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Of course, a key factor in our ability to move forward with the completion of the
Interstate Highway System is the Interstate Cost Estimate -- the so-called ICE. As I
am sure you know, both the Interstate Cost Estimate and the Interstate Substitute Cost
Estimate must be approved by Congress before apportionment of the remaining
Interstate construction funds can be made each year.

Unfortunately, the ICE approval for fiscal year 1985 was derailed by a
proliferation of add-ons, which obstructed the flow of Interstate funds to the states.
Thanks to a compromise, a clean six-month ICE was finally approved and signed by the
President in March.

This month we must go back to the Congress for approval to release the balance
of the 1984/85 funds for ICE and ISCE. At the same time, we need Congress' approval
to release the fiscal year 1986 ICE funds so that construction plans can move ahead
without further delay.

We are concerned that there will be another effort to attach a number of special
projects to the ICE legislation -- threatening its approval. Your support, as
transportation professionals, for a clean ICE bill would be both very welcome and
valuable toward ensuring the uninterrupted flow of interstate dollars to North Carolina
and the other states.

Our commitment to rebuilding our transportation systems also extends to our
urban public transportation system. As you know, one cent of the five-cent federal tax
increase is dedicated to transit. With capital funding from the Urban Mass
Transportation Administration, communities are putting new buses on their streets,
improving rail systems and providing more efficient facilities -- from maintenance
shops to bus shelters -- to ensure better urban transit service.

Of North Carolina's fifteen urbanized areas, eleven have some form of public
transportation. This year, nineteen million dollars in federal money will help support
North Carolina's transit needs. Charlotte, which runs close to one hundred peak-hour
buses, received three point seven million dollars for capital and operating expenditures.
In March, I was in Winston-Salem to award a one point two million-dollar grant to the
city for six new transit buses, twenty vans and design work on a new transit facility for
the central business district. Raleigh was granted eight hundred and forty thousand
dollars for construction of a downtown bus station, and in April, the Department
awarded Fayetteville two hundred and eight-thousand-dollars to buy four vans for
elderly and handicapped citizens and for needed transit facility renovations. Two
months ago, we awarded a four point two million-dollar grant to North Carolina for
twenty-three public transit projects in small urban and rural communities.

You may have noticed that I have emphasized the role of the federal government
in assisting capital investments by transit systems. We believe that local communities
should bear primary responsibility for operating costs, since they are in a far better
position than the federal government to make the decisions necessary to control those
costs.

Surely, we already have one of the finest national transportation systems in the
world. That does not prevent us from working together to improve it. And while we are
privileged to use a system noted for its safety, we are committed to improving on that
record as well.,
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twelve point four percent. Moreover, this overall positive trend continued during the
first quarter of 1984, with tonnage increasing by an impressive 9.6 percent and net
operating income growing by 15.3 percent.

Some carriers have made the transition to deregulation more successfully than
others. There has been a real revolution in the way motor carriers do business, and the
most successful ones exhibit the greater efficiency and responsiveness to shipper needs
made possible by reform.

With the freer entry permitted under deregulation, the number of ICC-regulated
trucking firms has grown from 18,000 in 1980 to 33,000 in 1983. New price and service
options have been introduced. Established carriers have become more efficient and
innovative: for example, restructuring routes, reducing empty backhauls, providing
simpler rate structures, and offering shippers incentives to consolidate freight into
larger shipments. Furthermore, while opponents of reform had argued that service
would deteriorate, surveys show that shippers -- even those in small and isolated
communities — remain satisfied with their truck service since deregulation.

The Reagan Administration has supported ICC reforms, including elimination of
tariff-filing requirements for contract carriers, reduction of the notice period for
common carrier rate changes, removal of most restrictions on the leasing of equipment
and drivers by private carriers, and an end to the barriers blocking truck-rail intermodal
coordination.

However, while generally satisfied with the pro-competitive manner in which the
ICC has implemented the Motor Carrier Act, the Department has been very
disappointed by the Commission's inaction on antitrust immunity for motor carrier
collective ratemaking. The Department continues to believe that the removal of all
remaining immunity is a very important goal.

Antitrust immunity for single-line ratemaking was removed on July 1, as provided
by the Motor Carrier Act. Though some opponents of reform had predicted that "chaos"
would result from this removal, it actually proceeded quite smoothly -- so smoothly, in
fact, that some industry members have described it as a "non-event." It follows that
the benefits of fully competitive, individual pricing should be extended to all
ratemaking activities as soon as possible.

Finally, let me say just a word about maritime regulatory reform. For any of you
who have struggled with international liner shipping, it is no secret that federal
regulation has been characterized by both excess and confusion. Carriers operating in
our trades have been unable to predict reliably the extent of the antitrust exemption
under the Shipping Act of 1916, and they have felt unable to engage in many activities
common on other trade routes.

For some years, the United States followed a philosophy that limited the
activities of carrier conferences through a combination of regulatory and antitrust
oversight of rates and practices. The result was insecurity; delays in regulatory
approval for practices that are standard elsewhere; excessive and unpredictable
government intervention; and the anomalies and irritations that inevitably arise from
the attempt to impose our laws on foreign parties. Our foreign counterparts felt
imposed upon in the name of a policy they do not embrace, and our own operators were
the victims of an ever-changing policy that was only partially effective when applied to
foreign operators.









2

antitrust immunity, paved the way for eight days of meetings which began September
5th. The good faith effort by the carriers, in voluntarily shifting flights to avoid peak-
hour congestion, should resolve the worst of the scheduling problems. The changes
agreed upon during those meetings, subject to CAB approval, will be incorporated in
the airlines' fall schedules to be posted in late October.

As airport operators, you know better than anyone that no amount of runway
capacity -- no army of controllers or batteries of radar -- can accommodate a host of
competing flights all scheduled to depart at the same hour. Like you, we respect the
airline's desire to serve their passengers -- to depart at popular travel hours and arrive
at times convenient to their customers -- but such schedules must be tempered by
realism. Eighty or 90 operations can't be handled in 30 minutes without some flights
being delayed and passengers inconvenienced.

Customarily, the end of the summer travel season brings some temporary relief,
but overuse of airports at peak hours must be avoided if the industry is to enjoy
continued growth. Self restraint, not government regulation, is the answer. Every
airport, of course, is not affected directly; the worst delays this summer were at New
York's JFK, LaGuardia and Newark airports, and at Chicago, Atlanta and Denver. But
the "ripple effect" disrupts schedules at other airports as well. In that respect,
congestion is one issue that must continue to get our full attention.

Airport funding is another. Following record expenditures on the federal airport
improvement program in fiscal year 1983, the Administration increased spending to 800
million dollars in 1984. As you know, the President's budget recommends 987 million
dollars for fiscal 1985. We are, in other words, close to the billion dollar level in
airport funding. 1 also want to emphasize that the Administration is not asking
Congress to impose spending limitations below the authorized levels for the Airport
 Improvement Program in 1985. We agree that the total authorization should be
available for obligation.

We have been meeting frequently in recent months with airport executives -- and
will continue to meet -- to discuss capacity concerns, fiscal issues and other subjects of
mutual interest. As always, we value your input and welcome every opportunity to
share ideas about how America's air travelers can best be served.

One continuing issue which defies a perfect solution is noise.

Noise is endemic to airports. It is also a constraint at many airports, both in this
country and worldwide. Dealing with the problem is a shared responsibility, involving
the airport user, airport proprietor and airport neighbor. It involves aircraft
manufacturers as well, and federal, state and local governments.

The federal government's statutory noise abatement responsibilities date from
1968. They consist of a three-pronged approach: control of aviation noise at its source,
the airplane; control over the way aircraft are flown in and out of airports, to minimize
overflight noise; and control of the residual problems through local airport noise
compatibility programs.

Aircraft noise standards, first applied to turbojet aircraft built since 1973, were
applied eight years ago to all large jet aircraft. Deadline for compliance with those
standards is January 1, 1985. As the Department has made clear, every exemption
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Turning now to several future considerations that I'm sure are on your agenda, I
can report to you today that the Airport Defederalization Study is nearing completion
and will go to the Congress in the very near future. That study grew out of a proposal
three years ago to defederalize some 80 major airports, a proposal opposed by many in
the airline industry and certain other aviation interests.

The study makes no recommendations, but analyzes the expected effects of
substituting local passenger facility charges for federal grants. The study is now
undergoing final review in the Department and at OMB.

Whatever the funding source, federal capital grants or locally generated revenues,
our airports are straining to keep pace in a marathon with growth in air travel. The
airlines carried 310 million passengers last year. We expect an increase to 500 million
in 10 years. The number of general aviation aircraft is projected to grow from today's
210 thousand to more than 290 thousand by 1995. Without strong industry and
community support, the prospects for any new metropolitan air carrier airports being
built in the next decade are not good. More reliever airports are a better possibility. In
fact, we are pleased by the continued growth over the last three years of general
aviation airports and heliports, which play an important role in our national airport
system. During the last three years, over 300 general aviation airports and over 400
heliports have been added to the system.

In terms of progress on system improvements through the National Airspace
System (NAS) Plan, we are only two years away from installing the first microwave
landing systems. The 90.6 million dollar contract awarded by the Department of
Transportation last January (to the Hazeltine Corporation) covers 208 systems to be
installed over a five-year period. Ultimately, there will be 1250 MLS systems in place.

The MLS will offer tangible benefits to both airport operators and users, by
lowering approach minimums, increasing airport capacity, reducing noise, lessening fuel
consumption and achieving IFR precision approaches at places where they are not now
practical.

To date we have awarded 1,605,000,000 dollars in hardware contracts for NAS
Plan components. The total modernization program, as I'm sure you know, will cost 11.7
billion dollars. It will bring increased safety, capacity, productivity and economy --the
result of higher levels of automation, facility consolidations and new
telecommunications technology. Savings by the year 2000 are estimated at nearly 20
billion dollars for the FAA, in reduced operation and maintenance costs, and 10 billion
dollars for users through lower costs and fewer delays. The NAS Plan represents one of
our wisest investments in the future of our industry, our economy and our country.

Another development affecting aviation's future is even more imminent -- sunset
of the Civil Aeronautics Board.

Let me assure you we are prepared to assume and carry out the CAB functions
transferred by law to our Department under the 1978 Act. These include the Essential
Air Service subsidy program and international route selection responsibilities. And, as
you know, a Congressional Conference Committee last week also assigned authority for
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the same agreement will stimulate local and regional services with small aircraft and
result in new air services to U.S. communities. The AOCI representative was most
helpful in these negotiations.

Forty years ago Grover Loening, one of aviation's pioneers and at that time a
consultant to the Grumman Corporation, had a vision of the future. "Gliders," he said,
"will be the freight trains of the air. We can visualize a locomotive ‘plane leaving
LaGuardia Field towing a train of six gliders. It would be possible to unhitch the glider
that must come down in Philadelphia as the train flies over that place -- similarly
unhitching the gliders headed for Washington, Richmond, Charleston, Jacksonville --and
finally the locomotive itself lands in Miami. During the process it has not had to make
any intermediate landings, so it has not had to slow down."

That prediction of "intermodal transportation” never came to pass. Yet in many
ways aviation has far exceeded our wildest dreams of what air transportation can
achieve. Today's challenges -- congestion, capacity and growth -- will be met as surely
and as ably as the problems of our past. The airport, tomorrow as today, remains an
indispensable fixture -- a community asset and an essential element in our
transportation system.

It is a system in which we take great pride. Years ago -~ during the dark hours of
World War I -- Winston Churchill pleaded with Franklin Roosevelt saying, "Give us the
tools and we will finish the job." The Reagan Administration has assisted in providing
transportation with the modern-day tools to do the job -- a rebirth of free enterprise
and competition, and an economic environment conducive to greater productivity. As
professionals in airport operations, you can appreciate the value of these incentives to
the aviation industry. Working together, we will get the job done -- and done well.

Thank you'very much.
# # # #
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Today transportation and Hispanic culture come together in this celebration of
Dia de la Raza. What better way to celebrate than in saluting contemporary
champions, honoring past heroes and planning for the future.

For many Hispanic Americans, this has been a year of victories. The Olympic
medals claimed by a cadre of spirited young Hispanic American athletes are a source of
both national and personal pride. In a land where opportunity abounds in athletics as in
other aspects of life, medals earned in competition reflect the heights that can be
scaled when ambition is followed by determination and commitment.

Hispanic Heritage Week is a time not for setting Hispanic Americans apart, but
for recognizing the extent to which they are so very much a part of mainstream
America. I think of Jose Manuel Casanova. He was a Cuban business owner, cattle and
hog rancher, president of a soft drink bottling firm, owner of a sugar mill and member
of the board of directors of an airline. He lost everything in the revolution. Like many
former Cubans now in the Miami area, he came to the United States in the early 60's.
He established himself as a banker and partner in a major stock brokerage firm. He
became active in community affairs in Miami. Today he is executive director for the
U.S. at the InterAmerican Development Bank.

Or, think of Enrique Pereira, successful businessman in Nicaragua. His business
was confiscated by the Sandinistas. He started from scratch in the United States in
1981 and in three years built a construction company that today employs 150 people.

You need not look beyond your own ranks for such success stories. Joselin Garcia
and Rodolfo Gonzalez started with the FAA in the late sixties and early seventies and
today they are area supervisors at the Miami Air Route Traffic Control Center. Their
rapid rise in responsibility from GS-5 and -6 respectively to GS-15s, testify to their
hard work and dedication. Thomas Martin who is the FAA representative in the Miami
International Field Office -- a GS-15 -- began his career as a GS-4 teletypist with the
Navy in San Juan. Rene Cardona who has served the FAA in Lima, Peru, Washington,
D.C. and Miami, has a similar success story.

These and many others like them are the soul of the Hispanic community and the
heart of America. These last four years, we have seen what it can mean to have an
Administration that honors the values of integrity, hard work and pride in country. This
Administration stands for quality education -- a disciplined mind, and discipline in the
classroom. We believe in protecting neighborhoods against drugs and crime. We
embrace free enterprise and encourage economic opportunity.

This week we honor many millions of our citizens who exemplify the basic
principles of faith in people, faith in God and faith in country.

As the President has said: "When it comes to these basic building blocks of
character, no group of citizens should be prouder than Americans of Hispanic descent."

Over the years, their contributions have had an enormous impact on our way of
life. Through hard work they have earned a well deserved spot in mainstream America.
We need only to look to the Hispanic community to know that the American dream is
alive and well.





















































