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DOT PROGRAM EVALUATIONS

Performance measures show if intended outcomes are occurring and assess any trends.  Program 
evaluation uses analytic techniques to assess the extent to which our programs are contributing to 
those outcomes and trends.  As required by the Government Performance and Results Act of 1993, 
the Department’s FY 2006 - 2011 Strategic Plan includes an updated list of new program evaluations 
planned for those fi scal years.  Th is appendix provides a summary of DOT’s program evaluation 
eff orts and a report on program evaluations scheduled for completion in FY 2007.

TYPES OF PROGRAM EVALUATIONS
Program evaluation is an assessment, through objective measurement and systematic analysis, 
of the manner and extent to which programs achieve intended outcomes.  Evaluations are of the 
following types:

Impact Evaluations  use empirical data to compare measurable program outcomes 
with what would have happened in the absence of the program.  Th ese represent 
the highest standard of program evaluations and are oft en the most diffi  cult and 
expensive to construct and interpret.  
Outcome Evaluations  assess the extent to which programs achieve their outcome-
oriented objectives.  Outcome evaluations will use quantitative methods to assess 
program eff ectiveness, but fall short of the rigorous causal analysis of impact 
evaluations.
Process Evaluations  assess the extent to which a program is operating as intended.  
While a true process evaluation will use objective measurement and analysis, it falls 
short of assessing the causal links between intervention and outcome.
Cost-Benefi t and Cost-Eff ectiveness Analyses  compare a program’s outputs or 
outcomes with the costs to produce them.  Th is type of analysis conforms with 
program evaluation when applied systematically to existing programs and when 
measurable outputs and outcomes are monetized.

PROGRAM EVALUATION MANAGEMENT
DOT staff , contractors, academic institutions, the Offi  ce of the Inspector General (OIG), or the 
Government Accountability Offi  ce (GAO) may conduct program evaluations.  Program evaluation 
eff orts are designed to ensure that the fi nished evaluations are useful regardless of who conducts 
the evaluation or the methodology used.

Th e programs selected for evaluations are vetted through the Department’s strategic planning 
process.  Each Operating Administration nominates programs that are then reviewed by a strategic 
planning executive committee to ensure two things:  1) adequate breadth of program evaluations 
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across modal administrations; and 2) alignment to the strategic objectives developed through the 
planning process.  Th e OIG and the GAO continue their own program evaluations independent of 
this schedule, as deemed appropriate.

FY 2007 PROGRAM EVALUATION SUMMARIES
A summary of DOT program evaluations scheduled for completion in FY 2007 follows.

Retrospective Assessment Of Benefi ts And Impacts Of The Pipeline Safety 
Operator Qualifi cation Regulations
Operator error has long been a signifi cant factor in pipeline incidents and accidents.  Aft er three 
major incidents in the 1980s, the National Transportation Safety Board recommended development 
of qualifi cation requirements for pipeline personnel carrying out safety duties.  Congress directed 
regulatory action in subsequent legislation, and PHMSA fi nalized a rule in 1999.

Related Strategic Goals:  Safety, Environmental Stewardship

Th e purpose of this outcome evaluation was to determine the benefi ts and impacts of the personnel 
qualifi cation regulations issued in 1999.  Information was collected through program operations 
and incident reports and two public meetings to explore progress in implementing the program.  

Th e evaluation found several defi ciencies in operator programs during the initial phase of 
implementation, but also a number of solutions emerging from:  the pipeline industry itself, 
professional standards organizations, and State/federal inspectors and program managers.  PHMSA 
and State pipeline safety agencies completed the initial inspection of Operator Qualifi cation 
(OQ) programs for all federally-regulated operators and most State-regulated operators.  Th e 
results of this initial inspection led to development of a national consensus standard to improve 
operators’ programs and to the development of a model plan to assist small operators in complying 
with the 1999 rule.  Aft er the new standard for OQ programs was fi nalized and implemented, 
operators reported improved operational ability and safety, improved operating and maintenance 
procedures, and increased awareness of requirements.  While evaluators observed some reduction 
in the number of incidents and accidents attributed to operator error, it is too early to attribute 
performance trends solely to the new operator qualifi cation program standard.

Th is evaluation was completed in December 2006, and a report was provided to Congress in 
January 2007.  Th e report recommended continuing inspections of OQ programs, monitoring the 
safety performance of operators and trends in accidents/incidents, clarifying the OQ regulations, 
and consideration of regulatory changes.  As a result, PHMSA has expanded the Frequently 
Asked Questions published on the agency’s Web site, participated with State partners in the fi rst 
American Society of Mechanical Engineers’ committee meeting to review the new standard and 
begun eff orts toward developing new standards focused on new construction.
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Assess The Current PHMSA Information Technology (IT) Program To Identify 
Overlapping And Redundant IT Investments, Systems And Services.
Th is evaluation will identify current and future business and technology performance gaps that 
inhibit PHMSA’s ability to effi  ciently, eff ectively, and reliably execute mission activities.

Related Strategic Goals:  Safety, Environmental Stewardship, Organizational Excellence

Th e primary goal of this process evaluation is to better align the Information Technology 
(IT) portfolio with PHMSA’s business model in order to provide the greatest value while 
reducing redundancies and costs and creating a more effi  cient IT services delivery program.  
We have conducted a signifi cant amount of pre-program review activities in preparation for 
the IT evaluation.  Th ese activities include the development of a draft  PHMSA Strategic Plan, 
identifi cation of the PHMSA IT portfolio, mapping of IT systems to PHMSA lines of business, and 
the identifi cation of related costs.  Th ese pre-program activities have already led to the discovery 
of redundant IT systems and reinforced our assumption that the current solutions are not meeting 
business expectations and/or not providing maximum business value.

On September 12, 2007, PHMSA awarded a contract to a third party vendor to assist in completing 
the evaluation eff ort.   Th e evaluation will use the following approach:

Discovery1.  - Review of business (i.e., strategic plan, performance plans, business 
plans) and IT documentation to better understand the “As Is” (current state) 
environment and a framework for the “To Be” (future state) model based on the 
strengthened PHMSA vision, strategies, and goals.  

Build the Conceptual “To Be” Business Model2.  - With the information gathered 
from the discovery phase, a conceptual “To Be” Business Model will be developed.   
Th e model will be organized by lines of business and provide information on 
business processes, data requirements and dependencies, application and database 
relationships, and technology platforms.   PHMSA will leverage best practice data 
from other organizations of similar size, scope, and complexity to assist in building 
the model, identifying benefi ts, and projected costs savings.

Gap Analysis3.  - Upon Senior Leadership Approval of the “To Be” Business Model, 
a gap analysis will be executed.   Th e gap analysis aims to identify misalignments 
in the business, data, application, and technology layers between the “As Is” and 
preferred “To Be” business models.   It is highly anticipated that business process 
reengineering recommendations will be an output, in addition to changes in the 
current IT portfolio.   Upon completion of the gap analysis, PHMSA will better 
understand what investments are aligned and those that are misaligned with the 
business model, as well as other recommendations that will improve effi  ciency 
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and reduce redundancies.   Recommendations will be made to the leadership team 
(Investment Review Board) on which investments should be continued, modifi ed, 
or terminated.

Transition Plan4.  - Develop the blueprint and sequencing objectives to get from the 
“As Is” to the “To Be” State.

Th e expected completion date for this evaluation is in early 2008.  Results from the evaluation will 
be reported in next year’s PAR.

Safer Skies Program
In 1997, the White House Commission on Aviation Safety and Security issued a challenge to the 
FAA and the aviation industry – to reduce the air carrier fatal accident rate by 80 percent in ten 
years.  Th is challenge became known as the Safer Skies program.

Th e purpose of this program evaluation is to determine how successful the Safer Skies program, 
which FAA began in 1998, was in increasing aviation safety.  Th is outcome evaluation looked at the 
three main areas of emphasis for Safer Skies – Commercial Aviation, General Aviation and Cabin 
Safety.  Th ese areas focused on improved data and analysis, as well as improved human factors in 
operations and maintenance.

Related Strategic Goal:  Safety

Th e results of this outcome evaluation, for each of the evaluation’s focus areas, were as follows:

Commercial Aviation – In reviewing Commercial Air Carrier Fatal Accidents, the ten-year target 
called for an 80 percent reduction in the commercial air carrier fatal accident rate.  Although we 
did not achieve the target set ten years ago, by the end of FY 2007, FAA has achieved a rate of 0.022 
fatal accidents per 100,000 departures – a 57 percent drop.  While we did not make this ambitious 
target, this is a signifi cant reduction.

General Aviation Fatal Accidents – A review of the data from the three years prior to the 
development of Safer Skies (1994-1996) shows an average of 418 fatal general aviation accidents per 
year.  From 2004 to 2006, the data indicate an average of 353 fatal general aviation accidents per 
year – approximately a 16 percent decrease.

Cabin Safety Commercial Fatalities – Th e three years prior to the development of Safer Skies (1994-
1996) saw an average of 269 deaths per year, with 45 average deaths per fatal accident.  A review of 
the FYs 2005 – 2007 fatality data indicates an average of 29 deaths per year, with 11 average deaths 
per fatal accident.  Th is is a reduction of 89 percent and 76 percent, respectively.
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Th e transformation of the aviation industry in both complexity and size has dramatically changed.  
Th is should also be refl ected in how FAA conducts surveillance and measures progress.  To date, 
“diagnostic surveillance,” looking at the causes of accidents aft er the fact, has been eff ective.  
However, this method of surveillance will result in an unacceptable level of fatal accidents as 
traffi  c doubles or triples by 2025.  Th e results of the evaluation yielded two recommendations for 
FAA — modify the commercial fatal accident rate to address fatalities and develop a system safety 
approach.

Th e Aviation Safety organization developed a new commercial air carrier fatal accident rate 
performance measure (Fatalities per 100 million enplanements) and is in the process of developing 
a Safety Management System policy for FAA in FY 2008.

Maritime Security Program

Th e Maritime Administration planned to have an independent auditor conduct an impact 
assessment of the Maritime Security Program in FY 2007.  However, funding was not available 
for this project, and as a result, a decision was made to defer the evaluation.  Th e Maritime 
Administration plans to complete this evaluation in FY 2008.  Results from this evaluation will be 
reported in the FY 2008 DOT Performance and Accountability Report.

Evaluation Of National Mobilizations

NHTSA has encouraged States to aggressively enforce laws aff ecting the safety of motorists on 
the Nation’s highways.  Th ese laws include mandating the use of seat belts in motor vehicles and 
discouraging drivers from operating a motor vehicle while impaired.  As part of this enforcement 
eff ort, the “Click It Or Ticket” (CIOT) campaign was established to promote seat belt use and the 
“Drunk Driving:  Over the Limit; Under Arrest” campaign was established to discourage impaired 
driving.

Related Strategic Goal:  Safety

Th e purpose of this outcome evaluation is to evaluate high visibility national enforcement 
eff orts and the resulting impact on driver’s behaviors.  Th e evaluation considered the use of paid 
advertisements focusing on seat belt enforcement, measured motorists’ awareness of seat belt 
campaigns, and ultimately measured the change in seat belt use rate and the reduction in alcohol 
related fatalities.

May 2005 National Seat Belt Mobilization :  Th e May 2005 National CIOT 
Mobilization was the largest publicity and enforcement program to date to 
increase seat belt use.  Approximately $10 million was spent for a national media 
campaign.   Forty-one percent of law enforcement agencies across 48 States, the 



Bergen County police offi  cer Jeff  Roberts, right, hands a seat belt safety pamphlet to a driver during a “Click It or 
Ticket” checkpoint stop near the entrance to the George Washington Bridge in Fort Lee, N.J., Monday, May 21, 2007.  
Th e checkpoint was one of three set up in New Jersey Monday to raise awareness of seat belt safety and give out $46 
tickets to those motorists not wearing seat belts.  (AP Photo/Mike Derer)
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District of Columbia, and Puerto Rico reported their participation.   Seat belt 
use increased in 35 of 47 States and territories and reached a record high of 82.4 
percent nationally, up from 80 percent in 2004.  Additional information can be 
found on the NHTSA Web site at:  http://www.nhtsa.dot.gov/staticfi les/DOT/
NHTSA/Communication%20&%20Consumer%20Information/Traffi  c%20Tech%20
Publications/Associated%20Files/tt330.pdf.

2005 Regional Seat Belt Demonstration Programs Focus on Rural Areas and Pickup  
Trucks:  NHTSA conducted three regional demonstration programs in 18 States 
just before and during the 2005 May mobilization.   Two focused on increasing seat 
belt use in pickup trucks and one focused on increasing seat belt use in rural areas.   
States in the Great Lake Region (region 5) that used the full model of enforcement 
and enforcement-centered media had more success in the rural areas than the States 
that did not.   Th e South Central States (region 6) posted a three-point gain in seat 
belt use in pickup trucks from 2004 to 2005, better than the national average, and 
reduced the car/pickup truck disparity in belt usage.   Th is had no consequence on 
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the overall belt use rate in all vehicles in this region.  A copy of the report can be 
found at:  http://www.nhtsa.dot.gov/buckleup/CIOT2005_eff ectiveness/index.html.

2003-2005 National High Visibility Impaired Driving Campaign :  Th e National 
Impaired Driving Crackdown program used high-visibility enforcement coupled 
with enforcement-oriented media to create general deterrence with eff orts focused 
on a number of States with especially high numbers or rates of alcohol-related 
traffi  c fatalities.   During the three-year study period, the trend in alcohol-related 
fatalities declined, and the declines were more pronounced for the campaign’s 
target audience of male drivers, ages 18 to 34.  Th ough the observed declines were 
not signifi cant, they could be considered promising, since they are headed in 
the right direction and immediately follow a period of increased alcohol-related 
fatalities.  It appears that more substantial benefi ts will require a much higher level 
of law enforcement intensity than was present during the campaign, as well as a 
frequency of more than once a year.   Awareness about both enforcement activities 
and media messages increased following each crackdown, but did not carry over 
from campaign to campaign.  Conducting more frequent waves of enforcement 
and publicity may be more successful in building a cumulative eff ect.   A copy of 
the report (DOT HS 810 789:  Evaluation of the National Impaired Driving High-
Visibility Enforcement Campaign:  2003 - 2005) can be found on the NHTSA Web 
site at:  www.nhtsa.dot.gov/portal/nhtsa_static_fi le_downloader.jsp?fi le=/staticfi les/
DOT/NHTSA/Traffi  c%20Injury%20Control/Articles/Associated%20Files/
YDYDYL_2001-05.pdf.

NHTSA is in the process of conducting an evaluation of the 2006 national mobilization eff ort and 
is preparing a separate report on the May national seat belt mobilization and the Fall impaired 
driving crackdown.  Th ey will be completed and published in the Fall of 2008.

Evaluation Of The Compliance Review (CR) Impact Assessment Model

A Compliance Review (CR) is an onsite examination of a motor carrier’s operations to determine 
the carrier’s safety fi tness.  FMCSA, in cooperation with the Volpe National Transportation Systems 
Center, has developed an analytic model to measure the eff ectiveness of the CR in terms of crashes 
avoided, injuries avoided and lives saved.  Th is tool provides FMCSA management with the 
information it needs to address the requirements of the Government Performance and Results Act 
(GPRA) of 1993, which obligates Federal agencies to measure the eff ectiveness of their programs 
as part of the budget cycle process.  It also provides FMCSA and State safety program managers 
with a quantitative basis for optimizing the allocation of fi eld safety resources.  Th is analytic tool is 
known as the CR Eff ectiveness Model.
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Related Strategic Goal:  Safety

Th e CR Eff ectiveness Model shows the direct impact of compliance reviews on motor carrier 
safety, but not the “deterrent” eff ects (i.e., the eff ect on a carrier’s behavior due to the potential of 
having a CR).  Th e model is based entirely on “before and aft er” changes in the safety performance 
of motor carriers that received CRs.  Th e model compares a motor carrier’s crash rate in the 12-
month period aft er a CR, to its crash rate in the 12-month period prior to that review.  To make 
this comparison, the model uses:  (1) crash data reported by the States, and (2) power unit data 
reported by carriers or obtained during CRs.

Th is impact evaluation focused on CRs conducted in 2004 to identify the extent to which the 
model could be used to identify the associated benefi ts.  In 2004, 10,671 CRs were conducted.  
Th e analytical model was able to assess the impact of 8,042 of these reviews (some compliance 
reviews were removed from the model because the motor carrier receiving the CR was not active 
12 months aft er the CR, had zero power units, or had crash and power unit data that did not pass 
edit checks designed to screen out erroneous data).  Based on this assessment, it is estimated that 
during the period from 2004 to 2005, 2,720 crashes were avoided, 1,889 injuries were avoided and 
107 lives were saved as result of performing compliance reviews in 2004.  

Evaluation Of The Roadside Inspection/Traffi  c Enforcement Analytical Model 

FMCSA and its State partners conduct roadside inspections and traffi  c enforcements of large 
trucks and buses to ensure that the vehicles and drivers are operating safely within the Federal 
Motor Carrier Safety Regulations.  FMCSA, in cooperation with the Volpe National Transportation 
Systems Center, has developed an analytic model to measure the eff ectiveness of roadside 
inspections and traffi  c enforcements in terms of crashes avoided, injuries avoided and lives saved.  
Th is tool provides FMCSA management with the information it needs to address the requirements 
of the Government Performance and Results Act (GPRA) of 1993, which obligates Federal agencies 
to measure the eff ectiveness of their programs as part of the budget cycle process.  It also provides 
FMCSA and State safety program managers with a quantitative basis for optimizing the allocation 
of fi eld safety resources.  Th is analytic tool is known as the Intervention Model.

Related Strategic Goal:  Safety

Th e Intervention Model is based on the premise that the two programs—Roadside Inspection 
and Traffi  c Enforcement—directly and indirectly contribute to a reduction in crashes.  Th e 
model includes two components that are used for measuring these diff erent eff ects, the direct 
eff ect model component and the indirect eff ect model component.  Direct eff ects are based on 
the assumption that vehicle and/or driver defects discovered and then corrected at the roadside 
reduce the probability that these vehicles/drivers will be involved in subsequent crashes.  In order 
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to measure the direct eff ects of the intervention, the model assigns crash risk probabilities to each 
of the violations found at the roadside.  Th e model then calculates direct-eff ect-prevented crashes 
according to the number and type of violations detected and corrected during the intervention.

Indirect eff ects are the by-products of the carriers’ increased awareness of FMCSA programs 
and the consequences that the programs could impose if steps are not taken to ensure and/or 
maintain higher levels of safety.  In order to measure indirect eff ects, which are essentially changes 
in behavior involving driver preparation, practices and vehicle maintenance, the model calculates 
motor carrier responses to exposure to the programs, and the resulting reduction in potentially 
crash-causing violations.

Most recently, the model was implemented to measure program eff ectiveness during the 
2005 activity year using March 31, 2006, data extracted from the Motor Carrier Management 
Information System (MCMIS).  Th e number of inspections and the model results are shown below 
for 2005.

Number of Inspections

Calendar Year 2004 2005

Roadside Inspections 2,211,875 2,194,567

Traffi  c Enforcements     803,032     827,719

Total Interventions 3,014,907 3,022,286

2005 Traffi  c Enforcement Activity Level Results

Crashes Avoided Injuries Avoided Lives Saved

Traffi  c Enforcement Activity 3,416 2,369 127

Roadside Inspection Activity 3,216 2,230 120

Combined Activity 2,583 1,791    96

Total 9,215 6,390 343

Review Of FRA’s Research, Development And Demonstration Programs

Th e FRA Research, Development and Demonstration (RD&D) Program directly supports DOT’s 
regulatory safety mission.  Th e purpose of the program is to facilitate FRA’s eff orts to enhance the 
safety and effi  ciency of the Nation’s rail system.  In FY 1998, Congress directed FRA to expand its 
collaborative eff orts with the Transportation Research Board (TRB) and to review its Research and 
Development (R&D) program.  Th e purpose of the TRB review was to validate how FRA’s R&D 



Federal Railroad Administrator Joseph Boardman speaks 
during a news conference at the CSX rail yard in Atlanta, 
Th ursday, March 2, 2006.  Boardman said, human factors 
are the leading cause of train accidents and the agency is 
researching railroad worker fatigue and is working to analyze 
close calls, incidents that nearly cause train accidents.  (AP 
Photo/John Bazemore)
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program activities supported the agency’s safety mission and to identify opportunities to improve 
overall program performance.  TRB continues to provide FRA with an annual review of its R&D 
program, which helps inform agency leadership on the progress of its R&D activities.

Related Strategic Goal:  Safety, Organizational Excellence

Th e TRB conducted peer reviews of FRA’s research, development, and demonstration programs, 
and in doing so, focused on three major issues:  safety, capacity, and effi  ciency.  Th e review 
encompassed both freight and passenger rail activities and was conducted during a three-day 
workshop, which included interviews of FRA staff , presentations from FRA program managers, 
discussions and debate by industry and subject matter experts, and various other data gathering 
methods.

TRB’s overall fi ndings were positive.  Th e 
Board concluded that ongoing research 
being pursued by FRA should continue and 
not be given a lower priority solely because 
of proposed new research.  Th e committee 
did conclude that there are a number of 
additional research areas that should be 
explored, including:

development of interoperability  
standards for positive train control;
research towards performance based  
standards; 
research related to rail capacity  
issues; and,
consolidating fi ndings and research  
results related to energy and 
environmental research projects.

TRB also made four recommendations designed to improve FRA’s management of the R&D 
program.  FRA is in the process of developing a response to these recommendations, which would 
include an action plan to address the recommendations where appropriate.

Railroad Safety Enforcement
Th e Safety Assurance and Compliance Program (SACP) was initiated in the mid-1990s to identify 
and resolve systemic safety issues on large multi-regional railroad systems through a “macro” 
approach (i.e., examining the railroad system, all at one time).  SACP is credited with resolving 
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hundreds of safety issues, many of which were very complex.  Over time, however, SACP grew in 
several diff erent directions and was criticized, internally and externally, for a variety of perceived 
shortcomings.

On July 29, 2005, the Associate Administrator for Safety issued a directive implementing a new 
element of the FRA safety program, Railroad System Oversight (RSO), to replace SACP.  Th e SACP 
had served as a critical part of Railroad Safety Enforcement, so this directive refl ected a signifi cant 
modifi cation of FRA’s safety program.

Fundamental changes in the safety oversight process for large railroad systems were implemented 
as a result of this initiative.  In all, these changes were designed to improve communication, 
effi  ciency, use of FRA resources, and to focus better on those issues and concerns of greatest 
importance to the FRA safety program.  

Related Strategic Goal:  Safety

Th is outcome evaluation of RSO, one year aft er its implementation, will assess the eff ectiveness of 
the program and determine if the anticipated operational improvements (e.g., improved resource 
utilization, better organizational communication) were achieved.  

Th e evaluation will include the following activities:

Review RSO activities since implementation in September 2005 to identify safety  
activities; e.g., issues resolved, safety initiatives;
Perform a comparative analysis between current RSO operation and the  
implementation directive signed by the Associate Administrator for Safety;
Interview RSO supervisor and managers, FRA headquarters and regional  
managers, and railroad and labor organization representatives to determine levels 
of communication, integration with safety functions, and overall “customer” 
satisfaction;
Analyze RSO activities and evaluate eff ectiveness of RSO managers in identifying,  
resolving, and/or communicating safety issues for resolution;
Review, compare, and evaluate RSO record keeping and reporting activities; and, 
Analyze internal FRA performance data RSO provides to headquarters and regions  
to evaluate consistency, timeliness, and usefulness to headquarters and the regions.

We are currently conducting an evaluation of the Rail Safety Oversight group.  Th e evaluation 
will be completed in November 2007 and evaluation results will be reported in the DOT FY 2008 
Performance and Accountability Report.



Th is undated photo provided by the Insurance Institute for 
Highway Safety shows a side impact test on a 2006 Ford Five 
Hundred vehicle with optional side airbags.  (AP Photo/
Insurance Institute for Highway Safety)
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Side Impact Protection And Side Air Bags

Side impacts rank second only to frontal impacts as a cause of occupant fatalities in cars, light 
trucks, and vans.  In 2003, over 9,000 fatalities, approximately 29 percent of all occupant fatalities 
in cars and light trucks occurred in crashes initiated by a side impact.  Since the 1970’s, NHTSA, 
the manufacturers, and others in the safety community have worked hard to reduce the fatality risk 
in side impacts, especially of the most vulnerable occupant, the “nearside” occupant:  the driver in 
a left -side impact and the right-front passenger in a right-side impact.

Related Strategic Goal:  Safety

In recent years, four tangible improvements in side impact protection have been implemented and 
were evaluated in this outcome evaluation:

 Upgrading the side structure in passenger cars 
 Installation of energy absorbing padding within the door structure 
 Torso air bags that provide a cushion between the occupant’s torso and the vehicle  
side structure
 Head-protection air bags that cushion head impacts with the vehicle’s side structure 

Eff ect of side air bags for nearside occupants:

Torso air bags plus head-protection air bags reduce the fatality risk of nearside front seat occupants 
in single- and multi-vehicle crashes by 24 percent.  Torso bags alone reduce the fatality risk by 
an estimated 12 percent.  Th rough 2005, there were few vehicles equipped with head-protection 
air bags only (no torso bags), not enough for a separate statistical analysis.  However, the results 
suggest that torso and head-protection air bags are both eff ective in nearside impacts and make 
approximately equal contributions to 
fatality reduction.  Overall torso and head-
protection air bags could have saved an 
estimated 1791 lives in calendar year 2003 
if every passenger car, light truck, and van 
had been so equipped.  In September 2007, 
NHTSA announced new upgraded side 
impact safety requirements for all passenger 
vehicles, which is expected to save over 300 
lives and prevent nearly 400 serious injuries 
every year.  Th e new standard requires auto 
manufacturers – for the fi rst time ever – to 
provide head protection in side-impact 
crashes, as well as enhance other protections 
for passengers involved in such crashes.
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Combined eff ect of improved structure, padding and side airbags:

Side impact protection could have saved an estimated 2,934 lives (nearside and far side occupants) 
in calendar year 2003 if every car on the road had been equipped with side air bags (head and 
torso), improved side structure and padding, and every light truck and van had been equipped 
with side air bags.  Th e associated reduction in fatality risk for the combined eff ect is 42 percent in 
two-door passenger cars, 30 percent in four-door cars, and 15 percent in light trucks and vans.  Th e 
complete NHTSA report can be found at http://dmses.dot.gov/docimages/p89/460665.pdf.

SafeStat Program

Safety Status Measurement System (SafeStat) is an automated analysis system developed for 
the Federal Motor Carrier Safety Administration (FMCSA).  Th e system combines current and 
historical safety performance data to measure the relative safety fi tness of interstate commercial 
motor carriers.  SafeStat enables FMCSA to quantify and monitor the safety status of motor carriers 
and guides the deployment of resources to focus on carriers posing the greatest safety risk.  

Related Strategic Goal:  Safety

GAO and the DOT Offi  ce of Inspector General (OIG) conducted process evaluations of SafeStat 
and made several recommendations to FMCSA to improve the system.  Th e reports issued by GAO 
and OIG were largely positive and indicate that FMCSA does a good job in identifying carriers that 
pose high crash risks thereby ensuring the thoroughness and consistency of compliance reviews 
(CRs). 

GAO’s assessments found that FMCSA could more eff ectively address fatalities due to crashes 
involving a commercial motor vehicle if it better targeted CRs to those carriers that pose the 
greatest crash risks.  OIG’s assessment found that although improvements have been made to the 
data relied upon in SafeStat; problems still exist with the reporting of crash data.

In June 2007, GAO published an audit report titled, “Motor Carrier Safety:  A Statistical Approach 
Will Better Identify Commercial Carriers Th at Pose High Crash Risks Th an Does the Current 
Federal Approach” (Report No. GAO-07-585), and recommended that FMCSA apply a negative 
binomial regression model to enhance the current SafeStat methodology.  FMCSA believes that the 
approach looks promising but is concerned that using the binomial regression model may result in 
less emphasis on safety regulatory areas.  FMCSA agreed to consider amending current policies to 
place increased CR priority on certain motor carriers that are identifi ed by SafeStat as defi cient in 
the area of prior crashes.  
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In August 2007, GAO published audit fi ndings in a report titled, “Motor Carrier Safety: Federal 
Safety Agency Identifi es Many High-Risk Carriers but Does Not Assess Maximum Fines as Oft en 
as Required by Law” (Report No. GAO-07-584), and recommended that FMCSA improve its 
targeting of carriers that posed high crash risks by prioritizing CRs for carriers with very poor 
scores (such as the worst fi ve percent) in the accident safety evaluation area, so that these carriers 
will be selected for CRs regardless of their scores in the other areas.  GAO recommended this 
approach should FMCSA decide not to implement the negative binomial regression model, 
as recommended in the report issued in June 2007.  FMCSA agreed to implement GAO’s 
recommended approach.  In the longer term, FMCSA, under the CSA 2010 initiative, is moving 
towards new methods for better targeting its safety compliance resources which promises further 
improvement in identifying high-risk motor carriers.

In June 2007, OIG issued correspondence to Representative Th omas Petri regarding the quality 
of the underlying data used by SafeStat.  Th e review, conducted at Representative Petri’s request, 
found that, although improvements have been made, problems still exist with the reporting of 
crash data to FMCSA.  While States are reporting more commercial motor vehicle crashes to 
FMCSA, OIG found anomalies that caused OIG to question the completeness of the non-fatal 
crash reporting.  OIG recommended that FMCSA implement a new, more reliable estimate that 
would allow evaluation of non-fatal crash reporting, both nationally and state-by-state, before the 
Department makes all SafeStat scores available to the public.  FMCSA acknowledged the need to 
develop a new, more reliable estimate and has begun work to implement the estimate.

Alternative Inspection Regimes

Th e primary goal of the FMCSA is to ensure the safe operation of interstate motor carriers 
and hazardous materials shippers.  A program evaluation was conducted to assess the safety 
eff ectiveness, program and process effi  ciency, and cost eff ectiveness of alternative inspection 
regimes for FMCSA’s Motor Carrier Compliance Review (CR) Program.  Th e alternative inspection 
regimes study evaluated four intervention tactics:  educational initiatives, warning letters, off -site 
investigations, and focused on-site investigations.  Th ese four interventions are among the broad 
array of progressive interventions being considered by the Comprehensive Safety Analysis (CSA) 
2010 program.

Related Strategic Goal:  Safety

Currently the Agency’s CR program can only inspect a small percentage of the motor carrier 
industry.  One of CSA 2010’s goals is to increase the Agency’s infl uence over the safety behavior 
of motor carriers (measured in terms of education, visits, an array of disciplinary treatments, and 
warnings).  Each of the four interventions were analyzed using quantitative data (when available) 
and qualitative data.  Th e warning letter intervention showed the greatest promise of safety 
improvement.  Th e educational initiative, which used the new entrant program as a proxy, helped 
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support the belief that education has a positive impact on safety improvement.  FMCSA obtained 
data from other agencies to evaluate the impact of educational initiatives and discovered that 
those that employed this tactic were convinced that education improved safety, though they lacked 
clear performance data to support their claims.  Other agencies were also assessed to support the 
eff ectiveness of employing off -site investigations (evaluating data gathered using sophisticated 
information systems which record/monitor safety behavior without visiting the motor carrier 
site); the qualitative data also supported using this tactic.  Finally, qualitative data indicated that 
focused reviews provided safety improvements and cost savings.  As a result of our investigation of 
alternative inspection regimes, the study recommended that the CSA 2010 team proceed with the 
current model which includes educational initiatives, warning letters, off -site investigations, and 
focused reviews.

Costs, Benefi ts, And Effi  ciencies Of Public-Private Partnerships For Fixed 
Guideway Capital Projects

Th is evaluation was conducted by the Federal Transit Administration to comply with the 
requirements of public law 49 U.S.C. 5309(c)(6), to assess the costs, benefi ts, and effi  ciencies of 
public-private partnerships (PPP) for fi xed guideway transit capital projects.

Related Strategic Goal:  Mobility; Organizational Excellence

Th e scope of the evaluation includes the results of a comprehensive review of available literature on 
PPPs and the results of large-scale transit projects developed as PPPs within the continental U.S. 
since the year 2000.  Th e evaluation considered performance factors that determine a sponsor’s 
satisfaction with a PPP, including facets such as total project costs, project delivery timeframe, 
overall cost-eff ectiveness and service delivery.

Th e methodology used included a literature review of PPPs in surface transportation, specifi c 
transit experience with PPPs both in the United States and other developed countries, as well as 
profi les and interviews with transit project sponsors using PPPs in the United States since 2000.  

Th e results of the evaluation were that many transit agencies are considering PPPs to leverage 
public resources, lower costs, improve services, and transfer risks associated with fi xed guideway 
development, fi nancing, operations, and maintenance.  Th ey are also considering PPPs for capital 
replacement, expansion and program management.  Transit PPPs are likely to attract growing 
private sector interest including transit-oriented development, joint development, and multimodal 
development.  Th ese additional PPP approaches can help transit agencies increase revenues, reduce 
project costs, or both by tapping into the resources of economic development on a proactive basis.  
Multimodal PPPs enable transit agencies to combine their resources with resources from other 
modes that have joint needs for related infrastructure improvements, such as highways, railroads, 
or airports.  
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Th e evaluation found that in certain instances, the increased involvement of the private sector may 
not prevent a project from experiencing cost or schedule overruns or quality problems.  While the 
involvement of the private sector in a transit capital project can help improve the cost-eff ectiveness 
and timeliness of project delivery and provide other benefi ts in terms of risk transfer and access to 
fi nancial markets, it is not a guarantee of successful delivery.  Greater involvement by the private 
sector does not make a transit project of dubious feasibility automatically become feasible.  

Recommendations resulting from this evaluation include:

State and local transit agencies contemplating the use of PPPs should pursue  
additional procurement and contracting authority for project delivery, fi nance, and 
operations;
States should pursue statutes that grant transit agencies the necessary fl exibility to  
contract out for operation and maintenance services;  
Transit sponsors of new fi xed guideway or multimodal projects should seek joint  
development agreements during the early conceptual planning stages to capture 
maximum value from the increased accessibility provided to private developer 
property near planned transit stations;
Transit agency sponsors of PPP projects should develop an appropriate sharing of  
responsibilities, risks, and rewards with the private sector through a transparent 
contractual arrangement that assigns functions and risks to the partner best able to 
manage them;
Transit agency project sponsors should seek private sector partners with mutually  
complementary project interests and a willingness to accommodate changing 
conditions and opportunities consistent with the desired project outcomes and 
performance; and,
Transit agency project sponsors should hold private project partners accountable  
for project performance in their areas of responsibility, consistent with the terms of 
the PPP contract agreement, through continuous contract administration involving 
performance monitoring and reporting.






