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Adopting new technologies and 
fiscal policies along with changes 
in how the federal government 
works with private and other 
governmental sectors are key to 
meeting future challenges. 
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The .United States has the largest, safest 
and best transportation system in the 
world. It is a good reason why a conti

nent-sized nation bounded by vast oceans and 
split by mountain ranges and rivers has been 
able to move people and goods so efficiently. 
Transportation has been critical to this coun
try's economic security, ensuring a high quality 
of life. 

Indeed, the U.S. transportation system works 
so well that most of its users take it for granted. 
Little thought is given to how well it is working .. 
Only when problems occur - when congestion 
slows rush-hour traffic or a flight is stacked up in 
a holding pattern -,-does the traveling public pay 
attention to transportation. 

In these instances, it is all too apparent that 
a slow-moving disaster is approaching the 

transportation system in the U.S. that could be 
as potentially disruptive as a flood or an earth-· 
quake. This slow-moving disaster is actually a 
composite of three factors: 

• The nationwide transportation infra
struct1:1re deficit that is estimated (by 
some) in the hundreds of billions of dol
lars; 

• A rapidly growing demand for travel 
services that is outstripping capacity; 
and, 

• An increasing need for efficiency (for ex
ample, 50 percent of U.S. manufacturing 
businesses rely on prompt deliveries for 
"just-in-time" operation). 

When confronted by such challenges, the 
strategy for more than a generation has been to 
look for public funds - usually in the form of 
federal grants - to build more highways, air
ports and mass transit systems. 

However, that era is at an end. The need to 
reduce the national budget deficit is going to 
limit future federal spending. Therefore, new 
strategies for funding and implementing work 
to maintain and improve our transportation 
infrastructure have to be developed. 

Not only limited funding but also the sheer 
cost of new construction - especially in urban 
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areas - restricts the ability of the federal gov
ernment to undertake many of the types of 
projects that characterized the Interstate high
way era that burgeoned after World War II. No 
government - national, state or local - can 
afford to build too many new roads when they 
cost $127 million per mile (as the Century Free
way in Los Angeles did). 

Money is not the only limiting factor. Other 
legitimate concerns, such as reducing negative 
impacts on the environment, place additional 
limitations on developing new projects and on 
how projects are constructed. 

There is no single solution to the problems 
that the United States faces in maintaining and 
upgrading its transportation system. However, 
a variety of strategies and solutions that are 
complementary can help this nation meet its 
transportation needs inthe 21st century. 

A primary part of this matrix of strategies is 
to adopt a change of attitude in how the gov
ernment responds to problems with the na
tional transportation infrastructure. There has 
to be a shiftfrom expanding and building onto 
the transportation system to managing the ex
isting system. 

Of course, while construction may represent 
less of a part of the total solution as it has been, 
the U.S. is still going to have to build as well as 
re-build key works. Doing so in an era of tight 
budget limits means doing things smarter -
developing, implementing and constructing 
these projects in a more efficient manner than 
the government and public have been accus
tomed. 

There are three new strategies that show 
great promise for working with the new limita
tions: 

• Intelligent Transportation Systems (ITSs); 
• Innovative financing practices; and, 
• Improving the ways in which the federal 

government works with its partners in 
state and local governments as well as the 
private sector. 

IntelligentTransportation Systems 
ITS represents a more "wholistic" view of 
transportation. ITS is what used to be called 
Intelligent Vehicle-Highway Systems (IVHS) 
until the transportation profession realized 
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that the focus should not be just on vehicles 
and highways, but on the entire complex of 
transportation systems - road, rail, air and 
water. 

Many people think of ITS as only automated 
highways. They also think ITS falls within the 
realm of science fiction. But, prototypes of these 
systems have already been implemented. Over 
the past couple years, a sound foundation for 
the wider deployment of ITS ,has been insti
tuted. Nearly 70 operational tests of ITS have 
been launched, providing much useful infor
mation on what aspects are possible to deploy 
now, with today's technology, and what aspects 
still need further development. 

In addition, the first phase of designing a 
national architecture for ITS has been com
pleted. This architecture serves as the equiva
lent of a biological genetics system - this ar
chitecture will be the DNA that guides the full 
deployment of ITS. The process of creating an 
architecture also has helped define a core ITS 
infrastructure composed of communications 
and information links. These links are essential 
to even the most basic ITS services and prod
ucts. 

Akey to success in deploying ITS is mapping 
out how thi~ architecture will be realized. To 
achieve that end, the new ITS National Pro
gram Plan charts an implementation course 
that details, with broad and specific clarity, how 
this architecture will be put into practice. Over 
the next year, many of the plan's elements will 
come to fruition. 

. For example, the planning process has been 
completed for each of the four ITS Priority 
Corridors - in California, Houston, the Mid
west and the Northeast. These corridors have 
received special Intermodal Surface Transpor
tation Efficiency Act (ISTEA} funding to de
velop integrated, regional ITS programs. They 
are launching real-world, real-time traffic man
agement and traveler information services. The 
SmarTraveler program, operating in Boston, is 
one such program. With SmarTraveler, a driver 
can dial a phone number that connects to a 
central database that provides real-time infor
mation on traffic jams and alternate route sug
gestions. 

By 1996, 100 Motor Carrier Safety Assistance 
Program (MCSAP) sites will have completed 



the second phase of plans for an Internet-type 
commercial vehicle data exchange system. 
Working with this system, for example, police 
or regulators in California would be able to 
access the records of a truck registered in New 
York in real time. This capability will reduce, 

· and possibly end for many carriers, the delays 
they now face at each state border they cross. 
MCSAP also could streamline and speed up 
routine motor carrier regulation, letting states 
focus on other safety and law-enforcement ac
tivities. 

This program serves as a model for a new way 
to implement and enforce regulations, one that 
takes full advantage of what the latest develop
ments in information technology can offer. 

Most significantly, the work done over the 
last few years in developing prototype ITS pro
grams has provided better understanding of, 
and insights to, the likely paths that ITS devel
opment will take. Deployment will begin with 
a core infrastructure comprised of communica
tions and information systems. That type of 
infrastructure will allow public agencies to 
manage traffic more effectively, provide real
time information on travel and mass transit 
services, reduce the personnel needed to moni
tor truck safety, perform vehicle registration 
checks and collect fuel taxes. 

This core infrastructure will enable a num
ber of private products and services to come 
to market, or at least to increase the appeal 
of some that are already commercially avail
able (and possibly decrease their cost). These 
products and services include Mayday devices 
and in-vehicle navigation and travel informa
tion systems - both of which are now being 
offered on model year 1996 cars. 

A good deal of this core infrastructure is 
deployable now. The next phase of ITS deploy
ment extends over the coming decade. During 
that period ITS will grow substantially, both in 
the number of services and users, as well as in 
their sophistication. Some of the products that 
will come to market over that period should 
include advanced traffic control systems and 
expanded in-vehicle route guidance systems. 
Programs that utilize intermodal "smart cards" 
will most probably be initiated. These smart 
cards will enable regulatory authorities to em
ploy such market-based measures as conges-

tion pricing and user fees to furnish a practical 
solution for traffic congestion. 

The next phase represents truly entering the 
21st century. A number of sophisticated tech
nologies will be ready for day-to-day usage. 
Foremost among these new developments 
would be those to improve driver performance 
and avoid crashes: intelligent cruise controls, 
assisted steering and assisted braking. 

Finally, about 20 or so years from now, the 
first fully Automated Highway Systems will go 
into operation. Initially, these systems will be 
used in special applications, such as on con
gested bridges or tunnels in New York City or 
on western highways where the long distances 
make driver fatigue an issue. 

The federal government will support the 
implementation of ITS by serving as a catalyst 
- as a source of seed money and of expertise 
to foster deployment. In this way, the federal 
government will ensure the formation of insti
tutions and systems needed for future growth. 

The federal government will also provide 
leadership in standard setting by forging con
sensus on technological standards. The federal 
government is in the best position to help de
velop, promote and institute national and, pos
sibly, international standards. The goals of 
these standards are to reduce entrepreneurial 
risk and create a stable, common ground to 
foster compatibility for consumers and compa
nies for the interstate, and internation, move
ment of people and goods. 

In addition, the federal government will 
serve as a facilitator and promoter of technol
ogy development. Efforts in this regard will be 
toward sponsoring research and building new 
alliances with U.S. industry. 

Currently, the development of ITS is at an 
exciting juncture - on the verge of making 
systems that will benefit the average person -
and the federal government is taking a leading 
role in this process. 

Innovative Financing 
In January 1995, President Clinton announced 
plans for the Partnership for Transportation 
Investment (PTI). This nearly $2 billion pro
gram will jump start 35 new transportation 
projects in 21 states. PTI reflects a change in the 
federal governmep.t' s view of its role in fund-
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ing transportation projects. The program rein
vents the way that the federal Department of 
Transportation (DOT) does business. It gives 
states and localities greater flexibility, more 
authority and the ability to leverage private 
capital for transportation projects. 

The federal government has traditionally 
supported transportation projects through 
matching grants to the states. However, this 
process has become far too rigid, inflexible and 
costly. For example, it has been almost impos
sible for states and localities to enlist the help 
of businesses and community organizations to 
get needed projects moving. 

President Clinton, who struggled with such 
outdated federal rules when he served as Gov
ernor of Arkansas, issued an executive order to 
promote better project decision-making and 
different ways of financing infrastructure pro
jects. Acting on this presidential directive, DOT 
asked the states to propose projects that they 
wanted to build, but had not been able to un
dertake because of restrictive federal rules. 
DOT assured the states that the federal govern
ment would use· maximum flexibility within 
the law to see that valid projects would be 
financed and built. And that's exactly what we 
are doing. 

For example, DOT is now allowing states 
to use private dollars as a substitute for the 
states' share of matching funds. DOT is also 
using federal funds to set up local revolving 
loan programs or to serve as collateral for 
state and local lines of credit. In addition, 
DOT is changing reimbursement rules so that 
states can start collecting federal funds while 
they are building, instead of having to accu
mulate the full federal share before breaking 
ground. 

The benefits from these changes are ex
pected to be impressive. These new practices 
will provide the impetus for new projects that 
will reduce traffic congestion, provide faster 
freight shipping and deliver better air quality 
in a more timely manner than would have been 
possible with the old way of doing business. 
There will be many immediate economic bene
fits gained frorri the more efficient movement 
of people and goods, from the strengthening of 
regional economies and from generating tens 
of thousands of new jobs. 
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These policies and programs will ultimately 
save taxpayers money. These savings accrue be
cause being able to start construction sooner will 
avoid increased costs due to inflation and the 
interest burden on loans or bonds will be reduced. 
Proj~ts could realize a savings of 15 percent per 
year from accelerated construction alone. 

This common-sense approach to cutting red 
tape also will attract more private resources, pro
viding a means to leverage them and, thus, free
ing scarce public resources for other investments. 

More projects using such innovative financ
ing methods will be announced in the future. 
These · projects will not only be targeted for 
highways, but also for airports, seaports and 
mass transit systems as well as all the links 
between them. 

DOT is asking the states to continue seeking out 
and developing new financial policies in all aspects 
of project funding. One example is Massachusetts' 
proposed "wrap~up" insurance for management 
and design work for the Central Artery /Third 
Harbor Tunnel Project's many consultants. This 
proposal, which the Federal Highway Administra
tion recently approved, is projected· to save 
between $6 and $12 million by consolidating 
the liability insurance for the project. 

Governmental Reorganization 
How the government is structured, more spe
cifically DOT, is integral to responding to the 
challenges of the 21st century. The advent ofITS 
and new financial options, as well as other 
more effective practices, require changes in 
how the DOT is organized. Such changes will 
enable the department to operate in a new en
vironment, cost less and work better for trans
portation consumers. 

In April 1995, Congress was sent a bill that 
will reorganize DOT. This proposed bill carries 
forward the commitment of the present ad
ministration to positive change. 

Even though DOT has been a leader in initiat
ing reform within its structure, a fundamental 
rethinking of how the department operates has 
been required. In the last few years DOT has: 

• Cut back its civilian work force by more 
than seven percent, racking up savings of 
more than $260 million per year in per
sonnel costs alone; and, 



• Improved customer service through 
automation and by streamlining proce
dures and regulations. 

However, efforts such as those still will not 
be enough to meet the challenges of the future. 
The problem lies with DOT's organizational 
structure. Currently, DOT comprises ten sepa
rate operating administrations. This anti
quated structure hinders the department's abil
ity to foster creative partnerships, to make 
strategic transportation investments and to 
fashion innovative mechanisms. 

The proposed reorganization legislation 
would address these shortcomings by consoli
dating DOT's agencies into just three: 

• A revamped Federal Aviation Admini
stration; 

• The Coast Guard; and, 
• A new Intermodal Transportation Ad

ministration (ITA) that would integrate 
all of DOT's surface transportation and 
civilian maritime functions. 

This proposal is intended to achieve three 
key results: 

1. It repositions DOT to help develop the 
transportation system of the 21st century. It 
promotes intermodalism, which will increase 
efficiency and create a seamless transportation 
system. Adopting an intermodal approach is 
essential if the goal is to make the most of the 
existing transportation infrastructure in an era 
of limited new construction. 

2. The reorganization will help DOT bet
ter serve its customers (from commuters to 
transportation professionals) by giving 
them what amounts to one-stop shopping. 
Currently, the department has multiple 
agencies with overlapping concerns. This frag
mentation and duplication creates inconsis
tencies and a lack of coordination that frus
trates users, other governmental agencies and 
affected parties. Integrating all of the surface 
transportation agencies into the new ITA 

' will provide a way to end this frustration. 
3. Reorganization will also help DOT to 

responsibly reduce the department's size, 
thus saving taxpayers money. It eliminates 

the duplication and incompatibility that 
comes from having ten separate agencies -
each with its own personnel office, its own 
procurement department, and so on. Re
structuring will help DOT meet its commit
ment to reduce its workforce by 12 percent. 
It will also permit a 50 percent cut in back
office administrative staff. The aim of these 
changes is to support and protect personnel 
who are serving department customers di
rectly on the front lines. 

It is estimated that the reorganization will 
save more than $1.5 billion over five years. The 
largest part of these savings will result from the 
proposed administrative changes, while im
proving service. 

A Climate of Reform 
Separate from the reorganization proposal, a 
statement of principles for the reform of trans
portation funding program was also submitted 
to Congress. While this statement is not legis
lation, it lays the foundation for subsequent 
legislative action. 

Currently, DOT has more than 30 different 
programs for transportation infrastructure 
alone. Each of these programs has its own set 
of rigid rules, applications and review criteria. 
That so many different programs exist places 
an unacceptable burden on state and local gov
ernments as well as on private industry. This 
burden becomes more onerous in light of the fact 
that most of those entities must compete for, and 
make the most of, limited federal funds .. 

DOT's guiding principles for the reform of 
the current system are simple: 

• Consolidation of the more than 30 infra
structure funding programs; 

• Simplification of these programs' require
ments; and, 

• Increased flexibility and authority for 
governments at the state and local levels 
to determine which projects should re
ceive federal funding. 

The spearhead of this effort consists of be
ginning a dialog with Congress that will lead 
to the passage of funding program reform leg
islation. The reorganization legislation and the 
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DOT's statement of principles are what the 
department needs to meet the challenges of the 
21st century. Otherwise, without the benefit of· 
formulating a plan to meet those challenges, 
these efforts would seem to be without reason 
- in effect, budget-cutting and downsizing for 
the sake of budget-cutting and dismantling big 
government. 

Summary 
The aim of this restructuring plan is to make 
DOT more effective and more efficient. There
fore, it will permit the department, and its part
ners, to spend more time and energy keeping 
people moving, and less time and energy fo
cused on moving paper - building bridges, 
not bureaucracy. 

The strategies of ITS, innovative financing 
and government reform are at the heart of the 
Clinton Administration's ambitious plan to 
meet the challenges of transportation in the 
21st century. The elements of these strategies -
cutting bureaucracy and red tape; reforming 
programs; empowering states, localities and 
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businesses; and increasing system efficiency
will permit DOT to continue its mandate to 
move people and goods effectively in an era of 
fiscal constraint. 

NOTE-This article was adapted from the author's 
Frank Keville memorial lecture given at a BSCES 
meeting on April 26, 1995. 
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