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These challenges are the needs to improve safety, to increase efficiency, and to provide an
equitable way of paying for our air traffic system. Although these issues are indeed intertwined, I'm
going to indulge myself and address them separately, starting with our highest priority: safety in the
skies.

America’s air carriers are the world’s safest, but we can’t be satisfied with that. If our
aviation system is going to continue its growth, we have to improve both the reality and the
perception of safety.

That’s hard to do. I know that, you know that, but it is still necessary. The rapid growth in
air travel that began with deregulation under President Carter and continues today means that we
have to reduce the accident rate if we’re going to continue to reduce accidents. That’s been the case
with highway crashes, where travel growth increased fatalities even though the fatality rate itself has
been stable.

When it comes to safety, running in place is unacceptable if we’re going to sustain public
confidence. And, in fact, last year’s performance wasn’t even running in place: the air carrier
accident rate regressed slightly, back to 1990 levels, and we all know how the public reacted.

We laid the groundwork for doing more with the Gore Commission’s report, which seta
goal of increasing the safety rate by a factor of five over the next decade. It’s an ambitious goal, but
we can achieve it. We’ve already taken significant steps, such as setting a single level of safety
which will give passengers on 10-seat commuter planes the same sense of confidence as those on
jumbo jets.

We’re giving air traffic controllers new tools, such as detection systems that give them a
complete picture of the airfield, new voice switches that end static, fading, and garbled words in
communications with pilots, and Doppler radar, which alerts them to wind shear.

We’re increasing our scrutiny of start-up airlines and strengthening the restrictions on
transporting hazardous materials. We need help in communicating the restrictions to airline
passengers whose actions could imperil others.

We’re implementing new security measures, such as the 54 new explosive detection devices
we’re deploying at major airports, to protect travelers against the threat of terrorism, both domestic
and international.

We’re applying the Vice President’s ideas of common-sense government to our industry
oversight procedures and programs, and making sure they still get the job done as efficiently as
possible.

We’re increasing safety inspections to identify poor operating practices, adding hundreds of
inspectors to do this, and cutting red tape to focus them on the bottom line: what makes flying safer?
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be a wake-up call for us. We need to recapture the initiative and continue reducing air traffic delays.
There are several ways to do this.

Given the huge cost of new airports, and the lack of available land near major cities, we have
to get the most we can out of existing facilities. Some 60 of the top hundred airports, including 15
of those with more than 20,000 annual hours of delay, have proposed to increase capacity with new
runways or runway extensions.

The issue we face is how to pay for this construction. Historically, the federal government
has provided between a quarter and third of airport funding. We, and Congress, face a crucial
decision on both the level and the nature of that support. I can assure you that we want to continue
a federal role in airport construction, and that we want to explore innovative ways of paying for it --
just as we are doing for highways and other modes. :

We also need to create a more efficient airway system. Although our enroute air traffic
control cost, measured by ton-mile, are only about half of those in Europe, there is room for
productivity improvement. '

That was shown in a recent assessment of our financial requirements which Congress
directed us to carry out. The study, done by the accounting firm of Coopers & Lybrand, not only
evaluated our finances but also our ability to fulfill our responsibilities within the operating
environment we’re now in. It concluded that we need greater flexibility and productivity
enhancements in coming years.

The Gore Commission underscored this by recommending that we completely modernize
the air traffic control system by 2005, as much as a decade earlier than previously planned, because
that modernization is the key to increased efficiency.

That means accelerating the replacement of outdated equipment and facilities, fully
implementing navigation based on global positioning satellite systems, and making such procedural
changes as free flight to maximize operating efficiency.

We also want to act on the Gore Commission’s recommendation that we develop an
integrated National Airspace System architecture which links airport and airspace needs.

Finally, we need to better integrate aviation into the larger transportation system, so that
travelers can get to and from airports cheaply and conveniently. Our aviation system can’t only be
concerned with what happens to its customers when they’re in the air on in airports; it has to
address the entire trip, and work with highway, transit, and rail agencies to ensure efficient airport
access.

The third challenge we face at the turn of the century is equity.

(More)
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Maintaining, much less improving, the finest air traffic control system in the world is
expensive, and in the balanced budget world we have to decide how to fairly and efficiently finance
these needs.

Although the exact cost of federal airport and airway services is debatable, the consensus is
that the near-term total is $8 to $10 billion annually, and this number, whatever it is, is likely to
grow as air travel increases, especially before we develop more productive systems.

Historically, we’ve relied on the Trust Fund fueled by aviation excise taxes, as well as
substantial general fund contributions, to pay for this. You all know that our authority to collect
these taxes has expired twice in the last year, and is due to expire again at the end of September.

Clearly, we have to agree on a stable and adequate source of aviation funding, but, as the
recent disruptions have shown, that isn’t easy. There are disputes over the amount of funding
needed, over how the system should be financed,- through aviation taxes, through user fees, through
privatization, or through some other means, and over who should pay: actual system users,
travelers, or the general public.

There are also issues such as who should pay the costs of air traffic services and safety
certifications: commercial users, general aviation, military, airports, or aircraft manufacturers? In
addition, our system is pay-as-you-go, requiring present users to finance improvements that will
provide benefits for future generations. Is this intergenerational transfer equitable?

Finding fair, sensible answers to these questions will be a great challenge, and we need to
put aside our own interests and work together as a community if we’re going to do this. We’re
already starting to do this. In the Federal Aviation Authorization Act of 1996, Congress directed us
to establish the first “true” user fee for overflights that neither take off from nor land in the United
States, and we’ll issue an overflight interim final rule latter this month.

That act also established the National Civil Aviation Review Commission to study safety,
airport capital, and air traffic operational needs, and to recommend ways to meet these needs.
Secretary Slater will select his nominees for this panel very soon, and we expect Congress to name
its designees in the same time frame so the panel can begin its work. The Secretary and I hope that
the commission will play a key role in solving the challenges of airport and airway finance, and we
look forward to receiving its recommendations.

In my remarks today I’ve treated these three topics -- safety, efficiency, and equity -- as
separate concerns. They’re not, of course: they’re inextricably linked. We can’t address any one
without the other two. That’s why I’m pleased that David Plavin has recommended that this
conference has set aside a half-day tomorrow to focus on the implications of the commercial
aviation forecast.

(More)









But we all recognize that federal funding alone cannot meet
all of our needs, nor will construction always be the right solution.
That's why ISTEA also promoted innovation: new technologies --
new ways of financing projects -- and new ways of doing
business.

ISTEA initiated or furthered strategies to enhance
transportation performance in an era of limited resources:
innovative contracting that hopes to cut construction costs and
enhance quality -- new materials, such as high-performance’
concrete and Superpave asphalt -- and energy-efﬁment low-
polluting transit buses.

My written statement outlines a number of these strategies,
and I’d be happy to answer questions about them.

This kind of innovation in materials and methods can
improve operating efficiency, cut costs, and increase the useful
life of transportation facilities and equipment. .

We'll see the benefits of such approaches well into the next
century, and they are a means of closing the gap between needs
and available resources by making those resources stretch further.

However, ISTEA's biggest impact may come from two other
initiatives which it’s helping to launch: innovative financing and
intelligent transportation systems.

Together, they're crucial to meeting travel demand by

expanding the existing system's capacity and by making the
system more efficient.
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*  That could have caused otherwise competitive small
businesses to be forced out of contention for some federal
contracts.

* By enabling employees of the FHWA, the Coast Guard, and
our Transportation Administrative Services Center to
contract directly with small businesses, and by streamlining
the purchasing process, we’ll ensure that these businesses
will continue to be a source of economic growth while we do
DOT’s work more effectively

*  We’re showing that efficient procurement doesn't have to
mean less opportunity for these quality suppliers.

* I want to thank our DOT staff -- in the FHWA, the Coast
Guard, the TASC, and our Office of Small and
Disadvantaged Business Utilization -- for their role in
bringing about this agreement. It’s just one of many
innovative actions coming out of our department-wide
procurement reform laboratory, and we're proud of all of
them.

* T also want to thank our partners in the SBA. We’ve
cooperated with them on a variety of initiatives, from small
business outreach to initiatives such as last year’s ITOP
computer procurement, and it’s a partnership we want to
continue to strengthen. Now, I’d like to ask Ginger Lew to
offer remarks on behalf of the SBA...

HEH#HAH
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