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IMPROVING AND REFORMING OUR NATION’S
SURFACE TRANSPORTATION PROGRAMS TO
SUPPORT JOB CREATION AND THE ECON-
oMY

WEDNESDAY, FEBRUARY 23, 2011

U.S. SENATE,
COMMITTEE ON ENVIRONMENT AND PUBLIC WORKS,

U.S. HOUSE OF REPRESENTATIVES,
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE,
Los Angeles, CA.

The committees met, pursuant to notice, at 8.35 a.m. at the
Brentwood Theater, 11301 Wilshire Boulevard, Hon. John L. Mica
(chairman of the House, Committee on Transporation and Infra-
structure) and Hon. Barbara Boxer (chairman of the Senate, Com-
mittee on Environment and Public Works) presiding.

Representatives present: Representatives Mica, Shuster, Brown,
Napolitano, and Richardson.

Other Representatives present: Representatives Harman,
Hunter, and Chu.

OPENING STATEMENT OF HON. JOHN L. MICA, U.S.
REPRESENTATIVE FROM THE STATE OF FLORIDA

Mr. MicA. Good morning. I would like to welcome you to a joint
hearing today of the U.S. House of Representatives and the U.S.
Senate. The committee in the House is the House Transportation
and Infrastructure Committee; in the Senate, the Environment and
Public Works Committee. This is a meeting of two full committees
of Congress and a bicameral, bipartisan hearing.

So with that, I would like to welcome you, get everyone settled
here, our witnesses, and Members of Congress.

I am Congressman John Mica and I chair the House Transpor-
tation and Infrastructure Committee.

There are a few more folks coming in here.

The purpose of today’s hearing is to take testimony and listen to
public comments relating to major transportation legislation, reau-
thorization that will be considered by both the House and Senate
shortly.

Let me first say thank you so much to my co-partner in this en-
deavor. We both have important responsibilities and I have already
had the pleasure of working with your U.S. Senator who chairs the
counterpart committee in the U.S. Senate. She has been absolutely
delightful to work with and most cooperative in this new enterprise
of the House and Senate working in an unprecedented fashion. So

o))



2

%_thank her. I am pleased to be in her State. Let me yield to her
rst.

The order of business will be after hearing from your Senator
and my co-partner, I will introduce the members for a brief opening
statement that have joined us today, and Ms. Boxer will recognize
the witnesses that we have before us.

So with that, thank you again for hosting us here today and for
this unprecedented joint House/Senate hearing.

STATEMENT OF HON. BARBARA BOXER, U.S. SENATOR FROM
THE STATE OF CALIFORINIA

Senator BOXER. Thank you so much, Chairman Mica. It is indeed
a pleasure to welcome you to California. The chairman was saying
he got stuck in some traffic since he has been here, and I said, wel-
come to California, to Los Angeles. That is why we are so happy
to have you here. We did not set that up. We get this at every
hour. The other day I said, well, why is it so crowded? It is 2
o’clock. We realized 2 o’clock, 3 o’clock, 1 o’clock—we have work to
do when it comes to moving people efficiently. That is what, of
course, brings us together.

I want to thank all the other Members of the House who are
here. We are so thrilled to have you and all the witnesses. It is a
wonderful witness list. It shows how unified we are on this issue
of a robust transportation bill.

I know you are going to hear from Congresswoman Harman. This
is maybe her last official bit of responsibility as she moves on to
otger challenges. But, Jane, I will miss you and I welcome you here
today.

Although colleagues in Congress differ on some issues—I would
say many—we all agree that we have to create more jobs. We have
to accelerate our economic recovery. We believe—all of us coming
from different parties and different places on the spectrum—that
now is the time to roll up our sleeves and get to work on a trans-
portation bill. The chairman and I agree it ought to be a 6-year bill.

Surface transportation improvements will definitely create jobs
in the construction industry. Is Bettina here? Did we bring those
signs with us? Do we have people to hold them up? Oh, OK.

I want to do something that is rather unusual. At one of our
hearings in Washington, Mr. Chairman and members, we were told
by one of the union representatives that we could fill 20 stadiums
the size of the Cowboys stadium where the Super Bowl was played
recently with unemployed workers for a total of nearly 2 million
people. That created a very powerful image in my mind. So when
you are all out there—I know it is sort of hard to do. If you could
turn around and show the Members of Congress what you are
showing the audience; 20 of these. Look at that. Each dot rep-
resents a human being. That is how many unemployed construction
workers we have. In California, we have about 10 percent of those.
So it is really a shocking thing, and we wanted you to see it.

Thank you, all of you, who helped with that.

One of the most effective and far-reaching ways to create jobs is
to fix our Nation’s outdated infrastructure, and we need to do it to
remain a No. 1 economic power. Our transportation systems used
to be the best in the world, but investments have not kept up with
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the needs. We are falling behind. Again, we have to move people.
We have to move goods.

Now, Mr. Chairman and members, I do not know if you are
aware of this, but 45 percent of all containerized cargo destined for
the continental U.S. passes through our ports here in California; 45
percent. That number is going up. Traffic through west coast ports
alone is predicted to triple by 2035. Now, this means economic
growth, and we are all for economic growth. But we have to be pre-
pared for it, and we expect that freight handled by trucks is ex-
pected to double during that same period.

These delays have a ripple effect across our Nation, and we know
that when the delivery of goods gets tied up, just like you, Mr.
Chairman, get tied up in traffic and I do, this is an absolute cost
of business and it is an absolute cost to our health because of con-
gestion and all the things that we face. The time delays and the
health problems that come from this are just unacceptable. We foul
the air we breathe. We create safety concerns. The California Air
Resources Board attributes 2,400 premature deaths to diesel emis-
sions, and it estimates that the health costs of diesel emissions
could be as high as $200 billion by 2020.

So when you look at all these factors and you put them together,
it says to me—and I hope it says to everybody here—we have to
put aside lots of our differences and move forward. By reducing
congestion, we are going to improve air quality and our public
health. We are going to move traffic. We are going to help business,
and it is going to be a very smart thing to do.

You may have heard that Chairman Mica and I decided to sit
side by side at President Obama’s State of the Union Address last
month. The President was very happy to see us sitting together.
This may not seem to be a big deal to any of you, but believe me,
forever we have been sitting separate and apart, Republicans and
Democrats. But we decided to try something different, and it was
really good because we started to talk to each other. We had al-
ready met in my office. We are truly working together, and I am
also working very closely with Senator Inhofe, my ranking member
on the committee.

Now, I will tell you, last week we had an amazing hearing, Mr.
Chairman. We had Chamber of Commerce President Tom Donohue
sitting next to AFL—CIO President Richard Trumka, and they to-
gether sat side by side. Now, these are two guys who are on the
opposite sides of so many issues and opposite sides of so many elec-
tions. They sat side by side with the same message. We have to
have a robust transportation system if we are going to compete in
the global economy.

In closing, I want to talk a little bit about why I am so thrilled
that you are here, Mr. Chairman, with members of your committee
and others, in Los Angeles. You are going to hear from people
today who have come up with a tremendous way to leverage our
funds, and that is the key. We all know what has happened to the
Highway Trust Fund. We know how tough it is to keep the money
flowing. So the notion of leverage is so important.

When the mayor and the supervisor came and with them all the
labor and management all together, saying there is a way that we
can take Los Angeles transportation initiative where people voted
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to tax themselves—a sales tax—for specific projects, and if the Fed-
eral Government can step up to the plate and frontload those dol-
lars, we can begin to move forward and complete all of these
projects in 10 years rather than 30, put all those people to work,
get lower prices because right now we know that you can get much
better deals because of this. The sad truth is we are in this reces-
sion. The construction industry is down. When they came to me
with this idea, I embraced it immediately because it was really a
no-brainer. How smart is that?

So we are able to give Los Angeles in this first tranche of fund-
ing the ability to get a $500 million loan, and the cost to the Fed-
eral Government is $20 million. Now, why is it so cheap? Because
there is an absolute stream of funding that we can count on at vir-
tually no risk to taxpayers.

So we started looking at the TIFIA program. We used it. My idea
going forward—and there are many ways you could do this, but I
love the fact that TIFIA is already in the law and we can expand
it and move forward with this as a model.

So I want to thank my friends in Los Angeles in local govern-
ment because it is a brilliant idea. I really believe this. The chair-
man and I are already discussing how we can make this better.

So this is a joint hearing. By the way, this is a rare moment. We
do not do this a lot. It indicates our shared view that there is an
urgent need to improve the Nation’s crumbling transportation sys-
tems to get our economy back on track. I am so delighted to be here
today with my counterpart in the House, and I look forward to
hearing from him and from everybody here. Thank you very much.

Mr. MicA. Thank you so much. Thank you again for your leader-
ship in the Senate on this important issue.

I might add too that this is a series of hearings that we planned,
and we are going across the country. We have been in Columbus,
Ohio, Indianapolis, Chicago. We were up in Oregon, over in Van-
couver, Washington, Fresno yesterday, here, again graciously
hosted in a cooperative joint hearing with Senator Boxer. We leave
today. We will be in Oklahoma, Tennessee, Arkansas, back in Flor-
ida. Then we have several more that we plan to finish.

The purpose of the hearings and the series of hearings is to so-
licit input from people who deal with the Federal Government on
transportation issues and seek their recommendations. That is the
reason we are here.

The first of the hearings we actually did in Beckley, WV, and Mr.
Rahall, who is the ranking Democrat, the Democrat leader of the
committee—in his hometown district. So we are trying to make this
a truly bipartisan, bicameral effort.

Thank you again.

The order of business, as outlined, we will continue with.

First of all, I ask unanimous consent that members not on the
committee be permitted to sit with the committee at today’s hear-
iing, &)ffer testimony, and ask questions. Without objection, so or-

ered.

We are pleased today to have a very good turnout, some mem-
bers of our committee and some from the area.

Let me take first the liberty of recognizing one of the individuals
who is a great leader. I have been out in her area on another
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project. But Grace Napolitano, Representative Napolitano. I will
recognize each of the members for several minutes of commentary
or opening statements. You are recognized.

STATEMENT OF HON. GRACE F. NAPOLITANO, U.S.
REPRESENTATIVE FROM THE STATE OF CALIFORNIA

Mrs. NAPOLITANO. Thank you, Mr. Chair. It is a great pleasure
being here.

Talk about transportation. I left my house almost at quarter of
7 this morning, and I got here late. So you understand the issue
that we have is very, very pronounced.

Part of what we deal with in our area, Mr. Chair and Honorable
Senator, is that we do not have enough mass transportation for the
working class in my area. You understand that when you see peo-
ple that are driving more and more cars because they have to get
to work or they have to get where they have to go.

Being on this committee now for 12 years—well, for almost 3
years now—has been a great opportunity for us to be able to see
the inner workings, how do we work with the local entities. We
worked with Mr. Kempton, Mr. Knabe, and sometimes Mayor
Villaraigosa to find out how can we be more effective in getting the
funds to do the projects like the expansion of Santa Ana Freeway
which is a three-lane. It is called the biggest parking lot in the sky.
It just creates a lot of environmental problems for the communities.

So there are many, many areas that we want to ensure, like the
movement of freight to the rest of the Nation that comes out of the
ports, 40-45 percent of the Nation’s goods. Those are the issues
that we face at least in my area. I can tell you that I see some of
my adjoining members that also face these challenges.

So I look forward to hearing some of the input, and thank you
again for being so generous and coming to our area. I just wish it
had been a little closer to my house.

[Laughter.]

Mr. MicA. Thank you.

Let me recognize another Californian who is a member of our
committee, new on the committee, but we are pleased to have him,
Duncan Hunter, the gentleman from California.

STATEMENT OF HON. DUNCAN HUNTER, U.S.
REPRESENTATIVE FROM THE STATE OF CALIFORNIA

Mr. Duncan HUNTER. Thank you. Mr. Chairman, Chairman
Boxer, great to be here.

This is my first year on this committee. I got on it for two rea-
sons because I am from San Diego and there are two things that
we really care about. That is infrastructure and water. I think
those are two very important things that San Diego shares with
L.A. Water infrastructure. People want to have clean drinking
water,and they want it cheap. They also want to not be in traffic
all day long every day like we see here in Los Angeles.

We also have an opportunity, I think, to expand the maritime
shipping lane, shipping things from San Diego, for instance, all the
way up to Washington State, relieving congestion on the roadway
and actually shipping goods north along the coastline.

It is just great to be here.
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What we need to learn how to do is obviously leverage private
dollars with public dollars. The furthest down that we can push
projects so that you are able to leverage them locally, that is what
is important and that is the way that we are able to make sure
that these projects are efficient and effective and that they do not
waste money because they have oversight by people who actually
have jobs on the line, and that is private industry for the most
part.

So it is great to be here. Thank you for having me and I look
forward to the testimony.

Mr. MicA. Thank you so much.

Now let me yield to the gentlelady from Florida. She is the im-
mediate past chair of the Rail Subcommittee and current ranking
member of that subcommittee in the House.

Ms. Brown.

STATEMENT OF HON. CORRINE BROWN, U.S.
REPRESENTATIVE FROM THE STATE OF FLORIDA

Ms. BROWN. Thank you, Chairman Mica and Chairwoman Boxer,
for holding this hearing today.

I also want to say that one date that you all had—me and Mr.
Mica talked about that during the opening of the session. I made
it quite clear that one date don’t constitute a marriage, but it
seems like we are moving along in the right direction.

[Laughter.]

Ms. BROWN. I am really happy about that.

Senator BOXER. I will be sure and tell my husband you are not
threatening.

Mr. MicA. I will tell Pat too. The bed is already crowded.

[Laughter.]

Ms. BROWN. Let me just move on. I want to thank Los Angeles
for hosting this hearing—the mayor. I think Los Angeles is a per-
fect place to have this hearing because you all have every mode of
transportation, and without the port in Long Beach and the port
in L.A., the United States would not have the goods and services
they need.

I arrived last night and I was in traffic for over an hour just
going from a short distance. So I understand the real challenges
that we face in this area.

I also understand that one additional lane will not help us. We
have to come up with ways to move people, goods and services.

When I travel around the world, they always ask us about our
freight rail. You all have done some very innovative things here
with the port. I am always asking them about their high-speed rail.

I have to tell you that it is very painful for me to be here today
because in the next couple of days you all will probably benefit
from the hard work that we have, and we will lose our money for
high-speed rail and you will probably receive it. I am so distressed.
But I know that you will leverage it and you know that for every
billion dollars that you receive, it will generate 44,000 permanent
jobs. So you will be able to put some of those construction people
to work that my Florida with our Governor—no vision, no leader-
ship.
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I want to thank you all for having us here, and I am going to
leave as quickly as I can.

Senator BOXER. Could you tell us what you really think?

[Laughter.]

Ms. BROWN. I yield back the balance of my time.

Mr. MicA. Well, we can clean the record up a little.

[Laughter.]

Mr. MicA. Do not forget we have to go back there, Corrine.

Let me yield at this time to the gentleman from Pennsylvania.
He currently chairs the Rail Subcommittee in the Transportation
and Infrastructure Committee of the House.

Mr. Shuster.

STATEMENT OF HON. BILL SHUSTER, U.S. REPRESENTATIVE
FROM THE COMMONWEALTH OF PENNSYLVANIA

Mr. SHUSTER. Thank you, Chairman Mica and Chairman Boxer,
for having us to California.

I hail from Pennsylvania, rural Pennsylvania. People ask why do
you come to these big cities when you do not have the kind of prob-
lems that Los Angeles and New York and other places face. But
people sometimes fail to realize that what happens in the Port of
Los Angeles and the Port of Long Beach affects us east of the Mis-
sissippi. I think the number is about a third of what comes into the
Ports of Los Angeles and Long Beach go east of the Mississippi,
end up in Pennsylvania in some of our stores. So the movement of
goods, movement of people affects the entire Nation. So that is why
I am here. That is why I am on this committee, to try to improve
transportation and the infrastructure for all Americans because it
does affect us.

Today I look out here. I know everybody here used a mode of
transportation or used the system today to get to where we are.
But even at home a housewife sitting at home feeding her children,
when she goes to get that milk out of the refrigerator, it came from
a farm. It went to the grocery store. It got to the house. So every
day we are affected by the transportation system, and we need to
make sure that we are improving it.

I applaud Chairman Mica for this tour. We have been together
now for 5 days in about six or seven cities—I have lost count—but
going around the country, hearing the problems, and making sure
people understand that we are going to have to do more with less.
The dollars just are not there. But I think what we have heard
across this country, as we have traveled, is that we can do things
differently to speed up the process, and when you save time, time
is money. When we look at the way that some of the States are
able to use their dollars and use those dollars five and six times
as much, as opposed to when the Federal Government gets in-
volved, we have to streamline the process. It was mentioned by
Senator Boxer to leverage our dollars with Federal dollars, State
dollars and private dollars. That is extremely important for us to
do and streamline the process.

So I appreciate you folks being here today in our panels. I am
looking forward to hearing what they have to say. We will go back
to Washington and try to make this thing work better for all Amer-
icans. Thank you.
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Mr. MicA. I thank the gentleman.

Let me yield to another Californian and a very distinguished
member of our committee. She was with us yesterday in Fresno, so
her second California hearing. Laura Richardson, Ms. Richardson,
you are recognized.

STATEMENT OF HON. LAURA RICHARDSON, U.S.
REPRESENTATIVE FROM THE STATE OF CALIFORNIA

Ms. RICHARDSON. Thank you very much. Madam Chairwoman,
Senator Boxer, and Mr. Chairman Mica, first of all I want to say
a special thank you for you coming to Los Angeles. You could have
gone to any cities in this State, but the fact that you chose to come
here—we appreciate it and the leadership that you have shown.

I happen to be one of only two Democrats on the Transportation
Committee that actually represents Southern California with Con-
gresswoman Napolitano. So we have a tremendous responsibility
not only as Democrats but I believe we are the only two members
in Southern California who are actually on the committee as wall.
So we have a heavy lift, and we look forward to all of your com-
ments today.

Yesterday, as Chairman Mica said, in Fresno we got an earful.
We heard concerns about NEPA and CECWO, which I worked on
legislation on and look forward to working with the chairman and
the chairwoman on.

We also heard about utilizing funds, HMT, which have just been
wasted and not been fully utilized.

Then finally, having a national goods movement strategy, which
has really been a lifelong effort on my part that we have devoted
legislation on as well.

Today, I look forward to hearing from our witnesses, all of your
concerns. Mayor Villaraigosa and County Supervisor Knabe, you
have been to us and you have talked about the 30/10, and I think
to hear it firsthand with these two very important chairwoman and
chairman is going to be critical to our success.

To Mr. Kempton, you know I view you as the guru of the State
of transportation that we can all learn from. So I look forward to
your comments.

Then finally, our new chair of the L.A. Chamber who happens to
be a businessman in my district of general aviation—I look forward
to hearing from all of you.

So as I conclude, I just want to say that this bill is a bipartisan
bill. It is a bicameral bill. We are here because we want to get it
done :}nd we want to get these roads and bridges and things taken
care of.

Finally, to my colleague in Florida, Congresswoman Madam
Ranking Member Brown, we accept transplants from Florida any-
time. So you are welcome here.

[Laughter.]

Ms. RICHARDSON. Thank you, Mr. Chairman.

Mr. MicA. Well, thank you so much, Ms. Richardson.

Now, while she is not on the committee, it is someone I have the
greatest respect for. We came early together to Congress, and she
is leaving now. She will provide great leadership where she is des-
tined to go now, but I will tell you, you could not have a finer Rep-
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resentative in Congress, more intelligent, determined, and someone
who has contributed so much. She is the ranking member of the
Homeland Security Subcommittee on Intelligence and serves on
Energy and Commerce. But I am just delighted.

Did you not say, Ms. Boxer, that this may be her last hearing?

Senator BOXER. Official.

Mr. Mica. Official hearing. I salute you, Jane Harman, and rec-
ognize you.

[Applause.]

Mr. MicA. Jane.

STATEMENT OF HON. JANE HARMAN, U.S. REPRESENTATIVE
FROM THE STATE OF CALIFORNIA

Ms. HARMAN. Thank you all. This is true, that this is my last
congressional hearing, and I have to say that participating in the
first bipartisan, bicameral hearing in Los Angeles is the best going-
away present anyone could give me. Chairman Boxer and Chair-
man Mica are the mass transit dream team, and I predict that they
will finally bring the Green Line to LAX.

[Applause.]

Ms. HARMAN. In 2 minutes, let me just make a few points.

First, the 30/10 initiative is a brilliant idea. Our mayor and his
team deserve enormous credit for conceptualizing it. With unem-
ployment in the area’s construction trades at almost 40 percent,
this plan can create 165,000 jobs in Los Angeles starting now.

But it is not just about Los Angeles. This initiative has the
power to transform infrastructure financing throughout the Nation,
creating a million jobs, good, high-paying, much-needed construc-
tion jobs.

Second, the Government should not do this alone. We all under-
stand why printing more money and increasing the deficit are dan-
gerous. So what the Federal Government can do, should do is help
bring private money to the table. Public/private partnerships, so-
called P3’s, are the way to bring about innovative financing. I have
discussed this with Transportation Secretary Ray LaHood in many
meetings that I have had with him, and he and his team are ac-
tively pursuing it. He and others tell me that Los Angeles can be
the template for the Nation.

There are several ways that this can happen. One is through
TIFIA grants. These grants were inspired by the successful public/
private partnership of California’s Alameda corridor. I applaud
Chairman Boxer and Chairman Mica for your willingness to ex-
plore expanding and adapting TIFIA. In my view, TIFIA should be
amended to make private capital investment easier.

There are also bond programs that could interest investors. For
instance, QTIP allows program financing to come directly from pri-
vate sources. The Federal Government’s role is then to provide a
tax credit for all or a portion of the interest on these bonds. I have
heard that QTIP may be dead but wonder if this private capital
feature is well enough understood. This gets me to my third point.

Let us get U.S. banks and investors involved in these projects.
Foreign banks often play a major role in public/private partner-
ships, but there is no reason that domestic banks should not play
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a ?agr role. I know that some are interested. Let us get them in-
volved.

Finally, in closing, I believe no jobs program pending in Congress
is more important than making this innovative financing a reality,
and I hope that my successor, whoever she or he or may be, is lis-
tening.

Senator Boxer, thanks for your personal comments and to you,
Congressman Mica, as well. I depart Congress on Monday knowing
that this issue is in good hands.

Mayor Villaraigosa, supervisor, and MTA Chair Don Knabe, our
local congressional delegation, including hopefully my State of the
Union date, David Dreier, Denny Zane, Maria Elena Derazo, and
many others have put together an incredible local coalition here in
Los Angeles. Working together on a bipartisan, bicameral basis, it
is sure clear to me that, yes, we can.

[Applause.]

Mr. MicA. Thank you so much again for your comments and for
your service. We are truly going to miss you come Monday.

Let me introduce another Californian who is not on the com-
mittee but has taken time to be with us. She serves on the Judici-
ary and Small Business Committee, the gentlelady from California,
Ms. Chu. Welcome, and you are recognized.

STATEMENT OF HON. JUDY CHU, U.S. REPRESENTATIVE FROM
THE STATE OF CALIFORNIA

Ms. CHU. Thank you so much, Senator Boxer and Chairman
Mica, for holding this very important hearing here in Los Angeles
and for inviting me to attend. Although I am not a member of the
Transportation Committee, transportation is one of my highest pri-
orities.

I truly believe it is one of the highest priorities for my constitu-
ents on the entire Southland. It is so important that here in No-
vember 2008 Angelinos overwhelmingly passed Measure R. Can
you i‘I?nagine during a recession residents agreed to tax themselves
more?

Clearly we here in L.A. recognize the need for better, more effi-
cient transportation in the county’s largest area. Measure R will
raise $35 billion and help complete 12 different transit projects con-
necting millions across this county. Our region desperately needs
this investment. I am so proud that Angelinos are ready and will-
ing to pay for it.

But it is important for the Federal Government to recognize all
the work we are putting into building a truly 21st century trans-
portation system for the Nation’s most congested county. For dec-
ades, the Federal Government acknowledged the need for public
transit investment, but current policy only requires the projects to
put up a 20 percent local match, and that does not take into ac-
count any previous local investments made in the transit line.
Areas that offered a greater match or have invested more heavily
in the system received no reward for that work, and I think that
is really a mistake.

Rewarding local investment would help projects like the Gold
Line Foothill extension which I understand Chairman Mica person-
ally visited with Chairman Dreier just a few months ago. The coun-



11

ty has invested $1.5 billion in building the first two phases of the
project which will have created 14,000 jobs. After that, we will
need a fraction of that amount to complete a line that goes from
downtown L.A. all the way out to the county line.

But the 30/10 plan is truly important. Thanks to Mayor
Villaraigosa and Chairman Knabe, this is a great plan that will
allow us to complete 12 Measure R transit projects in 10 years in-
stead of 30. It will allow L.A. to leverage our local dollars and
speed up our construction by decades. With the Federal Govern-
ment’s help to augment this serious investment in local transpor-
tation, we can create over 915,000 private sector jobs in just a dec-
ade.

Hopefully, we can come away from today’s hearing with one
thought, that we can make our Federal dollars stretch further.
That is why the new authorization bill should recognize and re-
ward dedicated local investments like Measure R and help us build
projects like the Gold Line and complete the 30/10 Plan. With the
Federal Government’s help, we will create jobs, reduce construction
costs, relieve traffic congestion, and eliminate hundreds of thou-
sands of pounds of pollution every year. This type of reform will en-
courage other areas to follow our footsteps. When local commu-
nities raise their own money, the Nation and the taxpayers truly
get the most bang for the buck.

So I thank you for allowing me here today and I look forward to
the testimony.

Mr. MicA. Well, thank you.

I think that concludes our members.

Let me just make a couple of quick comments. First of all, I
thank again Senator Boxer for helping assemble the witnesses and
other members who have asked witnesses to come forward. We
have a pretty extensive two panels here. We are pleased to have
you.

In the previous hearings that we have held, I have asked that
individuals not read a written statement, but rather offer to us the
provisions they would like to see in or out of the law and the legis-
lation that we will be drafting.

When we leave here, on the House side—and Senator Boxer has
talked about what they are going to do on the Senate side—we are
going to draft legislation that will determine some of the important
components of, again, how our policy is set forth for, hopefully, the
next 6 years. Foremost in that, of course, is the financing. If we
had all the money in the world, we would not have a problem. We
probably would not even be here. But we do not and we are in
some tough economic times.

So we have to do a couple of things: first of all, stabilize the trust
fund. I do not know exactly how we will do that, but it has to be
done. The second thing is there is a great deal of money not going
out that is in different accounts. Governor McDonnell of Virginia
came in and found $1.5 billion. We need to find every dollar avail-
able for infrastructure and good projects and get it moving. If it is
anywhere in the system or has not been expended, that is another
source of funds.

The other thing is there are programs that now work, some of
them well, some of them not well. The Senator and I have already
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discussed TIFIA. I think Mr. Inhofe and others, Mr. Duncan—if we
have programs like TIFIA that work, maybe we can even make
them work better. So we want ideas specifically on how we can do
these things.

People ask for more money or raising taxes. In the rail realm
that Mr. Shuster and Ms. Brown have a say over, we have $35 bil-
lion in a RIF account, sitting in a RIF account not being used—
Railroad Infrastructure Financing. So looking at programs that we
have now, I need your suggestions how to make that work, if it is
a goodkprogram, make it work better, and if it does not work, make
it work.

So financing is a key. Ms. Harman just spoke to public/private
partnerships. If we define those, give us the definition of what we
should have in the law that would make the best possible relation-
ship, not to give the store away to the private sector or some cor-
poration, protect the public interest, but to make that work. If we
are going to do infrastructure banking, GARVEE bonds, revise
Build America, whatever it takes, we need those suggestions and
we need them post haste.

The other thing I will close with is the process. We have heard
it over and over—and I hear it in Washington. We just heard it on
the road. Projects that should take months are taking years. The
Federal Government gets involved and the timeframe goes up dra-
matically.

Then the other problem we have is the cost escalates, not to
mention that the problem you also have with these mega-projects
is that the players change. We have a game-changing situation in
Florida right now with a new Governor. This would have been a
done deal, but now we are into our third or fourth Governor. Gov-
ernor Bush worked with previous Governors on some things. You
had Schwarzenegger who was a very strong proponent of transpor-
tation infrastructure initiatives. So we have to compress that time
also, consolidate some of the programs that we have.

So those are my points.

I am pleased to be here. I have a great partner to work with. Ms.
Boxer has already reached out in an unprecedented fashion, and
that is why we are here today.

So with that, let me yield the chair to her to take the balance
of the meeting, recognize our witnesses, and thank her again and
your staff. Everyone has been just great in helping us put this to-
gether. Thank you.

Senator BOXER [presiding]. Well, Mr. Chairman, thank you again
for your generous remarks. I do want to thank staff, your staff and
mine. They are phenomenal. These things look easy when they
come together, but there are so many parts to the puzzle.

So we are going to get right to our witness list. We have nine
witnesses. It is a bipartisan witness list. It is business and labor
sitting next to each other. This is all good for the message we want
to send out of today’s hearing.

So I would ask unanimous consent that our witnesses’ full state-
ments be included in the record. Is there objection?

[No response.]

Senator BOXER. Hearing none, that will be the case. We do run
a quick meeting here.
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[Laughter.]

Senator BOXER. I would also say you can read your statement or
not read your statement, but the bottom line to us is you give us
great ideas. I mean, 30/10 came from you. So if you have any more
like that up your sleeve, this is the moment to tell us.

So we are going to start. At the request of the mayor, we are
going to call first on Hon. Don Knabe, chairman, Los Angeles
County Metropolitan Transportation Authority and Los Angeles
county supervisor of the 4th District, County of Los Angeles. As a
former county supervisor, you do us proud. So welcome, Mr. Super-
visor, and please begin.

STATEMENT OF HON. DON KNABE, CHAIRMAN, LOS ANGELES
METROPOLITAN TRANSPORTATION AUTHORITY; AND LOS
ANGELES COUNTY SUPERVISOR, 4TH DISTRICT, COUNTY OF
LOS ANGELES

Mr. KNABE. Good morning, Chairwoman Boxer and Chairman
Mica. It is my privilege to welcome you to Los Angeles County, the
largest county in the United States of America. We are honored to
have you here in this historic bipartisan effort of transportation in-
frastructure.

So I would just like to outline a few things on our perspective
as it relates to the next surface transportation bill.

But before I do that, just sort of a brief idea of why there is con-
gestion at 2 o’clock in the afternoon and 3 o’clock of the organiza-
tion that I am honored to serve as chairman. We are the third larg-
est public transportation agency in the United States. We are re-
sponsible for all transportation planning, coordination, design, con-
struction, operations, bus, subway, light rail, bus rapid transit, and
the services for all of our 10 million residents here in Los Angeles
County in the 4,000 square miles. We partner with Caltrans and
Metrolink to support a very extensive HOV and commuter rail net-
work. We are also undertaking major improvements to our region’s
highway system. We are a very important part of the Nation’s
goods movement, as you know, and in my own district, I have the
Ports of L.A. and Long Beach, as well as the Los Angeles Inter-
national Airport. Our Metro service is about 1,500 square miles of
service. Over 200 bus routes, 75 miles of rail lines, over 400 miles
of carpool lanes that crisscross this great county. We have over
g,ﬁOO dedicated employees and an annual budget that exceeds $3.5

illion.

But as it relates to policy issues, I think—the mayor and I were
sort of commenting that our testimony might be redundant because
we have heard some very positive things from the members that
they were talking about.

First of all, we need to recognize the importance of non-Federal
investments in transportation. That is State, local, and private.
Every time we go to Washington, the Feds tell us to come back
with a revenue source. Well, the voters of this county, Los Angeles
County, have responded three times in the last 3 decades to tax
themselves for transportation improvements, and these three taxes,
taken together, amount to about $1.5 billion annually. To date, the
Federal Government has really largely turned a blind eye to the
local leadership shown by this agency and local taxpayers, along
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with others like us across the Nation. The current surface trans-
portation program neither recognizes nor rewards this kind of pri-
o}1;ity policy or incentivizes other metropolitan areas to do the same
thing.

We worked very hard to put this program together. We have
been advancing, and we would like to continue to suggest two very
innovative financial concepts that would really help leverage local
transportation. We call them “smart Federal dollars,” and we say
smart Federal dollars because these funds coming in an era of a
financially stressed Highway Trust Fund, as has been mentioned
already this morning, make the most of existing dollars.

We strongly believe that the smart, targeted, and innovative fi-
nancing mechanisms can achieve two national priorities: minimize
the impacts on the Federal budget and maximize the generation of
new private sector jobs, particularly in the small business sector
and particularly here in Los Angeles County where we have an un-
employment rate of close to 12.7 percent.

A new Federal approach to financing, if it is incorporated in the
next surface transportation bill, will leverage projects at the State
and local levels that can achieve these priorities. Our two priorities
would be one that we have been talking to all of you about. It is
one of qualified transportation improvement bonds and, two, the
enhanced Transportation Infrastructure Financing and Innovation
Act program, TIFIA, which we have outlined in greater detail. 1
will not bore you with all the details in our written testimony. We
believe this is a very sound approach, and the fundamentals of this
proposal offer a very reasonable and prudent path for Federal pol-
icymakers who like all of us and all of you are struggling to craft
a strong and meaningful surface transportation bill in a very de-
manding fiscal environment.

It is very difficult to outsource a construction job or a transpor-
tation project here in America. Whether that project is a light or
heavy rail project in Southern California or a highway improve-
ment in Montana, the Federal Government’s investment in trans-
portation projects is an investment in America.

So taken together, these proposals really, I think, hold the prom-
ise of reinvigorating our Nation’s infrastructure, creating close to
over 900,000 jobs nationwide without burdening the Federal Gov-
ernment with a very large bill.

As you prepare to craft this new surface transportation bill and
reform what needs to be reformed, we truly believe that both the
House and Senate be mindful not to discard programs with a prov-
en track record, programs such as the New Starts program have
assisted many jurisdictions like Los Angeles County to address con-
gestion and environmental problems while demanding a very sig-
nificant non-Federal investment. If you are looking for a model in
the future, we believe this is it. We should not be talking of elimi-
nating this program. We should be discussing creative ways to ex-
pand its approach and how that can serve as a model for other
parts of the Federal program, and we are a willing partner in that.
We need to use the power of the Federal Government to help lever-
age Federal and non-Federal sources of money.

I need to make it clear. I am not saying that we need a new Fed-
eral program for loaning money or a new Federal infrastructure
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bank. We here in Los Angeles County just do not need the Federal
bureaucracy picking winners and losers. That just does not work
for anyone. We need flexibility. We need self-determination and the
power to access federally subsidized financing to make these
projects possible.

Last, I want to make sure I say this. Our strong and sustained
support for leveraging local dollars does not in any way mean that
we want to diminish existing Federal assistance. You have been a
good partner. We continue to want to work with you.

We appreciate the opportunity to be a part of this very historic
joint hearing and thank you for your time and attention.

[The prepared statement of Mr. Knabe follows:]
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Good momning Chairman Boxer and Chairman Mica.

On behalf of the Los Angeles County Metropolitan Transportation Authority (Metro), I
appreciate the opportunity to join you today at this historic hearing to outline our agency’s
perspective on our nation’s next surface transportation bill.

Before delivering my testimony, allow me to very briefly describe the agency for which I serve
as Chairman. Metro is the third largest public transportation agency in the United States. We
are responsible for transportation planning, coordination, design, construction and operation of
bus, subway, light rail and Bus Rapid Transit (BRT) services for the 10 million residents of Los
Angeles County. We are also partners with Caltrans and Metrolink and Metro helps to support
an extensive HOV and commuter rail network. We are also undertaking major improvements to
our region’s highway system. Our highways form the backbone of our economy and are an
important part of the nation’s goods movement system. Metro also funds street construction,
bike paths, manages the freeway service patrol, among a number of other projects and setvices. -
Metro serves a 1,433 square mile service area with approximately 200 bus routes, over 75 miles
of rail lines, and over 400 miles of carpool lanes that crisscross Los Angeles County. We have
over 9,000 dedicated employees and an annual budget that exceeds $3.5 billion.

Today we are at an important crossroads on federal transportation policy. The solutions designed
more than 60 years ago are no longer sufficient to meet our needs. The federal program for
surface transportation funding no longer works to solve the many transportation challenges we
face as a nation and no other region demonstrates that as well as the Los Angeles metropolitan
area. The bottom line is that our transportation network is the engine of our economy and our
ability to compete worldwide will depend on our ability to move goods and people with greater
efficiency - both in terms of cost and speed.

There are several points I would like to share with you today that I believe are important
considerations for future policy.

1) Local Leadership

We need to recognize the importance of non-federal investments in transportation - state, local,
and private.
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The voters of Los Angeles County have made the choice, on three occasions, to tax themselves
to create more mobility for themselves, their families and their broader community. These three
sale taxes, taken together, amount to approximately $1.5 billion annually. To date, the Federal
Government has largely turned a blind eye to the local leadership shown by our agency and local
taxpayers, along with others like us across the nation. The current federal surface transportation
program neither recognizes this nor rewards this, nor do the current policies incentivize other
metropolitan areas to do the same.

2) Leveraging Local Leadership

Metro has been advancing two innovative financial concepts to effectively leverage local
transportation dollars with what I would like to refer as “smart federal dollars.” [ say “smart
federal dollars” because these funds — coming in an era of a financially stressed Highway Trust
Fund —~ make the most of existing dollars.

We strongly believe that smart, targeted, and innovative financing mechanisms can achieve two
major national priorities: minimize impacts on the Federal budget and maximize the generation
of new private sector jobs, particularly in the small business sector.

A new Federal approach to financing incorporated in the next surface transportation bill, which
leverages transportation projects at the state and local levels can achieve both of these national
priorities. Metro is proposing two specific legislative financing proposals: (1) Qualified
Transportation Improvement Bonds (QTIBs); and (2) Enhanced Transportation Infrastructure
Finance and Innovation Act Program (TIFIA).

Our proposal relative to bonds seeks to amend section 54 of the Internal Revenue Code to
establish a new class of qualified tax credit bonds, called “Qualified Transportation Improvement
Bonds” (QTIBs). These qualified tax credit bonds are taxable rate bonds issued by state, local or
other eligible issuers where the federal government subsidizes most or all of the interest cost
through granting investors annual tax credits in lieu of interest. Our initiative envisions that these
bonds would be authorized in the amount of $4.5 billion per year over the next ten years, or $45
billion in total. As we have proposed, QTIBs would allow issuers to finance more than twice the
dollar value of capital improvements than is possible with traditional tax-exempt bonds for any
given annual revenue stream. QTIBs will not only stimulate greater investment, but they will
also take pressure off conventional federal grant programs.

Our proposal with respect to TIFIA seeks to modify the program’s structure to authorize the U.S.
Department of Transportation to make upfront conditional credit commitments for certain large
projects or programs of related projects that satisfy national infrastructure investment goals. We
are also seeking to significantly increase funding for the TIFIA program and raise the credit
limits for projects receiving assistance. From my recent dialogue with several Members of
Congress in Washington, DC, I believe that there exists a strong bi-partisan majority to
significantly enhance the annual funding provided for the TIFIA program.
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Taken together, our bond and TIFIA proposals hold the promise of reinvigorating our nation’s
infrastructure, creating a large number of good paying private sector jobs, all without burdening
the Federal government with a large bill. We believe this is a sound approach and that the
fundamentals of our proposal offer a reasonable and prudent path for federal policymakers who,
like all of you, are struggling to craft a strong and meaningful surface transportation bill in a
demanding fiscal environment.

3) Federal Transportation Investments Create Broad Economic Benefits

1t is difficult to outsource a construction job for a transportation project in America. Whether that
project is a light or heavy rail project in Southern California or a highway improvement in
Montana, the Federal Government’s investment in transportation projects is an investment in
America.

Metro has developed an innovative bond and TIFIA proposal that will accelerate the construction
of highway and transit projects not only in Los Angeles County, but across the nation. We
believe this plan will generate sustained job creation, new state, local and national tax revenues,
and promote overali economic growth. Recently, Metro requested the Los Angeles County
Economic Development Corporation (LAEDC) to project the benefits of our innovative financial
approach on a nationwide basis.

The LAEDC concluded that $67.8 billion of investments in transportation infrastructure utilizing
the innovative financing mechanisms Metro is proposing for the next federal surface
transportation bill will yield $157.6 billion in economic activity over the course of the
investment and generate 918,300 annual private sector jobs with total private sector labor income
of $50.8 billion. The economic activity generated by the leveraged financing Metro is proposing
will generate between $11.1 billion in tax revenues under the QTIBs program and $5.3 billion
under the expanded TIFIA program, approximately one-third of which will be directed to state
and local authorities and two-thirds to the Federal treasury. This type of innovative
transportation related financial leveraging, if implemented would be unprecedented.

4) Conclusion

As Congress prepares to craft a new surface transportation bill and reform what needs to be
reformed, I believe both the House and Senate should be mindful not to discard programs with a
proven track record. Programs such as the New Starts Program have assisted many jurisdictions,
like Los Angeles County, to address growing congestion and environmental problems while
demanding a significant non- federal investment. If you are looking for a model for the future,
this is it. We should not be tatking of eliminating this program, we should be discussing creative
ways to expand its approach and how that can serve as a model for other parts of the federal
program.

We need to use the power of the federal government to help leverage federal and non federal
sources of money. In the 1950s states did not have the wherewithal to finance and build an
Interstate highway system. Today, states and local governments are much more sophisticated but
find themselves in similar circumstances where financing is again the critical element. This time
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however, the federal government is not paying the lion's share of the cost but must assume the
important role of assisting with the financing.

And let's be clear, I am not saying we need a new federal program for loaning money, or a new
federal infrastructure bank. With all due respect to the President's proposal, we here in Los
Angeles County do not need a federal bureaucracy picking winners and losers. We need
flexibility, self-determination and the power to access federally-subsidized financing to make
these projects possible.

Lastly, I want to make it crystal clear that our strong and sustained support for leveraging local
dollars does not in any way mean that we want to diminish existing federal assistance.

Thank you for inviting me to testify before this historic joint hearing and I welcome the
opportunity to answer any questions you may have.
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Senator BOXER. Supervisor, thank you very, very much for that.

Next we call on Mayor Villaraigosa. We are delighted to see you
here, and we thank you for visiting us in Washington—you and the
supervisor and others—and giving us this 30/10 concept.

Thank you.

STATEMENT OF HON. ANTONIO R. VILLARAIGOSA, MAYOR,
CITY OF LOS ANGELES

Mr. VILLARAIGOSA. Thank you, Madam Chair, Chair Mica, and
Members of Congress. I rarely come to a hearing where I see as
many Members of Congress as are present today, and I think be-
cause there is an agreement, a bipartisan agreement, on this issue
of transportation investments and infrastructure. It is not a Demo-
cratic or Republican idea.

By the way, Chairman Mica, I think I told you yesterday, but for
the rest of you, while it may be novel in the Congress for Demo-
crats and Republicans to sit together, the first thing I did when I
was Speaker of the California State Assembly, because of the par-
tisanship that we had there in Sacramento, was sit Democrats and
Republicans together. Both took umbrage with that action. By the
way, they have been doing it now for 13 years, and I am very proud
of that because I think when people sit together, they get to talk
and they realize they have a lot more in common than they do dif-
ferences. Sometimes in politics we spend a little too much time on
the differences.

With respect to this proposal, let me say a couple things.

First of all, you all mentioned the traffic in this county, and yes,
it is true. We have the worst congestion in the United States of
America. But, as Chairman Knabe mentioned, the taxpayers of this
city and of this county, because we have the worst congestion,
taxed themselves a penny and a half over the decades to invest-
ment in transportation infrastructure. In fact, when we put Meas-
ure R on the ballot, it was the middle of the recession. One ofthe
Congress Members, Ms. Chu, was actually in the legislature at the
time. She knows we barely passed the legislation to put it on the
ballot by one vote in both houses. I was there day after day trying
to get those votes. There was a great deal of opposition at the time,
interestingly enough, and yet, on a bipartisan basis across the
county, the people said they wanted to make these investments. I
think when you think about the fact that it was in the middle of
a recession that they did that, it shows that the taxpayers of this
county recognized that we have to address gridlock, ngestion, the
air quality that comes with it.

Now, the chairman asked and both chairs asked that we be spe-
cific. I have a number of comments I was going to read, but in-
stead, I do want to focus on what I would like you all to consider.

First, we have to increase the budget authority for the TIFIA
program, I would suggest, from $122 million to $375 million or
higher. TIFIA has been a successful program. It needs additional
funding. When I was in DC at one of the hearings that Senator
Boxer chaired, Senator Inhofe delivered a letter saying that we
have to dramatically increase the TIFIA program because of the le-
verage opportunities that come with it.
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Second, we need to increase the share of project costs that TIFIA
can cover. Right now, we can only use TIFIA for about a third of
the project costs. We propose allowing TIFIA to be used for up to
49 percent of the project’s cost.

Third, allow the DOT to make an up-front, conditional credit
commitment. This is like getting preapproval for a home loan. It
would allow DOT to preapprove projects to receive TIFIA funding,
provided they went through all the necessary environmental clear-
ances.

On that score, let me say something else that is not related to
TIFIA, but is related to accelerating programs. I think we need to
have a concurrent environmental review, not consecutive. Let me
tell you why. We actually have tougher laws than the Federal Gov-
ernment here. So for us to have our environmental review, then
yours, it just adds time to a project. That just does not make sense.
It is the kind of thing that we do, all of us, that just does not make
sense.

Fourth, we need to allow the DOT to make a commitment to a
program of related projects. Currently the DOT can only make a
TIFIA commitment to one project at a time. Our change would
allow DOT to make a commitment to several related projects at
once.

Finally, we need to allow the DOT to offer a limited interest rate
hedge to projects that received an up—front commitment, in other
words, preapproval. Just as homeowners can lock in on an interest
rate and even buy down a point or two of their mortgage interest,
this would allow the DOT to use some of the TIFIA budget to lock
in an interest rate or buy down a point or interest for projects that
had received preapproval.

I want to acknowledge all of the Members who are here but par-
tic;ﬂarly Jane Harman, Congressmember Harman, who mentioned
30/10.

One of the things that we have said to the Congress when we
talked about the 30/10 plan, which would accelerate our transit
projects from 30 years to 10, and create 166,000 jobs here in this
area—by the way, the county unemployment rate is 12.5. The city
of Los Angeles is 14.5 unemployment rate. It would create 166,000
jobs, save 10 million gallons of gas, reduce carbon emissions by
500,000 pounds a year, increase transit boardings by 77 million.

Now, if we did this across the country, because this is not an ear-
mark—this is a template for infrastructure investment across the
Nation—we would create 922,000 jobs, according to the L.A. Eco-
nomic Development Corporation, a nonprofit, independent—it did
not come from the Mayor. It came from a nonprofit, independent
organization that looked at what this program could do across the
country with the amount of money that I am talking about in
TIFIA. If we did a quality bond program as well, that could add
and leverage, at a time of high deficits and debt, the money that
we need for infrastructure investment.

Finally, I want to say to both chairs, that we are in full support.
We need to stop extending and we need a reauthorization bill that
really addresses America’s infrastructure needs.

According to the American Society of Civil Engineers, we have a
$2.2 trillion need over the next 5 years. For transportation alone,
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it is $546 billion. So this is an important way, another financing
tool for us to create jobs, get people to work, and importantly, le-
verage what localities are doing.

Since we last talked, Madam Chair, both Chairs, Chairman
Mica, I now have 60 mayors behind this from the last meeting with
you in Washington. The U.S. Conference of Mayors has unani-
mously come out in support of this effort, but 60 of them have
signed on and said, we want to participate. So there is—and by the
vgay, Republican and Democrat—broad bipartisan support for this
idea.

Thank you.

[The prepared statement of Mr. Villaraigosa follows:]
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Thank you Chairman Boxer, Chairman Mica, Ranking Member inhofe, Ranking Member
Rahall, and members of this joint committee for the opportunity to provide testimony at
the “improving and Reforming our Nation’s Surface Transportation Programs to Support
Job Creation and the Economy” hearing.

America continues to suffer from high unemployment, and unemployment here in Los
Angeles is even higher. Simply put: Americans need jobs and cities and states across
the nation need a federal partnership to help us put people back to work, which can be
done through smart, innovative investments in our transportation infrastructure.

Los Angeles continues to be an economic engine for the U.S. The ports of Los Angeles
and Long Beach handle 40% of the sea-borne containers entering the U.S. These
goods are then moved to all 50 states via rail and truck. The gross domestic product of
Los Angeles County alone is $718 billion, higher than all but four states (CA, TX, NY,
and FL) and 5.5% of the nation’s GDP.

Unfortunately, Los Angeles continues to lead the country in overall delay related to
traffic congestion. This costs the local economy an estimated $12 biflion in delay,
wasted fuel, and truck congestion. Truck congestion alone accounts for $3.2 billion of
the $12 billion cost. (“The 2010 Urban Mobility Report”, Texas Transportation Institute,
December 2010).

But like many cities and states across America, we are doing something about it. We
are leading the nation with our investment in operational treatments to reduce traffic
congestion on our streets and freeways. And we rank fourth (behind only New York,
Chicago, and Washington, DC) in avoided delay associated with our growing
investment in public transportation (ibid.).

We have done this with the support of the federal government and the state of
California, but we also have made a massive local commitment to transportation
infrastructure. Three times the voters of Los Angeles County have supported taxing
themselves through a half-cent transportation sales tax (1.5% aggregate), most recently
in 2008 through Measure R. In the current fiscal year (2010-2011), our voter-approved
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taxes will generate $1.8 billion in revenue that we are using to build, operate, and
maintain a multi-modal transportation system, including robust investments in both
highways and public transit.

As you can see from our local commitment, we believe that one of the best ways to
support job creation and the economy is through investment in transportation
infrastructure. For example, soon after Measure R passed, we broke ground on a new
busway extension, creating 2,300 new jobs. We then accelerated construction of one of
our new light rail lines, creating another 6,900 jobs. Over the next two years, we will
start construction on four more major rail lines, creating thousands more jobs.

With financing assistance we and other jurisdictions could accelerate our construction
programs and create more jobs that both would stimulate the economy directly and
create a more competitive national transportation infrastructure that would position the
U.S. to prosper in the 21st century global economy.

We think this can be achieved through the creation of a National Innovative Finance
Program for Transportation Infrastructure that creates jobs, brings in federal tax
revenue, and leverage federal dollars through the construction of transportation
infrastructure. Such a program would provide financing assistance to jurisdictions
seeking to create jobs and build new highway, rail, and transit projects.

Part of proposal is an expansion and enhancement of the Transportation Infrastructure
Finance and Innovation Act (TIFIA) program. We are proposing six key changes to the
current program that we believe will create jobs by leveraging federal dollars and getting
more local and private investment in transportation infrastructure.

1. Increase annual funding from $122 million (SAFETEA-LU authorization) to
$375 million/year. This would leverage up to $3.8 billion in loans annually and $7
billion in investment each year. It also could provide funding for partial interest rate
subsidies (see below). Obviously, higher annual funding levels would leverage even
more investment and job creation, which we would support.

2. Increase the maximum TIFIA share from 33% to 49%. While this reduces the
leverage, it broadens the appeal of the program and makes it easier for more
. jurisdictions to participate.

3. Broaden eligibility to include programs of related projects. This lets
jurisdictions engage in comprehensive, multi-modal planning and project delivery.

4. Authorize USDOT to make upfront contingent credit commitments for certain
large projects or programs. This would mitigate financing risk for project sponsors
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while enabling the federal government to establish rigorous criteria for what types of
projects would qualify for upfront contingent credit commitments. The commitments
and performance requirements could be memorialized in a “master credit
agreement”. By reducing risk, it will be easier to attract private capital and
investment.

. Authorize USDOT to offer a limited interest rate hedge to a project sponsor

receiving an upfront contingent credit commitment. This also would mitigate
financing risk, especially for programs with muitipie projects and phased
construction. Since an actual loan cannot be executed until all federal
environmental work is complete, interest rates may rise between the time a master
credit agreement is signed and the loan is executed. Again, by reducing risk, it will
be easier to attract private capital and investment.

Authorize USDOT to provide a loan with a fully subordinate lien on pledged
revenues if certain conditions are met. This would address a challenge with the
current program whereby subordinate TIFIA loans “spring” to parity with other senior
debt if there is a bankruptcy-reiated event. 1t is difficult or impossible to getting such
a feature into a bond indenture. This is a barrier to getting private capital invested
into projects through bonds.

Our proposal has muitiple benefits to the federal government and meets many policy
goais articulated by Congress.

We can create real jobs for Americans. A national program will generate aimost one
million new jobs in the U.S. and $51 billion in income (“Federal Programs to
Accelerate Highway and Transit Improvements”, Los Angeles Economic
Development Corporation, February 15, 2011). At a time of continuing high
unemployment, nothing could be more important than putting Americans back to
work. : :

We will stimulate the economy. Our proposal will generate $158 billion in total
economic output. Direct activity will be in the construction and professional,
scientific, and technical services, but we also will see significant boosts to many
sectors, including retail trade and manufacturing (ibid.).

We will increase federal tax revenue by $10.6 billion and state tax revenue by $5.8
billion (ibid.). While the current federal scoring methodology does not consider new
tax revenue, we argue that it shouid. At a minimum, Congress should recognize that
by stimulating economic activity federal tax revenue also will grow. in effect, there
will be a direct return on federal investment.
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«. Financing programs are not earmarks. They are tools that help jurisdictions seeking
to create jobs and build their infrastructure do so faster. To make sure that
nationally and regionally significant projects move forward, Congress can establish
funding criteria to make sure that the best projects get help. Of course, direct
federal investment and grant programs are still important and need to be continued.

» The program creates the conditions to bring private sector capital and investment to
transportation infrastructure. Bond programs are advantageous to the federal
government because 100% of the up-front money comes from private investors, not
the U.S. Treasury. This means no approprations or up-front cost to the federal
government. This feature addresses near-term budgetary and spending challenges
facing Congress today.

s The program aiso would create incentives for jurisdictions to raise their own
revenue. Creating a program that requires a significant local match or repayment
from a non-federal source encourages the development of local and state revenue
sources. The federal government remains an important investment partner, but is
not the principal investor.

» The program could be beneficial to jurisdictions with existing, funded iong-term
infrastructure programs. While there is an incentive to raise local revenue, even
existing plans could be accelerated. Projects could be built sooner and Americans
put back to work.

= Combining significant local revenue with federal investment results in more overall
investment in the nation’s transportation infrastructure. This means more jobs and
better transportation systems to support business and commerce.

Our proposal has garnered growing support from a wide range of business, labor, and
environmental leaders and groups. This includes support from national leaders such as
Thomas Donohue, President and CEO of the U.S. Chamber of Commerce, and Richard
Trumka, President of the American Federation of Labor and Congress of industrial
Organizations. Creating jobs and building transportation infrastructure can and should
be a bipartisan issue.

Local jurisdictions also are supporting the call for a new federal partnership. The U.S.
Conference of Mayors has adopted a support position on innovative financing and over
60 mayors ~ including both Republicans and Democrats — have signed on to a support
letter for a national program.

We think the time is now. for Congress to enact a National Inriovative Finance Program
for Transportation Infrastructure. it would be ideal if these ideas could be incorporated
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into reauthorization, but Congress should pursue stand alone legislation if
reauthorization does not occur this year.

Please do not hesitate to contact me directly or Deputy Mayor Jaime de la Vega at
(213) 978-2360 or jaime.delavega@lacity.org before or after the hearing if you have any
questions.

Finally, | want to express my thanks to Chairman Boxer and Chairman Mica for your
interest and commitment to creating jobs and helping America build its transportation
infrastructure. Your passion and leadership on these issues is just what America
needs. We think that a National Innovative Finance Program for Transportation
Infrastructure would be transformative for our nation and hope that Congress can
establish such a program this year. 1 look forward to working with you both and your
respective committees and am available to assist in any way that is helpful.

Attachment: “Federal Programs to Accelerate Highway and Transit Improvements”, Los
Angeles Economic Development Corporation, February 15, 2011
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Senator BOXER. Thank you so much, Mayor.

Now we are going to hear from the chair of the Los Angeles Area
Chamber of Commerce. I want to make sure, Joseph, I say it right.
Is it Czyzyk?

Mr. CzyzYK. You got it. That is right.

Senator BOXER. All right. Mr. Czyzyk.

STATEMENT OF JOSEPH A. CZYZYK, CHAIR, LOS ANGELES
AREA CHAMBER OF COMMERCE

Mr. Czyzyk. Chairman Boxer and Chairman Mica and distin-
guished Members of Congress, my name is Joe Czyzyk and I am
the chairman of the Board of the Los Angeles Area Chamber of
Commerce. We are the largest business organization in Southern
California. It is a privilege for me to appear here before you.

First, allow me to thank you for bringing this important meeting
here to our city, to Los Angeles.

Second, a quick word about our history, which is an extensive
one. It was the L.A. Chamber of Commerce back in 1890 that pre-
sented a resolution to Congress and hosted interested Members of
the House and Senate for a tour of what we envisioned would be-
come the Port of Los Angeles.

Today, our Ports of Los Angeles and Long Beach are the largest
in the Nation and are the backbone of trade with Asia. Our ports
are a result of collaboration between business and our Federal Gov-
ernment.

Let us not forget our LAX, the largest origin and destination air-
port for passenger use and the second largest air cargo airport in
the United States, all built on a 1960s structural model with only
one major improvement in 1984, and that was 27 years ago.

This morning, you will hear about ways to kick-start vitally
needed infrastructure projects here in Los Angeles County and
across the Nation. Together we can once again become collabo-
rators in improving our Nation’s dated infrastructure.

You know this without me saying it: better transportation drives
jobs. Getting goods to market faster and people to work more effi-
ciently is critical to our Nation’s economic recovery.

Here in Los Angeles, we are committed to reducing congestion,
repairing and modernizing our infrastructure, and improving our
environment and quality of life. With Measure R—and you have
heard a lot about it and you will consistently throughout this day—
in 2008, which the Chamber, our business organization, fully sup-
ported—we fully supported a tax increase, if you can imagine that.
A Chamber of Commerce—and worked to help pass, the region is
committed to investing in our transportation system.

In our city’s history, businesses collaborated with our local offi-
cials, the environmental community, and labor, a coalition that
again sits in front of you today united in support for a program to
accelerate the development of those Measure R projects.

Our county’s voters did their part by taxing ourselves. Now
Washington must do its part. Innovative financing tools from the
Federal Government will stretch tax dollars further without any
major impact to the Federal budget.

Of course, we have all been talking about TIFIA. So by enhanc-
ing and expanding the current TIFIA program, the Federal Govern-
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ment will meet the positive demand to finance transportation
projects and create much-needed new jobs. A flexible TIFIA pro-
gram is needed that can move forward individual projects or a uni-
fied collection of projects. I am told that an enhanced TIFIA pro-
gram could see as much as a 33 to 1 return. So by investing $1
of Federal money, as an interest-free loan against our infrastruc-
ture bonds locally, we can put up to $30 to work.

Senator BOXER. Could you say that one sentence again?

Mr. CzyzYK. By investing $1 of Federal money, as an interest-
free loan against our infrastructure bonds, we put as much as $30
to work.

As a business owner, that makes good sense to me. I wish I had
that kind of return in my business. This is the kind of collaboration
we need from Washington.

Specifically, the L.A. Chamber of Commerce recommends an in-
crease to the TIFIA funding cap to reflect current demand. Existing
funding is sufficient. The program is severely oversubscribed and
eligible, high-quality and creditworthy projects are being turned
away. Increasing the funding cap will help projects from California
to Florida. That was for Congressman Mica’s benefit.

[Laughter.]

Mr. Czyzyk. This will accelerate transit construction. This will
put people to work.

Our Chamber also specifically supports something that we have
not spoken about, an increase to the airport passenger facility
charge by $2.50 to help fund the needed improvements for our
other airport called LAX. Why not finance improvements like the
rest of the world by charging the users? After all, that is how the
sales tax system works, and it is fair. It is a fair way to raise
funds.

In conclusion, it is important to recognize that almost 45 percent
of the goods that line the store shelves, supermarkets, and car
dealerships around the other 49 and a half States—and the other
half is Northern California—of this country have been offloaded
from aircraft using LAX and ships docking at our two ports here
in Los Angeles, then using our roads and highways to be trans-
ported to the rest of America. Our infrastructure has taken a beat-
ing, partially for being the goods movement conduit for America.
We have stepped up by taxing ourselves to improve our infrastruc-
ture for ourselves and, unselfishly, for the rest of America. Now we
need help from the Federal Government to get our infrastructure
into the 21st century.

Our Chamber will be in Washington, DC. the first week of May
for our annual Access DC trip. We have partnered with the mayor,
MTA, the Los Angeles County Federation of Labor, and other
groups to continue advocating for these critical infrastructure in-
vestments during our visit, and we hope that many Members of
Congress will welcome our visit, those that are here as well.

Please remember we have collaborated successfully before. We
need to collaborate again.

Thank you for coming here, and I appreciate the opportunity to
testify.

[The prepared statement of Mr. Czyzyk follows:]
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Testimony of Joseph A. Czyzyk
Chairman of the Board of the Los Angeles Area Chamber of Commerce and
CEO of Mercury Air Group, Inc.
Joint Hearing of:
Senate Environment & Public Works Committee
House Transportation & Infrastructure Committee
February 23, 2011
Greater Los Angeles Veterans Administration

IMPROVING AND REFORMING OUR NATION’S SURFACE TRANSPORTATION PROGRAMS TO SUPPORT
JOB CREATION AND THE ECONOMY

Chairman Boxer and Chairman Mica and distinguished Members of the House and Senate, my name is
Joe Czyzyk and | am the Chairman of the Board of the Los Angeles Area Chamber of Commerce, the
largest business organization in Southern California. It is a privilege for me to appear before you this
morning. First, allow me to thank you for bringing this important hearing here to Los Angeles. Welcome
to our great City.

Second, a quick word of our history...it was the LA Area Chamber of Commerce, back in 1890, that
presented a resolution to Congress and hosted interested members of the House and Senate for a tour
of what we envisioned would become the Port of Los Angeles.

Today, our Ports of Los Angeles and Long Beach are the largest in the Nation and are the backbone of
trade with Asia. Our Ports are a result of collaboration between business and our federal government.

This morning, you will hear about ways to kick start vitally needed infrastructure projects here in Los
Angeles County and across the Nation. Together, we can once again become collaborators in improving
our Nation’s dated infrastructure.

You know this without me saying it—better transportation drives jobs. Getting goods to market faster
and people to work more efficiently is critical to our Nation’s economic recovery.

Here in Los Angeles, we are committed to reducing congestion, repairing and modernizing our
infrastructure and improving our environment and guality of life. With Measure R in 2008, which the
Chamber fully supported and worked to help pass, the region committed to investing in our
transportation system.

In our City's history, business has collaberated with our local elected officals, the environmental
community and fabor, a coalition that again sits in front of you today united in support for a program to
accelerate the development of those Measure R projects.

Our County’s voters did their part by taxing ourseives, now Washington must do its part. innovative
financing tools from the federal government will help stretch tax dollars further without any major
impact to the federal budget.

One way you can help is to fully fund the Transportation Infrastructure Finance and innovation Act
{TIFIA). ’
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By enhancing and expanding the current TIFIA program, the federal government will meet the positive
demand to finance transportation projects and create much needed new jobs. A flexible TIFIA program
is needed that can move forward individual projects or a unified collection of projects.

Specifically, the LA Area Chamber of Commerce recommends an increase to the TIFIA funding cap to
reflect current demand. Existing funding is insufficient, the program is severely oversubscribed and
eligible, high-quality and credit-worthy projects are being turned away. Increasing the funding cap will
help projects from California to Florida. This will help accelerate transit construction. And this will put
people to work.

In conclusion, the Chamber will be in Washington DC the first week of May for our annual Access DC
trip. We have partnered with the Mayor’s office, MTA, the Los Angeles County Federation of Labor and

other business groups to continue advocating for critical infrastructure investment during our visit.

Please remember, we’ve coliaborated successfully before. We need to collaborate again.
Thank you for coming here. | appreciate the opportunity to testify.

| hope you enjoy your time in our City of Angels.
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Senator BOXER. Thank you so much, Mr. Czyzyk. We look for-
ward to seeing you in Washington, and maybe by May we will have
a draft bill out and we will start moving on it.

OK. Our next speaker is Mr. Robbie Hunter, council representa-
tive, Los Angeles/Orange Counties Building & Construction Trades
Council. Again, members, this is labor and business sitting side by
side, and I think that is a very strong message.

Why do you not proceed?

Mr. Hunter.

STATEMENT OF ROBBIE HUNTER, COUNCIL REPRESENTA-
TIVE, LOS ANGELES/ORANGE COUNTIES BUILDING & CON-
STRUCTION TRADES COUNCIL

Mr. Robbie HUNTER. Chairman Boxer, Chairman Mica, thank
you for coming to California. The Los Angeles and Orange Counties
Building Trades Council represents 150,000 construction workers
and apprentices in the Counties of Los Angeles and Orange Coun-
ty. These trade workers work for privately owned construction com-
panies in this area.

For decades, there has been an absolute need for commuter tran-
sit and high-speed rail systems for commuters and commerce in
California. There have been upgrades and modernization in some
regions such as the Alameda Corridor, but these are few and have
been less effective due to the lack of a real grid and extended sup-
port system that would maximize their potential.

The political, business, and labor leaders of the County of Los
Angeles and the city have made the decision that they cannot ex-
pect the Federal Government to fix the gridlock in our county and
city. As a coalition, we stand ready and able to play the lead role
in paying for and moving these projects forward, hopefully with the
help of your committee.

The building trades worked closely with Mayor Villaraigosa on
Measure R and the Chamber of Commerce. At this time, the con-
struction costs—and we would ask that this committee would fund
to the level of $375 million. At this time, construction costs are
running at 20 and 30 percent below projections, and this would be
an absolute time for the Federal and State government and the
county to take an opportunity here.

The building trades and the construction industry in California—
we are running at 40 percent unemployment. There is nothing bet-
ter as a stimulus——

Senator BOXER. Say that again so everybody hears that.

Mr. Robbie HUNTER. The unemployment rate among construction
workers in California is running at 40 percent, and there is no bet-
ter stimulant than to put a paycheck in a construction worker’s
hands on a public works project. Remember, these construction
workers are working for private companies who do the lowest bid,
and the only way they are going to get the next bid is do it once,
do it right with the best trained workforce. We have the absolute
formula to make the grid here in California a success. We are ask-
ing for funding to move this forward. We will repay that funding
from Measure R. The taxpayers and the political and business lead-
ers and labor leaders of this area are united, and we are asking
for your help and your support.
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I have a lengthy testimony which I will not submit, and I appre-
ciate not having to read it out. So thank you very much.
[The prepared statement of Mr. Robbie Hunter follows:]
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Robbie Hunter, Council Representative
Los Angeles/Orange Counties Building & Construction Trades Council
02.23.11

TESTIMONY TO JOINT HOUSE SENATE FIELD HEARING ON TRANSPORTATION &
INFRASTRUCTURE

The Los Angeles and Orange Counties Building and Construction Trades Council represent 150,000
construction trade workers and apprentices who are employed by the privately owned construction industry
companies in this area,

For decades there has been an absolute need for a commuter transit and High Speed Rail System for
commuters and commerce in California. There has been upgrades and modernization in some regions such
as the Alameda Corridor. But these are few and have been less effective due to the lack of a real grid and
extended support system that would maximize their potential.

The political, business and labor leaders of the County and City of Los Angeles have made the decision that
they cannot expect the federal government to fix the gridlock in our County and state as a coalition we stand
ready and able to play the lead roll both in paying for and moving these projects forward hopefully with the
help of your committee.

Through a partnership these leaders introduced Measure R to Los Angeles County voters. It was not easy to
ask a beleaguered workforce in a time of recession to approve a ¥z cent increase in the sales tax.

Measure R needed  2/3™ of the voters to approve the measure which seemed to some impossibility. But the
citizens of this County came to realize that if they did not pay for a system to get commuters out of their cars
on the clogged freeways and clean the air, then the status quo would continue and we would build more
freeways with more cars and congestion, none of which would improve the quality of life for residents or
relieve the gross inefficiencies of our freeway system for business.

In the wake of the passing of Measure R a plan emerged commonly known as the “30/10 proposal” which
aims to build a dozen projects in 10 years instead of the original 30.

In seeking Federal loans and subsidies this County could speed the building of transportation projects which
would provide tens of thousands of private jobs, reduce traffic congestion and carbon emissions.

Infrastructure projects not only increases the productivity of the region, the projects themselves are a driving
force for the economy.

Construction workers reinvest their earnings directly back into the local economy through mortgage
payments, buying consumable items supporting small businesses, paying taxes, and having health and
retirement benefits that are provided by a private plan and not the state.
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These construction workers are working for private construction companies who competitively bid with the
understanding that the lowest and most efficient bid will win the project.

The goal of these private companies and their workers are the same. Do it once....do it right in the least
amount of time with the most streamlined, well trained, skilled workforce possible so both the employer and
worker will be the chosen contractor for the next project these are also the rules that the Building Trades live
by.

With a viable transit system in Southern California many families could be free of the need to own 2 cars or
more.

The cost maintenance and operation of an average car in California is over $4,000 per year. This money
could well be used to increase the personal wealth and quality of life for the family. The transit system
would help relieve our nation of the chronic need to import oil.

Because of the cconomic conditions at this time actual construction costs are at an all time low and
competition is at an all time high. Many large projects here in Southern California are coming in at 20% and
more below projected costs. I don’t believe there are any rules that say the Federal and State governments
cannot take advantage of this. This is a great time to build.

As a representative of 150,000 construction workers and apprentices in the Los Angeles and Orange County
area, | would ask your committee to consider our request to increase funding for the Transportation
Infrastructure Finance and Innovation Act.

This is supported by Business, Labor and citizens alike. We are not asking you to pay for these projects, we
are simply asking for loans that will be repaid with Measure R funds.

This is a model that.I believe the Federal Government could use to show other states that if they do the work,
then the Federal Government will support them.
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Senator BOXER. Thank you so very much.
Ms. Cindy McKim, director, California Department of Transpor-
tation, or Caltrans. We welcome you.

STATEMENT OF CINDY McKIM, DIRECTOR, CALIFORNIA
DEPARTMENT OF TRANSPORTATION (CALTRANS)

Ms. McKiMm. Thank you. Chairman Boxer, Chairman Mica, dis-
tinguished Members of Congress, it is my pleasure to be here today
representing the State of California. We appreciate your taking
your time to come here to our State to seek input from us.

I think that I do not want to repeat some of the key strategies
that Mayor Villaraigosa and the others on the panel have already
discussed. Suffice it to say that at the State level, we certainly rec-
ognize the need to invest strategically, improve project delivery, re-
ward efficiency, and expand private investment and the ability to
use new, creative financing tools for our projects.

One of the key issues that we have had here in California—we
are facing a huge budget deficit, as you all well know, and those
kinds of budget deficits make transportation funding extremely er-
ratic. Nothing bleeds project delivery efficiency than funding that
comes in stops and starts. We certainly encourage you to do what-
ever you can to get a reauthorization as quickly as possible. The
continuing resolutions are, frankly, kind of hurting us significantly,
both at the State and local levels.

Many of the projects that our regional agencies, our local agen-
cies are implementing are funded by a variety of funding streams.
It is very rare these days to see a project that is funded by only
one funding stream. I wish that were not the case because it would
certainly make all our lives more palatable. But at the Federal
level, you can have several different Federal programs funding the
same project on top of several State programs, on top of several re-
gional and local programs. It makes trying to chase those dollars
and administer those funds increasingly expensive and inefficient.
One of the things we really have to do is get on top of it.

One of the things that we are kind of struggling with is—I think
that Congressmember Brown mentioned the Federal Railroad Ad-
ministration not being able to get the funding out to projects. There
is an opportunity, I think, for the various Federal agencies involved
to kind of work more closely together and not have to recreate the
rules. I think one of the problems we are seeing, particularly with
the Federal Railroad Administration, is they are struggling to cre-
ate the processes that the Federal Highway Administration or the
Federal Transit Administration already have in place. So let us try
to break down some of those silos.

We recognize at the State level we need to break down some of
those same silos here. Over the years, what we have done in trans-
portation is put band aid on band aid on band aid to try to deal
with issues as they come up. It has gotten so bad that now the blob
is so full of band aids, you cannot see what is underneath. Perhaps
the budget issues that we have confronting us will give us a unique
and unprecedented opportunity to kind of close our eyes and pull
the band aids off and come up with a way that we can really en-
sure and reward efficiency and streamline project delivery.
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We need to have a system that does not discourage investment
in maintenance and operation. One of the shortcomings from my
perspective at the Federal level—excuse me—at the State level is
we spend a lot of time getting projects built, funding the projects
to get them built, and we do not provide adequate recognition of
the ongoing costs of maintenance and operation. That is one of the
benefits of public/private partnerships, I think, as the way to be
able to demonstrate that managing a project through its life cycle,
funding a project through its life cycle will result in improved effi-
ciencies. I think anything that you can do to kind of reward that
behavior would be of benefit.

We have talked about goods movement. We absolutely need to
have a goods movement strategy that works better nationally be-
cause that is a key problem for us.

The next authorization has the opportunity to streamline project
delivery. We appreciate Chairman Mica’s commitment to speeding
up the time it takes to deliver Federal projects. Again, I think that
we have an opportunity to do that by kind of breaking down those
silos between the various Federal agencies. Extended processing
time for environmental clearances, Federal permits and reviews
adds to the cost of projects and delay mobility. We need to try to
get more of those reviews and permits issued on a concurrent basis.

California, I would like to point out, is the only State to have
fully implemented the NEPA delegation pilot program, and that
pilot program has saved us years in delivering projects. We would
like to see that pilot program made permanent so that we can con-
tinue to achieve those benefits for Californians and get the projects
out more quickly.

We also would like to work to develop programmatic advanced
mitigation for natural resource impacts, a more corridor-based ap-
proach, rather than the kind of project-specific mitigation strate-
gies that we have had. The opportunity to do that mitigation bank-
ing.

Thank you very much for your attention, and if there is anything
I can do to help in this effort, please let me know. Thanks.

[The prepared statement of Ms. McKim follows:]
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Good moming Senator Boxer, Representative Mica, members of the
Jjoint committees and other distinguished guests. I’m Cindy McKim,
Director of the California Department of Transportation. | appreciate
the opportunity to speak to you today on behalf of Governor Jerry
Brown and the citizens of California.

I want to provide you with a clear sense of the transportation issues
facing this state — the most populous in the nation and the eighth largest
economy in the world.

Our economy depends heavily upon a complete, efficient transportation
system,; it carries the goods, people and services that, in turn, power
California — and America’s — prosperity. Transportation’s importance in
this state and to the rest of the nation cannot be over-stated.

California has invested heavily at the state and local level in a
transportation system that is responsible for benefits that ripple
throughout the economies of every other state in the nation. More than
40 percent of containers moving into and out of America use
California’s highways, railroads, ports, and airports. With 12 percent of
the nation’s population, California is responsible for almost 14 percent
of the nation’s Gross Domestic Product.
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However, California cannot do it alone. We urge Congress to enact
visionary legislation, with a bold funding plan that meets today’s
challenges. We all know the Highway Trust Fund isn’t keeping up with
needs. In addition, the National Surface Transportation Policy and
Revenue Study Commission has reported that the nation faces a $140
billion annual investment shortfall with regard to maintaining existing
transportation assets and expanding our road and transit systems to
handle future growth. If we want a viable transportation system, we are
going to have to invest strategically, streamline project delivery, and
reward efficiency.

Reauthorization needs to ensure the financial integrity of the
Highway and Transit Trust Funds. The financial integrity of the
transportation trust fund is at a crossroads. Current user fees are not
keeping pace with needs or even the authorized levels in current law.
The current revenue stream will not provide thé revenue or stability
needed, especially as new fuels enter the marketplace. This
authorization will need to stabilize revenues and prepare the way for the
transition to new methods of funding our nation’s transportation
infrastructure, such as the flexibility to use creative financing tools. We
appreciate Senator Boxer’s work to strengthen and expand the TIFIA
program.

We need to rebuild and maintain our transportation infrastructure
in a good state of repair. Conditions on California’s (and the nation’s)
surface transportation systems are deteriorating while demand is
increasing. This is adversely affecting the operational efficiency of our
key transportation assets, hindering mobility, commerce, quality of life
and the environment.
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Our economic health demands that we establish goods movement as
a national economic priority. Interstate commerce is the historic
cornerstone defining the federal role in transportation. The efficient
movement of goods across state and international boundaries increases
the nation’s ability to remain globally competitive and generate jobs.
You can help by creating a new federal program and funding sources
dedicated to relieving growing congestion at America’s global gateways.
This congestion is acting as a trade barrier and creating environmental
hot spots.

Our urban areas deserve enhanced mobility through congestion
relief within and between metropolitan areas. California is home to
six of the 25 most congested metropolitan areas in the nation. These
mega-regions represent a large majority of the population affected by
travel delay and exposure to air pollutants. We ask that you increase
funding for enhanced capacity for all modes aimed at reducing
congestion and promoting mobility in the most congested areas.

The next authorization has the opportunity to streamline project
delivery. We appreciate Chairman Mica’s commitment to speeding up
the time it takes to deliver federal projects. Extended processing time
for environmental clearances, federal permits and reviews, etc., add to
the cost of projects and delay needed mobility improvements for the
traveling public. Given constrained resources, it is all the more critical
that these clearances and reviews be kept to the minimum possible,
consistent with good stewardship of natural resources.
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I’d like to point out that California was the only state to fully implement
the National Environmental Policy Act (NEPA) delegation pilot
program contained in SAFETEA-LU, which California began using in
2007. Through this program, Caltrans has assumed most federal
responsibilities for environmental documents and now completes routine
NEPA documents about 14 months earlier than before. Overall project
delivery timeframes have improved as well. California recommends that
this successful pilot be made permanent.

California is working to develop programmatic advance mitigation for
natural resource impacts. The next authorization can facilitate this
innovative strategy by allowing greater flexibility to do advanced
mitigation based on mutually approved modeling.

You can consolidate federal programs to improve efficiency and
provide flexibility. The Administration’s surface reauthorization
proposal suggests consolidating 55 highway programs into five “core
programs”, along with other program consolidations in other areas. If
this includes giving the states flexibility in making funding decisions
that are appropriate for them, it is a good start to providing the flexibility
we need.

We are looking for a continued, stable, and reliable long-term
investment strategy from Washington that can support the transportation
infrastructure necessary to continue our nation’s economic supremacy.
No other action by Congress could serve transportation as well, create as
many jobs, or build badly needed infrastructure as effectively as that
action.
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To reiterate, the reauthorization should include provisions to:

¢ Ensure the financial integrity of the Highway and Transit Trust
Funds.

e Rebuild and maintain our transportation infrastructure.

e Make goods movement a national priority.

* Reduce congestion in metropolitan areas.

e Streamline project delivery and extend California’s NEPA
delegation.

o Consolidate federal programs

We will continue working with our federal partners at FHWA, as well as
our local transportation partners to meet California’s transportation
needs. These partnerships have been critical to our success.

I’m grateful for the time you have given me, and I look forward to
working with you in the future. And now, if you have any questions or
comments, [ would be glad to hear them,
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Senator BOXER. Oh, there will be. We thank you very much.
Ms. Kathryn Phillips, Director, California Transportation and Air
Initiative, Environmental Defense Fund. Welcome.

STATEMENT OF KATHRYN PHILLIPS, DIRECTOR, CALIFORNIA
TRANSPORTATION AND AIR INITIATIVE, ENVIRONMENTAL
DEFENSE FUND

Ms. PHILLIPS. Thank you. Thank you for inviting me to this.
Thank you for holding this in California. Thank you for making
such an effort to make it a bipartisan, bicameral effort. I think that
that is extraordinarily important especially today.

I want to note that I am representing Environmental Defense
Fund and speaking for Environmental Defense Fund, but we are
also a member of Transportation for America, which is a coalition
of more than 400 organizations dedicated to transportation system
improvements and to bringing our system up to a 21st century
standard. So while my comments do not necessarily reflect every-
thing that every member would believe in, I think you would find
that there is an awful lot of consistency with what I say. But I am
not speaking for T4 today, but there are a number of T4 members
in the audience.

I want to share a few thoughts regarding freight transportation
policy and also talk a little bit about the National Environmental
Policy Act.

But before I do that, I also wanted to make you aware that aside
from my professional interests that informs my testimony, I am
also informed by having grown up in a car-dependent Southern
California town with a father who was a long distance truck driver
and a mother who did not have a driver’s license. So I understood
very early on that a reliable freight transportation system is essen-
tial to the economy—it was certainly essential to our household
economy—and that the availability of good public transit can make
or break access to every sort of opportunity. It was the way I got
to school.

So on to freight. As has already been mentioned, freight is essen-
tial to our economy, so I will not belabor that. But I will note that
the Port of Los Angeles alone provides about a million jobs in the
Southern California region and 3 million jobs nationally. So if you
take that and you just multiply it across the country where we
have rail yards, ports, hubs, corridors, trucking distribution cen-
ters, so on and so forth and logistics, you will see how important
freight is to the economy.

But it also comes with some heavy environmental costs. It pro-
duces about half the Nation’s smog-forming nitrogen pollution and
more than a third of the fine particulate matter pollution. It is the
leading source of toxic diesel soot and it is one of the fastest grow-
ing sources of greenhouse gas emissions.

I want to also emphasize it is not just a California problem. It
is something that we see all over the country.

Even as the freight system drives the economy, its pollution saps
the economy. There has already been a mention of some of the
costs. Economists estimate that in Southern California conserv-
atively not meeting Federal ambient air quality standards costs
about $22 billion just in the L.A. Basin. In the San Joaquin Valley,
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it is about $6 billion annually. Can you imagine? You add that up
and that is more than California’s current budget deficit. If we had
that money just for 1 year, what would that do? So it is very essen-
tial that we cleanup the air pollution. In this basin, freight system
emissions linked to the Port of Long Beach and Los Angeles rep-
resent the largest single fixed source of air pollution.

Meanwhile, demand is growing, and it is overwhelming the
freight system. Reliability, especially in urban hubs, is uneven at
best, nonexistent at worst, and studies show that freight users cite
reliability as a key attribute to their transportation choices, some-
times more important than speed.

They also—and this is I think really important—recognize the
need to reduce the system’s environmental impacts. We have
brought together members of environmental justice, mainstream
environmental groups, freight system operators, freight system
users, and we are all in agreement that you need to do something
to reduce freight’s environmental impacts to ensure that you can
continue to operate freight without any kind of community de-
mands for stopping freight activity.

So our sense is that if we simultaneously focus on simultaneously
modernizing freight and reducing its environmental impacts, we
are going to have a win-win situation. We have seen some of that
happen at the Port of Long Beach and L.A. where they have been
able to dramatically—they have come up with a really aggressive
Clean Air Action Plan. They have been already dramatically cut
ports emissions, and they are still looking to the future to do other
port emission reductions.

Now, the Federal Government clearly cannot pay for everything
and solve all of these problems of needed improvements in the
freight system alone. However, that money that we do spend, that
the Government spends, it can invest in the freight system smarter
and help ensure that national goals for the economy and the envi-
ronment are met through the freight system because it both costs
money if we do not address both things simultaneously.

I have provided some written testimony that lists a lot of specific
things, but I just want to mention a couple of them.

One is if within the bill

Senator BOXER. You need to summarize really fast.

Ms. PHILLIPS. If within the bill we define project eligibility for
the Highway Trust Fund spending in a way that emphasizes sys-
tem performance outcomes, then we will be in a better place.

I want to very quickly just talk about NEPA.

Senator BOXER. Your time has run out. What do you want to tell
us? What are the top three things?

Ms. PHILLIPS. The top three things on NEPA is it is important
to remember it is a coordinating tool. It is not the law. It is the
coordinating tool. That is really important, and when it is applied
properly, it brings all the community interests and all the planning
interests together early.

Second, few people are interested in delaying good transportation
projects that simultaneously provide that better system and the
better environmental outcome.

Third, while some people have suggested that removing environ-
mental review requirements or scaling back the requirements will
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significantly hasten project completion, this is not borne out by the
limited research.

Really what is needed is exactly the kind of thing that has al-
ready been raised earlier, and that is, for agencies to be brought
in as early as possible in the planning process, the community to
be brought in as early as possible. Then we do not encounter the
kinds of conflicts in the end.

Thank you.

[The prepared statement of Ms. Phillips follows:]
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Chairwoman Boxer, Chairman Mica, Representative Hunter, and members of the
committees, thank you for inviting me to testify today. My name is Kathryn Phillips and
I direct Environmental Defense Fund’s transportation policy work in California and at
the federal level. Environmental Defense Fund, or EDPF, is one of the leading
organizations dedicated to protecting and preserving our nation’s air, water, and natural
resources. We do this by relying on science, economics, law and policy advocacy and we
partner with a range of other entities, including businesses, in our efforts to develop and
apply workable solutions to some of the toughest environmental challenges.

EDF is also a member of Transportation 4 America, a coalition composed of more
than 400 organizations, including many represented by members of the audience. While
my remarks today may not reflect those of every member of the T4 coalition, I can
accurately say that all of us in T4 are united in our desire to see a better, more efficient
transportation system in this country.

Today I will address ways to get to that better system through surface
transportation policy, especially the federal transportation bill. I will specifically address
freight policy, and also the National Environmental Policy Act (NEPA). As an
environmentalist and transportation policy analyst, my focus, of course, is on how to
improve the environmental performance of the system. While my professional
background is essential to this discussion’s framing and substance, you should be aware
that my thoughts are also informed by my experience growing up in a car-dependent
Southern California town with a father who was a long-distance truck driver and a
mother who did not have a driver’s license. I understood early that a reliable freight
transportation system is essential to the economy, and that the availability of good
public transit can make or break access to every sort of opportunity.

Freight Transportation
Economic and Environmental Impacts

Surface freight transportation—from rail to trucks to ships and barges--is the
backbone of America’s economy. It is nearly impossible to pass a single day in this
country without touching something that benefited from that system. Our food, our
clothing, the electronic gadgets we love and hate—all of it came to us through that
system.

The system also provides a plethora of jobs, from the people who help load and
unload ships and trucks, to the people who work in logistics and figure out how to make
sure a load gets where it needs to go. The Port of Los Angeles alone takes credit for
producing about 1 million jobs in the Southern California region, and 3 million jobs
nationally through its direct and indirect impacts.:

1 Port of Los Angeles. Accessed February 19, 2011:
http://www.portoflosangeles, nance/economic i ct.asp.
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The cargo delivery has come with heavy environmental costs. Today, the freight
system in this country is responsible for about half the smog-forming oxides of nitrogen
pollution and more than a third of the fine particulate matter pollution. The freight
system is the leading source of toxic diesel soot pollution. It also stands as one of the
fastest growing sources of greenhouse gas emissions.

Just as the freight system helps drive the economy, the system’s pollution saps
the economy. In the Los Angeles Air Basin where we sit today, economists estimate that
not meeting ambient air quality standards costs the people living in this basin about $22
billion a year through health costs, premature death, lost days at work and school.2 In
this basin, emissions from ships, trains, trucks and equipment at the port of Long Beach
and Los Angeles represent “the largest single fixed source of air pollution in the Los
Angeles Basin.”3

Demand Quverwhelms Infrastructure

Despite the freight system’s economic importance and environmental impacts,
the system has been allowed to deteriorate. Today it carries more than 60 million tons
per day, or the equivalent of about 2.4 million truckloads of goods, and has grown
substantially in the last 15 years or s0.4 For instance, in the decade beginning in 1997,
trucking ton-miles grew by 22 percent, and rail grew by 25 percent.s By 2020, that
number is expected to grow to more than 9o tons per day.6 Yet the infrastructure and
operations have not kept pace.

Our freight system’s reliability, especially in urban hubs, is uneven at best,
nonexistent at worse. You've probably heard the common complaint that it can take
longer for a train of goods to cross Chicago than it takes to cross the country. In this
Southern California region, the system’s congestion is evident on nearly every freeway,
but especially on those surface streets and freeways running between the ports and the
inland rail yards and distribution centers. A 2009 study of freight modernization needs
by the Rand Corporation found that most freight users interviewed cited reliability “as a
key attribute in their transportation choices, sometimes more important than speed.””

2 Hall, Jane and Vic Brajaer. The Benefits of Meeting Federal Clean Air Standards in the South Coast and
San Joaquin Valley Air Basins. November 2008. Accessed February 18, 2011
http://business.fullerton.edu/centers/iees/reports/Benefits%200f%20Meeting%20Clean%20Air%20Stan
dards.pdf.

3 South Coast AQMD. “AQMD to Hear Public Concerns About Ports’ Air Poltution During Two Special
Meetings at Long Beach City Hall.” October 24, 2006. Accessed February 18, 2011:
http://www.agmd.gov/newsi/2 mobileboardmeetingPR html.

4 Hillestad, Richard, Ben D. Van Roo, and Keenan D. Yoho, Fast-Forward: Key Issues in Modernizing the
U.S. Freight-Transportation System for Future Economic Growth. Rand Supply Chain Policy Center.
Rand Corporation. 2009. Accessed February 18, 2011: hitp://www.Rand.org.

5Ibid.

6 Phillip R. Herr. Approaches to Mitigate Freight Congestion. Government Accountability Office.

November 20, 2008. Accessed October 2009: http;//www.gao.gov/new.items/d09163r.pdf.
7 Hillestad, op. cit.
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Despite freight transportation’s economic and environmental impacts, until
recently, the freight system—as a system—has not received the attention it deserves in
federal transportation planning and funding. In the federal transportation bill in the
past, it has been assumed that by providing funding for highways and roadways, freight
transportation will be effectively addressed. In fact, this approach hasn’t worked to
effectively modernize the system so that it works better and cleaner.

Modernize the Freight System While Reducing Environmental Impacts

It is possible to simultaneously modernize America’s freight system, improve its
efficiency AND reduce its environmental impacts, especially its air pollution and
greenhouse gas emissions. Not only is it possible, it is necessary. This is an opinion that
I can confidently say is shared by a range of people who work within the freight
industry. It is not just the opinion of the environmental community. And it is an opinion
based on what we have seen in the United States and abroad: When communities,
businesses, freight system operators and governments make simultaneously cleaning up
and modernizing the freight system a priority, it has happened, and the ability to
continue operating freight without work-stopping community conflict is improved.

Just one example: The Clean Air Action Plan adopted in 2006 by the ports of
Long Beach and Los Angeles laid out a multi-year, multi-step program to reduce those
ports’ emissions while growing its business. To date, the ports have cut port-related
emissions by a third to more than a half, depending upon the source, and they have
continued to update their air cleanup plans to incorporate new innovations to reduce
emissions.® Port activity continues to be robust and is showing good recovery from the
economic downturn,

The federal government cannot solve or pay for all of the modernization needed
in the freight system. However, the money the government does invest can be spent to
get more benefit from limited dollars. It can also influence how and where others invest,
and ensure that national goals for the economy and the environment are met through
freight system improvements.

Federal Transportation Bill Improvements

The federal transportation bill reauthorization provides an important
opportunity to make our freight system work better. The new bill can help make
America’s freight system meet demand while reducing the systems air pollution, water
pollution and noise through targeted provisions. These include:

. Define project eligibility for Highway Trust Fund
spending in a way that emphasizes system performance
outcomes, including freight movement reliability and
environmental performance. This will encourage applying the most

8 Port of Los Angeles. “2010 Clean Air Action Plan Update Approved.” News Release. November 22, 2010.
Accessed February 19, 2011:

http://portoflosangeles.org/newsroom/2010_releases/news 112210 CAAP update.pdf.
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appropriate approach to improve bottlenecks, including intermodal
approaches. Research shows that the conflict between freight trucks and
passenger cars in urbanized areas is one particularly insidious freight
system slower. The best way to improve the system in these cases can
include providing more reliable public transit options to commuters to
reduce roadway congestion and conflict on key freight corridors. In other
cases, investing in on-dock rail terminals or grade separations where rail
and roadways meet would reduce conflicts between truck traffic and rail
traffic.

. Regquire the Secretary of Transportation, in
consultation with the Environmental Protection Agency, to
establish freight reliability and environmental performance
standards to help inform project eligibility for federal funding.
This will help ensure that the most serious bottlenecks are addressed in a
way that delivers lasting—not temporary--benefits.

. Require the Secretary of Transportation to develop
within one year a national freight plan that identifies key hubs,
ports, corridors and gateways whose improvement is essential
to simultaneously meet pressing reliability and environmental
and public health goals. This planning will help establish where special
attention should be directed.

. Create an Office of Multimodal Freight within the
office of the Secretary of Transportation. The mission of the office
should be to advance simultaneous improvements in freight
transportation reliability and environmental impacts. Among other things,
this office’s duties would include working closely with U.S. EPA to identify
and implement ways to reduce freight system impacts on local
communities.

. Establish technical assistance funds for states and
regions to distribute to appropriate entities to develop port,
gateway and corridor clean-up plans. Clean-up plans help freight
system operators thoughtfully consider the best way to modernize their
system. To get the best plan, though, often requires technical knowledge
beyond the operators’ normal range.

. Establish a competitive grant program that
recognizes innovation and encourages projects that
simultaneously deliver system reliability and emissions and
other environmental impacts reductions. Funding competitions
established through the transportation bill have proved effective in driving
transportation planners and engineers to work with other entities to
develop better ways to address problems. This could be a new stand-alone
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freight improvement competitive grant program. Or the same effect could
be achieved through spending criteria assigned to formula funds.

. Direct funding toward better data collection on
freight system needs and impacts. DOT has improved its freight data
collection and analysis, but there are still gaps and needs. The gaps include
data on the system’s environmental, community, economic, job and trade
impacts.

. Develop grants for testing and deployment of
cleaner freight system technologies. This would be an appropriate
inclusion in the bill’s research and development section. For instance,
American-made electric heavy-duty trucks suitable for port drayage have
been developed. Broader in-the-field experience and demonstrations is
needed to help test and develop greater acceptance and reduce vehicle
costs. Incentives to employ these trucks would provide this in-field
experience and help develop a market. Likewise, incentives to accelerate
replacement of other freight-system equipment powered by older, high-
polluting diesel engines—such as gantry cranes, yard hostlers and switcher
locomotives—would help modernize while reducing emissions.

. Encourage operational improvements. Operational
improvements are “the most effective near-term source of increased
capacity” according to the Rand Corporation.? They simultaneously
improve efficiency and reduce environmental impacts. They include such
measures as congestion pricing on freight corridors to better manage
existing infrastructure; time-of-day port access pricing; reducing or
changing packaging to carry more goods per trip; and improving
intermodal access to allow use of the most efficient mode for the length of
trip or type of cargo handled. There are various ways to encourage
operational improvements through the transportation bill, including
grants to demonstrate the feasibility of or to deploy certain operational
improvements (e.g. congestion pricing), or establishing funding criteria
that gives preference to project applicants who have demonstrated they
have employed a suite of operational improvements.

The list I have just presented is not exhaustive. I do hope, though, that it will
provide some assistance as you look for ways to improve the transportation system
while reducing its environmental and public health costs.

National Environmental Policy Act

The Causes of Project Delay

9 Hillestad, op. cit.



52

I would like to turn to the National Environmental Policy Act (NEPA) and the
continuing discussion about its role in transportation project delay.

First, it’s important to note that NEPA is a coordinating tool. That is, it doesn’t
set environmental standards; other laws do that. NEPA provides a way to make sure that
transportation projects are consistent with our nation’s environmental and public health
protection goals. It essentially makes sure that the agencies charged with enforcing
environmental laws, and the public that will live with the consequences of the project,
are brought into the project planning earlier than experience showed happened before
NEPA was adopted in 1970.

Second, I think it’s fair to conclude that few are interested in delaying good
transportation projects that simultaneously offer better transportation options while
also improving a community’s physical and public health environment. Nevertheless,
there is some evidence that some projects are taking longer to complete than what
appears reasonable.

It is hard to pin down exactly how many projects are unreasonably slow or how
long is too long because the literature and data neither broad nor deep. Estimates for
project lengths seem to average around 4 to 7 years, with some outliers averaging twice
as long. A few key studies completed in the last decade identify a list of reasons for
excessive project length, and the most common reasons tend to vary a bit among the
studies.’® However, reasons that seem to rank high for delaying or adding time to
projects include:

s project redesign or design additions;
the need to relocate businesses;
project complexity;
lack of funding for the project;
local objections to the project; and
interagency communications problems.

While environmental review makes it onto the extended lists, review isn’t the
most frequently cited cause. This makes sense because, in reality, very few projects are
actually required to complete an Environmental Impact Statement (EIS)—the full
analysis possible under NEPA. In 2001, of all highway projects that received federal
funds, only 3 percent of projects, accounting for 9 percent of funds, had an
environmental impact significant enough to require preparation of an EIS.1* Nearly all

1 For a good overview of two recent studies, plus her own, see Dill, Jennifer. What Influences the Length
of Time to Complete NEPA Reviews? An Examination of Highway Projects in Oregon and the Potential
for Streamlining. Paper Submitted for Presentation to the 85t TRB Annual Conference (January 2006).
Paper revised and submitted November 2005. Accessed February 19, 2011:
http://dot.alaska.gov/stwddes/desenviron/assets/pdf/ resources/nepareviewtime.pdf. Also, for a fourth
and most recent study, see Keck, Dennis, et al. Accelerating Transportation Project and Program Delivery:
Conception to Completion. National Cooperative Highway Research Program, Report 662. Transportation
Research Board. 2010. Accessed February 19, 2011:

online trb linepubs/ne nch t_662.pdf.
uDill, Thid.
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federally funded transportation projects have been eligible for Categorical Exclusions or
Findings of No Significant Impact (FONSIs),'2 both of which substantially abbreviate
any environmental review requirements.

Dangers Inherent in Weakening Environmental Review

Some people have suggested that removing environmental review requirements
or substantially scaling back the requirements for transportation projects will
significantly hasten project completion. Again, this isn’t borne out by the limited
evidence. What appears to be more successful in speeding good projects is an increased
empbhasis on bringing experts from resources agencies into the project planning phase
early, before the project’s formal environmental review begins. SAFETEA-LU Section
6001 has encouraged transportation agencies to routinely invite environmental, land
management and natural resources agencies to participate in all the planning studies
early, and this appears to be helping reduce time-delaying conflict later. At least 20 of
27 state DOTSs reported that they have revised their practices to include earlier
consultation and engagement. 13

As one researcher concluded after reviewing other studies and interviewing
agency staff responsible for completion of 12 Oregon-based highway projects:

Efforts to streamline the process may not alter overall timelines significantly simply
because deadlines are set. Instead, the most significant improvements to the process are
likely to come from better communication and information, along with earlier
involvement. If a streamlining effort can succeed in these areas, the formal review
process may be shorter. Perhaps more importantly, the process could result in better
projects and better environmental outcomes.'*

NEPA is not perfect. But it has too often been the focus of debates about project
delays when it hasn’t been the culprit. Bad planning, poor communication and a range
of other issues—including lack of funding for resource agency staff to produce the
analyses needed—are also in play, and must be addressed.

The Orange County Transportation Authority has been working to develop a
proposal for ways to reduce barriers that add unnecessary time to project delivery. One
reason I am very interested in this effort is that it promises to fairly address the range of
issues involved in delay. As Will Kempton, executive director of OCTA recently testified,
he “has specifically reassured the environmental community in California and at the
national level that none of the recommendations from the Breaking Down Barriers
initiative are intended to eliminate necessary environmental protections related to
federal projects.”

2 .S, General Accounting Office. Highway Infrastructure: Perceptions of Stakeholders on Approaches
to Reduce Highway Completion Time, April 2003. Accessed February 20, 2011:

hitp://www.gao gov/new.items/do3308.pdf.

13 National Cooperative Highway Research Program. Legal Research Digest 54: Practice Under the
Environmental Provisions of SAFETEA-LU. Transportation Research Board. December 2010.

u Dill, Op Cit.
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That said, we have just witnessed a range of attacks on basic environmental
protections moved through the House through the budget process. This has been
profoundly disappointing to the environmental community and put most of us—and
lawyers who work on environmental issues—on high alert. I worry that regardless of
OCTA’s or others’ good intentions, there may be further attempts to weaken
environmental review through the transportation bill. If that occurs, the result will be a
resurgence of lawsuits to stop projects—the type of lawsuits that are relatively rare today
because environmental review requires agency and community consultation. We’ll get
stuck in a cycle that feeds the court but doesn’t help deliver the kind of transportation
system America needs.

Conclusion

There is no doubt that Americans want clean air. We all want clean water. We
want to be confident that future generations will be able to know the joy of discovery
that nature offers. We also want the practical benefits that a good transportation system
offers. We want to fix our local sidewalks, streets and bridges. We want better, more
innovative public transit to help us manage our budgets as fuel prices rise. We want a
freight system that provides good jobs, but doesn’t poison us with toxic emissions.

The challenge now is to push beyond the charged political atmosphere and
deliver both a clean environment and an effective, efficient transportation system. I
remain optimistic that can be done. Ilook forward to working with all of you as you
develop the next federal transportation bill to help deliver such a system.



55

Senator BOXER. Thank you so very much.

Next, Mr. Will Kempton, CEO, Orange County Transportation
Authority, who has been so helpful to me personally over the years.
So we welcome you.

STATEMENT OF WILL KEMPTON, CEO, ORANGE COUNTY
TRANSPORTATION AUTHORITY

Mr. KEMPTON. Thank you, Senator.

Chair Boxer, Mr. Chairman, members, it is a pleasure to be here.
I am Will Kempton. I am wearing two hats today. I am the chief
executive officer of the Orange County Transportation Authority,
but I am also chair of Mobility 121, which is a regional coalition
of business and transportation agencies that support a common
transportation agenda here in Southern California.

Let me just say at the outset we know you have a difficult task.
I think you will hear from my colleagues here today understanding
that. You will have to balance expectations with the fiscal facts of
life, and that is a tough task in anybody’s book.

I will say at the outset that we do support early action on a 6-
year bill and immediate extension of an authorization through the
end of this fiscal year. We are happy to know that both chairs are
in concert on that point. It is going to maintain current pro-
grammatic levels through September. It is going to provide some
certainty, and when you are managing a capital program, you must
have that certainty, as the Director of Transportation indicated.

So as Mr. Shuster said, you are faced with doing more with less,
but I think there are some opportunities in this process as well. We
see three specific opportunities: a way to increase leverage, a way
to be more innovative, and certainly some reforms.

Self-help counties, the counties in California that raise their own
local sales tax, pay for transportation, have raised billions of dol-
lars for transportation. That is an example of leverage. Our 6-year
plan that we have provided you copies with in the testimony costs
about $3.7 billion, but 70 percent of those funds are coming from
the local level.

Innovation. You have heard about expanding and institutional-
izing TIFIA. We agree with the specifics that Mayor Villaraigosa
outlined. The 30/10 concept, Build America bonds, GARVEE bonds,
innovative financing will allow you to stretch dollars.

Now, reform. I want to talk a little bit more specifically about re-
form. We have an initiative known as the Breaking Down Barriers
initiative. It is in concert with Administrator Mendez’ Every Day
Counts initiative, with the chair’s 437 Plan, consistent with the
President’s executive order, and with the House resolution 72, and
we are coordinating with the environmental community on that
plan because we do not want this proposal to eliminate or minimize
environmental protections. So we will be working with State and
Federal environmental groups to make sure that that is accom-
plished.

We have about 2 dozen specific changes which we are going to
be making available to you all in about 30 days as we finalize those
changes, but let me give you some examples.

First of all—you have already heard about this—extending and
expanding the NEPA delegation. Five States granted that author-
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ity under SAFETEA-LU. Only California took advantage of it. As
Ms. McKim indicated, time savings of 10 to 14 months per project.
We have quite a database of projects that have been approved
under this process here in California.

Do not let the planning process delay project implementation, as
it did during the American Recovery and Reinvestment Act. Why
could we not get money out more quickly? Because we had to go
back through the Federal process to qualify projects for those dol-
lars. There are ways that we can fix that and we will recommend
those to you.

Compress and overlap the sequential activities. If you look at a
bar chart that shows design, environmental review, design, right-
of-way, et cetera, those activities can be overlapped to save time.
We want to employ a prompt action provision. We are working with
the environmental community on this, but some defined require-
ments for project-level reviews. If you can sign a partnership agree-
ment between the regulatory agencies and the sponsoring agency,
you can waive that requirement because in that agreement you will
agree to schedule and other activities.

Practical design, doing things a little bit cheaper. It is not so
much an emphasis on standards.

Extend the pre-award spending authority that exists on the tran-
sit side to the highway side so that you can actually begin activities
sooner.

These are all activities that can be done to improve project deliv-
ery, to get jobs out faster. The emphasis of our role is breaking
down barriers so we can create jobs more quickly.

Madam Chair, I am happy to answer any questions at the appro-
priate time.

[The prepared statement of Mr. Kempton follows:]
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Chair Boxer, Chair Mica and members of the House Transportation and
Infrastructure and Senate Environmental and Public Works Cormmittees, my name is
Will Kempton and | am the Chief Executive Officer of the Orange County
Transportation Authority (OCTA), located in Orange County, California. | am very
pleased to be here today to share with you our ideas regarding how the future
transportation reauthorization legislation can create jobs, improve our economy and
improve the hves of those who reside and travel in Southern California.

OCTA is. par‘( of a larger coalition of Southern California busmess and public
transportation entities, called Mobility 21, which | currently chair. Last week, Mobility
21 visited Washington and set out a vision for transportation reauthorization for
Southern California during these difficult economic times. That vision requires doing
more with less as we address some of the most stubborn congestion in the nation
and creating the jobs needed to bring the economy back to health. First Mobility 21
recognizes that, in spite of the recession, investment in transportation infrastructure
is- essential to the creation of jobs and global competitiveness. Second;, we
acknowledge the benefit of innovative financing tools to stretch iocal investments.
Finally, Mobility 21 endorses the efforts of OCTA and others to expedite and improve
the dehvery of federal projects to accelerate the creation of jobs,

That regional vision. of transportation forms the framework for the efforts of OCTA
and other transportation providers in ‘Southern California to work in a new
partnership with-the federal government in these-difficult times. ' Whether it is the Los
Angeles 30-10 program, Riverside County's need for TiFIA funding, or OCTA’s
capital needs along with our efforts to break down existing barriers to expedited
project delivery, we hope that the federal government will continue its important role
in the investment of ‘transportation by supporting the kind ‘of regional partnership
commitrents which we are making here in Southern Califomia.

At OCTA we are more than equal partners in the funding' of transportation
infrastructure projects. This year will mark the successful completion of $4.1 billion in
locally funded transportation improvements promised to Orange County voters in
1990, when they approved Measure M, a twenty-year half-cent {ocal sales tax
program. At the same time, we are beginning implementation of a renewed
Measure M program that was approved by nearly 70 percent of our-voters in 20086,
and is projected to provide more than $15 billion in-new local funding for freeway,
regional/local streets and roads, and transit improvements by 2041.

OCTA’s six-year p!an for federal capital projects has prewous[y been shared with the
Committee Chairs and is attached to these Temarks. It shows a fist of ten multimodal
projects intended to attack regional congestion, improve the effi iciency of highway,
transit and goods movement in and through Orange County, and improve livability in
the most populous cities within the County. Most importantly, the plan reflects
OCTA's belief that a strong State and local financial commitment must lead the way
to project funding. The total cost of this plan is $3.7 billion, with $2.61 billion, or over
70%, being provided from anticipated state or local revenues and user fees.
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Several key projects in this plan demonstrate the strategic use of limited resources
to provide the largest benefit for Orange Cou'nty The plan includes two new start
transit projects designed to improve mobility in two of the densest parts of Orange -
County the Santa government. center/downtown -area .and the Anaheim
resort/professrona! sports area. These two.projects were developed from a region-
wide OCTA planning process and Measure M commitment to increase the reach of
the Metrolink commuter rail system by creating urban circulator systems.

The Santa Ana prOJect is antrcrpated to be.a streetcar system that would travel along
a major. east-west corridor providing access from the Metrolink commuter rail station
through Santa Ana’s downtown to the Santa Ana Civic Center, state and federal
government offices and courthouses. The system would reduce traffic congestion,
reduce emissions, promote livability, support economic development, improve land
use and provide a more pedestrian-friendly community in central Santa Ana.

The Anahelm Rapid Connection project is envisioned to operate as a high-capacity
transportation system, providing convenient and efficient transfers to Metrolink
commuter rail, Amirak, bus and future high-speed train services at the Anaheim
Regional Transportation Intermodal Center (ARTIC). The 3.5 mile system will
connect residents, workers and visitors to ARTIC, the Anaheim Convention Center,

new mixed use office and residential development in the area.and the ‘Anaheim-
Resort, rncIudlng Dtsneyland - .

Another project from thlS plan wm address the San Diego Freeway: (1:405) in Orange
County. This project will add new lanes to eleven miles of 1-405 from the Costa Mesa
Freeway (State Route 55) to the San’ Gabriel River Freeway (lnterstate 605),
generalty within the existing nght-of-way (ROW)

The project is currently in the environmental clearance phase- and there are three
build alternatives under consideration, ranging from the addition of one general
purpose lane in each direction, two general purpose lanes in each direction and an
express. lanes alternative, which would add one general purpose lane and one
express lane in each direction. Under this last aiternative, the new express fane and
existing high-occupancy vehicle (HOV) lane would be operated as a two-lane folled
express facility.in each direction (consistent with-the existing operation of the State
Route 91 Corridor) and HOV's would ride free, or be discounted at peak hour. This
project may provide an option for the application -of tnnovatlve procurement
techniques and potential private investment.

While we strong!y support efforts to build high speed rail in California, we also
recognize the need to continue to make improvements to existing rail corridors in
order to improve system efficiency and safety. Therefore, the OCTA plan also
includes grade separation projects along the LOSSAN Corridor in Orange County.
The LOSSAN Corridor, connecting Los Angeles to San Diego through Orange
County, is the second busiest:passenger rail corridor in the nation, carrying 2.5
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million passengers last year..Expanded track capacity in the LOSSAN corridor, using
existing rolling stock, could significantly reduce travel times between San Diego and
Los Angeles and. could be completed by 2016. Continued federal support for high
speed rail and federal investment in rail infrastructure will aid in the. movement of
goods and people in Southern California arid improve the economy nationwide.

OCTA hopes that the committees will place -an emphasis in reauthorization
legisiation on-funding projects such as the ones contained in the OCTA plan, where
federal goals of congestion reduction and: livability are being accomplished with a
strong local financial commitment and where there is consideration of innovative
arrangements to leverage federal funding commitments.

As important as pro;ect funding is, OCTA also understands that an lmponant key to
creating jobs and improving the economy is efficient, expe_dlted project
implementation. It is well known that federally funded projects often take an-
extraordinary length of time--as much as 14 years- from the time of funding

availability to project completion. This is time wasted in processxng that slows down
the creatton of jobs

Any infusion of construction jobs into the economy at this particular time brings.an
added. benefit. Right now, bids on constriiction projects at OCTA, throughout
California and around the nation are coming in-at between 25 and 40 percent below
engmeermg estimates: This means if we can the funding and build projects now, we
can receive more benefit for the public dolars spent. In the past year alone, OCTA
has saved $138 miliion from construction bids below engineering estimates. This
savings will be put to work to pay for other unfunded projects in the county.

In early 2010, OCTA, led by Board Member Peter Buffa, began discussions with top
United States Department of Transportation officials ‘and key Congressional leaders
rega,rdmg»the 'opportunity to unlock the jobs tied up in the federal project delivery
process and create jobs in Orange County and throughout the nation. This earlier

creation of jobs can be accomplished without the expendlture of massive amounts of
federal funds.

OCTA's discussions w1th Congress and the Administration over the. past months
have revealed that others in Washington share the view that now is the time to
expedate federal funding and reduce the burdensome requxrementsllong associated
with major federal projects. The Federal Highway Administration’s (FHWA) “Every
Day Counts”, initiative seeks to identify and deploy innovation aimed at shortening
project delivery. The 437 Plan of House Transportation and Infrastructure
Committee Chair John Mica (R-FL) is seeking to apply the goal which was achieved
in the shortened timeframe it took to rebuild the collapsed Interstate’ 35W bridge in
Minneapolis, to all federally funded projects. President Obama recently authored an
op-ed- piece in the Wall Street Journal criticizing “absurd and 'unnecessary
paperwork requxrements that waste time and money” and lssuxng an Executive
“Order to review existing rules that stifle job creation.



61

The Breaking Down Barriers initiative has been a process of listening and collecting
the experiences of OCTA counterparts in California and across the nation.. OCTA
has reached out to state and local governments, as well as key transportation
industry and business associations such as the American Association of State
Highway Transportation Officials (AASHTQ), the American Public Transportatlon

Association (APTA) and the U. S. Chamber of Commerce for their a55|stance in this
initiative. )

OCTA has conducted over 40 confidential interviews over the past four months with
project implementers and trade associations in .an effort to colléct the widest
sampling of recommendations as to where changes in the status quo can expedite

project delivery. The interviews found that delay in project delivery can be attnbuted
to the following causes:

a. A misplaced federal focus on micromanaging in the name of good project
‘control; :

b. Amisplaced reliance on document length in the name of quality;
c. A focus on processing in place of advancing projects;
- d. A failure to adopt a federal, state, and local partnership effort to replace
the highly risk-averse attxtude presently associated with federal
~ oversight,
e. An-erroneous belief that delay is evidence of dlllgence
f.

A failure to penalize delay and reward innovation at the federal and
state or local level. : :

The OCTA final report is stil in development, but to date we have identified more
than two dozen changes inexisting federal law, regulations, or practices which could
speed up the project delivery process. These recommendations are grouped into.
three general areas. The first set of recommendations is intended to shift the federal
focus to the outcome of delivery of a transportation benefit. -Actions supporting this
goal include: providing for universal pre-award spending to state and local entities;
clarifying the transportation improvement program amendment process; extending
the NEPA delegation - authority; removing redundant steps in the environmental

review process, and providing for modular or scenario-based .conformity
determinations.” :

The second set of recommended actions would encourage federal and state or local
project managers to team together for project performance. Actions supporting this
goal include: the ability to enter into pro;ect and program delivery partnering plans;
establishment of “prompt action” provisions at key decision points in the project
approval process; establishment of a partnering award- program to positively
reinforce prompt project action; and creation and funding of halson positions to move
projects through decision chokepoints.
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The third set of recommendations focus on strategies that recipients can employ
mternally, in conjunction with federal funding agencies, to reap time and cost
savings.  Actions supporting this goal would include the development of
transportation program data bases and project information that can be universally
accessed; the establishment of a federal grant program for innovative contract
management;, and investment in the intemal capabilities to use innovative
contracting mechanisms effectively. '

OCTA has specifically reassured the environmental community in California and at
the national level that none of the recommendations from the Breaking Down
Barriers initiative are intended to eliminate necessary environmental protections
related to.federal projects. Instead, they are designed to expedite those projects in
an environmentally responsible way. OCTA will continue to inform and invoive the

environmental community and all other interested parties as this initiative
progresses. ' o

Three specific examples of proposed process improvements will serve to show that
the Breaking: Down Barriers initiative is not intended to eliminate necessary
environmental requirements. First, the report will recommend the expansion and
continuation of the NEPA delegation which was authorized by SAFETEA-LU.
California is the only state which took advantage of this program and- after over three
years the delegation has been an unqualified success, with statewide average time
savings between 10-14° months and median time savings between 14 and 19
months,

Second, the report will hlghhght that the plannrng process should not delay project
implementation. Programming power should be delegated tolocal- MPO's to amend
the Transportation improvement Program. (TIP) quickly and with minimal federal
delay. Once projects are in the TIP, grantees should be trusted to be able to move
forward on project implementation, even before formal grants are authorized. This is
already true with regard to the' transit formu!a program, but is not the case onthe
hlghway side. ’

Third, the report will advocate for a "prompt action” provision in law whereby federal
agencies would be required to act on project approvals within.a set timeline. This
provision could be coupled with a “carrot’ that would waive the timeline where the
grantee and the federal agency work together through a voluntary “partnership plan”

which sets clear project deadhnes and delegates project responsibility to the
grantee.

Again, we appreciate the monumental task facing the committees as you work to
enact the nation's next transportation reauthorization. We look forward to working
with you on this important and critical endeavor. Thank you once again for the

opportunity to testify today. l would be pleased to answer any questions from the
committees. ,
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Senator BOXER. Thank you so much, Mr. Kempton.

Next we are so pleased to welcome Steve Heminger, executive di-
rector of the Metropolitan Transportation Commission. Welcome,
Steve.

STATEMENT OF STEVE HEMINGER, EXECUTIVE DIRECTOR,
METROPOLILTAN TRANSPORTATION COMMISSION

Mr. HEMINGER. Thank you, Madam Chair. It is wonderful to be
surrounded by all these Southern Californians.

[Laughter.]

Mr. HEMINGER. I am also wearing two hats, as Will is, today be-
cause, as you know, I also served and was privileged to serve as
a member of the National Surface Transportation Policy and Rev-
enue Study Commission which was chartered by Congress to give
you some advice on this subject a few years ago. I think our advice
is still timely and I wanted to briefly summarize that report in
terms of three R’s like we learned in school. The first is reform.
The second is restructuring, and the third is reinvestment.

I do strongly believe still that what we need in our Federal
transportation program is a comprehensive reform. It is not a reau-
thorization. It is a new beginning, perhaps not a blank of sheet of
paper because you have heard today there are several programs
that are worth building on, but I think it is time for an entirely
fresh look.

Let me mention two examples. One of them is how we select
projects. We still have a system that pretty much measures in
terms of how many projects did we build, how much steel did we
acquire, how much asphalt did we lay. What we really need to be
looking at is outcomes. How much delay did we reduce? How much
economic growth did we provoke? How much environmental benefit
did we provide? hat is the shift we need to make.

Second, in terms of project delivery, I could not agree more with
the things that Will has said. The Minneapolis bridge that I know
Chairman Mica has used constantly, a project that took 13 months
instead of the typical 13 years, which is the average for the Federal
Highway Administration. We do not have a process that is stopping
bad projects. We have a process that is making good projects that
we end up building, cost more, and take too long.

An example in the Bay Area. We had a bridge, a new interstate
bridge, the Benicia Crossing, Senator. We moved that bridge three
times in the design process because the different Federal agencies
could not agree where they wanted it. That is, in my opinion,
where the nub of the problem is. It is not NEPA. It is not CECWO.
It is the permitting agencies, and they need to get on the same
page. I think in this authorization, you really need to read them
the riot act.

Second, restructuring. I think you were aware that our report I
think surprisingly found that there are 108 separate program cat-
egories in the surface transportation law, and I think it is fair to
say that if you have 100 priorities, you really do not have any at
all. Our recommendation was to consolidate down to 10 programs.
The President’s proposal, released a few days ago, consolidates. I
certainly hope you will head in that direction.
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My testimony covers what I would consider the holy trinity. In
terms of my three favorite recommendations, one would be a pro-
gram focused on rebuilding America, on fixing the infrastructure
we have built, a second on global competitiveness, on goods move-
ment and freight, and a third on metropolitan mobility which
would focus on the economic engines that drive this country.

Finally on reinvestment, this is where we really are in a pickle.
As you know, the main funding source for this program is a user
fee, but for some reason we called it a gas tax I guess just to make
people mad about it. So we have taken a fee and called it a tax.
Now, it is an excise tax which means that if you do not adjust the
rate, inflation and fuel efficiency gives everybody a tax cut every
year, and that is what has been happening. But none of you get
credit for the tax cut. All we do is have less money to spend on in-
frastructure. So it is the craziest darned system that you could
think of.

The level of that investment that we have in the next bill is obvi-
ously one of your most important policy decisions. I am not going
to sit here and lecture you or suggest to you what the right number
is. Our policy commission did recommend a significantly higher
funding level, and I think the case that we made for it is still
strong.

But what is undoubtedly true is that we get the transportation
system that we pay for, and we are not paying much for it now and
it shows.

So let me conclude, if I could, as the Northern Californian maybe
with a Hollywood reference. I would like to go back to the introduc-
tory remarks, and I think you both mentioned that you were sitting
together at the State of the Union. I could not help think about the
ending of Casa Blanca, you know, this is the beginning of a beau-
tiful friendship. I certainly hope you write us a beautiful bill.

Thanks very much.

[The prepared statement of Mr. Heminger follows:]
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Good morning, Chairman Boxer, Chairman Mica, and members of the
committees. My name is Steve Heminger and I am executive director of the
Metropolitan Transportation Commission (MTC). MTC is the metropolitan planning
organization and regional toll authority for the San Francisco Bay Area. I was also
privileged to serve on the congressionally-chartered National Surface Transportation
Policy and Revenue Study Commission, which published its report Transportation for
Tomorrow in January 2008. 1 attach the executive summary of that report to my
testimony for the record.

Like many in the transportation community, [ was delighted to see the two chairs
of these committees sitting side-by-side at the most recent State of the Union Address. It
is commendable that you have continued to exemplify that spirit of bi-partisanship by
convening this joint field hearing. Perhaps, as the classic movie ending goes, “this is the
beginning of a beautiful friendship.” Such a strong partnership — between the House and
Senate, between Democrats and Republicans - has never been more essential to rescue a
federal surface transportation law adrift on a sea of short-term program extensions,
General Fund borrowing, and competing national priorities. We desperately need your
leadership to firmly grasp the wheel and chart a new course for the nation’s infrastructure

investment programs. Our hopes are very much in your hands.
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Iknow that in your role as senior Members of Congress, you are currently
engaged in a debate in Washington DC about a fundamental question: what is the proper
role for the federal government in our national life? That broad question is especially
relevant today in the specific field of surface transportation investment. During
construction of the Interstate Highway System, the mission of the federal government
was crystal clear: to convert lines on a road map into miles of concrete, asphalt and steel.
Some two decades since the substantial completion of that engineering marvel, it is much
more difficult to discern what the federal program is up to. In the words of our Policy
Commission report: “The Commission believes that surface transportation programs
cannot fully contribute to economic growth, international competitiveness, or other
national goals without a national investment strategy. Furthermore . . . this investment
strategy can serve as a basis for allocating funds among States and metropolitan areas to
maximize the return on Federal investment and achieve the greatest overall improvement
in surface transportation conditions and performance.” Or as the father of the Interstate
System put it more bluntly: “Plans are nothing; planning is everything.”

Transportation for Tomorrow recommended several areas of intense focus for a
renewed level of federal investment; let me highlight three of them in my brief testimony
today. First, there should be no question that Job #1 is to protect the federally significant
infrastructure we’ve already built. The Interstate System is the nation’s most important
surface transportatioh asset, with a replacement value in the trillions. Anyone who’s
done any driving lately knows what kind of shape it’s in. The nation’s seven largest rail
transit systems face a staggering repair backlog of $50 billion. Deficient bridges litter the

landscape —~ sometimes, tragically, quite literally. While the elevated investment in
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system maintenance during the “TEA Era” has improved conditions somewhat, we are
still earning failing grades in the annual report of the American Society of Civil
Engineers. We can and must do better.

Second, if any transportation priority justifies a robust federal role better than
goods movement, I don’t know what it is. Freight flows freely between state borders and
beyond our national borders in the global economy. Article I, Section 8 gives Congress a
constitutional mandate “to regulate commerce with foreign nations, and among the
several states.” Yet, among the 108 federal surface transportation programs in current
law, not a single one is dedicated to goods movement on a meaningful national scale with
all modes — rail, truck, and water - eligible for investment. The goods movement
challenge facing the United States is too daunting for any single state to overcome, even a
state as large and dynamic as California. The Ports of Los Angeles and Long Beach are
Exhibit A for a new federal focus on freight, so you’ve brought this joint hearing to the
right place.

Finally, I would be derelict in my duty as a board member of the Association of
Metropolitan Planning Organizations if I did not make the case for a more productive
partnership between the federal government and the nation’s major metropolitan areas.
Just the top 50 metropolitan areas génerate 60% of U.S. gross domestic product. In
transportation terms, the same areas account for 90% of all public transit commuters and
suffer nearly 100% of urban traffic congestion. These economic engines are not firing on
all cylinders because the federal transportation program still treats them as wards of the
States, rather than as valuable partners in creating the nation’s future economic

prosperity. The Policy Commission recommended that a distinct federal program be
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established to de-congest the flow of both people and goods in these major metropolitan
areas, and I continue to believe that such an approach would pay huge economic
dividends — not just for those regions, but for the country as a whole.

In transmitting his plans for the Interstate System to Congress in 1955, President
Eisenhower stated: “Our unity as a nation is sustained by free communication of thought
and by easy transportation of people and goods . . . Together the unifying forces of our
communication and transportation systems are dynamic elements in the very name we
bear — United States. Without them, we would be a mere alliance of many separate
parts.” In recent reauthorization squabbles over donor state guarantees and project
earmarking, Tke’s message seems to have gotten lost. It's never too late to make a fresh
start, however, and your committees have the goodwill and best wishes of numerous
transportation stakeholders across the nation to do just that.

Thank you both very much for the opportunity to testify at this joint field hearing.

I would be pleased to respond to any questions you might have.
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Preamble

A modern, smooth-functioning national surface
transportation system is essential for economic
suceess in a global economy and is also a key de-
terminant of the quality of life enjoyed by cisizens
throughout America. Yer for to lang —- since
substantial completion of the Interstare High-
way System in the late 1980s —- this country has
facked a clear, comprehensive, well-articulated and
widely understood strategic vision to guide trans-
portation policymaking at the national level.

In its last major transporsation bill, Congress ad-
dressed the need for such a guiding vision directly.
Noting that “it is in the National interest to
preserve and enhance the surface ransportation
S)’STCI“ 0 meet

Tt should be the goal of this nation o
create and sustain the pre-eminent surface
cranspartation system in the workd.

the needs of
the United
States in the

21st cenrury,”
Congress established the National Surface Trans-
portation Policy and Revenue Study Commission
to undertake 2 thorough review of the nation’s
eranspostation assets, policies, programs and rev-
enue mechanisms, and to a prepare a conceptual
plan that would harmonize these elements and
autline a coherent, long-term transportation vision
that would serve the needs of the nation and its
citizens.

This Commissian has worked diligently to fulfill
this charge, meeting and holding public hearings
across the country during an intensive 20-month
study period. Our findings and recommendations
— calling for bold changes in policies, programs
and institutions — are contained in our report,
Transportation for Tomorrow. Here we offer an
executive summary of key aspects of the report.
The full report can be found on the Commission’s
website at www.transportationfortomorrow.org.

Create and sustain the pre-eminent surface trangportation system in the warld.

A New Vision

Just as it helps to know your destination before
starting off on a wrip, our Commission believed at
the outset that it is imporant o have in mind a
vision of what the national surface transportation
system might look like - ar at least how we'd like
it to function — in the middle of the 21st centwry:
But before we even began to skerch this funaristic
picture of the system, we agreed among ousselves
that our fundamental motivation should be to
help the United States to crente and sustain the pre-
eminent surfuce ransportation system in the world.
We decided o aim high, in other wards, and thar
pledge has sustained us through many long and
sometimes contentious meetings — and has in the
end allowed us to reach agreement on a surprising-
ly wide range of often sweeping policy proposals.

Our teport, Transportation for Tamerrew, attemprs
to chart a course with this fofty goal as a destina-
ton. It is an action plan aimed at an ultimate
achievement — to be the best — and we offer it
with full faith thar this goal can be reached and the
vision realized.

In our view, the United States could lay claim to

best-in-class status in surface transportation when

all of the following statements hold true:

B Facilities are well maintained

® Mobility within and berween metropolitan
areas is reliable

® Transporration systems are appropriately
priced

#®  Traffic vojumes are balanced among roads,
rails and public transit

#  Freight movement is an economic priority

Safety is assured

B Transportation and resource impacts are
integrated
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#® Travel options are plentiful
& Rational regulatory policies prevail

Speaking more broadly, we envision a surface
transportation system where funding and funcricn
are inextricably linked. When making invest-
ments — and we do believe that substantial new
transportation investments will be required - we
must demand results, the kind of results that can
be estimated in rigorous benefit-cost analyses and
tracked by means of performance-based ourcomes.
We envision a system where needed transporta-
don improvements can be designed, approved
and completed quickly, and without unnecessary
delays. We see a system that is fully integrated by
mode (rail, road and highway), and which pro-
vides mobility to all users (urban commuter, aural
resident, freight hauler), The transportation system
we seek is environmencally seasitive, energy-
efficient and technologically up-to-the-minute.
And, above all, we envision a transportation sys-
tem thar fosters economic development and spurs

Executive Summary

outpur and productivity growth at fevels never
seen before in history.

said in

1 other words, and as we Hly, we think
it should be the goal of this nation 1o create and
sustain the ¢ surfice 0,
in the world.

system

Today's Problems

Conditions on America’s

rface oransportation
systems — aur roads, bridges and highways, our
passenger and freight rail facilities, our public tran~
sit networks re deteriorating. In some cases,
the physical infrastructure itself is showing the
signs of age. In almost all cases, the operational ef-
ficiency of our key transportation assets is slipping,
and we have no agreed upon methods or solutions
t restore them 1o an optimat level of wility.

Highway congestion, especially in our larger met-
ropolitan regions, exacts a heavy toll on commut-
ers and their families, and on the busin that
rely on highways to ger their products to marker.”
in figures compiled by the Texas Transportation
Institute, congestion cost the American economy
an estimated $78 billion in 2005, measured in
terms of wasted fuel and workers' lost hours.
gestion caused the average peak-periad rraveler to
spend an extra 38 hours of travel time and con-
sume an additional 26 gallons of fuel. Yer, we do
not yet have a clear, nationally sancrioned strateg;
for breaking gridlock’s chokekold on our economy
and quality of life. Contributing to the scale of the
problem is a deeply entrenched over-reliance on
the personal automobile for travel in urban corri-
dors. Strategies ro shift more trips to public transit
will play a farge role in any forward-thinking effores
w reduce congestion. Similarly, intercity passenger
rail offers oppartunities to reduce the reliance on
the auto for longer-haul trips. In many places, we
also will need new highway capacity as well.

~on-

“Travel on the nation’s surface transporiation syster
is far roo dangerous. Highway travel, in particu-
lar, must improve its safety record. In 2006, over
42,000 people lost their lives on American high-
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Source: Energy information Adminisiration
ways, and almost 2.6 million were injured. High-
way travel accounts far 94 percent of the faralities
and 99 percent of the injuries that occur on all
surface transportation facilities. Although fatalicy
and injury rates have fallen on a total-miles-driven
basis, these numbers are still unacceprably high.

Energy security has become a critical trans-
portation issue. The nation’s mobility is largely
!

dependent on gasoline and diesel fuel, and the

transpostation sector as a whole accounts for two-
thirds of U.S. petroleum use {see Exhibit 1), The
steeply rising cost and unreliable supply of oil puts
great strains on American households and busi-
nesses, and the greenhouse gases emitted when oil
products are burned are now recognized as a chief
contributor to global warming. Transportation
policy must work in tandem with energy policy to
reduce reliance on petroleum fuels and promore
research on alternatives.

Because the nation lacks a clearly articulated trans-
portation vision to guide investments — and an
objective, pecformance-based method of assessing

Create and sustain the pre-eminent surface transportation systern in the world:

individual projects — Investment decisions are
often made for political rather than good planning
reasons. Congressional earmarking of transporta-
tion improvements increased from 10 projects

in 1982 to more than 6,300 projects in the Safe,
Accountable, Flexible, Efficient Transportation
Equiry Act: A Legacy for Users (SAFETEA-LU,
for shory), passed in 2005, Similarly, private sector
transactions that affect the nation’s publicly owned
transportation network must be accomplished in a
transparent manner, so that the public is confident
their interests are protected.

Future Challenges

Over the next 50 years, the population of the
United States will grow by some 120 million
people, greatly intensifying the demand for
ransportation services by private individuals and
by businesses. Most of that growth will occur in
metropolitan areas {see Exhibic 2). Because it is
unlikely that the transportation supply side can
keep up with all of this growth, congestion will
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increase and spread beyond the traditional morn-
ing and evening rush hours to affect ever-length-
ening periods of each day.

If, as expected, the world economy grows and
becomes more globally integrated duting the next
half-century, the U.S. will experience higher trade
volumes and greater pressures on its international
gateways and domestic freight distribution net-
work, Economic forecasts indicate that freight vol-
umes will be 70 percent higher in 2020 than they
were in 1998 (see Exhibit 3), Without improve-
ments to key goods-movement networks, freight
transportation will become increasingly inefficient
and unreliable, hampering the ability of American
businesses to compete in the global marketplace.

Any effort to address the future transportation
needs of the United States must come 1o grips
with the sobering financial reality
dertaking. Estimates indicate that the U.S, needs
1o invest at least $223 billion annually for the next
50 years to upgrade our existing transportation
nerwork to a good state of repair and o build the
more advanced facilities we will require to remain
competitive. We are spending less than 40 percent
of this amount today, and the current fuel-tax-

of such an un-

Executive Summary
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based revenue mechanisms probably cannot be
relied upon alone 1o raise the needed sums.

The impact of transporcation projects on the envi-

ronment will properly be given increased attention
in the furare. Plans and projects to improve trans-

portation cannot be made at the expense of the na-
tion’s environment, and the costs associated with

prosecting the environment must be considered,
and funding for midgation commirted, during the
planning and environmental scoping process. The
drive for cleaner fuels and greater energy security
ngly important factor in the
development of funure transportation plans and
programs at the national level.

also will be an incre:

At the same time, overly onerous and procedure-
bound environmenial review processes can often
serve to delay the speedy and cost-conscious
delivery of important transportation improve-
ments. Major highway projects take about 13 years
from project initj
the Federal Highway Administration, and Federal
Transit Administration figures indicate thar the
average project-development period for New Starts
projects is in excess of 10 years. That is simply o0
long. Without diminishing environmental safe-

tion te completion, according to
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guards, it will be essential 1o reform and stream-

line certain envir | review requirements
to ensure that the large sums that must be spen
to improve transportation are not made larger
still due to delay and the consequent inflation of
Project costs.

Recommendations
For Reform

The surface transportation system of the Unired
States is at a crossroads. The future of our nation’s
well-being, vitality, and global economic leadership
is at stake. We must take significant, decisive action
now to create and sustain the pre-eminent sutface
transportation system in the world. Here are some
of the key elements of what needs to happen.

increased Investment

To keep America competitive, we are recommend-
ing a significant increase in investment in our na-
tional surface transportation system. The projected
funding shortfalls — to maintain our existing

&= China

systems and expand capacity where necessary o
meer the challenges of the 21st century - are
enormous and ominous. To close this investment
gap, we will need increased public funding. We
will also need increased private investment. More
tolling will need to be implemented and new and
innavative ways of funding our future system will
need to be employed. And we will need to price
for the use of our system, which will help reduce
invesment nweds.

Federal Government a Full Partner

We are recommending that the federal government
be a full partner - with states, local governments
and the private sector — in addressing the loom-
ing transpartation crisis. The problem is simply two
big for the states and local governments to handle
by themselves, even with the help of the private
sector. We believe that the federal government
must continue to be 2 major part of the solution,

And if's not just that the problem is big. The
federal government has a strong interest in our na-
tional surface transportation system. This system i¢
of vital importance to our economy, our national

=¥ Other Far East

e European Unian
waligea. LAYN Aiatica {not Mexico}

S Mide Eagt

Sources: Globat insight World Teade Servic

Create and sustain the pre-eminent surface transportation system in the world.

alent unit
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defense and our emergency preparedness. Our
transporation netwark is critical to the interstate
and regional movement of people and goods,

economic grawth, global competitiveness, envi-
ronmental sustainability, safery, and our overall
quality of life.

A New Beginning

In addition to putting more money inte che
system, we also must create a system where
investment is subject to benefit-cast analysis and
performance-based ourcames. We need a system
that ensures each project is designed, approved
and completed quickly; one that provides a fully
integrated mobility system that is the best in the
world; one that emphasizes modal balance and
mobility options; one that dramatically reduces
fatalities and injuies; one that is environmentally
sensitive and safe; ane that minimizes use of our
scarce energy resources; one that eases wasteful
wraffic defays; one that supports just-in-time deliv-
ery; and one that allows economic development
and output more significant than ever scen befare
in history.

In order to accomplish these objectives, we have
concluded that major changes will be necassary.
We believe that the federal surface rransportation
program should not be reauthorized in its current
form. Instead, we should make a new beginning.
Here are the key elements of the new beginning
we recommend for the next authorization bill.

First, we are recommending that the federat
program should be performance-driven, ourcome-
based, generally mode-neurral, and refocused ro
pursue abjec
More specifically, we are recommending that the
ing surface transportation programs in

J and related laws should be replaced
with the following 10 new federal programs:

¢s of genuine national interest.

® Rebuilding America - state of good repair
& Global Competitiveness ~ pateways and

goods movement

- Execdutive Surmmary

8 Metropolitan Mobility ~ regions greater than
1 million population

8 Connecting America — connections o
smaller cities and towns

8 Intercity Passenger Rail — new regional
networks in high-growth corridors

& Highway Safety — incentives o save lives

® Environmental Stewardship — both human
and natural environments

# Fnerpy Security ~ development of alternative
transpostation fuels

®  Federal Lands - providing public access on
federal property

& R h and Develop
(’!‘A(iﬁﬂﬂl {'CS{‘Z“'Ch pmgrau\

- a coherent

US DO, state and regional officials, and other
stakeholders would establish performance stan-
dards in the federal program areas outlined above
and develop detailed plans to achieve those stan-
dards. Detailed cost estimates also would be devel-
oped. These plans would then be assembled into 2
national surface transportation strategic plan.

Federal investment would be directed by the na-
rional surface transportation steategic plan. Only
projects called for in the plan would be eligible
for federal funding. And all levels of government
would be accountable 1o the public for achieving
the results promised.

Commission acknowledges that these recom-
mendations represent a major departuse from
current faw. The federal program has evolved intw
what is now essendially a block grant model, with
tirdde accountability for specific outcomes. Devel-
oping performance standards and integrating them
into a performance-driven regimen will be chal-
lenging but we believe the rewards will be worth
the effort. In addition to making better use of
public moneys to accomplish critical national ob-
jectives, the Commission’s recommended approach
of performance standards and economic justifica-
tion would do much to restore public confidence
in the transportation decision-making process. In
such an environment, we believe Congress and the
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public would be more amenable to funding the
nation’s fransportation investraent needs.

Second, we are recommending thar Congress es-
tablish an independent National Surface Transpor-
ration Commission (NASTRAC), modeled after
aspects of the Postal Regulatory Commission, the
Base Closure and Realignment Commission, and
state public utility commissions. The new federal
commission would perform two principal plan-
ning and financial funcrions:

The NASTRAC would oversee various aspects

of the development of the outceme-based per-
formance standards in the federal program areas
outlined abave and the derailed plans o achieve
those standards, and it would approve the national

transportation strategic plan.

Qnce the national strategic plan has been ap-
proved, the NASTRAC would establish a federal
share to finance the plan and recommend an
increase in the federal fuel tax to fund that share,
subject to congressional veto.

‘Third, the project delivery process must be
reformed by retaining all current environmental
safeguards, but significantly shortening the time
it takes to complete reviews and obtain permits.
Projects must be designed, approved and builr as
quickly as possible if we are to meet the transpor-
tation challenges of the 21st century.

Paying the Bill —
“There Is No Free Lunch”

Policy changes, though necessary, will not be
enough on their own to produce the wransporta-
tion system the nation needs in the 21st century:
Significant new funding also will be needed. We
list our major revenue recommendations below.

First, we are making the following general recom-

mendations:

8 1t is imperative that all levels of government
and the private sector contribute their appro-
priate shares if the United States is to have the

Create and sustain the pre-eminent surface transportation system in the worid: m

pre-eminent surface transportation system in
the world.

8  We strongly support the principle of user
financing that has been at the cose of the na-
tion's transportation funding system for halfa
century.

#  We are recommending continuation of the
budgetary protections for the Highway Trust
Fund, so that user fees benefit the people and
industries that pay them.

Second, we recommend that legislation be passed
in 2008 to keep the Highway Account of the
Highway Trust Fund solvent and prevent highway
investment from falling below the levels gnaran-
reed in SAFETEA-LU {see Exhibir 4),

Third, we are making the following specific recom-
mendations with respect to transpartation funding
in the period between 2010 and 2025:
B  As noted above in “Future Challenges,” the
annual investment requirement to improve
the condition and performance of all modes
of surface transportation — highway, bridge,
public transit, freight rail and intercity pas-
senger rail — ranges between $225-340 bil-
tion. The range depends upon the extent of

iry proj



81

k-hour pricing implemented on congested
nrban highways in lieu of physical capacity
expansion. To address this investmenr wrget by
providing the wraditional federal share of

40 percent of total teansportation capital fund-
ing, the federal fuel tax needs to be raised by
25-40 cents per gallon. This increase should be
phased in over a period of five years (5-8 cents
per gallon per year). This rate increase should
be indexed to the construction cost index.

We are also recommending other federal user-
based fees to help address the funding short-
fall, such as a freighe fee for goods movement
projects, dedication of a portion of existing
customs duties, and ticket taxes for passenget
rail nprovements. Tax and regalatory policy
also can play an incentvizing role in expand-
ing freight and intermodal networks.

In addition, we are recommending that
Congress remove certain barriers to tolling
and congestion pricing, under conditions
that protect the public intetest. This will give
states and focal governments that wish to
make greater use of tolling and pricing the
fexibility to do so. More specifically, we are
recommending that Congress modify the cur-
rent federal prohibition against rolling on the
Interstate System to allow:

tolling to fund new capacity on the
Interstate System, as well as the flexibility
te price the new capacity to manage its
performance; and

congestion pricing on the Interstate
System (both new and existing capacity}
in metropolitan areas with populations
greater than 1 million.

We are recommending that Congress encous-
age the use of public-private partnerships,
including concessions, for highways and other
surface transportation modes. Public-private
pareaerships can serve as a means of attracting
additional private investment to the surface
transportation system, provided that condi-
tions are included to protect the public inter-
est and the movement of interstate commerce.

m Exscutive Summary

& Swate and local gavernments have many differ-
ent types of revenues to draw upon for their
share of new investment. They likely will
have to raise motor fuel, motor vehicle, and
other related user fees. In addition, many m
take advantage of the expanded opportunities
in tolling, congestion pricing and pubtic-
private partnerships that our recommenda-
tions propose.

Fourth, we are making the following specific rec-

ommendations for transportation funding in the

post-2025 era:

#® The motor fuel tax continues to be a viable
revenue source for surface transportation
at least through 2025. Thereafter, the most
pramising alternative revenue measure appears
to be a vehicle miles rraveled (VMT) fee, pro-
vided thar substantial privacy and collection
cost issues can be addressed. The next autho-
rization bilt should require a major national
study 1o develop the specific mechanisms and
strategies for transitioning to the VM fee or
another aleernative to the motor fuel tax to
fund surface transportation programs.

‘Let’'s Get Moving”

We believe that 2 strong transportation system is
important enough to mount a large-scale effort for
change; indeed we believe it is viral to the eco-
nomic future of the nation and the well-being of
its citizens. Transportation for Tormorrow presents

a case for fundamental reform that we believe is
compelling — and that we hope is persuasive. We
invite you to join us as we take actions to turn our
recommendations into reality. It is time to deliver
to the people of this nation a simple but meaning-
ful message: “Let’s get moving.” Together, we can.

ON RO,
o %

Nons
an Rcortor Yo

wivw.transportationfortomorrow.org
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Senator BOXER. I wish I looked like Lauren Bacall too.

[Laughter.]

Senator BOXER. You cannot always get what you want.

OK. Our last speaker—and certainly not least—is Ms. Anne
Mayer, executive director, Riverside County Transportation Com-
mission.

For the benefit of our visitors, we have what we call an inland
empire, and this is what happens. They get the results of—you
know, we get the goods coming into Los Angeles and Long Beach
and they go through the country through the inland empire. Now
that my home is in Riverside County, I see the results of what that
means. We have huge trucks beating up Interstate 10. The smog
is fierce. It is really tough.

I am really glad you are here because we sometimes overlook the
inland empire, but no more. So we welcome you, Ms. Mayer.

STATEMENT OF ANNE MAYER, EXECUTIVE DIRECTOR,
RIVERSIDE COUNTY TRANSPORTATION COMMISSION

Ms. MAYER. Thank you very much. That was quite a welcome,
Senator Boxer. I appreciate your comments about the inland em-
pire.

Chairman Mica and members of the committee, we certainly ap-
preciate the opportunity to join you today.

I am Anne Mayer, the executive director of the Riverside County
Transportation Commission, and like some of the others, I am also
wearing two hats today. I am the chair of the Self-Help Counties
Coalition in California, representing the 19 counties who have
voter-approved sales tax measures to fund transportation pro-
grams.

We had a lot of conversation today about TIFIA, and I will sound
a little bit like a broken record, but I think this issue is so very,
very important it bears repeated emphasis. For agencies like mine
and others throughout the country, who have projects ready to go
and who have our own revenue streams, a very simple message. ex-
pand and enhance the TIFIA program now. This program is far too
limited for the massive amount of jobs that can be created and the
mobility goals that can be achieved.

A couple of specific recommendations. The first one is to expand
the size of the TIFIA program immediately. It has a tremendous
return. You have heard discussions today. For every dollar that is
invested, you can get 10 times that in return in leverage of locally
sponsored funding.

Also, allow up to 50 percent of the project costs to be covered by
TIFIA, including 100 percent of the preconstruction costs. Raising
this cap provides flexibility for agencies to finance large projects.

Third, ensure that TIFIA loans are made based on creditworthi-
ness and on the project’s contribution to regional and national mo-
bility systems. Southern California’s transportation network is ex-
tremely diverse and complex. Yet, each piece is dependent on the
other, and together all modes function as a system that keeps our
region’s and Nation’s economy moving. TIFIA should be responsible
to all of them. While San Bernardino may need a truck lane, while
Los Angeles may need a subway, San Diego needs a border cross-
ing, Riverside needs a major highway improvement, if one of these
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projects does not happen, our whole system fails, and when South-
ern California fails, the rest of the Nation fails. TIFIA cannot pre-
fer one mode over another and must remain true to Congress’ origi-
nal intent: a financial tool based on creditworthiness for projects
with major impacts on regional and national mobility.

The final recommendation for TIFIA is to allow TIFIA applica-
tions to pay some or all of the credit subsidy. Jobs are delayed
when creditworthy projects—creditworthy and shelf-ready
projects—are rejected from TIFIA because the program budget is
too small. Self-help counties like Riverside have revenue streams
that can supply the credit subsidy for otherwise worth projects.

I believe all of these reforms would have broad support and ben-
efit countless projects, but there is a very real example right here
next to Los Angeles in Riverside County that I would like to high-
light.

The State Route 91 Corridor Improvement Project is a $1.3 bil-
lion extension of the Orange County 91 express lanes through one
of Southern California’s most notorious corridors. With a TIFIA
loan, using design, build, construction, this project can go to con-
struction next year, putting those workers Mr. Hunter talked about
back to work again. 18,000 jobs can be created. $2 billion worth of
economic output can be generated for California. We could save
millions of gallons of gasoline and save commuters time. All of
these can be achieved with a minimal Federal investment in a
TIFIA partnership. I call that a good buy, but when a project like
this will need to sit on a shelf because only four or five projects like
it will be competitive in a program with probably a good three
dozen applicants in a TIFIA round, that is certainly not a benefit
for any of us.

This issue is important, not only to those of us in the transpor-
tation world, but also to those in the communities we serve. Today,
the Riverside Press Enterprise had significant coverage on TIFIA
on the 91 project, an editorial, an op-ed piece written in a bipar-
tisan fashion from Assemblyman dJeff Miller, as well as
Assemblywoman Bonnie Lowenthal. We can see a great deal of bi-
partisan focus on getting these jobs, getting people back to work as
soon as possible.

Another issue that I would like to briefly mention is the issue of
goods movement. We cannot let that go unnoticed. I would like to
highlight H.R. 526 by Congressman Ken Calvert. This bill is also
known as the ON TIME Act and provides a sensible means of pro-
viding needed funding for goods movement projects. You talked a
lot today about needing a national freight policy and developing a
goods movement program. This bill, as submitted by Congressman
Calvert, and other bills like it by many other Members, have gone
to the wayside. It is important that a bill of this type move forward
so we can address our goods movement challenges throughout the
county.

In closing, thank you very much for conducting this hearing in
Southern California, and I appreciate your leadership in addressing
transportation policy.

Thank you.

[The prepared statement of Ms. Mayer follows:]
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Improving and Reforming our Nation’s Surface Transportation Programs
To Support Job Creation and the Economy
Los Angeles, CA
February 23, 2011
Anne Mayer, Executive Director
Riverside County Transportation Commission

Good Morning Chairmanr Boxer, Chairman Mica and committee members. I am Anne Mayer,
Executive Director of the Riverside County Transportation Commission. I am also Chair of the
Self-Help Counties Coalition, which represents the 19 counties in California who have voter-
approved transportation sales taxes programs. Thank you for conducting this meeting in
Southern California and inviting me to speak before you today.

Southern California is so important as a region and so vast in terms of its size and impact that
you could be here for weeks listening to our region’s input on how vital the transportation
network is to our future. It is vital not only to ensure workforce mobility but also to maintain and
grow our vibrant economy.

The Southern California transportation network of highways and railways is an integrated system
that is only as healthy as its weakest link. A failure on one part of the system impacts the
entirety of the network. Our collective, proactive planning efforts have identified system needs in
the billions of dollars. While many of us have significant locally generated sales tax revenues, it
is also imperative that we have access to federal innovative financing programs such as TIFIA.
As has become very clear in the past few years, the current program ‘is insufficient to support the
financing of critical infrastructure improvements. Improvements needed now; mobility needed
now; jobs needed now.

Expand and Enhance TIFIA Ndw

I have one clear message for Congress on behalf of Riverside County, and I am sure on behalf of
self-help counties and agencies across the country who have revenue streams and projects that
are ready to go: expand and enhance the TIFIA program now. This program works and is far
too limited for the massive amount of jobs that can be created, and the mobility goals that can be
achieved for this country.

Let me offer several specific recommendations:

1. Expand the size of the TIFIA program immediately. TIFIA is one of the only programs
where you can say that for every federal dollar -- ten more private, local, or state dollars
are invested.

2. Allow up to 50% of project costs to be covered by TIFIA, including 100% of all pre-
construction costs. Today, only one-third of project costs can be covered by TIFIA;
raising this cap provides greater flexibility for agencies to finance large projects.

3. Ensure that TIFIA loans are made based on credit-worthiness and the project’s
contribution to a regional and national mobility system. Southem California’s
transportation network is extremely diverse and complex, yet each piece is dependent on
the other and together all modes function as a system that keeps our region’s — and
nation’s economy moving, TIFIA should be responsive to all of them. Whereas L.A.
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may need a subway and San Bemardino needs a truck corridor, and San Diego needs a
border crossing, Riverside needs a major highway improvement. If one of these projects
doesn’t happen, our entire regional system fails. When Southern California fails, the rest
of the nation fails. TIFIA cannot prefer one mode over another and must remain true to
Congress’ original intent: a financial tool based on credit-worthiness for projects with
major impacts on regional and national mobility.

4. Allow TIFIA applicants to pay some -- or all -- of their credit subsidy. Jobs are delayed
when credit-worthy, shelf-ready projects are rejected from TIFIA because the program
budget is too small. Self-help counties like Riverside have revenue streams that can
supply the credit-subsidy to otherwise worthy projects. In essence, I am suggesting that
I be allowed to pay my own way into the program if my project is worthy at ZERO cost
to the federal government. I believe this has the potential to revolutionize TIFIA.

5. Eliminate the “Springing Lien” provisions of the program, WhICh have the potentlal of
nullifying the subordinate debt status of TIFIA credit.

I believe all of these reforms will have broad national support and benefit countless projects;
however, let me give you a very real example of a project close to home that can benefit from
these ideas.

The State Route 91 Corridor Improvement Project is a- $1.3 billion extension of Orange County’s
9I' Express Lanes through one of Southern California’s most notorious corridors. It is paid for
entirely by local taxpayer dollars. With a TIFIA loan it can go to construction by early next year.
18,000 jobs can be created in the near term while adding $2 billion of economic output to
California; save million of gallons of gasoline, and save the average commuter 75 hours per year
of sitting in congestion. All of this can be achieved with only a $44 million TIFIA partnership. I
call that a “good buy.” However, the 91 Project must compete to be one of only 4 or 5 projects
that will be selected out of more than 3 dozen others around the country.

On March 1* we are submitting a TIFIA program Letter of Interest seeking a loan that will
enable the 91 Project. The 91 Project has big impacts on California jobs and our livable
communities. The 91 corridor is the mobility artery between Riverside, Orange and Los Angelés
Counties. It also provides an important link to the rest of the Southwestern United States by
connecting to Interstates 10 & 15.

This project is a poster child for the TIFIA program and a great example of the kind of
investment crucial to our economy and creation of jobs. The TIFIA reforms mentioned earlier
would ensure that this project can move forward without delay. More importantly, with greater
access to this financial tool, agencies like mine will be more likely to invest our own local dollars
on innovative and ambitious projects that I believe Congress wants us to do. The 91 Project is
but one important example of many around the country, and I hope that you will consider
adopting these changes as soon as possible. Moreover, our project is ready and could break
ground next year. The economy has hit Riverside County especially hard and we continue to
suffer from double-digit unemployment rates, and investment in better infrastructure will
certainly bring a welcome return. :

Riverside and San Bernardino Counties will continue to grow faster than the rest of California;
this is an unavoidable fact and something that we openly embrace. Over 40% of all job growth in
California between 2000 and 2006 occurred in Riverside and San Bernardino Counties.
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Providing affordable housing is also an important goal, and with median home values at
$200,000 Riverside County has done so for many in the L.A. basin.

Sustainability and Environmental Goals Can e Met by Highway Projects

In terms of sustainability and the environment we can speak authoritatively that for Southern
California, livability includes having a job and being able to get there without insufferable
congestion; haying options to use express lanes, express bus service, commuter rail, or ride-
shating.’ Sustainability and smart long-term planning is an important priority in shaping our
communities, Senator Boxer has been an unwavering advocate and champion of reducing
harmful emissions, protecting air quality and preserving sensitive habitat. When it comes to this
issue, there are few better places than Riverside County for your committee to consider. Over a
decade ago, Riverside County responded to its sharp population growth by launching the
Riverside County Integrated Project (RCIP). This comprehensive planning effort incorporated
transportation, housing and the environment together into one blueprint. Measure A has
contributed over $130 million to a key component, the Multi-Species Habitat Conservation Plan
{(MSHCP). - To-this day, the Riverside County MSHCP is the largest and most comprehénsive ol
its kind. in the nation. . This.integrated effort pays dividends to the environment, and -also to our
region’s mfrastmcture and the drivers who use it.

Goods Movemént Improvements Must Rémain a Pribrigy_

Finally, I would like ‘to briefly raise a long-standing issue that should not be forgotten just
because of the downturn in the economy. Just as I spoke earlier Southern'California’s multi-
modal network, one integral piece of that network is goods movement. I would:like to highlight
HR. 526 by Congressman Ken Calvert. This bill is known as the ON TIME Act and provides-a
sensible means of providing needed funding for goods movement projects and does-so in:a ‘way
that will not unfairly impact economic activity, consumers or our nation’s competitive standing.
While there has been general agreement that there needs to be greater investment' in freight-
related infrastructure, Congress has yet to advance this . legislation or similar bills. Given
Southern California’s role in international commerce, please consider H.R. 526 and the need to
make freight investments a top priority.

The issue of goods movement is certainly relevant to the challenges faced by Riverside County
on the 91 Freeway but also provides an important economic opportunity. The 91 corridor is one
of three primary freight routes between the Port of Los Angeles and Port of Long Beach -
(POLA/POLB) and I-15 and I-10 (Figure 5). More than 40% of the nation’s imported goods
enter the United States through the POLA/POLB, which are then distributed to throughout the
country. United States container traffic doubled over the past decade and is expected to nearly
triple by 2030 according to studies completed in July 2009.

Southern California’s rail lines and highways are already heavily congested, and with an
expected 25% increase in regional population by 2030, port-related congestion problem will only
get worse and will hit the 91. A recent study published by the United States Department of
Transportation (USDOT) Bureau of Transportation Statistics identified traffic bottlenecks on the
landside transportation system serving the nation’s seaports as a critical impediment to the
efficient movement of goods.
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In 2005, the most recent year for which data on port freight activity and landside traffic delay are
available, the POLA/POLB was the largest port in the United States and, at the same time,
suffered from the worst congestion in the nation, averaging approximately 72 hours of annual
traffic delay per traveler. Nowhere is this more evident than on SR-91, which has the worst peak-
hour congestion of the three primary routes serving the POLA/POLB.

- POLA/POLB Freight Travel Time Comparison

Via -0 75 miles 1:20

Via SR-91 78 miles 1:23

Via 1-10 38 miles 1:45 3:10
Via 5SR-91 94 miles 1:42 3:40

H.R. 526 will generate a new source of funding for freight-related infrastructure, which is needed
to avoid the potential of overwhelming mobility, environmental and sustainability improveraents
that are being contemplated in the new surface transportation authorization bill. In considering
the passage of a new bill, I would urge that the expansion of the TIFIA program combined with
an added funding source such as what is contemplated in H.R. 526 could be critical in addressing
transportation needs in areas that play an important role in the nation’s cconomy - Southern
California being a prime example.

In-summary, self-help agencies like RCTC and the 18 other counties in California, as well as
regional agencies across the country, have a proven track record of delivering projects that create
jobs and meet federal policy goals if only they are given the tools and resources to do so. We
know local and regional needs; we manage our system very well with what we have.” We help
ourselves as much as we can in spite of perennial state deficits and an uncertain federal futire.
However, this cannot go on forever. Federal partnership is needed, and needed now. Ambitious
efforts by RCTC and other self-help agencies have accelerated projects so that many are ready
for construction, but cannot progeed unless there is a federal component. Keep in mind that
federal “partnership” doesn’t always mean we are looking for a hand-out from Uncle S8am
although we will never turn down the opportunity to receive that kind of support. Financial tools
to leverage our own revenue streams will make the most of limited funds, ensuring job creation,
congestion reduction, and environmental stewardship. Stepping up and taking responsibility for
a truly federal issue in international and interstate commerce will pay huge dividends by
bolstering America’s economic competitiveness. I encourage Congress to find common ground
on a surface transportation bill now. Give us the tools; we are ready to go.

In closing I want to thank you once again for conducting this hearing in Southern California and
for your leadership in advancing our nation’s transportation policy.
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coastal and inland job centers:

A TIFIA loan will enable a $1.3 billion LOCAL investment that has voter backing and
bipartisan political support.

TRANSPORTATION BENEFITS:

We have the 7th worst commute in the nation, for areas under 3 million people, congested 78% of the time
with B hours of congestion a day.**

We waste 33 mitlion galions of gas and 38 million hours stuck in traffic at a cost of $1.3 billion.**

The 91 Project will give Southern California mobiiity options and means goods and pecple can move reliably
in the nation's largest consumer market. The 91 Project is necessary to enhance existing and planned
expansions of hus and rail in the corridor,

* University of California, Rivarside-The Andersor dtuate Schoot of
= Texas Transportation institute, 2070 Annual Urban Mobility Report



90




91




92




93




94

onsarvation
ssthority
oA,



95




96

Senator BOXER. Thank you so much.

What we are going to do now is I have a comment and a ques-
tion. I only have one question and one comment. Then I am going
to turn the gavel back to Chairman Mica to conclude our hearing.
We have about an hour to question the panel, which is good.

So my comment is, first of all, I am so proud of every witness
here. I just have to say you just make me so proud to represent
this great State. The leadership that has come from this panel, be-
lieve me, is noticed.

I do not think anyone disagrees with this, but I want to sum up
my feeling about this opportunity we have to expand TIFIA. Frank-
ly, I think, Mayor, your number is way too modest a number be-
cause if we are going to do this on a national scale, we have to
ramp it up dramatically. Chairman Mica and I were discussing
this.

I want to particularly address this to my Republican colleagues
who are here. The beauty of TIFIA is the projects are selected by
the local people. They are the ones that say, we need this and we
are putting our money behind our ideas. Or in some cases, it will
be the private sector that says, we are ready to build this, we need
to get a loan to do it. You just heard from our Riverside County
witness, Ms. Mayer, about this. So the beauty of TIFIA is it is not
Washington saying what ought to be done. It is the local people
coming to us with the resources.

As 1 view the next bill, as we look at all the problems that we
face, I thought, Steve, you expressed it very well on how it is a bi-
zarre situation with our revenues.

I will give you another example. More and more of us are driving
hybrid cars, electric cars. We are not paying any gas tax. We are
paying nothing, some of us, because we never go to the gas station
or we rarely go. It is not right.

We have to figure out ways. I do not have the answers. I have
ideas, but every one of them is controversial because it is a new
idea of a user fee. But we are going to try it.

But let us be honest here. In complete candor, the best thing is
for us to leverage the dollars we have because that does not fend
off any protests or problems. The TIFIA program is so under-
funded. So I am looking at this and I do not think there is any dis-
agreement, is there, on the panel, that this TIFIA program is some-
thing we ought to work on?

So my comment is I am going to call on all of you as we rewrite
this law. I am very excited about it.

Again, I want to thank all of you who came to me on the 30/10
because without that, I would not have focused so much on it.

The only question I have to Ms. McKim is this because the chair-
man and I want to know a little bit more about the NEPA delega-
tion pilot program. I am assuming what we did in SAFETEA-LU
is say that we would have a pilot program so that the States could
carry out the goals of NEPA. Is that correct? Could you tell us ex-
actly how it worked?

Ms. McKim. The NEPA delegation gives Caltrans for the State
of California the approval authority that previously rested at
FHWA. One of the other speakers mentioned the CECWO program
here in California is extremely stringent already. So we already
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have a lot of built-in protections. So what it does is eliminates a
duplicate process and enables us to have the approval authority
here. FHWA does periodic audits to make sure that we are not ig-
noring the key provisions. So that is what is resulting

Senator BOXER. OK. So just to sum that up, Mr. Chairman, we
have something that we tried here in California—they all seem to
think it is good—that said as long as you carry out the goals of
NEPA, there is no point in having all these agencies coming in. It
seems to me in our bill we ought to look at that as long as the
State protections are strong because we do not want to give it to
a State that has absolutely no environmental protections. But any-
way, I think this is another area where we could speed things up.

Anyway, I want to thank you from the bottom of my heart and
I will turn the gavel back to you.

Mr. Mica [presiding]. Well, thank you.

What we will do is hear from members. I have maybe a quick
comment and then a quick question or two.

I think we have heard some great ideas. We need to take them
back. I have offered to buy the beer and pizza for the members to
sit down. Actually I have expanded that to diet Coke too or Pepsi,
whatever preference—but sit down and take this and try to——

Senator BOXER. You are in California. What about a fruit shake?

[Laughter.]

Mr. MicA. If I replied to that the way my brother-in-law who
lives near San Jose refers to fruitcakes in California

Senator BOXER. No, that was not what I meant at all.

[Laughter.]

Senator BOXER. I said a fruit shake.

Mr. MicA. OK. I am sorry.

Senator BOXER. Get it straight.

Mr. MicA. I did not say it.

Senator BOXER. Yes, you did.

Mr. MicA. We will have that fruit shake.

Senator BOXER. Thank you.

Mr. MicA. Actually, I will tell you I have been most impressed
both in Fresno where we were yesterday and today with the quality
of the comments and the positive manner in which everybody has
approached our important responsibility here.

First, I have to take a little liberty. You do not mind if I ask the
mayor if he swears to tell the whole truth and nothing but the
truth. You do, do you not?

Mr. VILLARAIGOSA. We do.

Mr. MicA. Oh, good. Then I have one quick question for you. You
will continue to help me try to bring fixed transit into the Los An-
geles Airport.

Mr. VILLARAIGOSA. I actually was going to read that in my com-
ments, but you told me not to read. But yes.

Mr. MicA. He said yes.

Mr. VILLARAIGOSA. Part of Measure R does include connecting
the airport with the Green Line. In addition to that, Ms. Gina
Marie Lindsay and our airport commissioner are looking at what
we can do to address the people mover issue that you raised yester-
day. Yes, I am going to go to Miami to see Miami Airport as well.
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Mr. MicA. I must apologize to you publicly because I do give him
a hard time every time I see him on that issue. But I think it is
important. We have 68 million people landing there. It is one of the
most important aviation centers in the world, if not the United
States, and we have to make certain it has the most modern trans-
portation connections. I pledge to work with you on that. That is
out of order, but I wanted to say that.

Then let me turn to Ms. Phillips and also Ms. McKim. On the
environmental, now Ms. Phillips, you said something about remov-
ing or repealing or cutting back environmental protections that we
have and a lot of people have worked hard for and feel so com-
mitted to, which I think is important. But do you not think there
is room, one, for, say, certification similar to maybe we have with
a pilot project where you have environmental laws that are as
strong, if not stronger than the Federal Government and not nec-
essarily going back maybe precertification on the environmental
front? Not every State has that or locale. But where that exists, not
sort of reinventing the wheel and going back on the Federal proc-
ess. Could you agree to something like that?

Ms. PHILLIPS. Yes.

Mr. MicA. No lesser standard.

Ms. PHILLIPS. Yes, no lesser standard. I will tell you that when
Caltrans was having to do the State legislation to allow it to accept
the delegation, we opposed but then we lost, which often happens.
As Caltrans proceeded to implement that delegation, they made a
really concerted effort at various points to reach out to us to make
sure they were doing the right thing.

Mr. MicA. Do you feel that has been satisfactory?

Ms. PHILLIPS. I do think they have satisfied it. So I think extend-
ing that program makes sense. I do not think you would want to
weaken it at all, but I think extending. I think California has been
able to demonstrate that it works.

Mr. MicA. Well, again, the other thing too is we have done
projects. For example, let me just close with this.

The replacement of the bridge that collapsed between Min-
neapolis and St. Paul. I was on the floor with Mr. Oberstar the day
that happened, and people were killed. There was this unsafe
bridge that was built 40 years ago. We replaced that bridge in 437
days. I stood on the bridge 2 weeks before it opened and said if we
could do this project, we could do other projects within the same
footprint.

Now, from an environmental standpoint too, what took place
there is we—and from reconstructing the bridge—first, we put a
safer bridge in. We did not have a safe bridge and people were
killed. Forty years ago, they did not give a hoot about polluting the
Mississippi River, mitigation, any of the environmental concerns
that we have today. We actually replaced—and it would take 7 to
8 years, they told me, just to go through the normal process to get
that new bridge in place. We replaced that bridge in the same foot-
print 7 to 8 years in advance. That means that we actually im-
proved the quality of the Mississippi. We put in mitigation, envi-
ronmental protections, and a safe bridge 7 to 8 years in advance.

So there has got to be benefit to the environment to speed these
things up again in the same footprint. I would hope that you would
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be willing to work with us to shorten the time, not to shorten the
requirements or dilute them in any fashion. Would you do that?

Ms. PHILLIPS. Yes, because I think one of the things that we are
very interested in is what Mr. Kempton has been talking about,
and we have been working closely with him, a number of environ-
mentalists. I think there is an opportunity here to have reasonable
discussions and to come up with common sense solutions that still
protect the environment and do not delay projects that are going
to have long-term benefits.

Mr. MicA. Well, thank you.

Let me yield, if I may, to—let me see. We have Ms. Brown. We
will go to Ms. Brown.

Ms. BROWN. Thank you very much.

I guess I have a couple of questions because I am very interested
in two things. I do not know whether or not we need to develop
in the bill a one-stop superfund process to expedite projects, super
projects. It seems like you all have done some of this and you are
talking about it. I would like to know more about it. I am sure you
are going to give us the information in writing.

Mr. Mayor, I just returned from Salt Lake City, UT, and I was
very impressed with their commuter rail. You know, it is just an
hour and a half from here. I just left there yesterday—and how
they are moving people and how 46 mayors up and down the coast
that worked together on these projects and how they were able to
expedite them in less than 3 years. So those are the kinds of pro-
grams that we are looking at, how can we expedite it and unify it.
Other countries have done it, and we have to be able to do it so
we can put people to work.

I want more information about your 30/10 Plan also.

Mr. VILLARAIGOSA. Well, let me just say we have talked a lot
about infrastructure—and that is important—and transportation
and moving people and goods. The other very important and maybe
the most important aspect of acceleration of these kinds of pro-
grams and leveraging Federal dollars are the jobs that they create,
you know, when you are looking at nearly a million jobs, by the
way, with just going to $375 million.

I just want to make it absolutely clear I used that number be-
cause I heard that was the number that there was a lot of discus-
sion around. We would support a much larger program than that.
Please understand that. I want to be clear about that.

[Applause.]

Mr. VILLARAIGOSA. As you heard, on a bipartisan basis, both
Chairman Knabe and I believe that some kind of transportation
bond program makes sense as well.

Finally, let me just say—30/10. What it was was an opportunity
for us. Initially we were talking about L.A., and then we realized
this has application—just in the county, there are 19 donor—what
did you call them? Self-help counties just in California alone.
Across the country, there are a number of localities that have taxed
themselves this way that are putting their investments. So 30/10,
which we called our initial proposal for L.A., is actually the tem-
plate for the national program. We incentivized localities to put up
their own money and we leveraged that.
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Senator BOXER. Do you understand now what it is, what 30/10
is?

Ms. BROWN. No, I do not.

Senator BOXER. She still does not quite get it.

Mr. MicA. I do not either and that is going to be my question.

Senator BOXER. Just go back to square one like when you ex-
plained it to me.

Ms. BROWN. I know all of you all understand it.

Mr. VILLARAIGOSA. Sure. Basically what the 30/10 Plan was—
with Measure R, we are generating $40 billion worth of revenue,
tax revenue, over a 30-year period of time.

Senator BOXER. Explain what the Measure R was.

Mr. VILLARAIGOSA. Measure R was the initiative to tax ourselves
a half penny to expand our public transportation system, repair our
roads and highways, street repair, $40 billion generated with a half
a penny over a 30-year period of time.

The 30/10 plan was an opportunity for us that we said, how can
we accelerate? Because what was happening—in fact, today driving
here I was on the radio, and people want to know, well, when is
the subway coming or when are you going to finish all of these
projects that you promised? My response is, ma’am, this was a half
penny sales tax, not a 10 penny sales tax. So it is not going to be
done in 15 years, but in 30 years.

So we came up with a plan that says let us accelerate the public
transit portion of this program by leveraging Federal dollars
through a loan program or a bond program that would accelerate
the projects. It would reduce the costs because, as you heard, the
construction industry today has a 35 to 40 percent unemployment
rate, and because a lot of those projects would have been built 20
years from now or 125, you are building them in a 10-year period.
So you are saving money there on both counts, one, because of the
high unemployment rate. Projects are coming in about 25 percent
less than they used to. So that was the idea, and that 30/10 Plan
became the template for this.

Senator BOXER. Representative Brown, basically what we are
doing at the Federal level, Congressman and Congresswoman, is
we are frontloading this program for very little cost, virtually noth-
ing, $20 million for a half a billion dollar program, because you
know that the people have voted this stream of revenue. Virtually
no cost to us. So you leverage this by helping them get out there
and start it now. It is a brilliant notion, if I might say.

Ms. BROWN. Let me ask a question. Are you familiar with the
RIF loan program because we have $30 billion in that program for
transit type projects?

Mr. VILLARAIGOSA. I am not familiar with that program.

Ms. BROWN. OK, so no one is familiar with it.

Mr. MicaA. It is rail programs and we have $35 billion in the
fund.

Ms. BROWN. But that is a program that I would wonder how we
can leverage it because it is rail but it is rail transit type programs.
It is available to the city. It is low-interest.

Part of the problem, people have told me, with the program is
how long it takes to actually get it OKed.
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Mr. VILLARAIGOSA. That is actually true for the TIFIA program
as well, which is why I had some specific recommendations about
things that we could change, you know, take it to 49 percent in-
stead of 30 where I think it is currently, cut some of the bureau-
cratic obstacles to connecting multiple projects, that kind of a
thing.

Ms. BROWN. One person mentioned to me like one agency OKed
a study and then the other agency said, well, no I want the Army
Corps to do it. So that does not make any sense. We need to
streamline that process.

Mr. KNABE. Well, a couple of things within the TIFIA process,
even in allowing the Department of Transportation to do an up-
front master credit agreement or a hedge loan kind of a situation
for the bigger and larger projects would be a real time-saver. I
mean, that is half the battle.

Mr. MIcA. A good suggestion.

Let me yield now to the gentleman from Pennsylvania, Mr. Shu-
ster.

Mr. SHUSTER. Thank you, Mr. Chairman.

I thank all of you for your testimony today. It is loud and clear
that the TIFIA—we need to address that as we move forward with
this transportation bill.

Also, I need to point out especially to my Republican colleagues
back in Washington that these jobs we are creating by building in-
frastructure are not public jobs. They are private industry jobs. A
lot of times that gets lost on members on my side of the aisle when
we say we are creating jobs. Too, the stimulus created a lot of pub-
lic jobs, but private sector jobs that are good jobs and building the
assets in this country are extremely important.

Mr. Knabe, you mentioned smart Federal dollars, and I do not
think you expanded on that. Can you tell me a little bit of what
you are talking about?

Mr. KNABE. Well, again, it was just basically a leverage point.
We have stepped up to the plate three times, and we are saying
the fact that—the mayor just mentioned it—we have an oppor-
tunity, one, to create the jobs, two, to do a much better job right
now in the bid process because of the unemployment and other op-
portunities out there. It is smart Federal dollars because it is a
very minimal expense to allow this to happen because, as I said,
every time we go back to Washington, they say come back with a
revenue source. We have come back. We have Measure R, a 30-year
payback. So we have this opportunity to leverage those Federal dol-
lars up front and pay you back. This is a deal. You are going to
love this deal.

[Laughter.]

Mr. KNABE. But, I mean, it is an opportunity that we have said,
look it. You know, we have done this three times, not just once, not
just the first time, but three times in 3 decades. It is a real inex-
pensive way for the Federal Government to be our partner, and
that is what we want to be with you.

Mr. SHUSTER. In followup with what Ms. Brown said about how
do we—as Director McKim said about going to these different
sources, it is time consuming. You are chasing dollars. I would like
to hear specifically from the director and also from Mr. Kempton
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on his experience as the Director of Caltrans and now OTCA. I
know you all have ideas and I would like to hear all your ideas,
but if you could just briefly talk about what you see us putting into
law to streamline that. What does it look like to you? That is really
what we are looking here for. I do not want to put another layer
of bureaucracy. I would like to collapse the bureaucracy and make
it simpler. So if you could make a comment on that, and then, Mr.
Kempton, if you would.

Ms. McKiMm. Well, I think the idea of consolidating some of the
programs and then borrowing what—one of the points that Steve
Heminger mentioned in his review, refocusing on performance will
be a key element.

One of the things that FHWA is trying to do is partner with
FRA. So it can be as simple as encouraging that partnership so
that FRA does not recreate a bureaucracy. That is probably a bad
word to use—so that they can use the same process that FHWA al-
ready has. FTA has different kinds of funding mechanisms except
for the fact that their transit projects—they are very similar to
highway and heavy rail projects. So there needs to be some consist-
ency among the Federal programs in terms of how they approach
their oversight and administration of projects.

Mr. SHUSTER. Mr. Kempton.

Mr. KEMPTON. Mr. Shuster, I would say the same thing. Consoli-
dation and flexibility are the keys. We have innumerable scores of
Federal programs, and I think you can make a judgment as to
which programs are best to be left, but consolidation would be ab-
solutely critical.

Then the flexibility. There are sometimes so many restrictions
that come with Federal dollars. One of our colleagues from San
Diego likes to say that for 20 percent of the money, you get 80 per-
cent of the rules. I think that ought to be looked at as well.

Mr. SHUSTER. Thank you very much. Again, I would encourage
all of you to submit your ideas because as we do this bill, it is going
to take all of us.

I would encourage Mr. Hunter. I appreciate you being here
today. We have heard from labor across the country, especially the
building trades, and we know you guys just want to build stuff. We
need you in this working through this process to make sure that
we are focused on getting the money out, building things, and you
need to have a seat at the table. As we move this forward, let us
make it about getting the money out, streamlining, doing more
with less, and creating jobs for the folks in your labor union.

Mr. Robbie HUNTER. Absolutely. In Los Angeles, we did a bond
with the school district, a $3 billion bond. You know, often when
people are taxed, there is a dam built in the mud somewhere and
no one sees it. We built those schools in the communities and when
the taxpayers here—they renewed with three more bonds. We did
$27 million worth of projects. The last 23 schools that came in
saved so much money, they built three new schools with the sav-
ings because of the cost in construction. We absolutely should take
advantage of that at this time.

Mr. SHUSTER. Thank you. Thank you all very much for coming
out today.

I yield back.
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Mr. MicA. Thank you.

I yield to Ms. Napolitano.

Mrs. NAPOLITANO. Thank you, Chairman Mica. I have a lot of
comments, not necessarily questions. But just Ms. Mayer in River-
side talked about the pollution and all of that that is going through
my district. I have roughly 50,000 trucks a day going through my
district, 160 Union Pacific and BNSF railcars going through my
district. Of that, 40 percent goes to the rest of the country. So be-
fore Chairman Mica became the chair, then Chairman Oberstar
named it the “corridor of national significance” because it is critical
to the on-time delivery of those goods to the rest of the Nation.

Now, Mr. Kempton, you talked about the agencies. I co—chair,
if you will, along with the ranking member, the Subcommittee on
Water and Power. There are 22 agencies that deal with water in
Washington. So somehow can you tell us what you see—not now,
maybe in writing to this committee and all of us. What do you see
that can be consolidated that would help reduce the personnel han-
dling, the different agencies handling, the different steps that you
have to do both in terms of saving money, cost saving to the project
managers, et cetera?

But understand when we are sitting in committee and they come
and give us reports, then you say, OK, what about the other side?
There are other agencies that may have jurisdiction over that, and
so then you have those big stumbling blocks that we do not look
at because you know about them. We may not. So unless you point
them out and suggest them to this committee, there is no way that
we can do it.

Do not forget we have budget cuts in Washington too. So those
agencies that are going to be serving you are going to have reduced
personnel to deal with it. So how do you tell us where we may be
able to consolidate and be able to address that by recommending
things that we with our legislation may be able to address? Don?

Mr. KNABE. Every time you have a major project, there are al-
ways related projects to that major project. If you increase the eli-
gibility to allow that under TIFIA, instead of having one project per
loan, being able to have that project and the related projects in a
consolidation for one application, that would save huge amounts of
time.

Mrs. NAPOLITANO. If you would put that in writing, Don, because
that is something that we need to look at.

The other thing, Ms. Phillips, is how do we get the railroads to
become an active—how do we incentivize railroads to become more
proactive in helping fund some of things that they benefit from? I
would like that in writing because my time is short. But those are
things I would like to hear from you in writing for us.

Supervisor Knabe, how long did it take for the 105 to be built?
The incentive, the cost cut?

Mr. KNABE. Well, I think the reason they named it the Century
Freeway is because said it took 100 years.

[Laughter.]

Mr. KNABE. But in reality on footprint and design and redesign,
it was close to 20 years, something like that. I mean, it was just
absolutely outrageous.
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Mrs. NAPOLITANO. But after Judge Ferguson lifted the injunction,
it took about 18 months?

Mr. KNABE. Yes.

Mrs. NAPOLITANO. Roughly. So that freeway was built.

Mr. KNABE. Lawsuits, everything.

Mrs. NApoLITANO. Correct.

Mr. KNABE. Now it contains our Green Line too that Chairman
Mica wants to go all the way to the airport.

Mr. VILLARAIGOSA. It will go all the way.

Mr. KNABE. I heard the mayor.

[Laughter.]

Mrs. NAPOLITANO. All right, guys.

Mr. Hunter, one of the things that we know from looking at other
projects and being abroad in some of the other countries, there are
very few labor standards—building codes. That builds a lot of inse-
curity and danger to a lot of the populace. I want to be sure that
those are built on time, right the first time. If I remember cor-
rectly, it is build it right the first time. You save money. You save
time. Where we are earthquake prone, that is a must in our area,
especially in California.

The 30/10. How is that going to affect the revenue, as Senator
Boxer was stating, that there will be less revenue because of the
hybrids? How do we compensate for that? What do we look at? How
do we not tax them but be able to make sure? They are using the
roads. They are using out the highways. They are creating some of
that traffic congestion that we talk about. So how do we look at
being fair to the rest of the driving public that is paying for those
highway improvements?

Open new concepts. Within my area—I am running out of time—
we have an organization, a company that is dealing with research
and development with the Department of Defense to build a blimp
and be able to take cargo from the Army, whatever Department of
Defense’s need is, to move it into inaccessible areas, in other words,
inside the belly of a blimp. Why are we not looking at new innova-
tive concepts that might bring relief to that which we are now fac-
ing?

So, Madam Senator and Chairman Mica, there are a lot of things
I would like to have the illustrious panel give to us as——

Mr. Mica. We are going to allow that too. I will yield to Senator
Boxer for a motion.

Senator BOXER. Yes. I would ask that the record be kept open for
2 weeks so that our terrific witnesses here can get their comments
in.

Mr. MicA. Without objection, so ordered.

I would also invite members of the public that want to submit
recommendations. We could not get everybody up here obviously.
We jammed the stage as it is. But if you have recommendations,
the record will be kept open for 2 weeks. I would ask that you sub-
mit them to the Senator or any of the members who are in attend-
ance or on the respective committees.

Let me yield now to the gentleman from California, Mr. Hunter.

Mr. DuNcAaN HUNTER. Thank you, Mr. Chairman. I am new to
this committee, ladies and gentlemen. So I have some basic ques-
tions. I hate to be the killjoy here, but what makes you think Cali-
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fornia can afford anything, even doing less with less? No one has
talked about California’s debt and what happens to these bonds
and what happens to the cent and a half sales tax or half cent sales
tax if that has to be reprioritized and restructured if there is a re-
structuring of California’s debt obligations or if there is any kind
of Federal assistance, which I do not think that would be forth-
coming under this Congress. What would happen to any projects
started? How would California pay for them? Anybody is wel-
come——

Mr. VILLARAIGOSA. Yes. I can respond to that.

First of all, you are not a killjoy. That is an appropriate question.

Measure R cannot be in any way—the revenues generated from
Measure R cannot be appropriated by the State in any way. This
was a taxpayer-approved half penny sales tax that the State of
California has no jurisdiction, no ability to appropriate that money.

Mr. DUNCAN HUNTER. What I am asking, though, Mr. Mayor, is
you are going to have to prioritize if California is unable to do what
it does as a State for Los Angeles. You are going to have to
reprioritize what is important to Los Angeles. You might have to
reprioritize that money going into shelters for unemployed people
or something else.

Mr. VILLARAIGOSA. It cannot be used for that purpose.

Mr. DUNCAN HUNTER. It is untouchable.

Mr. VILLARAIGOSA. Untouchable. In fact, in the actual measure,
they identified the projects that you can actually spend this tax-
payer revenue on. So it cannot be invaded by the State. You cannot
even reprioritize it without a two-thirds vote, and then it can only
be used for transportation.

Mr. KNABE. I mean, the whole being, it required special legisla-
tion just to allow us to put it on the ballot because we had already
maxed out our ability for a sales tax in Los Angeles County. So it
is untouchable by the State.

Now, the State has its other issues with transportation bonds
statewide. You know, there is always that little caveat inside that
says two-thirds vote of the legislature, we can put it toward our
debt, you know, kind of thing that we have to deal with, but that
is a separate issue. Within the confines of that legislation, of Meas-
ure R, it is strictly for Los Angeles County and strictly for
prioritized transportation projects.

Mr. DUNCAN HUNTER. So let us say the worst case scenario is
California has to restructure or do something with its debt obliga-
tions and they are helped out by the Feds in some way in that re-
structuring. You are saying that the local municipalities, if they do
it your way, would be safe from the State——

Mr. KNABE. Measure R dollars.

Mr. VILLARAIGOSA. If they wrote their initiative in the way that
we did, yes.

Mr. DuNcAN HUNTER. The next question and last question to Mr.
Kempton and anybody else who would like to answer. If you had
to sum it up in basic speak for someone as simple as myself, if you
had to talk about how much time and how much over budget as
a percentage of an entire project in general that environmental reg-
ulations in California cause, what would that number be? Roughly.
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We will not hold you to it, except everything you say is on the
record.

[Laughter.]

Mr. KEMPTON. Well, Mr. Hunter, we will just go with the 13
years if you escalated that over 4 percent or something in terms
of project costs, but I would stress it is not just environmental reg-
ulations. It is the delivery process in and of itself, and that is what
we are trying to address with Breaking Down Barriers. So just
take the 13 years that it takes to get a major project done, escalate
the cost over those years, and that will give you a sense of the time
impacts from a dollar perspective for projects. But again, it is not
just environmental regulations. It is delivery processes as well.

Mr. KNABE. Entitlements, everything. I mean, it is the whole
piece. Just being able to do concurrent environmental reviews
would save a humongous amount of time. Not changing the regula-
tions, just being able to do concurrent reviews would be an incred-
ible savings.

Mr. DuNcaN HUNTER. Thank you.

Senator BOXER. Chairman Mica, I just wanted to say to Rep-
resentative Hunter I am really glad that you posed this question
because as I talk to my colleagues in Washington, this is so new
and so different. It is a new way of thinking which is very impor-
tant for our committee because we know the stress we are under
in terms of revenues, and any new revenue source is going to be—
some people have signed a pledge, no new revenue source. Other
people say they are willing to look at it. But it is going to be a ter-
rible argument.

The beauty of this and the reason I am so happy you are here
and you asked this question is this is a measure that the local peo-
ple decided, and they went in the midst of a recession, as was stat-
ed, and said, we are willing to tax ourselves because we want these
projects built. For us, because we know there is this revenue flow
which—you asked your question. We know that no one can inter-
fere with that revenue flow. For example, for a $20 million cost to
us, they are able to get a loan of $500 million, and we know that
money is coming behind it.

So thank you very much for asking the question because if we
are going to write a bill here that has a chance of passing, this is
the type of program we are going to have to work on because we
do not have to get any new Federal taxes. We can just deal with
this and leverage. I think the centerpiece of our bill will be
leveraging.

Mr. DuNcAN HUNTER. Thank you, Senator.

Mr. Chairman, if I may. If you try to take the Chargers and put
them in L.A., I will vote no on everything. I am just throwing that
out there.

[Laughter.]

Mr. SHUSTER. Just a quick question on the vote for half a penny.

Mr. Mica. Mr. Shuster?

Mr. SHUSTER. I know in Orange County they did it and it passed
by like 67 percent. What was the percentage?

Mr. KNABE. Almost 68 percent.

I mean, there are a lot of things on that ballot people have to
go through and vote no on. They voted yes on that.
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But we realize how difficult your job is. Every time I get in an
elevator in Washington, I see these little name tags, National Car-
buretor Association, National Christmas Tree Association, you
know, National Glass Association, and they all have their little
agenda. All that impacts when you are trying to put together all
this legislation. So we appreciate all you do.

Mr. MicA. Those are not even our constituents.

Mr. KNABE. Exactly, right.

Mr. MicA. Let me yield now—patiently waiting—to the
gentlelady from California, Ms. Richardson.

Ms. RICHARDSON. Thank you, Mr. Chairman.

For the sake of the accuracy of the record, I want to refer back
to Ms. Phillips’ testimony. In her written testimony, it says that
while environmental reviews make it extensive, sometimes can be
perceived to complete projects—in 2001, of all the highway projects
that received Federal funds, only 3 percent of those projects, ac-
counting for only 9 percent of the funds, actually required an EIS.

Further, her testimony says that neither Federal funds funding
transportation projects have been eligible for categorical exclusions.
Now, we have spent a lot of time talking about the I-35, but I
think it is important, particularly for the public, that we are accu-
rately telling the whole story. I-35 was the first categorical exclu-
sion. Further, I-35 had full, 100 percent funding at the point when
they began, obviously due to the tragedy of what occurred. So I
think in addition to us talking about the NEPA/CECWO problems,
we also need to consider this whole thing of better utilizing cat-
egorical exclusions as well.

Further in her testimony she stated that project redesign is part
of the problem, relocating businesses, project complexity, lack of
funding for the project, local objections. The one I want to ask Ms.
McKim, Kempton, or Heminger, whoever would like to respond—
let us spend just a moment on the interagency communication
problems because that is also something we can work on. We have
spent a lot of time talking about NEPA and CECWO, but the inter-
agency communication—or give us more specific details about the
permit problems. Which agencies would really help us to better do
this bill? So whoever would like to chime in.

Mr. HEMINGER. Congresswoman, Steve Heminger just to start. I
do think you are putting your finger on it. As I said in my remarks,
I do not think the NEPA/CECWO issue is the big villain because,
generally speaking, in big projects in California, we clear them
through both. We run them simultaneously. I am sure it adds some
time. But the permit question is the real issue. That is where a
project can sit still for months while a permit is issued.

Now, in the case of the Minneapolis bridge, I was up there dur-
ing construction. That project manager had half of his permits in
the first week. Now, that is probably an extraordinary case.

But someone also on the panel mentioned that some of these
agencies may be seeing cuts in their funding and their staffing. I
think it would be a prudent expenditure of our transportation
funds to make sure that does not happen, to have folks dedicated
at those agencies to our programs to have clocks on them. If they
do not meet the clock, the permit is approved or have some appel-
late process that if they do not approve it within a certain period
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of time, it is kicked up to some other level. There has got to be a
reasonable way to get through this better. These are all people of
good faith. There is no one in there who is trying to do a bad job,
but there simply is not a priority in those agencies for speed and
for consistency with many other Federal agencies that also act.

Mr. KEMPTON. I would add to that, and I agree with what Mr.
Heminger said. One of the recommendations in our Breaking Down
Barriers initiative is, in fact, prompt action which would require a
specific deadline for action by a permitting agency, and that is
where a significant amount of the problem comes into play.

But again, we are dealing, in most cases I think, with people who
are concerned and want to do a good job. There are resources
issues, and we need to take better advantage of a process that we
have used here in California to a great advantage, and that is actu-
ally providing the resources agencies with staff, with consultants to
be able to complete the required work so that it gets done more
quickly. That is something that we can do and look to make more
palatable as part of this process as well.

I was asked at the Highway Subcommittee meeting last week if
I could summarize in one word what the problem is and I said I
could. It is trust. As we work more closely with these agencies and
develop a greater amount of credibility, that trust factor will be
less important.

Ms. RICHARDSON. To your knowledge, are there any inhibiting
factors that would preclude us from doing a concurrent system? It
seems like everyone—the panelists agree. OK.

My next question has to do with existing right-of-ways. Yester-
day Chairman Mica and I were in Fresno, and one of the things
they talked about is some of these projects have to go through a
whole other approval process even though they are building upon
existing right-of-ways. Would there be any objection to us reconsid-
ering maybe framing those regulations a little bit better if it is on
an existing right-of-way? Ms. Phillips or Mr. Kempton?

Then I have one last question.

Ms. PHILLIPS. I think the ultimate outcome is the performance
and that is where we need to put the emphasis so that if there is
a way to address the existing right-of-ways to ensure that you get
cleaner air in the end, less water pollution, more protection of open
space and wildlife, then there is room to negotiate and room to fig-
ure out improvements. I think the emphasis in all of the transpor-
tation bill funding needs to be on the outcome, on the performance.

Ms. RICHARDSON. No but, Ms. Phillips, I am asking a very spe-
cific question, and it was a big problem in Fresno. Let us say, for
example, Highway 5. It is already a highway. If we are talking
about a major resurfacing project or something that is on the exist-
ing right-of-way, there have been issues of completing that. Would
there be a general objection to us reevaluating those regulations
specifically if it has to do with an existing right-of-way?

Ms. PHILLIPS. The kind of example you are using—I do not see
that there is an objection to that.

Ms. RicHARDSON. OK. Thank you.

My last question, Mayor Villaraigosa and Supervisor Knabe. One
of the things in the bill included projects of national significance.
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We are very grateful to the chairman and also Chairwoman Boxer
for being here.

Could you just allude very briefly why it is important that we
continue that section in the bill?

Mr. VILLARAIGOSA. Well, I think it was mentioned. I mean, we
move 44 percent of all the sea-borne goods through our ports. Our
airport is the largest destination and arrival and entry airport in
the United States of America. If we were a nation, this metropoli-
tan area would be the 17th largest economy in the world. The grid-
lock here and the air quality is among the worst in the Nation. For
all of those reasons and the fact that we have a dedicated funding
source, this is a project of national significance.

Mr. KNABE. I would just add, I mean, just not only Measure R
but the whole issue of the Ports of Los Angeles and Long Beach,
which are part of my district as well too. I sit on the Alameda Cor-
ridor Authority. That was a project that was built on time, on
budget. But those trains go north. They do not turn left to go in
the ocean. They turn right and go right out through your district
and my district, and they are of national significance. We knew
during the port strike a while back, a billion dollars a day of na-
tional economic impact to the United States of America. A billion
dollars a day. That is a big number. So I think we have to be able
to maintain those projects, and they are of national significance
and they do deserve a little bit better treatment I think.

Mr. Mica. I thank the gentlelady and the witnesses.

Our last member. Again, we are so pleased with her service and
her friendship over the years. I am pleased to recognize Ms. Har-
man.

Ms. HARMAN. Thank you, Chairman Mica. I was sitting here
thinking that you and I and Congresswoman Brown were all elect-
ed in the same year in another century when the world seemed a
little simpler and safer than it does now.

[Laughter.]

Ms. HARMAN. I am going to leave it to you much younger col-
leagues to figure all this out.

But I want to observe what an excellent hearing this is. All of
the information has been substantive. There have been specific
ideas put forward, as you requested, about improving TIFIA and
other programs.

That leads me to ask one question, mindful of your time and ev-
eryone else’s time. But it is in relation to the issue I raised in my
brief comments, and that has to do with P3, public/private partner-
ships. I do not think we had enough conversation about that.

President Obama has been talking about the fact that the private
sector is “hording” would be a tough word, but at least holding onto
about $2 trillion in capital which is not being invested at least
presently into worthy activities. Congressman Shuster pointed out
that the jobs we are talking about here are private sector jobs.
That is worth underscoring. Private sector jobs, not public jobs.

My question is, do we not have an opportunity here to cause U.S.
banks and others to part with some of that $2 trillion—I am sure
we would take a small percentage—to leverage the Measure R rev-
enues, which our taxpayers on an overwhelming bipartisan basis
have volunteered, to build these private sector jobs? Is TIFIA a
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best way or the QTIP program which has to do with bonds or some
new bond program, an additional way?

But bottom line, should we not focus more on public/private part-
nerships as the way to get this done fast?

Mr. VILLARAIGOSA. Without question, Congressmember Harman.
We have been meeting over the last 18 months as we put together
the 30/10 Plan with investment banks, and very importantly,
across the world, investment banks and public/private partnerships
are working with government to build the infrastructure that they
need and that we need here in the United States. I said it is a $2.2
trillion need. We were at Lazard in November, I believe, and they
are very interested. So is J.P. Morgan. Almost all of the investment
banks see the opportunity that comes with a public/private partner-
ship, again leveraging local dollars with Federal dollars to move
projects and accelerate them as we speak.

Mr. KNABE. Well, I would only add that I think if you could with-
in the surface transportation bill build in the legislative relief nec-
essary to do P3 projects. I mean, the problem we had—we just did,
as Congresswoman Richardson knows, the new courthouse in Long
Beach where we came together, county/State. But we did not have
legislative relief, and it took forever. So if the legislative relief to
encourage, incentivize P3 projects could be in this transportation
act, that is one major step forward that you do not have to go back
and fix the problem and create and go back through another legis-
lative process to pull it off.

Ms. HARMAN. | am sure you agree, Mr. Czyzyk, that local busi-
nesses, local banks might find a huge opportunity to earn an appro-
priate return helping put Los Angeles construction workers and
U.S. construction workers back to work.

Mr. CzyzyK. The business community has always been willing,
for years, to enter into these public/private partnerships. There
have been some reluctancies on the side of government and some-
times the arrangements have not been as good as they perhaps
could have been. But there are existing public/private partnerships
that exist today in other names. For example, most airports around
the United States are built—the terminals are built with airline
dollars, and it is quite simply where an opportunity is given to an
airline or to another business to develop a facility, given 30 years
to do that, and then the facility is turned over lock, stock, and bar-
rel to the government authority. That in itself is a form of public/
private partnership, and that could take place on our roads and
highways as well.

There was some contemplation a few years ago of building a sep-
arate lane on the 710 Freeway that could have been financed in a
private/public partnership type of arrangement, although because
of the inability to come to an understanding between the investors
and the government agencies at the time, it did not happen.

But with the willingness of all three elements to work together—
and when I say the three elements, I am referring to government,
labor, and business—these public/private partnerships can happen.
I cannot speak for all the banks, but there is a few trillion dollars
that is out there that can be invested. If there is a willingness on
the part of the constituents to do it, I am sure that a lot of infra-
structure improvement can be made in that regard.
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Ms. HARMAN. So just let me conclude, Chairman Boxer and
Chairman Mica.

I obviously leave Congress with this issue in good hands. We are
going to extend the Green Line to LAX and we are going to lever-
age private money and we are going to do it right now on a bipar-
tisan basis. I just want to thank all my colleagues for the honor
of serving with them over the years.

Mr. MicA. Well, thank you.

[Applause.]

Mr. MicA. Thank you again, Representative Harman.

As we conclude here, I think everyone has had an opportunity for
participation. As I said, we welcome from those who could not be
on the formal panel with us to submit for the record their ideas,
suggestions, recommendations through their Representative or
Senator.

I cannot again thank Senator Boxer enough for her hospitality in
hosting us today and her leadership in the U.S. Senate on our first
public effort here together, an example hopefully we are setting to
draft and complete for the country probably one of the most impor-
tant pieces of legislation that will affect our economy in the future.
So thank you again.

I opened and let me hand you the gavel, if you would have any
comments. I will yield to you, and then if you could please close the
joint hearing.

Senator BOXER [presiding]. Well, this is a very important mo-
ment in time, given where we are in our country and all the prob-
lems we face and the rancor, that we are here together, Mr. Chair-
man, with colleagues from both sides of the aisle. It really is an im-
portant signal that we are sending, and I hope the people of Los
Angeles feel very proud because what really brought us here is the
just amazing leadership this community has shown on this critical
issue. As I leave here, I think what we have gotten from this in-
credible panel—and I am sure, Mr. Chairman and members, you
are getting ideas from all over the country, and I am very anxious
to hear from you about all the different ideas that you have
learned. But I feel that I have been given a very solid road map
on how to proceed.

I am going to keep in my mind a couple of things, the first one
that I thought Jane Harman laid out so beautifully. We can lever-
age. At this tough time when we have very tough financial prob-
lems, we can leverage dollars from the private sector, from local
government, from State government, from wherever it comes. We
can do it at very little risk, at virtually no risk to the taxpayers.
So leverage is to me the centerpiece of what we are going to do to-
gether.

The second thing I will keep in my mind—and I hope everybody
will—is those unemployed construction workers and also the busi-
nesses that they formerly worked for who have very little work
right now. We have a housing crisis and it is not yet fixed. Let us
put it that way. Some tough times still remain in that front. So
what are we going to do with essentially 20 stadiums filled with
unemployed construction workers? I thank Mr. Hunter for being
here with the Chamber of Commerce, labor and commerce together.
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So I think if we keep in our minds the way to do this efficiently,
the way to stretch our dollars, the way to be fiscally responsible
and still meet our demands that we have on us for a top-notch
transportation system and the unemployed workers and the con-
struction businesses that need us to act, I think we are going to
come out with something very, very good. Look, there will be some
tough patches ahead, and we are not going to agree on every single
thing. We know that. But I think on the big issues, we do agree
and we do see eye to eye.

So with that optimism, I close this hearing and I thank everyone
for attending and I thank our excellent panel.

[Applause.]

[Whereupon, at 11 a.m., the hearing was adjourned.]

[Additional statements submitted for the record follow:]
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Congress of the United States
IHouse of Repregentatives
TWashington, HDE 205150530
HENRY A. WAXMAN

30T DistRicT, CALIFORNIA

Opening Statement of Rep. Henry A. Waxman
Ranking Member, Committee on Energy and Commerce

Joint U.S. Senate and House Field Hearing

“Improving and Reforming our Nation’s Surface Transportation
Programs to Support Job Creation and the Economy”

February 23,2011

Thank you Chairman Boxer and Chairman Mica for convening this hearing in Los Angeles. 1
welcome you to the 30th Congressional District, which I am honored to represent. |
particularly want to express my appreciation to Senator Boxer for her long-time dedicated
work to address our challenging transportation issues.

Today, we sit at the West LA Veterans Campus. Ten years from now, if all goes as planned,
it will be the interim terminus of the Westside Subway Extension. But today it is the heart
of some of the worst congestion in the region and just miles from one of the most congested
interchanges in the country.

These traffic bottlenecks are a drain on our economy, our productivity, and our health.
That is why I strongly support the bold vision Los Angeles County has adopted to charta
path forward. With the approval of Mcasure R in 2008, an overwhelming two-thirds of Los
Angeles County voters supported a tax increase for a bold initiative to dramatically expand
and integrate the County's transit system. Mayor Villaraigosa has propelled the plan with
his “30/10" initiative, which has as its ambitious goal the completion of 30 years of projects
in the next 10 years.

The impact of Measure R cannot be overstated. Already projects like the Expo Line to Santa
Monica, the Crenshaw line through Culver City, the Gold Line Footbill Extension, and the
Green Line extension to the airport have taken leaps from concept to construction.

Likewise, the cornerstone Westside Subway Extension and Regional Connector projects
have achieved environmental clearance for Preliminary Engineering and Design. Indeed,
the President's Fiscal Year 2012 budget places both projects in the pipeline for a future Full
Funding Grant Agreement.

The jobs are ready and the riders are eager. The missing ingredient is a bold
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transportation reauthorization bill that will empower LA County to leverage Measure R
revenues and properly finance the biggest physical, economic, and environmental
transformation of a generation.

Now is the time to invest. Now is the time to put forward creative plans like the
Infrastructure Bank, expansion of the Transportation Infrastructure Finance and
Innovation Act and other dynamic proposals that will move us forward. Now is the time to
shore up the New Starts program and the state grant formulas that enable high density
areas like the Westside of Los Angeles keep up with growth.

Stagnation is not an acceptable option. 1look forward to working with you to build a better
future for the county, the state, and the country.
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Kern Council
of Governments
February 22, 2011

The Honorable Barbara Boxer, Chairman
Environment and Public Works Committee
United States Congress

112 Hart Senate Office Building
Washington, D.C. 20510

Subject: Proposed Surface Transportation Reauthorization Priorities
Dear Chairwoman Boxer:

Kern Council of Governments thanks you for seeking input on the proposed surface
transportation reauthorization. As a large, geographically diverse metropolitan planning
organization, Kern Council of Governments is required to coordinate a continuous,
comprehensive and cooperative planning process that serves three distinct economic regions. Our
geographic and economic diversity requires solutions for all transportation modes.

Kern Council of Governments is submitting a statement for the committee’s consideration on
four policy areas addressing the proposed surface transportation act. The policy areas of concern
include preserving short-haul rail lines, National Environmental Protection Act process
streamlining, identifying sustainable transportation revenue sources and support for high-speed
rail development.

Each of these transportation policy issues is important to the Kern region in order to maintain our
diverse economy. A reliable transportation funding source will allow for needed goods
movement and congestion relief projects. NEPA streamlining will assist in moving projects
forward to construetion in a timely and eflicient manner. Freight rail is an essential option for the
region to move manufactured and agricultural goods to market. High-speed rail will improve air
quality, increase economic development opportunities in communities that suffer from chronic
unemployment and increase mobility in Central California.

Thank you for allowing Kern Council of Governments the opportunity to provide input to the
national transportation policy discussion. If you require additional information or wish to discuss
these issues further, please contact me a 661-861-2191 or at rbrummett@kerncog.org.

Sincerely,

Ronald E. Brummett
Executive Director

Kern Council of Governments
1401 19" Street, Suite 300, Bakersfield, California 93301 (661) 861-2191 Facsimile (661) 324-8215 TTY (661) 832-7433
www.kerncog.org
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Kern Council
of Governments

CALIFORNIA HIGH SPEED RAIL SYSTEM

Development of high speed rail provides many benefits to both local and regional
economies. Documented benefits of implementing high speed rail throughout world
include job creation and increases in both regional and local economic activity. These
same economic benefits could be available to the Kern region and throughout other
regions in the United States.

Construction of a high speed rail system in California would provide 300,000 jobs. Many
of those jobs would be in Central California chronic unemployment. In the vicinity of
HSR station, there would be increases in office space helping to generate economic
activity. Along with the new office space, jobs would be created by the construct of new
residential units and new hotels. Development of this type supports the Federal
emphasis on sustainable communities.

California is systematically developing a high speed rail system that will serve 95
percent of all Californian. Voters in California approved a $10 billion bond to finance
construction of the first phase of the system. The Kern Council of Governments
supports the location and funding of a high speed rail system in California beginning
with the initial segment in Central California.

s Provide federal funding for high speed rail systems that benefit local and regional
economies, support sustainable communities and enhance the environment.

s Focus Federal funding on high speed rail systems that enhance regional mobility
and increase economic activity in high unemployment areas.

Contact: Ronald E. Brummett,
Kern Councit of Governments
661-861-2191
rbrummett@kerncog.org

Kern Council of Governments
1401 19™ Street, Suite 300, Bakersfield, California 93301 (661) 861-2191 Facsimile (661) 324-8215 TTY (661) 832-7433

www.kerncog.org
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Kern Council
of Governments

FREIGHT RAIL LINE NOTIFICATION AND PROTECTION

Short haul rail lines are an essential part of the greater freight rail system. Short haul
line operators are abandoning usable section of rail lines and are not required to
conform to National Environmental Quality Act (NEPA) requirements or to notify
metropolitan planning organization of the intent to abandon a rail segment.

Short haul railroads’ hold monopolies over rail shippers and receivers; constantly
increase rates, tariffs, etc. forcing them to ship by truck. These actions are contrary to
the intent of the 1980 Staggers Act that deregulated railroads in order to increase
competition. Central Valley rail shippers & receivers have seen fees, charges and rates
increase as much as 2,000 percent in one year for handling the same volume of railcars
as the previous year. As rail traffic decrease on the short haul rail lines, they are then
abandoned, removed from operations and the track sold for scrap.

The systematic removal of short haul rail segments has significant environmental and
economic impacts to the local region. Environmentally, the removal of a rail option
increases the amount of goods shipped by truck impacting local air quality. Economic
impacts include the reduced options for shippers and receivers and increased
maintenance costs for both local roads and the state highways due to increased truck
traffic. In contrast, highways that are abandonment, relocated or newly constructed
required environmental documents to made available for public review and comment.

Kern Council of Governments recommends the following items be addressed in the
surface transportation act.

+ Revise short hau! rail abandonment regulations to require short-haul rail line
operators to notify transportation planning agencies and metropolitan planning
agencies of their intent to abandonment a segment of rail line.

* Regquire short-haul rail line operators to file environmental and economic impact
reports address local and regional issues in accordance with NEPA.

Contact: Ronald E. Brummett,
Kern Council of Governments
661-861-2191
rbrummett@kerncog.org

Kern Council of Governments
1401 19" Street, Suite 300, Bakersfield, California 93301 (661) 861-2191 Facsimile (661) 324-8215 TTY {661) 832-7433
www.kerncog.org
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Kern Council
of Governments

NEPA STREAMLINING AND REGULATORY REFORM

Under current federal law, the National Environment Protection Act (NEPA) requires that
Federal resources agencies {Fish and Wildlife, Environmental Protection Agency, et. al.) be
given an opportunity to review and comment on environmental documents developed for
specific projects. However, NEPA regulations do not set a time fimit for a Federal resources
agency to return comment on the environmental document.

The Kern Council of Governments and the City of Bakersfield waited 4 years for comments
from Federal resources agencies on the Kern River Freeway Project. Project planning and
development requires the expansive and time consuming process of developing of a federal
environmental document and a state environmental document.

Kern Council of Governments recommends the following items be addressed in the surface
transportation act.

+ Change federal NEPA reguiations to set a specific review time in which Federal resources
agencies are required to provide comments to the project sponsor. The time limit could be
six (6) month or ane (1) years as long as there is a defined time for review.

« Permit integrating state and federal environmental impact studies without compromising
environmental standards, to avoid project cost increases that occur due to lengthy
processes.

Contact: Ronald E. Brummett,
Kern Council of Governments
661-861-2191
rhrummett@kerncog.org

Kern Council of Governments
1401 19" Street, Suite 300, Bakersfield, California 93301 (661) 861-2191 Facsimile {661} 324-8215 TTY (661} 832-7433 www.kerncog.org
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Kern Council
of Governments

SUSTAINABLE TRANSPORTATION REVENUE

There is a growing recognition that sustainable transportation infrastructure requires an
established reliable, sustainable and growing funding system to finance our aging and
underfunded transportation infrastructure. This is a nationwide challenge. Although
borrowing of expected future revenues can accelerate the delivery of priority projects,
the resulting debt service must be kept at a level so as not to jeopardize future
transportation programs. This is a short-term solution and is not sustainable. We cannot
borrow our way out of this problem.

Kern Council of Governments recommends the following items be addressed in the
surface transportation act.

« Transportation funding shouid rely on direct user fees so that there is a strong
relationship between the use of the system and how the user pays for the system.
As a transition to a vehicle miles travel fee system, a suite of interim fees can be in
the form of a gas tax, auto insurance surcharge, tire tax surcharge or other user
based mechanisms.

» Technologies that move toward a vehicle miles travel system of fee collection,
should begin within two years beginning with the truck industry which already pays
mileage based road taxes based on travel in each state.

« Design/build, public/private partnerships opportunities and other innovative financing
opportunities should be authorized and/or expanded.

« Support incentives for interregional, cooperative approaches to fund transportation
corridors, communications facilities and economic opportunities.

Contact: Ronald E. Brummett,
Kern Council of Governments
661-861-2191
rbrummett@kerncog.org

Kern Council of Governments
1401 19" Street, Suite 300, Bakersfield, Cafifornia 93301 (661) 861-2191 Facsimile (661} 324-8215 TTY (661) 832.7433
www.kerncog.org
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TESTIMONY BY THE HONORABLE CURT PRINGLE,
CHAIRMAN OF THE CALIFORNIA HIGH-SPEED RAIL AUTHORITY

Submitted to the:

JOINT HEARING OF THE U.S. SENATE ENVIRONMENT AND PUBLIC WORKS COMMITTEE AND
THE U.S. HOUSE OF REPRESENTATIVES COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE

Joint Field Hearing: Improving and Reforming our Nation’s Surface Transportatian Programs
to Support Job Creation and the Economy

Wednesday, February 23, 2011
9:00am
West Los Angeles Veterans Administration Campus
11301 Wilshire Boulevard
Los Angeles, California

It gives me great pleasure to offer testimony today on behalf of the California High-Speed Rail Authority,
on behalf of the state’s high-speed train project, and on my own behalf as a Californian.

One cannot discuss our state’s transportation systems and our future transportation needs without
including high-speed rail. That is because the population of our state is projected to grow by a full third -
from approximately 38 million people today to 50 million people by the year 2030. To accommodate
that growth while maintaining our economic strength, California will need more road capacity, more
airport capacity, and high-speed rail as another transportation option, Simply put, the continued health
of California’s economy relies of being able to move people and goods efficiently within our state — from
international origins, through our ports, from Northern California to Southern California.

There is no project that has more potential to serve as a backbone for California’s future transportation
needs than the state’s high-speed train project. it is a true high-speed train project, not one of
incrementally improving existing passenger rail lines, but of constructing entirely new infrastructure to
allow operating speeds of 220 miles per hour and a travel time from the Los Angeles Basin to Silicon
Valley and the Bay Area that competes with air travel.

The benefits of the system we are planning —to connect the two largest population centers in our state
which are two of the largest in our nation — are impossible to overstate. in the near-term it means true
economic stimulus and job creation. in the long-term, this system will bring efficiency to our economy
and improvements to our environment. in a time of staggering unemployment figures, one must view
infrastructure investment as a prudent means of job creation. in fact, especially during challenging and
economically difficult times, it is the appropriate time to invest in infrastructure for our future.

With the California high-speed rail project, we do not use over-inflated multipliers to estimate job
creation, but instead use a figure more conservative than the federal government and more
conservative than transportation advocacy groups: 20,000 jobs per $1 billion in investment. That is,
20,000 jobs ~ defined as a 40-hour work week for 52 weeks — over the life of that investment. We
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currently have $5.5 billion available to begin construction of our system, which is a combination of
federal and state dollars, and that will mean nearly 110,000 job-years over the five years we have
scheduled to expend these funds. An average of 22,000 jobs per year employing construction laborers,
equipment operators, construction managers, cement masons and concrete finishers, electricians,
accountants/auditors, civil engineers and more. The bulk of those jobs will be in our Central Valley,
which currently has the dubious distinction of being home to some of the highest unemployment rates
in the nation.

There are many reasons the High-Speed Rail Authority chose to begin construction of the Los Angeles-
area - to — Bay Area system in our Central Valley. The Central Vailey constitutes the backbone of our
statewide system, where we will have true high-speed rail travel on dedicated tracks unlike in urban
areas where the trains will travel at slower speeds and, in some cases, potentially share track with
regional passenger rail services. Also, beginning in the center gives us the flexibility to build either north
or south as more money becomes available. Another reason to begin where our system will be straight,
flat, and relatively inexpensive is to dispense with the typical engineering learning curve where we can
get more track mileage from the initial federal investment.

There is no denying that building this system will have impacts on California communities. One cannot
build a piece of infrastructure of this size and scope — one that stretches nearly the entire fength of the
most populous state in the union — without having impacts. Our goal is to avoid those impacts where
possible, and where not possible to mitigate them.

Make no mistake, building more freeway lane miles and more airport capacity would be more costly and
would have a greater impact.

Uniike spending on roads and spending on regional commuter transit, investing in true high-speed rail
systems will bring a profit and will therefore not require ongoing government subsidies for their
operations and maintenance. That is true of the high-speed rail experience around the world. According
to the UIC, which is the international authority on rail, every existing high-speed train system in
operation around the worid generates a profit from its operations. Two lines - the Tokyo-to-Osaka and
Paris-to-Lyon lines ~ have even made enough profit to pay back the cost of their initial infrastructure
investment, We see examples around the world of successful public-private partnerships, utilizing
private sector doHars, in high-speed rail development and operation.

This will also be the case in California, where private companies and consortia have informally told the
Authority for years that they plan to participate and invest in California when the time is right. For that
time to be right, the private sector must first see a public sector commitment. The voters of California
have done that, by approving $9.95 billion in bonds for the development of a high-speed rail system.
Now, the federal government must show the same vision and commitment.

What that means, honorable members of the committees, is a long-term, ongoing plan for funding the
development of this mode of transportation. Long-term projects like these cannot be successfulty and
efficiently built with annual appropriations. They must be viewed with a longer lens if they are to come
in on-time and under-budget, which is what the people of our state expect.

Setting this long-term vision would send the signal to the private sector needed to lure its investment, at
which point our goal will be to transfer risk to the private sector and away from the taxpayer. |
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encourage Congress to foster an environment that allows for the private sector to participate and to
accept the risk associated with developing and operating these systems.

No project of this magnitude has ever been without its concerns, some of which are welcome and very
legitimate. | have no doubt that President Lincoln faced the same challenges in his pursuit of the
transcontinental railroad, or that President Eisenhower faced them in his pursuit of the interstate
highway system we all enjoy today.

High-speed rail now represents a true opportunity for the United States to invest in the infrastructure
that will support the successes of our grandchildren and their grandchildren — and California remains ir
the best position to lead us there, Federal partnership is a necessary component of that effort, and |
thank you for the opportunity to provide this testimony today.
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Lalifornia Laboy Federation | AFL-CIO
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February 18, 2011

The Honorahle Barbara Boxer via email: cfo Heather Malors@epw senate.goy
U.S. Senator California

112 Hart Senate Office Building

Washington, D.C. 20510

RE:  loint Field Hearing of the House Committee on Transportation and Infrastructure and the
Senate Committee on Environment and Public Works in Los Angeles, 2.23-2011

Dear Senator Boxer:

The California Labor Federation strongly supports the continued federal funding of high speed rail
systems in California and across the nation. President Obama has challenged the nation to build a
21st century infrastructure that will solidify our country’s position on the leading edge of global
competiveness. This is our “Apolio moment” and we must all rise to the challenge.

There are some who douht the promise of high speed rail. They doubt that Americans can once
again be on the cutting edge of technology, infrastructure, innovation and growth. Florida Governor
Rick Scott recently rejected $2 bitlion in federal funding to build high speed rail in his state.

The $2 billion Florida rejected could be used immediately in California to break ground on high
speed rail and make the President’s vision a reality.

A coalition of business, labor and government is already working together to make the vision of
high-speed rail a reality in the Golden State. California has already made substantial investiments in
a high-speed rail system and is well prepared to receive and use federat funding. California is the
only state in the nation that has passed a bond measure that will devote $9 billion to high-speed rail
construction in coming years.

High-speed rail create new opportunities for economic growth. Businesses will benefit from the
improved movement of goods and people throughout the state. Rail will increase the speed of
deliveries and ability of businesses to attract workers from all over the state. Tourism will flourish as
visitors and residents explore Cafifornia more quickly and easily than before.
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The Honorable Barbara Boxer
February 18, 2011
Page Two

The economic downturn has had a devastating impact on working people in California, and recovery
is projected to lag behind other states. The construction and operation of a high-speed rail system is
projected to create 160,000 construction and 450,000 permanent jobs. For every $1 billion invested
in high speed rail, 20,000 new jobs are created. The creation of new jobs will bring new life to the
construction industry that has seen jobs losses of 20% and higher in recent years. Thousands of
working families that feared long-term unemployment would have new opportunities for permanent
johs created by the high-speed rail system.

This is the economic engine we need to drive recovery and put us in the lead of innovation, growth
and development of new industries.

in addition, high-speed rail will eliminate 12 billion pounds of environmentally damaging emissions
each year—the equivalent of removing 1 million cars from our roads. The immediate improvements
in air quality are huge, as are the long-term benefits to our state and our planet.

California has a reputation as a state of visionaries -- for good reason. When we see a challenge, we
rise to the occasion. We stand ready to become the first state in the nation to fully realize high-speed

rail’s promise.

We urge you to redirect Florida's funding to California and to authorize on-going funding of high
speed rail projects in California and across the nation.

Sincerely,

(el

Art Pulaski
Executive Secretary-Treasurer

sthing39521ewalafl-clo-opetudafi{3ijem
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Los Angeles County One Gateway Plaza Don Knabe
Metropolitan Transportation Authority Los Angeles, CA 9o012-2952 Chair

213.922.4590 Tel
Metro

213.522.4594 Fax

March 9, 2011

The Honorable Barbara Boxer

Chair

U.S. Senate Committee on Environment and Public Works
SD - 410

Washington, DC 20510

Dear Chair Boxer:

On behalf of the Los Angeles County Metropolitan Transportation Authority (Metro),

{ want to convey my appreciation for providing Metro with an opportunity to testify before
the joint transportation hearing held in Los Angeles County on February 23, 2011. The
hearing offered a welcome opportunity for myself and other major transportation
stakeholders in the State of California to discuss the importance of reforming and
improving our nation’s surface transportation program, while concurrently keeping our
focus squarely on the importance of job creation.

Following my testimony, | was asked to provide a detailed explanation of the
enhancements our agency is recommending for the Transportation Infrastructure
Finance and Innovation Act (TIFIA) program and our suggestion with respect to a new
transportation bond program. | am pleased to provide the attached document which
details our specific requests with regard to the existing TIFIA program and our proposed
bond program. Our agency is very pleased with our ongoing dialogue with your
committee staff on these proposals and would welcome additional comments that can
further strengthen our proposal.

Metro very much looks forward to working with you and your colleagues in the U.S.
House of Representatives and U.S. Senate to advance a muiti-year surface

transportation bill. Please let me know if | can be of assistance as you work together to
promote mobility across all modes of transportation in our nation.

Chairman
DK:jm

Enciosure



Executive Officers
Jacob Lipa, Chairman
Psomas

Brad Cox, Immediate Past Chairman
Trammieli Crow Company

Alan Rothenberg, Vice Chairman
¥ Cermusy Bank

Richard Ziman, Vice Chairman, Chairman’s
Circle
Amencan Value Partrers

Mary Lesfie, President
Los Angeles Business Councit

Chairman’s Circle

Al 3 Rghes, Growmberg Traurig

Celeste Aitimar, Haworth

Eien Berkowitz, Manatt, Phelps, Philip LLP
Linda Bernbaect, Loeb & Loet LLP

Sncy Coben, FAIA, Gensler

Jonathas Cowan, Sony Pictures Entartainment
Joaquin Dedionat, Arden Realty

Shaun Desttica, Sempea Energy Utllities
Kevin Do, Turner Construction Co.

Tom Flintolt, Kindel Gagan

¥en Giiet, Macerich

Join Goodi, Westfield Group

Ron Geitfitn, Century Housing Corparation

Qaniel Howard, Lodgan, Lacher, Golditch, Sardi
igwara

Deorah Kalick, Cedors-Sinai Kesfth System
Joho K, Equinax

Joanioe Koutera, Cafifornia Strategios

James Kns, Faicon Waterteea Technclogies
Jaet Lamikan, Bank of America

Aatorio ManTI, 1.P. Morgan Chase

Mixe Massey, Nationat JTE Corporation

Gregeey P Hedeiros, Centennial Founders, LLC
Guy Menul, Passans

Ay Neyers, Shangs-La

Gonrgr Ministon, Latharm & Watdng

serty Porer, CoasoPartnors

Commissioner Ioe Ramatio, LA Dept. of Water & Power

Kein Ratncr, Forest ity
Gaymong fice, Vons

Michag: Rosenteks, Next Cantury Assaclates, LLC
DavaI . Seaws, 1P, Morgan tnvestment Mgmt., Inc.
Carme Setia, Wells Fargo fiank

Sarah Snaw, M8 Realty Corporation

Fatti Shweyder, ATMCO.

Joha Semcken, [11, Majestic Realty Co.

Howacd Sunkio, Los Angeles Dodgers.

Lo Tiemey. Unisourse Solutions

Steve Velkei, SHR Denton US LLP

Greg Viki, MacFartane Partnors

Mortine Watt, Watt Compartias.

Hike Whatiey, SunPower

Wiarn witte, Related Companies of Californix

tyaztan Zeitin, DLR Group WWCOT

126

February 22, 2011

The Honorable Barbara Boxer
US Senate

112 Hart Senate Office Building
Washington, D.C. 20510

Dear Senator Boxer:

The Los Angeles Business Council (LABC) asks that you support AMERICA
FAST FORWARD, a national effort to improve the way we finance
transportation projects so that our cities and states can access capital and create
jobs now. This initiative will leverage private capital to create on million
private scctor infrastructure jobs nationwide, empower local communitics with
forward looking financing tools and does so in a way that does not add to the
national deficit.

AMERICA FAST FORWARD:
- Will create jobs right now by empowering local communities.
- is anew and innovative way to support tens of thousands of Main
Street American businesscs.
- will leverage private capital to create one million
private sector infrastructure jobs nationwide.

The LABC has a long history in supporting transportation infrastructure
projects that will create and retain jobs in our region. We were the initial
business organization to support Metro’s Measure R program, and the Mayor's
30/10 Initiative.

AMERICA FAST FORWARD will create jobs by empowering local
communities with forward-looking financing tools that will allow them to
focus their own communities resources directly on the priorities that will best
lead to real job creation right now, and does so in a way that does not add to
the nation's budget problems.

AMERICA FAST FORWARD empowers local communities by giving them
the decision-making authority when it comes to identifying what jobs
initiatives will best serve the priorities of their communities. Second,
AMERICA FAST FORWARD will not harm the federal budget as the federal
government will provide AMERICA FAST FORWARD JOB CREDIT
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GUARANTEES and only where there are locally-based and dedicated funding streams to
guarantee that federal taxpayers are made whole for any credit that is provided. Moreover, credit
amounts will be capped well below the projections of the dedicated funding source. Third,
AMERICA FAST FORWARD allows communities to issue AMERICA FAST FORWARD JOB
BONDS for local jobs initiatives with a tax credit in order to secure favorable financing terms so
that as large a percentage of public resources are in fact directly supporting immediate job
creation at the local level. And, fourth, the AMERICA FAST FORWARD credit and bonds will
only be made available in instances where there is real accountability in terms of a specifically
identified initiative that will result in jobs.

For the reasons above, the LABC asks you to support AMERICA FAST FORWARD.
Thank you for your consideration.

Sincerely,

Moy

Mary Leslie
President, LABC

Learin
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America Fast Forward

Proposed Federal Financing Tools
To Stimulate Transportation Infrastructure Investment

March 9, 2011

The Problem: Trust Fund Eroded by Flat Fuel Taxes and Increases are Off-the-Table

Highway Trust Fund (HTF) revenues have been declining because fuel tax revenues are flat.
Per-gallon taxes do not keep pace with any measure of mobility: Population, inflation, and
especially vehicle miles all grow faster than the consumption of increasingly costly fuel. In
fact, the Congressional Budget Office has projected that the HTF's Highway Account could
run dry in Fiscal Year 2012 and the Transit Account will run dry in Fiscal Year 2013. The
following graph illustrates the projected decline in Federal highway and transit obligations
through 2017 based on current HTF revenues with no General Fund relief.

Estimation of Federal Highway and Transit Obligations
Through 2017 Based on Current Trust Fund Revenues

B Highway Dbligattons 3 Transit Obligations
45 %s&g,g &M g4 Wwis‘sz's
40

; 30,2 (9349
35 - v [533.0 [s222]

£

25

{3 ilicrs)

2 4

15

. $11.9 $11.9
$10.4 ]

19 -

&

g

2009 2010 2011 2012 2013 2014 2015 2016 W17
Source: American Association of State Highway and Transportation Officials, 2011 (AASHTO)

This nationwide infrastructure investment gap has become a big and growing problem

with dire consequences. In the short-term, this problem will contribute to unemployment
and a sluggish economy. In the long-term, economic growth, competitiveness, and overali
quality of life will suffer. Since fuel tax increases appear to be politically unrealistic for the
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foreseeable future, we propose a creative way to employ private capital investment for
targeted mobility needs.

Solutign: Federal Financing Support to Leverage Local Funding

While we wait for policy makers to decide how to address the fundamental problem of lack
of revenues for infrastructure investment, there are short/medium-term financing
initiatives that could help significantly and would not be budget busters --> the sorts of
credit and tax incentives proposed herein.

The federal government has various policy tools at its disposal to encourage investment in
targeted sectors. These include:

+ Direct grants to reimburse capital costs;

e Credit assistance in the form of loans and guarantees;

e Regulatory reforms to accelerate development and reduce costs; and
» Tax incentives to reduce borrowing costs.

Together, these tools can be used to design a balanced strategy for advancing major
infrastructure investments.

This policy brief outlines the two federal policy tools that could be used to maximize the
leveraging of local revenues:

A. a new tax-preferred bonding program for surface transportation (Qualified
Transportation Improvement Bonds, or QTIBS);and

B. an enhanced Transportation Infrastructure Finance and Innovation Act (TIFIA)
federal credit assistance program.

These financing tools will not replace the existing federal assistance program structure for
state and local project sponsors. Rather, making them available should incentivize
jurisdictions that are willing to impose fees and taxes on themselves in order to undertake
transformational investments. In this way, the federal government can encourage
significant state and local investment in sustainable transportation solutions while limiting
the federal budgetary commitment.

The following pages provide a table summary and general explanation for both QTIBs and
TIFIA.
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A. General Explanation of Qualified Transportation Improvement Bonds
(QTIBs) Proposal

EXECUTIVE SUMMARY

1. Amend section 54 of the Internal
Revenue Code to establish a new
category of qualified tax credit
bonds for surface transportation -
called “Qualified Transportation
Improvement Bonds” (QTIBs).

Would create a sixth class of tax-preferred
bonds called qualified tax credit bonds
specifically designed to stimulate greater
investment in surface transportation
infrastructure projects. By subsidizing most or
all of the interest cost of infrastructure bonds,
the federal government can more than double
the amount of investment generated by local
and state revenue streams.

2. Authorize the issuance of
$45 billion of QTIBs by state and
local governments sponsoring
eligible projects over a 10-year
period.

A national program of $45 billion would: (1) Be
a meaningful supplement to the existing federal
programs supported by the Highway Trust
Fund; and (2) Be phased in over 10 years ($4.5
billion per year) in order to meet the funding
needs of multi-year capital programs and
cushion the budgetary impact of the tax credits.
The estimated scored budget cost of the
national program is about $10 billion (net tax
expenditures over the 10-year budget window).

3. Authorize the Secretary of
Transportation to allocate 65
percent of the total issuance
volume to sponsors of certain large
public transportation projects.

The Secretary of Transportation would allocate
65 percent of the volume cap ($29.25 billion
over 10 years) to “mega projects” that meet
certain national investment policy goals, cost at
least [$1 billion], and receive not more than [30
percent] of their capital funding from federal
grants.
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4. Direct the Secretary of The Secretary would allocate the remaining 35
Transportation to allocate the percent of the volume cap to the states by
remaining 35 percent of the total formula. The states would select eligible
issuance volume to the states by projects to benefit from the federal subsidy.
formula. The projects could be any surface

transportation capital investment costing at
least $10 million and otherwise eligible for
assistance under either title 23 or chapter 53 of
title 49. Of the $15.75 billion allocated over 10
years for these purposes, half would be
allocated to all the states according to their
share of the national population and half would
be allocated to “low density” states according to
their share of the total population of all low
density states (those states with a population
density less than the national average of 87
persons per square mile).

5. Authorize QTIBs to have a Because of the long-term nature of

maximum maturity equal to the transportation assets and their extensive public
lesser of 35 years or that term benefits, this provision would enable QTIBs to
which would result in the have a longer final maturity date than existing
discounted present value of the qualified tax credit bonds for other purposes.
bonds equaling 20 percent of the The longer the maturity, the greater is the
maturity value. effective federal subsidy. However, the final

maturity date could not exceed the lesser of 35
years or such shorter term resulting in an
effective non-federal share {(equal to the present
value of the bond principal) of 20 percent.

6. Authorize the issuers of QTIBs to Allowing the state and local issuers of QTIBs to
elect to receive refundable tax present refundable credits to the Treasury for
credits that they can present to the | cash allows the bonds to be sold to investors as
Treasury for cash reimbursements. | taxable interest-hearing obligations, greatly

enhancing their marketability over bonds

paying investors interest in the form of tax
credits. This refundable credit “direct pay”
mode was authorized by Congress in 2010 for
most of the tax credit bond programs. It
allowed the bonds to be sold at a lower required
return to the investor, achieving a greater
investment effect for the tax credit cost.
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General Explanation QTIBs: Detailed Description

This proposal calls for the creation of a new category of qualified tax credit bonds - called
Qualified Transportation Improvement Bonds (QTIBs) - as follows:

1. Amend section 54 of the Internal Revenue Code to establish a new category of qualified

tax credit bonds for surface transportation. This provision would create a new class of
qualified tax credit bonds, called “Qualified Transportation Improvement Bonds” (QTIBs).

Qualified tax credit bonds are taxable rate bonds issued by state, local or other eligible
issuers where the federal government subsidizes most or all of the interest cost through
granting investors annual tax credits in lieu of cash interest payments from the borrower.
Qualified tax credit bonds differ from other federally-subsidized bonds such as Build
America Bonds in several important respects:

« The permitted purposes are more narrowly defined;

e Theissuance volume is legislatively capped;

e The maximum interest rate subsidy is set daily by the U.S. Treasury; and

e The maximum term of the bonds is set monthly by the U.S. Treasury.

Congress to date has authorized gualified tax credit bond programs totaling in excess of
$36 billion for forestry conservation, renewable energy projects, energy conservation,
qualified zone academies and new school construction. QTIBs would represent a sixth
class of such bonds, targeted at surface transportation capital projects.

2. Authorize the issuance of $45 billion of QTIB te and local govern t
sponsoring eligible projects over a 10-year period. QTIBs would be authorized in the
amount of $4.5 billion per year over a 10-year period, or $45 billion in total, as shown in
the table below. Unissued amounts could be carried forward to future years. The
estimated scored budget cost derives from the net federal tax expenditures (foregone
receipts) associated with the annual tax credits. Over the 10-year budget window, that
budget impact is estimated to total just over $10 billion assuming the issuance of $45
billion of QTIBs according to the schedule shown.?

FFY Max. Cumulative Net Fed Tax FFY Max. Cumulative Net Fed Tax
QTiBs Expenditures QTiBs Expenditures
Qutstanding {Annual Score) Qutstanding {Annual Score)
2011 $4.5 billion $0.2 billion 2016 $27.0 billion $1.1 billion
2012 $9.0 billion $0.4 billion 2017 $31.5 billion $1.3 billion
2013 $13.5 billion $0.6 billion 2018 $36.0 billion $1.5 billion
2014 $18.0 billion $0.7 billion 2019 $40.5 billion $1.7 billion
2015 $22.5 billion $0.9 billion 2020 $45.0 billion $1.8 billion

! In addition to assumptions about the pace of bond issues and redemptions, the estimated net tax expenditures depend
on the tax credit rate and the average marginal tax rate of bond investors.
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The chart below illustrates the fiscal impact of the program proposal, including the
derivation of the estimated scored budget cost.
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The orange bars show the outstanding principal amount of QTIBs, assuming the
maximum amount of bonds authorized each year ($4.5 billion) is issued over the 10-
year authorization period (2011-2020). The outstanding principal amount would
grow by $4.5 billion each year, leveling off at $45 billion upon the issuance of the
bonds authorized for 2020. The bonds would have a maximum term of 35 years,
meaning that they would be retired during the 2046-2055 time period.

The blue line shows the gross tax credits paid out by the Treasury over the life of the
bonds. This annual amount is determined by multiplying the tax credit rate by the
outstanding principal amount of bonds. I[n this example, the annual gross tax credits
peak at $2.55 billion per year when the outstanding principal amount of bonds
reaches $45 billion (assuming a 5.67% interest or tax credit rate on the bonds in this
example).

The red line shows the pet tax credits paid out by the Treasury. These payments
equal the gross tax credits minus the federal taxes realized by the government
because the tax credits received by the bondholders are treated as taxable interest
income (the QTIBs are taxable bonds). This “net tax expenditures” line represents
the net effect on federal revenues of the QTIBs. In this example, the average
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marginal tax rate of the bondholders is assumed to be 28%, meaning that the net tax
expenditures are 72% of the gross tax credits, peaking at $1.84 billion per year
during the 2020-2045 time period.

s The estimated budget cost of the QTIBs program proposal is represented by the
pink bars. They show the cumulative net tax expenditures over the 10-year budget
window. This estimated scored cost of the national program is $10.1 billion.

3. Authorize the Secretary of Transportation to allocate 65 percent of the total issuance
volume to sponsors of certain large public transportation projects. The Secretary of
Transportation would allocate 65 percent of the volume cap ($29.25 billion aver 10 years)
for public transportation “mega projects” with significant regional and national benefits
that:

« Promote safety, economic competitiveness, livability and environmental
sustainability;

« Have capital costs of at least [$1 billion}; and

« Receive not more than [30 percent] of their funding from federal grants under title
23 or chapter 53 of title 49.

By providing these major projects with tax subsidies, the federal government can leverage
state, local and private resources to undertake transformational investments while
spreading out the fiscal impact over a longer time period commensurate with asset lives
and public benefits.

4. Direct the Secretary of Transportation to allocate the remaining 35 percent of the total
issuance volume to the states by formula. The remaining 35 percent of the national volume
cap would be used to finance any highway or transit capital project eligible under title 23
or chapter 53 of title 49 having a cost of $10 million or more (qualified transportation
improvement projects). Half of this volume would be allocated among the states based on
their share of the nation’s population. The other half would be allocated according to the
share of aggregate population among those states having a population density not greater
than the national average of 87 persons per square mile. Each state would select the
projects to receive volume allocation from its portion of the 35 percent formula
distributions.
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Summary of Proposed Allocation of QTIBS

{($ in billions)
Discretionary Allocation-—Mega Projects $ 29.250 65.0%
Formula Allocation by Population—All States | $ 7.875 17.5%
Formula Allocation by Population—Low $ 7.875 17.5%
Density States
Total $45.000 | 100.0%

5. Authorize QTIBs to have a maximum maturity equal to the lesser of 35 years or that

ferm which would result in the discounted present value of the bonds equaling 20 percent
of the maturity value. Consistent with the existing qualified tax credit bond programs, the

Treasury Department would set the maximum reimbursable rate for the bonds marketed
each day such that the bonds can be sold at their face (par) amount, without interest cost to
the issuer. Every month, the Treasury would establish the maximum permitted final
maturity that would result in the discounted present value of the bonds equaling 20
percent of the maturity value (i.e,, an effective 80 percent federal share, consistent with
other federal surface transportation assistance programs) ~ provided that in no case would
the bond maturity extend beyond 35 years. While this is a deeper federal subsidy than the
50 percent level for other types of qualified tax credit bonds, it is justifiable based on the
long-lived nature of transportation infrastructure investments and their substantial public
benefits.

6. Authorize the issuers of QTIBs to elect to receive refundable tax credits that they can
present to the Treasury for cash reimbursements, in 2010 Congress authorized issuers of
most types of tax credit bonds to elect to receive refundable tax credits that they could
present to the Treasury Department for cash. This feature allows the bonds to be sold to
investors as taxable interest-bearing obligations, substantially enhancing their
marketability over bonds paying investors interest in the form of tax credits. The
refundable credits allowed the bonds to be sold at yields 1% to2% lower than honds with
non-refundable credits.

Non-Refundable Tax Credits

A non-refundabie tax credit may only be applied by the recipient {bond investor) against
federal income taxes and certain other federal tax liability. For along-term investment like
a bond, the investor faces substantial tax uncertainty in future years, If the investor does
not have taxable income, the credit has no current value, although it may be carried
forward to a later year. Non-taxable investors would have no demand for this product.
While tax credits may be stripped from the underlying bonds and marketed separately,
today there is no established market for such tax credit strips. For these reasons, the
market is extremely limited for non-refundable tax credit bonds, and there is virtually no
secondary market (no liquidity). Market data point this out: Under the largest existing tax
credit bond program ($22 billion authorized for Qualified School Construction Bonds, or
QSCBs), only 20 percent of the 2009 authorized volume was sold in the first 12 months.
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Refundable Tax Credits

Refundable tax credits may be presented by the recipient to the Treasury for cash,
eliminating the tax risk to the investor. Under a refundable tax credit bond, the issuer sells
the bonds as standard interest-bearing taxable-rate obligations, and the issuer (rather than
the investor) is entitled to receive a cash rebate from the Treasury. This simplifies the
marketing process and opens up enormous sources of capital from institutional investors
who pay little or no federal income tax, including pension funds, endowments, life
insurance companies, and foreign investors. The Hiring Incentives to Restore Employment
(HIRE) Act of 2010 allowed some $30 billion of school construction, qualified academy,
clean renewable energy and energy conservation tax credit bonds to be issued with
refundable credits.

Federal Interest Subsidy & Tax Credit Refundability

For qualified tax credit bonds, the Treasury sets a daily rate for its interest rate subsidy for
bonds priced that day. The index level is supposed to allow issuers to borrow without
interest cost. The current rate is approximately 5.4 percent.? The actual yield required to
attract an investor may be higher or lower than the Treasury index, depending on credit,
liquidity and other factors. If higher, the issuer typically pays a “supplemental coupon” of
cash to augment the Treasury reimbursable rate. If lower, the Treasury reduces its subsidy
rate for that issuer to the market yield. There was a dramatic impact on required investor
returns on Qualified School Construction Bonds when Congress, through the HIRE Act of
2010, converted most of the qualified tax credits from non-refundable to refundable. On
average, making the credits refundable saved issuers 110 basis points (1.1%), and
sometimes as much as 2% to 3%, in annual interest cost compared with the yield required
for non-refundable credits. Two and a half times the dollar volume of bonds was sold post-
HIRE ($6.0 billion) vs. pre-HIRE ($2.4 billion) over similar time periods, reflecting in large
part the improved marketability of the bonds. For the $6.0 billion of post-HIRE QSCBs sold
thus far by 402 school districts, making the credits refundable is saving approximately $1.1

billion in unnecessary interest expense over the life of the bonds.
Implications for the QTIB Program

Refundable tax credits will be important—perhaps essential—for efficient execution of a
large new tax credit bond program. It opens up the market for huge institutional buyers,
like CalPERs and TIAA-CREF. Making QTIB tax credits refundable should not produce a
materially-higher scored cost due to an “acceleration effect” (as was calculated for the HIRE
Act tax credit conversions) since the proposed QTIBs issuance schedule is extended (and
tax expenditures are deferred) by authorizing only 10 percent of the total bond volume to
be issued each year. Even with refundable credits, the federal index for reimbursement
rates still has covered only 92 percent of the average interest cost, rather than 100 percent

2 The Treasury-set QTCB rate as of 3-9-11 was 5.38%.
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as Congress intended. If legistation were to require the use of non-refundable tax credits,
there are three possible outcomes:

o The Treasury index could be adjusted to a higher yield to properly reflect the
market clearing rate for Iess liquid non-refundable tax credits (this could
increase the scored cost by about 25 percent);

o A centralized nationwide conduit issuer of tax credit bonds could be established
to help create a secondary market for the non-refundable tax credits, thereby
improving liquidity and reducing the required yield; or

o Theissuers of bonds with non-refundable tax credits could be forced to pay
supplemental coupons, which would significantly diminish the financial benefit
of the tax subsidy to project sponsors.
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B. General Explanation Transportation Infrastructure Finance and
Innovation Act (TIFIA) Proposal

EXECUTIVE SUMMARY

. Increase program funding
$122 million {SAFETEA-LU
authorization) to at least $375
million per year.

to ~$3.75 billion/year of loans, respondmg to
heightened demand for program assistance,
Additional funding would better support partial
interest rate subsidies (as described in #5
below).

. Increase the maximum TIFIA
share from 33% to 49%.

Given continuing uncertainty in the tax-exempt
bond market, would allow TIFIA to fund a
greater share of project costs - provided the
TIF1A loan achieved an investment grade rating
(BBB rating category or higher) and was backed
by a senior lien on pledged revenues.

. Broaden eligibility to include
programs of related projects.

Would extend to all eligible surface modes the
current provision for freight / intermodal
connector projects, allowing the general

$50 million size threshold to be met througha
portfolio of projects backed by a common
security pledge.

. Authorize DOT to make upfront
“Master Credit Agreements” for
larger projects and programs.

Would make TIFIA assistance more predictable
for larger, multi-year phased capital programs
by giving an upfront conditional commitment
(through a Master Credit Agreement), with
actual loan funding subject to satisfaction of all
necessary federal requirements (such as credit
rating, environmental approval, etc.). Qualifying
projects also would need to meet certain criteria,
including receiving not more than {30 percent]
of funding from federal grants and having a
minimize size of [$1 billion].
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5. Authorize DOT to offer a limited
interest rate hedge for Master
Credit Agreements.

Would cushion the financing risk for projects
receiving an upfront conditional commitment
(as described in #4 above) resulting from rising
interest rates between the dates of executing the
Master Credit Agreement and finalizing the
underlying loan agreement(s). This would be
accomplished by allowing DOT to use [25
percent] of TIFIA annual funding to buy down
the prevailing interest rate in such
circumstances by up to [1.0] percent.

6. Eliminate the “Springing Lien” for
certain types of secured loans.

Would allow investment grade TIFIA loans to be
truly subordinate where they are payable from
pledged revenues not affected by project
performance, such as local /regional taxes or
system revenues. Such fully subordinate loans
would have to receive an investment grade
rating and be capped at 33 percent of project
costs.




140

General Explanation of TIFIA Proposal: Detailed Description

This proposal would amend chapter 6 of title 23, United States Code, to modify the
Transportation Infrastructure Finance and Innovation Act (TIFIA) program as follows:

1. Increase annual funding from $122 million (SAFETEA-LU authorization) to at least
$375 million.3 This responds to expressed demand for TIFIA assistance and enables DOT to
provide greater financing assistance to a larger volume of major projects. The $375 million
subsidy funding level could support annual credit commitments (face amount of loans)
totaling approximately $3.75 billion, assuming an average program subsidy rate of 10
percent. Itis assumed that most loans would continue to be made at the Treasury rate
(with no interest rate subsidy and a 10 percent average credit risk subsidy, as occurs
today). However, if Congress authorized the use of limited interest rate subsidies for
certain projects, as described below under item #5, then the average subsidy rate would be
somewhat higher ~ perhaps in the 15 to 20 percent range. In that case, unless Congress
also approved even greater annual funding, the supportable loan level might be limited to
$2.0-2.5 billion.

2. Increase the maximum TIFIA share of project financing from 33 percent to 49 percent.
Increasing the TIFIA share would help more projects achieve financial feasibility. Aslong
as project reliance on federal grant funding is minimal (e.g,, below 30 percent), TIFIA
assistance still would generate considerable private and other non-federal co-investment.
Any loan greater than 33 percent of eligible project costs would need to have a senior
(rather than subordinate) lien on project revenues, and should be investment grade (rated
BBB- or higher).

3. Broaden eligibility generally to include programs of related projects otherwise eligible.
This would put other TIFIA-eligible surface projects on a similar footing as freight-related
intermodal projects, for which eligibility was broadened under SAFETEA-LU to include a
series of related projects. Specifically, this provision would explicitly extend TIFIA eligibility
to multi-project capital improvement / renewal programs involving major reconstruction
and/or rehabilitation that improve system performance by supporting a state of good
repair.

4. Authorize DOT to make upfront contingent credit commitments for certain large
projects or programs of related projects. The TIFIA program offers financing secured by
revenues generated by or dedicated to individual projects. Under current law, before the
execution of an agreement that commits credit assistance, a project sponsor must receive
its final environmental approvals, have detailed cost estimates pursuant to a substantial

3 By way of comparison, the National Surface Transportation Infrastructure Financing Commission recommended in its
report to Congress increasing annual TIFIA subsidy funding to $300 million per year, while the President’s FY 2012
Budget proposes annual subsidy funding of $650 miliion to fund surface transportation loans ($450 million for TIFIA and
$200 million for the National Infrastructure Bank).
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level of design / engineering work or an executed construction agreement, and have a
complete plan of finance with all other financial commitments in place. This provision
would authorize DOT to make upfront contingent credit commitments for certain large
projects or programs of related projects that will be phased in over a period of several
years, by means of a Master Credit Agreement. This provision would be limited to that
subset of TIFIA eligible projects that satisfy certain more rigorous criteria, described below.

The Master Credit Agreement would mitigate financing risk for such large initiatives by
committing DOT to providing one or more future loans or other federal credit instruments
for eligible projects, subject to satisfaction of necessary federal requirements and
availability of future program funding. Actual loan draws under the Master Credit
Agreement would be contingent upon the recipient project(s) meeting all relevant federal
requirements, including the federal planning and programming requirements and the final
environmental approvals under the National Environmental Policy Act. Furthermore, DOT
could enter into a Master Credit Agreement only if dedicated revenue sources have
received any necessary state or local approvals and can be committed to the eligible
projects.

In order to qualify for an upfront contingent credit commitment, a project or program of
related projects must:

(a) Be a [public transportation capital] project or program that significantly
enhances safety, economic competitiveness, livability and environmental
sustainability;

(b} Receive not more than [30 percent] of its funding for capital costs from
federal highway or transit capital grants (made available under title 23 or
chapter 53 of title 49}; and

(c) Have total eligible project costs that equal or exceed [$1 billion].

In this way, the Master Credit Agreement will be targeted to that subset of TIFiA-eligible
projects and programs with the greatest scope and complexity.

5. Authorize DOT to offer a limited interest rate hedge to a project sponsor receiving an
upfront contingent credit commitment. The use of a Master Credit Agreement, as described
under item #4 above, is intended to facilitate the financing of major initiatives with very
large public benefits that must be phased in over a period of years. Authorizing DOT to
make contingent commitments for phased programs mitigates selection risk in future
years, and provides public and private funding partners with assurance that federal
financing assistance will be made available when needed, subject to funding availability
and other conditions.

This provision authorizes DOT to further mitigate financing risk for such large initiatives by
offering limited interest rate subsidies. Although DOT could provide an upfront contingent
commitment through a Master Credit Agreement under this proposal, it cannot execute an
underlying loan agreement and lock in the loan interest rate until the recipient project(s)
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has met all federal requirements, including receipt of a final NEPA decision. The TIFIA loan
interest rate, which is a key feature of the financial plan, might rise significantly between
the date of the Master Credit Agreement and the execution of the underlying loan
agreement. Since such a rise would negatively impact the project financial plan, DOT could
“buy down” the then-higher interest rate, using the interest rate that prevailed at the time
of the Master Credit Agreement as a benchmark. In order to ensure that this interest rate
hedge is used sparingly and does not crowd out DOT’s ability to fund other project loans,
the provision could be capped. For example, Congress could specify that not more than [25
percent] of the TIFIA program funding be used for this purpose and establish a maximum
interest rate subsidy (e.g., authorize DOT to subsidize the interest rate up to 100 basis
points, or one percentage point, below the prevailing Treasury rate at the time the loan
agreement is executed and funds are obligated).

6. Authorize DOT to provide aloan with a fully subordinate lien on pledged revenues if
certain conditions are met. Currently, DOT may make “functionally subordinate” TIFIA
loans with a secondary or junior claim on pledged revenues, thereby enhancing the credit
quality of senior debt obligations and facilitating their access to the capital markets. But
such TIFIA loans must “spring” to parity with the senior debt if there is a bankruptcy-
related event (default leading to bankruptcy, insolvency or liquidation). This non-
subordination or “springing lien” provision was intended to reduce the likelihood of federal
losses associated with project financings backed by relatively risky project-based
repayment sources or other features leading to lower credit ratings (e.g., start-up toil
roads).

However, it also has made it problematic for governmental borrowers with ongoing capital
programs and outstanding senior bonds to take advantage of the TIFIA program’s flexible
payment features. This is because it frequently is very difficult or impossible to work a
junior TIFIA loan with a springing lien into an existing bond indenture. Having to issue a
TIFIA loan on the senior lien instead, on parity with other senior bondholders, significantly
reduces the value of the TIFIA financing subsidy.

This provision would authorize DOT to make a fully subordinate TiFIAloanto a
governmental borrower with a tax-backed revenue pledge or a system-backed pledge of
project revenues that enables the TIFIA loan to achieve an investment grade rating. In
addition, the fully subordinate TIFIA loan could not exceed 33 percent of total eligible
project costs. The non-subordination or “springing lien” provision would remain for other
projects and credit structures.
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Chairwoman Boxer and Chairman Mica, thank you for the opportunity to submit
testimony for this joint hearing of the House Committee on Transportation and
Infrastructure and the Senatc Committee on Environment and Public Works.

1 am Debra Hale, Exccutive Director of the Transportation Agency for Montercy County,
California and Chair of the Amcrican Public Works Association’s (APWA)
Transportation Committcc. APWA is an organization dedicated to providing public
works infrastructure and services to millions of people in rural and urban communities,
both small and large. Working in the public interest, APWA members plan, design,
build, operatc and maintain our vast transportation nctwork, as well as other key
infrastructure assets essential to our nation’s economy and way of life. 1 submit this
testimony on behalf of APWA’s 29,000 members.

Every community has a stake in the future of our transportation system. Local
governments own about 75 percent of the nearly four million-mile roadway nctwork and
nearly 51 pereent of the nation’s bridges (nearly 300,000 bridges under local control) and
manage about 90 percent of the transit systems. With nearly every trip beginning and
ending on a local road, street or sidewalk, a strong local-state-fedcral partnership is key to
ensuring a safc, scamless and efficient multi-modal transportation system.

Investment in transportation projects is a proven way to boost the cconomy. Every $1
billion invested in transportation generates an estimated 27,800 jobs and up to $6 billion
in additional gross domestic product. Qur nation cannot remain cconomically
competitive with the rest of the world if our transportation system is left inadequate and
crumbling. Investment to improve and repair our deteriorating surface transportation
network will build the foundation for long-term and sustained economic growth. A
continued federal role in the funding of our national, regional and local transportation
systems is critical to job-creation, economic health, safety and welfare of our country.

APWA recognizes the critical need for inereased investment at the national level to build
and maintain our nation’s transportation nctwork. We have continually spoken in favor
of more funding through multi-year federal authorizations for highways and artcrial
streets in urban areas and major county roads in rural arcas, for bridges and for public
transportation.

We have supported the use of motor fuel tax revenucs for purcly transportation purposes,
supporting fircwalls and guaranteed funding and striving to avoid diversions of these
funds to non-transportation programs.

Consistently, we have cited the gap that is growing betwceen transportation needs and
motor fucl tax revenues, and we have urged that gas taxces be adjusted upward to close
this gap. Wc belicve a funding and financing crisis is upon us, and that we must act
accordingly.

There is an urgent need for more state and federal funds for local transportation system
improvements. The need for street and bridge improvements is overwhelming where
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aging infrastructure is deteriorating and congestion levels are incrcasing. In addition, the
need to makc our transportation system safer for all users, motorists, pedestrians and
bicyclists is a top priority for local officials.

We urge the Congress to act quickly to pass a multi-year surface transportation bill which
will providc long-term, sustained and sustainable revenue sources and the funding
necessary to meet the nceds of our aging transportation system. This will creatc jobs,
reinvigorate our economy and strengthen our global competiveness, To achieve this:
first, revenuc sources must be clearly identified and dedicated to providing funding for
the full costs of construction, operation, maintenance, preservation and reconstruction of
national and rcgional multimodal surface transportation systems to move people and
goods to serve our economy, support healthy communitics and protect our environment.
Moreover, local governments should reccive federal and state funding support for the
costs these entities incur in providing the local network that gives people and businesses
access from their neighborhoods to the regional and national transportation systems.

We believe that achieving stable, sustainable, long-term funding for our transportation
needs requires implementing a mix of financing approaches and mechanisms, including
the following:

Raise the Motor Fuel Tax and Index It

APWA recommends that the current federal motor fuel tax rate be raised to restore the
purchasing power lost to inflation since its last increasc in the 1990s, and then index it to
automatically adjust on a timely interval using an appropriate index such as the CPL

Vehicle-Mileage Fees

APWA supports incentives to develop new concepts to offset revenue losses caused by
more fuel-cfficient vehicles. One such concept is the vehicle-milcs driven approach in
addition to gas taxcs or in lieu of gas taxes. This is a technology-driven application that
records vehicle miles driven to allow cquitable payment of a fee to the state or federal
government, based upon an established rate per vehicle-mile driven. The most efficient
approaches arc yet to be determined, but these concepts are worthy of review and
consideration.

Expand Access to Innovative Financing Tools

APWA recommends further expansion of the usc of financing mechanisms such as Public
Private Partnerships, tolling, congestion pricing, and “pass through finaneing.” The latter
has proven to be quite successful in states such as Texas. Citics and counties arc stepping
up to design, construct and fund highway improvements in urban arcas using revenuc
bonds backed by guarantced revenue streams. The cities and countics in so doing are
also guaranteeing their own revenue streams to help cnsure low interest rate financing of
these specific projects.

Utility System/Enterprise Funds Model
APWA recommends that the federal government look at transportation funding in the
same way that cities look at utility systems and enterprise funds. The essence of this
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approach would be for the federal government to create an independent entity that would
be given the authority to oversce an ongoing revenuc stream, such as periodic increases
in the gasoline tax, tolls or vehicle milcage fees, to fund transportation needs without the
requirement for Congressional action, but with Congressional oversight. This would also
be similar to the mechanism used to finance local water or sewer systems, storm drainage
utilities, or municipal utility districts. A portion of that steady revenue stream could be
used to finance bonds for necded improvements or expansions of the assets of the
enterprise, while the remainder could be used to finance investmcents over time. An
example at the federal level is the US Postal Service, in which revenuces are proposed on
a regular basis based on financing nceds, managed by a quasi-independent Board of
Dircctors.

Incentives for Local Financing

APWA supports federal incentives for state and local financing of our transportation
system. Many citics arc contributing to the financing of local roads and bridges, statc
highways, intcrstates and commuter rail and bus transit through voter-approved sales
taxcs, bond programs, transportation impact fees, stepped up maintenance programs, and
dedicated taxcs. Others arc providing rights of way, matching funds and assisting with
the environmental review proccss.

The leaders of our local governments need to be given incentives to continue such action:
on a wider basis. They must know that the new funds generated arc used strictly for local
purposcs, that their projects are given a higher priority than allowed by traditional
funding programs, and that their dollars arc being Ieveraged at a higher level as specific
projects arc funded. With these additional funds, these cities have leveraged their dollars
and have sold bonds that arc financed by the new revenue streams to improve their local
street networks. But in some areas, the state or local restrictions discourage such local
transportation financing.

Next, our priorities for surface transportation investment are as follows:

Protection and Preservation

APWA rccognizes the precminent importance of capital reinvestment in transportation
infrastructure. Maintaining and improving road and bridge conditions and roadway
operations will reduce congestion, improve safety, protect the environment and promote
cconomic development. Protection and preservation of the existing system, thercfore,
should be the highest priority of reauthorization.

In addition to increased investment in roadway maintenance, APWA also supports
increased investment for the Highway Bridge Program to address the nation’s highway
bridges classificd deficient. APWA supports increasing the minimum set aside for off-
system bridges to aid communities to meet the enormous need for bridge maintenance
and repair.
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Goods Movement

The successor to SAFETEA-LU should reflect investments to ensure the effective
functioning of a National Highway System that supports intercity, interstatc and
commercial goods movement corridors.  Support of goods movement is critical to local,
regional and national cconomic development and job creation.

Both at the lcvel of international trade and household distribution, increases are cxpected
in freight movement. Increases in US maritime trade wilt lead to more domestic freight
movements. The national freight system is multi-modal and the connections betwcen the
modes (port-rail, port-highway, highway-rail) must be enhanced to support this coming
growth. Stratcgies should include a focus on additional capacity, safety improvements to
minimize intermodal conflicts or delays, efficiency improvements to reduce supply chain
costs and environmental impacts, and regulatory changes to deliver projects faster. As
more Internet commerce is conducted, freight and light-duty commercial vehicles trips
increasc to bring those purchases to the delivery point. Federal funding needs to reflect
this growing need for infrastructure to support the movement of goods throughout and
outside of our nation.

Safety

APWA supports incrcased investment through a strong core safety program aimed at
improving road and bridge conditions and roadway operations on alf public roads and
publicly-owned bicycle and pedestrian trails and pathways in order to reduce motorist,
pedestrian and bicyclist injuries and fatalities. APWA supports requirements for highway
safety plans and that they be developed in consultation with local officials. APWA
supports requircments that funding decisions and project priorities be data-driven and
based on strategic and performance-based goals. APWA also supports improvements in
data collection and sharing and increased investment for research.

Rural roads have significant safety improvement needs. APWA supports increased
funding for the High Risk Rural Road Program which targets needed investment for
construction and operational improvement projects on the nation’s high-risk rural roads.

APWA supports increased funding for the Safe Routes to Schools Program to provide
additional needed financial assistance to state, local and regional agencies to implement
projects to improve safety in the vicinity of schools.

Solutions to Urban Congestion Problems

APWA members have witnessed an increase in the level of congestion in most urban
areas over the past ten years, caused primarily by a significant increase in the vehicles on
the highways and city streets in urban areas, and by the increasing number of miles
driven annually by the average motorist. While vehicle miles traveled are increasing, new
or expanded roadways have not kept pace with demands. This trend is continuing
without much relief in sight, resulting in increased delay during peak traffic periods,
extended peak periods, longer travel times to and from work, and greater risks for
collisions while traveling on the roadways in urban areas.
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APWA supports federal and state Jegislation that provides solutions to the growing urban
congestion problem. More funds arc needed at the national and state level to address
urban transportation facility shortfalls.

APWA members struggle daily to facilitate traftic flow in their communitics with limited
success. National and statc legislation is needed to provide funding for programs that
maximize highway and city arterial street construction, and public transportation in urban
areas to relieve traffic congestion in urban areas.

Energy Independence through Multimodalism

APWA supports continuation of programs that promote muitimodal transportation such
as the Congestion Mitigation and Air Quality Improvement Program and the
Transportation Enhancements program (provided projects are strictly limited to those that
are related to surface transportation). Both of these programs have allowed communities
to consider a diversity of projects eligible for federal funding.

Continuing SAFETEA-LU’s emphasis on multimodal approaches to transportation
programs is critical to improving our encrgy independence, improving mobility and
promoting responsible transportation decision-making. We need to reduce our
dependence on foreign oil, as well as the need to reduce the production of greenhouse
gases. This mandate places new emphasis on the importance of investing in commuter
rail and bus transit. Transit funding in the past has not been on a level playing field with
highway and road investments. The time has come to increase our investment in
commuter rail and bus transit. The investment in passenger rail, in particular, can have
important cross benefits for freight movement via our national rail systems.

Flexibility

To best meet national, state and local transportation needs, APWA urges increased
flexibility to use federal funds on a range of transportation alternatives, as well as more
flexibility in allowing for contingencics in the planning and funding processes. Without
latitude for local flexibility in determining funding sources and amending plans,
communitics lose the ability to move to the next project in line if an unforesecable
problem develops with a particular project. APWA encourages Congress and the US
Department of Transportation to retain and expand flexibility for state and local
governments through value added processes, less prescriptive regulations and more
timely coordination between federal agencies that implement federal transportation and
environmental legislation.

Streamlining of Regulations

Federal and state oversight must be streamlined to cnsurc the most efficient use of limited
federal, state and local fiscal resources.  Legislation is needed to address the problem of
project delays and rapidly escalating costs associated with regulatory requirements from
the numerous federal regulations and agencies. Specific timelines for project reviews and
findings by federal and state regulatory agencies for all transportation improvement
projects would dramatically reduce the overall time to move a transportation project
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through design to construction. APWA supports Congressional actions to streamline
project delivery as well as allow alternative methods of project delivery.

We thank you for holding this hearing and are grateful for the opportunity to submit this
statement. We look forward to working with you as you complete work on a multi-year
surface transportation authorization that repairs, rebuilds and modernizes our
transportation system, and strengthens our economy and creates jobs.
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February 22, 2011

The JHonorable Barbara Boxer, Chair
Committee on Environment and Public Works
United States Senate

410 Dirksen Senate Office Building
Washington, DC 20510-6173

The Honorable John Mica, Chait

Commitiee on Trangportation and Infrastructure
United States House of Representatives

2163 Rayburn House Office Building
Washington, D.C. 20515

Dear Senator Boxer and Congressman Mica:

As Chairman of the California State Assembly Transportation Committee, T write to urge your
prompt consideration of California's priorities relative to authorization of a federal surface
transpoitation act.

California's transportation needs are great, Our aging infrastructure, growing population, and
eroding dollar together present unprecedented challenges. Now, perhaps more than ever, we
need Congress 1o provide clear policy direction for a sustainable; comprehensive transportation
system that meets the following major goals:

Aging, deteriorating facilities must be restored to a state of good repair
Efficient goods movement must be a national economic priority;

The use of roads. rails, and public transit must be integrated and balanced; and
Safety and security must be emphasized.

Finally, these goals must be realized with a renewed commitment to environmental stewardship.
To this end., Congress must act now to establish federal transportation policies that arc fully

funded, Cureent per-gallon fees are insufficient and alternative means of boosting the Highway
and Transit Trust Funds must be identified, immediately. Furthermore, T urge Congress (o enact

STATE CAPITOL, PO.BOX 942849, SACRAMENTO, GA 94249-0116
PHONE {916} 319-2003 FAX: (918} 3192193
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legislation to study the feasibility of developing a transportation revenue source based on vehicle
miles traveled, in order to facilitate the creation of a reliable and steady transportation funding
mechanism for surface transportation infrastructure. As you know, California is 4 leader in
finding emission free solutions for travel and transitioning to an alternative transportation
revenue base--oné not dependent on fuel consurmiption--will further our policy goals.

Crafting the federal surface transportaiion authorization is a daunting task and California stands
ready to be your partner in this endeavor. Californians have repeatedly demonstrated their
commitment to transportation. The most recent example of this commitment is voter approval of
nearly $30 biltion in statewide transportation bond measures. Moreover, eighty-five percent of
Californians live in "self~help” counties—that is, counties that have voted to impose local sales
taxes to support transportation. These counties annually contribute nearly $3.5 billion towards
California's transportation systems.

Additionally, California is in the midst of some of the largesi, most complex, most ambitious
public works projects in the nation. For example, Los Angeles is working to complete thirty
years' worth of major transit projects in ten years. Construction of the East Span of the San
Francisco-Oakland Bay Bridge is progressing steadily, and engineers are racing fo meet strict
federal deadlines for construction of a high-speed passenger rail system, which will be the largest
public works project ever in the nation.

I am hopefu! that you and your colleagues will be successful in enacting transportation
authorization in the coming months. Please feel free to contact me if | can asgist you in any way.

degilae
BONNIE LOWENTHAL, Chair

Assembly Transportation Commilttee
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Strengthening the Voice of Business

Written Statement for
Joint Field Hearing
House Committee on Transportation and Infrastructure
Senate Committee on Environment and Public Works
“Improving and Reforming our Nation’s Surface Transportation Programs to
Support Job Creation and the Economy”
February 23, 2011

Thank you for the opportunity to comment on national, state and local transportation priorities. The Los
Angeles County Business Federation {BizFed) - representing more than 70 premier regional organizations
with nearly 110,000 businesses across LA County - thanks you for your leadership and commitment to
advancing crucial transportation issues vital to our country. BizFed is dedicated to working with Federal, State
and Local leaders and stakeholders to advance our common transportation goals and accelerate sustainable
and responsible job creation and economic growth.

National Urgency

It is clear that the Nation’s surface transportation infrastructure is facing an increasingly urgent crossroads.
Population growth, fiscal constraints, unstable energy supplies and increasing 21% Century global
competitiveness are placing unprecedented demands on America’s already strained transportation systems.

Congestion levels on the nation’s roadways tripled between 1982 and 2005. By some estimates, Americans
now waste 4.2 billion hours and 2.8 billion gallons of fuel each year stuck in traffic - that's nearly one full
work week and three weeks’ worth of gas for every driver, The estimated economic drain on our country is
massive: $78 billion a year and nearly 18% of every American household’s annual expenses.

Traffic on more than 50 percent of our interstate highways is now estimated to exceed 70% of capacity, and
nearly 25 percent of all highway miles are at more than 95% capacity. The direct cost of highway bottlenecks
- most of them at urban interstate interchanges - to the nation’s truckers moving America’s essential goods is
estimated by the Federal Highway Administration at $7.8 billion a year.

BizFed's broad-based regional member businesses driving Southern Caiifornia’s economy have consistently
ranked transportation issues among their very top priorities each of the past three years, impacting their
bottom lines, ability to attract and retain qualified workers and remain competitive in an increasingly global
market.

The enormous economic cost of this growing congestion is aiso rippling across all sectors of the country.
Businesses struggle to get products to market in a timely manner. Employees are sapped by longer and longer
hours commuting. Consumer spending is curtailed with the rising costs. Billions of hours and dollars are
evaporating in lost productivity. Job creation is slowed. Faltering economic growth has been exacerbated.
Construction costs to locai, state and federal governments are rising.

Los Angeles County Steps Forward

Beset with ali of these problems, LA County voters took an extraordinary step in 2008: Nearly 70 percent of
voters agreed to increase their own sales tax ¥z cent to raise nearly $40 billion over the next thirty years to
finance investments in our transportation infrastructure. With our region and nation mired in an agonizingly
stubborn economic crisis pinching the pocketbooks of all consumers, it was an astoundingly foud-and-clear
message from our residents: Our transportation system needs to be fixed NOW - and WE will pay to fix it.

fornia 90G1L2




153

. Los Angeles
lz County
d Business
e Federation

Strengthening the Voice of Business

Two-thirds of the revenue under this voter-approved “Measure R” is dedicated for public transit
improvements, and 35% is dedicated to construction of 12 new rail and bus way lines. Projects include
completion of the Westside Subway Extension, an Orange Line bus way extension, a Sepulveda Pass Transit
Corridor, a Crenshaw/LAX Transit Corridor, a South Bay Green Line Extension, a West Santa Ana Transit
Corridor and a Regional Connector Transit Corridor. In total, a half-dozen new and extended light rail systems,
several new Bus Rapid Transit lines, and an expansion of our bus fleet.

In a testament to Local officials’ responsiveness to voters, the Los Angeles County Metropolitan Transportatiot
Authority {MTA) Board adopted an implementation plan in 2009 to build these 12 projects over the next 30
years with the majority of funding from voters’ own pocketbooks. Additional local, state, and federal funding
commits $18 billion to these massive improvements and advances.

A New Approach ~ with National Impact

It has become increasingly clear, however, that our region ~ and, indeed the nation — do not have the
economic luxury of waiting three decades to see completion of these projects. While billions of dolars in new
tax revenue is now flowing in from LA County residents under “Measure R,” acceleration is needed.

While there are clearly many national transportation issues that need to be addressed and aligned with the
current budget realities of the Administration and Congress, LA County is proposing an innovative proposal
that could hold a key to accelerating transportation projects across the entire country - reducing potential
project costs, incentivizing local transportation agencies’ efforts, leveraging capital, creating jobs, reducing
congestion and carbon emissions, and dramatically enhancing economic and environmental benefits.

BizFed is strongly supportive of efforts in the next transportation authorization bill to advance
innovative financing tools and mechanisms such as those being proposed by the Los Angeles
County Metropotitan Transportation Authority (Metro).

Specifically, Metro’s proposal seeks TIFIA program enhancements to enable USDOT to make an upfront credit
commitment at an earlier stage of project development for certain projects that satisfy national infrastructure
investment goals. In LA County, this would mean Metro would seek up to $2.5 billion of TIFIA-like flexible
financing for its *“Measure R” transportation projects. While the TIFIA program is funded at about $110 miilion
annually, the President’s Fiscal Year 2012 Budget proposes a four-fold funding increase.

Metro’s proposal also seeks legisiation to create 2 new category of qualified tax preferred bonds. These bonds
would provide a 100% interest rate subsidy (the same level approved by Congress for schoot construction
Build America Bonds in ARRA) to be paid in the form of federal tax credits to bond holders, This “Transit
Improvement Bond” program is proposed for transit projects of at {east $1 billion in size in federal non-
attainment areas. In LA County, Metro would seek to issue approximately $5.9 billion in municipal bonds in
the private capitai markets and pay back the principal with *Measure R” funds.

Such new federal financing tools will create an incentive for focal governments across the nation to raise local
funds and increase their share of project construction costs. Today, focal governments can seek up to 80% of
project funding from the U.S. This proposal flips this around so that local government contributes a much
higher percentage of total project funding.

This innovative concept has broad regional support, as well as support from national leaders, inciuding
Secretary of Transportation Ray LaHood, our California Senators, U.S. Chamber of Commerce President and
CEQ Thomas J. Donohue, and AFL-CIO President Richard Trumka. Roy Kienitz, Under Secretary for Policy,
USDOT has said “The ... program may well be at the vanguard of transit planning and system development...”
Indeed, President Obama has referred to it as a mode! of local seif-reliance and federal encouragement, "a
temptlate for the nation.”
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In Conclusion ~ A National Model

Los Angeles County is not looking for a handout; we are seeking a way forward and in so doing are proposing
an innovative solution that holds national promise. In essence, there is no better deal that the federai
government could strike than to pay a fraction of the share of the cost in order to leverage significant benefits
in the nationa! interest. That interest includes infrastructure that supports a thriving economy {jobs}),
infrastructure that yieids benefits in reducing reliance on foreign oit (energy}, and infrastructure that supports
a reduction of our carbon emissions in one of the largest metropolitan areasin the world (environment).

The federal government has the opportunity to create this type of a leveraged, strategic investment in dozens
of states and hundreds of cities around the country by using our modef. Business strongly supports this
program because it is truly an INVESTMENT approach, rather than blind spending.

Investrments in transportation construction - both through employment and purchases moving through the
economy - generate more than $244 biliion in total annual U.S. economic activity, nearly two percent of the
nation’s Gross Domestic Product (GDP). Innovative federal investment strategies in transportation can assist
in addressing the existing federal fiscal realities by producing new revenues.

As a key national goods-movement hub, Los Angeles County can be the successful model for a pilot program
for a new era of innovative federat financing tools. For thousands of business owners and their families
across Los Angeles County, this is a vital issue. For thousands of regions across the country grappling with
similar issues, this is a visionary way forward.

Once again, BizFed supports your efforts to address the nation’s surface transportation issues and

ensure equitable, innovative and sustainable solutions for our country. Your teadership is greatly
appreciated.

AT

Tracy Rafter
BizFed, CEO
Rafter Group, Inc.

DA a0D
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September 20, 2010
Dear Representative:

On behalf of the BlueGreen Alliance and our more than 9 million union and citizen members working
together to build a clean energy economy, [ write to ask for your support on H.R, 5967, the Clean Ports Act of
2010, introduced recently by Rep. Jerrold Nadler of New York. The Act currently has 75 co-sponsors.

Greening our ports and cleaning up our environment is not a burden that should fall on hard working truck
drivers already suffering under low wages and deplorable working conditions. More than 100,000 U.S. port
truck drivers toil every day in dirty diesel rigs and effectively earn less than federal or state minimum wages.
Many are without health insurance, and are misclassified as independent contractors, making them exempt
from almost all legal protections for employees, including the right to form a union.

At the same time, eighty-seven million Americans live and work near these ports in regions that violate
federal air quality standards, resulting in much higher rates and risk of asthma, cancer, and respiratory
illnesses.

I encourage you to support the ports across the country that are trying to address these problems, For
example, before industry lobbyists took the Port of Los Angeles to court and gutted its U.S, EPA-award
winning Clean Truck Program, 8,500 clean diesel and alternative fuel vehicles had been put in service,
emissions had been reduced by 80 percent, and most drivers’ wages were on the rise,

We have seen the obvious success of the L.A. Clean Truck Program, and this bill will help right a great
injustice when that program was halted. A broad coalition of stakeholders has been and will continue to
support efforts to clean up America’s ports and make sure companies, not truck drivers, are the responsible
parties to maintain, upgrade and update to cleaner, more fuel-efficient fleets. This legislation will allow
programs in other states to finally move forward and become success stories in their own right.

The Clean Ports Act of 2010 would permit ports to implement these types of programs and allow trucking
companies to purchase and maintain new, clean trucks, as well as hire their drivers as employees instead of

misclassifying them as independent contractors.

We can help forge a path towards economic recovery by creating good, green jobs while also cleaning the air
millions of Americans breathe.

Please become a cosponsor of the Clean Ports Act of 2010. Thank you for your time and consideration.

Sincerely,

David Foster
Executive Director

555 11th Street NW Sixth Floor | Washington, D.C. 20004 | 202.706.6800
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The Honorable Barbara Boxer

Chairman, Senate Environment and Public Works Committee
410 Dirksen Senate Office Building

Washington, D.C, 20510-6175

Subject: Public comment regarding “lmproving and Reforming our Nation’s Surface Transportation
Programs to Support job Creation and the Economy - Joint Field Hearing with the Senate”

Right now, more than 100,000 U.S. port truck drivers toit every day in dirty diesel rigs and effectively earn
less than federal or state minimum wages—-many without health insurance—and are exempt from legal
protections for empioyees, including the right to form a union.

Meanwhile, 87 million Americans live and work near ports in regians that violate federal air quality
standards, resulting in higher rates and risk of asthma, cancer and respiratory illriess.

The EPA-award winning L.A. Clean Truck Program, before it was halted as a result of pressure from‘special
interests, saw 8,500 clean diesel and alternative fuel vehicles put in service, emissions reduced by 80
percent and workers” wages on the rise.

Reauthorization should include provisions as set forth in Rep. Jerrold Nadier’s Clean Ports Act of 2011 {H.R.
572, with 54 current co-sponsors} to ensure programs like the L.A. Clean Truck Program--and programs in
other cities—move forward. This legislation would empower, but not mandate, local ports to adopt
requirements for motor carriers and vehicles that are reasonably refated to the reduction of envirorimental
polilution, traffic congestion, improving highway safety, and the efficient utilization of port facilities.

A broad caalition of labor, environment, business and social justice groups supports this effort to clean up
the ports and make sure that companies, not truck drivers, are responsible for maintaining, upgrading and
updating to cleaner, more fuel-efficient fleets,

The BlueGreen Alliance—a partnership of the nation’s biggest labor unions and mast influentiat
enviranmental organizations, uniting more than 14 million members and supporters dedicated t6 building
a clean energy economy—sent a letter to Congress last September urging members to support the first
iteration of this legislation, the Ciean Ports Act of 2010 (H.R. 5967). Congressman Nadler re-introduced the
Clean Ports Act for the 112™ Congress, and we strongly feel his approach would green aur ports and
protect the rights of working men and women.

We believe the provisions of this crucial fegisiation shouid be incorporated inte a comprehensive
transportation reauthorization bill. We look forward to working with Congress to pass a transportation bilt
this year that creates good, green jobs and reduces poilution and dependence on foreign oif as we move to

a clean energy future.

2828 University Ave SE Suite 200 | Minneapolis, MN 55414 | 612.466.4479
555 11th Street NW Sixth Floor | Washington, D.C. 20004 | 202.706.6900
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March 7, 2011

The Honorable Barbara Boxer

Chairman, Senate Committee on Environment and Public Works
Dirksen Senate Office Building Room 410

Washington, DC 20510-6175

Dear Chairman Boxer:

Thank you to you and Chairman Mica for the opportunity to testify before you at the February 23, 2011, joint
field hearing in Los Angeles, California. My written and oral testimony discussed the need for Transportation
Infrastructure Finance and Innovation Act (TIFIA} investment in Southern California, as well as some policy
reforms to the program. i would fike to submit the three articles enclosed for the hearing record that ran in
the Press Enterprise on the day of the hearing. The articles discuss a major project in the inland Empire that
stands in immediate need of a TIFIA loan and is an example of the types of job creating infrastructure
projects that can be accelerated through TiFIA and leveraging local dollars.

Thank you for your work on national infrastructure financing issues. | am appreciative of your recognition of
the Inland Empire as a critical region for California’s and the nation’s economic future. Also, t am grateful for
the work of your excelient staff. Please let our staff continue to be a resource to you during the

development of the next surface transportation authorization bill.

Sincerely,

T
(/

L Y
¢tae ), /ﬁ
Anne Mayer
Executive Director

Enclosures
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BY Jl EFF MILLER -
AND BONNIE LOWENTHAL
f'you want an example of
bipartisanshipinthe state
Legislature, look no fur-
ther than the very successful
drive to create 18,000 jobs in
the Inland Emipire.

Say ‘what you will about
political party conflict: The

opportunity to deliver jobs,
as was-the case for the 51
Freeway widening project,
partisanship fligs right out
the window:

PARTISAN? NO . )
In fact, widening the 91

-Freeway through Coronaisa:

perfect example of getting
things done by working' to-
gether: Last year we worked
together to gain approvat of
“Assembly Bili 2098 to give the
Riverside County Transpor-

tation. Commission. (RCTC)-

‘flexibility in constructing a
$1.3 billion widening of thls
congested corridor.

-~ Our bill initially ran into:
obstaeles, butiit soon- foun
€0;8ponsors: from “both'sig

| of the ‘aisle. By the time it’,
made’ it .to .the. governor’s.
désk; -54" mémbers “of . the
Assembly -and every men-*

reality is, when there’s areal:

ber. of: R)vemde,Countys X

5100 snillion “in_prd

proval in both houses.
So how did this bring bi-
partisanship to Sacramento?
With ‘unemployment " in
Riverside County hovering
around 14 percent, a project.

that creates thousands of.
jobs -and unlocks a: major:

highway bottleneck wilt al-
ways find support from busi-
ness interests, trade unions

and . countless citizens who

are tired of sitting in traffic.
It’s an easy thing to vote for
regardless of which side of:
the aisle you it on or what

" district you call home.

"A CRUGIAL LOAN

- The: kind of success we

-achieved in Sacramiento now -

needs ‘to be replicated: in

Washington. RCTC is seek:’

ing a Transportanon Tnfr:

structure Finanéing Innovas®

tion Act (TIFIA) guaranteed

loan so that censtruction

crews can break ground on
new general purpose lanes,
expanded mterchanges a
better ‘connection from the
16 thie I-15 and the exten-

all;
reliable link between South-
ern California’s inland and

to bm!d@e pmje

of thé:91 Express Laries:
fro‘ ‘Orange County. Overs"
he project provides a.

. It's not a grant or a dreaded

earmark. It is low-cost-bor-
rowing that saves local tax-
pdyer dollars, while only
costing the federal budget 10
percent; of: the. total' loan
amount. But_in: the  end,

federalcoffers will get imore

than a_full return on this
investment, as construction
of the .91 is expected to

provide a :$2 ‘billion- jolt of

economic activity.
Congress created TIFIA a

number of years ago to make. . .
financing easier for expen-

sive large-scale infrastruc-
ture projects like the 91. But
the need to finance big
projécts -throughout: the na-
tion’ now means there are

more projects chasing TIFIA
‘dollars- than .available. We
“believe the 91 should be on

the top: of the hst
BROAD BENEFITS

In the long term, Congress

_needs to fund TIFIA ‘at a-

_higher level so more projects
‘can be built and thousands,
more can get back towork.In":

the short term, what’s need-,
ed'is for the federal Départ-
ment of Transportation to
approve RCTC's TIFLA appli-

‘playinga -big role in in-

‘and bus routes function.as.

:the State-Route 91 Cor

cation so that local residents
T, "

Washlngton should heIp accelerate ] prmeet

ed ennrely in Corona, it wilt
create California jobs and
make-communities more liv-
able throughout a region of
more than 17 million people;
In addition to linking River-
side, San Bernardino, -Or-
ange and Los Angeles coun-
ties; the. 91 provxdes
important connectivity; toln-
terstates 10-and 15, thereby

terstate commerce. 1. ¥

WEAKEST LINK? -

Southern California’s net-
work. of freeways, rail lines,

;an integrated system and is
only “as healthy as its weak-
estlink. A failure on gnepart:
of the :system impacts. the:
\entu‘ety of the'network, -

-On ‘behalf of a w1de‘

¢ third-party and indepenident

voters, and dnyone Who
réeds to get-around:South-
ern California, we urge . S
Transportatlon Secretary

approving TIFIA do

[mprovement Pro_}ect
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‘800 permanent: joba “Will be’
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Wil also reduge congestmn,

'ot‘ﬁma.lsbeheve e

-~The" benefits ‘make it a
i)erl’ect ‘choice for a federal
ioan, zimed at helping. im-
‘prove mfrastructure offi-

- cials said,
The }an also demon- 91,
aloificials believe

oct witl pay for xtself

usmg th express ldnes, sim-
Har 0. those: already in Or-
County. . - |

ay,. but, was
o Priday; , ac-
i he' Federal High-
way Administratiofi. "

. The ‘réroainder of - the
'pro]ect will “be “funded
‘through' the sale of bonds,
backed by the toll revenues.
County sales fax moriey can
atso, be. used to add the
genera] purpose lane to the

Heach Bug Eiegiey at951 35&9475 or
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OUR VIEWS

Ease 91 gridlock

utting congestion on heavily traveled Highway g1is
crucial for both local drivers and international
trade. But Riverside County’s plans to improve the
clogged freeway need federal help to succeed. And

the federal Transportation Department should provide
the financial aid the project requires.

County transportation officials
plan to make a pitch for the
federal money at a joint House-
Senate transportation hearing in
Los Angeles to-
day. The River-

The Highway 91

ports of Los Angeles and Long
Beach, which handle about 40
percent of the nation’s imported
goods, That cargo flows from the
' ports to the rest
of the nation —

side County thgough River-
Transportation i side County on
Commission’s impPDVBmBﬂt§ are Highway 91
S g feaygoitite  ahern Gl
needsasdoo i focleral government  shoula not be
lion federal loan . | stuck with traffic
to compiete its fi- Gomes thmugh; congestion and

nancing. The
plan calls for extending tol lanes
from the Orange County line o
Interstate 15, adding one generai-
purpose lane in each direction
and improvemenis to inter-
changea along the route. The
cormmission would repay the fed-
eral loan out of fol} lane revenue.
But the plan faces stiff compe-
tition for federal money, and
Riverside’s request would eon-
sume about a third of the credit
available this vear through-the
federal Transportation. Infra-
structure Finance and Innovation
Act. Last year, 39 projects com-~
peted for funds from the pro-
gram, but only four received
money. .
Those are tough odds, certain-
iy, but Highway 91 warrants the
federal government's help. The
freeway is the main route from
Riverside County to the coast,
serving one of the most populous
- metropolitan areas in the nation,
The route sees more than 280,000
vehicle trips a day, and the
commission estimates that the
improvements could save the av-
erage eommuter 75 hours of driv-
ing time & year. Those points
alone should grab federal atten-
tion. : .
The highway is also one of the
primary trade corridors from the

gir pollution so
that people elsewhere in the na-
tion ean buy cheap consumer:
goods. The federal government
has.a duty fo heip ease the local
burdens.of international trade.

Riverside County voters have
aiready done their share, Nearly
two thirds of the funding for the
project would come from Mea-
sure A, the local half-percent
sales tax to fund transportation
improvementts. But the federal
joan still plays a crucial part in
smoothing the {reeway flow.

The {ransportation commis-|
sion hopes to stari construciion in
2012, but that date would ship by at
least a year without the loan.
Other federal transportation
money would not be enough to
makenp the difference, evenifthe
county diverted federal funds
from every other local project.
Getting that mueh private credit
would be hugely expensive, i{ not
impossible. Scaling back the
project to cut costs would stijt
feave drivers caught in a frustrat-
ing hottleneck.

The Highway 91 -improve-
ments are ready to go if the
government comes through.
Southern California drivers al-
ready face enormous traffic ob-
stacles without adding federal
inaction to the list.
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rnians

February 21, 2011

To:

The United States Senate Committee on Environment and Public Works
Senator Barbara Boxer, Chair

The United States House Transportation and infrastructure Committee
Congressman John Mica, Chair

Written Testimony for the joint Senate Committee on Environment and Public Works and House
Transportation and Infrastructure Committee Hearing in Los Angeles on February 23, 2011

Thank you both for inviting Californians For High Speed Rail to submit written testimony to the joint Senate
Committee on Environment and Public Works and House Transportation and infrastructure Committee hearing
in Los Angeles on February 23, 2011, We are excited that you have chosen Los Angeles as the setting for this
session, as this city is well on its way to showing what can be done when transportation improvements and
urban development are accomplished together. Bold new infrastructure initiatives, such as the local funding
from “Measure R,” passed by over two-thirds of the county’s voters in 2008, along with Mayor Villaraigosa's
“30/10 Plan” to accelerate transit projects, including many that will connect to the California High-Speed Rail
{CHSR) project, will cement Los Angeles as the southern anchor of CHSR system.

The CHSR project compares favorably to the market served by America’s first fast train route, the North East
Corridor (NEC), which connects Washington D.C., New York, and Boston. Similar to the NEC’s transformative
impact on commerce and travel {which wil{ be furthered with additional investments in 21st century high-
speed rail infrastructure), the route between Southern California and the Bay Area will reshape cities around
each station by revitalizing their downtowns, while providing relief to many of the state’s most congested
freeways, including Interstate 5 and California State Route 99. Just as the fast trains introduced at the end of
the last century have handily cornered over 50% of the air market between NEC cities, true 21st century high-
speed rail will introduce Californians to an attractive new alternative to the over-crowded gates and runways
that comprise the nation’s 2nd busiest air market.

The costs of subsidizing the status quo to meet California’s growing population and commercial demands are
staggering. Californians For High Speed Rail agrees with the assessment of the former Executive Director of the
California High-Speed Rail Authority, Mehdi Morshed, who wrote in 2009 that, “According to the Authority’s
updated business plan... high-speed trains will alfeviate the need to spend nearly 5100 billion to build about
3,000 miles of new freeway, five airport runways and 90 departure gates during the next two decades.”

Private business also recognizes the value in moving people more quickly and efficiently in this market. The
Japan Bank for International Cooperation announced in January 2011 that it would be willing to finance half of
the CHSR project’s cost, an amount equal to about $21.3 billion. This offer from the Japanese is no high-stakes
bet. Their more than 46 years of operating the Shinkansen high-speed train network has demonstrated time
and again that large profits come to regions that are connected by clean and fast trains. Additionally, China and
Californians For High Speed Rail - 132 Howard St, #322, San Franciseo, CA 94165 - www.cadhyrorg - (415) 638-3322
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several international consortiums have also expressed great interest in participating in the construction and
operation of the CHSR system, indicating the great feasibility of high-speed rail in California.

The first segment of our 520 mile system to break ground is an ideally tocated corridor, approximately 120
miles in length, in the center of the state, between Fresno and Bakersfield. This area, hit hard by the current
economic downturn, has some of the highest unemployment rates in the nation. The 80,000 jobs that will be
created in the near-term as a result of the initial construction of this segment will greatly help to stimulate the
economy of the region.

Just as the NEC does not begin or end in Baltimore or Wilmington, Bakersfield and Fresno comprise the
midsection of California’s full high-speed raii line between the Bay Area and Los Angeles. Californians For High
Speed Rail applauds the plan to start construction of our high-speed rail system outward from the center of the
state, where planning and engineering are further along than in the farge urban areas, in which more complex
issues still need to be resolved. Furthermore, this first segment is the lowest cost-per-mile section of the
project. The more track that can be faid initially, the greater the momentum for the project, which in turn will
help to attract private investment.

Californians are not averse to rail travel as our reputation as an automobile paradise might lead one to believe.
California’s three intercity corridor trains have been whetting the appetites of in-state travelers and tourists to
the prospects of high-speed rail for nearly two decades. California’s tradition of rail popularity is backed up by
the numbers, as nearly half a million passengers in December 2010 boarded our state’s trains, which are
consistently ranked the 2nd, 3rd, and 5th in ridership in the country.

A commitment to the success of high-speed trains should be a crucial component of our national security
policy. Rising oil prices, brought on in no small part by new rounds of destabilization within many of the world’s
oil producing nations, threatens to cripple our economic recovery, just when the private sector is poised for a
rebound. High-speed trains are the only mode of transportation that can effectively move large numbers of
people on domestically-produced electricity. Caiifornia’s system has the potential to reduce our dependence
on foreign oil by up to 12.7 million barrels per year and eliminate as much as 12 billion pounds of greenhouse
gas emissions annually.* The CHSR project will also utilize renewable power generation to supply electricity for
the system, opening up new green-collar jobs for California’s high tech workers.

Much of the same technological know-how that has been perfected by California’s aerospace industry is
utitized in the development and construction of high-speed rail systems. Building the CHRS from Los Angeles to
San Francisco will be one of the most monumental public-private projects ever undertaken in North America,
resulting in 100,000 construction-related jobs each year that the system is being built.? From state-of-the-art
signaling systems, to efficient and aerodynamic trainsets, to 21st Century construction methods, our project
will keep America’s most precious resource ~ the physical and intellectual prowess of its workers — active,
prosperous, and secure.

Californians For High Speed Rail requests that your committees take every measure to ensure that California
becomes home to this 21st century, true high-speed rail corridor, along with other critical high-speed rail
projects around the United States. You can help us provide relief to our state’s over-crowded airports and road
networks while we reduce our consumption of foreign oil and our production of greenhouse gasses. The
passenger demand is strong and getting stronger; the private sector commitment is strong and getting
stronger; and the determination to build the entire line between Northern and Southern California is

" California High-Speed Rait Authority, “Project Vision and Scope.” hupi/www.cahighspeedrail.ca.gov/project_vision.asps.
* bid.
Californians Far High Speed Ruil - 182 Howard St, #322, San Franciveo, CA 4105 - wow,cadhynorg < (415) 658-5322
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unwavering in California. With your support, we can look toward a brighter future; one that includes trains
whipping across the state at speeds in excess of 200 miles per hour.

Thank you for your consideration of our pursuit to establish true high-speed rail in California.
Written testimony submitted by the following people from Californians For High-Speed Rail
Daniel Krause, Executive Director

Ryan Stern, Board Member
Michael Gimbel, Member

Califorsians For High Speed Rail - 182 Howard S, #322, San Francisco, CA 94105 - www.cadhsnorg - (415) 658-3322
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Testimony of Robert E. Ham, Director of Intergovernmental Refations
County of Imperial, California
Before the Senate Committee on Environment and Public Works and the House Committee on Transportation and Infrastructure
Los Angeles, CA February 23, 2011

Imperial County is located in southeastern California along the border with Arizona and the Repubtic of Mexico. Our county has about
175,000 residents and is separated by a fence from the mega-city of Mexicali, Mexico that has a population that exceeds one million.

Imperial County is by most measurements the poorest county in California and among the poorest in the nation. Not long ago we became the
national poster child for “distressed communities” when it was widely reported that our unemployment level had reached over 30%. For a
brief few days, all of the networks, cable stations, and national publications had news teams here so they could file a story from "ground
zero” in the recession.

The teams came and went, and imperial County is still suffering from high levels of unemployment and poverty, and much of it is fueled by
faled federal programs and federal inaction. As a community that is located on the Mexican border, one can expect that we feel the impacts
of illegal immigration. That is true, but we also prosper from the effects of legal immigration.

As 1 mentioned, Mexicali is a city of one million people, 70% of them are authorized to cross legally into the United States to shop, to
vacation, to work, to conduct business, to attend private schools, and to visit relatives, This trans-border visitation is able to provide a
significant boost to our local ecanomy, and jobs for our locat residents. Because of our ability to attract shoppers from Mexico, our small
community is home to 3 Super Wal Marts, as well as a large regional mall with 3 anchor department stores.

All of this should be good news, but we are rapidly losing these shoppers and visitors because our outmoded and inefficient Land Port of
Entry is resulting in wait times to cross into the United States of 1 hour on a regular basis, and waits up to 2 hours are becoming more and
more common. This is occurring, not only in the passenger vehicle lanes, but in the pedestrian lanes as well Imperial County aiso
experiences around 130 days of 100 degree-plus temperatures each year. Early morning temperatures in the high 90’s are normal for the
Valley. As a result, we see school children waiting over an hour in this heat each morning on their way to reach their private-school
classrooms.

We are also finding that many potential shoppers, when faced with a one or two hour wait to cross into the United States, arc opting to stay
in Mexico to shop. This is costing us tax revenue and jobs. Our local transportation planning agency did a study in 2007 of the lost economic
opportunity that can be attributed to the long wait times at the border and they scored this at $1.6 billion dollars each year in economic
opportunity to the Imperial and Mexicali Valleys.

5 years ago, the General Services Administration began talking to the community about plans to modernize the Calexico West Port of Entry
which was built in 1974 when Mexicali and Calexico were still know as the “twin cities”. Obviously, this ancient port is way overdue for an
expansion and modernization, For the last 3 years, we as community worked diligently with GSA and CBP to design an optimal port design
and finalize the environmental clearance.

Last year we were thrilled when President Obama included $84 million for the first phase of construction of this long-awaited stimulus to
our Jocal economy. GSA was making plans to award the bid and begin construction of phase one later this summer. Now we are facing a
situation where many in the Congress are seeking to make major cuts to the existing budget, and the President announced a spending freeze
going forward. Unfortunately for Imperial County, the Congress never apprapriated the President's $84 million request that would enable
GSA to build this new efficient land port of entry, and the President failed to include the remaining $190 million for phase 2 construction in
his Fiscal Year 2012 budget proposal.

Al of the hopes of our local econoniic recovery taking place along with the reconfiguration and enlargement of the old port are quickly
fading away. Our hopes that shorter wait times would spur our retail recovery are gone. $14-plus million that has been spent on
ition are going to be for naught and our economy will continue to suffer because the federal

environmental clearance and land acqui
government will not build their own facilities in a manner that allows them to cffectively carry out their mission.

In addition to the negative impacts to our ecanomy of these long wait lincs along the fence that separates Mexicali from Calexico there is a
significant additional health impact that is caused by the cumulative impact of thousands of cars idling in triple digit heat for ene and two
hours while waiting to clear customs and immigration. Imperial County is classified as serious non-attainment for PM-10 and other
poliutants. EPA makes us responsible for developing plans to get our air quality into compliance, yet the Congress through inaction in
completing this project simply puts up more bartiers ta our ability to reach these goals,

In summary, the greatest infrastructure need that will also provide a significant improvement to local job creation and economic growth is to
fund the completion of the long promised reconstruction/expansion of the Calexico West Land Port of Entry improvements.
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STATE OF CALIFORNIA-BUSINESS, TRANSPORTATION AND HOUSING AGENCY EDMUND G, BROWN Jr., Governor

DEPARTMENT OF TRANSPORTATION
OFFICE OF THE DIRECTOR

P.0. BOX 942873, MS-49

SACRAMENTO, CA 94273-0001

PHONE (916) 654-5266 Flex your power!
FAX (916) 654-6608 Be energy efficient!
TTY 11

www.dot.ca,gov

March 9, 2011

The Honorable Barbara Boxer The Honorable John Mica

Chair, Committee on Environment Chair, Committee on Transportation
and Public Works and Infrastructure

United States Senate United States Congress

112 Hart Senate Office Building 2187 Rayburn House Office Building

Washington, D.C. 20510 Washington, D.C. 20515

Thank you for the opportunity to appear before the Joint Hearing of your committees on
February 23, where I spoke about the transportation issues California is facing and ways we can
work together to address them. You extended the hearing record to March 9 and asked for
legislative proposals for the next authorization of the highway bill. Accordingly, we have
prepared specific recommendations in the following areas:

Ensure the financial integrity of the Highway and Transit Trust Funds.
Rebuild and maintain our transportation infrastructure.

Make goods movement a national priority.

Reduce congestion in metropolitan areas.

Streamline project delivery and extend California’s NEPA delegation.
Consolidate federal programs.

As you can see from the attached recommendations, we took your request seriously. Asan
example, we consider it essential that the federal delegation of NEPA authority to California be
made permanent. In lieu of proposing additional revenue generating mechanisms such as
indexing the gas tax, we have made recommendations for flexible and altemative funding.

My staff and I are available to respond to any questions you may have on these
recommendations. Please contact Mr. Brad Mettam at the above address, by telephone at
(916) 654-2936 or by email at brad.mettam@dot.ca.gov.
Sincerely,

KCINDY McKIM
4 Director

Enclosure

“Caltrans improves mobility across California™
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The Honorable Barbara Boxer and The Honorable John Mica
March 9, 2011
Page 2

c:  Senator Dianne Feinstein
Secretary Ray LaHood, U.S. Department of Transportation
Victor Mendez, Federal Highway Administration
Walter C. Waidelich Jr., Federal Highway Administration
John Horsley, American Association of State Highway and Transportation Officials

“Caltrans improves mobility across California”
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Recommendations for the Surface

Transportation Reauthorization Bill Gbrans

‘Ensuré the financial integrity of the Highway and Transit Trust Funds
Proposed Change Exampies of how thcs would be of use..

kAuthanze abond funding program, s‘mliar to - - BABS provide stateswith'an option to access the corporate
:ButldAmenca Bornids (BABs) : taxable bond market which:is broader and deeper thanthe
; ~tax- “exempt market: : :

Make goods 1 movement a national priority

Proposed Chn e . ; Exmples of how this wouid he af use.. .

‘Qeveldp éorﬁpetiﬁ\)e‘ fL‘m‘d for igl —priornty‘ . ‘Exastmg funding mec ancsms need to be revisad to reﬂect :

. the significance of: freight movement on a national basts
Project xmprovements for.goods movement havea posmve :
impact on the corridor being improved as weltasona-
system wide basis, This: would provide a mechamsm to

- “ensure that freight projects receivea higher priority fa‘nd‘ :
“ - funding levels that would enhance the movement of people,
goods; information and services. A national formuiaicould:

national goods movement projects. -
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be developed for programming projects and.receiving
resources from muitlpie funding sources, i.e.; Priority Index
s Number anid utifize consistent cost/benefit criteria:

Include port planning in the current criteria . The funding of P2CMPs will allow Tocal, state; federatand
“for existing planning grants to allowfor . private sectors to. coordmate and develop these plans to-
funding of Port-to- Corrndor Management ldentafy and fu pro;ects atong these PZCMPs to dehver

Ptan (PZCM\ s) : ilar to California’s CSMPs. In California, the four

: . mam -P2CMIPS are os Angeles-!.ong Beach/!n*and Emptre,

Bay Area, San DtegG/Border and the Central Valley.

Reduce congestion in metropohtan areas
Proposed Change

nation’ s most congested metropohtan areas by pmv ing.:
Y G “funding. incentives. - :
Change 23 USC 135 Section 135(d){1XE} to This would allow states and regrons more ﬂextbxhty to
add to this planning factor "the integration of support and provide incentives for integrated land use;.
land usé and transportation, including transportation and housing planning that utilize the latest
consistency with development patterns.” travel forecast data, along with the latést modeling tools,
and that identify alternative/preferred scenarios that reduce
congestion within-and between metropolitan areas.
The State of California has implemented its statewide
California Interregional Biueprint, and six of the 25 largest
metropolitan areas in the nation have participated in
Regional Blueprint Planning efforts that consider land use
and transportation while evaiuating travel within and
between metropolitari areas.
-These Biueprint programs promote the linking of
transportation, fand use and housing through the
development of visions for future growth based on the
fatest modeling tools that idenitify alternative/preferred
scenarios that reduce congestion within and between
metropolitan:areas.

Streamline project delivery and extend California’s NEPA delegation

Proposed Change _ Examples of how this would be of use.. -
Allow states to have permanent NEPA - Thisiy would affow Ca!nforma, and other states| inthe future,
‘delegat:on after successful completxon of plk}t e assume permanent NEPA delegatuon it wou!d e
‘program and inc ude Section 6005 Alr Qualnty : jpermanenﬂy remove redundant rewews by both Federa! -
Conformrty Determmatlons 0 Highways Administration and
. ;;{FHWA retained Alr Quahty Determinations under SAFETEA-
LU Section 6005, but not under Section 6004, Further
delegation of Air Quality Conformity determinations.
streamline approval of documents under Section 6005.
The law and EPA’s conformity regulations currently‘exempt

Aliow the use of the TEA conforrﬁity exemption



for historic railroad structures.

if a proposed project isincluded in the air
quahty conformlty determination fora Reglonal
Transportation Plan, no-further action should.
be requnred tomeet the requrrements of the
Ciean Air Act of 1990 s

: Remove fundmg plan ‘barriers to NEPA
approval : G

New projects located within an area which had
“previously completed NEPA clearances should
be exempt from further NEPAand assocxated
federal envuronmental legislation rewews if no
new right-of-way.is required for the:

construction of these projects:
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most TEA projects from conformity requirements, but

“explicitly:prohibit Use of the exemption for TEA projects

affecting historic railroad structures; Historic i issues wnth .
railroad structures should be dealt with through the

estandard 106 and 4(f) processes;, and not thmugh an
conformity exemption; unless the project would:i m fact not

be neutral forair quahty purposes:
ca’cego g fcr wnidhfe passage to mcl

g Reg:onal Metropolitan Planmng Orgamzat;ons are requnred

to provide analysis-on air quality conformity as part of the
approval process for their Regional Transportation Plan;

' Because air quality conformity is best addressed at regional

ieVels it is a duplication of effort and ineffective for projects
to requwe addttional conform:ty determmatxons : S

Atlow pro;ects to continue through NEPA approva! even lf a
Long Range Planiistemporarily no longer financially

- constrained due to the: current‘volatnle economic. s;tua‘tipn.‘ :
- This'could be done by allowing NEPA approvals while Long:

Range Plans:are being amended, as long as the pm;ect is
proposed to remainin the amended Plan.

This would avoid the de‘!ays in project de!ivery‘when world

“or national économic situations temporanly affect
. ‘transportat:on fundmg

P
valuatxon and would not requare pu

lf a state DOT purchased right-of-way undet federai
‘authorlzanon, new projects located within thit nght “of- way
“should riot resultin additional 1mpacts to.the'environment.
“Forexample; ifa DOT purchased:a new freewaykahgnmentk

with:a 100 foot median, then decided to widen irrthe
median, it would not be requiré‘d to mitigate again for
“habitat”™if endangered specues u‘u!lzed that Iand inthe
future,

This would.include making existing right-of:way exempt ;



Allow: at‘nsk detaxied destgn prior: to NEPA

Allow ad\)anced right-of-way acquisition.

Ehmmate or modify the: Efﬁcxent Env:ronmental
‘Review Process that was established under i
Section 6002 of SAFETEA-LU.
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from consideration as “habitat” under the Endangered
Species Act.. Currently, endangered species such-as San
Joaquin Kit Fox, Desert Tortoise; and Tipton Kangaroo Rats
often utilize the medians and shoulders of busy highwaysas
foraging habitat. While this habitat is- marginaiat best, the
law-as currently.interpreted requires that agencies purchase
replacement habitat for these impacts. This modification
would.hold agencies free from retribution for incidental
harm caused by routine maintenance and construction
within existing nght-of -way.

: ﬁDurcng the NEPA process a Preferred A!temat;ve may be::

fed i in “the Draft Environmental tmpact Statement
.;Current federal regulations do not allow the use of

federal funds to begm "deta;led desxgn" priorito. the Record 3

of Decision, which resuits in unnecessary delayinthe
project delivery process Section 6002 of SAFETEA-LY,

Efﬁcxent Environmental Reviews for Pro;ect Decision
ek Makmg, provided some relief from these restnctlons, but it
S ostill i :
environmental i |ssues envxmnmental m:tlgation, or
“environmental permlts Flexabrhty is needed so that the
kstate DOTS may continue: to move forward with the pro;ect :
i deve!opment protessin a tsmely fash:on using both federal
“and non:
Sto the finalization of the | NEPA process:

nits design to only. those elements that relate to

~federatfundmg = at thei ;ownfmanc:ai nsk pnor:

Advanced right-of-way acquisition'is intended to provode for
the préservation of corridors for future roadway expansion.
Corridor preservation’s goal is to minimize development in
areas that are likely to be required to meet transportation
needs in the future. Current federal environmental
restrictions make it extremely difficult to identify and
‘preserve transportation corridors for the future, - Corridors
must be part of a fiscally-constrained Long-Range Plan in
order to use corridor preservation funds.. It is often-difficult
to get FHWA to participate in preparing an-environmental
document for a project that will be built 15 of 20 years.in
the future.  Most of the right-of-way acquired now is for
widening of expansion projects on existing facilities, as
opposed to projects on new-alignments. in these cases, the
decision regarding the location of the transportation
improvement has already been made = thus, there is almost
zero chance of biasing the NEPA process: Typically right-of-
way acquisitions-are “envirénmentally neutral” events - in
other words, o damage is done to the environment as a
result of simply purchasing & plot of land.

SAFETEA LU created a new Efficient Env:ronmenta! Rev:ew :

“Process (Section 6002) ‘While the intentof the sect‘on to :
" promote early coordination was adm:rable, the procedural



“Establisha pnonty for mfrastructure projects at
federal permlttmg agenc:es that mcludes fxrm
deadhnes

‘The‘acquxrmg of federal permits represents a sxgmﬁcant
component of the time requxred to deliver a‘project. This

requires a significant investment of resources, and erodes
the value of available funds: Federal agencies should be

-given afirm, Himited time to provide permits; and an’
- autpmatlc appeal process for transportation infrastructure

o projects should be instituted when permit reviews exceed

Revise the federal transparency (eportmg
process

that‘tsme thati is extemal o the permlttmg agency

8| gn i
Federa! Fundmg Accountabuhty and Transparency Act's:Sub-
award 'Reporting requires the state to'report certain data
after theénd of each month on ALt federal!y funded :
projects.. ;

The California Department of Transportat:on (Caltrans) has
completed three cycles of report. it has been burdensome
and confusmg at times:to comply with this new federal
reporting requirement; The:data submitted has the e

- potential to'be incomplete or incorrect. We feel this
“Teporting requirement can be met more efficiently if the

sub-awardee information is inciuded in. FHWA's Financial
Management Information System transactions: The states
will report this-data at the time of requesting authorization




: Pr‘op‘ertiés' nder 100 years of age would be
~exempt from evafuat:on under Sect:on 106 of
the istoric Preser\latson Act. :

Eliminate-duplicate evaluation of historic
properties.

Exempt routme mamtenance and restoratmn

a reservatrcn Act.

States-need the ability to-do programmatic
advanice mitigation for natural resource
impacts:based on mutuaily approved modelmg,
rather than having to connect mitigation:.costs
to already designated projects in federal plans.

Consohdate envurcnmentat mntlgatron
; ‘negotratlons :

- projects from: Sectton 106 of the Hxstanc e
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for projects {not after the authorization). This will ensure
100 percent completeness. The data received by FHWA will

: be uniform: throughout the natlon
- As America: ages and construc

ion techmques lmprove a
greater number of properttes reach the current age of
ithout major. mod:ﬁcatsons Contmuatlon of thns

i 5 anda ;d wou&d s:gmﬂcant[y increase the time and expense
Lufor comphance with the
f : modofymg the evaluanon cntena from 500 100 years you

ustonc Preservat:on Act By

“ithe realm of h:story It would save ‘bothtime and resources

The law as currently written has-duplication. of effort:
Historic properties are evaluated and protected under
Section 106°of the Historic Preservation Act and require a
redundant evaluation under Section 4( } of the Department
of Transportation Act.

- ~Projects which replace existing pavement (overlays slab
~replacements) would be exempt from further anatys»s under -
L Section 106 of he Historic Preservation Act. These p ects

ddmonal disturbance of “native. smts

- This moduf:catlon would result ina reduct:on of tume and

effort on routine road mamtenance

By allowing states to develop and amp!ement a statewnde
advance mitigation prograr, states could {a) reduce project
delays; (b) reduce rnitigation costs and (c) improve
mitigation quality. -Greater-flexibility to do programmatxc

*‘advance mitigation, rather than project specific, in the next

authorization would facilitate this innovation.

:Once’ NEPA is comp!eted and a B‘o!ogtcal Opmlon tSSUEd by :
 USFishand Wildlife Service, any modifications to =

- ‘Endangered: Species hstmgs or refmements to pro;ect o
foatprint would not reqwre the issuance of 3 new: onlcgtca[ :

Opinion, FHWA or their designee via de!egatxon would: 1
provide USEWS with an administrative amendment which =

“would include add;txonaleprowsxons to address any
.. -modifications to the projec
sito perform anyaction, other than acknowiedgement of the

- amendment. Any pro;ects changes wh;ch requirea
- supplemental NEPA document wouid not app!y to thxs o
provision. . ‘
L USFish and. Wn!dhfe Serv:ce n gotoates a specl

USFWS would not be requared :

ratio based upon the quahty of ;mpacted habstat At the
time. ‘the oniog:cal Opinion is ISSUGd Jessthan 30 percent of

:\kdemgn work is completed: Ofte mmor refmements will:
~ resultin changes within the area of impacts, ie,, ongmally it

was5s acres and now itis 6.5 acres - Thischangeinarea:
would requare that formal consu{tatxon w'th USFWS be
reopened anda formal amendment tothe Brolognca!



“Man made water conveyance systems shou(d Currently canais and ditches can: be consxdered as “waters of
be exempt from c0n5|deratuon as “waters of the U:S.” under Section 404 of the Clean'Water Act, Movmg
“the U.S” e . acoricrete lined ditch-could trzgger the NEPA 404 process
o : a‘hd result to'greater impacts to historic and natural
resource in‘an attempt to avoid impacts to these features.
This change would reduce time and- costs assoc:ated with

ent Pr gram (T!P) Amendment

hange the period of the TiP/STIP from four Current regutat;on reqmres the TIP/STIP to cover four years
years tofive:: B and be updated atleast every four years (Cahforma updates
fE every twoyears; to'have a-pool of programmed projects to-
drawon). If the period of the TIP/STIP were increased to five

years, with an update-at least-every four years; it would €ut

in half the workload of Metropohtan Plannmg Orgamzations

and states for updates :

Provide clarification under Section 4{f)ofthe. . Currentiy school p!aygrounds are often determmed tobe:

Department of Transportation Act that for. 4 pmpertres because they allow:public recreational -

public properties to be considered as a 4{f} : act:vmes during non=school operatmn ‘The use of schools
prépérty under recreational use, the primaty: .- for recreatuona!” activities is secondary to their primary
function of the property must be recreation. function, but betause of this use: impacts to parking lots and
This modificat‘ionwou%d specifically ap‘ply‘t‘o other'school propertles is'often.deemed a 4(f)‘ impact.‘
portions of State and National Parks and :
Forests which are notprimarily used for : In addmon to th;s our Nat;onai Parks are served by hnghway
recreatzonal actvvmes S : : systems Often minor maintenance work, including -

“rehabilitation ¢an resulti ina{fyimpacts even when theonhly:
i ct may be real;gnment of an‘ isting drweway :




for impacts towetlands.

Broaden and extend the option to'use

warranties in highway construction contracts.

Allow: federal funds tobe used for mltsgatlon :

‘bankmg/advanced mltlgatuon

Remove environmental and right-of-way
-requirements for any Non-infrastructure -
Projects. "

changesto federal funding fevels.:
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© systems, or involve creation/expansion of wetlandsat

“-another |ocatfon This proposal would expand the. potentsal
~tc include * enhancement" activities to countt wards o

5 wet!and impacts more exphcoty tfyou :mpacted anacre of -
: wetiands you could restore 5 acres of poor quahty to ‘good
“quality vta a management plan ThiS process would help -

Eng eers could approve to gam cred:ts

; towards future impacts;.

Currentiy, federal regulations allow for warranties to cover
specific products or features of a construction project {such
as the pavemenit), but are not allowed to cover an.entire
project.: Recently, as'part of changes made to federal
regulations to accommodate design-build contracting, the
warranties section of the Code of Federal Regulations was
amended to allow “general project” warranties on design-
build projects on the National Highway System, which
covers alf parts of a construction project. In-addition,
projects developed under a public-private agreement may
include warranties that are appropriate for the term of the
contract or agreement, which could be many years. These
allowances have not been made for traditional design-bid-
build projects, which are still restricted, as'noted above, to
specific products orfeatures. .

While general project warranties will likely not be used-on
ali traditional design-bid-build projects, their use could
encourage innovation in construction processes or the
products that are used since the potential for failure would:
be covered by the warranty.  Finally; even the general
project warranties allowed for-design-build projects are
permitted only for'short periods of time, or as the
regulations state, “generally one or two years.”
Unfortunately, one to two years is not typicaily long enough
to determine if a roadway of bridge structure has been built
correctly.. A'more appropriate minimum length of time for a
warranty would be in the range of five to 10 years..

EOR example TEA shares could be used to fund adval ced:
" mitigation-and pro;ects could rexmburse those funds when
- capital funds are available. Thi
“expedited permitting unde

axnstmg Iaws/regulatlons and
would provnde immediate relief wrshout requmng any.

For example, the Safe Routes to Schoo! (SRTS) Program
consists of infrastructure and non-infrastructure (Ni)
programs, and both programs are turrently. delivered using
the process for typical construction projects. However, the
NI'Program is a program that provides for the education, -
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encouragement; enforcement, and evaluation of SRTS:
programs in focal communities. These types of activities:are
‘non-construction-work that should not require NEPA -~
clearance or right-of-way certification as-currently required.
- Delivery of the Ntprogram can be streamlined by handling it
similar to FHWA State Planning and Research; Partnership -
- Planning and FTA State Planning and Research Grants which
C-are'discretionary grants awarded through a‘'grant
application solicitation process similar to the SRTS:N}
Program.. - o :

* This chahge woul
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February 18, 2011

The Honorable John Mica, Chairman

House Transportation and Infrastructure Commitiee
2165 House Rayburn Office Building

Washington, DC 20515

Dear Chairman Mica:

On behalf of the Santa Clara Valley Transportation Authority (VTA), I am submitting this letter
regarding federal surface transportation authorization for the record in connection with the joint
field hearing being held on February 23, 2011, in Los Angeles by the House Committee on
Transportation and Infrastructure, and the Senate Committee on Environment and Public Works
titted “Improving and Reforming our Nation’s Surface Transportation Programs to Support Job
Creation and the Economy.”

By way of background, VTA is a special district that was created thiough the enactment of state
legistation to perform a wide variety of multimodal transportation functions for the residents and
communities of Santa Clara County. We:

e Operate a bus and light rail system.
Plan, design and construct highway and public transit capital improvement projects,

*  Serve as the congestion management agency (CMA) for Santa Clara County, thereby
leading our atea’s efforts to Hnk transportation and land-use planning.

» Preparc the countywide transportation plan,

s Establish our county’s project priorities for local, reglonal, state, and federal funding,

» Participate in six multi-county partnerships to provide regional rail and bus service in the
San Jose-San Francisco-Oakland Ray Area,

o Implement local transportation sales tax programs that have been approved by our voters.

Santa Clara County spans 1,335 square miles at the southern tip of San Francisco Bay. Itis
home to “Silicon Valley,” an area critical to the economic vitality of our nation, California and
the San Jose-San Francisco-Oakland Bay Area. Santa Clara County encompasses 15 cities,
including San Jose; has an estimated population of more than 1.8 million, the largest in Northern
California; has the largest employment base in the Bay Area; and is home to more than 6,600
high technology companies. With a population nearing 1 million, San Jose is the largest city in
Northern California, the third largest in the state, and the 10th largest in the United States.

Using federal funds, VTA hes successfully constructed numerous transportation capital
improvement projects, including several segments of our 42-mile light rail system, and a myriad
of improvements to state highways and interstate routes in Santa Clara County. Major projects
that we are currently advancing include:

3331 Horth Fivst Street - San Jose, CA 95134-1906 » Adminisiration 408.321,5553 . Customer Service 408.321.2300



177

The Honorable John Mica
February 18, 2011
Page Two

¢ Anextension of the Bay Arca Rapid Transit (BART) regional rail system to Silicon
Valley.

* Bus rapid transit (BRT) projects along three heavily traveled cortidors.

* High-occupancy toll (HOT) lanes or “express lanes” in two major transportation
corridors.

e Operational improvements in 11 freeway corridors.

* A $160 million Countywide Bicycle/Pedestrian Improvement Program,

* A Sustainability Program to improve our energy efficiencies and reduce grecnhouse gas
emissions,

In general, VTA is developing a wide range of capital investments across all modes to reduce
congestion, to maintain our existing transportation infrastructure in a state of good repair, and to
enhance safety and reliability. Therefore, new federal surface transportation authorization
legislation to replace the Safe, Accountable, Flexible, Efficient Transportation Equity Act: A
Legacy for Users (SAFETEA-LU) will significantly impact VTA’s ability to carty out our
various programs, especially during these difficult economic times.

Funding Levels and Partnerships

Under SAFETEA-LU, the overall funding level for highways, public transit, highway safety,
motor carricr safety, and transportation rescarch during the legislation’s six-year life was $286.4
billion. While this amount was greater than previous authorizations, it fell short of the level of
federal investiment needed to maintain our nation’s existing transportation infrastructure, as well
as to expand its capacity in order to keep up with the steadily growing demand for transportation,
In the case of Santa Clara County alone, we have identified more than $20 billion in unfunded
transportation needs in our 25-year countywide plan,

Therefore, providing sustained federal investiment in our nation’s transportation infrastructure
that is adequate to meet the significant nceds of highways, public transit and other transportation
modes must be front-and-center in the debate concerning successor legistation to SAFETEA-LU.
Along this line, VTA recommends that Congress use the next authorization cycle to develop
long-term strategies for generating sufficient federal funding that will enable a robust national
program at the levels proposed by President Barack Obama in his FY 2012 budget.

Clearly, the federal government cannot fund our nation’s transportation needs alone. Adequate
funding requires a partnership between all levels of government, perhaps even a stronget one
than the partnerships that have existed in the past. In the case of Santa Clara County, our voters
have approved six local sales tax measures to fund transportation since 1976, several by more
than a two-thirds majority, We urge Congress to look for ways to reward those regional/local
areas, such as Santa Clara County, that have stepped up and provided significant new resources
for transportation through vater-approved tax measures, and to incentivize others to do the same.
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Along these lines, we support the proposals that have been offered by the Los Angeles
Metropolitan Transportation Authority to modify the Transportation Infrastructure Finance and
Innovation Act Program (TIFIA) to allow for upfront conditional credit commitments for large-
scale projects or for programs of related projects, and to establish a new category of qualified
tax-credit bonds for surface transpottation projects.

Furthermore, VTA hopes that new federal surface transportation authorization legislation will
not limit the ability of state and local governments to find other innovative ways to finance and
expeditiously implement transportation infrastructure projects. Tolling and public-private
partnerships (PPP), for example, offer new opportunities to help manage traffic and generate
revenues, and we have been looking carefully at how these tools might be applied in Santa Clara
County. As these concepts are in the devefopment stage, we belicve federal law and policy
should encourage experimentation to allow us to gain valuable experience with these potential
innovative solutions. In a new authorization bill, we favor extending and consolidating the
various SAFETEA-LU pilot and demonstration programs, and monitoring projects for lessons
learned before imposing any new constraints and requirements. We also recommend that the
U.S. Department of Transportation be allowed to defer to state law which, in California’s case,
has recently authorized several demonstration projects in this area that need time to advance and
be evaluated.

New Starts/Small Starts

Santa Clara County is making a substantial commitment to bringing BART to Silicon Valley, In
general, this 16-mile project consists of extending the BART regional rail system south from a
future Warm Springs Station in the City of Fremont in Alameda County, through the Cities of
Milpitas and San Jose in Santa Clara County, to a texminus at the Caltrain Commuter Rail
Station in the City of Santa Clara.

VTA is seeking federal New Starts funding for the first phase of the project—a 10-mile, two-
station extension from BART’s future Warm Springs Station, which is now under construction
and scheduled to open in 2014, to a new Berryessa Station in northeast San Jose, The New Starts
candidate project contemplates $900 million in federal funding, or 36 percent of the $2.5 billion
total cost of the project in year-of-expenditure dollars. The remaining 64 percent would be
provided through Santa Clara County’s 2000 Mcasure A local transportation sales tax and the
state Traffic Congestion Relief Program (TCRP), It is important to point out that the residents of’
Santa Clara County have voted on two separate occasions, with a two-thirds majority, to tax
themselves in order to provide capital, operating and maintenance funding for this critical Bay
Area regional project.

In Decenber 2009, the Federal Transit Administration (FTA) approved advancing the BART
Silicon Valley Project into the New Starts Program for preliminary engineering, and we are
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anticipating FTA’s approval for the project to move into New Starts final design carly next
month, We were certainly thrilled to learn that the BART Silicon Valley Project was
recommended for a Full Funding Grant Agreement (FFGA) in the President’s FY 2012 budget
and in FTA’s Annual New Starts Report.

As you know, the New Starts Program is discretionary and, thus, requires that there be
procedures and criteria for project evaluation. For the last decade or so, FTA’s New Starts
project evaluations have been dominated by a cost-effectivencss metric that has a number of
weaknesses, such as:

1.

Cost effectiveness is based solely on travcl time savings and, therefore, fails to take into
account the non-travel-time-related benefits of New Starls projects, such as land-use,
economic development, community, and environmental benefits,

Highway user benefits are not factored into the calculation of “transpottation system uscr
benefits” (TSUB). The TSUB number reflects the benefits only to transit users and,
therefore, is a limited measure of user benefits,

The breakpeints for determining a project’s cost-effectiveness rating do not account for
differences in cost of living, thereby disadvantaging urban areas with higher costs of
living.

To enhance their ratings and meet the thresholds, a New Starts project sponsor may have
no choice but fo delete key elements from its project to cut costs—elements that would
enhance a project’s Jong-term benefits and that may end up having to bc added back in at
a higher cost after the original project is built and in revenue service.

Because cost effcctiveness is based on the total project cost and not on the relative value
of the federal investment in the project, it does not give a true indication of what the
federal investment in the project is actually buying and discourages local project sponsor:
{rom paying for project enhancements with non-New Starts money.

The baseline used in cost-effectiveness calculations is subjective and not consistently
applied across the United Statcs.

Tor these reasons, VTA was pleased to sce the reeent policy changes advanced by FTA, which
give other project justification criteria, such as land use and cconomic development, greater
weight in the evaluation process. We understand that FTA will be undertaking a rulemaking,
through which the cost-effectiveness measure may be changed to cover a broader set of benefits,
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VTA generally supports the elimination of the cost-effectivencss index as proposed in the
Surface Transportation Authorization Act of 2009, If that cannot be achieved, then we
recommend that cost effectiveness not be used as the solc determinant of project justification,
and that it be redcfined as a composite measure that covers a full range of project benefits, not
Jjust user benefits, A new measure should be simpler to compute and more explainable to
decision-makers and the public; the No Build Alternative should serve as the baseline; and the
cost component should take into account only the federal New Starts investment in the project,
rather than total project cost.

The BART Silicon Valley Project is our third experience with the New Starts process. VTA
remains concerned that it takes too long for projects to navigate through this complex and
cumbersome process from alternatives analysis to FFGA, resulting in increased costs and risks
for local project sponsors. FTA’s recent use of a “roadmap” to lay out deliverables and
schedules has been a positive step, and certainly helped us make significant progress in
addressing issues and advancing our BART Silicon Valley Project.

Yet the process treats all New Starts projects the same, even in those cases, such as with our
BART Silicon Valley Project, where FTA is a minority participant. We believe the New Starts
process should be modified so that it considers in a meaningful way situations where local
communities have stepped forward with significant non-federal resources to fund their projects.
Along these lines, we recommend reducing the scope of the risk assessment and waiving certain
FTA reviews for projects with a low New Starts share, In addition, we support the New Starts
steamlining proposals in the Surface Transportation Authorization Act of 2009, including
eliminating alternatives analysis as a scparate phase, creating a single point of approval for entry
into the New Starts Program, and creating an Office of Expedited Project Delivery.

Metropolitan Mobility

VTA believes the current federal surface transportation program needs to address the unique
challenges facing our nation’s growing metropolitan areas. To this end, we support a mode-
neutral Metropolitan Mobility Program, drawing on the concept outlined in the National Susrface
Transportation Policy and Revenue Study Commission’s Report. This new program should be
targeted to the regional/local level by providing metropolitan planning organizations (MPOs)
with the discretion to choose the best projects that meet their unique mobility needs and
challenges, subject to consistency with national goals and criteria. In order for this new program
to succeed, we recommend that the funding be provided to MPOs based on a formula allocation
so that they can conduct their planning with some expectation that federal resources will be
available for their necds.
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Projects of National and Regional Significance

Dense, metropolitan areas, such as the Bay Area and Silicon Valley, have complex, large-scale
projects that are critical to reducing congestion and improving mobility across a region or sub-
region, and yet will never be built under current federal funding processes, which are structured
to provide small amounts of funding over a long period of time., One such example in Santa
Clara County is our Statc Route 152 Realignment Projcct, State Route 152 is a vital goods
movement, commuter and recreational artery. 1t links the Central Valley to; (a) urbanized
Silicon Valley to the north; and (b) coastal Monterey Bay to the south. However, State Route
152 is a narrow, winding, substandard, two-lane rural roadway for a stretch of roughly 15 miles
and, as such, cannot accommodate the significant volume of commercial truck and automobile
traffic that travels through this arca on a daily basis. The result is severe traffic congestion and
significant safety problems. The $500 million project calls for constructing a new four-lane
expressway alignment for State Route 152 to be located in both Santa Clara and San Benito
Counties to sctve as the main east-west travel corridor for the area, Howevet, therc currently is
no surface transportation program at the federal program that would accommodate a project of
this magnitude.

Congress took an initial step at frying to address this problem in SAFETEA-LU with the creation
of the Projects of National and Regional Significance Program. Unfortunately, the funding for
this program was inadequate and it was earmarked through the political process. VTA hopes that
the next federal surface transportation authorization bill will provide meaningful financial
resources for large-scale projects by evolving the Projects of National and Regional Significance
Program into a multimodal competitive grant program modeled after the best features of the
discretionary New Starts Program, with funding being allocated to those projects that perform
well against a set of federal investment criteria,

Public Transit

VTA supporis the American Public Transportation Association’s (APTA) proposals to simplify
the Fixed Guideway Modernization Formula Program and (o establish a new program to provide
federal operating funds on a temporary “emergency” basis to assist public transit agencies during
challenging economic times so that they can avoid crippling service cuts, fare increases and job
layoffs. VTA also supports the elimination of the Bus/Bus Facilities Discretionary Program and
allocating any funding that would have gone to this program to public transit agencies through
the Section 5307 Urbanized Area Formula and Section 5311 Rural Formula Programs,

Energy Efficiency and Climate Change

As you are well aware, there is widespread attention being given to energy efficiency and
environmental sustainability, particularly as they relate to greenhouse gas emissions and global
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climate change. In response, many public agencies, businesses and individuals are proactively
taking steps to improve their encrgy efficiencies and to reduce their greenhouse gas emissions.
In our case, VTA is implementing a comprehensive Sustainability Program that is designed to
modify our business practices and processes in a way that would conserve natural resources,
reduce our greenhouse gas cmissions, prevent other types of polfution, and increase our use of
renewable energy and materials. One of the key clements of our Sustainability Program is the
conversion of our headquarters facility, our three bus operating divisions, and our light rail
operating division to solar encrgy. We also are committed to replacing our older buses when
they reach retirement age with clean-fuel technology. Thercfore, we support a new separate
Energy Efficient Transit Facilities Program as proposed in the Surfacc Transportation
Authorization Act of 2009, However, because it is difficult to plan for funding from
discretionary sources, we recommend that this program be formula-based to allow public transit
agencies fo commit to making long-term investments in new technologies to reduce energy use
and emissions.

High-Speed Rail

Finally, the voters of California passed a $10 billion bond measure in November 2008 to help
build a true high-specd rail system in our state. As a member agency of the Peninsula Corridor
Joint Powers Board, which oversees the Caltrain Commuter Rail Service, and as a partner with
the City of San Jose in developing the Diridon Station Area in downtown San Jose, VTA is
actively involved in California’s high-speed rail efforts. Therefore, we strongly support
committing $53 billion for high-speed, intercity rail over six years as proposed in the President’s
FY 2012 budget, Furthermore, we cncourage that a portion of these funds be dedicated to large
intermodal projects such as the Diridon Station, which will offer efficient and convenient
passenger conneclions to high-speed rail; the BART system; and at least seven other intercity,
regional and local rail and bus systems.

Thank you for your leadership on important national transportation issues, which impact our
economy, environment and quality of life. We appreciate the opportunity to provide our
comments on federal surface transportation authorization legislation, and look forward to
working with you to pass a robust and innovative new federal surface transportation law to
replace SAFETEA-LU.

Sincerely,

Mot 1 oo

Michael 1. Burns
General Manager
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The Honorable Barbara Boxer, Chairperson
Senate Environment and Public Works Committee
112 Hart Senate Office Building

‘Washington, DC 20510

Dear Chairperson Boxer:

On behalf of the Santa Clara Valley Transportation Authority (VTA), I am submitting this letter
regarding federal surface transportation authorization for the record in connection with the joint
field hearing being held on February 23, 2011, in Los Angeles by the House Committee on
Transportation and Infrastructure, and the Senate Committee on Environment and Public Works
titled “Improving and Reforming our Nation’s Surface Transportation Programs to Suppoit Job
Creation and the Economy.”

By way of background, VTA is a special distriet that was created through the enactment of state
legislation to perform a wide variety of multimodal transportation functions for the residents and
communities of Santa Clara County. We:

o Operate & bus and light rail system.
Plan, design and construct highway and public transit capital improvement projecis,
Serve as the congestion management agency (CMA) for Santa Clara County, thereby
leading our area’s efforts to link transportation and land-use planning,

s Prepare the countywide transportation plan,
Establish our county’s project priovities for local, regional, state, and federal funding,

s Participate in six multi-county partnerships to provide regional rail and bus service in the
San Jose-San Francisco-Oakland Bay Area.

¢ Implement local transportation sales tax programs that have been approved by our voters,

Santa Clara County spans 1,335 square miles at the southern tip of San Francisco Bay. It is
home to “Silicon Valley,” an area critical to the economic vitality of our nation, California and
the San Joge-San Francisco-Ogkland Bay Area. Santa Clara County encompasses 15 cities,
including San Jose; has an estimated population of more than 1.8 million, the largest in Northern
California; has the largest employment basc in the Bay Area; and is home to more than 6,600
high technology companies. With a population nearing | million, San Jose is the largest city in
Northern California, the third largest in the state, and the 10th largest in the United Stages.

Using federal funds, VTA has successfully constructed numerous transportation capital
improvement projects, including several scgments of our 42-mile light rail system, and a myriad
of improvements to state highways and interstate routes in Santa Clara County. Major projects
that we are currently advancing include:

3331 Horth first Stroat - Son Jose, (A 951341906 - Administration 408.371.5555 - Customer Service 408.321,2300
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s Anextension of the Bay Area Rapid Transit (BART) regional rail system to Silicon
Valley,
Bus rapid transit (BRT) projects along three heavily traveled corridors.

¢ High-occupancy toll (HIOT) lanes or “cxpress lanes” in two major transportation
corridors.

» Operational improvements in 11 freeway corridors.

* A $160 million Countywide Bicycle/Pedestrian Improvernent Program.

» A Sustainability Program to improve our energy efficiencies and reduce greenhouse gas
emissions.

In general, VTA is developing a wide range of capital investments across all modes to reduce
congestion, to maintain our existing transportation infrastructure in a state of good repair, and to
enhance safety and reliability. Therefore, new federal surface transportation authorization
legislation to replace the Safe, Accountable, Flexible, Efficient Transportation Equity Act: A
Legacy for Users (SAFETEA-LU) will significantly impact VTA’s ability to carry out our
various programs, especially during these difficult economic times.

Funding Levels and Partnerships

Under SAFETEA-LU, the overall funding level for highways, public transit, highway safety,
motor carrier safety, and transportation research during the legistation’s six-year life was $286.4
billion. While this amount was greater than previous authorizations, it fell short of the level of
federal investment needed to maintain our nation’s existing transportation infrastructure, as well
as to expand its capacity in order to keep up with the steadily growing demand for transportation,
In the case of Santa Clara County alone, we have identified more than $20 billion in unfunded
transportation needs in our 25-year countywide plan.

Therefore, providing sustained federal investment in our nation’s transportation infrastructure
that is adequate to meet the significant nceds of highways, public transit and other transportation
modes must be front-and-center in the debate concerning successor legislation to SAFETEA-LU.
Along this line, VTA recommends that Congress use the next authorization cycle to develop
long-term strategies for gencrating sutficient federal funding that will enable a robust national
program at the levels proposed by President Barack Obama in his FY 2012 budget.

Clearly, the federal government cannot fund our nation’s transportation needs alone. Adequate
funding requires a partnership between all levels of government, perhaps even a stronger one
than the partnerships that have existed in the past. In the case of Santa Clara County, our voters
have approved six local sales tax measures to fund transportation since 1976, several by more
than a two-thirds majority. We urge Congress to look for ways to reward those regional/lacal
areas, such as Santa Clara County, that have stepped up and provided significant new resources
for transportation through voter-approved tax measures, and to incentivize others to do the same.
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Along these lines, we support the proposals that have been offered by the Los Angeles
Metropolitan Transportation Authority to modify the Transportation Infrastructure Finance and
Innovation Act Program (TIFIA) to allow for upfront conditional credit commitments for large-
scale projects or for programs of related projects, and to establish a new category of qualified
tax-credit bonds for surface transportation projects.

Furthermore, VTA hopes that new federal surface transportation authorization legislation will
not limit the ability of state and local governments to find other innovative ways to finance and
expeditiously implement transportation infrastructurc projects. Tolling and public-private
partnerships (PPP), for example, offer new opportunities to help manage traffic and generate
revenues, and we have been looking carcfully at how thesc tools might be applied in Santa Clara
Counly. As these concepts arc in the development stage, we belicve tederal law and policy
should encourage experimentation to allow us to gain valuable experience with these potential
innovative solutions. In a new authorization bill, we favor extending and consolidating the
various SAFETEA-LU pilot and demonstration programs, and monitoring projects for lessons
learned before imposing any new constraints and requirements. We also recommend that the
U.S. Department of Transportation be allowed to defer to state law which, in California’s case,
has recently authorized several demonstration projects in this area that need time to advance and
be evaluated.

New Starts/Small Starts

Santa Clara County is making a substantial commitment to bringing BART to Silicon Vailey. In
general, this 16-mile project consists of extending the BART regional rail system south from a
future Warm Springs Station in the City of Fremont in Alameda County, through the Cities of
Milpitas aud San Jose in Santa Clara County, to a terminus at the Caltrain Commuter Rail
Station in the City of Santa Clara.

VTA is sceking federal New Starts funding for the first phase of the project-—a 10-mile, two-
station extension from BART’s future Warm Springs Station, which is now under construction
and scheduled to open in 2014, to a new Berryessa Station in nottheast San Jose. The New Starts
candidate project contemplates $900 miltion in federal funding, or 36 percent of the $2.5 billion
total cost of the project in year-of-expenditure dollars. The remaining 64 percent would be
provided through Santa Clara County’s 2000 Measure A local transportation sales tax and the
state Traffic Congestion Relief Program (TCRP). It is important to point out that the residents of
Santa Clara County have voted on lwo separate occasions, with a two-thirds majority, to tax
themselves in order to provide capital, operating and maintenance funding for this critical Bay
Area regional project.

In December 2009, the Fedcral Transit Administration (FTA) approved advancing the BART
Silicon Valley Project into the New Starts Program for preliminary engineering, and we are
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anticipating FTA’s approval for the project to move into New Starts final design early next
month. We were certainly thrilled to learn that the BART Silicon Valley Project was
recommended for a Full Funding Grant Agreement (FFGA) in the President’s FY 2012 budget
and in FTA’s Annual New Starts Report,

As you know, the New Starts Program is discretionary and, thus, requires that there be
procedures and criteria for project evaluation. For the last decade or so, F'TA’s New Starts
project cvaluations have been dominated by a cost-cffectiveness metric that has a number of’
weaknesses, such as:

1.

Cost effectiveness is based solely on travel time savings and, thercfore, fails to take into
account the non-travel-time-related benefits of New Starts projects, such as land-use,
cconomie development, community, and environmental benefits,

Highway user benefits are not factored into the calculation of “transportation system user
benefits” (TSUB). The TSUB number reflects the benefits only to transit users and,
therefore, is a limited measure of uscr benefits,

The breakpoints for detcrmining a projeet’s cost-effectiveness rating do not account for
differences in cost of living, thereby disadvantaging urban areas with higher costs of
living.

To enhance their ratings and meet the thresholds, a New Starts project sponsor may have
no choice but to delete key elcments from its project to cut costs—elements that would
enhance a project’s long-term bencfits and that may end up having to be added back in at
a higher cost after the original projeet is built and in revenue service.

Because cost effectiveness is bascd on the total project cost and not on the relative value
of the federal investment in the project, it does not give a true indication of what the
federal investment in the project is actually buying and discourages local project sponsor:
from paying for project enhancements with non-New Starts money.

The baseline used in cost-effectiveness calculations is subjective and not consistently
applied across the United States,

For these reasons, YTA was pleased to see the recent policy changes advanced by FTA, which
give other project justification criteria, such as land use and economic development, greater
weight in the evaluation process. We understand that FTA will be undertaking a rulemaking,
through which the cost-effectiveness measure may be changed to cover a broader set of benefits.
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VTA generally supports the elimination of the cost-effectiveness index as proposed in the
Surface Transportation Authorization Act of 2009, If that cannot be achieved, then we
recommend that cost effectiveness not be used as the sole determinant of project justification,
and that it be redefined as a composite measure that covers a full range of project benefits, not
just user benefits. A new measure should be simpler to compute and more explainable to
decision-makers and the public; the No Build Alternative should serve as the baseline; and the
cost component should take into account only the federal New Starts investment in the project,
rather than total project cost,

The BART Silicon Valley Project is our third experience with the New Starts process, VTA
remains concerned that it takes too long for projects to navigate through this complex and
cumbersome process from alternatives analysis to FFGA, resulting in increased costs and risks
for local project sponsors. FTA’s recent use of a “roadmap” to lay out deliverables and
schedules has been a positive step, and certainly helped us make significant progress in
addressing issues and advancing our BART Silicon Valley Project,

Yet the process treats all New Starts projects the same, even in those cases, such as with our
BART Silicon Valley Project, where FTA is a minority participant. We believe the New Starts
process should be modified so that it considers in a meaningful way situations where local
communities have stepped forward with significant non-federal resources to fund their projects.
Along these lines, we recommend reducing the scope of the risk assessment and waiving certain
FTA reviews for projects with a low New Starts share. In addition, we support the New Starts
steamlining proposals in the Surface Transportation Authorization Act of 2009, including
eliminating alternatives analysis as a separate phase, creating a single point of approval for entry
into the New Starts Program, and creating an Office of Expedited Project Delivery.

Metropolitan Mobility

VTA believes the current federal surface transportation program needs to address the unique
challenges facing our nation’s growing metropolitan arcas. To this end, we support a mode-
neutral Metropolitan Mobility Program, drawing on the concept outlined in the National Surface
Transportation Policy and Revenue Study Commission’s Report. This new program should be
targeted to the regional/local level by providing metropolitan planning organizations (MPOs)
with the discretion to choose the best projects that meet their unique mobility needs and
challenges, subject to consistency with national goals and criteria, In order for this new program
to succeed, we recommend that the funding be provided to MPOs based on a formula allocation
so that they can conduct their planning with some expectation that federal resources will be
available for their needs.
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Projects of National and Regional Significance

Dense, metropolitan areas, such as the Bay Area and Silicon Valley, have complex, large-scale
projects that are critical to reducing congestion and improving mobility across a region or sub-
region, and yet will never be built under current federal funding processes, which are structured
to provide small amounts of funding over a long period of time. One such example in Santa
Clara County is our State Route 152 Realignment Project. State Route 152 is a vital goods
movement, commuter and recreational artery. It links the Central Valley to: (a) urbanized
Silicon Valley to the north; and (b) coastal Monterey Bay to the south. However, State Route
{52 is a narrow, winding, substandard, two-lane rural roadway for a stretch of roughly 15 miles
and, as such, cannot accommodate the significant volume of commetcial truck and automobile
traffic that travels through this area on a daily basis. The result is severe traffic congestion and
significant safety problems. The $500 million project calls for constructing a new four-lane
expressway alignment for State Route 152 to be located in both Santa Clara and San Benito
Counties to serve as the main east-west travel corridor for the area. However, there currently is
no surface transportation program at the federal program that would accommodatc a project of
this magnitude.

Congress took an initial step at trying to address this problem in SAFETEA-LU with the creation
of the Projects of National and Regional Significance Program. Unfortunately, the funding for
this program was inadequatc and it was carmarked through the political process. VTA hopes that
the next federal surface transportation authorization bill will provide meaningful financial
resources for large-scale projects by evolving the Projects of National and Regional Significance
Program into a multimodal competitive grant program modeled after the best features of the
discretionary New Starts Program, with funding being allocated to those projects that perform
well against a set of federal investment criteria.

Public Transit

VTA supports the American Public Transportation Association's (APTA) proposals to simplify
the Fixed Guideway Modernization Fortnula Program and to establish a new program to provide
federal operating funds on a temporary “emergency” basis to assist public transit agencies during
challenging economic times so that they can avoid cuippling service cuts, fare increases and job
layoffs. VTA also supports the elimination of the Bus/Bus Facilities Discretionary Program and
allocating any funding that would have gone to this program to public transit agencies through
the Section 5307 Urbanized Area Formula and Section 5311 Rural Formuta Programs,

Encrgy Efficiency and Climate Change

As you are well aware, there is widespread attention being given to energy efficiency and
environmental sustainability, particularly as they relate to greenhouse gas emissions and global
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climate change. In response, many public agencies, businesses and individuals are proactively
taking steps to improve their encrgy efficiencies and to reduce their greenhouse gas emissions.
In our case, VTA is implementing a comprehensive Sustainability Program that is designed to
modify our business practices and processes in a way that would conserve natural resources,
reduce our greenhouse gas emissions, prevent other types of pollution, and increase our use of
renewable energy and matcrials. One of the key elements of our Sustainability Program is the
conversion of our headquatrters facility, our three bus operating divisions, and our light rail
operating division to solar energy. We also are committed to replacing our older buses when
they reach retirement age with clean-fuel technology. Therefore, we support a new separate
Energy Efficient Transit Facilities Program as proposed in the Surface Transportation
Authorization Act of 2009, However, because it s difficult to plan for funding from
discretionary sources, we recommend that this program be formula-based to allow public transit
agencies to commit to making Jong-term investments in new technologies to reduce energy use
and emissions,

High-Speed Rail

Finally, the voters of California passed a $10 billion bond measure in November 2008 to help
build a true high-speed rail system in our state. As a member agency of the Peninsula Corridor
Joint Powers Board, which oversees the Caltrain Commuter Rail Service, and as a partner with
the City of San Jose in developing the Diridon Station Area in downtown San Jose, VTA is
actively involved in California’s high-speed rail efforts. Therefore, we strongly support
committing $53 billion for high-speed, intercity rail over six years as proposed in the President’s
FY 2012 budget. Furthermore, we encourage that a portion of these funds be dedicated 1o large
intermodal projects such as the Diridon Station, which will offer efficient and convenient
passenger connections to high-speed rail; the BART system; and at least seven other intercity,
regional and local rail and bus systems,

Thank you for your leadership on important national transportation issues, which impact our
econoniy, environment and quality of life. We appreciate the opportunity to provide our
comments on federal surface transportation authorization legislation, and look forward to
working with you to pass a robust and innovative new federal surface transportation law to
replace SAFETEA-LU.

Sincerely,

hidid o

Michael T, Burns
General Manager



190

Comments to the Joint Field Hearing on Surface Transportation due 3.9.2011

Senate Environment and Public Works Committee
House Committee on Transportation and Infrastructure

Public expectation is to reduce congestion and calm traffic. Accordingly the voters of
Los Angeles County passed local sales tax Measure R for traffic relief and
transportation upgrades including synchronizing traffic signals, repairing potholes,
improving freeway traffic flow and keeping senior/student/disabled fares low (transit)
with some new transit projects added. The bottom line was for community traffic relief
and a better quality of life.

The City of Los Angeles is the 800 pound gorilia.

The reality of living in the City of Los Angeles is that the focus on the State of California
required General Plan and its Elements to plan, mitigate and monitor municipalities has
failed. The City has not updated plans or monitored mitigation measures and continues
to approve transit projects that are not even considered in the General Plans or the
Community Plans.

Housing density was created without the allowance for parking. (Parking and its
relationship to the Clean Water Act takes importance in contamination issues.)

Residents are trapped and pigeon-holed in small neighborhoods without the metropolis
feel with freedom of movement. it took 2 hours to drive to San Diego for a day trip and
now it takes 2 hours to get from one side of town to another and even longer to get from
one end of the county to another.

Downtown Los Angeles is the gauge of transportation planning and the transit is
excellent in the surrounding 3-5 miles. There are approximately 32 continuous census
tracts of low-to-moderate income that keeps the region dependent on transit.

But most of Angelinos do not live in that concentrated Downtown area. That is the
overall plan—to confine Angelinos to just a few blocks to live, work and play.

They live in the neighborhoods and suburbs and the needs are different. People have
children and buy groceries.

Automobiles are the key mode of transportation.

The building boom allowed overweight trucks to surface our streets. The street policy is
poor. Neither the truckers nor the City repaired any street damage or underground pipe
damage.

We have too many potholes.
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The Complete Streets concept is embraced in Los Angeles . Bicycles are fun, but they
do not get one to work. Only in safe neighborhoods can children ride them to school
because there are no safe passages to school. Children are overcome with being
protected from drugs dealers and harassment to and from school.

Pedestrian-minded street design is not practical unless you live in a village.

Los Angeles needs innovation in the automobile industry. We are automobile designers
here.

Creativity is called for. We need innovation in fuel usage. We need innovation in traffic
management. We need innovation in road materials. We need innovation in goods
movement. We need innovation in air quality solutions.

The region has a history in innovation. It needs new breath with free market factors.

The State has enacted AB 32, SB 375 and SB 97 to address Climate Change.
Regional planning becomes important, so local government planning is needed even
more so.

We do not have that. Instead, we have big plans for transit with no feasibility studies
and fiscal studies to maintain such large projects. We, citizens, are left out of that
process as regional needs are not included in local government meetings open to the
public. A fayer of government has been formed, without representation by a vote of the
Citizens.

The City of Los Angeles is in a fiscal crisis. We do not follow the surrounding cities to
know if they are in the same position.

The Metro Gold line is visible from our home. Only two cars run day or night and,
recently, only one car ran during the day. Though the line may need more than two
cars during peak times, none are added.

Why spend millions of dollars without a cost-benefit analysis, short-term and long-term
to warrant the expansion any rail or start a regional connector. There are too many
destinations in the Southern California area to warrant both bus and rail transit as the
answer.

Methane and the other toxics are an issue in Los Angeles because we are basically one
giant oiffield. Health and safety are never mentioned, but are the responsibility of the
municipalities and their planning.

The wise use of transit dollars is needed to reach those without transportation to use the
service to work or go to school. Local bus needs supplied by such programs as DASH
are underserved. Personally, it takes a 45 minute walk from the transit drop to my
home in the nearby hills (where we have a few of City Hall.)
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Emergency considerations such as earthquakes and fires should be considered. ltis
here where recreational trails play a role.

The Federal government needs to focus on the commerce aspect of transportation.
The City of Los Angeles and the surrounding region play a role in national commerce
and trade.

We need to address our need for a manufacturing base which will attract more trucking.
We need to address our goods movement, which will attract more trucking.
We have the ports and the airports.

We cannot look to construction as the solution to employment. The busted housing
boom has done that already and has left many depressed.

The City of Los Angeles is creating commodity markets (without regulation) for parking
credits in the area of transportation. The City is becoming a financial market itself. That
is the vision for our future by our elected officials.

Back to the basics-create systems that reflect an opportunity for the open market and
economic development, consider the needs of the private citizen (and family), not add
another fayer of bureaucracy for the local governments to control and tax, and not
burden the citizen with debt.

Joyce Dillard
P.O. Box 31377
Los Angeles, CA 90031
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Hello my name 1§ Paul Styers. I.have been in the Transportation industry foe
gver 20 yrs. I am currently the Service center Manager in Los Angeles for Con-way
Freight. We smploy over 2390 employees in CA at 42 facilities, This morning I
want to address briefly an issue of importance to my company and to the trucking
industry. The industry which carries more than two/thirds of the freight in this
country every day.

I believe it is a c¢lassic example of unnécessary government red tape undermining
the. productivity of a vital U.5. industry that can be fixed with a low cost
policy solution rather than a grand program.

What I am referring to is s law passed by Congress in 1991, as a part of a
surface transportation bill, that stripped the states of their authority to
regulate what truck confipurations can safely operate on their highways. There
was no crisis or great public outcry. Rather, some folks in Washington decided
that they were wiser and better sulted to make such decisions.

Since 1991, states have been prohibited from expanding the list of highways that
can be open to what are called "triples” or any other combination of trucking
equipment.

This undermines our ability to be more efficient in moving freipht, which
undercuts U.S. wenutacturers in world markets.

It ignores the remarkable safety record established on the roads where such
eguipment is $till permitted.

It prevents the trucking industry from reducing Fuel -consumption. and reducing
amissions.

And It stops us from moving the same amount of Freight with fewer trucks om the
road,

I believe the Californis DOT is better gualified to determine which truek
configurations are best suited for ows highways than are administrators
Washington. I hope you will inclide language in the surface transportation bill
that restords their power to make such decisions.

Thank you for the OppOrtunity to express my view,
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Finding the ways that work

March 8, 2011

The Honorable John Mica

Chairman

Transportation and Infrastructure Committee
United States House of Representatives
Washington, DC 20515

The Honorable Barbara Boxer
Chairwoman

Environment and Public Works Committee
United States Senate

Washington, DC 20510

Dear Chairman Mica and Chairwoman Boxer:

Thank you for inviting me to testify at the February 23w field hearing in Los
Angeles. I am sending this letter as an addition to that testimony to address a question
about which Rep. Grace Napolitano asked me to respond in writing to the committee.
Also, I offer specific suggestions for ways to improve environmental review for
transportation projects.

uestion Rep. N itano

Rep. Napolitano requested suggestions to ensure that railway companies
cooperate in improving transportation system performance, including environmental
performance and congestion reduction. I will restrict my comments to freight rail and
the freight system because it presents some of the greatest rail-related environmental
challenges.

Moving goods by rail, especially when the distances covered exceed 300 to 500
miles, is more efficient than moving goods by truek. A train carrying hundreds of
containers is essentially taking the equivalent of hundreds of trucks off the highway.
Corridor wide, moving freight by rail is less polluting per container.!

However, locomotives and rail equipment still emit large amounts of pollution,
with older engines polluting a great deal more than newer ones. Locomotive engines are
durable and often used for 30 years, or more. Once a locomotive is retired from long-
distance line-haul service, they are often still used in rail yards as switchers, to move
railcars and dismantle and build new trains, ensuring that old, high-polluting engines
stay in service longer. As a result, rail yards can be dangerous diesel hotspots, with line-
haul, switcher, and service locomotives, cargo handling equipment, and trucks all
operating in a centralized location. Workers and residents near rail yards suffer the
consequences of these emissions.

Socramonto project offics - 1107 Bth SL., Suto 340 - Sacruments, CA 93814
Tel 916-492-7070 - Fax 918-441-3142 « www crvironmentaldelenseon
New York, NY - Washington, DC < Oakiand, GA - Boulder, CO » Raleigh, NC - Austm. TX - Boston, MA  Project offices: Los Angeles, CA - Beging. China
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For example, Barstow, California has one of the busiest rail yards in the state,
with 100 to 130 trains passing through each day. Locomotive traffic accounts for about
97 percent of the diesel pollution in the yard. The other 3 percent comes from trucks and
other equipment. People living closest to the rail yard face 25 times higher risk of cancer
from air pollution than people living a mile and half away.ii

Federal transportation policy can and should be designed to encourage an
intermodal freight system that emphasizes energy efficiency and reduces external costs
to society, such as environmental damage, public health degradation and dependence on
insecure energy supplies. In my written testimony previously submitted, I
recommended nine elements that, if incorporated into the transportation bill, would
improve freight system reliability and environmental performance. To those I would add
two others that specifically address rail and that, I believe, would encourage railway
cooperation to improve service and reduce external impacts. These are:

s Create incentives for rail yards to develop and implement
emissions clean-up plans. Incentives could include expanding
eligibility for federal transportation bill dollars to intermodal rail yard
improvements that are included in a rail yard clean-up plan, and that will
reduce emissions while also improving total system performance. The
clean-up plan would have to have been certified by a state or federal
environmental protection agency as sufficient to deliver significant
emissions reductions when implemented.

¢ Restrict any federal spending on rail improvements to those
projects that will deliver the dual benefits of improved system
reliability and measurable emissions reductions. There are
certainly more freight improvement projects, and more rail projects, in
need than there are public dollars. Given this, the projects that deliver the
greatest system benefit, and the greatest reduction in environmental and
health burdens, should be prioritized when federal funding is distributed.

Additional Comments on Environmental Review

As I noted in my written testimony, projects can be delayed for many reasons that
have nothing to do with environmental review. Additionally, the published research
suggests that simply setting stricter time limits on agency review will not likely solve
project delay issues associated with environmental review. Focusing on ensuring early
involvement by reviewing agencies and better communication between transportation
agencies and reviewing agencies will likely result in less delay and better projects. It is
also notable that a relatively small percentage of federally funded projects go through
full National Environmental Policy Act review.
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There are specific ways the transportation bill can help reduce unnecessary
project delays that may be linked to the NEPA process without compromising bedrock
environmental review laws, Listed here are three ways:ii

+ Increase the use of Mitigated Findings of No Significant Impact
(FONSISs). Following CEQ Guidance issued on January 21, 2011 (Federal
Register Vol 76, No. 14, pg. 3843-3853), many transportation projects
could be advanced in a more timely way under Mitigated FONSIs, avoiding
the need to prepare a more detailed Environmental Impact Statement.
Mitigation commitments should be explicitly described as ongoing
commitments with measurable performance standards and adequate
mechanisms for implementation, monitoring, and reporting. Agencies
should provide for public participation and accountability in development
and implementation of mitigation and monitoring efforts decried in their
NEPA documentation. This could be done through both project-level
initiatives and through programmatic agreements.

¢ Create a set-aside of a fixed percentage of Highway Planning
and Research (HPR) and metropolitan planning formula funds
and/or other transportation formula funds to ensure land
management, environmental, and resource agency involvement
in state and metropolitan planning and projeet reviews. This
would help ensure that federal and state resource agencies are adequately
funded to allow them to engage in the state and metropolitan planning
process so environmental issues can be avoided and addressed earlier in
the process.

+» Create new incentives for timely project delivery without
imposing time limits on agency transportation project reviews.
Congress should consider the recent proposal offered by the Brookings
Institution to allow the U.S. DOT to maintain an incentive pool to reward
states and metropolitan areas that consistently deliver projects on time
while meeting or exceeding environmental standards.

I hope these comments are helpful as you and your staffs and committees develoy
transportation bill proposals. Thank you again for the opportunity to testify and to
provide additional thoughts. Please do not hesitate to contact me if I can be of further
assistance.

Sincerely,

e 2l

Kathryn Phillips
Director, CA Transportation and Air Initiative
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! *Freight Railroads Offer a Smart, Effective Way to Reduce Greenhouse Gas Emissions.” Association of
American Railroads, December 2009,
http://www.aar org/~/media/AAR/BackgroundPapers/RRs%20and%20Greenhouse%20Gas%20Emission
5%20%20Dec%202009.ashx (accessed February 2010).

“Barstow rail yard emisslons seen as increased risk of cancer.” Barstow Desert Dispatch, May 2008,
hitp:/hwww desertdispatch.com/news/barstow-3294-increased-railyard.him! (accessed February 2010);
referencing the *Health Risk Assessment for the BNSF Railway Barstow Rail Yard.” Califomia Air

Resources Board, June 2008, http:/Avww.arb.ca govirailvard/hra/bnsf barstow final.pdf (accessed
February 2010).

“These are derived from testimony presented by Michae! Replogle to the House Subcommittee on
Highways and Translt on February 15, 2011. That teslimony, endorsed by EDF, contains additional
details and proposed project dellvery reforms. )

v Puentes, Robert, “Moving Past Gridlock: A Proposal for a Two-Year Transportation Law.” Brookings
Institution, Washington,DC. December 2010. )
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February 11,2011

The Honorable John Mica The Honorable John Duncan

2187 Rayburn House Office Building 2207 Rayburn House Office Building
Washington, DC 20515 Washington, DC 20515

The Honorable Nick Rahall The Honorable Peter DeFazio

2307 Rayburn House Office Building 2134 Rayburn House Office Building
Washington, DC 20515 Washington, DC 20510

Dear Representatives Mica, Rahall, Duncan and DeFazio:

Our nation urgently necds a transportation policy that helps make America energy independent
and cuts pollution that harms public health, while also meeting our country’s infrastructure and
mobility needs. In his recent State of the Union speech, President Obama called for investment to
repair our roads and bridges and to develop world-class system of intercity and high-speed rail.
On behalf of our millions members and supporters nationwide, we urge that you develop a
transportation policy that can achieve these critical national objectives. A policy that achieves
these goals will improve our economy, protect our environment, and put Americans to work.

Transportation in the U.S. presents a major energy challenge, responsible for nearly 70 percent
of our oil consumption. In some regions, transportation produces more than two-thirds of health-
threatening smog pollution. Faced with spiking gas prices, increasing congestion and the need to
prevent more devastating oil spills, it is clear that Congress must act to make our transportation
system cleaner and more efficient. To meet the critical challenges before us, we respectfully urge
you to include the following elements in transportation legislation that your committees draft:

¢ Set a national goal to reduce oil consumption from transportation.
Establishing a national goal for reducing oil dependence from transportation will guide federal,
state, and local governments to direct policies and investments and measure progress towards our
crucial national security and environmental objectives.
o Require states and Metropolitan Planning Organizations to set corresponding.
transportation goals, and demonstrate how investment plans will achieve them.
o Reward significant progress toward goals with funding and policy incentives.

* Reform transportation planning to consider impacts on oil consumption, air pollution
and local land use.
Aligning regional and state planning requirements for both passenger and goods movement with
national energy and environmental objectives will help ensure leveraged, effective use of scarce
taxpayer dollars.
o Require state and metropolitan transportation plans to assess and reduce oil use and
global warming pollution.
o Require states and metropolitan planning organizations to coordinate transportation plans
with existing and planned [ocal land uses to maximize system efficicncy.



199

o Develop a national freight strategy that simultaneously modernizes freight transportation
and reduces freight transportation’s environmental impacts.

¢ Increase investment in transportation choices and encourage innovation
Increasing funding for clean and efficient transportation modes and encouraging innovative
strategies that can increase system efficiency are critical to delivering reductions in oil
consumption and pollution.
o Increase investment in all forms of public transportation, allowing both new and existing
systems to expand and improve service for more Americans.
o Increase investment in active transportation, including infrastructure to support biking
and walking.
o Empower states, regions, and cities, including through research and pilots, to apply
innovative pricing and tolling strategies.

It is critical that Congress and the Administration act to reduce oil consumption and pollution
from transportation, investing limited dollars on policies and strategies to build a 21™ century
system that makes America safer, cleaner, more secure, and more prosperous. We look forward
to working with you to get the job done.

Sincerely,

Therese Langer
Transportation Program Director
American Counci) for an Energy-Efficient Economy

Lynn Thorp
National Campaigns Director
Clean Water Action

Scth Kaplan
Vice President for Policy and Climate Advocacy
Conservation Law Foundation

Robert Dewey
Vice President for Government Relations
Defenders of Wildlife

Kathleen Rogers
President
Earth Day Network

Charles Griffith
Clean Vehicles and Fuels Director
Ecology Center



Anna Aurilio
Director, Washington DC Office
Environment America

Jan Lars Mueller
Senior Policy Director
Environmental and Encrgy Study Institute

Kathryn Phillips
Director, Transportation and Air Initiative
Environmental Defense Fund

Tiernan Sittenfeld
Legislative Director
Leaguc of Conservation Voters

Jackie Douglas
Director
LivableStreets Alliance

Scott Slesinger
Legislative Director
Natural Resources Defense Council

Robert Bendick
Director of US Government Relations
The Nature Conservancy

Kevin Mills
Vice President of Policy
Rails-to-Trails Conservancy

Debbie Sease
National Campaign Director
Sierra Club

Jennifer S. Rennicks
Federal Policy Director
Southern Alliance for Clean Energy

Nat Mund
Legislative Director
Southern Environmental Law Center

Michelle Robinson
Director, Clean Vehicles Program
Union of Concerned Scicntists
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February 11, 2011

The Honorable Barbara Boxer The Honorable Max Baucus

112 Hart Senate Office Building 511 Hart Senate Office Building
Washington, DC 20510 Washington, DC 20510

The Honorable James Inhofe The Honorable David Vitter
453 Russell Senate Office Building 516 Hart Senate Office Building
Washington, DC 20510 Washington, DC 20510

Dear Senators Boxer, Inhofe, Baucus, and Vitter:

Our nation urgently needs a transportation policy that helps make America energy independent
and cuts pollution that harms public health, while also meeting our country’s infrastructure and
mobility needs. In his recent State of the Union speech, President Obama called for investment to
repair our roads and bridges and to develop world-class system of intercity and high-speed rail.
On behalf of our millions members and supporters nationwide, we urge that you develop a
transportation policy that can achieve these critical national objectives. A policy that achieves
these goals will improve our economy, protect our environment, and put Americans to work.

Transportation in the U.S. presents a major energy challenge, responsible for nearly 70 percent
of our oil consumption. In some regions, transportation produces more than two-thirds of health-
threatening smog pollution. Faced with spiking gas prices, increasing congestion and the need to
prevent more devastating oil spills, it is clear that Congress must act to make our transportation
system cleaner and more efficient. To meet the critical challenges before us, we respectfully urge
you to include the following elements in transportation legislation that your committees draft:

e Set a national goal to reduce oil consumption from transportation.
Establishing a national goal for reducing oil dependence from transportation will guide federal,
state, and local governments to direct policies and investments and measure progress towards our
crucial national security and environmental objectives.
o Require states and Metropolitan Planning Organizations to set corresponding.
transportation goals, and demonstrate how investment plans will achieve them.
o Reward significant progress toward goals with funding and policy incentives.

¢ Reform transportation planning to consider impacts on oil consumption, air pollution
and local land use.
Aligning regional and state planning requirements for both passenger and goods movement with
national energy and environmental objectives will help ensure leveraged, effective use of scarce
taxpayer dollars.
o Require state and metropolitan transportation plans to assess and reduce oil use and
global warming pollution.
o Require states and metropolitan planning organizations to coordinate transportation plans
with existing and planned local land uses to maximize system efficiency.
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o Develop a national freight strategy that simultaneously modernizes freight transportation
and reduces freight transportation’s environmental impacts.

¢ Increase investment in transportation choices and encourage innovation
Increasing funding for clean and efficient transportation modes and encouraging innovative
strategies that can increase system efficiency are critical to delivering reductions in oil
consumption and pollution.
o Increase investment in all forms of public transportation, allowing both new and existing
systems to expand and improve service for more Americans.
o Increase investment in active transportation, including infrastructure to support biking
and walking.
o Empower states, regions, and cities, including through research and pilots, to apply
innovative pricing and toiling strategies.

It is critical that Congress and the Administration act to reduce oil consumption and pollution
from transportation, investing limited dotlars on policies and strategies to build a 21™ century
system that makes America safer, cleaner. more secure, and more prosperous. We look forward
to working with you to get the job done.

Sincerely,

Therese Langer
Transportation Program Director
American Council for an Energy-Efficient Economy

Lynn Thorp
National Campaigns Director
Clean Water Action

Seth Kaplan
Vice President for Policy and Climate Advocacy
Conservation Law Foundation

Robert Dewey
Vice President for Government Relations
Defenders of Wildlife

Kathleen Rogers
President
Earth Day Network

Charles Griffith
Clean Vehicles and Fuels Director
Ecology Center



Anna Ausilio
Director, Washington DC Office
Environment America

Jan Lars Mueller
Senior Policy Director
Environmental and Energy Study Institute

Kathryn Phillips
Director, Transportation and Air Initiative
Environmental Defense Fund

Tiernan Sittenfeld
Legislative Director
League of Conservation Voters

Jackie Douglas
Director
LivableStreets Alliance

Scott Slesinger
Legislative Director
Natural Resources Defense Council

Robert Bendick
Director of US Government Relations
The Nature Conservancy

Kevin Mills
Vice President of Policy
Rails-to-Trails Conservancy

Debbie Scase
National Campaign Director
Sierra Club

Jennifer S, Rennicks
Federal Policy Director
Southern Alliance for Clean Energy

Nat Mund
Legislative Director
Southern Environmental Law Center

Michelle Robinson
Director, Clean Vehicles Program
Union of Concerned Scientists
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Statement for the Record
Mrs. Eilene Okerblom
Santa Maria, California
For the Joint Field Hearing
House Transportation & Infrastructure Committee and
Senate Environment and Public Works Committee
February 23, 2011, Los Angeles, California

Chairman Mica, Chair Boxer, and members of the Senate Environment and Public Works
Committee and the House Transportation and Infrastructure Committee, I appreciate the
opportunity to submit this statement to the record of your hearing held in Los Angeles on February
23 this year. [ urge you to address and solve the epidemic of teen driving deaths and injuries that
occur with alarming frequency every day in our country as you address priorities and write this
important surface transportation bill. Since the Safe, Accountable, Flexible and Efficient
Transportation Equity Act, A Legacy for Users (SAFETEA-LU) was passed in 2005 there have
been more than 36,000 deaths on our roads and highways involving teen drivers.

I"d like to tell you about my 19-year-old son. His name is Eric and you would have loved him.
You could not help but love Eric.

Eric was gentle, compassionate, mindful, wise, sensitive, and genuine. He was also brilliant,
athletic and talented. He was a National Merit Finalist, a science researcher, and scored a perfect
800 twice on the SAT verbal. He played tennis and soccer and was a seven-time varsity lctterman.
He was an excellent snowboarder, wakeboarder and ran a marathon at age 16. Eric loved being
outdoors and climbing mountains. He was a gifted musician. Photography and art were among his
many talents.

Despite all his gifts and abilities, he was humble and gratetul. He was a blessing to me, our family,
our community, and the world. Eric finished his first year at Berkeley, majoring in molecular
biology. He was home for the summer, having rcturned from studying Spanish in Nicaragua.

On a Saturday in July of 2009, our family had spent the morning hiking. That afternoon, Eric went
out for his routine bicycle ride. He planned to join the Berkeley Cycling Team when he returned to
school in August. Eric was riding on a straight unobstructed road in broad daylight. He was clearly
visible to any driver for 45 seconds. He was struck from behind by a teenage driver traveling
60mph. The driver did not brake or swerve to miss Eric. He was hurled 140 feet to a violent and
brutal death.

The driver, a former schoolmate since kindergarten, denied any distractions. Later, court ordered
phone records revealed both incoming and outgoing texting at the time of Eric’s death.

The loss of my beloved son is beyond grief. It is inconsolable, untouchable and wordless. The
importance of this story is that Eric’s death was not an accident or a chance event. It was not
unavoidable. He was necdlessly and violently killed by a distracted teenage driver.

Sadly, Eric’s death is not an isolated event. In 2009, 476 people were killed in crashes involving
teen drivers in California. Over the past five years, California crashes involving teen drivers
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claimed 3385 lives. Nationally, since 1999, more than 90,000 people have been killed in crashes
involving teen drivers.

Strong, effective state laws on teen driving — often called Graduated Driver Licensing laws or GDL
-- are proven to prevent crashes, injuries, and deaths. If every teen in every state were subject to
comprehensive GDL laws, far fewer parcnts would experience the grief of losing a child in a
preventable crash. Right now, however, most states” GDL laws do not meet the standards
recommended by safety experts including the National Transportation Safety Board, the Centers for
Disease Control and Prevention, and the American Academy of Pediatrics. Federal legislation — the
Safe Teen and Novice Driver Uniform Protection (STANDUP) Act — was introduced in the 111th
Congress that would encourage states to improve their teen driving laws to meet lifesaving
standards. Iam a strong supporter of the provisions in the STANDUP Act, which will prevent
thousands of needless injuries and deaths across all 50 states.

[ could not save my own child. All [ can do now is stand up for protection of other lives. My son’s
life is gone, and I am telling his story with the hope some meaning can be attached to his death. 1
urge the members of this committec to include a strong safety title in the surface transportation
reauthorization, including the provisions of the STANDUP Act, so that every teen in every state
will be protected by comprehensive and lifesaving teen driving laws. It is also important that
provisions be included in the reauthorization to encourage all states to adopt texting-while-driving
prohibitions for all drivers.

My message is as personal as it can get. My son is dead because an inexperienced young driver was
not focused on the driving task at hand. My hope is that in sharing the life and death of my precious
son, you will feel the sacredness and fragility of life and know the power and responsibility we all
have when we get behind the wheel. As elected officials and leaders of important committees in
Congress, you have the ability to save lives by including the provisions of the STANDUP Act in the
surface transportation bill. [ urge you to do so for my son, for your children and for every child in
every state.

Thank you for your attention to these extremely important safety issues.
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CNCA

California Nevada Cement Association

March 8, 2011

Ms. Kathy Dedrick

Senior Policy Director for Transportation

Senate Environment and Public Works Committee
410 Dirksen Senate Office Building

Washington, DC 20510-6175

Kathy,

Thank you for the invitation to the recent Joint Field Hearing in Los Angeles. We again
encourage Congress to pass a long-term Transportation Reauthorization Bill. [ also thank you for
meeting with me and David Hubbard of the Portland Cement Association last year to discuss life
cycle cost dynamics for inclusion in a new bill. As you likely know, I submitted a written
statement in advance of the hearing. This letter supplements my prior submission encouraging
adoption of a bill that includes “Life Cycle Budgeiing™ - a process that evaluates the total long-
term costs of infrastructure projects. This ensures that our highways and roads are planned,
designed, and budgeted with the full costs of projects in mind resulting in maximization of value
of investment over the total lifetime of the structure.

The California Nevada Cement Association and its members strongly support the passage of a
new muiti-year transportation bill consistent with Transportation and Infrastructure Committee
Chairman Mica’s recent statement of need “to develop a fiscally responsible, long-term

reauthorization of transportation programs to create jobs and build our nation’s infrastructure”.

A multi-year commitment is critical to maintain continuity in transportation investment and job
preservation. Without continued highway and transit investment, construction companies and
material suppliers in California may be forced to lay off additional workers. California
construction unemployment is already high (42% in some parts of the state) and the performance
of California roadways ranks 48" in the nation. As such, there is growing urgency to secure
established federal transportation funding that state employers and citizens can depend on to both
return people to work as well as improve our stressed highway system.

New transportation legislation is a tremendous opportunity for transformational strategies to be
“fiscally responsible™. A simple and solid strategy to improve and reform our nation’s
transportation programs through a multi-year bill should implement the tenets of robust Life
Cycle Budgeting to ensure efficient and effective investment. As set forth below, we believe
implementation of this principle will better assure that public investment is durable and
sustainable.

Conversely, focusing narrowly on initial costs, agencies tend to select pavement solutions that are
cheaper up front, but have higher maintenance, preservation and rehabilitation costs that exhaust
budgets over time. In addition, by reducing the frequency of maintenance, lane closures are
avoided thus reducing traffic delays, improving vehicle fuel efficiency as well as decreasing
vehicle emissions directly related to construction traffic. When employed correctly, Life Cycle
Budgeting will help break the burdensome drain of maintenance demands and allow for true
improvements to the nation’s transportation system. It is a clear win-win when coupled with
improved transportation flow and reduced vehicle emissions.

24657 Via Melinda - Yorba Linda, CA 92887 - (714)694-0800 - tom.tiez@cncement.org
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The implementation of effective Life Cycle Budgeting incorporates three simple policy steps,
each of which are currently in use at the state DOT level by leading officials in several states
across the country:

1.

[

[o9)

A comprehensive, 50-year life-cycle cost analysis (LCCA) to account for the full, long-
term costs of these projects including initial construction, discounted future costs such as
maintenance, user costs, reconstruction, rehabilitation, restoring, and resurfacing costs for
the life of the project;

Use of AASHTO's Mechanistic Empirical Pavement Design Guide (MEPDG) to
optimize the engineering efficiencies of road designs and prevent roads from being over-
designed, thus lowering construction costs; and

Incentivize the use of Alternate Design/Alternate Bid (ADAB) techniques to increase
competition, drive innovation, and control costs.

Taken together, these three steps can result in substantial savings on a national level. Studies in
Indiana have attributed savings of $23 million in one year alone to the use of MEPDG in that
state. In Missouri, the state DOT reportcd that the average pavement costs for alternate bid
projects were between 14 percent and 17.4 percent lower than for non-alternate bid projects. In
Louisiana, projects using alternate bidding technigues came in about 9 percent below estimates,
while traditionally-bid projects were about 20 percent above estimates.

We are committed to these principles and are ready to discuss them in further detail. Thank you
for your continuing dedication to creating a healthy transportation bill that will strengthen our
nation’s economy for years to come.

Respectfuily.

Tom Tietz
Executive Director

24657 Via Melinda -  Yorba Linda, CA 92887 - (714) 694-0800 - rtom.tiez@cncement.org
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Written statement for the Joint Field Hearing of the House Committee on Transportation and
{nfrastructure and the Senate Committee on Environment and Public Works in Los Angeles on February
23,2011

With the California construction unemployment above the national average of 22.5% and the performance
of California roadways ranking 48" in the nation, there is growing urgency to secure established federal
transportation funding that state employers and citizens can depend on. In this fight, the California
Nevada Cement Association urges the passage of (H.R. 662) to maintain continuity in transportation
investment and job preservation. Without continued highway and transit investment construction
companies and material suppliers in California may be forced to tay off additional workers. This bill will
bridge the critical gap between now and the new multiyear transportation bill.

A recommended strategy to improve and reform our nation’s transportation programs in a future mutti-
year bill is to implement the tenants of robust life cycle cost analysis to better assure public investment is
durable and sustainable. Current cost analysis for selecting pavements is often based on the initial cost of
materiais and construction rather than the total cost of the pavement over its life. By focusing narrowly on
initial costs, agencies tend to select pavement solutions that are cheaper up front, but have higher
maintenance, preservation and rehabilitation costs over time. This strategy, if employed correctly, will help
break the cycle of budgets being overly burdened by repair and rehabilitation demands and allow for true
improvements to the nation’s transportation system.

Respectfully submitted,
Tom Tietz

Executive Director
California Nevada Cement Association
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FP’, Inc.
T40G Anaqua Dr,
Austin, TX 78750

FOR PAVEMENT PRESERVATION

Testimony of

Phil Vandermost, Vice President of Marketing & Government Relations
Western Emulsions (on behalf of FP?, Inc.)

before the
Senate Environment and Public Works Committee
and
House Transportation and Infrastructure

Joint Hearing on Improving and Reforming our Nation’s Surface Transportation
Programs to Support Job Creation and the Economy.”

Los Angeles, California
February 23, 2011

Chairman Boxer and Chairman Mica and Members of the Committees, thank you
for the opportunity to testify today before the Senate Environment and Public Works
Committee and House Transportation and Infrastructure Committee and to provide ideas
on improving and reforming our Nation’s Surface Transportation Programs. Iam pleased
to have this opportunity to talk about how pavement preservation will improve our nation’s
surface transportation infrastructure as well as create jobs for Americans.

About Western Emulsions and FP?, Inc,

I am Phil Vandermost, the Vice President of Marketing & Government Relations for
Western Emulsions, Inc. Serving the Western U.S. with operations in California, New
Mexico, Arizona and Montana, Western Emulsions Inc. is a leading innovator and supplier
of specialty patented and standard asphalt emulsions used for pavement preservation, repair
and restoration projects. The Company assists public agencies and owners of infrastructure
in developing sustainable and cost-effective solutions to maintaining and recycling their
asphalt pavements.

Today, I am testifying on behalf of FP?, Inc. FP?, Inc. is a trade association for the
pavement preservation industry representing contractors, material suppliers, and equipment
manufacturers. Our mission is to promote the i importance of protecting and preserving the
huge investment in pavement infrastructure. Our association members include the Asphalt
Institute, Asphalt Emulsion Manufacturers Association, National Asphalt Pavement
Association, International Grinding and Grooving Association, Asphalt Recycling &
Reclaiming Association, and the International Slurry Surfacing Association. Ergon Asphalt
and Emulsions, Inc., Western Emulsions, Colas, All States Asphalt, MeadWestvaco,
Bergkamp Inc., Viking Construction, and Akzo Nobel Surface Chemistry are also members
of the association.
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Pavement preservation is the use of cost-effective treatments, practices, and
strategies to maintain and improve the condition of our highway pavement infrastructure.
Examples of the treatments are asphalt crack sealing, slurry or micro-surfacing, thin and hot-
mix asphalt overlay, concrete joint sealing, diamond grinding, and dowel-bar retrofit.

Pavement Preservation

A good highway system is a critical component of a healthy economy and essential
for global competitiveness. Our country’s economic vitality depends on its highways to
move people, goods and services, 24 hours a day, 7 days a week. To serve its purpose, our
highway system must be in good physical condition and provide a high degree of
connectivity and efficiency.

Preserving our investment in the nation’s existing road infrastructure is one of the
major issues facing this Committee as it writes the next surface transportation
reauthorization bill. According to the US. DOT, through 2025, the U.S. faces a $189 billion
shortfall in the cost to maintain urban roadways in their current condition and a $375 billion
shortfall in the cost to make significant improvements to urban roadways.

The United States highway system, valued at over $1.75 trillion, has been steadily
deteriorating forcing a growing need for additional investment in this valuable infrastructure
asset. Allocating resources to build and rebuild roadways and bridges is not the solution,
however, unless we are serious about preserving and maintaining this fundamental
Investment.

In 2005, the Federal Highway Administration said that “pavement preservation
represents a proactive approach in maintaining our existing highways.” Absent clear
direction from Congress, too many States have taken a worst-first strategy of maintaining
their roads. Historically, they have dedicated resources to the most deteriorated roads that
require costly resurfacing, rehabilitation and restoration repairs or total reconstruction.
Instead, States should adopt system-wide pavement preservation programs that can extend
the service life of highways. This approach is known in the industry as keeping good roads
good.

Surface Transportation Reauthorization Bill Proposal

As the Congress considers reauthorization of the surface transportation programs, it
is critical that pavement preservation be included in the legislation as a tool available to
States and localities. Our proposal explicitly clarifies that States and localities would be
permitted to use their federal-aid highway funds for pavement preservation programs and
activities. FHWA has developed a definition for pavement preservation that our industry
supports a program employing a network level, long-term strategy that enhances pavement
performance by using an integrated, cost-effective set of practices that extend pavement life,
improve safety, and meet motorist expectations. Pavement preservation activities cannot
result in structural or operational improvements beyond the originally designed strength or
traffic capacity of highways and roads except to the extent the improvement occurs as an
incidental result of the preservation activity.
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There is no revenue cost to this proposal. Each dollar spent on preservation
activities will save approximately six to ten dollars in major rehabilitation/ reconstruction
costs.

Benefits

way pavement preservation provides sign.iﬁcant benefits. According to
AASHTO’s 2009 Rough Roads Ahead report, “maintaining a road in good condition is
easier and less expensive than repairing one in poor condition. Costs per lane mile for
reconstruction after 25 years can be more than three times the cost of preservation
treatments over the same 25 years and can extend the expected service life of the road for
another 18 years.”

Pavement Preservation is
Cosat Effective
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Jobs. On average, pavement preservation projects support approximately 25% more jobs
compared with new construction or rehabilitation projects. Pavement preservation projects
are uncomplicated, ready to implement, labor-intensive, and can put Americans back to
work immediately.

Safety Improvements. Pavement Preservation improves the surface characteristics of the
roadway and slows deterioration of roadway surfaces, thereby providing motorists with
substantially safer driving conditions.

Increased productivity. Pavement preservation keeps good roads good, thus: decreasing
traffic congestion due to poor road conditions; increasing delivery efficiency; and improving
the reliability of goods movement. All this ultimately increases the productivity of US.
industry.

Environmental sustainability. Sustainable pavements last longer, extend the return on
original pavement investments, deplete fewer raw materials, and help consume waste
materials, reduce fuel consumption and emissions, facilitate motorists’ safe and
uninterrupted trips, and reduce overall life-cycle costs.
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Motorist impact. Pavement preservation takes significantly less time and resources than
rehabilitation. Thus, pavement preservation results in improved mobility, reduced
congestion, and safer, smoother, longer lasting pavements for the public.

FP?, Inc. looks forward to working with the House Transportation and

Infrastructure Committee on the surface transportation reauthorization legislation preserve:
and maintains the nation’s infrastructure investment in our highway network.

Thank you again for the opportunity to testify.
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To the House Committee on Transportation and Infrastructure and the Senate Committee on
Environment and Public Works,
To the Honorabie Senator Boxer and Transportation Committee Chairman Congressman John Mica,

Hill International fully supports improving and reforming our nation’s surface transportation programs
to support job creation and the economy. As we have seen around the globe, when infrastructure is
neglected and deteriorates, so does its occupying society. Hill International stands ready to continue its
support of infrastructure programs all across the United states. A great team will only win with the right
players. America has the individuals poised to renew our infrastructure. When our elected officials make
their decisions refated to our transportation mission , we as Americans are prepared once again to lead
the world in economical revitalization.

Steve Lodge

Steve Chavez Lodge
Director of Public Affairs
Hill International

18100 Von Karman #700
irvine, CA 92612
949-748-5486 direct
949-474-8427 fax
949-246-9382 cell

=
-
-
-

Hill International
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APAC~ASSOCIATED PROFESSIONALS AND CONTRACTORS
February 22, 2011

House Committee on Transportation and Infrastructure and the Senate Committee on
Environment and Public Works

RE: High Speed Rail Disadvantage Business Enterprise Participation

APAC POSITION

The Associated Professionals and Contractors (APAC) is an organization of small,
disadvantaged, minority, women and disabled veteran business associations in California.
APAC, feels that the State of California and the Federal Railroad Administration’s

response to the DBE community is totally unacceptable because it does not require DBE

goals. We strongly urge our elected Federal Government officials, U.S. Congresspersons, U.S.
Senators and the U.S. House of Representative’s Transportation and Infrastructure Committee to
immediately require that Federal Rail Administration, FRA adopt the statutory requirements
under 49 CFR, Part 26, (DBE Program} and mandate its implementation with the California
High-Speed Rail Project.

There is no reason why the High-Speed Rail cannot be placed under 49 CFR, Part 26. it
would not be setting precedence. The program is already developed, utilized and has been
successful for many years. The Civil Rights Act of 1964 and the various disparity studies
conducted throughout the state clearly show there continues to be discrimination against
small-, disadvantaged-, minority- and women-owned business enterprises in California.
Caltrans has not met its race-conseious or race-neutral goals in the past five years even with
ample pools of qualified small, minority and women owned businesses. It is offensive to the
ethnic minorities in California (constituting 50% of the State’s demographic population) to
not have a meaningful and inclusive DBE program — especiatly in a State where we are the
majority tax payers.

STATE OF CALIFORNIA AND HIGH SPEED RAIL

The Federal Rail Administration (FRA) receives its High-Speed Rail funding through the High-
Speed Ground Transportation Act of 1965. The Rail Passenger Service Act of 1970 supported
the development of the nation’s intercity rail passenger system and continuing support of rail
freight programs. The Passenger Rail Investment and Improvement Act of 2008 created new
railroad investment programs, reauthorized Amtrak for five years and affirmed Federal
Government involvement in developing the nation’s intercity passenger rail system. This
included providing guidance and analysis of intercity passenger rail services and high-speed rail
(HSR).

The 1964 Civil Rights Act and the extension by the Commission on Civil Rights specifically
developed the DBE program to prevent discrimination in “Federally assisted programs” and

is the basis for the U.S. DOT DBE program. Federal agencics, FHWA, FTA, FAA and
subsequently their recipients of Federal Government funds i.e., Airports, Bay Area Rapid Transit

11 Embarcadero West, Suite 210 ~ Qakland, CA 94607 510 557-3810
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(BART), L.A. Metropolitan Transportation Authority (MTA) etc, agree to abide by certain
requirements upon accepting Federal Government funds (even if only one (1) dollar of Federal
Government funds is accepted). One of the specified conditions is the
administration/implementation of the DBE Program.

Unfortunately for California disadvantaged businesses, the FRA was never included under 49
CFR Part 26 and therefore does not have to develop or administer a DBE program. The FRA
office of Civil Rights states that it “fully supports™ the objectives of the DBE program and all
FRA’s grantees are required to avoid discrimination in contracting. This language is posted

on the DOT website under Disadvantaged Business Enterprise. Therefore in the spirit of FRA
supporting the objectives of the DBE program. we strongly urge you to immediately require that
FRA adopt the statutory requirements under 49 CFR. Part 26, (DBE Program) and mandate its
implementation with the California High-Speed Rail Project; we have experience that unless the
DBE programs are mandated, they are not implemented.

Submitted by,

I e

Rodrigo Garcia,
Vice President
323 265-1443
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eHEBC

Hispanic Engineers Business Corporation

L]
March 13, 2011

House Committee on Transportation and Infrastructure and the Senate
Committee on Environment and Public Works

Subject: “Improving and Reforming our Nation’s Surface Transportation
Programs to Support Job Creation and the Economy.”

The Hispanic Engineers Business, HEBC is a Global Business Cluster for the
purposes of promoting the economic development of technological businesses
throughout the nation. We wish to go on record with two recommendations to
improve the participation of small business in the improvement of the nation’s
surface transportation programs and, in turn support job creation and the
economy.

The first is to remove any restrictions in federal regulations which would not
allow the concurrent utilization of Local or State Small Business Enterprise
Programs togcther with the federal Disadvantage Business Enterprise program.
An example are Caltrans projects which have been federalized by receiving
federal funding; Caltrans claims that DOT does not allow Caltrans to impose
SBE goals on federalized projects. This is an unwarranted penalty on small
businesses which are ready and able to undertake professional and construction
contracts but are impeded to do so by this policy. It will also hold true with
local transportation agencies which are reeeiving local funding and wish to
leverage their funds by applying for federal funds. There is no good or fair
reason for the federal government to impose such restrictions on state or local
ageneies as long as the agencies can meet all the federal requirements.

The second is to allow local and state agencies to utilize to negotiate and award
firm fixed price contracts for federalized projects where the contract amount is
$1 million or less for professional and engineering service contracts. The
federal government utilizes hybrid type contracts with firm fixed price elements
on various contraets. There should be no requirement for small firms to audited
to establish their overhead rates provided the rates are reasonable and within like
industry fees. The burden to small business to provide cognizant audits is a real
time and cost barrier to small business firms completing with major firms and
provides no benefit to the federal government; it is government waste and a
small business killer.

Sincerely,

1L s

Rodrigo T. Garcia, P.E.
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WRITTEN STATEMENT OF
DEBORAH A. HUBSMITH
DIRECTOR
SAFE ROUTES TO SCHOOL NATIONAL PARTNERSHIP

FOR THE
‘Joint Field Hearing of the House Committee on Transportation and Infrastructure and the
Senate Committee on Environment and Public Works

HEARING ON
“Improving and Reforming our Nation’s Surface Transportation Programs to Support Job
Creation and the Economy”

February 23, 2011
Chairman Boxer, Chairman Mica, and Members of the Committees:

Thank you for inviting the Safe Routes to Schoo! National Partnership to present written
comments for the Los Angeles hearing on improving and reforming our nation's surface
transportation program to support job creation and the economy.

The Safe Routes to School National Partnership is a network of more than 500 organizations,
government agencies, professional groups and schools that are seeking to make it safer and
easier for children and families to walk and bicycle to schoois. ‘

Background

Currently, 12 percent of trips in the United States are already made by walking and bicycling,
and the use of these modes of transportation in America is on the rise, increasing 25 percent
since 2001. For many Americans, walking and bicycling is a necessity, as one-third of
Americans don't own cars, including children, the elderly, people with disabilities, and jow-
income individuals.

The federal Safe Routes to School Program was created in 2005 through SAFETEA-LU. The
goatls of the program relate to improving safety and increasing opportunities for children to
safely walk and bicycle to schools, which reduces traffic congestion. The program was funded at
a level of $612 million over five years, representing just 0.2 percent of the federal transportation
budget, and has been continued at an annual level of $183 million into 2010 and 2011. More
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than 10,000 schools and communities have benefited from the federal Safe Rouies to Schoo!
funding across all 50 states. The program is building sidewalks, pathways and safe street
crossings that serve children while also improving safety for other community members.

Benefits of Safe Routes to School

Infrastructure and Safety: For just 0.2% of the federal transportation funding, Safe Routes to
School is helping to improve safety around more than 10,000 schools nationwide—critical since
one-third of children’s traffic deaths occur when kids are walking and bicycling and are struck by
cars. The infrastructure improvements made through Safe Routes to Schoo! are targeted to
address high-risk areas where a lack of sidewaiks and crosswalks, traffic volumes and traffic
speeds create unsafe conditions for children. Simply adding a sidewalk reduces by half the risk
that a pedestrian will be struck. For each collision avoided, communities save money and
tragedies are avoided.

Economy and Jobs: Safe Routes to School is a smart use of dolfars—making a one-time, low-
cost investment like adding sidewalks can reduce long-term school busing costs and ease
financial burdens on school systems. A recent study of jobs through transportation infrastructure
in Baltimore, Maryland showed that pedestrian and bicycle construction projects generated
nearly twice as many jobs as roadway construction. In addition, studies show that trail projects
increase local business revenues and create more jobs. Communities of all shapes and sizes—
rural, suburban and urban—are competing for these dollars, and in some small towns Safe
Routes to Schoof funding has resulted in the town’s first set of sidewalks—which also helps
support access to local businesses.

Traffic. Approximately 15-25% of morning traffic is generated by parents driving their kids to
school, so the choices parents make about the trip to school affect other drivers trying to get to
work. Nearly half of kids that live between one-quarter and one-half of a mile from school are
currently driven to school, and the most commonly cited reason for driving is a lack of safety.
These short trips can be shifted to walking and bicycling with Safe Routes to School, easing the
morning commute.

Childhood Obesity: A lack of physical activity among children has fueled the childhood obesity
epidemic, which has huge economic costs to America as more children develop diseases like
type Il Diabetes. Safe Routes to School infrastructure gets children moving, creating an
opportunity for daily physical activity and improved health through self responsibility.

Recommendation

We urge the House Transportation and Infrastructure Committee and the Senate Environment
and Public Works Committee to continue dedicated funding for Safe Routes to School in the
next surface transportation bill authorization. We also support the continuation of the
Transportation Enhancements program. These programs improve safety, create more jobs, and
help create a thriving economy for America.
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Joint Field Hearing of the House Committee on Transportation and Infrastructure and the
Senate Committee on Environment and Public Works
Written Statement
Genaro Mejia, PE

To Committee Chairs Barbara Boxer and John Mica and Committee Members:

As a Civil Engineer, a member of the American Society of Civil Engineers (ASCE), and a
concerned citizen, | thank the Committee for conducting this hearing and urge the committees to
support funding for high speed rail and the establishment of the national infrastructure bank as
currently proposed in the President’s 2012 budget. Transportation and infrastructure arc the
backbone to any thriving city, state, and country. Los Angeles is prime example of this and is
home to a complex transportation system that includes Los Angeles International Airport and the
Los Angeles-Long Beach Port complex, two of the busiest and biggest hubs of transport and
commerce in the world.

According to the Urban Mobility Report by the Texas Transportation Institute commuters in
2009 within the Los Angeles-Long Beach-Santa Ana spent 515 million hours in traffic wasting
406 million gallons of gasoline at a cost of $12 billion in fost time and productivity. In 2011
unemployment is nearing with no signs of congestion improving, Los Angeles cannot afford to
experience these types of losses.

In 2008, as the economic recession battered California and the country, gas prices in the state
peaked at $4.60 per gallon in the summer and dropped towards the end of the year to about $2.00
per gallon. By the time the November 2008 elections came around, Californians and Angelenos
were ready to change the future of transportation in their state and community by reducing their
dependence on fossil fuels.

That year, California and Los Angeles County voters passed two important transportation
measures: Proposition 1A and Measure R.. Proposition 1A (Safe, Reliable High-Speed Passenger
Train Bond Act for the 21st Century) approved the issuance of $9.95 billion in general obligation
bonds to partially fund the California High Speed Rail project. Measurc R (Traftic Relict and
Rail Expansion ordinance) resulted in a half-cent sales tax increase that, over 30 years, will
produce an estimated $40 billion in revenue.

At this time California High Speed Rail and the Measure R program are working to provide a
sustainable, efficient and reliable form of transportation that will reduce the States dependence
on fossil fuels. The California Figh Speed Rail Authority has received various federal grants
totaling approximately $5 billion, plans are underway to build the first segment from Fresno to
Bakersfield and complete the environmental process for the other segments to complete the first
phase from Los Angeles to San Francisco. Similarly, the Los Angeles County Metropolitan
Transportation Authority (LAMTA) has been working towards completing dozens of highway
and transit project funded by Measure R, these projects are meant to improve mobility and
transportation options throughout the county. To help accelerate the construction of key project
LLAMTA has been proposing a 30/10 initiative which would leverage revenues from Measure as
collateral for a federal loan that could be funded by a national infrastructure bank.
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In closing, at a time when the economic reality was bleak for many voters, the face that both the
proposition and the measure passed indicates the voters” demand for dramatic improvements to
the public transportation system and a desire for a sustainable, efficient, and reliable form of
transportation. I urge the Committee to take similar steps and continue the momentum started in
2008 by supporting funding for high speed rail and the establishment of a national infrastructure
bank as currently proposed by the President 2012 Fiscal Budget.

Thank you,

Genaro Mejia, PE M.ASCE
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WEST COAST CORRIDOR COALITION
RECOMMENDATIONS FOR THE NEXT
NATIONAL TRANSPORTATION AUTHORIZATION
MARCH 1, 2011
JOINT FIELD HEARING SENATE EPW AND HOUSE T&! COMMITTEES

THANK YOU FOR THE OPPORTUNITY TO PROVIDE TESTIMONY TO THE JOINT HEARING OF THE HOUSE
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE AND THE SENATE COMMITTEE ON
ENVIRONMENT AND PUBLIC WORKS ON THE NEXT AUTHORIZATION FOR TRANSPORTATION. THE WEST
COAST CORRIDOR COALITION IS SUPPORTIVE OF A NEW MULTI-YEAR TRANSPORTATION
AUTHORIZATION BiLL AS SOON AS POSSIBLE.

THE COALITION RECOMMENDS THE NEW TRANSPORTATION AUTHORIZATION BILL INCLUDE SPECIFIC
RECOGNITION OF THE IMPORTANCE OF A NATION-WIDE COORDINATED AND INTEGRATED FREIGHT
TRANSPORTATION SYSTEM IN ITS ROLE OF SUSTAINING AND GROWING THE AMERICAN ECONOMY. WE
RECOMMEND THERE BE AN INVESTMENT STRATEGY AND FUNDING SUPPORT FOR SUCH A SYSTEM
WITH SPECIAL RECOGNITION OF THE ROLE OF KEY FREIGHT AND TRADE CORRIDORS AND GATEWAY
FACILITIES, SUCH AS PORTS AND SIGNIFICANT BORDER CROSSINGS, AND FEDERAL FINANCIAL SUPPORT
FOR THEIR ROLE IN THE NATIONAL ECONOMY THROUGH THE CREATION OF A NATIONAL FREIGHT
MOVEMENT PROGRAM. T IS WELL RECOGNIZED THAT AN EFFECTIVE NATIONAL SYSTEM FOR THE
MOVEMENT OF FREIGHT BETWEEN REGIONS AND STATES 1S CRUCIAL TO THE NATION'S ECONOMIC
COMPETIVENESS IN THE GLOBAL ECONOMY. SYSTEM CONNECTIVITY, RELIABILITY AND FLEXIBILITY ARE
KEY ATTRIBUTES OF THIS NATIONAL NETWORK. THE WEST COAST TRANSPORTATION NETWORK
SUPPORTS THE MAJORITY OF NATIONAL FREIGHT IMPORTS THAT PASS THROUGH TO OTHER PARTS OF
THE COUNTRY. YET OUR STATES AND LOCAL GOVERNMENTS HAVE HAD TO BEAR THE PRIMARY
FINANCIAL RESPONSIBILITY FOR PROVIDING THIS “SERVICE” TO THE REST OF THE COUNTRY AND FOR
BEARING THE ENVIRONMENTAL IMPACTS SUCH A ROLE CAUSES.

DEVELOPING THIS SYSTEM REQUIRES IMPROVED PUBLIC PRACTICES, STRATEGIES AND COOPERATION
WITH THE PRIVATE SECTOR TO ACCOMPLISH THIS STRATEGIC OBJECTIVE.

THE COALITION URGES THAT THE AUTHORIZATION BILL INCLUDE PROVISIONS THAT RECOGNIZE KEY
INTERSTATE FREIGHT CORRIDORS. FURTHER, THE AUTHORIZATION BILL SHOULD ALSO RECOGNIZE AND
SUPPORT THE ROLE OF MULTISTATE COALITIONS, WHICH INCLUDE BOTH PUBLIC AND PRIVATE
STAKEHOLDERS, TO PROVIDE COORDINATION AND INTEGRATION FUNCTIONS TO DEVELOP THESE KEY
NATIONAL CORRIDORS. THIS WOULD BUILD UPON PREVIOUS PROGRAMS SUCH AS THE CORRIDORS OF
NATIONAL SIGNIFICANCE AND CORRIDORS FOR THE FUTURE; BUT, ADDS AN IMPORTANT
INSTITUTIONAL COMPONENT.
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THESE MULTISTATE COALITIONS, THROUGH THEIR MEMBERS, CAN DEVELOP CORRIDOR PLANS,
{DENTIFY PRIORITY FREIGHT PROJECTS IN AN INTEGRATED, COORDINATED MANNER, SPREAD BEST
PRACTICES MORE QUICKLY AND IMPROVE INTERAGENCY COMMUNICATIONS. COALITIONS SUCH AS
OURS, THE 1-95 COALITION, NASCO AND OTHERS HAVE PROVEN TO BE SUCCESSFUL EFFORTS AND WE
URGE CONTINUED RECOGNITION AND SUPPORT FOR SUCH PROGRAMS.

RESOURCE ALLOCATIONS SHOULD BE LINKED TO PROVIDE FUNDING TO THOSE GATEWAYS AND
CORRIDORS WHERE IMPACTS/DEMAND WIiLL BE THE MOST INTENSE SUCH AS THOSE LOCATED ON THE
WEST COAST.

WE RECOMMEND THE NATIONAL FREIGHT PROGRAM SUPPORT EXISTING TRANSPORTATION PLANNING
PROCESSES TO ALLOW STATES AND REGIONS TO DEVELOP PERFORMANCE-BASED PLANS AND
PROGRAMS. THIS PROGRAM SHOULD ALLOW FLEXIBILITY TO MAKE FREIGHT INVESTMENTS ACROSS
MODES WITHIN THE CORRIDOR. SUCH FUNDING SHOULD ALSO ALLOW FOR THE MITIGATION OF
GOODS MOVEMENT-RELATED ENVIRONMENTAL IMPACTS,

THE INTEGRATION AND IMPLEMENTATION OF NEW TECHNOLOGIES AND CLEAN, GREEN AND SMART
STRATEGIES WILL ALSO BENEFIT FROM BEING DEVELOPED IN THE CONTEXT OF THESE MULTI-STATE
CORRIDORS IN MANY INSTANCES. THEY ARE IMPORTANT COMPONENTS IN NOT ONLY FREIGHT
PROGRAMS BUT OTHER MOBILITY STRATEGIES AS WELL SUCH AS THOSE TO SUPPORT
IMPLEMENTATION OF ALTERNATIVE FUELS TO REDUCE OUR DEPENDENCE ON FOREIGN OiL.

THE WEST COAST CORRIDOR COALITION IS A MULTI-STATE COALITION OF TRANSPORTATION
ORGANIZATIONS INCLUDING STATE DEPARTMENTS OF TRANSPORTATION IN ALASKA, WASHINGTON,
OREGON AND CALIFORNIA, NUMEROUS METROPOLITAN PLANNNING ORGANIZATIONS, PORTS, PRIVATE
PROVIDERS AND OTHER STAKEHHOLDERS.

FOR MORE INFORMATION OR QUESTIONS PLEASE CONTACT HIM GOSNELL, EXECUTIVE DIRECTOR, WEST
COAST CORRIDOR COALITION—213 716-2296 OR EMAIL AT jim.gosnell@westcoastcorridors.org.
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Chairmen Mica and Boxer, | am submitting this statement for the record on behalf of the U.S.
101/S.R. 23 Regional Transportation Corridor Project- “A_Corridor of Regional Significance”
which is the number one priority of the City of Thousand Oaks, the Ventura County
Transportation Commission and our Congressman, Elton Gallegly, in the reauthorization of
SAFETEA LU. This Project truly reforms and enhances a critical regional transportation
corridor, resuilting in local job creation and an improved economy.

My name is Andrew P. Fox and | am the Mayor of the City of Thousand Oaks, California. On
behalf of the City, | would like to express our sincere appreciation for inviting us to attend the
joint committee hearing in Los Angeles to discuss the next authorization of the highway, transit
and highway safety programs bill. The City is pleased to present to both Committees this
Statement for the Record to introduce the Committees and Congress to the U.S. 101/S.R. 23
Regional Transportation Corridor Project- “A Corridor of Regional Significance.”

The U.S. 101/S.R. 23 Regional Project provides a critical link between east-west State Route
118 and U.S. 101 and north-south Interstate 5 and Interstate 405, connecting Los Angeles,
Ventura, and Santa Barbara Counties. The U.S. 101 and State Route 23 serve as vital freeways
in the City of Thousand Oaks and provide access to both residents and commuters locally and
regionally for the purposes of empioyment, recreation, travel, and goods movement. The U.S.
101 is also one of two primary routes connecting Northern and Southern California. The
California Department of Transportation (Caltrans) estimates that 800,000 vehicles travel
through this regional corridor daily.

In May 2008 Caltrans completed Route 23 Freeway widening on both north and south bound
lanes as an essential component in relieving traffic congestion not only locally but within the
region. Currently, State Route 118 freeway is being expanded. The proposed U.S. 101/S.R. 23
Regional Project is essential to maximize the full benefits of the State Route 23 Freeway
Widening Project and State Route 118 expansion.

The $30 million request, using the 101/23 interchange as the centerpiece, includes conversion
of auxiliary lanes to mixed-flow lanes, addition of northbound fane, realignment and widening of
ramps at the interchange, seismic retrofit of existing structures, installation of stormwater
treatment devises, and construction of soundwalls and retaining walls in various locations.
During Caltrans review of the Project in September 2010, they included additional
modifications to the scope of work. The scope of the Project was expanded to inciude the
widening of the Moorpark Road undercrossing/bridge. This will allow the addition of one lane
Northbound on US 101 through the Moorpark Road interchange. Traffic modeling indicated
that this location was a major choke point in the corridor. By widening this bridge, traffic
congestion through the U.S.101 /S.R. 23 Regional Project is drastically improved.

The 101/23 Interchange is on the California State Transportation improvement Plan (STIP).
The local regional transit authority, Ventura County Transportation Commission, designates this
vital Project as its top/number #1 priority for the region. The 101/23 interchange is also the only

Page 1- Thousand Oaks, CA- Statement of Record- February 23, 2011
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pending highway project for the County and an important part of the overall passenger and
commercial regional mobility that benefit businesses, commuters and residents from Santa
Barbara to Los Angeles rely heavily on.

This Project is critical to:

Congestion Reduction- There are approximately 90 million hours delay per year
estimated by Caitrans at the 101/23 Interchange, the busiest interchange in Ventura
County. The Regional Project is designed to improve traffic speeds and minimize delays
experienced by drivers while improving levels of service for State Route 23 as well as the
U.S. 101 and 118 freeways during peak travel hours.

Economic Growth and Development in the Area- Thousand Oaks and the surrounding
region are home to large corporations and business operations. Amgen, Baxter
Bioscience, J.D. Powers and Associates, Teradyne and Skyworks Solutions house their
corporate offices in this area. BMW, Countrywide, Anthem Biue Cross, Verizon and Doie
are also located in this regional corridor.

Air Quality and Noise Pollution- Reducing congestion will have positive effects on air
quality. Proposed soundwalls would mitigate noise for 400 residential homes and
businesses adjacent to the 101 Freeway.

Generate Economic Benefits- With increased mobility, the region can further expand
business opportunities, facilitate the flow of truck-borne commodities and promote
efficient commute times for employers. Enhanced traffic flow also contributes to greater
interstate commerce, especially from the region's deep water port- Port Hueneme.
Improved economic benefits will not only be generated locally but assist with industries
and businesses dependent on providing services and transporting goods throughout the
state and even beyond. The Project itself will create approximately 2,350 construction
jobs.

Goods Movement- The 101/23 Regional Transportation Corridor has key industries,
manufacturing facilities, agriculture, and corporations which rely heavily on moving their
products, services, and employees in a timely and efficient manner. Improvements to the
101/23 Regional Transportation Corridor are essential to support goods movement to
and from the region. Port Hueneme, located within the region, is the only commercial
deep-water harbor between Los Angeles and San Francisco. The Port serves
international businesses and ocean carriers from the Pacific Rim and Europe. The Port is
used as both a shipping and receiving port for goods and products transfer throughout
the nation. The port primarily imports/exports fresh produce (Del Monte, Sunkist, Chiquita
Bananas) and automobiles (BMW, Jaguar, Land Rover, Volvo.) Designated as Foreign
Trade Zone #205, the Port moves $7 billion in cargo every year, according to the Port of
Hueneme. It is considered a major U.S. entryway — one of the busiest banana importing
ports and among the top 10 automobile importing ports. The Port’s business activity

Page 2- Thousand Oaks, CA- Statement of Record- February 23, 2011
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generates more than $650 million a year for the Ventura County economy and 4,500
jobs, directly or indirectly.

+« Homeland Security- The region’s Point Mugu Naval Base Ventura County is considered
a strategic training base for the U.S. Navy Pacific Seabees and California Air National
Guard. The Department of Defense runs various missions including combat and weapon
systems testing. The Navy’s combat skilled construction force serves around the world in
support of military construction requirements. Established in 2009, the “Oxnard-
Thousand Oaks Urban Area Security Initiative” or UASI includes four core cities —
Thousand Oaks, Camarillo, Oxnard, and Ventura. Through the U.S. Department of
Homeland Security's (DHS) designation, it identifies the coastal regional as extremely
vulnerable to terrorist attack. The UASI has a number of characteristics that make it
vulnerable to terrorist attack including three military installations and four airports
including the Point Mugu Naval Air Station. The UAS! is traversed by the U.S 101
Freeway. As the only highway in the UASI and through the coastal part of the County, it
serves as the primary vehicular thoroughfare for mass evacuation or critical response.
The U.S. 101 is also one of the two major North-South routes in California, thus affecting
major statewide evacuation.

The U.S. 101/S.R. 23 Transportation Corridor Project is a valuable transportation project that
will have significant benefits not only for the City of Thousand Oaks and Ventura County
residents, businesses and commuters but aiso for the larger region of Los Angeles and Santa
Barbara Counties. It has broad support from State legislators, local officials, educational
institutions, and the business community.

The Congress, via Congressman Gallegly, has appropriated to date $927,500 (FY 2009:
$427,500 and FY 2010 $500,000) toward the Project. In 2010, the City of Thousand Oaks
received $5.2 million in American Recovery and Reinvestment Act funding via Surface
Transportation Funds from the Ventura County Transportation Commission. The City has
embarked on the design phase of the Project with the help of these funds. Approximately 35%
of the Project’s design has been completed with final completion anticipated by Fall 2011. The
project will be ready for construction in 2012.

Chairmen Mica and Boxer, we appreciate your continued support in learning about the needs of
cities and counties in Southern California. We look forward to continuing to work with both
Committees during the reauthorization process.

Should the Committee or its staff have questions or desire additional information about the U.S.
101/S.R. 23 Regional Transportation Corridor Project or the City of Thousand Oaks, please feel
free to contact Legislative Affairs Manager, Mina M. Layba at 805-449-2109, or
mlayba@toaks.org.

Thank you for your consideration.

Page 3- Thousand Oaks, CA -Statement of Record- February 23, 2011
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Statement for the Record
Senate Committee on Environmental and Public Works and
House Committee on Transportation & Infrastructure
Los Angeles, California Field Hearing
“Improving and Reforming our Nation’s Surface Transportation Programs to Support Job
Creation and the Economy”
February 23, 2011

The undersigned organizations appreciate the opportunity to submit this statement for the record
to express our priorities for the reauthorization of the surface transportation bill.

Transportation provides access to opportunity for millions of people, and thus, the bill has the
potential to serve as a key component in addressing poverty, unemployment, and equal
opportunity goals. As organizations that represent persons of color, women, children, individuals
with disabilities, gays and lesbians, older adults, labor unions, major religious groups, civil
libertarians, and human rights organizations, we are committed to ensuring that transportation
investments are equitably targeted to the people and places that need them the most.

Our transportation policy has the potential to expand economic opportunity for low-income
individuals by connecting them to jobs and creating, training, and retaining underrepresented
workers in bighway construction, transit, and raif projects. It also has the potential to exacerbate
some communities’ isolation from jobs and resources. At a time of high unemployment and
unprecedented income inequality. equity in transportation policy is one of the most pressing civil
and human rights issues our nation faces.

We believe that equal access to affordable transportation is a fundamental eivil right and that
several core principles must be adhered to in federal transportation policy. First, federal policy
must create affordable, available, and accessible transportation options for everyone, regardiess
of income, race, age, disability, background, or ZIP code. Second, transportation policy must
create, protect, and ensure equal employment opportunities in the transportation industry. Third,
federal transportation investments must promote healthy, safe, and inclusive communities with
housing opportunities for families of all incomes. Fourth, equity requires that decisions regarding
the public dollars invested in transportation must be made by bodies that represent all
constituents equally. Finally, there must be strengthened civil rights enforcement to ensure
access to transportation, as well as prevent disproportionate negative impacts on disadvantaged
communities.

The federal surface transportation program is an important and essential source of funding for
providing safe and reliable transportation service and improving the Los Angeles region’s
highways, roads, and public transportation conditions while ensuring fair aceess to quality jobs
and contracting opportunities.

Transportation and the Los Angeles Region
With over 12 million people, the Los Angeles metropolitan arca is the second largest urban area
in the nation. However, the region’s current transportation infrastructure does not meet the needs
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of its residents. The average L.os Angeles commuter spends 72 hours stuck in traffic every year.
the worst in the country.’ The consequences of a lack of transportation options reach far beyond
commute time—47 percent of Los Angeles commuters report that traffic has negatively affected
their health.”

Far too many Angelenos do not have access to reliable, affordable transportation, leaving them
isolated in neighborhoods located far from jobs, grocery, stores, quality schools and health care
clinics, with no way to connect to these vital opportunities and services. This is particular]y the
case for low-income people and communities of color in Los Angeles, where almost 85 percent
of public transportation users in Los Angeles are people of color and 65 percent have family
incomes under $15,000.°

Transportation Equity Fosters Employment Growth and Promotes Equal Job Opportunity
According to the Brookings Institution, by 2006, 45 percent of jobs in our 98 largest metro areas
were focated more than 10 miles from the urban core.’ While jobs are increasingly moving to
suburbs and remote exurbs, affordable transportation options to and within these areas have not
increased at the same pace. As a result, many lower-income and minority people living in rural
communities, small towns and urban areas are often isolated from job opportunities.

Most of the outlying arcas where an increasing percentage of American jobs are located arc
reachable only by car. This disproportionately harms people of color: 19 percent of African
Americans and 13.7 percent of Latinos lack access to automobiles, compared with 4.6 percent of
Whites.” Lack of public transportation also impedes efforts to reduce poverty—three out of five
jobs that are suitable for welfare-to-work participants are not accessible by public
transportation.(’

Our next major federal investment in surface transportation will create hundreds of thousands of
jobs in the transportation seetor. States and regions with diverse public transportation options
have better job growth and economic development. By improving the Los Angeles region’s
transportation network, Congress can help create good paying and much needed jobs.
Investments in transportation can and will create jobs and stimulate the economy. Given the level
of unemployment and high poverty levels, the next transportation bill should ensure fair access

' “In Depth: 10 Worst Cities For Commuters.” Forbes. Inc. Retrieved from:
hup://www.forbes.com/2008/04/24/cities-commute-fuel-forbeslife-
cx_mw_0424realestate3_slide_3.html?thisSpeed=undefined

*“Los Angeles ranks high in ‘commuter pain' study, but things could be worse.” Los Angeles Times. 30 June 2010.
Retrieved from: http://latimesblogs.latimes.com/Tanow/20 10/06/10s-angeles-ranks-high-in-commuter-pain-study-
but-things-could-still-be-worse.htmi}

? Geoff Ray. “LA Bus Riders’ Union Rolls Over Transit Racism.” Race, Poverty & the environment. Winter
2005/2006.

* Elizabeth Kneebone, “Job Sprawl Revisited: The Changing Geography of Metropolitan Employment,”
Metropolitan Policy Program at Brookings. April 2009. a/
http://www.brookings.edu/~/media/Files/rc/reports/2009/0406_job_sprawl_kneebone/20090406_jobsprawi_kneebo
ne.pdf.

5 Brookings Institution and UC-Berkeley. “Socioeconomic Differences in Household Automobile Ownership Rates”
at http://gsppi.berkeley.edu/faculty/sraphael/berubedeakenraphael.pdf

© Surface Transportation Policy Project. “Transportation and Poverty Alleviation™ at

http:rwwa transact.org/library/ factsheets/poverty.asp referring to study by the Volpe Institute.
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to all Angelenos—regardless of race, gender, income, disability, and ZIP code—to quality jobs,
workforce development, and contracting opportunities in the transportation industry.

The Los Angeles region needs an enhanced transportation network that improves mobility of
both people and goods. Los Angeles, like many of our nation’s port communities is facing a dire
situation. The U.S. Environmental Protection Agency estimates that 87 million Americans live
and work in regions ncar major port facilities that violate federal air quality standards. Each day
they are exposed to toxic diesel exhaust from potluting port trucks, which are contributing to
deadly diseases like asthma, heart disease, and cancer. Over 100,000 U.S. port truck drivers toil
everyday in dirty diesel rigs, without adequate safety protections.

The Port of Los Angeles’ Clean Truck Program put 8,500 new clean diesel and alternative fuel
vehicles into serviee, and emissions were reduced by 80 percent in the surrounding communities.
It is important that our federal surface transportation program support innovative approaches that
alleviate freight chokepoints, put the Los Angeles region on a path to economic prosperity, all
while cleaning the air, improving public health and ensuring that port workers and drivers have
quality, high-road jobs.”

Transportation Equity Means Affordable, Available, and Accessible Transportation
Options

Our civil rights laws bar employers, federal, state, and local governments and public
accommodations from discriminating in access to health care, employment opportunities,
housing, education, and voting (among others). Although our laws promise to open doors to
opportunity, this is a hollow promise for people who are physically isolated from jobs, schools,
stores that sell healthy food, and health care providers. As our metropolitan arcas have expanded
and jobs and serviees have become more diffuse, equal opportunity depends upon equal access to
affordable transportation.

Transportation investment to date has produced an inhospitable landscape for low~income
people, people with disabilities, and the elderly. People of color are disproportionately
disadvantaged by the current state of transportation. The cost of car ownership, underinvestment
in public transportation, and a paucity of pedestrian-friendly—and bicycle-aceessible—
thoroughfares have isolated low-income people and struggling families from jobs and services.

This is the civil rights dilemma: Our laws purport to level the playing field, but our
transportation choices have effectively barred millions of people from getting across it.
Traditional nondiscrimination protections do not protect the person for whom opportunities are
literally out of reach.

For this reason, our transportation policy should expand and improve access to people for whom
the cost of car ownership is prohibitive and for those who may depend on public transportation,
including older adults, people with disabilities, people in rural areas, and low-income people.
The Los Angeles region’s transportation policy needs to support a wide range of choices and

7 Rebecca Smith, Dr. David Bensman, and Pau! Alexander Marvy, “The Big Rig: Poverty, Pollution, and the
Misclassification of Truck Drivers at America’s Ports: A Survey and Research Report,” a
http://'www.nelp.org/page/-/Justice/PovertyPollutionandMisclassification.pdf?nocdn=1
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users. not just car travel on highways and roads.® Seniors or persons with disabilitics may not be
able to use or may not want to drive. New highways exacerbate transportation inequities by
extending the gaps between housing and jobs. An equity agenda should favor fixing existing
infrastructures and incentivizing fill-in development in metro areas.

In Los Angeles, quality jobs, affordable housing, grocery stores and other retail, critical
supportive services, quality education, and health care facilities are very decentralized. Lack of
access to affordable and reliable transportation has been cited as one of the biggest hurdles to
finding and keeping a job, particularly for individuals with limited income, single parents, and
others transitioning to work.” Because of the cost of car ownership, which averages $9,500 per
yearm, some Angelenos cannot afford to purchase or maintain a car. The Job Access and Reverst
Commute (JARC) program addresses this barrier by providing funds to support the development
of new transportation services, services that fill gaps in existing services, or the promotion of
transportation use to employment and related destinations.' The JARC program seeks “to
improve access to transportation services to employment and employment related activities for
welfare recipients and eligible low-income individuals and to transport residents of urbanized
areas and nonurbanized areas to suburban employment opportunities.” '

The New Freedom program was designed “to provide additional tools to overcome existing
barriers facing Americans with disabilities seeking integration into the work force and full
participation in society.™* We support the goal of the JARC and New Freedom programs of
improving access to transportation services to employment and employment-related activities for
Temporary Assistance for Needy Families recipients and eligible low-income individuals in rural
and urban areas. JARC and the New Freedom programs should be fully funded in the next
transportation bill, so that the Los Angeles region can continue to use funds to, among other
things, assist low-income individuals to gain access to employment opportunities through such
solutions as car loan and purchase programs.

A decade ago. elimination of federal operating funding for public transportation systems serving
communities of more than 200,000 people forced states and regions to make up for the federal
cut. The result has been that many states and regions struggle to provide adequate public
transportation service. Even more, the federal support for building of new transit facilities (i.c.
new light and heavy rail lines) and the lack of commensurate support for maintaining and/or
expanding existing public transportation service incentivizes regions to spend money on new

# Surface Transportation Policy Project, Transportation and Poverty Alleviation
hitp:/www.ransact.ore/library/factsheets/poverty.asp referring to study by the Volpe Institute,

* Community Transportation Association. Employment Transportation Briefs: A Guide to Job Access and Reverse
Commute Programs, http://web ] ctaa.ore/webmodules/webarticles/articlefiles/A_Guide_to JARC pdf

' Your Driving Costs. AAA. Retrieved from:

http://www.aaaexchange.com/main/Default.asp?CategorylD=16& SubCategorylD=76& ContentID=353

" Community Transportation Association, Employment Transportation Briefs: A Guide to Job Access and Reverse
Commute Programs, hitp://webl.claa.org/webmodules/webarticles/articletiles/A_Guide_to _JARC.pdf

"2 11,5. Department of Transportation, Federal Transit Administration, FTA Circular 9050.1: The Job Access and
Reverse Commute (JARC) Program Guidance and Application Instructions, May 1, 2007, 11-1.

" U.S. Department of Transportation, Federal Transit Administration, FTA Circular 9045.1: The New Freedom
Program Guidance and Application Instructions. May 1, 2007, 11-1.
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infrastructure even as they cut existing public transportation service, This is a threat to mobility
and economic prosperity in the Los Angeles region.

Transportation Equity Promotes Healthy Communities

Transportation decisions contribute to economic and racial segregation in our metro areas.
Emphasis on one-use highways (without sidewalks, bicycle access, or rapid bus routes)
contributes to this segregation and severely restricts housing choices for people with disabilities,
low-income people, and seniors. When a community is car-dependent, those who cannot afford
automobiles or lack the ability to drive cannot live there even if housing is affordable,

With respect to community health, emissions from traffic congestion and heavily used
transportation facilities (i.e, bus depots and seaports) increase the rates of asthma for nearby
residents. Chronic diseases create significant financial and social burdens for communities.
Public transportation creates healthier communities, ultimately reducing air pollution, which
disproportionately affects low-income neighborhoods and communities of color, encouraging
people to walk more, and increasing access to jobs. Thoughtfully crafted federal infrastructure
investments can help remedy disparities among low-income people and communities of color
that are a result of poor air quality, unsafe roads, missing sidewalks and bike paths. Promoting
healthy and safe communities should be a priority in the upcoming surface transportation bill.

Transportation Equity Requires Equitable Decision-Making Power

Our transportation policy has been made by bodies that do not represent all constituents
equally.l' A more equitable transit system is only possible if low-income people, people of color,
and people with disabilities have meaningful representation in local decision-making bodies such
as metropolitan planning organizations. Everyone should have a seat at the table when
transportation policy is developed and funds are spent.

Transportation Equity Requires Meaningful Civil Rights Protections

Transportation policy has always played a central role in the struggle for civil and human rights.
Practical access to transportation helps ensure access to good schools and housing, basic services
like health care, and the acquisition of job skills and employment opportunities. Conversely, the
absence of affordable, available, and accessible transit threatens the civil rights of millions of
Americans. Past investment has disproportionately benefitted people in outlying areas, leaving
many low-income Americans out of reach of jobs, and forcing others to exhaust their budgets on
transportation at the expense of other needs such as health care, housing, food, and education.
Enforcing civil rights protections to ensure fair and equitable access to the benefits of our
transportation system, and prevent disproportionate negative impacts on disadvantaged
communities are a priority of civil and human rights organizations.

We urge you to support transportation investments that focus on equity. We look forward to
working with you and your staff in crafting a bill that addresses the needs of all communities.

" Thomas W. Sanchez “An Inherent Bias? Geographic and Racial-Ethnic Patterns of Metropolitan Planning
Organization Boards.” Accessed from: http://www.brookings.cdu/reports/2006/0 1 transportation_sanchez.aspx
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Asian Pacific American Legal Center, a member of Asian American Ceater for Advancing
Justice

Karin Wang, Vice President of Programs & Communications

Los Angeles, CA

Labor/Community Strategy Center and Bus Riders Union
Francisca Porchas, Lead Organizer
Los Angeles, CA

Mexican American Legal Defense and Educational Fund (MALDEF)
Thomas A. Saenz. President and General Counsel
Los Angeles, CA

Strategic Concepts in Organizing & Policy Education (5.C.0.P.E.)
Gloria Walton, Executive Director
Los Angeles. CA

Rk

The Leadership Conference on Civil and Human Rights
Wade Henderson, President and CEOQ

PolicyLink
Angela Glover Blackwell, Founder and CEO
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Chairwoman Boxer and Chairman Boxer:

1 want to thank you for holding the Joint Field Hearing of the Senate Committee on Environment
and Public Works and House Committee on Transportation and Infrastructure entitled,
"Improving and Reforming our Nation’s Surface Transportation Programs to Support Job
Creation and the Economy.” I would like to take the opportunity to submit this statement for
inclusion in the record.

The Laborers International Union of North America represents a half-million workers in 400
Local Unions across the United States who go 1o work every day to build America. LIUNA
members — and the millions of construction workers like them — build our highways, our mass
transit systems, our bridges and dams, our airport runways and our schools. We maintain sewer
systems, dig tunnels, retrofit skyscrapers to emit fewer grecnhouse gases, build pipelines that
carry natural gas and oil and erect windmill farms.

You already know about the crisis facing America’s surface transportation system - bridges that
are too old or too small to safely handle the demands of modern commuting and commerce,
roads that are full of damaging potholes or so congested that they literally bring the movement of
people and goods to a halt.

This transportation system was once the envy of the world. Now, in many ways, it is a relic. Yes,
we have managed to get by with repairs and half-measures. For 50 years, that was good enough,
but it is not good enough now. Around the world, other countries are, by an order of magnitude,
investing more and building more. And these countries, China and India among them, aren’t just
replicating something we aiready have — they’re improving on it, with superhighways and bullet
trains that are still only on the drawing board here.

Today, I want to talk about the people who take what’s on that drawing board and make it real ~
the people who build America. A job in construction isn't easy — it can mean working in frigid
cold or blistering heat, performing labor that leaves one aching and exhausted at the end of the
day. And, while many receive plenty of training and preparation, construction workers still face
danger every day on the job.

However, these jobs can also be rewarding ones. Financially, highway and bridge work can
provide a man or woman with enough income to buy groceries, support their family and save
toward a child’s college education. They also include bencfits that allow families to pay their
medical bills and put money toward retirement. A good construction job provides the ability to
shop at local businesses and dine at neighborhood restaurants ~ in short, it provides a worker
with the chance to make a positive contribution to their community and society.

They can also be rewarding in another sense, one that goes beyond wages and benefits. Many of
the laborers I meet followed their father or grandfather into the building trades. They saw
firsthand that a construction job can be a good job and want to carry on a rich tradition. Plus,
with this work comes pride — the ability to point to an enormous bridge or highway and tell your
children, “I built that.”
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Unfortunately, that special opportunity is all too rare today. We aren’t building what’s needed
and, as a result, we aren’t creating jobs at a time when they’re also needed.

America’s construction workers are mired in a crisis that is trumped only by the Great
Depression in its severity. Earlier this month, the U.S. Department of Labor pegged construction
unemployment at 22.5 percent. Nearly 2 million men and women cannot find work in the
industry — and this number doesn’t include those who have simply given up. Whatever recovery
is happening in the rest of the cconomy, the construction industry hasn’t seen it ~ the number of
construction jobs in America today sits at a 15-year low.

Here in California, the numbers are staggering ~ over 400,000 construction jobs have
disappeared in the past four years. This is tragic considering the amount of work that needs to be
done. Thirty percent of our bridges are deficient or obsolete, two-thirds of our major roads are
crumbling and, as anyone who’s visited here knows, our city’s highways are congested to the
breaking point. This situation isn’t good for business, for working people, or anyone else.

The only way to address this situation — and the only way to create the construction jobs this
country needs — is through strong, smart federal investment that comes with passage of a new
surface transportation bill.

Continuing to pass extension afier extension will not be enough — while that will make sure
potholes get patched and emergency repairs are made, it will do nothing to fix the serious long-
term problems facing our roads and bridges and it will do little to create new jobs. Without a
long-term, comprehensive bill, contractors will once again be forced to delay purchasing new
equipment or hiring large numbers of new workers — both of which limit our economy’s ability
10 grow.

Members of the Laborers’ International Union have been urging Congress to pass a fully-funded,
long-term bill for three years now through our Build America campaign. This effort has shown
that the men and women who build this country are ready to work today, but they can't do so
unless the jobs are there.

That is why we hope that the committce will do its job by acting on a bill this year that would
fully invest in our nation’s roads and bridges. The members of LIUNA strengly support
President Obama’s call to outbuild our global competitors and we embrace both his call for a
$556 billion, six-year bill, as well as an immediate, $50 billion investment in roads, rails and
runways. The president’s plan represents a long-term investment in the workers of today, as well
as America’s future. We can ensure the success of both by passing this desperately needed
legislation,

While I understand there are significant divides over how to pay for such an investment, I want
to underscore that this is a tremendous problem facing our country and that part of what makes
America so great has been its willingncss and ability to tackle the big problems. The Highway
Trust Fund has been a successful model of user-supported investments into our transportation
infrastructure. Unfortunately, demand has outpaced the Fund’s ability to provide a sufficient
tevel of investment. Congress must be willing to consider increasing raising the federal gas tax
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in order to assure that sufficient funding is available to address the Nation’'s critical
transportation needs.

America saved the world from fascism, protected it from communism, landed a man on the
moon, created the Internet and built the greatest highway system in the world. Today, no one
looks back and wonders whether these achievements were worth their cost in dollars.

We face a similar situation today and now is not the time to be timid or play politics. It is time tc
be leaders and statesmen. We can address the crises facing our transportation systems and our
construction industry all at the same time. Qur hope, as the men and women who build America,
is that you and other political leaders can join together and pass legislation that would stand as
one of the great legislative achievements of our time.

If you pursue such a bill, the men and women of LIUNA will support you in every step of the
way. We are ready to work, and we are ready to build America.
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"} Los Angeles County Bicycle Coalition
634 S. Spring St. Suite 821

Los Angeles, CA 90014

Phone 213.629.2142

Facsimile 213.629.2259

“{ www.la-bike.org

March 9, 2011

RE: LOS ANGELES FEDERAL TRANSPORTATION HEARING - NEXT FEDERAL
TRANSPORTATION BILL

DEAR CONGRESSMAN MICA, SENATOR BOXER AND HONORABLE MEMBERS OF THHE
HOUSE COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE

THE ANGELES CQ( NTY BICYCLE COALITION IS A NON-PROFIT, MEMBERSHIP-
BASED ORL,,\ UZATION THAT WORKS TO BUILD A BETTER, MORE BIKE-ABLE LOS ANGELES
COUNTY THROUGH ADV OC’\LY. EDUCATION, AND OUTREACH. WE ARE WRITING TO
ENT ON THE JOINT FIELD HEARING OF THE HOUSE COMMITTEE FOR
TRANSPORTATION AND INFRASTRUCTURE AND THE SENATE COMMITTEE ON
ENVIRONMENT AND PUBLIC WORKS, HELD FEBRUARY 23, 2011, ON “IMPROVING AND
REFORMING OUR NATION'S SURFACE TRANSPORTATION PROGRAMS TO SUPPORT JOB
CREATION AND THE ECONOMY." SPECIFICALLY, WE WOU [D LIKE TO ENCOURAGE YOUR
COMMITTEES TO INCORPORATE LONG-TERM TRANSPORTATION AND PUBLIC F D\ITH
GOALS IN THE NEXT FEDERAL TRANSPORTATION BILL BY PROVIDING METHODS T
IMPROVE SAFETY AND CONSTRUCT FACILITIES FOR ACTIVE TRANSPORTATION ,\IODES,
SUCH AS BICYCLING AND WALKING.

TRADITIONALLY, STATES RECEIVING FEDERAL FUNDING HAVE HAD LITTLE
ACCOUNTABILITY FOR THEIR TRANSPORTATION SPENDING, A\'D THE EFFECTS OF
THESE TRANSPORTATION POLICIES HAVE BEEN DEVASTATING. THE C Ol[\ RY§ CZ\R
DEPENDENCE HAS LED TO AN INCREASE IN URBAN SPRAWI, LOM\XL MES
TRAFFIC CONGESTION; LOS ANGELES RESIDENTS ALONE SPEND MORE IH/\
MILLION HOURS IN THEIR CARS FACH YEAR. AS AMERICANS GROW MORE RELIANT ON
THEIR CARS, THEIR PHYSICAL ACTIVITY LEVELS DECLINE — AND SO, TOO, DOES THEIR
HEALTH. CORONARY HI‘ART DISE/\SE N ' LEADING CAUSE OF DEATH FOR RESIDENTS
OF LOS ANGELES COUNTY, AND HEART DISEASE AND STROKE TOGETHER ACCOUNT
FOR APPROXIMATELY 40% OF ALL DEATHS IN THE COUNTY. IN ADDITION, AIR
POLLUTION COSTS IN THE LOS ANGELES ARFA ARE ESTIMATED AT OVER $22 BILLION, OR
$1,250 PER PERSON PER YEAR

OUR NATION'S TRANSPORTATION DECISIONS HAVE BEEN NEEDLESSLY
DESTRUCTIVE, BUT THE RESULTS ARE NOT IRREVERSIBLE. NOW IS THE TIME TO TAKE
ACTION. THE FEDERAL GOVERNMENT HAS NEVER LED ON PUBLIC HEALTH ISSUES, BUT
T HAS THE OPPORTUNITY TO DO SO NOW. THE NEW TRANSPORTATION BILL CAN
AND SHOULD BE A TOOL TO ENCOURAGE 1\LL AWLRIC;\NS TO ENGAGE IN ACTIVE
TRANSPORTATION BY BIKING AND WALKING REGULARLY. STUDIES HAVE SHOWN THAT
AS LITTLE AS 30 MINUTES OF MODERATE PHYSICAL ACTIVITY EACH DAY, EVEN WHEN
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LACBC

Page 2 of 3
BROKEN INTO 51[() RT, 10-MINU ll- INTERVALS, CAN LEAD TO SUBST 1\\71\1 HEALTH
Bl EFITS. AME IS CAN MEET THESE GOALS BY BIK (;OR WALKING TO WORK,
C O()L, ]RA \I) OF HR P()PL LAR DLST Ny \] IO\% S \C 1‘[ CAN REDUCE
EASES STROKE.
BIH\(I A\D \\ \IK[\(, \Rl \[HO L TREMEL 5‘ Llfl(‘l \ FOR U DR BECAUSE THEY
CAN HELP REDUCE CHILDHOOD OBLSITY AND TYPE I DIABETES RATES.

]

THERE IS SUBSTANTIAL EVIDENCE THAT PEOPLE ARE FAR MORE LIKELY TO BIKE
AND WALK WHEN CITIES AND COUNTIES CREATE STREETS WITH QUALITY BICYCLE AND
PEDESTRIAN FACILITIES. BIKE LANES AND WALKING ROUTES THAT CONNECT HOMLES TO
BUSINESSES, SCHOOLS, TRANSIT, AND RECREATIONAL \RF[\S ENCOURAGE PEOPLE TO
BIKE AND WALK IN THEIR EVERYDAY LIVES. THESE FACILITIES ARE PARTICULARLY
IMPORTANT FOR THOSE AMERICANS WHO ARE UNABLE TO DRIVE, INCLUDING
CHILDREN AND THE ELDERLY. THEREFORE, [T IS CRITICAL THAT \\E CRE ATE BICYCLE
AND PEDESTRIAN FACILITIES THAT ALLOW ALL RESIDENTS -~ WHETHER 8 YEARS OLD OR

80 ~TO 1 SAFE AND COMI 'ORT/\I)H' BIKING. IN ADDITION, PFD[ST IAN AND
CYCLIST Y IMPORTANCE IS PARAMOUNT - ALTHOUGH WALKING AND BIKING
JR ONLY 33% OF ( OMMUTE TRIPS, (THIS DOES NOT CONSIDER HOW

ACCOLR
MANY PEOPLE BIKE OR WALK TO SCHOOL, ACCESS TRANSIT, RUN ERRANDS ETC) IN THE
ANS AND CYCLISTS. WELL-

ND COr 10US

ETY LEVELS FOR ALL USERS. I\I) ED, SIMPLY

S THE RISK THAT A DRIVER WILL HIT A

T124% OF ALL TRAFFIC FATALITIES /\RE PEDESTRE

DESIGNED FACILITIES, INCLUDING DESIGNATED BIKE LANES
T

SIDEWALKS, CAN GREATLY INCRE
ADDING A SIDEWALK TO A STREET CU
PEDESTRIAN IN HALF.

CURRENTLY, CALIFORNIA 1S DEVELOPING INNOVATIVE LONG-TERM SOLUTIONS

'I'O TRANSPORTATION AND PUBLIC HEALTH ISSUES. INSPIRED BY SB 375, CALIFORNIA'S

LANDMARK EMISSIONS REDUCTIONS LAW, PUBLIC HEALTH LEADERS, ELECTED OFFICIALS,
LOCAL POLICYMAKERS, AND THE PUBLIC HAVE COME TOGET? IFR AND AR{ l\\L ING
IN BICYCLE AND PEDESTRI ASTRUCTURE, REVITALIZE
INCREASE TRANSIT SYSTEM EFFECTIVENESS. OTHER % A S/\Rl § II \RI\ \IOH /
TO ADDRESS THESE ISSUES. AS A WHOLLE HOWEVER, THE COUNTRY 1S LOOKING TO I HE
FEDERAL GOVERNMENT FOR LEADERSHIP ON THLESE ISSH[S, AND IT NEEDS YOUR
GUIDANCE MOVING FORWARD.

LOS ANGELESS 30410 INITIATIVE IS POISED TO BECOME A TR: \\SPORTA'I ION
FUNDING MODEL FOR THE NATION, AND MANY OTHER JURISDICTIONS WILL LIKELY
FOLLOW LAS {F\ ) WHEN PLAN FOR FUTURE TR*\\SPOR] ATION PR(‘)J}‘.C'I S.

THEREFORE, I'T IS CRITICAL THAT THIS FU \DI\(: NITIATIVE AND THE NEW
TRANSPOR” 1"/\'1 TON BILL ENCOUR/ \( E STATES AND UII =S TO ERECT MORE BIKING AND
WALKING {ASIRU TFURE BY IMPROVING F; \(H,HH, ND GIVING PEOPLE BETTER

OPPOR F( S TO BIKE AND WALK IN THEIR DAL Y LIVES, THE NEW TRANSPORTATION
BILL CAN1 {O\E THE NATIONS HEALTH. {LD IC HEALTH CARE COSTS
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SIGNIFICANTLY, AND SAVE THE LIVES OF MILLIONS OF AMERICANS. WE ASK YOU TO

CONSIDER THESE GOALS AS YOU DRAFT THE NEXT FEDERAL TRANSPORTATION BILL.
SINCERELY,
p a4 /7
A
ALEXIS LANTZ

PLANNING AND POLICY DIRECTOR
LOS ANGELES COUNTY BICYCLE COALITION
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Los Angeles Field Hearing
Subcommittee on Highways and Transit
Committee on Transportation and Infrastructure
United States House of Representatives

Wednesday, March 9, 2011
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Mr. Chairman and Members of the Subcommittee:

The Natural Resources Defense Councit (NRDC} is pleased to offer this statement to the Subcommittee
for the hearing on issues related to improving and reforming our nation’s surface transportation
programs.

NRDC is the nation's most effective environmental organization. Founded in 1970 by a group of law
students and attorneys, we use law, science and the support of 1.3 million members and online activists
to protect the planet's wildiife and naturai places and to ensure a safe and healthy environment for all
living things.

Background

Presidents Barack Obama, George W. Bush, Bill Clinton, and George H.W. Bush have each cailed for
reductions in energy use and oil dependence. However, our overwhelming reliance on ol as a
transportation fuel coupled with few economical and convenient alternatives to automobiles for moving
people and goods have made America’s oit dependence difficult to break. Nearly 70 percent of our
national oil consumption occurs in the transportation sector, and passenger vehicles and light trucks
account for more than 45 percent of U.S. oil demand.

This has a significant impact on the U.S. economy. in 2008, the US imported $357 billion worth of foreigr
crude oil, equivalent to 2.3 percent of GDP. This was a major driver of our country’s massive trade
deficit, accounting for 16 percent of all import spending. Furthermore, every recession over the past 35
years has either been preceded by or concurrent with an oil price spike.

The impact of our dependence on autos and oil has broader impacts on our society. Auto commute
times in metropolitan areas have risen steadily over recent decades. Between 1997 and 2007, the
average annual mileage driven per capita increased by 7 percent. Americans now spend more time
commuting than vacationing. Transportation costs have grown over the last few years, and are now the
second highest expense for most American families. In highly automobile-dependant suburbs,
transportation can consume as much as 25 percent of a household budget, compared to just 9 percent
in neighborhoods nearby to public transportation.

Federal transportation policy is critical to our success in changing any of these trends. To cut our
dependence on oil, the United States must embark on a comprehensive effort to both break oil's
monopolistic grip on fuel for the light-duty vehicle fleet and open the market to vibrant competition
among transportation options. The latter goal is where federal transportation policy can play a major
role. Transportation choices are absent in many neighborhoods even though there are fiscally
responsible measures that would facilitate their detivery to more consumers.

Especially with the struggling economy, persistently high unemployment, and gasoline and diesel prices
starting to rise again, reducing oil dependence can yield significant benefits, including lowering the
economic vulnerability that comes with volatile fuel prices. Decreasing oil consumption also enhances
America’s national security by reducing dependence on sources of oil that are politically unstable or
controlled by unstable or hostile national governments. Lastly and not insignificantly, reduced oil
consumption decreases both air pollution and the greenhouse gas (GHG) emissions that cause global
climate change.
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Policy Recommendations

NRDC respectfully offers the following suggestions for improving the environmental performance of our
transportation system. We believe that these reforms are an essential part of a broader set of
improvements that must be made to improve the overall outcomes yielded by our federal
transportation policy and transportation investments. in addition to better environmental and energy
performance, these outcomes include improving mobility and accessibility, supporting increased
regional economic activity, creating more direct and indirect jobs, and lowering transportation costs for
families and businesses, among others.

1. Develop and Implement Federal Policy Objectives for the Program with Clear Accountability
for Achieving Them

A renewed transportation program should include a set of national policy objectives. Among other
measures, these objectives should include:

» Reduced oil dependence

e Better air quality achieved by reductions in smog, soot and carbon pollution

e Improved water quality achieved by lower stormwater pollution runoff

* Better wildlife protection achieved by reducing habitat loss and fragmentation.

National objectives should be complemented by commensurate state and regional objectives, explicitly
written into long-range plans and transportation improvement programs. To hold states and regions
accountable for objective-setting and achievement, we must offer incentives in the form of preferential
matching and special funding for projects and initiatives that comply with these standards.

As additional incentives for transportation officials, the new federal program should inciude large merit-
based, competitive initiatives such as the TIGER program and the Administration’s newly proposed
Transportation Leadership Awards program. These programs will leverage federal investments by
spurring virtuous competition and driving innovation and reform among a large pool of applicants.

2 Expand and Diversify Program Financing Options That Provide New Revenue and Support Oil
Reduction

There is a broad consensus that the federal transportation program is underfunded. This yields several
problems that pose a threat to the nation. First, maintenance and repairs have been deferred. Bridges,
roads and transit lines are aging and desperately need fixing. in addition, the transportation system is
incomplete. it includes a world-class interstate highway system but lacks adequate intercity transit links
as well as public transportation networks and street grids in metropolitan regions.

To finance a transition to a less oil-dependent, cleaner transportation system that tackies these threats
three kinds of tools must be used:

s New revenue-generating measures, specifically gasoline tax increases and increased tolling of
facifities
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* Financing mechanisms that leverage public investments, such as a federal infrastructure bank,
public-private partnerships and merit-based, competitive programs that spur innovative,
effective initiatives and projects

Expansion of the program, however, must be contingent on wholesale overhaul of the program to
ensure that it is performance-driven, effective and efficient. A larger, better-financed transportation
program should yield better outcomes including reduced oil dependence, lower air and water poliution
levels, and reduced loss and fragmentation of wildlife habitat.

3. Reform Transportation Planning and Review to Accelerate Project Delivery and Promote
Environmental Performance

Both the current federal transportation planning process and the project review process can improve
the quality of a transportation project in important ways to better achieve mobility improvements, as
well as economic development, environmental, health, and energy goals. However, unnecessary delay
during the planning, design, and delivery of a sound transportation project harms taxpayers, the
economy, and the environment, in addition to iocal mobility and access.

Some of the largest causes of delays in federally supported transportation project delivery are related to
insufficient funding, project selection disagreements, and design challenges. On the other hand, delays
related to environmental and preservation faws account for only a small share of total transportation
project delays. In most cases delays from environmental review occur in the most complex and/or
controversial projects, which often would result in significant unmitigated environmental impacts.

A new transportation authorization bill shouid include reforms to simplify the project development
process and improve planning and project delivery. However, such changes MUST retain safeguards
established by NEPA that are designed to protect the environment and ensure that the public has an
adequate opportunity for involvement in their focal transportation pians and decisions. in particular,
reforms can be made to reduce duplicate processes, increase the effectiveness of initial planning and
transportation project reviews, create incentives for timely project delivery, and focus resources on the
most effective transportation investments and solutions.

Below are five principles for reforming the transportation planning and review process that
environmental organizations feel would improve project delivery without compromising bedrock
environmental review laws.

s (Create new incentives for meeting project delivery time goals without imposing time fimits on
agency transportation project reviews

e Create new incentives for closer linkage between the transportation planning process and the
project review process

e Increase the use of Mitigated Findings of No Significant Impact {FONS}) and Mitigated
Categorical Exclusions (CE)

® Encourage greater design flexibility for transportation projects to avoid from the outset
environmental impacts that would need mitigation

e Consider further steps to integrate transportation planning with project reviews, building on
initial steps taken in SAFETEA-LU

Conclusion
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NRDC appreciates the opportunity to submit testimony on behalf of our members concerning our
mutual concern for how to reform the federal transportation program to deliver higher quality, safer,
cleaner, more efficient, and more cost-effective transportation projects to taxpayers and communities
across the country. We welcome the opportunity to further discuss our policy suggestions and their
possible development and implementation with you and your staff. in so doing, we will maximize our
ability to build critical transportation infrastructure that can create jobs, improve the economy, and
reduce energy use and environmental impacts in a way that most effectively and efficiently serves the
transportation needs of the American people.

Contact:

Deron Lovaas, Federal Transportation Policy Director
202-289-2384 (office)

dlovaas@nrdc.org
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PROFESSIONAL ENGINEERS
IN CALIFORNIA GOVERNMENT

February 23, 2011

Honorable Barbara Boxer

Chair, Senate Committee on Environment and Public Works
410 Dirksen Senate Office Building

Washington, D.C. 20510

Honorable John Mica )

Chair, House Transportation and Infrastructure Committee
2165 Rayburn House Office Building’

Washington, D.C. 20515 '

RE: Professional Engineers in California Government
February 23, 2011 - Joint Field Hearing
Improving and Reforming our Surface Transportation Programs
to Support Job Creation and the Economy

Dear Senator Boxer and Representative Mica:

The following written testimony is submitted on behalf of the Professional Engineers in
California Government (PECG): PECQ represents 13,000 state-employed engineers and related
professionals. Included among their responsibilities are designing and inspecting California’s
state highways and bridges.

PECG is a founding member of the National Association of State Highway and Transportation
Unions (NASHTU), which is a coalition of 38 unions and affiliates from 20 states and the
District of Columbia representing hundreds of thousands of state and locally employed public
transportation workers from throughout the United States. PECG and NASHTU are dedicated tc
ensuring that federal transportation dollars are spent on safe, cost-effective projects that serve the
public interest.

PECG and NASHTU have sought two provisions in the surface transportation reauthorization
designed to ensure that transportation projects are built safely and cost effectively. The first
provision is encompassed in H.R. 328 (Filner), which would require public employees to
perform the construction inspection on federally funded state and local transportation
projects to ensure that the work performed complies with the plans and specifications,
construction and seismic standards are met, projects meet safety requirements, and the materials
used will stand the test of time.

HEADQUARTERS: 445 Capitol Mall, Sulte 501, Sacramento, CA 55814 « (916) 446-0400
LOS ANGELES: 130 N. Brand Boufevard, Sufte 301, Giendale, CA 91203 « (818) 500-8841
SAN FRANCISCO: 1 Sutter Street, Suite 800, San Francisco, CA 84104 o (415) 861-5720

TELEFAX: Headquarters (916) 448-0489; Los Angeles (818) 247-2348; San Francisco (415) 851.5360
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When the construction inspection function is outsourced to a private company, there is no longer
a representative of the public inspecting the work as it is being performed. David M. Walker, the
former Comptroller General of the United States from 1998 to 2008, described the issue in a
2007 New York Times article: “There’s something civil servants have that the private sector
doesn’t, and that is the duty of loyalty to the greater good — the duty of loyalty to the
collective best interest of all rather than the interest of a few. Companies have duties of
loyalty to their shareholders, not to the country.”

Private contractors inspecting the work of other private contractors has resulted in many high
profile disasters throughout the country, including Boston’s Big Dig (where a concrete slab from
a tunnel ceiling fell and killed a woman), the Los Angeles Red Line Subway (Hollywood
Boulevard collapsed), the 8-805 interchange in San Diego (10,000 defective welds on a seismic
retrofit project), and many other projects. Outsourcing inspection threatens public safety,
increases project cost and can delay project completion.

The second provision we would recommend for inclusion in the surface transportation
reauthorization is a requirement that state and local transportation departments perform a
cost comparison analysis prior to outsourcing work. In California, state budget numbers
reveal that a Caltrans engineer costs the taxpayer $113,000 (including salary, benefits and
overhead) per year, while a private engineer performing the same function costs the state
$226,000 per year plus the cost of advertising and awarding the contract. Instituting this
common sense provision in the reauthorization and prohibiting outsourcing if it is more costly
than having services performed by civil servants will ensure that federal transportation dollars
are spent cost effectively.

These two legislative proposals essentially mirror the Office of Management and Budget's
efforts to reign in federal government contracting. The OMB guidance mandates that federal
agencies use federal employees — not private contractors — on inherently governmental and
critical functions and to perform a cost comparison prior to outsourcing. To prevent the waste of
federal dollars, similar contracting guidelines should also apply to state and local
government contracts paid for in full or in part with federal funds.

Design-build precurement and so-called public-private partnerships, which have proven to waste
transportation funds, eliminate competitive bidding, delay projects and allow private contractors
to inspect and approve their own work without meaningful public oversight should also be
discouraged.
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Design-build lumps design, construction, and sometimes inspection of a highway project into a
single contract that is awarded not through competitive bidding, but through a process that
allows subjective factors to be considered significantly more important than cost. In California,
the design-build State Route (SR) 22 project added two lanes in each direction on a Southern
California freeway. The project was to have been completed in late 2006, but work-related road
closures were a weekly occurrence in 2007 and continued until the end of 2008, When SR 22
became a design-build project, the cost increased from $271 million to $606 million.

Design-build also typically allows the private contractor to inspect and sign off on their own
work while the public agency performs an “oversight” function, frequently with another
contractor. On-site inspection should not be performed by a private inspector whose primary
obligation is to the success and profitability of his company or business partners — not public
safety and project quality.

Despite major public-private partnership (P3) disasters across the nation, foreign, multi-
national companies and Wall Street investment houses continue to use P3s to suck huge profits
out of the transportation system while inflicting outrageous tolls on motorists through P3
contracts that typically forbid improvements to parallel public roads, increasing traffic
congestion.

To date, California has authorized three major P3 projects. All three have been disastrous for
taxpayers.

SR 91 Express Lanes — In 2002, the Orange County Transportation Authority had to buy out
this public-private partnership tollway because of a non-compete clause that prohibited
improvements on the non-toll lanes. Taxpayers were forced to “assume the turnpike’s debt of
$135 million and pay the company $72.5 million in cash,” in large part because design-build
increased the cost from $57 million to $130 million.

SR 125 (San Diego Toll Road) —~ In 2003, this public-private partnership toll road was supposed
to cost $360 million and be completed in 2006. Instead, costs ballooned to $843 million and the
toll road did not open until November 2007. Legislation in 2006 extended the tolls for an
additional ten years to pay for cost overruns, requiring the public to pay the private owners
“hundreds of millions of dollars in additional tolls,” according to California’s Department of
Finance. Despite the bailout, SR 125 is now in bankruptcy and in default on hundreds of
millions in federal TIFIA loans.
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! have recently left my position as Vice President of the Los Angeles — ACEC due to economic reasons.
Although { am not currently involved on the board of ACEC, | would very much like to have this e-mail
read by the honorable Senator Boxer and others on the joint committee.

1am a principal in an SBE / WBE small business civil engineering firm. We are from what | hear in the
national news — an essential part of the backbone of America and its engine for future economic
growth. We are not a DBE firm as my hard working wife and president of the is not a registered
engineer.

We have strong concerns that, locally —as soon as any federal money is identified as a funding source
for any project, for the most part, small businesses such as ours are shut out of the teaming or set aside
process. With this roadblock, we are not able to team as an SBE / WBE and grow as we would like — and
as many pofitical minded people seem to think we are doing at this time.

We ask that your bill have wording in it to support all small businesses MBE/WBE/SBE/DBE are treated
equally and given the opportunity to participate in all federaily funded projects.

in advance, | appreciate the opportunity to voice my opinion.

Roland Rothman, P.E.

Roland (Rolly) Rothman
Rothman Engineering inc. SBE/WBE
205 South Broadway, Suite 206

Los Angeles, CA 90012

{office) 213-621-3155 ext. 201

{fax) 213-621-3105
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March 9, 2011

Representative John Mica

Chair, Committee on Transportation and infrastructure
U.S. House of Representatives

Rayburn House Office Building, Room 2165
Washington, DC 20515

Senator Barbara Boxer

Chair, Committee on Environment and Public Works
U.S. Senate

Dirksen Senate Office Building, Room 410
Washington, DC 20510

Dear Chairmen Mica and Boxer:

Thank you for providing this opportunity to contribute to the record for the Joint Field Hearing on
improving and Reforming our Nation's Surface Transportation Programs to Support Job Creation and the
Economy.

To meet the nation’s need for mobility during tough economic times, governments must work harder than

ever to make the most of every tax dollar spent. With fewer federal transportation dolars available, active
transportation (walking and bicycling) investments stand out because they can be completed at low cost,

are highly popular and significantly improve mobility.

Bicycle and pedestrian investments are an extremely cost-effective way to manage most short trips of
three miles or less that make up nearly half of the trips taken in America. We cannot afford for capital
spending to pull in different directions, so federal transportation expenditures that create multiple benefits
should be prioritized. Active transportation furthers mobility goals {greater safety, less congestion, better
use of transit services) at the same time that it creates jobs and vital economies and reduces poilution and
oil dependence.

In particular, increased investment in trails, bicycling and walking means :

e Balance: Arecent national pol! found that nearly three quarters of Americans feel they “have
no choice but to drive as much as” they do, and two-thirds “would like more transportation
options.” Federal investment in active transportation provides greater travel choices for the
public. Safe and convenient bicycling and walking facilities also enable us to make the most of
public transportation investments by effectively increasing service areas and reducing travel
times to transit services.
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e Jobs: Design, engineering and construction of walking and bicycling facilities such as trails
creates more good jobs per doliar than do other transportation projects, while keeping the
profits closer to home.

* Local economic development: Trail and bicycling networks are a boon to local economies,
resulting in increased tourism, property values and business activity.

e Positive returns for federal budget: Active transportation investments save the federal
government money by reducing the need to build more expensive transportation
infrastructure, cutting federal health care costs, creating jobs and increasing productivity.

s Reduced oil dependence: Automobiles are responsibie for 40% of U.S. oil use. Cutting miles
driven—and reduced congestion with fewer cars on the road-—is among the best ways to
manage our oil-related economic, environmental and security vuinerabilities. Shifting short
trips to bicycling and walking could save 4 to 10 billion gallons of fuel each year, High gas prices
can result from concern about marginal scarcity of oil, so even modest reductions in demand
can help relieve upward price pressure.

* Reduced pollution: Shifting short trips to non-poliuting modes reduces air poliution by even
greater margins by eliminating cold starts, the most poliuting part of the drive.

e Human health: Active transportation integrates increased physical activity into daily routines,
the best way to ensure that more Americans meet the Surgeon General’s recommendations for
physicat activity. The resulting reduction in obesity and other diseases associated with
inactivity could save billions of dollars in heaith care costs each year.

Relatively modest federal investments in active transportation can leverage other resources to help realize
these benefits. Core federal programs that deliver these benefits include Transportation Enhancements
{TE), Safe Routes to S5chool, and the Recreational Trails Program. Continuation of these programs-- with TE
as a mandatory set-aside within the Surface Transportation Program-- is criticai to the success of and public
support for a new transportation bill.

In addition, innovative policy advances could enable even more strategic deployment of scarce dollars. In
particular, building on the lessons of the Non-Motorized Pilot Program in SAFETEA-LU {section 1807), the
Active Communities Transportation Act (HR 4722 in the 111" Congress) would provide concentrated
investments to complete active transportation networks to shift trips to bicycling and walking. By building
on past projects and strategically filling gaps in our systems, we can provide substantial mobility benefits
for modest investment while at the same time delivering remarkable economic, heaith and energy benefits.

Sincerely,
Laura Cohen

Western Regiona! Director

Rails-to-Trails Conservancy
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Thank you, Chairwoman Boxer and Chairman Mica for providing me with the opportunity to
submit written testimony at this very important Joint Field Hearing. |look forward to working
together with both Committees as we discuss the future of transportation policy. in light of the
current economic situation facing many of our state and local governments, my testimony will
focus on innovative federal-level financing for transportation infrastructure projects. | will
highlight efforts to provide additional investment in corridors that facilitate goods movement,
improve and streamline transportation programs, and identify the region’s priorities for the next

federal surface transportation authorization.

| am Gary L. Gallegos, Executive Director of the San Diego Association of Governments
(SANDAG). SANDAG is a statutorily created consolidated agency serving the more than three
million residents of the San Diego region. We serve as the region’s federally designated
Metropolitan Planning Organization (MPO), and we are recognized by the State of California as

the Regional Transportation Planning Agency for San Diego County.

SANDAG responsibilities reach far beyond what is required by the federal government for an
MPO. Most importantly, and unlike many of our Council of Governments and MPO colleagues
nationwide, SANDAG has the authority to decide and direct where state and federal funding in
the region will be used. Vesting this degree of authority within the regional planning agencies is

what has helped SANDAG become so successful at moving infrastructure projects.
Innovative Financing: Leveraging Federal Resources

Despite the tough economic times that we are facing, the San Diego region has continued to
invest in our infrastructure to keep it in a state of good repair and to ensure that our
transportation investments not only create short- and mid-term jobs, but continue to support
continued economic vitality in our communities over the long-term. In order to do so, the

region’s voters approved a half-cent local sales tax program known as TransNet. This funding
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source has been instrumental for major infrastructure projects in San Diego County for more
than two decades. The $14 biltion TransNet program will fund highway, transit, local streets,

non-motorized, and other projects in San Diego County through 2048.

At the state level, California voters approved nearly $20 billion for transportation investments in
2006. Proposition 1B included $2 billion to improve California’s trade corridors — ports,
highways, freight rail, and border crossings — and an additional $1 billion in funding for goods

movement emission reduction projects.

While California and local regions have invested heavily in infrastructure, there remains a clear
need for greater federal investment in transportation. In a time when we are focusing on doing
more with less, federal financing programs, such as the Transportation Infrastructure Finance
and Innovation Act (TIFIA}, have become one of only a few methods available in this country to
advance major transportation projects. The TIFIA program provides federal credit assistance in
the form of direct loans, loan guarantees, and standby lines of credit to finance surface
transportation projects of national and regional significance. TIFIA credit assistance provides
improved access to capital markets, flexible repayment terms, and potentially more favorable
interest rates than can be found in private capital markets for similar instruments. TIFIA helps
advance qualified, large-scale projects that otherwise might be delayed or deferred because of
size, complexity, or uncertainty over the timing of revenues. Each dollar of federal funds can
provide up to $10 in TIFIA credit assistance - and leverage $30 in transportation infrastructure

investment.

In our region, SANDAG is pressing ahead with several important trade corridor improvement
projects, including a third border crossing project in partnership with Caltrans. The new Otay

Mesa East Port of Entry (POE) and its connecting highway, State Route 11, will help reduce



254

traffic delays at the existing San Ysidro and Otay Mesa POEs, and it will provide an alternative

crossing for commercial traffic.

The need to improve our region’s border crossing capacity stems from steady growth in global
and regional economic integration. Our region is forced to squeeze people and goods through
border infrastructure that was sized for a much smaller and significantly less security-conscious
economy. The existing San Ysidro-Puerta Mexico POE is the busiest international fand crossing
along the U.S.-Mexico border. The Otay Mesa-Mesa de Otay POE continues to accommodate
the third highest doliar value of trade among all southern border POEs. Northbound peak wait
times at these existing facilities can routinely tast for more than two hours for passenger

vehicles, and commercial truck drivers have often logged four hours in line.

Our research shows that California loses $3.9 billion per year due to these border crossing
delays, and the lost economic opportunity in San Diego alone exceeds $3.3 billion per year. The
construction of this project is expected to provide 8,200 jobs in our region for a total of $464
miflion in labor income. The San Diego region is the gateway for approximately 40 percent of
containerized trade entering the United States, and the San Diego/Imperial border region hosts

the third busiest border crossing in the United States.

The Otay Mesa East POE will be a major commercial portal for US exports (8.3 milienmillion
export tons and 6.2 million import tons in 2007 moved across the current congested crossing).
This POE will become an important trade gateway of national significance, but it is also a
significant regional gateway, as Mexico is California’s number one trading partner. California
farm and food products are key exports; this Project will facilitate NAFTA trade and US exports
in particutar. This aligns the Project with the Administration’s aggressive export promotion

program as part of the nation’s economic recovery plan.
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Arguably, a new international border crossing is a federal responsibility. However, the traditional
funding agency for border and other federal projects, the General Services Administration, does
not have the resources to construct the necessary infrastructure to support the additional
capacity. Yet trade is the fastest growing component of the San Diego regional economy. In
our situation, we have a case where border users are willing to pay for timely travel across the
international border, due to the value travelers placed on time. With this in mind, SANDAG is
working to provide the much needed infrastructure with minimal federal resources and will be

able to do so only through the assistance of innovative programs such as TIFIA and tolling.

As partners with the federal government, we can work together to build projects that are in the
best interest of our region, and more importantly, our nation. Metropolitan areas like San Diego
are the economic engines of the nation. Our challenge is to compete and trade with other metro

areas around the world for jobs, industry, and commerce.

The Region’s Rail Lifeline: The LOSSAN Coastal Rail Corridor

The only viable rail corridor connecting the San Diego region to the rest of the national rail
network is the coastal railroad corridor known as LOSSAN {Los Angeles-San Diego-San Luis
Obispo Rail Corridor). The publicly-owned rail line, built in the early 1880s, is shared by intercity,
commuter, and freight rail services, and delays in one area can often result in a “domino effect”
rippling through to other parts of the corridor. The LOSSAN Corridor is the second of busiest
intercity passenger rail corridor in the nation,; it carries approximately 2.5 million passengers

annually on Amtrak intercity trains, exceeded only by the Northeast Corridor.

SANDAG supports prioritizing the current federal high-speed rail programs to enable greater
investments in existing high-speed intercity rail corridors with proven ridership. Ensuring the
efficient movement of passengers and freight on this corridor relies on two key improvement

programs: double tracking the rail fine, and replacing and maintaining rail bridges and other
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aging infrastructure. SANDAG is currently implementing several double tracking projects, bridge
replacements, and other improvements to the LOSSAN Corridor; these are being funded by our

TransNet local sales tax revenue program and partial state and federal revenues.

In addition to providing faster travel times for the COASTER commuter rail passengers within
the region, these improvements will help better connect Los Angeles and San Diego — the two
largest cities in the state of California, and respectively, the second and eighth largest cities in
the nation. Current train travel time between San Diego and Los Angeles is 2 hours and 45
minutes, significantly slower than driving alone in the rush hour. Current California High-Speed
Rail Authority (CHSRA) plans call for the Los Angeles — Inland Empire - San Diego segment to
be the last corridor section to be built in the statewide high-speed train system, at a cost of
approximately $6 billion and with construction beginning no earlier than 2020, dependent upon

funding availability.

Directing additional federal high-speed rail funding to the existing LOSSAN intercity rail corridor
will allow for competitive train trave! times at a cost significantly less than current CHSRA plans
and at far less time than currently proposed. An investment of approximately $800 million to
expand track capacity in the LOSSAN Corridor, primarily in San Diego County, would aliow a
reduction in travel time by train from San Diego to Los Angeles to 1 hour 50 minutes, and this
could be could be completed by 2016. These reduced travel times also can be accomplished

with existing rolling stock and focomotives.

The LOSSAN Corridor and the new Port of Entry described above also are two critical trade
connections that are part of a national goods movement system. The projects highlighted are
among the many needed in California and in other states to ensure the movement of goods for
our nation’s economic well-being. Federal leadership is needed immediately to leverage the

valuable investment made by state and local partners on these economically critical corridors.
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Improving and Streamlining Transportation Programs

In addition to financing tools, we must look at ways to streamiine the delivery of major
infrastructure projects. | apptaud the Administration’s proposed “Every Day Counts” initiative
and Chairman Mica’s priorities for streamlining federal program and cutting red tape with
the next authorization. There are several opportunities that exist to reduce project delivery
time, while continuing to maintain and enhance the environment and quality of our projects.
Like the adage, “time is money,” it is widely known that the longer a project takes to build,
the more costs are incurred. Through streamlining we can save millions, while focusing on
delivering the project's benefits to the user. We should encourage partnerships and
commitments between stakeholders and provide meaningful timelines for the environmental

review and permitting processes.

SANDAG supports making permanent the Surface Transportation Project Delivery Pilot
Program that was originally authorized under Section 6005 of SAFETEA-LU. The Program was
created to determine whether delegating Federal Highway Administration (FHWA)
responsibilities for the National Environmental Policy Act (NEPA) and for project-specific
consuitation and coordination responsibilities under other federa!l environmental laws would
accelerate project delivery while maintaining federal environmental protection. California
entered the Program in July 2007, and it has proven to be a cost-effective and efficient tool,
while preserving the integrity of the environmental process. It saves time by eliminating project-
by-project environmentat review by the FHWA and by allowing the California Department of
Transportation (Caltrans) to consult directly with federal resource agencies. In implementing the
program, Caltrans developed rigorous quality control procedures, initiated an annual training
plan for review by FHWA, and is subjected to periodic FHWA audits. In the first three years of

Program implementation, Caltrans reports that the median timeframe for completing the



258

environmental process for routine environmental documents has been reduced between one

and two years.

SANDAG also supports the creation of a new streamiined environmental review and permitting
process for major transportation projects in metropolitan areas that are developed within the
corridor right-of-way of an existing facility, previously certified to be in compliance with both
state and federa! environmental laws. A new program such as this would enable us to ensure
we can make timely improvements to our existing highway and transit corridors to keep them in
a state of good repair. It also would allow other enhancements, such as tolling and systems
management, to be implemented within the existing footprint of a transportation facility. As with
the NEPA delegation program, a new pilot program could be authorized in the next federal
surface transportation act to allow metropolitan regions such as San Diego to test innovative
ways to accelerate these types of “infill” transportation projects.

Priorities for Next Authorization: Focused Funding = Focused Results

Due to our region’s proximity to the border there are many issues that we must contend with to
ensure the free flow of goods and people across the U.S.-Mexico border. To help address these
issues, SANDAG supports the continuation of certain focused funding programs, specifically the
Coordinated Border infrastructure (CBI) program prescribed under SAFETEA-LU, which
provides dedicated funding for border projects in the region. From 2005 to 2009, CBI funding to
border states totaled approximately $833 million. The CB! program provided the region with an
estimated $109 million for State Route 905 connecting the region’s existing POEs, the San
Ysidro Intermodal Center, and to the Interstates 5 and 805 corridors, connecting the border
region to metropolitan markets to the north. Continuation of the CBI program will enhance the
economic benefits of trade that our land ports of entry have facilitated with Mexico. Importantly,

the CBI program allows regions to address the challenges related to the facilitation of
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international trade through our border communities, and ensure the federal government

continues to be a partner in border-related transportation improvements.
Summary

The next federal transportation authorization should be a well-designed planning and funding
program that ensures federal dollars are aimed at leveraging state and local investments,
provides flexibility to respond quickly to changing economic and environmental conditions, and

maximizes economic growth and competitiveness.

Earlier this month President Obama said, “To win the future, America needs to out-educate, out-
innovate, and out-build the rest of the world.” Prosperity and growth in the U.S. economy is

linked to the ability and aptitude of our nation’s cities and regions to adjust, develop, and deliver
effective and competitive transportation programs. Qur region serves as an economic driver that

will be a critical to the success of our country.

On behalf of SANDAG, | thank you for the opportunity to submit written testimony at this Joint
Field Hearing. SANDAG remains committed to working with the federal government and our
state government to deliver high-caliber infrastructure projects to rebuild America. We strongly
feel these investments and policy measures will put us on a path to economic recovery and

prosperity well into the 21% century.
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. Senate Environment and Public Works Committee .
House of Representatives Transportation and Infrastructure Committee

February 23, 2011 Field Hearing
Los Angeles, California

Writtén Testimony of Jim Kemp, Ekecﬂtive Director
Santa Barbara County Association of Governments

I very much appreciate Senator Baxer and Congressman Mica and your staffs holding & hearing in
southern California to seek input about the transportation needs of our particular region to:assist in
your ‘deliberations toward enactment of a new surface transportation hill. it is important that the
needs of all areas of the country are considered.

In- 2008, Caltrans. and transportation agencies throughout California-worked together to reach a
consensus on principles that will best serve our state and we believe need to be ingorporated. in
the next federal transportation bill. The California Consensus Principles on Federal Transpartation
Reauthorization are as relevant today-as when they were first drafted because the problems they
seek to address have only become more acute during the intervening years.

The highest national transportation priority continues ta be securing and stabilizing the intagrity of
the Highway and Transit Trust Funds. Without a predictable federal transportation revenue source,
regional “agencies like the Santa Barbara County Association of Governments will: find it
exceedingly -difficult to develop- the large scale transportation infrastructure. improvements
necessary to sustain and grow the national economy. While the recent ARRA stimulus-funds
provided a needed boost to state and local transportation programs, this one-time funding does not
replace the need for sustained, multi-year investment that large projects require for delivery.

Qur-region has been warking for more than a decade to identify, fund and construct solutions to
address ‘increasing traffic congestion on the US 101 in southern Santa Barbara County. The 101
freeway is the main economic artery for the entire central coast of California. As one of only two
north south highways in California that connect the Los Angeles and Bay Area metropolitan
regions it is a vital transportation link of state and national significance.

In 2008, Santa Barbara County voters passed Measure A with 79% support and agreed to tax
themselves to pay for critical transportation infrastructure needs over the next thirty years.. The
highest regional priority in the Measure A investment Plan is eliminating the sixteen mile long two-
lane bottleneck on the US 101 Highway by widening the freeway. To match the public commitment
of $140 million in Measure A funds, the SBCAG Board of Directors recently approved a Measure A
Strategic Plan that commits an additional’ $150 million in STIP and RSTP funds to the 101
widening effort over the next ten years. The total cost of the project is estimated to be $420
million, so Santa Barbara County taxpayers will contribute nearly 70% of the funds needed to
improve this important federal highway. | believe it is entirely appropriate to expect our federai and
state partners to contribute the remaining funds to heip us finish this large project.
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The other counties in California’s central coast that also rely on US 101 to sustain their local
economies, San Luis Obispo, Monterey and San Benito County, have all joined with Santa Barbara
County to form the Central Coast Coalition to raise awareness of the national importance of this
highway. The agricultural products grown in this area provide produce to markets across the
country and the mititary bases in the central coast need adequate support infrastructure to ensure
their national defense mission.

The other California Consensus Principles represent a departure from the norm and will require
new thinking about the federal government's role in transportation but they are focused on
maximizing available revenue to ensure the highest priority regional transportation needs receive
the federal funding they deserve.

I would like to focus my brief comments on two principles that are closely related: performance-
based decision making and funding flexibility. According to the Transportation Policy and Revenue
Study Commission, there are over 100 distinct federal surface transportation funding programs that
are currently authorized. Each program represents a “silo” with its own narrowly defined objectives
and set of rules and regulations that limit the types of projects that can be funded.

This model for the federal role in transportation is obsolete and creates many problems:

» It skews transportation planning and encourages states and local governments to
chase after dollars that are available rather than making sound investment decisions
and impiementing the best solutions

e Complying with the tangle of regulations diverts resources and slows down project
delivery

e Many projects are funded from multiple sources and creating a coherent funding
plan which meshes these sources becomes an enormous challenge.

e Smaller jurisdictions—including some that | represent--are effectively shut out of
most federal programs because they don't have the resources to manage these
projects

in conclusion, | would urge that federal funding programs in the next surface transportation bill be
designed to address broad policy goals: reducing congestion, goods movement, safety, reducing
greenhouse gas emissions. Reduce the regulations and the number of programs and increase
flexibility. Unfetter states and local governments and empower them to make sound decisions on
the most effective strategies for meeting federal policy goals. And finally, hold us accountable for
the use of these funds by establishing performance standards and focusing investments on
outcomes. Federal programs should be designed to encourage desired results and to incentivize
appropriate investments in transportation at the state and local level.

We value our partnership with the federal government and believe that there are national interests
served by a continued strong federal role in transportation policy and funding. It is our hope that
these interests will be better addressed through new thinking as Congress crafts the next surface
transportation authorization bill.

If you have any further questions about this testimony, please do not hesitate to contact me at
(805) 961-8900.

Sincerely,

, ;/{./.\ww . Tl ";xw
o

Jim Kemp

Executive Director
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State Building and Construction Trades Council

ROBERT L. BALGENORTH of California JAMES W. KELLOGG

SECRETARTTREASURER
Chartered by
BUIDING AND CONSTRUGTION TRADES
DEPARTMENT
AFL - Cl1O

February 22, 20114

The Honorable Barbara Boxer
United States Senate

112 Hart Senate Office Building
Washington, D.C. 20510

RE: Joint Field Hearing of the House Committee on Transportation and Infrastructure
and the Senate Committee on Environment and Public Works

Dear Senator Boxer:

On beha¥f of the 350,000 members of the State Building and Construction Trades
Council, AFL-CIO | write to express our strong support for continued federal funding for
California’s efforts to build the nation’s first high speed rail system.

California is facing record unempioyment that far outpaces the nationai average and the
hard working members of the State Building and Construction Trades are among the
hardest hit. Our members are experiencing an average of 35% unemployment that will
only grow as this year progresses. Califomia’s high speed rail project is at its core a
badly needed jobs program that is projected to create 160,000 construction jobs and,
when fully operational, 450,000 permanent jobs. For every $1 billion invested in high
speed rail it is estimated that over 20,000 jobs will be created. Furthermore, the jobs
created by investment in high speed rail will be good paying jobs that will help provide
middle class livelihoods to the workers involved in the construction.

in addition to the obvious job creation benefits of this impartant project, the positive
environmental impacts of a high speed rail system are extraordinary. The creation of a
high speed rait system in California will eliminate 12 bilfion pounds of environmentally
damaging emissions each year. This is the equivalent of removing one million cars
from our roads. The immediate improvements in air quality that will resuit from this
project are only now beginning to be understood.

California leads the nation in terms of preparation and readiness to build a high speed
rail system and to receive federal money to help with that construction. The passage of
Proposition 1A in November 2008 provides $9.95 billion in state funding for our high
speed rail project. That Proposition also created a High Speed Rait Authority that is
charged with overseeing the project and dispersing the funds to construct it. That
authority operates with a full board, staff, and executive director and has already made
the first critical decision about where to build the first feg of the system. With a state

12PE-grn Straer, Sute 375 - Seorsmento, CA 895814 - {318 443-3302 - FAX (B818] 443-8204
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funding guarantee and the High Speed Rail Authority in place California is poised to
begin meeting its goal of creating a high speed rail system.

Unfortunately, there are policymakers throughout the country and in California who
doubt that a high speed rail system can be buiit and that it is even necessary. Just last
week, Governor Rick Scott of Florida turned down almost $3 billion in federal funding to
help begin building a high speed rail system in his state and admitted just today that he
didn't even consult with his own Department of Transportation before making that
terrible decision. While we believe that this is a shortsighted view to take, we stand
ready to receive Florida’s share of federal funds to use on our own high speed rait
project. We believe that the time has come to look forward and create a mass transit
system for the 21 century that will help create jobs and preserve our environment.

California needs this project for both the positive environmental impacts it will create
and for the thousands of good-paying jobs that the state desperately needs. We urge
you to help meet President Obama’s goal of achieving a high speed rail system in our
country that, we hope, will start in California. Please remember his goal as you discuss
the future of the nation’s surface transportation programs at your hearing Wednesday
and throughout the year.

Sincerely,
i

/ i
CesarDiaz
Legislative Director

CD:cmh
opeiu#29/afl-cio



264

South Coast
Air Quality Management District

Testimony of Peter Greenwald
Senior Policy Advisor
South Coast Air Quality Management District

Joint Field Hearing of
The House Transportation and Infrastructure Committee &
The Senate Environment and Public Works Committee

Los Angeles, CA
February 23, 2011

Chairman Boxer and Chairman Mica -

We wish to express our appreciation for your choice of Southern California as one of the stops
on your listening tour. As a key international goods movement gateway for the nation, with a
large and growing population, Southern California faces enormous surface transportation
challenges. These challenges create impacts nationwide. Within those challenges lie
opportunities to implement solutions that will benefit the nation in many ways. The title of the
hearing, “/mproving and Reforming our Nation’s Surface Transportation Programs 1o Support
Job Creation and the Economy,” highlights the fact that surface transportation projects can be a
major impetus for jobs and economic growth. Such projects can also, however, be a critical part
of efforts to achieve efficiency, energy security and reduce pollution by moving the nation
toward cleaner, domestic fuel sources, and away from imported fossil fuels.

The South Coast Air Quality Management District

The South Coast Air Quality Management District (AQMD) is the air pollution control agency
for all of Orange County and the urban portions of Los Angeles, Riverside and San Bernardino
counties. This area covers over 10,000 square miles and is home to almost 17 miilion residents.
If our four-county region were a state, it would be the fifth most populous. With the largest port
complex in North America, and several international airports, transportation plays an integral
part in our lives, economy, and environment.

While the South Coast Air Basin has made substantial strides in reducing air pollution, the region
still has the most unhealthful air in the nation, with serious public health impacts. Ozone and
fine particulate pollution in the South Coast Air Basin causes over 5,000 premature deaths each
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year, and hundreds of thousands of cases of asthma and other respiratory diseases. In addition
to health impacts and health costs to our residents. higher costs are also faced by industry due to
lost workdays and lower productivity.

Emissions from mobile sources such as cars, trucks, buses, trains, planes and ships are the
primary cause of our air quality problems. Recognizing the impact of transportation, AQMD has
worked closely with transportation agencies. ports and other stakeholders, locally and nationally,
to find ways to modernize our passenger transport and goods movement systems so as to expand
our economy, reduce congestion, and protect the environment.

Air Quality Challenges

Federal law establishes health-based National Ambient Air Quality Standards with enforceable
attainment deadlines. In order to attain these standards in a timely manner, mobile source
emissions in our region must be reduced substantially. By 2023, emissions of one key pollutant,
nitrogen oxides, must be reduced by over two-thirds beyond levels we expect to achieve with
present regulatory programs and traditional technologies. Further emission reductions will be
needed in the 2030 timeframe. The tie to transportation is direct: mobilc sources such as cars,
trucks, locomotives and ships create 90% ot nitrogen oxides emissions in our region.

The challenge of reducing mobile source emissions is one that will require collaborative
solutions by many parties, including the fcderal government. Federal, state and local
transportation agencies have a clear interest in ensuring air quality attainment, since sanctions
(including cut-off of federal transportation funds) may be imposed if the region fails to meet its
obligations under the federal Clean Air Act. Federal assistance is needed because state and local
authority to regulate emissions from some transportation sources (such as locomotives) is
restricted. And, as is described below, federal funding and policy support will be needed to
develop and deploy the next generation of clean transportation infrastructurc and technologies.

Recommended Policies

Emission reductions of the magnitude needed in our region will require deployment of clean
energy technologies — for the vehicles we drive, the infrastructure we build, and the equipment
we use to build them. To comply with federal air quality mandates, the region will need broad
deployment in the 2023 to 2030 timeframe of zero and near zero emission transport equipment,
such as vehicles powered by electric, hybrid electric and other clean energy technologies.

In addition to cleaning the air, deployment of clean energy technologies will serve important
national interests such as energy security, avoiding energy price shocks, creating clean-tech jobs,
allowing cargo growth that brings logistics jobs, fostering public support for capacity-enhancing
transport infrastructure, and reducing grecnhouse gas emissions.

Federal funding, policy. and regulatory support is needed for transportation infrastructure that
enables, incentivizes and utilizes clean energy technologies. There is no doubt that we need to
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invest in our aging infrastructure for a strong economy and a better quality of life. This should
be viewed as an opportunity to invest in a manner that will simultaneously serve mobility,
energy, economic, safety, and environmental needs, so that project benefits are magnified.

Federal surface fransportation policies should address on-road, rail, passenger and freight in a
coordinated fashion. Our entire surface transportation system is interconnected. Cargo travels
from ship to truck to rail to truck. Commuter trains share tracks with freight trains. Trucks share
highways with passenger vehicles. These circumstances can lead to safety risks, congestion, and
pollution.

Consider, for example, the [-710 frecway - the major artery between the ports of Los Angeles
and Long Beach to the south, and intermodal railyards and transload warehouses to the north and
east. Every day, thousands of trucks share the I-710 corridor with passenger vehicles. A drive
on the freeway surrounded by [8-wheelers can be claustrophobic if not frightening. There are
serious congestion and safety problems, and diesel pollution from trucks causes significant
health risks to people near the freeway.

But just as there are multiple problems resulting from the existing transportation system, there
are projects that could provide multiple benefits. Many of these projects could serve as models

for actions in other areas of the country. Below, we highlight three areas for federal action.

Key Projects & Programs Needing Federal Support

1. Dedicated I-710 Truck Lanes. A potentially groundbreaking project currently under
development would create dedicated truck lanes along the I-710 freeway. Under one alternative,
the truck lanes would be dedicated solely to zero-emission trucks. The project would improve
freight velocity, reduce passenger vehicle congestion, improve safety, and greatly reduce
emissions in a highly impactcd area.

A variety of technologies are possible for zero- or near-zero emission trucks. One technology
being considered for the I-710 would provide for hybrid-electric or ail electric trueks powered
from overhead catenary wires or electromagnetic coils in the roadbed. Such systems are being
developed now, and could be installed in our region as a demonstration project to showcase how
clean technology could work nationwide. Hybrid electric trucks could run on electricity while
traveling in the I-710 truck lanes, charging their batteries at the same time. And when the trucks
leave the electrified corridor, they could run either on electricity or conventional fuel.

The developers of these lechnologies, however, need a clear signal from the government that a
markel will exist that justifies their development costs. This should be done through federal
incentives and regulatory policy.

2. Port Zero Emission Container Transport. A project similar to the 1-710 is being considered
by the Ports of Los Angeles and Long Beach to move containers to near-dock railyards about
five miles north of the ports. Due to the critical nature of such projects for air quality attainment
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and reduction of local health risks, AQMD has set — as a top priority for this year —
commencement of a demonstration of a zero-emission container movement system by the ports.
Federal funding assistance for development and deployment of needed technology for such a
demonstration would provide important impetus for the project. This project could also be a
model for swift, sustainable freight transport nationwide.

3. Rail. Other projects that would provide mobility, energy, economic and environmental
benefits include incorporating electrified technologies into any expansion of our rail system —
rather than using traditional diesel-powered locomeotives. Electric rail is in use around the world
today for both freight and passenger service.

In addition, shorter-term federal actions for rail are nceded. Most importantly, we nced to
expedite routing of the cleanest diesel locomotives to areas with air quality challenges. The
federal government should accelcrate deployment to highly polluted areas of locomotives
meeting U.S. EPA “Tier 4” standards. The railroads have demonstrated that such preferential
routing of clean locomotives is feasible, and the ports of Los Angeles and Long Beach, as part of
their efforts to “grow green,” have set acceleration of Tier 4 locomotives as a goal.

Conclusion

These are just some of the many clean technology and infrastructure projects that could benefit
air quality while building our economy, reducing congestion, and maximizing mobility. These
projects entail substantial capital expenditures, but they will provide long-term benefits to the
nation. They will also support private sector interests, creating opportunities for public private
partoerships.

Thank you for soliciting input from local stakeholders on the challenges we face. We look
forward to working with you on surface transportation authorization legislation to help ensure
that our nation’s transportation system is strengthened, jobs are created, and the environment is
protected.
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Introduction

1 applaud the Senate Committee on Environment and Public Works and the House
Committee on Transportation and Infrastructure for holding today’s joint hearing
on improving and reforming our nation’s surface transportation infrastructure.
Indeed, investing in and reforming our transportation infrastructure is critical to
achieving two national goals: breaking our addiction to oil and creating jobs. By
repairing and maintaining our crumbling infrastructure and providing Americans
with transportation choices, we can reduce our dependence on oil and improve our
economy.

Investment in transportation infrastructure is desperately needed.

Our transportation system is dilapidated and outdated. According to the Federal
Highway Administration, more than 27% of the lane miles of the interstate highway
system are in less than good condition and nearly 25% of our bridges are
structurally deficient or functionally obsolete.!

To help convey the crumbling state of our transportation infrastructure, last week
Sierra Club released an updated interactive “Fix-it-First” map on our website that
allows readers to see the condition of roads and bridges in each state.2 Overall,
141,896 bridges—24% of the total bridges nationwide—12,730 miles of interstate
highway—27% of all interstate highway miles—and 48% of other roads, or
145,071 miles of other roads, are in need of maintenance and repair.

In their “Report Card for America’s Infrastructure,” the Association for Civil
Engineers graded America’s roads as a D-, bridges as a C and transit as a D. To bring
our infrastructure up to speed, the ASCE identified the need for a $2.2 trillion
investment in America’s infrastructure over the next five years.?

Investment in our nation’s transportation infrastructure is clearly necessary. In
constrained financial times, repair and maintenance must be prioritized over
building of new and unnecessary highways.

We were encouraged to see President Obama’s proposed budget for Fiscal Year
2012, in which he outlined a transportation authorization that included a strong

“fix-it-first” component.

Breaking our addiction to oil with transportation choices

! Federal Highway Administration. Highway Statistics. 2008.

hitp//www thwa dot.gov/policyinformation/statistics/2008/m6d.cfm

*Sierra Club. “Fix it First!.” 201 1. hup://www.sierraclub.org/transportation/fixitfirst/default aspx
* American Society of Civil Engineers. "2009 Infrasctrugture Report Card.” 2009,
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Our addiction to oil has devastating consequences for our public health, economy
and our wild places. Recently we have seen the damage inflicted on our
environment from the BP oil spill in the Gulf of Mexico, the pain caused to drivers at
the pump during gas price spikes, and the threat to public health caused by tailpipe
emissions.

Today, the transportation sector is responsible for more than 70% of our nation’s oil
use.* Nearly two-thirds of oil in the transportation sector is used by light-duty cars
and trucks.

While strong fuel efficiency and emissions standards will make new cars
increasingly more efficient, investments must be made to give Americans choices for
how they travel between home, work, school and leisure. According to the United
States Census Bureau, only 54% of Americans have access to public transportation.
Those without access to public transportation remain shackled to the gas pump and
susceptible to the squeeze of high gas prices, with no choice but to remain
dependent on oil.

0il dependence and lack of transportation choices also has a profound impact on the
well-being of American families and the economy.

According to the US Census Bureau, transportation is the highest household expense
behind housing for most American families, averaging 19% of family household
budgets. For low-income families, this transportation costs surpass housing at 55%
of the annual household budget. Meanwhile, Americans with access to good public
transit spend only 9% of their annual household budgets on transportation.

Our dangerous oil addiction also drains over half a billion dollars from our economy
each day to pay for foreign oil, posing a threat to national security.> This is money
that could be invested in local economies, but our oil-dependent transportation
system and lack of other transportation choices forces Americans to send this
money overseas to countries that are unstable or hostile to the United States.®

We need a transportation system that breaks our addiction to oil while providing
transportation choices to all Americans.

Creating jobs through transportation investment

Investment in transportation infrastructure creates jobs. Millions of Americans have
helped build, maintain and operate our network of roads, bridges and transit

* Energy Information Administration. Annual Energy Review. 2009,

* American Security Project and Sierra Club. “Ending Our Dependence on Qil.” 2010.
hutpi/americansecurityproiect. org/wp-content/uploads/2010/10/Ending-our-Dependence-on-Oil pdf
¢ American Security Project and Sierra Club. “Ending Our Dependence on Oil.” 2010.
hitp://americansecurityproject.org/wp-content/uploads/2010/10/Ending-our-Dependence-on-Qil.pdf
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systems. Further investment in transportation infrastructure - both repair and
maintenance and the construction of alternative modes of transportation, such as
biking and walking - can create thousands of new jobs at a critical time.

Repairing and maintaining our current infrastructure creates more jobs than
building new road capacity because it is more labor intensive and places money in
the economy more quickly.

Similarly, investment in public transportation and other transportation alternatives
can create more jobs than new road capacity. In an analysis of spending under the
American Recovery and Reinvestment Act, Smart Growth America found that public
transportation projects created nearly twice as many job hours per dollar invested
as spending on new highway infrastructure projects.”

Investing in 215t century transportation infrastructure that provides transportation
choices is key to both reducing our dependence on oil and in creating new jobs that
will stimulate the economy and keep America competitive in the 215t century global
economy.

Conclusion

Qur nation’s transportation system is at a crossroads — we can continue to fuel our
addiction to oil or we can achieve transportation, climate, and public health
objectives by planning strategically and prioritizing investment in low and no-
carbon, oil-saving transportation choices.

We must invest in 21t century transportation infrastructure that breaks our
addiction to oil and provides transportation choices to all Americans while putting
the country back to work., We look forward to working with members of the
Committees to achieve these goals.

" Smart Growth America. What We Learned From The Stimulus, 2010,
hup/www smangrowthamerica.org/research/what-we-learned-from-the -stimulus/
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Senator Barbara Boxer, Chairman of the Senate’s Committee on Environment and Public Works, and
John Mica, Chairman of the House Committee on Transportation and infrastructure, I am honored to
join you today to discuss our Nation’s next Surface Transportation bill and how this bill can help improve
and reform our Nation’s Surface Transportation Programs to Support Job Creation and the Economy.

At a time when governments at all levels are being asked to do more with less, investing in ITS
technologies will ensure that our transportation system is safer, more efficient and user-friendly, and
supports job creation and economic growth while getting more bang for the buck for our transportation
dollars.

We cannot afford to simply build our way out of our transportation chalienges. We need to invest
smarter - using technology to connect transportation modes, expand traveler choices, improve traffic
management, and keep our nation’s infrastructure in a state of good repair. Technology is essential for
getting the most out of our existing transportation network.

As we seek to transition to a more accountable, performance-based transportation system, (TS
technologies are essential for providing accurate, real-time traffic and multimodal transportation system
information to measure performance, as well as the tools to actively manage the transportation
network to improve results.

State and local agencies that are considering new financing alternatives are increasingly turning to
technology to improve efficiency and user convenience, from electronic to#ling, smart cards and
dynamic pricing systems to future alternatives like a VMT-based user fee that could vary by time of day,
congestion level or other factors.

And high-tech solutions are cost-effective and quick to deploy. For example, smart traffic signals that
change based on real-world conditions are returning $40 to the public in time and fuel savings for every
$1 invested, reducing travei delays by 25 percent and CO2 emissions by up to 22 percent.

The Government Accountability Office {GAQ) found the benefit-to-cost ratio of a nationwide reai-time
traffic information system to be 25 to 1, with a $1.2 billion investment returning more than $30 billion
in safety, mobility and environmental benefits. In general, ITS-enabled operational strategies have
been found to have a 9 to 1 benefit-to-cost ratio, more than 3 times that of traditional construction
projects.

Recent studies have shown that investing in ITS technologies creates a network effect throughout the
economy and stimulates job creation across muitiple sectors, from the high-tech, automotive and
consumer electronics industries to green jobs, engineering and telecommunications. The report aiso
found that ITS investments provide a foundation for long-term benefits including government cost
savings, economy-wide productivity, and an improved quality of life.
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From cars that avoid crashes and Smart Highways that reduce gridlock to freight management systems,
stress-sensing bridges and buses that provide real-time information to commuters, ITS technologies are
here today.

As Congress works to reauthorize surface transportation programs, we need to do more to incentivize
the deployment of these and other technology solutions instead of continuing to fund only {TS research.

The Smart Technologies for Communities Act, which is being introduced in the U.S. House of
Representatives by Congressmen Mike Rogers (R-M!} and Russ Carnahan {D-MQ}, would establish
several competitively selected model deployment communities for existing transportation technologies,
which could also serve as real-world research and testing sites for advanced ITS solutions that are
nearing deployment such as VMT-based user fees and a wireless communications system between
vehicles that could heip drivers avoid crashes.

The U.S. Department of Transportation estimates that this connected vehicle network could potentially
prevent or mitigate the impact of 80 percent of unimpaired vehicle crashes, saving thousands of lives
each year while providing significant mobility and environmental.

The Smart Technologies for Communities Act will advance the deployment of 21st century technologies
that are vital for creating a safer, more efficient transportation system, spurring job creation, and
improving our nation’s economic competitiveness while generating a greater return on our
transportation investment.

We hope you will consider including this initiative in the transportation reauthorization bill as one
critical step toward modernizing our transportation system and helping the U.S. reclaim its role asan
innovation and economic leader.

dstamant@econolite.com
714-630-3700 ext. 212
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Transportation, or inadequate access to transportation, has an impact on all regions of this
country —rural, urban, and suburban. As the backbone of American infrastructure,
transportation is vital to our economy. The Federal Surface Transportation Authorization Act
{FSTAA} has proposed much-needed investment in the development and improvement of our
aging transportation infrastructure. As we proceed, however, we must ensure that this
significant investment moves us forward together rather than exacerbating existing inequity.

Equitable transportation increases the ability for people to support themselves and their
families by providing access to good jobs, and it increases the workforce available to employers.
Access to transportation also ensures that people can improve their health — by reducing traffic
congestion and pollution, by improving access to a wider range of healthy food options, and by
increasing access to medical care.

Funding for Transit Operations
We encourage you to aliocate transit funding to operate transit systems across the country.

The nation and Los Angeles face major transit questions-—as money gets tighter, some transit
agencies are truly strapped, but MANY are choosing to invest in expanding capital projects
instead of maintaining existing transit service. The Los Angeles Metropolitan Transportation
Authority (MTA) is a perfect example of an agency that prioritizes multibillion dollar capitai
expansion over sustaining and expanding the existing bus system. On MTA’s chopping block are
pians to cut 11 bus lines and truncate 16 lines of which thousands will experience elimination
of weekend and midday service and in many cases buses will run only once an hour. “Most of
these cuts are concentrated in South Los Angeles, where a high number of Black and Latino, low
income bus riders live,” said Esperanza Martinez, BRU organizer. These cuts come at the heels
of the 388,000 hours of bus service cut by MTA last year!

Last year many cities across the country suffered cuts including but not limited to the firing of
1000 transit workers in Chicago, the elimination of 66 bus lines out of 133 in Atlanta and 34
bus lines eliminated in New York City and its boroughs. In 2009, over 97,000 transit workers lost
their jobs because of massive cuts in bus and train service throughout the country and the
numbers for 2010 are projected to be much higher.
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Over the past year nearly 90 percent of transit systems have had to raise fares or cut service
and among the 25 largest transit operators 10 raised fares more than 13 percent’, As a direct
result of these service cuts 97,000 transit workers lost their jobs in 2009 and by September
2010 an additional 78,000 jobs were lost.? In addition to the direct jobs lost by cutting transit
service $1 in service cuts resuiting from operating deficits yields $10 in local economic ioss from
fost wages and increased transportation costs.? $10 million invested in transit operations
produces $30 million in increased business sales. This 300% multiplier means both additional
jobs in the local economy and increased sales tax revenues for state and local governments.

Fortunately recent data demonstrates that funding transit, and especially transit service, not
only helps address the most basic needs of low income communities but it is also one of the
best forms of job creation and economic stimulus. A report by the Transportation Equity
Network showed that if 20 metropofitan areas shifted 50% of their highway funds to transit
they would generate 1,123,674 new transit jobs over a five-year period for a net gain of
180,150 jobs over five years alf without a single dollar of new spending.® More importantly,
transit operations funding has proven to outperform investment in transit capital.

The Bus Riders Union and the Transit Riders for Public Transportation urges your leadership in
the upcoming FSTA to secure funding for transit operations.

Bus Riders Union Opposition to the 30-10 Plan

We encourage you to not support the current 30-10 proposal being put forth by the MTA
leadership. Through the 30/10 initiative, LACMTA is asking to borrow $8.8 billion from the
federal government to accelerate 12 mass transit projects outlined in California’s AB 2321 and
the % cent county sales tax Measure R {both passed in 2008} and LACMTA’s own 2009 Long
Range Transportation Plan.

As you may know, the Bus Riders Union Title VI consent decree with LACMTA {1996-2006)
redressed a pattern of civil rights harms to Los Angeles County bus riders -- who are 80% of the
total LACMTA rider ship and 90% people of color - caused by LACMTA’s over-spending on rail
construction and severe under-resourcing of the bus system. We believe the 30/10 initiatives
threatens to repeat the very same civil rights harms from our previous lawsuit by front-loading

—-

http:/ftdamerica.corg/resources/stranded/

2 Industries at a Glance: U.S. Department of Labor Bureau of Labor Statistics

3 Orain & Associates, and Byrd, R. "Using Public Transportation to Reduce the Economic, Human and
Social Costs of Personal Immobility” 1998

4 Cambridge Systematics, Inc & Economic Development

Research Group “Qualitative Analysis of Public Transportation’s Economic impact.” 1999

5 Transportation Equity Network: More Transit = More Jobs
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billions of doltars worth of rail construction through debt-financing at the expense of the bus
system. We urge the federal government to reject LACMTA’s request for billions of dollars in
loans to accelerate this set of projects for the following reasons:

. 30/10 will gut the bus system, the backbone of public transit in LA: With 80% of
MTA's total boardings, the bus system is the backbone of the transit system. Yet 30/10
promises no concrete improvements to bus riders. This year, MTA has already
implemented the second 20% fare increase in three years and plans to eliminate
388,000 hours of bus service - amounting to an attack on bus riders whose average
annual household income is $12,000. MTA’s 2009 Long Range Transportation Pian calls
for continued bus service cuts and 14 fare increases over the next 30 years, supposedly
necessitated by ongoing deficits in the their bus operations budget. How can an agency
claim it is consistently running deficits that require draconian fare hikes and bus
service cuts while simultaneously claiming that its credit is so strong that it qualifies
for a 30-year, $8.8 billion loan?

e 30/10 focuses on rail expansion despite its failed results. A recent Los Angeles Times
story {“Metro Rail to mark its 20™ anniversary”, July 23, 2010} cites two transit policy
experts’ opinion that MTA’s $8 billion investment in rail construction since 1985 has
come at the expense of the bus system and driven down ridership, costing the agency at
least 1.5 billion boardings in the period from 1985-2006. According to figures from the
Federal Transit Administration, the MTA has fewer passengers in 2009—after $8 billion
spent to build 79 miles of rail — than it had before rail construction began in 1986 even
though LA County’s population increased 20% in this time period. Rail construction in LA
County is quite simply bad policy and a major borrowing scheme to continue it shouid
be stopped in its tracks.

e 30/10 will drown the agency with debt, exacerbating the already existing operations
budget crisis. LACMTA already spends millions each year on paying off debt from past
rail construction, money that could otherwise be spent on operating the bus system.
What will happen when the MTA squanders 30 years of sales tax revenue into 10 years,
and does nothing for the bus system in that period? Then when people come back in the
11" year, the 15" year, the 25" year, a new MTA board will say, “Whoever spent 30
years revenue in 10 years bankrupted the agency. We have no funds for operations, no
funds to reduce fares, no funds to increase service, we are in a permanent spiral of
service cuts and fare increases”-- until the MTA goes bankrupt altogether. We support
deficit spending for hospitals, schools, and mental health clinics but not to reward
hoondoggle rail projects at the expense of the MTA’s ridership.

o Expanding mass transit funds, especially earmarked transit operations and bus capital
funds, is an alternative. We support a dramatic re-prioritization of funds from the
federal surface transportation biil from highway to public transit—80% to transit and 20%
to highways would be a perfect flip of the current formula. We also support a 50/50 split
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between bus and rail in the federal expenditures, and a 50/50 split between capital
projects {construction) and operations—drivers, mechanics, service increases, fare
decreases. If the MTA would share the existing Measure R sales tax funds as they have
pledged--giving at least 20% of those funds to bus capital and operations--and work with
us to get 50% for rail and 50% in bus funding from Congress, we would be supportive of
some of their plans. And in this case, MTA would not have to borrow from the federal
government because additional federal funds would be available through the re-
authorization of the surface transportation bill.

s LACMTA cannot be trusted with this money—their track record demonstrates they
WILL starve the bus system. We know well from our 10-year civil rights court battle that
even under federal supervision, LACMTA aggressively fought, delayed and/or fell short
in virtually every aspect of bus expansion ordered by the courts. Given this long track
record of disregard for the rights of mostly Black, Latino, Asian/Pacific Islander and
“profoundly poor” (in MTA’s own words) bus riders and the striking similarities between
today’s conditions and those that sparked our lawsuit, we can only assume that
accelerating the Long Range Transportation Plan through such a loan will accelerate
MTA'’s attacks on those same bus riders.

s LACMTA’s adversarial relationship with 500,000 bus riders. Contrary to what the MTA
may say, the BRU does not have an inherently adversarial relationship with the MTA.
We reach out to them all the time with poor resuits. Sadly, it is the agency that has an
adversarial relationship with 500,000 bus riders. This spring, bus riders testified they
wanted a public hearing on the fare increase. The MTA flatly and repeatedly denied this
basic request. People testify that they cannot afford -~ on a household income of
$15,000 or $20,000 or $25,000 for a family of 4 or 5 or 6 -- one or two bus passes with a
monthly increase of $13 or $26. In response, the MTA Board and staff sit cold and
heartless and say they have a budget shortfall after asking the same low-income people
to pay % cent more in sales tax — now totaling 1 % cents on every doliar -- to the MTA.
We ask the MTA to slow down some rail projects so they can build some rail and aiso
expand the bus system. They refuse. It is in this context of contempt for their own
customers that people see the MTA as a rail construction agency rather than a public
transportation agency and why this request to the federal government for a loan on
future revenues is at once cruel, bizarre, and fiscally irresponsible.

We look forward to working with you to ensure equitable investments in the next federal
surface transportation act.

The Labor/Community Strategy Center and the Bus Riders Union
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On behalif of the Research Education and Training Reauthorization Coalition (RETRC) 1
welcome the opportunity to submit written comments to the House Committee on Transportation
and Infrastructure. RETRC is a non-profit organization established by university transportation
research centers throughout the US to promote federal support for research, education, training
and technology transfer.

Our transportation system is critical to US long term economic health and global
competitiveness, yet we are falling further behind each day in maintaining our system in good
repair, solving capacity and other problems, developing and applying new technologies, and
training the next generation workforce.

University research, education and training is the foundation on which new technologies and new
solutions to transportation problems are built. It will not be possible to increase the efficiency of
our transportation system or catch up to our competitors around the world without a strong and
focused university research and development program. University research creates the new
knowledge that results in more efficient system management, better strategies for public-private
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partnerships, cleaner and more fuel efficient vehicles, and a host of other innovations.
Universities train tomorrow’s transportation industry leaders, and our most eftective form of
technology transfer is to get highly trained students into government and industry.

Despite the importance of transportation to the US economy and its people, relatively little is
invested in transportation research and development. The University Transportation Center
(UTC) program at the US Department of Transportaiton (USDOT) is the only federal university
transportation research program, and it is currently funded at about $76 million per year.

First established in 1987, the UTC program includes 60 centers at 120 universities. Jtis a
program that represents a small investment with a large payoff. On average, UTCs generate $3
in state and local dollars for every $1 in tederal funding, leveraging the federal investment into a
$228 million research and education program. Every year, these 120 universities graduate
thousands of undergraduates and graduates who enter the transportation workforce with state of
the art skills and knowledge. Every vear, new knowledge is generated by faculty and researchers
in many fields of engineering, business, planning, and management.

The UTC program is critical to the USDOT. Each UTC’s program is aligned with one or more
of USDOT’s goals of ensuring safety, economic competitiveness, state of good repair, livability
and sustainability. UTCs are accountable via stringent reporting and performance requirements,
with the demonstration of tangible program outcomes among the most important.

UTCs are also critical to states and localities. The UTC program recognizes that local needs and
conditions vary substantially from place to place. Local economic conditions, population
characteristics, growth rate, climate, and a variety of other factors all have influence. The
geographic range of UTCs enables them to contribute to local and regional problem solving, and
the presence of federal funding provides an attractive match for fiscally constrained states and
local governments.

Each UTC can point to numerous examples of how it has contributed to solving transportation
problems and training the next generation workforce. Here are just a few examples from the
METRANS Transportation Center. None of these accomplishments would have happened
without the support of the UTC program.

Contributions in Research:
o More efficient train scheduling methods for complex and congested rail networks. As our

freight rail system continues to increase traffic volume, more of the system approaches
capacity, and more precise strategies for routing and scheduling trains are required.
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Truck tolls for managing congestion and increasing safety: Trucks contribute
disproportinately to congestion in large metropolitan areas, and accidents are more
frequent on congested highways. Truck tolls would reduce congestion and increase
safety while generating funds for highway improvements.

Improving pedestrian safety in cities: Pedestrians face many hazards in congested cities.
By designing safe walking routes to school and safer pedestrian traffic and train
crossings, more walking trips are encouraged.

More efficient operations for urban freight: More efficient truck routing, chassis pools,
extended terminal gate hours, truck appointment systems, and short sea shipping may
reduce highway and terminal congestion and also reduce air pollution.

Contributions in Education and Training:

Global Logistics Specialist: A training program for working professionals in
international trade and supply chain management that has trained over 1,000 students, it
is now offered online and as an international training program,

Goods movement short courses: Training for public agency staff in goods movement
planning and management; about 40 persons trained each ycar.

Transportation Systems Management certificate: A certificate and field concentration for
masters degree students in civil engineering, industrial engineering, urban planning,
public policy, and public management.

As you gather information in these field hearings and develop the new surface transportation
authorization, I urge that you consider the great value of the UTC program and continue its
federal funding support. I am happy to meet with Committee Members to answer any questions
or provide further information on the UTC program.

Respectfully Submitted

o

Vice President, RETRC
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Hello, my name is Tami Friedrich. | am a Board member of Citizens for Reliable and Safe
Highways {CRASH} and the California volunteer coordinator for the Truck Safety Coalition. | am
also a resident of Corona, California. | have been involved with the Truck Safety Coalition since
my sister Kris, brother-in-law Alan, niece Brandie, and nephew Anthony were all kilied in a crash
involving an overturned gasoline tanker truck. | am just one family member representative of
the more than 4,000 people who lose their lives every year in truck related fatalities.

There are many areas of concern in the trucking industry that myself and the Truck Safety
Coalition are concerned about and we urge Congress to act.

There is an effort to increase federal truck weights from 80,000 to 100,000 Ibs. Not only do
heavier trucks affect our roadways, they become much more dangerous. Heavier trucks will
become even more deadlier than they are now. | hate for more people to have to suffer the
trauma that my family has endured. The Truck Safety Coalition support the bi-partisan Safe
Highways and Infrastructure Preservation Act {SHIPA} which would freeze truck weights on the
national Highway System as well as retain the 1995 legislated freeze on longer combination
vehicles (LCV's}, triples and long doubles. There should be no exemptions or so-called pilot
programs to allow heavier and longer trucks. So-called pilot programs seem to have no end and
once one is granted it is more difficult to stop others from being passed.

Fatigue is a major safety problem and contributes to up to 40% of all fatal truck crashes. The
new proposed hours of service rule helps to reduce the safety gaps in the current rule. Under
the current rute truck drivers can drive 77 hours a week and work up to 84 hours per week, more
than twice the normal 40 hour work of most working Americans, | urge Congress to allow the
rule making process to proceed uninterrupted, and | urge the Federal Motor Carrier Safety
Administration to issue a rule with a maximum of 10, and not 11, maximum driving hours.

The requirement of Electronic On-Board Records in all commercial motor vehicles will help to
reduce truck driver fatigue by eliminating fraudulent paper log books and help to improve the
hours of service enforcement. Truck drivers are often pushed to drive longer hours to get the
job done. EOBR's will help to protect the safety of truck drivers and the motoring public.

Many of the factors that | have described above could have helped to prevent the crash that
took my family's lives.

Thank you for allowing me the opportunity to speak to you today about such important safety

issues.
Tami Friedrich

14131 Spruce Grove Court, Corona, CA 92880, 951-279-0676, tamitrakh@sbcglobal.net
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o
TRUCK 3k SAFETY

- COALITION ———

Parents Against Tired Truckers and Citizens for Reliable and Safe Highways

Every year about 4,000 people are killed and 100,000 injured in iarge truck crashes. The Truck Safety
Coalition (TSC} is the only nonprofit organization devoted solely to reducing the number of deaths and
injuries caused by truck-related crashes and providing compassionate support to truck crash survivors and
families of truck crash victims. We are a partnership between the Citizens for Reliable and Safe Highways
(CRASH) Foundation and Parents Against Tired Truckers (PATT.), and we work together with truck crash
victims and survivors to inform and update the public, policy-makers, and the media about truck safety
issues crucial to improving truck safety laws and regulations. We urge Congress to act on the following

issues:
Oppose industry Efforts to Increase Federal Truck Weights from 80,000 to 100,000 ibs.

e  Research shows that excessively heavy trucks are more deadly and more destructive. The
numerous dangers intrinsic to heavy trucks include longer stopping distances, more loss of controt
crashes, and increased risk of roliovers.

e According to statistics from the U.S. Bureau of the Census and the Federal Highway
Administration, increases in truck sizes and weights always result in more bigger, heavier trucks
than before, not less.

*  Allowing trucks weighing 97,000 pounds or more on U.S. roads and bridges would radically
increase damage to highway pavement and bridges. Overweight trucks create a disproportionate
level of damage to our roads and bridges, consistently documented in research studies conducted
by the states, the federal government, and the National Academy of Sciences.

e The TSC supports the bi-partisan Safe Highways and Infrastructure Preservation Act {SHIPA} which
would freeze truck weights on the National Highway System as well as retain the 1995 legislated freeze
on jonger combination vehicles {LCVs), triples and long-doubles.

®  The TSC opposes any special interest exemptions or pilot projects to subvert federal weight laws,
including S. 112 which would exempt Maine and Vermont and the Safe and Efficient Transportation
Act {formerly HR 1799) which would undermine current federal standards.
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Do Not Oppose the Proposed Hours of Service Rule.

e Fatigue is a major safety problem in the trucking industry. The National Transportation Safety
Board (NTSB) found that driver fatigue is a factor in up to 40% of all fatal truck crashes. Revising the
current hours of service (HOS) rule for truck drivers is essential to improving truck safety on our
highways.

* The current HOS rule allows truckers to drive and work excessively hours with only minimal time
off duty, contributing to driver fatigue and resulting in crashes. Under the current rule, truck drivers
can drive 77 hours a week and work up to 84 hours a week, more than twice the normal 40 hour

work week of most Americans.

e The Federal Motor Carrier Safety Administration {FMCSA) notice of proposed rulemaking (NPRM)
takes corrective action to reform the current HOS rule which will resuit in making highways safer and
reducing truck driver fatigue. Although the proposed changes in the NPRM would not produce an
optimal HOS rule from the standpoint of safety, the NPRM remedies a number of the factual,
scientific and legal problems that plagued the issuance and successive re-issuance of the current HOS
rule.

* Previous cost-benefit analyses for the current HOS rulfe derived large economic benefits by
eliminating the need for the trucking industry to hire over 60,000 drivers. The NPRM takes
corrective action by limiting the maximum number of hours a trucker can drive and work and
thereby restoring an estimated 44,000 trucking jobs to payrolls by reform of the current HOS rule.

Require Electronic On-Board Recorders in Al Commercial Motor Vehicles.

e The TSC supports regulatory and legislative efforts to require electronic on-board records {EQBRs) in
all commercial motor vehicles (CMVs), including the proposed rule issued by the FMCSA in January
2011.

s The U.S. Department of Transportation {DOT) and the Nationa! Transportation Safety Board {NTSB)
have repeatedly cited driver fatigue as a major factor in truck crash causation. EOBRs which
objectively document driving time and on-duty status will help reduce driver fatigue, eliminate
fraudulent paper log books, and improve hours of service (HOS) rules enforcement.

e Paper logbooks, commonly referred to as “comic books” because they are widely faisified by truck
drivers and their companies, are inefficient for truck drivers and trucking companies and ineffective

for faw enforcement.

e Currently, EOBRs are required in all European Union countries as well several countries in South
America and Asia.

Increase Minimum insurance Levels for Motor Carriers.
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e Minimum levels of insurance for trucks and motor coaches have not been increased in over 30
years and are woefully deficient. Consequently, a very large portion of the damages and losses caused
by the trucking industry is imposed upon the American motoring public.

e If the industry were to be required to absorb the losses it causes, there would be significant
changes in the industry which would result in safer highways for ail,

e In 1980, when Congress deregulated the trucking industry, it set the absolute minimum insurance
level for motor carriers of property, persons, and hazardous materials at $750,000, $5,000,000 and
$5,000,000, respectively, and gave the Secretary of Transportation authority to increase amounts to
achieve the intended purposes of providing compensation to truck crash victims and causing insurance
companies to provide effective underwriting so that the insurance market would provide incentives
for safe operations of motor carriers.

e  The Secretary has never increased these bare minimums set by Congress, and these low amounts
have provided less and less of an incentive over the years to operate safely and have become almost
insignificant when compared to the damages caused by the huge trucks now allowed on our highways.

e The TSC urges Congress to direct the U.S. Department of Transportation {DOT) to begin a
rulemaking on this issue and to increase insurance requirements every two years.

Issue Overdue Safety Standards on Rear and Side Underride.

e Inanunderride crash, a passenger vehicle goes partially or wholly under a truck or trailer,
increasing the likelihood of death or serious injury to the passenger vehicle occupants. It is estimated
that front, side or rear underride occurs in 50 percent of all fatal crashes.

e The TSC urges Congress to direct the DOT to require all trucks and trailers to be equipped with
velocity-sensitive, energy-absorbing rear impact guards and side panels mounted lower to the ground
{16 inches) to effectively protect car occupants from death and injury in rear and side impact crashes.
Proven safety technology is available.

Reduce Speed Limits for Trucks and Require Speed Governors be set at no higher than 65 mph.

. High travel speeds increase truck stopping distances, which aiready are much longer than those of
cars. A large truck going 75 mph takes approximately one-third longer to stop compared with one going 65
mph. {IIHS)

. Speed exacerbates the size and weight differences between large trucks and passenger vehicles,
leading to more severe crashes, {IHHS}

. The European Union, Australia and Japan, among other countries, already require speed governors in
large trucks.

FOR MORE INFORMATION, CONTACT JOKN LANNEN AT 703-294-6404.
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The Port of Los Angeles (Port) appreciates this opportunity to provide written testimony regarding
priorities and requirements for critical transportation infrastructure programs needed to bolster the
nation’s economy and create jobs. As we look at the Port. we see that over the decades, we've
become more than a seaport ~ we are a hub of intermodal transportation and commerce -- which is

why this joint hearing is so important to us.

Whether it is by sea, highway or rail, we interconnect with the transportation networks that keep
goods moving across the country. More than 95 percent of all goods entering the U.S. arrive by
waterborne transportation. and the Port of Los Angeles is a major gateway for these international
goods. Together with the Port of Long Beach, we are responsible for moving 43% of all U.S.
inbound waterborne containers through our facilities and out to destinations across the nation. These
containers are moved primarily on three freeways, two rail connections, and the Alameda Corridor.
We are also known as “America’s Port™ because every congressional district in the U.S. either
imports or exports goods through our Port Complex. Indeed, we have a saying at the Port: if YOU
bought it, WE brought it. So in that context, any investment at the Port that improves the movement

of goods is an investment that benefits the entire nation that depends so heavily on our services.

As America's premier port, we have a strong commitment to developing innovative, strategic. and
sustainablc operations that benefit the economy, as well as the quality of life, for the region and the
nation it serves, We appreciated the title of this hearing, “Improving and Reforming our Nation’s
Surface Transportation Programs to Support Job Creation and the Economy.” as the Port generates
919,000 regional jobs and $39.1 billion in annual wages and tax revenues. On a national basis, our
Port generates more than 3.5 million jobs. With far-sighted strategic planning, the Port sets the
standard for its excellent facilities and financial stability. The Port is not tax supported: instead our
revenue is derived from fees from a variety of shipping services, and our strong financial
performance has been recognized with a AA+ bond rating -- the highest credit rating assigned to

any U.S. seaport operating without taxpayer support.

The Port of Los Angeles is a national assct and we want to continue to be part of the national
solution to the recent economic downturn. We are putting pcople back to work and doing our part

to help President Obama meet his goal to double national exports over the next five years.
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Container traffic at the Port of Los Angeles surged 16 percent in 2010, with a record number of
exports. Port exports rose 10.3 percent in 2010 to 1,841,274 TEUs (twenty-foot equivalent units)
compared to 1,668,911 in 2009 and surpassed the previous container export record of 1,782,502
TEUSs set in 2008, Meanwhile, imports increased 12.8 percent in 2010 (3,973,933 TEUs) compared
to 2009 (3,524,386 TEUs). The 2010 volume gains far surpassed our initial estimates, and we've
been able to facilitate export opportunitics in the past year through our Trade Connect Export
Workshops that assist businesses throughout the region learn the basics of exporting, including
costs, risks, finding overseas markets, trade financing and logistics. These workshops increased our
networking with manufacturing and export businesses and we plan to continue that momentum as

trade volumes grow.

This growth is good news — for us, and for the country. However, it doesn’t mean we can simply
sustain the status quo. This growth creates new demands on our infrastructure, requiring increased
investments in port facilities, interconnecting road and highway systems, rail networks and
investments in new technologies that increase efficiency and improve the movement of goods.
There remain significant challenges to overcome, and it is in these arcas that we hope the
Committees, Congress, and the Administration can continue to demonstrate leadership in making
strategic federal investments to support the Southern California Trade Corridor system and the local

and regional solutions we are already implementing,

Two critical points Id like to make:

1. Federal Funding for Transportation Related Projects at the Port: We realize how limited
funding is, particularly for this year. We have managed to do more with less, but adequate
infrastructure is crucial to our ability to help grow and sustain the Port’s business and
support one of the largest economic engines in California, and indeed, throughout the
country. Financing port infrastructure is an investment in future national economic growth.

2. To simultaneously address existing transportation system incfficiencies, accommodate
projected future traffic growth, and reduce emissions, the Port has expended hundreds of
millions of dollars over the last ten years on crucial, intermodal transportation system
projects of national significance. The Port is currently investing over $1 million dollars a

day in our Capital Improvement Program. These investments mean JOBS.
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Transportation infrastructure at the Port includes sea. land and rail:

1.

[9%)

Main Channel Deepening:  While we realize the focus of this hearing is surface
transportation. all three modes are integrally tied to the goods movement and the creation of
jobs at the Port, and we must address our immediate need for federal help with the Main
Channe! Deepening. This project to deepen the channel to -53 feet was started in 2002 and
is necessary to keep up with investments being made abroad — in Canada, Mexico and
Panama - to compete for the ncwest class of container ships. Because of environmental and
legal challenges the project was delayed for 5 years and during that time period our project
costs went up. The total project cost is now $378.7 million. Port-share $314.4 million and
federal share $64.3 million. As a result, the cap of the initial WRDA authorized federal
share needs to be increased by $3.6 million and the Port will be investing an additional
$112.4 million, which will complete the project. Since we have already started the project
and cxpect it to be completed by 2012, this is an urgent request.

TIGER 11 GRANT for West Basin Railyard: The Port was the recipient of the TIGER I
Grant in the amount of $16 million dollars to accommodate the increased loading of trains at
the Port and reducing 1,150 daily truck trips to and from off-dock railyards. The project will
provide 2,000 construction jobs, sustain 318.000 new trade-related jobs for the region and
generate $1 billion in annual state revenues by 2030. We understand that this project, along
with many other TIGER I grant recipients. is jeopardized by the threat of rescission of
funding from the FY 2011 Continuing Resolution. We urge opposition of that amendment
and ask that the Committee do everything in its power to keep the federal commitment to
this grant obligation.

South Wilmington Grade Separation: This project is an essential element to improving the
safety of Port’s transportation infrastructure that will eliminate a conflict between vehicles,
trucks and trains. This vital highway project that will provide a key grade separation of a rail
line that connects to the Alameda Corridor, and will provide for better access for trucks to
the I-110 and Harry Bridges Boulevard, a National Highway System Intermodal Connector
Route. The I-110, SR 47, and 1-710 (via the Gerald Desmond Bridge) carry approximately
30% of all U.S. containers. The total project cost is $73 million and the Port has already
secured funding for approximately $41 million, and is in need of roughly $32 million in

federal funds.



290

The Port of Los Angeles
Dr. Geraldine Knatz
Testimony

4. 1-110 Connectors Program, {-110 NB / C Street Interchange (C Street Project): This project
improves a poorly operating arterial interchange connection to the I-110 at C Street. It will
create a new, direct connection to Harry Bridges Bivd., a National Highway System
Intermodal Connector and major arterial for port traffic. The 1-110 carries 10% of all U.S.
waterborne container volume. The C Street Project will create 1,540 full-time employment
one-year jobs and sustain 318,000 ncw trade related jobs. The total economic one-time
benefit will be approximately $193 million in economic output; creating $63 million in
wages; $5.31 million in state taxes; $0.88 million in local taxes; and the regional
improvements will sustain $1 billion in annual state revenue by 2030. The total project cost
is approximately $29 million and the Port has already secured $18 million in funding. We

require $11 million in federal funds.

To support the local and regional efforts of the Port of Los Angeles, Port of Long Beach, and our
regional partners throughout Southern California and the nation, we would recommend that
Congress take bold action. We urge Congress in the nexl authorization of a new federal surface
transportation bill to directly address the needs of international gateways, including major ports, and
freight and trade corridors. We have supported the efforts of our association partners such as the
American Association of Port Authorities (AAPA), the American Association of State Highway and
Transportation Officials (AASHTO), the West Coast Ports Collaborative, and the Pacific Maritime
Shipping Association (PMSA), as well as our Southern California regional partners in proposing

key provisions for the next surface bill including:

Establish a national transportation vision and planning framework:

For nationally important trade corridors, it is essential that we have a national vision and
corresponding organizational changes and funding levels, including establishment of a national
muitimodal freight focus within the Office of the Secretary. The U.S. needs to have a national
strategy on transportation. Canada has done this well and if we don’t plan for a national

strategy, they will take our cargo away.
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Integrate freight infrastructure policy with national trade policy as well as environmental
policy:
Central to a viable United States trade policy, is the investment in transportation infrastructure
supporting our national system of ports and system of trade corridors. We are pleased that the
Departments of Commerce and Transportation have entered into an MOU to facilitate a closer
working relationship. This should be a first step followed by the linkage of trade policy
development with focused and strategic investments in transportation projects in order to

facilitate exports of America’s goods and enhancing our global competitiveness.

The U.S. Department of Transportation should also establish coordination protocols with the
U.S. Environmental Protection Agency and U.S. Department of Energy to ensure simultaneous
and continuous investments in freight related infrastructure and environmental programs
targeted to reducing emissions from containcrized ships, railroad engines, and trucks. We necd
to look at new technologics like all electric or hydrogen fuel cell hybrid electric trucks and rail
electrification strategies using existing right of way. The added bencfit of this coordination
could lead to expedited environmental approval and development of nationally important

projects like those planned for the San Pedro Bay Port complex.

Institute fundamental changes to existing federal transportation planning and funding

systems:

Congress should consolidate the existing 108 federal programs into 10 multimodal and strategic
programs, and utilize performance/merit-based project selection to maximize the return on

federal dollars in these tough economic times.

Implement a new federal funding account dedicated to the investment in freight related

infrastructure, with priority allocations to projects of national significance:

The new program should select projects through merit-based criteria that identify and prioritize

projects with a demonstrable contribution to national freight efficiency. Priority funding
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allocations should be directed to projects of national significance and regional significance.
Ports should be eligible to receive funds in two manners: 1) a direct payment by formula to
individual port authorities, and 2) a discretionary grant program awarded at the federal level

for larger projects of regional and national significance.

Direct Payment: Formula funding directly to the Ports provides a reliable source of
revenue for infrastructure modernization, infrastructure maintenance, and projects to
mitigate environmental impacts of transportation related activitics. Ports have extensive
experience with bond financing and public-private partnerships, and should be allowed
to use formula funds as capital for innovative finaneing to better leverage the federal

investment in our port-related infrastructure.

Discretionary Grants: Most major port-related freight movement projects that alleviate
congestion and promote efficiency cross intrastate and interstate jurisdictions. Project
costs can be high and benefits widely diffused. We believe projects with significant
regional and interstate impacts should be approved for funding comprehensively at the
federal level based on criteria that consider economic, environmental, congestion
mitigation and safety benefits. We support a federal awarded discretionary grant

program that can be used to fund a genuinely national freight policy.

Expanded Eligibility and Set-Asides: The Port supports modifying eligibility requirements to
allow our participation in key surface transportation programs. Within the range of historic surface
transportation programs, port and/or freight projects have often not been considered cligible for

funding, or have not been prioritized for federal funds by state and local officials.

Eligibility: Provide for expanded eligibility of port-related freight and intermodal
projects under Title 23 of the US Code, specifically under the Surface Transportation

Program, Congestion Mitigation and Air Quality (CMAQ), and TIFIA programs.

Reliable Funding: The Ports also propose that where practicable port and intermodal

projects should receive a required minimum level of funding or set-aside under key
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surface programs. State and local transportation improvement plans should include a

freight component.

Increase funding for Section 1301, Projects of National & Regional Significance (PNRS),

focusing on already identified projects and new nationally important mega-projects:

Several components of the Southern California trade corridor are identified within the PNRS
program: [-710 corridor, the Gerald Desmond Bridge, and the Alameda Corridor East. Funding
for these projects of regional and national significance should be significantly increased in the

next authorization bill.

Incorporate Regulatory Reforms to Facilitate Expedited Project Delivery:
There appears to be an evolving consensus among key transportation agencies on a range of
federal regulatory reforms to assist to bring projects online quicker. Examples of these federal
regulatory reforms include the following: (a) extend the NEPA delegated authority provided for
by SAFETEA-LU: (b) provide for universal “pre-award” spending to state and local agencies,
including port authoritics; (¢) remove redundant steps in the environmentai review process; (d)
establish specific deadlines for key regulatory decision points and if federal agencies do not
meet the deadlincs, the project requirement would be deemed approved; and (c) establish a

Department of Transportation grant program supporting innovative contract management.

The Port has made significant investments to improve air quality, support clean fuel programs, and
to fund technology programs to help achieve our environmental goals. We cannot afford to lose
ground. On the environmental front, we recommend that Congress support funding for programs
that will sustain cfforts to green the freight industry. Specifically, we recommend that Congress
support funding for the Diesel Emissions Reduction Act (DERA) and for transportation
clectrification programs. such as those enacted in last year's Energy Independence Act and funded

in the stimulus.
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Conclusion

Southern California is America’s trade corridor. Being America’s number one trade corridor means
significant challenges for the region’s environment and infrastructure. While the Port and our
regional partners have made significant strides in dealing with these challenges, continued federal
funding and policy support for the Southern California trade corridor is necessary to keep America

competitive.
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Betsy A. Lindsay, President/CEQ, UltraSystems Environmental

Make an Historic Investment in and Reform of Surface Transportation. Because the President
recognizes the importance of a modern transportation infrastructure to the growth and competitiveness of
the economy, the Budget proposes a historic six-year surface reauthorization package. Adjusted for
inflation, this investment represents an increase of about $35 billion per year, or 60 percent on average,
over the previous six-year authorization period. The proposal also seeks to reform how these Federal
transportation dollars are spent so that they are directed to the most effcctive programs and projects. It
will give States and localities added flexibility while holding them accountable for performance and
make Federal funding decisions based on more sound and inclusive transportation plans. The plan
provides a $50 billion funding boost in the first year to spur job creation when we need it most, and to lay
a foundation for future economic growth through greater and safer transportation choices for Americans
and increased business development in communities. Finally, transportation programs are reformed to
increase accountability and efficiency and deliver cost-effective infrastructure projects. Specifically, the
plan will:

e [nvest in High Speed Rail. The Administration’s reauthorization provides $53 billion over six
years to continue construction of a national high speed and intercity passenger rail network,
putting the country on track toward a system that gives 80 percent of Americans access to high-
speed rail within 25 years. This proposal will connect communities, reduce travel times and
congestion, and create skilled manufacturing jobs that can't be outsourced. And, for the first time,
it will place high-speed rail on equal footing with other surface transportation programs.

o Leverage Our Investments Through a National Infrastructure Bank. The Administration’s six
year plan would invest $30 billion to found a National Infrastructure Bank (I-Bank). The I-Bank
would leverage this Federal investment by providing loans and grants to support individual
projects and broader activities of significance to our Nation’s economic competitiveness. For
example, the Bank could support improvements in road and rail access to a West Coast port that
benefit farmers in the Midwest, or a national effort to guarantee private loans made to help
airlines purchase equipment in support of the next generation air traffic control system
(NextGen). A cornerstone of the 1-Bank’s approach will be a rigorous project comparison
method that transparently measures which projects offer the biggest “bang for the buck™ to
taxpayers and our economy. This marks a substantial departure from the practice of funding
projects based on more narrow considerations.

e Provide "Transportation Leadership Awards™ to Spur Smart Reforms. The Administration’s six-
year reauthorization plan would dedicate nearly $32 billion for a competitive grant programs
designed to create incentives for State and local partners to adopt critical reforms in variety of
areas, including safety, livability, and demand management. Fedcrally-inspired safety reforms
such as seat belt and drunk-driving laws saved thousands of American lives and avoided billions
in property losses. This initiative will seek to repeat the successes of the past across the complete
spectrum of transportation policy priorities. The Department will work with States and localities
to set ambitious goals in different areas — for example, passing measures to prevent distracted
driving (safety) or modifying transportation plans to include increased transportation options that
cut commuting time, ease congestion, reduced oil consumption, lower greenhouse gas emissions,
and expand access to job opportunities and housing that’s affordable (livability). Funding
decisions will also be tied to the adoption of reform.

o Adopt A "Fix It First” Approach for Highway and Transit Grants. Key elements of the nation’s
surface transportation infrastructure —our highways, bridges, and transit assets ~—fall short of a
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state of good repair. This can impact the capacity, performance, and safety of our transportation
system. The Administration’s reauthorization proposal will underscore the importance of
preserving and improving existing assets, encouraging its government and industry partners to
make optimal use of current capacity, and minimizing life-cycle costs through sound asset
management principles. Accountability is a key element of this system: States and localities will
be required to report on transportation condition and performance measures.

e Invest In More Livable and Sustainable Communities. A livable community is a place where
coordinated transportation, housing, and commercial development give people access to
affordable and environmentally sustainable transportation. The Administration’s reauthorization
proposal puts forth a transformational policy shift to achieve more livable and sustainable
communities through increased investments in transit, a new livability grant program in the
Federal Highway Administration and the Federal Transit Administration, and a competitive
livability grant program for States and localities to deliver on sound, data-driven, and
collaboratively-developed transportation plans. This will be coordinated through the
Administration’s multi-agency Partnership for Sustainable Communities.

o Consolidate Highway Programs. The Administration’s proposal would consolidate over 55
duplicative, often-earmarked highway programs into five streamlined programs. This would give
States and localities greater flexibility to direct resources to their highest priorities. In the interest
of taxpayer value and accountability, that flexibility will come with reformed requirements on
States to establish and meet performance targets tied to national goals and to move towards
rigorous cost benefit analyses of major new projects before they are initiated.

s Ensure that Any Surface Transportation Plan is Paid For. The current framework for financing
and allocating surface transportation investments is not financially sustainable, nor does it
adequately or effectively allocate resources to meet our critical national needs. The President is
committed to working with Congress on a bipartisan basis to cnsure that funding increases for
surface transportation do not increase the deficit. In order to encourage all parties to work
together to enact such a solution, consistent with thc recommendation of the National
Commission on Fiscal Responsibility and Reform, the Budget proposes to make all programs
included in surface transportation reauthorization subject to PAYGO (i.e., outlays classified as
mandatory). This is intended to close loopholes in budgetary treatment and support the important
goal of generating broad, bipartisan consensus for a fiscally responsible plan,

Modernize the Aviation System. The Budget provides $1.24 billion for the Next Generation Air
Transportation System, the Federal Aviation Administration’s multi-year effort to improve the efficiency,
safety, and capacity of the aviation system. This will help the country move from a national, ground-
based radar surveiilance system to a more accurate satellite-based one which will result in the
development of more efficient routes through airspace. This, in turn, would allow more planes to fly,
reduce delays, save fuel, and improve overall safety. To assist those airports that need the most help, the
Administration proposes to focus Federal grants to support smaller commercial and general aviation
airports that do not have access to additional revenue or other outside sources of capital and reduce grants
for larger airports. At the same time, the Budget would allow larger airports to increase non-Federal
passenger facility charges, creating the flexibility to generate their own revenue as they see fit.

Bring Next-Generation, Wireless Broadband to All Parts of the Country. The advances in wireless
technology and the adoption of and reliance on wireless devices in daily commercial and personal life
have been dramatic. High-speed, wireless broadband is fast becoming a critical component of business
operations and economic growth. The United States needs to fead the world in providing broad access to
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the fastest networks possible. To do that, however, requires freeing up underutilized spectrum currently
dedicated to other private and Federal uses. To that end, the Budget proposes legislation to provide
authority for “voluntary incentive auctions™ that will enable spectrum licensees to auction the rights to use
their spectrum in return for a share of the proceeds. This step is critical both for reallocating spectrum
and re-purposing it over the coming decadc to greatly facilitate access for smart phones, portable
computers, and innovative technologies that are on the horizon. Voluntary incentive auctions, along with
other measures to cnable more efficient spectrum management, will generate more than $28 billion over
the next 10 years, providing funds that will enable us to:

o Build an interoperable wireless broadband network for public safety that would allow for
seamless use by first responders across the country and reserve additional spectrum for public
safety use.

* Expand high-speed, wireless broadband to rural America, complementing the Federal
Comnunications Commission’s reform of its Universal Service Fund.

» Establish a Wireless Innovation Fund to accelerate the research and development of cutting-edge
wireless technologies and applications.

Taken together, these investments will give more Americans access to the data networks that will be
central to future economic growth and job creation. And nearly $10 billion of the funds generated from
spectrum reallocation will be used for deficit reduction.

Invest in Modern Electricity Delivery Infrastructure. The Budget continues to support the
modernization of the Nation’s electrical grid by investing in research, development, and the
demonstration of smart-grid technologies that will spur the transition to a smarter, more efficient, secure
and reliable electrical system. The end result will promote energy- and cost-saving choices for consumers,
reduce emissions, and foster the growth of renewable energy sources like wind and solar. In addition, the
Budget supports the Power Marketing Administration to rcliably operate, maintain, and rehabilitate the
Federal hydropower and transmission systems.

Invest in Water Infrastructure. The Budget provides funding of $1.5 billion for construction work by
the Corps of Engineers for projects with high economic returns, dam safety work, projects that address
public safety needs, and those that restore significant aquatic ecosystems. The Budget also supports
increases in receipts to help pay for additional investments in the inland waterways. The Budget reflects
an Administration emphasis on reliability and safety of existing Federal water resources infrastructure,
and gives priority to the operation and maintenance of key projects that contribute to our national
economy, such as the infand waterways with the most commercial use and the major coastal harbors and
their channels. The Budget provides funds for the Bureau of Reclamation to advance water conservation
activities and efforts to bring reliable water supplies in Western States. The Budget also provides $2.5
billion total for the Environmental Protection Agency’s (EPA) Clean Water and Drinking Water State
Revolving Funds (SRFs). As part of the Administration’s long-term SRF strategy, EPA is implementing
a Sustainable Water Infrastructure Policy that focuses on working with States and communities to
enhance technical, managerial, and financial capacity. For the Department of Agriculture’s water and
wastewater grants and loans, the Budget proposes a $1.2 billion program level to maintain assistance for
water infrastructure in rural America.
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FOR THE ECONOMY & 308S IN THE LOS ANGELES REGION

by

Joint Field Hearing of U.S. Senate Committee on Environment and Public
Works & House Committee on Transportation and Infrastructure

“Improving and Reforming our Nation’s Surface Transportation Programs
to Support Job Creation and the Economy”

Written Statement of Los Angeles Coalition for the Economy and Jobs
Chairman Russell Goldsmith

February 23, 2011

On behalf of the Los Angeles Coalition for the Economy and Jobs, a bipartisan
alliance of Los Angeles leaders in business, labor, academia and non-profits,
ranging from the AFL-CIO, UCLA USC, The United Way, Warner Bros.,
Universal Pictures, Edison International, City National Bank and many more, |
would like to submit the following comments regarding the significant role Los
Angeles can play with supporting our nation’s efforts to generate jobs, improve
mobility, reduce vehicle emissions, and create strong and sustainable community
development.

Today, the Los Angeles Coalition applauds the leadership of Senator Boxer and
Congressmember Mica for addressing economy-wide barriers, such as our
deteriorating infrastructure, that continue to hamper the productivity and growth
of our nation. The Los Angeles region is America’s most important international
gateway, hosting a vibrant culture, a diverse population and a strong economic
foundation that supports more than 10 million residents. Our nation’s long-term
prosperity depends, to a significant degree, upon the success of L.A.’s regional
economy and the ability of its infrastructure - seaports, airport and transportation
network - to efficiently facilitate the flow of goods and people throughout the
region and our country. Unfortunately, our region continues to face some of the
worst traffic congestion in the United States, severely impacting productivity and
economic growth.

Every year, according to a 2008 study by the Rand Corporation, Angelenos
spend on average 70 hours a year stuck in traffic. Congestion delays impact
productivity, significantly increase the costs for business, harm the environment
and damage our overall quality of life. This congestion continues to cost Los
Angeles nearly $10 billion annually. It's more and more difficult and expensive to
shoot movies here, to transport and deliver goods, and get to and from work.
The longer our workforce sits in traffic, the more unproductive and economically
uncompetitive our region and nation becomes and the fewer people we employ.
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This enormous burden will continue to increase unless serious actions are taken
now. |would essentially like to make three points:

1.

Across the spectrum of Los Angeles and throughout our country —
Republicans and Democrats, business and labor, environmentalists and
non-profits — there is growing support for more innovative and aggressive
action by local, state and federal government to improve the transportation
infrastructure of the nation and cities like Los Angeles. The 2008 passage
of Los Angeles County’s Measure R, which raised taxes on its 10 million
residents for its transportation network, was a reflection of that sentiment
and that our county, which would register as the 9th most populated U.S.
state, recognizes the immense economic and environmental importance of
reducing congestion through infrastructure investment.

When you consider the billions of doliars the residents of Los Angeles
committed to achieving that critical objective and the fact that a much
broader region would benefit from it — a region that contains 5% of the
U.S. population, LA County’s 30/10 plan to rapidly accelerate our region’s
12 most vital transportation projects, should provide our federal leaders a
pathway forward for our national transportation policy. That acceleration
would provide a far greater benefit to the broader region and our nation at
a minimal cost to the federal government - far below what Washington
normally contributes. The financial mechanisms proposed by 30/10 are
innovative, critically important and warranted in light of a stagnant U.S.
economy and the particularly high levels of unemployment throughout the
country, more importantly Los Angeles County. in fact 30/10 alone would
generate more than 165,000 quality jobs and then more than 600,000 jobs
throughout Measure R's lifetime.

This new model should be a compelling catalyst for other communities
throughout the U.S. to challenge themselves to generate local revenue to
invest in their piece of our nation’s infrastructure. The underlying financial
concepts of 30/10 should be incorporated into a new federal initiative,
which we would call the “National Infrastructure Challenge.” This federal
program, which our Coalition would urge you, Senator Boxer and
Congressmember Mica, to introduce in Congress, would provide the
financial incentives to accelerate much needed infrastructure investments
throughout America. It wouid be modeled somewhat like “Race to the
Top” — except this new program would require the majority of funding to
come not from Washington, but as 30/10 proposes, from local regions. As
30/10 demonstrates, leveraging a variety of innovative financing tools
would leverage a federal funding ratio of 20-35%, rather than the current
federal ratio maxing out at 80%. 30/10 shows how to dramatically
increase the efficacy of federal funding to reasonably accelerate
improvements to America’s crumbling transportation infrastructure.
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As the 8th largest economy in the world and the leading economic engine for the
United States we must seek out innovative and effective initiatives that allow us
to compete in today’s global economy. Strengthening our infrastructure will
provide the necessary foundation and be the needed catalyst in supporting
California’s role as a leader in just the sort of industries we need to grow our
economy; industries like information technology, entertainment, international
trade, financial services, agriculture, biotech and much more. It is imperative that
we must continue to work together to implement sound policies that grow the
larger economy and create employment activity, while dynamically protecting our
nation’s leadership role and optimizing its competitive advantages.

Our Coalition urges for the continued advancement of those core policy
principles proposed by Mayor Villaraigosa and taking yet another innovative idea
from California and extending its promise through a broader new program — the
“National Infrastructure Challenge” — to allow other communities throughout the
U.S., like Los Angeles did, to engage and contribute much more toward creating
a vital and cost-effective new partnership with Washington to rebuild and renew
America’s transportation infrastructure to meets the needs of the 21st century.

Thank you very much.
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WRITTEN STATEMENT
Of the Honorable Tim Spohn
City Council Member, City of Industry, California, and
Chairman, Board of Directors,
Alameda Corridor-East Construction Authority

Submitted to a joint field hearing of the House Committee on Transportation
and Infrastructure and the Senate Committee on Environment and Public Works
titled “Improving and Reforming our Nation’s Surface Transportation Programs

to Support Job Creation and the Economy,” held in Los Angeles, California on
FFebruary 23, 2011.

The Alameda Corridor-East Construction Authority Board of Directors
appreciates the opportunity to submit written testimony concerning the Alameda
Corridor-East project in eastern Los Angeles County, the significance of federal
support for the project and our suggestions for a national surface transportation
authorization program that will support job creation and strengthen economic
recovery.

International trade and domestic goods movement are vital to the economic
health of Southern California and our nation. The San Pedro Bay ports handle
almost half of our nation’s shipping containers, approximately three-quarters of
which are destined for markets outside the Southern California region. Asa
result, freeways in the region are heavily traveled by trueks and upwards of 100
freight trains a day traverse the region, with more than 90% of this freight rail
traffic heading east. Absent significant investment in improvements to the
region’s goods movement system, freight traffic chokepoints will continue to
impose significant economic and environmental costs on the nation and region—
a condition which may be exacerbated when trade volumes pick up as our
eeonomy recovers. Providing support for the region’s goods movement system
will be key to long-term sustained economic recovery, both for the region and for
our nation.

To facilitate goods movement while mitigating community and environmental
impaets, the Southern California region has supported a multi-modal strategy
which includes encouraging freight movement on trains rather than on trucks
which must travel eongested freeways. This strategy is exemplified by the
opening nearly nine years ago of the Alameda Corridor, a 20-mile, grade-
separated freight rail expressway. While the Alameda Corridor resolved a key
bottleneck between the ports of Los Angeles and Long Beach and the
transcontinental rail yards east of downtown Los Angeles, nearly all freight rail
traffic continues to the east, crossing urbanized areas in Los Angeles, Orange,
San Bernardino and Riverside counties. Recognizing the national significance of
the Alameda Corridor-East Trade Corridor, Congress designated it as a National
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Hon. Tim Spohn, Alameda Corridor-East Construction Authority
Statement Submitted to Senate-House field hearing
February 22, 2011

High Priority Corridor in TEA-21 and as a Project of National and Regional Significance in
SAFETEA-LU. Federal, state, county and local funding has been provided to support a program
of constructing grade separations at the busiest crossings as well as efforts to improve safety,
reliability and throughput.

The Alameda Corridor-East Construction Authority in eastern Los Angeles County has made
remarkable progress since being established a decade ago, with safety improvements completed
at 39 grade crossings and 14 grade separations either completed, under construction, or funded
and ready to commence construction later this year. The six grade separations cxpected to start
construction this year will create nearly 12,000 much needed jobs, mostly in the construction
sector where workers have been especially hard hit by the recession. Our success in completing
these projects has encouraged similar rail-highway crossing improvement efforts in our
neighboring counties to the south and east.

In total, nearly $1.5 billion in federal, state, local and railroad funds has been committed to the
Alameda Corridor-East project in the San Gabricl Valley. While typical highway projects are 80
percent Federally funded, the Federal funding share of the Alameda Corridor-East project in the
San Gabriel Valley stands at just under 15 percent. To help complete the remaining grade
separation projects in the San Gabriel Valley, the Alameda Corridor-East Construction Authority
supports the establishment through the surface transportation authorization legislation or through
standalone legislation of a national freight infrastructure investment program or Freight Trust
Fund for designated freight corridors and gateways.

The Alameda Corridor-East Construction Authority is a founding member of the Coalition for
America’s Gateways and Trade Corridors in Washington, D.C. The Coalition has worked with
Congress over the past decade to seek a permanent Freight Trust Fund specifically designated for
freight projects, which often have difficulty competing for funding with traditional highway
projects because freight projects often involve multiple modes. typically cross between state and
local jurisdictions and often are constructed in phases. To maximize the effectiveness of this
source of funding, it is important that the Freight Trust Fund be dedieated, firewalled and have
sustainable revenue sources.

Specifically, the Coalition for America’s Gateways and Trade Corridors supports the
establishment of a Federal Freight Trust fund along the following principles:

¢ Revenue should be assessed based on benefit from the freight transportation system;

¢ Increases in goods movement should yicld increases in revenue;

¢ All potential funding mechanisms should be considered, including traditional highway
user fees. tolls, custom and cargo fees:

e Funding priority should be given to federally designated Projects of National and
Regional Significance;

» Funding should be available for muiti-jurisdictional projects and eligible recipients
should inelude states, port authorities, municipalities and units of local government, such
as the Alameda Corridor-East Construetion Authority;

e Funding should be distributed based on objective, merit-based criteria;

e Funding should be available to support approved projects through to completion, similar
to the process available to transit projects with approved Full Funding Grant Agreements.
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In addition, the Alameda Corridor-East Construction Authority supports the following
recommendations with regard to a national freight infrastructure investment grants program:

e Roadway-rail grade crossings should be explicitly identified as eligible projects under a
national freight infrastructure investment program. Grade separations in built-out urban
areas such as Southern California are essential multimodal components in the goods
movement system, which improve safety and reliability and mitigate community impacts.
As mentioned above, the proposed grade separation projects along the Alameda Corridor-
East Trade Corridor in Southern California have been recognized by Congress as Projects
of National and Regional Significance and as essential components of a Nationat High
Priority Corridor.

e A national freight infrastructure investment program should supplement and not supplant
the overall level of funding necessary for a robust federal surface transportation program
for highway and transit projects across the nation.

e A national freight infrastructure investment program should address reasonable and
equitable distribution of resources to freight corridors and gateways depending on
program revenue source, which is yet to be defined, and based on the magnitude of their
importance in advancing interstate and foreign commerce, promoting economic
competitiveness and job creation, improving the efficient mobility of goods, and
protecting the public health, safety and environment.

Even with the current downturn in trade, which is likely to be cyclical in nature, the impact of
goods movement continues to impose a heavy burden on Southern California’s transportation
infrastructure as well as on the health of the region’s residents. Among Californians who are
exposed to dangerous levels of diesel emissions, more than 80 percent reside in the five Southern
California counties. More than 1,200 residents of Southern California die prematurely every
year due to the effects of goods movement.

A federal surface transportation bill which includes a national freight infrastructure investment
program offers the opportunity to directly and indirectly support job creation, especially in the
well-paying construction and goods movement sectors, as well as to strengthen long-term
economic recovery by supporting the more efficient movement of American exports and imports.
The Alameda Corridor-East Construction Authority is prepared to continue to work with our
regional, state and national partners, stakeholders and legislators to help establish a national
freight infrastructure investment program. We appreciate the attention paid to the challenges of
goods movement, particularly in Southern California where the traditional transportation issues
of mobility, air quality, safety and maintenance of infrastructure are inextricably intertwined with
the impacts of accommodating more than 40 percent of the nation’s containerized, water-borne
international trade.

In closing, I would like to express my sincere appreciation to Chairwoman Boxer, Chairman
Mica, Congresswoman Grace Napolitano and Congressman Gary Miller. Senator Boxer was
instrumental in providing the earliest significant funding for the Alameda Corridor-East project
through the TEA-21 legislation nearly a decade ago. Chairman Mica took the time to tour the
Alameda Corridor-East project last fall and Congresswoman Napolitano and Congressman
Miller have been longtime leading advocates of the Alameda Corridor-East project as members
of the House Committee on Transportation and Infrastructure. We thank them for their
leadership and support.
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