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| . | NTRODUCTI ON

My subj ect, |oosely defined, will be the past, present and
future of transportation planning, policy and data; and how t he
three are inextricably |inked, as seemfromny vantage point over
t he years.

That vantage poi nt, now approaching 35 years of work in the
field, began quite by accident. | was sinply |ooking for a job. |
certainly can not say that ny first enploynment in the
transportation profession at the Tri-State Transportation
Comm ssion in New York fulfilled a career anbition, rather it
filled an anbition to feed ny new famly.

Tri-State at that tine contained what then was certainly a
very large and significant part of the transportation planning
talent in Anerica, and started ne, personally, on a |long | ove-
affair wwth ny subject that continues to this day.

| have sonetines called transportation “The collision of
denography wi th geography,” but that doesn’t really do it
justice. Transportation is a fascinating interaction of
soci ol ogy, econom cs and technology. It is so interwoven with the
soci al and econom c structure of all societies, and nost
conspi cuously our society, that its connections and inpacts are
i nextricable fromthe understanding of the society itself.

Over the years we have all heard politicians use all of the

bi ol ogi cal netaphors “the |ifeblood” -- “the backbone” -- *“the
nervous systenf -- “the left ventricle” -- of the society. Al of
whi ch suggests that we highly value transportation in an

anor phous, sloppy kind of way -- despite these netaphors, in a

bl oodl ess kind of way -- but do not really understand it in any

guantitative sense, and are not capable of assessing its real
value in our society. Clearly the cavalier way in which we
approach transportation today suggests that a | arge segnent of
the society disdain its nerits, although their actions belie
their words - kind of like flying all over America to tell people
that airports are usel ess.

What we expect fromtransportation today has changed sharply
fromthe past. Today there are a whole |list of “nusts” and “nust
nots” that define the context in which transportation functions.



Transportation seens inplicated in everything and is the

uni versal lever for acconplishing public goals. Part of that is
because transportation progranms have noney, part of it is because
many of the other federal progranms of the past are now defunct or
i n senescence, part of it is because of the penchant of planners
for indirection, and part of it is because its true.

We expect nore of transportation today than ever; ergo we
need nore from our data sources and presumably from pl anni ng and
policy - probably nore than they are capable of giving - and that
is the story of ny 35 years.

1. THE ROLES PLAYED BY DATA I N TRANSPORTATI ON

(I was warned to stay out of the “dead-end” data part of the
transportation planning and policy world early in ny career and
am happy that | didn’t take the advice.)

Working with data everyday forces one to confront the
failures to define our subject clearly and to place bounds on it
and to get it stated correctly. That |ack of precision has
damaged t he devel opnent of serious anal ysis and under st andi ng
over time. Sonme of the fundanental topics of concern over tine:

The nature of transportation data - we get very involved these
days with data, information, wsdom etc. and try to describe
this evolution as if it were a nice clean sequential process.

| have never seen this actually work that way. Data banks
(rmore deposits than withdrawal s and still bankrupt) and now
data mning and information systens are the buzz. W are nore
and nore capable of rapidly transferring and effectively
mani pul ating | ess and | ess accurate information. Mst
transportation policy and planning is just as nmuch about ot her
subjects as it is about transportation. Wiat nmakes it viable
policy and planning data is that it is transportation and
denogr aphy data, transportation and econom cs dat a,
transportation and resources data, etc.

The decline of a valid vocabulary. The rise of marketing as a
conponent elenent in transportation policy and planning (which
seened to be a good idea at the tine) has been a disaster for
reality. The need to sell prograns, linked strongly with




changi ng peopl e’ s behavior created marketing, created
hyperbol e, created |lying. The definitions expand for the
prograns we wi sh to support, and shrink for the others - kind
of |i ke nei ghborhoods that pick up on the name of nearby
desirable locations. Transit, no |onger “mass”, is now
anyt hi ng where the travel er doesn’'t operate the vehicle,
carpooling refers to any group of nore than one in a vehicle,
a husband and wife going to work is a carpool, a nother taking
her child to day care on the way to work is a carpool; anyone
taking a briefcase hone at night is “working at hone” or

“tel ecommuting”. W have now changed congestion pricing to
val ue pricing and think we can sell it because it sonehow
sounds better. The whole notion of seeing netropolitan
transportation policy as a nmarketing exercise is bankrupt.
These are not just the rant of an old-tinmer the |oss of
meani ng in words corrupts statistics.

The nature of transportation data collection - we have
established little to guide us about what to collect, with
what detail and precision, how often and why. The nost

i nportant aspects of transportation are tinme and cost and we
know little or nothing about them (Think of performance
measures without tinme or cost el enents!)

Transportation data collection is literally a noving target. It
is difficult to think of where we have done well wth
measuring it. Maybe the airline industry - air travel is
certainly the nost data intensive transportation industry -
but still there are problens there. Wien | left the Departnent
| observed that no Secretarial Oficer was capabl e of
answering three questions:

1. Are things getting better or worse?
2. What do | nean by better or worse?
3. Did | have anything to do with their getting better or

wor se?
W may have nade sonme progress since then, with these three
guestions, but it is still worth querying oursel ves about the
answers.

The dil emmas of public policy related statistical prograns
The benefit/costs of transportation data have not been

established. Secretarial officers who invest in a data

col l ection program are probably investing in sonething from

which they will derive no benefit. They are generating a



bequest to their successors.

Large scale statistical prograns take |lots of tinme and noney.
Most progranms or agencies don’t have the noney to sustain the
needed data progranms. Mst prograns, do a bad job of
justifying the need for data expenditures.

Being “relevant” is a particular delicate concern. Its |like a
canpfire: too far fromthe policy “flame” and you risk
irrel evance and being frozen out; too close and you risk being
si nged.

“Anticipation of data needs is the key” Transportation
statistics prograns, |ike nost others, are about 5% statistics
and 95% | ogi stics; they are conplicated exercises in

organi zation and planning. But the central aspect that makes
them a professional exercise is not the statistical skills
involved or the logistical capabilities, it is the ability to
anticipate the policy and planning data needs of the future.
VWhat policies wll be significant? Wat planning horizons
matter in the future?

Certainly in the U S. DOT, when policy issues arise, but also in

MPO s, State DOTI"s and the private sector as well, it is
usually too late to begin data collection then. You cannot say
“hold on for a year or so, |I'lIl be right back!” Wen a policy

gquestion arises
data peopl e can usually answer in:

3 m nutes if its on the shelf
3 hours if alittle searching is required
3 days if sonme manipulation is required
3 weeks if a conputer programis invol ved
3 nont hs if major data processing is required
3 years | f new data collection is required.

G ven that that is true you are forced to work with what you have
in the data cupboard when a policy issue arises. Thus al
policy will be made with the extant statistical data set. W
must design for that.

I11. A BRI EF H STORY AND SOVE LESSONS




I11.A THE EARLY STACES -

My career has been a creature of the 1962 Hi ghway Act. MWy
first work in transportation planning and data coll ection was
with the Tri-state Transportation Conmi ssion in 1964, a few years
after the legislative act that mandated the “3C process” of:
“continui ng, conprehensive, transportation planning process
carried out cooperatively.” If one reads the legislation it is
mul ti nodal and recogni zes | and use transportation interactions,
suggesting that those topics are not exactly new'.

Tri-state had just been started and the then Bureau of
Publ i ¢ Roads, BPR, was concerned that the nandate for al
metropol i tan areas over 50,000 to have a planning process in
pl ace as a condition of receiving federal funds could founder in
New York, an imense area in popul ati on size and geographic scal e
- nore inportant then than today, and nore different fromthe
rest of Anerica than today. J. Douglas Carroll Jr, who served as
Director of Tri-State, said the typol ogy of Anerican cities was
“New York” and “Other”. Carroll was arguably the best in Anerica
at that tinme. He had started the netropolitan transportation
pl anni ng process first in Detroit and then Chicago at CATS.? The
BPR assenbl ed around himthe best talent they had in Anerica -
Lee Mertz and J.J. McDonnell to nention only those who are
deceased. People willingly took | ess pay to have the opportunity
to work there with those great people and called it “tuition.”
The profession (and |I) benefited i Mmeasurably fromthe
opportunity to learn from people of such great dedication, skil
and integrity.

The nature of the process at that tinme was i mensely data
i ntensi ve. About 50 percent of the Tri-state budget, and that of
nost transportation planning agencies, was in data collection. It
was all sonmething very new and it was a tine of great excitenent
with discrete goals and discrete progress steps al ong the way.
There was that great big five year work plan chart on the wall to
tell you what steps you were in and where you were goi ng next.
The Tri-state househol d travel survey was gargantuan by current
standards - about 60,000 households in sone very difficult areas.

(At that point | nmade a great discovery - that since the
process was about the sanme everywhere, why not do it in a nice
pl ace to be? That thinking brought ne to Washi ngton and the



Met ropol i tan Washi ngton Council of Governments. | was sinply an
early denonstration of the “Sunbelt Shift”)

It was really while at Wash COG that ny career |ong
interest in describing travel behavior devel oped fully. There is
a tendency in many netropolitan planning activities to short-
change the descriptive in favor of focusing on nodeling and
forecasting. Many of our problens and conflicts today in
metropolitan planning stemdirectly from weaknesses in our
failure to understand and transmt that understanding of the
community’s travel behavior to decision-makers and the general
public. As a result there is nuch wi shful thinking and assertion
on all sides of the issue.

A question worth examning is how did so many MPO s around
the country falter after great starts. One part of the answer is
that after the heady initial start-up phases there is a natural
| et-down that occurs. Mre inportant is that many of the prograns
in the |ate seventies and eighties turned their attention from
the long range view to the short term managi ng of prograns, car
pool i ng prograns and the |like, thus the skills demanded of people
changed. W had lost interest in examning the future and in
evaluating truly regional scale |long terminvestnents.

One of the signal losses in the process was that the
federal government never followed through on the “continuing”
part of the 3 C process. A continuing operations plan was
devel oped in 1968 by FHWA to guide the long term conti nuing
process. This operations plan called for an annual report and an
updat ed forecast and plan every five years by the MPGs with a
strong surveillance el enent supporting the process that nonitored
changes in popul ation characteristics, area devel opnent patterns,
and travel behavior. Unfortunately, although this process was
very attractive. The levels of funding required to sustain it
were never forthcom ng and many MPGs becane data poor and little
nore than neeting organi zations that used federal funds to neet
federal requirenents.

It was in this environnent that | STEA sought to revivify the
metropol i tan pl anni ng process. Wiile it has seen great progress
weaknesses remain. These are nost notable in the area of
econom cs. As nore and nore transportation devel opnent issues
center on noving freight across Amrerica, to our ports and to our
borders it is amazing howlimted are the skills and resources
available to the process. The broad ability to produce



benefit/cost analysis in these areas especially as we ask
oursel ves about trade offs between nodes serving very different
functi ons needs substantial support. As the public consensus on
transportation investnent breaks down, justification based on
vaguely positive assertions fail, and the need for rigorous,
guantified, econom c and social argunents will increase. This
means we need to quantify better the value of transportation in
our comunities.

I11.B. THE H STORY OF DATA AND PCLI CY/ PLANNI NG | N DOT AND NATI ON

In its 32 years of existence it is amazing that the US
DOT has often been able to function in a data free environnent.
Per haps this says positive things about the skills and know edge
of the policy makers, or says negative things about what we think
we need in the way of data - or it may just tell us a | ot about
the rel evance of the Departnment. W can characterize the history
of the Departnent in data terns in its linkage to three periods:

CENSUS OF TRANSPORTATI ON ERA 1962 - 1977 Characterized by a
period of the rise of the Census of Transportation, the conflicts
bet ween conprehensive transportation policy and pl anni ng data
collection and regul atory data collection. Mst national policy
data were derivative of Census data and the regul atory process,

al t hough nei ther had been designed to serve such a need.

NIl GAT OF THE LONG KNI VES 1977 -1990 the end of an era and the
advent of a long relatively dismal period of disinterest in data
and analysis. It was ushered in by the | osses of regul atory data,
a decline in funding availability to support the census, a shift
fromplanning facilities to a belief in managi ng what we had, the
sense of an era of limts, and sustained thereafter by a strong
belief in private sector solutions. In the 12 year period between
the publication of National Transportation Trends and Choices® in
1978 and Moving America® in 1990 the Departnent did not undertake
a maj or nation-w de | ook at transportation. Both the National
Transportation Policy Study Conm ssion® and the U.S. Chanber of
Commer ce® sought to fill the vacuum |In the Census O
Transportation there was no national travel survey and no
comodity survey in 1982, 1987, and 1992.



ROSY- FI NGERED DAWN 1990 - FOREVER MORE - THE BTS ERA
Characterized by a reawakened belief in the needs for
information, and a certain recognition of the need for greater
under st andi ng of transportation and the society the Departnent
began reestablishing a statistical base ained, effectively, at
getting the Departnent back to where it was in 1977

At DOT the great issue has always been tinme. The story goes
that when the staff of first DOl Secretary Al an Boyd told him
that his plans for data collection wuuld take years, and that he
woul d not likely benefit fromthem he answered: “W’'d better get
started then shouldn’t we!” Not many have been so altruistic.

The great strength of the BTS (DOI's Bureau of
Transportation Statistics) is tine - - nore than noney -- tinme to
be separate fromthe day-to-day clanorings of the Departnent’s
i n-basket, tine to establish |longer term prograns that eventually
benefit all, and it is hoped, tinme to think about what needs to
be done.

Despite Secretary Boyd s enphasis the Departnent’s
statistical prograns (excluded fromthese are the how goes-it
statistical prograns of agencies that neasure their internal
activities) fared badly fromthe very beginning. Roughly 30 years
ago the House Comm ttee on Appropriations said:

“The program has progressed slowy...Last year the
Committee called on the Departnent to ‘devel op a nore
coherent and effective assignment of the responsibilities
within the Ofice of the Secretary and anong the
adm ni strations for Transportation Information and
statisgics functions.” There is no evidence that is has been
done.”

This state of affairs continued until apparently renedi ed by
t he publication of the “Redbook”® in 1969 in response to the
Congress’s demand, that laid out “an initial five-year program
for neeting the critical transportation information needs of
i ndustry and governnent at national, state and |local |evels.” The
remedy was no renedy! Despite the fact that it had requested the
docunent the Congress took no action.

Over the years the information function drifted from
Assi stant Secretary to Assistant Secretary through any nunber of



organi zati onal arrangenents - an Ofice of Information Policy, an
I nformation Division, a programunder the wing of a Speci al
Assistant in the Ofice of the Assistant Secretary for Policy,
and ultimtely bani shnent to the then Transportation System
Center in Boston. In a period of about nine years the program had
about seven changes of organi zation and direction. Part of this
was attributeable to being a step-child with no noney or support;
but part of was certainly exactly the opposite. There was belief
t hat know edge really was power and that the program was sought
after and fought over in the often Byzantine machinations wthin
the Departnent, e.g. the nove to Boston was clearly a nove to try
to give sone clout and vigor to the TSC, newy transferred in

f rom NASA.

Two inmportant periods typify the data program s vagaries during
this tinme:

The Energy Crises

The energy crises, first in 1974 and again in 1979 were an
extraordinary period for the Departnment. From a data point of
view and a policy point of viewit was a period when ignorance
was OK - one knew not hi ng about energy but it was OK because no
one el se knew anything either - we were all in the process of
getting educated fast. The Departnent benefited i nmensely by the
presence of Cl aude Brinegar, a mathematical statistician and a
former oil conpany executive. He was probably the only senior
executive in governnent who knew how many gal |l ons were contai ned
in a barrel of oil!

There was a rapid and urgent need to have data on nmany
aspects of transportation that had el uded us before. (Only 6
months earlier | had raised the question of energy statistics for
transportation in a neeting of The UN Group of Experts in
Transport Statistics in Geneva and had been politely infornmed
that the energy statistics people net at another tinme and pl ace
and | was free to join them A year |later there was a United
Nati ons Sub-commttee on Transportation Energy Statistics.)

Gover nnment took over sone market functions in the US
approach to the shortage of fuels, rapidly establishing our
i gnorance about the scale and scope of travel, e.g. the first
draft of allocations of diesel fuels left out railroads, because
there was no one who knew that they used the stuff. It did
illustrate how easy it is to go to a centralized systemin

10



government -- and how hard it is to get back. The governnent

qui ckly assunmed many market functions setting gas station hours,
fill-up limts, etc. - very nuch a replay of the Wrld War |
approach to shortages - in fact rationing cards were printed, but
never used. In Europe many countries, |less renowned for their
dedication to free markets than we, |let market prices rise and

Il et the oil conpanies nmanage supply and all ocati on.

O her observations of the period:

the first occasion in ny view of “trip chaining.” One didn't
| eave hone until you had constructed a nunber of chores to be
done and a mninum path solution to the chain of activities.

The Congress was astonished that the public was econom zi ng on
fuel and the governnment hadn’t passed any |laws yet. W
described to them from our surveys that overni ght the public
had parked their behenoth station wagons and shifted over to

t heir econo-boxes. A sharp savings in fuels with no change in
anyt hi ng but consumer behavi or.

This was the period in which we created the national speed
limt on fuel econony grounds with sone pretty pathetic
information at our disposal. The first DOTI proposal went to
Congress with proposed limts for Cars at 55 and Trucks at
60nph.

We saw how quickly civility breaks down in a society and how
easily governnents take over control. W are seeing in Russia
today how difficult it is to go in the other direction. The
creation of a society and its nostly private institutions
that act in a civilly correct fashion, based on nutual and
reci procal understandi ng of expected behavior, is not a casual
acconplishnent. (W are finding that out as we now are forced
to exhort people to stop at red lights!)

Der egul ati on

Deregul ation of transportation was a mracle. Theoreticians
had worked at it for years, witing papers and tal king to each
ot her, pointing at sone anecdotal exanples of successes abroad
and in intrastate regulation. But that the public institutions,

nost notably the Congress, but also the associations and the
uni ons bought it -- accepted it with all the i nmense costs and
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col ossal | osses to many “stakehol ders” (thank god we didn't know
that word then) -- was, and still is, astonishing to ne.

Part of it was that the process had gotten so cunbersone as
to becone a real inpedinent to the functioning of the society --
it had taken years to get approval for railroads to buy |arger
grain cars and coal cars because of the endl ess consideration of
their “conpetitive inpact;” and it was recognized that airline
prices were basically set by the costs of the | east efficient
carrier. The energy crises flagged the absurdity of trucks
required to return enpty froma trip while another vehicle
carried the load - one way. Another major factor, in ny view, was
t he advent of the conputer. People began to be able to construct
systens that could show the benefits of |ogistical policies. The
probabl e one trillion tariffs in force at the Interstate Commerce
Commi ssion, ICC, could not be explained or described to a
conputer in any rational way.

The aftermath of deregulation in data terns was i mensely
significant. We are still in its shadow. The ICC saw that the
warrant for its mandatory data prograns was its regulatory role -
no regulatory role, no data. They quickly noved to cut back on
mandatory reporting data activities. Mich of this was no | oss -
the regul atory statistical system had been a pathetic patchwork
and was desperately in need of a good attic cleaning. However the
exi stence of the ICC and its program had precluded the Bureau of
the Census from doi ng many things because the Bureau was
forbidden to collect data nomnally collected by others. This had
stym ed the devel opnent of anything resenbling a rational
transportation statistical system

In contrast to the 1CC the Gvil Aeronautics Board, CAB
whi ch had evolved with the airline industry as it had devel oped
into a very data intensive industry recognized that the world
outside their regulatory domain had beconme heavily dependent on
them for information. They noved to reduce data collection in a
much nore thoughtful fashion.

The residue of these devel opnents is still wth us. The
Bureau of the Census acted in 1984 to study the inpacts of
deregul ation on its statistical systen?. It began a program of
filling the gaps identified in the follow ng years. But nmany
private firnms and associations are still suffering froma data

hangover of being highly resistant to data demands and
particularly relating to fears of possible re-regulation. Thus no
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statistical progranms have been put in place yet regarding air
freight, intercity bus travel, and shortline railroads.

I11.C THE RECENT ROLE OF DATA I N THE STATES

A few years ago there was a national conference on state and
| ocal data needs'. As part of that activity we nmade a number of
visits to states and reviewed their statistical activities and
needs™.

The data of interest in the states were those that support
t he planning and policy assessnent processes. The experience
with state plans mandated by | STEA has been | argely
di sappointing. Most are conpletely devoid of any quantification
what soever. This may be sinply the product of the pressures of
having to respond to the | STEA mandates in a very limted period
of time. Qur goal nust be to supplant these rhetorical plans,
| argely strategic goal stating devices, over tine wwth nore
quanti fi ed approaches.

The state visits and the national data conference brought
forth the point strongly that often state expectations are not
and often can not be net by national prograns - either sanple
size issues, confidentiality constraints, or unacceptable costs
intervene. States will have to act alone or in concert.

A strong force for effective relationships here is the
al nost total commonality regardi ng data needs of states and | ocal
governments which was so strongly indicated in the national data
conference. Fertile ground then would think for the kinds of
“data partnershi ps” between states and | ocal governnents or
states and federal establishnments that are a big part of the
rhetoric today.

Most of these activities and any issues they generate are
best left to the states and | ocal governnents to resolve in their
own specific contexts. But still as brought out by the HPMS
reassessnment process conducted by FHWA the goal of true “data
partnershi ps” does not seemto have been realized anywhere yet.

Areas where an outside role can be usefully played lie in
t he devel opnent of boundaries for data collection between states

and MPO s devel oped as part of the need for decisions on state -
federal data collection boundaries.
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AASHTO has pl ayed an effective role in these areas in the
past but its work in the future, especially given the funding
changes in planning and research in TEA-21 will have to be even
nore extensive. Sonmeone needs to represent state interests as
decisions are made in central statistical systens regarding
content, scale and scope.

A major role that needs to be played is as the interpreter
of major world globalization trends and their prospective inpacts
on states. Many states lack skills in accessing the necessary
data but nore significantly lack resources in interpreting these
trends, particularly in regard to their specific prospective
inpacts in their area.

The entire area of denographics and social inpact analysis
is one of substantial weakness in many states. Social change w ||
be the major driver of travel demand, along with inmm gration
factors that the transportation sector will be facing. A major
program could be built around this area.

As evidenced in the national data conference it is a tinme of
great promse for the future, but also a tinme of uncertainty and
unreal i stic expectations about what new technol ogy can deliver.
The issues involved are all inextricably intertwned. It is
difficult to know where to begin to disentangle the separate
el ements. Resource problens, the prom se of the internet, sone
unrealistic expectations about what can be done with information
systens, A S, and performance neasures are all closely related in
mut ual I'y reinforcing ways.

There have been what nust be called draconian cuts in staffs
and funding in many of the prograns of interest in the states.
This is not to suggest that data collection activities have been
unfairly singled out for mstreatnent. In nmany states the entire
DOT has suffered substantial cutbacks, often as a part of the
i nposition of “downsizing” or “reengineering” managenent
phi | osophies. Wile in some cases this nay have been appropriate
(some have indicated that trimmng of staffs and prograns was
overdue in sonme states) overall the effect nust be seen as very
negative for healthy prograns.

The faddi sh qualities of these managenent phil osophi es have,
it is hoped, about run their course. The private sector, where
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t hese approaches were first applied, is already seeing a reaction
setting in based on the deleterious effects of the kinds of cuts
t hat have been made. | n sonme cases in the public sector the
application of these phil osophies nay have been the product of
cut backs rather than the cause, as state managenents tried to
reorgani ze and nodernize their prograns to deal with fewer

resour ces.

The single greatest concern for the states, and for AASHTQ
must be the | evel of resources being nade avail able for data
col l ection, analysis and planning, and the untested assunption
that redesign of information systens will pick up the slack.

Thi s managenent trend is inextricably tied to the original
poi nt regarding the decline in human resources in state agencies.
The push to infornmation systens as answers is part of a view that
hopes that agencies can manage with fewer people and resources as
| ong as the people are highly conputerized.

The prom se of the internet and other new hi-tech conputer-
based tools has fostered this view, which perneates all of the
institutional issues. W should not seek to discourage the
application of these tools, rather the view here is that the
expectati ons have been raised to unrealistic levels. W are at
the stage in many areas where the plans being nade are great,
grand expectations are high, and the potential disillusionnent of
reality testing is perhaps a year or so off. Sone realism and
heal t hy skepticismis in order.

Now wi th the advent of expanded funding from TEA 21 many

states are ill staffed and only inadequately prepared to
undertake the tasks expected of them
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| V. PAST, PRESENT AND FUTURE FAl LURES

I V. A. | MPORTANT TRENDS WE M SSED

The history of our professional era is the history of the
baby boom “Denopgraphy is destiny.”

W mssed the trends on job growmh in the seventi es,
eighties and nineties. There was an explosion in workers and j obs
as baby booners reached working age, and wonen junped into the
| abor markets in vast nunbers.

W m ssed the trends on truck travel growth in total vnt on
our roads and in share of freight activity. Do we understand
freight novenent at all in the public sector? It seens not.

Qur lack of recognition of economc trends and basic
econom c skills in transportation policy and pl anning especially
at the state and local |evel has hurt us tine and tine again.
Under standing that public investnment is an enabling investnment in
and for our econom c and social values is key. W are involved in
an incredibly rapidly changing world in trade matters - which
means freight flows - The logistics revolution sone call it, that
few understand and fewer plan for.

Most public actions get around to addressing a problem after
it has past. W rarely see the trend when we are in it. W set
progranms into place to respond to the black mgration fromthe
south to the North East just about the tinme it ended. So it is
with the baby boom W have reached a stage of paral ysis about
our ability to respond to transportati on demand, just as the
determ nants of that demand are behi nd us.

| V. B. PAST, PRESENT AND FUTURE SUCCESSES

The goal here is to think about what we were good at (and
maybe will be good at) in the future. One immedi ate exanpl e
conmes to mnd - the mracle of deregulation, already discussed.
Any nore ideas? W shouldn’t be so negative. W have done pretty
well. By and | arge, since World War Il with col ossal changes as
t he baby boom has noved through its life cycle, with the surge of
wonen into the work place, and the national mgrations first from
the south to the north and then to the Sun-belt, we have managed
to construct a transportation systemthat serves people and the
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| arger society, well. Not perhaps the envy of the world that we
like to think, that very good. |In the |last census the percentage
of the popul ation commuting over 60 mnutes to work was only
about 6 percent of commuters and clearly sone share of those
consciously chose that arrangenent of travel. New York at 16
percent was clearly a problem but only Chicago and Washi ngton
both just above 10 percent, were a nmjor problem

We have tal ked about being the safest transportation system
in the world. we have nade trenmendous progress in fatality rates
and accident rates, but we are no |onger the safest in the world.
A nunber of European countries have caught and passed us. There
is clearly nore we can be doi ng.

By and | arge, although sonme will argue, we have been
tremendously successful at responding to vehicle air pollution
em ssions, virtually elimnating sone pollutants and sharply
reduci ng others. The nost astonishing neasure of this was a
statistic indicating that the Chevie of today traveling along the
road pollutes |less than one parked in a driveway in the sixties.

Sone may argue about whether this is success or failure, but
we have seen the nunber of carless househol ds decline from 21
percent in 1960 to around 10 percent today - and that occurred in
the presence of a dramatic surge of immgrants throughout this
period. This has nmeant a great increase in people with free
choice and a greater range of job an other opportunities. It has
given us Wl marts and other “big box” retailers with its
attendent huge sel ection, |low prices, responsive hours, and
sterility. A large share of the remai ni ng househol ds w t hout
vehicles are mnorities and when they reach the sane | evels of
vehi cl e ownership as the non-H spanic white popul ation then we
wi || have conpl eted the denocratization of nobility.
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| V. C. TRENDS WE MUST NOT M SS

There are forces of stability and, forces of change now
acting in our society and the world. Anong the future sources of
growt h and change are:

* EVER MORE SPECI ALI ZATI ON | N THE ECONOWY

* SOURCES OF NEW LI CENSES; NEW CAR OMNERS - THE
DEMOCRATI ZATI ON OF MOBI LI TY

* | MM GRATI ON
*  SH FTI NG AGE GROUPS

* | MPROVI NG | NCOVES AND DI SPERSI ON OF PEOPLE, JOBS
AND GOALS

*  SPECI ALI ZATI ON I N THE ECONOWY

Recent research'® has shown that America’ s future lies
largely with inproved conpetitive access between suppliers and
manuf acturers and consuners. The two dom nant factors in
conpetitive success are comuni cations and transportation. The
di vision of |labor in society, permtting specialization of |abor
and investnent, yields our trenendous productivity; division of
| abor al so begets transportation, requiring both workers and
products to nove between di spersed sites.

| mportant changes are occurring, nostly positive. As we grow
richer as a nation, we consune nore tons of stuff and therefore
ton-mles of stuff per capita than ever before. But that is
changing in fascinating ways. W are downsi zi ng everything, thus
wei ghts of things being noved are di m nishing. |nproved fuel
ef ficiencies reduce the tonnage of fuels to be noved about. The
anmount of “stuff” needed to produce a dollar of GDP is declining
partly due to the factors above but also to the fact that
services are now and will be dom nant in our econony. (A dollars
worth of steel output takes nore tons of inputs than a dollars
worth of radio station output.) Another inportant effect of al
this is that the average val ue of goods noved is increasing
dramatically. (Think of a ton of conputer chips.) This neans
greater need in shipping for speed, reliability and security.
That equals a greater tolerance to higher transport cost nodes -
air freight and trucking.
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It is recognized that the nation is very weak in terns of its
ability to understand maj or trade flows; donestic and
i nternational; passenger and freight. |In the last few years DOT
BTS has hel ped resurrect the surveys of the seventies that
measured the intercity novenent of both frei ght and passengers,
after a 20 year gap.

The dom nant factor anong states and snmart netro areas is a
maj or focus on the econony. |In the econom c sphere it is a
period of globalization of al nbst everything - production,
mar kets, both supply and demand. New econom ¢ arrangenents -
NAFTA, the Comon Market - define new conpetitive and cooperative
arrangenments. Both freight and passenger markets are affected. It
is becom ng increasingly clear that donmestic markets are sharply
affected by international services and conpetition.

States are struggling to expand their ability to respond to
t hese chal l enges and to use the new statistical and anal yti cal
resources at their disposal. At the sane tinme it is clear that
t hese new capabilities, while very useful, are often inadequate
to many state needs for nore fine-grained information.

Anmong the areas where there are trenendous gaps are:
Just-in-Tine patterns and trends
Current and Prospective NAFTA fl ows
| nt er nrodal freight novenents
ur ban goods novenent
i nl and novenents of goods noving in foreign trade
Travel and tourism both intercity and international
Maj or new trade corridor flows
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* SOURCES OF NEW LI CENSES; NEW CAR OMNERS - THE DEMOCRATI ZATI ON
OF MOBILITY

Just above we introduced the thought that we could be proud
of the fact that our carless househol ds had declined from 21
percent to about 10 percent. That nunber when di saggregated by
race and ethnicity indicates that while white non-H spanic
carl ess households is about 8 percent that nunber for Hi spanics
is closer to 19 percent and 30 percent for the black popul ation.
Clearly those nunbers are not permanent and we can expect that
both mnority populations wll have vehicl e-owni ng
characteristics like the |arger population in not too many years.

It is noteworthy that national data show that vehicle
ownership and use mrrors the general population starting at a
househol d i ncone | evel of $25,000 and that is the average
househol d i ncone | evel for the black popul ation as of today. The
arrival of the mnority populations at |levels of auto ownership
nore |i ke the general population will tell us that the
denocrati zation of nobility in this country wll have been
| argely conpleted. For those who m ght argue that the bl ack
popul ation is largely center-city based and therefore not
needi ng/ wanting cars, consider that the black rural carless rate
is 20 percent contrasted to white non-Hi spanic rates of 5 percent
and Hi spanic rates of about 8 percent.

* | MM GRATI ON

U.S. population growth in the nineties has been anong the
| owest in the century short of the great depression. W are
growing at well below 1 percent a year. W would be grow ng far
| ess than that absent strong foreign inmmgration. That
immgration is accounting for about 35 percent of our popul ation
i ncrease. Why does this matter for future transportation policy
and pl anni ng? A few t houghts:

When you add one to the population froma birth you get a
commut er in about 18 years; when you add one to the popul ation
by imm gration you have an instant conmuter. Most inmmgrants
are in their early working years and a safe guess is that a
job and a car were high on their list of notivations in com ng
here in the first place.
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*

Trend data have indicated that inmgrants are a maj or source
of travel on Anerica’ s mass transit systens. This is largely a
transi ti onal phenonmenon. Research has shown that transit use
hal ves by generation anong imm grants and by the third
generation | ooks |like that of other Americans. This may be a
very valid and attractive role for transit - nainstream ng

i mm grant popul ati ons.

Where the imm grant populations go will matter greatly in our
plans. At this point they tend to | ocate where other Anmericans
are: in the largest nmetro areas, where the jobs are; but are
nmore likely to go directly to suburbs than past inm grant
waves; yet there significant tendency to |ocate in center
cities is one of the few population trend highlights of our
center cities.

A great concern nust be that this popul ation exists at the
whi m of Washi ngton and the stroke of a pen can change the
nunber, conposition, and | ocation of these groups.

SHI FTI NG AGE GROUPS

The history of our era since Wrld War Il has been the baby

boom wor ki ng down the systemlike a pig swall owed by a boa
constrictor. Have you noticed the nunber of 50th birthday parties
lately? In this period - 1995-2005 - the nunber of persons in
their fifties will increase by 50 percent. This phenonenon has
inportant inplications for travel:

This is the high travel propensity period, especially for |ong
di stance busi ness and vacation travel.

This groups travel growh |evels seemto be stabilizing. There
are signs of a ceiling on total vehicle mles of travel here.
Maybe, just naybe baby boonmers will tire of crabgrass and opt
for higher density |iving

Just around the corner, about 2010 these booners start
crossing the 65 year old barrier and then the world changes
dramatically.

| MPROVI NG | NCOMES AND THE DI SPERSI ON OF PEOPLE, JOBS, AND
GOALS

Let us make believe that rising incones are good. They

permt people to act on their needs and desires in ways they
prefer. R sing inconmes also: increase auto availability and use;
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i ncrease trips per household; and increase average trip |engths.
There is obviously sonmething in travel that people val ue because
as the neans to do so increases people consune nore
transportation.

Along with increasing i ncone cones an increasing value of tine.
The pressures of tine will dom nate commuti ng and ot her | ocal
travel purposes, pushing trip-chaining and faster nodes, i.e. the
singl e occupant vehicle. D spersal will be abetted by enpl oyers
in search of skilled enpl oyees | ocating where those enpl oyees are
or want to be. The dom nant economc reality will be a shortage
of skilled professionals; enployers will go where access to
skilled workers is high to gain advantage over their conpetitors.
Enpl oyer | ocation choices will be guided by the facts that they
can | ocate al nost anywhere near a mail box, phone and airport;
access to skilled enpl oyees who just mght as well be in a nice
place to be, and the search for capacity - road and air. Efforts
to squeeze people to get themto behave in “socially acceptable”
ways will only generate nore dispersal, as the public runs away
fromcosts, crinme, and congestion - and central planners.

There has been consi derabl e over-hyping of the | ong-awaited high
tech boomin working at honme with phrases like “30 mllion
Americans work at hone.” These nunbers typically count anyone who
ever takes a brief-case |oad of work hone. The present reality
is nore nodest, although still a significant, story. There were
about 4.3 mllion people working at honme full-time in 1990, up
56% from 1980, but still not back to the 4.7 mllion who worked
at hone in 1960. (Many of whomwere farners.) A lot of the growh
of the past decade was nore nundane than boom ng high tech, with
many of the work-at-honers often | ower-income wonen engaged in
daycare.

But there is a story to tell about the future. Downsizing and
outsourcing are creating mni hone-based busi nesses in many
areas. The availability of telecomunications technol ogi es have
broken down many of the distance and personnel barriers of the
past. Small firnms can be al nost anywhere. Back-office functions
are dispersing to | owcost areas. Many of the |ogistical needs of
busi nesses are now ubi quitous, and skilled people can be where
they would like to be, rather than where the jobs m ght be; jobs
will followthe skilled. Self-enploynent has grown at roughly
the same rates as overall job growh in the country over the | ast
10- 15 years - roughly 20% per decade. This will continue and even
accel erate. The year 2000 census shoul d indicate continued
extensive growh in working at home, with an increased but stil

m nor share of all commuting.

True tel e-commuting, where a person is an enployee with a
work site to go to usually, but on an occasional, or schedul ed
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basis, works at hone or at a |local work site, is suffering from
t he negative reactions to sone of the first stage over-

ent husiasnms. A |l ot of what was easily doable has been tried with
varying levels of success. But the big future | foresee is that
of working wonen, particularly working nothers, creating a strong
force for nore flexible working arrangenents. In many instances
increased pay will be secondary to better control of personal
time. This will result in nore flexible hours and days of work
wi th some work being done at honme. The key effects here are that
these patterns will abet further dispersal of the popul ation and
further support orientation to the single-occupant vehicle. But
smal| shifts here can take the edge off of peak hour travel
demand and nake for a nore operable investnent clinate.

FUTURE TRAFFI C VOLUME TRENDS

There will be conflicting pressures on travel growmh in the
com ng decade.

The keys are the foll ow ng:

1. Lowest popul ation increase rates since the great
depression; with inmnmgration a key aneliorating vari abl e.

2. Sl owed growth in new househol ds; a major factor in
produci ng new travel demand.

3. Saturation in drivers licenses and auto ownership anong
the vast majority of the population.

But, factors suggesting growh for the future include:

4. Qur population is noving into the high travel - propensity
years, i.e. 45-55 years of age, suggesting heavy tourism
etc.

5. Racial and ethnic mnorities increasingly will be joining
the majority as we denocratize our transportation system
with even nore broadl y-based private vehicle ownership
and use.
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6. Continued di spersion of a wealthier population will make
for increased trip nmaking and greater average trip
| engt hs.

V. CONCLUDI NG THOUGHTS

The good news in all of this is that we have |argely passed

t hrough an extraordi nary one-tinme event, a bubble, as the baby
booners marched through the life-cycle, frequently overwhel m ng
our attenpts to keep up with schools, roads and ot her public
services. The decades of explosive growmh in our nmetropolitan
areas, particularly those of the Southwest, are |largely behind
us. The major factor often will be where do immgrants conme from
and where do they choose to | ocate.

V. A, THE SEARCH FOR SI LVER BULLETS

Qur problens in the future will be nuch nore operable. W w |
add 25 mllion to our popul ation each decade for the foreseeable
future. Qur ability to respond to that gromh will grow faster
than that. Qur investnents won’'t be overwhel ned by dramatic
growt h and our resources should be greater, as well, to deal with
the smaller scale of problens we will face. It would be tragic
if our failures to keep pace with the astonishing | evels of
grow h of the |ast few decades woul d weaken our resolve to dea
with the problens of the future.

This will create the opportunity to make a shift from
continuously playing catch-up in our investnents to acting nore
strategically and focusing our investnents where potenti al
econom ¢ and social benefits are greatest. W can separate
current needs fromfuture prospective needs and respond to them
i ndi vi dual |y.

One wag once said that Washington was the city where every
action has several equal and opposite reactions. This seens to be
certainly true in building transportation facilities today

especially roads. The notion that roads fill up after we build
them and therefore all is for naught - Transportation N rvana we
used to call it back in the sixties when transportation and | and

use were being studied nore thoughtfully. Thus roads are the only
public investnments that are condemmed for being successfully

24



used. The fact that people find opportunities for econom c and
soci al interactions enhanced by roads and use themis what we
shoul d mean by success not failure. Consider the problemof those
who build roads in the vain hope of “build it and they will cone”
and “nobody cones.” Are their enpty roads successes, in the sane
way that enpty transit systens are, perhaps?

Most trips have economi c transactions at their ends, and if
not they have social interactions of great value to those nmaking
the trips. Induced travel seens |ike a very attractive concept to
me. Think of all the induced travel we wll produce fromgetting
autos into the hands of mnority popul ati ons! W shoul d cel ebrate
it not condemm it.

It seens that sonehow we are cowed by the growth rates of
the past and can’t see the utility of any action, other than
mar gi nal responses to the problem W have convinced oursel ves
that all we can do with denand is manage it - G ving ourselves
the controlling role. Like transit we could expect highway cost
to be about 30 percent operating costs in the future.

Much is made in “Transpeak” these days of treating the
travel er as our custoner - hardly - we have little or no interest
in what our custonmers want - only our view of what we think they
shoul d want. We tal k about being custoner-based but the question
to be asked nmust be “lIs the public our custoner, our client, or
our patient?” Does our profession respect the traveler? The
answer has to be alnost certainly not. In nost of our thinking
they are the great boobourgoi se, thoughtless, recalcitrant
children, who need to be educated in what to want by those of us
who know better. Many of our netropolitan exercises have nore of
the character of plotting against the public rather than planning
for them

V. B. CONGRESS THE FEDERAL Al D PROGRAM AND DEVOLUTI ON

We need to ask ourselves about the present state of the
federal transportation program and where does it go fromhere. It
has been observed that TEA 21 was not so nuch federal |egislation
as legislation crafted between the Congress and the States. In
that process it is clear that DOT/ FHWA has a weaker role to play.
In that environnent how do we function: choose, design, build our
facilities.
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Interestingly, the new users of federal funds, in transpeak
“constituencies” - i.e. people who are willing to accept federal
noney - are now the nost dependent on the federal program and
nost of those are arguably the activities that have only the
slightest claimon a national program The course of devol ution
it seenms Wil continue abetted by the pressures to use funds for
| ess than national needs. Wiile it has been possible to convince
states and users that certain national priorities argue for
transfers between states - cross subsidies if you will - that
concept is harder (inpossible?) to sell when the dollars are
purely discretionary (and going for a bike path).

What is not federal? |In order to gain sone sense of scale
on our progranms we have to answer that question. The present
answer is “nothing” in fact the nore local it is the nore federal
it is. W need to recognize that the fundanental reality of the
programis the federal gas tax - and what will we do with those
taxes. The federal fuel charges are a col ossal cash cow
generating noney rather casually. Once the program has run out of
an overriding rationale for existence it degenerates into a
source of funds w thout a purpose (a special case of revenue
sharing) not that there aren’t things that need to be done but we
have not made that case. G ven the dem se of npbst of the great
society prograns the transportation programis the only gane in
town and attracts anyone with a good i dea.

V. C. MAKI NG THE CASE FOR THE VALUE OF TRANSPORTATI ON I N SOCI ETY

We need new nechani sns for evaluating and justifying
transportation investnents and policies. W need tools to
transmt the basis for investnent decisions to the public. Wat
is the nature of what constitutes a solution - is it new
institutions, new paradigns or what? Al though we are cel ebrating
the big dollar flows from TEA-21 that | ooks |ike success it is in
my view the last hurrah of a bankrupt program

We nust address the need to put reauthorization on a sounder
basis. In the past the programused jobs creation as the nexus of
its justification. That was wong - and successful. W need a
nore sound econom ¢ and soci al understanding to base our work on.
We are close - there is very good work being done'® - that can
expand our understandi ng and our horizons. How can research carry
us forward? A sense of history would help. The interstate program
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had both the power to attract and repel. The NHS has shown no
such power. Wthout such power the entire surface transportation
program degenerates into a highway tax federal revenue sharing
program better nmanaged back hone at the local |evel

While there is a current tendency to believe that nost of
our high-payoff investnents in infrastructure have al ready been
made, The future holds great opportunities for investnents in
surface transportation with high economc and social vyields.
Overall our investment thinking will have to be “ninble,” i.e.
responsive to a rapidly changing world, and “smart” using well -
trai ned people properly prepared with the necessary statisti cal
data and anal ytical tools. Anmong ny high pay-off Iist:

1. Safety-related I nvestnents - The deaths on our nation’s
hi ghways are unconsci onabl e, particul arly because investnents
can be nmade that can sharply reduce the toll. O course, a
| arge part of the causes of fatalities are linked to vehicle
characteristics and driver behavior, but all contributory
factors linked to the highway itself nust be addressed
i ncl udi ng hi ghway condition and design. Miuch of this needed
investnment will be on the National H ghway System and is
related to non-geonetric inprovenents.

The aging of the population will be another factor that
contributes to increased traffic risk. The nunber of persons
intheir fifties wll increase by 50%in the next ten years,
equal to half of all population increase. W need to re-think
and perhaps retrofit our highways, particularly the high speed
facilities, to respond to the changing visual acuity, reaction
times, etc. of our aging population.

It is frightening to think that in the past we consciously
accunul ated highway trust fund revenues to artificially
bal ance the budget only to forego making safety investnents
that could save lives. W nust commt to a date certain in the
future (2010?) when these problens will have been addressed,
with tinely nonitoring of progress. The public wants a nenu
for action which | STEA and TEA 21 | acked.
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I nternational Conpetitiveness - Expansion of interstate trade
corridors between and into our nmetropolitan areas that serve
our international tradi ng needs can sustain and extend our

i nternational conpetitiveness. Mjor choke-points at our
borders and in and around netropolitan areas need to be

addr essed.

. Operations |Inprovenents - Investnent in and greater
application of traffic engineering and I TS technol ogies to
expedite traffic flows and increase capacity of our highway
systens, reducing waiting tinmes and del ays, can pay big air
quality and tinme savings dividends. We will need to invest in
the research, the technologies, the data and the skilled
operators to nmake these systens work.

. Job Access - W need to invest in better ways to get inner
city residents to jobs that are now nore likely to be at
hi ghly di spersed | ocations in the suburbs. Rather than “big”

transit projects we should invest in “small” jitney-1like
systens or van-pools, where, frequently, it will be inner-city
entrepreneurs who becone “small” bus conpany owners to neet

these needs. This will take both sone i nvestment and sone
regul atory treatnent.

. These are likely to be anong the few successful transit
strategies in responding to overall netropolitan and suburban
travel demands as well. O her high payoff transit investnents
are likely to be related to rehabilitating and upgradi ng many
of the aging transit systens of the Northeast.

. Metropolitan Capacity - W actually are going to have to build
roads in the suburbs and the outer fringes of our nmetropolitan
areas. There wll be a search for capacity across Anerica in
the com ng years - both highway and air capacity - for both
passengers and freight. Unless we provide sone of that
capacity in our netropolitan areas, businesses and high
skill ed enpl oyees will disperse even farther afield. Such
investment will help keep our netropolitan areas conpetitive
and make the life-styles of a magjority of our popul ation nore
l'ivabl e.

. Whether this is part of the solution or the problemis not

cl ear but at sone stage, and sooner than later, we wll be
faced with the need to separate cars and trucks - as cars get
smal | er and trucks get bigger.
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8. The sinple commandnent is “Make things better” - |Inprove
transit yes, inprove pedestrian and biking facilities - yes;
i nprove highways - yes. Trying to congest people into
preferred nodes - the theory that says that if we just can
make people m serable enough we can solve the problemis a
pat heti c public policy.

9. Make the auto a good nei ghbor. W have nade believe the auto
was going to go away. Qur hones, job sites, shopping centers
have not recogni zed how to nake the pedestrian and auto
interact safely, confortably and attractively. It can be done.
Those who work it our will be richly rewarded. The future
bel ongs to the personal vehicle and wal ki ng. They used to say
that Californians were people who drove to where they wanted
to wal k. Better said today, Anericans are a people who fly to
Europe to go wal king. (And who drink water inported from
France or Switzerland or wherever)

10. The goal for transportation ought to be to reduce the effects
of distance as an inhibiting force in our society’'s ability to
realize its econom c and social aspirations - to “destroy”

di stance as a factor in neeting society’s needs.
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into the 21st Century, TRB Conference Proceedi ngs 14, March 1997.
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