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I am pleased to appear before this Subcommittee to discuss transportation
infrastructure needs, and I commend you for holding this series of hearings to
highlight the importance of infrastructure to the Nation's economic well-being and to

the quality of life for all Americans.

The Infrastructure Deficit

A well functioning transportation infrastructure is a basic requirement for a2 mobile
and prosperous society. The ability to move people and goods safely and efficiently
affects the price of goods in our markets, our ability to sell our products overseas,
and the quality of life of Americans who travel--virtually all Americans. Our
dependence on transportation infrastructure is demonstrated constantly--as we
commute back and forth to work and travel to meetings in distant cities, as our

children travel back and forth to school, as produce is delivered from farm to market,
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as we travel to the grocery store, as grain and fuel moves along our waterways, as our
exports cross the oceans.
If we let the condition or performance of our infrastructure deteriorate, it costs us
more-in time and money--to move from place to place. That is why Governor Clinton
made "Rebuilding America" a major theme of his campaign for the presidency. As he

and Senator Gore wrote in Putting People First,

In the 1980s, the concrete foundations of the United States crumbled as
the investment gap widened between America and our global
competitors.

To build a twenty-first century economy, America must revive a
nineteenth century habit-investing in the common, national economic
resources that enable every person and every firm to create wealth and
value. The only foundation for prospering in the global economy is
investing in ourselves.

Estimates of Infrastructure Investment Needs

You have said that the purpose of your hearings is to review our country's highway,
transit, and aviation infrastructure needs; detail the importance of the infrastructure to
the nation's economic competitiveness, productivity, and environment; examine past

and current funding levels; and explore alternative financing methods.

The Department has been developing infrastructure investment needs estimates for
more than twenty years. But we must be careful in assessing needs: such estimates are

not simply derived from laws of physics; they have much to do with principles of
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human behavior and they can vary with changes in the economy.

Early last year, the Department submitted its biennial report on "The Status of the
Nation's Highways, Bridges, and Transit: Conditions and Performance." That report
was the twelfth such report on highway and bridge conditions and the first to formally

combine information on our highway systems with information on our transit systems.

The Department's highway capital investment estimates are developed using data from
the Highway Performance Monitoring System (HPMS). The HPMS was developed
jointly by the Federal and State governments in the late 1970s to provide a continuing
source of standardized data on highway conditions and performance. The data system
includes a statistically drawn sample of about 105,000 highway sections representing
approximately 1.2 million miles of highway fuhctionally classified as arterials or
collectors. Bridge condition information is obtained from the National Bridge
Inventory, which contains detailed data on the structural, deck condition, and
performance characteristics of all bridges and culverts 20 feet or greater in length.
Transit information is developed from the data reported to the Federal Transit
Administration (FTA) by transit agencies as required by Section 15 of the Federal

Transit Act and from results of the Nationwide Personal Transportation Survey.

Highway investment estimates come from an engineering-based simulation using
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HPMS data to estimate future highway deterioration and the effects of capital
improvements. Bridge requirements are estimated by a similar simulation model using
the Bridge Inventory data. Transit estimates for buses and paratransit are developed
by applying generally accepted equipment and facility replacement rates to the existing
transit stock and adding costs for new stock to meet increasing demand, Rail estimates
are taken from the "Rail Modernization Study," a separate FTA engineering study

covering each of the Nation's rail transit systems on an individual basis.

While highway and transit information was combined in last year's report, it was not
truly integrated, but that must be our goal. A key factor in estimates of investment
requirements is future demand, both in total and by mode. Performance of the
highway system--and, to a lesser extent, its condition--is almost entirely a measure of
congestion, which is directly influenced by traffic growth. Projections of how many
people will use highways and how many transit in the years to come are obviously

interdependent and influence estimated investment requirements.

We have to see our surface transportation system as a whole and assess the
interrelationships as we estimate investment needs. Your committee can help in that
regard: the highway and transit conditions and performance reports are on different
cycles by statute. In order to meet the transit reporting requirement, we will issue
another report this year, which will have updated transit information but old highway

information. Next year, when we will owe you a highway report, we will issue
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another report with updated highway information to meet your requirement but year-
old transit information. You could help by putting the requirements on the same time
basis, so that we ¢an not only be timely, but be realistic in evaluating the

interrelationships between the modes.

But we are making improvements. Last year's report estimated investment needs based
on maintaining current conditions and performance for highway and transit systems
independently. This year's report will be based on maintenance of overall conditions
and performance. Since we do not believe that all projected highway travel demand
can or will be met by adding highway lanes, but, instead, that a portion will have to be
handled by transportation system management, transportation demand management,
and transit, this year's report will explore implications of an increasing market share

for transit as a measure of transit investment needs.

Our airport needs estimates are developed from data reported by airport operators and
compiled in the "National Plan of Integrated Airport Systems." The data they report
is basically the capital improvements they are tentatively planning for the next five
years. The Federal Aviation Administration reviews the project lists and removes
projects that seem unlikely to be advanced, but the report is not a performance-based
analysis of investment needs. It is our goal to move in that direction in the years to

come.



What Our Needs Estimates Tell Us

The highway and transit report submitted to Congress last year indicated that the
average annual capital investment needed to maintain 1991 (the year the data were
collected for the report) conditions and performance on highways, bridges, and transit
systems totaled $55.5 billion. The average annual capital investment needed to
improve conditions and performance to specific cost-effectiveness engineering
guidelines associated with moderate performance was reported as $73.7 billion. Those
are expressed in 1991 dollars and do not reflect inflation. In contrast, the report
indicated that a total of $36.4 billion from all levels of government was spent in 1991

on the kind of highway, bridge, and transit capital needs that the report includes.

A consequence of investing at a rate lower than required to maintain and improve
conditions and performance has been a backlog of highway pavement, capacity,
bridge, and transit deficiencies. The estimated 1991 cost to eliminate those deficiencies
was reported as $290 billion. In 1991, approximately 234,500 miles of arterial and
collector roads were rated as "poor" or "mediocre." In 1992, about 118,500 of the
Nation's 575,000 bridges were rated as structurally deficient. With respect to transit,
40 percent of urban rail infrastructure is in less-than-good condition, but that
percentage has declined from 60 percent when the 1987 Rail Modernization Study was
conducted. In addition, over 10, 000 urban transit vehicles are past their normal

replacement age; that figure has remained stable in recent years.
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With respect to airports, total annual investment needs just for projects eligible under
the Federal Airport Improvement program are estimated at $7 billion; total annual
investment for such projects (including Federal funds) is estimated at $6.2 billion,

leaving a shortfall of $800 million per year.

The bottomline of our various needs assessments is clear -- we have been investing at
levels that do not permit us to maintain the conditions and performance of our
transportation systems. The consequences of the shortfall have primarily been in
performance of the systems - delays. For example, there are 23 airports currently
experiencing annual delays of more than 20,000 hours. Without improvement, there
will be 33 airports experiencing this degree of delay by the year 2002. And delays are
expensive: the Federal Highway Administration (FHWA) estimates that congestion in
the Nation's 50 most populous urban areas costs over $39 billion a year in time and
fuel wasted. The conditions of our highways and rail transit facilities have been
improving somewhat. But if adequate funding is not available to maintain conditions,
the backlog of investment needs goes up dramatically: deferring one dollar in highway

resurfacing can mean up to $4 in highway reconstruction costs in two years.

But, at the same time that we face an "infrastructure deficit," we face a "budget
deficit." There is a limit to what the Federal government can do and, in truth, what
State and local governments can do. We need to do our parts, but we need to do two

other things: manage and invest in infrastructure more wisely and make infrastructure
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investment more attractive for the private sector.

Federal Investmert

The President stressed the need for infrastructure investment, and he proposes to
ensure the Federal government does its part. His budget for the coming fiscal year
proposes to fully fund the formula capital programs in the Intermodal Surface
Transportation Efficiency Act of 1991--ISTEA. Under his proposal, States and local
governments will have $3.6 billion more to spend on highways and transit next fiscal
year than they had in FY 1993. The Budget proposes to maintain airport grant
funding at this year's level even as airports derive an increasing amount of revenue
from passenger facility charges to help close the gap between needs and investment.
Altogether nearly 71 percent of our proposed spending within DOT is for investment

in infrastructure, up from 69 percent in 1990.

At the same time he proposes to increase infrastructure investment, the President also
proposes that we invest more wisely. On January 26 of this year, the President signed
an Executive Order on Infrastructure Investments. That Order requires that Federal
agencies conduct systematic analysis of the expected benefits and costs of proposed
infrastructure investments, periodically review operation and maintenance of facilities
to ensure their efficient use, encourage greater private sector participation in financing
and managing infrastructure, and encourage the recipients of Federal grants to apply

the same principles to their program administration. The Executive Order will not
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disturb the traditional relationship between DOT and the recipients of our formula
grant funds. While we will encourage them to use our funds wisely, we will not
second-guess thewrr on specific project decisions. The Order does direct us to do system-

level reviews of our formula programs, and that information will help us and Congress

identify the extent to which our programs are meeting their objectives.

We are taking steps now to implement the President's directive. We are at work on
new criteria for selecting transit new start projects, as required by ISTEA, and for
awarding discretionary airport grants. We are aiming to improve our ability to
conduct system-level reviews across all modes. In particular, FHWA is developing a
new Highway Economics Requirements System (HERS) that will bring cost-benefit
analysis into the analytical model to evaluate highway investment needs, and we see

the potential for application of the model to other modes.

Infrastructure Management

There are exciting new technologies to improve infrastructure management that we are
hard at work on. Infrastructure can be divided into physical infrastructure and
information infrastructure. Improvements in information infrastructure have great
potential to promote more efficient use of the physical infrastructure. Intelligent
Vehicle-Highway Systems--IVHS-is the most prominent. It covers a whole range of
diverse information and control technologies to make highway use safer and more

efficient. Self-diagnostic sensors on, for example, "smart" bridges, report when a
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bridge needs repairs and can help target maintenance and renewal when it is most

timely.

ISTEA took a major step forward to improve infrastructure management with its
mandate for States to have manag-ement systems in place for pavement, bridges,
highway safety, congestion, public transportation facilities and equipment, and
intermodal transportation fagjlities and systems. The management systems are a tool
for the States to use to identify the priorities for investment. ISTEA also gave a
stronger role to metropolitan planning organizations (MPOs) in making
transportation decisions and new flexibility in the use of Federal funds to support
projects that best satisfy real transportation needs, without regard to the Federal pot of
money from which the funds come. Congestion pricing, for which ISTEA authorized

a pilot program, also has potential to reduce demand and, therefore, investment needs.

ISTEA also established the National Highway System (NHS). As you know, Secretary
Peiia submitted our proposal for the NHS last December and announced at the same
time the start of an effort to identify a National Transportation System (NTS). Both
concepts are important for helping to set priorities for investment and for focusing our
attention on a whole system. Individual investments have payoffs, but, if we approach
investment on a system-wide basis, the benefits of our investments will be greater than
the sum of the benefits of each individual project because each improvement supports

the others. For example, replacing a bridge on one highway with one of greater
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capacity and widening a segment of another highway may both be cost-beneficial, but,
if those improvements are made on the same nationally significant route, greater
overall capacity nway be achieved and benefits may exceed the total of the two separate

investments.

Greater Private Sector Involvement

Comparison of assessments of investment needs with estimates of current investment
levels makes clear that more investment is needed. We need to make our
transportation projects more attractive to private investors. Again, ISTEA broke
major new ground in this area, most notably with its provision for much broader
mixing of Federal funds with toll revenues to build and improve highways, bridges,
and tunnels. The Secretary has directed us to explore innovative financing techniques,
and we have been holding meetings with representatives of State and local
governments and the investment community. The Vice President's National
Performance Review suggested permitting Federal surface transportation funds to be
used as a capital reserve. There have been innovative proposals in Congress, including
one by you, Mr. Chairman. There is great interest in promoting more investment and

clearly there is the need.

Our first priority is ensuring that the authority already provided in ISTEA is
understood and used. Then we want to understand what barriers there are to more

investment, and we will be working with this Committee on those as we identify them.



Vari i : e Revitalizati
ISTEA helped clarify the partnership between the Federal government and State and
local governments:: The Federal partner is primarily the investor ensuring that key
national priority needs are met. State and local governments are our partners in those
investments, but they are also the operators and maintainers. If we at the Federal level
are doing our part--and we believe the President's Budget for FY 1995 is our most
aggressive step yet in that direction--then we have the right to ask that our State and
local partners do their part. Are they maintaining the facilities we have helped them
build? Are they operating them efficiently? Data from the management systems as

they are put in place will provide answers.

An issue for this Committee and for us at the Department is whether the design of
our capital assistance programs, especially in the case of bridges, may create a perverse
incentive to defer maintenance and accelerate the need for eligible reconstruction or
replacement. As I said, total investment for capital falls short of capital needs, and I
would not want to see diversion of Federal funds away from meeting those needs, but
we must work with our State and local partners to assure that regular maintenance is

indeed performed so that the fullest useful life of every facility built is realized.

ISTEA also provided new opportunities for the private sector to join the public
partners. The private sector has a significant role both as investor and manager. We

look forward to working with you to exploit the opportunities ISTEA provided and to
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identifying new ones to advance our common goal of an improved infrastructure that

can support economic prosperity and a better life for all Americans.

-

That concludes my prepared testimony. I would be pleased to answer any questions

you may have.
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REMARKS PREPARED FOR DELIVERY
DEPUTY SECRETARY OF TRANSFPORTATION
MORTIMER L. DOWNEY
"THE CLINTON ADMINISTRATION’S COMMITMENT
TO TRANSPORTATION INFRASTRUCTURE"
THE MUNICIFAL FORUM OF NEW YORK
NEW YORK, NEW YORK MARCH 16, 1994

(Introduction to be made by Jokhn Haupert of the Port Authorily of New York
and New Jersey, President of the Municipal Forum)

Thank you, John, for that introduction. I appreciate
the Municipal Forum’s invitation to come home to New
York and discuss what the Clinton Administration is doing
to meet our nation’s transportation infrastructure needs.

We live in an era of renewed hope for our country’s
future. Whether it’s working to ensure that all Americans
are able to receive the health care they need, "reinventing
government" to make it work better and cost less, or
creating the educational and job training opportunities
Americans need, we are building the structures which will
determine the quality of our future.

From its beginning, this Administration has recognized
the importance of transportation investment to that future,
recognizing transportation’s role as a foundation for
economic prosperity and global competitiveness.

Today, one-sixth of our gross domestic product is spent
on transportation-related activities, and our transportation
infrastructure is valued at over $1.4 trillion dollars. This
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Administration’s belief in that infrastructure as a critical
investment for our future is firm.

We are all aware of the Federal budget deficit, and are
working hard to reduce it. But we also must be aware
that there is another deficit: the infrastructure deficit.

We all feel its impacts: directly, as users frustrated by
traffic jams, by poorly-connected travel modes, and by
unsafe travel conditions. Indirectly, through lost
productivity, increased business costs, and higher prices.

To demonstrate the magnitude of this problem, let me
highlight statistics for our Federal-aid highways. Just to
maintain the current condition of our major highways,
with today’s level of potholes, congestion, etc., requires
about $51 billion per year. If we want to improve
conditions, we need to spend -- or invest, since there is a
return on this spending — about $67 billion per year.

Yet we estimate that all governmental highway spending
today -- federal state and local -- together is only about $32
billion annually.

Needless to say, ignoring these facilities only leads to
further deterioration and to increased costs in the future.
The Clinton Administration recognizes this, and is taking
steps to address the problem.

Our FY1995 budget reflects the President’s themes of
spurring growth in the economy and creating jobs, and of
setting critical priorities. It also incorporates Secretary
Peiia’s goals for the Department of Transportation,

2
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especially his goal of investing strategically in
infrastructure.

We have dramatically increased our investment in
transportation. With 71 percent of our budget, over $28
billion, going for infrastructure investment. That is a 24
percent increase just since FY1991. Indeed, more than
four-fifths of all Federal infrastructure investment is for
transportation purposes.

This budget shows we are leading the charge to
improve our nation’s transportation infrastructure, but the
Federal government alone cannot close the gap between
our needs and our resources, even in concert with other
levels of government. We need to look for new ways to go
beyond direct government funding, and we need to involve
other governments and the private sector in that effort.

Each of the DOT operating administrations with major
investment programs has formed a working group to look
at possibilities for pursuing innovative financing, and we
are developing a new, comprehensive approach to
financing infrastructure.

We are exploring the feasibility of innovative financing
techniques, including such ideas as using Federal grant
funds as capital reserves or to buy bond insurance, and
allowing short-term loan guarantees.

This new look doesn’t mean we are not already heavily
involved in innovative, public-private partnerships.

3
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Financing infrastructure investment in transportation is
not new.

Joint development has helped finance public transit
here in New York and across the nation. Bond financing
as you well know has been used in a major way to help
finance our infrastructure needs.

We clearly are in a growth industry here. Although
much of the recent growth in transportation financing has
resulted from refundings, as interest rates dropped, the
municipal market still has shown what can be done to
meet public infrastructure needs.

There have been additional noteworthy credit
enhancement techmiques that have involved the Federal
government, and which could shoow the way towards
more new bond issues for infrastructure. The contingent
federal support that facilitated the $51.2 million bond issue
for the San Joaquin Hills highway project, or the
dedication of future Federal transit grant funds as partial
support for bonds to finance San Diego bus purchases are
just two examples.

So, things have been progressing, and we have
involved the private sector in transportation
infrastructure. But we are looking for additional actions
we can take to increase the availability of these resources
to help meet infrastructure needs.
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Let us look at some specifics, particularly with regard
to our surface transportation programs. With the passage
- of ISTEA, the States were given new flexibility for funding
transportation. ISTEA provided for Federal spending on
private toll roads; an ability to use toll revenues that are
generated by public, quasi-public, and private agencies as
the "soft" match for Federal highway and transit funds;
and the ability to have greater private involvement in
building, maintaining, and operating toll facilities.

However, States have not been as active as we might
wish in using the innovative financing provisions. We hear
that they are concerned about a number of issues,
including, for example, the complexity of the new ISTEA-
provided opportunities and impacts on State laws and

regulations.

We also have heard that tax law changes might be
necessary to make ISTEA-related innovative financing a
reality, We have been told that the ability of States and
localities to issue tax-free bonds to help finance new
"private" toll projects should be broadened. In addition,
we understand that some States are concerned about their
ability to issue tax-exempt debt if they want to enter into
long-term leases for the private operation of toll facilities.

From the early days of this Administration, we have
recognized many of these issues and have been pursuing an
extensive outreach and education effort. We also have
been exploring numerous options to make it easier for
States to use the ISTEA provisions.
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In addition, we and Congress, recognizing that new
approaches are needed, bave been actively exploring ideas
to make the ISTEA processes easier, more understandable,
and more attractive to States and the private sector.

For example, the Vice President’s National
Performance Review suggested that ISTEA be amended to
allow the use of Federal funds to serve as capital reserves
to guarantee debt. This proposal would permit grantees to
use Federal grant funds as capital reserves to back debt
financing for eligible projects. Federal-aid could even be
pooled in revolving funds to leverage further investments.
The objective is to provide States with ways to use their
funds in creative ways.

Another example came from a Congressionally-
authorized commission to promote investment in America’s
infrastructure. It looked beyond the traditional sources of
infrastructure funding, and assessed the potential for
tapping into the $4 trillion in assets held by 22,000
corporate, public, and union retirement plans in the U.S.
The commission made a variety of recommendations to
access both pension funds and the more traditional sources
of municipal market capital for mixed public and private
investment.

An independent Federal advisory committee, the
Competitiveness Policy Council, issued a report last year
looking at ways to overcome "a massive underinvestment
in U.S. infrastructure,”" and suggested the possible
development of a national infrastructure bank. This bank
would serve as a repository and manager of Federal

~
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infrastructure trust funds, able to issue securities to
Ieverage additional infrastructure investments.

Senator Baucus, Chairman of the Senate Committee on
Environment and Public Works, has introduced legislation
designed to build on ISTEA and make it easier for States
to combine public and private money for infrastructure
projects. They would give States discretionary authority to
establish State revolving loan funds by using portions of
their Federal-aid highway funds for capitalization, The
fund could make direct loans, refinance outstanding
infrastructure debt, provide credit enhancements,
subsidize interest rates, and provide loan guarantees.

It also would give States authority to make loans to
public or private entities under certain circumstances, such
as demonstration of the ability to repay usmg dedicated
taxes or other revenue sources.

The one caveat that we all must keep in mind is one
that all of us in this room recognize very well. If
government gets its money for infrastructure needs
through the private sector, it will have to pay it back, and
with interest.

We must make sure that projects we want to fund are
high-quality, viable projects that make both economic and
public policy sense. Without this, we will not be fulfilling
the public trust that warrants this long term commitment.

In closing, I want to ask for your help. Secretary
Peiia has asked the Department to review the full range of

~
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options to increase private sector involvement in meeting
our transportation infrastructure needs. This effort is
underway, and I welcome your suggestions. While we are
working closely with public agencies, we believe it is also
important to have the creativity of the municipal market
as we embark upon this effort. I look forward to hearing
your ideas during this afternoon’s discussion, and to a
productive relationship in the future. We need to show
some success in this area, and I think the best way to do
that is to encourage experimentation and flexibility.

I’ve asked our agencies to be responsive to proposals
and concepts for our involvement. We’ve asked Congress
in our airport aid bill to consider new forms of federal
financial involvement along the lines of our ISTEA
authorities.

We’ve asked states and localities to consider greater
use of pricing mechanisms to manage the supply of
transportation facilities and services, and you know that
such mechanisms can translate into viable revenue shares
for financing.

We are working with governments along the Mexican
border to see how increased traffic demand for goods
movement in a post-NAFTA environment can be met
through self-financing mechanisms.

In all of these areas, and more, our door is open and I
hope you will bring in your ideas and work with our
agencies to see what the limits of our abilities might be.
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Recognizing the extent of our investment needs, anything
that will help us stretch our limited dollars is welcome.

Thank you very much,

#RER#H




































REMARKS PREPARED FOR DELIVERY
DEPUTY SECRETARY OF TRANSPORTATION
MORTIMER L. DOWNEY

1994 SAE GOVERNMENT/INDUSTRY MEETING
WASHINGTON, D.C. MARCH 29, 1994

PARTNERS FOR PROGRESS IN TRANSPORTATION:
THE CLINTON ADMINISTRATION AND THE PRIVATE SECTOR

(Introduction to be made by Michael J. Stanton of the
American Automobile Manufacturers Association, SAE General Chairman)

Thank you, Michael, for that introduction. I also
would like to thank the SAE for inviting me to address this
meeting. Over the years, the SAE has proven itself as a
leader in developing the technological advances that
America needs to succeed in the global marketplace. This

week’s sessions reinforce that commitment.

The theme of this meeting is "Partners for Progress,"
and that is just how the Clinton Administration views its
relationship with America’s private sector. Within DOT,
we are expanding our cooperative activities and changing
the way we do business. This afternoon, I would like to

talk about some of the goals we hope to meet through such



public-private partnerships.

This week’s meetings have focused on how the
automotive industry addresses consumer and societal
concerns beyond those of basic mobility. Issues such as
vehicle safety, emissions, and fuel economy have become

center-stage matters over the past two decades.

And that is how it should be. The private automobile
is one of the greatest instruments of personal freedom ever
developed. It allows people to live where they want, to
work where they choose, to come and go as they please.

But, as always, with freedom comes responsibility.

The automobile has brought us social and
environmental challenges which we only now are beginning
to fully understand. We have the responsibility to clean
our air, attack congestion, conserve energy, and reduce
greenhouse gas emissions. We need to ensure that our
cars and the roads on which they travel are as safe as we

can make them.



The motor vehicle industry and its partners have made
tremendous strides in many of these areas over the past
generation. Cars are now 90 percent cleaner than they
were in the 1970s. Fuel economy has nearly doubled,
saving us billions of dollars annually and reducing
greenhouse gas emissions. Automobiles are safer than
ever, and fatalities have dropped to the lowest rates in
history. These are achievements of which you can be

proud.

But we still have further to go. We must build upon
our accomplishments to develop vehicles which are even
safer and which have still lower emissions and higher fuel
economy. The reasons for this are simple: our increasing
population and growing economy have generated a rising
demand for automobile travel. You have been more
successful with the vehicle issues than we have been at

attacking congestion.

Vehicle miles traveled have more than doubled since

1970, and are still increasing rapidly. We in the

3



transportation sector are taking steps in a variety of areas

to meet the challenges created by this growth.

The President’s FY 1995 budget for transportation is
the largest in history, with 71 percent of it devoted to
infrastructure. That is over $28 billion for the new or
rehabilitated transit lines, railroads, airports, and
improved highways America needs. At the same time, we
are advancing demand management strategies such as
telecommuting, improved mass transit, and congestion

pricing.

But neither new capacity nor demand management can
solve the biggest challenges. In areas such as air quality,
energy conservation, and safety, much of the improvement
is going to come through technology, just as it has over the
past twenty years. So, this Administration is actively
supporting the technological revolution already underway
here in America. We are consciously steering resources
towards meeting our country’s demand for safe,

environmentally-friendly transportation.
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The role of technology at DOT has been given
comparable support under Secretary Pefia’s leadership,
and the development and deployment of technology are

key elements of Secretary’s Strategic Plan.

A major technology initiative which involves all of our
major transportation goals is the President’s Partnership
for a New Generation of Vehicles Program, which was
covered in yesterday’s plenary session. Although it is
commonly known as the "Clean Car Initiative" or the
"Super Car," depending on your point of view, it really is

much more than that.

This program is the prototype for sensible cooperation
between the Federal government and the private sector, in
this case the three major domestic auto manufacturers.
The American auto industry has made a remarkable
comeback. And it can continue to maintain a preeminent
position by expanding its research and development. We
in the government can help by providing technical

expertise, shared funding, and an ambitious set of targets.
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We also can help by taking strong action to ensure our
automotive industry’s global competitiveness and to open

foreign markets to its products.

This initiative will significantly improve the Big
Three’s ability to succeed in increasingly-competitive global
markets. We hope it will set the pace for similar

cooperation in other areas of our economy.

The partnership’s goal is the development, within a
decade, of a prototype automobile, equivalent in price and
comfort to today’s vehicles, with reduced emissions,
greater safety, and triple today’s fuel economy. Advances
and potential breakthroughs in materials, propulsion
systems, and computerized controls have created dramatic
opportunities to meet these objectives. This vehicle’s
benefits t(i our domestic quality of life are clear, and we
also hope that it will provide the basis for the export of

commercially-viable products.

This is an example of technology contributing to
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"sustainable transportation" which meets the needs of this
generation without compromising the ability of future
generations to meet theirs. Indeed, increasingly-stringent
environmental concerns, both here and abroad, make this
effort even more essential and the need for innovation and

new ideas even greater.

The Federal government’s team includes the
Departments of Commerce, Transportation, and Energy,
NASA, and the EPA. Although we have clear interests in
obtaining greater fuel economy and lower emissions,
DOT’s role derives primarily from our responsibilities in
safety. So, we will work with the partnership to increase
vehicle safety, using state-of-the-art techniques from our
research programs. We also plan to redirect much of our
safety research to this project, and to carefully coordinate
ongoing research efforts to help this ambitious program

succeed.

We also will bring to bear the department’s extensive

experience in transportation systems development. For
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example, we intend to use this knowledge to determine
how the new vehicle will fit into the transportation system
with regard to mobility, tax revenue generation, and
effects on the economy. And, in particular, we want to
ensure that the initiative results in a prototype which takes
advantage of the ideas being generated through our

Intelligent Vehicle/Highway Systems research.

Within the Federal government, IVHS is primarily led
by the Department of Transportation. We see its promise
in several areas. IVHS has great potential for mobility
enhancement through advanced traffic management,
traveler information services, automatic vehicle control,

and commercial vehicle operations.

We are also examining its feasibility in safety
enhancement through such innovations as collision warning

systems and even collision avoidance systems.

And IVHS also will serve mass transit through

improved traveler information and systems controls.
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Travel efficiencies created by IVHS could lead to reduced

vehicle emissions and energy use.

From its beginning, our work on IVHS has been a
partnership with the private sector. The initial interest in
using advanced communications and high-speed computer
technology to improve mobility and safety came from a
volunteer group of interested private sector and DOT
members. This group formulated the basic approach that
is being followed today by the Intelligent Vehicle Highway
Society of America - IVHS America.

IVHS America is the primary medium through which
we are promoting the IVHS partnership, and it acts as a
formal advisory body in this area. In cooperation with
our staff, it has helped us to develop the DOT IVHS
Strategic Plan - the very foundation of our efforts. ITVHS
America is now working with us on a broader national
plan, one which will help focus the efforts not only of

government but also of business.



In addition to these planning efforts, we are working
with four public-private teams to create an open and
national systems architecture for IVHS applications. It
will be a framework that will describe how system
components work together to achieve program goals.
"Open" architecture will permit the flexibility we need to
accommodate innovation in this rapidly-advancing area of

technology.

We already are seeing some of the earliest examples of
what can be achieved. The TravTek field test in Orlando
has demonstrated early promise. While fully-automated
highways are certainly not just around the corner,
Congress has challenged us to have a test-track
demonstration in place by 1997 - just three years from
now. We recently released an announcement to form a
partnership with a private consortium in order to

implement this project.

Programs of this scope and complexity will not succeed
without private participation - not only in providing
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resources and carrying out tasks, but in offering vision.

Other IVHS-related programs - such as the
development of collision avoidance technology - exemplify
not only partnerships with business but also our
commitment to defense conversion. The end of the Cold
War has reduced the need for the high-tech weaponry that
American scientific genius created, but has opened up
opportunities for the transformation of much of this
technology into civilian uses and into products for global

export.

There will be opportunities for defense and aerospace
companies to apply their technologies through IVHS. In
fact, we will shortly announce several agreements for

IVHS early deployment which will do precisely this.

The partnerships formed for IVHS and the New
Generation of Vehicles initiative epitomize the formal
alliances which we are promoting. But that is not the only

way to involve the private sector in working towards
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critical national goals. Our efforts on safety point to

another, equally useful direction.

This partnership is based upon the public’s demand
for safer travel. Again and again in consumer polls, safety

shows up as the leading concern.

It also is the government’s concern, and not only for
altruistic reasons. Apart from the terrible losses in human
life and in pain and suffering, lifetime economic costs for
motor vehicle accidents occurring in 1990 will total $137.5
billion. That was over $800 for every licensed driver in
America. Of that $137 billion-plus, American taxpayers
will pay $11.4 billion in health costs, lost tax revenues, and

increased public assistance.

In an era in which health care costs have been
skyrocketing, motor vehicle accidents are an extraordinary
burden on our economy. The President’s health care
reform plan seeks to control such costs and to protect

individuals through guaranteed, privafe coverage for all
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Americans - coverage which can never be taken away.

This plan will ensure that all Americans receive the
health care they need, while 'preserving their freedom to
choose the health care plan and the doctors who meet their

needs.

And in exchange, the Administration is asking
Americans to take more responsibility for prevention and
for maintaining their health through initiatives such as

auto safety.

We at the Department of Transportation are working
hard to encourage Americans to take responsibility for
their own health and safety by never drinking and driving,
by not letting friends drink and drive, and by using safety
belts and motorcycle helmets. We can reduce this huge
cost to society - through education, through law
enforcement, and through safety regulations. It is a
crucial element of the larger task that President Clinton

has taken on in revamping America’s health care system.
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Consumer demand has now placed safety at the top of
the motor vehicle industry’s agenda, too. Manufacturers
are competing on the safety advances they can offer. For
example, Chrysler advertises that this year’s minivans
meet all 1998 passenger car safety standards. Safety does
sell, and we are happy that the industry recognizes this
and is helping to advance an important public policy goal

at the same time.

Certainly, use of the marketplace to advance these
goals usually is more efficient than regulation. We stand
ready to assist the industry in researching new initiatives
in safety. For example, we plan to participate in a public-
private partnership to develop the National Advanced

Driving Simulator.

This simulator is based on those now used for training
astronauts and jet pilots. It will allow us to conduct highly
accurate research on human responses to auto and truck
driving situations - research which cannot be conducted in
real life because of the danger.
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Human factors are a contributing cause in up to 90
percent of all accidents, and this will help us to better
determine how to prevent injury or loss of life in such
situations. It also will provide the ideal test ground for
developing IVHS, giving us information on how to best

match adval_lced vehicle features with human capabilities.

In this and other initiatives we look forward to the
continued protection of public safety. We in government
should not hesitate to suggest reasonable, new goals for the
next generation of vehicle safety engineering if market
forces alone do not suffice. After all, government - or to
be more precise, taxpayers - winds up paying for much of
the medical costs, lost taxes, and added welfare spending

that preventable crashes cause.

Government has played a role in the development of
transportation and commerce since the Nation’s founding.
Government helped develop the Colonial post roads, the
railroads which linked our expanding frontiers, and the

Interstate Highways and airports which powered our
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emergence as the world’s largest economy. The programs
which we are pursuing in cooperation with the motor

vehicle industry are in this tradition.

They will help us meet critical public goals of
environmental soundness, enhanced safety, and energy
cdnservation. They also are advancing the Clinton
Administration’s objectives in defense conversion, the
advancement of American-built high-technology, and the

creation of high-wage jobs for the future.

The Clinton Administration looks to such innovation
and to cooperation with both government agencies and
business to speed up our ongoing revolution in
transportation. Together with carefully-chosen
investments in traditional infrastructure and innovative
demand management, this new partnership will help
America move and successfully compete well into the next

millennium.

Now, on behalf of Secretary Peiia, I have the pleasure
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to present the National Award for the Advancement of

Motor Vehicle Research and Development.

It is especially appropriate that we present this award
today at a meeting with the theme "Partners for Progress."
This award was established by ISTEA to honor a domestic
motor vehicle manufacturer, supplier, or Federal
laboratory employee for significant improvements in
vehicle research and development in vehicle safety, energy

savings, or environmental quality.

I am very pleased to present the first National Award
for the Advancement of Motor Vehicle Research and
Development to Dr. Priyaranjan Prasad of Ford Motor
Company. Dr. Prasad is being honored for more than two
decades of research in basic biomechanics, crash
simulation and testing, and applied biomechanical
research. His work has contributed greatly to vehicle

safety over the past generation.

Dr. Prasad, I ask that you come forward (with any
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members of your family) to receive this award. (Award is
an attractive silvery plague.) The award also includes a
medal which is now being struck and which will be
presented to you soon. On behalf of Secretary Peiia and
the Department of Transportation, I would like to
congratulate you and thank you for your excellent work

through the years.

HHHHRH
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