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Good morning, and thank you for that kind
introduction. It is a great pleasure to be with all of you
today to talk about one of America’s most popular
forms of recreation: boating.

This certainly is not news to those of us in the Bush
Administration. President Bush would be the first to tell
you that recreational boating provides an excellent
illustration of several of the Administration’s basic
policies, and demonstrates how they can be
implemented to better serve the public.

One of those basic policies is to reduce the role of the
Federal government and return as much control as
possible to the States. The new National Transportation
- Policy, announced at the White House in March of this
year, states that: “An essential principle 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.”

| think one of the best examples of this principle in
action is its application to recreational boating, with
problems that vary so widely in different parts of this



beautiful country. Boaters offshore in California
certainly have different concerns than those on the
lakes or rivers of Nebraska or the Dakotas. And boaters
in Florida, where the weather is warm year-round, don’t
face the same problems as boaters in Minnesota or
Michigan.

While the federal government provides assistance
through research and other initiatives to address
universal problems, the States are in much better
position to determine which boating safety programs
most directly benefit their residents, and to design their
programs accordingly.

In the 1970s, the federal government endorsed this
view, and gave the States the primary role in boating
safety education and law enforcement. As many of you
know, a coordinated federal/state boating safety
program began with passage of the Federal Boat Safety
Act of 1971, authorizing grants to the States to
encourage boating safety initiatives.

Although the 1971 Act went a long way to improve
boating safety, it did not fully resolve the problems: A
better source of funding was needed.

In establishing the Aquatic Resources Trust Fund in
1984, to include the excise taxes on motorboat fuels and
fishing equipment and the import duties on yachts and



pleasure boats, Congress provided a perfect example of
a second principle governing U.S. transportation policy:
Those enjoying the benefits of particular federal
programs should pay a proportionate share of the cost.

Recreational boaters are doing their part. | know that
Interior Secretary Lujan has discussed the sport fish
restoration side of the trust fund benefits. | will
concentrate on the boating safety aspect.

The Boat Safety Account of the Trust Fund works in
two very significant ways. In addition to providing
funds to assist the States in administering boat safety
programs, funds also are provided to the Coast Guard to
offset a portion of its expenditures for recreational
boating safety. Itis a system that works.

. A third major policy of the Bush Administration is
volunteerism. Your industry is famous for the number
and quality of the groups directly involved in promoting
boating safety. First among equals is certainly the Coast
Guard Auxiliary, which last year celebrated its 50th
anniversary. But many other individuals and groups also
provide invaluable services to the boating public,
including the U.S. Power Squadrons, also celebrating its
75th anniversary last year, and the Red Cross.

Through boating safety education, courtesy marine
examinations, on-water safety patrols, and many other



programs, these volunteers contribute immensely to the
enjoyment of boating by millions of Americans. We
salute you and thank you for your efforts.

A fourth policy is to encourage government at all
levels to work closely with the private sector in
addressing boating problems. Your industry has been
particularly effective in this regard. | know that
Anheuser-Busch, for instance, has funded publications
on alcohol and water safety, and Allstate Insurance has
worked closely with the Coast Guard in distributing
information about safe boat trailering practices.

This kind of cooperation by the private sector is
essential to the success of boating safety programs, and
will continue to be critical to future success.

| believe that these four policies of the Administration
are working well together to improve recreational
boating safety. | particularly want to discuss one phase
of the boating safety program because of its impact on
the Coast Guard.

As a result of prior initiatives, and with the assistance
of the grants provided through the Boat Safety Account,
the States have assumed a greater role in recreational
boating safety. This development has been crucial in
the past decade, when severe budget constraints forced
the Coast Guard to sharply reduce boating safety



personnel in order to meet demands for other missions,
such as drug interdiction and military readiness.

The States have done a tremendous job. They rose to
the challenge. Through a close working relationship
between the Coast Guard, the States, and the private
sector, the boating fatality rate has steadily declined.

Although the number of boats in the nation has more
than doubled since enactment of the Federal Boat
Safety Act of 1971, the fatality rate has dropped from
20.2 deaths per 100,000 boats to an all-time low of 5.0
deaths per 100,000 boats in 1989. This is a great
accomplishment, surpassing the goal set many years ago
to reduce the rate to 6.0 deaths per 100,000 boats by
this year.

However, recreational boating is still the second
highest cause of transportation-related deaths in the
United States as the number of recreational boats
increases and technological advances enhance their
speed and power. So despite the decline in the overall
fatality rate, some States are experiencing an alarming
increase. We must continue to strengthen cooperation
between federal and State agencies to address this
problem.

The National Transportation Policy specifically
reaffirms the Administration’s commitment to boating



safety in several areas that directly effect recreational
boaters.

First, it calls for maintenance of a strong and effective
Coast Guard to protect life and property in the maritime
environment, including search and rescue capability. As
the Coast Guard celebrates the beginning of its third
century of service this year, the mission to protect life at
sea remains a primary focus of its many and varied
responsibilities.

Second, while the enforcement of all safety laws is
important, the NTP stresses the need to implement a
program for cooperative enforcement with the States of
“boating while intoxicated” standards.

Third, we must protect the quality of the
environment. Pollution of the marine environment
comes in many forms, not just major oil spills such as the
tragedy in Alaska, but in smaller forms such as throwing
plastic goods over the side of a vessel.

International maritime pollution treaties, as well as
our own laws, must be strictly enforced. The Coast
Guard is stepping up its efforts, and we seek the help of
the States to ensure that the quality of our waterways,
and their enjoyment by the American public, will not be
diminished.



In closing, | want to thank all of you for taking the
time to participate in this conference. “Chartmaker
2000"” is a wonderful theme. Let me assure you that the
Coast Guard and the Department of Transportation will
work with you every step of the way, both during this
conference and in the years ahead, as you chart a course
for the year 2000.

Thank you and God bless you.
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Thank you, Steve, for that kind introduction. | am
delighted to be here today with so many people who
understand the importance of the private sector’s role
- in delivering public services.

This topicis particularly relevant today. Our economic
strength and ability to compete in international markets
is largely determined by how well our transportation
system works.

The transportation infrastructure must keep pace
with future needs, and I'm pleased to share with youmy
thoughts on privatization initiatives that can help us
reach this goal.

At the Department of Transportation, our primary
goal is to ensure that this nation’s transportation system
is efficient, cost-effective, and, above all, safe for the
American public.

While the federal government continues to play a
preeminent role, the primary task now is to find
methods to encourage state and local governments and
private industry to increase their commitment to



rebuilding highways, bridges, railroads, mass transit,
and airports.

The driving force behind privatization is, therefore,
stronger because the need for investment in our
transportation infrastructure may exceed government
resources at all levels. In short, we need the private
sector like never before.

As many of you know, the President announced the
National Transportation Policy in March of this year. In
his announcement, he made it clear that the
Administration supports privatization as a way to meet
the challenge of expanding and rebuilding our
transportation infrastructure.

In this process, it is vital that we use public resources
more efficiently, and recognize again that the money,
management skills, and creativity of the private sector
can make the critical difference in reaching public policy
goals.

The fact is, our transportation system is already based
to a large extent, on private investment. Of the total
U.S. investment of more than five trillion dollars for all
civilian vehicles, transportation facilities and basic
infrastructure, the public share is roughly $800 billion or
one-sixth. The rest is privately owned.



The National Transportation Policy working group,
which | co-chaired, gave very specific policy directions
on public/private partnerships in the 1990s. In our year-
long research and drafting process, more of us became
convinced that the success of federal transportation
policies lies in their ability to unleash private resources.

That's why the President’s Policy commits us to
“continue efforts to increase private sector involvement
in . . . high speed passenger rail, mass transit operations,
airports, air traffic control towers at low-activity
airports, toll roads and bridges and intermodal
facilities.”

The bottom line is that public/private partnerships
and fully private initiatives can improve transportation
services at the local level. It brings market forces to bear
on the allocation of scarce resources. We are seeing the
results in mass transit, privately built and operated toll
roads, and the new technologies surrounding
Intelligent Vehicle Highway Systems, and high speed
rail. :

Privatization also encourages management at its best,
improving public services by sharpening the sense of
local involvement in solving transportation problems.
But the real advantage of public/private partnerships is



‘that they make things happen, and build things that
would not be built otherwise. ~

For example:

® Here in the Washington area, a public service
corporation has been formed to construct an extension -
to the Dulles Airport toll road;

® in Orange County, California, a partnership has
been created to build three state-of-the-art toll
highways;

® In Orlando, Florida a cooperative agreement was
signed recently to begin testing an Intelligent Vehicle
Highway System, which is expected to provide safer and
more efficient use of existing highway capacity;

® In New York City, over $100 million in transit
improvements were funded by the private sector;

® In Boston, a private developer leased the South
Station, then rehabilitated it and added a downtown
mall. He now maintains the space and rents it from the
transit agency.

® In the Meadowlands in New Jersey, a developer is
proposing to continue a project which will tie together
several rail lines, thereby improving access to
Manhattan and developments in the Meadowlands.



® In Seattle, Washington negotiations have led to
nine joint development agreements between Metro
and private developers. These projects provide new
development for the private sector in Seattle, while
- saving the City of Seattle and Metro over sixteen million
dollars in land acquisition costs.

These and other projects recognize the non-federal
role in building transportation infrastructure.
Innovative financing, tolls, and other mechanisms
should be used to a greater extent, and federal policy
should support this kind of creative thinking.

- Public/private 'partners'hips are not limited to
infrastructure, but also make great contributions to
safety, which is - and always will be - the Department’s
highest priority.

The Network of Employers for Traffic Safety (NETS)
program is a partnership between the National
Highway Traffic Safety Administration and corporate
citizens who pursue the good business of highway
safety.

| was Deputy Maritime Administrator in 1987 when
the Maritime Administration’s Computer-Aided
~ Operations Research Center (CAORF) was transferred to
Marine Safety International.



CAORF houses one of the world’s foremost marine
simulators. The computer-aided simulator trains future
merchant mariners. It tests and evaluates a number of
factors affecting ship operating safety. And it has
produced impressive costs savings for ports by
determining the proper width of navigation channels
prior to undertaking channel deepening projects.
Marine Safety International uses its management skills
for maritime safety and makes a profit at the same time.

One of the outstanding public/private partnerships in
safety exists in the Department’s Transportation Test
Center (TTC) near Pueblo, Colorado. It was developed
and built by the Federal Railroad Administration. A few
years ago a sole source contract was awarded to the
Association of American Railroads (AAR) for the care,
custody, and control of the Test Center.

- What has been the result? AAR'’s qualifications and
understanding of railroad problems are unchallenged.
Its management has stimulated clients who otherwise
might not have used it for research and testing. It has
stretched FRA research dollars.

There is no question that we have seen the power of
privatization. As many of you remember, a few years
ago we put Conrail on-the New York Stock Exchange.
The railroad had been a drain on the taxpayers for



years. Conrail was the biggest privatization effort in
U.S. transportation history. In defiance of many who
doubted the chance for success, the entire stock issue
was sold before the final bell rang on Conrail’s first day
on the Exchange. -

Privatization of Conrail represents a milestone of the
‘80s. Let me now talk about a privatization effort that
has been the subject of some discussion recently.

Privatization of public airports has been widely
advocated as a way of improving the efficiency of
existing airport facilities, raising capital to build new
capacity, and transferring this important element of the
air commerce system to the private sector.

While we endorse airport privatization as a policy
concept -- it is clearly stated in our National
Transportation Policy -- we are reviewing the factors
that must ‘be balanced in deciding what form airport
privatization best serves the public.

The present system relies on federal investment to
provide needed airport capacity. Current federal law
requires preservation of the federal investment in a
working airport. This legal requirement poses two
fundamental questions. First, is private capital available
to substitute for federal investment? Second, what, if
any, limits should be placed on transferring the federal



investment to the private sector? There are no easy
answers.

On the first issue, you may know that we already have
several privately-owned airports, including Burbank,
California, and Wilmington, Ohio. These are small
general aviation airports, but they demonstrate that
there is nothing to prevent private construction and
ownership of an airport.

In addition, private investment is growing in hotels
and other service-oriented shops at airport facilities.
We support this trend. It is good for business and
consumers, good for the airport, and good for the
economy.

Regarding the second question, several federal
statutes and regulations limit the ability to approve any
sale of the federal investment in airports. For example,
current law requires that revenues generated by the
airport must be kept in the airport for airport-related
purposes. Simply put, all revenues must remain in the
airport. There is little incentive for private investment.

If the current prohibition were lifted, private investors
may have greater incentive to purchase existing
airports, and hopefully operate them more efficiently.



What happens to the proceeds from the sale of an
airport is another important issue that must be
explored. We need to study how current airport owners
would use these funds, including the possublllty of
converting them to non-airport uses. -

Transferring control of airports also involves the issue
of airports as monopolies. The question is: Does an
airport have monopoly power, and if so, are there
privatization forms that permit power to be transferred
from the government to the private sector? We must
decide whether regulation of landing fees, access rights,
and similar rules governing airport/air carrier
relationships are even necessary.

Similarly, to what extent would free market principles
of supply and demand constrain a private airport
owner’s charges to air carriers? We are studying these
questions, and seek answers that promote privatization
without jeopardizing the public interest.

As you may know, the United Kingdom has privatized
its four largest airports. While this permits the British
Authority to exploit commercial assets and diversify into
non-aviation areas, British aviation is still very heavily
requlated. Government formulas determine precisely
the amount and yield of landing fees.
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In fact, the governments of the United States and the
United Kingdom are currently involved in arbitration
over the reasonableness of these fees. |

Regardless of the hurdles, we at the Department are
committed to fostering an environment where
competition can flourish. Our goal is an American
transportation network which combines the best
elements of the public and private sectors in a natural
partnership that responds to changing needs and draws
strength from the diversity of its participants. These are
not unrealistic expectations. They are real possibilities
and essential to the economic health of our country in
the 1990s and beyond.

| ask you to join us in this journey. There may be
occasions when you’ll be asked to moderate your
enthusiasm temporarily, and to have patience while
those of us entrusted with protecting the public interest
do our jobs. But if you in the private sector remain
resourceful, innovative, and fair, your accomplishments
for America will leave their mark on the 1990s.

The fact is, government at all levels should treat the
private sector as an ally and a valuable resource for
meeting our transportation needs. Restoring a measure
of market incentives to transportation can only improve
service to the traveling public.
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TRANSPORTATION: A KEY TO GLOBAL COMPETITION

Good afternoon, and thank you, Diane, for that generous
introduction. It is just great to be back home in California and
especially to address the largest public affairs forum in the
United States.

I am honored to join those of you providing leadership to
America’s most dynamic region. I am so pleased to see so many
familiar faces in the audience.

Since its founding 87 years ago, the Commonwealth Club has
been known for its dedication to the impartial study of
significant issues facing our nation.

One such issue which has been very much in the news of late,
especially here in California, is the state of our transportation
system. I’'m pleased to be here today to talk to you about how
the Bush Administration views the federal role in transportation
and its relationship to our ability to compete in the global
marketplace.

Earlier this year, Secretary Sam Skinner and I were at the
White House with President Bush when he released the
Administration’s Statement of National Transportation Policy. I
co-chaired the team which developed the policy, and today I am
more convinced than ever that the President was right when he
said:
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In short, the Federal investment will still be there, and
this Administration fully intends to uphold its end of the
transportation partnership. Our commitment is strong, and that ™
fact should not be lost sight of.

Already the strategy has provided the framework for a
legislation to reauthorize the Federal Aviation Administration.
The proposal calls for a 73 percent increase in capital and
research spending over the next five years. Our proposal would
repeal the Federal prohibition against local airports levying a
passenger facility charge to expand facilities and provide needed
new capacity.

The National Transportation Policy also recognizes that good
intermodal connections to ports and other facilities of national
significance is crucial if American business is to meet the
challenges of the global marketplace. When such ground access
connections are inadequate or fall into disrepair, shipments can
be delayed, inventory costs increased, congestion worsened, and
environmental opposition created.

The Department of Transportation is concerned about the
adequacy of surface access to airports and seaports. Rails and
highways must be able to move the U.S. freight and passenger
traffic efficiently and safely.

This concern led to a recent meeting at the Department of
Transportation involving top DOT managers, the representatives of
10 ports to discuss land-side access problems. As a result, §
they’ve established a working group to identify specific *
techniques and guidelines for correcting port, rail and highway
access deficiencies.

That is an example of what I call practical intermodalism,
and it is exactly the kind of dialogue that demonstrates the
heart of the national transportation strategy.

Today, I’ve mentioned the words challenge, opportunity and
responsibility more than once, and I can assure you that it is no
accident. Like love and marriage in the old song, it seems you
can’t have one without the other. President Bush has said that
the National Transportation Policy must be a vital agent for
change. To accomplish that, the policy must embrace the
challenges, the opportunities and the responsibilities that lie
ahead.

We, the Federal Government, can’t do it alone; we need your
help, your guidance, your energy, and your inspiration. Working
together, as full and equal partners, we can make sure our

- more -

o








https://TARY,.PF




	Scan2025-05-19-085210.pdf
	Scan2025-05-19-085549.pdf

