











MEMORANDUM

TO:  Triangle Transit Planning & Legislative Committee
FROM: Commuter Resources
DATE: March 25, 2008
SUBJECT:  Authorizing Release of Short-Rang e Transit Plan Priorities for Public Comment

Action Requested
Review and authorize the release of the Short-Rang e Transit Plan priorities for public comment after
any requested changes have been incorporated.

Background and Purpose

The Short-Range Transit Plan (SRTP) is an opporturty to move Triangle Transit into a new phase of
its development, providing a high-quality service th at exceeds our customers’ expectations, and that
is available in additional markets across the regi on. With limited resources in a rapidly growing
region, we can expect that we can make important st rides over the next five years, but we will have
to make investment choices among numerous services and projects. To enable wise choices, this
process will incorporate broad involvement from staff, our partners in the region, our customers, and
the public. The plan will be developed with in-house staff, building on analysis conducted in recent
years.

The following list summarizes the progress to date on the ten steps of the Short-Range Transit Plan
presented to the Planning and Legislative Committee at its February 2008 meeting:

1) Establishment of Guiding Principles and Goals by Board - COMPLETED

2) Creation of internal staff working group and external Advisory Group (transit agencies, MPOs,
TDM organizations, NCDOT, and major universities) - COMPLETED

3) Assessment of current service performance - COMPLETED

4) ldentification of coordination oppo rtunities to improve performance - COMPLETED

5) Identification of travel corridors for evaluation - COMPLETED

6) Evaluation of travel corridors for transit demand - COMPLETED

7) Financial Projection of available resources

8) Draft of Plan

9) Public feedback on draft plan

10) Final plan for Board adoption

Summary of Initial Analysis Results
The following is a brief summary of results from the analysis of current services, coordination
opportunities, and new travel corridors.

I. Current Service Analysis

a. Staff evaluated Triangle Transit's regional bus performance according to the Regional Bus
Service Standards, last amended by the Board of Trustees in September 2004.

= System-wide productivity in terms of unlinked passenger trips per revenue hour has
increased over the past three years, but co sts have outpaced increases in ridership,
causing the system-wide financial indicators (recovery ratio, operating cost per passenger
trip, and subsidy per passenger trip) to worsen over the same period.

= According to the Regional Bus Service Standards, ‘low-performing’ routes are those that
have been in service for at least 9 months an d perform at less than 75% of the category or



system-wide average for three or more indica tors. The following Triangle Transit routes
are considered Low-Performing according to this definition:
— Route 102 (Raleigh — Garner)
Shuttle 45 (West RTP)
Shuttle 46 (East RTP)
Shuttle 747, weekday and Saturday (RDU Airport)

Staff intends to address each of these low-performing routes in the SRTP planning horizon,
with priority being placed on services that are the largest drain on Triangle Transit
resources.

For routes that are considered low-performing according to one or two indicators, staff
will provide recommendations to improve rout e performance during the SRTP planning
horizon.

b. On-Time Performance

Using the Automatic Passenger Counters (APCs) installed on eight of our Thomas buses, we
can monitor on-time performance of routes se rved by these vehicles. APC vehicles are
rotated among most of our regional routes, but have not been used on several routes that
use the smaller El Dorado vehicles (RTP and airport shuttles and Routes 102, 305, 311 and
420). The APCs record the buses’ departure times at each time point along a route; buses
departing between one minute early and five mi nutes late are considered “on time.” The
attached table summarizes on-time performance for each route in the system that had a
significant number of samples taken on an APC-equipped vehicle since the August 2007
service changes.

APC data reveal that some routes have severe on-time performance issues (301, 470, and
Saturday routes), but virtually all of the ro utes measured need attention. Addressing
system-wide on-time performance issues, therefore, will be a priority project in the first
year of the SRTP.

Il. Coordination Opportunities

Staff identified opportunities for coordination among the region’s transit agencies in each
location or corridor where service overlaps or transfers are expected to take place. Based
on an assessment of impacts and effort required to implement, the coordination projects
were prioritized into three tiers. The top priorities are:
— Hillsborough St corridor in Raleigh
— US-15/US-501 corridor, Duke Hospital, and NCCU/Durham Tech segments along
Triangle Transit routes 402/403 and 412/413
— Cary Train Station timed transfers and other overlapping services within Town
of Cary
— Downtown Chapel Hill evening and weekend timed transfers
— NC 54/Southpoint/Woodcroft overlapping segments and timed transfers

I1l. New Corridor Analysis

A total of 29 corridors were analyzed for travel demand. The list comprised corridors from
the Mayors’ Bus Expansion Plan, corridors aralyzed by the Special Transit Advisory
Commission, and additional corridors suggested by our Triangle Transit internal working
group and external Partners’ Advisory Group.



= Staff estimated total daily peak work and unive rsity travel demand (person-trips) in each
corridor using the Triangle Regional Model tr avel demand estimates for 2005. The travel
demand figures were adjusted based on several factors that influence transit ridership,
resulting in a travel demand score for each corridor. The scores were used to rank and
group the corridors into three tiers:

Tier 1 projects have high travel demand scores ; these are high priority projects with a
combination of high corridor travel demand and positive external factors, implying
that transit makes sense in these corridors now or within the five-year planning
horizon of the SRTP. Staff will work with the Board to find new sources of funding or
to strategically and judiciously reallocate ex isting resources to initiate these services
over the next five years.

Tier 2 projects have intermediate travel de mand scores; they are medium priority
projects that have a combination of demand and/or external factors that imply that
transit service makes sense for these corri dors. These projects will be recommended
for implementation during the five-year pla nning horizon of the SRTP given resources
in excess of what is available for Tier 1 projects.

Tier 3 projects have low travel demand scores ; they are low priority projects that
have low travel demand and in some cases lack the external factors that typically
enhance transit ridership; while they may be considered beyond the planning horizon
of the SRTP, they are unlikely to be recommended for implementation in the SRTP.

= Between the launch of public involvement acti vities and the release of the Draft SRTP,
projects may be moved among tiers as public comment is received and projects are
assigned to different years of the plan.

Public Outreach

The staff plans to solicit input from the public and stakeholders through the ac tivities listed on the
attached summary of Public Outrea ch options. Materials that will be shared with the public during
the outreach activities are also listed on the Public Outreach attachment.

Next Steps

The staff will estimate the costs and revenues for each of the projects identified for inclusion in the
SRTP and work with the Finance Department to dete rmine projected available resources. This will be
followed by the assignment of projects to specif ic years within the SRTP and the completion of a
Draft SRTP for review by Planning and Legislative Committee

Attachments

e Service Standards Performance Indicators with historical comparison table, page 8
On-Time Performance table, page 9
Draft Prioritization of Coordination Projects table, page 10
Draft Prioritization of New Corridors table, page 11
Public Outreach Opportunities and materials to be shared during outreach period, pg. 12
Example of Current Service Route Profile to be shared during outreach activities, pg. 13

Staff Contacts
John Tallmadge, 485-7430, jtallmadge @triangletransit.org
Emily Yasukochi, 485-7479, eyasukochi@triangletransit.org




MEMORANDUM

TO: Triangle Transit Planning & Legislative Committee
FROM: Communications & Public Affairs
DATE: March 24, 2008

SUBJECT: Resolution Supporting Congestion Relief/intermodal Transportation Fund
Bill

Action Requested

Recommend Board adoption of a resolution supporting the proposed Congestion Relief/Intermodal
Transportation Fund bill.

Background and Purpose

The Intermodal Committee of the 21 % Century Transportation Committee will be submitting draft
legislation to the General Assembly to establish a Congestion Relief and Intermodal Transportation
21st Century Fund. The fund will provide for allo cation of funds to: (1) local governments and
transportation authorities for public transportation purposes; (2) short line railroads, for assistance in
maintaining and expanding freight service statewide; (3) railroads for intermodal facilities,
multimodal facilities, and inland ports; (4) make capital improvements on rail lines to allow
increased freight service to the ports and military installations; (5) expand intercity passenger rail
service, and to extend common levels of local tran sit funding authorization to three urban regions,
and allow other local governments similar options fo r local transit funding, and to extend the state
ports tax credit.

Financial Impact
None

Attachments
e Draft Legislation, page 15
¢ Resolution, page 28

Staff Contact
Damien Graham, 485-7413, dgraham@TriangleTransit.org




Draft legislation 13 pp



2008 00XX

RESOLUTION OF THE TRIANGLE TRANSIT BOARD OF TRUSTEES SUPPORTING THE
PROPOSED CONGESTION RELIEF/INTERMODAL TRANSPORTATION FUND BILL

WHEREAS, the 2% Century Transportation Committee wasbbskeed to study the transportation
infrastructure needs of the State; and

WHEREAS, the 2% Century Committee was authorized to tepoissues surrounding transportation,
including local funding options for transportation; and

WHEREAS, the 21 Century Committee has drafted legislatdo establish a Congestion Relief and
Intermodal Transportation 2Century Fund that would give coestand transportation authorities an
opportunity to obtain an additional source of revernthewhiich to meet their needs for financing local
public transportation systems by authorizing countiegyta one-half percent (12%) sales and use taxes if
approved in a referendum; and

WHEREAS, increased local finance options would proviggsftor infrastructure improvements and for
strengthening public transportation services for Wiaoh currently are no available funding sources; and

WHEREAS, a Special Transit Advisory Commission (STé&\@)e Capital Area Metropolitan Planning
Organization (CAMPO) and the Durham-Chapel Géittboro Metropolitan Planning Organization
(DCHC MPO) has been formed to recommend a ptamdgor transit investments in the Triangle area,
and

WHEREAS, the STAC has determined that major tram@stments have a dramatic impact on shaping
future development and sustaining a high quality of life; and

WHEREAS, dedicated state funding will be needed t@emmgait the approved pland strengthen public
transportation services.

NOW, THEREFORE, BE IT RESOLVED, by the Triangle Transit Bdaof Trustees that the Board
supports the proposed legislation to establish a Congestion Relief and Intermodal Transgortation 2:
Century Fund.

BE IT FURTHER RESOLVED that any such legislation authorizing local revenue options should
specifically list transit as an approved use of funds.

BE IT FURTHER RESOLVED that a copy of this resolution will be shared with local elected officials
from Wake, Durham, and Orange counties.

ADOPTED THIS 23rd DAY OF APRIL 2008.

Sig Hutchinson, Board of Trustees Chair
ATTEST:

Michelle C. Dawson, Clerk to the Board



MEMORANDUM

TO: Triangle Transit Planning & Legislative Committee
FROM:  Sig Hutchinson, Board Chair
DATE: March 24, 2008
SUBJECT: Federal Climate Change Legislation

Action Requested
Discuss.

Background and Purpose
At the APTA Legislation Conference there was discussion of the Warner Lieberman Bill that will come

before the U.S. Senate this summer. The Board Chair asked that the Committ ee discuss this item at
its next meeting.

Two articles are attached to provide background information. Staff received the attached draft
letter of support for more funding for transit from climate change legislation from group of
transportation cities that recently met and discu ssed proposed legislation. The Committee may wish
to recommend to the Board that Triangle Transit add its name to this letter.

Financial Impact
None

Attachments
o TRB Report: Potential Impacts of Climate Change on U.S. Transportation, page 30
e Climate Change Alert: A Call To Action, page 34
e Letter of Support, page 40
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DRAFT - 1/29/08

CLIMATE CHANGE ALERT:
A CALL TO ACTION

Climate change is one of the more difficult challenges facing the nation. Surface transportation
is major contributor to the emission of greenhouse gases (GHG) that impact the nation's ability
to achieve climate change reduction targets. Congress is expected to consider legislation in
the second session of the 110™ Congress that will seek to reduce GHG emissions through the
use of an economy-wide cap-and-trade system for carbon credits and allowances that may
total nearly $4 trillion over 40 years.

The Lieberman-Warner bill (S.2191) was reported by the Senate Environment and Public
Works Committee late last year and addresses many of the sources of GHG emissions.
However, it does not include specific initiatives to fully address the impact of GHG emissions
from the surface transportation sector. The House of Representatives is expected to act on
similar legislation this session.

Your support is needed to ensure that any legislation acted upon by congress in the 110"
Congress includes specific provisions to reduce GHG emissions in the surface transportation
sector. Failure to include such measures will create greater GHG reduction burdens on other
sectors of the economy.

Transportation Contribution to GHG Emissions

The transportation sector accounts for 33 percent of all CO2 emissions from fossil fuel with
over 60 percent of those emissions coming from the consumption of fossil fuel for personal
vehicle use.! To achieve climate stabilization the US must cut its CO2 emissions by 60 to 80
percent by 2050. This can't be accomplished by improving fuel economy through CAFE
standards for automobiles and trucks. To achieve reductions in the transportation sector it is
necessary see the solution as a three-legged stool - fuel efficiency, carbon content of fuel and
vehicle miles traveled (VMT).2 Much of the legislative efforts to date have focused on the first
two legs but to achieve success in reducing GHG all three legs of the stool must be addressed.

The report, "Growing Cooler: The Evidence on Urban Development and Climate Change",
makes a strong case for the linkage between transit investments tied to local land use
decisions. The report highlights the ability to reduce GHG emissions by changing trip patterns
resulting in a reduction VMT. This will be achieved through shorter automobile trips, increased
transit usage, and increased pedestrian and bicycle activity linked to land use decisions to
concentrate development in corridors well served by transit.

Carper Amendment Addresses Third Leq of Stool

Senator Tom Carper (D-DE) is considering offering an amendment when S. 2191, "America's
Climate Security Act”, comes to the Senate floor this Spring that would expand funding for
transit investments and related activities by $6-12 billion annually. If transportation contributes

llnventory of U.S. Greenhouse Gas Emissions and Sinks, 1990-2005, Environmental Protect Agency.
2Growing Cooler: The Evidence on Urban Development and Climate Change, Urban Land Institute, October
2007.



33 percent of the emissions and 60 percent of these emissions are due to automobile use,
then the monies proposed by the Carper amendment are a modest investment towards
reducing VMT through expanding transit service and passenger rail service while also
recognizing the link to local land use decisions.

These funds would be made available from the Energy Technology Deployment Fund (ETDF).
The funds for the ETDF come from the auction of allowances. Funding could be used for a
variety of transit oriented activities, transit oriented development, and other more sustainable
transportation options. This Carper amendment builds upon the amendment of Senator Ben
Cardin (D-MD) that was accepted by the Committee that would provide between $500 M-$1 B
annually for transit and related activities. By way of comparison, the Federal transit program is
currently authorized at a level of $9.5 billion in FY 08.

The importance of this legislation is amplified by the infrastructure investment deficit in
America. The problem is identified in the December 2007 report issued National Surface
Transportation Policy and Revenue Commission Report, "Transportation for Tomorrow". In
light of the inability to raise the gasoline tax since 1994, and the challenges confronting raising
the gasoline tax by 25-40 cents per gallon, as proposed in the Commission Report, the Carper
amendment offers the opportunity to secure funding from alternate sources that are clearly tied
to a broader national goal of reducing GHG emissions and the consumption of oil.

The following activities would be funded by States receiving emission allowances:

e Operating costs of State and municipal transit systems;

¢ Increase mass transit service and ridership by adding new service;

e Increase efficiency of mass transit systems through the development, purchase and
deployment of innovative technologies to reduce GHG;

e Transit-oriented development;

e New intercity passenger rail service; and

e Bicycle- and pedestrian-friendly infrastructure.

Of the total monies put into the allowance account, 60 percent is allocated to metropolitan
areas, 20 percent to States and 20 percent to nonurbanized areas. Any allowances not used
within five years would be returned to EPA for redistribution.

What Can You Do?

There are several steps that you can take over the next two or three months to generate
support for the Carper amendment and make a strong statement in support of the role of
transit and transit investments to reduce GHG emissions:

e Partner with Mayors and other local elected officials to work together to demonstrate
how transit combined with land use decisions can help your elected officials to achieve
their commitments to meet GHG emission reductions included in the Kyoto Accords;

e Jointly communicate with the Senate and the House regarding the importance of the
Carper amendment towards ensuring that all three legs of the stool are addressed in
any Climate Change legislation adopted by Congress; and,



e Work with the American Public Transportation Association (APTA) to ensure that the
APTA position reflects the importance of climate change and the opportunity to
generate additional funding for transit.

Key Provisions of S. 2191

Emission Reduction/Limitation Scheme

Absolute cap on total emissions from all covered entities in the electric power, transportation,
and industry sectors. Transportation accounts for 33 percent of all CO2 emissions and is
defined very broadly in the bill based on EPA documents which include gasoline consumed for
personal automobile use (representing 60 percent of transportation emissions), heavy duty
vehicles, and jet fuel in aircratft.

Responsible Agency

The Environmental Protection Agency (EPA) is the responsible agency and would run the
greenhouse gas registry established under S. 2191 which would monitor and report on
emissions at facilities. The first report would be made by March 31, 2009. At the outset, the
EPA would create all emission allowances and each allowance would receive a serial number.
The EPA would be responsible for retiring all submitted emission allowances and could bring a
lawsuit against any facility owner that does not comply with the emission limits. Covered
facilities would be allowed to borrow against future allowances and a five year limit would be
placed on each loan. EPA would monitor, certify and enforce all offsets.

Greenhouse Gases Defined
Carbon dioxide, methane, nitrous oxide (N20), hydrofluorocarbons (HFCs), perfluorocarbons
(PFCs), and sulfur hexafluoride (SF6).

Specific Emissions Limits

2012 - emissions from covered entities are capped at 5.775 billion metric tons.
2020 - emission cap for covered sources is 4.924 billion metric tons.

2030 - emission cap for covered sources is 3.860 billion metric tons.

2040 - emission cap for covered sources is 2.796 billion metric tons.

2050 - emission cap for covered sources is 1.732 billion metric tons

Covered Entities
In carbon dioxide equivalents (CO2e) and assuming no capture of GHGs:

e Any facility that uses more than 5,000 tons of coal in a calendar yeatr,

e Any facility that is a natural gas processing plant or that produces natural gas in the
State of Alaska, or any entity that imports natural gas (including liquefied natural gas);

e Any facility that produces or imports petroleum or coal-based fuel the combustion of
which will emit a group 1 greenhouse gas;

e Any facility or entity that produces for sale or distribution or imports more than 10,000
MtCO2 of chemicals that are group 1 greenhouse gases assuming no capture,
destruction of sequestration; or

e Any facility that emits as a byproduct of the production of hydrochlorofluorocarbons
(HFCs) more than 10,000 CO2e of HFCs.

e Note: Under section 1204, not later than two years after enactment, the Administrator
shall, by rule, expand the definition of the term "covered facility" to ensure the inclusion




of all GHG emissions from natural gas emitted, flared during production of processing,
or sold for use in the U.S."

The transport sector is not currently defined as a "covered entity" under S. 2191.

General Allocating and Implementing Strategy

A tradeable allowance system is established. In 2012 (adjusted in future years): 35% of
allowances allocated to covered electric utilities, coops, industrial facilities, and petroleum and
certain methane sources, declining steadily to 0 in 2036; 10% allocated to states for
conservation, extra reductions, and other activities; 11.5% for various sequestration activities;
9% allocated for electricity consumer assistance; 2% for natural gas consumers assistance;
5% for early reductions; 1% for mass transit; and 21.5% (plus an early auction of 5%)
auctioned to fund technology deployment, carbon capture and storage, low income and rural
assistance, and adaptation activities. The percentage auctioned for CCCC activities increases
steadily, reaching 69.5% by 2036 and thereafter.

Public Sale/Auction of Allowances

Beginning in 2012, 21.5% (plus 5% from an early auction of 2012 allowances) of allowances
are auctioned to fund the activities of the Climate Change Credit Corporation (CCCC). This
percentage increases steadily to 69.5% by 2036 and thereafter. Revenues from the auction
are to be deposited in one of six funds created by the Department of the Treasury: the Climate
Change Worker Training Fund, the Adaptation Fund, the Climate Change and National
Security Fund, the Energy Assistance Fund, the Bureau of Land Management Emergency
Firefighting Fund, and the Forest Service Emergency Firefighting Fund.

Each calendar year, all the amounts deposited into each fund will be based on the following
percentages:

Energy Assistance Fund 20%

Climate Change Worker Training Fund 5%
Adaptation Fund 18%

Climate Change and National Security Fund 5%

Bureau of Land Management Emergency Firefighting Fund $300,000,000
Forest Service Emergency Firefighting Fund $800,000,000
Subtitle D- Energy Technology Deployment Fund 52%

The bill establishes a series of financial incentive programs designed to accelerate the
development and deployment of renewable electricity technologies, low-carbon
electricity technologies, advanced bio-fuels such as cellulosic ethanol, CO2 capture and
storage systems, electric and plug-in hybrid electric vehicles, and high-efficiency
consumer products.

Cost-Limiting Safety Valve

A Carbon Market Efficiency Board is established to observe the allowance market and
implement cost relief measures if necessary. Measures include permitting increased
allowance borrowing from future allocations; increased offsets and foreign allowance use;
expanded payback period for such allowances; lower interest charged for borrowed
allowances, and expanded total borrowed allowances. Increased borrowing limited to 5% of
emission cap and repayment schedule can not be longer than 15 years. If the President




determines a national security emergency exists, the President may temporarily adjust,
suspend, or waive any regulation promulgated under this program (subject to judicial review).

Penalty For Noncompliance

Excess emission penalties per ton are equal to the higher of $200 or three times the mean
market price for allowances during the year the allowance was due, plus a 1-to-1 offset from a
future year allocation.

Other Market Trading System Features

Up to 15% of required reductions may be achieved through credits obtained through
agricultural sequestration, land use change, forestry, manure management, and other
specified activities. Percentage may be increased by the Carbon Market Efficiency Board. Up
to 15% of required reductions may be achieved through credits obtained through certified
foreign allowance market. Percentage may be increased by the Carbon Market Efficiency
Board. Borrowing against future reductions is permitted.

Land use change is primarily focused on changing agricultural and forestry practices and the
capture of methane gasses. This includes changing tillage practices, planting practices,
conversion of croplands, reforestation, and manure management and disposal. There is no
discussion of transit oriented development or increased densities in urban areas. | have
spoken to Senator Carper's office about expanding the scope of this provision to encompass
those properties within the land use change provisions.

Banking
Banking of allowances is permitted; allowances may be saved for use in future years.

Early Reduction Credits and Bonus Credits

Five percent of allowances established for 2012 (declining steadily to 0 in 2017) are allocated
to early reductions reported under the 1992 Energy Policy Act's 1605(b) program, EPA’s
Climate Leaders Program, a State administered or voluntary program. Four percent of
allowances established for 2012 through 2035 available on a steadily declining basis from
2012 through 2039 for geologic sequestration projects for electric generating plants built from
2008 through 2035. The bonus allowances are limited to the first 10 years of operation

Revenue Recycling

Some greenhouse gas reduction programs create revenues through auctions, compliance
penalties, or imposition of a carbon tax. Revenue recycling refers to how a program disposes
of those revenues. How a program handles revenues received can have a significant effect on
the overall cost of the program to the economy.

Revenues received by allowance auctions to be received by the CCCC. Activities to be funded
include technology deployment activities (including zero- or low-carbon energy, advanced coal
and sequestration technology, cellulosic biomass, and advanced technology vehicles);
assistance activities (including low income, weatherization, and rural assistance); worker
transition assistance; and adaptation activities (including wildlife conservation and restoration,
aguatic ecosystems, and coastal habitats). Revenues would also fund a Climate Change and
Natural Security Council to report annually on the ramifications of climate change for national
security. $1.1 billion from auction revenues is directed toward wildland fire suppression



activities by the Bureau of Land Management and Forest Service. Once again, neither transit
nor transit oriented development is eligible for funding.

Low Carbon Fuel Standard

Section 211 of the Clean Air Act is amended to establish a low carbon fuel standard. The
Administrator will set a methodology for determining the lifecycle GHG emissions of all
transportation fuels, establish an emissions baseline, and create a fuel certification and
marketing process. Fuel providers will be required to reduce their lifecycle GHG emissions to
the baseline by 2011, 5 percent below by 2015, and 10 percent below by 2020. Credits can be
created by reducing emissions below the required amount. These credits can be banked or
traded but not borrowed from future years.

Other Key Provisions

Provisions require new appliance standards and provide for new model building efficiency
standards. Beginning in 2018, requires annual review of foreign countries’ GHG control
actions. Beginning in 2019, requires foreign countries that do not take comparable emission
reduction actions to submit international reserve allowances (or foreign equivalents) to
accompany exports of any covered greenhouse gas intensive goods and primary products to
the U.S. Least developed nations or those that contribute no more than 0.5% of global
emissions are excluded. Requires periodic review of the bill’s implementation and purposes by
the National Academy of Sciences (NAS).
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March XX, 2008

Dear

As the Senate and House consider climate changédegisk are writing to urge that a strong focus be
placed on reducing greenhouse gas emissions frivamp@rtation sector. Surface transportation is a
major contributor to the emission of greenhouse gasesesponsible for a third of America’s carbon
dioxide (CQ emissions, making it the nation’s secondtlamgese. As cities, we have for a long time
recognized the critical role that efficient transportatidiand use policies playpad of our local climate
action plans.

Transportation is among the nation’s fastest growirggsairemissions. This is due to the increasing
national driving rate, which has outpaced population growth threefold in the last 25 years. The Energy
Information Administration estimates that drivingsaored in vehicle-miles traveled (VMT), will double
nationwide by 2030. Recent analyses show that this projected growth in driving will wipe out the combine
CO, reductions from higher CAFE standards and low carbon transportation fuel requirements passed in tr
Energy Independence and Security Act of 2007. This legwa®i€$ons from the transportation sector

25 percent above 1990 levels in 2030.

We want to ensure that any revenue generatedradl@eal climate changgiséation from emissions

permits provide a strong investment in clean traatiparchoices that help local governments reduce the
CO2 emissions generated by the transportation s€otachieve national reduction goals, we must have a
federal climate change policy that provides the fuondisgand resources to address this issue where it is
most directly influenced—at the local level. Wepaperned that the current Lieberman-Warner bill (S.
2191) allocates only 1 percent of the total permit revenue for transit investments and targets no funds
directly to local governments and transit agencies.

Without addressing surface transpiortaclimate change legislation will fall short in achieving neegded CO
reductions from the transportation sector. We strarggyyou to support efforts that increase funding for
public transportation, transit-supportive land uegsand other tools to reduce transportation sector
greenhouse gas emissions. We look forward to working closely with you on this urgent issue.

Sincerely,



