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Executive Summary

• State agencies representing the transportation modes estimate that the
needs projected by the Commission for the 20-year period 1998-2017
would cost $68.4 billion not including inflation, and $88.8 billion
including inflation.

• Federal and state revenues projected to be available will not be
sufficient to finance these needs through the year 2017. The apparent
revenue shortfall is $44.3 billion with costs not inflated, and $64.7
billion including inflation.

• On an annualized basis, the revenue shortfall with costs not inflated is
about $2.3 billion. With costs inflated, the shortfall totals $2.3 billion
in the first year and increases steadily to $4.1 billion in 2017.

• For Highways alone, needs through 2017 are projected to cost $57.8
billion, without inflation. Revenues of $20.8 billion are estimated,
leaving a revenue shortfall of $37.0 billion. With inflation, needs are
projected to cost $74.6 billion, and with $20.8 billion in revenues the
shortfall is $53.8 billion.

• The annualized revenue shortfall for Highways is $1.9 billion with costs
not inflated. With costs inflated, the shortfall in the first year is $1.9
billion and the shortfall steadily increases to $3.6 billion in 2017.

• Of the $19.5 billion in highway projects currently listed in the Six-Year
Transportation Program for feasibility studies, projects totaling $5.2
billion would be funded by 2011 with available revenues, and another
$7.3 billion would be funded by 2023; however, funding would not be
available from existing revenues for $7.0 billion in projects until after
2023, according to the Virginia Department of Transportation.

• The Commission should continue to review the needs list to better
understand priorities and to review alternative financing mechanisms.

• Growth in maintenance costs is outstripping the growth in revenues
dedicated to maintenance.



• Maintenance costs currently are projected to exceed revenues dedicated
for maintenance within four years, at which time funds dedicated for
construction will need to be transferred to maintenance.

• A reliable, long-term source of revenue to finance maintenance should
be pursued.

• State funds dedicated by law for transportation maintenance and
construction projects should not be diverted to finance other programs.

• If feasible, public transportation services should be significantly
expanded and the state should play an increasingly greater role. Subject
to feasibility, the Commission supports an active approach to public
transit that is estimated to cost $9.5 billion (with costs inflated) over 20
years.

• A carefully thought out performance-based methodology for state
assistance to public transit remains a priority for the near term.

• Needs of the Ports and Airports total $2.2 billion not including inflation
and $3.2 billion with inflation. The combined revenue shortfalls for
these modes is $1.1 billion without inflation, and $2.0 billion including
inflation.

• The financing of major, high cost projects -- particularly rail projects -
remains a vexing issue for further analysis and study.

• Virginia should consider refinements to state transportation planning,
and should explore growth management policies that reduce
transportation needs.

• Needs of Virginians who cannot drive are significant and complex, and
a major, well coordinated executive branch study is required to better
define the issues.
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Introduction
In the 1996 'Session of the General Assembly, two identical bills -

House Joint Resolution 160 and Senate Joint Resolution 110 -- were adopted
creating the Commission on the Future of Transportation in Virginia. The
respective patrons of the legislation were Delegate William P. Robinson,
Jr., eventually elected chairman, and Senator Stanley C. Walker, elected
vice-chairman.

The Commission is composed of 25 members, of whom 20 have
voting privileges, as follows:

• Seven members of the .House of Delegates and four citizens
appointed by the Speaker of the House; and,

• Five members of the Senate and four citizens appointed by the
Senate Committee on Privileges and Elections.

The non-voting, ex-officio members are:

• The Secretary of Transportation
• The Executive Director of the Virginia Port Authority
• The Director of the Dept. of Aviation
• The Director of the Dept. of Rail and Public Transportation
• The Commissioner of the Dept. of Transportation

The 1996 legislation charged the Commission to:

• Review the findings and recommendations of recent studies,
• Identify major transportation needs,
• Determine additional revenue that would be needed to finance

transportation needs, and
• Propose the means for raising and allocating such r~venue.

The due date contained in the 1996 legislation was July 1, 1997.

Given the difficult and complex nature of the assignment, the
General Assembly in the 1997 session adopted HJR 519 that continued the
Commission and provided two due dates: September 15, 1997, for an
interim report on transportation needs and issues; and December 20, 1997,
for the final report with recommendations on needs, revenues and issues.
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The joint resolutions relating to the Commission are found In the
Appendix to this interim report.

The Commission created two committees: an Advisory Committee
on Transportation Needs, and a Special Committee on Virginians Who
Cannot Drive. The latter committee was appointed in response to two
Senate Joint Resolutions asking that the Commission examine the
transportation problems of the aged, the disabled and others who cannot
drive.

The Commission met seven times between September 25, 1996, and
September 3, 1997. Future meetings are scheduled for November 17 and
December 10. In the future, the Commission may hold hearings to help
develop its final report, and may appoint a committee of citizens to assist in
the process of disseminating the Commission's findings.
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Previous Studies

The last major transportation policy changes made in Virginia were the
result of the 1986 Commission on Transportation in the Twenty-First
Century (COT 21). This commission projected a shortfall of revenues to
needs of about $7 billion in the decade following the commission study.

The commission responded to the shortfall projection by proposing a
revenue package that contained these features: a general sales tax increase
of .75 percent, a 4 cent per gallon increase in the motor fuels tax, an
increase in the titling tax from 2 percent to 4 percent, and interest on
transportation revenue balances.

Meeting in Special Session, the General Assembly adopted a .5 percent
increase in the general sales tax, a 2.5 cent increase in the motor fuels tax,
an increase in the titling tax from 2 percent to 3 percent, a $3 increase in
motor vehicle licenses, and interest on transportation revenue balances.
These additional revenues comprise the Transportation Trust Fund, which
in Fiscal Year 1998 is projected to generate nearly $600 million.

Five years after COT 21, the General Assembly began a series of
additional studies which are described below. The descriptions that follow
present findings and conclusions that were reached based upon data
available at the time. Other sections of this report provide current data.

Senate Joint Resolution 188

In 1991, the General Assembly adopted Senate Joint Resolution 188,
which called for a study of the formula for allocating the Transportation
Trust Fund. This study relied on a comprehensive 1989 needs study by the
Virginia Department of Transportation that presented transportation needs
by mode as shown in the table on the next page.
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Modal Needs 1989-2009
(1988 s Millions)

Unfunded Needs
$18,914.6

156.7
3,879.3

543.3
727.3

Total Needs
$37,136.0

168.3
10,817.0
2,846.2
1,168.1

Mode
Highways
Rail
Public Transportation
Aviation
Ports

Total $52,135.6 $24,221.2

Although SJR 188 acknowledged the extent of unfunded needs, no
recommendations were made to address revenues. Changes were
recommended, however, to the share of total revenue allocated to each
mode. SJR 188 recommended eliminating the $35 million provided from
the Highway Maintenance and Operating Fund for public transportation,
and offsetting this reduction in funding by increasing their proportion of
the Transportation Trust Fund to 15.77 percent from 8.4 percent. SJR 188
also recommended reducing the share of the Transportation Trust Fund
allocated to seaports and airports.

SJR 188 Modal Allocation Recommendations

Mode TTF Allocation
Highways
Rail
Public Transportation
Aviation
Ports

Current
Needs Share TTF Allocation

85.0% 78.53%
0.0 0.45
8.4 15.45
2.4 2.25
4.2 3.32

Reconunended

78.66%

*
15.77 **
2.25
3.32

Total 100.0% 100.00% 100.00%

* SJR 188 recommended funding from General Funds.
** Current public transit grant and Department of Rail and Public
Transportation funding is recommended to be eliminated from the HMOF.
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The 1989 comprehensive VDOT needs study determined that there
had been a shift in needs from the secondary and urban system to the
primary system since the last needs study was done in 1984. Therefore,
SJR 188 also recommended changes to the highway system allocation
formulas. No changes were recommended to the urban system formula.
Urban funds would continue to be allocated to cities based on population.

Percent Needs Share by System

Needs Share Current Needs Share Recomm.
1984 Study Share 1989 Study Share

Primary 36 40 47 42
Secondary 39 30 30 33
Urban 25 30 23 25

SJR 188 findings also recommended changes to the formula
allocation weighting system for primary and secondary roads. It was
found that 1989 needs correlated more closely to vehicle-miles traveled for
primary roads than needs did in 1984. For secondary roads 1989 needs
correlated with a greater weighting to population than in 1984.

Primary Allocation Formula

Current Factors
VMT
Lane Miles
Need Adjustment

Current Weights
70%
25%

5%

Recommended
Weights

96%

0%
4%

Secondary Allocation Formula

Current Factors
Population
Area

Current Weights
80%
20%

5

Recommended
Weights

88%
12%



Other recommendations included decreasing the funding provided
for unpaved roads from 5.67% to 1.5% of the Transportation Trust Fund.
Under this proposal, eligibility for unpaved road funds would have
increased from 50 vehicles to 100 or more vehicles per day. A
supplemental bridge program of about one percent of the Transportation
Trust Fund was also recommended. Finally, an inter-city rail and freight
rail program was recommended, with the fund source being corporate
taxes paid by the railroads into the general fund.

Senate Joint Resolution 240

In 1993, through SJR 240, the General Assembly established a 17
member committee to review the recommendations of SJR 188. This
committee was also empowered to review the sufficiency of revenues to
meet long-term needs, vehicle cost responsibility studies, and the integrity
of the Transportation Trust Fund.

The SJR 240 Select Committee decided that the following issues
should be addressed:

• Growth prospects for transportation revenues that are constrained by
the types of revenue sources.

About 45 percent of state transportation revenues come from
motor fuels taxes on gallons consumed. Gasoline consumption
will continue to be constrained by increased fuel efficiency.

- The other large proportion of state transportation funds (about 43
percent) comes from general sales taxes and sales taxes on motor
vehicles. Virginia's economy is continuing to become more
service-oriented.

- While federal funds only supply about a fifth of state highway
dollars, they currently supply about a third of all state highway
construction funds. Federal revenue allocations have declined
significantly from the FY 1994 peale .

• With the exception of a few rural areas, most representatives agreed
on the need for additional financial support. Rural areas were
worried that changes in the present system would leave them worse
off than before.
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•

•

Urban and suburban representatives .endorsed greater emphasis on
mass transit and non-highway transportation programs.

Passenger vehicles pay more in taxes and fees than the costs they
cause to the transportation system and all truck and bus classes pay
less in taxes and fees than they generate in costs.

The SJR 240 Select Committee reported that the SJR 188 study did
not propose actions to deal with:

•

•

•

•

•

•

Highway maintenance needs and other demands on the HMO Fund
that would soon outstrip revenues available;

Highway construction needs that would outstrip revenues available
by at least a two-to-one margin;

Alternatives to highway construction for congestion management;

The large relative shift in needs to the primary and especially
interstate systems;

Funding that is currently not available for large expensive projects,
including mass transit and bridge needs; and

Revenue collections that do not keep pace with economic growth.

The SJR 240 study group declined to recommend changes in the
allocation formulae without increases in revenues. Alternatives were
discussed, but were not endorsed. They included:

1) Targeting Virginia's existing revenues more efficiently, to satisfy the
greatest needs.

Current needs list assumes all needs are of equal weight. For
example, roads projected for future congestion are given the same
importance as currently congested roads.

An option would be to prioritize the needs list to determine where
the most critical needs are, and adjust the allocation formulae
accordingly.
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A costlbenefit process -could be used to determine which
expenditures would move the most people and goods at the
least cost.

Consider an increased proportion of transportation dollars going
to public transit in highly populated urban corridors if it can be
proven cost effective in reducing congestion.

Consider increasing support for the state's freight rail network, to
help reduce truck traffic, and use that network for passenger rail
if it can be proven cost-effective.

2) Integrating land-use policies with transportation planning.

Employ land-use practices that avoid suburban sprawl and
expensive collector transportation systems. For example, new
multi-family housing development and commercial and office
space might be limited to existing mass transit routes.

3) Making better use of existing transportation systems.

Adopt policies and incentives to reduce single occupant and peak
travel time vehicle use.

Expand use of HOV lanes or increase support for ridesharing
and carpooling incentives.

Increase funding for technological improvements to existing
transportation systems, such as better signalization, and traffic
flow warning systems.

Where appropriate, use more -innovative approaches than
traditional bus service to provide geographic mobility needs.

4) Increase revenues.

Consider giving regional and local governments more
responsibility for funding the urban and secondary road systems
and transit funding.

- Encourage expanding privatized funding of special situation
transportation improvements.
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Public Private Transportation Act of 1995 provided one
avenue.

1994 Comprehensive Needs List

Section 33.1-23.03 of the Code of Virginia requires a "Quinquennial
review of construction needs". On December 31, 1994, the Secretary of
Transportation provided needs figures for both "aggressive" and
"moderate" scenarios. These scenarios depended on the strictness of
criteria applied (congestion levels, pavement condition, safety levels, etc.).
The 1984 and 1989 needs studies had used the "aggressive" level of
criteria. In a previous presentation (October, 1994) to the SJR 240 Select
Committee, the Secretary of Transportation offered his reservations
concerning the use of a 20 year needs analysis in general. He pointed out
that there was:

-No distinction between current and future needs;

-No integration of different mode capabilities;

-Impacts of market activity not taken into account; and

-No 20 year revenue analysis using economic factors or models.

-The Secretary also suggested that needs be assessed against reasonably
expected revenues, likening this to the current Northem Virginia
approach.

- Both "aggressive" and "moderate" scenarios were termed "speculative".

1994 Needs List 1995·2015
(1993 s Millions)

Highway
Public Transportation
Rail
Aviation
Ports

Total

Aggressive

$53,540.3
13,552.9

413.2
2,399.8
1.705.8

$71,612.0

9

Moderate

$34,743.6
8,312.0

89.2
1,628.6
1,619.3

$46,392.7



Transportation Needs

The Needs of the Modes

As mentioned in the "Previous Studies" section, the Secretary of
Transportation prepared a comprehensive transportation needs analysis in
1994. The report covered the period 1995-2015.

At a presentation of the needs in January of 1996, the Secretary
stated: "The inclusion of any specific project ... does not in and of itself
constitute an endorsement of the project ... The inverse is also true." The
same holds true for the commission as it presents in this report information
about the needs of the transportation modes.

After discussing the Secretary's report, the Commission appointed a
19-member Advisory Committee on Transportation Needs to update and
further analyze the needs. Persons appointed to the advisory committee
were full-time staff to local and regional governmental organizations
whose jobs require them to deal with transportation issues on a regular
basis.

The advisory committee submitted a report to the Commission in
August of 1997 that found that the "moderate" transportation needs
identified by the State agencies representing each mode would greatly
exceed revenues during the period 1995 - 2015. The advisory committee
asked each mode to update the 1994 report, to adjust the costs to include
inflation, to project available revenues and determine any revenue
shortfall.

Adjusting costs to include inflation over a long period of time is a
departure from the way needs studies traditionally have been done in
Virginia and at the national level. Normally, costs over a period of time
are provided in dollars valued for a particular year (the Secretary's 1994
report on 1995-2015 needs used 1993 dollars). Then, revenues (including
inflationary effects) are projected over the time-frame, and revenue short
falls are calculated.

While the inclusion of inflation in costs is a change from past studies,
such an approach provides a more realistic picture of how costs relate to
projected revenues.
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For this report, the needs data is presented both ways: not inflated,
and inflated 2.6 percent per year, according to the WEFA Group's Gross
Domestic Product Price Deflator which has a strong correlation with
highway construction cost inflation.

The cost of the needs and the revenue projections are for the same
20-year period -- 1998-2017. Also, the Commission has included in
Highways the needs of local secondary roads and unpaved roads serving
50-99 vehicles per day. Such needs had not been included in the advisory
committee's report.

Following are tables that present, in Table A, costs in 1997 dollars
compared to projected revenues, with costs not inflated, and, in Table B,
costs inflated 2.6 percent per year from a 1997 base, compared to the same
projected revenues.

TABLE A
Needs, Revenues and Shortfalls

1998-2017 -- Needs in 1997 Dollars
($$$ in Millions)

Mode State Needs Revenues Shortfall

Highways $57,779.5 $20,786.9 $36,992.6
Public Transit 7,162.9 2,135.8 5,027.1
Rail 1,215.4 -0- 1,215.4
Airports 433.9 422.6 11.3
Ports 1,794.8 710.4 1,084.4

Totals $68,386.5 $24,055.7 $44,330.8

TABLE B
Needs, Revenues and Shortfalls

1998-2017 -- Needs Inflatedfrom 1997 Base)
($$$ in Millions)

Mode State Needs Revenues Shortfall

Highways $74,545.3 $20,786.9 $53,758.4
Public Transit 9,481.6 2,135.8 7,345.8
Rail 1,608.9 -0- 1,608.9
Airports 570.0 422.6 147.4
Ports 2,584.2 710.4 1,873.8

Totals $88,790.0 $24,055.7 $64,734.3
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For Highways, the amounts in the tables include federal revenues.
However, federal revenues are not included in the amounts for public
transit, rail and airports. For these modes, the amounts in the tables reflect
the state's participation in funding local public transit, rail and airport
projects consistent with current laws and policies. The narrative for each
mode provides details on total needs compared to needs that the state
participates in. The Port of Virginia does not receive federal support, but
does receive financial support from Virginia International Terminals, Inc.

For public transit and rail, the amounts in the table are consistent
with Scenario 3, which was endorsed by the Commission. Details about the
various scenarios discussed for public transit and rail are provided later in
this section.

The Commission cautions the reader to understand that each of the
transportation modes is very different. The Commonwealth's highways are
generally state-owned and operated by a state agency, VDOT. The public
transit systems, rail lines and airports are locally-owned and operated, and
state-assisted through state agencies. The Port of Virginia is a state agency
that operates four port terminals.

If federal and local revenues are not available, public transit, rail and
airport capital projects in which the State normally participates generally
may not be pursued by local sponsors. The Port of Virginia does not
depend on federal or local revenues.

Following are cost and revenue details for each mode:

Highways

The 1994 report from Secretary Martinez showed the "Moderate"
needs for Highways totaling $34.7 billion in 1993 dollars. The Virginia
Department of Transportation (VDOT) update for the advisory committee
reflected inflation and additional projects, bringing the total to $46.7
billion in 1997 dollars for the period 1999 - 2015. To make all modes
comparable, VDOT, at the commission's request, provided an update for
the period 1998-2017 which totaled $52.1 billion in 1997 dollars. The
extension to 2017 is an extrapolation of the 1997 needs update in 2016 and
2017.

The "Moderate" approach for' Highways excluded functionally
classified local secondary roads and did not provide for paving roads
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carrying 50 - 99 vehicles per day. VDOT has estimated that these "other
local roads" and unpaved roads carrying between 50 to 99 vehicles per day
have needs of about $5.7 billion in 1997 dollars for the period 1998-2017.
Following are the needs (in thousands) by VDOT district:

Bristol
Salem
Lynchburg
Richmond
Suffolk
Fredericksburg
Culpeper
Staunton
No. Virginia

Total

Unpaved 50
99 V.P.D.

$385,793
$322,391
$391,255
$162,640 .

$34,044
$67,059

$181,336
$256,503
~

$1,826,224

Other Local
Needs

$451,181
$727,653
$523,935
$429,199
$183,584
$137,757
$515,764
$736,129

.-$117,797

$3,822,999

Total

$836,974
$1,050,044

$915,190
$591,839
$217,628
$204,816
$697,100
$992,632

--ll.43,000

$5,649,223

The total increases from $5.7 billion to $7.3 billion when inflation is
added.

The Commission has included in Highway needs local secondaty
roads and unpaved roads serving 50 - 99 vehicles per day, bringin~ total
Highway needs to $57.8 billion. not including inflation, and $74.6 billion
including inflation.

The Secretary's "Moderate" approach for highways used traffic and
road condition criteria that are somewhat less rigorous than under the
"Aggressive" approach. For example, VDOT rates congestion from A
(least) to F (most). The "Moderate" approach does not include costs for
improvements until the roads have achieved a rating of E in the present and
F in the future, while the threshold under the "Aggressive" approach is E
for both present and future.

Highway revenues projected for the 1998-2017 period are $20.8
billion. With needs in 1997 dollars of $57.8 billion, the revenue shortfall
is $37.0 billion. On an annualized basis, the revenue shortfall is $1.8
billion.
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When the cost of needs is inflated 2.6 percent over the 20-year
period, the comparison of $74.6 billion in needs to $20.8 billion in
revenues results in a revenue shortfall of $53.8 billion. On an annualized
basis, the revenue shortfall steadily increases from $1.8 billion in the first
year to $3.6 billion in 2017.

Highway revenues include federal funding that assumes adoption of a
national highway budget of some $23.0 billion a year, with Virginia
increasing its rate of return from roughly 79 cents on the dollar of fuel
taxes collected to 95 cents.

The advisory committee asked VDOT to determine both the cost to
complete and the time to complete the highway projects on the "Moderate"
list, given current revenues. This exercise was carried out for the period
1999-2023 and needs, at the request of the advisory committee, were
inflated until 2015.

VDOT used three assumptions for federal funding, the highest being
$23.0 billion a year nationally which brings more than $600 million a year
for Virginia in the early years of the period and nearly $800 million in the
later years. VDOT also currently estimates that beginning in 2001
revenues from the Highway Maintenance and Operating fund will not be
sufficient to meet the cost of maintenance requirements, and that revenues
from the Transportation Trust Fund will need to be transferred to
maintenance. The result of the transfer is that fewer dollars will be
available for construction in 2001 and beyond. The projected 2001
"crossover" date is subject to revision based upon budget requirements and
revenue forecasts for the 2000-2002 biennium.

Using the $23.0 billion assumption for federal revenues and
assuming that Virginia's funding level would increase from the current 79
cents to 95 cents for each revenue dollar generated by the state, VDOT
concluded that projects totaling $8.0 billion would be constructed by the
year 2006; another $5.2 billion would be allocated by 2011; and, projects
totaling $48.7 billion would not be completed until 2023 and beyond.

Looking at the data another way, VDOT's analysis of the "Moderate"
needs placed projects in four categories and concluded that:

• The $6.5 billion in projects in the current six-year program
(Category I) would be constructed by the year 2006;
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• Projects totaling $5.2 billion and funded for feasibility study in
the six-year program (Category II) would be funded by 2011;

• Another $7.3 billion in projects funded for feasibility study in the
six-year program (also Category II) would be funded between
2011 and 2023, and,

• Projects totaling $7.0 billion and funded for feasibility study in
the six-year program (again, Category II) cannot be funded with
existing revenues until after 2023;

• Projects totaling $48.7 billion and not included in the six-year
program (Categories III and IV) would not be funded until 2023
and beyond. (The advisory' committee had added a project with
an estimated cost of some $214 million. This project, which
relates to highway improvements to accommodate airport
improvements in Richmond, is in Category IV.)

There are 60 projects which have received funding for feasibility
studies in the current six-year program (Category II). Examples of the
following larger projects (amounts represent estimates, in 1997 dollars, of
the balance of funding required to fully complete the projects) are shown
for illustrative purposes:

• Widening Interstate 81

• Route 58 Corridor

• Coalfields Expressway

• Western Transportation Corridor

• Route 29 Corridor

• Interstate 73

• 3rd Hampton Roads Crossing
($1.675 billion in Category III)

$1.693 billion

$ .780 billion

$ .897 billion

$1.393 billion

$1.023 billion

$1.398 billion

$1.091 billion

It should be noted that no priority weighting has been given to the
highway construction needs, although projects with an estimated total cost
of $26.0 billion are funded either for various phases of construction or for
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feasibility study in the current Six-Year Program. Inclusion of projects in
the Six-Year Program would appear to indicate priority.

Also, it should be noted that the revenue shortfall between the costs
of needs and available revenues for the 1998-2017 period was determined
by considering only federal and state revenue streams on a pay-as-you-go
cash basis. At this point, consideration has not been given to the use of
tolls or to the use of debt fmancing as funding sources for certain projects.
For example, the General Assembly has financed the first phase of the
Route 58 Development program with a general fund appropriation for debt
service. Financing of the second phase of Route 58 in a similar manner is
not assumed in VDOT's calculation of the revenue shortfall.

Rail and Public Transit

Rail and Public Transportation presented three scenarios to the
advisory committee. The scenarios represented cost increases and project
updates from the 1994 Secretary's report. The advisory committee
presented all three scenarios to the commission.

Generally, the three scenarios flow from one that maintains current
services and begins some major projects to a third scenario that represents
a greatly expanded approach. The 20-year needs of Rail and Public
Transportation and projected revenue shortfalls are shown below in
billions. The amounts are the result of the same methodology used for all
modes: Table A reflects costs in 1997 dollars, and Table B reflects costs
inflated from a 1997 base at the rate of 2.6 percent year for inflation.
Both tables (with dollars in millions) are for the period 1998-2017.

Rail does not have a dedicated funding source, so the shortfall for
Rail generally is the same as the need. Public Transit receives 8.4 percent
of the TIF, plus $35.05 million a year from the Highway Maintenance and
Operating Fund.
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TABLE A

1998 - 2017
(Costs Not Inflated; $$$ in millions)

Mode Scenario State Needs State Shortfall

Rail 1 $ 108.3 $ 108.3
2 $ 539.7 $ 539.7
3 $1,215.4 $1,215.4

Public Transit 1 $4,012.0 $1,876.2
2 $5,014.9 $2,879.0
3 $7,162.9 $5,027.0

TABLE B

1998 - 2017
(Costs Inflated; $$$ in millions)

Mode

Rail

Public Transit

Scenario

1
2
3

1
2
3

State Needs

$ 143.3
$ 713.1
$1,609.0

$5,310.8
$6,638.2
$9,481.6

State Shortfall

$ 143.3
$ 713.1
$1,609.0

$3,174.9
$4,502.4
$7,345.7

On an annualized basis, the rail shortfalls using a· cost-inflated
methodology for scenarios 1, 2 and 3 respectively are: $7.2 million; $36.7
million; and, $80.4 million. For Public Transit, the annualized shortfalls
for scenarios 1, 2 and 3 respectively are: $158.8 million; $225.1 million;
and, $367.3 million.

It should be noted that the public transit state needs reflect current
state policies regarding the eligibility of public transportation expenses for
state funding (wages and salaries are excluded). Local and federal
matching amounts are not included in state needs, although it is assumed
they will be available.
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Public transit needs also reflect state participation ratios as spelled
out in the Code. For example, the Code says the state may participate in up
to 95 percent of the nonfederal share of capital projects, and the amounts
shown assume a 95 percent state match. The 1998 funding level limits the
state match to 34 percent of the nonfederal share.

Including local and federal shares of the cost, the total needs of
public transit for Scenario 3 are $16.1 billion in 1997 dollars and $21.3
billion when inflated over 20.years. For Rail, total needs under Scenario 3
are $1.6 billion in 1997 dollars and $2.2 billion inflated.

The Secretary's 1994 report showed in the "Moderate" category that
Rail needs for the 20-year period would total $102.6 million, and Public
Transit Needs would total $8.3 billion. Following are descriptions of each
scenario for Public Transit and Rail:

The Three Scenarios for Public Transit

1. Maintain current six-year program levels of service. Except for
two new rail transit projects, public transit does not grow to keep
pace with population and employment growth. Vehicles and
facilities would be replaced or rehabilitated on useful life
schedules. Currently planned expansions will be accommodated.
Two new rail and light rail transit projects would be in service:
West Falls Church to Loudoun County through Dulles Airport,
and Norfolk to Virginia Beach.

2. In addition to Scenario 1, expand service to meet future
population and employment growth. The Virginia· Railway
Express (VRE) service is expanded to connect with the Maryland
commuter rail system to Camden Yards. The Norfolk Naval Base
would be served by light rail.-A new light rail service is
established on the Peninsula to serve York County, Hampton and
Newport News.

3. In addition to Scenarios 1 and 2, expand service significantly.
Public transit's market share among the transportation passenger
modes is increased. The needs of welfare reform programs are
met by providing regional services in all metropolitan areas and
new rural systems are established. Chesapeake and Portsmouth
are served by light rail. A transit rail line is established in the
I-66 corridor between Vienna and Centreville. VRE service is
expanded on both the Fredericksburg and Manassas lines.
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The Three Scenarios for Rail

1. Rail industrial access projects and rail rehabilitation, safety, and
passenger programs would be funded at current levels;
improvements would be made at 13 Amtrak stations; rail
passenger studies would be funded, including high-speed rail; and,
rail corridor improvements would be made between Washington,
D.C. and Fredericksburg, including a third track in Potomac
Yards in Alexandria.

2. In addition to Scenario 1, track in the Manassas area would be
acquired and a third track and signals for high-speed rail would
be partially constructed it} the 1-95 corridor. The construction of
the third track will increase capacity, reduce the interferences and
delays caused by freight/passenger train conflicts, and allow an
increase in the number of trains operated in the corridor. This
additional trackage is needed in order to free VRE and Amtrak
from constraints on service levels. Recent disruptions in service
caused by capacity limitations have resulted in a loss of ridership
by VRE, thus requiring additional subsidies to remain in service.
With the third track, VRE and Amtrak would be able to improve
the reliability of their schedules, and increase the number of
trains, thereby enabling VRE and Amtrak to retain and increase
ridership. Also, various freight rail improvements and initiatives
would be undertaken in Scenario 2; and high-speed rail passenger
projects would construct or improve these facilities: Washington
D.C. to Richmond; Richmond to North Carolina; Richmond to
Newport News; Richmond to Bristol; and Bristol to Washington
D.C. Sets of locomotives and cars would be acquired to provide
feasible services for the Washington-Richmond line. The sets for
the Bristol services would be obtained on a lease-purchase basis.

3. In addition to Scenarios 1 and 2; additional improvements and
initiatives would be undertaken in both freight and passenger rail
service.
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Ports and Airports

By 2015, the "Moderate" needs of Airports and the Ports total some
$2.2 billion in 1997 dollars over the 1998 - 2017 period.

The state share of needs for local airports total $433.9 million, not
including inflation. The needs for Ports total $1,794.8 million.

The total cost of needed airport capital improvements amounts to
almost $6.0 billion in 1997 dollars, and more than $9.2 billion in inflated
costs over the 20-year period. Most of the burden for financing these
improvements will fall ,on the local share. Assuming level funding from
the federal government (federal funds are actually declining) and the
projected state share, the local share of capital projects for the 1998-2017
period is projected to be 73 percent.

Inflating costs over the 20-year period, the needs for airport and
ports total $3.2 billion with the state share for Airports at $570.0 million
and Ports at $2.6 billion. Ports receive 4.2 percent of the Transportation
Trust Fund, and Airports receive 2.4 percent.

Three funding sources cover the costs of airport needs: the State
TTF, federal funds, and locally generated funds (local governments and
revenues from local airport users).

The funding of airport capital projects works this way: The airport
owner initiates projects and seeks state and/or federal support. Project
priorities are made at each funding level: local airport, state and federal.
Assuming federal funds are available, a project receiving federal funds will
receive 80 percent state funding of the non-federal share. The airport will
be responsible for the remaining 20 percent of the non-federal share. The
prevailing state share of projects not eligible for federal funds is usually 80
percent, but may vary by project type and the availability of funding.

Two funding sources cover the costs of Port needs: the State TTF
and revenues from Virginia International Terminals, Inc., which provides
terminal operating services for ships using Virginia's ports.

Cargo volume is growing at an annual rate of about 12 percent at the
ports, and cargo volume drives the needs. With costs inflated, about $550
million in improvements is required at all the Port's four terminals:
Norfolk, Newport News, Portsmouth, and the inland port at Front Royal.
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In addition, main channel dredging is expected to cost $364.3 million, and
long range plans call for a $1.7 billion new terminal on Craney Island.

Transportation Needs Findin2s for the Various Modes

1 . The Commission accepts as presented the general need
levels presented for Ports and Airports. _

2. With one exception, the Commission supports the use 0 (

the "Moderate" needs level for Hiehways. The "Moderate"
needs excluded the needs of local secondary roads and unpaved
roads serving 50 to 99 vehicles per day. The Commission finds
that the needs for Highways should include local county roads
and unpaved roads servine 50 to 99 vehicles per day.

3 . The Commission supports the third scenario. (or Rail and
Public Transit. if the service expansions described in the third
scenario are feasible. The Commission also is sensitive to the
fiscal concerns of local governments and endorses an expanded
State role in public transportation.

4. The Commission also adds to the third scenario for Public
Transit that consideration be riven to the findinrs and
recommendations of a General Assemblv study currently
underway of a long-range plan for mass transportation in
Northern Virginia. The study is called for by the adoption 0 f
House Joint Resolution 572 of the 1997 session.

Virginians Who Cannot Drive

In response to Senate Joint Resolutions -- SJR 308 (Senator Whipple)
and SJR 332 (Senator Reynolds) -- that were .referred to the Commission
for review, the Commission created a Special Committee on Virginians
Who Cannot Drive.

The special committee was chaired by Delegate Marian Van
Landingham. Other members were Senator Kevin G. Miller; Leo Bevon,
Director of the Department of Rail and Public Transportation; and, Frank
B. Bradley, Jr., of Richmond.

The special committee concluded that a major study would be
required to gather data about needs and services in each area of the state.
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Until such a study is done, probably through a coordinated and well funded
effort involving several executive branch agencies, it would not be possible
to recommend comprehensive statewide solutions.

However, the special committee does recommend legislation that
would provide limited relief from liability for volunteer drivers who
provide transportation services to clients of organizations representing the
disabled, the aged and others who cannot drive. A draft of such legislation
is being prepared for consideration by Senator Reynolds.

The special committee also recommends that funding be provided to
replace vehicles used to transport Virginians who cannot drive and that
such funding be provided directly to each organization rather than through
a statewide funding mechanism. Further, the special committee
recommends that, to the extent practicable, all organizations that provide
special transportation services should share their vehicles for greater
efficiency and to accommodate as many people as possible.

Transportation Needs Findines for Vireinians Who Cannot
Drive

The Commission supports the findinrs of the Special
Committee on Virrinians Who Cannot Drive.

22



TABLE A

1998 - 2017
(Costs Not Inflated; $$$ in millions)

Mode Scenario State Needs State Shortfall

Rail 1 $ 108.3 $ 108.3
2 $ 539.7 $ 539.7
3 $1,215.4 $1,215.4

Public Transit 1 $4,012.0 $1,876.2
2 $5,014.9 $2,879.0
3 $7,162.9 $5,027.0

TABLE B

1998 - 2017
(Costs Inflated; $$$ in millions)

Mode

Rail

Public Transit

Scenario

1
2
3

1
2
3

State Needs

$ 143.3
$ 713.1
$1,609.0

$5,310.8
$6,638.2
$9,481.6

State Shortfall

$ 143.3
$ 713.1
$1,609.0

$3,174.9
$4,502.4
$7,345.7

On an annualized basis, the rail shortfalls using a cost-inflated
methodology for scenarios 1, 2 and 3 respectively are: $7.2 million; $36.7
million; and, $80.4 million. For Public Transit, the annualized shortfalls
for scenarios 1, 2 and 3 respectively are: $158.8 million; $225.1 million;
and, $367.3 million.

It should be noted that the public transit state needs reflect current
state policies regarding the eligibility of public transportation expenses for
state funding (wages and salaries are excluded). Local and federal
matching amounts are not included in state needs, although it is assumed
they will be available.
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Public transit needs also reflect state participation ratios as spelled
out in the Code. For example, the Code says the state may participate in up
to 95 percent of the nonfederal share of capital projects, and the amounts
shown assume a 95 percent state match. The 1998 funding level limits the
state match to 34 percent of the nonfederal share.

Including local and federal shares of the cost, the total needs of
public transit for Scenario 3 are $16.1 billion in 1997 dollars and $21.3
billion when inflated over 20 years. For Rail, total needs under Scenario 3
are $1.6 billion in 1997 dollars and $2.2 billion inflated.

The Secretary's 1994 report showed in the "Moderate" category that
Rail needs for the 20-year period would total $102.6 million, and Public
Transit Needs would total $8.3 billion. Following are descriptions of each
scenario for Public Transit and Rail:

The Three Scenarios for Public Transit

1. Maintain current six-year program levels of service. Except for
two new rail transit projects, public transit does not grow to keep
pace with population and employment growth. Vehicles and
facilities would be replaced or rehabilitated on useful life
schedules. Currently planned expansions will be accommodated.
Two new rail and light rail transit projects would be in service:
West Falls Church to Loudoun County through Dulles Airport,
and Norfolk to Virginia Beach.

2. In addition to Scenario 1, expand service to meet future
population and employment growth. The Virginia' Railway
Express (VRE) service is expanded to connect with the Maryland
commuter rail system to Camden Yards. The Norfolk Naval Base
would be served by light rail. .-A new light rail service is
established on the Peninsula to serve York County, Hampton and
Newport News.

3. In addition to Scenarios 1 and 2, expand service significantly.
Public transit's market share among the transportation passenger
modes is increased. The needs of welfare reform programs are
met by providing regional services in all metropolitan areas and
new rural systems are established. Chesapeake and Portsmouth
are served by light rail. A transit rail line is established in the
1-66 corridor between Vienna and Centreville. VRE service is
expanded on both the Fredericksburg and Manassas lines.
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The Three Scenarios for Rail

1. Rail industrial access projects and rail rehabilitation, safety, and
passenger programs would be funded at current levels;
improvements would be made at 13 Amtrak stations; rail
passenger studies would be funded, including high-speed rail; and,
rail corridor improvements would be made between Washington,
D.C. and Fredericksburg, including a third track in Potomac
Yards in Alexandria.

2. In addition to Scenario 1, track in the Manassas area would be
acquired and a third track and signals for high-speed rail would
be partially constructed in the 1-95 corridor. The construction of
the third track will increase capacity, reduce the interferences and
delays caused by freightJpassenger train conflicts, and allow an
increase in the number of trains operated in the corridor. This
additional trackage is needed in order to free VRE and Amtrak
from constraints on service levels. Recent disruptions in service
caused by capacity limitations have resulted in a loss of ridership
by VRE, thus requiring additional subsidies to remain in service.
With the third track, VRE and Amtrak would be able to improve
the reliability of their schedules, and increase the number of
trains, thereby enabling VRE and Amtrak to retain and increase
ridership. Also, various freight rail improvements and initiatives
would be undertaken in Scenario 2; and high-speed rail passenger
projects would construct or improve these facilities: Washington
D.C. to Richmond; Richmond to North Carolina; Richmond to
Newport News; Richmond to Bristol; and Bristol to Washington
D.C. Sets of locomotives and cars would be acquired to provide
feasible services for the Washington-Richmond line. The sets for
the Bristol services would be obtained on a lease-purchase basis.

3. In addition to Scenarios 1 and 2~ additional improvements and
initiatives would be undertaken in both freight and passenger rail
service.
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Ports and Airports

By 2015, the "Moderate" needs of Airports and the Ports total some
$2.2 billion in 1997 dollars over the 1998 - 2017 period.

The state share of needs for local airports total $433.9 million, not
including inflation. The needs for Ports total $1,794.8 million.

The total cost of needed airport capital improvements amounts to
almost $6.0 billion in 1997 dollars, and more than $9.2 billion in inflated
costs over the 20-year period. Most of the burden for financing these
improvements will fall· on the local share. Assuming level funding from
the federal government (federal funds are actually declining) and the
projected state share, the local share of capital projects for the 1998-2017
period is projected to be 73 percent.

Inflating costs over the 20-year period, the needs for airport and
ports total $3.2 billion with the state share for Airports at $570.0 million
and Ports at $2.6 billion. Ports receive 4.2 percent of the Transportation
Trust Fund, and Airports receive 2.4 percent.

Three funding sources cover the costs of airport needs: the State
TTF, federal funds, and locally generated funds (local governments and
revenues from local airport risers).

The funding of airport capital projects works this way: The airport
owner initiates projects and seeks state and/or federal support. Project
priorities are made at each funding level: local airport, state and federal.
Assuming federal funds are available, a project receiving federal funds will
receive 80 percent state funding of the non-federal share. The airport will
be responsible for the remaining 20 percent of the non-federal share. The
prevailing state share of projects not eligible for federal funds is usually 80
percent, but may vary by project type and the availability of funding.

Two funding sources cover the costs of Port needs: the State TTF
and revenues from Virginia International Terminals, Inc., which provides
terminal operating services for ships using Virginia's ports.

Cargo volume is growing at an annual rate of about 12 percent at the
ports, and cargo volume drives the needs. With costs inflated, about $550
million in improvements is required at all the Port's four terminals:
Norfolk, Newport News, Portsmouth, and the inland port at Front Royal.
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In addition, main channel dredging is expected to cost $364.3 million, and
long range plans call for a $1.7 billion new terminal on Craney Island.

Transportation Needs Findin.:s for the Various Modes

1 . The Commission accepts as presented the eeneral need
levels presented for Ports and Airports. _

2. With one exception, the Commission supports the use 0 f
the "Moderate" needs level for Hirhways. The "Moderate"
needs excluded the needs of local secondary roads and unpaved
roads serving 50 to 99 vehicles per dave The Commission finds
that the needs for Hirhwavs should include local county roads
and unpaved roads servine 50 to 99 vehicles per day.

3. The Commission supports the third scenario for Rail and
Public Transit. if the service expansions described in the th ird
scenario are feasible. The Commission also is sensitive to the
fiscal concerns of local governments and endorses an expanded
State role in public transportation.

4. The Commission also adds to the third scenario for Public
Transit that consideration be riven to the findinrs and
recommendations of a General Assemblv study currentlY
underway of a long-ranee plan (or mass transportation in
Northern Virginia. The study is called for bv the adoption 0 (

House .Toint Resolution 572 of the 1997 session.

Virginians Who Cannot Drive

In response to Senate Joint Resolutions -- SJR 308 (Senator Whipple)
and SJR 332 (Senator Reynolds) -- that were .referred to the Commission
for review, the Commission created a Special Committee on Virginians
Who Cannot Drive.

The special committee was chaired by Delegate Marian Van
Landingham. Other members were Senator Kevin G. Miller; Leo Bevon,
Director of the Department of Rail and Public Transportation; and, Frank
B. Bradley, Jr., of Richmond.

The special committee concluded that a major study would be
required to gather data about needs and services in each area of the state.
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Until such a study is done, probably through a coordinated and well funded
effort involving several executive branch agencies, it would not be possible
to recommend comprehensive statewide solutions.

However, the special committee does recommend legislation that
would provide limited relief from liability for volunteer drivers who
provide transportation services to clients of organizations representing the
disabled, the aged and others who cannot drive. A draft of such legislation
is being prepared for consideration by Senator Reynolds.

The special committee also recommends that funding be provided to
replace vehicles used to transport Virginians who cannot drive and that
such funding be provided directly to each organization rather than through
a statewide funding mechanism. Further, the special committee
recommends that, to the extent practicable, all organizations that provide
special transportation services should share their vehicles for greater
efficiency and to accommodate as many people as possible.

Transportation Needs Findina:s for Virr:inians Who Cannot
Drive

The Commission sU]lJJorts the findinrs of the Special
Committee on Virrinians Who Cannot Drive.
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Transportation Revenues

State transportation revenues are derived from a number of sources,
most of which are considered user fees, the major exception being the one
half cent general sales tax dedicated for transportation purposes. These
state revenues are combined with federal funds into what is known as the
Commonwealth Transportation Fund (CTF).

The CTF itself is divided into four revenue funds, the Highway
Maintenance and Operating Fund (HMOF), the Transportation Trust Fund
(TTF) , the Department of Motor Vehicles Special Fund, and the Aviation
Special Fund. However, subsequent references in this report to
"transportation funds" will refer orily to the HMOF and the TTF.

The fTh.10F is used for funding the operations of the Department of
Transportation and for highway and city street maintenance activities.
85% of the ITF is used for major highway improvement projects. The
remaining TTF revenues are allocated for public transportation (8.4%),
seaports (4.2%), and airports (2.4%). The following table details the fiscal
year 1997 revenue collections for the TTF and HMOF:

TTF and HMO Funds
Fiscal Year 1997 Revenues ($ Mil.)

Source TTF IiMOF Total
Motor Fuel Taxes $102.6 $611.4 $713.9
M.V. Sales and Use Tax 143.3 245.9 389.2
State Sales and Use Tax 307.2 307.2
M.V. License Fees 16.8 112.6 129.4
IntI. Registration Plan ~8.5 38.5
Interest Earnings 19.1 19.1
Other 11.7 11.7
Total State Taxes & Fees $588.9 $1020.1 $1,609.0

Federal Grants 412.7 6.9 $419.6

Local Contributions $24.2

Toll Revenues --KU
Total of TTF and HMO $2,100.5
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In October 1996, the Commission asked for and received a 20-year
transportation revenue projection from the Department of Motor Vehicles.
This projection was updated in June, 1997, to a 25 year forecast. The
update also reflected December, 1996, forecast revisions and 1997
legislative changes.

Although year-to-year growth rates naturally vary in the cyclical
forecast, the average yearly revenue growth for transportation funds is
expected to be about 2.7 percent over the next 25 years. It is interesting to
note that state transportation revenues grew only 2.5 percent in the
economically strong fiscal year 1997, versus a growth rate of 8.1 percent
for the general fund. Transportation revenue growth is constrained by the
types of fund sources used.

About 44 percent of state transportation revenues come from
motor fuel taxes. Increases in motor fuel taxes result from
increased gasoline consumption. Motor fuels consumption grew
1.9 percent per year from 1988-1996.

24 percent of state transportation revenues come from motor
vehicles sales taxes. Motor vehicle sales taxes are highly cyclical.
While recent growth in vehicle sales has been good, current
projections are for growth to slow considerably in the next few
years.

19 percent of state transportation revenues come from general
sales taxes, and the sales tax base is eroding. Currently, only
about 40 percent of Virginia's economy is based on goods, while
60 percent is service-based (and growing). During the 1990's,
sales taxes have grown an average of about 4.1 percent, while
Virginia personal income has grown an average of 5.3 percent.
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Growth in General Fund Versus
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Of the two revenue funds, the HMOF is expected to experience
particularly slow growth. The reasons are as follows:

The HMOF relies most heavily on fuel and motor vehicle sales
taxes, both of which are forecast to have slower growth over the
next several years.

The TTF receives the 0.5 cent general sales tax, providing higher
levels of growth than motor fuels taxes.
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Growth in the TTF Revenues Versus
HMOF Revenues Since 1988
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Federal Transportation Revenues

On average, Virginia has received about $400 million per year in
federal highway funds over the last ten years. However, in fiscal year
1998, over $600 million in federal highway allocations are expected,
mainly due to prior year calculation errors by the U.S. Dept. of Treasury.

State and Federal Highway
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Currently, Congress is debating the reauthorization of the
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA).
ISTEA expires at the end of federal fiscal year 1997. Virginia is
attempting to secure a greater share of federal revenues from the next re
authorization bill. "Step- 21" is a coalition of states that are trying to secure
a 95% floor for "donor state" gasoline tax revenues returned. Virginia
traditionally receives only about 80% of the gasoline tax revenues it sends
to Washington.

"Step 21" recognizes that population growth is shifting to the South
and West, creating severe transportation problems in these fast growing
areas of the country. The plan also continues to recognize that the large,
low population western states need a national presence to maintain their
highway systems. The plan also continues to recognize that the densely
populated Northeastern states have weather-related and large public
transportation system problems that require support from the federal
government.

The "Step 21" plan has been introduced into the Senate by John
Warner. This plan would collapse 133 programs into two programs, the
National Highway System and the Surface Transportation Program. "Step
21" is intended to increase state flexibility in spending federal
transportation funding, with less federal regulation.

Both the administration and all the current congressional proposals,
including "Step 21," considerably increase the overall size of the federal
transportation program above the current ISTEA program. It is also fairly
certain that the ultimate compromise achieved in the equity of the federal
program will favor Virginia more than the current ISTEA program.
Therefore, because the size of the program and the equity of distribution
will change in Virginia's favor, the amount of federal transportation
funding to Virginia could increase by as much as $175 million for each of
the next three years.
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Transportation Revenue Source
1 cent increase in gas tax

1% increase in m.v. sales tax

1/2% increase in general sales tax
$1 increase in registration fees

Traditional State Revenue Alternatives

Traditional revenue sources for financing transportation in Virginia
include motor fuel and road taxes, motor vehicle sales and use taxes, one
half cent of the general sales and use tax, and registration and license fees.
The following table estimates the amount of revenue generated per year by
a unit increase in these traditional tax sources.

Additional Revenue
GeneratedIYr.

$42.0 mil.
$130.0 mil.
$320.0 mil.
$ 5.5 mil.

Except for Kentucky, Virginia has a lower motor fuel tax in relation
to its neighbors. The average national gasoline tax rate is over 19 cents/gal.

Gasoline .Taxes in Border States
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Transportation Revenues

State transportation revenues are derived from a number of sources,
most of which are considered user fees, the major exception being the one
half cent general sales tax dedicated for transportation purposes. These
state revenues are combined with federal funds into what is known as the
Commonwealth Transportation Fund (CTF).

The CTF itself is divided into four revenue funds, the Highway
Maintenance and Operating Fund (HMOF), the Transportation Trust Fund
(TTF), the Department of Motor Vehicles Special Fund, and the Aviation
Special Fund. However, subsequent references in this report to
"transportation funds" will refer only to the HMOF and the TIF.

The HMOF is used for funding the operations of the Department of
Transportation and for highway and city street maintenance activities.
85% of the TIF is used for major highway improvement projects. The
remaining TTF revenues are allocated for public transportation (8.4%),
seaports (4.2%), and airports (2.4%). The following table details the fiscal
year 1997 revenue collections for the TTF and HMOF:

TTF and HMO Funds
Fiscal Year 1997 Revenues ($ Mil.)

Source TTF HMQF Total
Motor Fuel Taxes $102.6 $611.4 $713.9
M.V. Sales and Use Tax. 143.3 245.9 389.2
State Sales and Use Tax 307.2 307.2
M.V. License Fees 16.8 112.6 129.4
Inti. Registration Plan ~8.5 38.5
Interest Earnings 19.1 19.1
Other 11.7 11.7
Total State Taxes & Fees $588.9 $1020.1 $1,609.0

Federal Grants 412.7 6.9 $419.6

Local Contributions $24.2

Toll Revenues --KU
Total of TTF and HMO $2,100.5
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In October 1996, the Commission asked for and received a 20-year
transportation revenue projection from the Department of Motor Vehicles.
This projection was updated in June, 1997, to a 25 year forecast. The
update also reflected December, 1996, forecast revisions and 1997
legislative changes.

Although year-to-year growth rates naturally vary in the cyclical
forecast, the average yearly revenue growth for transportation funds is
expected to be about 2.7 percent over the next 25 years. It is interesting to
note that state transportation revenues grew only 2.5 percent in the
economically strong fiscal year 1997, versus a growth rate of 8.1 percent
for the general fund. Transportation revenue growth is constrained by the
types of fund sources used.

About 44 percent of state transportation revenues come from
motor fuel taxes. Increases in motor fuel taxes result from
increased gasoline consumption. Motor fuels consumption grew
1.9 percent per year from 1988-1996.

24 percent of state transportation revenues come from motor
vehicles sales taxes. Motor vehicle sales taxes are highly cyclical.
While recent growth in vehicle sales has been good, current
projections are for growth to slow considerably in the next few
years.

19 percent of state transportation revenues come from general
sales taxes, and the sales tax base is eroding. Currently, only
about 40 percent of Virginia's economy is based on goods, while
60 percent is service-based (and growing). During the 1990's,
sales taxes have grown an average of about 4.1 percent, while
Virginia personal income has grown an average of 5.3 percent.
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Of the two revenue funds, the HMOF is expected to expenence
particularly slow growth. The reasons are as follows:

The HMOF relies most heavily on fuel and motor vehicle sales
taxes, both of which are forecast to have slower growth over the
next several years.

The TTF receives the 0.5 cent general sales tax, providing higher
levels of growth than motor fuels taxes.

25



-- -_._----------------~----------

Growth in the TTF Revenues Versus
HMOF Revenues Since 1988

55.00/0 -+-

35.0%

15.0%

0) 0
eX) en
en en,... .....

,... C\I
C') 0)
C') 0),... .....

1TF

HMOF

COFT Forecast

o ,... C\I
000
000
C\I C\l C\l

Federal Transportation Revenues

On average, Virginia has received about $400 million per year in
federal highway funds over the last ten years. However, in fiscal year
1998, over $600 million in federal highway allocations are expected,
mainly due to prior year calculation errors by the U.S. Dept. of Treasury.

State and Federal Highway
Construction Allocations
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Currently, Congress is debating the reauthorization of the
Intermodal Surface Transportation Efficiency Act of 1991 (lSTEA).
ISTEA expires at the end of federal fiscal year 1997. Virginia is
attempting to secure a greater share of federal revenues from the next re
authorization bill. "Step-21 tI is a coalition of states that are trying to secure
a 95% floor for IIdonor state" gasoline tax revenues returned. Virginia
traditionally receives only about 80% of the gasoline tax revenues it sends
to Washington.

"Step 21" recognizes that population growth is shifting to the South
and West, creating severe transportation problems in these fast growing
areas of the country. The plan also continues to recognize that the large,
low population western states need a national presence to maintain their
highway systems. The plan also continues to recognize that the densely
populated Northeastern states have weather-related and large public
transportation system problems that require support from the federal
government.

The "Step 21 tt plan has been introduced into the Senate by John
Warner. This plan would collapse 133 programs into two programs, the
National Highway System and the Surface Transportation Program. "Step
21" is intended to increase state flexibility in spending federal
transportation funding, with less federal regulation.

Both the administration and all the current congressional proposals,
including "Step 21/' considerably increase the overall size of the federal
transportation program above the current ISTEA program. It is also fairly
certain that the ultimate compromise achieved in the equity of the federal
program will favor Virginia more than the current ISTEA program.
Therefore, because the size of the program and the equity of distribution
will change in Virginia's favor, the amount of federal transportation
funding to Virginia could increase by as much as $175 million for each of
the next three years.
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Transportation Revenue Source
1 cent increase in gas tax

1% increase in m.v. sales tax
1/2% increase in general sales tax
$1 increase in registration fees

Traditional State Revenue Alternatives

Traditional revenue sources for financing transportation in Virginia
include motor fuel and road taxes, motor vehicle sales and use taxes, one
half cent of the general sales and use tax, and registration and license fees.
The following table estimates the amount of revenue generated per year by
a unit increase in these traditional tax sources.

Additional Revenue
GeneratecIIYr.

$42.0 mil.
$130.0 mil.
$320.0 mil.
$ 5.5 mil.

Except for Kentucky, Virginia has a lower motor fuel tax in relation
to its neighbors. The average national gasoline tax rate is over 19 cents/gal.

Gasoline .Taxes in Border States

25.426.0
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D.C. Carolina Virginia
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While Virginia generally has a lower motor vehicle sales tax rate
than surrounding states, other states (except Maryland) allow trade-in value
of vehicles to be subtracted from the sales price.

STATE

Virginia
Wash. D.C.
Kentucky
Maryland
North Carolina
Tennessee
West Virginia

TAX RATE TRADE-IN

3%, minimum $35 No
6% under 3,499 lbs., 7% over Yes
6%,90% of retail if new Yes
5% No
3%, min. $40, max. $1,500 Yes
6% ~s

5% Yes

Nontraditional Revenue Alternatives

Nontraditional revenue alternatives are defined here to include
revenue sources that are used by only a few states, or have not typically
been used for transportation funding in Virginia.

One new approach in Virginia would be to index motor fuel tax rates
on a yearly basis to at least keep pace with the costs of providing highway
maintenance. As an example, Wisconsin administratively adjusts its motor
fuel tax rate yearly based on inflation and gallons consumed.

Another revenue approach used in other states, including California,
New York, Washington, Illinois and Indiana, is to apply the general sales
tax, along with the motor fuel tax, to gasoline purchases.

Since Virginia now uses one-half cent of its general sales tax for
transportation purposes, expanding the sales tax base would provide
additional transportation revenues. By all accounts, Virginia applies its
sales tax to relatively few services compared to other states.

Finally, Virginia has already adopted measures to increase the
amount of local revenue dedicated to transportation. For example,
Virginia pioneered the use of property tax districts to fund specific
transportation projects with the Route 28 Property Tax District in
Northern Virginia. Property tax districts are the result of initiatives by
local land owners to dedicate a portion of their increased real estate
assessments for transportation improvements in the property tax district.
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Also in 1989, the General Assembly authorized the Northern Virginia
localities and the City of Norfolk to implement a one percent local option
income tax. After a local referendum, the local income tax can be adopted
in one-quarter percent increments up to a one percent maximum tax.
Referenda have yet to be held in either area.

Another alternative Virginia may wish to consider is whether
revenues might be increased by revising local match requirements to
incorporate a regional approach utilizing planning district commissions and
metropolitan planning organizations for match requirements. Currently,
localities are required to only provide a two percent match for. urban road
projects, and none for. secondary road projects. Requiring a regional
match requirement, rather than a local match requirement would increase
flexibility as well as increase funding for transportation projects. This
approach would also help prioritize regional road projects, and put road
projects on an equal footing with public transit projects, which generally
require a local subsidy.

Greater efforts could be made to work with localities through
creative financing and other means to complete high priority local projects
on a more timely basis. To open an avenue of greater support for public
transit, the Code could be changed to allow localities to use their highway
allocation shares to support transit operating costs. The Code currently
permits the support of transit capital costs with local highway allocations.

Funding High Cost Projects

Many projects, both highway and transit, identified by the Needs
Advisory Committee have total project costs of over $250 million. Except
in cases where federal revenues are available on a state-wide discretionary
basis, current allocation policies or statutes make it very difficult to
provide funding for these high cost projects. Much of the federal revenue
flows through the allocation formula. While there is no magic formula for
funding these projects, the Commission may consider recommending
policies that will make it easier to fund these types of projects.

Policy considerations include encouraging expanded use of the
PubliclPrivate Transportation Act (PPTA). The PPTA can be a useful tool
for supplementing traditional transportation development efforts and
funding sources. Most public/private construction initiatives are now
proposing to use innovative public tax .exempt debt sources that do not
impact state debt ceilings, rather than private capital for financing. Private
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entities could provide the design and engineering work along with
construction and operation services.

Another consideration may be to use state general obligation debt
authority, backed by an increase in state revenues. Finally, the
Commission may wish to consider creating a discretionary pool of state .
revenue that could be aggregated for priority inter-regional projects.
Currently, federal dollars provide the only ready pool of discretionary
funds for high cost projects.

Findine on Revenues

The Commission 6nds that vjrtu"UJ ell "",DM, i,sI's
should await discussion a' ,h, NOII,mb" ."d-P,c,m!uJ:.
meetinrs. However, th, Commission r,commend, tlJ.at
transportation r evenu,s intended for t,all'l'0rtatiDn Rep;«tl 4ntl.
maintenance should be reserved for such '"CROS'S and not
diverted to unrelated prorrqms.
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Planning and Allocation Issues '

As previously mentioned, the Trans.portation Trust Fund (TTF) is
the State source of' funding for highway construction and improvement,
state aid to: local public transit operations, airport construction, and Port
capital needs. The State Rail, .program does not have a dedicated State
funding source.

;

Highways

Highways receives 85 percent of the TTF, or $490 million in 1998.
After certain "off the top" adjustments, such as 5.67 percent for unpaved
roads, about $370 million is available; for formula apportionment, as
follows: Primary. roads, . .40 percent; Urban roads, 30 percent; and,
Secondary roads, 30 percent.' Primary road funds are used to meet the
State' 10 or 20 percent .match requirement for Interstate and National
Highway System projects.

It is projected that the growth rate for TTF funds available for
construction in 2001 and thereafter will decline because VDOT estimates
that there will not be sufficient revenues available for maintenance;
therefore, TTF revenues intended for construction will be transferred to
finance a portion of maintenance in 2001 and beyond. The projected 200 I
"crossover" date is subject to revision based upon budget requirements and
revenue forecasts for the 1998-2001 time period.

Spending decisions for highway projects are ultimately made by the
Commonwealth Transportation Board. However, highway construction
priorities are established at the local level, especially for urban and
secondary projects.

While priorities are made at the local level, virtually all costs of
local road construction and improvement are borne by the state. Cities are
required to contribute 2 percent of the cost of urban roads, and counties do
not contribute to the cost of secondary roads. The State covers the entire
cost of primary roads.

Road construction and improvement at the local level is virtually
"free" to local governments. However, it must be emphasized that many
local governments in Virginia make considerable "extra" contributions
toward the solution of their transportation problems, for example:
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• The entire northern Virginia area has in effect a 2 percent local tax
on motor fuels. In the Potomac-Rappahannock region, the proceeds
can be used for any transportation purpose. In the rest of Northern
Virginia, the proceeds are used to support the capital requirements
of the Washington Metropolitan Area Transit Authority, or "Metro"
as it is simply known. A total of $20 million is raised from the local
fuel tax.

• Further, Northem Virginia has dedicated its share of recordation
taxes to pay debt service on a major transportation program.. Other
areas of the state, such as the City of Chesapeake and the City of
Richmond, also are participating in the financing of their projects.

• Many localities also supplement their maintenance budgets after
finding that state support is insufficient to meet their needs, and
Virginia also operates a modest state-local match program for
construction.

Findine on Local Involvement

The Commission encourares local ~overnments to work
with and participate with the State in Undine solutions to local
transportation issues.

What is Maintenance? What is Construction?

The Code of VirKinia says road maintenance takes priority over road
construction and the Highway Maintenance and Operating Fund provides
revenues for maintenance. The State revenues for the HMO are all the
revenues that existed prior to the 1986 Special Session.

The State maintains, or makes payments for localities to maintain, all
major roads, urban and rural, because all major roads are considered State
roads. (Arterial and collector roads in cities are eligible for State
construction and maintenance dollars. Most local streets are eligible for
urban maintenance payments.)

While the Code is clear that maintenance is a priority, the Code is
not clear on what is maintenance. Neither is the Code clear on what is
highway construction. The Code language establishing the TTF, which is
intended for highway construction, says the TTF may be used for
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maintenance, as well as for construction and improvements. The HMO
fund is referenced in the Code, but is not defined.

The line that divides maintenance from improvements can be fuzzy.
Six inches of resurfacing on top of old without changing the existing
alignment of the road would be considered maintenance funded by the
HMO; but, six inches of new pavement plus widening the roadway with
improved shoulder width and improved horizontal and vertical alignment
would be considered an improvement funded by the TIP. While the Code
is unclear in its definition of maintenance and construction, VDOT is very
specific and prescriptive in defining maintenance and construction for
localities.

. VDOT is not able at this time to provide estimates of how its $52.1
billion in highway needs (not adjusted for inflation) break down between
additional lane miles or .additional capacity on the one hand, and
rehabilitation, reconstruction or improvement on the other.

Findina on Issues of Clarification

The Commission recommends that lanruare in the Cod. 0 f
Virrinia .relatinr to hirhway construction and maintenance and
their fundinr sources be reviewed. and that VDOT provide a
breakdown of hirhway needs to reflect projects that add lane
miles, projects that sirnificantly add to the capacity of existinr
roads. and projects that improve existinr roads.

Public Transit

The 8.4 percent of the TTF for State Aid to Public Transit will
generate about $48.4 million in Fiscal Year 1998. When combined with
the traditional $35.05 million "contribution" from the HMO, the total
available is $83.4 million. Surplus balances and interest earnings will add
to the total.

The TTF is projected to increase at the rate of 3.8 percent per year
over the next 20 years; consequently, public transit's share of the TTF also
will grow, somewhat keeping up with cost increases. However, the $35.05
million that public transit receives from the HMO has not changed over the
years. The result is that about 60 percent of the public transit revenue
generally keeps up with cost inflation, .while 40 percent remains static, not
keeping up with costs.
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The Code states that the amount available for State Aid to Public
Transit shall be apportioned 25 percent for capital needs, 73.5 percent for
operating assistance, and 1.5 percent for special projects.

The formula for distributing capital assistance is based on the non
federal share of total eligible needs and the total of State funds available.
Currently, the ratio of State revenues to needs is 34 percent. This ratio is
applied against each eligible application for capital assistance. For
example, a local transit operation seeking $200,000 as the non-federal
share of a capital project would receive 34 percent of the request, or
$68,000. Those with the highest eligible needs would receive more State
assistance dollars.

The formula for the distribution of operating assistance among the
31 local transit operations is based on costs; for example, if the cost of
Transit Operation A is 20 percent of the total costs of all 31 operations,
then Transit Operation A receives 20 percent of State assistance.

While the formula for distributing transit operating assistance
appears to encourage inefficiencies through higher costs, the practical
effect is that for a local transit operation to spend more money there must
be more revenue generated through the fare box or local property taxes. It
can be argued that local transit operations do not view the language of the
State formula as an incentive to increase costs.

Further, because of the number of transit operations, their total costs
and the limited State funds available, a transit operation would need to
increase its costs substantially to receive a modest increase in funding.

The problem with the language of the formula may be more
theoretical than real; nevertheless, the language makes no provision for
performance, and the operating assistance has been distributed in such a
way that a transit operation is penalized 'when it reduces -costs through
greater efficiency and effectiveness.

While the state derives social and economic benefits from public
transit, it should be noted that the State does not operate transit operations.
Policies, procedures, plans and details for public transit are all decided
locally. Through the Department of Rail and Public Transportation, the
State works with local transit operations to improve services and operations
and to plan for the future; but transit operations are local operations, not
State operations.
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It also should be noted that local governments in 1997 covered about
29 percent, or $87 million, of the approximate $300 million cost of
operating local public transit in Virginia. Other revenue sources are fares
and advertising, 46 percent; the State, 21 percent; and federal assistance, 4
percent. The federal level reflects a 50 percent reduction in federal
operating assistance for urban transit systems that began in 1997 and
continues in 1998.

Many questions emerge in discussions about local public transit,
among them:

1. To provide a revenue source that somewhat keeps pace with costs,
should Transit's share of the TTF be increased commensurate
with the $35.05 million annual contribution to Transit from the
fWD? (Transit's share of the TTF would increase about 6
percentage points, and Highways' share would be reduced
accordingly.)

2. Is every citizen of Virginia entitled to some form of affordable
public transportation?

.3. What is the State's interest? What is the local interest?

4. Should the State subsidy to local public transit be tied to local
willingness to support transit?

5. Should public subsidies of public transit be based on costs or
performance?

6. Should the state establish some policies and procedures for local
public transit in return for its subsidy?

7. How can local public transit attract more of the market where the
automobile is king?

8. How can funding considerations be neutralized so that local,
regional and state planners can give public transit equal weight
with highways in developing solutions to transportation
problems?

9. Should the state consider the direct operation of multi
jurisdictional mass transit systems?
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Findings on Public Transit

The Commission encourares the further development and
review of a performance-based (undine methodolor.V for Rublic
transit, and directs that oRtions continue to be analyzed fo r
providinr public transit with a revenue stream that does a better
jgb of keepinr pace with cost increases.

It is difficult to develop an ongoing State-funded program for
passenger and freight rail development. Generally, the issue is capital, not
operating, and the opportunities' that lend themselves to rail, while
significant, are limited (there are not 6,000 rail projects on the horizon).

Providing rail with a portion of the ITF would require reductions in
the shares for other modes. Providing rail with a portion of existing
revenue sources, such as the General Fund, would reduce the availability of
General Fund revenues for schools, prisons and other programs
traditionally financed by the General Fund.

Other than an on-going commitment to assist short-line railroads that
provide essential services in several areas of the state, rail projects involve
major, high cost capital investments, even when the equipment would be
leased.

While rail should be viewed in some cases as a realistic and cost
effective alternative to the movement of goods and people on highways, it
would cost hundreds of millions of dollars for rail to make a significant
contribution toward that end.

Certain rail projects are among the many "high cost" projects that
Virginia should pursue in the future. The issue is not whether such
projects are cost-effective; the issue is how to finance them.

Findin2s on Rail

The Commission views rail as a viable alternative for the
solution to selected transportation issues, and finds that in
selected cases the sole issue is how to finance kirk cost projects.
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Transportation Planning and "Growth Management"

Virginia's transportation planning for highways, airports and rail
and public transit takes place at the local and regional level, involving local
governments, airport owners, transit operators, Department of Aviation
Staff, staff from the Department of Rail and Public Transportation, VDOT
resident engineers, regional planning agencies, Metropolitan Planning
Organizations, and the VDOT planning office.

Planning is continuous. The Commonwealth Transportation Board's
Six-Year Program reflects the results of planning and indicates, through
allocations for feasibility studies, where proposals have reached the serious
stage.

At the state level, the current administration has published a strategic
planning document called "Virginia Connections." Also, VDOT's
Transportation Planning Division prepares and submits the federally
required intermodal transportation plan.

At least one state engages in a state-wide planning process that results
in a map of the state showing how the various modes inter-relate and
interconnect throughout the state, and which shows planned improvements
to the state-wide transportation system. This state-wide planning document
is developed after considerable public input. It is a popular, easy-to-read
document that is broadly distributed.

Several speakers told the commission how Virginia's development
and population growth patterns were changing, and how these changes
were contributing to increased transportation needs.

Virginia has not adopted strategies at the state level that tie
transportation planning to growth planning. There are no incentives or
disincentives for local governments to integrate the most efficient
transportation plans into local development plans.

A major reason why parts of Virginia require significant
infrastructure expansion can be traced to inefficient and costly decisions
allowing developments that sprawl in a leap-frog fashion away from urban
centers. A somewhat similar factor is the tendency for employment centers
to be located farther and farther from residential centers. These growth
patterns result in greater single occupant vehicle use of roads, longer and
farther commutes, and increased trip frequencies -- all of which contribute
to increases in transportation needs.
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The State of Maryland has a "smart growth" strategy that provides
funding incentives to local governments that avoid sprawl development by
investing in urban centers, and by expanding from the boundaries of urban
centers rather than by leap-frogging undeveloped land.

Maryland state law designates "smart growth areas" and classifies
them as "priority funding areas." Decision-making prerogatives remain
within the purview of local elected officials; however, state support for
certain infrastructure improvements, including schools, is targeted only to
the "smart growth areas."

Frederick P. Rappe, Jr., the Director of the Office of Systems
Planning and Evaluation for Maryland's Department of Transportation,
told the commission at its June 16 meeting that Maryland's state law was
adopted following an extensive campaign to educate the public about the
high cost of urban sprawl -- the loss of farm land and forest land, the air
quality problems, the increases in local costs, the decline of older
communities.

Developments beyond the urban boundaries may be the result, in
part, of what is perceived as urban congestion. However, congestion
increases as more people move outward from urban centers, and additional
lane miles of road to accommodate the additional people lead to more
development, and more people, and more congestion, and more lane miles,
and around it goes. Urban planning experts say it is a futile exercise to
attempt to build your way out of congestion problems by adding more
highways.

Dr. Gary Johnson, Associate Professor of Urban and Transportation
Planning at Virginia Commonwealth University told the Commission at its
September 3 meeting that Virginia's population between 1990 and 2010 is
projected to increase by 1.3 million people and 800,000 cars. He
emphasized that fundamental changes must be made in the growth of
communities, in land-use policies and - in development policies if
transportation needs growth is to be brought under control. Dr. Johnson
cited Maryland's "smart growth" strategy, but he also cited other states that
are using growth strategies -- including growth restrictions, growth
boundaries, and facility standards -- to control urban sprawl.

The 1997 Appropriation Act directs the Secretary of Transportation
to study whether to establish an Intermodal Coordinating Council as a
possible adjunct to the Commonwealth Transportation Board. The study is
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to examine whether such a council would be useful in overseeing and
coordinating policies related to "intermodal transportation connections" in
the Commonwealth. The findings and recommendations of this study are
due December 1, 1997.

The Council under review by the Secretary might serve as a
forerunner to a State and Local program that integrates and balances land
use and transportation planning. Such a program could encourage
transportation investments that solve problems without creating new
problems, and that anticipate likely responses from the public and
accommodate those responses.

Virginia also may wish to expand the transportation planning
horizon. Current planning assumes over 20 years that existing systems will
remain in place, and needs are defined as deficiencies in the existing
system. Virginia may wish to strive to get ahead of the curve -- and
perhaps avoid crisis planning in the process -- by developing a longer term
vision of where we want transportation systems to be in the next 50 years.

Further, the role of technology in transportation and how it will
change traditional views about solving needs should be emphasized in the
planning process.

Findioa: on Plannioe and Growth Manaeement

The Commission encourares further review of issues
relatine to state transportation planninr and rrowth manarement
policies in Virrinia.
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GENERAL ASSEMBLY OF VIRGINIA ··1997 SESSION

HOUSE JOINT RESOLUTIONNO. 519

Rft'isillg 1M reponita, sclwl&de 01 tM Commission 011 tM Futwe af TrtllUpDrtlJlioft ill V;"i11i4

Agreed to by the Houseof Dele.ates. January 3I. 1997
Agreed to by the Sen•• February 19. 1997

WHEREAS. House Joint Resolution No. 160 (1996) established the Commission on the Future of
Transporwion in.Vil'linia: and

WHEREAS, the Commission was charpd with COmpletilll its wort in time to report its rmdinp
and recommendations by July I. 1997. and to report its findinp and recommendations to me
Governor and the 1998 Session of the General Assembly; and

WHEREAS. it will ftC)( be possible for the Commission to report its findinp and recommendations
in compliance with this schedule: now, therefore, be it

RESOLVED by the House of Delepaes. the SeuIe concurrina. ThaI the Commission on the
Future of Transportalion in V'UJinia. aated by HJR No. 160 (1996). shaD, nocwitbslandina the
provisions of HJR No. 160 (1996), complete its work in time to submit aD interim report of its
assessment of VilJinia's transportation needs by Sepccmber I'. 1997, and • final repod of its rmdinp
and recommendations to the Oovemor and cbe General Assembly by December 20. 1997. Both
reports shall be submitted as provided in the procedures of the Division of Lqislative Automated
Systems for the processinl of leaislalive documents.





GENERAL ASSEMBLY OF VIRGINIA •• 1996 SESSION

HOUSEJOINT RESOLUTION NO.1.

EstablisJain, 41 CommWioII 011 1M FUlIW of TI'GIUportlJtiort ill Vi"iJai&

Aped to by the House of Deleaares. March 1. 1996
Apeed to by the Senate. March7. 1996

WHEREAS. it hu lonl been the pi of the General Assembly thai transponation needs be
assessed objectively and scientiraUy. both for the present and into the funare; and

WHEREAS, it is • similarly welJ-established policy tIw prudent provision be made well in
advance for fuDdinl these needs: and

WJ:IEREA-Ci. because of their substantial impact. both 011 transportllion system users and on the
financial mechaniSIDI established to meet transponation system consuuction requirements. it is
essential to foresee the need for and provide means to finance die consuuction and maintenance for
all modes of tnnsponatioa. puticularly die financial of Iarae-scale transportation construction
projects; and .

WHEREAS. lundina such '....·scaIe construction projecu throuah the existina resource allocation
structures and mechanisms could result in fundin, inequities and systemic inequality; and

WHEREAS, it is thus desirable that needs for such major transportDHl consuuction be identified
as early IS possible and that careful consideration be liven 10 the desirability and feasibility of
providinl a specialized financinl mechanism to ensure adequaae revenues to cover the Jarae costs of
these major projects; and

WHEREAS, the improvement of die stale'S trIIlSportatioD infrasIructure is dependeat upon
identifyinl Idditional sources of revenue and strenatheninl jurisdicdonallDd apacy coopel'llioa: and

WHEREAS. new fundiftl aulhorities and mechanis.... sucb u stare IDd rep.l bonds. lines of
crediL public-privlIe pannersbips. and private facilities. have mIde sipif"lCIIIt transportation
improvements possible ill the last decide and provide models to develop Idditioaal nontraditional
fundin. mechanisms; and

WHEREAS. public transporWiOD is an essential element of the trInSpOIWion sysaem: and
WHEREAS. federal poIicia contained in the federal Clean Air AI:A Amendmencs of 1990. the

IntermodaJ Surface Trusponatioa Etraciency Ad of 1991. and eneI'IY poUcies require an expanded
role for public transportIIioD; and

WHEREAS. CODpaa is ptannin, to eliminate federal operalina funds for public transponation
over' the nut several yellS. p.iDa incrased S1IeII OD stile aDd local fundiD, for public
rranspolWion and resultiDl iD the pouibility of u.era- in pusea.. r-s: ..

WHEREAS. reduced fuDdina for public uaaspon.ac. could raull iD ..rice reductions. which
would deprive citizeas of basic and essential mobility; aDd

WHEREAS. local permDaIt suppaft for public traDSpOItIIioa iD VqjDia cuneady is drawn~
JeneraJ fuDdI ia leal ...-.ieI. placiD, me responsibility far lcal support of public transpOttIbOII
primarily upca bomeowDen ... otber propeRY taspayen; IIId . .

WHEREAS. public IrInSpOItIIioD should be studied aD • reponal bail widl • view to detennme
wt.em. reP-~ disa'icI commissiOlll should be crared ill certaiD areal of the
Commoawealda; and

WHEREAS. it is asentill .... Vqinia haw • compreheasive b'IIlSpOI1IIioa system with exc:elleftl
highways.~ public trulSportIIioD. airponI. aDd ports; DOW, lberefcn, be iI . .

RESOLVED by the Houe of Oelepla. the Seue concurriDI. 1'bIl the Commissioa OIl the
FutuM of TranspottIIioa ill VqiDia be escabIished. The Co~ shall be composed of 25
members to be appointed • follows: the Speaker of abe House of Deleplel; two members of the
House Commiuee OD AppropriaIions. two memben of die HOUle CommiUee 011 Finuce. two
memben of the House Commidee OIl Transponatioa. IIId four citizeaI« die Commonwealth. to be
appoinced by the Speaker of the House of Delelatea; the Presidenl pro tempOI'C of the Sena&e: two
memben of the Senate Committee on Fmance u desipaJed by the Co-QainneD of th.e. Senate
Committee on Fi~ two members of the Senate Committce OIl Transpoct.-ioD. and four ~ltazens of
the Commonwealth. to be appointed by the Senate Committee on Privileps and ~leeuons. The
Secretary of Transponation, the Commonwealth Transporwion Conunissioner. the Director of the



Depaltment of Rail and Public Transportation, the Director of the Depanment of Aviation. and the
Executive Director of the Virginia Port Authority shall serve as ex officio. nonvotina members. The
Commission may also appoint a citizen advisory committee. which shall include local elected officials
and shaJl serve without compensation. to usia theCommission in its wort.

The Commission shall (i) review and update the finclinp of the Commission oa Transportation for
the Twenty-First Century, and the elfoRS of the Select Committee Studyin. the Transportation Trust
Fund under Senate Joint Resolution No. 240 (1993) and Senate Iomt Resolution No. 143 (1994), (ii)
identify those major transportation system construction projects whose COftSCl'UCtioa will be required
over the next 2$ yean and the needs of public transportation.. (iii) determine die amount of Idditional
transportation revenue to be required over that period to cover these costs. (iv) propose appropriate
mans of raisins and a1localinl such needed revenues while detennininl SOUJCeI of reliable, dedicated

. funclinl for public and ocher modes of transponation. and (v) study existinl trInSpOI'Wioa agencies
and authorities and the need to creare. iestructure. and combine apnc:ies Ind tudloritiea for VqiDia.

The direct costs of this study shaD not exceed S~OOO.

The staffs of the House Committee on Appropriations, the Senate Committee on Finance. and the
Division of Legislative Services shall provide support for the study. The Sec1etary of Transportation.
with the assistance of aaencies under his direction. shall provide sucb technical assistance as the
Commission may require. All aaencies of the Commonwealdl are requesaed to proYkk assistance to
the Commission. upon request.

The Commission shall complete its wort in time to repon its findinp and recommendllionJ by
Iuly I, 1997, and to the Governor and the 1998 Session of the Oeneral Assembly. provided· in the
procedures of the Division of Lelislalive Automaled Systems for the processinl of leplalive
documents.

Implementation of this resolution is subject to subsequent approval and eenific:aaioD by the Joint
Rules Committee. The Committee may withhold expenditures or delay the period for the conduct of
the study.



SENATE JOINT RESOLUTION NO. 301

R~qll,slin, 1M COtl'l1f'lWiDII 011 1M FlltJUe DI TrGlUponGl;()1I ;11 Vi,.,illu, to snuJy tlte trQ/Ul'OnQnDIl
Meds 01 ruTGl nluulIIs. 1M disabled. tit, potJr, GIld 1M ,lderl,.

Aareed to by theSenlte, February 19,1997
Apeed to by the House of Delclates.February 17. 1997

WHEREAS, mobility for aU Virpnians is essential to the economic health of the Commonwealth
and the quality of life of iu citizens: and

WHEIlEAS, many VqiDians who caanoc drive depend on transponatiOil providers to provide
them access to bilb.a,., rail systems. mass transit, airports, and sea portS: IDd

WHEIlEAS, over 30 perceIlt 01 our one million elderly, aDd II muy as 200,000 persons with
disabilities, do DOt have driver's licenses, preventiDl may from workin,: and

WHEIlEAS, I study conducted by the Federal Transit AdmiDistration ranked VirJinia 49th of SO
states in providinl rural public transit, concJudina tIw public nnsit is unavailable to 75 percent of
Vir.inia's rural popuillion; and

WHEREAS, Ilencies transponin. the elderly, poor, IDd disabled served over 45,000 Vitlinians in
1996, but. ill order to do so, many such apncies relied aD aciD, vehicles in need of repair or
replacement; and

WHEREAS, the aVailability and wilJinpeu of volunteers to UIDSpOft disadvantqed persons has
been hindered by concerns rel.tin, to ton liability aDd iudequaIe iDsunnce coverap; and

WHEREAS, IeJisiation enhancinl volunteer driver immuDity or the provision of iDsuranee 10 such
drivers may encOW'lle potential volunteen to serve the U'UlSpOrtIIiOli needs of tile disadvanrqed:
now, therefore, be it

RESOLVED by the Senate, the House of Dele,lIeS concurrina. nw me Commission on the
Future of Transportation in VifPnia be requested to study the transpOIWiCli needs of rural residents,
the disabled, the poor, and the elderly.

All a.encies of the Commonweahb sball provide assistlDce to the CommissioD for this study.
upon requesa.

The Commission shall compIeIe its wort in time to submit ill fiDclinp and recommendations to
the Govemor and the 1998 Session of the 0eneraI Assembly • provided in the procedures of the
Division of Leaisladve Automated Systems for the processiDl oIle1islalive documents. •

Implementation of this resolution is subject to subsequeal approval ad eatif"lCation by abe Joint
Rules Commiaee. Tbe Commiaee may witbhoJcl eapenditula or delay me period for the conduct of
the study.





SENATE JOINT RESOLUTION NO.332

Apeed to by the Senate, February 19, 1997
Apeed to by theHouse of DelelaleS,February 17. 1997

WHEREAS. mobility for all VirainilDs is essential to the economic health of the Conunonwealth
and the quality of life of aU iu citizens; and
. WHEREAS. mobility resources include not ~y our. bipway system. rail syscems. mw transit.
11~ and seaports. but also those transportabon proVIders wbo make these systems accessible to
VUpUaDS who cannot drive; and

WHEREAS, over 30 percent of our one millioa elderly do DOt have I driver's beense, ind
WHEREAS, IS many IS 200,000 workinJ-qe IduJts with disabilities cannot drive and, because of

that. many of them cannot work; and
WHEREAS, many of the AFDC recipi~1S affected by welfare reform do not have I ear or • valid

driver's license; and
WHEREAS, because there is no accessible public U'lftsponation to serve them. many or die

elderly, disabled. and poor ill Vil1inia depend on human services qencies for transporwion; and
WHEREAS, ill 1995, Vqinia wu ranked 49th OUt of me 50 swa ill • study of rural public

transpoftllion (Section 5311) for the Rural Transit Assistance Propam of the Federal Transit
Administration; and

WHEREAS, additionally, thai study showed that 75~ of the rural popuJation of VirJinia it
not served by rural public transit; and

WHEREAS, the study also showed that in the counties thai do receive Sectioa ~311 fundinI,
Virginians ue weD served ill both trips per resident (14th nationally) and 1rips pet cartess household
(22nd nationally); IDd

WHEREAS, I 1996 survey for the Disability Commission colJeded infomwioa on vehicle
miJe.qe from 59 IleDCies thII provide transporWion to people who are elderly. disabled, or poor: and

WHEREAS, these apudes reponed thai 329 of Ibeir vehicles (39 J'CI"II&) had odometer readmes
above 120.000 miles. the miJeaae II which cbe VirJinia DepIItIDeIIC 01 Tansportllion usually retires
its passenler vehicles· from service; IDd

WHEREAS, tbese acencia provided 15J17J32 miles while serviDI • tocaI of 4';76 VirJinians.
inc1udinl 17.617 elderly, 17353 wortdq .. IduIts who lie disabled. 6.911 ocber Iduhs, and 3,421
children; and

WHEREAS, VqiDia does DOt ba~ • pIID to meet me mobility Deeds « iu citizcDs wbo cannot
drive: DOW, 1heIefore. be iI

RESOLVED by the Sew the House of Dele.... conc:urrinI. 11111 me Cornmissioa on the
Future of TransponaDoa iD variuua be requesaed to cIetamiDe the mobiIicy needs ~f atiwas. of the
Commonwealdl who CIIIDGI drift. Amon. ocber dUDp. the commissioD lball (I) detennine the
mobility IUOUKeI available ill rural and suburbID COUDtia. (Ii) determine die mobility needs of tboIe
persons who c-.. cIrM. IDd (iii) recommend I mechanism for~~~ over the next
five years. ne commiai. IbaIJ establish ID .m.ary task force fG~ d. ID IU wed.. Tbc task
fCRC sbaJ) be comprised ~ penonI with expertise iD elderly IDd dinMliry I~ aDd ocben who
provide special tnnspartatDa to citizens wbo CIIIIIOl drive. Members ~ Ibe advilOl'Y wt force w~
do not serve OD the commissioD aba1l DOt be eDtitJed 10 compeasetjcw 01 reimbursement for thew
expenses. '

AD aaeacies of me Commonwealth shall provide wistance to die commissioa and the adVIsory
wt force. Upoll request. ~. .

The Commissioa OD the Future of Transponaboa in ViqiDia sbaU complete ~ Wgo 1ft nme to
submit its rmdinas and recommendations to the Oovemor and. the. 1991 SessJOll of the tne:
Assembly IS provided in the procedures of the Division of LepsWive Automaled Systems
pnxessina of leplative docamenu. 'fjcatiOD b the Joint

Implementatioa of this resolution is subject to subsequent approval IDd ~cd for the ~onduet of
Rules Committee. The Conunia.ee may withhold expenditures or delay the pen

/~~~~'




	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	



