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Dear DOT Colleagues:

I am proud to present the U.S. Department of Transportation’s fiscal year
2002 Performance Plan, combined with the Department’s fiscal year 2000
Performance Report.

President Bush and I take great pride in the work the Department plans to
achieve in fiscal year 2002 with the resources proposed in the President’s budget.
Our fiscal year 2002 Performance Plan has ambitious goals, all directed to our most
important transportation priorities: increasing transportation safety, improving mobil-
ity for all Americans, supporting our Nation’s economic growth, and protecting the
Nation’s environment and security.

In 2000, the Department of Transportation met or saw good trends in
71 percent of our performance measures. We should be proud of the progress
that has been achieved, but rededicate ourselves, in 2001 and 2002, to finding
ways to improve our performance in managing the Department and carrying
out our programmatic work.

Those of us who have spent our careers in the field of transportation
are no strangers to the concept of continuous improvement. As we all know,
no transportation system is ever finished; it is always a work in progress. As
communities grow and change, transportation systems must grow and change,
constantly searching for better ways to meet our transportation needs.

All of our transportation priorities have a common theme. They are the
services we owe to our customers - the traveling public and the businesses that rely
on a safe, efficient and secure transportation network. Every improvement we make
in enhancing safety, security and reliability translates into real improvements in quali-
ty of life for the people we serve, and real opportunities for economic growth and

prosperity.

I look forward to working with you to build those opportunities in the year
ahead.

Secretary

u.s.
Department
of Transportation
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Business Practices

DOT Audited Financial Statements (IG/GAO/OMB) 158

FAA Financial Management (IG/GAO/OMB) 158

GPRA Implementation 2/ (IG/OMB) 159

Contract Closeout (IG/OMB) 159

Strategic Human Resource Planning (GAO/OMB) 156

Departmental Rulemaking (IG) 158
Notes:

1 Management challenges for DOT are identified in the following publications:

e  Top Ten Management Challenges, DOT IG Report PT-2001-017, dated January 18, 2001;

e  Major Managlement Challenges and Program Risks, DOT, GAO Report GAO-01-253, dated
January 2001;

Magjr Management Challenges and Program Risks, A Governmentwide Perspective, GAO Report
GAD-01-241, dated January 2001;

e  High-Risk Series, GAO Report GAO-01-263, dated January 2001; and

e  Budget of the United States Government, Fiscal Year 2002.
2/ The Inspector General has identified measurement/data issues for the Federal Aviation
Administration’s air traffic control function, the Research and Special Program Administration’s pipeline

safety function, and the Federal Motor Carrier Safety Administration’s large truck safety function. These
issues are addressed in the chapter entitled Performance Measurement, Verification and Validation.
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DOT’s Combined Performance Plan and Report

he U.S. Department of Transportation (DOT) is committed to managing for results.
Transportation is a key element in the production of goods and services in the United States;
it helps maintain our standard of living, as well as support our Nation’s defense. Everything
we do at DOT is aimed at making measurable improvements in our transportation system, the
security of our Nation, and the quality of American life.

This is DOT's second annual performance report and fourth annual performance plan. In this plan we
set forth for the American public what specific outcomes we intend to achieve for America, along with
the resources required to achieve that performance. We also report our progress in achieving the
objectives in our Fiscal Year 2000 Performance Plan. We have again combined our report on 2000
results with our plan for 2002, so that the reader can clearly see where we have been and where we
intend to go. But we are doing more than just reporting those results. We will succeed only when we
understand historical trends, study recent results, and use this understanding to form the basis for our
strategies and resource decisions.

Our combined Performance Plan (FY 2002) and Report (FY 2000) supports the planning and reporting
framework that is central to our focus on managing for results:

The U.S. Department of Transportation’s Strategic Plan provides a comprehensive vision for advancing
the Nation’s complex and vital transportation system into the 21st Century. For the next several years, it
puts forth broad goals, targets specific outcomes we need to achieve, and identifies key challenges.

The DOT Performance Plan operationalizes the DOT
Strategic Plan, and provides strong linkages to DOT's
budget request. The Performance Plan defines those
performance goals and measures that will be used to
manage our progress toward strategic goal achieve-
ment. By closely linking these intended achievements
to the budget, it describes in detail one fiscal year’s
effort within DOT and shows how this effort fits into
the long-range plan for the Department and the U.S.
transportation system.

Terminology

We will use the following terminology
throughout the plan and report:

Strategic Goal — statement from the DOT
Strategic Plan, outlining the desired long-term
end state.

The DOT Performance Report provides a public
accounting of performance against the goals in the FY

2000 plan.

Strategic Outcome — statement from the DOT
Strategic Plan, outlining near-term objectives.

Performance Goal — a performance objective,
connecting effects created by Departmental
activities and programs, and the resulting
influence on strategic outcomes.

Performance Measure - a measurable
indicator of progress toward a performance
goal, with annual targets.




The DOT Strategic Plan

The DOT Strategic Plan sets forth the overall direction, vision, and mission of the Department. The
Strategic Plan covering this Performance Plan is dated July 2000 and covers the years 2000 through
2005. In that plan, citing the Department’s enabling legislation from 1966, the purpose of the
Department is described:

The national objectives of general welfare, economic growth and stability, and security
of the United States require the development of transportation policies and programs
that contribute to providing fast, safe, efficient, and convenient transportation at the
lowest cost consistent with those and other national objectives, including the efficient
use and conservation of the resources of the United States.

The Strategic Plan also provides a mission statement to describe the underlying purpose for
Departmental activities; identifies five Strategic Goals that capture the most important outcomes influ-
enced by the Department’s programs; and identifies one Organizational Excellence Goal, describing how
DOT intends to manage for excellence:

VISION

“A visionary and vigilant Department of Transportation leading the way to transportation excellence
and innovation in the 21st Century.”

MISSION

“Serve the United States by ensuring a safe transportation system that furthers our vital national
interests and enhances the quality of life of the American people.”

STRATEGIC GOALS

Safety - Promote the public health and safety by working toward the elimination of
transportation-related deaths and injuries.

Mobility - Shape an accessible, affordable, reliable transportation system for all people, goods,
and regions.

Economic Growth — Support a transportation system that sustains America’s economic growth.

Human and Natural Environment - Protect and enhance communities and the natural
environment affected by transportation.

National Security - Ensure the security of the transportation system for the movement of
people and goods, and support the National Security Strategy.

ORGANIZATIONAL EXCELLENCE GOAL

Advance the Department’s ability to manage for results and innovation.



TASC Graphics



How We're Organized

DOT employs about 100,000 civilian and military people across the country, in the Office of the
Secretary of Transportation (OST) and through eleven operating administrations and bureaus, each with
its own management and organizational structure:

Federal Aviation Administration National Highway Traffic Safety Administration
Federal Highway Administration Research and Special Programs Administration
Federal Motor Carrier Safety Administration St. Lawrence Seaway Development Corporation
Federal Railroad Administration United States Coast Guard

Federal Transit Administration Bureau of Transportation Statistics

Maritime Administration

The Office of the Secretary of Transportation provides overall leadership and management direction, and
administers aviation economic programs. The Office of Inspector General (OIG) and the Surface
Transportation Board (STB), while formally a part of DOT, are decisionally independent by law and are
not part of this plan.

How We Select Our Performance Goals

Performance goals in the DOT Plan focus on strategic outcomes because these convey a better sense of
overall value to the American public. However, not all performance goals are at the same level on this
continuum. For example, our goals for seat belt use and highway-rail grade crossing crashes both con-
tribute to the strategic outcomes of reduced fatality and injury rates. Similarly, our goal for Intelligent
Transportation Systems (ITS) integration focuses on intermediate outcomes that reduce highway con-
gestion and mobile source emissions, and promote energy efficiency and safety (fatalities and injuries).
All of these are included in the DOT Performance Plan because together they help tell the story of what
we are aiming to accomplish, and how.

We have tried where possible to select performance measures that address activities in each area of
DOT work. When considered along with external factors and information provided by program evalua-
tions, these measurements give valuable insight into the performance of DOT programs. These meas-
ures, and the discussion of means and strategies under each, are not meant to illustrate every activity
and performance indicator in the Department. This Performance Plan is necessarily a top-level depiction
of managing for results within DOT. It is a capstone document, presenting an integrated depiction of
performance for the entire Department, but it is not an exhaustive treatment of all DOT programs and
activities. Therefore, it should be read in conjunction with the individual operating administrations’
budget justifications and performance plans, which provide more detailed, program-specific performance
measures and resource requirements.




How We Will Achieve Our Strategic and Organizational Goals

The Department will achieve its goals through its leadership role in U.S. transportation policy, opera-
tions, investment, and research. To influence results, DOT programs rely on a number of common
interventions and actions. These include:

« Direct operations and investment in DOT capital assets that provide capability, such as FAA's air
traffic control, and Coast Guard'’s vessel traffic services, maritime search and rescue, and military
operations.

« Infrastructure investments and other grants, such as investment in highway, rail, transit, airport,
and Amtrak capital infrastructure improvement, and grants for safety, job access, or other impor-
tant transportation programs.

« Innovative financial tools and credit programs, such as those provided for by the Transportation
Infrastructure Finance and Innovation Act, the Railroad Rehabilitation and Improvement Financing
Program, and by loan guarantees for shipbuilding.

» Rulemaking, in areas such as equipment, vehicle or operator standards; for improving safety;
and for fostering competition in the transportation sector of the U.S. economy.

« Enforcement to ensure compliance, including inspections, investigations, and penalty action.

*Technology development and application, such as fostering new materials and technologies in
transportation, and transportation-related research.

 Education, such as consumer awareness, and campaigns to influence personal behavior.

« Public information, such as that provided by the Bureau of Transportation Statistics and each DOT
operating administration, so that States, localities, regions, and private sector entities can better
plan their activities.

Some of these interventions and actions reside entirely within the Federal Government, but most involve
significant partnering with State and local authorities and with the transportation industry. These are the
broad areas of action DOT — and State and local governments — commonly use to bring about desired
results. Tax expenditures are also a significant tool by which the Federal Government encourages trans-
portation investment, but do not represent a key tool of intervention by DOT.

This combined Performance Plan and Report focuses on DOT's five strategic goal areas, the results we
saw in FY 2000, and the FY 2002 resources and activities that will help us achieve results. At the same
time, some activities are internal ones — like financial management, procurement, and personnel -- with-
out which the Department could not operate or hope to achieve its goals. The Organizational
Excellence chapter of this plan focuses on overall DOT performance in achieving goals, ensuring that we
meet our customers’ needs, and that our workforce is well equipped to provide excellent service to the
Nation.




How We Have Combined Our Plan for 2002 with Our Report for
2000

For each strategic and organizational goal, we present the key performance goals we will use in FY
2002 to guide our activities and judge our results, along with the goals we identified in the FY 2000
plan and our performance against them. For each performance goal we provide:

Integral to Integral to
Component Performance Performance
Planning Reporting

¢ A description of the challenge we face — the reason for action X

* The measure or measures we are using to judge success,
and the FY 2000-2002 goals for each

e Historical data — ten-year baseline where data are available

» The external factors that may present special challenges in
achieving our goal

« A discussion of other agencies who share in our efforts,
or whose outcome goals we contribute to

¢ An analysis of what happened in 2000

¢ An assessment of the FY 2001 plan, based on the 2000 results

¢ FY 2002 activities, resources, and any significant
legislation or regulations we propose

¢ Special management challenges (when related to goal)

An assessment of the completeness and reliability of our performance data, an explanation of how we
verify and validate our measurements, and detailed information on the source, scope and data limita-
tions for the performance data in this plan and report are provided in Appendix I. In that appendix, we
also provide information on our plans to resolve the inadequacies that exist in our performance data.

Our 2000 Results: A Reader’s Guide

DOT has measured and assessed performance in various programs for some time, and this is our sec-
ond year of presenting a top-level look at outcomes across the entire Department. To present informa-
tion meaningfully, we have relied on these general rules about data and data interpretation in preparing
this report:

The Relationship between DOT's Activities and Observed Results: The relationship between resources
and results can be complex. Results of direct service programs, such as Coast Guard migrant interdic-
tion, are significantly influenced by current-year activities, and by external forces. Other results, such
as highway congestion or transit ridership, are predominately influenced by prior-year funding. Almost
all results are influenced by a mix of current and prior-year activity. Performance trends and current-
year outcomes should be viewed with this understanding.

Fiscal Year versus Calendar Year: Again for FY 2000, most DOT results are reported on a fiscal year
basis, but some are reported on a calendar year basis. Many DOT safety programs report results by
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calendar year, because data capture and reporting by States has long been accomplished on that basis.
Shifting to a fiscal year basis would require substantial cost to the States, make past-year comparisons
difficult, and provide little additional program management benefit. We have been careful to note the
calendar or fiscal year basis of result and trend measurement. Either is a satisfactory basis for measur-
ing DOT's annual performance.

Preliminary vs. Final Results: Reporting 2000 results by March 2001 has been challenging where we
rely on third party reporting. Often we have only preliminary or estimated results based on partial-year
data and must wait for final data to properly verify and validate our results. In some cases where data
is provided solely as an annual value and is not available in time for this report, we rely on historical
trend information and program expertise to generate a projected result. We have been careful to point
out where we have assessed our performance on a preliminary or projected basis. Preliminary estimates
or projected results provide reasonable, quantitative assessments of our performance, but the reader
should expect them to be adjusted after final compilation or verification and validation. In all cases
where results have changed from last year’s report, we indicate that by placing an “(r)” with the num-
ber, indicating a revision. Where significant differences exist in the actual result from the preliminary
estimate or projection in last year’s performance report, we discuss 1999 and 2000 results — displaying
final results where preliminary measurements existed in our FY 1999 report, and preliminary or estimat-
ed results for FY 2000. Results that are final are not expected to need significant revision.

Single Year Results vs. Historical Trends: Federal and State programs rarely aim to influence simple
things. We tackle complex national problems such as safety, pollution, and congestion. Sometimes we
see progress overwhelmed by external factors, such as economic growth (or recession), market shifts,
extreme weather, and other factors. Sometimes we get a “helping hand” from those same factors. In
most outcomes there is natural fluctuation year to year — one can see it clearly in the ten-year trend
lines.

DOT sets annual performance targets for the outcomes it aims to influence, regardless of these factors.
Targets set a mark so we can judge our progress. They also force us to think hard about what we can
—and can't — do to get results. In this report, we focus on single-year results for 2000. There is no sim-
ple formula that ties the results in one year to the success or failure of programs. DOT’s 2000
Performance Report invites the reader to “look over our shoulder” at the real-world picture we are
studying as we try to make transportation and the lives of Americans better.

Performance Progress Report: To help interpret single year results and historical trends, we have provid-
ed a Performance Progress Report at the front of each strategic goal section. These tables provide data
from 1994-2000, DOT's 2000 target, and a quick assessment of whether the target was met or a good
trend was observed. Judging a good trend is sometimes difficult — if the goal was not met in 2000, we
have looked for an improving trend from 1998 to 2000. For this reason, we provide time-series data in
graphic form on each goal page. An assessment of overall goal attainment is described in the
Organizational Performance goal in this report. Readers should view our 2000 results with an eye both
to attainment of the performance target and to the long-term trend.




Our 2002 Plan: A Reader’s Guide

Fiscal Year 2002 marks our fourth DOT Performance Plan. This year’s product builds on the suggestions
of the General Accounting Office, DOT’s Inspector General, and other stakeholders, plus what we have
learned within our own programs. Again, several broad principles have guided us in presenting our per-
formance plan:

Setting Annual Performance Targets: DOT's targets for 2002 reflect the gains we think we can make in
each goal area. There's no exact science to calibrate “targets” to resources. The goals we've set reflect
a combination of current funding, past funding, program initiatives, and the actions of our partners. We
do not expect to achieve all of our targets since we are striving to set “stretch” goals and to hold our-
selves to high standards. However, if we miss a target, we want to be sure that our results are moving
in the right direction.

How We Have Improved Some Measures: This is our fourth year of performance planning — and of ver-
ification and validation. In a number of cases we have found better ways to define the measure or
compile the data, creating a more sensitive and realistic indicator. In some cases we have developed
entirely new measures. We will continue to improve measures where we think it will improve our man-
agement and our accountability. Where we have replaced 2000 measures with new ones, we still report
results on the original 2000 goals — we believe that this is important for accountability. Where we have
refined and improved a measure, we present the “old” trend line along with several years of historical
data in the “new"” format. This permits the reader to see the degree of offset, and compare trends
before and after the change.

FY 2002 Resources and Our Goals: A fundamental strength of DOT programs is that existing capacity
delivers public value in multiple goal areas. By design, a dollar spent on transportation infrastructure
may also advance safety, mobility, economic growth, the mitigation of harmful impacts, or national secu-
rity. New this year, we include graphs or tables attributing budgetary resources to performance goals in
each performance goal page. In this fashion, we have made the linkage of resources to performance
goals more clear. Appendix II shows this information by strategic goal in summary form.

Management Challenges: Special Focus: Management Challenges

The DOT Inspector General, the General Accounting

Office, and the Office of Management and Budget
have identified management challenges and Priority
Management Objectives, and the Inspector General
and the General Accounting Office have published
reports that describe a number of problems and
challenges facing the Department. We take these
issues seriously, and have folded our approach to
meeting these challenges into our general efforts to
achieve the outcomes we seek for the Nation. In
general, where there is a DOT performance goal
associated with a specific management challenge,
we have included a discussion of the challenge on

Our performance measures and results are the
focus of this combined plan and report.
Transportation outcomes are what we aim for,
every day. But how we achieve these results is
also vitally important. The public entrusts us not
only to improve transportation safety and per-
formance, but also to manage our resources and
programs wisely. Throughout this plan and
report we identify the key management chal-
lenges we must address and overcome as we
work towards meeting specific performance
goals.

that goal page, and made it stand out visually by use of a text box, as shown in the example to the
right. We also indicate where a Management Challenge relates to more than one performance goal.

DOT Contributions to Common Governmental Outcomes: DOT's performance is aligned with its legisla-

tive mandates, but in some cases there are no “bright lines” separating DOT from other Executive
Branch agencies. For instance, in DOT’s National Security Strategic goal, we make very important con-
tributions in accordance with our mandates and appropriations, but we are hardly alone in that regard.
We contribute to the national security alongside such Departments as Defense, State, Justice,
Commerce, and Energy. Similarly, other agencies, operating within their separate mandates and
resource levels make significant contributions to the Nation’s transportation system, such as the
Departments of Defense and Commerce, and the National Aeronautics and Space Administration.
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STRATEGIC GOAL: SAFETY

Promote the public health and safety by working toward the elimination of
transportation-related deaths and injuries.

S afety is our most important strategic goal. Transportation enables the movement of people and
goods, fueling our economy and improving our quality of life. However, transportation exposes
people, property and freight to the risk of harm. We strive to improve the benefits of transportation
while constantly reducing the risk to health and well being. The FY 2002 budget proposes $7.3 billion
for safety programs to meet this challenge — more than a 7% increase over 2001.

We Aim To Achieve These Strategic Outcomes:

e Reduce the number of transportation-related PERFORMANCE GOALS

deaths.
Reduce Fatalities and Injuries

e Reduce transportation-related injuries. Highway Fatality and Injury Rates

e Reduce the probability and potential severity of Alcohol-Related Highway Fatalities

transportation incidents and accidents. Large Truck-Related Fatalities and Injuries

Recreational Boating Fatalities

This section includes a Performance Progress Report for Mariner Rescue
1994-2000 describing how well we achieved the goals in
our 2000 Performance Plan, beginning with a discussion
of aggregate transportation safety in the United States. Rail Fatality Rate

Passenger Vessel Fatalities

This section also includes pages for each performance Transit Fatality and Injury Rates

goal describing 2000 results and 2002 targets (goals).
Alongside our 2000 results, we note if the target was Reduce Accidents and Incidents
met. If the target was missed but recent data show the SeatBeltlse

trend responding in a good direction, we note that impor-
tant result. A detailed analysis of performance results for|| Air Carrier Fatal Accident Rate
2000 and our strategies and initiatives for 2002 follow GenerallAviationicatallAcadents
the Performance Progress Report.

Runway Incursions
Air Traffic Operational Errors

Highway-Rail Grade Crossing Accident
Rate

Pipeline Failures

Hazardous Materials Incidents




Fatalities:

After several years of decline, the overall number of 60 Fatalities
transportation fatalities grew from 1992 to 1995, and 50
then plateaued through 1997. A slight downward 2 e e

movement appears again in 1998 through 1999.
Based on projections from preliminary data for 2000,
transportation fatalities rose slightly from 1999
(43,866) to 44,041. (Preliminary estimates for 2000 -
are available Only for the number of fatalities and the 1990 1992 1994 1996 1998 2000 2002
number of injured persons. Data for transportation-
wide fatality and injury rates and for transportation
incidents will be available by the end of 2001.)
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A slight rise in highway fatalities in 2000 of 189 (with highway fatalities accounting for approximately
94% of all transportation fatalities) explains the direction of overall fatalities. The increase is not statis-
tically significant, but it is in the wrong direction.

Economic growth and changing mobility needs have

fueled growth in passenger-miles traveled. Deaths (Per 100 Millicl):: E’::IsiyngRe?-t:nd Ton-Miles)

per 100 million passenger-miles have shown a down- | L4 0.7
ward trend from 1996 through 1998, following a rel- |2 13 I gg w
atively constant level from 1992 to 1995. Again, this |5 os — 04 F
aggregate measure is significantly influenced by the g 0.6 03 §
highway fatality rate. The continued decrease in s g‘z‘ A, gi
1999 meets the strategic outcome goal of reducing —
the rate of transportation-related fatalities, measured 1990 1992 1994 1996 1998 2000 2002
against passenger-miles. Achieving further reductions % Passenger-Mile —4— Ton-Mile

in fatality rates will require changes in personal behavior (such as seatbelt use, reduction in alcohol-
related crashes, or consumer choice of the safest modes of transportation) and improved transportation
technologies.

The rate of fatalities per ton-mile of freight has followed a similar pattern, and decreased slightly in
1999 after having remained level for several years. While its significance is still uncertain, this decrease
in 1999 also meets the strategic outcome goal of reducing the rate of transportation-related fatalities, in
this instance measured per ton-miles.

Injuries:

While fatality measures tend to receive more public
attention, transportation injuries are a significant Injured Persons
burden on individuals and on our society as well.
Although injuries rank below fatalities in severity,
they extract a cost from our society in hospitaliza-
tion and medical costs and lost productivity, to say
nothing of pain and suffering. Like fatalities, this
trend is dominated by trends in highway crashes,
which account for 99% of the transportation-relat- e e S S
ed injuries and have an estimated cost of $150 bil- 199 1992 194 1% 198 2000 2002
lion annually. Over the last eleven years, the num-

ber of injured people appears to have peaked in 1996, followed by a decrease for the last several years.
Although the number of injured persons remained virtually the same from 1998 to 2000 (based on pre-
liminary data), the overall trend since 1996 meets the strategic outcome goal of reducing the number of
transportation-related injuries. Again, this was a particular challenge given the fairly steady rise in trav-
el.
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Also like the transportation fatality rate, the injury 100 (Per 100 Miniolnngaus:!nﬁzrt-ind Ton-Miles)

rate per 100 million passenger-miles has been declin- |g | _

ing for the last several years, after a peak in 1995. |8 | === ~——=__ 800

This continued downward trend in 1999 meets the i.’, 60‘\/‘\-.; 6.00 %

strategic outcome goal of reducing the rate of trans- % 40+—% R 400 §

portation-related injuries, as measured against pas- e 5 2.00

senger-miles. B S
1990 1992 1994 1996 1998 2000 2002

The rate of transportation injuries per 100 million —=— Passenger-fHile —a— Ton-Mile

ton-miles of freight has also been generally down-

ward in the last decade, but based on projections from preliminary estimates in 1999, injuries per ton-
mile increased from 3,748 in 1998 to 4,003 in 1999. Substantial caution must be used in drawing any
conclusion from this estimate, but it potentially presents a worrisome indicator.

Transportation Incidents:

. L . Incidents
Transportation incidents (crashes, system failures,

spills, releases, etc.) are precursors to injuries and
fatalities. As such, they provide another key indicator
for managers. Reducing the number and rate of
crashes is generally considered to be the most benefi-
cial intervention to reduce fatalities and injuries.

10

Number in Millions

2
The trend in transportation incidents has been down-

ward since 1996, after a period of climbing numbers 2990 s 1ot 196 1o 2000 2002
of incidents since 1992. The number of incidents

decreased by about 57,000 from 1998 to 1999, which
corresponds to the strategic goal of reducing the number of reportable transportation incidents.




Performance Progress Report: Safety

1994 1995 1996 1997 1998 1999 2000 2000 Target Good
Target Met Trend
Highway Fatalities/100 million VMT 1.7 1.7 1.7 1.6 1.6 1.5 1.6* 1.5
Highway Injuries/100 million VMT 139 143 140 131 122 120 119* 116 X
% highway fatalities alcohol-related 41 41 41 39 39 38 38* 35 X
Fatalities involving large trucks 5,144 4,918 5,142 5,398 5,395 5,362 5,307* 4,934 X
Injuries involving large trucks (000's) 133 117 129 131 127 142 145%* 125
Recreational boating fatalities 831 888 770 857 864 778 742* 763 X
% mariners rescued that are reported in 96.0 93.6 93.2 93.1 94.4 95.4 93.4 93 X
imminent danger
% property saved that is reported in 85.8 94.6 91.9 76.5 92.2 79.5 63.8 80
imminent danger
High-risk passenger vessel casualties/1000 50 50 57 54 55 45 41* 53 X
vessels
Train accidents/million train-miles 3.82 3.67 3.64 3.54 3.77 3.89 4.01* 3.38
Rail-related fatalities/million train-miles 1.87 1.71 1.55 1.57 1.48 1.31 1.29% 1.30 X
Transit fatalities/100 million PMT 0.664 0.564 0.520 0.545 0.564 0.530 0.519 0.502 X
Transit injured persons/100 million PMT 134.8 132.8 127.3 118.3 118.9 114.9 107.5 121.9 X
% front occupants using seat belt 67 68 68 69 70 67 71 85
U. S. commercial fatal aviation 0.044 0.031 0.036 0.055 0.006 0.039 0.022* 0.033 X
accidents/100,000 flight hours
Fatal general aviation accidents 430 436 389 371 383 354 369* 379 X
Runway incursions 200 240 275 292 325 322 429 248
Operational errors/100,000 activities 0.53 0.52 0.51 0.49 0.56 0.57 0.684 0.486
Operational Deviations/100,000 activities 0.11 0.10 0.10 0.12 0.18 0.17 0.210 0.097
Grade crossing accidents divided by the 3.22 2.87 2.57 2.27 1.98 1.83 1.78* 1.57 X
product of million train-miles and trillion
VMT
Natural gas transmission pipeline failures 4,933 4,767 4,964 4,871 4,160 4,467 4,322%* 4,451
Serious hazardous materials incidents in 427 408 466 423 430 377 396* 411 X

transportation

* Preliminary estimate
** Projection




HiGHWAY FATALITY AND INJURY RATES: 1n 2000, motor vehicle

crashes killed an estimated 41,800 Americans and injured over 3.2 million others, taking a heavy toll on
American families and costing more than $150 billion in medical and other costs. Highway crashes
cause 94 percent of all transportation-related fatalities and 99 percent of transportation injuries. They
are the leading cause of death for people ages 5 through 29.

Performance measure: Fatalities per 100 million
vehicle-miles of travel (VMT).

1999 2000 2001 2002
Target: 1.6 1.5 1.5 1.4
Actual: 1.5(r) 1.6#

Performance measure: Injured persons per 100
million vehicle-miles of travel.

1999 2000 2001 2002
Target: 127 116 113 111
Actual:  120(r) 119#

# Preliminary Estimate
(r) Revised

External Factors: Vehicle travel is expected to
grow at approximately 2 percent per year.
Fluctuations in VMT, as happened in 2000 when
VMT did not grow, will affect fatality and injury
rates. In addition, the highest risk population
groups -- older drivers and drivers ages 15 to

24 -- are growing at faster rates than the overall
population. The number of younger drivers age
15 to 24 grew by 1.6 percent in 2000, nearly
twice as fast as the total population. People in this
age group accounted for an estimated 25 percent
of 2000 traffic fatalities. Although the number of
people 70 years and older makes up 9 percent of
the total U.S. resident population, they comprised
an estimated 12 percent of all traffic fatalities in
2000.

Highway Deaths and Injuries
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2000 Results: Based on preliminary estimates,
DOT met neither the highway fatality nor injury
rate targets. The estimated 41,800 fatalities in
2000 increased by 189 from last year’s total of
41,611, and there was a slight but statistically
insignificant increase in the fatality rate. The

fatality increase is partly due to a jump in fatal
motorcycle accidents. In 2000 there were 2,680
motorcycle deaths, 208 (or 8%) more than in
1999. Additionally, there was a 2.5% increase in
deaths among 16-20 year old drivers (3,481 in
1999 to 3,570 in 2000).

DOT continued to combine the best injury preven-
tion practices into the Safe Communities
approach. Communities are in the best position to
improve motor vehicle safety. When a community
takes ownership of an issue - traffic safety or oth-
erwise - positive results occur. There were 1,000
Safe Community sites by the end of 2000, up from
730 in 1999. Safe Communities members in
Norwich and Montville, Connecticut, for example,
collected data on traffic trends throughout their
respective towns and developed brochures that
describe the best routes through the town. Other
community projects included a speed monitoring
program, increased seat belt enforcement, a pub-
lic awareness campaign, and a school-based pro-
gram addressing pedestrian and school bus safety.

NHTSA issued a final rule amending Federal Motor
Vehicle Safety Standard No. 208 to improve the
safety benefits of air bags, while reducing the
associated risks. This rule continues a comprehen-
sive set of requirements based on the steps that
NHTSA announced in 1996, including the use of
advanced air bags to improve automatic crash
protection for occupants of various sizes, belted
and unbelted, and to minimize the risks posed by
air bags to infants, children, and other occupants.

FHWA emphasized a comprehensive approach to
safety management to insure that highway infra-
structure is designed, built, and operated in such
a way as to reduce the number and severity of
crashes.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the 2001 performance targets.




Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Reduce Highway
Fatality and Injury Rates
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DOT will reduce the rates of fatalities and injuries
per 100 million vehicle-miles of travel through ini-
tiatives aimed at reducing the occurrence and con-
sequences of traffic crashes. NHTSA will continue
to focus on reducing the number of alcohol-
impaired drivers ($49 million), increasing seat belt
use ($26 million) [see separate goal pages for
each of these], and increasing bicycle and pedes-
trian safety. FHWA and FRA will also continue to
make highways safer by improving the safety of
the roadway itself; increasing the safety of rail-
highway grade crossings; improving the safety of
vehicles; developing intelligent vehicle technolo-
gies; and encouraging people to shift from high-
ways to safer forms of travel.

¢ FHWA will continue its grant programs for
highway safety, and broadly advance its com-
prehensive research and outreach programs.

e NHTSA will focus on preventing crashes
through programs to address pre-crash, crash,
and post-crash events involving humans, vehi-
cles, and the environment.

e NHTSA will continue to perform compliance
tests to assure conformity with the Federal
Motor Vehicle Safety Standards, investigate
potential safety-related defects, and monitor
safety recalls to assure that noncompliant and
defective vehicles and equipment are reme-
died.

e NHTSA will work with all DOT modes to
increase the number of Safe Communities.
This approach builds local coalitions to identify
and address their traffic injury problem.

e Alarge scale “Teen Traffic Safety Program” will
target the age group that consistently experi-
ences higher fatality and injury rates than any
other age group. The program will work to

increase seat belt use and reduce the inci-
dence of impaired driving and speed.

e Regulatory initiatives in FY 2002 will address
offset frontal protection; upgraded side impact
and roof crush protection; upgraded child
restraint requirements; upgraded seat back
strength requirements; auxiliary and headlamp
glare reduction; and upgraded tire standards
and a tire pressure warning requirement (from
the TREAD Act).

e NHTSA will launch a major, new research
initiative to reduce the number of fatalities
and injuries associated with rapidly increasing
levels of driver distraction from advanced in-
vehicle technologies, such as wireless tele-
phones, installed by vehicle manufacturers.
Additionally, large-scale consumer education
programs will be initiated to inform drivers on
the safe use of this new in-vehicle technology.

e FMCSA will continue programs designed to
reduce fatalities and injuries associated with
large truck crashes. (See the goal page for
Large Truck-Related Fatalities and Injuries for
a discussion of strategies and programs.)

FHWA will focus on a set of infrastructure and
operations topic areas that most affect fatalities
on America’s roadways. NHTSA and FHWA work
in close partnership in several of these initiatives.
The focus areas are:

¢ Single-Vehicle Run-off-the Road (ROR)
Crashes — Typically caused by inattention,
drowsiness, or avoidance maneuvers, this is a
contributing cause of 38 percent of fatalities.
FHWA's two-pronged approach will concen-
trate efforts at both keeping vehicles within
the roadway travel lane and minimizing harm-
ful effects when vehicles do leave the road-
way.

¢ Intersections — Extensive work will be devoted
to developing a comprehensive program to
address crashes at or near intersections,
which account for 23 percent of fatalities.
Significant efforts in areas such as red-light-
running, road safety audits, and intersection
design are underway, and significant increases
to address this overall issue are planned.

e Speed-related Crashes — Speed contributes to
30 percent of fatalities, and FHWA and NHTSA
are working together on a comprehensive




speed management team. FHWA's activities
will be focused in two main areas: (1)
Promotion of Variable Speed Limits, which uti-
lizes Intelligent Transportation Systems (ITS)
tools for gathering speed and volume, weath-
er, and road surface information to determine
appropriate speeds at which drivers should be
traveling, given current conditions; and (2)
promotion of reasonable and safe posted
(static) speed limits that are enforceable and
accepted by the driving public as being set on
a rational basis.

Pedestrian/Bicycle Safety — DOT supports
making the Nation’s roads safer for ALL road
users, including bicyclists and pedestrians,
which account for 13 percent of fatalities.
NHTSA and FHWA will work with other part-
ners to increase safe walking and bicycling by
focusing on the integration of pedestrian and
bicyclist issues in the planning and design of
facilities; researching and developing appropri
ate tools and technologies; and implementing
key recommendations from national expert
panels.

Management Challenge — Motor Vehicle
Safety (1G)

The IG made three findings related to motor
vehicle safety: (1) Despite the combined efforts
of Federal, State, and local governments, seat
belt use rates have remained relatively con-
stant, ranging from 66 to 70 percent since
1993. Preliminary 2000 seat belt use rates are
at 71 percent nationwide, below the national
goals of 85 percent for 2000 and 90 percent for
2005; (2) Early identification of defects by
NHTSA's Office of Defects Investigation (ODI)
can be improved. During the hearings on the
Firestone tire recall, Congress questioned the
preparedness of ODI to handle information that
may contain early warning signs of product
defects; and (3) The TREAD Act requires
NHTSA to conduct 10 rulemakings in the areas
of defects, tires, and rollover tests. Six of the 10
rulemakings must be completed in 2001 or
2002. Since the IG found that it takes DOT an
average of 3.8 years to complete a rule, signifi-
cant management effort will be required to
issue these rules in the time frame required by
the Act.

NHTSA Actions:

Stategies to increase seat belt use are discussed
on the Seat Belt Use goal page. NHTSA actions
to address TREAD issues include:

e NHTSA issued an Advanced Notice of
Proposed Rulemaking (ANPRM), “Standards
Enforcement and Defect Investigation and
Noncompliance Reports Records Retention,”
on January 22, 2001 (66 FR 6532). NHTSA
will issue the final rule due by June 30, 2002.

e NHTSA published an ANPRM on December 1,
2000, to improve tire labeling. The final rule
is required by June 2002.

e By June 2002, NHTSA will complete a rule-
making to revise and update tire safety stan-
dards.

NHTSA is undertaking a number of actions in

the area of Child Restraint Safety such as requir-
ing clearer warning labels on child restraints
(Final Rule to be completed by November 2001),
studying booster seat effectiveness, and creating
a child restraint safety ratings program (Final Rule

to be completed by November 2002).

Other Federal Programs with Common
Outcomes: All Federal agencies are involved in
an initiative to increase seat belt usage. NHTSA
and HHS work together on several public health
issues, such as drinking and driving, child safety,
and emergency medical services.

Both DOT and the National Transportation Safety
Board strive to understand the causes of trans-
portation incidents and to reduce the number of
highway-related fatalities and injuries.




ALCOHOL-RELATED HIGHWAY FATALITIES: About 3 in every 10 Americans

will be in an alcohol-related crash at some time in their lives. Alcohol-related fatalities account for
almost 40% of all highway fatalities. While down from 25,000 in 1982, an estimated 16,068 people died
in alcohol-related motor vehicle crashes in 2000. Alcohol is the single biggest contributing factor to fatal
crashes. The Department’s goal is to reduce alcohol-related fatalities to no more than 11,000 by 2005.

Performance measure: Percentage
of highway fatalities that are alcohol-related.

1999 2000 2001 2002
Target: 36% 35% 34% 33%
Actual: 38% (r) 38%#

# Preliminary Estimate
(r) Revised

External Factors: Trawel, population, and
employment changes have a large influence on
traffic fatalities, generally, and on alcohol-related
traffic fatalities, in particular. If these factors
increase rapidly in States, statistical models show
that influencing the alcohol-related fatality rate is
more difficult.

Alcohol-Related Fatalities
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2000 Results: Based on a preliminary estimate,
it appears that DOT again did not meet the target.
While the number of alcohol-related fatalities has
decreased 32 percent since 1988, alcohol-related
fatalities as a percentage of total fatalities have
stayed constant since last year. Alcohol consump-
tion among 16 to 20 year olds has increased every
year since 1993. The percentage of alcohol-related
fatalities associated with this group increased
slightly from last year (24% in 2000 vs. 21% in
1999).

DOT worked with other Federal agencies, States,
and non-governmental organizations in influencing
the number of alcohol-related fatalities. All States
plus the District of Columbia (DC) now have zero
tolerance laws prohibiting any level of alcohol in
the blood of a driver who is under 21. Both Maine
and Oregon, for example, have enacted zero toler-
ance laws. In Maine, where the blood alcohol con-
centration (BAC) level was reduced from .02 to
.00 BAC, there was a 36 percent reduction in
nighttime, single vehicle injury (NSVI) crashes

involving drivers under age 21. In Oregon, where
the .00 BAC limit was changed to include not only
those 18 and under, but all those 21 and under,
there was a 40 percent reduction in NSVI.

TEA-21 authorized $500 million over 6 years for
incentive grants to States that enact and enforce
laws that make it illegal to operate a motor vehicle
with BAC of .08 percent or greater. TEA-21 also
authorized $219.5 million over 6 years to continue
the Section 410 alcohol-impaired driving counter-
measures incentive grant program. To qualify for
this grant, States must either demonstrate that
they have in place certain laws or programs, such
as administrative license revocation laws and grad-
uated licensing programs, or meet certain per-
formance criteria based on their alcohol-related
fatality rates. States use Section 410 grant funds
to implement and enforce alcohol-impaired driving
countermeasures.

FY 2001 Performance Plan Evaluation: DOT
will be challenged to achieve its target this year,
based upon last year’s performance.

However, the DOT FY 2001 Appropriations Act
contains a provision to prompt States to adopt a
standard of .08 BAC and thus reduce alcohol-
impaired driving. Currently 19 states, the District
of Columbia and Puerto Rico have .08 BAC laws.
Performance results should improve as additional
States enact .08 BAC laws. Nearly every study of
.08 BAC law effectiveness has concluded that
these laws are associated with reductions in alco-
hol-related fatalities in States that have enacted
them.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Alcohol-Related
Highway Fatalities
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DOT will develop and implement countermeasures
designed to reach high-risk drivers including
youth, 21-34 year olds, and repeat offenders.

DOT will work with State and local partners to test
new programs to convey the “don’t drink and
drive” message to the highest risk populations.

NHTSA's impaired driving counter-measures opera-
tions and research programs ($11.5 million) will

focus on reducing alcohol and drug use associated
with driving. Programs include ongoing efforts in:

e Initiating an analysis of targeted State
enforcement efforts to include an evaluation
of projects completed in five States, prelimi-
nary results from the second round of five
States, and initiation of public opinion surveys
in the second-round States.

e Initiating action grant programs with national
organizations, advocacy groups, and law
enforcement to obtain support for highly visi-
ble enforcement and prevention activities.
Continue outreach grants with national organi-
zations and employers on impaired driving
issues.

e Developing and pilot testing a new, compre-
hensive youth enforcement strategy that will
encompass detection of speeding offenses,
zero tolerance (alcohol) violations, and seat
belt violations. Officers will be trained to look
for a combination of these offenses, which
occur so frequently in the young driving popu-
lation, to increase deterrence of each offense.

¢ Developing resource trial manuals/bench
books focusing on prosecuting and adjudicat-
ing the high BAC offender, including treat
ment, innovative sanctioning alternatives, and
exploring the implementation of special "DWI"
courts.

e Initiating demonstration programs which
address criminal justice processing issues
(e.g., police paperwork, diversion programs,
imposition of sanctions using impoundment,
and new technology).

e Continuing the national campaign “You Drink
& Drive - You Lose” to keep the impaired driv-
ing issue in the forefront of public attention.

e Conducting a demonstration program with
university police departments to address zero
tolerance enforcement.

e Develop new strategies and interventions to
reach high-risk groups, including youthful driv-
ers, 21 to 34 year olds, and repeat offenders.

* Working with States to improve their impaired-
driving programs through new Alcohol Forums
that will examine data and develop action
plans, and through the improved technology
of the Standardized Field Sobriety Testing
program.

TEA-21 provides new grant programs focusing on
reducing the incidence of impaired driving. In FY
2002, $100 million in grants are available to States
that enact and enforce .08 BAC laws; an additional
$38 million are available to States that implement
strong laws and programs to combat alcohol-
impaired driving. On October 1, 2002, a State
that has not enacted and is not enforcing an Open
Container or Repeat Offender law will have 3 per-
cent of the State’s Federal-aid highway funds
transferred to the State’s Section 402 State and
Community Highway Safety grant program. The
funds transferred to the Section 402 program
must be used for impaired driving programs.

Other Federal Programs with Common
Outcomes: NHTSA works with agencies and
organizations with complementary goals -- HHS,
the Office of National Drug Control Policy, and the
Justice Department -- to reduce societal demand
for alcohol and illegal drugs, and to reduce the
incidence of drinking and driving crashes. Further,
the DOT rule which mandates drug testing for
transportation service providers is another impor-
tant element of the national effort to reduce
demand for illegal substances, and the inappropri-
ate use of a legal substance (alcohol). NTSB
investigates significant crashes and helps provide
information on causes and potential solutions.




LARGE TRUCK-RELATED FATALITIES AND INJURIES: In 2000, an estimated

5,307 Americans died and an estimated 145,000 were injured in traffic crashes involving large trucks —
about 13% of all people killed in motor vehicle incidents. Yet trucks represent only 4 percent of regis-
tered vehicles and about 7 percent of the vehicle-miles of travel. Fatality and injury rates for large truck
crashes dropped 28 and 30 percent, respectively, from 1990 to 2000, even as the population of motor
carriers doubled and commercial vehicle travel mileage increased 38 percent during the last decade. To
focus more attention on this national problem, DOT set goals to reduce injuries in large truck-related
crashes 20 percent by the end of 2007, and to reduce large truck-related fatalities 50 percent by the

end of 20009.

Performance measure: Number and rate (per
100 million commercial VMT) of fatalities in
crashes involving large trucks.

Target: 1999 2000 2001 2002
Number: N/A 4,934 4,830 4,710
Rate: N/A N/A N/A 2.2
Actual: 1999 2000
Number: 5,362(r) 5,307#
Rate: 2.7 2.6#

Performance measure: Number (000s) and rate
(per 100 million commercial VMT) of injured per-
sons in crashes involving large trucks.

Target: 1999 2000 2001 2002
Number: N/A 125 122 121
Rate: N/A N/A N/A 56
Actual: 1999 2000

Number: 142(r) 145#

Rate: 71 72#

# Preliminary estimates
(r) Revised

External Factors: More commercial vehicles and
motor carriers are being registered, and traffic vol-
ume, including truck and bus travel, is increasing.
Business conditions and the amount of experience
of commercial truck drivers may affect efforts to
improve safety management practices and reduce
large truck crashes. Competitive pressures are
likely to persist due to the real-time visibility of
freight shipments, just-in-time delivery require-
ments of customers, and shifting patterns in truck-
load volume and travel.

Truck Related Deaths & Injuries
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2000 Results: Based on preliminary data, DOT
did not reach its performance targets; however,
the slight reduction in fatalities shows progress
toward meeting our goal. Preliminary estimates do
not show a statistically significant change in the
number of injured persons from last year, so sub-
stantial progress still needs to be made. Crash
causation data analysis efforts will continue as
part of DOT's overall strategy to develop counter-
measures aimed at reducing the number of
injuries and fatalities resulting from large truck
crashes.

FY 2001 Performance Plan Evaluation: DOT
will be challenged to meet the performance target
in 2001. FMCSA is increasing the number of vehi-
cle inspections and carrier compliance reviews,
conducting stronger enforcement measures, expe-
diting commercial vehicle safety-related rulemak-
ing actions, and improving the commercial driver’s
license program. FMCSA is also expanding its
research and technology program and increasing
its effort to test and deploy technologies to
improve driver and vehicle performance.




Strategies and Initiatives to Achieve 2002
Targets: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Large Truck-Related
Fatalities & Injuries
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In 2002, FMCSA will improve safety operations in
the following areas:

e Improve safety operations by improving and
expanding safety oversight, outreach, enforce-
ment activities; increase motor carrier inspec-
tions and compliance reviews; and improve
safety data collection. ($14 million)

e Improve research and technology by field test-

ing advanced truck safety technologies; test-
ing dynamic roadside enforcement equipment;
developing new driver selection, testing,
licensing and training techniques; using simu-
lation and instrumented vehicles to determine
unsafe motor carrier driver actions; and
researching counter-measures derived through
analysis of early crash causation study results.
($14 million, $4 million above FY 2001.)

The National Motor Carrier Safety Program's
(NMCSP) requested funding level is $205 million,
16% above FY 2001, and includes:

e $183 million dedicated to State motor carrier
safety grants. Grants will be used to increase
the number of compliance reviews in States;
identify and apprehend traffic violators;
increase the volume of roadside inspections;
improve State commercial driver’s license
oversight activities; and support State enforce-
ment efforts at the southern border.

e $5 million to continue a comprehensive study
on commercial vehicle crash causation initiat-
ed in FY 2001.

e $17 million for the Information Systems and
Strategic Safety Initiatives (ISSSI) program.
The program’s implementation is shared by
FMCSA and the States, and supports motor
carrier information system and data analysis
activities including: SAFESTAT technology,

used to target high-risk motor carriers for
compliance reviews; and the Performance
Registration Information and Systems
Management program (PRISM), which links
State motor vehicle registration systems with
carrier safety data in an effort to identify
unsafe commercial motor carriers.

For improving the safety of trucks and buses
crossing the U.S.-Mexican border, the budget
requests funding for the following initiatives:

e Construction of State and Federal inspection
facilities at the U.S./Mexico border, $56 mil-
lion, derived from Federal Highway
Administration Revenue Aligned Budget
Authority (RABA).

e Federal safety enforcement operations and an
additional 80 Federal enforcement personnel
($14 million).

e Motor carrier safety grants for enhanced State
enforcement operations at the southern bor-
der ($18 million included within NMCSP State
grant funding).

Management Challenge - Large Truck
Safety (IG/GAO)

The IG stated in early 1999 that improvements
in motor carrier safety should include efforts to:
strengthen enforcement; improve the quality
and timeliness of data; identify unsafe motor
carriers; improve crash data analysis; and stan-
dardize data collection procedures.

GAOQ's concerns extend to staffing in FMCSA;
truck safety data quality and causal analysis;
adequacy of FMCSA's resources; and safety
rulemaking.

In FY 2000, FMCSA addressed these challenges
by:

e Increasing the number of compliance
reviews by 68 percent and the number of
enforcement cases the agency handled by
39 percent, when compared to FY 1999.

e Completing a Final Rule with stronger
enforcement provisions against motor carri-
ers, brokers, and freight forwarders for fail-




ure to pay safety fines.

e Completing a Final Rule to shutdown motor
carriers that are unfit and fail to correct safe-
ty deficiencies.

e Adding six additional States to the
Performance Registration and Information
System Management (PRISM) program, rais-
ing the total nhumber to 18.

e Increasing the number of States involved in
Commercial Vehicle Information Systems and
Networks (CVISN) deployment from 10 in
1999 to 30 in 2000.

e Initiating a crash causation study with
NHTSA.

In FY 2001-2002, FMCSA will continue to respond
to these challenges by:

e Maintaining Federal enforcement at current
levels of compliance reviews.

e Funding an increase in State roadside
inspections, compliance reviews, and traffic
enforcement efforts.

e Completing additional rulemaking actions
related to operating authority for Mexican
motor carriers and commercial driver’s license
improvements.

e Further deploying PRISM and CVISN in
additional States.

e Completing real-world operational tests of
advanced commercial vehicle safety
technologies.

e Completing the pilot phase of the crash
causation study with NHTSA.

e Beginning tests of an improved motor carrier
crash data collection system, in cooperation
with NHTSA and the States.

Other Federal Programs with Common
Outcomes: FMCSA coordinates efforts with agen-
cies in the Departments of Treasury and Justice to
enhance commercial vehicle safety at the U.S.
borders. An example project is the development
of an International Trade Data System with U.S.
Customs. FMCSA is a participant in the 21st
Century Truck Initiative research program involv-
ing the DOD, DOE, DOT, and EPA.




RECREATIONAL BOATING FATALITIES:During the last decade, approximately

800 Americans died each year from boating accidents, usually from drowning. Recreational boating is a
popular activity in America, and the popularity of personal watercraft (PWC) continues to be strong.
There are about 78 million recreational boaters in the United States — and most operators involved in

accidents have had no boating safety training.

Performance measure: Number of recreational
boating fatalities. (Calendar Year)

1999 2000 2001 2002
Target: 763 763 749 742
Actual: 778(r) 742#

# Preliminary estimate
(r) Revised

External Factors: A growing U.S. population and
a growing U.S. economy leads to growth in the
number of recreational boats. Success of DOT
efforts is, in part, dependent on the effectiveness
of many individual state-run education and
enforcement programs. Also, boater behavior is
often difficult to influence — for example, boaters
tend not to wear life jackets, ignoring the risks
associated with the nature of their boating activity.

Recreational Boating Fatalities
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2000 Results: The preliminary estimate reveals
that DOT met the performance target -- recre-
ational boating fatalities declined to an estimated
742 -- the lowest number of fatalities reported to
date. As noted in Appendix I, actual and estimat-
ed performance and performance targets have
been adjusted because of systematic undercount-
ing of boating fatalities. This was noted in DOT’s
FY 2001 Performance Plan and in the DOT IG's
April 2000 report on this performance measure.
The Coast Guard is working with States to address
the undercount problem.

While the recent trend in boating fatalities has
been mixed, fatalities have declined dramatically
since the early 1960s and 70s. Today, there are
fewer than half the number of recreational boating
fatalities than there were in the early 1970s. At
the same time, the number of recreational boats
has more than doubled. This long-term reduction

in fatalities is due to cooperative boating safety
education and enforcement efforts, safer boats
and equipment manufactured in accordance with
Coast Guard standards, and life jacket use. Still,
too many fatalities occur each year — mostly as a
result of accidents involving operator-controllable
factors.

More than half of all recreational boating fatalities
are the result of capsizing or falls overboard --
and the percent of victims who drown is approxi-
mately 70%. The majority of these drowning vic-
tims were not wearing life jackets. Accident pre-
vention is the best way to reduce fatalities — but
when accidents do occur, boaters have a vastly
improved chance of surviving if they are wearing a
life jacket.

FY 2001 Performance Plan Evaluation: DOT
expects to meet this year’s performance target.
The Coast Guard will continue to assist State boat-
ing safety programs; conduct safety education
campaigns; and encourage boater education pro-
grams that incorporate the National Association of
State Boating Law Administrators National Boating
Education Standards, with the primary focus on
improving boater skills to reduce accidents. The
Coast Guard will also continue a research effort to
improve life jacket comfort and wearability, thus
promoting greater usage.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Recreational Boating
Fatalities
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DOT aims to reduce boating fatalities by develop-
ing and enforcing compliance with safety stan-
dards for recreational boats and equipment; pro-
moting lifejacket wear; improving boater skills and
knowledge; increasing enforcement of boating-




under-the-influence statutes; and conducting ves-
sel safety checks and boating education courses to
promote safe operation and use of safety equip-
ment.

e Boating Safety Grants to States will provide
funds to States to support education, out-
reach, and law enforcement ($59 million).

e The Coast Guard Auxiliary will continue to
conduct vessel safety checks of recreational
boats in cooperation with the U.S. Power
Squadrons and the States, and to provide
boats and aircraft to assist with maritime
search and rescue.

e The Coast Guard Recreational Boating Safety
program will continue to develop safety regu-
lations in cooperation with manufacturers and
standards organizations, investigate consumer
complaints of non-compliance with standards,
and monitor manufacturers’ equipment recalls.

e The national boating safety study being
commissioned by the Coast Guard will provide
valid and reliable information on boating prac-
tices, safety, and exposure. This information
will enable safety officials to assess boating
risk, implement appropriate safety intervention
strategies, and measure the effectiveness of
program activities in reducing the risk and
negative outcomes associated with the use of
recreational boats. Data collection will com-
mence in the fall of 2001.

Other Federal Programs with Common
Outcomes: The U.S. Army Corps of Engineers
and the National Park Service manage many
recreational lakes that are used by boaters, and
cooperate with the Coast Guard and States in
managing safe boating programs.




MARINER RESCUE! The number of recreational and commercial marine users continues to

increase as more Americans move to coastal areas and global trade grows. Operating in a remote,
unforgiving environment, many mariners lose their lives, many more are injured, and billions of dollars
of property are at risk. In 2000, the Coast Guard responded to 40,068 calls for assistance, and saved
3,365 lives. DOT seeks to save more lives in peril from the sea.

Performance Measure: Percent of all mariners in
imminent danger who are rescued.

1999 2000 2001 2002
Target: N/A N/A 85% 85%
Actual: 87.5%(r) 82.7%

Discontinued Performance Measure: Percent of
mariners reported in imminent danger who are
rescued.

1999 2000 2001 2002
Target: 93% 93% & k¥
Actual: 95.4%(r) 93.4%

Discontinued Performance Measure: Percent of
property reported in imminent danger saved.

1999 2000 2001 2002
Target: N/A 80% * *
Actual: 79.5%(r) 63.8%
(r) Revised

* Measure was discontinued in the DOT FY 2001
Performance Plan.

Note on the data: The Coast Guard has upgrad-
ed the database that captures search and rescue
data. See data details for a discussion.

External Factors: Several factors compound the
difficulty of successful response: untimely notifica-
tion of distress to the Coast Guard, incorrect
reporting of the distress site location, severe
weather conditions at the distress site, distance to
the scene, etc.

Mariner Rescue
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2000 Results: DOT met the performance target
for mariners rescued but did not meet the target

for property saved.

While Coast Guard’s ability to save the lives of
mariners able to report their distress remains rela-
tively constant, Coast Guard is concerned about
the drop in the percent of all mariners saved.

The 2000 result is the lowest seen since 1993.

Historically, the majority of search and rescue
cases involve recreational boats, commercial fish-
ing vessels, and “people only” (swimmers, divers,
etc.) These cases also make up the majority of
lives lost.

The Coast Guard was not able to maintain the
percentage of property saved due to variations in
the severity of search and rescue cases, and the
severity of environmental conditions when rescue
units got to the distress scene.

FY 2001 Performance Plan Evaluation:
Saving lives is the top priority of DOT and the
Coast Guard. Achieving the performance target
remains within reach.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to
Mariner Rescue
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While there will always be some number of lives
the Coast Guard will not be able to save due to
the severity, location, or circumstances of the dis-
tress, there are improvements that can be made.
The National Distress and Response System
(NDRS), Coast Guard’s maritime emergency radio
network, will be modernized (to be completed in
2005) to eliminate the more than 65 existing com-
munications gaps, and to add direction finding and
immediate recorded voice playback and enhance-
ment capability. NDRS'’s direction finding capabili-




ty will reduce the amount of time expended on
hoaxes and false alarms — 25 percent of all search
and rescue time.

Coast Guard aims to save as many lives and as
much property as possible by operating fleets of
cutters and aircraft, and rescue stations; using
search sensors and search planning tools and tac-
tics; and requiring (by regulation) mariners to use
survival gear, distress notification, alerting, and
locating equipment. In 2002, initiatives include:

e continue modernizing the NDRS and the
Global Maritime Distress and Safety System
medium and high frequency Digital Selective
Calling Alert Processing System ($44.2 mil-
lion);

e increase staffing and training at rescue
stations and command centers, addressing
urgent shortfalls identified by the National
Transportation Safety Board ($5.5 million);

e recapitalize Command Centers, and modernize
command and control communication capabili-
ties in Hawaii and the Pacific northwest
($6 million);

e bring on line new Coastal Patrol Boats and
motor lifeboats ($8.4 million); and

e acquire new commercial satellite communica-
tions, operate new satel lite-based Self
Locating Data Marker Buoys, and commercial
satellite communications channels ($3.2 mil-
lion).

Other Federal Programs with Common
Outcomes: The U.S. Navy and Air Force have
search and rescue capability, primarily for their
own vessels and aircraft. The National Search and
Rescue Manual establishes responsibilities and
cooperative efforts between organizations that
have search and rescue capabilities. The Air Force
is the lead agency for land-based search and res-
cue; the Coast Guard is the lead for maritime
search and rescue. Each assists the other
depending on resources available for a particular
search effort. Information is shared through for-
mal search and rescue schools, and at search and
rescue conferences and forums held worldwide.
The Air National Guard also provides search and
rescue capability.

Management Challenge — National
Distress Response System (1G)

The IG has stated that funding for the Coast
Guard's National Distress and Response System
could be at risk in a limited capital acquisition
budget. Deficiencies in the Distress and
Response System have existed for at least 10
years, and the National Transportation Safety
Board has criticized Coast Guard’s interim fixes
as insufficient. The major task for Coast Guard
is to present a specific system modernization
plan that details what assets need to be
acquired or modernized, how it will be done,
what it will cost, and when funding will be
needed. (For a discussion of DOT plans, see
the Management Challenge box regarding the
Coast Guard Capital Acquisition Budget on the
Drug Interdiction goal page.)




PASSENGER VESSEL FATALITIES: Passengers aboard the approximately 6,200

domestic passenger vessels and 130 foreign-flag passenger vessels operating from U.S. ports are
exposed to a variety of hazards. On Lake Hamilton, Arkansas, in May 1999, the amphibious passenger
vessel MISS MAJESTIC capsized, and 13 of the 21 passengers lost their lives - illustrating the potential
risk that exists. DOT seeks to minimize risks that could result in fatalities for passengers and crewmem-

bers in marine transportation.

Performance measure: Fatalities aboard passen-
ger vessels.

1999 2000 2001 2002
Target: N/A N/A 22 19
Actual: 29 15#

# Preliminary estimate.

Discontinued performance measure: Number of
high-risk passenger vessel casualties per 1,000
vessels.

1999 2000 2001 2002
Target: N/A 53 & &
Actual: 45(r) 41#

# Preliminary estimate
(r) Revised

* Measure was discontinued in the DOT FY 2001
Performance Plan.

External Factors: As newer passenger vessels
are put into use with much higher capacities and
speeds, the risk exposure rises as well. Future
passenger industry growth will increase waterway
congestion on U.S. waterways. Passenger vessels
transport people who are often unfamiliar with the
vessel’s safety practices as well as ways to exer-
cise caution aboard a ship in order to avoid a life-
threatening situation.

Passenger Vessel Fatalities

80

60

40

20\ - —

Fatalities

| . S—
—

1995 1997 1999 2001

—&— Trend —8— Target

2000 Results: DOT met the performance target
for the measure still in effect for last year. For the
new measure, there were an estimated 15 fatali-
ties in the passenger vessel fleet. There has been
a slight decline in fatalities since 1995, but there is
some variation from year to year. Compared to
other modes of transportation, the safety record

of passenger vessels operating from U.S. ports,
including both domestic and foreign vessels, is
excellent, and DOT aims to keep it that way.

FY 2001 Performance Plan Evaluation: DOT
expects to meet its target for reducing fatalities
aboard passenger vessels. However, one major
incident could cause significant variance in the
results.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Passenger Vessel
Fatalities
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The Coast Guard'’s approach to passenger vessel
safety improvement and risk reduction focuses on
maximizing prevention while seeking innovative
means of responding to a major passenger vessel
casualty. There has been a general reduction in
fatalities due in part to the collaborative
Prevention Through People (PTP) initiative. PTP
promotes awareness of safety risks and works to
reduce the sizable role human error plays in fatali-
ties.

Areas of emphasis in 2002 include:

e Human-factor prevention programs for foreign
and domestic vessels.

e Exercising and enhancing contingency plans
to respond to major passenger vessel acci-
dents.

e Establishing the International Maritime
Information System to collect voluntary infor-
mation about “near-miss” maritime accidents.

e Creating quality incentive programs for near-
term improvement in prevention and response
while the need for new standards is studied.




e Integrating risk-based decision making into
program designs to reduce vessel accident
risks.

Other Federal Programs with Common
Outcomes: The Coast Guard coordinates with
OSHA in developing vessel health standards that
reduce the risk of accidents. The Coast Guard
investigates all reportable marine accidents. The
Service also works with the National
Transportation Safety Board (NTSB) to investigate
major maritime accidents, and both use the inves-
tigation results to develop better safety strategies.
The Coast Guard works with the International
Maritime Organization to improve the level of safe-
ty standards on a worldwide basis.




RAIL FATALITY RATE: 1n 2000 there were 928 deaths attributable to rail operations.

Approximately 50% of the fatalities were trespasser-related, and more than 40% occurred at highway-
rail grade crossings. Employee casualties dropped 5% for the year. To reduce rail fatalities, FRA is
forging safety partnerships with the rail industry, strengthening educational outreach, and rigorously

emphasizing compliance with safety standards.

Performance measure: Rail-related fatalities per
million train-miles.
1999 2000 2001 2002

Target: 1.57 130 1.23 1.20
Actual: 1.31(r) 1.29#
(r) Revised

# Preliminary estimate

Discontinued performance measure: Train acci-
dents per million train-miles.

1999 2000 2001 2002
3.44 3.38 B 5
3.89(r) 4.01#

Target:
Actual:

# Preliminary estimate

* Measure was discontinued in the DOT FY 2001
Revised Final Performance Plan.

(r) Revised

External Factors: Trespasser-related deaths oc-
cur on private property, with approximately 77%
of them taking place on the five largest railroads.
Additionally, railroad train-miles have grown con-
tinuously each year since 1991. Human factors,
such as employee fatigue, play a role in determin-
ing whether the rail environment is a safe one. All
three factors indirectly affect the fatality rate.

Rail Fatalities
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2000 Results: Preliminary data reveals that DOT
met the target for rail-related fatalities, but missed
the accident target.

Although the number of deaths was slightly lower
in 2000 vs. 1999 (928 vs. 932), the number of
annual train-miles increased, almost 1.2%. This

means that fewer people died in the rail environ-
ment per mile since FRA began collecting data.

FRA conducted outreach programs to various audi-
ences, with special emphasis on the motor carrier,
law enforcement, and judicial communities. The
primary focus of trespassing prevention efforts
was the conduct of public education and aware-
ness programs. FRA also worked closely with
Operation Lifesaver, Inc., to develop new print,
audio, and video public-service announcements for
mass media distribution. Under FRA's Safety
Assurance and Compliance Program (SACP), staff
worked with the major railroads to identify and
solve some of the root causes of systemic prob-
lems facing the railroads. Additionally, teams
comprised of industry and labor representatives
were formed to conduct detailed analyses of each
rail employee fatality, resulting in The Switching
Operations Fatality Analysis (SOFA).

FRA took important steps to improve the rail acci-
dent rate. Recognizing that a significant number
of accidents occurred in rail yards and during
switching operations, FRA formed a task force
with representatives from rail labor and manage-
ment to analyze the causes of these accidents and
to develop common sense, effective solutions. It
is still too early to determine the long-term effec-
tiveness of this program, given that preliminary
data show a small increase in yard accidents.

FY 2001 Performance Plan Evaluation: DOT
will be challenged to meet the rail fatality rate tar-
get this year.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to
Rail Fatality Rate
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In 2002, FRA will:

e Add 26 positions which will directly or
indirectly support DOT's initiatives to reduce
rail fatalities and accidents. ($1.6 million)

e Support studies and environmental impact
assessments for new technologies in rulemak-
ings such as Positive Train Control. Expediting
the approval and implementation of rulemak-
ings will help improve rail safety operations
and reduce or improve factors related to rail
fatalities and accidents.

($.945 M)

e Start or expand safety-related Research and
Development projects, and address factors
causing train fatalities and accidents. ($3M)

Other Federal Programs with Common
Outcomes: None.

Management Challenge — Rail Safety (1G)

I. According to the IG, a significant safety need
shared by Amtrak and the commuter railroads
serving Penn Station-New York is the $898 million
fire and life safety program necessary to bring the
rail tunnels up to acceptable standards. For
example, several of the current evacuation routes
include narrow 10-flight spiral staircases that
simultaneously serve as entranceways for emer-
gency workers.

Amtrak, the Long Island Railroad and New Jersey
Transit have developed a revised spending plan
and timeline to reflect an accelerated schedule to
complete life-safety improvements in the tunnels
by 2010. Howeuver, this schedule is dependent on
significantly higher annual investments by the
railroads.

DOT will work with Amtrak, the Long Island Rail-

road and New Jersey Transit on an ongoing basis

to help ensure that sufficient resources are devot-
ed to this critical safety project.

II. Also related to railroad safety, Representative
Oberstar requested the Office of Inspector
General to review the full range of safety-related
data gathered by the Federal Railroad
Administration (FRA). The IG explained that his-
torically, FRA has relied almost entirely on individ-
ual inspectors to subjectively select the location
and frequency of site inspections, reflecting
inspector priorities, personal knowledge, and

experience. While site inspections are but one
element of FRA's safety inspection strategy, FRA
management and inspectors could make greater
use of prior inspection data contained in the
inspection database for planning purposes, such
as selecting inspection sites and coordinating
inspections.

FRA recognizes the IG’s concerns regarding the
safety inspection strategy and has issued
agency guidelines to address this issue. These
guidelines set forth specific areas that must be
inspected by safety personnel on a regular
basis.

III. The IG found positive attributes in FRA's
close partnerships with railroads under the
Safety Assurance and Compliance Program
(SACP) for identifying safety-related deficien-
cies, but also found shortfalls in follow-up and
enforcement of identified safety deficiencies
such as widespread track defects. The IG found
that after 5 years of experience with the SACP
program, it is time to assess its long-term costs
and benefits. A reduction in railroad-related
fatalities has been achieved, but nationwide
train accidents have increased during the past 3
years, and FRA has not met its accident and
injuries goals. Specifically, the SACP identified
deficiencies in CSX Transportation (CSXT) track
but was not effective in ensuring that correc-
tions were made. The rate of CSXT track-related
accidents more than doubled from 1995 to
1999, even though the railroad implemented a
Safety Action Plan in 1997. This is particularly
problematic because Amtrak uses CSXT track
for some of its passenger service.

FRA has addressed these concerns with
enforcement actions, an emergency order and a
compliance agreement. Enforcement actions
resulted in collection of over $4 million in safety
fines. FRA has issued an emergency order con-
cerning an unsafe railroad bridge in Oregon,
and entered into compliance agreements to
resolve long-term track safety issues.
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TRANSIT FATALITY AND INJURY RATES: public transit provides a flexible alter-

native to automobile and highway travel, offering a higher degree of safety as well. Public expectations
for safety are much higher for transit than they are for highway travel. DOT seeks continuous reduc-

tions in transit fatalities and injuries.

Performance measure: Transit fatalities per 100
million passenger-miles traveled.

1999 2000 2001 2002
Target: .507 502 497 492
Actual: .530(r) .519

Performance Measure: Transit injured persons
per 100 million passenger-miles traveled.

1999 2000 2001 2002
Target: 123.2 121.9 120.7 1094
Actual: 114.9(r) 107.5
(r) Revised

External Factors: As the population grows, the
use of public transit can also be expected to
increase.
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2000 Results: Although DOT did not meet the
fatality rate target, the fatality rate decreased sub-
stantially from last year in the midst of an
increase in ridership. DOT met the injury rate tar-
get.

Through FTA, the Transportation Safety Institute
offered 25 different safety courses at 118 training
sessions throughout the United States. The 51,096
student hours completed by 3,083 transit person-
nel indicate industry acceptance of the program.
There were also 190 Bus Operator Training course
offerings, consisting of 31,543 student hours com-
pleted by 3,945 personnel.

Five State safety oversight audits were performed
in Maryland, Louisiana, Massachusetts, New
Jersey, and Illinois. The Tri-State Oversight
Committee (the oversight agency for the
Washington D.C. Metropolitan Area Transit
Authority) was also audited.

Since 1996, the percent of positive random drug

and alcohol test results have declined by 33 per-
cent and 44 percent, respectively. In light of the
drop in positive tests for alcohol, the required
alcohol testing rate has been revised to 10 per-
cent; however, the drug random testing rate is
being continued at 50 percent.

Twenty-six voluntary security audits were conduct-
ed at rail/bus systems throughout the country and
33 security audits were conducted at bus-only sys-
tems. The audit program is advisory only.
However, most systems have acknowledged the
technical expertise of FTAS audit consultants and
have adopted the recommendations resulting from
the audit.

The major causes of transit fatalities/injuries are
being investigated in the Transit Accident Causal
Factors Study. Rail transit systems that share
tracks with freight railroads pose significant safety
issues, since a collision between a rail transit vehi-
cle and a freight train has potentially catastrophic
consequences. To heighten awareness of safety
issues, FTA and FRA have jointly conducted out-
reach to grantees and the American Public Transit
Association on shared use of the general rail sys-
tem. Additionally, to ensure better safety aware-
ness, FTA is developing planning guidance for
local governments’ planning agencies and assisting
in negotiations with owner railroads for proposed
shared track and shared corridor rail transit proj-
ects.

FY 2001 Performance Plan Evaluation: DOT
does not expect to meet its transit fatality rate
performance target.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to
Transit Fatality & Injury Rates
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Grants, and the Job Access and Reverse Commute
Program, FTA invests in the public transit infra-
structure. Most of these funds improve transit
safety by replacing older bus and rail systems with
newer, safer public transit. For new projects, safe-
ty is a design consideration from the beginning.
FTA works with States, local transit authorities,
and the transit industry to develop technology,
provide training, and supply technical assistance
that advances safety. FTA also conducts research
and collects data in order to provide valuable
information on safety and standards.

The Safety and Security Program provides $8 mil-
lion in FY 2002, 31% above FY 2001. In addition,
FTA will:

e develop technology and system designs that
will improve the security of the riding public.
Activities will include using information tech-
nology to improve highway-rail interactions
and implement Safety Task Force recommen-
dations.

e train 4,000 transit professionals on a wide
variety of topics such as system security, bus
and rail accident investigation, and fatigue
awareness.

e provide technical assistance to States and
local agencies to improve the safety and secu-
rity of public transit. Activities will include
guidance on the safety certification process;
technical assistance on emergency manage-
ment, including natural disasters and terrorist
attacks; and evaluation of State safety over-
sight programs.

While TEA-21 required States to establish safety
oversight programs for transit systems that oper-
ate rail fixed guideway systems, the legislation did
not contain a provision for Federal assistance to
affected States. FTA is proposing that, starting in
FY 2002, funds made available to States for capi-
tal projects may be used for State rail safety over-
sight activities.

Other Federal Programs with Common
Outcomes: None.




SEAT BELT USE: According to a survey conducted by NHTSA in June 2000, nearly 30 per-

cent of Americans (or about 85 million people) still do not use seat belts when driving or riding in motor
vehicles. Seat belts save an estimated 10,000 lives each year. If seat belt use nationwide were to
increase to 90 percent, an additional 5,500 deaths and 121,000 injuries could be avoided each year,
saving $8.8 billion annually. DOT’s goal is to increase seat belt usage to 90 percent by 2005.

Performance measure: Percentage of front
occupants using seat belts.
1999 2000 2001 2002

Target: 80% 85% 86% 87%
Actual: 67%(r) 71%
(r) Revised

External Factors: Beginning in 1991, and
increasingly every year thereafter, DOT and its
partners have succeeded in convincing the majori-
ty of the population to buckle up. However, the
behavior of the remaining part-time seat belt
users and non-users will be more difficult to
change.

Seat Belt Use

—
o
o

op——o—13a

/.___.__._._.l—-l\./l

-—

e ]
o

[o2)
o

N
o

N
o

% Front Occupants Using
Seat Belts

o

1991 1993 1995 1997 1999 2001

~—&— Trend —8— Target

2000 Results: DOT did not meet the perform-
ance target, although this year’s 71 percent rate is
the highest in our Nation’s history. The child pas-
senger restraint rate has also risen dramatically
over the past few years as child passenger fatali-
ties continue to decline. In just two years,
restraint use for children ages 0-15 years of age
has climbed from 65 to 75 percent. The increase
in restraint use among toddlers (1-4 years of age)
has been even more dramatic: 60 to 87 percent.

In 2000, NHTSA provided information and techni-
cal assistance to support the efforts of States and
national organizations to strengthen State laws
regarding seat belt and child restraint use. By the
end of 2000, 17 states plus Puerto Rico,
Washington, D.C., American Samoa, Guam, the
Marianas, and the Virgin Islands had enacted pri-
mary (or standard) belt laws. An additional 32
States have secondary belt laws. New Hampshire
has no adult seat belt law. Our analysis of this
year’s data leads us to the conclusion that overall

shoulder belt use in States with standard (pri-
mary) seat belt laws was 77 percent compared to
63 percent in States without standard enforce-
ment laws.

In 2000, NHTSA published The Child Restraint
Systems Safety Plan, which outlined more than 30
new or ongoing agency activities to improve motor
vehicle safety for children from infancy through
age 10. The plan focuses on two major strategies:
encouraging the correct use of safety seats that
afford optimal protection and providing useful con-
sumer information on child passenger safety. The
plan further proposes that NHTSA add safety seats
to vehicles that are crash tested through its New
Car Assessment Program (NCAP); develop a 10-
year-old child dummy to better evaluate the per-
formance of booster seats designed for larger chil-
dren; review test procedures for NHTSA's standard
on child safety seats; publish a "best practices"
guide for organizations planning to establish safety
seat fitting stations; and provide additional con-
sumer information on the features and proper use
of safety seats.

FY 2001 Performance Plan Evaluation: It is
unlikely that DOT will meet its performance target
this year. NHTSA plans to continue its two-
pronged approach to reach the 2005 goal: (1)
expand the scope of the Buckle Up America (BUA)
campaign in all 50 States; and (2) focus on sever-
al specific opportunities for increasing belt use,
e.g., States likely to pass primary enforcement of
seat belt use laws. A key component of increas-
ing the seat belt use rate is strong enforcement of
seat belt laws. NHTSA will continue its strong
partnership with the law enforcement community.
In addition, NHTSA will continue to work with
industry to introduce new technologies that will
encourage more people to buckle up. The success
of these initiatives will be evaluated in September
2001 to determine if further adjustments need to
be made.




Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to
Seat Belt Use
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Diverse Groups: In 2002, NHTSA will conduct new
outreach efforts to encourage the 29 percent of
the population who still do not buckle up to do so.
This will focus on African Americans, Hispanics,
rural populations, and teens -- populations that
have traditionally had lower-than-average seat belt
use rates.

Grants: In addition to focusing on particular pop-
ulation groupings, NHTSA will provide funds to
States in the form of grants to increase seat belt
use rates. The Transportation Equity Act for the
21st Century (TEA-21) provides for more than
$1.2 billion in incentive grants to increase seat
belt use and prevent alcohol-impaired driving. The
amount of each State grant is based on savings in
medical costs to the Federal Government from
increased seat belt use. The award amounts range
from $18,800 to $15.8 million.

In FY 2002, $112 million is available from FHWA
for incentive and innovative grants to increase
seat belt use; an additional $15 million is available
from NHTSA to States that implement stringent
occupant protection laws and programs.

Law Enforcement: NHTSA will continue its sup-
port of the biannual Operation ABC (America
Buckles Up Children) Mobilizations. This effort is a
nationally coordinated event by law enforcement
to protect children from the lack of child restraint
use. The approach is simple: conduct weeklong
waves of increased law enforcement activities in
May and November, during the peak holiday travel
periods of Memorial Day and Thanksgiving. The
Mobilization is based on a highly effective law
enforcement model that combines periodic waves
of stepped-up enforcement with aggressive public-
ity highlighting the enforcement. The number of
law enforcement agencies supporting this effort
has also grown dramatically: from 1,000 agencies
in 1997 to over 10,000 agencies during the
November 2000 Mobilization.

LATCH: The Federal Motor Vehicle Safety
Standard (FMVSS) 225 promulgated by NHTSA,
called for a universal child safety seat installation
system that would make child safety seats easier
to install. This new system is known as LATCH
(Lower Anchors and Tethers for Children).
Anchorage points in vehicles will facilitate the
attachment of child safety seats to the rear seat-
ing area of vehicles, resulting in a tighter, more
secure fit that will better protect a child during a
crash. Manufacturers of child safety seats will, in
turn, equip child safety seats with adjustable teth-
er straps on the top of the seat that will attach to
the anchorage points in the vehicles. Phase I of
the LATCH program began in 1999. Phase II of
the LATCH program will require lower anchorages
in the base of rear vehicle seats to be installed in
all cars, minivans, and light trucks by September
1, 2002. Child safety seats can then be attached
or snapped into vehicles instead of being held
secure by the vehicles seat belt system.

Other Federal Programs with Common
Outcomes: NHTSA will continue to work with a
large number of Federal agencies to ensure that
the goals of the Buckle Up America campaign are
met. NHTSA has also partnered with over 15 other
Federal agencies and branches of the Armed
Forces to increase seat belt and child safety seat
use. In addition, NHTSA works with the
Department of Health and Human Services
through the Healthy People 2010 initiatives to pro-
mote seat belt and child safety seat use.




AIR CARRIER FATAL ACCIDENT RATE: commercial aviation is one of the safest

forms of transportation. But when passengers board an airplane, they give up personal control and
face an unfamiliar risk. While fairly rare, aviation accidents can have catastrophic consequences, with
large loss of life. The public demands a high standard of safety, and expects continued improvement.
DOT's goal is an 80 percent reduction in the U.S. commercial air carrier fatal accident rate by 2007.

Performance measure: Fatal aviation accidents
(U.S. commercial air carriers) per 100,000 de-
partures. See note on data.

1999 2000 2001 2002
.048* .045* .043 .038
.059 .033#

Target:
Actual:

* These are equivalent to the CY targets per 100,000
activities.

# Preliminary estimate

Discontinued performance measure: Fatal avia-
tion accidents (U.S. commercial air carriers) per
100,000 flight hours.

1999 2000 2001 2002
.034 .033 * &
.039(r) .022#

Target:
Actual:

# Preliminary estimate
* Measure discontinued in the DOT FY 2001 Revised
Final Performance Plan.

(r) Revised

Note on Data: Prior to FY 2001, the measure
was based on flight hours and calendar years.
From FY 2001 onward, the measure is based on
departures and fiscal years.

External Factors: In absolute terms, the fatal
accident rate in commercial aviation is very low.
One of the primary reasons for this is the use of
jet aircraft. Also contributing to a lower accident
rate are technological advances in both avionics
and radar, and operational procedural improve-
ments.

Commercial Air Carrier Fatal Accident Rate
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2000 Results: Based on preliminary data, DOT
met the goal: the air carrier fatal accident rate

was .022 per 100,000 flight hours and .033 per
100,000 departures.

Under the FAA and industry partnership’s Safer
Skies Agenda, several critical steps were complet-
ed in addressing problems related to controlled
flight into terrain and uncontained engine failure.
Interventions for controlled flight into terrain
included:

e improved training aids for both pilots and air
traffic controllers;

e validation of software parameters for
Minimum Safe Altitude Warning; and

e a Final Rule related to the manufacture and
installation of Terrain Awareness Warning
System equipment - a new generation of
automated warning systems used on flight
decks.

Interventions for uncontained engine failure in-
cluded:

e additional Airworthiness Directives addressing
Low Pressure Turbine engine components and
compression priority parts; and

e an Advisory Circular to incorporate an
enhanced inspection methodology in the air-
craft engine design approval process was
opened for public comment.

Intervention strategies being developed under
Safer Skies rely heavily on historical data. New
methods of collecting, analyzing, and using cur-
rent data are being developed and deployed. The
FAA documented a prototype Flight Operations
Quality Assurance (FOQA) system that provides
maximum potential for the use of digital flight
data to determine national trends relevant to the
safety of flight operations, aircraft performance,
and aircraft maintenance. The FAA's Safety Per-
formance Analysis System (SPAS) continued to be
expanded by the addition of new performance
measures covering aircraft and engines, rotor-
craft, air agency schools, and repair stations. The
Air Transportation Oversight System (ATOS) Ele-
ment Query was also linked to SPAS. SPAS assists
FAA in improving its deployment of inspection




resources. ATOS is a systems approach to safety
oversight of air transport operators.

FAA continued to sharpen programmatic focus on
safety, with inspection and technological re-
sources being concentrated on the highest risk
areas. Work continued on aging aircraft and their
systems, fuel tank safety, wiring harness and fuse-
lage insulation flammability.

FY 2001 Performance Plan Evaluation: The
trend in commercial aviation safety remains on
target for the FY 2001 goal; however, variance in
year-to-year results should be expected because
the occurrence of fatal air carrier accidents is so
rare.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Air Carrier Fatal
Accident Rate
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FAA will work with the aviation community and
other governmental agencies to identify causal
factors of accidents, and intervene accordingly to
prevent potential causes of future accidents. In
2002, FAA, in concert with the aviation industry,
will:

e continue to implement Safer Skies interven-
tions, and monitor the progress of interven-
tions in the areas of uncontained engine fail-
ure, controlled flight into terrain, approach
and landing, and loss of control. ($32.1 mil-
lion, same as 2001)

e continue to enhance and expand the use of
ATOS, SPAS, FOQA, and Aviation Safety Ac-
tion Plan. FAA expects to issue a Final Rule
on FOQA in the first quarter of FY 2002.
($35.3 million, same as 2001)

e work on aging aircraft systems, fuel tank safe-
ty, and flammability.

FAA's regulation and certification program estab-
lishes aviation safety standards, monitors safety
performance, conducts aviation safety education
and research, issues and maintains aviation cer-

tificates and licenses, and manages rulemaking.
($617 million)

FAA's aviation medicine research program works
to enhance cabin safety factors and is developing
guidelines based on accident research, toxicologi-
cal findings, and analyses of aeromedical data to
help prevent aircraft accidents, injuries, and
death. ($6.1 million)

FAA's research in safety technology supports the
regulatory program, which sets safety standards
for aircraft design and maintenance. Areas stud-
ied include fire-resistant materials for cabin interi-
ors, fire detection equipment, inspection and
maintenance of aging aircraft, and prevention of
engine failures. ($53.2 million)

Other Federal Programs with Common
Outcomes: Building upon the Memorandum of
Understanding between the FAA and NASA, in FY
2000 the agencies finalized and began imple-
menting the FAA/NASA Integrated Research Plan.
The purpose of this plan is to effectively leverage
FAA and NASA safety research and development
resources to achieve a common goal of an 80 per-
cent fatal aviation accident reduction. The plan
specifies how the two agencies will:

e Articulate common goals tying research pro-
grams to "real world" outcomes in focus ar-
eas, e.g., accident prevention, precursor iden-
tification, mitigation and safety risk analysis.

e Consolidate all aviation safety research
through analysis of: investment contributions
to each focus area by FAA and NASA individu-
ally and jointly; investment allocations for
commercial and general aviation applications;
level of coordination based on shared invest-
ment with a view toward combined investment
over time; and periodic program review.

e Improve coordination and communication
between the agencies outlining the informa-
tion needs of each agency and specifying or-
ganizational points of contact.

e Establish an investment strategy, which coor-
dinates assessments of goal accomplishments
and investment plans; synchronize communi-
cation based on budget cycles; and integrate
planning and implementation actions.




Management Challenge — Commercial and
General Aviation Safety (IG/GAO)

The IG and GAO have stated that the FAA must
take steps to reverse the trend in known safety
risks such as runway incursions and operational
errors, strengthen oversight and rulemakings,
and manage the aviation safety and air traffic
control workforce strategically over the long
term. The IG stated that safety must take priori-
ty over the impact of increased demand, new
technologies and budget cuts. Several safety
issues that the FAA needs to address were listed
by the IG.

FAA faces many challenges in promoting aviation
safety in a dynamic industry. To judge its pro-
gress in promoting aviation safety, DOT has done
and will plan to do the following:

EY 2000

o [Initiated DOT/FAA oversight of U.S. carriers’
safety audits of their foreign code-share
partners. Guidelines were announced, and
FAA began quarterly audits of U.S. carriers’
code-share partners in November 2000.

e Continued to implement the Aircraft Safety
Act of 2000 that stiffened penalties for traf-
ficking in suspected unapproved parts (SUP).
FAA initiated 262 SUP investigation cases
and the IG obtained 9 indictments related to
the sale and use of SUPs.

e FAA issued over 40 airworthiness directives
on electrical wiring and 18 on fuel systems
for large commercial aircraft. FAA and indus-
try also conducted inspections of in-service
aircraft that are 20 years old or more to
assess the condition of the U.S. transport
fleet with respect to wiring and to identify
other areas of concern.

e Published Flight Operational Quality Assur-
ance (FOQA) NPRM in July 2000.

FY 2001

e To help improve runway safety, the first Air-
port Movement Area Safety System (AMASS)
will be operational (34 airports will have op-
erational AMASS systems by September
2002).

e FAA has begun initial system safety training
for Air Transportation Oversight System

(ATOS) inspectors.

e FAA will publish a Flight and Duty Time Rule
Supplemental NPRM by September 2001.

e As part of a general Departmental effort,
FAA will complete a strategic human
resource plan for safety and air traffic con-
trol personnel, ensuring that workforce train-
ing and succession issues are embedded in
FAA's strategies and resource plans.

e FAA will publish an NPRM for National Air
Tour Safety Standards by September 2001.

e The FAA receives several hundred reports
per year relating to SUPs, and has set a
standard for assigning an investigation to the
responsible field office within 5 days from
receipt. Field offices are carrying out these
investigations as quickly as possible.

FY 2002

e FAA will determine the feasibility of expand-
ing ATOS beyond currently covered large air
carriers to smaller commercial air carriers.



TASC Graphics



GENERAL AVIATION FATAL ACCIDENTS: public and corporate aircraft provide

a wide range of services — such as crop dusting, fire fighting, law enforcement, news coverage, sight-
seeing, industrial work, on-demand air taxi service, and corporate transportation — and privately owned
aircraft provide personal transportation and recreation. General Aviation (GA) is an important element
of the U.S. transportation system and the U.S. economy, and the majority of aviation fatalities have
occurred in this segment of aviation. Since 1988, there has been a gradual trend downward in the hum-
ber of general aviation accidents, but progress has not been steady. DOT is working with the GA com-

munity to achieve further improvements in safety.

Performance Measure: Number of fatal general

aviation accidents.

Target: 1999 2000 2001 2002
Original N/A 379 379 N/A (CY)
Revised N/A 379 379 379 (FY)
Actual:

Original 354 369# (CY)

Revised 364 347# (FY)

# Preliminary estimate

External Factors: General aviation (GA) includes
all segments of the aviation industry except com-
mercial air carriers and the military. Aircraft range
from single-seat home-built aircraft, to rotary wing
craft, balloons, and extended-range turbojets.
Levels of risk are highly variable within this avia-
tion segment and regulatory oversight varies con-
siderably. Some elements of general aviation
operate in hazardous environments, such as agri-
cultural application, external-load operations, fire
fighting, and pipeline/power line patrol.

General Aviation Fatal Accidents
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2000 Results: Based on preliminary data, DOT
met its target.

The GA community and the FAA jointly developed
the annual performance goal. The goal takes into
consideration a projected 1.6% per year increase
in activity in this sector. With this increase in activ-
ity, the number of GA accidents would also
increase if there were no further interventions.

Working together, FAA and the general aviation
industry have formed a Joint Steering Committee

to link safety improvement efforts, focusing in par-
ticular on five causal factors, the majority of which
are common to commercial aviation — controlled
flight into terrain, loss of control, runway incur-
sions, weather, aeronautical decision-making, and
survivability. The Committee completed accident
and incident data analysis in the categories of
controlled flight into terrain and weather, settled
on an appropriate set of interventions, and
devised and initiated detailed implementation
plans. Implementation will continue through FY
2005.

FY 2001 Performance Plan Evaluation: Based
on 2000 performance and the continuation of
ongoing efforts to reduce general aviation fatali-
ties, DOT expects to meet the 2001 performance
goal.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to General Aviation Fatal
Accidents
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General aviation is one of the four primary focus
areas of the Safer Skies Initiative. The primary
strategy for improving GA safety is a collaborative
working relationship between the FAA and the GA
community to identify problems and implement
solutions. Intervention strategies to be completed
in 2002 for General Aviation controlled flight into
terrain will continue to focus on:

e publishing simplified certification and
installation guidance for manufacturers and
avionics installers;

e revising the Advisory Circular governing




biennial flight reviews to enhance the aware-
ness of general aviation pilots of controlled
flight into terrain; and

e establishing a General Aviation Safety Council
to coordinate training and educational pro-
grams for general aviation.

For accidents mainly caused by weather, interven-
tion strategies to be completed in 2002 will focus
on:

e providing up-to-date weather to the pilot;

¢ developing model Flight Operation Manuals to
assist pilots in assessing weather risks and
avoiding or coping with weather hazards;

e encouraging the production and use of
operational graphical weather information
products that show how and when a flight can
be made safely; and

e upgrading FAA equipment that supports safe
flight such as the flight service station
automation system, automated weather obser-
vation systems, and communications systems
that provide weather and altimeter settings to
pilots.

Other Federal Programs with Common
Outcomes: NASA, in partnership with DOT, is
conducting general research on aviation safety
programs. See the Commercial Aviation Fatal
Accident Rate goal for a more detailed discussion
of FAA's coordination with NASA on safety
research and development.




RUNWAY INCURSIONS: Runway incursions create dangerous situations that can lead to

serious accidents. A runway incursion occurs when an aircraft, vehicle, person, or object on the ground
creates a collision hazard or results in a loss of separation with an aircraft taking off, intending to take
off, landing, or intending to land. Reducing the number of runway incursions will lessen the probability
of accidents that potentially involve fatalities, injuries, and significant property damage.

Performance Measure: Number and rate (per
100,000 operations) of runway incursions.

Target: 1999 2000 2001 2002
Number: 270 248 N/A N/A (CY)
263*  250* 243 236 (FY)
Rate: N/A N/A N/A  .370
Actual:
Number: 322 429 (CY)
330 403 (FY)
Rate: .485 .584

* FY beginning in 2001. These are equivalent to the
CY targets.

Note on data: DOT has changed the data frame
to a fiscal year basis in order to facilitate timely
performance reporting, and is adding a rate of
incursions per 100,000 airport operations to better
display the operational context for this measure.
Adding a rate does not diminish our focus on
eventually eliminating this potential source of avia-
tion fatalities.

External Factors: Increases in airport operations
raise the risk of runway incursions. Some of the
additional factors that contribute to the complexity
of this safety problem are aircraft of different
types and capabilities moving in close proximity;
weather changes that impact visibility and conceal
normal visual cues; unclear signs and surface
markings; pilots unfamiliar with an airport; and
complex and varied airport geometry.

Runway Incursions
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2000 Results: DOT did not meet the target, and
the trend is in the opposite direction from the
goal. Runway incursions increased to 429 from
322 in 1999, a 33% increase. Runway incursions
fall into three general classifications: operational
errors, pilot deviations, and vehicle/pedestrian
deviations, with different characteristics and rates
of change.

e Total Pilot Deviations, the largest category of
runway incursions, increased by more than
38%. Over half the deviations were attribut-
able to communications lapses and pilots’
unfamiliarity with airports.

e Total vehicle/pedestrian deviations were up by
more than 12%, almost two-thirds of which
were due to maintenance, construction, and
security or emergency vehicle deviations.

e Operational errors increased by more than
7%, mostly attributable to communications
and procedural lapses.

The main causal factors for runway incursions
continue to be communications, airport knowl-
edge, and situational awareness when operating
on the airport surface. Improved guidelines and
incident reporting provisions resulted in increased
reporting, and revealed shortcomings in both
areas. The FAA appointed a Director of Runway
Safety, and broadened the program’s approach by
creating a comprehensive Runway Safety Program.
Using this approach, FAA conducted a series of
regional runway Safety Workshops, reaching out
to all interested members of the aviation commu-
nity, and culminating in a Human Factors
Symposium, and Runway Safety National Summit.
This summit focused on recommendations,
actions, and results from regional workshops, the
Human Factors Symposium, and other industry-
wide activities to improve runway safety.

The FAA published a National Blueprint for
Runway Safety, containing major action areas.
FAA began implementation of the near-term initia-
tives in October 2000. Regional runway safety
managers were selected; a centralized library of
training, education and awareness was estab-
lished; and improved runway marking standards
were promulgated. Each area includes initiatives




that may be implemented individually or integrat-
ed with other initiatives to provide an effective,
comprehensive solution to this important problem.
The major areas are:

e Training - Several initiatives are designed to
enhance knowledge, skills and overall per-
formance of pilots, controllers, vehicle opera-
tors, and other personnel who interact on the
airport surface.

e Technology - Establish a Runway Incursion
Technical Evaluation team, complete imple-
mentation of existing technology (Airport Sur-
face Detection Equipment, Airport Movement
Area Safety System, and Airport Surface
Detection Equipment - Model X), coordinate
runway safety technology initiatives with NASA
and the aviation community, and develop
innovative implementation strategies to ensure
promising runway safety technologies are
made available for various airports.

e Communications - Simplify and standardize
radio communications within the community to
those involved in surface operations.

e Procedures - Segregate ground vehicles from
the airport operations area whenever possible,
follow-up on perimeter road construction, con-
tinue studies on strengthening the Code of
Federal Regulations section that requires posi-
tive clearance onto runways, and develop and
implement national standard operating proce-
dures for tower controllers.

e Airport Signs/Marking/Lighting - Improve the
airport environment, increase visibility,
enhance safe and efficient movement of air-
craft, and test pilot knowledge of airport
signs, markings and lighting.

e Data, Analysis, and Metrics - In an effort to
better measure how well initiatives are per-
forming, the Runway Safety Office plans to
change FAA policy, where necessary, to im-
prove the quality and quantity of data on run-
way incursions.

Although prevention of all incursions is important,
analysis indicates that all runway incursions might
not pose the same level of risk. FAA will develop
ways of categorizing risk to more effectively focus
on root causes, and to more effectively target re-
sources toward the most serious causes. Risk cat-
egorization and analysis will also yield better indi-
cators of FAA's effectiveness in improving runway

safety.

FY 2001 Performance Plan Evaluation: Re-
ducing runway incursions is a high priority goal,
but given our results in 2000, it is unlikely that the
runway incursion goal will be met.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Runway Incursions
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Key initiatives underway include:

e Emphasizing situational awareness in air
traffic controller on-the-job training courses;

e Establishing a Runway Incursion Technical
Evaluation Team which will comprehensively
assess all potentially safety-enhancing tech-
nologies and products;

e Expanding data link usage for communications
between air traffic controllers and pilots;

e Studying whether to require pilots to receive
specific clearances for crossing any runway,
and whether, absent affirmative clearance, pi-
lots must hold short of the runway;

e Encouraging airports’ use of Airport Improve-
ment Program funds for installing and main-
taining security fencing, signs, markings, and
lighting at all airports; and

¢ Identifying underlying causes of human error,
developing standard human factors investiga-
tion and analysis methods for all aviation inci-
dents and accidents, including runway incur-
sions.

In addition, the FAA will:

e Improve and expand the Runway Incursion
Action Team process to include a regional
focus, increase the number of visits, and
obtain the "best practices" from each line of
business, NTSB, the Office of Inspector
General, and DOD.




e Begin a second round of regional workshops
and symposia designed to raise awareness, re-
port on progress, and conduct another nation-
al Human Factors Symposium on Runway
Safety designed to share lessons learned and
identify recommendations to reduce runway
incursions.

e Conduct the first International Runway Safety
Summit to share lessons learned and to com-
municate with the aviation community.

e Continue to implement the twenty recommen-
dations of the National Blueprint for Runway
Safety, which contains a multi-pronged effort
of outreach, training for pilots and controllers,
better standards and funding for runway sign-
age and markings, and technology for better
control of ground movements. ($93.5 million)

Other Federal Programs with Common
Outcomes: DOD has developed software, based
on radar images, for detection of aircraft and
other vehicular movement to reduce runway incur-
sions at military airports. NASA and FAA work
cooperatively on aviation safety research and tech-
nology development for runway safety and other
areas. NTSB works to investigate runway acci-
dents and determine causal factors useful in
sharpening FAA's safety program design.

Management Challenge — Runway Safety

(1G6)

Despite significant management focus, FAA has
been unable to reverse the upward trend in run-
way incursions. The IG has indicated that
reversing the sharp increase in runway incur-
sions is a critical management challenge for DOT.
FAA is pursuing a number of initiatives begun in
2000 to solve this problem, and, as the IG
states, is identifying and evaluating technologies
that can be quickly put to use in high-risk air-
ports.

This goal in its entirety addresses the Inspector
General’s discussion of runway safety in the
recent Management Challenges Report.




AIR TRAFFIC OPERATIONAL ERRORS:! 0ne of the fundamental principles of

aviation safety is “separation” -- the need to maintain a safe distance from aircraft, terrain, obstructions,
and certain airspace not designated for routine air travel. Air traffic controllers employ separation rules
and procedures that define separation standards for many different environments where aircraft oper-
ate. Pilots flying under visual flight rules operate under a "see and avoid" policy. Pilots using instru-
ment procedures rely on air traffic controllers' instructions to guide them. When the rules and proce-
dures that define separation standards are not applied or followed appropriately by a controller, and
separation is less than required, an operational error occurs. DOT seeks to reduce operational errors.

Performance measure: Operational errors per 1
million activities.

Target: 1999 2000 2001 2002
Original .496 .486 .5 .5
Revised 4.96 4.86 5 5
Actual:

Original .57 .684

Revised 5.7 6.84

Note: After 2001, the scale changed to errors per 1
million activities. The change in the rate scale from
100,000 to one million activities in 2001 does not
affect the rate of occurrence.

Discontinued performance measure: Deviations
per 100,000 activities.

1999 2000 2001 2002
Target: .099 .097 b &
Actual: .17(r) .210

* Measure was discontinued in the DOT FY 2001
Performance Plan.

(r) Revised

External Factors: The continued increase in the
volume of air traffic activity in congested and
restricted airspace is a major factor affecting oper-
ational errors. From 1999 to 2000, air traffic
operations in the top 30 airports increased by
4.3%, compared to a 0.2% increase from 1998 to
1999.

Operational Errors
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2000 Results: DOT did not meet the target for
reducing operational errors. Operational errors
totaled 1,145, or 0.684 per 100,000 activities,
significantly above the goal of 0.486 per 100,000
activities. Operational deviations, at 352, or 0.210
per 100,000 activities, also missed the goal of
0.097.

FAA continued its effort to improve the proce-
dures, reporting, and correction of operational
errors and deviations after instituting a Quality
Assurance Review (QAR) process in 1999 to identi-
fy and correct controller performance deficiencies
through training. The FAA improved its internal
procedures, requiring management involvement in
controller re-certification following an operational
error or deviation.

More importantly, safety improvement is empha-
sized by means of operational error reporting,
causal analysis, and problem correction, rather
than on using controller error reports as an indica-
tion of a failure requiring punitive action. This
renewed emphasis on data quality and procedural
improvement, and the lessening of punitive meas-
ures, has contributed to the increase in reported
errors and deviations. This structural change is
evident in the increase in the level of monthly
operational errors for FY 2000, compared to 1997-
1999.

FY 2001 Performance Plan Evaluation:
Correcting causes of operational errors while new
equipment is introduced, and in the face of
increased aviation activity, will make achieving our
2001 target a challenge.

FAA will continue to conduct quarterly safety
meetings with regional quality assurance staff
managers, in addition to bi-weekly teleconfer-
ences. QARs will be used to identify and correct
controller performance deficiencies prior to the
occurrence of an operational error or deviation.
Twenty-five facilities with high or increased num-
bers of operational errors have been scheduled for
Investigative Reviews of Air Traffic services in FY




2001. Following the review, the facilities will be
required to develop action plans in an effort to
reduce the rate of errors.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Air Traffic Operational
Errors
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One of the major approaches in reducing the level
of operational errors is to provide a common
understanding of procedures and policies among
controllers and pilots. Training for controllers is
central to this approach and will continue to be
the focus of FAA's safety strategies in this area.
Training will be enhanced by an aggressive identi-
fication of operational error causal factors.
Technology improvements, such as the deploy-
ment of modern displays, new decision support
tools, and improved communication systems, will
allow controllers to determine aircraft location
more effectively, and will reduce miscommunica-
tion between pilots and controllers.

The FAA will:

¢ Investigate the use of the User Request
Evaluation Tool (URET), a prototype conflict
probe, to provide controllers with more
advanced notification of potential in-flight con-
flicts as a way of reducing operational errors.

e Investigate use of the initial deployment of
Controller Pilot Data Link Communications
(CPDLC) as a means for improving pilot and
controller communications, thereby reducing
operational errors caused by miscommunica-
tion.

e Address and reduce repeat incidents by
individuals through meaningful individual skill
enhancement/remedial training. This will be
accomplished by better identification of causal
factors, and refresher training on procedures
for avoiding common types of operational
€errors.

e Continue to conduct QAR's to identify and
correct controller performance deficiencies
prior to an occurrence of an operational error
or deviation, and resolve performance defi-
ciencies through corrective training.

e With the National Air Traffic Controllers
Association, develop and implement a system
to classify every operational error based on
risk, and take action to train or discipline con-
trollers based on an assessment of the cause
and severity of the incident.

The FAA has proposed changing separation
standards to reflect the level of risk. Changes to
current rules and regulations, and concurrence of
the National Transportation Safety Board and
other interested parties, are necessary before
these new standards can be implemented.

Other Federal Programs with Common
Outcomes: None.

Management Challenge — Operational
Errors (1G)

The IG has indicated that reversing the sharp
increase in operational errors is a critical man-
agement challenge for DOT. FAA is approaching
the reduction of operational errors with a
renewed sense of urgency, amidst increasing
aviation activity and increasing airspace and
runway congestion.

This goal in its entirety addresses the IG’s dis-
cussion of operational errors in the recent
Management Challenges Report.




HiGHWAY-RAIL GRADE CROSSING ACCIDENTS: 1n 2000, the rail indus-

try continued its downward trend in the number of grade crossing accidents. There were an estimated
3,441 crossing accidents versus 3,489 in 1999. While this is encouraging news, grade crossing acci-
dents continue to be the second leading cause of rail-related fatalities, exceeded only by trespasser
deaths. DOT seeks continual decreases in grade crossing accidents.

Performance measure: Grade crossing acci-
dents divided by the product of: 1) million train-
miles and 2) trillion vehicle-miles traveled.
1999 2000 2001 2002
2.19 1.57 139 1.39
1.83(r) 1.78#

Target:
Actual:

#Preliminary estimate
(r) Revised

External Factors: U.S. railroad activity has re-
flected the economic boom of the 1990’s, with a
rapid expansion in the amount of rail freight and
passengers hauled. Since 1990, revenue ton-
miles and train-miles have risen almost 40% and
20%, respectively. Additionally, there are approxi-
mately 155,000 public and 99,000 private grade
crossings nationwide. These factors increase the
risk and likelihood of highway-rail grade crossing
accidents.

Grade Crossing Accidents
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2000 Results: DOT did not meet the perform-
ance target. Although there were fewer grade
crossing accidents in 2000 than in 1999, train-
miles increased and vehicle-miles traveled (VMT)
appeared to have plateaued, affecting the rate. In
addition, while “public” crossing accidents have
fallen 4% from 1999, “private” crossing accidents
rose 15%. FRA has limited authority or control
over the latter.

FY 2001 Performance Plan Evaluation: DOT
anticipates meeting the target this year. FRA has
an extensive educational outreach program and
will continue to work on multiple fronts to increase
safety at crossings.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Highway-Rail Grade
Crossing Accident Rate
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DOT sets and enforces safety standards, investi-
gates major train accidents, and educates the
public on the dangers associated with highway-rail
crossings. DOT continues to develop both ongo-
ing and new technologies aimed at reducing cross-
ing accidents.

FRA oversees the modification and elimination of
grade crossings. Also, FHWA provides Surface
Transportation Program (STP) funding to States
for highway hazard elimination, including crossing
hazard elimination initiatives.

FRA, FHWA and NHTSA will continue to support
Operation Lifesaver, a non-profit national organiza-
tion devoted to preventing and reducing crashes,
injuries and fatalities and improving driver per-
formance at the Nation’s more than 254,000 pub-
lic and private highway-rail grade crossings. A key
goal of Operation Lifesaver is also the prevention
of rail trespassing by raising awareness about the
deadly consequences of trespassing on rail proper-
ty. ($1.025 million)

FRA funding for rail safety is increasing by 9 per-
cent to $154 million. These funds will be used to
reduce rail fatalities, highway-rail grade crossing
fatalities, and trespasser accidents. FRA will add
26 additional safety positions, four of which will
specifically support highway-rail grade crossing
activities and trespassing prevention.

Other Federal Programs with Common Out-
comes: None.




PIPELINE FAILURES: A network of two million miles of pipelines transports natural gas to

60 million residential and commercial customers. While pipelines are among the safest modes for trans-
porting liquids and gases, the nature of the cargo is inherently dangerous. Pipeline failures can pose an

immediate threat to people and communities.

Corrosion is a leading cause of pipeline failures causing

on average 20% of all pipeline failures. Other causes include incorrect operation, construction/material
defect, equipment malfunction, failed pipe, and other miscellaneous causes that account for another
41% of pipeline failures. DOT seeks to reduce risks to populated areas and to the environment by
ensuring that transmission pipeline owners and operators maintain their pipelines in good condition, and

operate them well.

Performance measure: Failures of natural gas
transmission pipelines.

1999 2000 2001 2002
Target: 4,528 4,451 4,375 4,301
Actual: 4,467  4,322#

# Projected

External Factors: Long haul transmission
pipelines are often in remote locations and under-
ground. Short haul distribution pipelines — typical-
ly in neighborhoods — are most susceptible to out-
side force damage from digging.

Pipeline Failures
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2000 Results: Based on preliminary data, DOT
met its pipeline safety performance target; howev-
er, we still saw some tragic pipeline failures in
2000. In Carlsbad, New Mexico, a 30-inch natural
gas pipeline violently ruptured. The accident
resulted in 12 fatalities — the deadliest pipeline
accident in the continental United States in almost
25 years.

RSPA has been working closely with the natural
gas transmission industry to insure that operators
have a staff that is adequately trained and quali-
fied to perform essential maintenance and opera-
tional functions, and that operators meet newly
established qualification guidelines. RSPA is
encouraging industry to monitor corrosion closely,
and to inspect pipelines internally where possible
for any internal defects or external gouges that
may lead to corrosion or pipe seam failure. RSPA
is working with industry and the public to provide
education about the need for reducing excavation

damage hits to pipelines.

RSPA, Battelle Memorial Institute, the Southwest
Research Institute, and Iowa State University are
working together to determine how in-line inspec-
tion technologies may be used for early detection
of mechanical damage such as dents, gouges and
metal movement, which are precursors to later
corrosion failures. The work is progressing and
has established that only one survey will be need-
ed to detect corrosion and mechanical damage.

FY 2001 Performance Plan Evaluation: DOT
expects to meet its performance target this year.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Pipeline Failures
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DOT works to reduce the risk of pipeline failures
by establishing safety regulations and assuring
compliance. RSPA’s Pipeline Safety program
impacts both DOT's Safety and Environmental
strategic goals. RSPA believes that safety pro-
grams based only on compliance with the regula-
tions can result in a piecemeal approach to identi-
fying and controlling risks, sometimes overlooking
the subtle relationships among causes of failure,
and the benefits of coordinated risk control activi-
ties. Having operators implement systematic and
integrated approaches to assure pipeline integrity
and address the most important risks offers the
greatest opportunity to improve the industry's per-
formance. For this reason, RSPA plans to issue
integrity management requirements for pipelines
in high consequence areas that include populated
areas, commercially navigable waterways, and




locations unusually sensitive to environmental
damage that might be impacted by a pipeline fail-
ure.

Because natural gas and hazardous liquids have
different physical properties and pose different
risks, RSPA will implement integrity management
requirements for gas and liquid operators in
stages, beginning in 2001 with requirements for
large hazardous liquid operators.

e Of RSPA’ total pipeline safety program ($53.8
million, a 13% increase over the FY 2001
level), $31 million is attributed to efforts to
reduce natural gas pipeline failures. This
includes integrity assessment, rulemaking,
enforcement, research, and information dis-
semination. Particular focus will be on
expanding and improving RSPA’s ability to
assess the integrity of an operator’s system.

e RSPA will continue working with the States to
improve the States’ ability to participate in the
oversight of outside force damage to inter-
state pipelines within their borders, as well as
any other issues of local concern, such as
accident investigation and new construction.
The mechanism for doing this is a 50% grant
match for the costs of that State’s oversight.
($19.5 million)

e RSPA will continue implementing public
education initiatives by making educational
materials available for use by operators, one-
call centers and other interested groups; con-
tinuing to hold Dig Safely training sessions
around the country for groups interested in
implementing the program; encouraging par-
ticipating operators to improve accuracy in
locating and marking facilities; and continuing
evaluation of one-call system education best
practices. ($4 million, a $3 million increase
over the FY 2001 level)

e RSPA, through a new initiative, will work to
assure that America’s communities can live
safely with pipelines by accelerating and vali-
dating pipeline integrity testing by operators,
comprehensively evaluating all pipeline risks,
strengthening Federal/State oversight of
pipelines, providing community officials with
information needed to protect their citizens,
and vastly improving the data available to reg-
ulators, industry, and communities.

($4.9 million)

e RSPA will develop a curriculum and deliver

training to promote compliance with pipeline
safety regulations; teach regulatory require-
ments to industry personnel, particularly small
gas system operators; and teach Federal and
State inspectors compliance requirements,
inspection techniques, and enforcement proce-
dures. ($1.2 million, an 8% increase over the
FY 2001 level)

e RSPA will work with the National Association
of Pipeline Safety Representatives, trade asso-
ciations such as the American Petroleum
Institute, and other industry partners in
designing new reporting systems and improv-
ing pipeline safety data.

Other Federal Programs with Common
Outcomes: RSPA is moving forward with the
National Pipeline Mapping System with input and
interest from the Federal Energy Regulatory
Commission, the National Oceanic and
Atmospheric Administration (NOAA), the
Department of Energy, the U.S. Geological Survey,
and others. The system will help us analyze risks
to environmentally sensitive and populated areas.
RSPA participates jointly with the Environmental
Protection Agency (EPA), the Department of
Agriculture, the Department of Interior and NOAA
to collect data on the location of environmentally
sensitive areas and is co-funding with EPA, efforts
at the National and State levels to populate digital
data banks.

Management Challenge — Pipeline Safety
(1G/GAO)

The IG and GAO have made recommendations to
RSPA intended to improve pipeline safety. These
recommendations included: improve pipeline safe-
ty standards, strengthen enforcement of pipeline
safety laws and regulations, enhance Federal-
State partnerships, provide the public better infor-
mation and opportunities to participate, and sup-
port research and development of innovative
pipeline safety technologies. To address these
concerns, RSPA will:

1: Finalize actions required by the 1992 and
1996 Congressional mandates:

e RSPA is progressing on finalizing actions
required by Congressional mandates. RSPA
will complete rulemakings that address all
mandates by the close of 2002.

2: Expand the focus of RSPA’s research and
development programs to include: (a) “smart




pigs” that can detect material pipe defects and
(b) alternative pipeline inspection and monitoring
technologies for pipelines that cannot accommo-
date “smart pigs”.

e In 2001, RSPA is co-funding research on
“smart pig” technology to detect excavation-
related damage. RSPA is co-funding research
on real-time monitoring technologies that
detect and prevent construction damage and
is funding a study that examines direct
assessment of pipelines, including those that
cannot be readily pigged. Additionally, RSPA
is co-funding airborne leak detection research
with the U.S. Air Force. RSPA is also working
with DOE and other stakeholders to develop a
nationally coordinated pipeline research plan.

3: Design and implement a program to train
Office of Pipeline Safety (OPS) inspectors on the
use and capabilities of pipeline inspection tech-
nologies and the reading and interpreting of
inspection results.

e 1In 2001, RSPA designed and is conducting a
pilot training program for Federal and State
inspectors on internal inspection technologies
and the analysis of data resulting from inter-
nal inspections.

e 1In 2002, RSPA plans to offer a final
version of this training program.

4: Revise collection and processing of pipeline
accident data to expand accident causal cate-
gories for more detailed trend analysis and to
clarify accident form instructions so that operators
will be more consistent and accurate in reporting
accident causes.

e RSPA proposed reporting changes for natural
gas transmission pipeline operators that
address this challenge. RSPA expects to
finalize proposed changes in 2001.

e 1In 2001, RSPA expects to finalize a rule that
would require hazardous liquid pipeline opera-
tors to provide better information on causes
of failures. Also in 2001, RSPA plans to pro-
pose rules requiring hazardous liquid pipeline
operators to file an annual report needed to
improve trend analyses.

5: Revise Pipeline Safety regulations to establish
an enforcement mechanism to ensure operators

submit revised accident reports when required.

e 1In 2001, RSPA is increasing its oversight of
accident reporting by operators and will
implement revised procedures to examine
accident reports submitted by pipeline opera-
tors. OPS is implementing a new “open” and
“closed” concept for accident reports that will
address erroneous and incomplete report
information by keeping accident reports
“open” until all information is finalized and
complete. New tracking procedures will iden-
tify which operators are non-compliant. OPS
will pursue enforcement action on operators
found to be non-compliant with reporting
requirements.
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HAZARDOUS MATERIALS INCIDENTS: Many of the materials used in manufactur-

ing and many of the retail products people buy include hazardous materials. There are over 800,000
shipments of hazardous materials (hazmat) each day in the United States. These range from flammable
materials and explosives to poisons and corrosives. Release of these materials during transportation
could result in serious injury or death, or harm to the environment. DOT seeks to reduce public safety
risks by minimizing the possibility of hazmat releases in transportation accidents, or of improper hazmat
packaging or shipping becoming the cause of transportation accidents, fatalities, or injuries.

Performance measure: Number of serious haz-
ardous materials incidents in transportation.
1999 2000 2001 2002

Target: 430 411 401 391
Actual: 377(r) 396#
(r) Revised

# Preliminary estimate

External Factors: The vast majority of hazmat
transportation incidents are caused by human
error.

Serious Hazardous Materials Incidents
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2000 Results: Based upon the preliminary esti-
mate, DOT met its performance target. However,
serious hazardous materials incidents increased 5
percent from last year. Highway incidents continue
to dominate the overall number of serious haz-
ardous materials incidents, but they decreased
from 79% of total serious incidents to 73%.
Serious rail incidents increased from 17% to 23%
of the total.

Industry appears to be increasingly focused on
safety improvements through improved packaging
and better operational and response procedures.
The drop in package failure incidents may partially
reflect that effort, and suggests at least one
aspect of system risk reduction.

Serious Hazardous Materials Incidents by
Mode
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FY 2001 Performance Plan Evaluation: Given
the year-to-year fluctuation observed in this meas-
ure, it is difficult to determine whether a firm
downward trend has been established. Meeting
the target for 2001 appears to be within reach,
but given the uptick in incidents, it will be a chal-
lenge.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Hazardous Materials
Incidents
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DOT develops regulations and standards for haz-
mat packaging and shipping, and enforces those
standards for every mode of transportation. DOT
will focus more on the human factors involved in
hazmat spills. RSPA will work with the industry
and State and local partners to prioritize risk fac-
tors, permitting better focus of resources on high-
est risk areas.

e RSPA will conduct more shipper inspections,
relative to other types of like inspections of
package manufacturers and retesters.

e RSPA will address human errors by imple-
menting an intensive effort to reach the haz-
mat community through training, technical
assistance and customer service to ensure it
understands how to comply with Federal safe-
ty requirements. RSPA will prioritize compli-
ance initiatives on a risk and human factors
basis. RSPA will work with international
organizations to promote consistency between
national and international hazardous materials
requirements to improve the safe and efficient
transportation of hazardous materials. ($21
million, 13% increase over FY 2001)




e Coast Guard will continue to enforce hazmat
shipping regulations aboard U.S. ships and
foreign ships in U.S. ports, as well as at port
facilities. USCG, in conjunction with EPA, will
continue to manage and operate the 24-hour
National Response Center for all reporting of
hazardous materials releases.

e FAA will continue its focus on manufacturers,
distributors, retailers and reshippers before
their cargo reaches airports.

e FMCSA will continue its Compliance Reviews
and, when necessary, take enforcement action
against motor carriers that pose a greater
hazardous materials risk, focusing on inci-
dents/crashes, vehicle and driver violation
occurrences, and company safety manage-
ment breakdowns.

Other Federal Programs with Common
Outcomes: In developing regulations for the
transportation of hazardous materials, DOT works
with the Environmental Protection Agency (EPA);
Department of Labor’s Occupational Safety and
Health Administration; Department of Health and
Human Services (HHS); the Treasury Department’s
Customs Service and Bureau of Alcohol, Tobacco
and Firearms; Nuclear Regulatory Commission
(NRC); and the Consumer Product Safety
Commission.

DOQOT is also a member of the National Response
Team (NRT). The NRT is responsible for coordinat-
ing Federal planning, preparedness, and response
actions related to oil discharges and hazardous
substance releases.

In coordination with the Federal Emergency
Management Agency (FEMA), the NRC, the EPA,
the Departments of Labor, Energy, and HHS, and
the National Institute of Environmental Health
Sciences, DOT periodically develops and updates a
curriculum consisting of a list of courses necessary
to train public sector emergency response and
preparedness teams.

Management Challenge — Intermodal
Hazardous Materials Safety (1G)

In March 2000, a Final Report on the Department-
wide Hazardous Materials Program Evaluation
(HMPE) was presented to the Secretary and
Congress. The evaluation found that DOT’s haz-
ardous materials program is working reasonably
well, but that improvements could be made for
cross-modal issues. The report recommended a
central focal point to administer and deliver a DOT-

wide hazardous materials program. The report also
made recommendations concerning program deliv-
ery issues and data needs, and listed six areas for
further analysis.

Based on the findings of the HMPE, the Secretary
established the Director, Intermodal Hazardous
Materials Program (IHMP) within the Associate
Deputy Secretary and Director, Office of
Intermodalism. The Director will work with a team
comprised of representatives detailed from the five
operating administrations involved with hazardous
materials safety issues.

The Director for IHMP is responsible for implement-
ing the HMPE recommendations and working with
the Bureau of Transportation Statistics to improve
data.

This authority was set forth in a Secretarial delega-
tion which authorized the Office of Intermodalism
to:

e be the principal adviser to the Secretary on
intermodal and cross-modal issues and the
focal point to review hazardous materials
policies, priorities, and objectives;

e provide oversight for planning and budgeting
strategies for all DOT hazardous materials
activities;

e resolve disputes among operating
administrations of hazardous materials issues;

e externally review and monitor all DOT
hazardous materials activities;

e coordinate resource issues with the operating
administrations and the Assistant Secretary for
Budget and Programs;

e coordinate DOT-wide hazardous materials
outreach and data activities; and

e address other regulatory and programmatic
intermodal issues related to hazardous
materials.

One of the areas identified by the HMPE for further
analysis was the need to develop more effective
performance measures for the hazardous materials
program. The HMPE found that DOT is hampered
by the lack of reliable, timely, and accurate infor-
mation with which to evaluate program effective-
ness and on which to base program delivery deci-
sions. As a result, the Department is unable to
gauge its effectiveness or accurately assess its
impact on achieving hazardous materials safety or
develop better approaches to eliminate the causes
of most serious hazardous materials incidents.
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STRATEGIC GOAL: MOBILITY

Shape an accessible, affordable, reliable transportation
system for all people, goods, and regions.

school, community services, markets, and other people. The U.S. transportation system carries

M obility as much as any other factor defines us as a Nation. It connects people with work,

over 4.6 trillion passenger-miles of travel and 3.9 trillion ton-miles of freight every year —
generated by more than 276 million people and 6 million businesses.

DOT's aim is an affordable, reliable and accessible transporta-
tion system. One indicator of affordability is the transportation
component of the Consumer Price Index (CPI), which tracks
the price of a market basket of goods and services purchased
by U.S. households over time. Between 1983 and 2000, the
CPI for transportation grew less than the overall CPI for urban
consumers. However, in 2000, the transportation CPI rose
more rapidly (4.1%) than the average (3.4%), primarily due to
higher fuel prices.

To achieve reliability and accessibility, our transportation sys-
tem frequently relies on common public infrastructure that is
maintained on limited national resources — our land, water-
ways, and airspace. DOT's objective is to optimize capital
investment in these public systems and manage them to maxi-
mize the benefit to all Americans. The FY 2002 budget propos-
es $42.3 billion in mobility funding to meet this challenge.

We Aim To Achieve These Strategic
Outcomes:

e Improve the physical condition of the transportation
system.

e  Reduce transportation time from origin to destination for
the individual transportation user.

e Increase the reliability of trip times for the individual
transportation user.

e Increase access to transportation systems for the
individual user.

e Reduce the cost of transportation for the individual user.

This section includes a Performance Progress Report for 1994-2000 describing how well we achieved the

mobility goals in our 2000 Performance Plan.

PERFORMANCE GOALS

Improve Physical Condition
Highway Pavement Condition
Highway Bridge Condition

Runway Pavement Condition

Bus and Rail Transit Fleet Condition

Reduce Transportation Time

Highway Congestion

ITS Integration

Airport Capacity and Efficiency
Improvement

Impediments to Port Commerce

Increase Trip Time Reliability

Aviation Delay

All Weather Access to Airports

St. Lawrence Seaway Lock
Availability

Domestic Icebreaking

Maritime Navigation

Increase Access to Transportation
Amtrak Ridership

Transportation Accessibility
Essential Air Service

Appalachian Highway System
Access to Jobs

This section also includes pages for each performance goal describing 2000 results and 2002 targets

(goals). Alongside our 2000 results, we note if the target was met. If the target was missed but recent

data show the trend responding in a good direction, we note that important result. A detailed analysis
of performance results for 2000 and our strategies and initiatives for 2002 follow the Performance

Progress Report.
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Performance Progress Report: Mobility

1994 1995 1996 1997 1998 1999 2000 2000 Target Good
Target Met Trend
Percent miles of NHS roads meeting 90.2 89.6 91.5 91.8 92.1 93.0 93.8* 91.8 X
pavement performance standards
Percent of deficient NHS bridges 25.7 25.7 25.8 23.4 23.1 23.0 21.5 22.5 X
Percent of runways in good or fair N/A N/A 93 95 95 95 95 93 X
condition
Average condition of motor bus fleet 2.96 2.95 3.02 3.09 3.11 3.13 3.21 3.15 X
Average condition of rail vehicle fleet 3.17 3.15 3.13 3.09 3.08 3.14 3.25 3.19 X
Hours of delay per 1,000 VMT on Fed-aid N/A N/A 8.2 8.2 8.1 8.1 8.1* 8.0
Highways
Metropolitan areas where integrated ITS N/A N/A N/A 36 N/A 49 52 51 X
infrastructure is deployed
Percent of flight segments that aircraft are N/A N/A 75.0 75.3 76.2 77.4 79.1 80 X
able to fly off ATC-preferred routes
Percent of ports reporting landside N/A N/A N/A N/A 41 40 N/A 39
impediments to the flow of commerce***
Aviation delays per 100,000 activities 172 154 181 161 191 220 250 171
Total published Global Positioning System 0 44 352 937 1,453 1,984 2,488 2,453 X
(GPS) airport approaches
Percent of days in shipping season that 97 98 97 98 98.5 99.2 98.7 99
locks are available
Days certain critical waterways are closed N/A N/A 7 0 0 0 0 2-8 X
due to ice
Maritime collisions, allisions, and N/A N/A 1,145 1,136 1,063 917 1,177%* 1,224 X
groundings
Amtrak's intercity ridership in millions of 21.2 20.7 19.7 20.2 21.1 21.5 22.5 23.7 X
passengers
Percent of key rail stations ADA compliant 13 19 19 26 29 49 52 47 X
Percent bus fleet ADA compliant 55 60 63 68 72 77 80 80 X
Percent subsidized communities with at N/A N/A N/A N/A 100 100 100 100 X
least 2 round trips/day, 6 days/week (12
round trips/week)
Percent subsidized communities with at N/A N/A N/A N/A 76 78 77 75 X
least 3 round trips/day, 6 days/week (18
round trips/week)
Miles of Appalachian Development 2,142 2,178 2,204 2,259 2,409 2,456 2,483 2,373 X
Highway System completed
Employment sites made accessible by Job N/A N/A N/A N/A N/A 1,742 13,390** 4,050 X

Access and Reverse Commute
transportation services

N/A = Not Available

* Projection

** Preliminary estimate

*** Data for this goal are unreliable




HiGHWAY PAVEMENT CONDITION: The National Highway System (NHS) consists

of only 161,117 miles of rural and urban roads--just 4 percent of total highway miles--but carries 1 tril-
lion or 43 percent of vehicle-miles traveled (VMT). The system serves major population centers, inter-

national border crossings, intermodal transportation facilities, and major travel destinations. The condi-
tion of this system can affect wear-and-tear on vehicles, fuel consumption, travel time, congestion, and
comfort, as well as public safety. Improving the pavement condition is also important to the long-term
structural integrity and cost effectiveness of the transportation system.

Performance Measure: Percentage of miles on
the NHS that meet pavement performance stan-
dards for acceptable ride.

1999 2000 2001 2002

Target: 91.5 91.8 91.9 95
Actual: 93.0(r) 93.8#
(r) Revised

# Projected

External Factors: VMT has grown by over 2 per-
cent during the past decade, in consonance with
the U.S. economy’s growth. Use of heavier and
longer trucks has increased pavement deteriora-
tion.

NHS Pavement Condition
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2000 Results: DOT estimates that it will again
meet its performance target. Due to the significant
increase in investment in pavement preservation
and rehabilitation from the increased funding
made available in TEA-21, and efforts to improve
pavement condition, the ride quality of NHS pave-
ments has improved faster than anticipated. DOT
has adjusted the 2002 target upward to account
for actual performance in 1999, and expected per-
formance this year.

The focus of this measure of pavement perform-
ance is smoothness. Adopting more effective con-
struction and maintenance methods and applying
“best practices” in pavement management can
improve pavement smoothness. FHWA continued
the Pavement Smoothness Initiative, begun last
year, to provide information derived from both
Research and Development and analysis of “best
practices” in pavement construction and manage-
ment to State DOTs and others involved in the
construction and maintenance of highways.

FHWA is also promoting pavement preservation
nationwide. This initiative will result in improved
pavement smoothness, extended pavement life,
and reduced life cycle cost. Model specifications
have been developed to assist State Departments
of Transportation in improving pavement construc-
tion practices. Efforts are underway to promote
pavement preservation practices to extend pave-
ment life and improve condition. Work is also
underway with the States to improve pavement
condition measurement practices and equipment.
This effort will increase the reliability of the data
used as a basis for decisions on pavement preser-
vation and rehabilitation.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the 2001 target.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Highway Pavement
Condition
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FHWA partners with State and other authorities to
promote infrastructure development and improve-
ment through direct funding, grants, and technical
assistance and advances in road construction,
repair, and maintenance technology. FHWA tech-
nology deployment initiatives, in partnership with
the States and industry, will ensure that advance-
ments in pavement materials, practices and high
performance materials are adopted to improve the
performance of NHS pavements. Initiatives to pro-
mote construction of smoother pavements and
preservation actions to extend pavement perform-
ance will be continued.

e The FHWA Federal-aid program provides funds
for projects that improve NHS pavement con-




dition through rehabilitation and pavement
preservation. Most of the funding for these
projects comes from the NHS and Interstate
Maintenance (IM) programs. Over $5.2 billion
in IM funds and approximately $6.2 billion in
NHS funds will be obligated in FY 2002.

The FHWA asphalt pavement technology pro-
gram focuses on optimizing materials selection
to maximize the cost-benefit ratio associated
with pavement design and construction.
Benefits include reduced maintenance, better
ride quality, increased pavement life and
reduced life cycle cost.

To widely publicize information, FHWA will
continue cooperative approaches with the
States and industry to disseminate results
from the Pavement Smoothness Initiative,
from evaluations of the Superpave system'’s
effectiveness, and from “best practices” pro-
grams. FHWA and the States will work togeth-
er to form “Lead State” teams to promote
benefits of smoother pavements and “best
practices”.

FHWA will conduct pavement research (other
than SUPERPAVE) and continue the Long Term
Pavement Performance Program (LTPP).
Planned activities include: (1) improving
methods of using concrete pavement for high-
ways; (2) monitoring and evaluating highway
sections to prepare new products; (3) measur-
ing pavement ride quality and smoothness;
and (4) investigating new techniques to ana-
lyze, image, and simulate asphalt pavements.

FHWA will work with the States and industry
to extend pavement life using a 50-year pave-
ment system concept.

Other Federal Programs with Common
Outcomes: None.

Management Challenge — Highway Trust
Fund Receipts/Allocation (GAO)

The June 2000 GAO report stated that there is
little assurance that Highway Account funds dis-
tributed to the States are accurate given the
information currently available. Although the
Treasury Department and FHWA are taking
actions to review and improve their estimating
processes, these actions are not sufficient to cor-
rect the weaknesses. Therefore, to reduce the
risk of errors and increase the reliability of the
information used to distribute Federal highway
program funds to the States, GAO made these
recommendations to DOT:

e Perform detailed, independent verifications
of motor fuel data used in the process.

e Fully document FHWA's current analysis
methodology for State motor fuel data.

e Conduct an independent, comprehensive
review of this methodology.

e Evaluate the potential reliability of the
Internal Revenue Service’s EXFIRS data as a
tool to validate State motor fuel data.

FHWA officials agreed with all of the recommen-
dations aimed at improving the reliability of
FHWA's attribution process, and FHWA has
developed an action plan to implement the rec-
ommendations. FHWA has also agreed to pre-
pare an annual report to the Congress (with the
first report to be issued in July 2001) summariz-
ing its progress in improving reliability of the
attribution process whereby Federal highway-
user taxes are mapped to their sources in the
States.
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HiGHWAY BRIDGE CONDITION: There are approximately 587,000 bridges in the

National Bridge Inventory, of which approximately 115,000 serve major population centers, international
border crossings, intermodal transportation facilities, and major travel destinations, as part of the
National Highway System (NHS). While 29 percent of the total bridge inventory is deficient, the subset
of NHS bridges is in better condition -- approximately 22 percent are either structurally deficient or
functionally obsolete (in terms of dimensions, load or other characteristics). DOT seeks to improve the
condition of our Nation’s bridges so that the public’s access to activities, goods, and services is not

impaired.

Performance Measure: Percentage of bridges on
the NHS that are deficient.
1999 2000 2001 2002

Target: 22.8 22,5 223 21.0
Actual: 23.0(r) 21.5
(r) Revised

External Factors: VMT has grown by over 2 per-
cent during the past decade, in consonance with
the U.S. economy’s growth. Use of heavier and
longer trucks has increased bridge deterioration.
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1999 Results: Last year on a preliminary basis,
DOT reported that 22.7 percent of NHS bridges

were deficient. The actual percentage was 23.0.
While DOT missed the target, the trend is good.

2000 Results: DOT met the performance target.
In 2000, through its Innovative Bridge Research
and Construction program, FHWA provided funds
to 39 states for 57 projects. These projects were
selected based on their potential to demonstrate
the application of innovative material technology
in bridge construction. FHWA will use the results
of these projects to assist State and local govern-
ments in improving the state-of-the-art in bridge
design, construction, and rehabilitation.

Through the Highway Bridge Replacement and
Rehabilitation Program (HBRRP), FHWA provided
more than $3.5 billion to assist States in improv-
ing bridge condition. In addition to funding,
FHWA provided technical assistance that resulted
in improved, less costly designs and maintenance

operations.

The American Association of State Highway and
Transportation Officials (AASHTO), in cooperation
with FHWA, continued to develop software to
load-rate bridges. The initial modules to assess
steel bridge and pre-stressed and reinforced con-
crete bridges were completed. The integration of
this software with the Bridge Management System
will provide a better tool to assist States in plan-
ning systematic preservation, management, and
improvement of bridge conditions.

FY 2001 Performance Plan Evaluation: DOT
expects to meet this year’s performance target.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Highway Bridge
Condition
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In 2002, DOT will continue to provide technical
assistance and funding to States for bridge
replacement and rehabilitation. In addition, all
regulations pertaining to the bridge programs will
be reviewed and recommendations provided,
where feasible, to increase flexibility in the use of
bridge funds for system preservation initiatives.
DOT will work with States and other partners in
both the public and private sector to improve
management of bridge assets. FHWA will focus
research on improving the technology of bridge
construction, repair, and maintenance. FHWA
technology deployment initiatives will ensure that
advancements in high performance materials and
seismic retrofit techniques are adopted to improve
the performance of bridges.

e The FHWA Federal-aid Highway programs




provide funds for projects that improve the
condition of NHS and non-NHS bridges.
Through the Highway Bridge Replacement and
Rehabilitation Program, $4.4 billion will be
provided in 2002, 7% more than in 2001.

e The Surface Transportation Research program
provides durable structural materials, nonde-
structive evaluation technologies for assessing
the condition of bridges, and technical assis-
tance, all of which lead to extended bridge
service life. A total of $9.4 million is provided
for these activities in 2002.

¢ Innovative bridge research supports the
deployment of innovative materials which are
more durable and resistant to traffic loads and
corrosive attack, resulting in less maintenance
and traffic restriction. The 2002 innovative
bridge construction program, funded at $21
million (19% more than in 2001), demon-
strates the application of innovative materials
on selected bridges.

¢ FHWA will conduct an assessment of the
barriers to effective bridge management.

Other Federal Programs with Common
Outcomes: None.




RUNWAY PAVEMENT CONDITION:! Deteriorated airport runway pavement can dam-

age propellers, turbines and airplane landing gear. Proper design, construction, and maintenance can
slow this deterioration, but runways still need complete rehabilitation every 15 to 20 years -- 5% to 7%
of runways during a typical year. Federal airport funding helps achieve this necessary level of rehabilita-
tion, and—combined with proper maintenance—helps keep runway condition at or above the minimum

level needed to ensure efficient airport operation.

Performance Measure: Percent of runways in
good or fair condition (commercial service,
reliever, and selected general aviation airports).
1999 2000 2001 2002
93% 93% 93% 95%
95%  95%

Target:
Actual:

External Factors: Runway rehabilitation is
among the highest priorities of FAA's Airport
Improvement Program (AIP), but airport opera-
tors, who pay a portion of the cost, must initiate
projects.

Runway Pavement Condition
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2000 Results: DOT met its goal of maintaining
over 93% of runway pavement in good or fair
condition. In 2000, 95% of the runways at air-
ports included in the National Plan of Integrated
Airport Systems (NPIAS) were reported in good or
fair condition. At NPIAS airports with commercial
service, 98% of runways were in good or fair con-
dition. A robust national economy helped enable
local government investment in runway pavement
maintenance and rehabilitation.

Many State aviation agencies are using computer-
based pavement management systems to predict
when pavement maintenance and rehabilitation
are needed and most likely to be cost effective.
These measures enhance the effectiveness of
State and Federal expenditures on airfield pave-
ment.

The National Pavement Test Facility at the William
J. Hughes Technical Center was completed and is
in operation. FAA conducts full-scale tests of air-

craft landing gear configurations on test pavement
sections, to improve pavement design and con-
struction.

In 2000, FAA issued 173 runway rehabilitation
grants ($220 million). With the airport grant pro-
gram’s reauthorization, more AIP funds are made
available to help fund routine pavement mainte-
nance at thousands of non-primary airports.

FY 2001 Performance Plan Evaluation: DOT
expects to meet its performance target again in
2001. The FAA expects to issue about 260 grants
for runway rehabilitation in 2001. Grants will also
be available for routine work to preserve and
extend the useful life of runways, taxiways, and
aprons at non-primary airports.

Strategies and Initiatives to Achieve 2002
target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Runway Pavement
Condition
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Since DOT has consistently performed at a higher
level than our performance target, and in light of
increased funding for airports and runways, DOT
has raised the performance target for 2002.
Maintaining and rehabilitating runways costs less
than total reconstruction of runways. FAA will con-
tinue to require AIP grant recipients to show evi-
dence of an airport pavement maintenance man-
agement program and to make AIP funds available
for routine pavement maintenance at non-primary
airports.

In 2002:
e FAA will continue to give requests for runway

rehabilitation a high priority. FAA estimates
that approximately 220 runways will be reha-




bilitated with AIP aid in 2002. The availability
of AIP funds for this purpose will have the
most immediate influence on runway pave-
ment condition ($500 million).

e FAA will continue research to refine pavement
design to accommodate new larger aircraft
that will impose very heavy wheel loads on
pavement ($2.0 million).

Other Federal Programs with Common
Outcomes: None.

Management Challenge — Airport Revenue
Diversion (1G)

A significant ongoing challenge for FAA is ensur-
ing the appropriate use of airport funds. A wide
range of FAA actions is meeting this challenge.
FAA implemented all the revenue use provisions
of the Federal Aviation Reauthorization Act of
1996, issued a comprehensive policy statement,
and issued an advisory circular instructing air-
ports on the filing of annual reports to the FAA.
FAA is using FAA-sponsored outreach forums;
appearances at conferences and seminars con-
ducted by airport industry trade associations and
regional, State and local aviation organizations;
and similar venues to educate airport sponsors
about their Federal obligations regarding proper
use of airport revenue. Local government air-
port sponsors are required to review airport rev-
enue use as part of their annual audit of Federal
programs under the Single Audit Act. FAA,
working with the Office of Management and
Budget and the General Accounting Office, has
issued detailed guidance to auditors on the con-
duct of those reviews. Enforcement actions may
include withholding of grants under the Airport
Improvement Program.
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Bus AND RAIL TRANSIT FLEET CONDITION: public transit provides people

with a reliable way to get around day by day, whether they are going to and from work, school, enter-
tainment, or shopping. If the transit infrastructure is in disrepair, then reliability drops and service
schedules are not met. Ridership may also drop, reducing many of the environmental and congestion
benefits of transit. By improving the condition of buses and the rapid rail fleet, DOT can keep public
transit moving and make sure that it is reliable and dependable.

Performance measure: Average condition of
motor bus fleet (on a scale of 1 (poor) to 5
(excellent)).

1999 2000 2001 2002
N/A 3.5 320 3.25
3.13(r) 3.21

Target:
Actual:

Performance measure: Average condition of rail
vehicle fleet (on a scale of 1 (poor) to 5 (excel-
lent)).

1999 2000 2001 2002

Target: N/A 3.19 3.24 3.29
Actual: 3.14 3.25
(r) Revised

External Factors: DOT provides substantial tran-
sit grants to improve the condition of the transit
infrastructure, but State and local agencies allo-
cate these resources. Furthermore, the impact of
today’s capital investments will not be realized for
several years. In the meantime, changes in the
national and regional economies may affect transit
investment, maintenance, and use.
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2000 Results: The average condition of both the
motor bus fleet and the rail vehicle fleet improved
in 2000, and both performance targets were met.
Prior to TEA-21, the bus and rail vehicle mainte-
nance, rehabilitation, and replacement rates were
steady, reflecting both industry practice and poli-
cies on the use of Federal funds. Since enactment
of TEA-21, investment levels have increased,
allowing transit agencies to accelerate mainte-
nance and replacement of buses and rail vehicles.
The rail fleet's average condition is roughly equal
to that of the bus fleet, despite the fact that its
average age is well above what could be expected
with normal replacement cycles.

In 2000, FTA continued its research on vehicle
technologies and continued to provide technical
assistance on maintenance practices to encourage
and facilitate innovations.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the performance targets this year.

Strategies and Initiatives to Achieve 2002
Goal: DOT resources attributable to this perform-
ance goal are depicted below:

Funding Directed to Bus & Rail Transit
Fleet Condition

4000

3000

2000 4068 4209

Dollars in Millions

1000

2001 2002
Fiscal Years

DOT provides grants to State and local agencies
and local transit authorities to promote investment
in the transit infrastructure. In 2002:

e The Formula Grants program provides funds
for transit projects including preventive main-
tenance, and bus and railcar purchases. ($3.6
billion in FY 2002, 9.1% above the FY 2001
enacted level.)




e The Capital Investment Program provides
grants to projects that increase investment in
the transit infrastructure. This program will
provide $568 million for buses and bus facili-
ties, $1.1 billion for rail modernization, and
$1.1 billion for new rail projects and exten-
sions. (Total funding equals $2.84 billion,
5.5% above the FY 2001 enacted level.)

e FTA collects data for the National Transit
Database and uses this information to produce
the Condition and Performance Report to
Congress. These activities ensure that fund-
ing from other programs is allocated efficiently
to get the most out of our investments. ($2.6
million)

Other Federal Programs with Common
Outcomes: None.




HicHwAY CONGESTION: Congestion is one of the main causes of frustration and

unhappiness for users of the highway system. Delay on the Nation’s highway systems is a major cost to
motorists - amounting to $72 billion in 1997 in lost wages and wasted fuel. It has even more serious
consequences for national productivity. Congestion adds to the cost of production, drives prices up, and
reduces funds available for investment in product development or firm expansion. Slowing the growth
of congestion and delay aids urban travelers’ mobility and productivity, and curbs economic inefficiencies

induced by congestion.

Performance measure: Of total annual urban-

* Measure was discontinued in the DOT FY 2001
Revised Final Performance Plan.

External Factors: Lane mileage in metropolitan
areas — an indicator of road system capacity - has
increased at a far slower rate than has highway
travel for the past ten years. As the Nation's cities
grow, this travel increase tends to occur at peak
periods — the commute to and from work — and
increased congestion results.

1999 Results: Data were not available last year
for DOT to determine its performance relative to
the 1999 target. The actual delay was 8.1 hours
per 1,000 miles traveled, matching our targeted

level of performance. As was reported last year,
studies indicate that urban mobility is worsening.

area travel, percentage that occurs in congested Congested Travel
conditions. >0
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2000 Results: Actual performance numbers for
both the old and new measures are unavailable
until September/October 2001. Even so, DOT
projects no improvement in the hours of delay per
1,000 VMT between 1999 and 2000. Thus, DOT
missed the performance target.

As discussed in DOT’s FY 2001 Revised Final
Performance Plan, the hours of delay per 1,000
VMT represents only one dimension of delay and
does not effectively reflect the actual performance
of the highway system in places where congestion
regularly happens. Therefore, beginning in 2001
the measure is being replaced by three new inter-
related measures: congested travel, peak period
travel time, and traveler delay. While no target




was set, DOT projects that in 2000, 33.1% of
daily travel occurred under congested conditions.
Because of congested highway conditions, the
average peak-period trip took 26% (estimated)
longer than the same trip would have taken in
uncongested conditions. For example, highway
congestion added nearly 8 minutes onto a trip
that normally would take 30 minutes at the posted
speed limit in uncongested conditions. Overall,
each individual traveler spent an estimated 33
additional hours on the highway in 2000 because
of congested conditions.

The Federal Highway Administration conducted a
comprehensive Traveler Perception survey in 2000.
The following information lists some of the key
findings regarding highway congestion:

e 65% of those surveyed are satisfied with the
major highways they travel most often (up 15
percentage points since 1995), while dissatis-
faction has increased by 6 percentage points.

e The public perceives heavy traffic to be the
most important reason for travel delays
(53%). This is twice the number for roadwork
and five times the number for either accidents
or traffic signals.

e Two in three respondents indicated highway
congestion conditions affected their decisions
on when to travel and which roads to use.
About 20% of respondents indicated that traf-
fic affected their decisions about where to
work and which hours to work, and 30 per-
cent said it affected their decision about
where they live now.

The public's preferred transportation improve-
ments encourage smarter road management and
operation. For example, drivers desire a strategy
of "get in, get out, stay out" for both roadwork
and clearing accidents. Citizens want us to plan
and execute effectively so the work is done cor-
rectly and quickly the first time, resulting in less
traffic disruption; and to focus on quality improve-
ments and high performing materials to minimize
the need for recurring roadwork. FHWA has taken
these results into account in its outreach plans for
highway operations.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the revised targets, despite
expected increases in miles traveled. As stated in
the FY 2001 Revised Final Performance Plan, this
new set of measures focuses on urban areas
where congestion mostly occurs, and will capture

several different aspects of delay by focusing on
the complex dynamics of urban road system per-
formance.

Strategies and Initiatives to Achieve 2002
Targets: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Highway Congestion
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DOT implements a wide range of strategies to
address congestion and improve operations on the
Nation's highway system. In 2002, the FHWA will:

Deploy Intelligent Transportation System (ITS)
Infrastructure. FHWA will provide funding to
deploy ITS systems, enabling or enhancing surface
transportation operations. More detailed informa-
tion on 2002 strategies and initiatives are included
in the ITS goal page. ($135 million, 30% more
than FY 2001)

Build State and local operations’ institutional
capacity. FHWA will conduct outreach to help
“institutionalize” planning coalitions necessary for
integrated operation of the surface transportation
system, develop planning and decision support
tools, and develop operations performance meas-
ures. Major initiatives include:

e developing guidance and training for
operations planning and self-assessment, and
conducting regional training and outreach pro-
grams;

e devising a “best practice” Highway
Performance Measurement Tool Box for
Operations and collection guidelines; and

e updating incident management guidance.

Research, develop, test and evaluate new opera-
tions techniques, technology applications and
tools. FHWA will advance the state-of-the-art with
strategic research and development; tests and
demonstrations of new applications, techniques,
and technology; and evaluation. Initiatives
include:




e performing operational tests of Integrated
Public Safety Vehicle Dispatching and Public
Safety Mobile Data Interchange;

e performing operations tests of emergency
preparation and evacuation operations; and

e evaluating the value of integrating road
weather information into a Transportation
Operations Center or Emergency Operations
Center.

Other Federal Programs with Common
Outcomes: None




INTELLIGENT TRANSPORTATION SYSTEMS INTEGRATION! Highway

congestion is a persistent problem, and opportunities to build new roads or expand existing roads have
declined substantially. Intelligent Transportation Systems (ITS) use electronic information and communi-
cations technology to extend the capacity of our existing infrastructure system — examples are freeway
management, traffic signal control, electronic toll collection, transit management, and regional multi-
modal traveler information. But while ITS deployment is beneficial, piecemeal purchase and installation
of technology creates artificial system boundaries. The challenge to Federal, State, and local trans-
portation officials is to integrate these systems so that the Nation can realize all the potential benefits
associated with ITS. DOT seeks to foster an increased level of ITS integration in 78 metropolitan areas.

Performance measure: Number of metropolitan
areas where integrated ITS infrastructure is
deployed.

1999 2000 2001 2002

Target: N/A 51 56 61
Actual: 49(r) 52
(r) Revised

External Factors: Significant control over ITS
deployment resides at the local level, and stove-
piped ITS deployments that are not regionally
integrated are still occurring. A recently published
policy requiring development of regional ITS archi-
tectures will lead to accelerated deployment of
integrated ITS, and minimize the possibility of ITS
systems that cannot conform to an open architec-
ture.
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2000 Results: DOT met its 2000 performance
target. There was solid progress nationwide in
both ITS deployment and integration, although in
most cases, not enough to bring systems to a suf-
ficiently integrated state to be counted in this per-
formance result. In 2000, 29 metropolitan areas
reported new integration links between freeway,
arterial, and transit management agencies for
sharing real-time transportation information.
Deployment advanced as well, with 61 metropoli-
tan areas reporting an increase in the level of
deployment of one or more of five key infrastruc-
ture components: freeway, transit, arterial, and
emergency management and traveler information.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the performance target.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to ITS Integration
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The strategies FHWA will employ to support States
and localities in their efforts to integrate ITS into
their surface transportation system include:

e conducting research and operational tests,
developing standards, and transferring tech-
nology ($118.2 million, 34% more than FY
2001);

e providing policy guidance and technical
support; and

e providing funding for integrated ITS infrastruc-
ture deployment in metropolitan areas (see
Highway Congestion goal page).

The U.S. DOT ITS Standards Program is working
toward the widespread use of standards to
encourage the interoperability of ITS systems.
Through cooperative agreements with five stan-
dards development organizations (SDOs), the
Standards Program is accelerating development of
about 80 non-proprietary, industry-based, consen-
sus ITS standards, and is encouraging public-sec-
tor participation in the development process. DOT
will implement a Comprehensive Architecture and
Standards Consistency Technical Assistance
Program to promote and support interoperability.
Within the funding mentioned above, DOT will:

e support development of regional ITS
architectures by developing training modules




and delivering training nationwide, and focus
on deploying service plans to small and medi-
um sized metropolitan areas;

e demonstrate the deployment of a ‘511’
Traveler Information Number system, award
25'511' conversion grants, and develop guide-
lines for use of public information in private
travel information services; and

¢ finish developing and reach agreement with
States on minimum standard National Highway
System information requirements.

Other Federal Programs with Common
Outcomes: The Environmental Protection Agency
has been working cooperatively with the Federal
Highway Administration in efforts to better under-
stand the impacts of Intelligent Transportation
Systems deployments on the environment.




AIRPORT CAPACITY AND EN ROUTE EFFICIENCY IMPROVEMENTS:

Air travel demand is growing steadily. U.S. airlines transport over 600 million passengers annually, and
this number is expected to increase over 50 percent by 2010. In 2000, there were approximately 5 mil-
lion scheduled operations for the top 10 air carriers. DOT will need to utilize available airspace more
efficiently in the future to keep pace with aviation activity and increase passenger throughput.

Performance measure: Cumulative increase in
throughput during peak periods at certain major
airports.

1999 2000 2001 2002

Target:

Original N/A N/A 3% N/A
Revised N/A N/A 2% 3.8%
Actual: N/A N/A

Performance measure: Cumulative increase in
direct routings for en route flight phase.

1999 2000 2001 2002
Target:
Original N/A N/A  15% N/A
Revised N/A N/A 39% 7.6%
Actual: N/A N/A

Discontinued performance measure: Percentage
of flights that aircraft are able to fly off ATC-pre-
ferred routes.

1999 2000 2001 2002
80% 80% * &
77.4% 79.1%

Target:
Actual:

*Measure was discontinued in the DOT FY 2001
Revised Final Performance Plan.

Note on Measures: The current capacity and
efficiency measures were first stated in revisions
to DOT’s FY 2001 Performance Plan, and were
specific to planned performance in FY 2001.
Accordingly, both measures have been phrased
with a more long-term focus, and baselines from
which capacity and efficiency increases are meas-
ured now encompass all airports and en route
traffic control centers where Free Flight Phase I
software tools will be installed.

External Factors: Several constraints exist which
potentially limit aircraft throughput in the Nation’s
busiest airports and in certain congested airspace
areas. Decisions by air carriers to concentrate
operations in one or more hub airports, changing
consumer demand for air travel, rapid population
growth in urban centers, physical configurations of
airports and terminals, and environmental consid-
erations can either saturate or limit the ability to
move aircraft to and from airports, and through
congested airspace.
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2000 Results: In 2000, 79.1% of flights were
able to fly off ATC preferred routes, falling just
short of the goal of 80%. This is approaching the
upper limit of preferred route exclusions without
technological improvements.

The aim of eliminating required routings is to give
increased flexibility to aircraft routings, which may
translate into improved scheduling efficiency and
reduced flight miles. The action of eliminating an
ATC-preferred route does not automatically
increase aviation efficiency since the ATC-preferred
route might also be the air carrier preferred rout-
ing. The benefit of eliminating a required routing
is determined by the amount of traffic on the
route and whether air carriers use the flexibility to
improve efficiency.

In 2000, FAA eliminated 219 preferred routes, up
from 170 in FY 1999. However, route flexibility
was also increased through significant use of the
North American Route Program (NRP) and
Departure Procedures (DP)/Standard Terminal
Arrival Route (STAR) program. The NRP, which
begins 200 miles from the departure airport and
ends 200 miles from the arrival airport, enables
the use of more efficient routes unimpeded by the
Preferred Route System. DP/STAR expands the




entry and exit positions for aircraft transitioning to
NRP to points within the 200-mile limit near air-
ports.

FY 2001 Performance Plan Evaluation: DOT
estimates that it will meet this year’s performance
targets.

To determine capacity increases, FAA measures
throughput during peak periods of operational
activity. If throughput increases during peak peri-
ods, it is an indicator that capacity has increased.

Through the Free Flight program, grants for new
runway construction, and other focused efforts,
FAA seeks to improve use of available airspace
capacity by creating new technological decision
tools for controllers, either in airport towers, or in
en route control centers.

Since it takes many years to build additional run-
ways, which provide the greatest increase in total
capacity for growing levels of air traffic, FAA is
undertaking projects to provide efficiency tools in
the near term to maximize use of existing airspace
and runway capacity. This will increase usable
capacity, flexibility and efficiency of the Air Traffic
System. FAA has efficiency tools in use at the fol-
lowing locations:

e Center TRACON Automation System (CTAS), a
decision support tool for air traffic controllers,
is operational at Minneapolis-St. Paul and Los
Angeles, enabling more efficient arrival flows
into terminal airspace and onto runways.
CTAS is a combination of passive Final
Approach Spacing Tool (pFAST) and Traffic
Management Advisor (TMA).

e User Request Evaluation Tool (URET), a con-
flict probe, is installed at the Memphis and
Indianapolis En-route Centers and will enable
controllers to more quickly approve user
requests in en route airspace by identifying
potential aircraft-to-aircraft conflicts up to 20
minutes in advance.

FAA is also examining ways to streamline environ-
mental review of new runway construction, and
ways in which to shorten the overall authorization
process for locally initiated expansion of airport
capacity. FAA will submit a report to Congress in
April 2001 with recommendations for environmen-
tal process streamlining, in accordance with
Aviation Investment and Reform Act for the 21st
Century (AIR-21).

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Airport Capacity and
Efficiency
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In 2002, FAA plans to have these tools in use at
the following additional locations ($122.7 million):

e (CTAS) operational in Atlanta, Miami, and St.
Louis.

e (URET) operational in Atlanta, Cleveland,
Chicago, Kansas City, and Washington.

With the implementation of CTAS, FAA expects to
see capacity improvements and greater opportuni-
ty for more aircraft to operate within the system,
resulting in more passengers going where they
want, when they want, or, with given demand,
reduced delay.

As URET is implemented, FAA expects to see
improvements in efficiency by allowing aircraft to
fly more “direct” routes resulting in shorter flight
segments, yielding fuel and time savings. FAA also
expects fewer altitude restrictions, allowing aircraft
to operate longer at optimum altitudes resulting in
greater fuel efficiency.

Other Federal Programs with Common
Outcomes: None.




IMPEDIMENTS TO PORT COMMERCE: rorts play an essential role in the U.S.

economy. Today, over two billion tons of goods produced or consumed in the United States move
through our Nation's ports and waterways; however, this volume is expected to more than double over
the next 20 years. Increased bottlenecks will potentially degrade the efficient intermodal movement of
goods through our ports without improvements to inland rail, highway, and truck intermodal connec-
tions, as well as waterside port access improvements.

Performance measure: Percentage of ports
reporting landside and waterside impediments to

the flow of commerce.
1999 2000 2001 2002

Target: 40% 39% 37% *
Actual: 40% #

# No measurement available.
*Discontinued performance measure

2000 Results: After reexamining available data
sources, MARAD concluded that the performance
data did not have sufficient validity to indicate
whether or not it was meeting the yearly targets.
Therefore, DOT is eliminating this goal.




AVIATION DELAY: commercial aviation delays are estimated to cost airlines over $3 billion

per year. Passengers are directly affected by missed flight connections, missed meetings, and loss of
personal time. There are approximately 20 congested airports, each averaging over 20,000 hours of
flight delay per year. Delays throughout the system are projected to increase as passenger travel

demand continues to rise.

Performance measure: Aviation delays per

100,000 activities.

1999 2000 2001 2002
Target: N/A 171 171 171
Actual: 220 250

External Factors: Delays throughout the
National Airspace System (NAS) are generally the
result of air traffic density, adverse weather, and
capacity constraints, particularly at large hub air-
ports. As traffic increases throughout the system,
delays are likely to increase. Consequently, main-
taining the current delay rate would represent a
significant accomplishment.

Aviation Delays
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2000 Results: DOT did not meet its perform-
ance target; in fact, the overall delay rate signifi-
cantly exceeded the target, because of bad weath-
er, which accounted for about 70% of all delays.
Over 270 delays per 100,000 activities were due
to weather alone in June 2000, the worst month
of flight delay in FAA history.

Volume delays, at about 34 per 100,000 activities,
increased significantly in 2000, partly due to the
overall increase in activities from FY 1999 to FY
2000 (1.9%), and partly due to the increase in
exempted flights operating out of congested, high-
density airports. For example, while August 2000
operations at LaGuardia were 4.7% above those in
August 1999, terminal volume delays rose by 329
percent.

Approximately four delays per 100,000 activities
were due to equipment failure in 2000, less than
the 1999 rate of five per 100,000. The National
Operations Control Center (NOCC) will continue to
collaborate daily with Air Traffic System managers

to ensure National Air Space equipment and serv-
ices available on any given day are put to optimal
use.

"Other" delays (including runway delays), at about
39 per 100,000 activities, are slightly above last
year. While delays due to runway construction at
Minneapolis and Seattle have abated, projects are
underway at Houston, Phoenix, and St. Louis.
The unavailability of Land and Hold Short
Operations (LAHSO) at several airports has also
added to delays.
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FY 2001 Performance Plan Evaluation: It is
unlikely that DOT will meet this year’s target given
the increase in delays during 2000 and trends in
air travel.

FAA continued its collaborative effort with the avi-
ation industry to reduce weather delays by main-
taining pre-planned alternative flight routings, by
improved and more frequent weather forecasts,
and by increased use of lower altitude and East
Coast military special-use airspace. FAA has been
working with the aviation industry to better define
system capacity by creating operating and
throughput benchmarks at 31 large airports. FAA
is also working with industry to develop alternative
solutions for avoiding delays at these 31 airports,
and will develop an operational plan to alleviate
choke points east of the Mississippi River and
north of Washington, DC, and maximize use of
available aviation system capacity.

The lack of a common definition of delay has led
to confusion and disagreement as to the extent of
aviation delays. As a result, DOT formed a task
force, which recommended that airlines be
required to report on four new categories of flight
delays due to: circumstances within an airline’s
control; extreme weather; circumstances within




the national aviation system; and late flight
arrivals. A test of this changed reporting frame-
work will be conducted with one or more airlines
prior to a rulemaking effort.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Aviation Delay
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The Administration is extremely concerned about
delays in the National Airspace system and how

FAA is organized to manage the Nation’s air traffic.

DOT will work with the aviation community over
the next year to develop a plan of action for
improving the Nation’s aviation system. While rec-
ognizing the role of airlines and airports, this plan
will focus on:

¢ an examination of the success that Canada
and other nations have experienced with indi-
vidual air traffic control systems owned and
operated by private companies;

e improved FAA business practices;

e organizational changes, including
establishing a performance-based air traffic
control organization; and

e market-oriented techniques to strengthen
FAA's operations and reduce system delays.

Over the long term, increased airport capacity, all
weather access to runways, and building more
runways will provide the best means of reducing
aviation delays. (See the goal pages for Airport
Capacity and En Route Efficiency Improvements
and All Weather Access to Airports.) In the near
term, FAA service delivery improvements designed
to reduce delays will focus on Free Flight Phase 1
tools, continuing to modernize air traffic manage-
ment capital asset systems, and improvements in
the aviation weather system. In 2002, FAA will:

e Complete the installation of air traffic
automation enhancements such as the ‘Traffic
Management Advisor’ (TMA) at major hubs
(Dallas-Ft. Worth, Los Angeles, Atlanta,
Minneapolis, Oakland, Miami, and Denver);
and ‘passive Final Approach Spacing Tool’

(pFAST) at certain Terminal Radar Approach
Control Centers (TRACONS) (Dallas-Ft. Worth,
Los Angeles, Atlanta, Minneapolis, New York—
JFK, and Newark). ($42 million) (To maximize
and manage airport arrivals, air traffic man-
agers and controllers use both TMA and
pFAST. See the goal page for Airport Capacity
and En Route Efficiency for a discussion of
these tools in combination.)

e Develop two major systems to improve
weather reporting, processing, and dissemina-
tion. The Integrated Terminal Weather
System (ITWS) will consolidate information
from several sources, which will then be pro-
vided to FAA TRACONSs and airport towers.
The Weather and Radar Processor (WARP) will
report weather information and integrate
weather radar data provided to the FAA cen-
ters. ($39.9 million)

e Continue to implement and improve existing
weather sensors such as Next Generation
Weather Radar (NEXRAD), Terminal Doppler
Weather Radar (TDWR), the Low Level Wind
Shear Alert System, a wind shear detection
channel for the terminal radar, and the
Automated Surface Observation System
(ASQOS). ($26.7 million)

e Implement and evaluate an experimental
demonstration program called Collaborative
Convective Forecast Product (CCFP) at the Air
Traffic Control System Command Center
(ATCSCC). The CCFP will provide a single
convective forecast for use in coordinating a
system-wide approach to severe weather
events.

As part of its collaborative efforts to reduce
delays, the FAA has created a special data system,
Aviation System Performance Metrics (ASPM), to
compare actual versus scheduled performance by
phase of a flight. ASPM data contain, among
other things, actual and scheduled arrivals and
departures by air carriers by airport, and the actu-
al acceptance and departure rates by airport.
Acceptance and departure rates reflect the arrivals
and departures that can occur, based on standard
air traffic management practices. Aviation indus-
try demand for arrivals or departures at an airport,
divided by the practical capacity of the airport,
gives a utilization rate for that airport. Utilization
rates will enable delay reduction program effec-
tiveness assessments.




Other Federal Programs with Common
Outcomes: NASA has developed enhanced soft-
ware tools for air traffic control in partnership with
the FAA.

The National Weather Service (NWS) has devel-
oped the Collaborative Convective Forecast
Product (CCFP). FAA's aggressive aviation weather
research program, in collaboration with the NWS
and other government agencies, is investing in
improved numerical weather models to provide
more detailed and timely hazardous weather
detection and forecasting. Improved icing, turbu-
lence, oceanic convection, and a national ceiling
and visibility forecast program provide the tools
for improved flight planning and collaborative deci-
sion making.

Management Challenge — Aviation System
Capacity and Air Traffic Control
Modernization (IG/GAO/OMB)

U.S. airlines transported nearly 700 million pas-
sengers in 2000, and this number is expected to
grow to over one billion by 2010. To meet this
demand for air travel and decrease the number
of flight delays, FAA is modernizing the Nation’s
air traffic control system by acquiring a network
of radar, automated information processing, navi-
gation, and communications equipment. The IG,
GAO, and OMB have listed several management
challenges (see also the IG report dated August
29, 2000 regarding FAA's Integrated Product
Development System):

e Strengthen FAA's capacity to oversee multi-
billion dollar software-intensive development
efforts.

e Institute cost control mechanisms for soft-
ware-intensive contracts to ensure products
are delivered approximately on time and
within agreed upon budget parameters.

e Identify and resolve human factors issues
early in the acquisition process to avoid cost
overruns and schedule delays.

e Establish baseline plans for transitioning to
satellite-based systems for communications,
navigation, and surveillance.

The FAA is engaged in a comprehensive program
to modernize the air traffic control system. This
includes replacement of controller workstations
and automation software; replacement of radar
surveillance systems; modernization of voice
communication systems; and the introduction of
enhanced automation aids, data link, and

improved weather systems. This modernization is
necessary to keep pace with improvements in
technology and to accommodate air traffic
growth. There are significant management chal-
lenges associated with maintaining schedule and
cost discipline, given the complex nature of the
equipment and the need for the highest level of
reliability. The FAA is addressing these chal-
lenges in a humber of ways:

e Completing cost, schedule, and performance
baselines for major acquisition programs and
evaluating all capital portfolio investments.
Any changes to acquisition program base-
lines must be reviewed and approved by the
executive-level Joint Resources Council. (FY
2001)

e Using Earned Value Management for all
appropriate acquisition programs. (FY 2001)

o Establishing a Wide Area Augmentation
System (WAAS) Integrity Performance Panel
and an Independent Review Board to ana-
lyze problems and develop solutions to
WAAS system integrity issues that arose dur-
ing system integration testing.

e Ensuring that the FAA national airspace
system architecture and capital investment
plans are tied to FAA strategic plan goals.
(FY 2002)

e Ensuring human factors policies, processes
and procedures are integrated in the
research and acquisition of 100 percent of
FAA aviation systems and applications. (FY
2005)

The Administrator, the Deputy Administrator, and
FAA senior management will meet at least quar-
terly to review all FAA Corporate Projects.
Projects addressed will include key acquisitions
and other projects associated with air traffic con-
trol modernization. Where projects are not on
schedule/on target, the management team will
agree on actions to bring them back on track.
(FY 2000-2005).

See also the beginning of the FY 2002 Strategies
section for a discussion of DOT'’s overall effort to
create a reduction plan which will focus compre-
hensively on policy, organizational, and technolo-
gy solutions to aviation delay.
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ALL WEATHER ACCESS TO AIRPORTS! There are nearly 4,000 public use air-

ports with paved runways in the United States. Currently, about 600 of these airports have an instru-
ment landing system (ILS) for precision approaches. Precision approaches improve access to airports
and enhance safety by providing guidance when visibility is limited. Because many airports have more
than one runway, the total number of runways with precision landing guidance is about 1,200. DOT
seeks to improve airport access in all weather conditions, consistent with flight safety in the critical

landing phase.

Performance measure: Number of runways that
are accessible in low visibility conditions.
1999 2000 2001 2002
N/A- N/A 1,191 1,354
1,084 1,109

Target:
Actual:

Discontinued performance measure: Total num-
ber of published GPS airport approaches.

1999 2000 2001 2002
Target: 1,953 2,453 & &
Actual: 1,984 2,488

* Measure was discontinued in the DOT FY 2001
Performance Plan.

External factors: Developing vertically guided
approaches requires accurate survey information
for airport runway location and any obstacles near
the flight path for approach. The National
Geodetic Survey does these surveys. Increasing
all-weather access depends on both having a pub-
lished approach and increasing the number of air-
craft equipped to make precision approaches.
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2000 Results: DOT met the performance target.
FAA published 504 new approaches in 2000
through a cooperative effort with the National
Oceanic and Atmospheric Administration.

FY 2001 Performance Plan Evaluation: DOT
expects to meet the performance target for 2001.
The FAA is coordinating funding requests to sup-
port Distance Measuring Equipment (DME) and
Precision Approach Path Indicator (PAPI) equip-

ment acquisitions and installations at FAR Part 139
Certificated Airports. In addition, the FAA is sup-
porting the development of a Lateral/Vertical
Navigation Approach (LNAV/VNAV) solution for the
Wide Area Augmentation System (WAAS).

The FAA will coordinate with radio spectrum users
internationally to change the worldwide frequency
allocation to support Local Area Augmentation
System (LAAS) implementation.

Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to All Weather Access to
Airports
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Access to airports, airspace, and air traffic services
are basic needs of all airspace users. While there
are many aspects of system accessibility that
impact end users, increasing the availability of ver-
tical descent guidance during low visibility weather
conditions is critical. For aircraft to land in
restricted visibility, the airport must have pub-
lished procedures for a vertically guided approach
and the electronic guidance to insure the aircraft
is able to follow the published approach. The
FAA’s navigation and landing systems are evolving
from ground-based navigation aids to a satellite-
based system. The system consists of the Global
Positioning System (GPS) augmented by WAAS
and LAAS. GPS/WAAS and LAAS will provide verti-
cally guided approaches to selected airports.

For the 245 additional runways, FAA will undertake
a series of actions to provide additional all weath-

er runway access. First, landing guidance from an
Instrument Landing System or other ground-based
electronic navigational aid must be available.

Next, FAA will develop procedures that ensure that
aircraft follow a specific path to avoid terrain and




other hazards. All weather access is also
improved by the installation of runway lights and
other visual approach aids, such as the Visual
Approach Slope Indicator (VASI) and glideslope
strobe lights.

In 2002, FAA will:

e begin acquiring and installing additional DMEs
and PAPIs at airports. Non-precision approach-
es at National Transportation Safety Board
(NTSB) designated high- and medium-risk run-
ways at certain airports will be augmented
with vertical-guidance;

e continue the process of converting privately
developed special instrument approach proce-
dures for public use; and

e develop Instrument Flight Procedures (IFP)
and validate instrument flight inspection activi-
ties to improve global aviation safety.

Other Federal Programs with Common
Outcomes: The basic enabling technology for
precision approaches to runways in lowered visibil-
ity is the GPS satellite navigation system devel-
oped and operated by DOD. The National
Geodetic Survey provided vertical and horizontal
control information for proper spatial orientation of
precision landing systems.




ST. LAWRENCE SEAWAY LOCK AVAILABILITY: The St. Lawrence Seaway

is the international gateway to the Great Lakes, providing access for 3,000 commercial vessel transits,
and carrying 35.4 million metric tons of cargo to and from U.S. and Canadian ports in 2000. This ship-
ping route offers competitive costs with other routes and modes to the interior of the country, helping
to increase U.S. exports and facilitating economic access to imports. The U.S. Department of
Transportation and the Canadian St. Lawrence Seaway Management Corporation share responsibility for
operation and maintenance of the Seaway locks and related navigation facilities. The reliability of each
Seaway lock determines the reliability of the entire Great Lakes St. Lawrence Seaway System.

Performance measure: Percentage of days in the
shipping season that locks are available.

1999 2000 2001 2002
99% 99% 99% 99%
99.2% 98.7%

Target:
Actual:

External Factors: Several external factors may
affect performance including vessel incidents due
to human error, mechanical failure, and weather
conditions (poor visibility, high wind, or ice forma-
tion). Water levels and the rate of flow in Lake
Ontario and the St. Lawrence River are subject to
weather and binational regulation.

Lock Availability
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2000 Results: During the Seaway’s 2000 naviga-
tion season, the availability of vessel locks main-
tained and operated by the Saint Lawrence
Seaway Development Corporation (SLSDC) was
98.7 percent. This result was slightly below the
target of 99 percent.

An analysis of the factors that caused lock non-
availabilities in 2000 indicates that the most com-
mon cause was weather (53.7 hours, or 64 per-
cent of total non-availability). These weather
delays usually occur at the beginning and end of
each navigation season, and are caused by high
winds, ice, blizzards, and dense fog. The other
major factor that reduced lock availability in 2000
was vessel incidents (27.8 hours, or 33 percent of
total non-availability). Vessel incidents involve
ship operations, and are usually caused by human
error on the part of a vessel’s crew. Also included
as incidents are vessel breakdowns, which are

2000 Lock Delays (Non-Availability)

Weather, Poor Visibility

Vessel Incident

Weather, High Wind/Ice

Lock Equipment Malfunction

0 10 20 30 40 50
Hours

caused by mechanical problems with a vessel.
While none of these factors are directly under the
control of the SLSDC, the SLSDC is taking steps to
address these factors. The SLSDC has joined with
its Canadian counterpart, the St. Lawrence
Seaway Management Corporation, as well as the
U.S. and Canadian Coast Guards, to institute a
joint boarding program for the foreign vessels that
use the Seaway. This vessel inspection program
was certified as ISO 9002 compliant in 1998.

The SLSDC is also developing an Automatic
Identification System (AIS)-based Vessel Traffic
Management System (TMS) that is based on the
Differential Global Positioning System (DGPS)
technology. The application of Universal AIS tech-
nology should enhance the efficiency of Seaway
operations, improve the safety of navigation on
the Seaway, and reduce vessel incidents when it is
implemented during the 2001 navigation season.
Of the remaining factors that cause lockage shut-
downs, the Corporation has the most control over
the proper functioning of lock equipment. During
the 2000 navigation season, only 2.6 hours of the
84.1 total hours of downtime (3 percent) were
due to malfunctioning lock equipment.

FY 2001 Performance Plan Evaluation: DOT
expects to achieve the target this year.




Strategies and Initiatives to Achieve 2002
Target: DOT resources attributable to this per-
formance goal are depicted below:

Funding Directed to Saint Lawrence Seaway
Lock Availability
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SLSDC strategies for 2002 focus on long-term pre-
ventive maintenance programs, including periodic
inspections; a winter shutdown maintenance pro-
gram; emergency response simulations and train-
ing; and replenishment of reserves for emergen-
cies and critical maintenance outlays. Specifically
SLSDC will:

e operate and maintain the locks and related
navigation facilities for the U.S. portion of the
St. Lawrence Seaway. Emphasis will be on
periodic inspections and surveys of locks and
machinery, and implementation of lock struc-
ture improvement programs as recommended
by the U.S. Army Corps of Engineers.

e continue coordination with its Canadian
counterpart agency to ensure consistency in
the vessel inspection procedures of the two
agencies and to implement joint projects
aimed at improving the safety and efficiency
of the waterway and the two Seaway agen-
cies.

Other Federal Programs with Common
Outcomes: The Canadian St. Lawrence Seaway
Management Corporation carries out counterpart
programs. The SLSDC engages in information
exchanges with the U.S. Army