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S. RES. 266

At the request of Mr. ROBERTS, the
names of the Senator from New Mexico
(Mr. BINGAMAN) and the Senator from
North Carolina (Mr. HELMS) were added
as cosponsors of S. Res. 266, a resolu-
tion designating October 10, 2002, as
“Put the Brakes on Fatalities Day.”

S. RES. 270

At the request of Mr. CAMPBELL, the
name of the Senator from Kentucky
(Mr. BUNNING) was added as a cosponsor
of S. Res. 270, a resolution designating
the week of October 13, 2002, through
October 19, 2002, as ‘‘National Cystic
Fibrosis Awareness Week.”

S. CON. RES. 11

At the request of Mrs. FEINSTEIN, the
names of the Senator from South Caro-
lina (Mr. HOLLINGS) and the Senator
from Kansas (Mr. ROBERTS) were added
as cosponsors of S. Con. Res. 11, a con-
current resolution expressing the sense
of Congress to fully use the powers of
the Federal Government to enhance
the science base required to more fully
develop the field of health promotion
and disease prevention, and to explore
how strategies can be developed to in-
tegrate lifestyle improvement pro-
grams into national policy, our health
care system, schools, workplaces, fami-
lies and communities.

————————

STATEMENTS ON INTRODUCED
BILLS AND JOINT RESOLUTIONS

By Mr. BUNNING:

S. 2643. A bill to repeal the sunset of
the Economic Growth and Tax Relief
Reconciliation Act of 2001 with respect
to the expansion of the adoption credit
and adoption assistance programs; to
the Committee on Finance.

Mr. BUNNING. Mr. President, today I
am introducing legislation to make the
adoption tax credit permanent. Last
year, Congress passed and President
Bush signed into law the Economic
Growth and Tax Relief Reconciliation
Act. This act contains many and much
needed tax relief provisions for the
American people. However, because of
procedural rules in the Senate, this
new law sunsets and expires after De-
cember 31, 2010.

The legislation I introduce today
makes permanent a tax provision in
that law, that being the adoption tax
credit. If we do not pass this extension,
and the adoption tax credit sunsets,
then this tax credit will be cut over-
night from a maximum of $10,000 to
$5,000. Families who adopt special
needs children will no longer receive a
flat $10,000 credit, and instead, they
will be limited to a maximum of $6,000.
As well, families claiming the credit
may be pushed into the AMT, Alter-
native Minimum Tax. And the income
caps will fall from $150,000 to $75,000 so
that fewer families will be eligible for
the credit.

There are over 500,000 kids in publicly
funded foster care right now waiting to
be adopted. And there are even more in
the private system. Let’s help them
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find loving homes. Let’s make it easier
for families to adopt, not throw up bar-
riers. If the adoption tax credit is cut
to the prior law level of $5,000, many
families will not be able to afford adop-
tions. And therefore less children will
be welcomed into what they want the
most, a real family. And adoptions are
not cheap. Some licensed private adop-
tion agencies charge fees ranging any-
where from $4,000 to $30,000.

Earlier this month, on June 4, the
House of Representatives passed this
permanent extension of the adoption
tax credit by a vote of 391 yeas to 1
nay. I am hopeful that my colleagues
in the Senate recognize the importance
of moving on any legislation to perma-
nently extend this tax credit, whether
it be the House’s bill we consider or
this bill I am introducing today. Those
kids without parents, and those par-
ents without kids deserve to see this
adoption tax credit set into law for
good. We owe it to them all.

By Mr. FITZGERALD:

S. 2644. A bill to amend chapter 35 of
title 31, United States Code, to expand
the types of Federal agencies that are
required to prepare audited financial
statements; to the Committee on Gov-
ernmental Affairs.

Mr. FITZGERALD. Mr. President, I
ask unanimous consent that the text of
the bill be printed in the RECORD.

There being no objection, the bill was
ordered to be printed in the RECORD, as
follows:

S. 2644

Be it enacted by the Senate and House of Rep-
resentatives of the United States of America in
Congress assembled,

SECTION 1. SHORT TITLE.

This Act may be cited as the ‘‘Account-
ability of Tax Dollars Act of 2002".

SEC. 2. AMENDMENTS RELATING TO AUDITING
REQUIREMENT FOR FEDERAL AGEN-
CY FINANCIAL STATEMENTS.

(a) IN GENERAL.—Section 3515 of title 31,
United States Code, is amended—

(1) in subsection (a)—

(A) by striking ‘“‘Not later’” and inserting
‘(1) Except as provided in paragraph (2), not
later”’;

(B) by striking ‘‘each executive agency
identified in section 901(b) of this title” and
inserting ‘‘each covered executive agency’’;

(C) by striking ‘1997’ and inserting ‘‘2003’’;
and

(D) by adding at the end the following:

‘“(2) A covered executive agency is not re-
quired to prepare an audited financial state-
ment under this section for any fiscal year
for which the total amount of budget author-
ity available to the agency is less than
$25,000,000."’;

(2) in subsection (b) by striking ‘‘an execu-
tive agency’ and inserting ‘‘a covered execu-
tive agency’’;

(3) in subsection (c) and (d) by striking
‘‘executive agencies’ each place it appears
and inserting ‘‘covered executive agencies’’;
and

(4) by adding at the end the following:

‘‘(e) The term ‘covered executive agency’—

‘(1) means an executive agency that is not
required by another provision of Federal law
to prepare and submit to the Congress and
the Director of the Office of Management
and Budget an audited financial statement
for each fiscal year, covering all accounts
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and associated activities of each office, bu-
reau, and activity of the agency; and

‘“(2) does not include a corporation, agen-
cy, or instrumentality subject to chapter 91
of this title.”.

(b) WAIVER AUTHORITY.—

(1) IN GENERAL.—The Director of the Office
of Management and Budget may waive the
application of all or part of section 3515(a) of
title 31, United States Code, as amended by
this section, for financial statements re-
quired for the first 2 fiscal years beginning
after the date of the enactment of this Act
for an agency described in paragraph (2) of
this subsection.

(2) AGENCIES DESCRIBED.—An agency re-
ferred to in paragraph (1) is any covered ex-
ecutive agency (as that term is defined by
section 3515(e) of title 31, United States Code,
as amended by subsection (a) of this section)
that is not an executive agency identified in
section 901(b) of title 31, United States Code.

By Mrs. FEINSTEIN:

S. 2645. A Dbill to establish the Direc-
tor of National Intelligence as head of
the intelligence community, to modify
and enhance authorities and respon-
sibilities relating to the administra-
tion of intelligence and the intel-
ligence community, and for other pur-
poses; to the Select Committee on In-
telligence.

Mrs. FEINSTEIN. Mr. President, I
rise today to offer the Intelligence
Community Leadership Act of 2002.
This legislation creates the position of
Director of National Intelligence to
lead a true intelligence community and
to coordinate our intelligence and anti-
terrorism efforts and help assure that
the sort of communication problems
that prevented the various elements of
our intelligence community from
working together effectively before
September 11 never happen again.

While this bill will certainly not
solve every problem within the intel-
ligence community, I believe it to be a
necessary first step towards getting
our intelligence house in order.

The National Security Act of 1947,
which created the bulk of our cold war
era national security apparatus, cre-
ated both the Director of the Central
Intelligence Agency and the Director of
Central Intelligence, of which the CIA
is but one component, as two positions
occupied by one person.

As Director of the Central Intel-
ligence Agency, the person in this posi-
tion is the CEO of the Agency charged
with collecting human intelligence,
centrally analyzing all intelligence col-
lected by the U.S. government, and
conducting covert action.

As head of the intelligence commu-
nity, which also includes the Defense
Intelligence Agency, the National Se-
curity Agency, the National Recon-
naissance Office, National Imagery and
Mapping Agency, and the intelligence-
gathering elements of the FBI, as well
as others, this person is responsible for
coordinating a multitude of agencies
and harnessing their efforts to secure
the overall needs of U.S. national secu-
rity.

Although this structure served as
well enough in the cold war, it is, in
my view, far from perfect, and, put
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bluntly, I do not believe that giving
both jobs to one person makes sense.

Moreover, just as the particular
needs of the superpower rivalry of the
cold war drove the national security
structure and apparatus put into place
by the National Security Act of 1947,
so, too, should the intelligence and
anti-terrorism challenges that our
country now faces in the post-9-11
world drive the creation of new na-
tional security structures adequate to
the new challenge.

The President, in proposing the cre-
ation of the Department of Homeland
Security has addressed part of this
challenge. But the administration’s
plan does not do enough to address the
need to better coordinate our intel-
ligence and anti-terrorism efforts.

To start to address these problems
the Intelligence Community Leader-
ship Act of 2002 splits the current posi-
tion of Director of Central Intelligence,
currently held by one individual, who
is tasked with running the CIA and the
intelligence community as a whole,
into two positions: a Director of Na-
tional Intelligence, DNI, to lead the In-
telligence Community and a Director
of the Central Intelligence Agency to
run the CIA.

It may appear somewhat paradoxical
to argue that in order to assure closer
and better coordination within and
across our intelligence community the
current position of the Director of Cen-
tral Intelligence should be split, but
this is, in fact, the case.

As a practical matter, the demands
of these two full time jobs on the time
and attention of any person, no matter
how skilled in management, are over-
whelming.

Indeed, running the intelligence com-
munity and running the CIA are both
important enough to be full time jobs.

That was true before September 11,
and it is especially true after Sep-
tember 11.

Even if one person could handle both
jobs and reconcile the inherent con-
flicts, there would remain the percep-
tion that he or she is favoring either
the community or the Agency.

That is not a formula which is well-
suited to lead to a seamless and fully
integrated intelligence community
providing optimum analytic product to
national decision makers or assuring
that critical intelligence missions are
properly allocated and resourced.

Specifically, then, this legislation
would create the new position of Direc-
tor of National Intelligence, DNI, a
new independent head of the intel-
ligence community with the proper and
necessary authority to coordinate ac-
tivities, direct priorities, and create
the budget for our nation’s national in-
telligence community.

The DNI would be responsible for all
of the functions now performed by the
Director of Central Intelligence in his
role as head of the intelligence commu-
nity, a separate individual would be Di-
rector of the CIA.

Nominated by the President, con-
firmed by the Senate, and serving a
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ten-year term, the DNI would be insu-
lated from the vagaries of politics and
specifically empowered to create the
national intelligence budget in con-
junction with the various intelligence
agencies within our government.

The DNI would be able to transfer
personnel and funds between intel-
ligence agencies as necessary to carry
out the core functions of the intel-
ligence community, without the need
to seek permission from individual
agency heads.

The Director of the Central Intel-
ligence Agency, DCIA, freed from the
double burden as head of the intel-
ligence community, would then be able
to concentrate on the critical missions
of the CIA alone: Assure the collection
of intelligence from human sources,
and that intelligence is properly cor-
related, evaluated, and disseminated
throughout the intelligence commu-
nity and to decision makers.

The critical policy and resource deci-
sions of the President’s proposed De-
partment of Homeland Defense will
only be as good as the intelligence
which informs those decisions.

Whatever the other preliminary les-
sons we may draw from the ongoing in-
quiry into the September 11 attacks,
one thing is perfectly clear: we need to
better coordinate our intelligence and
anti-terrorism efforts.

If the new Department, and the
President and Members of Congress,
are going to be able to get the sort of
intelligence we need to both safeguard
our citizens and protect American na-
tional security interests, we need to
address the structural problems that
exist today with our intelligence com-
munity.

I believe a first step in finding a solu-
tion to this problem is relatively sim-
ple, enact legislation that would re-
quire the head of the intelligence com-
munity and the head of the CIA to be
two different people.

That is what this legislation would
do, and I urge my colleagues to join me
both on this legislation, and in consid-
ering other reforms which may also be
necessary to reformulate of intel-
ligence community to meet the chal-
lenges of the new era.

By Mr. BINGAMAN:

S. 2646. A bill to authorize the Sec-
retary of Transportation to establish
the National Transportation Modeling
and Analysis Program to complete an
advanced transportation simulation
model, and for other purposes; to the
Committee on Environment and Public
Works.

Mr. BINGAMAN. Mr. President, I rise
today to introduce legislation that I
believe will go a long way in helping to
reduce congestion and improve safety
and security throughout the Nation’s
transportation network. Today I am
introducing the National Transpor-
tation Modeling and Analysis Program
Establishment Act, or NATMAP for
short.

The purpose of this bill is to author-
ize the Secretary of Transportation to
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complete an advanced computer model
that will simulate, in a single inte-
grated system, traffic flows over every
major transportation mode, including
highways, air traffic, railways, inland
waterways, seaports, pipelines and
other intermodal connections. The ad-
vanced model will simulate flows of
both passenger and freight traffic.

Our transportation network is a cen-
tral component of our economy and
fundamental to our freedom and qual-
ity of life. America’s mobility is the
engine of our free market system. The
food we eat, the clothes we wear, the
materials for our homes and offices,
and the energy to heat our homes and
power our businesses all come to us
over the nation’s vast transportation
network. Originating with a producer
in one region, materials and products
may travel via any number of combina-
tions of truck, rail, airplane and barge
before reaching their final destina-
tions.

Today, the Internet connects the
world electronically. But it is our
transportation network that provides
the vital interconnections for the
movement of both people and goods do-
mestically and around the world. Ac-
cording to the latest statistics, today
our transportation industry carries
over 11 billion tons of freight per year
worth about $7 trillion. Of the 3.7 tril-
lion ton-miles of freight carried in 1998,
1.4 trillion went by rail, 1 trillion by
truck, 673 billion by domestic water
transportation, 620 billion by pipeline,
and 14 billion by air carrier.

Individuals also depend on our trans-
portation system, be it passenger rail,
commercial airline, intercity bus, or
the family car, for business travel or
simply to enjoy a family vacation. Ex-
cluding public transit, passengers on
our highways traveled a total of 4.2
trillion passenger-miles in 1998. An-
other 463 billion passenger-miles trav-
eled by air carriers. Transit companies
and rail lines carried another 50 billion.

We are also interconnected to the
world’s transportation system, and, as
I am sure every Senator well knows,
foreign trade is an increasingly critical
component of our economy. Our Na-
tion’s seaports, international airports,
and border crossing with Canada and
Mexico are the gateways through
which passengers and cargo flow be-
tween America and the rest of the
world. The smooth flow of trade, both
imports and exports, would not be pos-
sible without a robust transportation
network and the direct links it pro-
vides to our international ports of
entry.

It should be clear that one of keys to
our continuing economic strength rests
on a transportation system that is safe,
secure and efficient. Today, we are for-
tunate to have one of the best trans-
portation networks in the world, and I
believe we need to keep it that way.
However, we are starting to see signs
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that portions of the system are begin-
ning to strain under a dramatic in-
crease in traffic. For example, accord-
ing to the Department of Transpor-
tation, from 1980 to 2000, highway trav-
el alone increased a whopping 80 per-
cent. Between 1993 and 1997, the total
tons of freight activity grew by over 14
percent and truck activity grew by 21
percent. In the future, truck travel is
expected to grow by more than 3 per-
cent per year, nearly doubling by 2020.

Meanwhile, the strong growth in for-
eign trade is putting increased pressure
on ports, airports, and border cross-
ings, as well as contributing to conges-
tion throughout the transportation
network. According to DoT, U.S. inter-
national trade more than doubled be-
tween 1990 and 2000, rising from $891
billion to $2.2 trillion.

Congestion and delay inevitably re-
sult when traffic rates approach the ca-
pacity of a system to handle that traf-
fic. I do believe increased congestion in
our transportation system is a growing
threat to the nation’s economy. Delays
in any part of the vast network lead to
economic costs, wasted fuel, increased
pollution, and a reduced quality of life.
Moreover, in the future new security
measures could also cause increased
delays and disruptions in the flow of
goods through our international gate-
ways.

To deal with the ever-increasing
loading of our transportation network
we will need to find ways to use the
system more efficiently as well as to
expand some critical elements of the
system. However, in planning for any
improvements, it is essential to exam-
ine the impact on the whole transpor-
tation system that would result from a
change in one part of the system
That’s exactly the goal of the bill I am
introducing today.

By simulating the Nation’s entire
transportation infrastructure as a sin-
gle, integrated system, the National
Transportation Analysis and Modeling
Program will allow policy makers at
the state, regional and national levels
to evaluate the implications of new
transportation policies and actions. To
ensure that all of the possible inter-
related impacts are included, the
model must simulate individual car-
riers and the transportation infrastruc-
ture used by each of the carriers in an
interdependent and dynamic system.
The advantage of this simulation of in-
dividual carriers and shipments is that
the nation’s transportation system can
be examined at any level of detail,
from the path of an individual truck to
national multi-modal traffic flows.

Some of the transportation issues
and questions that could be addressed
with NATMAP include: What infra-
structure improvements result in the
greatest gains to overall system secu-
rity and efficiency? How would the net-
work respond to shifts in population or
trade flows? How would the system re-
spond to major disruptions caused by a
natural disaster or another unthink-
able terrorist attack? What effect
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would delays in the system due to in-
creased security measures have on traf-
fic flow and congestion?

Preliminary work on an advanced
transportation model has been under-
way for several years at Los Alamos
National Laboratory. As I'm sure most
Senators know, Los Alamos has a long
and impressive history in the develop-
ment of computer simulations of com-
plex systems, including the recent
completion of the TRANSIMS model of
transportation systems in metropoli-
tan areas. The development of
TRANSIMS for FHWA was originally
authorized in TEA-21.

The initial work at LANL on
NATMAP, funded in part by DoT, DoD,
and the lab’s own internal research and
development program, demonstrated
the technical feasibility of building a
nation-wide freight transportation
model that can simulate the movement
of millions of trucks across the na-
tion’s highway system. During this ini-
tial development phase, the model was
called the National Transportation
Network and Analysis Capability, or
NTNAC for short. In 2001, with funding
from the Federal Highway Administra-
tion, LANL further developed the
model and completed an assessment of
cargo flows resulting from trade be-
tween the U.S. and Latin America.

These preliminary studies have clear-
ly demonstrated the value to the na-
tion of the NATMAP comprehensive
modeling system. I do believe that the
computer model represents a leap-
ahead in transportation modeling and
analysis capability. Indeed, Secretary
of Transportation Norm Mineta, in a
letter to me dated April 9 of this year,
had this to say about the effort: ‘““The
DOT agrees that NTNAC shows great
promise of producing a tool that would
be useful for analyzing the national
transportation system as a single, inte-
grated system. We agree that NTNAC
would provide DOT with important new
capabilities to assess and formulate
critical policy and investment options
and to help address homeland security
and vulnerabilities in the nation’s
transportation network.”

I ask unanimous consent that a copy
of Secretary Mineta’s letter be printed
in the RECORD.

There being no objection, the letter
was ordered to be printed in the
RECORD, as follows:

THE SECRETARY OF TRANSPORTATION,

Washington, DC, April 9, 2002.
Hon. JEFF BINGAMAN,
U.S. Senate, Washington, DC.

DEAR JEFF: Thank you for your letter of
January 30 expressing your strong support to
continue the development of the National
Transportation Network Analysis Capability
(NTNAC). The U.S. Department of Transpor-
tation’s (DOT) Office of Policy and the Fed-
eral Highway Administration (FHWA) have
been working closely with Los Alamos Na-
tional Laboratory to develop this tool.

During 1998, Los Alamos National Labora-
tory developed a prototype NTNAC with
funding provided by the DOT ($50,000 from
the Office of the Secretary’s Transportation
Policy Development Office), the U.S. Depart-
ment of Defense (TRANSCOM’s Military
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Transportation Management Command), and
the Laboratory’s own internal research and
development program. This effort dem-
onstrated the technical feasibility of build-
ing a national transportation network that
can simulate the movements of individual
carriers (trucks, trains, planes, water ves-
sels, and pipelines) and individual freight
shippers.

During 1999, FHWA provided $750,000 to fur-
ther develop NTNAC and to complete the
study ‘‘National Transportation Impact of
Latin American Trade Flows.”

The DOT agrees that NTNAC shows great
promise of producing a tool that would be
useful for analyzing the national transpor-
tation system as a single, integrated system.
We agree that NTNAC would provide DOT
with important new capabilities to assess
and formulate critical policy and investment
options and to help address homeland secu-
rity and vulnerabilities in the Nation’s
transportation network.

However, the Department’s budget is very
limited. It would be difficult to find funding
to continue the project this year. If funding
should become available, we will give pri-

ority consideration to continuing the
NTNAC development effort.
Again, I very much appreciate your

thoughts on the importance of continuing
the development of NTNAC. If I can provide
further information or assistance, please feel
free to call me.
Sincerely yours,
NORMAN Y. MINETA.

Mr. BINGAMAN. The bill I am intro-
ducing today establishes a six-year pro-
gram in the Office of the Secretary of
Transportation to complete the devel-
opment of the advanced transportation
simulation model. The program will
also support early deployment of com-
puter software and graphics packages
to Federal agencies and States for na-
tional, regional, or statewide transpor-
tation planning. The bill authorizes a
total of $60 million from the Highway
Trust Fund for this effort. When com-
pleted, NATMAP will provide the na-
tion a tool to help formulate and ana-
lyze critical transportation policy and
investment options, including major
infrastructure requirements and
vulnerabilities within that infrastruc-
ture.

Next year Congress will take up the
reauthorization of TEA-21, the six-year
transportation bill. I am introducing
this bill today so my proposal can be
fully considered by the Senate’s Envi-
ronment and Public Works Committee
and by the Administration as the next
authorization bill is being developed. I
look forward to working with Senator
JEFFORDS, the Chairman of EPW, and
Senator SMITH, the ranking member, as
well as Senator REID, the Chairman of
the Transportation, Infrastructure, and
Nuclear Safety Subcommittee and Sen-
ator INHOFE, the ranking member, to
incorporate this bill in the reauthoriza-
tion of TEA-21.

I ask unanimous consent that the
text of the bill be printed in the
RECORD.

There being no objection, the bill was
ordered to be printed in the RECORD, as
follows:

S. 2646

Be it enacted by the Senate and House of Rep-
resentatives of the United States of America in
Congress assembled,
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SECTION 1. SHORT TITLE.

This Act may be cited as the ‘‘National
Transportation Modeling and Analysis Pro-
gram Establishment Act”.

SEC. 2. DEFINITIONS.

In this Act:

(1) ADVANCED MODEL.—The term ‘‘advanced
model” means the advanced transportation
simulation model developed under the Na-
tional Transportation Network and Analysis
Capability Program.

(2) PROGRAM.—The term ‘‘Program’ means
the National Transportation Modeling and
Analysis Program established under section
3.

(3) SECRETARY.—The term ‘‘Secretary’’
means the Secretary of Transportation.

SEC. 3. ESTABLISHMENT OF PROGRAM.

The Secretary of Transportation shall es-
tablish a program, to be known as the ‘‘Na-
tional Transportation Modeling and Analysis
Program”—

(1) to complete the advanced model; and

(2) to support early deployment of com-
puter software and graphics packages for the
advanced model to agencies of the Federal
Government and to States for national, re-
gional, or statewide transportation planning.
SEC. 4. SCOPE OF PROGRAM.

The Program shall provide for a simulation
of the national transportation infrastructure
as a single, integrated system that—

(1) incorporates models of—

(A) each major transportation mode,
including—

(i) highways;

(ii) air traffic;

(iii) railways;

(iv) inland waterways;

(v) seaports;

(vi) pipelines; and

(vii) other intermodal connections; and

(B) passenger traffic and freight traffic;

(2) is resolved to the level of individual
transportation vehicles, including trucks,
trains, vessels, and aircraft;

(3) relates traffic flows to issues of eco-
nomics, the environment, national security,
energy, and safety;

(4) analyzes the effect on the United States
transportation system of Mexican and Cana-
dian trucks operating in the United States;
and

(5) examines the effects of various security
procedures and regulations on cargo flow at
ports of entry.

SEC. 5. ELIGIBLE ACTIVITIES.

Under the Program, the Secretary shall—

(1) complete the advanced model;

(2) develop user-friendly advanced trans-
portation modeling computer software and
graphics packages;

(3) provide training and technical assist-
ance with respect to the implementation and
application of the advanced model to Federal
agencies and to States for use in national,
regional, or statewide transportation plan-
ning; and

(4) allocate funds to not more than 3 enti-
ties described in paragraph (3), representing
diverse applications and geographic regions,
to carry out pilot programs to demonstrate
use of the advanced model for national, re-
gional, or statewide transportation planning.
SEC. 6. FUNDING.

(a) IN GENERAL.—There are authorized to
be appropriated from the Highway Trust
Fund (other than the Mass Transit Account)
to carry out this Act—

(1) $6,000,000 for fiscal year 2004;

(2) $7,000,000 for fiscal year 2005;

(3) $9,000,000 for fiscal year 2006;

(4) $10,000,000 for fiscal year 2007;

(5) $10,000,000 for fiscal year 2008; and

(6) $8,000,000 for fiscal year 2009.

(b) ALLOCATION OF FUNDS.—
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(1) FISCAL YEARS 2004 AND 2005.—For each of
fiscal years 2004 and 2005, 100 percent of the
funds made available under subsection (a)
shall be used to carry out activities de-
scribed in paragraphs (1), (2), and (3) of sec-
tion 5.

(2) FISCAL YEARS 2006 THROUGH 2009.—For
each of fiscal years 2006 through 2009, not
more than 50 percent of the funds made
available under subsection (a) may be used
to carry out activities described in section
5(4).

(c) CONTRACT AUTHORITY.—Funds author-
ized under this section shall be available for
obligation in the same manner as if the
funds were apportioned under chapter 1 of
title 23, United States Code, except that the
Federal share of the cost of—

(1) any activity described in paragraph (1),
(2), or (3) of section 5 shall be 100 percent;
and

(2) any activity described in section 5(4)
shall not exceed 80 percent.

(d) AVAILABILITY OF FUNDS.—Funds made
available under this section shall be avail-
able to the Secretary through the Transpor-
tation Planning, Research, and Development
Account of the Office of the Secretary of
Transportation.

By Ms. SNOWE (for herself and
Mr. DURBIN):

S. 2647. A bill to require that activi-
ties carried out by the United States in
Afghanistan relating to governance, re-
construction and development, and ref-
ugee relief and assistance will support
the basic human rights of women and
women’s participation and leadership
in these areas; to the Committee on
Foreign Relations.

Ms. SNOWE. Mr. President, I rise
today to introduce a bill for myself and
Senator DURBIN that would ensure that
U.S. funded activities in Afghanistan
support the basic human rights of
women and women’s participation and
leadership in all areas of society, devel-
opment, and governance. Importantly,
it also specifies that direct aid should
be targeted to the Ministry of Women’s
Affairs, which will play a critical role
in the new government.

Women in Afghanistan have made
significant progress since the Taliban
was removed from power last year, but
there is still a long way to go before
women are restored to the place they
held in society and government before
the Taliban took power in 1996.

As I told Chairman Karzai when I vis-
ited the country in February, if he is
truly to restore the people’s faith and
confidence in the Afghan government,
women cannot be excluded from the re-
construction process. The recent loya
jirga did make some strides in the
right direction. Eleven percent of the
participants were women, although
only 20 of the 180 total women were
elected—with the rest being appointed.
Also, the Minister of the Women’s Af-
fairs Ministry, Sima Simar, was one of
the two Deputy Chairs of the loya
jirga. Yet, clearly, much remains to be
done before Afghan women will fully
rebuild their health, their education,
their welfare, their security, and their
self-dignity.

Before the Taliban, Afghan women
enjoyed both stature and freedom. In
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fact, many Americans may be unaware
that Afghan women were not only well
educated, they constituted 70 percent
of the nation’s school teachers, half the
government’s civilian workers, and 40
percent of the doctors in the hospital.

We are all now aware that with the
rise of the Taliban, the lives of Afghan
women dramatically changed. Women
were banished from the workforce.
They were not allowed to earn an liv-
ing or to support themselves or their
family, even if they were the sole fam-
ily breadwinner. Tens of thousands of
women widowed by decades of war had
no option to provide for their families.
Many turned to begging and prostitu-
tion.

Girls could not attend school and
women were expelled from universities.
In fact, incredibly, women were prohib-
ited from even leaving their homes at
all unless accompanied by a close male
relative, even in the event of a medical
emergency for themselves or their chil-
dren. These women were under house
arrest, prisoners in their own home.

And, if that wasn’t bad enough, they
were prisoners within themselves. The
Taliban went to great and inhumane
lengths to strip women of their sense of
pride and personhood. Afghan women
were forced to wear a burga, a head to
toe covering, to make them invisible to
the world. And for those who dared
tread upon or flout these laws, pen-
alties for violations of Taliban law

ranged from Dbeatings to public
floggings and executions—all state
sanctioned.

Of course, the Taliban is gone now.
Women are slowly returning to school
and to work. They are beginning to re-
turn 