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highway management center in the U.S., but it's old news elsewhere in the world. Japan has /60
state-of-the-art traffic operating centers, representing a $2 billion investment.

That's not unusual. While the U.S. has the finest transportation system in the world, we
lag behind international leaders in the critical area of actual deployment of advanced technology to
make travel safer and more efficient. It's hard to imagine that a nation which dominates in so
many areas of technology can be behind in one of such importance, but it's a situation that could
worsen.

Budget cuts now being considered by Congress would devastate federal transportation
research, especially for ITS. In fact, the non-partisan American Association for the Advancement
of Science projected that Congressional budget proposals would lower overall federal research
funding by a third over the next seven years. The biggest cuts would come in applied research,
which is focused on developing new technologies such as ITS.

That would be a mistake, because ITS is absolutely essential to preserving mobility in the
21st century. These technologies are not science fiction: you all know that ITS is in operation
today, saving lives and money. Advanced traffic signal control systems in California have cut
travel times by 15 percent and vehicle stops by 35 percent... freeway management in Minneapolis
has increased rush hour speeds by 35 percent and capacity by 22 percent... and Oklahoma has cut
. toll lane operation costs by 91 percent using automated toll collection.

These systems do this at a cost as low as one-twentieth that of new highway construction
to achieve the same results. In an era of limited funding, ITS is a terrific bargain, one that will
only increase in value as the technology matures. Even the most dedicated budget-cutter ought to
recognize this kind of a bargain. Indeed, in just a few years we'll look back at today's first-
generation systems the way the Apollo astronauts looked back at the Wright Brothers.

Over the next two decades, ITS will fully integrate advanced information and
communications technologies to revolutionize traffic management and safety. The benefits aren't
limited to highways, either. Even in their earliest stages, transit management systems have shown
huge promise. Baltimore has increased its transit productivity by 23 percent using these systems.

That's why we now call these Intelligent 7ransportation Systems. We see benefits for
other modes -- transit, rail, and -- through related technologies such as Global Positioning
Systems -- aviation and maritime. Nor will the benefits be felt only by passengers. These systems
are going to be equally applicable -- if not more so -- to freight movement, accelerating the shift
to efficient intermodal transportation, with constant monitoring of the progress of goods towards
their just-in-time destinations.

ITS, in short, offers us a broad range of solutions to transportation problems if we can
think across traditional barriers between modes and between functions. The risk is that federal
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the native of this city riding Metro and walking through Union
Station... each is touched by the architectural magnificence
around her.

Great design has tremendous potential to improve our
quality of life, and few aspects of life provide a better
opportunity for this than transportation.

| It's absolutely essential that we have a means of

recognizing outstanding design in transportation -- to celebrate
 the best that this nation's architects and designers have
produced, and to inspire others in their work.

These awards are long overdue. That's why Secretary Peifia
and I are so pleased that Chairman Alexander and the National
Endowment for the Arts have agreed to cooperate with us in
creating them.

We also deeply appreciate the efforts of the jurors. By your
involvement, you're helping to foster the type of facilities that
will add beauty to our communities. I look forward to seeing
the results of your deliberations, and to the many outstanding
projects they will encourage in the years to come.

Thank you -- everyone -- for your contributions to a
program that honors America -- that enriches the lives of her
people -- and that ennobles us as a nation.
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Congestion itself is relative: factors such as severity, geographic extent, and duration
all come in to play. However, congestion is hardly an illusion: it can be measured. Over the
decade ending in 1993, the daily vehicle miles of travel in each lane of the highways in
America's cities grew by nearly 30 percent.

That means traffic has been increasing at a far faster rate than the capacity of the roads
available to carry it. Those roads now carry about a third more traffic than they did a decade
ago, and that has led directly to greater congestion.

In fact, our latest numbers show that, in the 50 largest U.S. metropolitan areas, traffic
congestion costs about $43 billion annually. That loss comes from several sources: the time
lost by commuters sitting in traffic, delays in delivering goods, and wasted fuel.

Like most other public policy problems, congestion results from a combination of
causes, and I would like to speak about how it became a problem in the U.S. The starting
point of any discussion of 1990s-style congestion in the U.S. is our changing patterns of
development, starting with tremendous population growth.

It is hard for me to believe that, when I was a child, there were about 130 million
Americans, mostly living in our central cities, completing the transition from rural areas that
began during the nineteenth century. Today there are twice as many: 260 million.

Most of these new Americans did not end up in the cities, but rather in a cross between
city and country that took off in the post-war era: the suburbs. The suburbs came about for a
variety of reasons, among them a desire to leave crowded cities behind and seek cheaper land
and housing. What enabled them to become such a powerful demographic force was
technology.

Now, as the urbanologist Witold Rybczynski has written, technology has always
influenced where people live and work. The need to be able to move goods meant that cities
grew up where there could be good seaports, and the technology of factories in the Industrial
Revolution concentrated people in large cities, rather than in small villages.

However, technology has had the opposite effect over the past half-century, promoting
decentralization. Everything from cheap automobiles and gasoline to federally-sponsored
highways to today's communications and information revolution has enabled people to live
increasingly apart from where they work, and that has made the suburbs a possibility for the
average American, rather than just a small elite.
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Indeed, our latest study estimates that we need to invest about $57 billion a year just to
maintain existing conditions on our roads, bridges, and transit systems, and about $80 billion a
year to upgrade them to fully acceptable standards. In contrast, all levels of government in the
U.S. -- federal state, and local -- invested slightly over $40 billion in 1993.

That underinvestment comes from a shortage of money for transportation that has been
driven by concerns about the tax burden Americans face. Gasoline tax revenues, which
provide the bulk of transportation funding, have been relatively stagnant in spite of travel
growth because of the relatively low levels of taxation and because of increasing fuel
efficiency in American cars.

Moreover, the general tax revenues that make up most of the rest of American
transportation funding are the object of intense competition by other vital demands, everything
from schools to law enforcement to health care.

What have been the consequences of these trends?

One is a new form of congestion. In the past, congestion simply meant backed-up
traffic on the arterials leading into central cities. Today, we see congestion moving towards
region-wide gridlock because of changing trip patterns.

We also are seeing the environmental consequences of congestion: poor air quality.
Although there has been a lot of progress on air pollution since the federal government began
requiring cleaner fuels and cleaner cars in the early 1970s, there st111 are scores of cities that
fail to meet the standards for healthful air quality. s

This problem remains even though technical solutions, such as catalytic converters,
have cut automobile pollution by upwards of 90 percent. Much of that reduction has been
cancelled out by the rapid growth in traffic and congestion.

Indeed, there is legitimate concern that future trends in the growth of travel will swamp
the effects of vehicle emissions control technology. Moreover, the biggest problems are in the
areas that are leading these trends, such as Los Angeles.

These problems are not insoluble, but we have learned one thing: we cannot build our
way out of congestion. Although we need to maintain our highway system, and even expand it
in a limited way, we have found that new roads inevitably fill up as people take advantage of
the faster travel they allow.
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Finally, there are enhanced vehicles. These include cars with collision avoidance
systems and other safety features, advanced steering and braking systems, and, a generation
from now, possibly all-automated highway systems.

I would like to spend the remainder of my time today concentrating on ITS, and
especially on the traffic management and travel information elements, which are being used as
part of our congestion strategy.

Widespread implementation of ITS in the U.S. is a recent phenomenon that was jump-
started by the ISTEA legislation. ISTEA not only promoted ITS, but also authorized up to
$1.3 billion over six years for its research and deployment. Since then, the federal
Department of Transportation has acted aggressively to support state and local governments
and private businesses as they develop these technologies.

However, although we can provide seed money, coordination in standard-setting, and
leadership at the federal level, ITS's ultimate success as a congestion strategy will only work if
it is accepted and implemented at the state and local level. Success here will require action on
two fronts: the technological and the institutional. We are acting on both.

In technology, we are actively supporting ITS research and development. We have
proposed $345 million in federal research and development funds for the coming year,
although Congress has proposed far less in the appropriations bills now making their way
through the House and Senate. Although there are questions about the future federal support
for ITS, we have already had tremendous successes.

Incident management systems clear the traffic backups caused by crashes and
breakdowns. Local traffic management centers throughout the U.S. are providing real-time
information to system operators and to travelers. For example, a new center recently opened
in San Antonio handles comparable amounts of traffic 20 times more efficient than adding new
highway capacity.

In California, advanced traffic control systems can reduce travel time by 15 percent.
Emergency vehicles throughout the country are equipped with automatic locators to speed
dispatching to crashes. Minneapolis has reduced response times to accidents by 20 minutes,
saving lives. Businesses are able to track shipments from origin to destination, integrating
transportation into "just-in-time" production lines. And highway toll systems are being
designed, or retrofitted, with electronic collection options to speed traffic flows. In
Oklahoma, that has already cut the annual cost of a toll lane's operation by 91 percent.

I should add that, although many of the ITS technologies are focused on trucks and
~ automobiles, most of these have applications for all forms of surface transportation, including
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These institutions, with their diverse interests and overlapping responsibilities, must
work together. The reasons are numerous. To take just one example, ITS works only if
information is shared from entity to entity. A travel information system is useless if all local
communities do not participate.

The institutional links also must extend to the private sector, which ultimately will fund
many of the ITS products and services. We see a clear linkage to the information highway and
the communications revolution that Vice President Gore's National Information Infrastructure
would promote. Indeed, many of the same fiber optic cable channels which will carry
interactive television and cellular telephone calls also can carry information about our
transportation system.

We are working to forge these new institutional arrangements through a variety of
efforts, requiring joint transportation planning programs among states, MPOs, and transit
agencies, bringing together various levels of government in congestion management efforts,
and supporting increased communication and cooperation.

There are other factors that encourage cooperation. For example, the federal Clean Air
Act raises the stakes of a failure to meet its standards, including highway funding sanctions,
and forces a degree of cooperation that we have not seen before.

Full cooperation will not happen overnight. That is why we are following an
incremental improvement strategy that will build the linkages we need among these systems.
Those linkages cannot come too soon.

In the future, we see ITS as playing a key role in a safer and more efficient
transportation system, enabling more effective movement of goods and passengers, reducing
accidents, and providing the support mechanisms for road pricing strategies that often are
ineffective today.

Moreover, there are opportunities for international cooperation as well. As I said
earlier, we have a definite interest in supporting the development of ITS and other congestion
management strategies in other nations.

We see ITS as providing the basis for more efficient trade between our nations, to
everyone's benefit. We also see it as a way of mitigating the environmental impacts of the
travel growth confronting expanding economies, without limiting that growth.

Ultimately, we want to capture the imagination of our people with a vision of how
transportation technology can improve their lives. We have started to define that vision, and
to make it a reality. In the coming years we look forward to working with you to change our
world's transportation future. Thank you.
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