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Draft Vision Statements—Topic 1: The Big Picture

Topic 1: The Big Picture—Freight

The U.S. Freight Transportation System
in the Global Economy

Chaired by Deb Miller, Secretary, Kansas Department of Transportation

The Vision

By 2030, the United States will have the integrated, multi-modal
freight transportation system needed to maintain global competi-
tiveness, domestic economic strength, and low-priced goods for
the American people, delivered through a partnership between
government and industry.

Needed—A Freight System for the 21t Century

Business has entered the 215 Century, but the U.S. freight transportation system has not.
America cannot compete in the 21 Century global economy with a freight transporta-
tion system built in and for the 18", 19", and 20" Centuries. Compared with its major
competitors, the United States still has the most fully developed, efficient, and productive
transportation system. However, it is losing ground and needs to be improved.

Changing business practices have integrated shipping into the production process
increasing the demand for on-time delivery. Conducting business on a global scale
strains the freight system because needed resources and economic activity are so dis-
persed. The delivery of a computer to the buyer’s front door is likely to have included
multiple trips in Asia to move and assemble parts for final assembly in the United States
before delivery to the final destination. More trips, longer distances, and tighter time
tolerances require a system that is more efficient.

Capacity Crisis

The nation is entering the early stages of a freight transportation capacity crisis. All
systems are aging and stretched to capacity. Highways, railroads, ports, waterways,

and airports all require investment well beyond current levels to maintain, much less
improve, their performance. Projections of freight volume increases reveal that the
nation is unprepared and is not preparing fast enough for the freight increase. A recent
report forecasts a four-fold increase of container volumes in Los Angeles, Houston, and
Savannah, near tripling of volumes at the ports of New York/New Jersey, Charleston,
and Virginia, and greater than doubling at the ports of Miami, Tacoma, and Oakland.
These volumes will overwhelm the ports and the surface freight system in each of these
metropolitan areas.
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Needed—Governmental and Institutional Change

There is also a need for governmental and institutional change without which the new
vision for freight cannot be realized. These changes must address the following: the lack
of national leadership and a weak Federal role; a fragmented Congressional commit-
tee structure; stovepipes within U.S. DOT’s modal structure; a business—government
disconnect; the need for multi-state collaboration; the disconnect between cost occur-
ring locally, but benefits accruing nationally; and local fragmentation and parochialism.
While the United States is stymied for lack of a coherent national strategy, our major
competitors are investing in their transportation systems for the future.

When we used our crystal ball to check on what had been achieved 30 years
Jfrom now, substantial progress had been made. Here are the steps that were
taken:

1. National Leadership. To raise the profile of freight policy within U.S. DOT,
the position of Undersecretary for Policy was changed to “Undersecretary for
Freight Policy.”

2. North America Organized as Trading Bloc. By 2010, a new global economic
geography had taken form as billion-person nations such as China and India
became active in the world marketplace. The need to form a larger unit of
competition led the smaller nations of Europe to trade together as the European
Union. The United States also recognized the need to do the same through
NAFTA.

3. Integration of North America’s Transportation Systems. Congress directed
U.S. DOT and U.S. border states to work with corresponding States and
Provinces in Mexico and Canada to help integrate their highway, rail, and port
systems so North America could function as a competitive global trading block
representing over 450 million people.

4. National Freight Policy. Based on consultation with states and the freight
industry, U.S. DOT developed a national policy which, when implemented,
made a significant difference. It had seven elements:

e Improve the operations of the existing freight transportation system.

e Add physical capacity in places where investment makes economic sense.

e Use pricing to better align all costs and benefits between users and owners.
e Reduce or remove regulatory and institutional barriers to improved performance.
e Proactively identify and address emerging transportation needs.

e Maximize the safety and security of the freight transportation system.

e Miitigate the environmental, health, and energy impacts of freight transportation.

5. Multi-State Corridor Planning. Congress directed states to include in their
state transportation plans how they were collaborating with adjacent states to
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plan corridors of national significance. Where they were not, they were asked to
explain why not.

6. Metropolitan Organization Freight Plans. Congress directed MPOs to
include in their plans the steps they had included to improve the movement of
freight. When they did not, they were asked to explain why not.

7. Significantly Increased Investment. A quantum increase in national invest-
ment to improve U.S. competitiveness was made in the following:

e Expanded and targeted highway and freight-rail capacity;
e More efficient port operations;

e Improved intermodal connections;

e Coordinated multimodal/multi-state corridors;

e Strategically located intermodal distribution centers; and

e Integration of private supply chain management and public infrastructure.

8. Critical Commerce Corridors. This new 25-year initiative, supported with
freight-related user fees from outside the Highway Trust Fund, and which is
described in greater detail in the following section on Highways, made possible
dramatic improvement in the freight system.

9. Fixing Bottlenecks. A priority program was launched in 2010 to target invest-
ment in solving the 100 worst truck freight bottlenecks in the country by 2015.
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Major Freight-Truck Bottlenecks

This diagram shows the location of the highway interchange bottlenecks for trucks. The bottleneck locations are indicated by a solid
dot. The size of circle accompanying each dot indicates the annual truck-hours of delay associated with the bottleneck. Each of the
top 10 highway interchange bottlenecks cause over a million truck-hours of delay per year.
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Topic 2: Highways, Travel, and Tourism

A New Vision of America’s Highways:
Long-Distance Travel, Recreation, Tourism,
and Rural Travel

Chaired by Neil Pedersen, Maryland State Highway Administration

When President Eisenhower signed the Interstate and Defense Highways Act in 1956,
it turned out to be a transformational moment in the nation’s history. It provided the
infrastructure backbone of a national network that would sustain the economy and sup-
port America’s international competitiveness for more than half a century. Beyond that,
it also connected America—and Americans—in ways that provided unprecedented levels
of mobility and access to employment, recreational, and cultural opportunities.

The vision behind the Interstate System was focused and succinct: “to connect
principal metropolitan areas, cities, and industrial centers, serve national defense, and
connect with Canada and Mexico.” The black-and-white clarity of the Interstate vision
was perhaps appropriate for an America which now seems a simpler, less complicated
place. For the demands of a 21 Century world that is faster, smaller, and more inter-
connected, a new, more complex vision of America’s transportation future is emerging.

The underlying mission has not changed that much: reduce congestion; improve
safety; support economic growth and new patterns of development; connect farms,
factories, and showrooms to national and global markets; and make it possible for all
Americans to move about when and how they wish. But what has changed is the com-
plexity of the challenge:

o Aging infrastructure is increasingly costly to maintain or replace.

e Just-in-time manufacturing and delivery make system reliability critical.

e Congestion in metropolitan areas continues to waste unacceptable amounts of
time.

e The aging of the baby-boom generation, as well as new patterns of population
growth and regional development create needs for additional services and
facilities.

e Safety continues to be a critical problem.

e Transportation continues to be a source of air pollution and greenhouse
gases.

o Environmental requirements have made project delivery more time consuming.

0000000000000 00



Draft Vision Statements—Topic 2: Highways, Travel, and Tourism

Meeting Future Needs. So, 30 years from now how well will the United States
have done to provide a transportation system that solved those problems and met those
needs? When we dialed in our crystal ball for 30 years out, it was remarkable how much
improvement had been made.

United States Surface Transportation Vision

The system of highways and bridges built during the past 50
years had been preserved. Reliability had increased and conges-
tion reduced. The system was meeting the special needs of the
elderly. Capacity had increased in the booming areas of the South
andWest. Rural America was better connected. Most importantly,
a 21 Century national freight network effectively connecting all
parts of America to the world had been built.

So how did this come about?

1. Preservation. Highway preservation turned out to require more than routine
maintenance. Pavement foundations had to be rebuilt and many bridges rebuilt
or replaced. Many structures needed to be modernized to carry heavier truck
loads, faster design speeds, and traffic growth. Preserving the system required
enormous resources.

2. Performance. Advanced technologies and better system management tech-
niques were used to reduce congestion, improve throughput, and increase sys-
tem reliability.

3. Capacity. Highway capacity was needed in three areas: to serve new growth,
improve access into and out of rural areas, and to create a national freight
network.

4. Supporting New Growth. America changed a lot since the original Interstate
System was laid out. One huge change was the development of new regions—
particularly in the West and South—that needed new roads, or upgrades to
existing roads, to adequately interconnect with other regions, rural areas and
parks, and recreational opportunities. To accommodate this growth, a strategy
was developed to improve connections to urbanized areas with a current or
expected population greater than 50,000. This added 12,400 lane-miles to rural
parts of the National Highway System (NHS). In addition, 40,000 lane-miles
were added to the existing 135,000 lane-miles of rural Interstates. Another 6,000
lane-miles were added to existing NHS routes that already exceed capacity or
were expected to in the future.

5. Travel, Tourism, and Recreation. Traffic bottlenecks at major vacation des-
tinations were becoming more prevalent. What proved important to improving
travel to those destinations was investment in the Federal-aid system below the
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Interstate and NHS. Improvements were also needed to the national system of
Scenic Byways as well as roads on Federal lands maintained by the National
Park Service and U.S. Forest Service, and other agencies.

6. National Freight Network. National freight trends were changing. International
trade increased from 13 percent of the economy in 1990 to 30 percent by 2010.
The volume of international containers coming into our ports was forecast to
increase from 40 million in 2005 to 110 million by 2020. Truck volumes doubled
by 2035, and rail freight increased by over 60 percent. To keep up with these
needs, especially those on the highways, states in partnership with the Federal
government and industry, developed a plan to add the national capacity needed.
This included several components to be added to the Interstate Highway System:

e Intermodal connections linking seaports and distribution centers: 400 lane-miles.
e Trade corridors serving major gateways and NAFTA routes: 14,000 lane-miles.

e Upgrades to Interstate standards of key fort-to-port STRAHNET connec-
tions for rapid military deployment: 1,000 lane-miles.

e Finally, 8,000 centerline miles of high-volume, truck-only lanes.

7. Critical Commerce Corridors. Congress decided that the best way to signal
a higher priority for improving the national freight network was to provide new
funding dedicated to this purpose. They did so by creating a program called
Critical Commerce Corridors, a 25-year initiative to fund projects of national
significance. Funded from freight-related user fees from outside the Highway
Trust Fund, it enabled states to fix highway truck bottlenecks, improve intermo-
dal access to ports and distribution centers, fund international gateways, and add
capacity to priority trade corridors. The system was designated through a pro-
cess where the Federal government provided coordination; the states and MPOs
had the responsibility for planning; with the consultation of trucking, railroads,
ports, and shippers; and the involvement of affected communities.

8. Dedicated Truck Lanes. Handling the dramatic increases in truck traffic which
took place required more lane capacity, but to make it tolerable to the driv-
ing public, it also required the separation of truck traffic onto truck-only lanes
in many corridors. At the urging of the trucking industry these facilities were
funded through higher fuel taxes rather than through tolls.

9. Improving Trucking Productivity. Creating a national network of truck-only
highways, allowed for longer and heavier trucks for longer distance inter-city
trips, although the loads (for example triples) had to be broken down into
smaller units to traverse the regular network in metropolitan areas. This change
finally allowed the trucking industry to gain from the productivity these changes
made possible. It separated trucks from regular automobile traffic achieving
a major increase in safety; and the heavier trucks traveled only on roads and
bridges specially designed to handle the greater loads.



Draft Vision Statements—Topic 2: Highways, Travel, and Tourism

10. Graying of America. With the aging of the baby boomer generation, people
over 65 became the fastest-growing population in the United States. By 2020,
there were than 40 million licensed drivers age 65 and older. To meet their
special needs senior-friendly road designs such as intersection improvements,
better signage, lighting, and road markings were provided. What transportation
agencies learned was that when driving was made safer for the elderly it became
safer for everyone. For those who in their later years could not drive or wanted
an alternative, improved transit and supplemental transportation services were
developed in both urban and rural areas.

11. The Choice—A New Vision or Complacency. The nation figuratively stands
at a fork in the road. One path leads to a new vision which if realized will help
guarantee that our children and grandchildren will have a bright future. In that
vision, national leaders muster the political will to provide the quantum increase
in investment needed. The best methods and materials are used to build the new
highway capacity needed to ensure that goods and services are readily avail-
able to everyone at affordable prices, to efficiently get American agricultural
products, manufactured goods, and value-added services to world markets, and
to afford every American enjoyable access to the Nation’s incredible array of
recreational and cultural opportunities. In that vision, technological frontiers
continue to be expanded to make travel safer, more enjoyable, and more reliable
for everyone, while minimizing energy consumption, impacts on the natural and
built environment, and negative effects on global climate change.

The other path is one we might take out of complacency, because we fail to appreci-
ate what is at stake, or because we cannot muster the political will to do what is needed.
At the personal level, this is a path of more congestion, more time spent in traffic, less
time spent with the family, more missed deliveries, and more frustration. At the national
level, this is the path of reduced economic prosperity, greater damage to the environ-
ment, more American jobs lost to countries, like China and India, who are investing in
the transportation systems and technologies of tomorrow, to catch up and surpass us.

The choice is ours.
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Topic 3: Freight and Passenger Rail

Conditions Critical to Ensuring Vibrant
Freight and Passenger Rail Systems

Chaired by Craig Rockey, Vice President, Policy and Economics,
Association of American Railroads

Rail transportation is critical to the United States. U.S. freight railroads form the world’s
most cost-effective freight rail system, serving nearly every industrial, wholesale, retail,
agricultural, and mineral-based sector of our economy. Meanwhile, passengers took
some 435 million trips on our commuter railroads in 2006 and millions more rode
Amtrak. Both will play a heightened role in America’s future.

The U.S. population hit 200 million in 1967, 300 million in 2006, and is expected
to pass 400 million by approximately 2040. To serve this expanding population, the
United States needs a transportation policy that balances the respective strengths
and synergies of rail, water, highway, and air transport. Our society would benefit if
railroads played a more prominent role. Railroading is safe, highly fuel efficient, envi-
ronmentally friendly (including in terms of greenhouse gases), and can handle large
volumes of traffic. With highways more congested and costly to build, railroads can help
manage the increases in freight and passenger traffic expected in the years ahead.

Capacity will be key. Freight and passenger railroads will need a significant amount
of new infrastructure capacity just to maintain their share of the domestic transporta-
tion market. Increasing the rail share will require even more capacity.

So, 30 years from now what will freight and passenger rail look like?
Remarkably, when we set our crystal ball for 30 years out, it showed significant improvement
over what we have today.

Vision
Railroads have been enabled to add the capacity needed through private capital, tax
incentives, and public—private partnerships, intermodal connections have improved,

passenger rail has dramatically expanded, regulation is at tolerable levels, and coopera-
tion has enabled passenger and freight rail to grow together.

Over the past 30 years what steps were taken to bring this about?

1. Freight Rail Market Share Increased from 14 Percent to 15 Percent by
2035, Rather Than Dropping to 13 Percent as Forecasted. What made it
possible for freight rail to increase market share in this period was rail intermo-
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dal shipments growing by over 200 percent between 2007 and 2035. Carrying
more long-haul loads by rail proved helpful to truck-load carriers who continued
to face a driver shortage. Shifting those trips to rail also relieved pressure on
highways which were already congested. Funding to add the rail capacity needed
was the most important success factor.

. Investment Tax Credits. Congressional adoption of a widely-supported tax
incentive proposed by the rail industry was a critical element in expanding rail
capacity. Once in place, this incentive made possible the leveraging of billions of
dollars of additional investment per year—projects that were implemented earlier
than they otherwise would have been or would not have been implemented

at all. Traditional rail company investment and newly incentivized investment
made possible through the tax incentive allowed railroads to address hundreds
of capacity constraints across their systems as they became the most critical
impediments to rail operations. State DOTSs believed that freight rail capacity
enhancement projects should be shown to produce public benefits.

. Public-Private Investment in Rail Improvements. Many states, cities, and
counties entered into joint ventures to invest in rail improvements in partnership
with the railroads. Such joint public—private ventures made possible projects
which would not have been undertaken by either the public or private interests
alone and were enabled by each sector funding the projects based on the benefits
that they realized. The ReTRAC project through Reno, Nevada, is a classic
example. The Union Pacific track was depressed in a 2.25-mile trench which
eliminated at-grade crossings in the busy downtown gaming district. Trains were
allowed to move through town faster, and vehicle delays and vehicle and pedes-
trian accidents at the street level were eliminated.

. Intermodal Connections Were Improved. Intermodal connections to ports
and distribution centers were made in many parts of the country providing
seamless, more efficient connections involving rail, highways, and water trans-
portation. The FAST Corridor in the Seattle-Tacoma region is a prime example.
The Puget Sound maritime freight gateway has leveraged hundreds of million

of dollars of public and private funding so far, with hundreds of million more
expected. Train volumes between Seattle and Tacoma doubled over 20 years.

. Projects of National Significance Were Funded. There are many projects

of national significance around the country which without question are vital to
national security and the American economy. For projects this strategic, Federal
funding was provided across the national rail network—from tunnels in the east
to rail gateways and hubs in the mid-west and south to ports in the west.

. Railroad System for the 21% Century. In 2007, AASHTO published a report
titled America’s Freight Challenge. It stated that America needed a new railroad
system, which “will expand capacity and eliminate the critical bottlenecks which
plague the old system today...It will stretch to the limits of American’s new
frontiers, reach directly to port docks, and span chokepoints in Chicago, Los
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Angeles, and Texas, and throughout the East Coast. As with the 19" Century
system, public-sector assistance will be needed, new funds, and new regulatory
flexibility.”

A project under way in 2007 was such an effort. It was the Heartland Corridor, a
partnership between the Virginia Port Authority, the Norfolk Southern Railroad
and the states of Virginia, West Virginia, and Ohio. It created a double-stack con-
tainer route from the port of Norfolk to the Midwest, cutting the distance by 250
miles and shaving 36 hours off the trip. It built new rail line where needed, raised
tunnel and bridge heights to accommodate containers stacked two high. The
project cost was funded by a combination of interests, including Federal funds.

7. High-Speed Rail. High-speed rail was ideally suited to connect enterprises in
mega-regions such as in the Midwest from Milwaukee to Chicago and St. Louis,
across distances of 200 to 500 miles. Reliable, on-time 125-mph Amtrak service
was provided in the Northeast Corridor from Boston to Washington, DC. Soon
after, folks in Texas pushed for and obtained funding for their South Central
High Speed Corridor linking San Antonio and Dallas to Tulsa, Oklahoma and
Little Rock, Arkansas.

8. Good Policies. In addition to funding, sound policies also proved important
to developing viable future rail services. One of the first was to develop an
understanding with commuter-rail advocates that unless adequate capacity
was provided, neither freight rail nor passenger rail could provide reliable, on-
time service. With that understanding in many metropolitan areas they worked
together to add the facilities necessary for both of them to expand and provide
excellent service to their respective customers. The second area was environ-
mental policies. Here what they were able to achieve was streamlining of envi-
ronmental permitting and ensuring that environmental mandates struck a proper
balance between cost and benefits.
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Topic 4: Transit and Intercity Bus

Vision for Public and Intercity Transportation

Chaired by J. Barry Barker, Executive Director, Transit Authority of River City

“This is going to be the public transportation century in America’
Transit will keep America a mobile society.”

—James L. Oberstar, Chairman
Committee on Transportation and Infrastructure,
U.S. House of Representatives

Core Vision

The vision for America’s transportation future must portray a nation where people
have freedom to make transportation choices and where travel options are prominent.
Expanding public transportation will help accommodate that growth and will make the
overall transportation network perform better. This is in the context of the overarching
goals of economic vitality, enhanced livability and quality of life, and environmental
sustainability, a new “Triple Bottom Line.”

So what will public transportation in America look like 30 years from now?
Remarkably, when we set our crystal ball for 30 years out, it showed significant improvement
over what we have today.

Ridership has at least doubled, customers know to the minute when buses and trains
will arrive and depart, and congestion and energy consumption have been reduced by
shifting trips from cars to transit. Existing systems in major markets have been modern-
ized, Light-Rail New Starts have been built, bus-rapid-transit is widely used, and para-
transit services for the elderly is being provided in both rural and urban areas.

So what was done to bring about this transformation in transit?

1. Transit Goal. A goal was set in 2007 which stated, “Within 15 years, a high-qual-
ity, fully-functioning, high-capacity regional public transportation system should be in
place in every metropolitan region in America, and a choice of travel options should be
available to Americans in all areas”

2. Preservation. The first thing transit agencies did to achieve this goal was
to secure the resources necessary to preserve and modernize the system in
place. Bus and rail maintenance facilities have received whatever moderniza-
tion required. Stations, tracks, and bus shelters were refurbished and bus fleets
and rail cars were replaced. Because of increased demand, many bus, light rail,
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subway, and commuter-rail systems needed to be modernized and their capacity
expanded.

3. Advanced Technologies to Improve Service and Performance. The next
thing they did was invest in advanced technologies to improve transit system
performance. Customers receive real-time information about when buses or rail
cars are about to arrive, and smart cards interchangeably on any and all transit
services to pay for rides.

4. Ridership. Transit ridership was at least doubled by 2030, and a plan developed
to increase it significantly again by 2050.

5. Bold Strategy to Add Capacity. A bold strategy was followed to add needed
capacity.

e Modernizing Existing Systems. Subway systems and commuter-rail sys-
tems in major markets were modernized and expanded. New York, Chicago,
Boston, Philadelphia, San Francisco, and Washington, DC, were among the
systems modernized to meet growing travel demands.

e New Starts Funded. Many of the 264 projects deemed eligible for prelimi-
nary engineering in 2007, received Federal funding, were built, and are in
service.

e Bus-Rapid Transit. Many communities enhanced their bus operations
through innovative improvements to system design and performance. Low
floors and multiple-doors were used to speed up passenger loading, while
dedicated lanes enabled trips to be made by bus, faster than would be pos-
sible by private automobile.

e DParatransit Services for Older Persons and Persons with Disabilities.
The aging of America is created a huge demand for both fixed-route and
paratransit services. Improved paratransit services were provided in cities,
suburbs, and rural areas. Connecting rural America with medical and other
services proved especially helpful.

e Intercity Bus Needs. Additional funds were provided to expand intercity
bus services to rural communities through the 5311(f) program. Demand for
over-the-road charter bus services flourished for tours and tourism as the Baby
Boom generation hit retirement. As airport capacity and airspace has become
strained, viable alternative service for trips of 300 miles or less has been pro-
vided with great success using inter-city buses and intercity passenger rail.

6. Seamless Connections. Joint use of terminals by inter-city passenger bus,
rail and local bus services has increased convenience to customers. Passengers
desiring to travel from one city to another can receive trip schedules on the web
giving them portal-to- portal instructions on routing and pick-up points.

7. Real Estate Value Capture. To supplement what could be provided through
tax dollars, many transit agencies tapped the value they added to nearby real
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estate to fund improvements. Developers whose projects depended on the avail-
ability of convenient transit service were often willing to contribute funding in
transit joint development projects. An example is an office-retail-hotel complex
which sits on top of the Bethesda, Maryland Metro Center pays Metro $1.6 mil-
lion in air rights each year. Another technique which worked was tax increment
financing, where future revenues made possible through transit improvements
were pledged to help fund the transit project itself. An example is a transporta-
tion center in Cedar Rapids, lowa, which was co-located with a parking garage,
an office building, and a housing project. Taxes from the adjacent commercial
uses were used to pay off the debt on $4.5 million in bonds taken out to fund the
local match for the transportation center.

8. Land Use. A major reason transit ridership grew so significantly was that
during this period there was a change in where most development took place.
Approximately 1/3 of housing and commercial demand was met through infill
development in central cities and older suburbs. Another 1/3 was met through
new mixed use transit-oriented development and compact single-family sub-
divisions. This came about not because government tried to force change, but
because the market demanded a change. As Shelly Poticha of Reconnecting
America pointed out, “All the demographic groups that are increasing in size in
this country—older, smaller households, and singles—are the same groups that
have historically preferred urban living and that do use transit.”

9. Global Climate Change. To be helpful on global climate change, increasing
trips made by transit, by bike, or on foot were exactly what was needed to reduce
energy consumption.

10. Complete Streets. Design of streets and street systems considered not only
how best to accommodate automobiles, but also how to include a full range
of users including public transportation riders, pedestrians, bicycle users, and
people who use mobility assistance devices such as wheelchairs.”

Additional Policy Strategies

1. Guaranteed Funding. The practice of “guaranteed” funding started in TEA-21
has assured that the funding promised is actually delivered.

2. Federal-State-Local-Private. Continued support from all levels of government
and the private sector will be required if we are to adequately fund transit needs.

3. Streamlined Project Approval Process. We need to expedite project delivery,
as we continue to be good stewards of community values and the environment.

4. Major Capital Investment Criteria. In evaluating projects, factors more than
just cost-effectiveness and congestion relief need to be considered, including
economic development, transit-supportive land use, and environmental benefits.

5. Land Use and System Performance. Regions that consider transportation
and land use plans together should be rewarded.

) ©® © © 0 00060060000 0 00O



Draft Vision Statements—Topic 4: Transit and Intercity Bus

6. Integration with Value Pricing and Toll Roads. The combination of public
transportation with roadway tolling can provide synergies. Transit use can
improve corridor performance at the “peak of the peak.” When so, a fair share of
the revenues generated should be devoted to public transportation investment.

7. Funding Flexibility. The ability to flex funding from highways to transit and
vice versa, should be continued in future legislation. Choices whether to invest in
highways or transit should not be skewed by differences in match rates.

8. Mega Projects. Transit projects should be included in programs addressing
“projects of national significance.”
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Topic 5: Metropolitan Mobility

Vision for Metropolitan Transportation

Pete Rahn, Director, Missouri Department of Transportation

Metropolitan areas will continue to be the center of population and economic growth in
the United States. Over the past 50 years, the number of people living in metropolitan
areas in this country increased from 85 million to 225 million. Over the next 50 years, it
is expected to grow to nearly 350 million.

So what will metropolitan areas look like 30 years from now and how well will their
transportation systems work? Remarkably, when we set our crystal ball for 30 years out, it
showed significant improvement over what we have today.

Even though 60 million more people have been added to the 10 large mega-regions
such as Southern California, and the Texas Triangle, and 15 million have been added to
metro-regions of a million and above like Denver and Memphis, mobility within those
regions has improved and their connections to United States and world markets are
working well.

United States Metropolitan Mobility Vision

Congestion has been reduced; bottlenecks fixed; capacity added; highway, transit and rail
systems have been preserved, and their performance enhanced. The world-class transportation
system that was created allowed residents to enjoy expanded opportunities for jobs, places to
live, time with family, education, healthcare, recreation, and other services. Businesses realized
a competitive advantage and productivity growth.

So how did all this come about? It started with a dynamite set of recommendations
to Congress by the National Surface Transportation Policy and Revenue Commission.

They concluded that reducing congestion, keeping America globally competitive
and meeting 21 Century metropolitan mobility needs would require solutions which
go beyond what had been done before. It would require a multi-modal approach which
preserved what had been built to date, improved system performance, and added
substantial capacity in highways, transit, rail, seaports, and airports. It would require
giving freight, connections to world markets, and regional passenger rail service higher
priority. It would require the synchronization of transportation, land use, housing, and
energy policies. Finally, it would require the use of advanced technologies, a quantum
increase in investment, getting governmental restrictions out of the way where they do
not belong, and inter-jurisdictional collaboration.

The next thing we asked the crystal ball to show us was what had been done within metro
regions to improve mobility.
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1.

Preservation. The first thing transportation agencies did was secure the resources
necessary to preserve and modernize the system in place, both for highways and
transit.

Performance. The next thing they did was invest in ways to improve system
performance. Crashes, breakdowns, construction work, weather, and special
events cause about 50 percent of congestion. These disruptions were addressed
through quick incident clearance, snow and ice control, and advanced public
notice of construction work. Advanced technologies were used to improve trav-
eler information.

. Transit. Transit ridership was doubled by 2030 to 20 billion trips a year, and a

plan developed to double it again by 2050.

Better Street Design. States and local governments agreed that design should
maximize local trips being made on local streets, and to only provide for trips on
arterials when absolutely necessary. Strict access control was applied to arteri-
als. Designers learned that serving the needs of the communities through which
roadways pass was just as important as serving the needs of through traffic.

Highway Capacity Needed. A 2007 study showed that to reduce current
congestion and meet future needs, the equivalent of 40,000 lane-miles needed to
be added to the existing 75,000 urban Interstate lane-miles. To do the same on
urban segments of the National Highway System (NHS), an additional 50,000
lane-miles needed to be added. Finally, up to 8,000 center line miles of HOV
lanes needed to be added, which could carry buses, vans, and autos or trucks
with two or more occupants.

Funding Priority and Revenue Alternatives Needed for New Capacity.
When Congress understood that over 80 percent of the country’s Gross
Domestic Product (GDP) was being generated in metropolitan areas, they made
sure that priority was given to transportation investments in those areas. It was
concluded that because preservation would use up nearly all of the resources
generated through traditional forms of taxation, states and local governments
would have to look for alternative sources of revenue.

Tolls. Between 2000 and 2006, 30 percent to 40 percent of the approximately
150 miles of new expressways built nationally each year were financed through
tolls. By 2030, the percentage of new arterials financed through tolling increased
to over 50 percent.

10. Premium Service, High Occupancy Toll (HOT) Lanes. HOT lanes proved

to be an effective way to add capacity, provide congestion relief for the system
and superior service to the customer. It was the concept of “customer choice”
which made this approach to pricing acceptable to the public.

11. Where to Put New Highway Capacity? Over, Under, Around, and

Through. When adding highway capacity proved necessary, states, cities, coun-
ties, and toll authorities found ways to get the job done. Amongst the innovative

©O 00000000000 0 0 ¢



Draft Vision Statements—Topic 5: Metropolitan Mobility

alternatives used were elevated expressways to go up, entrenched expressways
to go under, and to acquire rights-of-way in heavily developed urban areas they
used abandoned railroad corridors and drainage channels.

The third thing we asked the crystal ball to show us was what had been done to the 10
large mega-regions in the country, to connect them internally and to world markets?

1. Mega-Regions. In 2007, a report called America 2050 forecast that most of
the nation’s population growth and economic expansion would take place in 10
emerging mega-regions. These mega-regions were not something government
or industry had tried to bring about. However, once it was recognized that they
existed and that they did offer competitive advantages when dealing with similar
economic regions in other world markets, it was decided that we should maxi-
mize what the mega-regions could do for the national economy.

2. Connected Inside the Region by High-Speed Rail. High-speed rail was ide-
ally suited to connect enterprises in these mega-regions across distances of 200
to 500 miles. Reliable, on-time 125-mph service was provided in the Northeast
Corridor from Boston to Washington, DC, and the Midwest Corridor linking
Milwaukee, Chicago, and St. Louis. The three fastest growing mega-regions,
Southern California, the Texas Triangle, and Southern Florida concluded
that nothing less than 250-mph service, akin to France’s TGV system and the
Maglev system operating in Shanghai, would meet their needs. By 2030, reliable
corridor passenger rail service had been built in all 10 mega-regions.

3. Build America Bonds. To fund this and other passenger and freight projects of
national significance Congress created a $10 billion annual tax credit bond program.

4. Critical Commerce Corridors. From the same Critical Commerce Corridor
program described in the previous section on highways, significant additional
investments were made possible in metropolitan areas. This fixed highway truck
bottlenecks, improved intermodal access to ports and distribution centers,
funded international gateways, and added capacity to priority trade corridors.

The final thing we asked the crystal ball to show us was what changes were made to make
it possible to get so much done?

1. Getting Government Regulations Out of the Way. It was concern over global
warming that changed things. Activists went from trying to stop things from hap-
pening to demanding that government take action. When they found Federal laws
and regulations that needlessly stood in the way, they persuaded Congress that they
be modified to achieve the same objectives, only in ways that were better and faster.

2. Use It or Lose It. For projects of national significance a 24-month “use it or
lose it”” rule was adopted. With hundreds of millions of dollars at stake, commu-
nities found ways to complete the review process and get the project under way
before the deadline.
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3. Intergovernmental Collaboration. Regional economies often extended
beyond political boundaries, involved more than one mode of transportation,
and involved both the public and private sectors. Collaboration among all these
players came about when they realized that the improvements needed wouldn’t
happen unless they did.
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Topic 6: Sustainable Transportation

Sustainable Transportation for America

Chaired by Hal Kassoff, Parsons Brinckerhoff

“Sustainable development is development that meets the
needs of the present without compromising the ability of
future generations to meet their own needs””

—Our Common Future (Brundtland Report)

America’s transportation system has served us well, but now faces the challenges of
congestion, energy supply, global warming, environmental impacts, and suburban
sprawl that undermine the economic, social, and environmental future of the nation.
With 140 million more people expected in the next 50 years, past practices and current
trends are not sustainable.

To meet the transportation needs of the present and pass on a better world to our
children and grandchildren, we must accomplish the difficult task of expanding the
transportation network’s capacity to serve growing population and communities and an
expanding economy while simultaneously reducing the environmental footprint of the
system.

The Triple Bottom Line

The transportation decision makers of the future should adopt the triple bottom line as
a yardstick to evaluate the sustainability of surface transportation system policies and per-
formance in order to ensure that transportation strategies and investments will result in

e Robust economic growth;
e Better-than-before health of the environment; and

e Improved quality of life for all citizens.

The vision for a sustainable transportation system for the future can be evaluated
through the lens of *“the triple bottom line™ a term coined in the late 1990°s by John
Elkington.! Elkington adopted this approach as a way to encourage sustainable develop-
ment by evaluating performance on the basis of social, economic, and environmental
impacts.

Applying the triple bottom line to assess projects sends a message that financial,
cost-benefit, and economic considerations are not the sole drivers of transportation
projects. Instead, it reflects a more balanced approach which embraces the concept that
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economic, social, and environmental considerations are factors of co-equal importance.
The “Triple Bottom Line,” which reflects environmental, social, and economic objec-
tives, should be utilized to assess and help guide the design of proposed transportation
improvements.

A. Sustainability to Support Robust Economic Growth

e Use sustainable practices in improving the existing transportation system
e Manage highway travel demand

e Apply Sustainable approaches when delivering new capacity

Our population is growing, more cars will be traveling more miles, and truck freight
is expected to double by 2035. One question is whether this demand can be met in part
through alternatives which can reduce the overall amount of new highway capacity that
will have to be built? The answer is yes. Advanced ITS traffic management technologies
can improve system performance. Congestion pricing is also believed to be an effective
technique. Variably priced high-occupancy toll lanes have been accepted here in the
United States and are working in places like California and Minnesota. Policy advocates,
such as the U.S. DOT Policy Office, have been encouraging congestion pricing, where
fees are exacted during peak travel periods on roads which are currently free of charge,
to encourage drivers to drive at different times of day or to shift to transit. They point to
the cordon pricing imposed in London, Stockholm, and Singapore as a model for U.S.
cities.

Recommendations to achieve this goal include:

1. Manage and operate and improve system performance of existing transportation
facilities and services by adopting advanced operations and ITS technologies.

2. Use asset management to preserve, extend life, restore, and enhance the existing
system.

3. Improve network connectivity within and between modes for passenger and
freight traffic.

4. Leverage existing capacity with better highway and street grid integration

. Reduce the growth in VMT—from three trillion in 2006 to five trillion in (rather
than seven trillion) by 2055.

6. Double transit ridership by 2030 and reduce the number of commuters who
drive alone.

7. Use pricing strategies that improve efficiency in travel time, utilization of existing
capacity, and reliability consistent with environmental, social, and economic goals.

8. Expand transportation system capacity judiciously using sustainability principles
and context sensitive solution practices in order to achieve program and project
outcomes that fit into and enhance their settings while fulfilling transportation
objectives.
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B. . Sustainability to Leave a Better-Than-Before Environment

e Reduce Carbon Dioxide in the Atmosphere, Reduce Dependence on Foreign
Oil, and Conserve Energy

e Use Environmental Stewardship Principles

Whether it was President George W. Bush recommending a 20 percent reduction
in oil consumption in his 2007 “State of the Union Address,” or former Vice President
Al Gore receiving an Academy Award for his documentary, “An Inconvenient Truth,”
global warming is now a political and economic fact of life.

Transportation now represents 32 percent of domestic carbon emissions and is
the fastest growing source of these emissions. The U.S. surface transportation system
by itself emits more carbon dioxide than the total for any nation in the world from all
sources except China. Highway vehicles generate 72 percent of these emissions.

Transportation must lead in finding solutions. Actions to reduce transportation C0?
emissions are especially important:

1. Support the President’s proposal to reduce transportation-related oil consump-
tion by 20 percent in ten years, through increasing CAFE standards and use of
renewable fuels.

2. Double the fuel efficiency of new passenger cars and light trucks by 2030 and
reduce automobile and truck carbon dioxide emissions by 20 percent by 2020
while launching an expanded, long-term national research effort for non carbon-
based sustainable energy sources.

3. Double transit ridership by 2030 while expanding the potential for intercity pas-
senger and freight railroads to serve a greater share of their markets.

4. Cut in half the long-term projected rate of growth of vehicular travel. (VMT is
projected to grow from three trillion at present to seven trillion by 2055. This
goal would slow down VMT growth to between 4.5 trillion and 5 trillion by
2055, still a substantial increase.)

5. Reduce the percentage of commuters who drive alone to 1980 levels, and increase
the percentage of those who ride transit, car pool, walk, bike, or work at home.

To deal with the impacts which transportation projects can have on communities
and the environment, State and local transportation agencies are taking new approaches
called Context Sensitive Solutions and Environmental Stewardship. These approaches
can effect a significant in direction from just avoiding negatives to creating positives.

For example, today’s highways are the number one recycler in America, reusing
recycled asphalt pavement, slag, fly ash, tires, glass, and roofing shingles in our pave-
ment mixes. Highways through mitigation are creating a net gain in wetlands. Between
1996 and 2002, $5 billion was invested in over 15,000 community projects ranging
from the preservation of historic train stations to the creation of thousands of miles of
bike and walking trails through the transportation enhancements program.
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1. Go beyond mitigation to enhancement of our natural systems—air, water, and
wildlife habitats

2. Set aside and preserve 120,000 acres or more in wetland reserves and wildlife
habitat, and fund thousands of additional community transportation enhance-
ment projects.

3. Measure end results so that the natural environment is better than before
project-by-project
4. Expand the reuse and recycling of materials

5. Create long-lasting materials to conserve resources

C. Sustainability to Improve the Quality of Life for All Citizens

e Expand sustainable life style choices by coordinating land-use and transportation

e Encourage collaborative land use and transportation

A Brooking Institution study estimates that by 2030, half of the buildings in which
Americans live, work, and shop will have been built after 2000. In the past, the quest for
affordable housing and lower-cost commercial space has dispersed suburban develop-
ment ever outward. Transportation, housing, and land-use policy makers should col-
laborate on policies that create more sustainable patterns of development.

1. Changing demographics could make it possible to satisfy a third of new housing
and commercial development demand through infill of central cities and close in
suburbs, and an additional third through new mixed-use commercial and multi-
family development, and compact new single-family development friendly to
walking, biking, and transit.

2. Encourage community road design which encourages local trips to be made on a
well-connected network of local streets and reduces trips made on arterials.

3. Preserve and strengthen rural areas and small towns through coordinated trans-
portation and land-use strategies intended to preserve fragile natural and human
environments.

Endnotes

1. Elkington, J. Cannibals with Forks: The Triple Bottom Line of 21% Century Business.
1998.
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Topic 7: Advanced Technology and Innovation

National Vision for the Surface
Transportation System

Chaired by Michael Walton, University of Texas

Within the next 30 years, advanced technology will ensure sys-
tem operation with the best possible efficiency, reliability, safety,
security, and ride quality.

Safety

Imagine a highway system without crashes. A goal to be approached through vehicles
equipped with collision avoidance and lane departure systems. T he vehicle will also
assess blood-alcohol levels and signs of drivers who may be sleepy or ill, and take
appropriate corrective action.

Mobility

Imagine a highway system with reliable and predictable travel times. If crashes are
reduced, then the delays caused by events such as, construction, sporting events, and
weather will be managed through advanced notice to travelers.

Traditional traffic sensor systems will have been replaced with information gen-
erated from vehicles communicating their location, speed, roadway condition, and
weather information directly to roadside receivers. This information will improve traffic
signal control and ramp metering, and enable managers to monitor flow on parallel
routes, diverting traffic to roadways with underutilized capacity.

Demand management strategies will be used to reduce peak period congestion and
slow overall growth in vehicle miles of travel (VMT). This will include the use of con-
gestion pricing such as variable toll rates, and telecommuting.

Traveler Information

Imagine the availability of traveler information that provides real-time estimates of
travel times and parking availability. Traveler information will become a commodity,
available from large national firms competing to gather and sell information to shippers,
travelers, and public agencies
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The Vehicle

Imagine the vehicle of the future, which comes equipped with a mix of safety, busi-
ness and entertainment features, such as adaptive cruise control, rollover control, lane
departure warnings, advanced mapping systems, and communications systems which
can download movies, access banking services, place carry-out food orders, or reserve a
parking spot.

Materials Technology

Imagine roadway and bridge infrastructure created using long-lasting, high-perfor-
mance materials, where pavement failures and potholes are immediately identified and
repaired, before they can become hazardous and expensive to fix. This could involve the
use of composites, crumb rubber chip seals, and other materials which increase pave-
ment life and reduce construction time.

Construction Technology

Imagine highway construction and maintenance techniques which minimizing traf-
fic disruption and provide long-lasting improvements. This will be achieved through
the use of robotics, high-performance materials, and components prefabricated off
site. GPS and laser-guided earth movers whose work is guided by three-dimensional
software programs will make surveying and staking a relic of the past, and accelerate
project completion.

Premium Transportation Services

Imagine a highway system which includes premium service to motorists willing to pay
in congested areas to ride in High Occupancy Toll (HOT) lanes. Paying customers will
be assured of minimum travel times with the highest possible safety and ride quality.

Innovative Contracting

A design-build contract was used by Utah DOT to rebuild 17 miles of Interstate 15
through the heart of Salt Lake City. The $1.6 billion project would normally have taken
10 years, but this contracting technique enabled it to be completed in just 4.5 years
and $32 million under budget. Indiana DOT needed to rebuild an eight mile section

of Interstate 70 and 65 in downtown Indianapolis without hurting its economy. In a
project dubbed “Hyperfix,” traffic was shut down and rerouted to other roads, the day
after the Indianapolis 500, and completed the day before the Brickyard 400, through an
A+B+C contract which provided an incentive for early completion. The contractor was
allowed 85 days, but completed the job in 55 days. Florida DOT has reduced its main-
tenance costs between 15 percent and 20 percent in several areas of its road system,

by entering into long-term, performance-based, private-sector contracts. In the future
innovative contracting will be widely used.
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Vehicle Infrastructure Integration (VII)

The Vehicle Infrastructure Integration Initiative is a partnership between Federal and
state DOTs and automobile industry to deploy new vehicle-to-vehicle and vehicle-to-
roadside communication capabilities. Many feel that the VII system has tremendous
potential. It can be used to avoid collisions, receive early warning of hazards and to
ensure more accurate lane keeping by drivers. Mobility is enhanced through the trans-
mission of traffic, roadway, and weather conditions measured by the on-board vehicle
sensors.

The success of VII depends on three things: developing applications which can be
shown to significantly benefit the public, securing adequate funding, and maintaining
a viable partnership between the government and the auto industry as the system is
deployed.

The Need to Accelerate Deployment of New Technologies

The public sector tends to be cautious in its deployment of new technologies, fre-
guently requiring years if not decades to do so. An example is the installation of shoul-
der rumble strips which have been in existence since 1987, but are still not widely in
use. Travelers and shippers should not have to wait 10 to 20 years for the transportation
industry to take advantage of new, potentially beneficial technologies.

Expanded Research Program

Many areas of research must be aggressively expanded if the transportation commu-
nity is to take advantage of advances in the fields of information technology, materials,
robotics, and the emergency of probe-based traffic monitoring and communications
technology that will be the result of VII and other programs. Expenditures for highway
research and technology are inadequate. The highway industry spends on the order of
0.3 percent of total highway expenditures on research and technology.! This level of
research investment compares unfavorably with expenditures of other industries which
are typically more than five times this amount. It is clear that overall U.S. research
expenditures must increase, to ensure industrial competitiveness in both overseas and
domestic markets, and to ensure continuing improvements in the efficiency with which
the nation’s transportation infrastructure is constructed, maintained and operated.

The list of research needs is long and well-documented. Representative areas of
research with the potential for high payoff include:

e Improved operations technologies such as predictive tools for anticipating
changes in travel time due to non-recurring congestion, and techniques for using
the vehicle probe data produced by systems such as V11 for applications such as
adaptive signal control, adaptive ramp metering, and congestion management.

e Improved materials technologies for both structures and pavements that can be
used to reduce the time required for highway resurfacing and restoration, and
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extend the life of these improvements. For example the support of nanomaterials
technology research to expand the potentially beneficial materials that might be
used for these applications

e Research into the use of vehicle probe data for rapid identification of situa-
tions in which pavement deterioration has occurred, and techniques for rapid
response and repair of these conditions.

e Research into the use of vehicle probe data for geographic information systems
(GIS) applications and support of car following/lane keeping activities.

e Research into the use of vehicle probe data for managing traffic during major
incidents and major evacuations. This would include the development of more
effective decision support tools and displays of traffic conditions (includ-
ing 3-D displays) to provide emergency managers with effective information
related to changing traffic conditions. Development of more effective planning
tools including simulation and analysis that will permit metropolitan planning
organizations and state planning departments to evaluate the impacts of system
management applications on system operations.

Endnotes

1. Highway Research and Innovation: Role of the Public Sector, TRB Accession
Number: 00728417, http://pubsindex.trb.org/document/view/default.
asp?lbid=468000.
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Topic 8: Highway Safety

A Vision of the Future—Safe Roads Create
a Safe and Prosperous America

Chaired by Susan Martinovich, Director, Nevada DOT

With the nation’s highway fatalities continuing at 43,000 annually, the toll of deaths and
injuries on our roadways is among the most compelling public health issues of our time.
Each day over 120 people die and over 7,400 are seriously hurt. Car crashes are the
leading cause of death for persons between the ages of 3 and 33. For the elderly, they
represent among the greatest risk factors. Yet progress in reducing highway crashes has
stalled. It is time for action that will bring about the changes needed to save lives.

Adopt a National Vision and Goal

The country’s elected leaders at the Federal, state, and local lev-
els, recognizing the public health and economic threat posed by
highway deaths and serious injuries, have joined forces to reduce
highway fatalities by 50 percent by the year 2030 toward an
ultimate goal of zero deaths

e The nation must commit itself to a goal of reducing highway fatalities by includ-
ing such a vision in the highway and transit reauthorization act in 2009.

e Individual states must similarly adopt strong goals. Four states currently have a
vision zero or target zero goal and others operate with slogans such as one death
is too many. One death is too many.

e Behavioral factors are among the most difficult to address. Making substantial
progress in reducing fatalities and injuries will require tapping the best available
science on behavior modification from various disciplines, and the evaluation of
programs to ensure effectiveness.
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Achieving the Vision

e \We need to change social behavior. A culture that tolerates risk-taking behavior
such as drinking and driving, speeding, distracted driving (driving while talking
on cell phones, text messaging, eating, etc.) and driving without a valid license
can no longer be tolerated. Advocacy groups touting individual rights neglect
collective wrongs. The social and economic costs of crashes today are in the
hundreds of billions of dollars annually in the Unites States. The World Health
Organizations estimates that about 2 percent of GDP in developed countries is
wasted annually due to highway crashes.

e \We must take safety more seriously at the Federal, state, and local levels with
stronger laws, tougher enforcement and adjudication, and adequate financial and
human resources dedicated to infrastructure investment, behavioral programs,
enforcement, education, and emergency medical and increase our efforts at
research and development and data collection and analysis.

e \We must form partnerships at every level of government and with the private
sector and with grassroots coalitions to be successful. Mostly it is about leader-
ship at the highest levels taking safety seriously and being accountable.

Focus of National Effort

The big three behavioral factors in highway fatalities are: seat belts—55 percent of fatal
crash victims were not belted; alcohol—39 percent of fatalities involve alcohol; and
speed—30 percent of fatalities involve excessive speed. In addition, about 20 percent of
fatalities are tied to unlicensed, or revoked or suspended license drivers.

Roadway characteristics of greatest concern are: road and lane departure—60
percent of highway fatalities involve a vehicle leaving the roadway or lane; intersec-
tions—45 percent of crashes and 21 percent of fatalities occur at intersections; and,
close to half of fatalities are on rural two-lane roads.

Priority Concerns—Trends That Need Our Close Attention

Our failure to reduce alcohol-related fatalities is arguably the single greatest trend keep-
ing highway trends at current levels. Even though every state has adopted 0.08 as the
level of Blood Alcohol Content (BAC) which determines intoxication, over 10,000
fatalities in 2005 involved drivers with BAC levels of over 0.15.

Seat-belt usage has risen from less than 70 percent in the mid 1990 to 81 percent in
2006, and in 11 states the rate exceeds 90 percent.Yet, 27 states do not have primary
seat belt laws, and over half of the fatal victims were unbelted.

One in eight crashes involves a large truck and truck freight is expected to double over
the next 30 years. Measures will have to be taken to make sure this trend does not result
in more fatalities and injuries as well.
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Motorcycle fatalities have doubled in the past 10 years, and now have double digit
annual growth rates. While motorcycles represent only 2.4 percent of registered vehi-
cles, they accounted for 1 in 10 fatalities.

Pedestrians and bicycles comprise 11 percent of fatalities per year. As we encourage
more people to walk and ride bikes, their safety must improve as well.

Demographics are changing. One in eight people in the United States is 65 years or
older. By 2030, this number will be one in five. The elderly generally have slower reac-
tion times, do not see as well, and are more fragile when involved in crashes. Steps will
need to be taken to improve pavement markings and signage to improve their visibility.
Licensing reviews may be necessary. The number of younger drivers is also expected to
increase. Their lack of driving experience and maturity are factors to be addressed. For
Hispanics and African Americans, traffic fatalities and serious injuries impact a larger
share of their younger population than for others—we need to protect all equally.

Highway Safety Funding and Improvements

e In reauthorization we need to significantly increase funding for safety: infra-
structure, behavioral activities, research and development, and data management
programs.

e \We need to provide flexibility and freedom to states and local governments to
use highway funds to their best advantage, including for behavioral programs

e Increase capacity of our safest roads—Interstate highways

e From revenues outside the Highway Trust Fund, finance a national network of
truck-only highways which improves safety by separating long-haul trucking
from auto traffic.

e All states need to more aggressively implement roadway safety improvements
such as freeway median cable barrier placement, rumble strips and stripes on
two-lane roads, and major intersection upgrades.

e Apply traffic and highway design engineering practices to aid older drivers.

Vehicle and Traffic Management Technology

e Encourage the use of in-vehicle safety technology such as alcohol interlock
systems for any person convicted of driving while intoxicated. Such encourage-
ment can come from state requirements, or through Federal incentives such as
investment tax credits or R&D.

e Implement speed and traffic management control technologies more pervasively.

e Encourage both private-sector and public-sector investments in the next genera-
tion of safety-based in-vehicle technologies.
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e Mandate the installation of Electronic Stability Control technology in all new
cars by 2012. This action taken by Secretary Peters in 2007 is expected to save
up to 9,600 lives per year when fully implemented. Other important lifesaving
technology must be continually examined and possibly mandated by the U.S.
DOT through the rulemaking process.

Other State Legislation

e Enact state legislation on primary seat belt laws, motorcycle helmet require-
ments, and stronger speed enforcement.

e Aggressively address drinking drivers thru tougher repeat offenders’ require-
ments, such as mandatory impaired driver ignition interlock systems, and by
addressing gaps and weaknesses in the criminal justice system.

e Tighten the driver licensing penalties for driving while un-licensed or with a
revoked or suspended license.
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Topic 9: Funding
A Vision for Surface Transportation Funding

Chaired by Victor Mendez, Director, Arizona Department of Transportation

America has created a transportation system second to none in the world. During the
past 50 years, we built the Interstate System and continue to provide investment for a
National Highway System (NHS), major transit systems and to coordinate with the pri-
vate sector to ensure we have the means to move freight and people across this nation.

This investment would not have been possible were it not for the visionary leader-
ship of our elected officials in the 1940s and 1950s who had a compelling vision and
garnered the public support to create mechanisms such as the Highway Trust Fund
(HTF) for public investment and tax policies that fostered both public- and private-
sector investment in surface transportation.

We are now at a crossroads. Funding needs have been consistently outstrip-
ping resources here at home. Meanwhile, our competitors in the global economy,
Europe, Japan, and emerging economies, like China and India, are committing massive
resources to modernize their transportation systems to strengthen their economic com-
petitiveness. At the Federal level, we have reached a point where the Highway Account
of the Highway Trust Fund will be bankrupt in fiscal year 2009 and the Transit Account
will follow within a few years if nothing is done.

It is not sufficient to simply say we need to increase investment. Like those vision-
ary leaders in the middle of the 20" Century, we need to answer the question of what
America wants from its transportation system, articulate a compelling vision of the
value of investment, and make that investment a reality.

We concluded that America wants a unified national transportation system
that fosters international competitiveness and energy independence, is safe and
secure, provides efficient domestic mobility, and enhances the environment.

Achieving that vision requires a secure and robust funding system that:

e Assures that the level of investment is sufficient to meet national needs.

e Assures that transportation-related funding streams are dedicated to transportation.
e Links users who pay for the system with the benefits.

e Provides a strong return on investment.

e Preserves and enhances the intergovernmental partnership, including a strong
Federal role focused on the national interest.

e Maintains General Fund support for key elements of the transportation system
in recognition of the broad benefits of an effective transportation system.
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Near-Term Actions Required

e Preserve the solvency of the Highway Trust Fund. This can be achieved by
limiting exemptions, capturing HTF interest earnings, and with minor fuel tax
increases. The equivalent of approximately a three-cent increase in the gas tax
is needed to stem the collapse of the HTF in the immediate-term. Unless correc-
tive action is taken by Congress, the federal highway program faces a cutback of
$2.5 billion in FY 2009, and approximately $18 billion in FY 2010.

o Increase Highway Trust Fund revenues to sustain the purchasing power of
the Federal highway and transit programs, and sustain this though indexing.
By 2015, the purchasing power of the current 18.4-cent gas tax will be 30 percent of
what it was in 1993. The equivalent of a 10-cent increase in fuel taxes is required to
raise enough funds to sustain the current highway and transit programs.

e Maintain historical balance between Federal and state-local capital fund-
ing of 45 percent and 55 percent, respectively. We have seen the states and
localities step up investment levels consistent with Federal investment and we
need to maintain that relationship if we hope to take the steps necessary to more
fully address national transportation needs.

e DProvide new funding for additional strategic investments beyond the core
highway and transit programs, such as:

1. Ciritical Corridors of Commerce, a 25-year initiative to fund projects of
national significance, funded from freight-related user fees from outside the
Highway Trust Fund. It would enable states to fix highway truck bottlenecks,
improve intermodal access to ports and distribution centers, fund interna-
tional gateways, and add capacity to priority trade corridors.

2. New investments in metropolitan mobility, for congestion relief and transit;
and Support for intercity passenger rail, such as through the issuance of
Federal tax credit bonds.

3. Incentives such as investment tax credits to make possible freight-rail capac-
ity improvements.

4. Funding for transportation-related security improvements from outside the HTFE

e PPromote appropriate use of tolling and public—private partnerships to
provide needed surface transportation investments. Tolling and public—pri-
vate partnerships are key niche elements of the overall investment picture and
we need to promote both where they are appropriate and effective. In executing
long-term leases of existing assets, we need to limit fund use to reinvestment in
our surface transportation assets.

e Continue to promote funding innovation at the state and local level.
This should include currently available mechanisms such as municipal bonds,
GARVEE bonds, TIFIA, Private Activity Bonds, and State Infrastructure Banks,
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as well as new tools. The states have continued to innovate with respect to new
funding approaches and such leadership should be fostered wherever possible.
For transit this should include transit joint development and tax increment
financing which involve the capture of increased real estate value.

e DProvide funding for research and development related to the exploration of
alternatives to the fuel tax. Even in the short-term it is critical to begin preparing
for the now long-anticipated decline in the effectiveness of the fuel tax as a revenue
generator for transportation. While recent studies show that the decline associated
with alternative fuels and fuel efficiency is still some time off, it is imperative to begin
the work now in the form of research efforts to prepare for the future.

Long-Term Actions

e In 2015 and beyond, increase revenues for the Highway Trust Fund toward
the cost to improve goals documented by U.S. DOT in its Conditions and
Performance Reports and AASHTO in its Bottom Line Reports.

e With that system, pursue alternatives to the fuel tax as a proxy for use as fuel
efficiency and alternative propulsion systems begin to undermine the effective-
ness of the current system.

At each phase, the ingredients will by necessity include the full range of funding and
finance mechanisms. User-based funding mechanisms will continue to serve as the foun-
dation and biggest contributor to transportation funding but other elements will play an
increasingly important role. Filling out the funding pyramid, these include General Fund
and tax assessment support at the state and local level, innovative finance techniques pro-
vided for at the Federal and state
level and repaid with funds at the Funding for Infrastructure Projects
state and local (and sometimes pri-
vate) level, special dedicated funds,
and public—private partnership
arrangements which will continue
to be a relatively small but impor-
tant contributor. We cannot afford
to turn our back on any element
of this pyramid. Nor can we afford
to put too much weight in any one
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