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STATEMENT BY CLAUDE S. BRINEGAR, SECRETARY OF TRANSPOR­
TATION, BEFORE THE HOUSE APPROPRIATIONS SUBCOMMITTEE ON 
TRANSPORTATION, MARCH 5, 1974. 

-,,, I appreciate this opportunity to meet with the Committee. 

• 

I'm certain that we have no disag reement when I say that the 

subject for discussion- -national transportation policy- -is a most 

difficult one. Please recognize that today's comments on this subject 

are in the nature ofa prog ress report on the Department of Transportation's 

continuing efforts to develop a useful statement on transportation policy. 

Your reaction to these comments, as well as the reaction of others, 

will be most welcome. We readily admit that our work on this subject 

is incompl ete. 

Let1 s start by shifting our thoughts away from today's transpor-

tation problems --and we have our share - -to a broader perspective. 

I'd like to start by focusing on the role of transportation and on the 

concept of policy. 

Transportation is not an end in its elf. It is a means to contribute 

to th e economic well - being and quality of life in our nation. Thus, 

transportation policy is developed to serve national goals . 

• 
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The desirability of developing a statement of "national 

transportation policy'' - -one that would guide us t" ::1e solution of today's 

problems and to the avoidance of t""~_,..,rrow' s - -is widely ::i i:::-::epted. 

Agreeing on what that policy should be, however. is a far different 

matter. Almost any meaningful statement of policy will be seen as 

a threat by some interests. Moreover, the very concept of a 

"national transportation policy" is inherently vague and elusive, 

But progress toward a useful policy statement is possible- -

provided we recognize its limitations and stay away from indefinable 

platitudes. 

First, the concept: "policy," in our view, guides the way 

government at all levels moves from the establishment of attainable 

goals to specific action programs. Policy development is thus seen 

as the decision-making process by which we select from available 

courses those actions which are consistent with the goals and are 

best suited to the problems at hand. In this perspective, policy is the 

necessary link in the never-ending process of translating the many and 

often conflicting national goals into specific action programs. Policy 

should address large issues that affect all or major parts of the system 

rather than small pieces of the system. 

' 

• ' 

• 
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An oversimplified, and somewhat idealized, view of this 

process is as follows ':' : 

Step I: Establish national goals of primary importance. 

Agree on priorities and levels of effort for: 

- National defense 
- Relative roles of public and private sectors 
- Regional g rowth and employment 
- Energy conservation; safety; environmental 

protection 
- ·Urban development 
- Rural development 
- Human development (aged; handicapped; etc. ) 
- Civil rights 
- Etc . Etc. 

• Step II: Agree on policies to advance these goals . 

- The mix of policies will vary as national 
priorities among the goals vary. 

Step III: Develop and implement programs to carry out 
the policies. 

- Specific actions emerge at this step. 

"National transportation policy, 11 in this perspective, can be seen 

as the collection of transportation-related policies that flows from the policy 

development process. But because a g reat many existing policies have 

been developed at different times in response to different problems and 

,:,rn actual practice, of course, the interactions which occur as part of 
the policy development process are complex and subtle. This simplified 

• 
description, however, does help to conceptualize the place of "policy" 
in the business of government. 
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varying priorities of goals. the total of these policies does not necessarily 

constitute an integrated national transportation policy. Thus, while it 

is possible to organize the main elements of these policies into a 

formal statement, we must stress that such a statement will always 

be somewhat unsatisfying: 

1. Because we have- -and, by their very nature. will always 

have--many vague national goals, the transportation policies 

needed to support them will often be vague, and, in some 

cases, may even be contradictory. 

2. Transportation is typically an intermediate, or linking, 

function between other economic or social activities . For 

this reason a single, absolute goal of, say, "efficient 

transportation" cannot be the sole objective. Since these 

other activities are continuously being affected by shifting 

social, economic, and political forces (e.g., changing 

environmental objectives). transportation policy must also 

shift to accommodate these changes . 

3. The mixed public-private nature of our economy and the 

d ivision of governmental responsibilities at Federal. State 

and local levels make it impossible to identify any one group 

• 

• 

l 
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as being totally or even mainly responsible for 

transportation decisions. The independent actions of 

these multiple decision-makers are incapable of being 

completely brought under the umbrella of a single 

"grand design. 11 

4. Policy tends to be confused with programs. Thus, many 

expect policy statements to deal with specific programs, 

rather than principles of policy. 

• 
5. Significant advances in Federal policy require 

agreement between the legislative and executive branches . 

• 
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THE EVOLUTION OF THE CONCEPT OF 
NATIONAL TRANSPORTATION POLICY 

Some historical perspective 01n prior efforts to state national 

transportation policy is worthwhile. 

The preamble added to the Interstate Commerce Act in 1940 was the 

first official Federal attempt at a ;general statement of transportation 

policy. The words that Congress actually chose for the 1940 preamble 

appear to be mainly directed at protecting the various regulated 

carriers from each other : 

It is hereby declared to b,e the national transportation 
policy of the Congress to provide for fair and impartial 
regulation of all modes of transportation subject to the •
provisions of this Act, so, administered as to recognize 
and preserve the inherent advantages of each; to pro-
mote safe, adequate, economical, and efficient ser -
vice and foster sound eco:no~ic conditions in trans ­
portation and among the several carriers; to encourage 
the establishment and maintenance of reasonable charges 
for transportation services, without unjust discriminations, 
undue preferences or advantages, or unfair or destructive 
co.:npetitive practices; to cooperate with the several States 
and the duly authorized officials thereof; and to encourage 
fair wages and equitable working conditio:1s ;- - all to the 
end of developing, coordinating, and pre serving a national 
transportation system by water, highway, and rail, as 
well as other means, adequate to meet the needs of the 
commerce of the United States, of the Postal Service , 
and the national defense. All of the provisions of this 
Act shall be administered and enforced with a view 
to carrying out the above declaration of policy. l 

~ 

• l 
I 
I 
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Appendix A provides brief summaries of three of the more 

notable post-1940 efforts at statements of national transportation 

policy. These are the 1955 report of the group that was headed 

by Secretary of Commerce Weeks; the 1961 report of a special 

study group commissioned by the Senate Commerce Committee, 

usually called the Doyle Report; and, because of the similarity of 

our systems, the policy statement that was actually adopted in 

Canada in 1967. These statements show a generally consistent 

thread: a reliance on free market competition to allocate resources 

efficiently, with regulation limited to the minimum needed to protect 

the public interest. Thus, all advance a broader and more com-

petition-oriented view of policy than the 1940 Interstate Commerce 

Act preamble. 

In a 1962 message to Congress President Kennedy spelled out 

his suggested transportation policy objectives, which also represented 

a significant step forward from the Interstate Commerce Act preamble, 

in the following words : 

A Basic National Transportation Policy 

The basic objective of our Nation's transportation system 
must be to assure the availability of the fast, safe, and 
economical transportation services needed in a growing 

• 
and changing economy to move people and goods, without 
waste or discrimination in response to private and 
public demands at the lowest cost consistent with health, 
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convenience, national security, and other broad public 
objectives. Investment or capacity should be neither 
substantially above nor substantially below these 
requirements--for chronic excess capacity involves 
misuse of resources, and lack of adequate capacity 
jeopardizes progress. The resources devoted to 
provision of transportation service should be used in 
the most effective and efficient manner possible; and 
this, in turn, means that users of transport facilities 
should be provided with incentives to use whatever 
form of transportation which provides them with the 
service they desire at the lowest total cost, both 
public and private. 

The basic objective can and must be achieved primarily 
by continued reliance on unsubsidized privately owned 
facilities, operating under the incentives of private 
profit and the checks of competition to the maximum 
extent practicable. The role of public policy should 
be to provide a consistent and co::nprehensive frame­
work of equal competitive opportunity that will achieve •
this objective at the lowest economic and social cost 
to the Nation. 

This means a more coordinated Federal policy and a 
less segmented approach. It means equality of 
opportunity for all forms of transportation and their 
users and undue preference to none. It means greater 
reliance on the forces of competition and less reliance 
on the restraints of regulation. And it means that, to 
the extent possible, the users of transportation ser ­
vices should bear the full costs of the services they 
use, whether those services are provided privately 
or publicly. 

Although it was not acted upon by the Congress, this statement 

is a major improvement over the Interstate Commerce Act preamble. 

The need for such a broadened view of the Federal role was 

• 
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clearly evident in the 1966 Declaration of Purpose in the Act that 

established the Department of Transportation. 

Declaration 0£ Purpose 

Sec. 2(a). The Congress hereby declares that the 
general welfare, the economic growth and stability 
of the Nation and its security require the develop­
ment of national transportation policies and pro­
grams conducive to the provision of fast, safe, 
efficient, and convenient transportation at the 
lowest cost consistent therewith and with other 
national objectives, including the efficient utili­
zation and conservation of the Nation1 s resources. 

(b)(l). The Congress therefore finds that the estab­
lishment of a Department of Transportation is 
necessary in the public interest and to assure the 
coordinated, effective administration of the trans­
portation programs of the Federal Government; to 
facilitate the development and improvement of 
coordinated transportation service, to be provided 
by private enterprise to the maximum extent 
feasible; to encourage cooperation of Federal, State, 
and local government, carriers, labor and other 
interested parties toward the achievemP.nt of 
national transportation objectives; to stimulate 
technological advances in transportation; to pro­
vide general leadership in the identification and 
solution of transportation problems; and to develop 
and recommend to the President and the Congress 
for a ppr oval national transportation policies and 
programs to accomplish these objectives with full 
and appropriate consideration of the needs of the 
public, users, carriers, industry, labor and the 
national defense. 

(2) It iE hereby declared to be the national policy 
that special effort should be made to preserve the 
natural beauty of the countryside and public park 
and recreation lands, wildlife and waterfowl 

refuges, and historic sites-. 

https://achievemP.nt


• 
This evolution of national transportation policy clearly shows 

the changing nature of the concept. In 1940, it was exclusively 

directed at the economic regulation of transportation. Later 

attempts to change the policy advanced the notion that greater 

competition among transportation firms would better serve the 

public interest, and that governmental activities, such as the 

financing o~ transportation investments, also co::-istituted trans­

portatio::i policy. More recently it has become evident that the 

side effects of transportation - -effects upon the usage of energy. 

the environment, and personal safety, for example--are properly 

concerns of national transportation policy as well. 

President Nixon's recent message on the national transportation 

system reflected this more complete concept of national transportation 

policy. The President called for a policy which seeks to improve 

the economic regulation of transportation. the public promotion of 

transportation, and the protection of society from the adverse side 

effects of our transportation system. 

• 

• 
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LEGISLATIVE NATIONAL TRA NSPOR TAT ION POLICY 

As a practical matter, the Federal government, through its 

legislative enactments, is continually making transportation policy. 

The following partial listing sorts the major actions, especially those 

of recent years, into the three main policy components: (1) economic 

regulation of transportation; (2) promotion of transportation investments 

and operations; and (3) protection against the unwanted "side-effects" 

of transportation. One of the noteworthy points brought out by this 

listing is the significant progress in both policy and programs in the 

areas of promotion and protection that has developed since the 1966 

establishment of the Department of T·ransportation. 

Economic Regulation of Transportation 

Acts establishing these regulatory agencies: 

Interstate Commerce Commission, which regulates common 

carrier operations of rail, truck, barge, freight forwarding 

and pipelines. 

Federal Maritime Commission, which regulates common 

carrier operations in the waterborne foreign and domestic 

offshore commerce. 

Civil Aeronautics Board, which regulates common carrier 

operations by air .• 
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Also: 

Steamship Conference - Dual Rate Act (1961) , which authorized 

use of dual rate contracts with shippers and consignees; 

authorized regulation of international ocean rates by 

Federal Maritime Commission. 

Barge Mixing Rule Act (1973), which prevented the imposi­

tion of certain regulatory constraints on the inland barge 

industry. 

Promotion of Transportation Investments and Operations 

Federal-Aid Highway Act and Amendments (1956- 73), 

which provided funds for interstate highway system, urban 

and rural highways; flexible funds for mass transit. 

(1973 Act). 

Airport and Airway Development Act (1970; 1973), 

• 
which provided financial assistance to improve and modernize 

airports and air navigation and traffic control sys terns; 

extended concept of user charges for financing Federal 

aviation expenditures. 

Urban Mass Transportation Act (1964; 1970; 1973). 

which provided financing of improved mass transportation 

facilities, equipment, techniques, and methods. 

• 
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High Speed Ground Transportation Act (1965; 1972), 

which authorized research, development, and demon­

strations of high speed ground transportation and 

door-to-door ground transportation. 

Rail Passenger Service Act (1970; 1973), which created 

a national railroad passenger system (AMT RAK); provided 

funds for modernization and operation of rail passenger 

service. 

Emergency Rail Services Act (1970), which authorized 

financial assistance to railroads undergoing reorganization 

under Section 77 of the Bankruptcy Act. 

Emergency Rail Facilities Restoration Act (1972), which 

authorized financial assistance to railroads to restore 

or replace essential facilities and equipment damaged or 

destroyed by Hurricane Agnes floods. 

Regional Rail Reorganization Act (1973), which created 

a process by which the railroad network in the midwest 

and northeast region may be restructured into a viable 

and competitive network of rail carriers; authorized financial 

assistance for modernizing rail facilities in the region. 

• Merchant Marine Act (1970), which provided funding for con­

struction of highly productive merchant ships; relieved 
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St. Lawrence Seaway Development Corporation of the 

requirement to pay interest to the U.S . Treasury on its debt. 

St. Lawrence Seaway Development Corporation Act (1954}, 

which er eated government-owned corporation to construct 

part of the St. Lawrence Seaway by the issuance of revenue 

bonds; provided for the cost of operations and the repay-

ment of principal to be financed from tolls charged to use rs. 

Rivers and Harbors Act (1970), which established and funded 

a multi-agency program to determine the feasibility of 

lengthening the navigation season on the Great Lakes-

St. Lawrence Seaway system. 

Various annual appropriations to: 

Corps of Engineers for waterway projects. 

FAA to operate air traffic control systems. 

Coast Guard for maritime traffic control systems. 

CAB for feeder airline subsidies. 

DOT for research and development projects. 

Protection Against Unwanted "Side-Effects" 

Section 4(f) of Department of Transportation Act (1966), 

which prohibited approval of any program or project which 

• 

requires the use of any land from a public park, recreation 

• 
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area, wildlife and waterfowl refuge , or historic site 

unless: (1) there is no feasible and prudent alternative 

to the use of such land, and (2) all possible planning is 

included to minimize harm to these areas. 

National Environmental Policy Act (1970), which 

created the Council on Environmental Quality; required 

environmental impact statements on proposals for legis -

lation and other major Federal actions having a significant 

effect on the environment. 

Clean Air Act (1970), which initiated a national research 

and development program to achieve the prevention and 

control of air pollution, including the establishment of 

clean air plans for certain areas; provided technical and 

financial assistance to State and local governments in 

connection with the development and execution of air 

pollution and control programs. 

Noise Control Act (1972), which auth_orized establishment 

of Federal noise emission standards, provided for Federal 

regulation of railroad and motor carrier noise, as well 

as sonic booms and other aircraft noise. 
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Establishment of National Transportation Safety Board 

(NTSB) (1966), created NTSB to investigate and determine 

the cause of transportation accidents and review on appeal 

the suspension, amendment or denial of any certificate 

or license issued by the Department of Transportation. 

National Traffic and Motor Vehicle Safety Act (1966), 

which authorized motor vehicle and tire safety standards 

and research and development to reduce highway traffic 

injuries and fatalities. 

Highway Safety Act (1966), which provided for a coordinated 

national highway safety program through financial assistance 

to the States to accelerate highway traffic safety programs. 

Motor Vehicle Information and Cost Savings Act (1972), 

which required issuance of bumper standards for new 

passenger motor vehicles , new methods for determining 

damage susceptibility and crashworthiness of passenger 

cars, the development of improved means of diagnosis and 

repair of damaged vehicles and a study to develop automobile 

consumer information. 

Federal Railroad Safety Act ( 1970), which promoted safety 

• 

in railroad operations and related activities . • 
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Federal Boat Safety Act (1971), which authorized Coast 

Guard to set small boat safety regulations; provided 

financial assistance to States for boating safety programs . 

Ports and Waterways Safety Act ( 1972), which authorized 

protection against oil spills by: (1) controlling vessel 

traffic in our inland waters and territorial seas; (2) regulating 

the handling and storage of dangerous cargoes on the water­

front; (3) establishing safety requirements for waterfront 

equipment and facilities; and (4) setting standards for 

design, construction , maintenance, and operation of tank 

vessels. 

Bridge-to-Bridge Radiotelephone Act (1971), which requires 

that a radiotelephone be available at the main control station 

of certain types of vessels operating on U.S . navigable 

waters . 

• 

• 
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HOW DO WE STAND TODAY? 

Although the various statutory programs of recent years have 

produced significant gains in many areas, the nation's transportation 

system still has its share of problems. How serious are these 

problems? Where should we place more or less Federal effort 

and attention in future years? Before moving to spell out specific 

policy principles to guide these actions, it is worthwhile to pause 

for an assessment of the present state of the major elements of 

our transportation system. 

Highways 

Since the end of World War II the nation's highway system has 

been increased by 12 percent to a total of 3. 7 million miles (split 

between 3. 1 million rural and 0. 6 million urban). About 25 percent 

of this total is now covered, in varying degrees, by the Federal-aid 

highway program. The heart of the system is the 42,500 mile 

Interstate and Defense highway system, which is now nearing 

effective completion (35,000 miles open). Its national coverage 

can be seen on the map in Figure 1. This system will, when fully 

complete, carry over 20 percent of all vehicle traffic. On the 

• 

highways there are over 100 million automobiles, 23 million trucks, 

• 
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THE NATIONAL SYSTEM OF INTERSTATE AND DEFENSE HIGHWAYS 

STATUS OF IMPROVEMENT AS OF DECEMBER 31, 1973 
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and 4 million motorcycles. In addition to about 315, 000 school 

buses and 50,000 city buses, there are 25,000 intercity buses 

which carry about 400 million passengers annually. The nation's 

highway system carries 87 percent of the intercity passenger 

traffic and 23 percent of the total ton miles of freight, 

Physical capacity of the total highway system is, with very 

few exceptio:.s, far beyond its actual usage. Traffic studies by 

the Federal Highway Administration indicate that approximately 

25, 000 miles of urban highways and 45, 000 miles of rural highways 

(about 2 percent of the total system) ar.e experiencing some peak­

hour congestion during certain periods of the year, with the bulk 

of the eco.1.omic losses due to congestion occurring in the urban 

areas. In our judgment future solutions to the urban co:ige stion 

problem now lie more in the direction of traffic management and 

improvemP-nts to public transportation (through such actions as 

peak-hour str etch- outs, incentives to car pooling, exclusive bus 

lanes, etc.} than in simply adding more highways, There is, 

however, an 0:1.-going need for continued Federal assistance to 

upgrade the quality of the heavily- travel ed highways, including 

bridges, and to eliminate various road. hazards. We believe 

these future investments involve decisions that can best be 

made at the state level. 

• 
I 
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The Users of the Highway System 

The motor vehicle ---ranging from the family car or recreational 

vehicle, to the intercity- truck or trailer, the local delivery truck, 

the intercity, intracity .and school buses, as well as the myriad of 

special purpose vehicles - -has been for several decades the dominant 

element not only in the :national transportation system, but in the 

entire national economy and national lifestyle. It, coupled with 

our vast highway and street network, has given us a freedom of 

personal movement and our commerce a flexibility unmatched in 

the world. It also has given us a great many problems . 

With respect to the personal auto, the competing demands of 

safety, energy. environiment, and economy will continue to require 

of government, especially at the Federal level. wisdom and skill 

in balancing the constraints it places on users and manufacturers 

in pursuit of public goals. Because the automobile consumes some 

30 percent of all liquid ]Petroleum used in this country, it is essential 

that there be a high - priority effort--both by manufacturers and 

government regulators - -to improve vehicle fuel efficiency. 

Further, although 'li'arious public programs and heightened public 

concern have, in recent years, combined to help provide a safer 

• 
driving and passenger environment, deaths, injuries and economic 
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losses from motor vehicle crashes remain at unacceptable levels. 

Since 1968. the highway fatality rate has decreased from 5. 4 deaths 

per 100 million vehicle miles to 4. 3 in 1973. The absolute number 

of deaths, however, has continued to stay close to 55,000 annually, 

a figure that we want to see reduced in the years ahead. As a matter of 

current interest the lowered speed limits and reduced levels of 

driving have produced a very sharp drop- -nearly 25 percent in 

traffic deaths--in the early weeks of 1974. 

It seems clear that society is now changing its point of view 

with respect to the automobile and its uses on our highway system. 

Some of the needed changes will continue to occur naturally as a 

response to forces such as higher energy prices and supply shortages, 

but other needed changes will require both political leadership and 

public consensus. High on the list of changes must be: (1) the 

acceptance by more people of high-quality public transportation as an 

alternative to private transportation; (2) the rationalization of 

sometimes conflicting energy, environmental, and safety goals; and 

(3) better planning and management in the public portions of the system. 

The Federal government's relationship to the commercial 

vehicle system, apart from its responsibilities in the safety field, 

lies principally in the economic regulation of common carriage 

• 

I
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• 
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trucking. Existing policy here is clearly in need of review and 

revision. The energy crisis has heightened our awareness of 

the inefficiencies introduced into the system by such matters as 

enforced excessive route circuity. "gateway" restrictions. commodity 

and backhaul restrictions, and the lack of close coordination with 

energy - efficient rail freight service. In addition. regulatory 

changes are needed to encourage competitive pricing which more 

accurately reflects the real costs of providing the transport 

service involved. 

• In recent years, there has been a rising level of interest in 

the provision of public transportation in rural areas, particularly. 

though not solely, for those who are unable, either physically or 

financially, to use an aut omobile. The Federal-Aid Highway Act 

of 1973 provided that highway progr am funds could be used for 

purchase of transit equipment for rural service. Our recently 

proposed Unified Transportation Assistance Program legislation 

provides additional funds for demonstration programs in rural 

areas, including use for operating costs. High operating cost is 

the greatest difficulty in providing transit service in areas of 

low population density. 

• 
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Urba~Transportation 

The efficient transpo~tatilo:1 o~ people and freight within our 

major urban areas poses most difficult problems, Our 

cities have grown haphazardly, with little tho'.lght to future 

overall size, shape, or needs fo-r transportation. Widespread 

automobile ownership has encouraged a ''sprawl" that is now 

efficiently served only by the auto:nobile Various Federal 

programs (e .g., housing, highways, welfare) have encouraged 

urban growth, but o·verall urban planning is not yet sufficiently 

effective. Recently, the requLirements of the Clean Air Act, 

the pressures of the energy shortage, and the problems of 

peak-hour traffic congestion have combined into a demand 

for action. 

But what kind of action? 

Our analyses, as well as o"..lr experience in administering 

the Urban Mass Transportation grant program (from which $3 

billion has been given since 1970 to over 150 cities to buy buses 

and help build or improve rail systems) oEfer these guidelines: 

1. It is extremely important to recognize that each 

urban area is different. No standardized solution 

• 

is possible. An appjroach tailored to each individual 

case is called for. • 
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2. The major obstacles to improving urban transporta-

tion are: (a) the lack of comprehensive local planning 

broad enough to embrace the entire spectrum of urban 

issues; (b) the lack of a public decision-making mechanism 

to resolve them; and (c) the lack of comprehensive man­

agement of the public transportation system of each 

urban area. 

3. Except for our largest cities, the urban transportation 

problem is principally one of peak-hour capacity. 

• During most of the day, the streets and particularly 

the transit systerns are significantly underutilized. 

Less than 25 percent of the available transit seat 

miles are actually in use. 

4. Large cities with high- density cores face the most 

serious transportation probl ems. As a result of 

this high density and its accompanying congestion, 

the cost of constructing and operating transportation 

facilities in these city· cores is significantly higher 

than in other areas . 

• 
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5. Cities that do ::10t now have rail transit systems should 

carefully consider all alternatives prior to starting 

new systems . The solution. for most cities is more 

in the direction of traffic management, special bus 

systems, incentives for car pools, and peak-hour· 

stretch-outs . 

6. Improved public transit can attract a great many 

new riders, yet the automobile will likely remain 

the dominant form of transportation for all but 

the largest cities for a long time. We should 

recognize this and move to do all we can to 

make sure that the automobile is energy- efficient 

and non- polluting and that its rol e in the city is 

effectively managed. 

By and large. the most serious urban transportation problems 

are concentrated in major areas with populations in excess of 

1 million. These urban areas are shown on the map in Figure 2. 

including the nine citi es that now have fixed rail systems in operation 

o r under construction. 

• 

• 
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Railroads 

The size of the nation's railroad system peaked in 1916, when it 

had a total of 255,000 route miles in service. Very little track has 

been laid since then, with the total shrinking slowly, as the economy 

has changed, to its present level of 204, 000 route miles. This system 

is mainly served by the 73 Class I railroad companies (i.e. , annual 

revenues over $5 million), which carry 95 percent of all rail freight 

tonnage. Altogether there are 1. 7 million freight cars and 27,000 

locomotives. The overall system contains consi derable trackage that 

is used so seldom that it is not economically-self-sustaining. We •
estimate the excess at between 10 percent and 20 percent. Whil e there 

are some bottlenecks (especially in tunnels, bridges, and yards) the 

capacity of the mainline track system is several times the present level 

of usage. T_he mainline routes between principal freight traffic generating 

centers (which can be compared to the Interstate Highway System) 

can be seen on the map in Figure 3 . 

The many problems - - structural, regulatory, managerial, labor-­

affecting the railroad industry are most vividly evident in its poor financial 

health. The railroads in total earn only 3 percent on invested capital and, 

as a consequence, lack the financial resources to make needed roadbed 

improvements and freight - yard consolidations and modernizations, and to • 
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acquire adequate amounts of rolling stock. We believe that the needed 

long-term improvements in rail service will come as a result of 

reduced regulatory restrictions, interim Federal financial assistance, 

and, in time, through rail mergers or operating agreements in order 

to rationalize the interstate rail networks. Through institutional changes 

and the development of new rail car technology. we would like to see 

trains become more efficient freight "wholesalers, 11 with close coupling 

to truck lines which would serve. at least in part, as "retailers . 11 

We also favor the development of a coordinated nation-wide freight 

car management and control system. For most long-haul service, 

rail freight is an extremely efficient us er of energy (surpassed only by 

pipelines and water-borne freight) . It is vital that the various advan­

tages that rail freight offers be permitted to be realized by the nation 

as a whole. 

Intercity rail passenger service is now largely handled by AMTRAK; 

its routes are shown on the map in Figure 4. Service in 1974 is expected 

to total about 19 million passengers, up nearly 25 percent from 1973. 

AMTRAK is now embarked on an ambitious equipment expansion and 

upgrading program (fin anced by $500 million in Federal loan guarantees 

over the past three years), and, under the terms of the Regional Rail 

Reorganization Act of 1973, we are starting work on upgrading the passen-

ger corridor between Boston and Washington to produce higher speed, 

higher quality rail passenger service. AMTRAK 1 s major problems a r e : 

• 

• ' 

• 
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(1) its operating losses, which must be financed by the general taxpayer-­

about $150 million per year, compared with total revenues of $177 million 

if fiscal year 1973; (2) the substantial cost and time required to improve 

AMTRAK' s small but aged passenger car fleet; (3) its current route 

structure, which includes several very light density segments; and 

(4) the still less than satisfactory level of service being afforded many 

of its users. 

Waterways, Ports, and Maritime 

The waterway system of the United States consists of about 

25, 000 miles of navigable rivers. canals. and coastal waterways. 

The map in Figure 5 shows the rnain elements of this system. About • 
16 percent of domestic intercity freight ton miles moves by water, 

with approximately 100 billion ton miles on the Great Lakes and 200 billion 

ton miles on the inland waterway system. About 1, 800 companies 

operate about 21, 000 barges and over 4, 000 towboats on the inland 

waterways . These operations represent an extremely efficient use 

of energy. 

It appears that most, if not all, high priority opportunities (in 

a benefit- cost sense) for developing our rivers and coastal areas have 

already been exploited. The capacity of the present system, except 

for a few bottlenecks, is many times its present level of usage. The 

Federal cost of operating the inland waterways is averaging about •
$80 million. The two key policy issues are: (1) whether. and the extent 
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to which, waterway users should rei:mburse the government for the 

operation, maintenance, and possibl,e extension of the system in the future, 

and (2) methods for evaluating the need for proposed inland waterway 

investments. 

Traffic on the St. Lawrence Seaway, although at a record 

high, has been leveling off in recent years. Future traffic trends 

are unclear as trade patterns and cargo carrying technologies continue 

to change, although some growth in overall volumes seems most likely. 

In the long run, however, successful efforts to increase the Seaway 

system season, increase the use of containers, and provide uninterrupted 

shipper/receiver service, combined with a more stable world charter •
market, should provide for increasi1ng traffic through the St. Lawrence 

Seaway. Its capacity can easily be raised many-fold. 

America 1s 130 deepwater (25 feet or more) ports (including the 

Great Lakes) are a vital link between land and sea transportation. 

Responsibility for transportation to, from and through these ports is 

divided at the Federal level among: the Corps of Engineers- -responsible 

for channel and harbor projects; the Maritime Administration--responsible 

for promotion of maritime commerce; and the Department of Transportation--

responsible (through the Coast Guard) for safety, navigation, and security 

in ports plus a general role in the coordination of the transportation 

system. 



• - 35 -

• 

The principal port problems are: (1) the need to provide off-loading 

facilities for very large crude carriers (VLCC' s); (2) the dislocations 

being produced by the rapid shift of general cargo from general cargo 

ships to container and barge carrying ships; and (3) concern about 

environmental impacts of port activities on the coastal zone. 

There are at present approximately 600 active ocean-going 

U.S. flag ships aggregating slightly more than 13 . 5 million deadweight 

tons. As a result of 1970 legislation, U . S. shipyards now have their 

greatest volume of business for large ocean-going ships in any peace -

time year: 88 ocean-going vessels are under construction or on order 

valued at more than $3. 4 billion. The fleet now contains highly specialized 

cargo carriers such as containerships, roll-on/roll-off ships, and very 

large crude carrying tankers . 

Air Transportation 

Some 12, 500 airports serve a general aviation fleet of 140, 000 

airplanes and a commercial aviation fleet of 2, 500 . The largest 400 

of the airports are equipped with control towers installed and operated 

by the Federal Aviation Administration; 61 are equipped with 

automatic radar terminal control systems. These terminal control 

centers are connected with 20 "enroute" control centers that manage 

• the domestic air space movements of the commercial air fleet and 

part of the general aviation fleet. These 61 terminal control centers 
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and the 20 enroute control centers are shown on the map in Figure 6. 

The FAA also operates about 300 flight service stations to provide weather 

and other assistance to general aviation. The 26 largest airports (shown 

by large circles in Figure 6) serve nearly 70 percent of all commercial ... 

aviation passenger enplanements. Principal air routes for instrument 

flight rules (IFR) traffic are shown in Figure 7 . A major outstanding 

issue invol ves the equitable allocation of the costs of operating the 

airport and airway system among the users of the system. 

The present capacity of the aviation system is generally adequate 

and excess capacity is available in many parts, although some backup 

may occasionally occur under certain conditions or at peak traffic • 
periods in a few of the largest airports. We believe that the increased 

use of wide bodied jets, planned improvements in air traffic control 

systems, and certain operational and scheduling improvements should 

serve to meet projected increased capacity requirements for at least 

the next decade. Certain airports may, of course. experience much 

higher levels of use in relation to their capacity than others . In this 

connection, improved rail passenger service in the Northeast Corridor 

could significantly help to relieve pressure on the New York area airports . 

We expect few, if any, major additions to the nation's airport 

capacity (in the sense of new airports) during the next decade , both 

because of local resistance to new airports and because traffic has to •
reach very h igh levels before carri ers find i t profitable to serve 
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more than one airport in the same metropolitan area. It should also 

be noted that many metropolitan areas have existing airports that 

currently receive little or no commercial use. The major effort 

with airports should concentrate on increasing the capacity of 

existing airports--including ground passenger handling--and examining 

more carefully the roles of multiple airports which serve a given 

metropolitan area. In addition, reducing the adverse aviation side 

effects of noise and pollution must continue to be a major consideration 

both in handling existing traffic and in planning for future growth. 

The United States air carrier industry is a vital element of 

the nation's intercity transportation system. Although it is mainly 

a passenger mode, it will likely be increasingly important for highly 

specialized cargo as well. 

With respect to air carrier economics, it appears that the current 

regulation of air fares causes prices to be too high on some services and 

too low on others . We believe that air carriers need greater flexibility 

in setting their fares. There is also need for a thorough review of the 

route and service structure of the domestic airline industry, including the 

appropriate roles of the respective classes of carriers . Still another 

challenge, sharpened by the energy crisis, is the need to make better use 

of carrier capacity. Maintaining our successful efforts to prevent hijacking 

and other forms of air piracy is also of paramount concern. 
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In the international field we are particularly concerned about 

the discriminatory measures being applied by other governments to 

U.S. air carriers. In addition, international airline rates have not 

yet been sufficiently adjusted to reflect costs. Also, issues regarding 

long-term overseas route structures need a careful study. 

Energy Usage in Transportation 

Various transportation sectors account for nearly half the nation's 

usage of liquid petroleum. In the preceding pages we have discussed 

some of the specific efforts needed to increase transportation's energy 

efficiency. The following table, which shows average energy efficiency 

in terms of passenger miles and freight ton miles per gallon, summarizes • 
the key points: 

Average Energy Usage and Efficiencies 

Fuel Usage Passenger Miles 
Passenger 1, 000 B/D Per Gallon of Fuel 

Mode (1973) (1973) 

Rail 10 100 - 150 
Bus 70 75 - 150 
Automobile 5,000 30 
Air 700 15 

Fuel Usage Freight Ton Miles 
Freight 1,000 B/D Per Gallon of Fuel 

Mode (197 3) (1973) 

Water 120 300 
Rail 300 180 
Truck 1. 450 50 •Note: Various other transportation uses (e.g. , international 

carriers, non-freight trucks, recreational) total 
about 1. 5 million B /D. 
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Thus, strictly from an energy efficiency standpoint, our 

efforts in the passenger area must be heavily concentrated on 

(1) increasing automobile fuel efficiency through research and body 

changes , (2) adding passengers to automobiles (as in car pooling), 

and (3) shifting usage away from automobiles into rail and bus 

service. It 1 s important to recognize, however, that other factors 

can sometimes be of prevailing importance . The air sector, although 

it repr esents a relatively inefficient usage of fuel, offers such strong 

advantages in terms of speed, that it clearly must be supported. 

Our efforts on improved energy efficiency in air should be concentrated 

on increasing load factors (which averaged about 50 percent in 1973) , 

The freight data shows the strong need to promote additional 

carriage by water and rail, where feasible , However , trucks offer 

special advantages (such as speed and reliability) and, "like air, deserve 

support. Our efforts in the trucking area should be concentrated on 

increased efficiency in the energy usage of trucks now on the road 

(l ess restrictions on routes and backhauls, etc . ). 

The most important point brought out by this table is the 

overwhelming impo rtanc e of the automobile in the energy picture. Really 

significant savings in energy usage in transportation will only come from 

• 
signific ant improvement in automobile e fficiency . 
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Where We Stand Today: A Summary 

In planning our transportation system for future g rowth, we 

must separate the need for physical expansion and improvP~ent 

from the :::1eed for better management and utilization of the existing 

structure. 

With the completion of the Interstate highway system, the 

nation's basic highway structure will be in place. What is needed in 

the future is better traffic manag ement--especially on the major urban 

highways - -and modernization and upgrading of existing roads to make 

them safer and to eliminate serious bottlenecks. 

The existing physical plant of the railroads has much greater 

capacity than will be needed for any foreseeable demand for rail 

freight service. The primary emphasis here should be on rationalizing 

the rail network, improving the roadbed. and taking steps to ensure 

more efficient use of the freight car fleet . Rail passenger service 

should be improv.ed, particularly in the Northeast Corridor. 

Our ports and waterways also face no overall capacity restrictions, 

except for a few special situations involving expansion of lock facilities and 

the need to develop facilities for deep draft ships . 

• 

• 

https://improv.ed
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Urban transit faces large peaking problems in major cities. 

The solution here calls for better management of demand and 

more flexible utilization of equipment, as well as selected 

expansion of fixed facilities. 

There is generally adequate capacity in the aviation system, 

although there may be pressure on capacity at peak periods at a 

few key airports. Improved air traffic control systems, plus 

the use of larger aircraft and improved operational scheduling 

should serve to accommodate this pressure for the comi.ng decade . 

Beyo:id these measures, the preferred means of accommodating 

increasing pressures on airport capacity are diversion 0£ short 

trips from aviation to other modes and the spread of aviation 

traffic into additional existing airports, as the market may 

dictate. Better management and utilization of existing facilities 

may also be accomplished through the concentration of general 

aviation at secondary airports in major metropolitan areas 

and the distribution of traffic away from peak periods. 

It should be stressed that the foregoing positions do not reflect an 

abandonment of Federal responsibility for maintaining adequate 

capacity in the intercity transportation system, nor do they mean 

• 
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that the possibility of the emergence of future capacity problems 

will be ignored. Rather, it means that, since lack of capacity 

will not be characteristic of the system as a whole during the 

next decade, the problems or bottlenecks that arise should be 

dealt with on a specific basis. with any Federal role tailored to 

the specific problem at hand. 

The concentration on better management of transportation 

facilities for all modes should include a special emphasis on 

improving the connecting relationships between modes. 

From this overview of where we stand today. we can now 

turn to a summary of the policy principles that we believe should 

guide our future actions. 

•
I 

I 

I 
I

• 
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POLICY ELEMENTS 

It is the Depa rtrnent of Transportation I s recommendation that 

national transportation policy be guided by the principles set out below. 

These principles should, of course, be regularly reviewed and updated 

to reflect both changing national goals and priorities, as well as 

increasing knowledge and understanding. 

• 
1. The overriding thrust of Federal policy is to see that the nation 

has an overall transportation system that reasonably meets its 

essential needs . To the maximum feasible extent, this system 

should provide transportation that is efficient, safe, fast, convenient, 

and limits negative impacts on the environment. While it will 

never do that to the satisfaction of all, the system should be 

able to meet this broad objective within reasonable limits. 

2 . The nation's transportation system should, as much as possible, 

be provided through the competitive forces of the private sector, 

or, if the private sector is inappropriate, by State and local 

governments . Direct Federal financing of transportation invest­

ments or operations s'10uld be limited to those few cases where 

there is a clear and widely accepted requirement for concerted 

• 
action in an area of high national priority, and where the private 
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sector or State and local governments are obviously incapable 

of adequately meeting this requirement. The Federal government 

should ensure that, where privately operated transportation 

services essential to the national well-being are being threatened 

by financial or other problems, timely action is taken to solve 

those problems so as to preclude the need for Federal take-

over or 11nationalization. " 

3 . When Federal expenditures are used to finance transportation 

invesbnents or operations, these expenditures should be recovered 

from the users and other beneficiaries in a manner that is appro­

priate to the degree of benefits received, unless widely accepted 

national policy directs otherwise. Examples of present major 

problem areas include: (a) the current practice of not collecting 

fees from the users of inland waterways that have been developed 

and are maintained with Federal funds, (b) the method of charging 

the various classes of aviation for the use of Federally-financed 

air traffic control systems, and (c) the lack of a policy concerning 

the future acceptable level of losses of Amtrak that are to be 

financed by the general taxpayer. 

4. The economic regulation of interstate transportation needs to be 

thoroughly re-examined to determine which parts are necessary, 

\ 

• 

• 
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as a minimum, to protect the public interest, and those which, 

through the passage of time, have become more of a burden than 

a help. We believe that a significant streamlining of this 

regulatory process is in order, directed to greater reliance on 

the forces of open-market competition. A particular effort is 

needed to eliminate restrictions on intermodal competition. 

5 . It is of national importance that we deal aggressively and equitably 

with transportation issues involving conservation of scarce 

energy resources, the provision of safe transportation, protection 

• of the environment, and the availability of satisfactory transpor-

tation for the poor, the handicapped, and the elderly. We must 

recognize that it is rnvst difficult to resolve the conflicting points 

of view that too often accompany these issues . This uncertainty 

causes delay, confusion, and excessive reliance on appeals to the 

courts . A better process for resolving these conflicts is needed. 

6 . The severe transportation problems now present in our large 

urban areas, and the relationship of these problems to other 

urban is sues, require a special Federal effort, including some 

general taxpayer support. This effort should be directed toward 

• 
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encouraging: (a) the establishment of non - Federal governmental 

mechanisms that embrace the full urban area and have authority to 

make and implement all relevant urban plans , (b) the development at 

the local level of urban plans that properly relate transportation 

needs to future land-use plans and community development 

01:>jectives, and (c) the development of plans that are appropriate 

to the structure and size of the urban area. A corollary to the 

last point is that we will encourage urban areas to stress public 

transportation plans directed to using existing transit systems 

and highways more effectively (especially with high-quality bus 

systems, expanded jitney and taxi service, incentives to car­

pooling, and various devices to stretch out and reduce the rush-hour 

peaks) . We will also very closely examine any proposal for con­

struction of totally new fixed-guideway transit systems to determine 

whether it is the most reasonable cost-effective solution to that 

specific urban situation. Federal financial support from the 

general fund should be considered by the urban areas only as 

a supplement to State and local efforts. 

7. Rural public transportation policy is today in an uncertain state, 

with numerous isolated rural areas now able to be reached only 

1 
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by private automobile. Would better rural public transportation • 
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today less en future urban transportation problems? What are 

the proper transportation modes for rural service? What is 

the role of local air taxi service? How should rural public 

transportation that is not self-supporting be financed? These 

and related questions need widely accepted answers before this 

element of national transportation policy can be properly stated. 

Future statements will attempt to develop the needed policies . 

8. A major cause of inefficiency in both passenger and freight 

transportation is the lack of close coordination among the various 

• modes. This problem is compounded by the historical develop-

ment of separate systems of terminals by each of the modes. A 

priority program is needed to lift unneeded restraints to intermodal 

cooperation and to encourage the joint use of terminal and other 

facilities by all transportation modes. 

I 
9. Federal research and development work on transportation should 

be directed to a limited number of programs with a high potential 

I 
payoff to the nation as a whole and with little likelihood of being 

I 
adequately handled without some Federal support. Near-term 

programs that meet this criteria include: (a) improving the 

I energy efficiency in all transportation systems, but especially 

• automobiles, (b) improving motor vehicle, driver, and highway 
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safety, (c) improving the air traffic control system to increase 

the capacity of the airways, (d ) improving highway traffic control 

for automobiles and buses, and (e) increasing the operational 

efficiency of the national rail freight system. 

10 . Finally, we must advance the overall level of knowledge about 

the nation's transportation system, its capabilities, and its 

problems. We must also raise the technical abilities of planners 

at all levels to provide solutions to major transportation problems. 

The Department's National Transportation Report and the 

university research program are significantly contributing to 

the needed knowledge base . Additional analytical effort is needed • 
at the Federal level to improve our ability to identify potential 

problems before they seriously affect overall system capability. 

In Conclusion 

We well recognize that many aspects of the above policy statement-­

especially those that are rooted in the concept of the desirability of 

promoting more freedom of choice and greater economic efficiency--are 

controversial. Some will praise them; others will damn them. It 

must be understood that we do not put them forward as final answers 

(of which there are none), but rather as what appear to us to be the 

proper future directions for the nation as a whole. • 
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Plainly, government needs to become more adept at managing 

needed changes . In developing policies to improve the nation's trans -

portation system we must recognize its dynamic, broad-based, and 

interdependent nature. This means having the courage of our convictions 

to bring about changes in public policy when new conditions and sound 

economic analyses call for them. 

• 
The following table reflects, by major element. transportation 

funding made and planned for fiscal years 1973, 1974, and 1975 . 

The table also shows some general indications of the effects of the 

policies outlined above on future funding levels . 

• 
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FEDERAL FUNDING IN TRANSPORTATION 

Ground Transpor~ation: 

Highway improvement 

- Inters tale/ Rural/Safety/ 
Other 

- Urban 

Mass transit 

Traffic and highway safety 

Railroads 

Subtotal, ground trans -
portation 

• 

funding Trends for FY 1976-1980 
(assuming constant $ ' s &- wage rates) 

Remain at relatively constant levels . 

Continued growth. Admim~tration's 
UTAP will create new unified program 
for urban ground transportation, merging 
and expanding cur rent urban highv,ay 
and transit programs. 

May increase modestly. 

Slowly decline as AMTRAK 
reduces losses; offset in the near ­
term by increases due to northeast and 
midwest rail restructuring program 
($500 million over 3-5 years); significant 
increase 1n Federal loan guarantees 
($2--1 billion) . 

• 

FY 1973 

4 ,1 07 

508 

989 

156 

160 

5,920 

Obligations 
(in milhons of $) 

FY 1974 FY 1975 

3, 820 

800 

986 

160 

318 

6,084 

3,925 

875) 
) 

1,351) 

220 

267 

6,638 

• 
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Water Trans po r tation: 

C o ast Guard (maritime 
safety, environmental 
protection, and facilitation) 

Ocean shipping 

Waterway/harbo r 
improvement (Corps 
of Engineers) 

Other 

Subtotal, water 
transpo r tation 

-SJ-

O~ligations 
(in millions of $) 

FY 1973 FY 1974 FY 1975 

808 833 903 

710 573 549 

490 541 538 

4 6 6 

2,012 1,953 1,996 

Funding Trends for FY 1976-1980 
(assuming constant $ 1 s & wage rates) 

Gradual increase to handle expandi ng 
marine environmental protection and 
enforcement functions . 

Not part of DOT. 

Not part of DOT, 
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Air Transportation: 

Airways and airports 

Air carrier subsidies 

Subtotal, air transportation 

• t r 
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Obligations 
(in millions of $) 

FY 1973 FY 1974 FY1975 

1, 681 1, 990 2,120 

66 67 66 

1,747 2,057 2,186 

Funding Trends for FY 1976 -1980 
(assuming constant $ 1 s & wage rates) 

Dollar levels will grow slowly, but 
costs to the general taxpayer should 
decline as users assume a larger share of 
the system costs. 

Not part of DOT. 

C ozmz< < a -< 



APPENDIX A 

A RECOMMENDED DECLARATION OF NATIONAL TRANSPORTATION 
POLICY FROM A REPORT TO THE PRESIDENT BY THE PRESIDENTIAL 
ADVISORY COMMITTEE ON TRANSPORT POLICY AND ORGANIZATION 

I
• 

(WEEKS REPORT), (1955) 

It is hereby declared to be the national transportation policy of ther Congress: 
r 
r l. To provide for and develop under the free enterprise system 

of dynamic competition, a strong, efficient and financially 
sound national transportation industry by water, highway, 
and rail, as well as other means, which is and will at all 
times remain fully adequate for national defense, the 
Postal Service and commerce; 

2. To encourage and promote full competition between modes 
of transportation at charges not less than reasonable mini­
mum charges, or more than reasonable maximum charges, 
so as to encourage technical innovations, the development 
of new rate and service techniques, and the increase of 
operating and managerial efficiency, full use of facilities 
and equipment, and the highest standards of service, economy, 
efficiency and benefit to the transportation user and the 
ultimate consumer, but without unjust discrimination, undue 
preference or advantage, or undue prejudice, and without 
excessive or unreasonable charges on noncomp'etitive traffic; 

3. To cooperate with the several States and the duly authorized 
officials thereof, and to encourage fair wages and equitable 
working conditions; 

4. To reduce economic regulation of the transportation industry 
to the minimum consistent with the public interest to the end 
that the inherent economic advantages, including cost a.nd 
service advantages, of each mode of transportation, may 
be realized in such a manner so as to reflect its full com­
petitive capabilities; and 

• 5. To require that such minimum economic regulation be fair 
and impartial, without special restrictions, co:iditions or 
limitations on individual modes of transport. 

All the provisions of this Act shall be construed, administered and 
enforced with a view of carrying out the above declaration of policy. 



• NATIONAL TRANSPORTATION POLICY FROM COMMERCE COMMITTEE 
REPORT BY THE SPECIAL STUDY GROUP ON TRANSPORTATION 
POLICIES IN THE UNITED STATES (DOYLE REPORT), (1961): 

It is hereby declared to be the national transportation policy to provide 
for flexible, coordinated, and impartial promotion and regulation of 
transportation in interstate commerce to the end that the needs of the 
commerce of the United States, of the postal service, and of national 
defense be met. 

To attain this objective, promotional and regulatory programs in trans -
portation shall: 

1. Foster a safe, adequate, and coordinated national transportation 
system composed of all economically suitable modes operating 
singly and in combination and having as its nucleus privately 
owned and operated common carriers . 

• 
2 . Recognize and fully develop the relative service and cost charac­

teristics of each mode as a component part of a coordinated system. 

3. Recognize the public interest in safe and economical transportation 
at just and reasonable charges therefor. 

4. Be so administered in promotional programs as to identify national, 
regional, and local needs for transportation devel opment and to 
satisfy these needs in the most economical manner through expen­
ditures which consider the relative economic fitness and the 
characteristics of the several modes, to the end that the trans­
portation resources of the Nation are efficiently allocated. 

5. Be so administered in regulatory actions as to recognize cost 
relationship in the adjustment of rates and charges, without undue 
discrimination, preference, or advantages as between users of 
transportation or unfair competitive practices as between carriers . 

6 . Foster adjustments in the organization and structure of the trans -
portation system and the component modes thereof, through con ­
solidation and otherwise toward maximizing the efficiency of each. 

7 . Further coordination and cooperation with the several States 
and the authorized officials thereof toward the development of 

• 



• 
simplified and effective economic and safety regulation of 
transportation. 

8. Give primary consideration to the national public interest in 
all cases of conflict with other more limited interests of persons 
or localities. 

All actions of Federal agencies in matters affecting transportation shall 
be carried out in accordance with the above declaration of policy. 

• 

• 



----• CANADIAN NATIONAL TRANSPORTATION POLICY FROM THE 
NATIONAL TRANSPORTATION ACT OF 1967: 

It is hereby declared that an economic, efficient and adequate trans­
portation system making the best use of all available modes of trans­
portation at the lowest total cost is essential to protect the interests 
of the users of transportation and to maintain the economic well-being 
and growth of Canada, and that these objectives are most likely to be 

.. achieved when all modes of transport are able to compete under con­
.... ditions ensuring that having due regard to national policy and to legal 

and constitutional requirementsr 

a. regulation o.£ all modes of transport will not be of such 
a nature as to restrict the ability of any mode of transport 
to compete freely with any other modes of transport; 

b. each mode of transport, so far as practicable, bears a 
fair proportion of real costs of the resources, facilities 
and services provided that mode of transport at public 
expense;

• c. each mode of transport, so far as practicable, receives 
compensation for the resources, facilities and services 
that it is required to provide as an imposed public duty; 
and 

d. each mode of transport, so far as practicable, carries 
traffic to or from any point in Canada under tolls and 
conditions that do not constitute. 

1. an unfair disadvantage in respect of any such 
traffic beyond that disadvantage inherent in the 
location or volume of the traffic, the scale of 
operation connected therewith or the type of 
traffic or service involved, or 

ii. an undue obstacle to the interchange of com­
modities between points in Canada or un­
reasonable discouragement to the development 
of primary or secondary industries or to export 
trade in or from any region of Canada or to the 
movement of commodities through Canadian 

• 
ports; 

and this Act is enacted in accordance with and for the attainment of so 
much of these objectives as fall within the purview of subject matters 
under the jurisdiction of Parliament relating to transportation. 
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