
the NTP statement in early March. This memorandum reviews the
NTP statement and presents a cover letter for your approval.

Background

The Transportation Department last issued a National
Transportation Policy statement in 1978. Secretary Skinner
developed a NTP statement in order to provide a framework for
making future transportation policy decisions and to provide
guidance for Federal, State, and local governments and the
private sector in planning transportation policy.

The Transportation Department wants to issue a NTP statement, in
particular, because major Federal aviation and highway programs
need to be reauthorized. The Congress must reauthorize Federal
aviation programs this year and highway and mass transit programs
next year. While the NTP statement outlines some principles for
considering program reauthorization, the EPC agreed that the
Administration still needs to determine carefully its approach
toward specific legislation and specific programs.

The Transportation Department conducted extensive "outreach"
efforts involving public hearings and meetings with interested
groups. The Transportation Department reviewed draft NTP
statements with affected EPC departments and agencies through an
extensive interagency clearance process.

Summary of policy statement

The NTP statement outlines six key transportation policy themes:
) Maintain and expand the nation's transportation system

The NTP statement supports reauthorizing Federal
transportation programs to emphasize State and local
participation, focus Federal resources on projects of
national significance, reduce categorical grants, and
increase flexibility to recipients.
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Recommendation
The EPC unanimously recommends that the Administration adopt the

National Transportation Policy statement and that you sign the
attached cover letter.

Approve Disapprove Want more information

Nicholas F. Brady
Chairman Pro Tempore
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THE WHITE HOUSE
Washington, D.C.

It is the responsibility of each generation to renew the foundations of society—to take all
that we have lmed, the mistakes we have made, our progress, and our potential, and
apply this experience to shaping tomorrow.

Our forebears made an investment in the future that has paid us a handsome return and
provided us with a higher quality of life than they enjoyed. The institutions they created,
the new technologies they developed, and the transportation systems they built formed the
foundations for a society far different from the one they inherited. We must pass on to
future generations the legacy we have inherited, and build the foundations for a better
tomorrow. :

History must record that we took charge of our destiny and left a new generation with a

better environment, a higher quality of life, and greater opportunities. To achieve this

goal, transportation and transportation policy can be-must be--a vital agent for change.

We have already reaped substantial benefits from regulatory reform and economic

deregulation in transportation, and the Nation must build on that success. In the coming

guears, the transportation system must be an integral part of our investment in America's
ture.

To set the stage today for meeting our responsibilities and our obligations to future
generations, the Department of Transportation, with the help of thousands of Americans
who participated in the Deparunent’s uutreach efforts, has given time and attention to
rethinking our transportation programs and policies. This Statement of National
Transportation Policy will help our transportation system to meet the needs of the 21st
century. Now all of us--the Federal Government, State and local governments, industry,
and private citizens--must work together to put this agenda into motion.

Thirty-five years ago, President Eisenhower's goal in establishing the program to build the
Interstate Highway System was to "Unite the Nation" in a way that only an effective
interchange of people and goods can provide. The Interstate Highway System is now
virtually complete, and we have extensive transportation facilities and services in place in
other modes. On the ground, over the waterways, in air and space, our mission for the next
decade and the next century is to build on those achievements, to ensure connections
among all parts of the United States and with the world. Our competitive success in a
global economy depends on it.

George Bush
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THE WHITE HOUSE
Washington, D.C.

February 1990

It is the responsibility of each generation to renew the foundations of society-to take all
that we have learned, the mistakes we have made, our progress, and our potential, and
apply this experience to shaping tomorrow.

Our forebears made an investment in the future that has paid us a handsome return and
provided us with a higher quality of life than they enjoyed. The institutions they created,
the new technologies they developed, and the transportation systems they built formed the
foundations for a society far different from the one they inherited. We must pass on to
future generations the legacy we have inherited, and build the foundations for a better
tomorrow. ,

History must record that we took charge of our destiny and left a new generation with a
better environment, a higher quality of life, and greater opportunities. To achieve this
goal, transportation and transportation policy can be-must be--a vital agent for change.
We have already reaped substantial benefits from regulatory reform and economic
deregulation in transportation, and the Nation must build on that success. In the coming
years, the transportation system must be an integral part of our investment in America's
future. *

To set the stage today for meeting our responsibilities and our obligations to future
generations, the Department of Transportation, with the help of thousands of Americans
who participated in the Department's outreach efforts, has given time and attention to
rethinking our transportation programs and policies. This Statement of National
Transportation Policy will help our transportation system to meet the needs of the 21st
century. Now all of us—the Federal Government, State and local governments, industry,
and private citizens--must work together to put-this agenda into motion.

Thirty-five years ago, President Eisenhower's goal in establishing the program to build the
Interstate Highway System was to "Unite the Nation" in a way that only an effective
interchange of people and goods can provide. The Interstate Highway System is now
virtually complete, and we have extensive transportation facilities and services in place in
other modes. On the ground, over the waterways, in air and space, our mission for the next
decade and the next century is to build on those achievements, to ensure connections
among all parts of the United States and with the world. Our competitive success in a
global economy depends on it.

George Bush
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STATEMENT OF THE
SECRETARY OF TRANSPORTATION

An investment in transportation is an investment in America's future. No
industry in the Nation is more important to U.S. economic growth and
international competitiveness than transportation. Every household and
every business, our mines and farms, manufacturers and utilities, export trade
and national security, all depend on transportation. Americans spend nearly
$800 billion for transportation products and services every year. As we enter
a new decade and prepare for the 21st century, the United States must renew
its commitment to maintaining our transportation system as the finest in the
world and prepare for the challenges of the future. We must have a
transportation system that provides safe and efficient transportation for all
people and communities, that carries passengers where they need to go and
moves the vast quantities of goods we produce and consume.

It is time to take a new look at our transportation policies, to take stock of
what policies are doing well and poorly, and to set a policy course that will
ensure we have a transportation system that supports our national goals for
the future. That is why I initiated the process to develop this Statement of
National Transportation Policy, and that is why I sought the comments and
expertise of the transportation community~the users and providers of
transportation, interest groups and private citizens, the academic community,
and transportation professionals and public officials at all levels of
government.

The next decade can be a watershed in the history of transportation in
America. On the threshold of a new century, we have an opportunity to
address the challenges of a changing society, a changing economy, new
technology, and new roles and alternatives for all the members of the
transportation community. There is significant potential for increased
private sector involvement in transportation, including owning and operating
toll roads and transit, and financing a broad range of projects through
innovative corporate and joint public-private initiatives. In the near future,
the Congress will be considering reauthorization of the Federal aviation,
mass transit, highway, and highway safety programs. Those reauthorizations
provide a chance to renew the transportation partnership, recognizing the
increased responsibilities and capabilities of the State and local and private
sector partners. The legislation must give other levels of government the
flexibility, the responsibility, and the tools they need to address critical
requirements in transportation.

The same principles of mutual interest and mutual responsibility for
transportation apply well beyond the Federal-aid transportation programs
the Congress will take up in coming years. The need to join in partnership
with other levels of government and private industry extends to all modes
and all aspects of the transportation system. There is an urgent need for
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government and industry to work toward reform in the maritime sector. We
must also remove legal and regulatory impediments to an efficient passenger
and freight rail system.

The Federal Government cannot meet these challenges alone. That is why
this policy statement speaks to transportation goals, directions, and actions
for all sectors of the Nation with a stake in transportation—-State and local
governments and the private sector, as well as officials and agencies
throughout the Federal Government.

To ensure the continued vitality of our Nation, we all must participate in
making the investments today that will spur productivity and allow
transportation to be an engine of tomorrow's growth and prosperity. We
need to focus our investment dollars on the areas with highest payback, and
we need to take full advantage of new and emerging transportation
technologies. At the same time, we must ensure that transportation supports
the interests of safety, national security, conservation of energy, and
environmental quality.

The directions for national transportation policy are captured under six
major themes:

- Maintain and expand the Nation's transportation system
- Foster a sound financial base for transportation
- Keep the transportation industry strong and competitive

-- Ensure that the transportation system supports public saféty and national
security

-- Protect the environment and the quality of life
-- Advance U.S. transportation technology and expertise

This document sets out the policies to accomplish those objectives and to
help meet the goal President Bush has established for a comprehensive,
forward-looking National Transportation Policy. I am confident that the
policies summarized in the following pages can lay the foundation for moving
together to meet the challenges of the future.

Samuel K. Skinner
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New Directions for the
Nation's Transportation
Programs

A New Transportation
Partnership

The measure of our Federal policies
will lie in their success at unleashing
private resources and at using
public resources most efficiently to
meet the Nation's transportation
needs.

The Federal Role

POLICY SUMMARY

As we begin a new decade and prepare for the 21st century, the
United States must renew its commitment to maintaining our
transportation system as the finest in the world. We are entering
an era in which our ability to compete internationally is critical to
our economic vitality and quality of life. To meet the changing
demands of the international marketplace, we must have safe,
efficient transportation to carry people where they want to go and
to move the vast quantities of goods we produce and consume.

Projected transportation needs for the 21st century, however,
eclipse our present public and private sector programs. We
must, therefore, broaden the base of support for transportation,
reinvigorate investment, and tap new sources of ideas and capital
to meet growing demands.

As we face the challenges of a changing society, an evolving
world economy, and new technologies, we must restructure the
transportation partnership to give other levels of government and
the private sector the tools they need to address critical
requirements in transportation. All of those who have a stake in
efficient transportation must participate—~Federal, State, and local
governments, private businesses, academic institutions,
transportation interest groups, communities, and individuals. The
measure of our Federal policies will lie in their success at
unleashing private resources and at using public resources most
efficiently to meet the Nation's transportation needs.

The mission of the Department of Transportation, as set forth in
the legislation establishing the Department, is to "provide general
leadership in identifying and solving transportation problems,” to
*develop and recommend...transportation policies and programs®
to the President and Congress, and to “achieve transportation
objectives considering the needs of the public, users, carriers,
industry, labor, and national defense.”

The Federal Government's direct role in achieving transportation
objectives is anchored in Constitutional responsibilities to
promote and facilitate interstate commerce, conduct the Nation's
foreign affairs, and provide for the general welfare and national
defense. Beyond these responsibilities, the Federal Government
must be involved in transportation decisions where other
compelling national interests are involved. In all cases, Federal
programs and policies should be designed to contribute to
attaining national goals; based on cost-effective use of resources
in relation to public benefits; responsive to market needs and
based on market principles; directed to factors such as safety or
the environment that are not adequately reflected in market

vil
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The National Policy Agenda

The transportation infrastructure is
vital to the Nation's economy.

The Federal Government must
concentrate more of its
transportation resources on facilities
and projects that advance the
performance of transportation
systems of national significance.

prices; equitable in dealing with the various modes and forms of
transportation; and flexible enough to address varying
circumstances and needs.

To respond to views expressed around the country during the
public outreach effort and to prepare for future challenges and
opportunities, the Department has developed an ambitious
agenda to fulfill both short- and long-term needs. This agenda
revolves around six key themes.

=
.

Maintain and expand the Nation's transportation
system.

Foster a sound financial base for transportation.
Keep the transportation industry strong and
competitive.

4. Ensure that the transportation system supports public
safety and national security.

Protect the environment and the quality of life.

Advance U.S. transportation technology and expertise
for the 21st century.

© N

o o

1. Maintain and Expand the Nation's Transportation System

The transportation infrastructure Is vital to the Nation's economy,
and it must serve the needs of all Americans, including the young
and old, minorities, disadvantaged and disabled individuals, and
people living in urban and rural communities. There are
increasing signs, however, that the system is beginning to break
down. We cannot afford inadequate, inefficient transportation.

The Federal Government is committed to maintaining
transportation infrastructure and providing the tools, incentives,
and flexibility for State and local governments and the private
sector to renew the capacity and performance of the
transportation system. The Department is particularly committed
to reducing congestion in the aviation and highway systems by
fostering improved management and use of key transportation
facilities, new technology, and capacity enhancements.

To achieve the transportation system the Nation needs for the
future, we must recognize the changing Federal, State, and local
roles. The Federal Government must concentrate more of its
transportation resources on facilities and projects that advance
the performance of transportation systems of national
significance. Within Federal-aid programs for transportation,
grant recipients must be provided the flexibliity to achieve diverse
transportation goals through broad, muitl-purpose programs.
Rigid project requirements can be replaced with performance
criteria.

vill
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Improved connections will
contribute to sounder, more efficient
transportation.

The most immediate task for the transportation sector is to
maintain the assets we have. If facilities are not kept in sound
condition, they cannot support the level of operations they were
designed to handle. The Federal Government will help to address
this issue by emphasizing capital maintenance in Federal-aid
programs. Federal-aid recipients, in tun, will have to make a
commitment to preserving critical elements of the infrastructure
by, for example, instituting comprehensive plans for managing
capital assets and maintaining facilities.

To use the Nation's resources most effectively, we must improve
management of existing and new transportation facilities. The
Department Is particularly committed to implementing the
National Airspace System Plan and installing a new generation of
air traffic control. In urban and intercity travel, Department
programs will encourage system management improvements,
peak-period pricing, and other initiatives to reduce congestion.

Federal transportation assistance must be structured so that it
does not encourage unnecessary or unwise investment.
Programs must allow for a broad range of options, permitting
investment in cost-effective projects that enhance capacity or
make better use of existing resources, such as high-occupancy
vehicle lanes for carpools and buses. However, to meet long-
term transportation needs, the Nation must anticipate and plan for
expansion of our current transportation system. In partnership
with State, local, and private interests, the Department will
support construction of new facilities and new capacity on
existing facilities to address priority national needs in the
transportation network.

Smooth, efficient travel depends on good connections between
different parts of the transportation system. For example, many
freight movements rely on connections between raliroads and
ports, while intercity passenger travel often requires links between
airports and ground transportation. improved connections,
particularly among intercity, urban, and rural systems, will
contribute to sounder, more efficient transportation.

2. Foster a Sound Financial Base for Transportation

We must ensure that the necessary funds will be available to
support our transportation system. There will be increasing
demands for investment in transportation to keep up with rising
costs and emerging national transportation system needs, and
the necessary funding will have to come from a variety of
sources. The Federal Government is prepared to provide the
leadership, in partnership with State and local governments and
the private sector, to assure an adequate financial base for
transportation.
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The Federal Government will
emphasize reliance on user
charges.

Federal policies should provide
greater incentives and increased
flexibility in financing for other levels
of government and the private
sector.

Substantial private capital will be
required in transportation. Future
policy must minimize barriers to
private participation.

The Federal Government will emphasize reliance on user charges
as the key element in financing the Federal share of
transportation expenditures. The user charges paid into
transportation trust funds must be dedicated to transportation to
preserve the integrity of the trust funds and the user fee concept
and to serve critical transportation needs.

The Department is proposing to institute user fees to recover the
costs of Federal rallroad safety and Coast Guard inspection
activities and to increase the Federal aviation program and
improve cost recovery for Federal aviation activities. The Federal
Government must also continue to review the structure and level
of Federal transportation user charges to ensure that they provide
adequate and equitable cost recovery. In addition, where groups
of users who benefit from facilities or services supported by
Federal funds do not pay fees, the Federal Government should
determine whether there Is an efficient method to recover Federal
costs from them.

We must stimulate increased investment in transportation by
State and local governments and the private sector by expanding
the range of available tools and choices. Federal policies should
provide greater incentives and increased flexibility in financing for
other levels of government and the private sector. For example,
local passenger facility charges at airports and tolls on highways
offer significant potential as financing mechanisms where there is
heavy travel demand. Federal policy should relax restrictions on
the use of such mechanisms. In addition, State and local
governments and the private sector need greater fiexibility to
employ innovative financing techniques, such as benefit
assessments, joint development rights, and other means of
capturing the value of transportation investments in fees assessed
on the private firms that benefit from transportation services or
facilities.

Continuing and substantial infusions of private capital will be
required to sustain the performance of the transportation system
and accommodate increasing traffic. While government bodies at
all levels must encourage and weicome private investment in
transportation, many laws and policies deter such participation.
Future policy must minimize barriers to private participation in the
ownership, planning, financing, construction, maintenance, and
management of transportation facilities and services, while
encouraging State and local governments to do the same.

3. Keep the Transportation Industry Strong and Competitive

The efficiency and competitiveness of transportation providers
are essential to economic growth and productivity and the ability
of the United States to compete in the world market. Providers of
transportation service can meet transportation needs most
efficiently Iif they have the latitude to respond to demand and if
they are competing on an equitable basis. Federal programs and
policies must treat modes and carriers fairly, and avoid
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We must eliminate remaining
economic regulation of trucking and
other transportation industries
where regulation is unnecessary
and outmoded.

A fundamental goal of Federal policy
must be to foster efficient
transportation service.

mnooossarynstﬂammrw\derdﬂcbmmnspomﬂon

operations. We must remove the barriers that impede efficiency
and restrict the free flow of interstate and international commerce.

Transportation dereguiation has been a notable success. We
must build on that success by eliminating remaining economic
reguiation of trucking and other transportation industries where
regulation is unnecessary and outmoded. We need greater
uniformity in the State motor carrier registration and taxation
procedures. Federal requirements that place unique and
burdensome costs on carriers should be repealed, including a
variety of archaic labor requirements that prevent the railroads
from operating efficiently and competing on an equal basis with
other modes. We must develop a balanced approach for aviation
that reduces aircraft noise and takes into account both the needs
of interstate commerce and the desire of local areas to limit
aircraft noise.

Thepdnclplesdmrketcompetmonmuabebfmnmtobearin
transit programs to improve performance and reduce costs. The
Federal Government must also achieve greater consistency and
flexibility in rural transportation programs. In intercity rail
passenger service, Amtrak has made considerable progress
toward improving efficiency and reducing its subsidy requirement.
Under current budget constraints, no Federal funding is proposed
for Amtrak in FY 1991, but the Administration is eager to work
with the Congress, Amtrak, and other interested public and
private parties to determine how best to obtain needed
investment from the private sector and to make Amtrak services
more cost-effective.

The U.S. merchant marine must be more competitive if it is to
survive and support national security needs. That effort must
begin with a reexamination of Federal maritime programs,
including reform of the Operating Differential Subsidy program.
The Federal Government must also actively pursue agreements to
improve access to intemational markets for U.S. carriers in all
modes and eliminate unfair subsidies to foreign competitors. In
the newest element of the transportation system, commercial
space transportation, the Nation should work to foster the
development of a vigorous industry.

A fundamental goal of Federal policy must be to foster efficient
transportation service. We must work to ensure that policies do
not unfairly provide competitive advantages to one mode over
another. In the international arena, we must redouble our efforts
to eliminate practices that discriminate against U.S. maritime, air,
and motor carriers, inhibiting operations and sapping our carriers'
competitive strength.

A well-qualified workforce Is critical to building, managing,
maintaining, and operating the transportation system. Federal,
State, and local govemments must work with private industry 10
assure effective recruitment and training for the transportation
workforce, especially minorities and women, disabled cltizens,
and economically disadvantaged individuals.

xi
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Safety remains the top priority of the
Department.

4. Ensure That the Transportation System Supports Public
Safety and National Security

Safety remains the top priority of the Department. Across all
modes, the Department will expand efforts to improve public
safety and security, through better driver and operator training in
all modes, increased public awareness of transportation safety
matters, more effective anti-drug and alcohol programs, improved
vehicle designs, and effective regulation of hazardous materials
movements.

By far the greatest number of transportation-related accidents
each year occurs on the Nation's streets and highways. More
than 47,000 people died on our highways in 1988. We cannot
tolerate such senseless loss. The Federal Government is
committed to a broad, cooperative, and multifaceted campaign to
reduce the highway death toll and to meet the President's safety
improvement goals.

Aviation safety is another primary concern of the Department.
The system faces major challenges to its consistently high
standard of operation: revolutionary changes to aircraft and other
aviation technology; the pressure increasing travel demand has
placed on aviation system capacity; substance abuse within the
work force; and terrorist acts against aviation operations. The
Department will take a number of actions, including
modemization of the air traffic control system, to ensure that
rising demand does not compromise the safety of the system.
The Department will also provide leadership in addressing human
factors issues that affect aviation safety.

Safety on the waters is another important goal and the major
mission of the U.S. Coast Guard. The Department will also strive
to assure that pipelines are not a safety hazard to nearby
communities, and that the transportation system is prepared to
withstand natural disasters, such as hurricanes and earthquakes.
In addition, we must maintain vigilance throughout the
transportation industry to detect and interdict movements of illicit
drugs, and prevent acts of terrorism against transportation at
home and abroad.

During peacetime and wartime, the Nation's civilian transportation
system and the U.S. Coast Guard are vital to supporting national
defense. The Department is committed to working with the
Department of Defense to identify national defense transportation
needs and assure that they are met. In particular, a viable and
competitive merchant marine is essential to meeting the Nation's
military sealift requirements, and the Departments of
Transportation and Defense must work together to implement the
President's National Sealift Policy.

xil
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8. Protect the Environment and the Quality of Life

Federal transportation policy must Federal transportation policy must support national efforts for

support national efforts for environmental protection. We must continue to protect our alr,

environmental protection. water, and land resources and the long-term health and well-
being of citizens. For example, the Nation must take stronger
steps to reduce vehicie emissions, as proposed in the
amendments to the Clean Alr Act advanced by the President.

Many parties will have to work together to achieve more effective
application of vehicle emissions control technology, reduce the
release of toxic chemicals into the environment during
transportation, comprehensively address issues related to “global
warming® and environmental degradation, and implement a “no
net loss® goal for wetlands.

Catastrophic ofl spills like the Exxon Valdez disaster must be
prevented, and quick and effective response must be assured for
those spllls that do occur. The Federal Government must ensure
that the necessary rules are in place to achieve safe, effective
transport of crude ofl and petroleum products. The Department is
now committed to working with State, local, and regional
officialsto develop improved and more consistent contingency
planning procedures to respond to oil spills.

An improved quality of life requires increased mobility and

All Americans have the right to enjoy ~ 8ccess; and this s especially true for the transportation

the benefits of transportation. disadvantaged and those who are elderly and disabled. All
Americans have the right to enjoy the benefits of transportation,
and we must assure that transportation services and facilities
accommodate their needs. This includes working with private
carriers and public transportation agencies in preparing plans or
standards for assuring that their vehicles are accessible to
disabled passengers in a timely and cost-effective manner.

6. Advance U.S. Transportation Technology and Expertise

The United States has a long and proud history of breakthroughs

technology and innovation. management and operations. We must renew and strengthen our
focus on technology and innovation if we are to meet the
expectations and needs of the Nation and maintain U.S.
technological leadership in the world. Although many of the
resources, the imagination, and creativity necessary to support
transportation advances will come from the private sector, the
Federal Government can play a key role in increasing the
awareness of technological needs, and can serve as a leader and
a catalyst for research, innovation, and expertise.

The opportunities to improve transportation through research and
innovation are many. An intensive national program of research
into human factors in transportation will lead to major
breakthroughs in efficiency as well as safety. Improved data,
communications, and information technology, innovative
management and financing techniques can make a significant

xill
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The Department will foster research,
evaluation, and demonstration of
promising new technologies.

Where Do We Go From
Here?

contribution to the efficiency and performance of the
transportation system. Research on methods of reducing vehicle
noise and air pollution must also be a significant focus of
attention.

Although technological advances alone cannot solve our
transportation problems, new forms of freight and passenger
transportation offer exciting potential for the future. In
cooperation with State, local, and private groups, the Department
will foster research, evaluation, and demonstration of promising
new technologies to carry travelers in high-density intercity
corridors, including such options as high-speed rall, magnetically
levitated trains, and tiltrotor aircraft. The Administration will also
work with State and local governments and private industry to
develop "intelligent vehicle/highway systems® that integrate the
latest computer and communication technology to improve the
safety and efficiency of our highways.

Many other Federal initiatives are underway that will affect motor
vehicles. DOT will work actively with other Federal agencies
involved in research on automobiles and other motor vehicles, to
improve fuel efficiency, reduce vehicie emissions, promote
alternative fuels, and increase design safety, occupant protection,
and crashworthiness of vehicles.

Transportation innovation relies upon effective dissemination of
information and research results. The Department is committed
to enhancing and increasing availability of transportation data and
research results, and reinforcing the program of transportation
research in the Nation's academic and business communities.
Greater awareness of the opportunities and challenges in
transportation and improved transportation education are both
vital to the effort to build transportation expertise in the 21st
century.

The Department is in a unique position to learn of and share
information about innovative transportation technologies and
operations being developed around the world. Through its
cooperative programs with other countries, the Department will
step up Its efforts to make certain that the U.S. transportation
community is aware of and has access to emerging technological
advances.

It is critically important to begin immediately the national effort to
implement this transportation policy. Major reauthorizing
legislation will be enacted in the near future to ensure that the
Federal Government can carry out its obligations to provide safe
and adequate airport and airspace operations, to sustain a safe
and adequate national network of highways, and to support vital
urban mass transportation systems. Other legislation will be
proposed by the Department to address key concems involving
rafiroad, merchant marine, Coast Guard, and safety functions.
During this year, the Department will also begin pursuing a
number of important regulatory policy changes, many of which
will require new legislative authority.
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Much can be done to achieve national transportation policy
objectives by redirecting the resources and endeavors of the
Department of Transportation. During this year and in following
years, the Department will work to ensure that this policy is fully
implemented. As years pass, the resuits of these initial efforts will

be available to support future decisionmaking.

For the longer term, the Federal Government must maintain the
mechanisms for integrating ideas from all parts of the
transportation community that have worked so well to support
development of this policy. The Department of Transportation will
establish a continuing strategic planning capability to carry on the
forward-looking, muitidisciplinary, muitimodal approach to
transportation that this process has fostered.

The Nation must invest today to We must make wise use of existing resources and launch longer

meet tomorrow’s transportatio term efforts to put new systems and facilities in place. The

neecs. ' Department will review the transportation policy agenda
continuously to ensure that programs and individual actions fit
within a sound overall national policy framework and that those
programs and actions remain sensitive to the changing
conditions and needs the transportation system Is facing. The
Nation must invest today to meet tomorrow's transportation
needs.
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. I
CHALLENGES AND OPPORTUNITIES

The Nation's vitality has always been linked to mobility—from
immigrants coming to our shores to wagons moving West, rail
lines spanning the continent to ships and planes fanning out
across the oceans, and now vehicles racing into space.
Transportation is an engine for economic growth, and a link
between the regions and the businesses and the people of the
Nation and the world. Americans have moved farther, gone
faster, and made more progress as a nation than any other
society in history. As we enter the 21st century, our
transportation system, the symbol of that movement, will drive our
growth, foster our freedom, and signal our success in forging
solutions to the social and economic challenges we face.
America's success in building and developing transportation is a
proud accomplishment. Through our combined talents and
resources, imagination and innovation, transportation will be
tomorrow-as it has always been in the past—integral not only to
the way we live but also to building a better America for the
future.

WHAT WE HAVE ACHIEVED

After more tharf 100 years of industrial and technological
development, the United States has a mature transportation
industry. The basic technologies for railroads, shipping, highway
vehicles, and mass transit were developed decades ago, and
those systems are well established today. The array of airports
that began in the early days of commercial aviation in the 1830's
served 90 million flights in 1988. In 1956, President Dwight D.
Eisenhower initiated the National System of Interstate and
Defense Highways-—our “Interstates"~for the first time creating a
unified network of roadways designed for high-speed, efficient,
safe motor vehicle travel across the country. Today, that system
is virtually complete.

Now the focus must shift from building the Nation's basic
transportation systems to adapting and modemizing
transportation facilities and services to support economic growth,
meet the competitive demands of the international marketplace,
contribute to our national security, and improve the quality of life
for all Americans.
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THE CHALLENGES WE FACE

Demands on Transportation
Are Growing and Changing

Competition Creates
Increasing Pressure for
Productivity

Our transportation system faces great challenges in coming
decades—increased competition in the world economy, Federal
budgetary constraints, growing demand for mobility, an aging
poputation, and continued shifts in urban and regional settiement
patterns.

We are seeing new and far more complex pattemns of trade and
commerce, which drive transportation demand. The U.S.
economy Is increasingly dispersed, with the rise of more service-
based industry, the spread of population and commercial and
industrial activity into suburban and rural areas, and the
emergence of centers of growth and development in the South
and West to match the North and East. Beyond the growth and
shift in population, different Iifestyles and the trend toward smaller
households generate diverse mobility needs. Not only are
transportation policies and investments influenced by these
patterns, but transportation also plays a major role in reshaping
the patterns.

As job markets shift and households relocate to different parts of
the country, family circles stretch across the continent and people
travel longer distances for personal as well as business trips. The
increasing number of people vacationing and working in other
countries has the same effect on international travel: airlines have
seen huge growth in passengers moving between the United
States and Europe, Asia, and other continents. In business and
industry, domestic companies that span the country and
multinational corporations that span the globe require long-
distance passenger travel and also change the pattemns for
movement of freight around the world. Exports account for a
substantial and growing share of annual U.S. production, while
imports from other countries are playing an increasing role in U.S.
markets. Such cargoes must be moved across the oceans and
across our borders, in most cases by more than one mode. Not
only basic transportation services but also intermodal
connections have to work smoothly, requiring a shift in traditional
ways of doing business.

Along with the aging of the population and the slowing growth in
the workforce, the challenges of global competition place an
increasing premium on productivity gains to maintain the U.S.
standard of living. The move toward a single integrated European
market in 1992 highlights the importance of remaining efficient
and competitive. The tearing down of the Berlin Wall and the
opening up of Eastern Europe create entirely new trade dynamics
and new opportunities. Strong international competition and
domestic competition increase the pressure on all industrial
sectors to improve efficiency, maintain high-quality goods and
services, and save on costs and resources. The consequence of
not staying competitive will be to lose business to foreign rivals
and reduce the standard of living in the United States.
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~ For manufacturers, the competitive pressures have created a
movement toward “just-in-time” production: to cut the cost and
inefficiencies involved in holding large levels of inventory, goods
do not arrive until just before they are needed in the
manufacturing process. For carriers, this means an increasing
emphasis on fast and reliable service. Leaner industrial
operations dictate leaner transportation service and increasing
fiexibility in both sectors to accommodate change on short
notice.

Transportation providers must also adapt to natural resource
constraints and costs. Energy is only one precious resource to
be conserved. Scientists warn us that for the short term and the
long term we must protect our air, water, and other natural
resources if we are to have a livable environment for the future.

Lifestyles Are Altering .. Many economic and technological changes are transforming the
Attitudes and Expectations day-to-day Iife of American households and altering the demands
_ and challenges facing the transportation sector. Increased

awareness of other people and places and increased global
economic activity create a greater interest in travel and greater
demand for cargo movement to world markets. At the same time,
Americans share a greater sensitivity to the importance of the
environment and the close interaction between transportation
activities and air and water poliution, as well as the use of energy
and other environmental resources.

Changes in the relative technical and financial capabilities of the
Federal, State, and local governments and private interests,
evolving institutional traditions, and competing priorities for
resources have also altered people’s expectations and focused
attention on the roles of the private and public sectors. Changes
in attitudes and expectations affect transportation along with the
other functions of the economy and of government.

THE OPPORTUNITIES TO TRANSFORM TRANSPORTATION

As we move toward the 21st century, there are many
opportunities for the Nation and for transportation, including new
technology and innovative management and financing techniques
in both the private and public sectors. Advances in human
factors engineering, microelectronics, computer technology, and
new materials offer considerable promise for improving
transportation construction and operations.

New Transportation We may soon see “intelligent vehicles” operating on “intelligent

Technology highways" that permit monitoring the location of traffic, guiding
vehicles to less congested routes, controlling their speed,
maintaining vehicle spacing, and reducing delays and accidents.
Within the next 30 years, these systems may evolve into full-scale
automated highways.

For trips of 100 to 500 miles, electric-powered, high-speed rall or
magnetically levitated trains, already in operation or under
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development in Europe and Japan, may provide an economical
alternative for passengers to move directly between major city
centers in heavily traveled corridors. These technologies would
also help reduce the Nation's dependence on petroleum fuel.
Titrotor aircraft, which combine the helicopter's capacity for
vertical take-off and landing with the comfort and cruise efficiency
of turboprop airplanes, have also been proposed as a way to
move people between relatively close cities. For long-distance
international travel, a new generation of long-distance aircraft
traveling at more than five times the speed of sound is on the
drawing boards.

The new systems we develop will supplement but not replace the
systems we are using today. Technical improvements will
continue to be made to familiar transportation systems and
vehicles to make them safer, more fuel efficient, environmentally
less damaging, and more economical to operate. For example,
improvements are being developed for freight transportation,
including faster, more fuel-efficient ships, railroad locomotives
and equipment, and more fuel-efficient and lower emission trucks.

Advances in Dramatic developments in telecommunications, many of which

Telecommunications are still unfolding, are transforming and improving the efficiency
of transportation and creating new opportunities, such as
“telecommuting.” At home and in business, new applications of
video and data technology--computer networks, facsimile
machines, telephone conferencing—-are opening a wide variety of
options, allowing decentralized business operations and
permitting more people to work at home and conduct other
activities with less travel.

Computer and telecommunications technology have led to
unprecedented gains in the ability to organize and manage
transportation operations—streamlining travel reservations and
billing, facilitatimg customs procedures, expediting documentation
of freight shipments, tracking goods, and dispatching vehicles.
The United States has led the world in developing a satellite-
based Global Positioning System to check the position of vehicles
and cargoes in the air, on the highways and railroads, and in
shipping lanes. Yet we have only just begun to tap the potential
of electronics to help route vehicles more efficiently and safely.
Improved communications through electronic data transmission
are producing better information, greater control of vehicies and
systems, and increased efficiency. We will soon see fiber optics
transmit electronic data and images across the country at a
speed equivalent to 50,000 typed pages per second. New high-
performance computing systems will permit the calculations
necessary for more sensitive weather forecasting and will improve
the control and operation of advanced aircraft.

Innovations in Management  Innovative approaches to managing and financing transportation
and Financing are emerging that offer great promise for improving the efficiency
with which we use our transportation system and for attracting
additional investment to transportation. State and local
governments and the private sector are finding new ways to work
together to solve their shared transportation problems. For |
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A Vigorous Private Sector

example, many State and local governments across the country
are working with the private sector to build new highways as toll
roads, with private sector involvement that ranges from financing
and managing construction to owning and operating the roads.
Innovations In air cargo and parcel delivery services set the
standard for other transportation providers. improved techniques
for operating and marketing transportation services have been
introduced in the 150-year old raiiroad industry. Integration of
trucking companies, shipping lines, and air carriers has improved
the productivity and attractiveness of many services. Public
transportation is following the lead of other industries with new
types of services and fares to increase revenues and ridership;
major corporate employers are working with transit systems to
encourage employees to use transit. “Value capture® is being
used more widely so the public sector can, as the term implies,
capture some of the value of investment in highways and transit
systems through special assessments on adjacent land and
businesses that can be returned to the transportation system.
Both the public and private sectors continue to find that pricing
can be used in new ways to deal with peak-hour congestion and
other transportation problems.

The vigorous, competitive transportation industry continues to be
the preeminent source of the mobility that Americans enjoy and
the major source of innovation and advances as we look to the
21st century. The flexibility and diversity of the U.S. economy
allow private companies and individuals to adapt efficiently and
quickly to the demands of consumers and the entire economy.

Since the late 1970's, transportation providers have been released
from many of the hobbles of Federal economic regulation,
unleashing creative and competitive energies in the transportation
industries on a scale not seen since the boom years when
railroads, planes, and motor vehicles were new. In the 1880's,
previously redulated transportation companies across all modes
have introduced innovations in service, route systems, fares, and
operating strategies unprecedented in modern transportation
history. They have become more efficient, as they now have the
incentive and the flexibility to pursue productive and profitable
investments—investments to meet service demands and also to
help make their operations safer.

Traditional distinctions and barriers between modes and types of
service are being broken down, spurring improvements and cost
reductions in transportation service. That process will continue
as Federal, State, and local barriers to more efficient, service-
oriented transportation are eliminated. One of the greatest
opportunities for improving transportation efficiency and service
in the future lies in allowing market forces to work, minimizing
government intervention, and increasing flexibility for the private
sector.
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The Tradition of an
Iintergovernmental
Transportation Partnership

Transportation has benefited from a long tradition of Federal-
State-local partnership, a partnership that has bulit and
maintained most of our transportation system. That partnership
represents a foundation we can build upon to create the
transportation system we need for the future.
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The Natior's transponation 5l was 17.8 % of GNP in 1988.

‘l want to develop a transportation
policy statement that responds to

the needs and desires and hopes of
Americans all across the spectrum.
One thing | feel very strongly about
is that we're all in this together. We
can have a great transportation
system if we work together—and only
if we work together.*

- Samuel K. Skinner
Secretary of Transportation

i
AMERICA'S TRANSPORTATION
CONCERNS

Transportation touches the lives of all Americans—it affects their
economic well-being, their safety, their links to other people and
other places, the quality of their environment, their access to
education and cultural activities, and their security at home and
abroad. When transportation does not work well, it can be a
source of great personal frustration and economic loss. Safe
and efficient transportation, by contrast, supports the freedom
and opportunity Americans have always cherished.

Americans spend nearly $800 billion for transportation products
and services annually. In one year, the U.S. records 3.5 trilion
passenger-miles of travel and 3.4 trillion ton-miles of freight traffic.
Transportation and transportation-related businesses employ
one-tenth of America's work force. Transportation is also by far
the largest user of petroleum in the country and a major source of
urban smog and “greenhouse"” gases that affect the global
environment. And transportation accidents resulted in almost
50,000 deaths in the United States in 1988.

An understanding of what Americans want from their
transportation system is as important to the formation of
transportation policy as analysis of facts and figures. To gaina
better understanding of how Americans view the transportation
system, Secretary of Transportation Samuel K. Skinner launched
a nationwide eutreach effort in July 1989. In public hearings,
focus group sessions, seminars with transportation experts,
numerous informal discussions, telephone calls, letters, and
reports, Americans across the country voiced their thoughts. The
Department heard from every segment of American society-from
those who live in cities, suburbs, small towns, and Indian
reservations; from bicydlists, transit riders, railroad travelers,
boaters, auto users, and frequent fiyers; from retirees and
disabled citizens; from those who labor in transportation and
those who invest in it; from transportation providers; from freight
shippers and brokers; from industry groups and associations of
all kinds; from university professors, scientists, and transportation
planners; and from public officials who face transportation issues
in local, State, and Federal Government.

The views expressed during the hearings and in writing were as
diverse as the people who expressed them; they cut across
markets and modes and occasionally generated strong
disagreement among those who spoke at hearings. Many of the
participants directed their comments to shortcomings or
problems they perceived in the transportation system. However,
even when they cited problems, people generally reinforced the
view that the U.S. transportation system and the principles
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underlying it are fundamentally sound. Most comments
recognized the importance of the private sector and market
forces in transportation. Although many participants in the
outreach hearings looked to the Federal Government for
guidance and leadership in addressing transportation issues, their
comments also clearly revealed the value and necessity of State,
local, and private sector involvement and responsibllity for many
functions in transportation. Many examples of innovative State,
local, and private sector transportation projects and initiatives
were mentioned by outreach participants. Some of these are
highlighted in the following sections.

Those who participated in the hearings and those who submitted
written comments provided valuable insights that, together with
other information about transportation conditions, trends, and
needs, contribute to the national transportation policy presented
in the next chapter. This chapter summarizes transportation
issues and concerns within the six policy themes of this national
transportation policy statement.

MAINTAIN AND IMPROVE AMERICA'S TRANSPORTATION SYSTEM

‘In 1956, the interstate highway
system and the trust fund captured
the Nation's imagination and-with
energy and engineering skills-built
magnificent highways and bridges
across the countryside. But that
was the past generation's program.
Our generation will be known not for
what we have built, but for what we
will maintain.®
-~ Ross Sandler
New York City Department
of Transportation

Across all markets and all parts of the country, the transportation
issues raised most frequently were the condition of the
transportation infrastructure and demand for greater capacity.

Preserving the Infrastructure

Many participants in the Department’s outreach process
expressed concern about the state of repair of highways, bridges,
and other facilities in the transportation system. As Americans
have increaseg their reliance on highways for both passenger and
goods movements, the highway infrastructure has deteriorated
faster than originally anticipated. Transportation planners and
engineers point out that much of the highway infrastructure is
nearing the end of its economic service life and needs major
rehabilitation or replacement. For example, according to Federal
Highway Administration statistics, 23 percent of the 575,000
highway bridges in the United States are structurally deficient and
another 19 percent are functionally obsolete.

Many of those who participated in the outreach process share the
view that the condition of the transportation infrastructure has a
direct effect on U.S. productivity. An economist with the Federal
Reserve Bank of Chicago cited data suggesting that higher levels
of investment in infrastructure of all kinds are associated with
higher rates of productivity growth. He compared the United
States to Japan, a country that has made large investments in
infrastructure and has experienced high productivity growth.
However, he and others cautioned that many other factors
influence productivity and that more evidence is needed to
understand when and how public and private infrastructure
investment can help improve productivity on a national scale.
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‘Many suburbs have encouraged
land development patterns that are
proving difficult to serve.’

~ Sara LaBelle
lllinois Chapter
American Planning
Association
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Using What We Have

Americans recognize the value of the investment the Nation has
made in transportation facilities and vehicies, and the importance
of getting the most from that investment before spending to
create new capacity. Throughout America, people have ideas for
ways their communities, transportation operators, and
transportation users could get better use of the existing
transportation system-—for example, by using suburban shopping
center parking lots for park-and-ride commuting, adopting flexible
work-hour schedules, synchronizing traffic signals for more
efficient traffic flow, improving transit schedules and encouraging
greater transit ridership, giving preference to high-occupancy
vehicles in highway and air transportation, and increasing use of
railroads.

Increasing Capacity

Traffic congestion is a growing problem for many cities and
suburbs. In 1987, 65 percent of peak-hour travel on urban
interstates experienced congestion, up from 61 percent just two
years previously. Many people complain of increasing traffic
congestion in the suburbs on weekends and during the middle of
the day. Business and leisure travelers experience delays in air
travel. The extent of this congestion has been estimated by the
Federal Highway Administration and the Federal Aviation
Administration:

-~ Highway travel delays in urban areas now total more than two
billion hours annually, costing billions of dollars in lost working
hours and economic production.

- 21 primary airports each now experience more than 20,000
hours of annual flight delays at a yearly cost to airlines and
U.S. businesses of at least $5 billion; by 1997, 33 airports are
forecast to'experience this level of delay.

33 Airports Forecast to Exceed 20,000 Hours of
Annual Delays in 1997
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“In California, we are emphasizing
flexibility-solving problems instead
of targeting modes.*

-  Robert K. Best, Director
California Department
of Transportation

To relieve this congestion, the public and private sectors are
combining their resources and expertise to bulld new
transportation capacity. Alliance Airport, located outside Dallas,
Texas, offers one example of cooperative private, State, and local
efforts to provide new capacity for air cargo and passenger
transportation.

ALLIANCE AIRPORT
North Tarrant and South Denton Counties, Texas

Alliance Airport is a new general aviation and air freight faclity
built to ease the crowding at Dallas-Ft. Worth International
Airport. The development of the airport demonstrates a
forward-thinking approach to planning and providing needed
transportation capacity. Cooperation among private
businesses and State, local, and Federal governments allowed
the airport to be built quickly. A creative financ

arrangement combined a private land donation, State-local-
Federal construction funding, and ad valorem taxes on
business revenues to cover airport operating and maintenance
costs. By attracting air cargo and general aviation flights from
other airports, Alliance will relieve airport congestion in the

region and generate new business and jobs. .

improving Connections

During the outreach, many people expressed a desire for
transportation providers and government agencies to provide
better connections among urban, interstate, and rural roads, and
between streets and mass transportation, air and surface travel,
and seaports and inland transportation. They urged a greater
intermodal or muitimodal perspective on the part of both
transportation companies and government agencies, citing a
common tendency to concentrate on a single mode without
considering the interaction with other modes. People also
highlighted the growing potential for intermodal transportation of
both goods and passengers. Many called for coordinated efforts
by transportation operators, local planners and engineers, and
public officials to ease transfers between rai and bus, urban
transit and longer-distance travel, and airport and ground
transportation.

Many of the comments about the importance of effective
transportation connections came from residents of rural areas.
Residents of the Appalachian region cited the need for improved
roads to provide the access required for economic development.
Farmers in the Midwest noted that links among trucks, raliroads,
and ports are necessary to move grain and agricultural goods
from the farmlands to markets. Other rural citizens described
how better connections to intercity buses, raliroads, and airlines
could improve their access 10 metropolitan centers.

Representatives of State and local governments emphasized that
greater flexibility in transportation funding programs would
improve their ablity to develop better links among transportation
systems. They want to be able to use a variety of private and
public funding sources to achieve the right mix of transportation
facilities and services for their particular circumstances.

10
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‘We are no better than the
information we use to make
decisions.*

—  Pete Corpstein, Chairman
Committee on
Transportation
Arizona State Senate

Planning Better

To address both immediate and long-range transportation needs,
many concerned citizens and public officials called for more and
better transportation planning. They emphasized the need for
greater sensitivity on the part of local and regional officials to
emerging development patterns and transportation demands and
a stronger link between planning and transportation decisions.
Transportation professionals also indicated that the amount of
transportation data available for planning purposes has declined
in recent years and that It is important to have more
comprehensive and up-to-date information at all levels to support
sound transportation decisions for the future.

PROVIDE ADEQUATE FINANCING FOR TRANSPORTATION

Funding must be sought outside of
the traditional governmental process
by looking to public-private
partnerships with commensurate
shared responsibility.”
— Robert Aaronson, President
Air Transport Association

Many participants in the outreach process stated their belief that
the United States as a society has not given sufficient emphasis to
our transportation infrastructure and that more investment will be
necessary to build and rehabilitate transportation facilities to meet
future demand. Estimates of future transportation investment
needs vary widely, depending particularly on the different
assumptions underlying the projections, but all of them exceed
current levels of spending. Those who participated in the
outreach do not expect these needs, whatever their level, to be
filled by a single, all-purpose source; rather, a variety of public
and private sources for financing transportation improvements
were mentioned.

Increasing Reliance on the Private Sector

There is widespread recognition that the United States will need
to rely more on the private sector to finance facilities and services
in virtually every area of transportation. During the outreach
process, public officials from several States offered examples of
successful private investments in transportation. Local
governments are also tumning to the private sector to provide
public transportation services. Many participants in the hearings
encouraged greater use of innovative financing approaches,
including private financing initiatives and joint ventures by private
companies and State and local governments. New projects to
build toll roads through public-private cooperation and financing
were mentioned frequently.

1
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“Where user fees are appropriate,
collect them. But if they are to be
collected, use them.*

- Margie L. Crace, President
National Business
Travel Association

TOLL ROADS
Orange County, California

A public-private partnership has been formed in Orange
County, Sﬁfmﬁ'; to build three state-of-the-art toll highways.
In the face of growing congestion and constraints on public
funding, the County plans to build the roads with a
combination of Federal, State, County, and private sector
funding. Landowners adjacent to the new roads are already
paying special assessment fees to help cover a significant
share of the roads costs. Public revenue bonds will also be
issued, to be repaid from tolls to be collected from motorists
who use the roads. New toll-collection technology will be
used to eliminate the need for most vehicles to stop to pay the
toll. Regular users can prepay a set amount, then place a
coded card in their car window. As these vehicles pass each
collection point, the tolls will simply be deducted from the
prepaid amount, until owners are notified that they must
replenish their accounts.

Using the Trust Funds Effectively

Industry representatives and transportation users expressed
concern about how the transportation taxes they pay are used.
Many participants in the Department’s outreach process spoke of
restoring the “trust® in the Federal transportation Trust Funds by
devoting Federal transportation excise taxes and user fees solely
to transportation purposes. Few people recognized, however,
that Federal spending out of the Highway Account of the Highway
Trust Fund has exceeded Federal receipts from highway users
into that account over the last decade. For transit and aviation,
there has been significant Federal spending from general
Treasury funds, in addition to the transportation trust funds, and if
General Fund 'support is included, Federal expenditures have
greatly exceeded receipts in those areas as well. Faiure to
recognize these points has contributed to the misconception that
transportation users have not seen Federal transportation
investments commensurate with the user fees they pay.

Stimulating Private Investment Through Tax Policies

Federal tax policies can have a considerable effect on
transportation financing. Private transportation companies
increased their investment in physical plant substantially under
Federal tax laws in the 1980's. On the other hand, some
participants in the outreach process suggested that current tax
policies, such as those on debt versus equity financing, can make
it more difficult to raise money for capital-intensive transportation
ventures.
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IMPROVE COMPETITIVENESS AND EFFICIENCY IN OUR
TRANSPORTATION INDUSTRIES

Competing in the Worid Market

“We are watching EC'92 with great American shippers and transportation providers are increasingly

concern...We need a regulatory concemned about the pressures of giobal business competition
m%aﬂt’:tl s’z"gfox’: U’;"g‘;"s"’“, and the need to strengthen American transportation to remain

uickly to change. competitive in international trade. In the policy outreach process,
ey shippers and carriers alike urged the Federal Govemment to
i Price, Vice President  repeal outdated rules and requirements that make &k difficult for

'CSX Corporation U.S. transportation providers to control their costs and attract
business. This is of particular interest in the 1990's, with the
upcoming 1992 unification of one of the United States’ biggest

. markets and most powerful competitors, the European Economic
THE GROWTH OF U.S. EXPORT AND IMPORT TRADE commumy

Participants in the outreach process also urged the United States
to continue to use international forums to advance U.S. interests
in transportation—by, for example, negotiating improved access
to foreign markets, removing barriers to efficient business
practices, and establishing greater uniformity in transportation
equipment, construction, and operating standards, especially
standards for aircraft and auto safety and aviation security.

WE Y A T e . Private providers have forged ahead with creative new ideas for
operating more efficiently and competing more effectively for the
increasing volume of international goods movements.

DOUBLE-STACK TRAINS

In the 1980's, American President Lines, one of the major U.S.
marine shipping companies, and Southem Pacific Railroad
pioneered the development and introduction of double-stack
rail equipment for carrying shipping containers. This
innovative new equipment has a lower base than conventional
railroad cars and allows containers to be stacked two high
without exceeding the standard clearances allowed in rairoad
tunnels and bridges. Coinciding with the growth in
international container freight, the double-stack trains initially
hauled millions of marine containers of international traffic
from West Coast ports to inland points or to Eastern ports for
movement to Europe. More than 100 dedicated double-stack
trains now leave the West Coast each week for eastern points.
Returning westbound trains are used to carry
domestic and export freight. Attracted by the fast and reliable
service and cost of 25 percent or more, many U.S.
companies are now using double-stack service to haul purely
domestic cargoes on other routes.
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°l think that the single most
important issue...can be summed up
in one word. The word is uniformity.
...do everything you can to eliminate
the special interest laws that -
increase costs, impede the timely
flow of goods, and do little to
improve safety.”

-  Siro DeGasperis
United Parcel Service

Competing on Equal Terms

Many business interests, carriers, and concemned citizens believe
that the transportation system cannot function effectively unless
the various modes of transportation are allowed to compete with
each other on a more equitable basis. They cited a variety of
subsidies, statutes, and regulations that can create untair
advantages or disadvantages to a particular mode or group of
competitors. .

Facilitating Interstate Commerce

Transportation providers participating in the hearings testified that
they are covered by a “crazy quilt® of local restrictions, including
truck licensing and weight limit restrictions and airport noise
restrictions. For example, 37 of the 38 largest U.S. hub airports
have use restrictions on aircraft operations to reduce noise
impacts on surrounding communities. Noise curfews and other
restrictions on aviation operations can reduce transportation
efficiency and adversely affect interstate commerce. On the other
hand, representatives of local communities described these
restrictions as appropriate exercises of their public
responsibilities.

Overhauling Outdated Regulations and Policies

Many in the transportation industry share the sentiment that
decades-old laws and government restrictions should be
reexamined in light of current competitive conditions. For
example, many railroad laws were put in place before the other
modes were strong competitors, and the railroad industry is still
covered by these unique, burdensome Federal requirements,
hampering the railroads’ ability to compete for business. Also,
many maritime laws date back to the 1920's and 13830's.
Economists, business operators, and industry groups suggested
that present transportation subsidy and user charge systems may
not match patterns of use, costs, and competitive circumstances
in the 1990's and that they should be reexamined as well.

14



pRAFT—February 8, 1990-NOT FOR RELEASE

ENHANCE PUBLIC SAFETY AND STRENGTHEN OUR NATIONAL

SECURITY

M

*Highway safety still ranks as one of

the highest concerns of our citizens.

Over 80 percent favor stricter laws
for DWI convictions, more law
enforcement, stricter courts, more
funding for highway safety and
continued involvement of all three
" levels of government in highwa
safety.” .
- Ross Kelly :
Assistant County Engineer
Spokane County,
Washington

improving Safety

In 1988, 49,850 people were killed in this country in accidents
involving highway traffic, air, marine, railroad, and pipeline
operations. Transportation accidents cost the United States an
estimated $90 billion each year in lost income, property damage,
medical and other expenses. During the Department’s policy
hearings, transportation professionals and private citizens alike
noted the importance of tough safety laws, better enforcement
programs, driver education, as well as vehicles and safety devices
that can better protect drivers and passengers.

TRANSPORTATION DEATHS IN 1988

Rai Rapd Transk il!

Gas ang Liquia Posine |20
-

Waterborme Commerce ‘ls

Commercial Aviation l:n
-

Rairoad §510
General Avigtion [ 805

Recrestionsl Bosting [l 946

 em———

Increasingly, States and local communities also are developing
programs to foster improved transportation safety. Duringthe
outreach process, citizens emphasized that govemnment agencies
atalllcvdsdgavemttshoddtakeanacuvudohprotedino

safe. They also want to be protected from hazardous materials
transported on roads, raiiroads, pipelines, and other systems.
People look to the Federal Government as a major force in
promoting safe transportation.
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*Human error...is the most pervasive
fundamental problem and limitation
to achieving safety and efficiency in
the operation of our transpontation
systems.*

—  Dr. John Lauber, Member
National Transportation
Safety Board

“The key to preparedness is
foresight. We have to be one step
ahead of terrorist groups at all times,
geographically, psychologically, and
especially technologically. We have
to know where they will strike, why
and how.*

~  Charles E. Newman
Deputy Superintendent
New York-New Jersey

Port Authority Police

°...the capability of our military forces
is directly dependent on our ability
to move them rapidly and efficiently.
...there is no U.S. defense
transportation system without a
robust civilian transportation

system.*
-~ General John Cassidy

United States -
Transportation Command

PROJECT SAFE
Waterbury, Connecticut

The city of Waterbury, Connecticut, ‘Project SAFE" in
1885 with a program to promote use beits and chid
safety seats, supported by funding from the DOT
:;l'd the Natlo?al Highway Traﬂ::’ :g uAddminlstmion Thie
ety campaign soon expanded to e special campaigns
to reduce drugged and drunk driving and to increase
pedestrian and bicycle safety. Project SAFE has successfully
brought together many different players, including the mayor,
schools, hospitals, employers, police, tavern and bar owners,
and twelve surrounding communities, to improve traffic safety
in the Waterbury region. One indicator of its success is a
major increase in safety belt usage—from 7 percent in 1984 to

57 percent in 1987.

Traffic safety specialists point to human error as the major cause
of transportation accidents. They emphasize that improving the
human-machine interface offers the greatest potential for
improving transportation safety in the future. Some vehicle and
system designs now available already have exceeded many
operators' capacity to use them safely and effectively. The
National Transportation Safety Board cautions that advanced
transportation systems seem to invite new forms of human error,
often leading to gross blunders rather than the relatively minor
errors associated with traditional systems. This calls for
increasing attention by transportation operators manufacturers,
and others involved in transportation research, design, and
engineering.

Supporting National Security

Americans want to be sure of their security when they trave! in the
United States'and abroad. In the outreach process, many
comments were directed to airport screening procedures,
installation of new screening technology, improved information
for U.S. travelers, and better coordination of international
transportation security practices. Citizens expect airlines,
airports, and government agencies to use these tools to improve
the security of travel.

The fiow of llegal drugs into this country is another major national
security issue. Recognizing that drug-related crimes have
become a focus of concer across the United States, citizens and
transportation officials support efforts to track and intercept drug
shipments moving into the country and through the transportation
system, and to prevent use of drugs and alcohol by vehicle
operators and other transportation workers.

Efficient, competitive transportation is also critical to the Nation's
military preparedness and to the Defense Department’s abiity to
deploy and sustain U.S. defense forces. A particular concem for
defense is the decline of the U.S.-flag merchant marine. U.S.
shipping lines have proposed a variety of private sector coupled
with reforms of government programs that can improve the
situation.
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CONTRIBUTE MORE TO THE QUALITY OF LIFE FOR ALL AMERICANS

“The automobile is as American as
apple pie, but just like eating too
much apple pie will make you sick,
too many cars on our roads and
streets degrade our quality of life...*

- George Ivey, Jr.
Chairman of the Board
Metropolitan Atlanta
Rapid Transit Authority
Atlanta, Georgia

‘There really ought to be an
affordable, convenient, mass public
bus and train transportation
system...For the poor, the disabled,
the elderly, the economically
disadvantaged...and for people who
do not know how to drive, itis a
devastating problem.*

- Roberta Gallant
Laconia, New Hampshire

Protecting the Environment

The environment and the quality of Iife are important to
Americans. In the policy outreach process, environmental issues
brought out strongly held, sometimes opposing views. Many
people would like to see more use of environmentally sound
transportation vehicles and modes of transportation. Transit and
rail service were frequently cited as offering environmental
benefits over auto and truck travel. A substantial number of
participants in the outreach hearings urged that environmental
goals be given greater weight in transportation decisions in both
the public and private sectors, although there are widely differing
views on the appropriate balance between environmental and
economic goals.

More people are now aware of catastrophic ol spills in our
oceans, ports, and inland waterways and of the effects of these
spills on wildlife, the natural environment, and the quality of life.
In the wake of the Exxon Valdez spill off the coast of Alaska, many
observers called for more action by private companies and the
Federal Government to prevent oil spills and provide effective
cleanup of spills that do occur.

While the effects of transportation activities on air and water
quality are the most frequently mentioned environmental issues in
transportation, citizens are also concerned about noise from
nearby airports and highways. Many neighborhood
representatives testifying in the Department's outreach hearings
noted that transportation noise disrupts their activities, although
airline officials observed that aircraft noise has been considerably
reduced around airports over the past five years.

Extending Mobility to All

The mobility that characterizes our Nation is not fully available to
many Americans. Witnesses at the outreach hearings spoke
often of the need for government and transportation providers to
make greater efforts to extend the benefits of transportation to
those who have not been well served. The elderty poputation, the
most rapidly growing segment of Americans, would benefit from
automobiles that are easier to operate, more readily accessible
public transportation facilities and vehicles, longer walk cycles for
pedestrians at intersections, and better-lit and easier-to-read
highway signs.

PERCENT OF U. S. POPULATION BY AGE GROUP
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Many citizens would like vehicles of all kinds—-buses, automobiles,
aircraft, and railcars—to be made more accessibie for the millions
of Americans who have some physical or mental disabiity.
Disabled citizens cite a lack of appropriate transportation as the
chief barrier to getting jobs and being fuilly productive members
of their communities. There is wide support for Federal legislation
guaranteeing the rights of the disabled. At the local level, where
direct responsibilities for transit accessibility lie, there are positive
examples of successful efforts to serve disabled and elderly
travelers, such as those of the Seattle Metro Transit System.

METRO TRANSIT SYSTEM
Seattle, Washington

Ten years ago, Seattle's public transportation system made a
commitment to provide a mix of public transportation services
for disabled citizens. It installed lift equipment in buses
operating on regular fixed routes, coordinated non-profit van
services in sparsely populated areas, and provided subsidies
to the disabled for taxi service where transit cannot
accommodate them. One source of Seattle Metro's success
in serving disabled travelers is the team of representatives
from labor unions, the disabled population and specialists in
meeting their needs, as well as METRO management, who
give ongoing advice on ways to improve the system.

FOSTER TRANSPORTATION TECHNOLOGY, INNOVATION, AND

EXPERTISE

“We must act quickly to deploy safe,
reliable and cost-effective
transportation technologies-such as
monorail and maglev—-to unlock
traffic gridlock in urban/suburban
corridors.*

-~ Michael D. Antonovich
Los Angeles County
Board of Supervisors

Developing New Transportation Technologies

Americans are excited about the possibilities of new
transportation technology-new high-speed passenger rai
service, hypersonic planes, tiitrotor aircraft, magnetically levitated
trains, global positioning systems for air and marine navigation,
and intelligent vehicle/highway systems.

Development of these and other technical advances depends
upon continued research and the equipment and faciities to
support it. Most research into new transportation technology will
continue to take place in the private sector. In fact, even in space
transportation, private companies are launching research
satellites and providing other services, which were once provided
solely by the Federal Government. Twenty years after man's
landing on the moon, people are now aware of the great potential
for space transportation to contribute to a growing range of
commercial and industrial activities, including communications
satellites and scientific research.
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W0IREIHIS 7 VYW W0 IT
facal Years

Technology is an essential tool in
addressing transportation problems.
Dedicating resources to research
and development is the only way we
can hope to anticipate the future and
gain a competitive foothold in the
next generation of transportation
technologies.*

- KayOrr
Governor of Nebraska

“Our nation's policy should be to
strengthen the relationship between
government, education, and
industry. We must have an
education system that can deliver
job-ready and job-literate young
people.*

= Neil Mann, Vice President
Amtrak

SPACEPORTS IN FLORIDA AND HAWAII

Both Florida and Hawaii are developing commercial space
Centers. A center for R&D and commercial applications,
including a satellite launching facility, is taking shape in
Florida. This joint effort of the State of Florida, Brevard
County, universities, business, and the Federal Government
will be a fully equipped facility for commercial and civil launch
services and payload processing. The State of Hawaii is also
planning a commercial space launch facility. Its island
location near the Equator makes Hawaii well situated for
equatorial as well as polar orbital launches.

The Federal Government can stimulate research initiatives in
transportation by creating an overall climate for new ideas and
new approaches in transportation. While recognizing the limits
on Federal funds and other resources, most observers still see
the Federal Government as an important catalyst for research and
development; they support devoting more Federal transportation
dollars to research. In response to these concerns, the
President's FY 1991 budget includes a 26 percent increase in
Department of Transportation spending on research compared to
FY 1990. .

Applying Research Tools and Results

People know technology is changing the way they live. Expert
witnesses and private citizens alike noted that there must be a
conscious balance between technology and human ability to use
it safely and productively. For example, in new high-technology
equipment the variety of automation and information available for
vehicle drivers, pilots, or air traffic controllers could rapidly
outstrip the ability of most people to learn and use all the features.
This suggests a need for increased attention to the interface
between humans and machines in the design of equipment,
Operating procedures, and operator training.

Assuring a Skilled Work Force

A highly skilled transportation work force is essential to the future
health and productivity of the U.S. transportation industry.
Transportation providers participating in the Department's
outreach process described their needs and plans to improve
recruitment, training, working conditions, and compensation to
assure a skilled, safe, productive work force. In line with the
President's education initiative, transportation managers,
representatives of labor, and public officials all recognize the
importance of greater attention to education and training to
ensure that the transportation sector will have the human
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SUMMING UP

expertise to match emerging technologies. Private firms, labor,
local officials, and educators are working together to develop
programs to prepare the operators, managers, engineers, and
technicians needed in the transportation industry for the next
century.

A national transportation policy
should encourage us, challenge us,
inspire us, and indeed require us if
necessary to roll up our sleeves and
make hard choices and sacrifices
that are necessary for us to continue
in our role of leadership today.* -

- J. David Chestnut
Chamber of Commerce
DeKalb County, Georgia

In response to the Department's efforts to reach out to the Nation
to gather views and information, many people took the time to
write, call, or speak about parts of the transportation system that
affect them. Through their participation, they brought added
meaning to the data and analysis avaiable in the Department for
use in the development of policy. Their comments were offered
as suggestions for improvement. Their proposals were creative
and forward-thinking and they reflected needs and values
important for all America. The Department of Transportation is
committed to developing and carrying out transportation policies
that do justice to the good faith and optimism of these many
Americans.
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The Public-Private
Partnership in
Transportation

Transportation—a
$5 trillion investment.

.
POLICY DIRECTIONS

Economic growth and increasing travel create transportation
needs that eclipse our present public and private sector
programs. As a nation, we must find new energy and new means
for addressing those needs. Transportation will be competing
with many other interests for the Nation's attention and
investment, and those interests must all be weighed in our
national policies. But we can achieve a more sound, safe,
efficient, and modemn transportation system if we invest our
resources more wisely to reach that goal. We have vast assets in
this country—-land and raw materials, facilities and other
investments, as well as human and financial capital. The
measure of our society is our ability to use those resources
wisely and productively to meet our goals. Not all the solutions
can come from the Federal Government. State and local
governments, private businesses, academic institutions and
interest groups, communities and individuals must all be partners
in addressing the challenges. We need to broaden and revitalize
that transportation partnership, generate new ways of looking at
problems, and tap new sources of capital. The measure of our
Federal policies will lie in their success at unleashing private
resources and using public resources most efficiently to meet
society’s needs, in a way that is sensitive to the interests of
efficiency and fairness, safety and security, conservation of
energy and the environment. It is a challenge worthy of our
Nation's best efforts.

Transportatioh Is a shared responsibility between the private and
public sectors—the Federal Government, State and local
governments, regional agencies and authorities, quasi-public
entities, and private interests. Together we have made an
enormous investment in transportation, with a total value now
estimated at more than $5 trillion for all civilian vehicles,
transportation facilities, and basic infrastructure, including both
public and private sector investments. The public share of the
Nation's capital investment in transportation—-roughly $800 billion
in fixed capital assets and vehicles—is only one-sixth of the total
represented by all the facilities and vehicles owned by the
country’s citizens and businesses.

The Federal Government has a major role in ensuring
transportation safety, monitoring the condition and performance
of the Nation's transportation system, and collecting and
administering transportation revenues. Some transportation
programs are operated by the Federal Government, such as the
air traffic control system and Coast Guard service within the
Department of Transportation, and harbors and inland waterways
under the U.S. Army Corps of Engineers. But all those Federal
activities are part of a larger partnership in transportation, with
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As we face the new decade and the
new century, we must revitalize the
transportation partnership.

The Framework for the
Federal Government Role

The Federal Government role in
transportation is anchored in the
U.S. Constitution.

Federal programs must be cost-
effective in using scarce public
resources.

State and local governments, private business firms, and
individuals.

State and local governments provide the major share of
transportation financing. They also build and maintain facilities
such as streets, roads, and airports, in addition to operating and
managing ports and local rall, bus, and other transit services.

The private sector has responsibility for providing most
transportation services in the Nation—operating the trucks and
trains, aifines, intercity buses, pipelines, marine vessels and other
commercial vehicles carrying people and goods. Cargo terminals
and plers generally are owned and operated by private firms.
Private companies also own and maintain most of the U.S. freight
railroad system, including the tracks and other infrastructure, as
well as the extensive network of gas, oll, and chemical pipelines.
There are additional areas in which private capital investment in
transportation would be both profitable and in the public interest,
such as in high-density urban or intercity services.

Although the mixed system of ownership and financial and
operating responsibility in U.S. transportation is complicated, a
mix of public and private sector participants suits the wide range
of transportation facilities and services and contributes to the
Nation's ability to use resources efficiently and to respond quickly
and effectively to ever-changing demands.

The Federal Government role in transportation is anchored in the
U.S. Constitution and compelling national interests. First, the
Federal Government has the Constitutional responsibility to
facilitate and promote commerce, conduct the Nation's foreign
affairs, provide for national defense, and promote the general
welfare; Federal transportation policies and programs support
those national purposes. Second, many concerns such as safety
and the enviroriment have national importance because they are
widespread across the Nation, recurring, and more efficiently
handled at a larger scale than State or local efforts would permit.
The Federal Government also is uniquely positioned to work with
the governments of other nations to establish and maintain a
framework for international transportation in which U.S.
companies can compete freely and fully and which will support
productivity and efficiency in the emerging global marketplace.

Federal transportation policy is grounded on a set of fundamental
principles for achieving national goals, within the basic framework
for Federal involvement and the importance of relying on the free
market to the maximum extent possible. Where the market fails
to take into account all public costs of a particular transportation
activity or service, such as safety or environmental impacts, then
Federal policy can be used to correct those imbalances, to
improve the general public wetfare.

The environment in which the transportation system functions is
not fixed. Conditions vary both across the Nation and over time.
In fact, the circumstances surrounding each passenger and
freight movement are slightly different. Therefore, Federal
policies must be flexible enough to accommodate changing
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Focus of National
Transportation Policy

circumstances and demands. The Federal Government must also
give private sector, State and local interests sufficient flexibility to
adjust to the specific transportation needs and conditions they
face.

POLICY PRINCIPLES

The Federal Government should focus its attention on
compelling national interests that government participation
can advance. Federal programs and policies should be:

~ designed to contribute to attaining national goals;

- based on cost-effective use of resources in relation to
public benefits;

— responsive to market needs and based on market
principles;

- directed at accounting for effects such as safety or
environment that are not adequately reflected in prices in
the marketplace;

- equitable in dealing with the various modes and forms of
transportation;

— flexible enough to address varying circumstances and
needs.

Through a strategic approach based on the above principles, the
Federal Government can provide the national leadership to meet
our mutual transportation objectives. With the energy and
ingenuity, wisdom and sensitivity of all of us working in common,
the Nation's vast resources—public and private—will be available to
ensure that our transportation system continues to serve the
Nation's goals.

Federal transportation policy for the future builds on six key
themes:

— Maintain and expand the Nation's transportation system
— Foster a sound financial base for transportation
— Keep the transportation industry strong and competitive

— Ensure that the transportation system supports public safety
and national security

— Protect the environment and the quality of iife
- Advance U.S. transportation technology and expertise.
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MAINTAIN AND EXPAND THE NATION'S
TRANSPORTATION SYSTEM.

Americans lose nearly 2 billion
hours annually in traffic delays on
the streets and highways in our
major cities alone. Freight
movements held up in congestion
on the highways cost consumers
millions of dollars.

Restructure
Intergovernmental Roles in
Federal Transportation
Programs

The foundation for the Nation's transportation system Is the
infrastructure—-our bridges, highways, airports, ral lines, ports and
waterways, pipelines and other fixed faciiities. The transportation
infrastructure in the United States is now at risk. Therefore, the
Nation must maintain these transportation assets and devote the
resources necessary for reinvestment and expansion, to support
the efficiency, capacity, and performance of the transportation
system and the growth and strength of the national economy.
Investment in transportation is also crucial to the health of local,
State, and regional economies. The Federal Government, State
and local governments, and the transportation industry must each
play a role in managing transportation resources.

Inadequate maintenance and inefficient use of the transportation
infrastructure reduce the capacity of the system and contribute to
congestion. Expanding capacity will certainly be necessary in
some areas; in many other areas, we must make better use of
existing transportation facilities. For example, with low-
occupancy automobiles playing such a large part in traffic
congestion in urban and intercity travel, we must take greater
advantage of the potential of bus, rail, and ridesharing if we are to
reduce crowding, delays, and “gridiock.”

Federal programs must provide the tools, incentives, and
flexibility for State and local governments and the private sector
to renew the capacity and performance of the transportation
system. The Department of Transportation will work with the
Congress and the entire transportation community to identify
future transportation needs and enhance the capacity of the
national system to address them. This cannot be the task of the
Federal Government alone. The Nation must make use of the
combined knowledge and insight, interests and resources of all
sectors of the economy and all levels of government-Federal,
State, and local agencies, large and small businesses, industry
associations and interest groups, professional and academic
organizations, and private citizens.

The U.S. transportation system is highly dependent on the
participation and contributions of all levels of government. One of
the essential principles for sound government is that
responsibilities should be focused at the level that has the
knowledge and understanding of the problems and Issues, and
the capability to address them most effectively and efficiently.
When government involvement in transportation is necessary, the
appropriate level for decisionmaking and management
responsibility frequently is State and local. In fact, heavy Federal
participation and the incentives and disincentives provided by
Federal programs often discourage the other parties from playing
the most effective and constructive role they can in
transponrtation.
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With the completion of the Interstate Highway System and the
need for reauthorization of the Federal highway, transit, and
aviation programs, the Nation faces a unique opportunity to
address the challenges of a changing soclety and economy, new
technologies, and new roles for the members of the
transportation community.

To have the transportation system we need for the future, we
must recognize new and different roles for Federal, State, and
local governments and incorporate that realignment within
government transportation programs. The Federal Government
must concentrate more of its transportation resources on facilities
and projects that advance the performance of transportation
systems of national significance. If the Federal Govemment is
funding, operating, and regulating areas where unnecessary or
inappropriate, those functions should be reassigned or
eliminated. State and local governments have already assumed
greater responsibility in transportation. This can and should
continue. Some restructuring of Federal-aid programs will be
required to provide to grant recipients the flexibility they need to
achieve transportation goals. Narrow categorical grant programs
can be replaced with broader, multi-purpose programs, and rigid
project requirements can be replaced with performance criteria.

The Federal Government also must encourage State, local, and
regional planning activities, and assist State, local, and regional
organizations to build their transportation planning capabilities,
through technical assistance, data, and other support. Many
local communities have planning boards that consider
transportation proposals as well as housing and commercial
development and other land use issues. State transportation
departments generally perform planning functions, often
developing individual plans for each transportation mode, while
Metropolitan Planning Organizations (MPQ's) are organized to
coordinate local planning decisions among the many agencies
-and communities in a wider region. Regional planning is essential
to ensure integrated transportation systems, as well as to
organize effective programs for attaining metropolitan area air
quality goals and other regionwide objectives in transportation.

it is Federal transportation policy to:

o focus Federal transportation resources on facilities of
national significance;

o move from predominantly categorical grants to broader,
more flexible Federal funding for transportation;

o replace rigid standards and requirements with
performance-related criteria in Federal transportation
programs;

o increase the share of project costs paid by the recipients
of Federal aid for transportation;

o increase emphasis on integrated State, local, and regional
transportation planning, including efforts to coordinate
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Preserve Our Transportation
Infrastructure .

land use and transportation planning and investment
decisions;

o strengthen the role of MPO's or equivalent planning bodies
in programming and prioritizing transportation projects;

0 move toward greater flexibility in use of transportation
funds at all levels of government, to permit investment in
facilities and services in alternative modes that offer the
most cost-effective solution;

0 encourage State and local matching funds for Federal aid
transportation projects to be made available across modes
with at least the same flexibility as Federal funds.

The first task for transportation is to maintain the assets that we
have. If roads and bridges, subways, ports and waterways, and
other transportation facilities are not kept in sound condition, they
cannot support the level of service they are designed and
required to handle. That means that the performance of the
system declines: safe operating speeds drop, travel times rise,
accidents increase and add further delays. That has a direct
impact on the Nation's economy and ability to grow and compete
in the world.

The longer that maintenance is deferred, the higher the eventual
cost of restoration will be. Critical facilities in the national system
must be put in good repair where they have suffered dangerous
deterioration. In some instances, Federal-aid programs have
detracted from effective maintenance by tending to encourage
new construction at the expense of maintenance. Over the long
term, essential transportation facilities must be maintained on a
continuing, timely basis.

The Federal Government will set the example, by providing
incentives and resources for infrastructure repair, reconstruction,
and rehabilitation. Already, close to half of total annual Federal
expenditures for highways, for example, goes to those purposes.
Where State or local governments or other entities receive
Federal assistance for transportation infrastructure, Federal-aid
programs will emphasize that kind of capital maintenance, in
order to preserve our valuable transportation investment to meet
future needs.

The effort to preserve and maintain transportation facilities will
hinge on the partnership between the Federal Government and
the other parties with responsibilities for transportation
infrastructure. The private sector and State and local
governments have a direct interest in preserving and getting
maximum utilization from their transportation facliities and other
investments. With the appropriate tools and flexibility to make
investment choices, they have a clear incentive to maintain the
infrastructure for which they are responsible, as long as Federal
policies and programs do not interfere.
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Make the Best Use of
Transportation Assets

High-occupancy vehicle lanes for
buses and carpools on major
commuting routes can carry three or
more times as many people as a
conventional highway lane. Even
though more people are moving,
there are fewer vehicles, so traffic
flows faster, encouraging more
commuters to use bus service or
share rides.

1t is Federal transportation policy to:

o give priority to maintaining needed transportation
infrastructure;

o encourage infrastructure maintenance by those receiving
Federal transportation aid, for example, by covering a
lower share for new construction than for projects
involving repair and rehabilitation;

o encourage recipients of Federal aid for transportation to
preserve critical elements of the infrastructure, for
example, through stronger requirements for pavement and
bridge management plans within the Federal-aid highway
program and better designs for long-range durability;

o work with State and local governments and other officials
to apply standards and designs to resist wear and damage
to transportation facilities, and address special needs
created by weather, corrosion, and extraordinary events,
such as catastrophic accidents and natural disasters.

To use the Nation's resources most effectively, we must take
better advantage of our transportation infrastructure and services.
Many transportation facilities in the Nation could handle
substantially increased traffic, including medium and small hub
airports, raiiroad lines, and many waterways. Where there are
additional demands to accommodate, highway rights-of-way
should be considered for multiple uses. Closed military bases
should also be evaluated for potential use to serve civilian
transportation needs. Outside of a few peak hours of the day,
even many of the major airports, urban transit systems, and
highways have unused capacity. A number of techniques already
available can enhance the ability of those facilities to meet
transportation demand. We can make significant progress in
utilization of our transportation system by increasing use of higher
occupancy vehicles and modes. Walking and bicydling in urban
and suburban areas can also help to ease congestion on the
streets and roads, especially if streets are designed with
pedestrians and bicyclists in mind.

We must improve management of transportation systems and
facilities in order to accommodate more traffic and to handle
traffic more efficiently, particularly in the highway, aviation, and
waterway systems where there is congestion today. In aviation,
the new generation of air traffic control and more effective
airspace management will considerably enhance capacity. The
modernization program now underway to replace obsolete
equipment for air traffic control and to upgrade system
automation will permit more aircraft to take off and land safely at
existing runways than ever before possible. On toll bridges and
highways, approaches such as prepaid passes, toll-free travel for
carpools and other high-occupancy vehicles, or automated tolling
and billing using electronic systems for vehicle identification can
save the cost and delay associated with conventional toll booths
and boost effective capacity. New technologies now inthe
development and testing stage, such as "intelligent
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To reduce congestion and help
meet air quality goals, some large
corporations have developed
programs to encourage employees
to use ride-sharing and transit.
Discounted transit passes, flexible
work schedules, and preferential
parking for carpools and vanpools
all are examples of the kinds of
successful initiatives employers can
use.

vehicle/highway systems,” can also improve traffic flow on streets
and highways, enhance capacity, and increase trip reliability and
safety.

SHIRLEY HIGHWAY
HIGH-OCCUPANCY VEHICLE LANES
Northern Virginia

The Shirley Highway high-occupancy vehicle (HOV) lanes
serve commuters in the northern Virginia suburbs who travel in
buses, vans, and cars with three or more occupants. At peak
times in the moming and afternoon, each HOV lane normally
carries 7,000 people per hour as compared to 2,000 people
per hour in each lane on the adjacent freeway. The much
shorter travel times and smoother traffic flow in the HOV lanes
attract additional commuters to carpools, vanpools, and
buses. As a resuit, the Shirley Highway HOV lanes carry more
people into and out of the Washington region's urban core
during rush hours than any of the other highways or the
several rail lines that serve Washington.

We also need to give greater attention to the potential for
capacity-enhancing pricing techniques in transportation, such as
peak-period or congestion pricing, and to refine them and extend
their use. Peak-period pricing entails relatively higher prices for
travel during periods of peak demand and lower prices in off-peak
periods. While peak-period or congestion pricing is not a
substitute for necessary capacity increases, it is one important
way to encourage the most effective use of existing facilities, by
shifting demand that would otherwise require additional capacity
to other periods or modes where facilities are underutilized.
Peak-period pricing is common in the private sector—in
restaurants, theaters, resorts, as well as long-distance telephone
service, and rall and air fares. The same pricing principles offer
significant potential for transportation facilities and services
provided by the public sector to achieve efficient use of resources
and ensure that public funds are well spent. Such pricing
practices can generate significant revenues to support capacity
enhancements and expansion.

Federal assistance programs must also be structured so that the
availability of Federal assistance does not encourage
unnecessary or unwise investment. For example, the structure of
the Federal urban mass transit program has encouraged the
construction of new rapid rail systems and discouraged
investment in more cost-effective alternatives. Disparate Federal
matching shares in the highway and transit programs have also
played an important part in distorting State and local
transportation decisions. Federal programs must allow for
evaluating a broad range of options, and permit investment in
projects that enhance capacity and make improved use of
existing resources where that choice would be more cost-
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The focus of transportation
programs should be moving people
and goods, not simply vehicles.

effective in the long run than construction of new facllities. The
recipients of Federal transportation aid for highways and transit,
for example, make wide use of transportation system
management techniques, including consideration of altemative
investment and service options, in developing capital programs.
Busways and high-occupancy vehicle lanes, as well as traffic
control and management improvements on the streets and
highways, in ports and waterways, and at airports, should be
taken into account when construction of new facilities is being
considered.

The focus of transportation programs should be moving people
and goods, not simply accommodating vehicles or modes. In
some cases, investments in alternative modes may be the best
means for alleviating congestion and achieving other objectives in
a transportation system, and resources should go to those
alternatives if they represent a more cost-effective way to meet
transportation needs. For example, urban or intercity mass
transportation options should be integrated in highway and other
transportation planning. Evaluation of alternatives on the basis of
full lifecycle® costs can assist in selecting the best investment and
spending options.

it is Federal transportation policy to:

o0 encourage effective management and use of
transportation assets by requiring Federal aid recipients in
Department programs to evaluate alternative options and
management techniques that enhance performance and
capacity (e.g., high-occupancy vehicle lanes and traffic
control improvements);

o explore incentives in Federal-aid programs for cost-
effective use of transportation assets, such as higher
matching ratios in the highway program for projects that
make better use of existing facilities;

o manage Federal transportation facilities and equipment,
such as the air traffic control system, to maximize
efficiency and use of system capacity, and ensure that
existing facilities are used to the best advantage to meet
transportation needs;

o install systems identified as offering major capacity
enhancements for existing facilities, including the National
Airspace System Plan;

o promote the use of improved vehicle control and
scheduling techniques for complex and multiple-use
transportation facilities, such as waterways, harbors, rail
lines, and national space launch ranges;

0 encourage peak-period or congestion pricing to ensure the
most effective use of transportation facilities.
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improve Intermodal and
Rural Connections

Good connections are essential to
travelers. Airports should :
accommodate local public transit
and intercity bus and rail :
connections. For commuters in
congested urban areas, park-and-
ride facilities provide connections
for transit and carpools.

The transportation system cannot work effectively If critical
segments in the national system are not connected. No matter
how good the individual parts of the transportation system may
be, the effectiveness of the overall system depends on the
effectiveness of the connections a traveler or a carrier can make
in getting from origin to destination. One of the justifications for
the Interstate Highway system initially was to create a seamless
interconnected network of safe, high-speed roadways that could
transport goods and people to all parts of the Nation without
delays and inefficiencies caused by lack of integration between
road segments across the country. Connections now must reach
beyond a single mode, to foster integrated intermodal
transportation service.

An increasing share of travel today employs not only muitiple
segments of an individual transportation system, but also multiple
modes of transportation. Many people park and take transit
service, or transfer from bus to rail, on the way to work.
Commuters using public transportation also may walk or bicycle
to the transit stops. Intercity passenger travel frequently involves
use of air or rail service in combination with a shorter trip by
automobile, taxi, local bus, or rail. For freight, many shipments
are picked up and delivered by truck, but piggybacked onto a
railroad for the long-distance journey. In an extension of that
intermodalism, millions of shipping containers each year are
moved on linerships across the ocean and transferred to rail,
truck, or truck and rail in sequence to get between a port and
other points in the United States. In many instances, however,
passengers or freight cannot use the most efficient combination
of modes or segments of the transportation system, because the
modes or segments are not effectively linked. That means delays,
increased congestion, and sometimes even inability of people
and goods to get where they need to be. In fact for some trips
more time is taken up by delays and difficulties making
connections than by actual travel.

When trips involve transfers from one form of transportation to
another, good connections between modes are essential—from
local streets and arterials to the interstate highways, from air
travel to shorter distance ground transportation, from truck to rail,
from rail to ship. In some cases, lack of coordination between
modes means that there are not adequate intermodal transfer
facilities, or good connections at present terminals, for example,
rail and bus stations in cities, or rail-truck or rail-ship intermodal
transfer facilities for freight. Other gaps in the present system
could be closed by the addition of short links between existing
facilities, including rail lines to piers or transit operations to
airports.
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Rural areas depend on effective
transportation to link households
and businesses.

Effective transportation connections have special importance to
some communities. Islands such as the U.S. territories in the
Paclfic and the Caribbean, and many offshore islands in the
continental United States, can only be linked to other regions and
markets by air or water service. In isolated rural areas in
particular, native Americans require access to transportation to be
able to pursue employment opportunities, economic
development, and personal mobility. Roads and highways are
the chief link between communities and households in most rural
areas, which depend primarily on private automobiles and trucks
to transport people and goods. Increasing numbers of rural
communities are establishing local transit service, often using
minibuses or vans. Private bus lines provide important
connections for intercity travelers in rural areas, including small
bus companies carrying passengers to and from transcontinental
bus routes, in a form of hub-and-spoke system.

Although many rural rall lines have been abandoned for lack of
traffic, rall freight operations—particularly those offered by
emerging local or regional railroads—can offer an economical
alternative for handling the freight of many rural shippers. The
Federal Government encourages formation of local and regional
railroads to preserve service where It is cost-effective. It is
important that the current legal uncertainty surrounding these
transactions be resolved so that they can continue to foster
service to rural and underserved areas.

Increased use of multimodal transportation and better
connections among modes and facilities, particularly connections
among intercity, urban, and rural systems, will contribute to
sounder, more efficient transportation that can more effectively
meet the Nation's needs.

Rt is Federal transportation policy to:

o foster an environment in which State and local
governments and the private sector give greater priority to
transportation facilities and improvements that close
critical gaps in the national network;

0 move toward greater fiexibility in use of transportation
funds at all levels of government for facilities that enhance
access and improve connections;

0 work with public and private transportation interests to
identify needs for improved connections and to plan,
design, and put in place improved facilities and enhanced
transfer techniques between transportation modes and
carriers;

0 encourage State, local, and private efforts to preserve and
enhance efficient transportation service in rural areas
lacking effective connections.
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Build Essential New
Capacity

To meet long-term transportation needs, the Nation must
anticipate and plan for expansion in our current transportation
system. Population, development, and industrial location
patterns, along with technological advances, all are contributing
to growth and change in transportation demand. Existing
faciiities and improved management techniques cannot fully
satisfy all future transportation requirements, particularly in high-
growth urban fringe areas and dense intercity corridors.
Communities, State and local governments, private business and
individuals will have to participate in planning future
transportation capacity additions, taking into account impacts on
local land use, energy, environmental resources, and personal
lifestyles and preferences. Some States and communities have
already identified their top priority needs for new transportation
capacity and are working to plan and finance projects to meet
those needs. In coordination with State, local, and private sector
transportation interests, the Federal Government will continue to
work to address the need for capacity additions in transportation
systems of national significance.

The Federal Highway Administration and Urban Mass
Transportation Administration work with the States and local
governments to identify transportation demand and potential
improvements to meet that demand. The Federal Aviation
Administration is studying projected aviation demand in relation
to airport and airspace capacity, and evaluating the most effective
ways to serve the needs of aviation users, including commercial
airlines, general aviation, and military operations. Meeting those
needs will also include increasing the number of air traffic
controllers to permit safe, efficient use of aviation system
capacity.

Federal transportation programs will reflect coordinated ‘
assessments of transportation requirements, in the context of ‘
integrated regional transportation systems, taking into account |
the various modal options (e.g., highway and transit in urban |
areas). No major new federally assisted transportation facilities

should be built without full consideration of existing facilities,

alternative options, and capacity enhancements possible through

improved management and control techniques.

One focus of attention for meeting future transportation needs is
preservation of the land or corridors required for anticipated new
capacity additions. If the land is not acquired and set aside in
advance for facilities such as airports and highways, the property
often will not be available to accommodate necessary projects in
the future, without serious dislocation. While preserving corridors
is often costly in the short term, in the longer term it can save the
community and the general public the much higher expense of
buying out and relocating high density development. The Federal
Government can provide incentives for corridor preservation, for
example, through an expanded revolving fund within the Federal
highway program, charging interest for non-interstate highway
projects, as previously proposed by the Administration.
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Adding new transportation capacity requires substantial
Investment, and the Nation will need greater commitment from
State and local governments and the private sector to fund
needed expansion. In partnership with State, local, and private
interests, the Department will support construction of new
faclities and new capacity on existing faclities to address top
priority needs in transportation systems of national significance.

it is Federal transportation policy to:

o ensure that essential new capacity is provided in
transportation systems of national significance to meet
‘ critical national needs;

o encourage preservation of land or corridors that will be
‘ required for future transportation facilities or capacity
additions;

o conduct continuing comprehensive multimodal
evaluations of the performance of the Nation's
transportation system and the factors atfecting investment
needs.

FOSTER A SOUND FINANCIAL BASE
FOR TRANSPORTATION.

Financial resources provide a vital tool for meeting transportation
needs, including private sector investment and funding from all
levels of the public sector. To address those needs, the Nation
will have to rely on the initiative and resources of private firms,
State and local agencies, and where necessary, the Federal
Government. Not only conventional financing sources but also
many innovative financing approaches will have to be invoived.
The Federal Government will work alongside and in close -
cooperation with private firms, industry groups, and State, local,
and regional agencies to facilitate the investment that will be
required to support the dynamic and efficient transportation
system we need for the 21st century.

Uphold the Federal Share of  The Federal Government has set the standard for financial

the Partnership responsibility through Its policies and transportation investments.
The Department of Transportation spent $26.7 billion in outlays in
FY 1989, increasing to $28.3 billion in FY 1990. At the Federal
level, responsibilities for transportation infrastructure primarily
cover highways and public transit, aviation, and waterways.
Dedicated trust funds have provided the foundation for sound and
vital Federal transportation programs for highways since 1956, for
aviation since 1971, and for transit since 1882.

Approximately 20 percent of public expenditures on the Nation's
highways are covered by Federal funds, largely derived from
taxes on motor vehicle fuels and on heavy vehicles. Those
revenues go into the Highway Trust Fund and are disbursed to
the States, with a specified matching level of funds contributed by
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The Federal Government is
committed to fully using the funds
that people have paid in user
charges for transportation, for
investments in transportation.

the States themselves. One cent per gallon of highway fuel taxes
is set aside in a separate trust fund account for public transit.

Aviation users contribute to the Alrport and Alrways Trust Fund,
which covers about one-filth of total capital investment in airport
improvements each year—100 percent of Federal spending on
aviation facilties, equipment, and research, and a small
percentage of Federal costs for operating the alr traffic control
system. Maintenance and improvements on most of the inland
waterways and deepwater harbors, including locks and dams and
channel dredging, are the responsibility of the U.S. Army Corps of
Engineers. Marine users pay into two trust funds: the inland
Waterways Trust Fund, paid from Federal fuel taxes on
commercial vessels, which covers about 10 percent of Federal
outlays for inland waterways, and the Harbor Trust Fund,
collected from a tax on cargoes through U.S. ports, which covers
about 30 percent of Corps harbor construction and maintenance
costs, as well as all of the operating costs of the U.S. portion of
the St. Lawrence Seaway. Under legisiation passed in 1986, the
Inland Waterways Trust Fund can be used for 50 percent of the
costs of waterway improvements, while the Harbor Trust Fund
matches 40 to 80 percent of the costs of harbor dredging and
improvements, with the share paid by the project sponsors
increasing with the project depth.

The Federal Government will preserve the integrity of the trust
funds and honor the “trust” in the trust funds by spending the trust
funds for the benefit of transportation users. In recent years, the
unspent balances in the trust funds for aviation, highways, and
transit have led many transportation users to call for increased
spending to meet growing program demands and to assure that
those who are paying user charges will benefit from them. While
there are large balances in the trust funds today, the size of the
balances must be placed in perspective. There are significant
commitments against the unspent balances. The total
uncommitted balances represent significantly less than one year
of Federal spending on highways, aviation, and transit.

in addition, while the great majority of the Federal funding for
transportation in recent years has come from the trust funds for
highways, transit, and aviation, many transportation functions
have also been supported from general taxpayer revenues (the
General Fund"), rather than from fees paid by those who use and
benefit from the specific functions and programs. For example,
approximately 40 percent of expenditures for the Federal aviation
program in recent years have come from the General Fund,
whereas only about 15 percent of total expenditures are related to
military and other public sector use of the aviation system.
Furthermore, some groups that benefit from Federal
transportation programs, such as Coast Guard or railroad safety
inspections, do not now pay any compensation to the Federal
Government for costs of the services they receive. The Federal
Government will continue to increase reliance on user chargesas
the key element in financing the Federal share of transportation
expenditures. :
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Foster State and Local
Initiatives

The Federal commitment to spending user charges for
transportation purposes does not necessarily mean that trust fund
revenues must be used only on the mode from which they were
collected. For example, Federal motor vehicle fuel taxes paid into
the Highway Trust Fund are not limited to spending on the
highway system, but can also be used for transit improvements
and other projects that reduce congestion for highway users.

In the highway program, both the increased diversity of vehicle
types and the growing use of alternative fuels have serious
implications for the user fee structure. Changing vehicle sizes
and configurations and a changing mix of traffic on the highways
have implications for wear and tear, safety, and design
requirements. Changing patterns of fuel use also can affect the
revenues available to pay for the systems the vehicles use. If
alternative types of motor vehicle fuels are partially or wholly
exempt from motor fuel taxes, as is the case with gasohol, there
will be fewer funds available for financing repair and
improvements. Patterns of use and costs on the highways must
continually be reexamined relative to the structure of the user
charge system to ensure that user charges are adequately and
faiy covering costs.

it is Federal transportation policy to:

0 spend transportation trust fund balances over time in a
fiscally responsible way;

0 continue to use transportation trust funds for
transportation purposes;

o assure that transportation users bear the maximum
practical and appropriate share of the costs of services
and facilities they use;

o institute uger fees to recover costs from users of federally
funded or federally provided transportation facilities and
services who are not now paying user fees;

0 conduct a continuing and comprehensive review of the
structure and level of Federal transportation user charges
to ensure that they provide fair and adequate cost
recovery;

o minimize evasion of Federal transportation user charges.

The Nation must also take advantage of the abilities and interests
of State, local, and regional agencies in transportation. The
Federal Government must provide additional flexibility to State
and local governments in making use of Federal transportation
funds, as well as increased incentives and technical assistance for
innovative financing approaches. Rigid Federal standards
governing the way that Federal-aid monies can be used or the
specific way that Federal-aid facllities must be bullt can impose
unnecessary costs and prevent State and local governments from
pursuing the most cost-effective options. State and local statutes
and regulations also create obstacles to innovative and effective
transportation financing. For example, local governments
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Stimulate Private
Investment

In the last ten years, we have made
great strides in reducing costly and
unnecessary Federal regulations
that deterred private investment in
transportation. Federal policies
must continue to foster an
environment that encourages private
sector participation in financing,
managing, owning, and operating
transportation facilities and services.

]

generally cannot institute local option taxes to support
transportation without special State enabling legisiation.

The range of tools and choices avallable to State and local
governments must be expanded. State and local governments
should be given wider latitude to impose tolls on highways and
other transportation facilities to raise revenues for transportation,
even If those facilities are constructed with Federal funds. Given
the pressing need for investment in aviation capactty, airports
should be allowed to collect passenger facility charges to cover
the costs of operations, improvements, and additional facilities to
alleviate congestion.

It is Federal transportation policy to:

o relax restrictions on the ability of State and local
governments to raise revenues and use them for
transportation facilities and services, including tolls on
highways and airport passenger facility charges;

o encourage State and local governments to make use of
innovative financing and funding options for
transportation to supplement more conventional sources
of funds, for example, joint public-private initiatives,
benefit assessments on property owners, joint
development rights, and other means for capturing the
value of transportation projects.

Private firms that own and maintain transportation infrastructure
and provide transportation services are a vital part of the Nation's
transportation system. Private lending institutions and other
investors also play a significant role in backing transportation
projects. For the transportation system to sustain performance
and accommodate increasing traffic, continuing and substantial
infusions of private capital will be needed, even in areas that have
traditionally beén entirely within the public sector in this country.
Government bodies at all levels must encourage and welcome
private participation and investment in transportation. In rapidly
growing metropolitan areas in particular, the private sector can be
a major source of much-needed additional transportation
capacity. Some State and local agencies are already addressing
growing traffic demand by permitting private construction and
operation of highways and other transportation facilities, or
purchase or long-term lease of existing facilities.

Federal laws and policies can have major impacts on the ability of
businesses to raise and invest funds. Rapid changes and
uncertainty about government policy make long-range planning
and investment decisions particularly difficult. The Federal
Government is committed to continued support for stable
macroeconomic and tax policies that will create a favorable
environment for national savings, equity investment, and devotion
of resources to productive new plant and equipment in this
country.
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There are many areas where increased private sector

' pmldpctlonhtrampocmlondfmdgnlﬂwiboneﬂu,for
example, in public transi, passenger ral service, alrports, air
traffic control towers at low-activity alrports, toll roads and
bridges, and intermodal faclities. The Federal Government
encourages such involvement.

There are also many State and local barriers to private
participation in transportation projects. For example, some State
hmprohlbllsutogovermrubodlesfrommlnghmdsfrom
prNatedevdopersaoﬂ\erbmlnesshuerestsfaeonstmcﬂonof
roads or other transportation faciities; instead, private businesses
are required to contract for construction of the facilities
themselves and bill the State for the work performed. This kind of
Impedlmemblockswhutcoddbomoreoﬁiciemmnsfor
addressing transportation needs, driving State and local
governments and private companies to pursue more costly and
time-consuming administrative and legal mechanisms for
achieving the same ends.

SAN DIEGO TRANSIT INITIATIVES

In San Diego, the Metropolitan Transit Development Board
(MTDB) is working aggressively with the private sector to
improve public transit services. Today, 57 percent of the
MTDB transit routes and 35 percent of the revenue-miles of its
services are provided by private operators, under
competitively bid contracts. The Board has also cooperated in
innovative public-private sector projects to finance and plan
for future needs, including dedication of rights-of-way by land
owners adjoining the route of the new Mission Valley light rail
line, and joint purchase of an office building that can
accommodate MTDB and other business expansion. Public
funds for MTDB programs come from a countywide 1/2cent
salca:it tax for transportation, one-third of which is set aside for
transit. ‘

it is Federal transportation policy to:

o minimize legal and regulatory barriers to private
participation in owning, planning, financing, building,
| maintaining, and managing transportation facilities and
| ’ services;

o encourage State and local governments to remove barriers
to private investment in transportation;

o continue efforts to increase private sector involvement in
transportation where practical and in the public interest,
including high-speed passenger rail, mass transit
operations, airports, air traffic control towers at low-activity
airports, toll roads and bridges, and intermodal facilities;

o encourage joint public-private initiatives for financing
transportation facilities and operations.
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KEEP THE TRANSPORTATION INDUSTRY
STRONG AND COMPETITIVE.

With sound infrastructure as the foundation, successful
mmmdpawngenandfretgmmmmtlondopendsona
system of transportation providers—public and private—that are
efficient, competitive, and responsive to changing national
transportation needs. Private sector providers include railroads,
airlines and air cargo carriers, motor carriers and freight
forwarders, intercity bus operators, taxi companies, ocean and
inland shipping lines, pipelines, and commercial space launch
companies. Mass transportation, such as local bus, light or
heavy rall and subway service, is most commonly a public sector

& function, although many carriers are private or quasi-private,

I including Amtrak and some bus operators.

The efficiency and competitiveness of transportation providers
are essentlal to economic growth and productivity and the ability
of the United States to compete in the world market. Providers of
transportation services can meet transportation needs most
efficiently if the carriers have the latitude and tools to respond to
demand and if they are competing on an equitable basis. Federal
programs and policies must treat modes and carriers even-
handedly, and avoid unnecessary restrictions that impede
efficient transportation operations. In addition, Federal policy
must aim at eliminating policies and practices in other countries
that create barriers for U.S. transportation providers, equipment
manufacturers, and other transportation-related companies in the
international marketplace. The Federal Government must also
ensure adequate competition and foster efficiency in provision of
transportation services. Just as vital is a productive work force
and a healthy work environment. Labor-management
cooperation in transportation is already helping to improve
productivity.
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*JUST-IN-TIME" SERVICE TO THE AUTO INDUSTRY

introduced first in Japan and now in use in U.S.
manufacturing, just-in-time® production means that raw
materials, parts, or other inputs do not arrive at a production
plant unti lately before are needed for assembling
the final product. This dra reduces the warehouse
space and the cost associated holding inventory; k also
places a premium on fast, frequent, and dependable
transportation. The "Big Three® U.S. automakers—General
Motors, Ford, and Chrysier—have been among the leaders in
adopting “just-in-time" manufacturing, and coordinating freight
deliveries with trucking companies and railroads to meet the
tighter schedules. The raiiroads have introduced expedited
trains and special equipment to serve auto manufacturers'
*just-in-time® needs. Trucks—because of their smaller size and
greater flexibility in scheduling and routing—have been even
- more active in “just-in-time® service. For example, every hour
o2 the new Chrysler assembly plant in Sterling Heights, Michigan,
electronically notifies a supplier located 60 miles away, with an
order for the seats the plant will need four hours later. The
supplier assembles the seats to fill the order and they are
delivered by truck within hours, to be installed in finished
vehicles that same working day.

Encourage Increased In the course of U.S. history, many modes and transportation
Productivity and systems have been extended direct and indirect public support to
Competitiveness in encourage their development and enable them to survive and
Transportation compete. Today, commercial space transportation is an

emerging industry and Federal policies are designed to support
its development. After more than two centuries serving U.S.
shipping needs, the U.S. merchant marine is having difficulty
maintaining lts position in the widening and intensely competitive
international market. Public transit and passenger rail service do
not cover their costs from farebox revenues, and are receiving
substantial Federal, State, and local subsidies to continue
operating. In those areas, the goal must be to foster increased
efficiency, promote improved service targeted to national needs,
and reduce burdensome requirements for Federal support.

Public Transit  Bus, subway, commuter rail, and other high-occupancy services
are essential in congested metropolitan regions, and provide
mobility for transportation disadvantaged people in urban as well
as rural areas. The Nation's largest downtowns depend on public
transit to allow workers the flexibility to avoid congested streets
and highways and thus ease the traffic conditions. One key to the
future of transit service is close attention to the costs and benefits
of transit operations and investment choices. Transht faciities and
equipment must be maintained, and flexibility in use of funds from
Federal, State and local, and private sources must be increased.
In addition, in accordance with the principles of user-charge
financing and constraints on the Federal budget, expenditures for
transit from the General Fund must be reduced. In order to make
the best use of scarce public resources, the Administration is
proposing to reduce Federal operating assistance for urban
transit in FY 1991.
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_ After a quarter century of steady

decline, public transit ridership
stabilized during the 1970's. With
Federal, State, and local financial
assistance, the transit industry has
improved the quality of service,
extended service to additional urban
and suburban areas and new
segments of the market, and
improved accessibility for a wider
range of citizens, including disabled
Americans.

During the period of rapid growth in the Federal urban mass
transit program, major investments were made in new rapid rall

systems in several U.S. clties. The resuits were often
disappointing, in part as a result of the lack of local support for
actions to complement the new systems, encourage transit use,
and coordinate local bus and automoblle movements to the
stations. The future success of public transk-and urban mobility
in general-hinges in part on integration of transit service with
other transportation service, and coordination of transit policies
with other urban/suburban policies related to highways, airports,
and intercity rall service, as well as local land use considerations.
This policy coordination must occur at every stage, including
planning, administration, operations, and financing.

Many government programs and policies have affected the ability
of mass transit service to attract riders and to compete with
automobile travel. For years, auto users have benefited from
substantial Federal, State, and local spending on streets and
highways, including space for on-street and off-street parking,
and from employer-provided parking facilities or subsidized
parking rates whose value to the employee is not subject to
Federal income taxes. On the other hand, transit users have
received the benefit of more than $2 billion annually in Federal
Government outlays for transit from the General Fund and over
$1 billion annually from the Highway Trust Fund in recent years.
Employers also can offer transit passes or other transit benefits to
employees, and their value is also not subject to Federal income
tax, as long as the benefits do not exceed $15 per employee per
month. Local and State governments have many tools and
incentives they can apply to achieve the balance between transit
and auto use that is appropriate for each metropolitan area.

Solving public transportation problems is a shared responsibility
between the puyblic and private sectors. The business
community, civic and neighborhood groups, and individual
entrepreneurs should be encouraged to develop and sponsor
services to meet community needs not being met by public transit
systems, especially in suburban and inner city areas. Under
Federal programs, public transit authorities already are
encouraged to make use of private contract services where a
private sector option is most cost-effective. Some public transit
services are entirely provided under contract with private
operators, as a means to improve incentives for efficiency and
quality of service, and additional private participation in transit
operations should be fostered. Employers, merchants, and real
estate developers also must be brought into local discussions of
transportation planning questions, particularly in growing
metropolitan areas, and directly invoived in developing and
implementing transportation strategies to reduce traffic
congestion and meet emerging needs. These same interests
should help finance transportation improvements and coordinate
their own activities with transit operations and schedules so that
public transportation alternatives become more convenient and
attractive for consumers.
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Rail Passenger Service

In recent years, attention to the specific public transportation
needs of rural areas has increased, and new public transportation
options are providing improved access for residents in many
communities. A variety of Federal, State, and local programs
affect rural public transportation, and they incorporate numerous
and inconsistent standards and requirements that often do not
meet the particular circumstances of an individual community.
Through a coordinated effort by transit planners and operators,
private businesses, and community groups, transit service to rural
areas can become more efficient and more effective in meeting
community needs. The Federal Government must lead the effort
to achieve greater consistency and fiexibility in rural
transportation programs.

it is Federal transportation policy to:

o bring the principles of market competition to bear in public
transportation and enlist the private sector in solving
urban transportation problems;

o apply cost-effectiveness standards to federally assisted
transit investment;

o eliminate disincentives to maintenance of transit
equipment and facilities in federally assisted programs;

o reduce operating assistance for urban transit;

o adjust requirements in Federal assistance programs for
public transit, to be more sensitive to the scale and nature
of the services and communities involved;

o coordinate the transportation programs of the different
Federal agencies (Departments of Transportation, Health
and Human Services, Agriculture, and Housing and Urban
Development), to eliminate duplication, inconsistency, and
conflict among programs and improve their effectiveness.

The National Railroad Passenger Corporation (commonly known
as Amtrak), which runs the national network of intercity passenger
trains, has improved Its efficiency and service dramatically in
recent years. Amtrak has been particularly successful in
achieving fast and frequent service and attracting large numbers
of passengers in the Northeast Corridor, between Washington,
D.C., New York City, and Boston, largely as a result of a large-
scale Federal project to rehabilitate track, stations, and other rail
facilities in the Northeast Corridor. Although Amtrak has relied
heavily on Federal funds along with State funds, the intercity rail
passenger system has increased Its cost coverage, including
capital costs, from 48 percent in Fiscal Year 1981 to 72 percent in
Fiscal Year 1989, substantially reducing Its requirement for
Federal support.
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AMTRAK-LABOR INITIATIVES

Since 1971 when Amtrak took on intercity passenger rail
operations from the freight raliroads, the raliroad has seen a
total transformation. Some of the greatest changes have
come in Amtn'l(s .\:ori:' force, productivity, t;d m ;:Ofklng
environment. In ks early years, employees

raliroads were the ba of Amtrak's work force. Since
then, Amtrak has recruited and trained new employees of its
own. Between 1986 and 1988, Amtrak took over responsibility
for all the engineers, conductors, and other members of the
crews operating its trains. In conjunction with that shift,
Amtrak and the workers negotiated changes that reduced total
labor requirements, in exchange for adjustments in pay. The
new arrangements also provide for pay based on a standard
8-hour day, rather than the 100-mile-day incorporated into
freight contracts at the time. The new agreements are saving
the raliroad $50 million or more each year. In another cost-
saving initiative that benefits labor, Amtrak is also modemizing

its equipment maintenance , thereby Impr worki
conditions and u.:bstantlally’rrgs costs as mh Iaggr
accounting for close to 60 percent of Amtraks total operating
expenses, such changes significantly increase its abiity to

recover costs, improve efficiency, compete for business and
sustain quality service.

Improved labor arrangements, modernized facilities, and the
introduction of new, more reliable passenger equipment have
made the greatest contribution to Amtrak's increased productivity
in the last five years. Amtrak has been able to expand service,
add trains, and attract new customers as new cars are delivered.
Now approaching its 20th anniversary, however, Amtrak will soon
require replacement of many of its aging locomotives and cars,
and renewal of its authority to operate over the lines of the
Nation's freight raiiroads. With increasing use of rall service and
continuing public support, particularly the backing of States and
local communities, private financing sources will be able to
provide much of the necessary investment for new equipment for
Amtrak.

Amtrak's objective is to eliminate the need for Federal operating
subsidies by the year 2000; however, current budget constraints
limit the availabllity of funds for Amtrak's present subsidy needs.
Accordingly, no Federal subsidy is proposed for FY 1991. The
Administration is eager to work with Congress, Amtrak, and other
interested public and private parties to determine how best to
obtain needed capltal from the private sector and to make Amtrak
services more cost-effective.

The Administration has identified a number of changes that wouid
significantly reduce Amtrak’s costs. These include legisiation to
place Amtrak employees under State Workers' Compensation
systems rather than the fault-based Federal Employers' Liability
Act; to require States to pay a greater share of the costs of State-
assisted interstate (403(b)) and intrastate (403(d)) routes that
Amtrak operates at State request; and to recover from commuter
authorities more of the expense of operating the Northeast
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General Aviation

Corridor, to compensate for the costs imposed by commuter
operations that use Corridor track and services. The Federal
Government also supports the move to allow Amtrak to pay into
the Rallroad Unemployment fund only the actual amount that
Amtrak employees are paid for unemployment and short-term
sickness benefits. '

State and local interests, in cooperation with private business, are
considering the possibilities for introducing high-speed rail,
maglev, or other advanced rail passenger service in high-density
corridors In the future.

It is Federal transportation policy to:

o continue to promote increased efficiency, service
improvements, and cost-effective capital investment in

intercity passenger rail operations;

0 assure recovery of the costs of rail passenger service from
passengers and from private, State and local interests to
support operations, capital expenditures, and expanded
service;

o support repeal of burdensome statutory requirements that
unnecessarily inflate the cost of operating intercity rail
passenger service; ‘ .

o encourage future development of rail passenger service in
high-volume corridors, including introduction of high-
speed rail or maglev service.

General aviation is an important part of the U.S. air transportation
sector, serving a wide variety of purposes, including corporate
travel, recreational flying, crop dusting, emergency medical
services, and mail and package delivery, particularly to remote
communities. There are an estimated 600,000 general aviation
pilots in the United States. Of the more than 17,300 airports in the
country in 1988, approximately 16,700 were small facilities used
almost exclusively for general aviation.

Federal rules and policies that apply to general aviation have
undergone significant changes in recent years, largely as a resuft
of advances in technology and the rapid growth in use of the
aviation system. In making these changes, the Federal
Government has been propelled by the need to maximize the
safety and efficiency of the airport and airway system for all users.
it is essential that Federal aviation policies be sensitive to the
needs of general aviation, and that continuing efforts be made to
accommodate general aviation within the evolving aviation
system. At the same time, general aviation must accommodate
changes required of all users of the aviation system, in the
interests of safety, cost-effectiveness, and efficiency.

it is Federal transportation policy to:

o continue to fund reliever airports and supporting facilities
for use by general aviation;
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U.S. Merchant Marine

Commercial Space Transportation

o provide flight services to general aviation in ways that are
both cost-effective and responsive 10 user needs;

o make use of advancements in technology to improve
general aviation safety and access to airports and airways;

0 work with the general avistion community in reducing
airspace infractions and achieving grester conformity with
Federal airspace rules and other aviation requirements.

The U.S. merchant marine and shipbullding industries have
declined steadily in recent decades. It is clear that Federal
programs, including cargo preference rules and direct subsidies,
have not succeeded in keeping the U.S.-flag merchant marine
fieet viable and competitive in world trades.

Federal laws and regulations impose a variety of restrictions on
U.S. shipping lines, which raise costs, reduce operating flexibiity,
and prevent these lines from competing effectively in the
international arena. Many of the restrictions are anachronisms
and an ll-advised burden on the Nation's merchant marine.

Subsidy programs for the U.S. merchant marine must be
reexamined. For example, the current operating subsidy program
for U.S.-flag linership operators does not provide sufficient
flexibility for the carriers to compete in rapidly changing world
markets, or sufficient incentives for efficiency gains to improve the
competitiveness of the fleet. Adjustments are needed to provide
commercial operators flexibility as to trade routes and other
operating matters. Federal policies should allow use of foreign-
flag feeder vessels and recognize the need for U.S. operators in
foreign trades to be competitive in the acquisition of vessels. The
Federal Government must also explore means to strengthen the
competitiveness of the U.S.-flag non-liner fleet.

The Coast Guard must continue to maintain a policy of substantial
equivalence between national and international shipping
reguiations affecting safety and the environment, to ensure that
the U.S. merchant marine does not bear unjustified costs and stil
maintain adequate safety and environmental protection.

it is Federal transportation policy to:

o remove unnecessary Federal requirements that prevent
U.S.-flag ships from competing effectively in worid trade;

o review and restructure Federal maritime programs,
including the Operating Differential Subsidy program, to
promote cost efficiency in the U.S. fleet, strengthen the
flest's competitive position in the intemnational market, and
encourage necessary modernization and expansion.

Commercial space launch services are the newest transportation
industry, and one that the Federal Government is committed to
promoting. The goal is to extend into space the efficient, diverse
transportation capability we have on Earth, and to permit U.S.
enterprises to make use of the vast potential of space for
telecommunications, materials processing, remote sensing, and
other commercial activities. The commercial space
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Remove Unnecessary
Federal Regulations and
Requirements
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The effort to generate a strong commercial space industry Is
dependent on reliable and cost-effective launch technologies and
other space services. For market forces to foster lower costs and
customer-oriented service in this industry, the Federal
Government must maintain current policies to ensure that
government space activities do not compete with commercial
enterprises for business. Private enterprise and government
bodies must recognize the realities of an international
marketplace characterized by government sponsorship of and
financial support for competing foreign ventures. The Department
will work to maximize private sector involvement in commercial
space transportation activity, promote public-private partnerships
involving State governments and the private sector to build,
expand, modemize, or operate space launch infrastructure, and
encourage Federal agency and State plot projects with
entrepreneurial space launch providers to foster development of
efficient, low-cost private sector space services.

it is Federal transportation policy to:

o use commercial space transportation services for
government space missions to the fullest extent feasible;

o avoid Federal Government actions that duplicate, compete
with, or inhibit the development of private sector space
launch activities;

o review th; development and operation of space launch
tacilities to ensure that they adequately accommodate
national commercial space launch needs;

o enhance the U.S. commercial space industry’s competitive
posttion in world markets and work to ensure fair
competition in those markets.

Transportation was among the first industries to be regulated in
the United States. It is generally recognized that Federal
regulatory control is appropriate to prevent obstructions to
interstate commerce, to protect the public interest, and
particularly to encourage consideration of the effects of
transportation on the environment, safety, energy, of other
important national concemns that might not otherwise be
incorporated in public or private decisionmaking. To be most
effective, however, government regulation should intervene only
where necessary to achieve national goals and only in a way that
achleves public benefits at least sufficient to offset the costs
imposed by regulation.
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Trucking Deregulation

Federal Railroad Reform

The Federal Government has pursued far-reaching inltiatives
toward transportation dereguiation in the last decade, and
experience demonstrates that the moves to deregulation were
almost universally needed and well-founded. In spite of those
initiatives, however, transportation providers in many cases are
still subject to inappropriate and unnecessary Federal
requirements which continue to cause inefficiencies in the
transportation system. Other outmoded regulations remain in
place with the primary effect of creating uncertainty and
confusion about the extent and nature of potential Federal
jurisdiction. The Department supports the economic deregulation
of transportation achieved to date, and will encourage additional
efforts to reform Federal regulations and requirements that
impose undue public costs without commensurate public
benefits. To foster the productivity and competitiveness of U.S.
industries in domestic and world markets, k is time to eliminate
those elements of Federal control. In particular, the Department
advocates repeal of all remaining Interstate Commerce
Commission regulation of trucking, intercity bus, interstate rall
passenger, interstate barge, ferry, pipeline (other than water, ol,
or gas), household goods freight forwarder and freight broker
services.

Trucking, one of the most competitive of American industries, is
still subject to a range of Federal regulatory requirements
governing rates and services, involving administrative review and
approval of numerous day-to-day business activities. Restrictions
on the provision of for-hire transportation should be limited to
those necessary to ensure adequate safety and liability
requirements.

State and local restrictions on providers of transportation should
follow nationally established standards. At present, more than 40
State governments impose economic regulations on motor
carriers operating in the State, and the regulations are frequently
inconsistent from one State to the next. When a national
transportation interest is at stake, particularly the flow of interstate
and foreign commerce, State and local restrictions must not be
allowed to block achievement of the national goals.

It is Federal transportation policy to:

o support repeal of remaining Federal laws imposing
economic regulation on motor carriers;

o ensure that State economic regulation of motor carriers,
including intrastate operations of interstate motor cariers,
do not conflict with Federal economic regulatory
standards for interstate commerce.

Since the Staggers Rall Act of 1980, the U.S. freight ralliroad
industry has been free of the most onerous and unnecessary
economic regulations governing rates and services, and the
resulting flexibility has led to dramatic improvements in railroads’
ability and incentive to offer efficient, competitive transportation.
The raiiroads, however, remain subject to a variety of archaic and
outmoded requirements at the Federal level, including the Federal
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Achieve More Consistent
Requirements and
Standa_rds
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Labor Act potentialty could be applied to other transportation
entities under that Act as well. Singling out raliroads or other
transportation companies for different and more costly
requirements in this essentlal part of their day-to-day business
than are applied to other businesses and organizations is not
justified on economic of general public interest grounds, and
shouid be ended.

it is Federal transportation policy to:

o support repeal of Federal statutes that impose undue costs
on rallroads, to bring Federal treatment of raliroads into
conformity with treatment of other industries;

o oppose secondary picketing and other secondary activity
against railroads or other transportation companies.

Where transportation providers are affected by standards and
requirements of other interests, whether public or private, clear
and consistent standards and procedures can make a significant
contribution to transportation efficiency. For example, in
government programs involving registration, vehicle licensing, or
taxes for freight carriers, the companies can save the substantial
time and cost of uncertainty and duplicative administrative work if
the processes are applied consistently over time and uniformly
across the various States in which the carriers operate.

Even in areas that are not covered by Federal standards or
requirements, but are left to the choice of private companies,
such as the size and design of equipment, voluntary agreements
to adopt some consistency of standards can streamline
transportation operations and avert the waste of having to invest
in muttiple sets of equipment or faciities. The Federal
Government can play a significant part in achieving greater
standardization in transportation equipment and interational
trade and transportation procedures, through Its participation in
forums for setting national and international standards. The
Government can also bring interested parties together to discuss
and agree on increased voluntary coordination of standards and
procedures in the interest of improved efficiency, in both
domestic or international markets. More uniform standards for
shipping, handling, documenting, and billing for transportation
and international trade in particular would considerably improve
the ability of U.S. carriers to handle freight cargoes efficiently and
competitively. Finally, up-to-date and internationally harmonious
rules govemning liability for loss and damage are essential 10 the
efficiency of international transportation.
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Standardization of Container Sizes
and Handling Processes

Continued proliferation in equipment
sizes and designs can impose
unnecessary costs on U.S. and
foreign commerce. Through greater
harmonization of transport
equipment standards in international
trade, carriers and shippers could
realize significant savings, as long
as international standards do not
stifle introduction of new, more
efficient concepts and technologies.

Administrative Requirements for
Motor Carriers

A wide range of sizes and types of shipping containers and
vehicles is now in use, as well as a variety of designs and types of
loading equipment and facilities to handle them. The many public
and private entities with an investment in containers,
transportation vehicles, or handling equipment in ports and
shipping around the world have conflicting interests and some
monetary stake in the continuing use of the existing equipment.
Greater standardization of container sizes used in freight
transportation would make & significantly less complicated and
costly to handle containerized cargo, both domestic and
international, including the supply and operation of the rall cars,
motor vehicles, and ships used for transporting containers, the
loading and unloading equipment, and handling and stacking
operations at ports and other sites. More uniform equipment
sizes and types would increase compatibility of vehiclies and
containers between carriers and modes, and thus the efficiency of
cargo transfers en route from origin to destination. Greater
standardization in billing and electronic data interchange will also
expedite movements and reduce costs. '

Under the established domestic weight limits for moving freight
on U.S. highways, significant numbers of overweight containers
are being shipped over those highways, causing additional wear
and safety concerns, without adequate contribution in highway
user fees to compensate. Motor carriers presently bear many of
the costs and penalties of carrying overweight containers.
Stricter enforcement of weight limits could alleviate the problems
somewhat, but questions of incentives and liability for overweight
shipments would still remain. A solution to overloading, which
might take the form of more uniform domestic or international
standards or more stringent procedures for billing or handling
cargoes, will require coordination between government agencies,
carriers, shippers, and other parties involved in the transportation
chain, including those in the U.S. and in other countries.

it is Federal transportation policy to:

o work with carriers and shippers to achieve greater
standardization in domestic transportation equipment,
billing, and electronic data interchange among carriers
and other parties involved in the transportation
movements;

o seek international agreement on more uniform standards
for container sizes and similar issues involving handling
and documentation of international cargoes, as well as
updated rules governing liability for loss and damage;

o explore with shipping lines, motor carriers, ports, and
shippers potential methods to reduce the number of
overweight containers moving on U.S. streets and
highways.

The individual States impose differing registration requirements
on motor carriers operating within their borders, and they
maintain different methods for motor carrier tax reporting and
billing. This creates a confusing and overlapping array of
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Local Restrictions on Aviation

administrative procedures for carriers 1o meet, and places a
burden on interstate commerce that is difficult to justify. While
each State can decide the form and level of taxes and the rates to
charge, the national goal should be to achieve a coordinated
approach for motor carrier registration and tax reporting by all the
States. The National Governors Association (NGA) has adopted
recommendations for such a uniform motor carrier registration
and tax reporting system, and many States have voluntarily
accepted the recommendations. The time has come to establish
deadlines for the remaining States to implement conforming
systems.

The individual States issue permits for oversize and overweight
truck movements, but the States do not all have consistent
permitting practices. Greater uniformity in permitting standards
among the States would reduce uncertainty, delays and
inefficiencles for interstate carriers, and potentially reduce costs
to shippers as well.

it is Federal transportation policy to:

o promote uniform motor carrier registration and tax
reporting requirements among the States;

o establish deadlines for the individual States to adopt NGA
recommendations for motor carrier registration and tax
reporting procedures;

o promote uniform national permit practices by States for
overweight and oversize truck movements.

At the same time that an airport can generate considerable
economic benefit to a whole city or region, aircraft noise can
impose a significant environmental burden on certain areas
surrounding airports. In the early 1970's, approximately 7 million
people in the United States were exposed to levels of aircraft
noise above accepted standards for residential areas. Today,
even with a doubling in the number of scheduled aircraft
operations, the number of people exposed to the same level of
aircraft noise has been reduced by more than 50 percent, to an
estimated 3.2 million. The trend s forecast to continue into the
early years of the 21st century, reducing the affected population
to 1.1 million people by 2010. At the local level, effective
programs can help ensure compatible land use around airports.
Little progress has been made in this area. Most of the reduction
in noise exposure has resutted from the introduction of quieter
aircraft by airlines and the phasing out of noisier (Stage 2)
commercial aircraft. The forthcoming restrictions on Stage 2
aircraft in the European Economic Community pose a risk that
some additional Stage 2 aircraft will be shifted to use in the United
States. Continued use of Stage 2 commercial aircraft in the U.S.
will have to be carefully evaluated in terms of the impact on the
communities surrounding airports, the aviation industry, and the -
traveling public. Federal funds will not be avallable to cover costs
of Stage 2 phase-out.
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Reassess Federal User
Charges and Subsidies to
Ensure Competitive Equity

Federal User Charges and Modal
Subsidies
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concemns have led to the imposition of a
mnbordnuﬂcﬁomonuvhtlon These restrictions can reduce
the abllity of the aviation system to meet transportation needs and
can have adverse economic effects on communities and airport
users. Alrcraft noise concems are also an obstacle to
construction of new airports or new capacity at existing airports.
The issue is complex, involving concemns over llablity for noise
impacts, the financlal cost of upgrading aircraft noise control
standards, and protection of interstate commerce. Interested
parties, including the airine industry and State and local
governments, have presented a panoply of options ranging from
a completely hands-off approach to the issue at the Federal level,
to continuation of the current system, 1o total preemption of State
and local reguiation of aviation noise. The Department is
committed to improving environmental quality and providing the
leadership that will promote the effective utlization of system
capaclty in order to meet the demands of interstate commerce
while recognizing the rights of State and local governments to
impose land use controls. The impact of noise restrictions,
phasing out of Stage 2 aircraft, and effective local land use
controls around airports should all be considered in resolving this
issue.

It is Federal transportation policy to:

o work with the aviation industry, State and local
governments, and affected community groups to
encourage development of local tools for ensuring
compatible land use around airports, and to facilitate the
orderly and expeditious phase-out of Stage 2 commercial
aircraft without use of Federal funds;

0 prevent noise-related restrictions that are unreasonable,
arbitrary, discriminatory, or an undue burden on interstate
commerce, and work with local communities and airport
users to deter local actions that unreasonably interfere
with system efficiency or increase system costs.

Federal programs designed to support transportation can distort
competition and even discourage efficient allocation of resources
among modes and segments of the transportation system. The
various modes of domestic transportation receive a variety of
direct and indirect Federal subsidies, in the form of appropriations
as well as tax and other policies. It is essential to review
periodically Federal policies and subsidies to domestic
transportation, including barge operators, waterways, motor
carriers, rail, and airlines, to identify and correct the unintended
and undesirable effects on the competitive status of carriers and
modes.

To the extent that transportation projects receiving Federal aid
are funded through user charges, particularly as Federal aid
programs are refocused, the structure of user charges must be
continuously reviewed to assess the pattern of use on the
facitties by various groups and classes of users, and to determine
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the appropriate allocation of costs among the groups. On the
highways, for example, private automoblies and other personal
motor vehicles share the system with commercial trucks, intercity
buses, and other commercial vehicles. The weights and sizes of
these vehicles vary widely and the range and mix continue to
change over time. The level of Federal highway user charges can
affect transportation cholces and the competitiveness of various
classes of highway users and of highway vehicles in comparison
to alternative modes of transportation. Those charges must be
set according to the costs imposed by each class of users.

Some of the costs imposed by various groups of users on the
transportation system do not relate directly to the costs of
construction or maintenance of the infrastructure, but instead to
safety or environmental mitigation costs. As is the case with the
costs now recovered through user fees, ¥ certain users impose
those additional costs on a system, they should for the sake of
fairmess pay those costs. The costs of safety and environmental
impacts are much more difficult to measure than direct costs;
however, attempting to estimate their magnitude and incorporate
them into user charges may offer public benefits. If users had to
face the costs of these additional burdens they are imposing, they
would have greater incentives to adjust their activity to minimize
the costs they were being assessed and thus reduce the adverse
environmental, safety, or other costs on other users, the system,
and the Nation in general.

Subsidies and programs other than user charge systems can also
introduce distortions in competitive equity. Just as in the case of
the allocation of user fees among groups of users, differences in
subsidies among modes or forms of transportation can affect the
ability of an entire mode or system to compete according to its
true economic costs, and in the long run can even threaten Its
ability to survive. Some Federal programs, Iin fact, act in direct
opposition to each other; others create unnecessary
administrative procedures and mechanisms in order to make
treatment of one mode conform to previous treatment of a
competing mode. Like user fees, direct subsidies and tax policies
affecting each mode should be based on a full assessment of
public costs and benefits offered by each mode, and differences
should reflect a careful balancing of national goals.

it is Federal transportation policy to:

o review Federal transportation subsidy programs and other
policies affecting competition in transportation, and
restructure where appropriate;

o move toward Federal transportation user fees that recover
from users their proportionate share of costs, for example,
by establishing new user fees for Coast Guard and Federa!
Railroad Administration safety services;

o maintain the principle that maximum truck size and weight
limits should be based on a full assessment of the public
costs and benefits and, if the limits are changed, highway
user charges should be adjusted accordingly;
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improve Access of U.S.
Companies to Iinternational
Markets

o minimize potential for federally subsidized transportation
services to offer unfair competition to other modes or
services.

Our international competitiveness is affected not only by the
efficiency of our transportation carriers but also by the ability of
our transportation companies to gain access to world markets
under the complex system of international agreements, duties,
and subsidy programs of other countries. Without that access,
the industry cannot make Rts full contribution to the
Nation's economic health and security. Policies on interational
trade, international negotiations, and other foreign relations
matters all have an effect on this issue.

The Department of Transportation is an active participant in

routes a U.S. carrier can use to and from other countries and the
services that can be offered. Bilateral and muitiateral agreements
entered by the U.S. Government cover air travel gateways for U.S.
and foreign airlines, the air carriers allowed to operate into and
out of those points, and access for U.S. shipping lines. Trade
policies and agreements also can affect markets for U.S.
transportation technology, equipment, and transportation-related
services, including transportation engineering and consulting.

The U.S. and Canada, our largest trading partner, have long had
smoother, more open transborder movement of passengers and
freight than neighboring nations in much of Europe or the rest of
the world. Recent regulatory reforms in transportation in the
United States and Canada have created comparably open access
for carriers in both countries. By reducing barriers that formerly
applied to goods and many services, the free trade agreement
between the twp countries has set the stage for a substantial
expansion in U.S.-Canada trade and created many opportunities
for companies engaged in cross-border transport. A significantly
expanded aviation accord between the U.S. and Mexico has
improved air passenger and freight services and increased
opportunities for air carriers of both countries. The Federal
Government s continuing to pursue a more open and equitable
overall competitive transportation environment with Mexico, our
third largest trading partner.

Even more can and must be done to expand our interational
transportation services. For example, many cities place a high
value on air service to foreign countries, to develop tourism,
business opportunities, foreign investment, and jobs in the local
communities, and they would welcome such service by U.S. or
foreign carriers. To address those communities’ interests, while
ensuring that the interests of U.S. carriers are property taken into
account, the Federal Government will continue to pursue new
approaches to allowing additional air service to U.S.
communities.

Restrictive policies of some foreign governments limit operating
flexibility and the introduction of new technologies, reduce
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Assure a Productive Work
Force and Work
Environment

g |

efficiency, and in some instances discriminate against U.S.
companies, placing them at a serious competitive disadvantage
vis-a-vis foreign firms. The Department must rededicate itself to
eliminating barriers to intemnational trade in transportation
services and to securing an equitable competitive environment for
U.S. companies. Unfair and/or discriminatory treatment of U.S.
air, space, maritime, and surface transportation companies and
supporting businesses should be redressed through applicable
bilateral mechanisms or through imposition of sanctions provided
by U.S. law.

The Federal Government must scrutinize proposed new or
amended international agreements and conventions, as well as
domestic legislation and regulations, to avoid impairing the
competitive posture of U.S. companies in international markets.
The Department must maintain and strengthen the position of
U.S. transportation interests in those negotiations, in order to
achieve a more liberal world trade environment for U.S.
transportation firms and improve their access and international
competitiveness.

it is Federal transportation policy to:

0 remove barriers to efficient movement of travelers and
goods into and out of the United States, including taritis
and duties and artificial restrictions on trade and
transportation;

o improve access to international markets for U.S. carriers
and transportation services; a

o protect U.S. transportation companies from unfair and
discriminatory practices of foreign countries, including
government supports that place U.S companies at a
competitive disadvantage;

o improve access to international air transportation for U.S.
communities;

0 increase international exchange of transportation
technology, emphasizing developing markets abroad for
U.S. transportation products and identifying U.S. and
foreign technologies that can be profitably applied by U.S.
carriers to increase the competitiveness of U.S.
transportation service.

The efficiency and safety of the transportation system will always
depend on the people operating and managing the vehicles and
facilities. To achieve productive transportation operations, we
must also have a cooperative transportation working
environment, and one that is safe for the employees.

Like other aspects of American business and transportation, the
transportation labor situation has been strongly affected by
technological innovations, change in the type and mix of
companies, geographic shifts in the economy, and the pressures
for efficiencies and cost reductions caused by increasing
competition in the world marketplace. Labor and management
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business have had to be altered to suit different market
conditions. The new economic environment requires adjustments
in institutional practices, relationships, and traditions that have a
longhbtoryand.ﬂmdm.mmdmwm. With
meotmmnlauonandcoopomlonmnhbamd
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can help to plan and achleve a successful and productive future
for their industry. Human resources issues and the contribution
of the human element of transportation must be recognized and
addressed. Greater awareness by all parties of the critical issues
affecting the transportation system and the individual organization
provldeunusemlalfouwaﬂonformmmmwgoals.
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: varied and often highly technical expertise. Alrine pliots, raliroad
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vehicles, sea captains, and other operators of transportation
vehicles are only the most visible examples of the people working
in the transportation industry. Reservation specialists, vehicie
dispatchers, terminal operators and station attendants,
mechanics and maintenance workers, data processing experts,
and office support personnel, as well as safety experts,
operations research specialists, scientists, engineers and
designers, economic and financial advisers, administrators and
- managers-all these people play critical parts in the transportation
system, in both the private and public sectors. Throughout all
segments of industry, corporate America relies on transportation
professionals to manage distribution of goods and achieve the
efficient delivery of services that is essential for the economy to
function. The Federal Government must also ensure an adequate
Federal transportation work force, including the air traffic control
staff, through sound recruitment and training.

At the same time that public expectations of transportation
service and safety are rising, the transportation vehicles,
maintenance equipment and techniques, construction designs
and practices, and transportation management responsibilities
are also becoming increasingly complex. Transportation
providers, working with universtities and other educational
institutions, must ensure that the necessary programs are
avalable for training transportation workers and preparing
managers and other employees to adapt to the new challenges
and opportunities in transportation. In the next decade and the
next century, women and members of minority groups will be an
increasing share of the Nation's population and labor force, and It
will become particularly important to improve training
opportunities and recruitment of minorities and women.

it is Federal transportation policy to:

o promote a cooperative work environment in transportation,
and ensure that transportation workers can depend on
safety in the workplace;
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o cooperate with transportation companies and others in the
private sector as well as universities and other educational
institutions to develop specialized programs for training
transportation personnel at all levels;

o work with industry to identify future transportation work
force needs and promote the development of recruitment
programs to meet those needs, including recruitment of
women, minority and disabled employees;

o improve personnel support systems, including recruitment
and training, for high-skill Federal transportation positions,
such as air traffic controllers, engineers, and
transportation safety inspectors.

ENSURE THAT THE TRANSPORTATION SYSTEM SUPPORTS PUBLIC
SAFETY AND NATIONAL SECURITY.

The Department will not deregulate
safety. Economic deregulation of
transportation has reduced
restrictions on carriers’ rates and
routes, but it has not reduced the
Federal commitment to safety.
Accident rates are lower than they
were 10 years ago, before
deregulation, and the President has
established a firm goal of reducing
accidents and fatalities still further.

Improve Transportation
Safety

Safety Initiatives Across All Modes

.

Nothing is more important to the American people than their
safety and security, and the security of the Nation. Beyond safety
on the streets of their neighborhoods and communities,
transportation safety concems extend to the safety of travel on
the highways and in the air, on raliroads and boats and ships;
releases of hazardous materials in transportation accidents; and
criminal or terrorist acts against travelers and the transportation
system. Transportation also plays an essential role in supporting
the national defense, as well as overall national security, including
security against the threat posed by the international trade in lllicit
drugs. Federal transportation policies must address all of these
concemns.

No one can travel in comfort and peace on a transportation
system that is Unsafe, and safety is the top priority for the
Department of Transportation. The Department has responsibility
for assuring transportation safety in all modes-highways,
aviation, space, public transit, raiiroads, pipelines, waterways, and
maritime. More of the Department's employees are devoted to
safety than to any other function in DOT. The Federal
Government's safety activities—in fact, all public safety
initiatives—rest on public awareness and education, sound
engineering and operating practices, supplemented by effective
enforcement and continuing research and analysis on the best
approaches to meet safety goals. Those elements are the
foundation of Federal policies governing transportation safety.

Despite many differences among modes in the nature of the
vehicles and services and the specific circumstances in which
they are operated, safety is a critical factor in all segments of the
transportation industry. The major safety objectives and
initiatives are also common to all transportation markets and
modes: any safety effort in transportation must take into account
the driver or operator, the vehicle and equipment the operator is
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transportation personnel must receive adequate training to
operate vehicles and systems safely, and they must keep safety
foremost in their minds at every phase of their work. The vehicles
Mopuﬂomuﬂdsobosnfc.mmobaslcdalgn. materials,
and assembly through to maintenance and inspection as the
vehicles are used. Roadways and bridges, raliroad tracks, airport
runways, waterways and maritime facilities, stations and other
transportation structures must be designed and constructed for
safety, and adequately maintained to permit continuing safe
operation. Finally, the interaction among individuals, vehicles,
and transportation facilities has to work effectively if operations
are to be safe. That is a necessary underlying focus for all
transportation safety initiatives.

The Department will continuousty monitor the safety performance
of the transportation system, collect comprehensive and
comparable accident data across all transportation modes, and
pursue the regulations, enforcement, and other programs
necessary to ensure safety. Questions of operator licensing and
use of event recorders like the aircraft "black box" are still under
study for other transportation modes, and other safety measures
will be undertaken as problems appear or options emerge that
have the prospects of offering safety benefits. Greater awareness
of the importance of safe operations is essential, not only among
government employees, but among all members of the
transportation community. To ensure attention to safety,
programs must be increased for training operators and others
involved in transportation. The Department will assist in
developing training materials and provide technical assistance for
training transportation personnel for safe transportation
operations. Safety regulations in all modes will be reviewed and
updated to adjust to new technologies and new systems. DOT
will also pursue programs to improve the safety of basic
transportation facilities and vehicles, including specifications,
design criteria, and construction practices that provide
earthquake resistance commensurate with the seismic risk for the
particular region.

Drug and alcohol use by operators of transportation vehicles and
other transportation personnel in the public and private sectors
can have enormous implications for public safety. We must
increase awareness of the devastating effects of drug and alcohol
abuse on the performance of transportation operators and other
personnel, and prevent abuse of drugs and alcohol in
transportation. The President's initiatives for a drug-free America
must be carried into transportation, both local and interstate,
through a concerted campaign for a drug-free transportation
system. Federal laws and rules requiring drug and alcohol testing
for public and private transportation employees provide one
essential tool. We must also maintain effective prevention and
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Highway Safety

More than 46,000 people died in
1988 in motor vehicle accidents. It
- is unforgivable for a system that is
intended to provide service to
people to be the instrument of so
many deaths. We can and we must
do more to reduce the death toll on
the Nation's streets and highways.

rehabilitation programs, in conjunction with strong enforcement
of regulations and penalties.

it is Federal transportation policy to:
o maintain a high level of transportation safety;

o improve reporting on accidents, data on exposure 10 risk,
and information on trends and patterns to identify potential
safety problems and causes;

o review new designs for transportation vehicles to detect
any safety problems and conduct special studies of
vehicles and facility designs already in use, when
accidents or safety complaints indicate a serious problem;

o continue efforts to have elected officials, law enforcement
organizations, and the private sector devote more
resources to safety, including public awareness,
enforcement, and training of public and private sector
employees involved in maintaining safety;

o devote maximum effort to eliminating use of aicohol and
drugs in transportation, through education and public
awareness, operator screening and testing, and strict
enforcement of regulations, in conjunction with effective
rehabilitation programs;

o reduce occupational health risks for transportation
workers. ‘

By far the greatest number of transportation-related accidents
each year occurs on the Nation's streets and highways. If the
present pattern in death rates per vehicle continues, the total
highway deaths could reach more than 60,000 a year early in the
next century. The Nation cannot tolerate such senseless loss. It
is our mutual responsibility to take strong action now to attack the
problem.

The President has established the goal of cutting the death rate in
traffic accidents to 2.2 per hundred million vehicle-miles by 1992.
The aim must be to continue to cut that death rate and to reduce
the traffic death toll below the current level through the next
decade, even in the face of increasing travel. It will never be
possible to eliminate all traffic accidents and injuries, but we must
all commit our energies and resources to reducing the toll.

Many factors contribute to traffic deaths and injuries, including
drivers impaired by alcohol and drugs, poorty designed and
maintained highways and signs, and occupants who fail to use
their safety belts. The increasing use of passive restraints in
automobiles, and the fact that much of the expected increase in
travel will be in urban areas at slower speeds, will contribute to
the goal, but additional steps are necessary. Human factors,
particularly driver behavior, are the largest single cause of
accidents on the Nation's roadways. The Department will
continue to work with State and local governments, the private
sector, and the general public to ensure safer roads and safer
vehicles, to keep drunk and drugged drivers off the road, to
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lives after accidents occur.

safety reguiation, coupled with uniform enforcement and
penalties across the States, focused on the highest-risk practices
and behaviors. The Depanmmwdsoworkwlthtfnnuot
carrier industry to improve carriers' in-house training, driver and
vehicle inspection, and maintenance programs, to increase
operating safety.

UNITED PARCEL SERVICE
TRUCK SAFETY PROGRAM

A corporate commitment to safety, backed up with a
comprehensive safety program, has helped United Parcel
Service (UPS) achieve a hlghwaglafety record considerably
above the industry average. UPS's safety program includes
top driver qualifications, rigorous training, regular vehicle
schedules, and stringent vehicle maintenance. Honors
awards are given to employees for safe driving, and it Is not
uncommon for UPS drivers to achieve 25 or more years of
accident-free driving. Drivers are assigned to the same vehicle
over long periods of time, thus improving their familiarity with
| the vehicle's.driving performance. UPS also follows special

| maintenance practices and strict preventive maintenance
inspection standards, which improve the reliabllity of their
trucks and also extend vehicle service life.

Wherever multiple forms of transportation or types of vehicles
share rights-of-way, safety issues are magnified, both where
passenger and freight traffic use the same facilities and also
where different types of vehicies and forms of transportation
cross paths, such as at raiiroad-highway grade crossings and in
situations where pedestrians or bicyclists encounter motor
vehicle traffic. Over 600 people died in 1988 in collisions between
motor vehicles and trains at raliroad-highway grade crossings.
Safety in those situations requires public awareness and attention
to the dangers and difficulties involved.

Pedestrian safety must also be protected. Last year, more than
8,000 pedestrians died in traffic accidents, including many young
children and elderly persons. As the population ages, special
measures will have to be taken to maintain traffic safety and
address the special needs of elderty and disabled drivers.
Technological advances, such as on-board computers and
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Aviation Safety

S

remote readers and sensors already avallable today, can provide
dramatic safety benefits, including alerting drivers to hazards or
congestion on the roads, providing routing information, assisting
drivers with vehicle control, checking licensing or registration
and the condition and functioning of mechanical systems in the
vehicle, tracking the location and speed of commercial vehicles,
weighing trucks and monitoring commercial drivers and vehicle
operation. Implementing these systems could provide significant
benefits to drivers, including elderly and disabled drivers, to traffic
safety enforcement officials, and to companies that maintain and
operate commercial transportation services.

it is Federal transportation policy to:

o encourage all States to enact laws requiring use of safety
belts and motorcycle heimets, and to strengthen laws
against drunk and drugged driving;

o conduct a coordinated national campaign to increase
public awareness of traffic safety matters, promote
improved driver training, achieve more effective driver
licensing and driver records, bulld support for tratffic safety
laws, and change unsafe driving behavior;

o target Federal financial support and technical assistance
to promoting more effective enforcement of laws and
regulations governing speed limits, motor carrier safety,
drunk and drugged driving, and use of safety belts, child
safety seats, and motorcycle heimets;

o develop rules to require vehicle design improvements to
increase occupant protection and improve vehicle crash
avoidance capabilities, and continue efforts to keep unsafe
vehicles off the roads through close monitoring and recalis
of defectiva vehicles;

o work with States and private industry to improve motor
carrier safety, beginning with prompt implementation of
the Commercial Drivers License program;

o increase pedestrian safety through public information and
improved crosswalk design, signaling, school crossings,
and sidewalks;

o promote safer design and maintenance of highways,
through engineering standards and signing systems that
are more sensitive to the needs and abilities of drivers,
including the growing population of elderly drivers.

The U.S. aviation system has the safest record of any mode of
passenger transportation in the Nation, but continued vigilance
will be required to preserve that record. Major challenges to
aviation safety today include revolutionary changes in aviation
technology; aging aircraft; human error, involving the interaction
between operators or other aviation workers and aircraft and
equipment; and the pressure of increasing travel demand.

The central role of the individual in the aviation system for the
present and the future must be recognized above all in efforts to
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FAA recently joined in a top-level
government/industry task force to
examine the issue of aging aircraft,
and is now carrying out the task
force recommendations. The
intensive and cooperative nature of
this effort permitted important -
improvements in the safety of aging
aircraft to be developed and ,
implemented on a fast track.

improve aviation safety. Human error has been identified as a
causal factor in 66 percent of fatal accidents on air carriers, 79
puwlmcanmlualﬂkm.mdaapumhmwhtm
This has been a source of increasing concem to both industry
and government. The Federal Aviation Administration (FAA) will
undertake a comprehensive human factors program involving
both Federal and private sector activities, including aircraft design
and maintenance, pliot training, air traffic control, and
communications between pliots and air traffic controllers.

FAA will ensure that aviation safety measures keep pace with the
rapidly growing number of aviation operations. Implementation of
the National Airspace System Plan and follow-on modemization
of air traffic control equipment and procedures will contribute
significantly to that goal. The FAA will adjust regulatory standards
nrudwmoemmpmctlcesumry.tomemehlghest
level of safety. One critical ongoing activity involves monitoring
mepodormncoandcondltlondalmnhuse.lndmwm
the new aircraft being introduced into the aviation system to
assure that they meet high safety standards. The agency wil also
continue to improve methods of measuring aviation safety and
increase the industry's accountabiity for achieving and
maintaining safety standards.

In international aviation, the key to safety is increased
standardization woridwide based on strong safety requirements
for air traffic control systems and procedures, airport design and
operation, maintenance and operation of aircraft, and operator
training. The Department will press for greater consistency in
standards for international aviation, so that U.S. airlines and
passengers can be assured of safety wherever they travel in the
world. Up-to-date and internationally harmonious liability
requirements covering aviation accidents are a related and
important goal. Senate ratification of the Montreal Protocols, for
example, would help to ensure fair and timely compensation for
the families of victims of international air crashes.

it is Federal transportation policy to:

o increase industry accountability for aviation safety
performance;

o undertake a comprehensive program of human factors
research and apply the results to improving technology,
training, and procedures, with special attention to the
pilot-sircraft interface;

o carry out the National Airspace System Plan and follow-on
modemnization, to ensure that growing demand can be
safely accommodated by the air traffic control system;

o ensure that regulatory standards and FAA surveillance
keep up with technological advances, aging aircraft, and
the growing number of aircraft operations;

o work with other nations and international organizations to
develop and implement strong and standardized aviation
safety requirements worldwide;
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Safety on the Waters

Safety in Other Surface
Transportation

o press for ratification of the Montreal Protocols to provide
updated and internationally uniform liability requirements
govemning international avistion accidents.

Drownings in recreational boating are the third highest cause of
transportation-related deaths in the United States each year.
Maritime safety is also essential to effective movement of
commercial traffic, in domestic and international trade. The most
important mission of the U.S. Coast Guard is to protect life and
property on the seas and the Nation's navigable waters. One
essential element is search and rescue capability to respond to
emergencies on the waters, including recreational and
commercial vessels in distress, and to perform other search and
rescue activities on the oceans and inland waters. The Coast
Guard also develops and enforces regulations to ensure safe
vessel construction and operation of both commercial shipping
and pleasure boating, in order to prevent accidents. Adequate
operator training and sound operating practices are also critical
to maritime safety. Particular attention must be paid to preventing
drug and alcohol abuse by vessel operators and boaters.

it is Federal trangportation policy to:

o maintain a strong and effective Coast Guard to protect life
and property in maritime environment, including search
and rescue capability;

o develop and implement a program for cooperative
enforcement agreement with States that have "boating
while intoxicated® standards;

o pursue ratification of Standards for Training, Certification
and Watchkeeping of Seafarers, developed by
international convention in 1989, and provide guidance on
enforcement;

o reexamine periodically the records of merchant mariners
to ensure that personnel remain competent, qualified, and
able to operate vessels safely;

o continue to assess needs for improved navigational aids
and marine Vessel Traffic Systems to guide and control
ship movements.

While the number of accidents and deaths in surface
transportation not invoiving highway vehicles is small relative to
traffic fatalities, safety in those other modes is an essential
component of meeting national safety goals. The safety
responsibility of the Department of Transportation covers
railroads, public transit, and pipelines carrying gas, petroleum,
chemicals, and other products. Reducing accidents and fatalities
in those systems Is a critical facet of the Department's overall
safety program.

Rai transportation is the safest form of surface transportation for
intercity passengers, and public transit has a considerably better
safety record than private motor vehicles. Pipelines—because
they are primarily underground and operated without vehicles
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and therefore without human vehicle operators—do not face many
of the greatest hazards associated with surface transportation.
The largest singie cause of pipeline fallure is damage from outside
forces, including excavation and natural causes such as land
subsidence around the lines. For each of those transportation
systems, DOT will continue to assess data on accidents and risk
exposure, giving particular emphasis in ks safety programs to
situations and system characteristics associated with the greatest
frequency of accidents and other safety incidents.

Aside from emphasis on safety in construction and the role of
human factors in safe operation, regular inspections and attention
to metal corrosion and other component failures are critical to
safety in raliroads and rall transit, as well as product pipeline
systems. Visual inspections can and must be done periodically
on rall track. Underground pipelines are more difficult to inspect.
New methods of using electronic equipment and ultrasonic
sensing devices improve the ability to detect problems in rall and
pipeline systems and equipment. Most U.S. petroleum product
pipelines—representing about half the non-water pipeline mlieage
in the Nation—were built before 1950. The majority of gas
transmission lines were built in the 1950's and 1960's. As the
years go by, measures to offset the effects of time will be
increasingly important, including frequent monitoring of pipeline
condition, corrosion control programs, and targeted rehabilitation
and replacement. The operators of rall and pipeline systems have
the primary responsibllity for preventive maintenance and safety
of operations, but Federal employees, working in conjunction with
State inspectors, have a monitoring and enforcement function.

It is Federal transportation policy to:

o promote safety in public transportation by encouraging the
development of industry safety standards, implementation
of comprehensive system safety plans by providers of
transit services, improved safety training, and more
rigorous oversight by State authorities;

o ensure effective monitoring and enforcement of safety of
railroad track, equipment, and operations;

o develop regulations covering locomotive engineer
qualifications, safety of employees working on raiiroad
bridges, and maintenance of signals at railroad-highway
grade crossings;

o increase pipeline inspection and enforcement activities
targeted to systems identified as posing particular risks to
public safety.

Safety in Hazardous Materials  The transportation of hazardous materials is a subject of
Transportation  considerable concern in American communities, because of the
real and percelved threats these materials can pose to public
safety and health, as well as to the environment. The Department
of Transportation is responsible for collecting hazardous materials
safety data and identifying potential safety risks and problems.
Based on identified risks, DOT also develops rules and standards
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for the safe transportation of hazardous materials in all
modes—highways, rai, air, water, and pipelines.

|
|
| State and local governments also have a major role, both in
enforcing hazardous materials regulations and in responding to
hazardous materials accidents and spills. For highway
movements of hazardous materials, the Federal Government has
concurrent responsibility with State and local governments in the
area of routing, with the State and local governments making the
actual routing decisions, based on standards set by the
Department. The Department works extensively with other
Federal agencies and State and local groups to prevent
hazardous materials accidents in all modes and to improve
accident prevention, preparedness planning for hazardous
materials accidents and response capabillities at State and local
- - levels. Federal rules are aimed at ensuring that hazardous
o materials are properly identified, packaged, and handled, and that
incidents involving release of hazardous materials are held to a
minimum. Additional steps are needed particularly to improve the
system of handling highway movements of hazardous materials
and ensuring domestic standards that are effective and do not
conflict with international standards in a way that unduly impedes
U.S. companies in marketing and shipping products.

it is Federal transportation policy to:

o compile hazardous materials safety data across all modes
and conduct regular analyses of the data to identify
potential safety problems;

o0 develop effective hazardous materials regulation,
enforcement, and preparedness strategies to deal with
evolving materials and technologies and identified safety
risks in all modes;

o extend Federal hazardous materials regulations to cover
all intrastate movements of hazardous materials by
commercial motor carrier;

o formalize the concurrent Federal and State jurisdiction in
the area of highway routing of hazardous materials
movements, with provisions for resolving disputes
between the Federal Government and State and local
governments, and between and among States;

o expand the scope of training requirements for handling
and dealing with hazardous materials in the transportation
system, to include not only regulatory compliance but also
hazard awareness, avoidance, and mitigation;

o0 adopt hazardous materials packaging standards that are
based on performance criteria rather than detalled design
specifications, to accommodate technical innovation;

o implement Federal hazardous materials standards for
domestic movements by the various modes that are, to the
maximum extent consistent with safety, compatible with
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Maintain National Security

National Doufnu

Our national goal must be to assure
that sufficient transportation
capactty, particularly sealift capacity,
is available to meet U.S. military
needs in times of emergency.

international standards, in order to facilitate foreign trade
and maintain the competitiveness of U.S. goods.

The transportation system supports our national security by
providing the capacity necessary to handie our defense needs, in
peacetime and in wartime. Many of the Nation's transportation
faclities and transportation providers have a role in mobiization
and deployment of personnel and equipment in the event of an
armed conflict or natural disaster. The Department of
Transportation provides leadership for the civil transportation
system in a national security emergency. DOT also will continue
to work closely with the Department of Defense, other affected
agencies, and the transportation industry, to identify short-term
and long-term national defense and emergency transportation
requirements, and to assure that the transportation system can
fulfill its role in meeting those requirements.

The U.S. Department of Defense Is the single largest user of
transportation services in the United States, and &k depends
largely on the civilian sector to meet its transportation
requirements. The U.S. rall, highway, maritime, inland waterway,
pipeline, and aviation systems are all components of national
defense readiness and mobilization capacity, and these systems
require continued investment. - '

The ability of the U.S. civilian transportation system to support
milltary sealift is a significant concern for national defense
transportation. It has been a long-held view that the sealift
capacity of the U.S. merchant marine would be inadequate to
support defense needs in a national emergency. In October
1989, the President released the National Sealift Policy, which
provides policy guidance for use of U.S.-owned and allied
shipping to meet national defense requirements and the critical
role of sealift capacity in our national defense strategy. Further
analysis will be needed to determine future U.S. defense
requirements, in light of the changed circumstances in Eastemn
Europe.

The dedline of the U.S. merchant marine has impaired the
Nation's abllity to meet milltary sealift requirements. Reform of
Federal maritime programs will assist in enhancing the U.S.
merchant marine fleet's sealift capacity. implementation of the
national sealift policy may require additional initiatives to address
shortfalls in U.S. sealift capabiity. U.S. shipbuiiding and ship
repair capacity will also have to become stronger and more
competitive if a domestic shipyard mobilization base is to be
avaiable to support U.S. military requirements. The Coast Guard
will continue to foster and promote use of consensus standards
to increase efficiency in shipbuilding. In addition, to permit
greater production line economies in ship construction,
development of standardized hull designs and machinery
arrangements broadly useful for both military and commercial
vessels should be encouraged. Increased shipbullding research
and application of new technology would aiso help to make the
U.S. shipbuilding industry more competitive.
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Terrorism and
Transportation Security

The continued avalability of U.S. domestic shipping capacity on
inland, intracoastal and intercoastal waterways and between U.S.
continental and off-shore points makes a special contribution to
national security. The Jones Act, which reserves domestic
waterborne trade for U.S.-owned, U.S.-bullt vessels crewed by
U.S. cltizens, is an element in keeping a domestic fleet that the
Nation can tum to in a national emergency.

The safety and security of the Nation's port facliities are also
critical to the national defense. The Department, through the
Coast Guard, will continue to work closely with State and local
authorities and the Department of Defense to ensure that U.S.
ships can use our ports and waterways safely and expeditiously.
Across all modes, the special needs of military transportation and
the costs involved must be taken into account in national defense
policies, and defense programs must provide adequate support
to the private sector industries and carriers on which they rely.

it is Federal transportation policy to:

carry out the national sealift and aidift policy, through
close cooperation between the Departments of Defense
and Transportation, within the framework of overall
national defense and transportation policies;

identify and update periodically an integrated multimodal
strategic transportation network, including a full inventory
of defense-essential facilities, vessels, and vehicles, and a
comprehensive data base providing information on their
condition and location in the system, using the resources
of the Departments of Defense and Transportation;

develop forecasts of future defense transportation
requirements and establish priorities among them, through
coordinated efforts of all affected Federal agencies;

coordinaté with State, local, and industry officials to
ensure that the defense sector has necessary access to
vital transportation facilities and equipment in military or
other emergency situations;

work with State and local agencies and volunteer
organizations to identify and improve preparedness for
meeting transportation requirements in the event of natural
catastrophes or other national disasters.

Terrorists have targeted air carriers and cruise ships for bombings
and hijackings. Terrorism in both domestic and international
transportation represents an intolerable threat to the safety and
security of travelers, the integrity of the transportation system,
and the physical and economic security of the Nation. The
Department of Transportation is actively involved in efforts to
address the threat of criminal acts against all modes of
transportation, and will continue to participate with other agencies
and interests to protect the public from terrorism, sabotage, and
piracy in the transportation system. The risks can be most
effectively addressed through a multi-faceted approach involving
public awareness, security training for operators and other
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Drug Interdiction

personnel, use of advanced technology to detect and deter
criminal action, increased industry accountabliity for security, and
improved private-public and international cooperation in
combatting the threat of terrorism.

it is Federal transportation policy to:

o assure sffective screening of passengers and cargo at
international airports to prevent terrorism In the skies;

o require installation of a new generation of highly sensitive
explosives detection devices at key airports to detect and
deter terrorist acts;

o work closely with port authorities and industry officials at
U.S. ports, terminals, and points of entry, and with public
and private sector enforcement officials, to analyze

vuinerability and improve physical security against
terrorism, hijacking, and other criminal acts;

0 work to improve and gain wider implementation of
international standards to enhance transportation security,
including standards covering cruise ships and ports
woridwide. ;

As sinister as terrorism and just as damaging to the Nation's long-
term security is the international traffic in Mickt drugs. The U.S.
continues to provide the major world market for the drug trade,
and It is a top priority in the President’s national drug policy to halt
the import of lllegal drugs into this country. Transportation is
involved in moving drugs across our botders and within the
United States. Transportation agencies, including the Federal
Aviation Administration and the Coast Guard, are also an
essential part of the national effort to detect and stop the flow of
fllict drugs.

it is Federal tzansportation policy to:

o maintain Coast Guard surveillance on and over the waters
to interdict illickt drugs coming from other countries to U.S.
shores;

o assist in reducing illegal drug traffic moving on the

Nation's transportation system, including the highway,
aviation, maritime, and railroad systems.

PROTECT THE ENVIRONMENT AND THE QUALITY OF LIFE.

Many of the essential characteristics of transportation affect the
quality of our lives and the state of the environment.
Transportation opens opportunities to see and enjoy our
surroundings, but at the same time the operation of transportation
vehicles produces poliution, uses energy and other resources,
and even poses the threat of accidents that can disrupt
communities and endanger the environment. Americans are
becoming more concerned about preventing catastrophic
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Protect the Quality of the
Environment

accidents such as ol spils on the seas, preserving the
environment, reducing pollution, and protecting the access of all
Americans to the benefits of convenient, comfortable, and
attractive travel opportunities. Federal policies and programs
affect all of these lssues. Government actions can enhance lives
by improving mobility. Federal policles should also work to
mmlwesbyeomﬂbutmtoamwmmwve
environment.

Manyaspecudmnspomﬂonm:dvmcﬂactsonm
environment. The rights-of-way and facilities for transportation
not only link communities and people, they also disrupt them.
Transportation activities generate noise and congestion. The
engines that power transportation vehicles produce emissions of
carbon monoxide and a variety of other pollutants that contribute
to smog, spoll our scenic vistas, and threaten health.
Transportation cannot avoid affecting the environment, but a
major goal of Federal transportation policy must be to minimize
the negative sideeffects.

The National Environmental Policy Act and other laws already
require assessment of the effects of significant Federal
transportation actions or Federal-aid projects on the environment,
special attention to air pollution, and protection of wetlands and
coastal zones. The Clean Alr Act requires the Environmental
Protection Agency to enforce vehicle and equipment
maintenance standards to preserve emission control
performance. Transportation regulations also cover motor
vehicle noise.

The Department of Transportation must continue to coordinate
with other agencies to ensure timely and effective environmental
review of transportation projects built or funded as part of Federal
programs, and jo see that Federal environmental policies are
reflected in transportation programs and decisions. For example,
investment choices within the Federal-aid programs for highways
and transit can affect achievement of air quality goals in
metropolitan regions classified as *non-attainment areas” as a
result of heavy automobile-related poliution. Many parties will
have to work together to achieve more effective application of
vehicle emissions control technology, reduce the release of toxic
chemicals into the environment due to transportation activities.
and address comprehensively issues related to giobal climate
change and environmental degradation. The Department of
Transportation, in coordination with other agencies, is developing
guidelines for carrying out the *no net loss® goal with respect 10
the effects of transportation on the Nation's wetlands. Additional
methods must be explored for environmentally sound disposal of
the spoll material from harbor and channel dredging. In aviation,
the Department will take positive steps to deal with aircraft noise.
which can disrupt life in communities near major airports and
resutt in the imposition of local airport use restrictions.
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It is Federal transportation policy to:

o support fully the Administration’s efforts to update the
Clean Alr Act, including Federal initiatives necessary to
enforce the transportation-related aspects;

o participate in national and international review of and
research on transportation-related environmental issues,
such as global climate change;

0 work with the aviation industry, State and local
governments, and affected community groups to
encourage development of local tools for ensuring
compatible land use around airports, and to facilitate the
orderly and expeditious phase-out of Stage 2 commercial
aircraft without use of Federal funds;

0 ensure that measures are taken to minimize the adverse
environmental effects of transportation construction
activities, for example, through the "no net loss® goal for
wetlands;

0 encourage the design and building of transportation
tacilities that fit harmoniously into communities and the
natural environment, and preserve scenic and historic
sites;

| o develop iImproved procedures for ensuring expeditious

! ‘ environmental review and timely decisions on
transportation projects at the Federal level, through
coordination among all Federal agencies involved in
environmental review and approvals, and encourage
States to do the same;

o enforce international maritime treaties covering prevention
of marine pollution.

Respond to the Threat of Oil  Recent oil spills on our inland waterways and on the seas

Spills surrounding the United States have increased concemn about the
environmental effects of shipping accidents in the transportation
of petroleum and hazardous materials. Although human error in
handling these materials and operating the ofl tanker vessels is
the most common cause of oll spills, there are many other factors
that must be addressed. The Exxon Valdez accident in Alaska has
particularly focused attention on the need for improvements in the
Nation's abiity to prevent spills and respond to those that do
occur.

Oil spills raise issues related to vessel designs to avoid ruptures
and leaks; more effective containment of oll that is spilled; the
range of clean-up available techniques-biological, chemical, and
mechanical measures—-and their relative effectiveness; more
efficient ofl-water skimming capability and techniques for recovery
in adverse weather; and more effective and uniform procedures
for managing ol spill response efforts.

Maintaining and managing vessels, equipment, and operations 1o
prevent oil spills in the Nation's waters, and providing the cleanup
capabilities when necessary, are private sector responsibllities.
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Conserve Energy
Resources

The Federal Government requires that shippers and
transportation providers be prepared for dealing with spills.
Federal programs and regulations must continue to incorporate
the resuits of new research and new technology, better
prevention measures, and effective guidance for preparedness
and liabllity.

it is Federal transportation policy to:

o develop improved and more consistent contingency
planning procedures to respond to oil spills, in connection
with State, local, and regional officials;

o implement stronger measures to prevent oil spilis and
liability requirements that ensure that damages, including
natural resource damages, are compensated;

o conduct a study of oil tank ship design, including an
assessment of the benefits of double bottom and double
hull design;

o ensure that adequate rules are in place to provide for the
safe transport of crude oil and petroleum products,
including considerations of vessel design, shipping lane
requirements, and transioading operations, particularly in
light of new technology and changing shipping patterns;

o explore the costs and benefits of stricter regulation of
loading and unloading oil shipments at shoreline docks in
comparison to alternatives such as additional private
sector deepwater offshore loading facilities.

Transportation accounts for more than a quarter of total national
energy consumption and close to two-thirds of the petroleum
used in the United States each year. In the past two decades,
significant energy savings in transportation have resulted from
greater attention to energy conservation and development of
more fuel-efficiént vehicles. Reducing congestion through traffic
management techniques and capacity enhancements that
improve the use of transportation facllities will further advance the
goal of saving energy. Increased use of higher occupancy
vehicles on the streets and highways also can be particularly
helpful in reducing transportation fuel consumption. In addition,
some modes of transportation are more fuel efficient than others
in meeting the same needs. For example, high-volume transit or
intercity rail service can be far more fuel efficient than use of
private motor vehicles in high-density corridors. To the extent
that rail rapid transit and intercity trains are powered by electricity,
their increased use also can contribute to reduced reliance on
petroleum. Bicydling and walking to substitute for automobiles or
provide access to transit and other mass transportation also save
fuel

In cooperation with the U.S. Department of Energy, the
Department of Transportation is working to identify more fuel
efficient transportation alternatives, and short- and long-term
means to reduce the transportation sector’s energy consumption.
Key Issues include improved vehicle fuel efficiency and increased
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Extend Access and Mobility
improvements to All
Americans

use of altemnative vehicie fuels, as well as altemative vehicle
designs or transportation systems that would reduce petroleum
use and overall energy consumption. Within DOT, the Urban
Mass Transportation Administration is supporting purchase of
buses that consume altemnative fuels. The Department will
support continued Inltiatives of that kind.

it is Federal transportation policy to:

o ensure through close coordination between the U.S.
Departments of Energy and Transportation that programs
and actions are consistent;

o foster development and use of more fuel-efficient vehicles
and transportation operations;

o promote increased use of bicycling, and encourage
planners and engineers to accommodate bicycle and
pedestrian needs in designing transportation facllities for
urban and suburban areas.

The benefits of transportation must be avallable to all Americans,
including economically and socially disadvantaged, minority,
young and old, and disabled citizens. Many individuals are not
able to take advantage of America's opportunities because they
do not have access to transportation services. More than 40
million Americans are disabled, and many have special
transportation needs; many cannot drive, or live in areas where
they are not now accommodated by public transportation. The
transportation system can be a key to breaking their isolation.

With the aging of the "baby boom" generation, the number of
Americans over 65 years old is predicted to double by the middle
of the 21st century. More than one-fifth of the population will be
over 65 in the year 2030. Improvements in design of automobiles
and other vehicles, clearer road signing, and specialized
transportation services can all help better accommodate elderly
and disabled citizens. Sidewalks and cuts in curbs at comers,
automatic electric doors, ramps, and level access platforms at
stations and other buildings permit improved access and mobiity
for disabled and elderly Americans.

Buses accessible to the disabled can provide access to
individuals who would otherwise not be able to travel. Over 35
percent of public transit buses are now equipped with lifts that
can accommodate wheelchairs, and many buses and other public

vehicles and faciliities have low or level entries to
accommodate many eiderly and disabled individuals who
otherwise would have difficuity gaining access. Much more must
be done. The Department of Transportation has the responsibility
for enforcing access and mobility requirements in the
transportation sector, and will move aggressively to carry out that
responsibility.

it is Federal transportation policy to:

0 promote greater access by working with trangportation
providers and representatives of disabled individuals and
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Improve the Quality of
Travel

|

other transportation disadvantaged citizens to identify
transportation facilities where access improvements are
necessary, and assist in development of effective designs
and implementation schedules for meeting those needs;

o assist public transportation agencies in preparing plans
and standards for acquiring vehicles accessible to
disabled passengers, to meet requirements in a timely and
cost-effective manner;

0 develop criteria and review procedures for enforcing
transportation providers' conformance with Federal
accessibility requirements.

Mobillity and travel have always contributed to Americans'
enjoyment of their lives and leisure. Tourism is one of the
Nation's major industries. The leisure aspects of travel place
particular importance on the attractiveness, comfort, and
convenience of transportation. Efforts to reduce vehicle poliution,
noise, destruction of scenic vistas, and traffic congestion in prime
tourist areas contribute to safeguarding not only the environment
but also the quality of travelers’ experiences.

To make travel more enjoyable for U.S. citizens and foreign
visitors requires more than just the basic infrastructure. Travelers
generally expect services to be convenient, comfortable, and
sufficiently frequent to fit within a busy Rtinerary, for a wide range
of budgets. Ready information on schedules and transportation
options, including clear and consistent signing and directions, is
critical at stations and terminals, on highways and other routes.
Safe, well-maintained routes, clean and attractive stations and
facilities, pedestrian walkways, and trails for bicycles and other
recreational vehicles are all important to tourists and other leisure
travelers. Both the public and private sectors must contribute to
efforts to improve the quality 2~d avallability of transportation and
related service facilities for the i-aveling public.

it is Federal transportation policy to:

o review Federal programs and standards affecting
transportation modes and operations that serve leisure
travelers, to ensure that the Federal Government is not an
obstacle to attractive, high-quality service;

o0 promote standardized transportation signing and
increased information for travelers, particularly at major
airports and passenger terminals and along scenic
highways and other passenger routes;

0 incorporate in Federal-aid programs for transportation
provisions for adequate service facilities for travelers.

A
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ADVANCE U.S. TRANSPORTATION TECHNOLOGY AND EXPERTISE.

Foster Innovation Through
Transportation Research
and Development

Technology alone cannot solve
today’s transportation problems, but
in combination with sound
management of capital and human
resources, technological advances
can offer significant assistance in
addressing transportation needs.

innovation and technological advances within the transportation
field will be vital to ensure that the system can meet the Nation's
transportation requirements for the 21st century. Many of the
resources, as well as the imagination and creativity necessary to
support transportation advances, will come from the private
sector, along with the opportunities for applying new ideas and
knowledge. Colleges and universities, non-profit research
groups, and State and local governments will also contribute to
continued pursult of transportation research and innovation.
Institutions in a position to apply research and technological
advances will have to be prepared for and receptive to change.
Transportation officials and professionals at all levels will need the
education and training both to develop and carry out new
technologles and techniques. The Federal Government can
increase awareness of the needs in all of these areas, and can
serve as a leader and a catalyst for research, innovation, and
expertise. From the increased interest in advances in the
transportation field and corresponding creative and technological
resources drawn to transportation, the Nation will long reap the
benefits of rising productivity and competitiveness and an
enhanced quality of life.

The United States has a long history of scientific and
technological breakthroughs that have permitted advances in
industry and soclety worldwide. Transportation has been one of
the major industries contributing to and participating in those
advances. Computer technology, many safety initiatives, motor
vehicle design, alternative fuels, intelligent vehicles/highway
systems, and magnetic levitation for trains all received substantial
initial impetus from research and development work in the United
States. Innovation and new technologies are at the center of
public and private efforts to prepare for meeting future
transportation demands.

Current research interests in transportation range across all
modes and issues. They include dramatic new developments in
vehicle technologies, such as alternative power sources for
automobiles, the "ship of the future,” new types of space launch
vehicles, and hypersonic aircraft. They also extend to
applications of microprocessors, fiber optics and other
telecommunications applications to permit information exchange,
electronic vehicle control, and ground-based or satellite
posttioning. Additional work Is going on in the areas of
automation and robotics in transportation, both in routine
functions, such as vehicle loading and unloading, maintenance
and repair, and in potentially hazardous activities, such as space
launches.

As important as the far-reaching and exotic possibiities in
transportation research are the opportunities for short-term
improvements in the performance and safety of existing
technologies. Research in this area can contribute to more
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We need to continue and sharpen
the focus on innovation and
technology to fulfill national
transportation goals of safety and
efficiency, and to meet the
transportation needs of the future.
The Department is proposing a
major new initiative in transportation
research and technology, to
promote research activity in each
mode and across modes. The.
Nation will long reap the benefits of
increased productivity and .
competitiveness and an enhanced
quality of life.

efficient, lower emission automoblle engines; better pavement
materials, signs, and signals on roads and highways; improved
techniques for scheduling, monitoring, and billing for freight
movements; and safer, more crashworthy vehicles and
transportation vehicles. Incremental improvements in existing
transportation systems can have major long-term pay-offs.

To address transportation needs, advances in research and
innovation must not be limited to “hardware® and systems. We
must also pursue increased measurement and understanding of
human performance factors, such as the interaction between
people and vehicies or equipment, and the potential for training
and testing to avoid operator error and reduce human factors
accidents. The scope of the human performance problem has
only recently become more clearly understood in both industry
and government. Human factors issues are most visible in
aviation today, but their significance in all areas of transportation
safety will continue to grow. While research efforts concerned
with human performance issues have been underway for many
years, these efforts have gone on in many different organizations
under separate programs, and they have not been coordinated as
a focused overall program that addresses the comprehensive
nature of human factors in all types of transportation operations.

Research is also needed on innovative management and
financing options in transportation, such as the potential for
effective use of pricing mechanisms to manage demand, and the
concept of high-occupancy vehicle alternatives and toll
combinations in the highway system. Improved techniques for
forecasting market demand and travelers' preferences will be
critical to public and private sector investment planning and
financing decisions. Each of these areas offers significant
benefits for the future. We must build on past efforts, and pursue
the products of U.S. research and innovations to the point that
they can be put to use in addressing national needs. Greater
effort to share the resuits of research and the knowledge of
innovations will expand awareness of new technologies and other
advances and boost their development and use.

The Federal Government can help to focus the attention and
energy of the public and private sectors on the importance of
advances in transportation for the Nation's future. By
encouraging transportation research, offering seed money, and
preserving tax incentives for research, the Federal Government
can create the climate for research and innovation. The
Department’s sponsorship and funding can also help attract
broader involvement in the effort.

Just as innovative approaches are necessary in transportation
systems and technology. Department programs must be
designed to foster increased public-private partnerships and
strengthen the tools and incentives for innovative research
funding by the private sector, State and local governments, and
non-profit organizations.
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The Nation's private companies and
universities and research institutions

transporta

development. We need a more
active partnership for innovation,
and commitment by all parts of the

u::goormlon industry and the
academic community, alongside the
Federal, State, and local
govemnments.

Particularty where the benefits of investment in research and
development would accrue beyond an individual firm, there is
iktle incentive for a single firm to undertake a research project on
s own. Frequently, U.S. firms are competing with foreign firms
or consortia whose research activities are at least in part
subsidized by their governments. To assure the viabliity and
technological competitiveness of the U.S. transportation industry,
its suppliers and customers, some additional steps may be
required to foster research efforts in this country. Cooperative
agreements for research can help all the members of the
transportation community to contribute to funding research and
increase the payback from transportation research activity. Most
cooperative ventures in the private sector to develop new
technology are not at risk of violating Federal antitrust laws. If,
however, it becomes clear that greater security will be required
for U.S. firms to enter such productive joint research ventures, the
Federal Government will examine legisiative and administrative
remedies for fostering efforts that can reinforce U.S.
competitiveness in the world market, without harming competition
and the interests of consumers.

it is Federal transportation policy to:

o increase the Federal transportation budget for research
and technology projects, in coordination with the efforts of
private industry, the academic community, and State and
local governments;

o conduct a comprehensive program of research on human
tactors in transportation, including the causes of
transportation accidents and the effects of operator
impairment, perceptual errors, and fatigue, as well as
design and operating changes that can eliminate or reduce
those effects;

o continue research on improvements in design and
operation of existing vehicles and transportation systems;

o provide seed money for research on new transportation
systems and technologies, and assist in assessing their
feasibility;

o ensure that regulatory and institutional barriers do not
impede implementation of viable new technologies while
still assuring that procedures are in place to assure their
safety;

o foster a8 program of national research in transportation at
the country's universities and research institutions;

o maintain a knowledge base and active cooperative
exchanges covering international research and innovation
in transportation;

o make Federal transportation data, research findings, and
information on technology and innovation in
transportation available to researchers, industry, and all
levels of government;
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improve Transportation
Education

The President’s thrust to improve
U.S. education has special meaning
for transportation: the ‘education
gap’ afflicting all sectors of
American life and specifically the
shortage of trained professionals to
handle high-technology jobs,
represents a serious obstacle to the
current strength and future outlook
for the U.S. transportation system.

‘GUIDESTAR" IVHS PROGRAM
Minnesota

Mwwmwdm?‘r;ndgu?anmmmd
research, development, oyment of IVHS technology
called *GuideStar." Under this Minnesota plans to
have 300 miles of freeways arterials connected to
and monltored by a regionwide communications
network by 1995. This network will provide passenger
vehicles and trucks with a variety of services, including current
information on congestion levels and the shortest routes to
destinations, ondine control of freeway ramps and
intersections based on traffic conditions, and faster
capability to accidents and other incidents on the roads. In
1989, the Minnesota Department of T lon contracted
with the University of Minnesota and the Federal Highway
Administration 1o test the centerpiece of “GuideStar,” a unique
machine-vision vehicie detection technology patented by the
University of Minnesota, which represents a potentlal

breakthrough in [IVHS technology.

The human element in transportation is as important as the basic
infrastructure, the vehicies, or any other physical resource in
making that system work. Individuals are responsible for .
planning, designing, and putting in place the transportation
systems we need. These are all functions that require special
knowledge and expertise. ’

The first objective in laying the groundwork for the transportation
expertise for the future is to ensure that members of the public,
and young people in particular, are aware of the range and the
promise of transportation careers, and that educational
opportunities are available to prepare them for those careers. In
the public sector, for every line of private business involving
transportation, there are professionals who study those activities,
develop the laws and regulations and other policies to guide
transportation decisions, ensure transportation safety, and see
that civilian and government transportation needs and interests
are addressed. Research and academic institutions offer

corresponding opportunities for working in transportation.

None of the challenges in transportation can be met uniess
individuals working in the field have the quality education and
background to take on the professional responsibilities. People
must first be aware of the opportunities and then have the
preparation to take them. The Department will work closely with
educational institutions, including minority institutions, to ensure
that students are aware of the great potential offered by
transportation as a career. Schools, colleges, and universities
must also provide education that bullds on the latest data,
systems, and technologies in transportation. In preparing the
next generation of transportation professionals, particular
attention must be given to attracting and retaining minorities and
women and socially and economically disadvantaged individuals,
who have not been well-represented in higherdevel educational
programs and among transportation professionals in the past.
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improve Transportation
Data and Planning

i

it is Federal transportation policy to:

o foster greater awareness of transportstion as a potential
career,

o encourage improved government and academic programs
in transportation education;

o make maximum use of the potential of the Department's
service academies and training institutions;

0 promote cooperative programs with universities in
combination with public agencies and the private sector,
to carry out ongoing exchange of knowledge and
innovative ideas among professionals in the transportation
fleld;

0 work with universities and other educational institutions,
industry and community groups to help them increase the
numbers of minorities and women to pursue transportation
education and careers.

Wise transportation investment and management require that the
work force have accurate, timely information supporting forward-
looking management and planning. The challenges facing
transportation planners and managers have grown as the
traditional focus on buiding new transportation faclities has
broadened to include environmental and social concems,
increased competition for public and private resources, and the
need to adapt existing faclities and services to changing
demographic and economic conditions and emerging
technologies. These challenges require continuing improvements
in analytical techniques and supporting data to permit planners
and other professionals to anticipate transportation needs and
dusganmmmmmdmmwm
enhancements 10 meet those needs.

Transportation has always been a highly data-dependent industry.
Greater reliance on the marketplace and on service innovations to
meet the demands of the marketplace has increased the need to
understand the complexities and rapid changes in passenger and
freight transportation. Analytical techniques and supporting data
must account for the mobiity and logistics requirements of
househoids, businesses, and public institutions, as well as the
extent, capacity, condition, and performance of transportation
facilties and services. Public decisionmakers and the private
investment community also need to understand the financial
upodsdmnomtlonmdrdaudlnduwbs.umluw
Modmmbnhhmwwwm

Advances in operations research, microcomputers, and other
tools have increased the transportation community’s analytical
nopNﬂbtbnwablkytomWMyMMd
data. Remote sensing, electronic data interchange, and other
information systems technology have also increased the
possibilties for collecting more and better data without additional
burdens on the public.
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The Department of Transportation will ensure an effective balance
between reporting burden and avalablity of the information
necessary to support public decisionmaking and the private
marketplace. Many needs for transportation data can be filed by
modest additions 1o existing data collection programs, statistical
activities that link existing data sources, and unobtrusive means
for capturing information from computerized dispatching,
electronic data interchange, and management information
systems. Innovative mechanisms for Federal cooperation among
agencies and with private industry and other levels of government
have been developed to improve data processing and
dissemination as well.

Greater cooperation and improvements in methods of data
collection and use are increasingly important because budget
constraints, increased costs of traditional data collection
methods, paperwork reductions, and reduced economic
reguiation of transportation have decreased the quantity and
quality of available transportation-related data. The private sector
does not provide adequate substitutes for much of the basic data
required for decisionmaking. State and local agencies also do
not provide adequate data coverage or comparabllity to replace
Federal data resources. H

The resuiting gaps in transportation data include statistics on
domestic and international flows of freight and passenger traffic
by all modes, the extent and performance of intermodal
connections, the financial and operating characteristics of smaller
carriers, and the costs of both for-hire and private transportation
incurred by each sector of the economy. While periodic
evaluations of the extent, condition, and performance of
transportation facilities, equipment, and services are reported for
some modes, they are very limited for others. Muitimodal
assessments of the entire transportation system to support
strategic planning have not been regularly produced in a decade.

DOT has the responsibility to assure that adequate information is
avaiable to support Its own activities, and to help meet data
needs of the entire transportation community. Many other
Federal agencies besides the Department collect data covering
transportation and activity related to transportation, including the
Bureau of the Census, the Interstate Commerce Commission, the
Customs Service, and the U.S. Army Corps of Engineers. DOT is
in the best position to provide leadership in identifying
transportation data needs; assuring that essential data needs are
met effectively and efficiently; developing improved analytical
techniques for applying data and carrying out informed
transportation planning and decisionmaking; and encouraging
the dissemination of data, analytical methods, and information
systems technology among State and local governments, private
industry, and other research and educational institutions.

it is Federal transportation policy to:

o improve Federal efforts to gather and disseminate basic
transportation-related data needed to permit timely,

™
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informed Federal, State, local, and regional transportation
planning and decisionmaking;

identify national needs for information on transportation,
including U.S. domestic and international flows of
commodities and passengers, and the extent, condition,
use and performance of sach transportation mode, and
assure that those needs are met;

coordinate transportation-related data collection activities
and information systems among Federal agencies and
with industry, State and local governments, and develop
more consistent standards for data collection and
tabulation across all modes and users of transportation;

collect and disseminate information on the quality of
transportation service, such as airline on-time
performance, to increase awareness of service conditions
and needs for improvements;

evaluate and report regularty on the state of the Nation's
transportation systems, including estimates of current use
and future demands for all modes and an assessment of
the condition and performance of each mode;

enhance the long-range multimodal strategic planning
function in the Department of Transportation to provide a
framework for legisiative, regulatory, budget, and program
proposals.
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Iv.
STRATEGIES FOR ACTION

Transportation policy is not made in a single document or a
single day. It evolves through a series of documents and
actions, through decisions and failure to make decisions, over
days and months and years. And it evolves from the participation
of many different parties—the Federal Government, State and
local government bodies, public interest groups and individuals,
private providers of transportation service, and transportation
users.

Within the Executive Branch, the Secretary of Transportation is
the President’s primary advisor on transportation policy issues.
However, policy Is affected not just by Department of
Transportation actions but also by regulatory commissions and
the departments and agencies responsible for energy,
environment, taxation, antitrust and corporate law, labor, héalth
and safety, agriculture, land use and economic development,
foreign trade and foreign relations, and defense.

The Congress plays the key role in authorizing structural changes
and providing funds for the policies and programs administered
by the Department. State and local governments and the private
sector are crucial to the overall execution of sound transportation
policy. The entire process Is incremental and ongoing.

The Nation has short-term and long-term milestones and
objectives for our transportation system, and the agenda for
achieving them must be phased over the short and long terms as
well. With this document, the Department and the Administration
take an initial step in providing guidance and leadership on the
direction of transportation policy for the future.

Subsequent steps will be taken at the Federal level through new
laws and regulatory policies that reshape transportation programs
and the manner in which they are operated, budget and
investment decisions that will determine the extent of the Federal
commitment, research and development initiatives that may
provide innovative solutions to today's transportation problems,
and the leadership of the Department in articulating the
importance of efficient transportation to the Nation's economy
and security.

The Department will carry the policy agenda to the transportation
community-transportation providers, State and local government
agencies, the Congress, interest groups and industries that use
transportation, and the general public. Within current
administrative and operating authority, DOT will apply the national
policy in decisions and actions.
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THE SHORT-TERM ACTION AGENDA

L

The Short-Term Legislative

Agenda

Aviation Legisiation

The policies contained in this document will form the foundation
of the Department's 1990-1992 legisiative agenda, regulatory
actions affecting transportation industry operations, and program
changes that alter the way the Department does business. During
the coming months and years, actions wil be taken on each of
the policy inttiatives discussed in Chapter lil.

As the national transportation policy was developed, issues,
problems, and solutions were considered from a market-based,
multimodal perspective. Many of the proposed actions reflect this
orlentation. Clearly, most of the proposed actions have
implications for transportation systems and operations between
and across the modes. However, since consideration of the
Department's legisiative agenda will take place within the present
committee structure of the Congress, some of the key proposed
legisiative actions are presented by mode.

A STRATEGIC ACTION PLAN ‘
FOR 1890-1992

- Authorizations for redirected Federal aviation, highway,
highway safety, and urban mass transportation programs

- Enactment of other legislation that will enhance modal
competition and national security

- Repeal of Federal regulations and laws that impede the
provision of efficient transportation service

- Programhllhthrestomrryouﬂmwpollcydhdm

Reauthorization legisiation is needed to ensure that the Federal
Govemnment can carry out its obligations to maintain safe and
adequate airport and airspace programs, to sustain a safe and
adequate national network of highways, maritime transport, and
raiiways, and to support vital urban mass transportation systems.
Thouprogmrmutborwiewedardndlgmdtobenef
address the Nation's present and future transportation needs.
Other legisiation will be proposed by the Department in the next
few years to address key concems involving raliroads, merchant
m,mem,wmuywmmamaes‘

Consistent with the national transportation policy, legisiation
propoudbylmoopdeTnmpomﬂonwll:

- leugfnrpoﬂlondprogumeommlnufmand
increase the size of Federal aviation programs.

- Providﬂorh\plmmlnomommmcoSymmPun
.ndlnswlhgamwgomuondakmm.




Highway and Highway Safety
Legislation

Urban Mass Transportation
Legislation

s

Provide for capacity at saturated airports through such
easures as allowing passenger facllty charges.

Support research, development, and evaluation of new
aviation technologies.

To implement the national transportation policy for highways and
highway traffic safety, the Administration wil develop legislation
consistent with the following principles:

Make use of the Highway Trust Fund to address critical
highway Infrastructure requirements.

Focus the Federal-aid highway program on systems and
projects of national significance.

Provide Federal funding incentives for preservation of
highways.

Require sound infrastructure management programs as a
condition for Federal aid.

Increase the State and local share of Federal-aid projects.

Allow greater flexibility in the use of Federal trust funds for
highway and transit purposes.

Allow greater use of toll financing on Federal-aid highways.

Devote additional resources to research and development,
including programs to improve highway safety through human
factors research, and seed money for private sector or State
and local research on new transportation technologies, such
as intelligent vehicle/highway systems.

Improve highway and motor carrier safety by targeting Federal
financial support and technical assistance to promote
enactment and more effective enforcement of laws govemning
speed limits; driving under the influence of alcohal or drugs,
truck driver qualifications and vehicle maintenance, and use of
safety beits, child safety seats, and motorcycie heimets; and
increase public awareness in those areas.

To implement the national transportation policy for mass
transportation, the Administration will develop legislation
consistent with the following principles:

Restructure the Federal mass trangportation assistance
programs to improve effectiveness and reduce reliance on the
General Fund.

Eliminate barriers to private sector participation in financing
and operating mass transportation systems.

Allow greater flexibility in the use of Federal trust funds for
highway and transit purposes.

increase the State and local share of federally assisted mass
transportation projects.

Move toward reduced Federal operating assistance for urban
transit.



DRAFT-February 8, 1980—-NOT FOR RELEASE S =

Raliroad Legisiation

Coast Guard Legisiation

Maritime Legislation

Hazardous Materials
Transportation Legislation

The Short-Term Regulatory
Agenda

Conasistent with the national transportation policy, legisiation
proposed by the Department for raliroads wil:

- Bring Federal treatment of raliroads into conformity with
treatment of other modes.

- Institute user fees to recover a portion of Federal ralroad
safety ingpection costs.

Consistent with the national transportation policy, legisiation for
programs administered by the Coast Guard will:

- Finance a portion of its search and rescue services and

memmuthmr

~ Define Federal of splil response authority.

~ Establish stronger protection measures to prevent serious ol
spills, and liablity measures that ensure that damages,
including natural resource damages, are compensated.

- Enhance vessal traffic safety and faclltate the efficient flow of
commerce through improved aids and vessal traffic systems.

Consistent with the national transportation policy, DOT wiij fully
examine maritime Issues and programs, including the Operating
Differential Subsidy program, and develop legisiative proposals
to, among other things:

- Provide commercial operators greater flexibllty to compete in
the intenational trades. '

- Recognize the need of U.S.-flag operators to be competitive in
the acquisition of vessels.

To ensure safe transportation of hazardous materials in the
Nation, the Department has proposed legisiation that will:

~ Establish areas of hazardous materials regulation that are
exciusively Federal, such as classification standards and
hazard warning systems.

- Extend Federal hazardous materials reguiations to all
intrastate transportation, including specific standards for
highway routing, with new provisions for resolving disputes
between the Federal Government and State and local
govemnments, or between and among States.

- Estabiish a safety permit program for motor carriers
transporting extremely toxic, explosive, or radioactive material.

Desplte the recent inltiatives of the Federal Government to
remove unnecessary transportation regulations, many market
barriers stil exist. In other cases, the provision of efficient
transportation service is impeded by conflicting State and local

In the next year, the Department will plan and begin
waw\gthﬂollmwnpommngdatofypdm many of
which will require new legisiative authority.
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The Short-Term Program
Agenda

To enhance transportation industry competitiveness and improve
the efficiency of transportation operations, the Federal
Government will propose to:
- Eliminate the Interstate Commerce Commission’s remaining
economic reguiation of trucking, interstate buses and ral
service, ferries, pipelines (other than water, ol, or
gas), household goods freight forwarders, and freight brokers.

- Require uniform State procedures for truck registration and
tax reporting.

~ Vigorously oppose efforts to re-regulate raliroads and airines.

To improve metropoiltan area program dellvery and

decisionmaking and to improve management of urban

transportation, DOT will propose to:

~ Strengthen the planning, programming, and project
prioritization role of Metropoiitan Planning Organizations.

- Require system management actions as a condition for
highway and transit program project approvals.

Towwwmmmwedmmm

with transportation, the Department will:

- Implement a *no net loss" goal for wetlands affected by
Federal transportation programs.

- Implement stronger protection and liablity measures involving
oll spills.

- Support the transportation initiatives necessary to implement
the Clean Air Act.

To better assist transportation providers in @dending the access

and mobility of Americans, DOT will propose to:

~ Develop criteria and review procedures for enforcing
conformance with Federal accessiblity requirements for air
carriers and federally assisted mass transportation operators..

Much can be done to achieve national transportation policy
objectives by redirecting the resources and efforts of the
Department of Transportation. In the next year, the Department
will plan and begin efforts—through budget requests, research
and development, and other means—in the following important
areas.

To reduce congestion through improved use of existing
resources, DOT will:

- Encourage pricing and other transportation management
techniques for all modes where there is system congestion.

- Provide technical assistance to State and local governments
to develop and implement improved transportation system
management programs.

- Work with the aviation industry, State and local govemnments,
and affected community groups to encourage development of
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local tools for ensuring compatible land use around airports,
and to faciitate the orderly and expeditious phase-out of
Stage 2 commercial aircraft without use of Federal funds.

- Prevent noise-related restrictions on aviation that are
unreasonable, arbitrary, discriminatory, or are an undue
burden on interstate commerce, and work with local
communities and airport users to deter local actions that
unreasonably interfere with system efficiency or increase
system costs.

To ensure that all Americans have access to necessary
transportation service, the Department will:

- Work with transportation providers to increase access and
mobility to the disabled.

- Improve service delivery by coordinating ks public
transportation programs with those administered by the
Departments of Health and Human Services, Agriculture, and
Housing and Urban Development.

To ensure competitiveness and efficiency in the transportation
industry, and to improve access to world markets for U.S.

shippers and passengers, DOT will:

\ - Increase efforts to harmonize international standards for
| ' transportation equipment and international trade and
| transportation procedures.

- Minimize the potential for federally subsidized transportation
services to offer unfair competition to private operators.

-~ Remove unnecessary Federal requirements that prevent U.S.
flag ships from effectively competing in world trade.

- Expand U.S. communities' access to international air service.

- Participate in international negotiations to increase access for
U.S. carriers and pursue the removal of foreign barriers that
restrict access to and efficient operations in international
transportation markets.

To ensure that transportation requirements for national security
are met, DOT will:

-~ Review transportation conditions and performance within
present programs to determine whether transportation
capacity is adequate for national defense needs.

- Work with the Department of Defense to impiement the
national sealift and airlift policy.

To improve safety and reduce transportation accidents, the
Department will:

-~ Undertake a comprehensive research program on human
factors in transportation.

" - Launch a coordinated campaign against highway traffic
deaths, increasing public awareness and compliance with
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traffic safety laws and encouraging States to enact and more
aggressively enforce effective traffic safety laws.

To reduce the import of Begal drugs into the country, the
Department will:
- Maintain Coast Guard survelilance on and over the waters and

continue FAA support to law enforcement agencies to interdict
Hick drugs.

- Work closely with the Office of National Drug Contral Palicy
and other agencies to reduce llegal drug traffic moving on the
Nation's transportation system.

To promote new transportation research and development that
will advance U.S. technology and support an improved
transportation system, the Department will:

-~ Support private sector evaluations of the market feasibility of
major new technologies proposed for intercity passenger
transportation and support further development and
demonstration of promising options.

- Work with private industry and State and local governments to
develop intelligent vehicle /highway systems.

~ Cooperate with other Federal agencies and private industry to
develop more energy-efficient and lower emission motor
vehicles.

-~ Restructure the Department's program of technical assistance
and technology sharing to more effectively support State and
local decisionmaking on present and advanced systems,
particularly with information on innovative funding
approaches.

To promote an effective transportation work force, DOT will:

-~ Work with industry to identify future work force needs and
develop recruitment and educational programs to meet those
needs.

- Improve personnel support systems, including recruitment
and training, for high-skill Federal transportation systems,
such as air traffic controllers, engineerrs, and transportation
safety inspectors.

To improve the coverage, quality, and availability of data to
support informed transportation decisionmaking, DOT will:

- Develop a comprehensive assessment of data needs and
priorities of the Department and the transportation community.

- Develop more effective and permanent institutional
mechanisms within the Department to ensure that
transportation-related data collected by different agencies can
be effectively linked, to collect data on multimodal passenger
and freight transportation fiows, and to integrate and
disseminate transportation-related data collected by DOT and
other public agencies.
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THE ONGOING POLICY PROCESS-SETTING AN AGENDA FOR THE

LONG TERM

Strategic Planning

Beyond the short-term plans for pursuing or inltiating many of the
actions proposed by this statement of policy, economic, social,
and technological changes will continue to occur and new issues
and questions will arise daily. The Department must review the
agenda regularly to ensure that programs and actions fit within a
sound overall national policy framework, and it must remain
sensitive to the conditions and needs in the transportation system
as a whole. Public officials must also be aware of the sequencing
of program and policy initiatives to ensure that the timing of
current and future efforts does not introduce distortions.

As part of the continuing process, the Department will put in place
formal and lasting mechanisms to ensure that the strategic
planning perspective Is integrated into the legisiative, budgetary,
and regulatory planning and decisionmaking within each modal
administration at DOT, and also across the individual modes, with
oversight and guidance from the Office of the Secretary. This
perspective will permit building clearer goals and guidelines into
everyday operations, which will, in turn, sustain the interchange
launched in this policy development process among the parts of
the Department, within the Federal Government, and between the
Department and State and local governments and the private
sector. DOT will work to coordinate the efforts of the many
agencies and individuals who shape and are affected by national
transportation policy. <

Efforts are already underway within the Department to buiid
strategic planning into our everyday operations. In 1988, the
Federal Aviation Administration launched a strategic planning
initiative within the agency and the aviation community to set a
critical strategic direction for the FAA and to identify future issues
and opportunities. When completed, this effort will determine
FAA mission emphasis and set performance objectives and broad
strategies for the next two decades, and it will present plans of
action and assign responsibilities for beginning to implement the
chosen strategies.

Building on the national transportation policy process, the
Department will continue to conduct long-range strategic
planning, bringing together decisionmakers covering all modes of
transportation. The Department must work with State, local, and
other public and private interests to assess future needs and
respond to emerging issues beyond the perspective of a single
modae, sector, or level of government.

The Department's strategic focus for the future will be to ensure
that the transportation system can perform its basic function
efficiently and safely through efforts to:

- Remain flexible enough to adapt to changing circumstances.
— Foster a balanced and integrated transportation network;
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Balancing Goals

The Long-Term Agenda

MOVING AMERICA

- Provide the means and the incentives for funds and other
resources to be targeted to projects and programs that offer
the greatest benefits in the Nation's transportation system.

Better data and other information on transportation will be an
essential component of the strategic planning effort. The
Department is committed to gathering, using, and disseminating
improved and current information and to preparing regular
reports on the status and condition of the Nation's basic
transportation systems in each of the major modes. These
actions will permit more informed and market-responsive
decisionmaking at the Federal level and in other sectors.

The policy process is fundamentally a balancing of complex and
often competing goals and interests. On the one hand, the
Nation is seeking improved transportation systems and services
to support economic activity, encourage growth, foster
competitiveness, and achieve a variety of social goals. Often
conflicting with these critically important goals are the Nation's
other vital interests in the areas of safety, energy, environment,
equity and mobility for all groups, and national security. Ancther
consideration in this balancing process is the appropriate rolq
and responsibility of each level of government and of the private
sector, and the financlal concemns affecting each of them. itis
essential that these divergent and rapidly evolving demands on
the transportation system be fully taken into account and actively
incorporated into the ongoing implementation of the national
transportation policy agenda within and outside the Department.

This document sets the framework for the future. As years pass,
the results of initial efforts will be available to support
decisionmaking, including more extensive data and information
gained from increased emphasis on research and development
and the implementation of new technologies. Bullding on those
resources, the Department's strategic planning activities will
faciitate day-to-day and year-by-year decisionmaking sensitive to
national interests, the performance record of the transportation
system, and America's transportation needs. As transportation
demands evolve, the Federal Government will work with the
transportation community and other Federal, State, and local
officials to achieve the coordinated, muitimodal transportation
system that is necessary. These are all essential steps ¥ the
Nation is to make wise use of existing resources and launch the
long-term efforts necessary to put required systems and faciities
in place.

The steps are many; the solutions are diverse. The strengths of
the Federal, State, and local governments and the private sector
must be brought together in a new partnership to move the
Nation toward a sound and balanced transportation system that
will meet our Nation's muitiple and varied needs for the future.
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Appendix:

Related National Transportation
Policy Documents

This report, A Statement of National Transportation Policy, is the
second of two reports entitied, Moving America. New Directions,
New Opportunities. Volume 1, Building the National
Transportation Policy, provides an overview of the current
situation, a snapshot of the U.S. transportation landscape.® it
describes trends and external factors affecting transportation,
sets out the key issues, and generally outlines the policy
development process.

A related report to Congress, National Transportation Strategic
Planning Study, was required by Section 317(b) of the FY 1968
DOT Appropriations Act. It provides information on the factors
affecting transportation (including demographics, the economy,
and energy) and the transportation setting (including regulations,
safety, and technology), and reviews the conditions and issues
facing each transportation mode. The report also contains
current estimates of long-term costs to develop and maintain
facilities and services for moving people and goods, and
summarizes urban transportation case studies.

For additional copies of this document, contact:

Office of the Assistant Secretary for Public Affairs
Office of the Secretary of Transportation

400 Seventh Street, S.W., Room 10414
Washington, D.C. 20590

(202) 3664570
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Document No. l 151 ? ] "z

WHITE HOUSE STAFFING MEMORANDUM

2/20/90  AcTION/CONCURRENCE/COMMENT DUE BY: 3:00 pm 2/21/90

SUBIECT: DECISION MEMO ON TELECOMMUNICATIONS TRADE
ACTION FYI ACTION  FYI
VICE PRESIDENT o v MCCLURE & O
SUNUNU 0 & NEWMAN 0 O
SCOWCROFT o O PORTER 2~ O
DARMAN & O “ROGICH = 0
BATES o & UNTERMEYER 0 O
CARD o & i, e~ O
CICCONI o & BROMLE"""’":be/ 0
DEMAREST 2~ O | 0
FITZWATER o O ] 0
GRAY & O 0 O
HAGIN o o | O

REMARKS:

Please provde your comments/recommendations directly to David
Bates' office with an information copy to my office by 3:00pm
Wednesday, February 21. Thank you

RESPONSE:

We concur with recommendation.

D. AllE!Bromley

Assistant to the Pré@sident

: James W. Cicconi
for Science & Technology

Assistant to the President
and Deputy to the Chief of Staff
2/21/90 Ext. 2702
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THE WHITE HOUSE

WASHINGTON

February 20, 1990

MEMORANDUM FOR THE PRESIDENT -
~ VY

FROM: D. ALLAN BROMLEY ,5&

SUBJECT: YOUR ADDRESS TO THE IPCC

*
Dr. Thomas Malone, in 1984 while Foreign Secretary of the National Academy of
Sciences, led the U.S. delegation to the Ottawa Canada General Assembly of the
International Council of Scientific Unions (ICSU). I was a member of that
delegation.

It was at that meeting that the whole question of the global environment came to
center stage and Tom Malone, as Treasurer of ICSU, and as a distinguished
atmospheric scientist in his own right, played the leading role. He has continued as
a major figure in the international environmental movement most recently as
President of Sigma Xi--the national honor society in the sciences.

Although very much recognized as a card carrying environmentalist, I thought that
you would appreciate the attached letter that Tom has just sent me.

[, too, thought that it was an excellent address!

Attachment
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WHITE HOUSE STAFFING MEMORANDUM

- 2:00 p.m. 02/20/90
paTe: 02/16/90 ACTION/CONCURRENCE/COMMENT DUE BY: P /

SUBJECT: PRESIDENTIAL REMARKS: JOHNSHOPKINS MEDICINE CENTENNIAL

{(02/16 Draft Three)

ACTION FYI ACTION  FYI
VICE PRESIDENT m] ~d MCCLURE v O
SUNUNU o NEWMAN O 0
SCOWCROFT « o PORTER w O
DARMAN ¢ O "ROGICH o’ O
BATES fy/ 0 UNTERMEYER 0 o
CARD - vl ROGERS 0 "
CICCONI O { PINKERTON e O
DEMAREST d O s a— -
FITZWATER O g( BINSTON O o’
GRAY J 0 LEE, Burton B/ 0
HAGIN o o 0 o

REMARKS:

Please provide any comments/recommendations directly to Chriss

Winston by 2:00 p.m. on Tuesday, 02/20, with a copy to my office.
Thanks.

RESPONSE: /

James W. Cicconi

D. Allan Bromley Assistant to the President
Assistant to the President for and DePUtVEtOt‘g:gzh'efOfStaff
Science and Technology xt.

2/20/90




McNally/Simon
February 16, 1990
HQUFEB 18 py Qf08 Draft Three (B:HOPKINS)
PRESIDENTIAL REMARKS: JOHNS HOPKINS MEDICINE CENTENNIAL
SHRIVER AUDITORIUM, BALTIMORE, MD.
THURSDAY, FEB. 22, 1990, 3:30 P.M.

Thank you President Steven Muller. \\ Just before coming
out, Steven asked me to get one thing right. \\

The name of the University. \\\ It's JOHNS Hopkins. \\

He was given his great-grandmother's last name, as his first
name. I told Steven: "You don't need to explain family names to
a man named George Herbert Walker Bush."™ \\\\

It's always good to see Governor Schaefer and Mayor‘Schmoke.
Maryland's great Congresswoman -- my great friend -- Helen
Bentley. And of course my fellow honorees, so many distinguished
scholars and guests, here to honor both the founding of this
outstanding, historic institution and the 100th anniversary of
Johns Hopkins Medicine. \\\

I'm pleased to be here. Although I was a bit nervous when I
heard I'd be in a gown before a group of doctors. At least this
one buttons in the front. \\\\\

Gathered in this auditorium are some of the best doctors in
America. b c eans b the wo

You know, sometimes when we talk about "the best" of
anything -- we add the phrase "that money can buy." But in
medicine, it doesn't quite fit. Increasingly, relentlessly, the
role of money in health care has become less and less part of the

solution -- and more and more part of the problem.
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Medical malpractice. Uninsured families. An aging
population. Cancer, heart disease} AIDS, drug addiction,
Alzheimer's, mental illness. The price tag is staggering.
Eleven percent of our gross national product goes toc health care
-- a figure that is skyrocketing at a rate that neither the
American family nor the American people can long afford.

And it's not paying off. We rank number one in the world in
per capita health care expenditures. But behind other
industrialized countries in life expertancy. And just 18th in
the world in infant mortality rates. \\

And yet -- here at Johns Hopkins -- we can face these
challenges with a sense of optimism and confidence.

Because those who think our medical problems today are

insolvable -- or solvable only by money -- ought to understand

how far we've come.

For example, medical schools of the 1880's were deplorable,
dismal, dangerous places. No labs. No patients. No questions
permitted. Rookies became doctors after just 18 months, often
without ever seeing the inside of a hospital. And hospitals were
not so much centers of healing as of horror: 19th century
medical treatment was often as likely to maim you as save you.

Reminds me of the frustrated administrator in the movie
"Hospital" who finally bellows to his staff, "Get this patient
out of here before we kill him."
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Today's date marks Washington's birthday, but today's debate
recalls his death: Diagnosed witﬂ a sore throat, the doctors
bled him four times before he succumbed to its effects.

Change came slowly. Until Johns Hopkins burst upon the
scene and changed the way medicine was taught for all time -- and
launched a movement that brought America from medical backwater
to world leader.

Hopkins' influence was completely out of proportion to its
age or resources. It found its wealth at the source of America's

greatest wealth -- in its ideas, in its people.

New and powerful ideas. Young and far-sighted people.
Linking a medical school with a hospital. Teaching at bedside.
Bringing scientific research to medicine. 8 v wo .

Here at Hopkins, in the final decade of the cehtury, a
revolution was launched that helped lick the great killers of the
last hundred years: Cholera. Tuberculosis. Measles. Smallpox.
Diphtheria. Typhoid and scarlet fever.

And here at Hopkins, in the final decade of this century,
you can help launch a new revolution, a revolution that completes
the promise of the American experiment -- equal opportunity for
health and prosperity for all Americans.

A new revolution -- but many of the old rules still apply.
One is that not every great medical innovation needs to cost a
lot of money -- ven any money at all. C.P.R. =-- Cardio-
Pulmonary Resuscitation -- was developed at Hopkins when an

electrical engineer made a chance observation. They say the
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Hopkins paper on C.P.R. may have saved more lives than any other
medical manuscript in the past 100 years. C.P.R.'s simple and
it's cheap, and it requires just two things: Your hands.

Today, some of the most expensive problems are some of the
cheapest to prevent. Having defeated some of the world's most
vicious diseases -- as one observer noted -- "We've killed all
the wolves in the forest, and now the termites are eating us."

It is estimated that 50 to 70 percent of the causes of
premature death in America are preventable deaths -- unnecessary
deaths. Washington can't save you. But you can.

Common sense tells us what that means. It's not
complicated. Eat sensibly. Exercise. Wear seatbelts. Don't
smoke or abuse alcohol -- and don't use illegal drugs.

We're not talking about lifestyle. We're talking about

life. And the first prescription for better health in America is

a strong, daily dose of individual responsibility.

Often in America, whenever anything goes wrong, the response
is automatic: "Someone's got to pay." And far too often, that
"someone" is determined by who has the resources, rather than by
who has the responsibility.

For example, we've got to restore common sense and fairness
in America's medical malpractice system. Doctors who practice
medicine according to their medical malpractice risk are victims
just like their patients -- just like the taxpayer who foots the
bill for escalating health care costs. And we've got to remember

some simple truths: You cannot compensate every loss with money.
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You cannot make life risk-free. No risk means no progréss. And
that's not the American way.

One of Hopkins founders, Dr. William Halsted, was the gifted
and conservative surgeon who introduced rubber gloves. In an age
of surgical slashing, he used his scalpel carefully. Reducing
shock and trauma. Controlling bleeding. A "kinder, gentler"
surgeon, if you will. \\\

B was not withou ess. Halsted conceived and
perfected a daring feat of surgery --.the radical mastectomy --
that to this day saves the lives of thousands of women afflicted
with breast cancer. The procedure was unprecedented in its time.
And in today's atmosphere of fear and malpractice -- probably
would never even have been attempted.

This fear hasn't only hurt medical innovation and treatment.

It's also hurt medical volunteerism. Many doctors used to give a

day a week to the needy. And I'm convinced that, if not for the
liability issue, many more would donate time today.

And I also worry that some of our neediest individuals don't
have access to quality medical care -- particularly those in
rural areas. In my State of the Union address, I asked Secretary
of Health and Human Services Louis Sullivan to lead a Domestic
Policy Council review of options on the accessibility, cost, and
quality of America's health care system.

Individual responsibility and tort reform are two basic ways

America can reduce costs and improve its leadership in the health

care revolution. Another way is equally basig -- encouraging
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basic biomedical research. To develop new, preventative
technologies that will spare the expense of long-term treatment.

A good example of this was developed right here at Johns
Hopkins, where the discovery of three types of polio virus made
the polio vaccine possible. Ultimately, this "high-tech"
solution -- the vaccine -- cost only a few cents per patient --
versus the tens of thousands of dollars that might be required
for a lifetime of care in the old iron lungs.

Johns Hopkins demonstrates what bne biomedical research
establishment can do to change and improve health care in
thousands of hospitals, using high-tech to replace high costs.

On several fronts, there is a growing sense of urgency. It
was Hopkins that first isolated a substance American medicine
needs a little more of today: Adrenaline. The clock is ticking.
And breakthroughs tomorrow depend on action today. That's why

our Administration has called for prompt Congressional action on

our proposals for investing in education -- investing in our
children -- and investing in intellectual capital. Reforming

product liability laws. Doubling the budget of the National
Science Foundation. A record increase in funds for R & D.
Making the Research and Experimentation Tax Credit permanent.
And the Eisenhower Education Grants for math and science would
grow by 70 percent, to $230 million.

And of course, here at Hopkins you are the leading recipient
of federal research dollars -- more than $600 million in the

current fiscal year. You won that support the Johns Hopkins way
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-- the American way -- the same way your lacrosse team always

makes the rankings: By being the best. By beating the

competition in the marketplace of excellence, the marketplace of

.
1 -~
.

Yes, our commitment is based on a new sense of urgency --
but also an o0ld sense of responsibility. Not far from here is
the famous John Singer Sargent painting of the Founding Fathers
of Johns Hopkins medicine. Sargent began by painting the four
doctors, but wasn't satisfied with the composition. Something,
he said, was missing. It came as an inspiration -- and he
knocked down a studio wall to get the new props in. He added a
huge Victorian globe, and above the globe a painting within a
painting -- St. Martin giving his cloak to a beggar.

Sometime late at night, sometime during their tenure here, I
suppose every weary Resident must pause before that canvas in the
library, peering at the faces of these giants.

The globe should remind us of the global responsibilities of
American medicine -- reaching out to relieve the terrible
suffering of innocents like the AIDS babies in Romania, or the
children of famine in Africa. And St. Martin's gesture should
remind us of the special responsibilities of the medical
community to reach out to those most in need -- to children,
women, minorities and our poor.

Before closing, I'd like to note one other exciting

development. 1In less than two months, a new shuttle flight will



Ll 7

8

carry the Hubble Space Telescope into orbit. The ground center
for this mission is on this campus.

| It's been called "the world's most extraordinary looking
glass" -- 50 times the power of the largest telescope on Earth.
In its first minutes of operation, it will catapult the vision of
humankind faster and farther than any leap since Galileo first
gazed into the heavens. Back, perhaps, to the very beginnings of
time. Forward, perhaps, to the very ends of the Universe.

We live in an age of miracles. gedical miracles as dramatic
as the artificial heart. Everyday miracles as commonplace as the
healing power of love.

I believe in miracles, and in the miracle of America.
Wondrous accomplishments, wondrous breakthroughs, wondrous days
are ahead. And I am privileged to be honored at one of the
places where those wonders will continue to unfold.

Thank you for your warm greeting and this great honor.
Godspeed you in your work. And God bless the United States of

America.
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WHITE HOUSE STAFFING MEMORANDUM

DATE: 02/14/90 ACTION/CONCURRENCE/COMMENT DUE By:_ Noon Friday 2/16

REQUESTED LETTER TO GOV. KAY ORR RE ALTERNATIVE FUELS

3 SUBJECT:
ACTION FYI ‘ ACTION FYI
VICE PRESIDENT 0 v’ MCCLURE 0 O
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REMARKS:

Please provide any comments/recommendations directly to Boyden Gray
by Noon on Friday, 02/16, with a copy to my office. Thanks.

Vo ettt me atdermaty
! WA sLon

James W. Cicconi

- Assistant to the President . °

- and Deputy to the Chief of Staff
Ext. 2702



Honorable Kay Orr

Governor of the State of Nebraska
State Capitol Building

Lincoln, Nebraska 68509-4848

Dear Kay:

I commend your leadership in highlighting the necessity for
looking at alternative fuels to help this nation clean up its air
pollution problem and bringing the National Governors
Association meeting on Alternative Fuels to the State of
Nebraska. I often think of our June trip to Nebraska where we
unveiled our plans for national clear air legislation. This
bill, when enacted by Congress, will provide major environmental
benefits to the American people, without jeopardizing continued
economic growth. 1In fact, I expect that our clear air efforts
would stimulate considerable new economic endeavors, including a
diverse alternative fuels market of which ethanol and ETBE are a
major part.

Through your personal leadership, and with the continued
support of the Nebraska Ethanol Authority and Nebraska Gasohol
Committee, I am confident that American farmers can make major
contributions toward providing the abundant grain feedstocks
necessary for ethanol and ETBE production. Having even a small
minority of Americans using fuels alternative to fossil based
ones can improve air quality for all Americans.

I look forward to hearing from you after the National
Governors' meeting.

Sincerely,

George Bush
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l James W. Cicconi
s Assistant to the President

and Deputy to the Chief of Staff
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THE WHITE HOUSE

WASHINGTON

Honorable Kay Orr

Governor of the State of Nebraska
State Capitol Building

Lincoln, Nebraska 68509-4848

Dear Kay:

I am writing to commend your leadership in bringing the
National Governors Association meeting on Alternative Fuels
to the State of Nebraska. I often think of our June trip to
Nebraska where we unveiled our plans, for national clean air
legislation. This bill, when enacted by Congress, will
provide major environmental benefits to the American people,
without jeopardizing continued economic growth. In fact, I
expect that our clean air efforts would stimulate
considerable new economic endeavors, including a diverse
alternative fuels market. As you well know, ethanol and
ETBE are a major part of this market.

Through your personal leadership, and with the
continued support of the Nebraska Ethanol Authority and
Nebraska Gasohol Committee, I am confident that American
farmers will make major contributions towards providing the
abundant grain feedstocks necessary for ethanol and ETBE
production. This will improve air quality for all
Americans.

I look forward to hearing from you after the National
Governors’ meeting.

Sincerely,

George Bush
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Please provide any comments/recommendations directly to Chriss
Winston by 4:00 p.m. on Tuesday 02/13, with a copy to my office.
Thanks.

RESPONSE:

James W. Cicconi
Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702
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PRESIDENTIAL REMARKS: ENGINEERING AWARDS
TUESDAY, FEBRUARY 20, 1990
STATE DEPARTMENT

Mr. Welch. Mr. Kilby and Mr. Noyce. Dr. White, Dr. Charyk
(CHAIR-ik], Dr. Seamans, Dr. Bechtel. Members and Guests of the
National Academy of Engineers. Ladies and gentlemen. Thank you,
Jack, for that introduction, and for ydur warm reception.

((You know, as a boy I used to dream of being an engineer.
In fact, when one of my grandkids heard I was addressing an
audience of my heroes, he said, "Could you bring back one of
those neat striped hats they wear?")) //

Tonight, it is indeed a pleasure to be with you during
National Engineers Week. And to salute the first two recipients
of engineering's highest international award, the Charles Stark
Draper Prize.

((Let me begin with a story which I think captures the
spirit of this evening. It concerns three men scheduled to be
executed on the same day of the French Revolution. One was a
lawyer, another a politician, the third an engineer.

((First, came the lawyer. He put his head in the guilotine
-- and the blade went two-thirds of the way, then stopped. The
man was set free. // Next, came the politician. When the
guilotine stopped short of his head, he, too, was spared. //

Finally, came the third man -- and typically, the engineer
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focused on the problem, not himself. "That guilotine," he told
the foreman, "I think I have the answer.")) //

As you can see, engineers just can't help themselves --
whatever the cost, they keep aiming for perfection. And they
have helped make our century a time of extraordinary exploration.
Opening doors into an age where mankind not only moved into the
future -- but re-invented it.

Tonight, we honor Jack Kilby and Robert Noyce. // And
their landmark work -- the microchip -% an invention perhaps no
less crucial than the discovery of fire. // Not to date myself,
but when I was growing up, PAC-Man was a hiker, not a video game.
// The microchip has changed all that -- and helped America
change the world.

Think, for example, of a computer the size of a room --
shrunk down to a size that fits on your lap. The microchip made
it possible. Or a calculator slashed from the size of a
refrigerator to the size of this pen. [PULL PEN CALCULATOR FROM
POCKET] Integrated circuits have enabled us to do the
unimaginable. Now, it is unimaginable to believe we could ever
live without them.

Already, the microchip has helped America not to de-
industrialize -- but re-industrialize. To paraphase Churchill,

never has something so small done so much for so many. // Yet

remember, too, that if we are to lead the world, we must provide
that world with further breakthroughs. For engineering is

"always a beginning, never a consummation." //
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I know that the National Academy shares this belief. So it
has studied how America's engineering talent enhances our
competitiveness. And is exploring new ways to protect the globe
from environmental abuse. // VYou realize that truly informed
decisions on issues like climate change require us to better
integrate science, technology, and engineering into the public
policy equation. //

Our Administration agrees -- and so supports research and
.

development in all areas of science, technology, and engineering.

We have asked for a record high 71 billion dollars for R&D in our

budget for Fiscal Year 1991. // And to short-circuit the
prediction that America will run short of engineers, we have
begun a National Science Scholars initiative to give kids a new
incentive to excel in science, mathematics, and engineering.

Yet, ultimately, it is the private sector that has shaped
American opportunity -- and will continue to bring opportunity to
the New Millennium. // Look at General Electric, which is
spending $1.2 million a year on minority science scholarships.
And $20 million annually to involve more inner-city kids in
engineering. // Or Mobil -- launching grant programs to help
high-school students enhance America's technological capability.

These efforts -- both private and public -- will sustain the
computer revolution. For they rely on the qualities of American
drive and determination. Qualities that will contribute, as your

Academy says, "To the advancement of engineering . . . and the
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well-being of all humanity." And that are central to the man for
whom this evening's prize is named. //

Charles Draper was, first, an idealist pushing back the
boundaries of mankind's technological future. Yet at the same
time, a practical man. ((I'm reminded of a writer who was asked
what he would take if his home were on fire and he could remove
only one thing. // "I would take the fire," he replied.)) Dr.
Draper knew that Yankee ingenuity revolves around what works.

Finally, he was indomitable -- a FTighter who looked to

himself for inspiration. No government planner, he knew, decided
that Marconi would invent the wireless. And what might have
happened -- or worse, might not -- had Henry Ford been forced to
wait for Washington's approval before testing his model-T? //

If he had, Barbara and I might have come here on a bicycle built
for two. //

Albert Einstein once spoke of this genius of engineering --
which explains, in turn, the greatness of Dr. Draper. He said:
"Everything that is really great and inspiring is created by
individuals who labor in freedom." Laboring in freedom, Charles
Draper well used that freedom. Used it to create and to inspire
-- and to make history move his way. //

This evening, we honor two men who themselves have made
history -- and made each American proud. So let me now present
to Jack Kilby and Robert Noyce engineering's highest award -- the
Charles Stark Draper Engineering Prize. And say: Thank you, God

bless you, and God bless the United States of America.

¥ % % %
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personal privacy [(b)(6) of the FOIA]

(b)(7) Release would disclose information compiled for law enforcement
purposes [(b)(7) of the FOIA]

(b)(8) Release would disclose information concerning the regulation of
financial institutions [(b)(8) of the FOIA|

(b)(9) Release would disclose geological or geophysical information
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Please provide any comments/recommendations directly to Deb Amend,
Rm. 122, x2930, by Noon on Thursday, 02/08, with a copy to my office.
Thanks.

James W. Cicconi
Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702
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1. Economy
* The President's plan calls for a balanced federal budget by fiscal year 1993, and
includes a proposal to then begin paying off the national debt.

* The President will push to maintain our economic strength by encouraging
increased investment and productivity, and reducing the deficit with no new taxes.

* As part of his Savings and Economic Growth Act, the President will work to
reduce tax rates for capital gains, create a new tax-exempt Family Savings Account to
encourage individual savings, and modify the rules for IRAs to permit first-time home
buyers to withdraw up to $10,000 without penalty.

2. Social Security
* The President has pledged he will maintain the integrity of the Social Security
system.

3. Education
* Agreement was reached at the President's historic Education Summit with the
Governors to establish national education goals, which he announced in his State of
the Union Address:
-- By the year 2000, every child must start school ready to learn.
-- The United States must increase the high school graduation rate to no less
than 90 percent.
-- To make sure diplomas mean something we must check all our students
progress at the critical grades -- 4th, 8th and 12th.
-- By the year 2000, U.S. Students must be first in the world in math and
science skills.
-- Every American adult must be literate. The President's budget includes
funds for adult education and creates a National Literacy Clearinghouse.

* The budget request for education is the highest ever proposed. So, too, is the half
billion dollar increase requested for the Head Start program.

* The President has made enactment of his Educational Excellence Act a top
priority.

4. Child Care

* The President seeks to expand parental alternatives in child care by offering tax

credits designed to allow low income parents -- not the government -- to decide what
sort of child care best suits their needs.
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* The President’s $10.6 billion National Drug Control Strategy represents a 70
percent increase in government spending to fight drugs since President Bush took
office. It is aimed at ending the scourge of drugs through a comprehensive program
of drug treatment, education, law enforcement, interdiction, research, and cooperative
international initiatives.

* The second phase of the President's Drug Strategy calls for increases in federal
law enforcement personnel, support for 75 additional federal judgeships, increased
drug treatment services and research, comprehensive community prevention programs,
the creation of a national drug intelligence center, and expanding the death penalty
for drug kingpins. The President has also designated five locations as high intensity
drug trafficking areas.

6. Environment

* The President supports enactment this year of tough new Clean Air requirements
to reduce acid rain, urban smog and air pollution in a cost effective manner. He has
endorsed elevating the Environmental Protection Agency to Cabinet level, and has
proposed a major increase in EPA's operating budget. This year's budget provides
over two billion dollars in new spending to protect the environment and over one
billion dollars for global change research. ;

* The President's "America the Beautiful" initiative will expand federal parkland,
wildlife refuges, forests and other public lands, and establish a new reforestation
program that calls for the planting of more than one billion new trees a year.

7. Housing

* The President has again proposed full funding for the homeless assistance
programs under the McKinney Act.

* The President has proposed a special initiative designed to develop innovative
approaches to providing housing for homeless individuals and families. Additionally,
this new "Shelter Plus" program would help the homeless who are mentally ill or
substance abusers.

* The President's HOPE initiative sets out a comprehensive new housing and urban
development agenda. It will help low income families become homeowners and
increase housing opportunities for other low-income families. Enterprise zones will
help revitalize distressed low-income communities.
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8. Investing in the Future and Competitiveness

* The President's plan to increase America's com
expanded budget for space exploration, includipg”programs such as the space station
Freedom, and preparations for manned missions to the Moon and Mars; a record
high $71 billion budget proposal for resedrch and development; and a permanent tax
credit for research and experimentation.Our country's competitiveness will also be
enhanced by the President's fiscgkand education initiatives, and also by his proposal
to reform product liability.

9. National Defense

* In the wake of the dramatic changes that are taking place abroad, the President
has proposed a defense budget that begins the transition to a restructured military.
* To meet the continuing requirements of nuclear deterrence, the President will
move ahead with strategic modernization programs such as the Strategic Defense
Initiative, the Stealth Bomber, and ICBM modernization.

* The President has also proposed a reduction in conventional forces in the central
region of Europe to 195,000 each for the U.S. and Soviet Union.

10. The Points of Light Initiative

* Through his "Points of Light" initiative, the President aims to engage every
individual, family, corporation, firm, union, school, place of worship, club, group and
organization in America to help solve community problems.

11. Eastern Europe

* To support the new forces of freedom now spreading throughout Eastern Europe,
the President is committing an additional $300 million in FY91, as part of a
comprehensive strategy of U.S. engagement in the region.

12. Foreign Affairs

* To maintain American leadership in the world in an era of change, there is a new
premium on political and economic tools -- such as development, security, and
humanitarian assistance -- which the President has proposed to increase substantially
in the new budget.

tiveness in the world involves an
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8. Science and Technology: Investing in the Future and Competitiveness

The President’s plan for increasing America’s competitiveness in the world through

Science and Technology has both fiscal and educational elements. The President is
proposing in his fiscal year 1991 budget to increase our direct investment in science
and mathematics education to a record high level of $1.1 billion.

To encourage increases in private sector investment in research and technical
innovation, the President is proposing to make permanent an enhanced research and
experimentation tax credit and to reform product liability laws to help restore balance
to the tort system.

The President is also recommending in the fiscal year 1991 budget substantial
increases in Federal investment in research and development. Such research builds
the knowledge base on which technological progress depends and augments the ability
of U.S. universities to train the scientists and engineers of the future. The record
high level of $71 billion dollars would support expanded budgets for space science
and exploration, a doubling of the National Science Foundation’s principle
investigator funding by 1993, and significantly enhanced science research in the U.S.
Global Change Research Program.
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Please provide any comments/recommendations directly to Deb Amend,
Rm. 122, x2930, by Noon on Thursday, 02/08, with a copy to my office.
Thanks.

RESPONSE:
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and Deputy to the Chief of Staff
Ext. 2702
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HLI F PRESIDENT BUSH'S 1 AGENDA

1. Economy
* The President's plan calls for a balanced federal budget by fiscal year 1993, and
includes a proposal to then begin paying off the national debt.

* The President will push to maintain our economic strength by encouraging
increased investment and productivity, and reducing the deficit with no new taxes.

* As part of his Savings and Economic Growth Act, the President will work to
reduce tax rates for capital gains, create a new tax-exempt Family Savings Account to
encourage individual savings, and modify the rules for IRAs to permit first-time home
buyers to withdraw up to $10,000 without penalty. :

2. Social Security
* The President has pledged he will maintain the integrity of the Social Security
system.

3. Education
* Agreement was reached at the President's historic Education Summit with the
Governors to establish national education goals, which he announced in his State of
the Union Address:
-- By the year 2000, every child must start school ready to learn.
-- The United States must increase the high school graduation rate to no less
than 90 percent.
-- To make sure diplomas mean something we must check all our students
progress at the critical grades -- 4th, 8th and 12th.
-- By the year 2000, U.S. Students must be first in the world in math and
science skills.
-- Every American adult must be literate. The President's budget includes
funds for adult education and creates a National Literacy Clearinghouse.

* The budget request for education is the highest ever proposed. So, too, is the half
billion dollar increase requested for the Head Start program.

* The President has made enactment of his Educational Excellence Act a top
priority.

4. Child Care

* The President seeks to expand parental alternatives in child care by offering tax

credits designed to allow low income parents -- not the government -- to decide what
sort of child care best suits their needs.
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5. '

* The President's $10.6 billion National Drug Control Strategy represents a 70
percent increase in government spending to fight drugs since President Bush took
office. It is aimed at ending the scourge of drugs through a comprehensive program
of drug treatment, education, law enforcement, interdiction, research, and cooperative
international initiatives.

* The second phase of the President's Drug Strategy calls for increases in federal
law enforcement personnel, support for 75 additional federal judgeships, increased
drug treatment services and research, comprehensive community prevention programs,
the creation of a national drug intelligence center, and expanding the death penalty
for drug kingpins. The President has also designated five locations as high intensity
drug trafficking areas.

6. Environment

* The President supports enactment this year of tough new Clean Air requirements
to reduce acid rain, urban smog and air pollution in a cost effective manner. He has
endorsed elevating the Environmental Protection Agency to Cabinet level, and has
proposed a major increase in EPA's operating budget. This year's budget provides
over two billion dollars in new spending to protect the environment and over one
billion dollars for global change research. :

* The President's "America the Beautiful" initiative will expand federal parkland,
wildlife refuges, forests and other public lands, and establish a new reforestation
program that calls for the planting of more than one billion new trees a year.

7. Housing

* The President has again proposed full funding for the homeless assistance
programs under the McKinney Act.

* The President has proposed a special initiative designed to develop innovative
approaches to providing housing for homeless individuals and families. Additionally,
this new "Shelter Plus" program would help the homeless who are mentally ill or
substance abusers.

The President's HOPE initiative sets out a comprehensive new housing and urban
development agenda. It will help low income families become homeowners and
increase housing opportunities for other low-income families. Enterprise zones will
help revitalize distressed low-income communities.
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8. Investing in the Future and Competitiveness , _,(/uél@z/gé
* The President's plan to increase America's competitiveness in the world involves an
expanded budget for space exploration, including programs such as the space station
Freedom, and preparations for manned missions to the Moon and Mars; a record

high $71 billion budget proposal for rese and development; and a permanent tax
credit for research and experimentatio r country's competitiveness will also be
enhanced by the President's fiscal education initiatives, and also by his proposal

to reform product liability.

9. National Defense
* In the wake of the dramatic changes that are taking place abroad, the President
has proposed a defense budget that begins the transition to a restructured military.

* To meet the continuing requirements of nuclear deterrence, the President will

move ahead with strategic modernization programs such as the Strategic Defense
Initiative, the Stealth Bomber, and ICBM modernization.

* The President has also proposed a reduction in conventional forces in the central
region of Europe to 195,000 each for the U.S. and Soviet Union.

10. The Points of Light Initiative

* Through his "Points of Light" initiative, the President aims to engage every
individual, family, corporation, firm, union, school, place of worship, club, group and
organization in America to help solve community problems.

11. Eastern Europe

* To support the new forces of freedom now spreading throughout Eastern Europe,
the President is committing an additional $300 million in FY91, as part of a
comprehensive strategy of U.S. engagement in the region.

12. Foreign Affairs

* To maintain American leadership in the world in an era of change, there is a new
premium on political and economic tools -- such as development, security, and
humanitarian assistance -- which the President has proposed to increase substantially
in the new budget.
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8. Science and Technology: Investing in the Future and Competitiveness

The President’s plan for increasing America’s competitiveness in the world through

Science and Technology has both fiscal and educational elements. The President is
proposing in his fiscal year 1991 budget to increase our direct investment in science
and mathematics education to a record high level of $1.1 billion.

To encourage increases in private sector investment in research and technical
innovation, the President is proposing to make permanent an enhanced research and
experimentation tax credit and to reform product liability laws to help restore balance
to the tort system.

The President is also recommending in the fiscal year 1991 budget substantial
increases in Federal investment in research and development. Such research builds
the knowledge base on which technological progress depends and augments the ability
of U.S. universities to train the scientists and engineers of the future. The record
high level of $71 billion dollars would support expanded budgets for space science
and exploration, a doubling of the National Science Foundation’s principle
investigator funding by 1993, and significantly enhanced science research in the U.S.
Global Change Research Program.
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February 6, 1990
NOTE FOR JAMES CICCONI

Dr. Bromley would appreciate your
passing this note along to the
President.

Many thanks,

I, ) ] -
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REMARKS:

Please provide any comments/recommendations directly to Chriss
Winston by NOON on Tuesday, 02/06, with a copy to my office.
Thanks.

RESPONSE:

ij‘%

James W. Cicconi
* Assistant to the President
and Deputy to the Chief of Staff
Ext. 2702




| (Lange/Cawley)

= February 5, 1989

- 5:15 P.M.

90 FEB -5 oy 5: 27 2A.D0C]

PRESIDENTIAL REMARKS: LAWRENCE LIVERMORE NATIONAL LABORATORY
LIVERMORE, CALIFORNIA
WEDNESDAY, FEBRUARY 7, 1989
10:30 A.M.

Thank you. It’s a great pleasure to be with you today.

| [t I'm told my visit here represents a very important milestone
-- a very rare phenomenon. This will be one of the few
presentations to be made here without a viewgraph... (notés

Livermore’s culture relies very heavily on them.) ]]

It’s very exciting to visit such an extraodinary institution
-- and the people who bring it to life. Yours are the minds that
are rarely at rest -- sometimes blessed, sometimes burdened with
— N
a flow of ideas that won’'t it be when you’ out fishi
qui Jg/nay Ay you’'re out fishing, ><f
or at three in the morning. But like the Bells and the Edisons

and the Tellers before you, your ideas -- and your ability to

deliver on them -- are America’s best.

The Livermore Laboratories’ technical prowess is striking in
its own right. For nearly forty years you've been at the leading
edge of scientific knowledge. But most impressive, to me, has
been Livermore’s role in preserving the peace -- keeping the

world stable, and America secure.




You’'re aware of the tremendous changes that have swept the
world over the past year. In my address to the nation two weeks
ago I referred to it as the "Revolution of ‘89" -- a remarkable

and hopeful transition, that continues even now.

what I didn’t mention -- which you also understand -- is how
the world’s movement toward democracy and freedom is a direct

result of our abiiity to stand firm in the face of threats to

peace and stability.

The strength of the U.S. nuclear deterrent -- developed
through the efforts of our National Laboratories, and the
Departments of Energy and Defense -- has helped to guard the

peace so precious to all of us.

Now the labs are also developing technologies to strengthen
deterrence through strategic defenses. Together with strategic
modernization and arms control, programs like "Brilliant Pebbles"”

complement our ability to preserve the peace.

If the technology I’'ve seen today proves feasible -- and it

looks very promising --ﬁpo war planner could be confident of the ;ﬁf

consequences of a ballistic missile attack. The comprehensive

defensive system are now researching will strengthen
T

deterrence. M
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Even ag/we work to reduce arsenals, and reduce tensions, we
understand/ the continuing, crucial role of aé%ategic defenses.
They
of cheating. They can defend us against accidental launches, or

attacks from countries with unstable leadership.

So a vigorous research, development, and testing program at
our National Laboratories will be as crucial as ever, as we adapt
both the size and shape of our nuclear deterrent. We are working
on significant reductions in arms -- but we will settle for
nothing less than the highest confidence in the survivability,

effectiveness, and safety of our remaining forces.

The scientific expertise of laboratories like Livermore will
also serve the national interest on problems like economic
competitiveness, education, energy, space exploration, waste

cleanup, and sound environmental practices.

These will be enormously important challenges in the future.
Challenges that your skills and talents -- those flashes of
insight matched with long hours of labor -- will help us meet
squarely and well. I’'m confident that the Livermore Laboratories
will be a crucial part of our ability to meet the challenges of

the new decade -- and the next century.

Thank you. God bless you. And God bless the United States

of America. # # #

arms control, by diminishing the advantages J<



