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Virginia has 54,000 miles of roads in the state
system. Only Texas and North Carolina maintain larger systems. Virginia is one of just
four states responsible for local roads.
In many of Virginia's cities and suburban
areas, the major challenge is that of chronic
traffic congestion, which reduces the quality
of life, increases accident rates, and undercuts
productivity. Around-town trips that once
took only minutes can now take hours.
Rural areas are confronted with the problem
of inaccessibility. Plagued with roads that are
narrow, have excessive grades and sharp
curves, or are unpaved, residents of rural
Virginia face unsafe road conditions to transport their products to market, to bus their
children to school, or to foster economic
development.
The severity of these problems has come
about because for fIfteen years, traffic on
Virginia's roads far outpaced the Commonwealth's highway construction program.
Since the early 1970s the buying power of
highway construction funds has decreased
dramatically.

HOW THE CHALLENGE
DEVELOPED
The transportation crisis of the mid-1980s can
be traced to the world oil embargoes that
began in the early 1970s. To fund its road
construction needs, Virginia traditionally depended on a tax on each gallon of gasoline
sold. In the 1970s, 62 cents of every dollar
spent on roads came from Virginia's fuel tax.
The remaining 38 cents came from federal
funds, vehicle licenses and registrations, and
other miscellaneo s revenues.

Even increased traffic didn't increase the
funds available for transportation. As the
price of petroleum rose and cars became more
fuel-efficient, gasoline consumption decreased, resulting in a sharp drop in revenue.
From 1977 to 1984, for example, the vehicle
miles of travel in Virginia increased 18 percent, while gasoline consumption dropped 2
percent. At the same time, road construction
costs-especially petroleum-based asphaltsky-rocketed.
Compounding the revenue problem was the
growing use of ethanol, a fuel made from
grain. To encourage its production and use,
and thus decrease dependence on uncertain
oil supplies, ethanol was given a special tax
status at a much lower rate. I'his tax incentive
was very successful in stimulating consumption, but it caused a significant decline in
overall tax revenues-a decline totalling $37.6
million in 1986.
ut of the revenue collected for highway uses,
maintenance of existing roads is paid first,
according to both state law and common
sense. Virginia takes care of what she has.
This meant that all of the loss of funds was
absorbed by the construction program. Governors and lawmakers repeatedly tried to deal
with the problem by increasing gas taxes, but
falling sales left a string of broken promises
to build new or expanded roads (see figures
1 and 2).
Without action, it was estimated that by 1991
maintenance costs would take all the revenue
generated by the gas tax, leaving no money
at all for new construction. Not only were
construction funds decreasing, but also they
were on a roller coaster ride. They plunged
from $233 million in 1975 to $117 million
two years later, only to rebound to $200
million in 1980 and then to drop again, to
$95 million in 1982. Meaningful planning
became impossible.

RESPONDING TO THE
CHALLENGE
The answer, clearly, was to find a new and stable - source of revenue. Governor
Gerald L. Baliles and the Virginia General
Assembly recognized that the Commonwealth needed to take bold and decisive action
to assure continued economic competitiveness, responsible planning, and to preserve
our quality of life.
The Virginia General Assembly met in September 1986 in a special session called by
the governor and, with strong bipartisan
support, established a stable, substantially
increased road construction program that
includes additional funds for public transportation, airports, and seaports.
The General Assembly's actions were based
on the work of a special Commission on
Transportation in the 21st Century, established by Governor Baliles soon after he took
office in January 1986. This thirty-member
commission included aU former governors,
key legislators selected by the General Assembly leadership, and business and community leaders named by the governor. In
addition, twenty-five individuals were named
to four advisory committees for their expertise in law, financing, local government, and
multimodal transportation.
The commission met intensively for six
months to produce recommendations by August 1, 1986 for the mid-September special
session of the legislature. Its charge was to
identify the magnitude of the need, to examine the ability of the Virginia Department
of Transportation and private industry to
carry out a significantly expanded construction program, and to recommend sources of
funding.
The commission was chaired by the president
pro tempore of the Senate and chairman of
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In sum, following the General Assembly's
action, Virginia still maintains its enviable
position as a low-tax state. The Commonwealth has moved from 42nd to just 38th
nationally in total state/local tax burden per
$1,000 of personal income.

FIGURE 1. BILLIONS OF MILES OF TRAVEL IN VIRGINIA
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In preparing its report, the governor's commission also looked at transportation funding
as a percentage of the state's budget. Transportation's share of the state budget had been
shrinking over the past twenty years. In 1967
education and transportation each received
approximately 30 percent of Virginia's total
operating budget. By 1986 appropriations for
education made up nearly 38 percent of the
budget, with less than 15 percent going to
transportation (see Figure 3).
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Billions of Miles

The new sources of funds for transportation
are:
the finance committee, Senator Edward E.

Willey; upon his death, business leader Joshua
P. Darden Jr. assumed the chairmanship.
The examination of need was chaired by Mr.
Darden; construction feasibility by the
speaker of the House, A. L. Philpott; and
financing by the majority leader of the Senate,
Hunter B. Andrews.
To identify the magnitude of need, the commission conducted five public hearings
throughout the Commonwealth and heard
over twenty-three hours of testimony from
230 speakers. In addition, the commission
directed an updating of the list of needs that
had been developed under federal and state
planning requirements dating from the mid1970s. This updated list totalled $20 billion
over the next twenty years. Local government
input confirmed those needs while adding $3
billion in additional projects.
The commission determined that the immediate needs totalled $10 billion. This total
included projects on the current 6-Year Improvement Program; projects that had the
same safety or traffic justification as projects
on the 6-Year Program; continuation of the
unpaved road program, completion of the
state arterial system; and completion of the
interstate system.
The $10 billion list of immediate needs did
not, however, represent a project-specific recommended construction program. The commission recommended that the statutory formula that had been revised by the 1985
General Assembly be the basis of allocating
construction dollars. This multifaceted formula allocates monies statewide based on the
twenty-year list of identified needs.
The commission determined that, with $2
billion of industry capacity certified for firms
currently on the Department of Transportation's bid list, a $1 billion annual state/federal
program could be undertaken, (1) if the work
was carried out statewide, as provided under
the 1985 formula, and (2) if the funding was
stable. The industry would not gear up for
still another roller coaster ride.
Therefore, the commission's financing recommendations reflected a number of considerations:

1. The new revenue is not tied to the ups
and downs of petroleum prices and

supplies. Less than 20 percent of the new
revenue is generated by fuel taxes. Revenues and costs will finally track each
other.

• A half-cent increase in the sales tax, to
41;2 cents on the dollar;
• A 2 1;2-cent increase in the state's fuel tax,
to 17 1;2 cents per gallon;

2. In addition to the fact that Inost states
do not have responsibilities for local
roads and therefore many local roads are
funded by non-highway user revenues,
twenty-two states use some portion of
their general fund for highways.

• An increase in the vehicle titling (sales) tax,
from 2 percent to 3 percent of the purchase
price;
• A $3 increase in the annual license tag fee.
The new revenues are expected to produce
approximately $420 million in additional
state funds to spend on needed transportation
facilities and services the first year. This
represents an average of a 250 percent increase
in funding for state construction programs
over last year. It is 370 percent above the
funding that would have been available for
this year had no action been taken. Even with
significant federal cuts, the total annual construction program will approach three-quarters of a billion dollars.

3. Users of Virginia roads will continue to
fund the bulk of maintenance and construction needs. This is reflected in the
fact that Virginia will remain in the top
ten nationally in gasoline taxes.
4. Unlike other general taxes, the sales tax
draws from tourists and other nonresident road users. Nationally, Virginia
ranked 44th in state sales tax burden per
$1,000 of personal income. The sales tax
increase that was adopted moved the state
to 43rd. Furthermore, as the only other
major source of non-highway user revenue, the income tax was already heavily
used for other purposes. Virginia ranked
17th in income tax peL$I,OOO ofpeJsonal
income.

Raising taxes is never a popular subject, but
Virginia is not alone in facing the transportation crisis. Since January 1983, forty states
have increased their tax on gasoline. Nationally, the average fuel tax has gone up
33 percent. Furthermore, since Virginia's historic special session, fuel tax increases have
been proposed in- twenty-eight states; local

FIGURE 2. CONSTRUCTioN EXPENDITURES
IN MILLIONS OF DOLLARS (State Only Funds)
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Washington Metropolitan Area Transit Authority. By 1975, $11.8 million of state funds
were distributed to four transit systems, one
in Northern Virginia, two in the Hampton
Roads area, and one in Richmond. In 1980,
fourteen transit systems shared $13 million
and in 1985, twenty-five recipients shared $32
million.
The effect of the additional funds authorized
by the speciaf session is obvious when comparing last year to this year. Last year, twentynine systems shared $35 million. In the current
year, thirty-one transit recipients and seventeen ridesharing recipients are sharing $70
million, or 8.4 percent of the Transportation
Trust Fund.
The special session did not just double the
amount of state funds available. It also helped
remove public transportation from the familiar annual funding crisis through a broader
revenue base, a statutory formula, and a
unified fund. Prospective growth is linked to
the sales tax and interest earnings on the trust
fund. This stabifty in funding will assist local
transit authoriti s in financing major capital
improvements.
Unfortunately, as state money has increased,
federal funds have decreased. And that decrease is projected to continue-from $116
million in 1985, to $80 million in 1988, to
only $42 million in 1991.

RAIL
In addition to its highway-related actiVIties
and its involvement with public transportation systems, VDOT also promotes the planning and development of freight rail transportation programs.
The department recently began administering
the new rail industrial access program and
approved five requests for funds totalling
$733,408 in the first year, which ended June
1987. These funds are for construction of
short rail lines to serve industrial sites around
the state.
The department also administers the rail/
highway grade-crossing program. All crossings are inventoried with regard to physical
features, sight distances, warning devices, and
other criteria; then a priority listing of needed
improvements is developed.
Railroads play an important role in the
economy of the Commonwealth and its localities. Consequently, the department monitors all rail abandonment proposals and
provides advice and technical assistance to
localities threatened with rail abandonments.
A federal funding program and state technical
assistance are also administered by VDOT
to provide rail service assistance to localities.
Recent efforts to help ensure the continuation
of rail service on Virginia's Eastern Shore
have resulted in the purchase of the rail line
by the Accomack-Northampton Transportation District Commission. This and other
actions will provide greater stability for this
railroad, thereby saving jobs and averting
increased transportation costs for the local
shippers.
Rail also will play an important role in the
new Virginia Inland Port in the Shenandoah
Valley, announced by Governor Baliles in
August. This multimodal facility will be easily
accessible to truck traffic from the Midwest
and will save shippers time and money over

the cost of shipping down the Chesapeake
Bay from Baltimore.
Finally, the Commonwealth has been negotiating with the railroads operating from
Virginia into the District of Columbia to
establish commuter service. A variety of issues
have been very difficult to resolve, including
negotiation of operating responsibilities with
the railroads, establishment of a master agreement among the local governments involved,
and delineation of potential insurance liability. The insurance liability question has
proved to be particularly complex.
While the delays have been frustrating, strong
local and General Assembly support have
enabled the purchase of locomotives and cars
as well as station improvements to proceed,
with multiyear financing based on a 2 percent
local fuel tax and a $3 million annual state
grant. Establishment of commuter rail service
elsewhere in the Commonwealth will be
greatly facilitated by resolution of the basic
issues for the Rappahannock-Potomac serVIce.

PORTS
The Virginia Port Authority (VPA) provides
unified marketing for the Commonwealth's
marine terminal facilities; it is one of the most
aggressive players among the nation's ports.
Shipment of general cargo through the Port
of Hampton Roads is up nearly 70 percent
since 1983, to about 5 million tons this year.
General cargo is expected to grow to 7 million
tons by 1994.
For both 1985 and 1986, the Port of Hampton
Roads was the fastest growing port in the
United States. To maintain this vital economic base, however, it must remain competitive. Establishment of the Commonwealth Port Fund by the special General
Assembly session will ensure capital expansion and preservation of Virginia's general
cargo facilities. The fund will provide an
estimated $200 million for expansion over the
next decade.
The VPA's activities generate more than
120,000 jobs for Virginians, more than twothirds of them outside the Hampton Roads
area.
Recently, the port has achieved a number of
"firsts." It was the first in the United States
to create an operational, fully automated
cargo clearance program, in conjunction with
the U.S. Customs Service. This high-speed,
computerized system will clear 80 percent of
all inbound cargo while the vessel is still at
sea alleviating the paperwork logjam.
Also, the port was the first to sign an agreement with the U.S. Army Corps of Engineers
for a major harbor-deepening project under
the Water Resources Act of 1986. Not only
will Hampton Roads be the first to be able
to handle deeper draft vessels, but also substantial cost savings were realized because
Virginia was the first to advertise. The lowest
bid was at least $7.5 million below comparable dredging contracts awarded later.
Perhaps the most spectacular recent accomplishment by the VPA is the commissioning
of four state-of-the-art container cranes, three
of which feature high-speed, dual-hoist technology that will double the container-handling capacity to about fifty per hour. These
cranes are capable of working the largest ships

in the world and are the only ones of. their
kind in the United States.
Among the near and midterm expansion
plans are development of two new container
berths at Portsmouth Marine Terminal, improvement and extension of the main pier
at Newport News Marine Terminal, and
development of 160 acres north of Norfolk
International Terminals.
Outside of the Hampton Roads area, the
"river ports" are doing equally well. Port
traffic in Richmond was up 17 percent last
year. Both the Richmond and Alexandria
ports completed long-range master plans, and
a number of port communities, such as Chesterfield and Hopewell, are considering reviving po'rt facilities.
Integration of improvements to ground transportation with port improvements is a key
to economic growth in the Commonwealth,
however, for the cargoes must get to and from
the ports, and faster turnaround time for ships
becomes meaningless if there are delays on
the road either to the market or from the
producer.

AIRPORTS
More than 29 million passengers traveled
through Virginia's commercial airports in
1986, up nearly 14 percent from a year earlier
and four times the number in 1960. By the
beginning of the 21 st century thirteen years
from now, some 50 million passengers are
projected.
While airport users directly or indirectly pay
a considerable portion of airport costs, improved facilities typically must precede increased usage before increased revenue will
result to pay for improved facilities. The newly
established $10 million Airport Improvement
Fund fills the crucial role of priming the pump
for airport expansion. It will also fund needed
safety improvements and counter the negative
effects of deregulation that increased the
isolation of major areas of the Commonwealth.
The formula passed by the special session
commits 40 percent of the Commonwealth
Airport Fund to entitlement payments to
Virginia's nine major air carrier airports,
based on the number of passengers, with each
airport receiving between $50,000 and $2
million. (Dulles and National airports are
excluded.) Another 40 percent is distributed
at the discretion of the Virginia Aviation
Board to those major airports and to designated "reliever" airports, smaller airports that
take some of the noncommercial traffic away
from the larger airports. The remaining 20
percent is assigned at the board's discretion
to general aviation airports, those without
commercial service and not designated as a
"reliever. "
The Richmond airport represents a example
of past funding limitations. For the six years
through June 1987, the airport received less
than $700,000 in financial assistance from the
Virginia Aviation Special Fund, at a time
when the airport was undergoing a $34 million expansion. Beginning this year, Richmond's airport will receive an annual entitlement of $1.4 million. Fortunately, this
funding will be available for debt service on
the expansion.
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the 1986 regular session of the General Assembly, eight months prior to adoption of
the commission's recommendations by the
September special session. That earlier legislation, Senate Bill 79, was a special twoyear funding package to speed up critically
needed highway improvement projects
through preliminary engineering and design
work and purchase of right-of-way. Eightynine primary system projects and thirty-four
urban projects were accelerated to take advantage of the fulI flow of construction funds
that began in January 1987.
The full flow allowed VDOT to advertise,
add, and advance 550 projects in the 6-Year
Program. The number of projects scheduled
in the fall of 1985 will more than double by
the fall of 1988. By that time, there should
be 747 projects worth $1.1 billion scheduled
for construction.

IMPROVED EFFICIENCY
With the increased funding comes added
responsibility and commitment to improving
efficiency and productivity in all VDOT operations. Many processes were initiated more
than a year ago, in February 1986, to enable
the department to be ready for the program
that was being formulated for approval by
the special session. Others were added as part
of VDOT's response to Senate Joint Resolution 7, passed in the September special
session, which calls for productivity improvement of 5 percent in the maintenance and
administration budgets.
Over a span of about two and one-half years,
even though the number of projects will have
doubled, the department will have reduced
the number of construction employees per
project from 4.9 in 1985 to 3.6 in 1988. Total
employees per million dollars of construction
will have dropped from 4.6 in 1985 to 2.9
in 1988. Each employee will be able to handle
more projects than in the past because of the
processes initiated to improve efficiency.
An average 20 percent time savings is being
realized through some sixty procedural
changes. That means many projects will be
going to construction one year, or even two
years, ahead of schedule.
An extensive computer-aided drafting and
design (CADD) operation that includes
twenty-two work stations is being used in
VDOT's roadway design, structure and
bridge, aerial survey, and information systems
sections. CADD has become a two-shift
operation, functioning fifteen hours a day.
The department also has converted to electronic surveying instruments and is electronically transmitting data from field offices to
its central computers. It is beginning to explore the use of satellites to pinpoint geographical positions more accurately.
The time it takes to award design, engineering,
and construction contracts also has been
reduced. This is an important consideration
since the private sector is an increasing part
of the expanded and accelerated construction
program. To encourage improved performance of contractors, the department attaches bonuses and penalties to selected key

projects where timely completion is especially
important.
To reinforce its bid-monitoring capability, the
department is adding innovative software to
its Bid Analysis Management Systems computer program. The operation helps identify
patterns and potential trouble spots in bidding practices. To date, the expanded program has not resulted in inflated bids. Often,
the lowest responsible bids have been less than
expected-and from a diversity of large and
small contractors.
The VDOT has decentralized operations so
that substantial authority is being delegated
to the area where the work is actually carried
out. This increased authority in the field
offices should result in faster responses and
greater flexibility in resolving local problems.
In addition to a continuous goal-setting process as the basis for strategic planning, using
benchmarks by which performance can be
better measu d, t department has initiated
a management training and development program to build skills for supervisors and managers.
The department has established a new cooperative education and intern program with
universities and colleges to bring talented
students into the organization. About 25
percent of all middle and upper management
in the department will be eligible to retire
within five years, and the Department needs
many bright young people who want to work
for VDOT and who can get the kind of
experience necessary to be promoted into
leadership positions. The co-op and intern
program is also a key element in VDOT'S
affirmative action program. Of the forty or
so students already on board, two-thirds are
minorities and women.
In cooperation with the Virginia Community
College System, the department also has
begun a training program for new construction project inspectors. The courses range
from technical math and plan reading to
human relations and communications.
In addition to the legislative1 mandated
productivity improvement plan that-identified
specific actions worth $25.6 million in near
and long-term improvements, a permanent
Productivity Improvement Center has been
created within VDOT to examine and recommend improvements, transfer technology,
and finance innovative programs.
The department is saving time and money
by using value engineering, a management
tool that also improves the quality of the final
product. Multi-discipline teams of employees
review specific projects or procedures in the
department and recommend changes that can
reduce costs and raise quality. Last year, these
teams came up with $19 million worth of
changes on seven projects and sixty-five recommendations for the VDOT Road and
Bridge Specifications Manual.
Finally, but most importantly, numerous
steps have been taken to improve communications. The department has initiated a tollfree Highway Helpline (1-800-367-ROAD)
for people in Virginia to call in concerns about
the roads or to get information about road

conditions. During last winter's snow storms,
the Department received some 20,000 calls
in a four-day period.
A new office of Policy Analysis and Intergovernmental Relations was established to
make VDOT more responsive both to Virginia's congressional delegation and to locally
elected and appointed officials. This initiative
includes regularly scheduled roundtables with
local officials.
Statewide conferences have been held with
utility companies to resolve procedures that
have delayed timely relocation of lines during
construction; with construction contractors
and engineering and design consultants to
focus on issues that frequently lead to contract
disputes and delays; with developers to identify problems in approving subdivision streets
and providing access; and with traffic reporters to discuss bottlenecks and improved traffic
management.
Seminars aimed at informing minority-owned
and disadvantageoouslness enterprises of
opportunities for bidding and how to do
business with the Commonwealth have also
been established.
The department had a professional survey
conducted of Virginia drivers to assess the
public's attitudes about the kind of job it was
doing. Of those citizens surveyed, 70 percent
described VDOT's overall performance as
good or excellent.
The department is holding more public hearings and information meetings about the
construction or expansion of roads, and, most
importantly, holding them considerably earlier in the engineering process to provide for
meaningful input at a time when modifications can most readily be made. Greater
attention is also being paid to environmental
issues, not just the impact of a road on the
land it runs through, but on the people as
well. The department is reevaluating such
issues as noise barriers and attractiveness of
roadsides and medians.

PUBLIC TRANSPORTATION
Increasi g p e
0
tr
0
services are being felt in all sections of Virginia. Often crucial to elderly, disabled, and
low-income residents, as well as frequently
the only way significantly to reduce road
congestion, public transit depends on government support. There are very few situations
in the world where passenger fares can meet
costs. Virginia does relatively well; in 1985
approximately half of the operating costs of
the state's thirty-one transit systems were
covered by passenger fares.
Public transportation services include a lot
more than buses in the cities or the Metrorail
in Northern Virginia. There are ridesharing
efforts with car and van pools; park and ride
lots; special high occupancy vehicle (HOV)
lanes on congested highways for vehicles
carrying at least three or four people; special
transportation for elderly and handicapped
persons, for which VDOT has assumed the
coordinating role; and, on the horizon, commuter rail service.
State funding for public transportation in
Virginia began in 1970 with $50,000 to the
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options of various sorts in eight states; higher
vehicle registration fees in eleven states; dedicated aid from the general fund in five states,
and new bond issues for transportation in
six states. By one accounting, twenty-six
states are attempting comprehensive programs comparable to Virginia's.

APPORTIONING THE FUNDS
The General Assembly's actions in raising
additional revenue and restructuring the department will provide a stable, substantially
increased road construction program designed to get our roads in top-notch shape
and to build new facilities to support the
transportation growth of the next century.
For the first time in years, local governments
will be able to plan without fearing that those
plans will be gutted by massive swings in
available construction funds.
It is important to note, however, that while
we expect a risin tide to lift all boats, if
there should be any falloff, all counties, cities,
and towns in the Commonwealth will be
treated exactly the same. The allocation formula adopted by the 1985 General Assembly
guarantees this.
Under the multifaceted formula, interstate
matching funds are allocated first. Unpaved
roads with over fifty vehicles per day receive
5.67 percent of the balance before the remaining funds are distributed. Of the remainder,
40 percent goes to primary roads. Urban
roads and secondary roads each receive 30
percent.
The monies for primary roads are apportioned among the nine highway districts on

the basis of the proportion each district bears
to the state as a whole, in terms of vehicle
miles traveled on primary routes (70 percent),
primary road lane-mileage (25 percent), and
need (5 percent). The far southwest, along
with Richmond and Salem transportation
districts, receives the highest proportion of
primary road funds.
F or the secondary system of roads in the
counties, funds are distributed on the basis
of population (80 percent) and area (20 percent). Funds for the urban, or city, and town
street system are distributed 100 percent based
on population.
Raising additional funds for road construction was not the only action taken by the
General Assembly at the special transportation session. The legislature also designated
by law that 8.4 percent of the new funds will
be used for public transportation systems
around the state, 4.2 percent will be used for
port improvements. and 2.4 percent will finance airport improvements.
Because of the formula and because half of
the funds come from the sales tax, rural areas
have a substantially greater return on the
dollar for road construction. Monies earmarked for public transportation, ports, and
airports generally benefit urban areas more
directly.

RETOOLING FOR ACTION
The General Assembly also restructured and
renamed the Virginia Department of Highways and Transportation and increased the
size of its board. The department was re-

named the Virginia Department of Transportation (VDOT), and the newly named Commonwealth Transportation Board was
expanded from twelve to fIfteen members to
represent the interests of seaports, mass transit, airports, and railways. The number of
at-large members was increased from two to
five, with at least two at-large members to
be from rural areas and two from urban areas.
Statutory restructuring of the new Virginia
Department of Transportation included:
• creating a separate construction fund;
• granting greater flexibility in financial management;
• establishing pledge bonds as a new form
of low-interest financing subject to General
Assembly authorization; and
• providing funding for the initial cost of toll
facilities.
'The Transportation Trust Fund was set up
to include the new revenues; the interest,
which had previously reverted to the general
fund; toll road collections; and those funds
not needed for maintenance and administration, which previously had been the only
source of state construction funds.
The new funds have enabled VDOT to add
to its list of construction projects and speed
up dramatically its construction schedule. The
department has embarked on the largest
construction program in its history.
An orderly approach to this massive program
was made possible by legislation passed in

FIGURE 3. PERCENT DISTRIBUTION OF TOTAL APPROPRIATIONS BY FUNCTION

Note: Actual amount for total operating expenses excludes miscellaneous and appropriation deficit items and capital outlays.
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The Roanoke airport, which is receiving $2.5
million this year, is the first major recipient
of multiyear funding from the Commonwealth Aviation Fund. As part of its discretionary powers, the board has tentatively
allocated an additional $3.6 million through
fiscal year 1990 to assist in creating a viable
capital financing plan.
Completing the Danville airport's instrument
landing system will enable flights to take off
and land during inclement weather. This not
only is one of a number of examples statewide
of long-needed safety improvements, but also
it is an essential part of a local economic
development package.
At the opposite end of the spectrum from
those airports that were affected negatively
by the pullback of federal control under
deregulation, Dulles and National are launching major capital improvement programs
because the federal government has yet to.
The positive revenue stream these airports
generate finally is available to fund much
needed capital im-prove

FEDERAL FUNDING
Virginia is a leader not just in establishing
a responsible state transportation program;
unfortunately, 1987 congressional action also
made her a leader in loss of federal funds.
Reenactment of the Federal Surface Transportation Act was expected last fall. In putting
together a three-quarters of a billion dollar
annual construction program to meet Virginia's needs, the governor's commission conservatively assumed Virginia's federal funds
would drop from an annual average of $350
million to $300 million. But when a bill was
finally approved this past spring, Virginia was
over $100 million short. Not only was Virginia
cut more than any state except Nebraska, but
also the reenactment is for five years at level
funding.
The federal bill hurts the Commonwealth, not
only because it gives the state significantly
less apportionment, but also because it gives
us less obligation authority, a budgetary

restriction that limits the amount that actually
can be spent. For example, the state carried
over $135 million in federal apportionments
this year, but it wasn't allowed to use that
money because it wasn't given any obligation
authority.
For this year, the federal government not only
apportioned just $238 million to Virginia, but
also an additional $10 million in obligation
authority was taken off the top. Each August
states can apply for additional obligation
authority. Virginia sought an additional $100
million; it got $27 million.

THE CONTINUING CHALLENGE
Phase I of the Governor's Commission on
Transportation in the 21 st Century focused
on the state's role in meeting transportation
needs. It resulted in a resounding reaffirmation of state responsibilities and launched an
integrated, adequately funded program that
is being looked to nationwide.
Phase II of the commission's work is focusing
on the role of local government and of the
private sector: How can timely provision of
an adequate transportation network be better
coordinated with land use decisions? How can
preservation of right-of-way be facilitated? Is
increased state flexibility necessary to allow
localities to provide a higher level of services,
from expediting projects not included on the

Federal funds come from gas taxes paid by
highway users into the Federal Highway Trust
Fund. This trust fund currently has a $1
billion dollar surplus that will grow substantially over the next five years. On paper, this
trust fund balance makes the general federal
6-Year Program to providing sound barriers?
Are local revenue options needed? What is
deficit appear smaller. In reality, the funds
were collected for highway use and cannot
the role of specialized local transit services?
be used for general government purposes.
How can VDOT dealings with local govern.
"
,ments, citizens and lor developers be imCong!ess IS currently co?sIdenng ~th~r major
proved? What options are needed to encourque t-lon ~ also Wil , , . SlgIlificantly-- -age private-sector inve tment in transporaffect
transport a t'Ion Improvemen
.
t s.? M os t'Import an tl y, now
, the abIlIty to meet
,. VIrgInIa's
,
~atIon needs. The onglnal Interstate ~yst~m
that we have an adequate stable funding
IS nearly complete. Is there a contInuIng
. ' ,
J' d
bl' t'Ion t 0 expan d th e sys t em were
h
stream,
how can we Improve transportatIon
Ie eraI olga
I'?
traffic volumes have overwhelmed the original
pannIng.
design, as in Northern Virginia? Portions of
Governor Gerald L. Baliles, February 17,
the system are thirty years old. Who can or
1986:
will maintain this investment?
... of all people, Virginians know that
Furthermore, regular apportionments to the
the future is not a gift, it is an achievestates have increasingly been pared back as
ment; it must be anticipated and met
individual "demonstration projects," inserted
with plans, expectations, and confiin the congressional budget process, take first
dence... ,
claim on funds. Is it possible to determine
a rational, but balanced, extended interstate
system that would counter the gamesmanship
I challenge you to leave a legacy that
of individual projects?
will be admired and applauded by
those who will give in the next century,
Finally, will the Aviation Trust Fund meet
a plan of action, a set of goals, that
the same fate as the Highway Trust Fund?
will help sustain the vitality and viWill there be a falloff in gasoline sales brancy of our economy . . . that is
and therefore in state, as well as federal,
responsive to our need to move people
highway revenues - if an increase in the gas
and products.... You must look into
tax is enacted solely for federal budget revenues?
the face of the future.

Editor's Note: The annual indexfor Volume 63 of the University of Virginia News Letter will be published in the October issue.
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