
  

National Association of Regional Councils 
 

 
 

 
 

Joint Hear ing on Highway and Transit Investment Needs 
 
 

Statement of 
 
 

Hon. Stephen Cassano 
President, National Association of Regional Councils 

Past President, New England Association of Regional Councils 
Selectman, Town of Manchester , CT 

 
And 

 
Rober t L . Moylan, PE 

President, Amer ican Public Works Association New England 
Chapter  

Commissioner  of Public Works, City of Worcester , MA 
 
 
 

To the House Committee on Ways and Means 
 Subcommittee on Oversight  

Subcommittee on Select Revenue Measures 
 

June 25, 2009 
 
 
 
 
 
 



 
 

 

1 
 

National Association of Regional Councils 
 
 
 
Chairman Lewis, Chairman Neal and members of the Committee, thank you for the 
opportunity to submit testimony for this joint hearing on highway and transit investment 
needs.  We are: Stephen Cassano, President, National Association of Regional Councils 
and Past President, New England Association of Regional Councils, and Robert Moylan, 
President of the American Public Works Association’s (APWA) New England Chapter 
and Commissioner of Public Works for the City of Worcester, Massachusetts. We submit 
this testimony on behalf of NARC’s 250-plus regional planning organization members 
that cover 97% of the counties in the country and 99% of the population, and the more 
than 29,000 public works professionals who are members of APWA, including our nearly 
2,000 member public agencies.   
 
NARC, representing multi-jurisdictional regional planning organizations and their local 
elected officials, serves as the national voice for regionalism by advocating for regional 
cooperation as the most effective way to address a variety of community planning, 
development opportunities and infrastructure issues. NARC’s member organizations are 
composed of multiple local governments that work together to serve America’s 
communities – large and small, urban and rural. 
 
APWA is an organization dedicated to providing public works infrastructure and services 
to millions of people in rural and urban communities, both small and large.  Working in 
the public interest, APWA members plan, design, build, operate and maintain our vast 
transportation network, as well as other key infrastructure assets essential to our nation’s 
economy and way of life.    
 
Every community has a stake in the future of our transportation system.  Local 
governments own about 75 percent of the nearly four million-mile roadway network and 
about half of the nation’s bridges and manage about 90 percent of transit systems.  With 
nearly every trip beginning and ending on a local road, street or sidewalk, a strong local-
state-federal partnership is key to ensuring a safe, seamless and efficient multi-modal 
transportation system.   
 
An Example: Pioneer Valley, MA Region 
The Pioneer Valley Regional Planning Commission (PVPC), for example, is the 
designated regional planning body for the Pioneer Valley region, which covers an area in 
Western Massachusetts of roughly 1,200 square miles and over 600,000 people. It 
comprises 43 cities and towns in Hampshire and Hampden Counties, including the 
Springfield Metropolitan area, one of the largest in New England. PVPC is the primary 
agency responsible for increasing communication, cooperation, and coordination among 
all levels of government as well as the private business and civic sectors in order to 
benefit the Pioneer Valley region and to improve its residents’  quality of life. PVPC is 
funded through modest annual assessments from its member communities, state and 
federal grant programs, fees for administering community development block grants, and 
matching funds. 
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The Pioneer Valley sits at the crossroads of transportation in Western Massachusetts, at 
the intersection of Interstate 90 (Mass Turnpike) traveling east-west and Interstate 91 
traveling north-south. The region offers easy access to the Eastern US and Canada; more 
than one third of the total US population can be reached by an overnight delivery. The 
availability of an efficient, multimodal transportation network to move goods through the 
region is essential for economic activity. 
 
The region contains over 4,300 miles of roadway. The federal-aid highway system 
consists of approximately 1,300 miles, of which nearly 224 miles are on the National 
Highway System (NHS), and the remainder belong to the Surface Transportation 
Program (STP). Local roads constitute approximately 70 percent of total roadway; cities 
and towns administer roughly 80 percent of all roadways. There are 673 bridges, and 
major bridge crossings remain a focal point for regional transportation concerns, as many 
streets and highways converge into a limited number of crossings over the Connecticut, 
Westfield and Chicopee Rivers.  
 
VMTs in the region have increased by over 2 million miles per day since the early 1990s, 
and now stand at just over 15 million per day. PVPC projects daily VMTs to nearly 
double in the coming years, approaching 30 million per day by 2030, with significant 
growth in volume on arterial roads and bridges, and steady increases on Interstates. 
Travel is dominated by automobile travel; vehicle ownership has increased by 29 percent 
since 1996. A high percentage (80 percent) of people chooses to drive alone to work, 
leading to congestion and poorer air quality. 
 
The roadway mileage in the Pioneer Valley has remained fairly consistent over the last 
several years. New roadway construction has become more difficult in recent years as a 
result of rising construction costs and funding limitations. In a 2004 survey, 40 percent of 
federal-aid roadways were rated in poor condition and 11 percent of bridges were rated 
structurally deficient. 
 
Lack of sufficient funding for public transit and lack of connectivity for bicycles and 
pedestrians (who account for only 5.4 percent of workers) contribute to reliance on 
automobiles, even for shorter trips that could otherwise be made by bike or on foot. 
Increased mass transit ridership, while expanding bike trails and other similar options, 
would curtail rapid VMT increases. Only 2.5 percent of commuters currently utilize 
public transportation. Further, the population has steadily moved out of urban and into 
suburban and rural areas over the past several decades. In the 1990s, highest rates of 
growth were found at the edge of traditional suburbs. 
 
The Pioneer Valley Transit Authority (PVTA) operates a fleet of 195 buses providing 
service for 40 fixed routes and 4 community shuttles, and door-to-door accessible van 
service to the 22 member communities. The capital and service improvements  
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implemented since PVTA’s creation have resulted in major ridership increases over the 
years; however, beginning in 2002 PVTA has endured some budgetary hardships that 
have resulted in service cuts and a fare increase. PVTA’s maintenance facility in 
Springfield is increasingly overextended by the needs to repair both buses and vans. 
 
The Springfield passenger rail station is currently served by 11 trains daily. Passenger 
Rail service is provided on both East-West routes and North-South Routes through the 
region. Plans to refurbish the Springfield Union Station are ongoing. 
 
For NARC’s “Regional Infrastructure Investment”  report, PVPC identified the 
rehabilitation of a $25 million 49 mile rail corridor which will return rail passenger 
service to between Springfield and East Northfield Massachusetts. Resuming service 
along the former, more densely settled corridor will more than triple the population in 
western MA served by passenger rail. In addition, removing the Springfield to Palmer 
link will reduce congestion on the CSX mainline that connects Boston and Albany.  
 
This is just one example of the large infrastructure needs plaguing our cities, counties and 
regions.  
 
As local officials, we are concerned about the future of our transportation network and its 
growing needs and widening investment gap.  Decades of chronic underinvestment are 
threatening our future and jeopardizing safety, our economic competitiveness and 
environmental quality.  The unmet needs are staggering.  The Congressionally chartered 
National Surface Transportation Policy and Revenue Study Commission found we as a 
nation need to increase transportation investment to $225 billion to $340 billion annually 
for the next 50 years to bring our transportation network into good repair.  However, we 
currently invest less than 40 percent of the $225 billion level. 
 
There is an urgent need for a significant and sustained increase in federal investment in 
local and regional transportation system improvements to address growing congestion 
and aging and deteriorating transportation systems.  In addition, the need to make our 
transportation system safer for all users, motorists, pedestrians and bicyclists is a top 
priority for local officials.   
 
The Federal Highway Trust Fund is the source of federal funding for the federal highway 
program and of most federal assistance to public transportation systems.  Its revenues are 
derived primarily from taxes on motor fuels and other user taxes and fees imposed on 
certain tires, heavy vehicle use and on the sale of certain trucks and trailers.  The current 
18.4 cents per gallon gasoline tax and the 24.4 cents per gallon diesel fuel tax have not 
been raised since 1993.   
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Increasing vehicle fuel efficiency, expanded use of alternative fuels, deployment of non-
fuel based technologies to power vehicles and the erosion of the purchasing power of fuel 
taxes over time have left revenues insufficient to provide the levels of investment needed 
to keep our transportation systems safe, efficient and in good repair.  For the second time 
in less than one year, the Highway Trust Fund will be unable to meet its commitments.  It 
is expected to need an additional $5 billion to $7 billion by August to meet this fiscal 
year’s commitments and an additional $8 billion to $10 billion to meet commitments 
through fiscal year 2010. 
 
We urge the Congress to take bold action before September 30, 2009, when SAFETEA-
LU expires, by passing a multi-year surface transportation bill which will provide long-
term, sustained and sustainable revenue sources and the funding necessary to meet the 
needs of our aging transportation system.  To achieve this:  first, revenue sources must be 
clearly identified and dedicated to providing funding for the full costs of construction, 
operation, maintenance, preservation and reconstruction of national and regional 
multimodal surface transportation systems to move people and goods to serve our 
economy, support healthy communities and protect our environment.  Moreover, local 
governments should receive federal and state funding support for the full costs these 
entities incur in providing the local network that gives people and businesses access from 
their neighborhoods to the regional and national transportation systems.   
 
We believe that achieving stable, sustainable, long-term funding for our transportation 
needs requires implementing a mix of financing approaches and mechanisms, including 
the following:  
 
Raise the Motor  Fuel Tax and Index I t 
We recommend that the current federal motor fuel tax rate be raised to restore the 
purchasing power lost to inflation since its last increase in the 1990s, and then index it to 
automatically adjust on a timely interval using an appropriate index such as the CPI.    
 
Vehicle-Mileage Fees 
We support incentives to develop new concepts to offset revenue losses caused by more 
fuel-efficient vehicles.  One such concept is the vehicle-miles driven approach in addition 
to gas taxes or in lieu of gas taxes.  This is a technology-driven application that records 
vehicle miles driven to allow equitable payment of a fee to the state or federal 
government, based upon an established rate per vehicle-mile driven.   
 
Expand Access to Innovative Financing Tools 
We recommend further expansion of the use of financing mechanisms such as Public 
Private Partnerships, tolling, congestion pricing and pass through financing.  The latter 
has proven to be quite successful in states such as Texas.  Cities and counties are stepping 
up to design, construct and fund highway improvements in urban areas using revenue 
bonds backed by guaranteed revenue streams.  The cities and counties in so doing are 
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also guaranteeing their own revenue streams to help ensure low interest rate financing of 
these specific projects.  
 
Utility System/Enterpr ise Funds Model 
We recommend that the federal government look at transportation funding in the same 
way that cities look at utility systems and enterprise funds.  The essence of this approach 
would be for the federal government to create an independent entity that would be given 
the authority to oversee an ongoing revenue stream, such as periodic increases in the 
gasoline tax, tolls or vehicle mileage fees, to fund transportation needs without the 
requirement for Congressional action, but with Congressional oversight.  This would also 
be similar to the mechanism used to finance local water or sewer systems, storm drainage 
utilities or municipal utility districts. A portion of that steady revenue stream could be 
used to finance bonds for needed improvements or expansions of the assets of the 
enterprise, while the remainder could be used to finance investments over time. An 
example at the federal level is the US Postal Service, in which revenues are proposed on 
a regular basis based on financing needs, managed by a quasi-independent Board of 
Directors.   
  
Incentives for  Local Financing 
We support federal incentives for state and local financing of our transportation system.  
Many cities in California and Texas, for example, have contributed to the financing of 
local roads and bridges, state highways, interstates and commuter rail and bus transit 
through voter-approved sales taxes, bond programs, transportation impact fees, stepped 
up maintenance programs and dedicated taxes.  Others have provided rights of way, 
matching funds and assisted with the environmental review process.   
 
The leaders of our local governments need to be given incentives to continue such actions 
on a wider basis.  They must know that the new funds generated are used strictly for local 
purposes, that their projects are given a higher priority than allowed by traditional 
funding programs, and that their dollars are being leveraged at a higher level as specific 
projects are funded.  With these additional funds, these cities have leveraged their dollars 
and have sold bonds that are financed by the new revenue streams to improve their local 
street networks.  But in some areas, the state or local restrictions discourage such local 
transportation financing.   In California, for instance, local transportation sales tax 
measures require a 2/3 vote – a hurdle that is too high for all but the most congested 
regions.  Federal incentives for state and local transportation funding, or disincentives for 
restrictions on such funding, would go a long ways towards facilitating more local 
financing of transportation projects. 
 
Conclusion 
By allocating money to local governments through established and proven processes and 
regional planning organizations, local governments will be able to permit contracts, work 
with public works departments and companies to retain employees and staff-up,  
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and ensure people are put to work on projects communities need to be safe and prosper. 
The proof is in the job creation numbers – the U.S. Department of Transportation 
estimates that for every $1 billion invested in transportation by the federal government, 
34,779 jobs are created. 
 
Significant infrastructure attention and funding at all levels of government is required to 
improve safety, the environment, interconnectivity and commerce and, as such, NARC 
and AWPA look forward to working with Congress, the Administration, association 
partners and businesses to find real solutions to these challenges as a necessary step in 
defining a commitment to upgrading our infrastructure and determining the best short and 
long-term strategies to address the convergence of a softening economy, rising 
unemployment, forecasted population growth, and the clear need for substantial 
investments in the country’s infrastructure network. We welcome a continued dialogue 
and the building of partnerships across government to ensure that today’s opportunity 
becomes tomorrow’s success.�


