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House of Representatives
The House met at 2 p.m. and was

called to order by the Speaker pro tem-
pore [Mr. MILLER of Florida].
f

DESIGNATION OF THE SPEAKER
PRO TEMPORE

The SPEAKER pro tempore laid be-
fore the House the following commu-
nication from the Speaker:

HOUSE OF REPRESENTATIVES,
Washington, DC, March 10, 1997.

I hereby designate the Honorable DAN MIL-
LER to act as Speaker pro tempore on this
day.

NEWT GINGRICH,
Speaker of the House of Representatives.

f

PRAYER

The Chaplain, Rev. James David
Ford, D.D., offered the following pray-
er:

As we look upon the majesty of Your
world, O God, as we contemplate the
wondrous gifts of Your Spirit, as we
seek to learn more from others and to
share in our common destiny, help us
to translate those blessings into our
daily lives. May the words of good will
and respect that we hold together and
the aspirations of each individual find
fulfillment and purpose when good
words become good deeds and high
hopes become realized along life’s way.
Encourage us, O God, to say the good
word and to do the good deed this day
and every day, we pray. Amen.
f

THE JOURNAL

The SPEAKER pro tempore. The
Chair has examined the Journal of the
last day’s proceedings and announces
to the House his approval thereof.

Pursuant to clause 1, rule I, the Jour-
nal stands approved.
f

PLEDGE OF ALLEGIANCE

The SPEAKER pro tempore. Will the
gentleman from Nebraska [Mr.

BARRETT] come forward and lead the
House in the Pledge of Allegiance.

Mr. BARRETT of Nebraska led the
Pledge of Allegiance as follows:

I pledge allegiance to the Flag of the
United States of America, and to the Repub-
lic for which it stands, one nation under God,
indivisible, with liberty and justice for all.

f

SPECIAL ORDERS

AGENCY RESPONSIBLE FOR THE
NATION’S AIRSPACE SAFETY
HAS NO DIRECTION

The SPEAKER pro tempore. Under
the Speaker’s announced policy of Jan-
uary 7, 1997, the gentleman from Vir-
ginia [Mr. WOLF] is recognized for 60
minutes as the designee of the major-
ity leader.

Mr. WOLF. Mr. Speaker, I am deeply con-
cerned about the state of affairs at the Federal
Aviation Administration [FAA].

Vacancies at the highest levels have left the
FAA leaderless, rudderless, and unable to
meet its responsibilities to the aviation industry
and the flying public. Last summer, then FAA
Administrator David Hinson announced his
plans to return to the private sector before the
end of the year and in November he was
gone. Since that time—and despite the
months of advance notice provided—the posi-
tion has been vacant.

It’s now March and there is no appointed
Administrator. The President has not even
nominated someone for the position. Not only
that, Deputy Administrator Linda Daschle, who
had been serving as Acting FAA Adminis-
trator, left the agency in January. Another in-
terim Acting Administrator was recently
named, but there is now no appointed Admin-
istrator and no Deputy Administrator.
Compounding that, the department heads of
regulation and certification, and airports have
each been on the job for less than a year.

The agency responsible for keeping the Na-
tion’s airspace safe has no direction. What’s
more, career employees with experience in
some of the most critical departments at the

agency are leaving. But I do want to make
clear that there are many dedicated, experi-
enced career personnel who, day in and day
out, keep the FAA running and our skies safe
under very trying conditions. Since last July, I
have been urging the President to nominate a
qualified permanent Administrator for the FAA.
I have written to the President on three sepa-
rate occasions—July 30, 1996; November 18,
1996; and January 27, 1997—urging him to
act quickly on this important nomination, and
I ask unanimous consent that these letters be
included in the RECORD. Again today, I implore
the President to act.

Last year, Congress included provisions in
the FAA reauthorization legislation to establish
a National Civil Aviation Review Commission
to study safety, airport capital needs, and
ways to meet those needs, and FAA oper-
ational needs and ways to meet those needs.
The Commission must report back to Con-
gress with detailed analysis and recommenda-
tions no later than 1 year after the date of en-
actment—no later than October 9, 1997.
Guess what? The Commission has not begun
work because its members still haven’t been
named. Thirteen of the 21 members of this
Commission are to be appointed by the Sec-
retary of Transportation and not a single com-
mission member has been appointed. Only 7
months are left for the Commission to do its
work. This is a critical assignment and yet
nothing is happening.

Meanwhile, there’s the issue of aviation
taxes. We have lost $5.2 billion in aviation
taxes due to funding disputes over FAA fi-
nancing. These taxes expired at the end of
1995, were reinstated briefly in August 1996,
expired again at the end of the year and were
just recently reinstated but only for 6 months.
And the FAA didn’t even notice that these
taxes were not being collected last year, re-
sulting in a near crisis. Shouldn’t the FAA
have been working to avoid this current crisis?
Is anybody there? Does anybody care?

Last year’s ValuJet and TWA accidents un-
derscored the need to improve aviation safety
and airport security. The media has reported
frightening tales of how fraudulent, bogus
parts get inside our commercial airliners. Last
year, air traffic centers all over the country ex-
perienced breakdowns in important radar and
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communications systems. Who at the FAA is
looking at this? Is anybody there? Does any-
body care?

Not only is the FAA plagued by a leadership
and experience void which continues to grow,
I believe the FAA is spinning its wheels and
wasting too much time, attention, and energy
on matters not really crucial to its critical mis-
sion of ensuring aviation safety.

Far too much time has been spent arguing
about new organizational arrangements for the
FAA. It happens almost like clockwork. Six
months go by—so it must be time for the FAA
to reorganize. Since then mid-1980’s, various
groups have recommended changes ranging
from the creation of an independent FAA to
the establishment of a private, nonprofit cor-
poration. This was typified by a late-1980’s
study by the National Academy of Sciences,
which included a 60-page appendix titled, ‘‘Or-
ganizational Options for the FAA.’’ Since then,
for at least 10 years, we’ve been arguing
about how the FAA should be organized, and
where it would get its money from, instead of
debating how the FAA could be more efficient
and effective at improving aviation safety.

More recently, after 3 years of extraordinary
financial losses in the airline industry, Con-
gress in 1992 created the National Commis-
sion to Ensure a Strong Competitive Airline In-
dustry. That Commission’s final report, issued
in August 1993, recommended with little sup-
porting evidence that the FAA be converted to
a Federal corporation. With no additional evi-
dence, the National Performance Review,
headed by Vice President GORE, endorsed
this recommendation in its report, issued 1
month later.

The push was then on to build support for
the new Federal corporation initiative and on-
going efforts for FAA reform were shelved.
Reform was seen as undermining support for
the new corporation because, if effective re-
form were possible, maybe a corporation was
not needed after all. So all reform efforts in
the agency were effectively stopped during the
1992–93 timeframe.

The problem is, neither the Commission, the
National Performance Review staff, nor the
administration checked with the Congress to
see if this corporation idea had any chance of
being enacted. If they’d bothered to ask, they
would have soon learned that the idea had no
support on Capitol Hill. Finally, a year later,
the administration realized the corporation
concept had gained little support among either
Democrats or Republicans in Congress. But
rather than go to the heart of the problem and
start the reform process, they developed a
new ‘‘mega-proposal’’—user fees to fully fi-
nance the FAA.

Keep in mind that only a couple of years be-
fore, the issue of financing for the agency it-
self was not an identified concern. We have
annual budget hearings and financing con-
cerns were never mentioned. But all of a sud-
den, in the late spring 1994, financing became
the preeminent issue. Not aviation safety. Not
management reform. But long-term funding
stability.

It is still the administration’s view that FAA
should be made more ‘‘business like’’ by con-
verting to a rate setting agency, like the old
Civil Aeronautics Board, and the President’s
budget just recently submitted proposes to
begin collecting billions of dollars in unspec-
ified fees about 18 months from now. The ad-
ministration has changed its focus, rejecting

the corporation concept in favor of the push
for user fee financing.

We are witnessing something very much
like the legend of Nero fiddling while Rome
burned. What has happened at the FAA over
the past 5 years? The fiddling goes on while
the agency deteriorates. While the administra-
tion stalls on nominating leaders to run the
FAA, draws and redraws FAA’s organizational
chart, and debates who gets to foot the FAA’s
bills, the agency responsible for the safety of
the flying public spirals downward.

Let me offer one example. Over the past 3
years, FAA cut over 5,000 people from its rolls
because the Department of Transportation
gave them a disproportionate share of the
total reductions needed for Governmentwide
downsizing. These cuts were quick and se-
vere—allocated by a department claiming to
desire ‘‘business like’’ operations for the FAA.
Understandably, morale plummeted. Morale
was so low that when buyouts were offered,
the FAA was surprised at how many of its ex-
perienced people left. And all this was hap-
pening while air traffic was rising, new air car-
riers were being approved for operations, and
economic competition in the industry was be-
coming more cutthroat. In short, the need for
FAA safety was never more necessary.

When the Transportation Appropriations
Subcommittee added funds to FAA’s budget in
June 1993 to hire more safety inspectors and
to buy spare parts for radars and other air traf-
fic control equipment, the agency refused the
funds. They said the money wasn’t needed
and could not be accommodated, given the
FAA’s downsizing plan. When funds were
added to move controllers to those locations
where air traffic was increasing, the FAA said
the funds were not needed.

Why was this happening? The agency’s
focus was not on improving its field oper-
ations, but on lobbying for corporate status.
We heard in last year’s testimony on the
ValuJet accident about how safety inspectors
in the field were told they had to work harder
because the agency had no more staffing.
These problems were known to employees in
the field, and they could have been fixed with
stable, focused management attention.

Now, suddenly, surprise—the FAA is decry-
ing the insufficient staffing levels at the agen-
cy. In the fiscal year 1997 transportation ap-
propriations act, Congress provided funding to
support hiring 500 new air traffic controllers,
367 new aviation safety inspectors and other
regulatory oversight personnel. As of January
31, 1997, only 17 new controllers had been
hired. As of that same date, 133 controllers
left the job.

For fiscal year 1998, the administration
again proposes to increase staff in several
areas deemed critical: Air traffic controller staff
is to increase by another 500; safety inspec-
tors and the certification work force is slated to
increase by 273; and the security work force
is to increase by 173. What happened? Why
is the FAA suddenly facing a staffing crisis?
Who was running the FAA and why weren’t
they focusing on these critical management
concerns? Is anybody there? Does anybody
care?

Even when the FAA has been afforded a
real opportunity for management attention and
reform, it has been slow to take advantage.
Congress freed the FAA from what the agency
said were burdensome procurement and per-
sonnel rules about 18 months ago. Yet we’ve

seen no significant personnel reform since
then, and recent GAO reports indicate that
procurement reform is going slowly. We were
told that such fundamental reforms would ad-
dress two of the agency’s major problems,
and would lead to more efficiency and cost
savings. Yet, because so little has been imple-
mented, there is little evidence of improvement
or savings. An independent financial assess-
ment of the FAA said the same thing—the
agency has been too slow to take advantage
of these fundamental reforms.

And what about the third problem so much
discussed over the past 2 years—the need for
fundamental financing reform? You might re-
member the FAA claims that a $12 billion
budget gap in their long-range forecasts re-
quired a totally new way to finance the agen-
cy. They talked of a crisis, in order to get
more money to spend. But before the ink was
dry, the GAO found flaws in FAA’s estimates.
Soon after, the FAA acknowledged the esti-
mate was perhaps not as precise as it could
be. Both general aviation and commercial air-
lines were clearly skeptical. To help get to the
bottom of this mess, Congress legislated an
independent assessment of these costs, which
will be considered by a Civil Aviation Review
Commission—the very Commission I men-
tioned earlier which has yet to be named. The
assessment, conducted by Coopers and
Lybrand, was recently completed and is ex-
tremely critical of FAA’s financial manage-
ment. It proved that the FAA’s estimate of a
budget gap is very soft, and there are signifi-
cant opportunities for cost savings which the
agency has not yet explored. They said, and
I quote, ‘‘the FAA can’t manage money.’’ Coo-
pers and Lybrand made a number of startling
findings in its report, including the following:
The costs to operate the FAA are uncertain;
the FAA’s program managers have not dem-
onstrated an understanding of financial man-
agement; opportunities for cost savings exist
in staffing and personnel as well as facility
consolidation and closures. Here, too, we
have a failure of management, a failure at the
highest levels to deal with basic issues at the
FAA.

In the meantime, though, the FAA is still
managing its programs as if the shortfall were
real. They are stretching out or terminating
modernization programs because of a pre-
sumed lack of funding. They propose to slash
airport development grants by one-third, and
at the same time telling airports to now buy
their own landing aids and lighting systems.
They are proposing drastic reductions in
human factors and aviation weather re-
search—the two leading causes of aviation ac-
cidents. They terminate safety programs like
the ASDE–3 radar which provides enhanced
safety for aircraft maneuvering on the ground.

In short, we are seeing a retreat on our
commitment to modernize air traffic control
equipment and airports around the country
while large increases in the safety work forces
cause the budget to spiral out of control. New
user fees are on top of the assumed continu-
ation of existing user fees totaling $100 million
approved in the fiscal year 1997 appropria-
tions act, yet no such fees have been col-
lected thus far. What are the details of the
FAA’s user fee proposal? I have asked both
the FAA and the Department of Transportation
for details but have received no additional in-
formation. How can we responsibly assess the
administration’s proposal without the fine
print?
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The FAA is adrift in turbulent waters,

leaderless and rudderless. Although Congress
helped the agency rid itself of the antiquated
procurement rules, the FAA has not used that
freedom to much advantage, and they have
lost considerable ground in the administra-
tion’s internal battles of the budget. The FAA’s
capital budget is going down just as the re-
quirements are going up, and user fees are
not making any difference. We have spent
years arguing about how to finance and orga-
nize the air traffic control system. We have
wasted years arguing whether or not this kind
of tax is better than that kind of tax. If we don’t
stop looking—and start acting—soon, the FAA
will run out of time. Is anybody there? Does
anybody care?

One final point. A study prepared by Boeing
suggests that based on the current rate of air
travel, by the year 2015, there will be a major
crash every 8 days somewhere in the world.
A major crash every 8 days. What is the FAA
doing to change this horrific projection?

It is imperative that steps be taken now to
shore up the FAA. The President must act
now to nominate an administrator and institute
necessary leadership and management at the
highest levels in the FAA. The FAA must
focus on its critical mission—aviation safety
and airport security. The flying public must be
confident that the FAA is on the job, commit-
ted to fulfilling its mission of ensuring the best
possible air traffic control systems and the
safest skies and airports. We must be assured
that the FAA is there and the FAA does care
about the safety of the flying public. We will
accept nothing less.

HOUSE OF REPRESENTATIVES,
COMMITTEE ON APPROPRIATIONS,

Washington, DC, January 27, 1997.
Hon. WILLIAM J. CLINTON,
The President,
The White House, Washington, DC.

DEAR MR. PRESIDENT: On two previous oc-
casions, I have written to you regarding the
nomination of a permanent Administrator
for the Federal Aviation Administration. In
the first of those letters, dated July 30, 1996,
I outlined my views of the essential qualities
which the FAA Administrator should have
during this critical time in the agency’s his-
tory. In the second letter, dated November
18, 1996, I urged the nomination of a new Ad-
ministrator as soon as possible. I have en-
closed copies of those letters for your review,
but in summary they suggest the following
qualities of leadership for the next adminis-
trator:

1. A clear vision for the future of aviation
based on a lifetime of experience and asso-
ciation.

2. Skills in leadership and management of
a large and diverse organization.

3. Someone who is willing and able to stay
in the position for at least four years, with
even longer tenure being desirable.

There are now rumors circulating that in-
dividuals being considered for this position
have backgrounds not steeped in aviation,
safety, or management of a large and diverse
workforce, but in general policy develop-
ment. I hope you will consider beforehand
the disastrous effect that a weak nomination
could have for this agency, including its re-
lationship with the Congress over the next
few years.

It has now been nearly three months since
Administrator David Hinson left the agency.
This Friday, Deputy Administrator Linda
Daschle (who has been serving as Adminis-
trator in an acting capacity) will leave the
agency. With these departures, the agency is
in desperate need of permanent executive

leadership. I am very disappointed in your
administration’s failure to nominate a quali-
fied individual for this critical position in a
timely manner, especially since former Ad-
ministrator Hinson made public his plans to
leave approximately six months ago. I be-
lieve only negligence could allow this situa-
tion to continue, and I urge in the strongest
terms that you nominate a qualified individ-
ual for the position of FAA Administrator
within the next two weeks.

FRANK R. WOLF,
Chairman, Subcommittee on

Transportation and Related Agencies.
Enclosures.

HOUSE OF REPRESENTATIVES,
Washington, DC, July 30, 1996.

Hon. WILLIAM J. CLINTON,
The President,
The White House, Washington, DC.

DEAR MR. PRESIDENT: I am writing about
the position of administrator of the Federal
Aviation Administration. I understand that
the current administrator, Mr. David
Hinson, plans to return to the private sector
at year’s end. Having worked closely with
the FAA and its administrators since my ap-
pointment in 1985 to the Subcommittee on
Transportation of the House Appropriations
Committee, I want to share with you some
thoughts on this important posting.

Because commercial aviation is under-
going spectacular growth, because tech-
nologies associated with aviation are devel-
oping with lightning speed and because exist-
ing control systems necessary to ensure safe,
rapid and reliable air travel are approaching
the end of useful and effective life and must
soon be replaced at tremendous cost, it may
be wise to reflect on what type of special per-
son is needed to lead the FAA as it faces
these formidable challenges. This is an espe-
cially critical time for the FAA with the re-
newed focus on and need for air safety cou-
pled with today’s threats of terrorism tar-
geted at the flying public.

It seems clear that the future of the FAA
will most certainly not be ‘‘business as
usual.’’ Mr. Hinson’s replacement must have
a solid founding in the aviation community
but not be a captive of it. He or she must
have a clear vision for the future based on a
lifetime of experience and association. There
is little time to ‘‘come up to speed’’; respon-
sibilities and decisions will not wait. Whom-
ever is selected must be steeped in aviation,
inculcated in the past but not wedded to it.

It is equally important to select someone
skilled in management and leadership, not
only to direct this huge and diverse organi-
zation, but to help it change course as nec-
essary. Someone is needed who can antici-
pate the demands of tomorrow and instill
teamwork and coordination at all levels of
the FAA to get the job done. For example,
the job of installing a new air traffic control
system is alone a massive undertaking. But
to do so while continuing to ensure safe and
reliable flight during the proving and con-
version period adds immeasurably to the dif-
ficulty of the process. Where safety is con-
cerned, there is little room for error.

Of equal importance is to select someone
with a long term commitment to the task at
hand. If there has been a shortcoming in the
selection of previous administrators it is
that no one has been around long enough to
get the job done. Each new person has ap-
proached the task differently with different
priorities, different objectives and different
ways of going about things. The technology
learning curve is always too steep. By the
time an administrator becomes comfortable
in the job, he has moved on and the process
must begin anew.

During the relatively short time I have
been on the Appropriations Committee, Mr.
Hinson is the sixth person to serve as admin-

istrator. This seems to me to be too much
turnover and too little continuity and we
can no longer afford to continue this prac-
tice. I hope you will look for someone who
will accept the challenge of leading the FAA
for four or five or even ten years. Someone
should be chosen who will be able to take an
idea from the drawing board, shepherd it
through development, implementation and
follow-up and see it become operational.
Change takes time and an administrator is
needed who will be accountable for the dura-
tion of the process.

I hope you will ignore the clamor of special
interests and political expedience and select
as the next FAA administrator someone with
experience, vision, wisdom and skill to lead
the aviation community and the traveling
public who rely upon it, into a long period of
safe and reliable operation. I hope these
thoughts are helpful to you.

Best regards.
Sincerely,

FRANK R. WOLF,
Member of Congress.

HOUSE OF REPRESENTATIVES,
COMMITTEE ON APPROPRIATIONS,

Washington, DC, November 18, 1996.
The PRESIDENT,
The White House,
Washington, DC.

DEAR MR. PRESIDENT: I am writing to urge
you to appoint a new administrator of the
Federal Aviation Administration as soon as
possible. Given the serious outstanding is-
sues of aviation safety, FAA reform, and
aviation system financing, I believe it is im-
perative that a full-time administrator be in
place quickly. Administrator David Hinson
has left this position, and the agency is cur-
rently being led by Deputy Administrator
Linda Daschle, who has indicated she would
not accept the position of Administrator.
Mr. Monte Belger, a career official of the
agency, has been designated Acting Deputy
Administrator during the interim period.

The new administrator will need some
time to adjust to the position before wres-
tling with the many issues the agency will
face over the coming year. For starters the
aviation ticket tax will expire on December
31, 1996, and the airport and airway trust
fund will be out of money sometime next
summer. Because of this, the controversial
subject of air traffic control user fees will be
hotly debated this spring. The complexity of
this subject and its impact on the various
aviation interest groups would be a daunting
task for any new administrator, and espe-
cially one who arrives in January, just as
the new Congress begins working on the is-
sues.

In addition, the FAA has many outstand-
ing issues related to aviation safety which
require full-time executive leadership. Safe-
ty and security improvements resulting from
the ValuJet and TWA 800 crashes are only
just beginning, and will require strong fol-
low-up. Improved vigilance over suspected
unapproved (including counterfeit) parts has
started, but constant attention by top man-
agement is needed. And commissioning of
new safety equipment such as the terminal
doppler weather radar requires strong leader-
ship due to local opposition in some areas.

Other important work which must be ac-
complished in 1997 includes development of a
new compensation system and negotiation of
new five-year union contracts for air traffic
controllers and maintenance personnel; defi-
nition of the next generation ‘‘National Air-
space System Architecture Plan’’; and co-
ordination with the Gore Commission on
Aviation Safety and Security and the Na-
tional Civil Aviation Review Commission.
Many of these activities are already under-
way and will require the new Administra-
tor’s personal knowledge and intervention to
be successful.
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In short, this year promises to be a very

challenging one for the FAA, and it is no
time for the agency to be without a full-time
administrator appointed by the President
and approved by the Senate. I have pre-
viously expressed my view that the next ad-
ministrator should have strong aviation cre-
dentials, and I am enclosing an earlier letter
to you which summarizes those views. I urge
you to do whatever you can to ensure that a
new FAA administrator is nominated quick-
ly—before the Christmas holiday if possible.

Sincerely,
FRANK R. WOLF,

Chairman, Subcommittee on
Transportation and Related Agencies.

f

SPECIAL ORDERS GRANTED

By unanimous consent, permission to
address the House, following the legis-
lative program and any special orders
heretofore entered, was granted to:

(The following Members (at the re-
quest of Mr. BARRETT of Nebraska) to
revise and extend their remarks and in-
clude extraneous material:)

Mr. HULSHOF, for 5 minutes on March
12.

Mr. PEASE, for 5 minutes on March
11.

Ms. ROS-LEHTINEN, for 5 minutes each
day on March 11 and 12.

f

EXTENSION OF REMARKS

By unanimous consent, permission to
revise and extend remarks was granted
to:

(The following Members (at the re-
quest of Mr. BARRETT of Nebraska) and
to include extraneous matter:)

Mr. MCCOLLUM.
Mr. TAYLOR of North Carolina.
Ms. ROS-LEHTINEN.
Mrs. MORELLA.
(The following Members (at the re-

quest of Mr. BARRETT of Nebraska) and
to include extraneous matter:)

Mr. LANTOS.
Mr. TORRES.
Mr. PASCRELL.
Mr. MILLER of California.

f

ADJOURNMENT

Mr. BARRETT of Nebraska. Mr.
Speaker, I move that the House do now
adjourn.

The motion was agreed to; accord-
ingly (at 2 o’clock and 5 minutes p.m.),
under its previous order, the House ad-
journed until tomorrow, Tuesday,
March 11, 1997, at 12:30 p.m. for morn-
ing hour debates.

f

EXECUTIVE COMMUNICATIONS,
ETC.

Under clause 2 of rule XXIV, execu-
tive communications were taken from
the Speakers table and referred as fol-
lows:

2135. A letter from the Animal and Plant
Health Inspection Service, Congressional Re-
view Coordinator, transmitting the Service’s
final rule—Asian Longhorned Beetle; Quar-
antine Regulations (Docket No. 96–102–1) re-
ceived March 7, 1997, pursuant to 5 U.S.C.

801(a)(1)(A); to the Committee on Agri-
culture.

2136. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—
Sulfentrazone; Establishment of Tolerances
(OPP–300459; FRL–5591–9) (RIN: 2070–AB78) re-
ceived March 6, 1997, pursuant to 5 U.S.C.
801(a)(1)(A); to the Committee on Agri-
culture.

2137. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Clopyralid;
Pesticide Tolerance for Emergency Exemp-
tion (OPP–300458; FRL–5593–1) (RIN: 2070–
AB78) received March 6, 1997, pursuant to 5
U.S.C. 801(a)(1)(A); to the Committee on Ag-
riculture.

2138. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Clofencet;
Pesticide Tolerances (OPP–300457; FRL–5592–
2) (RIN: 2070–AB78) received March 6, 1997,
pursuant to 5 U.S.C. 801(a)(1)(A); to the Com-
mittee on Agriculture.

2139. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—
Tebufenozide; Pesticide Tolerances for Emer-
gency Exemptions (OPP–300456; FRL–5591–7)
(RIN: 2070–AC78) received March 6, 1997, pur-
suant to 5 U.S.C. 801(a)(1)(A); to the Commit-
tee on Agriculture.

2140. A letter from the Federal Deposit In-
surance Corporation, Director, Office of Leg-
islative Affairs, transmitting the Corpora-
tion’s final rule—Recordkeeping and
Comfirmation Requirements for Securities
Transactions (RIN: 3064–AB74) received
March 6, 1997, pursuant to 5 U.S.C.
801(a)(1)(A); to the Committee on Banking
and Financial Services.

2141. A letter from the Federal Emergency
Management Agency, Acting General Coun-
sel, transmitting the Agency’s final rule—
National Flood Insurance Program; Standard
Flood Insurance Policy (RIN: 3067–AC54) re-
ceived March 5, 1997, pursuant to 5 U.S.C.
801(a)(1)(A); to the Committee on Banking
and Financial Services.

2142. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Approval
and Promulgation of Implementation Plans;
Illinois (IL138–1a; FRL–5660–2) received
March 5, 1997, pursuant to 5 U.S.C.
801(a)(1)(A); to the Committee on Commerce.

2143. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Approval
and Promulgation of Air Quality Implemen-
tation Plans; Virginia; Standards for Vola-
tile Organic Compound (VOC) Emissions
(SIPTRAX NO VA059–5016a and VA060–5016a;
FRL–5698–1) received March 5, 1997, pursuant
to 5 U.S.C. 801(a)(1)(A); to the Committee on
Commerce.

2144. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Approval
and Promulgation of Air Quality Implemen-
tation Plans; Virginia; Rule Pertaining to
VOC RACT Requirements (VA021–5015; FRL–
5697–9) received March 5, 1997, pursuant to 5
U.S.C. 801(a)(1)(A); to the Committee on
Commerce.

2145. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Approval
and Promulgation of Air Quality Implemen-

tation Plans; Designation of Areas for Air
Quality Planning Purposes; Virginia; Redes-
ignation to Attainment of the Hampton
Roads Ozone Nonattainment Area, Approval
of the Maintenance Plan and Mobile Emis-
sions Budget (VA068–5018a, VA066–5018a;
FRL–5688–8) received March 5, 1997, pursuant
to 5 U.S.C. 801(a)(1)(A); to the Committee on
Commerce.

2146. A letter from the Environmental Pro-
tection Agency, Director, Office of Regu-
latory Management and Information, trans-
mitting the Agency’s final rule—Approval
and Promulgation of Air Quality Implemen-
tation Plans; State of Delaware, Regulation
13—Open Burning and Regulation 24—Sec-
tions 50(a)(5) and (50)(b)(3)—Non-CTG RACT
(DE027–1004a, DE020–1004a; FRL–5679–4) re-
ceived March 6, 1997, pursuant to 5 U.S.C.
801(a)(1)(A); to the Committee on Commerce.

2147. A letter from the Federal Commu-
nications Commission, Managing Director,
transmitting the Commission’s final rule—
Implementation of Infrastructure Sharing
Provisions in the Telecommunications Act
of 1996 (CC Docket No. 96–237) received March
6, 1997, pursuant to 5 U.S.C. 801(a)(1)(A); to
the Committee on Commerce.

2148. A letter from the Defense Security
Assistance Agency, Director, transmitting
notification concerning the Department of
the Air Force’s proposed Letter(s) of Offer
and Acceptance [LOA] to Italy for defense
articles and services (Transmittal No. 97–08),
pursuant to 22 U.S.C. 2776(b); to the Commit-
tee on International Relations.

2149. A letter from the the President of the
United States, transmitting a report on the
status of efforts to obtain Iraq’s compliance
with the resolutions adopted by the U.N. Se-
curity Council, pursuant to Public Law 102–
1, section 3 (105 Stat. 4); to the Committee on
International Relations and ordered to be
printed.

2150. A letter from the Department of
State, Assistant Legal Adviser for Treaty Af-
fairs, transmitting copies of international
agreements, other than treaties, entered into
by the United States, pursuant to 1 U.S.C.
112b(a); to the Committee on International
Relations.

2151. A letter from the Secretary of Edu-
cation, transmitting the semiannual report
of the activities of the Office of Inspector
General for the period April 1, 1996, through
September 30, 1996, pursuant to 5 U.S.C. app.
(Insp. Gen. Act) section 5(b); to the Commit-
tee on Government Reform and Oversight.

2152. A letter from the Council of the Dis-
trict of Columbia, Chairman Pro Tempore,
transmitting a copy of D.C. Act 11–533, ‘‘Un-
employment Compensation Federal Con-
formity Temporary Amendment Act of 1997’’
received March 6, 1997, pursuant to D.C.
Code, section 1–233(c)(1); to the Committee
on Government Reform and Oversight.

2153. A letter from the Council of the Dis-
trict of Columbia, Chairman Pro Tempore,
transmitting a copy of D.C. Act 11–534,
‘‘Equal Opportunity for Local, Small, and
Disadvantaged Business Enterprises Tem-
porary Act of 1997’’ received March 6, 1997,
pursuant to D.C. Code, section 1–233(c)(1); to
the Committee on Government Reform and
Oversight.

2154. A letter from the Council of the Dis-
trict of Columbia, Chairman Pro Tempore,
transmitting a copy of D.C. Act 12–15, ‘‘Dis-
trict of Columbia Unemployment Compensa-
tion Tax Stabilization Temporary Amend-
ment Act of 1997’’ received March 6, 1997,
pursuant to D.C. Code, section 1–233(c)(1); to
the Committee on Government Reform and
Oversight.

2155. A letter from the Council of the Dis-
trict of Columbia, Chairman Pro Tempore,
transmitting a copy of D.C. Act 12–5, ‘‘Gen-
eral Obligation Note Act of 1997’’ received
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