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FINDINGS SUBMITTED PURSUANT 
TO PARAGRAPH (C)(2)(C) OF H. 
RES. 1493, PROVIDING FOR BUDG-
ET ENFORCEMENT FOR FISCAL 
YEAR 2011 

HON. JAMES L. OBERSTAR 
OF MINNESOTA 

IN THE HOUSE OF REPRESENTATIVES 

Wednesday, September 15, 2010 

Mr. OBERSTAR. Madam Speaker, pursuant 
to paragraph (c)(2)(C) of H. Res. 1493, Pro-
viding for Budget Enforcement for Fiscal Year 
2011, I submit the following findings that iden-
tify changes in law that help achieve deficit re-
duction by reducing waste, fraud, abuse, and 
mismanagement, promoting efficiency and re-
form of government, and controlling spending 
within Government programs that the Com-
mittee on Transportation and Infrastructure 
may authorize. 

INTRODUCTION 
The Committee on Transportation and In-

frastructure is committed to improving effi-
ciency in the Federal Government and pro-
viding cost savings to accomplish the joint 
goals of reducing expenditures and ensuring 
maximum value to the taxpayer in Federal 
programs within the jurisdiction of the Com-
mittee. 

Beginning in the 110th Congress, the Com-
mittee has aggressively reviewed program 
implementation to ensure that Federal agen-
cies, and their state and local partners, were 
appropriately implementing laws consistent 
with statutory intent and the best needs of 
the public. The commitment is not to pro-
grams, but to the goals and objectives that 
best serve the needs of the American people 
in an efficient, fiscally responsible way. To 
that end, the Committee has developed and 
will continue to develop multiple proposals 
to improve the operation of government, in-
cluding opportunities to reduce expenditures 
and the deficit. Because many of the pro-
grams within the Committee’s jurisdiction 
are implemented in partnership with state 
and local governments, the Committee con-
tinues to pursue improvements at all levels 
of government. 

Today’s report describes a list of activities 
and proposals that include reductions in and 
elimination of mandatory spending, reduc-
tions in and elimination of authorizations 
for discretionary spending, investments that 
would be expected to achieve quantifiable fu-
ture savings, and revenues that more equi-
tably distribute the cost of government serv-
ices among the beneficiaries of those serv-
ices and reduce demands on the General 
Fund. These proposals will allow the Nation 
to achieve its investment goals at less cost 
and allow Federal investment to provide in-
creased benefits. 

These proposals reflect the Committee’s ef-
forts to date. The Committee will continue 
its efforts to find creative and efficient ways 
to make government more responsive to the 
needs of the Nation. 

RECENT HIGHLIGHTS 
The Committee’s oversight efforts recently 

resulted in exposing unwarranted cost over-
runs in Federal construction. At the Com-
mittee’s request, the Government Account-

ability Office (GAO) analyzed courthouse 
construction since 2000 and determined that 
expenditures have been unnecessarily in-
creased by nearly $900 million. The Com-
mittee is responding through general legisla-
tion and authorizations for specific Federal 
courthouse construction projects to ensure 
that such unnecessary costs are not re-
peated. 

Other positive results of the Committee’s 
efforts have resulted in improvements and 
corrections to the Coast Guard’s Integrated 
Deepwater Program, the Federal Aviation 
Administration’s regulatory responsibilities 
and air traffic control modernization, mis-
management at the Federal Maritime Com-
mission, disaster response by the Federal 
Emergency Management Agency, inter-
national water quality expenditures, and the 
civil works program of the Corps of Engi-
neers. 

The Committee’s efforts associated with 
the Coast Guard’s Integrated Deepwater Pro-
gram (Deepwater) continue to provide bene-
fits. Deepwater is a series of procurements 
being undertaken by the Coast Guard to re-
place or upgrade its major surface and avia-
tion assets. The procurements are expected 
to cost $25 billion by the time they are com-
plete in 2026. 

The Committee conducted an investigation 
that probed deeply into the contract man-
agement and decision-making processes 
within the Coast Guard and its contract 
partner, Integrated Coast Guard Systems 
(ICGS) (ICGS consisted of Lockheed Martin 
Corporation and Northrop Grumman Cor-
poration). The Committee found that the 
Coast Guard was warned of flaws in the de-
signs for Coast Guard assets long before the 
designs were finalized. The Committee also 
found that in some cases, substandard infor-
mation technology equipment was installed 
on the patrol boats. Finally, records indi-
cated that there were irregularities in the 
process for testing and certifying the ships 
for standards designed to prevent the release 
of classified information. 

The Committee’s investigation resulted in 
the Coast Guard removing ICGS as the lead 
systems integrator for Deepwater, and a re-
imbursement claim by the Federal govern-
ment of $96 million from ICGS. 

The Committee continues to monitor the 
Deepwater Program, guarding against waste, 
fraud, abuse, and mismanagement, and en-
suring that taxpayers receive the full value 
of their investment. 

While the Committee continues to conduct 
oversight of agency programs in all areas of 
its jurisdiction, in this Congress, the Com-
mittee is being particularly aggressive in 
overseeing the implementation of the Amer-
ican Recovery and Reinvestment Act of 2009 
(Recovery Act) (P.L. 1115). 

The Recovery Act provided $64.1 billion for 
programs within the jurisdiction of the Com-
mittee on Transportation and Infrastruc-
ture, including $38 billion for highway, tran-
sit, and wastewater infrastructure formula 
programs. Since enactment of the Recovery 
Act, the Committee has performed vigorous 
oversight, to ensure that the funds provided 
are invested quickly, efficiently, and in har-
mony with the job-creating purposes of that 
Act. 

Just 10 days following enactment of the 
Recovery Act, the Committee requested 
monthly reports from States, major public 

transit agencies, and metropolitan planning 
organizations on the use of highway, transit, 
and wastewater infrastructure formula funds 
provided under the Recovery Act. The Com-
mittee continues to receive those reports. 

The Committee’s request goes beyond the 
transparency and accountability require-
ments of the Recovery Act, expanding the 
scope of programs covered by the reporting 
requirements, and accelerating the deadline 
by which information is reported. These re-
ports include information on the number of 
projects that have been put out to bid, are 
under contract and underway, and have been 
completed. The information also includes job 
hours created or saved and payroll figures. 
The Committee receives monthly reports 
from Federal agencies implementing Recov-
ery Act programs under the Committee’s ju-
risdiction. 

Since April 2009, the Committee has pub-
lished a monthly report reflecting this infor-
mation. All released information can be 
found at the Recovery Act section of the 
Committee’s website: http://transpor-
tation.house.gov. The Committee requested 
that these recipients continue to submit 
monthly reports directly to the Committee 
for the remainder of 2010. 

Of the $38 billion available for highway, 
transit, and wastewater infrastructure for-
mula program projects under the Recovery 
Act, as of June 30, 2010, $35 billion (92 per-
cent) has been put out to bid on 18,718 
projects. Within this total, 18,002 projects to-
taling $33.4 billion (88 percent) are under con-
tract. Across the Nation, work has begun on 
17,024 projects totaling $32.7 billion (86 per-
cent)—work producing badly needed jobs 
today. Work has been completed on 6,920 
projects totaling $5.3 billion. From these in-
vestments, not only has the economy bene-
fited from the jobs created, the public bene-
fits from the investment itself through im-
proved transportation and quality of the en-
vironment. 

In addition to the monthly reporting, the 
Committee has held 18 oversight hearings on 
the Recovery Act since its enactment, with 
seven of these hearings occurring during 
2010. This total includes nine Full Com-
mittee hearings and nine subcommittee 
hearings. These 18 hearings included a total 
of 123 witnesses and spanned 64 hours. The 
breadth of witnesses included Ray LaHood, 
Secretary of the Department of Transpor-
tation and Lisa Jackson, Administrator of 
the Environmental Protection Agency, as 
well as other Federal, State, and local gov-
ernment officials, private industry leaders, 
and workers actively engaged in imple-
menting the Recovery Act. 

The Committee held its most recent over-
sight hearing the last week in July, and will 
continue to hold oversight hearings on the 
Recovery Act throughout 2010. 

In addition to overseeing implementation 
of the Recovery Act, as of the date of this re-
port, the Committee and its subcommittees 
have conducted 23 separate hearings in 2010 
to review the budgets and programs of agen-
cies within the Committee’s jurisdiction. Ad-
ditional hearings are planned. 

This report includes specific findings and 
recommendations developed by the Com-
mittee related to Federal spending and gov-
ernment operations. As the findings and rec-
ommendations demonstrate, the Committee 
has made and continues to propose many 
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positive changes to improve the efficiency 
’of government and deliver the best possible 
outcomes to our constituents. 

SPECIFIC FINDINGS AND RECOMMENDATIONS 
REDUCE EXCESS EXPENDITURES ON NEW 

COURTHOUSE PROJECTS 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment and reducing waste by ensuring that 
the number of courtrooms in proposed new 
courthouse projects constructed by the Gen-
eral Services Administration (GSA) more ac-
curately reflects needs and budgetary reali-
ties by aligning the number of courtrooms to 
reflect courtroom sharing by judges, and re-
alistic projections of additional, future 
judgeships. Where practicable, the Com-
mittee seeks to ensure authorizations direct-
ing that courthouses be redesigned to elimi-
nate not only excess courtrooms, but also 
the additional building volume that would 
have accommodated those excess court-
rooms. 

In accordance with 40 U.S.C. 3307, appro-
priations for specific GSA construction 
projects may only be made if authorized by 
resolutions adopted by the Committee on 
Transportation and Infrastructure of the 
House of Representatives and the Committee 
on Environment and Public Works of the 
Senate. 

The Government Accountability Office re-
ported (GAO–10–417) that courtroom over-
building, as a consequence of both inordi-
nately high judgeship projections by the Ju-
diciary and the Judiciary’s failure to share 
courtrooms in a fashion supported by em-
piric courtroom usage data, resulted in con-
struction of 1.8 million square feet of unnec-
essary space for 33 courthouses completed 
since 2000. 

This excess construction translates into a 
one-time construction cost waste of $422 mil-
lion, and an annual waste of $26 million in 
additional operation and maintenance costs 
for the unneeded space. 

The budgetary impact of downsizing pro-
posed courthouses is being realized today. 
Since June 2009, the Committee has author-
ized five courthouses with curtailed numbers 
of courtrooms. According to budget esti-
mates provided by GSA, or derived from in-
formation provided by GSA, the Committee 
has saved more than $87 million to date by 
limiting the number of courtrooms in new 
courthouses. The savings are a consequence 
of lower initial capital costs to build, and 
less money spent by GSA to lease space be-
cause the proposed courtroom space can now 
be used by Federal agencies that do not need 
to be located in leased facilities. 

[In millions] 
San Diego, California Courthouse: .... $50.8 
Greenbelt, Maryland Courthouse 

Annex: ............................................. $5.2 
Mobile, Alabama Courthouse: ............ $7.8 
Savannah, Georgia Courthouse: ........ $7.8 
San Antonio, Texas Courthouse: ....... $15.5 

Total savings (to date): ................... $87.1 
Additional savings will be realized as the 

limitations are applied to other courthouse 
projects not yet authorized or constructed. 

ELIMINATE FUNDING FOR LOW-PRIORITY 
TRANSPORTATION PROJECTS 

This proposal achieves deficit reduction by 
eliminating more than $713 million in cur-
rently available funding for low-priority 
transportation projects. It will be accom-
plished by enacting H.R. 5730, the ‘‘Surface 
Transportation Earmark Rescission, Sav-
ings, and Accountability Act’’, a bill intro-
duced by Representative Betsy Markey of 
Colorado. On July 27, 2010, the House passed 
H.R. 5730 by a vote of 394–23. 

H.R. 5730 rescinds $713.2 million of Federal- 
aid highway contract authority that was 

provided in four prior surface transportation 
authorization bills and that is currently 
available for 309 Member-designated 
projects. Rescinding this $713.2 million 
means that it cannot be spent or used to off-
set increased spending in the future. Any 
savings from this bill would reduce the def-
icit. 

In addition, the bill establishes a process 
for the Secretary of Transportation to track 
unspent project funds going forward, ena-
bling Congress to identify projects that have 
inactive funds or that have been completed 
in the previous year. This tracking process 
will create opportunities for future, addi-
tional savings. 

Member-designated projects play an impor-
tant role in the Federal-aid highway pro-
gram. They provide constituents with a 
chance to interact directly with their elect-
ed officials on community priorities, and 
allow Members an opportunity to support 
transportation safety and mobility improve-
ments that may be overlooked by a State de-
partment of transportation. 

Yet, it is also necessary to use a common- 
sense approach to funding for projects that 
are complete or no longer viable. Many of 
the funds rescinded under this bill are from 
projects that are complete, but have excess 
remaining funds. There is no reason for these 
funds to remain available such that they 
could be used for future spending. 

Other projects affected by H.R. 5730 are 
those that show no likelihood of going for-
ward due to changing community priorities 
or other transportation needs. Rescinding 
funds from projects that are no longer viable 
is a practical approach to saving taxpayers’ 
dollars. 

Rescinding this $713.2 million prevents it 
from being spent or used as an offset to in-
creased spending in the future. 

It has, unfortunately, become somewhat 
routine for appropriations bills to rescind ex-
isting contract authority to offset other 
spending. Under budgetary rules, even if a 
contract authority rescission is ‘‘scored’’ as 
only reducing budget authority, not outlays, 
a budget authority offset is often all that is 
needed to facilitate additional spending in 
an appropriations bill. 

In fact, the Senate Committee on Appro-
priations has proposed to use a portion of the 
funds rescinded in this proposal to offset 
spending in its version of the FY 2011 Trans-
portation, Housing and Urban Development 
appropriations bill. 

Rescinding the $713.2 million outside the 
appropriations process makes that amount 
unavailable for use in some future appropria-
tions bill, and it will indeed result in real 
savings. 

The proposal is in line with the High Pri-
ority Project reform principles issued by the 
bipartisan leadership of the Committee in 
April 2009, which established an unprece-
dented level of transparency, accountability, 
and reform for surface transportation 
projects going forward. 

These principles called for the repeal of 
funds from older projects that have not been 
spent. The proposal is an effective and 
thoughtful means of achieving this policy 
objective and will save the government 
money. 

ELIMINATE FY 2010 FUNDING FOR CERTAIN 
TRANSPORTATION PROGRAMS 

This proposal achieves deficit reduction by 
eliminating funding for certain Department 
of Transportation programs that will not be 
used in 2010. It will be accomplished by en-
acting H.R. 5604, the ‘‘Surface Transpor-
tation Savings Act of 2010’’, a bill introduced 
by Representative Thomas S. P. Perriello of 
Virginia. On July 20, 2010, the House passed 
H.R. 5604 by a vote of 402–0. 

H.R. 5604 rescinds $82 million in excess con-
tract authority that the National Highway 
Traffic Safety Administration (NHTSA) and 
the Federal Transit Administration cannot 
use in fiscal year 2010. In doing so, the bill 
makes these funds unavailable for expendi-
ture or as an offset against other spending in 
the future. 

The largest rescission occurs in NHTSA’s 
safety belt performance grants program. 
This program received $124.5 million in FY 
2010 to carry out an incentive grant program 
to encourage States to enact and enforce 
laws requiring the use of safety belts. This 
funding level equals the amount authorized 
for this program in FY 2009 under the Safe, 
Accountable, Flexible, Efficient Transpor-
tation Equity Act: a Legacy for Users 
(SAFETEA-LU) (P.L. 109–59). 

According to NHTSA, only three States 
are expected to qualify to receive an incen-
tive grant under this program in FY 2010, re-
quiring no more than $28.5 million to carry 
out the authorized activities of the program. 

NHTSA does not have authority to redis-
tribute the unused program funds this fiscal 
year, and the funds will remain unallocated 
in FY 2010. The bill rescinds $56.0 million in 
existing but unusable contract authority 
from this program. 

H.R. 5604 also rescinds $8.5 million in con-
tract authority from NHTSA’s administra-
tive expenses, the National Driver Register, 
and NHTSA’s research and development pro-
grams. 

This excess contract authority was made 
available under the extension of current sur-
face transportation programs passed as part 
of the Hiring Incentives to Restore Employ-
ment Act (HIRE Act) (P.L. 111–147). 

Because the amounts of contract authority 
provided for these programs under the HIRE 
Act exceeds the funding levels provided by 
the Transportation, Housing and Urban De-
velopment, and Related Agencies Appropria-
tions Act, 2010 (division A of P.L. 111–117), 
NHTSA. cannot use these funds this year. 
However, the unavailability of the funding 
this year does not preclude the opportunity 
for the funds to be transferred or used as an 
offset in future years. 

Finally, the bill rescinds $17.4 million of 
contract authority from the Federal Transit 
Administration’s (FTA) formula and bus 
grant programs. The HIRE Act provides 
$8.361 billion in FY 2010 to carry out FTA’s 
formula and bus grant programs, $17.4 mil-
lion more than the funding level provided in 
the Transportation, Housing and Urban De-
velopment, and Related Agencies Appropria-
tions Act, 2010. FTA does not have the abil-
ity to utilize these funds this year. 

Although the $82 million rescinded by the 
proposal cannot be used at the present time, 
there are two ways this $82 million could be 
used to increase spending in the future if it 
is not rescinded now. First, a future appro-
priations or other legislative act could in-
crease the obligation limitations that con-
trol spending for these highway safety and 
transit programs, thereby allowing this $82 
million to be spent. Second, a future appro-
priations act could rescind this $82 million 
and use that rescission to offset increased 
spending on other programs. 

Unfortunately, it has become somewhat 
routine for appropriations bills to rescind 
surface transportation contract authority to 
offset increased spending elsewhere. In fact, 
the Supplemental Appropriations Act, 2010 
(P.L. 111–212), rescinds $25 million in high-
way safety contract authority as an offset 
for spending in that law. Had this proposal 
been enacted earlier, it would have preserved 
the additional $25 million in spending reduc-
tion, for a total savings of $107 million. 

The Committee on Appropriations includes 
such rescissions in appropriations bills be-
cause the rescissions offset other spending. 
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Under budgetary rules, even if a contract au-
thority rescission is ‘‘scored’’ as only reduc-
ing budget authority, not outlays, a budget 
authority offset is often all that is needed to 
facilitate additional spending in an appro-
priations bill. 

Rescinding $82 million outside the appro-
priations process makes that amount un-
available for use in some future appropria-
tions bill, and it will indeed result in ‘‘real’’ 
savings. 

This proposal is a common sense step to-
ward improving the Nation’s fiscal founda-
tion and ensuring that the Federal surface 
transportation funds are invested as effi-
ciently as possible. 

CONSOLIDATE ADMINISTRATIVE FUNCTIONS OF 
REGIONAL DEVELOPMENT COMMISSIONS 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment through consolidating administrative 
functions across several regional develop-
ment commissions. These commissions in-
clude the Denali Commission, the Northern 
Border Regional Commission, the Southeast 
Crescent Regional Commission, the Northern 
Great Plains Regional Authority, and the 
Southwest Border Regional Commission. 

The Denali Commission (established in 
1998), the Northern Border Regional Commis-
sion (established in 2008), the Southeast 
Crescent Regional Commission (established 
in 2008), the Northern Great Plains Regional 
Authority (established in 2002), and the 
Southwest Border Regional Commission (es-
tablished in 2008) have similar purposes while 
serving different areas of the country. Each 
is designed to enhance and promote wealth 
generation and economic growth strategies 
and projects. Their efforts focus on 
leveraging public, private, and philanthropic 
resources in areas such as transportation and 
basic infrastructure, job skills training and 
entrepreneurial development, comprehensive 
strategy development, advanced tech-
nologies and telecommunications, and sus-
tainable energy solutions. 

Opportunities exist to reauthorize and ra-
tionalize the structures of these several re-
gional commissions and authorities. The pro-
posal includes a consolidation of Inspectors 
General Offices, accounting and contracting 
functions, and certain other administrative 
functions. A possible location for consolida-
tion is within the Department of Commerce 
since the Secretary of Commerce currently 
has responsibility for appointing several of 
the Federal Co-chairs associated with the 
commissions and authorities. 

The budgetary savings associated with this 
proposal are estimated at $1 million. 
CREATE AN EQUITABLE METHOD FOR BENE-

FICIARIES OF HAZARDOUS MATERIAL TRANS-
PORTATION PERMITS AND APPROVALS TO PAR-
TICIPATE IN THE COST OF SERVICE 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment and reducing expenditures from the 
General Fund by requiring the Secretary of 
Transportation to establish a reasonable fee 
for processing applications for, and ensuring 
compliance with the terms of, special per-
mits and approvals. The fee would be an off-
setting collection for administering the spe-
cial permits and approvals program. This 
proposal is contained in H.R. 4016, the ‘‘Haz-
ardous Material Transportation Safety Act 
of 2009’’, as ordered reported favorably by the 
Committee on November 19, 2009. 

The Pipeline and Hazardous Materials 
Safety Administration processes about 5,000 
special permits and 10,000 approvals annu-
ally. Currently, the expenses associated with 
special permits and approvals are paid from 
the General Fund. Charging a fee commensu-
rate with the costs of providing the permits 
would reduce the deficit by reducing de-

mands on the General Fund. Such fees are 
appropriate because the benefits are specific 
or localized and costs should more appro-
priately be the responsibility of the bene-
ficiaries of the service. 

The budgetary impact of this proposal 
would be to reduce demands on the General 
Fund for all or some of the costs of proc-
essing the permits and approvals, currently 
estimated in excess of $20 million annually. 

DEAUTHORIZE ANTIQUATED PROJECTS OF THE 
CORPS OF ENGINEERS 

The proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment and reducing waste by using both legis-
lative and administrative means to de-
authorize projects authorized to be carried 
out by the Corps of Engineers (Corps), there-
by ensuring that no future appropriations 
will be made for them and they will not be 
built. 

The Corps currently has in excess of $60 
billion in authorized but unconstructed 
projects or elements of projects. Deau-
thorizing some of those projects will elimi-
nate future expenditures. H.R. 5892, the 
‘‘Water Resources Development Act of 2010’’, 
as ordered reported favorably by the Com-
mittee on July 29, 2010, deauthorizes 12 spe-
cific, currently authorized water resources 
projects. Under the bill, on the date of enact-
ment of H.R. 5892, these projects would no 
longer be authorized for construction by the 
Corps. 

Section 1001 of the Water Resources Devel-
opment Act of 1986 directs the Corps to pro-
vide Congress with a list of unconstructed 
projects, or unconstructed separable ele-
ments of projects, which have been author-
ized, but have not received obligation of Fed-
eral funding for the full five fiscal years pre-
ceding the transmittal of the list. All 12 
projects identified in H.R. 5892, the ‘‘Water 
Resources Development Act of 2010’’, meet 
these criteria, and were identified as eligible 
for deauthorization by the Corps. 

The budgetary impact, according to the 
Corps, of deauthorizing and not constructing 
the 12 projects in H.R. 5892 is a reduction of 
future Federal spending of $871.8 million. 

USE FEDERAL HIGHWAY FUNDING MORE 
EFFECTIVELY TO IMPROVE BRIDGE CONDITIONS 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by (1) focusing more Federal highway 
funding on the Nation’s core highway and 
bridge network, (2) requiring increased State 
reporting on the use of this funding, and (3) 
prohibiting transfers of funding between dif-
ferent highway programs. In combination, 
these provisions will increase the effective-
ness of Federal highway funding in improv-
ing bridge deficiencies. 

H.R. , the ‘‘Surface Transportation Au-
thorization Act of 2009’’, as recommended fa-
vorably by the Subcommittee on Highways 
and Transit on June 24, 2009, includes such 
provisions. 

On July 21, 2010, the Department of Trans-
portation’s Inspector General testified before 
the Subcommittee on Highways and Transit 
that the Federal Highway Administration’s 
accounting system is unable to link expendi-
ture of Highway Bridge Program funding to 
improvements made to deficient bridges. 
Furthermore, States are currently allowed 
to transfer Bridge Program funds to other 
Federal-aid highway programs, and the agen-
cy has no ability to determine the extent to 
which these transferred funds are used on 
bridge projects. 

The budgetary impact of more efficient use 
of Federal highway funding to reduce bridge 
deficiencies (and increased accountability 
for the use of that funding) will reduce the 
Nation’s backlog of deficient bridges—and 
consequently reduce the amount of Federal 

bridge funding needed in future surface 
transportation authorization acts. 
REDUCE ENERGY CONSUMPTION IN FEDERAL 

BUILDINGS THROUGH ENERGY EFFICIENT 
BUILDING SYSTEMS AND COMPONENTS 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment and reducing waste by creating highly 
efficient operating systems and energy con-
servation measures as key attributes of 
High-Performance Green Buildings. The 
term ‘‘High-Performance Green Buildings’’ 
also encompasses sustainability, safety, se-
curity, durability, and functionality. Sav-
ings in reduced Federal building energy con-
sumption will occur as a consequence of in-
vestments made under the Recovery Act for 
retrofitting GSA facilities with energy effi-
cient building systems and components. 
GSA’s expenditures under the Recovery Act 
may address all aspects of High-Performance 
Green Buildings, but savings estimates are 
only readily made with regard to energy effi-
cient systems and components. 

The Recovery Act made available $4.5 bil-
lion to be used to convert GSA facilities to 
‘‘High-Performance Green Buildings’’. Re-
covery Act expenditures were justified pre-
dominantly in terms of creating employment 
opportunities for Americans and, in the case 
of Federal infrastructure spending, improv-
ing infrastructure conditions, performance, 
and efficiency. 

The budgetary impact based upon GSA’s 
estimates and calculations for 66 of 252 build-
ing modernization projects is energy savings 
achieved due to reinvestment funded under 
the Recovery Act of 13 percent to 20 percent 
of the buildings’ total energy footprint, with 
most savings averaging closer to 20 percent. 
This is equivalent to $41 million per year, or 
$698 million over the 30-year useful life of the 
infrastructure improvements (calculated on 
a present value basis). 
APPLY REALISTIC, SITE-APPROPRIATE SECURITY 

STANDARDS THAT FULLY MEET SECURITY 
NEEDS AT AN AFFORDABLE COST 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment and reducing waste by having the Com-
mittee expand its practice of directing GSA 
to apply the Interagency Security Com-
mittee (ISC) Standards to Department of De-
fense (DOD) space procurements rather than 
DOD’s more stringent and more costly Anti- 
Terrorism Force Protection Standards for 
non-military office (i.e., civilian and support 
elements within DOD, as opposed to combat 
or special forces) functions that will be 
housed in commercial leased space. 

In accordance with 40 U.S.C. 3307, GSA can 
only enter into a commercial space lease 
where the annual cost is greater than $2.7 
million if the Committee on Transportation 
and Infrastructure of the House of Rep-
resentatives and the Committee on Environ-
ment and Public Works of the Senate adopt 
resolutions authorizing the lease. 

Through testimony of both Federal offi-
cials and private sector security experts 
given at a hearing before the Subcommittee 
on Economic Development, Public Buildings 
and Emergency Management on May 20, 2010, 
the Committee determined that there is no 
public policy justification, and no technical 
security justification, for the routine use of 
the DOD Anti-terrorism Force Protection 
Standards in GSA lease procurements for ci-
vilian agencies within the Defense establish-
ment. 

The budgetary impact of the proposal 
would be substantial whether the space is 
new construction or retrofitted existing 
space. 

For example, a recent review of a lease 
proposal to accommodate the DOD Medical 
Command Headquarters indicated that the 

VerDate Mar 15 2010 21:56 Nov 24, 2010 Jkt 089060 PO 00000 Frm 00003 Fmt 0626 Sfmt 0634 E:\RECORD10\RECFILES\E15SE0.REC E15SE0m
m

ah
er

 o
n 

D
S

K
69

S
O

Y
B

1P
R

O
D

 w
ith

 C
O

N
G

-R
E

C
-O

N
LI

N
E



CONGRESSIONAL RECORD — Extensions of RemarksE1614 September 15, 2010 
cost differential in retrofitting buildings to 
meet the DOD security standard, relative to 
the ISC standard, is approximately $65 per 
square foot. This translates into an annual 
rental premium of approximately $9 per rent-
able square foot per year. For the DOD Med-
ical Command Headquarters, at 750,000 rent-
able square feet, this cost premium equates 
to $6.75 million per year, or $101.25 million in 
nominal dollars over the 15-year lease term. 
If the DOD needs were met by new construc-
tion built expressly to the requirements of 
the DOD security standards (as opposed to 
retrofitting an existing building), the overall 
construction cost premium would average 
between 8 percent and 10 percent (exclusive 
of the additional land cost needed for the 
larger building set-back requirements). This 
would translate into a $2 per rentable square 
foot premium. It is hard to estimate what 
the additional land cost would contribute in 
terms of a higher rent. For the DOD Medical 
Command Headquarters procurement, the 
cost premium for the construction alone (ex-
cluding land) equates to $1.5 million per year 
or $22.5 million over the lease term. 

Therefore, using the DOD procurement as 
an example, the potential savings associated 
with this reform proposal for just this one 
procurement ranges between $22.5 million for 
new construction and $101.35 million for ret-
rofitted space. 

Because of a BRAC-imposed deadline, the 
Committee authorizing resolution for the 
DOD Medical Command Headquarters pro-
curement allowed GSA to proceed with the 
most expeditious procurement solution, and 
so savings associated with the use of the ISC 
standard in lieu of the DOD standard were 
not realized in this transaction. Nonetheless, 
the Committee confirmed the opportunity 
for significant future savings. 

For future large space lease procurements 
implemented by GSA on behalf of DOD, 
which will total well over 2 million square 
feet over just the next few years, the savings 
potential through reliance upon the ISC 
standard rather than the DOD standard is 
approximately $180 million. 
DEVELOP AND IMPLEMENT PERFORMANCE MEAS-

URES AND ACCOUNTABILITY IN SURFACE 
TRANSPORTATION PROGRAMS 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by requiring new transportation per-
formance measures designed to achieve spe-
cific national objectives. Recipients of Fed-
eral transportation funds will be required to 
meet a variety of performance targets, and 
their progress will be monitored and publicly 
reported by the Department of Transpor-
tation (DOT). 

H.R. , the ‘‘Surface Transportation Au-
thorization Act of 2009’’, as recommended fa-
vorably by the Subcommittee on Highways 
and Transit on June 24, 2009, includes such 
provisions. 

The Department of Transportation has few 
tools for monitoring and holding grant re-
cipients responsible for successful and effi-
cient use of surface transportation funds. 
Currently, DOT does not measure how Fed-
eral transportation funding achieves na-
tional goals, nor does the Department dis-
tribute funding based on performance cri-
teria. 

The budgetary impact of specific perform-
ance measures will result in much more effi-
cient use of taxpayer dollars, and provide 
taxpayers with tangible and measurable re-
sults for their investments in improving mo-
bility, increasing safety, and expanding 
mode choice. 
INCREASE ACCOUNTABILITY FOR THE FEDERAL 

AVIATION ADMINISTRATION’S NEXTGEN PLAN-
NING AND IMPLEMENTATION 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-

ment and guarding against waste, fraud, and 
abuse by increasing accountability within 
the Federal Aviation Administration (FAA) 
to ensure timely and efficient implementa-
tion of the Next Generation Air Transpor-
tation System (NextGen). The proposal 
would establish a Chief NextGen Officer as 
the primary point of accountability for 
NextGen implementation at the FAA, ele-
vate the Director of the Joint Planning and 
Development Office to the position of Asso-
ciate Administrator for NextGen Planning, 
Development, and Interagency Coordination, 
and create reporting and other requirements 
to ensure accountability for NextGen-related 
deliverables. 

The various offices responsible for dif-
ferent aspects of the FAA’s NextGen pro-
gram have encountered difficulties in coordi-
nation. The air traffic control modernization 
program was on the High-Risk List of the 
Government Accountability Office (GAO) 
from 1995 to 2009. Although GAO removed the 
air traffic control modernization program 
from the High-Risk List, GAO and the Com-
mittee remain concerned that NextGen is a 
high-risk effort because of its cost and com-
plexity. 

The positive budgetary impact of this pro-
posal will accrue from ensuring that a single 
person within the FAA is equipped with the 
stature and authority necessary to coordi-
nate NextGen implementation across numer-
ous FAA offices, eliminating duplicative ef-
forts and ensuring accountability. 

ADJUST FEDERAL AVIATION ADMINISTRATION 
FEES 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment, and reducing expenditures from the 
General Fund, by requiring the FAA to es-
tablish fees for aircraft registration, certifi-
cation, and related services, and to update 
the amounts charged for overflight fees (fees 
assessed to the operators of aircraft that fly 
in U.S.-controlled airspace but do not take 
off or land in the United States). Fees will be 
an offsetting collection and subject to appro-
priations. Permit fees will be adjusted peri-
odically as necessary to cover the FAA’s cost 
of providing the services for which the fees 
are charged. 

Revising the FAA’s registration fees will 
equitably assign the costs of providing serv-
ices to the beneficiaries of those services. 
These revised fees will allow the FAA to re-
cover much of its costs, lessening the de-
mand on the General Fund. 

The proposal is contained in H.R. 915, the 
‘‘FAA Reauthorization Act of 2009’’, which 
passed the House on May 21, 2009, by a vote 
of 277–136. The initial fee rates would reflect 
the FAA’s current costs of providing each 
service. The FAA would periodically adjust 
the fees established under this proposal when 
cost data reveal that the cost of providing 
the service is higher or lower than the cost 
data that were used to establish the fee then 
in effect. 

The proposal also directs the FAA Admin-
istrator to update the amounts of overflight 
fees that are currently charged to operators 
of aircraft that fly in U.S.-controlled air-
space but neither take off nor land in the 
United States, to ensure that the fees reflect 
the FAA’s current cost of providing services 
to such flights. These fees were initially au-
thorized by the Federal Aviation Reauthor-
ization Act of 1996 (P.L. 104–264), and the 
rates currently in effect are identical to 
those originally established by the FAA’s 
final rule on overflight fees in 2001 (14 C.F.R. 
187 Appx. B (2008)). The Administrator should 
set overflight fees in amounts that bear rea-
sonable relationships to costs. 

The budgetary impact of this proposal 
would be savings through improved effi-

ciency by permitting the FAA to assess fees 
for services in amounts that are realistically 
commensurate with the costs of providing 
those services. The proposal assists the FAA 
in recouping substantial costs, lessening de-
mand on the General Fund and reducing the 
deficit. 

INCREASE OVERSIGHT OF THE FEDERAL 
AVIATION ADMINISTRATION’S ADS-B CONTRACT 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by enhanced oversight of performance 
of the FAA’s automatic dependent surveil-
lance-broadcast (ADS-B) contract. 

This proposal requires the FAA to submit 
a report detailing the Administration’s plans 
and schedule for integrating ADS-B tech-
nology into the National Airspace System 
(NAS). In addition, this proposal requires the 
FAA to insert provisions into the contract 
that protect the Federal Government’s inter-
est, such as: requiring FAA’s approval before 
the contract is assigned to or assumed by an-
other entity, including any successor entity, 
subsidiary of the contractor, or other cor-
porate entity; designating the assets, equip-
ment, hardware, and software used in the 
performance of the contract as critical to na-
tional infrastructure for national security; 
requiring the contractor to provide contin-
ued broadcast services for a reasonable pe-
riod until the provision of such services can 
be transferred to another vendor or to the 
Government in the event of termination or 
material nonperformance of the contract; 
and permitting the Government to acquire 
or utilize the assets, equipment, hardware 
and software necessary to assure the contin-
ued and uninterrupted provision of ADS-B 
services for reasonable compensation. 

This proposal is contained in section 204 of 
H.R. 915, the ‘‘FAA Reauthorization Act of 
2009’’, which passed the House on May 21, 2009 
by a vote of 277–136. 

On August 30, 2007, the FAA awarded a per-
formance-based service contract for ADS-B 
services to a consortium led by ITT Corpora-
tion. Instead of adopting a more traditional 
acquisition strategy for ADS-B, whereby the 
FAA would own, operate, and maintain the 
system, the FAA chose a service contract ap-
proach, whereby the ITT team will build the 
ADS-B ground stations and own and operate 
the equipment. The FAA’s use of this ap-
proach to ADS-B implementation justifies 
continuing oversight of the implementation 
process. 

The budgetary impact will be reflected in 
the subscription charges relating to ADS-B 
use by properly equipped aircraft and air 
traffic control (ATC) facilities. The total 
value of the contract, which has a number of 
options extending through 2025, is $1.86 bil-
lion. Because it is a nontraditional acquisi-
tion, vigorous oversight of its implementa-
tion will promote efficiency and ensure 
against mismanagement or waste. The tax-
payer benefits in the long-run through dra-
matic improvements in the safety and effi-
ciency of the Nation’s air traffic control sys-
tem. FAA air traffic controllers will be 
equipped to handle an increasing volume of 
air traffic and will process that traffic much 
more efficiently than before, while aircraft 
operators will conserve fuel and minimize 
greenhouse gas emissions by flying more ef-
ficient routings. 
MODIFY THE AIRPORT AND AIRWAY TRUST FUND 

FORMULA 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by ensuring that the amount that is 
made available from the Airport and Airway 
Trust Fund (Trust Fund) each year to fund 
the Federal Aviation Administration more 
accurately reflects actual receipts. 

This proposal modifies the formula that 
determines the amount that is made avail-
able from the Trust Fund each year to fund 
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the FAA. The modification ensures that the 
Trust Fund maintains a positive balance de-
spite overly-optimistic revenue forecasts. 

The uncommitted cash balance in the 
Trust Fund has declined dramatically in re-
cent years. At the end of FY 2001, the uncom-
mitted cash balance was $7.3 billion. For FY 
2009, the uncommitted balance was approxi-
mately $299 million. This decline in the 
Trust Fund’s uncommitted balance is due to 
overly-optimistic revenue projections, com-
bined with a statutory requirement to appro-
priate from the Trust Fund an amount that 
is equal to those revenue projections. 

The current statutory formula requires 
that estimated Trust Fund receipts each 
year must equal Trust Fund expenditures. 
Under these conditions, the Trust Fund bal-
ance should remain stable. However, the 
Trust Fund revenue estimates included in 
the President’s budget for the past seven 
years were overly optimistic; such that the 
amounts appropriated from the Trust Fund 
(based on those estimates) exceeded the 
amounts actually deposited into the Trust 
Fund, resulting in declines in the uncommit-
ted cash balance. The eventual impact would 
either be a dramatic decline in resources 
available to the FAA (and a decline in serv-
ice), or the need for additional revenues from 
the General Fund. 

This proposal modifies the statutory for-
mula to make available from the Trust Fund 
an amount equal to 90 percent of the esti-
mated revenues, rather than the current 100 
percent, until the actual level of revenues re-
ceived for that year is known. Once actual 
revenues are known, a ‘‘look-back’’ adjust-
ment compares the actual revenues received 
by the Trust Fund to the amounts made 
available from the Trust Fund for that year, 
and the difference between the two is applied 
as an adjustment to the amount made avail-
able from the Trust Fund for the current 
budget year. This change provides greater 
room for error in revenue estimates until the 
actual level of revenues received for that 
year is known, and an adjustment is made to 
reconcile actual amounts deposited to the 
Trust Fund with actual amounts appro-
priated from it. Given recent revenue esti-
mates, a 10 percent margin of error is nec-
essary. 

This proposal is contained in section 105 of 
H.R. 915, the ‘‘FAA Reauthorization Act of 
2009’’, which passed the House on May 21, 2009 
by a vote of 277–136. 

The budgetary impact of this proposal 
would be greater funding stability by miti-
gating the effect of overly-optimistic rev-
enue projections. The current expenditures 
from the Trust Fund could create a need to 
use the General Fund to alleviate budget 
short-comings, or result in diminished serv-
ices. This proposal protects both services and 
the General Fund. 

UPDATE REVENUES FOR THE INLAND 
WATERWAYS TRUST FUND 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment by updating revenues for the Inland 
Waterways Trust Fund to ensure the ability 
to meet the authorized non-Federal cost- 
share of inland waterways capital invest-
ment projects carried out by the Corps of En-
gineers. 

Section 102 of the Water Resources Devel-
opment Act of 1986 establishes that the costs 
of construction for navigation projects on 
the inland waterways transportation system 
of the United States are equally divided be-
tween funds appropriated from general reve-
nues of the United States and funds appro-
priated from the Inland Waterways Trust 
Fund (Trust Fund). The Trust Fund was es-
tablished in 1978, consisting of receipts from 
a new inland fuel tax. Title XIV of the Water 

Resources Development Act of 1986 amended 
the tax rate, which is currently derived from 
a 20-cent-per-gallon tax on diesel fuel used 
by commercial vessels engaged in inland wa-
terway transportation, plus investment in-
come. 

Over the past few years, the annual bal-
ance in the Inland Waterways Trust Fund 
has declined (estimated to be just $23 million 
at the end of fiscal year 2010), and this lack 
of available funding is expected to have an 
adverse impact on the pace of construction 
projects on the inland system due to the un-
availability of the 50 percent share of the 
construction costs for such projects that is 
derived from the Trust Fund. 

In April 2010, the Inland Marine Transpor-
tation Systems Capital Investment Strategy 
Team released a report, entitled Inland Ma-
rine Transportation Systems (IMTS) Capitol 
Projects Business Model, Final Report that 
recommends several actions to address the 
construction of projects on the inland sys-
tem. One recommendation in the report to 
address the ongoing shortfall in the Inland 
Waterways Trust Fund is to adjust the cur-
rent fuel tax by an amount ranging between 
$0.06 and $0.09 per gallon. (The $0.09 per gal-
lon increase would increase the current fuel 
tax to the level it would otherwise have 
reached if it had been indexed for inflation 
from 1994.) 

The budgetary impact of the proposal 
would preserve the role of non-Federal inter-
ests participating in construction and reha-
bilitation of the inland waterways. The cur-
rent $0.20 per gallon tax on diesel fuel has 
been in place since 1994. According to the 
Congressional Research Service, had the ini-
tial authorization of fuel tax been indexed 
for inflation since 1994, an additional $302 
million would have been available from the 
Trust Fund for construction. Because the 
shortfall in revenues in the Trust Fund is ex-
pected to adversely impact the pace of con-
struction of these vital inland waterways 
projects, modifying the current fuel tax to a 
level that adjusts the rate for inflation over 
the past 16 years is essential to efficient con-
struction of navigation projects on the in-
land system. In addition, modifying the fuel 
tax ensures that users of the inland system 
continue to contribute an equitable portion 
of the funding for inland navigation projects. 

RESTRUCTURE SURFACE TRANSPORTATION 
PROGRAMS 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment by dramatically reforming the pro-
grammatic structure through which Federal 
surface transportation funding is distributed 
to States and local governments. The pro-
posal consolidates or terminates more than 
75 existing programs and directs the major-
ity of surface transportation funding into 
several core categories. The proposal also re-
quires the Department of Transportation 
(DOT) to work in an integrated manner to 
increase intermodal transportation solu-
tions. 

H.R. , the ‘‘Surface Transportation Au-
thorization Act of 2009’’, as recommended fa-
vorably by the Subcommittee on Highways 
and Transit on June 24, 2009, includes such 
provisions. 

The Department of Transportation cur-
rently has 108 surface transportation pro-
grams administered separately by a mul-
titude of different agencies attempting to 
address mobility and infrastructure needs. 
While each of these programs serves an im-
portant purpose, because they are segmented 
and focused on addressing specific modal 
issues rather than intermodal goals, man-
aging 108 separate programs prevents DOT 
from using all available tools simulta-
neously and efficiently in a truly intermodal 
fashion. 

The budgetary impact of reforming the 
structure of the Department of Transpor-
tation’s Federal programs will provide tax-
payers with a better return on their invest-
ment. DOT will be able to provide inter-
modal solutions to the mobility, safety, and 
maintenance challenges facing our transpor-
tation network. By bringing together dif-
ferent programs and modes, DOT can offer 
effective, least-cost solutions, reducing costs 
in our Nation’s surface transportation pro-
grams and making them more transparent 
and accountable. 

IMPROVE MANAGEMENT OF FEDERAL AVIATION 
ADMINISTRATION PROPERTY INVENTORY 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment by clarifying the FAA’s current au-
thority to purchase and sell property needed 
for airports and air navigation facilities, and 
includes the authority to retain funds associ-
ated with disposal of property. 

This proposal is contained in section 217 of 
H.R. 915, the ‘‘FAA Reauthorization Act of 
2009’’, which passed the House on May 21, 2009 
by a vote of 277–136. 

Real property assets that are not needed 
for FAA’s mission are marked as ‘‘Inactive/ 
Excess’’ in the Real Estate Management Sys-
tem. These are non-performing assets. Cur-
rently, because of costs associated with dis-
posal (such as demolition, environmental au-
dits, and asbestos abatement), some extra-
neous properties and equipment (e.g., non-di-
rectional beacons, radars, outer markers) un-
necessarily remain in the FAA’s active in-
ventory for long periods of time. These are 
physical assets that provide no benefits to 
the FAA or public, yet require continuing in-
volvement by the FAA. 

The budgetary impact of this proposal is 
from allowing the FAA to reduce its non-per-
forming assets. According to the FAA, the 
current total replacement value of non-per-
forming assets, as reported to the Office of 
Management and Budget, is $64.1 million. Al-
lowing the FAA to dispose of these assets 
will remove costs associated with carrying 
the assets, plus allow any real property to be 
placed into productive use. Clarification that 
the FAA has the authority to retain proceeds 
from the sale of property will allow the FAA 
to cover the costs of disposal and the shut-
down of extraneous equipment, and will ulti-
mately improve the Federal balance sheet. 

INCLUDE STAKEHOLDERS IN AIR TRAFFIC 
CONTROL MODERNIZATION PROJECTS 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment, and avoiding waste, fraud, and abuse 
by ensuring that employees are involved in 
Air Traffic Control (ATC) modernization 
projects. 

This proposal requires the FAA to estab-
lish a process for including and collaborating 
with qualified employees selected by each af-
fected exclusive collective bargaining rep-
resentative in the planning, development and 
deployment of ATC modernization projects, 
including Next Generation Air Transpor-
tation System (NextGen). In addition, the 
FAA is required to report to the House and 
Senate committees of jurisdiction on the im-
plementation of this section within six 
months of the date of enactment. 

This proposal is contained in section 205 of 
H.R. 915, the ‘‘FAA Reauthorization Act of 
2009’’, which passed the House on May 21, 2009 
by a vote of 277–136. 

Many past ATC modernization projects had 
to be reworked because employee groups, 
representing the operators of new equip-
ment, were not consulted on human factors 
issues early in the development of the 
project. Experience demonstrates that active 
engagement with employees can improve the 
decisions affecting employee performance. 
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Investments needed to achieve the end- 

state NextGen, FAA’s primary ATC mod-
ernization effort, are estimated to cost be-
tween $15 billion and $22 billion. Utilizing 
tools to improve the efficiency of that proc-
ess will ensure that benefits are maximized 
for the expenditures made. 

REFORM THE FEDERAL AVIATION 
ADMINISTRATION’S PILOT RECORDS SYSTEM 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment and reducing expenditures from the 
General Fund by requiring the FAA to create 
a pilot records database. 

Under the Pilot Records Improvement Act 
of 1996 (PRIA) (P.L. 104–264), air carriers 
must obtain the last five years’ performance 
and disciplinary records for a prospective 
pilot from his or her previous employer. 
PRIA also requires carriers to obtain records 
for a pilot from the FAA. FAA records re-
garding pilot certification are protected by 
the Privacy Act of 1974. However, PRIA re-
quires carriers to obtain a limited waiver 
from prospective pilots allowing for the re-
lease of information concerning their cur-
rent airman certificate and associated type 
ratings and limitations, current airman med-
ical certificates, including any limitations, 
and summaries of closed FAA legal enforce-
ment actions resulting in a finding by the 
FAA Administrator of a violation that was 
not subsequently overturned. 

The FAA’s records system is techno-
logically outdated and inefficient. The ‘‘Air-
line Safety and Federal Aviation Adminis-
tration Extension Act of 2010’’ (P.L. 111–216) 
reforms the records process by requiring the 
FAA to establish one database containing 
each airman’s comprehensive record, includ-
ing both FAA records and air carrier records. 

When fully implemented, such a database 
will enable the FAA to process records re-
quests more efficiently and in an automated 
fashion. As envisioned in the statute, the 
FAA will be responsible for establishing the 
database and inputting years of record infor-
mation. While the initial process of estab-
lishing the database will require sufficient 
time and funding, the long-term effects will 
be a more efficient system for all users—the 
FAA, air carriers, and airmen—and will 
allow for the quick and seamless retrieval of 
information that is necessary to improve air-
line safety. In addition, the statute enables 
the FAA to establish fees for airmen to ac-
cess their records, which will enable the FAA 
to recover some system costs. 

The budgetary impact associated with this 
proposal will be determined from a combina-
tion of reduced processing costs and offsets 
from fees, reducing demands on the General 
Fund. 
ESTABLISH PERFORMANCE MEASURES AND AC-

COUNTABILITY FOR THE NATIONAL ESTUARY 
PROGRAM 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by implementing specific performance 
measures and goals to track progress in 
meeting specific environmental improve-
ments to the Nation’s estuaries carried out 
by the 28 established National Estuaries Pro-
grams. 

This proposal is contained in H.R. 4715, the 
‘‘Clean Estuaries Act of 2010’’, which passed 
the House on April 15, 2010, by a vote of 278– 
128. 

The National Estuaries Program was es-
tablished in the Clean Water Act in 1987 to 
improve the quality of estuaries of national 
importance. The law directs the Environ-
mental Protection Agency (EPA) to work co-
operatively with state and local interests to 
develop plans for attaining or maintaining 
water quality in an estuary. The Adminis-
trator of EPA convenes a management con-

ference of all interested parties where the 
Administrator determines what control of 
point and nonpoint sources of pollution to 
supplement existing controls of pollution is 
required to provide for protection of public 
water supplies and the protection and propa-
gation of a balanced, indigenous population 
of shellfish, fish, and wildlife, and allows rec-
reational activities, in and on water. Each 
program establishes a comprehensive con-
servation and management plan (CCMP) to 
meet the statutory goals. 

The Environmental Protection Agency 
currently has few tools for holding recipients 
of National Estuaries Program grants ac-
countable for the timely, efficient, and effec-
tive use of Federal funds. In addition, ac-
cording to information from EPA, several 
communities that currently participate in 
the National Estuary Program were given an 
EPA rating of fair to poor, but it is difficult 
to assess whether this is a result of lack of 
available funding to implement National Es-
tuary Program CCMPs, or a result of the 
failure of individual programs to achieve 
their stated environmental restoration 
goals. 

The budgetary impact of specific perform-
ance measures, including the authority for 
the Administrator to suspend or terminate 
the eligibility of a grant recipient to receive 
National Estuaries Program funding, will re-
sult in more efficient use of taxpayer dollars, 
and provide for tangible and measurable re-
sults from Federal investment in the res-
toration of the Nation’s estuary areas. In re-
cent years, individual national estuary pro-
grams have received, on average, approxi-
mately $500,000 annually to carry out res-
toration efforts within their geographic re-
gions; however, under current law, there are 
no specific criteria to evaluate the perform-
ance of the 28 currently authorized pro-
grams. The absence of performance criteria 
does not afford EPA a tool to determine the 
effectiveness of the expenditures. It also re-
duces the ability to disseminate information 
among estuary programs. 

The performance measures contained in 
H.R. 4715 will provide a mechanism for the 
evaluation of individual program perform-
ance, as well as a process for suspending or 
barring future appropriations to poor per-
forming programs. 

PROMOTE ASSET MANAGEMENT OF PUBLICLY- 
OWNED TREATMENT WORKS 

This proposal achieves deficit reduction by 
promoting efficiency and reform of govern-
ment by requiring all eligible recipients of 
funding from Clean Water State Revolving 
Funds to conduct an inventory and assess-
ment of the critical assets of the treatment 
works, and to prepare an asset management 
plan for maintaining, repairing, and, as nec-
essary, replacing such assets (e.g., sewer 
lines, pumping stations, treatment plants), 
as well as a plan for funding such activities. 

This proposal is contained in H.R. 1262, the 
‘‘Water Quality Investment Act of 2009’’, 
which passed the House on March 12, 2009 by 
a vote of 317–101. 

The Environmental Protection Agency and 
others estimate that the Nation will need to 
invest between $300 to $400 billion over the 
next 20 years to address critical water and 
wastewater infrastructure needs, including 
the repair and replacement of a large portion 
of the approximately 1,000,000 miles of storm 
and sanitary sewers across the United 
States. However, a 2004 study by the then- 
General Accounting Office (GAO) (GAO–04– 
461) estimated that significant long-term 
savings on sewer system repairs and replace-
ments could be achieved through increased 
asset management by local wastewater utili-
ties. The rationale is that increased aware-
ness of the condition of local sewer systems, 

paired with a more regimented asset replace-
ment program, could reduce the need for 
more costly repairs through emergency ac-
tions (and the associated disruption in serv-
ice), as well as the potential increased re-
sponse costs from the release of untreated 
sewage into the environment. In addition, 
this increased awareness of the actual condi-
tion of local systems could provide incen-
tives to better match local rates to both 
short-term and long-term capital needs. 

The budgetary impact of asset manage-
ment on budgetary savings is undefined. The 
GAO report identified several local examples 
of how increased asset management had re-
sulted in significant cost savings for indi-
vidual utilities, both in terms of decreased 
costs from more effective maintenance pro-
grams, as well as prioritizing the expendi-
ture of local resources on repairing and re-
placing the highest-risk local assets (i.e., as-
sets at the highest risk of failure). In addi-
tion, the report identified how detailed 
awareness of the actual conditions of local 
systems could provide increased incentives 
to modify local rates, which, according to 
EPA, could reduce the overall long-term 
need for Federal capital expenditures. For 
example, according to EPA estimates, a 
three percent annual adjustment in local in-
frastructure spending could significantly re-
duce the overall gap between annual waste-
water infrastructure spending and 
indentified needs. 
INCREASE EFFICIENCY IN ADDRESSING WATER 

QUALITY PROBLEMS BY REINVESTING IN 
NONPOINT SOURCE MANAGEMENT PROGRAMS 
This proposal achieves deficit reduction by 

promoting efficiency and reform of govern-
ment by increasing Federal investment in 
addressing nonpoint sources of pollution as a 
cost-effective way of improving water qual-
ity throughout the Nation. 

During the initial years following enact-
ment in 1972, the modern Clean Water Act 
enabled the Nation to make great advances 
in improving the quality of U.S. waters and 
controlling various sources of pollution. 
However, over the past two decades, progress 
has slowed because of the failure to address 
a significant exception—nonpoint sources of 
pollution. Nonpoint source pollution refers 
to the polluting of water by diffuse sources 
rather than single identifiable ‘‘point’’ 
sources such as industrial and municipal dis-
charges. These diffuse sources are usually as-
sociated with precipitation runoff and land 
use activities as opposed to end-of-pipe dis-
charges. After 38 years of Federal and State 
efforts to protect water quality under the 
Clean Water Act, the single largest-remain-
ing and uncontrolled contributor of pollut-
ants to the Nation’s waters is nonpoint 
sources. In fact, the Environmental Protec-
tion Agency (EPA) estimated that 90 percent 
of the Nation’s impaired waters are contami-
nated, in part, by nonpoint sources of pollu-
tion. 

Because of the regulatory structure of the 
Clean Water Act, EPA’s ability and available 
tools to address pollution differ whether the 
origin is a point source or a nonpoint source. 
When a waterbody is impaired for certain 
pollutants, such as nutrients, the structure 
of the Act can require imposing ever-more- 
stringent requirements on individual point 
sources of pollution, such as sewage treat-
ment plants, to address pollutants that may 
emanate from both point and nonpoint 
sources. In many instances, it would be 
cheaper and more effective to invest in up-
stream controls of nonpoint sources of pol-
lutants than to require the construction of 
advanced treatment technologies for down-
stream dischargers. As noted in the most re-
cent EPA Clean Watershed Needs Survey, 
over 10 percent (or $24 billion) of the cur-
rently reported need for wastewater infra-
structure is for advanced treatment. Much of 
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that investment is associated with reducing 
nutrients from nonpoint sources. Nonpoint 
source controls are generally more effective 
and efficient than structural advanced treat-
ment. 

The budgetary impact of the proposal, al-
though difficult to quantify, is that in-
creased investment and implementation of 
nonpoint source control measures will im-
prove water quality in many of the Nation’s 
rivers, streams, and lakes in a more cost-ef-
fective manner than expenditures for ever- 
more-stringent requirements of point 
sources for the same pollutants. 

f 

IN HONOR AND REMEMBRANCE OF 
CHIEF JOSEPH V. PUCCI 

HON. DENNIS J. KUCINICH 
OF OHIO 

IN THE HOUSE OF REPRESENTATIVES 

Wednesday, September 15, 2010 

Mr. KUCINICH. Madam Speaker, I rise 
today in honor and remembrance of Joseph V. 
Pucci, devoted husband, father, grandfather, 
brother, friend, United States veteran and re-
tired tire chief for the City of Brooklyn, Ohio. 
Chief Pucci lived life with an unwavering com-
mitment to family, community and country. 

The son of Italian immigrants, Chief Pucci 
was raised in Brooklyn, Ohio, and called 
Brooklyn home his entire life. He was drafted 
into the U.S. Army in 1943 and served with 
honor and courage. He survived combat as an 
infantryman in North Africa and Italy and was 
awarded the Purple Heart for injuries he suf-
fered in Anzio. Chief Pucci was also honored 
with the Good Conduct Medal, the Bronze 
Star, and the Combat Infantryman’s Badge. 
After the war, he began working for the City of 
Brooklyn as a bus driver and service depart-
ment worker. In 1951, he began working as a 
firefighter. Nine years later he was appointed 
to role of fire chief. For the next thirty years, 
he served as leader of the Brooklyn Fire De-
partment with excellence, integrity and dedica-
tion. He retired in 1990. Chief Pucci’s commit-
ment to the safety of residents was unparal-
leled. He led many initiatives that strength-
ened the entire department, including an effort 
to establish the first state-certified paramedic 
program in Ohio’s history. 

The only thing that eclipsed Chief Pucci’s 
dedication to community safety was his devo-
tion to his family. In 1949, he met and married 
Lois McCormick. Together, they raised their 
children Theresa, Frank and Joseph. A de-
voted husband; father; father-in-law to Darwin, 
Kathleen and Kitty; and grandfather to Nicol, 
Marlo, Joseph, Francesco, Michael and Kevin; 
Chief Pucci’s family was the foundation, joy 
and strength of his life. Reserved, humble and 
kind, Chief Pucci was known for his generous 
heart and willingness to help others whenever 
and wherever needed. 

Madam Speaker and colleagues, please join 
me in honor and remembrance of Joseph V. 
Pucci, whose life was lived with great joy, love 
and in service to others. I offer my deepest 
condolences to his beloved family, extended 
family and many friends. His legacy of devo-
tion to the safety of the citizens of Brooklyn, 
and his love of family and friends will be for-
ever remembered. 

OUR UNCONSCIONABLE NATIONAL 
DEBT 

HON. MIKE COFFMAN 
OF COLORADO 

IN THE HOUSE OF REPRESENTATIVES 

Wednesday, September 15, 2010 

Mr. COFFMAN of Colorado. Madam Speak-
er, today our national debt is 
$13,440,225,498,627.42. 

On January 6th, 2009, the start of the 111th 
Congress, the national debt was 
$10,638,425,746,293.80. 

This means the national debt has increased 
by $2,801,799,752,333.60 so far this Con-
gress. 

This debt and its interest payments we are 
passing to our children and all future Ameri-
cans. 

f 

TRIBUTE TO CHUCK LOVIN 

HON. TOM LATHAM 
OF IOWA 

IN THE HOUSE OF REPRESENTATIVES 

Wednesday, September 15, 2010 

Mr. LATHAM. Madam Speaker, I rise to rec-
ognize Chuck Lovin, a World War II Navy and 
Marine veteran from Boone County, Iowa, and 
to express my appreciation for his dedication 
and commitment to his country. 

The Boone News Republican is currently 
running a series of articles that honors one 
Boone County veteran every Tuesday from 
Memorial Day to Veterans Day. Chuck Lovin 
was recognized on Tuesday, July 6. Below is 
the article in its entirety: 

BOONE COUNTY VETERANS: CHUCK LOVIN 
(By Alexander Hutchins) 

When millions of men are mobilized for a 
war effort, it is easy to neglect the sheer 
logistical network needed. Amidst the bru-
tality of the Pacific island invasions, there 
were touches of a more orderly life. At one 
point in the war, Charles ‘‘Chuck’’ Lovin, 90, 
was in a foxhole on the Marianas Islands as 
Navy Corpsman, providing dental care in the 
midst of a marine invasion. 

Lovin grew up on a farm, and said that in 
a way the life of work was good preparation 
for his tour in the Navy, and later the Ma-
rines. 

‘‘All we did was work, and every day we 
got up at 4 a.m.’’ Lovin said. 

Despite the work, he was an avid fan of 
sports and played them consistently through 
his school career. He participated in track, 
basketball, tennis and just about everything 
except football . . . as long as his chores 
were completed. 

Lovin was a student at Upper Iowa Univer-
sity when World War II began, studying so-
cial studies and physical education. His goal 
was to be a coach and make a career out of 
his passion for sports. 

Lovin was exempt from the draft at the be-
ginning of the war due to his status as a stu-
dent, but when he reached the end of his 
studies, he enlisted in the Navy. After enter-
ing the Navy in August of 1942, he was 
trained as a dental technician before being 
assigned to the USS Nevada, which had been 
damaged in the Pearl Harbor attack but was 
repaired and returned to service. Lovin 
served for one and a half years on the Ne-
vada, cleaning teeth and providing other 
dental services. 

‘‘The ship was good duty. There were so 
many guys on there it was like living on a 
city,’’ he said. 

When the ship was briefly reassigned to the 
Atlantic theater, passing through the Pan-
ama Canal, the crew took on a number of 
American sailors who were suffering from 
mental disorders after traumatic tours on 
submarines. Some of the sailors were under 
enough distress that they were restrained or 
placed on suicide watch. 

‘‘They were calm during the day, but at 
night, when the moon would come out, it 
would get bad,’’ Lovin said. 

He still remembers today a doctor explain-
ing that many of the men would return to 
normal when they returned home, but some 
soldiers would suffer difficulties for their re-
maining years. 

Lovin would clean teeth for the sailors late 
at night on the ship as a matter of duty and 
didn’t charge, but small donations from 
troops gave Lovin enough money to play 
poker and buy necessities. Throughout the 
war, Lovin saved up a portion of his pay to 
buy the ring he would present to his long-
time girlfriend, Lorraine, before they mar-
ried. The two were split by the war, but 
wrote to each other almost every day. Neces-
sities of war meant that mail arrived in 
batches about once a month, and letters 
were censored. ‘‘I faired a lot better than 
some guys who got Dear John letters,’’ Lovin 
said. Lorraine still has the ring he presented 
her. 

Lovin returned to the U.S. after his tour 
on the ship and entered a ten-week training 
program with the Marine Corps to prepare 
him for entering the Fleet Marine Force, or 
FMF. 

‘‘They had a lot of fun, the Marines, taking 
the Navy guys and working them over for 
ten weeks,’’ Lovin said jokingly. 

He was assigned to the 18th anti-aircraft 
battalion and paired with a doctor named 
Jim Holdt who would become a long-time 
friend. Lovin and Holdt worked closely 
throughout the invasion of Tinian in the 
Marianas Islands, initially providing care to 
Marines with a foot-cranked dental station 
that Lovin carried onto the island with his 
duty pack. 

‘‘My greatest impression was landing with 
the Marines. I had this whole pack, plus the 
medical [equipment] on the side, and I told 
the doctor ‘I don’t think I can get over that 
rope ladder and down into the water.’ He 
swore at me and said ‘you’re going to make 
it, Charlie.’ I made it, but the impressionable 
thing was all the dead bodies of the Japanese 
and even the Marines. You pushed them 
aside when you made the landing. When we 
got in there, by then they had a lot of the 
Japanese in corrals and all they wanted was 
the American cigarette,’’ Lovin said. 

‘‘It was your job, and that was it. You just 
did it, and in that sense it was like growing 
up on a farm,’’ Lovin said. ‘‘I held sick call 
and treated all the trench mouth and all 
that.’’ 

He treated ailments for the Marines pro-
tecting Tinian from Japanese air attacks 
after he came aboard the island in one of the 
later waves of the invasion. 

‘‘Doctor Holdt, that I was with for two 
years and shared the same foxhole, he would 
take over. . . when he would drill teeth I’d 
provide the power and clean the teeth at the 
same time,’’ Lovin said. 

Prior to his landing Lovin was on his troop 
ship when the initial Marine invasion landed, 
and could hear the conflict as the occupation 
fought to take enough of the island to allow 
support troops to move in. He was assigned 
to patrol around the major smokestack of 
his ship while the invasion occurred, and 
said he was always fearful that an enemy 
bomber would manage to hit the ship while 
the invasion raged on. 

Lovin and Holdt slept on cots under mos-
quito netting on the island, and Lovin re-
members clearly that Holdt slept with a .45- 
caliber pistol. 
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