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Good M::>rning Chairman Mineta and members of the Oversight Corrmi ttee. It 

is a pleasure to respond to your request and be here this :rrorning to 

participate in your hearings on :rrobility in an era of increasing energy, 

environmental, and financial constraints. Ted Lutz has asked me to 

convey his regrets at not being able to be here today. Unfortunately, 

Ted's father passed away quite soodenly the end of last week in 

California, and Ted has not yet returned. He wanted me to also thank 

you for this op:r;x>rttmity to discuss sane of the concerns, problems, and 

issues which we feel face our agency. 

I'd like to introduce Mr. R:>bert McManus who is the Associate 

.Administrator for Planning, Management and Derronstrations and the Acting 

Associate Administrator for Policy, Budget and Program Develolpnent who 

will join me in this presentation. 
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In your letter you specifically asked for several items of information; 

I will touch on each later. We have, however, also taken the 

opp:::>rtunity to convert each into a question and answer format and will 

be submitting them to the Corrnnittee for inclusion in the record. 

We will shortly forward to the Congress a legislative pr0p:::>sal for 

changes in the UMI'A program and out-year authorization levels. 'Ihe 

problems and issues I want to outline for you now will be crldressed in 

that proposal. 

Formula Grant Assistance Prop:?sals 

We are considering a major restructuring of the Section 5 Formula grant 

assistance program. We will suggest these d:langes based on problems we 

see with the present program that incltrle: an inequity of fund 

distribution, a decreasing prop:::>rtion of fare revenues vs expenses, 

and few incentives to increase ridership, service, or 

revenues. 

We believe that the Section 5 operating assistance program has generally 

helped local areas maintain attractive transit service, but that it must 

also be a p:::>Sitive force to encourage areas to take the kind of actions 

necessary to improve and expand service. 
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!mproving the Decision Process for Major Investment Decisions 

UMI'A is taking a number of actions to improve the decision-making 

process for major urban mass transit investments: 

(1) We are reviewing our processes and procedural requirements and 

revising them where necessary. 

(2) We will closely examine prospective major investments through 

alternatives analysis. Preliminary engineering where necessary, will be 

used to develop better cost estimates. In this fashion, w::>rthwhile 

projects can be queued and provide a basis for making project approvals 

arrl budget projections. 

(3) M::>reover, UMI'A is actively considering ways to reduce the time 

required to corrluct the requisite alternatives analysis and engineering 

so that project implementation decisions can be made rrore expeditiously, 

arrl cost escalation pranpted by inflation can be held to a minimum. In 

addition our changes will allow local and state officials to have a 

better idea of exactly how their decisions relate to federal investment 

decisions. 

(4) Finally, we are considering sane internal organizational changes 

which w::>uld facilitate better handling of prospective projects after the 

analyses are canpleted. 
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Windfall Profits Tax 

Our budget for FY 1981 and a supplemental appropriation for FY 1980, 

shortly to be before the appropriations carmittee, are both based on 

experrli tures of revenues expected fran the Wirrlfall Profits Tax. 'Ille 

authorization levels in our pro:i;osed legislation include amounts fran 

the general fund expected to cane fran those tax revenues. Put frankly, 

our program depends on the passage of the Windfall Profits Tax! Its 

passage and the passage of authorizing legislation to put the revenues 

to use, should be a top priority of anyone interested in the future of 

transit. 

Red Tape Reduction 

UMI'A is involved in two major aspects of red tape reduction at this 

time: 

1. We are reviewing existing program guidelines and regulations to 

reduce the re:i;orting burden by grantees in pre-application procedures. 

'Illis reduction takes the form of record-keeping by the grantee in lieu 

of heavy re:i;orting requirements, annual rather than semi-annual 

sul::missions, up-dates of information sutmitted one time only, and 

certifications by grantees of their intent to meet program objectives 

and requirements, rather than sul::lnission of reams of sup:i;orting 

evidence. 'Ibis approach to red tape reduction has been applied 

initially to Section 5 Operating Assistance and -we expect a notice to 



5 

appear in the Federal Register shortly applying these to the Section 5 

Program. We will undertake a similar effort with respect to capital 

grant assistance and other major UMI'A pr03rams. 

2. Fbr those programs in \ttlich no formal rulemaking has ever taken 

place, UMI'A is conmitted to publishing notices of prop::>sed rulemaking 

for grantee review, arrl camnent. 'lb be included in this rulemaking 

review will be an assessment of \ttlether the state, local, or Federal 

g0\7errnnent should be held accountable for grantee information 

subnissions. Also to be included would be information on UMI'A grants 

management procedures pursuant to OMB Circular A-102 and prop::>sed OMB 

grantee guidance. 

3. In those program guidelines issued in the past that inhibit good 

practices or are outdated by the reality of the times, we intend to 

revise them with public input to assure their value. 

Bus Rehabilitation and Stockpiling 

On February 11, 1980 we published in the Federal Register, a prop::>sed 

p::>liey arrl guidelines on bus rehabilitation applicable to funding fran 

Sections 3 and 5, Interstate, and FAUS sources. Basically the p::>licy 

states that: 

- buses must be select.Erl for rehabilitation based on cxrnrron features 

that assure they are part of a group of vehicles within an area that 

p::>ssess similar rehabilitation needs. 
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- each bus to be rehabilitated should be at least 12 years old. 

- our intent is to extend service life to at least 17 years fran date of 

the bus' original entry into service and in no case should rehabilitated 

life be less than five years. 

- cost of improvement may not normally exceed 60% of average annual 

authorized value of a new bus based on a 12 year life multiplied by 

number of years bus life is extended. 

- formula does not include accessibility features for handicapped but 

each rehabilitated bus must conform to 504 requirements, if structurally 

feasible. 

- rehabilitation work may be performed with grantee inhouse capability 

or provided fran outside sources. 

- rehabilitation must restore the bus to a performance level 

corrmensurate with its original condition 

- include a 6 rconth warranty on parts and labor. 

- grantees shall have an inspector on rehabilitation site. 

In addition to this p:>licy on bus rehabilitation we are preparing for 

publication in the Federal Register a Policy on the stockpiling of buses 

for emergency use. '!hough still not canpletely developed we would be 

encouraging autlx:>rities to oold on to buses that they \l!Ould normally 

liquidate. Instecrl of selling or scrapping them they would be stored 
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for use in times of national energy emergencies resulting fran national 

petroleum shortfalls: or for use as a supplement to regular transit 

service if t.n1expected changes in local conditions warrant the immediate 

availability of increased mass transit capacity. 

Better Maintenance 

Another area of concern to us is maintaining the National transit 

capital plant. 'Ihe problem is not t.n1iversal, and there are a number of 

local variations. In sane areas it is lack of trained personnel, in 

others it is a conscious decision to defer maintenance, in still others 

it is a lack of facilities. We are now assessing alternatives and 

options available to us through our contractual frame~rk, and will rrore 

than likely issue new terms and conditions which will require a new 

local emphasis on maintenance. 

Rail Rehabilitation and Maintenance 

As our appropriation request for FY 1981 will soow, we have begun to put 

major program E!'lltflasis on rail rehabilitation and rrodernization for that 

group affectionately known as the "eight old-line" rail cities. 'Ihrough 

May 31, 1977, only 28% of capital grants went to rail rrodernization, 

with the balance about equally divided between new rail 

starts/extensions and buses. 
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Since then, in reC03nition of both strongly expressed local needs and 

Congressional interest, the balance has shifted strongly in favor of 

rail nodernization, with over 46% of Section 3 funds prograrrnned for that 

purpose in fiscal 1980. Rail nodernization is now the largest UMI'A 

capital program category. 'Ibis is both reflective of a shift in demarrl, 

and of the success of rail rcodernization projects relative to other uses 

of capital grants funds. A May 1979 evaluation of rail rcodernization 

grant impacts shows that these projects have significantly diminished 

the deferred maintenance and delayed cyclical replacement that has 

accumulated over the years in the old rail cities. Rail rcodernization 

will attempt to arrest i;otential ridership declines and renove the 

capacity limitations which have tended to keep rail ridership from 

increasing in the past. 

Staffing 

Current staffing levels in UMI'A are not a:iequate to a1minister the 

program activities in an efficient and effective manner. UMI'A's program 

activities and their canplexities have grown at a disprop:>rtionate rate 

with respect to staffing levels. New activities have been undertaken 

with no corresi;orrling staff increase. '!he nost notable example is the 

Section 5 program. UMI'A did not receive any staff increase to implement 

or a1minister this program, and received only minor a:iditions as the 

activity grew. 
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Unfortunately, while concentrating on an effort aimed at consolidating 

FHWA and UMI'A, the agency ignored the necessity to adequately increase 

its staff in the interim. 'Ihe FY 1981 appropriation does include a 

request for 60 new p'.)Sitions. 

'Ihese are the major problems and issues which we feel now face our 

agency. I would now like to briefly turn to the specific items you 

asked for in your letter and carment on a few additional areas of 

concern for us. 'As I mentioned previously, we will provide these items 

in nore detail for the record. 

(1) Our legislation includes authorization levels premised on use of 

revenues fran the Wirrlfall Profits Tax. 'Ihe legislation also includes 

levels which increase financial assistance to carmunities. 

( 2) We believe that in general the UMI'A program has been successful in 

achieving its legislatively marrlated goals of continuing and improving 

mass transportation service through the provision of continued Federal 

financial assistance. It is necessary to recognize however, that 

achieving the secondary statutory goal of prom:>ting efficiency, 

effectivensss, arrl productivity of transit operations has met with mixed 

success. I want to p'.)int out that these are fundamentally the 

resp'.)nsibili ty of management in local transit operations. Again, we 

believe that many of the legislative changes we are considering will 
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assist in praroting a climate for local operators to make pr03ress in 

these areas. 

(3) Our service and methods pr03ram has made notable achievements in 

developing new approaches to providing nobility. Am:>ng these are 

investigations and prorrotion of the "trans:i;x:>rtation brokerage" concept, 

reserved lane pr03rams, timed transfer concepts, and staggered hour work 

shifts. My longer, detailed cannents provided for the record stmrnarize 

many of these approaches. 

(4) Another area in which we have focused much attention is that group 

of activities that supplement and canplement conventional transit: 

ridesharing, paratransit, arrl TSM strategies. Success has been slow in 

caning, however, because in many instances the concepts are easier to 

explain than to put in operation. cne example here of course is our 

Paratransit ~licy statement, now long in developnent because of 

ccmplicated 13(c) implications. 

(5) We have, with FHWA supp:>rt,instituted prototype energy contingency 

planning studies. In fact every urbanized area over 1,000,000 (the 25 

largest) has included these activities in its 1980 work pr03ram. 

(6) '!hough imprecise measurement exists, since 1973, transit ridership 

has continued to grow. '!his trend appears to be steady and probably 



11 

will continue into the future. Qir problem now is one of predicting the 

rate of this continued growth. 

(7) Transit costs have been increasing at a rate slightly higher than 

the rate of general inflation, wtiile revenues have increased at a rate 

slightly below that of general inflation. Again, we believe that our 

proposed legislation will tend to bring these t\-0 trends closer 

together. However, this does not imply that the Administration favors a 

mandatory national fare p:>licy. 

( 8) '!he first full year of data under the Section 15 reporting 

requirement has been reported to UMI'A as prescribed. '!his data is now 

being entered into the canputer; publication of the first series of 

so-called "output rep:>rts" is scheduled for late Spring or early Surrmer 

of this year. 

(9) Given the size and scq?e of the Section 15 Reporting System, its 

implementation has been remarkably free of difficulties. I might add 

that the report on the status of the Section 15 reporting system 

required by the STA Act has been forwarded to Congress. I will provide 

a copy for your use. 

(10) Through research in our Service and Methods program, we are 

collecting data to nonitor the effect of the Federal government's new 

policy on requiri~ p:irking fees by Federal employees. We have 

contracted with Washington OOG to collect data on Federal employee 
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canmuting habits before and after the recent parking fee increase. We 

expect to be able to rei;ort the results sometime this fall. 

(11) Several activities are underway in UMI'A involving life cycle 

costing arrl procuranent. We presently have preliminary guidance out to 

the field ooncerning life cycle oosting for use in the procurement of 

buses, we will put out later this year a rrore developed set of 

procedures including those for the purchase of rail vehicles. 

'!hank you again for the opi;orttmity to appear before you today. I'll be 

happy to answer any questions you may have. 


