December 7, 2017

The Honorable Terry McAuliffe
P.O. Box 1475
Richmond, VA 23218
Dear Governor McAuliffe:
On behalf of the Northern Virginia Transportation Commission (NVTC), I want to
thank you for your leadership and the efforts of Secretary Ray LaHood, Virginia
Transportation Secretary Aubrey Layne, the Department of Rail and Public
Transportation, and the consultant team in conducting the independent review of
the finances, management, and operations of the Washington Metropolitan Area
Transit Authority (WMATA). Your recognition of WMATA’s value to the
Commonwealth and efforts to bolster the agency through reforms and increased
funding are greatly appreciated.
NVTC’s jurisdictions – the cities of Falls Church, Fairfax and Alexandria and
counties of Arlington, Fairfax and, soon, Loudoun – hold the primary obligation
for funding WMATA in Virginia. We have a strong interest in the implementation
of reforms as they will directly affect the residents, businesses and taxpayers in
our jurisdictions. We are also the appointing body for three of Virginia’s four
WMATA board members.
The recommendations articulated by Secretary LaHood parallel the
recommendations of NVTC; we both agree to the pressing need for reforms that
will return WMATA to a world class transit system. We agree that board reforms
are necessary, that the General Manager should have the tools in place to
manage costs and increase productivity, and that WMATA needs the dedicated
resources for capital funding, including a dedicated federal funding commitment.
Since the Commission’s first meeting with Secretary LaHood in May 2017, NVTC
has worked diligently through issues of WMATA governance and operational
reforms, leading to the adoption of two NVTC resolutions that provide a
framework for reforming WMATA.
The health, safety and reliability of the WMATA system is critical to Northern
Virginia and the Commonwealth. The presence of Metrorail and the Virginia
Railway Express fuels the economies of Northern Virginia and the
Commonwealth, generating millions in property tax revenues for the counties
and cities that subsidize it and more than $600 million in annual sales and income
tax revenues that go to Virginia’s general fund.1

“The Value of Metrorail and Virginia Railway Express to the Commonwealth of Virginia,”
September 2017, Northern Virginia Transportation Commission
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Metro is integral to the region’s transportation network. More than 500,000 jobs are within a
quarter mile of a Metrorail station or Metrobus stop in Virginia. Thirty percent of Metrorail’s
665,000 weekday riders live in Virginia and four of the rail system’s six lines and 25 of its 91
stations serve Virginia. Metrobus serves between 60,000 and 70,000 riders in Northern Virginia
every weekday.
Because of WMATA’s important role in Virginia, NVTC has been active in developing
recommendations for reforms. Through our engagement with Secretary LaHood and as
authorized under Enactment Clause 4 of HB2136/SB1251 (2017), NVTC recently adopted two
resolutions articulating our priorities for WMATA reform:
•

Resolution #2339 endorses the direction and spirit of WMATA General Manager Paul
Wiedefeld’s April 2017 Action Plan, which outlines key steps to control operational and capital
costs.

•

Resolution #2342 articulates NVTC’s principles for WMATA governance structure, board
member compensation, board composition and experience, fiduciary and other conflicts of
interest, as well as changes to the jurisdictional veto. This resolution also includes provisions
regarding labor negotiations, pension liability, measures to ensure the safety of riders and
employees, and publication of a detailed business plan for implementing operational reforms.

In Virginia, funding for WMATA is also supported by the Commonwealth through reimbuserments
to the localities’ contributions to WMATA, as well as through a state match to federal funding. As
such, should a reform board with just one member from Virginia be established, the Virginia
representative should be jointly appointed by the Governor and NVTC. This joint action would
best support continued cooperation between the Commonwealth and localities regarding WMATA
oversight and offer the best opportunity for community support of the difficult actions a reform
board must take to return WMATA to excellence.
NVTC was founded in 1964, in part to represent the interests of the Commonwealth during the
establishment of WMATA, and has an ongoing role in managing Northern Virginia’s funding of
WMATA, appointing Virginia’s representatives to the WMATA Board of Directors, and strategic
decision-making to find solutions to the challenges facing WMATA. As such, NVTC should
continue to appoint representatives to the WMATA Board and be a partner with the
Commonwealth on the implementation of WMATA reforms now and in the future.
On behalf of NVTC, I thank you for your leadership and engagement on this important effort.
NVTC and its jurisdictions look forward to continued collaboration and partnership with the
Commonwealth on the future of WMATA.
Sincerely,

Jeffrey C. McKay
Chairman
cc:

Governor-Elect Ralph Northam
Aubrey Layne, Secretary of Transportation
Jennifer Mitchell, DRPT Director

Attachments:

Resolution #2339, Initial Reforms to WMATA
Resolution #2342, NVTC Principles for WMATA Reform
The Value of Metrorail and Virginia Railway Express to the Commonwealth of Virginia

NORTHERN VIRGINIA TRANSPORTATION COMMISSION

RESOLUTION #2339
SUBJECT:

Initial Reforms to the Washington Metropolitan Area Transit Authority
(WMATA)

WHEREAS: The Washington Metropolitan Area Transit Authority (WMATA) is critical to Northern
Virginia and the Commonwealth's transportation network and economic growth;
WHEREAS: WMATA faces significant operational and fiscal challenges;
WHEREAS: The Northern Virginia Transportation Commission (NVTC) was founded in 1964 in
part to represent the interests of the Commonwealth during the establishment of
WMATA;
WHEREAS: NVTC has an ongoing role in managing Northern Virginia's funding of WMATA and
appointing Virginia's representatives to the WMATA Board of Directors;
WHEREAS: NVTC is involved in strategic decision-making to find solutions to the challenges
facing WMATA;
WHEREAS: NVTC is engaged with the Commonwealth of Virginia on longer-term reform
discussions for purposes of revising the Washington Metropolitan Area Transit
Authority Compact of 1966 (WMATA Compact) and implementing other reforms
necessary to ensure the near-term and long-term viability of WMATA;
WHEREAS: On April 19, 2017 Paul Wiedefeld, WMATA's General Manager and CEO,
announced an action plan , attached to this resolution , to significantly reform
operations at WMATA without changes to the WMATA Compact;
WHEREAS: The General Manager's plan recognizes that WMATA's capital funding agreement
and the Federal Passenger Rail Investment and Improvement Act authorization will
expire next year and that operating costs are growing at nearly twice the rate of
revenue;
WHEREAS: The General Manager's plan proposes a change in WMATA's business model to
address operating and capital costs; and
WHEREAS: His plan provides an excellent foundation for the continued discussion of solutions
to WMATA's challenges.
NOW, THEREFORE, BE IT RESOLVED that, as a first step in the effort to reform WMATA, NVTC
endorses the direction and spirit of Mr. Wiedefeld's proposal.

RESOLUTION #2339 cont'd
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BE IT FURTHER RESOLVED that NVTC supports WMATA's approach to operate both within
fiscal parameters and under policies and practices that assure high levels of safety
and efficiency.
Approved this 1st day of June 2017.

£~~ !~
Chairman

Matthew F. Letourneau
Secretary-Treasurer

Res #2339 Attachment
6 pages

Keeping Metro Safe, Reliable and Affordable
By WMATA GM/CEO Paul J. Wiedefeld, April19, 2017

Introduction
Metro represents a $40 billion asset and enterprise that has generated returns on
regional and national investments through mobility, traffic congestion relief, improved air
quality, and economic development. Now more than 40 years old, customers are feeling
the effects of an aging system that is jeopardized by decades of deferred maintenance.
Today, the system has a total of $25 billion in unfunded capital needs. With only one
more year of committed capital funding, Metro needs $15.5 billion over the next
10 years to remain safe and reliable. Significantly, Metro is still one of the only major
American transit systems without funding dedicated to preserve its assets, and to invest
in safety and reliability.
Metro also has a unique business model for operating bus and rail services that flows
from WMATA's charter and governance structure, which has become financially
unsustainable with cost growth that far exceeds revenue. While rider fares and
commercial sources, such as advertising, fund more than 45 percent of Metro's
operating costs - one of the highest cost recovery rates in the country- Metro's
operating expense is rising at nearly twice the rate of Metro's (fare and commercial)
revenues.
Left unchecked, Metro's public subsidy requirement for day-to-day operations would
grow from $980 million to $1.6 billion annually in 10 years- driven primarily by wage
and benefit costs. Even if Metro were to regain tomorrow the 100,000 average daily
riders lost over the last decade, its public subsidy need for day-to-day operations would
still grow to $1.5 billion in 10 years.
Without a change to this business model, the funding jurisdictions will have to
continue to choose every year between substantially reducing service or finding
$12 billion more in public money for Metro's operations over the next 10 years.
Failure to act, and/or continued reliance on insufficient capital and unchecked operating
expense growth, could result in cannibalization of capital funding to the detriment of
system safety and reliability, erasing the gains Metro has made through Safe Track and
perpetuating the unreliable service riders have endured for too long. New railcar
delivery would slow or end, necessary transfer station safety and passenger flow
improvements would linger on the drawing board, the bus fleet would age in place, the
nation's largest escalator fleet would fall back into disrepair, and customer satisfaction
would remain in the 65-70 percent range or decline. Further, because Metro is a key
component of the Capital's national security cordon, providing WMATA with the
necessary resources to discharge this duty is imperative.

1

Not only would Metro safety and service be compromised, but inaction would worsen
Metro's financial condition, as it becomes more unsustainable each year.
WMATA's unfunded liabilities would grow, and its deteriorating financial condition would
impact the agency's credit rating, increase its debt profile and costs to borrow money,
which is necessary to ensure proper cash flow. The $1.0 billion unfunded pension
liability would not be addressed and could grow, and the active employee health care
costs and $1.8 billion retiree and other post-employment benefits (OPES) liability would
continue to climb.
Rather than continue a yearly process of lurching from one funding exercise to another
to keep Metro afloat, the region would be better served by establishing a new approach
to funding that preserves Metro's value, delivers safe and reliable transit service,
supports a world-class transit experience for residents and visitors to the nation's
capital, and provides stability for Metro's valued customers and employees.
To that end, WMATA has completed a detailed analysis of the financial challenges it
faces and practical requirements necessary to keep Metro safe, reliable and affordable.
The analysis is focused on two priorities: dedicated capital funding to provide safe and
reliable service, and changes to WMATA's business model to keep service affordable
for riders and taxpayers.
This framework for WMATA seeks to inform the public and the urgent discussions
underway among stakeholders about how to meet Metro's needs next year and beyond.
While respecting that WMATA wages and benefits are established through collective
bargaining, this analysis also sets forth certain principles intended to enable Metro to
provide fair compensation to its current employees, while identifying management tools
and other opportunities to achieve efficiencies.
Several significant requirements are contained here that address both capital and
operating expenses, as well as financial management best practices, including:
•
•
•
•
•
•
•

Grow Metro's capital program to $1.5 billion average annual investment to
fund safety and reliability with a dedicated revenue stream
Reauthorize and fund federal capital investment (PRIIA) in safety and
reliability at least at current level ($1.5 billion over 10 years)
Commit to a regional multi-year, stable revenue source to generate $500
million per year for a Capital Trust Fund
Provide a lock box feature to ensure the Fund is dedicated to capital
investment
Maintain the current level of jurisdictional capital funding with three
percent annual growth cap
Preserve pensions for active employees and retirees, but provide 401 Klike plans for new hires
Provide flexibility to reduce costs of day-to-day operations with tools
including competitive contracting of targeted functions, where permitted
(e.g. new services, operations and facilities, such as Silver Line Phase II)
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•
o
o

Amend the National Capital Area Interest Arbitration Standards Act (aka
Wolf Act) to require arbitration process consideration of financial realities
Create a Rainy Day Fund of to incrementally provide 10% of the operating
budget over 10 years
Cap jurisdictional contributions for operating at three percent annual
growth

Metro's Capital Requirement
Capital investment is the lifeblood of transit systems, particularly (capital-intensive) rail
properties, and is absolutely vital to maintaining the current system and new Silver Line
extension in safe and reliable condition. For Metro, capital is necessary to pay for new
and rebuilt railcars and buses, tracks, infrastructure, the power system required for 8car trains, and much needed safety and passenger flow improvements in transfer and
other high ridership stations.
While Metro has $25 billion in total unfunded capital needs, WMATA will require
$15.5 billion of this amount over the next ten years for critical capital projects.
WMATA's Capital Funding Agreement and PRIIA authorization both expire next year,
imperiling the current (annually appropriated) stream of capital for safety and reliability
projects. WMATA's annual capital program is currently funded by:

•
o
o
o

Federal Formula Grants: $300M
Federal PRIIA: $150M
Regional match for PRIIA: $150M
Jurisdictions' commitment: $210M

To supplement the $810 million in federal and jurisdictional capital funding, the Board
and jurisdictions authorized borrowing $291 million to be repaid by future jurisdictional
annual contributions.
Even if this level of effort continues, the capital funding shortfall for Metro's
safety and reliability requirements will be at least $7 billion over 10 years. To
maintain a safe and reliable bus and rail network, WMATA must ramp up to a $1.5
billion average annual capital investment program.
To address this substantial need, levels of investment must be committed by both
federal and regional stakeholders. To adequately fund Metro safety and reliability
requirements, PRIIA should be reauthorized and funded at least at the current level
of effort ($1.5 billion over 10 years). And the region needs to establish a new
dedicated revenue stream and Capital Trust Fund to provide $500 million
annually, exclusively for capital projects. This new revenue source would
demonstrate sustained regional support for the Metro system and create a foundation
for planning, contracting, and delivering critical safety and reliability projects. This
3

commitment will differ significantly from the current Capital Funding Agreement that
governs jurisdictional capital contributions to WMATA only through FY2018.
The annual nature of year-to-year capital allocations from the funding jurisdictions limits
the region's ability to efficiently and effectively leverage those dollars in the capital
markets through bonding. The new Capital Trust Fund must be well-defined- it needs
to be funded by a multi-year revenue source that contains a specific, dedicated revenue
stream for WMATA. For Metro, "dedicated" refers to capital funding that is predictable,
multi-year, has no expiration, and is not subject to annual appropriations.
This structure would separate WMATA's Capital Trust Fund for safety and reliability
from the annual competition within governments for funding other state and municipal
priorities. It also reduces borrowing costs, which benefits both WMATA and its funding
partners, and enables the capital markets to provide WMATA with the best available
ratings.
Additionally, the new Capital Trust Fund should be shielded from day-to-day operations
to ensure this new funding goes to capital investments. Historically, WMATA has offset
certain shortfalls in operating funding by shifting federal grant funding to pay for eligible
maintenance costs, a practice the WMATA Board of Directors took a step towards
reducing this year.
The new Capital Trust Fund must be permanently and structurally precluded from
use as a de facto reserve for day-to-day operations of bus, rail, and paratransit.

Changing the Business Model
Today, operations are funded by fare-paying riders, commercial revenues, and support
from taxpayers who benefit from transit service through traffic mitigation, development,
jobs, and economic growth.
Operating expenses are rising at twice the rate of Metro fares and commercial
revenues. Left unchecked, operating cost growth will generate invoices to funding
jurisdictions totaling $1.1 billion next fiscal year.
Operating costs include materials and energy, but by far the most significant cost
drivers are wages and benefits for the people who operate and maintain rail and bus
services- comprising more than 70 percent of total operating expenses. To curb
operating cost growth, WMATA and its stakeholders need to take action in several
areas, including:
Improving Efficiency
•
•

Continue to eliminate inefficient business practices and outdated functions
to drive accountability
Improve productivity through strengthening management of absenteeism,
overtime, and workers' compensation
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o
o

o
o

Increase ridership by providing more reliable service
Open to competition those functions that Metro has the ability to outsource
where efficiencies can be gained (e.g. new functions, operations and
facilities, such as Silver Line Phase II)
Develop new technologies (e.g. track inspection, fare collection, online
customer care) and automation to improve productivity
Timely right-size service to demand

Changing Policy
o

o

o
o

Amend the National Capital Area Interest Arbitration Standards (aka Wolf)
Act to mandate that arbitrators who preside over interest arbitrations
render awards that are consistent with WMATA's financial condition and
do not exceed the ability or willingness of the funding jurisdictions to pay,
as Congress originally intended
Cap annual increases in jurisdictional portion of operating and capital
subsidies for the system (after including new bus facilities, Potomac Yard
station and Silver Line Phase II) at three percent
Avoid unfunded service expansion beyond currently approved levels
Create and contribute to a "Rainy Day Fund" that incrementally provides
10% of the operating budget over 10 years

Stabilizing Workforce Costs
o
o
o
o
o

Continue to fund OPEB Trust through efficiency savings
Provide all new employees defined contribution (i.e. 401 K) benefit plans
Continue providing defined benefit pension plans to eligible active
employees and protect legacy pensions to eligible current retirees
Reduce reliance on overtime and prevent fatigue by staffing up key
operating positions
Invite WMATA Labor Unions to compete for new work, such as Silver Line
Phase II

These tools and policy changes borrow from best practices nationally in capital
investment and transit cost controls, including the practice of opening various functions
and services to competitive bidding, where permitted. Such a process could invite
proposals from both private companies and WMATA Labor Unions when possible.
Further, these changes are responsive to the needs of funding jurisdictions to curb
annual cost growth, and enable Metro to maintain a policy of fare increases not more
frequently than every other year. Metro also needs to generate revenue from increased
ridership, advertising, real estate and concessions by an annual average of 1.5 percent.
It is encouraging that the Metropolitan Washington Council of Governments (MWCOG)
and others are considering funding and governance changes to WMATA's structure.
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Those bodies are in a position to assess practices among funding jurisdictions for
lessons learned by municipal and state governments with respect to managing public
sector employees to determine if there are other policies that might benefit WMATA.
WMATA has and will continue to reach out to share cost and revenue assumptions in
further detail with funding partners, WMATA's Board of Directors, former Department of
Transportation Secretary Ray LaHood, MWCOG and the Jurisdiction CAOs/CFOs, and
the region's business and community leaders, as well as employees and riders in the
National Capital Region, to reach solutions that keep Metro safe, reliable and
affordable.
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RESOLUTION #2342
SUBJECT: NVTC Principles for WMATA Reform
WHEREAS: The Washington Metropolitan Area Transit Authority (WMATA) is critical to
Northern Virginia and the Commonwealth’s transportation network and economic
growth;
WHEREAS: The Northern Virginia Transportation Commission (NVTC) was founded in part to
represent the interests of the Commonwealth during the establishment of
WMATA;
WHEREAS: The General Assembly, through Enactment Clause 4 of HB2136/SB1251 (2017),
directed the Secretary of Transportation, in coordination with the Northern
Virginia Transportation Commission, to engage his counterparts in Maryland and
Washington, D.C., and the appropriate officials in the federal government for the
purpose of revising the Washington Metropolitan Area Transit Authority Compact
of 1966 and implementing other reforms necessary to ensure the near-term and
long-term viability of the Washington Area Metropolitan Transit Authority
(WMATA);
WHEREAS: In doing so, the Secretary shall develop, propose, and seek agreement on
reforms related to the following:
(i)
(ii)

the legal and organizational structure of WMATA;
the composition and qualifications of the WMATA Board of Directors and the
length of terms of its members;
(iii) labor costs and labor relations;
(iv) measures necessary to resolve WMATA's unfunded pension liability and
other postemployment benefits;
(v) measures necessary to better ensure the safety of riders and employees,
including safety in the event of a homeland security emergency in the
national capital area; and
(vi) financial and operational improvements necessary to ensure that WMATA’s
performance is at least as efficient as its closest comparable transit systems
in the United States.
WHEREAS: NVTC seeks to provide its recommendations to the Secretary of Transportation
on these matters through this and subsequent resolutions;
WHEREAS: NVTC supports a legal and organizational WMATA Board structure that
recognizes that Virginia is unique in the WMATA Compact region in that its local
governments – the cities of Alexandria, Falls Church, and Fairfax and the
counties of Arlington and Fairfax – are the Compact funding partners, with
Loudoun County becoming a funding partner as the Silver Line Phase 2 becomes
operational;

RESOLUTION #2342 cont’d
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WHEREAS: NVTC supports the role of the federal government in providing dedicated funding
for WMATA through the Passenger Rail Investment and Improvement Act
(PRIIA), which provides $150 million per year in dedicated funding to support
capital improvements to WMATA, with the requirement that Maryland, the District
of Columbia and Virginia provide matching funds;
WHEREAS: NVTC endorses the continued investment by the Commonwealth to provide
funds that partially support NVTC jurisdictions’ contributions to WMATA as well
as matching funds under PRIIA;
WHEREAS: Under current law, the Virginia Secretary of Transportation or his/her designee
and any NVTC Commissioner appointed by the Northern Virginia Transportation
Commission are authorized to serve as members of the WMATA Board;
WHEREAS: Peer transit agency, foundation, and corporate boards in the United States
average between 11.5 and 13.5 members and do not include alternate members.
The current WMATA Board includes 16 members, eight of which are alternates
with no full Board voting rights;
WHEREAS: No other peer transit agency uses alternates on their boards, and current
WMATA alternates perform all the work of voting board members, including
voting in committees, but cannot vote during full Board meetings;
WHEREAS: The WMATA Board has nine committees with four to 16 members each, tied for
the most board committees among transit agencies peers. Between 2016 and
2017 each WMATA Board member attended an average of 41 meetings;
WHEREAS: Effective membership on the WMATA Board requires a large commitment of its
members’ time and energy. Compensation for that time should not be provided
by entities that may represent real or perceived conflicts of interest for WMATA
Board members;
WHEREAS: In November 2016, as a response to recommendations from a strategic advisor,
the WMATA Board adopted an updated Code of Ethics that requires annual
training on identifying and resolving actual and apparent conflicts, making
disclosures and acknowledgments, and rules regarding acceptance of gifts;
WHEREAS: Board members, either corporate representatives with business connections or
elected officials who must both represent the interests of their constituents while
also representing WMATA's interest, must engage in rigorous and ongoing
analysis of the ethics and balance of these multiple interests and responsibilities;
WHEREAS: The veto by a single jurisdiction inhibits jurisdictional collaboration and impedes
regional policy decisions on the WMATA Board;
WHEREAS: A Department of Rail and Public Transportation review of WMATA operational
cost drivers found that while WMATA’s operational cost metrics are similar to
peer transit agencies, it does have greater costs associated with rail maintenance
activities;

RESOLUTION #2342 cont’d
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WHEREAS: The WMATA General Manager, in his April 2017 Action Plan, expressed a desire
to address operational cost drivers noting that, without changes, operating cost
increases will outpace revenue growth by approximately 50 percent and the
current public subsidy requirement for day-to-day operations would grow from
$980 million to $1.6 billion annually in 10 years;
WHEREAS: On June 1, 2017, NVTC endorsed the spirit and direction of the WMATA General
Manager’s April 2017 Action Plan to significantly reform operations at WMATA
that would yield reductions in operating and capital costs absent changes to the
WMATA Compact;
WHEREAS: NVTC maintains interest in identifying near and long-term changes to reduce
WMATA’s operating costs to control the overall growth in jurisdictional
contributions to no more than three percent per year; and
WHEREAS: In November 2016, WMATA’s unfunded pension liability was estimated at $1
billion with total plan assets at $3.6 billion, and while comparable to peer transit
and governmental agencies, poses a financial risk to its funding jurisdictions.
NOW, THEREFORE, BE IT RESOLVED that the Northern Virginia Transportation
Commission, pursuant to items (i) and (ii) of Enactment Clause 4 of
HB2136/SB1251, recommends the following:
1. WMATA Governance Structure:
•

The WMATA Board should be comprised of 12 members, with three
members representing each jurisdiction and the federal government.

•

Federal government representation should be contingent upon the
continued dedicated federal funding of at least $150 million per year.

•

The WMATA Board members from Virginia should include one member
appointed by the Commonwealth and two members appointed by NVTC.

•

All Virginia members of the WMATA Board should serve on NVTC.

•

The term of each WMATA Board member should continue to be four
years, limited to two terms.

•

WMATA should reduce the number of committees and committee
meetings.

•

All WMATA Board members should have full voting authority (no
alternates).

RESOLUTION #2342 cont’d
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2. Compensation:
•

WMATA Board members should receive equal financial compensation, to
be paid by WMATA.

3. Board Composition and Experience:
•

The WMATA Board should include a mix of elected and nonelected
members, each of whom has experience in transit planning, transportation
planning, or land use planning; transit or transportation management or
other public-sector management; engineering; finance; public safety;
homeland security; human resources; or the law; or knowledge of the
region's transportation issues derived from working on the resolution of
regional transportation issues. Some members of the Board should have
significant senior executive experience with rail systems, transit agencies,
airlines, airports, ports, or other transportation providers.

•

All members of the WMATA Board should be familiar with the WMATA
transit system.

.

4. Board Fiduciary and Other Conflicts of Interest:
•

The WMATA Board should engage in a robust review of its policies on
conflicts of interests and fiduciary interests so that it will maintain its strong
commitment to ethics pertaining to fiduciary duties and conflicts of interest.

5. Jurisdictional Veto:
•

The use of the jurisdictional veto should be eliminated.

BE IT FURTHER RESOLVED that NVTC, pursuant to items (iii) of Enactment Clause 4 of
HB2136/SB1251, recommends the following:
•

In labor negotiations, the WMATA General Manager and Board should
have greater authority to make operational decisions that improve the
system’s cost effectiveness without jeopardizing safety, including the use
of tools such as competitive contracting of targeted functions.

•

WMATA’s annual operational cost increases should be comparable to
those of its funding jurisdictions, and the jurisdictional subsidies it sets
should hold within the three percent annual cap recommended by the
General Manager in his April 2017 Action Plan, and that to maintain such
funding discipline should be a mandatory factor used in consideration of
establishing labor costs through collective bargaining or subsequent
arbitration.

RESOLUTION #2342 cont’d
•

5

NVTC endorses an amendment to the Wolf Act (National Capital Area
Interest Arbitration Standards Act of 1995, Pub L. 104-50) that would
require arbitrators in WMATA contract arbitrations to consider these fiscal
restrictions in all cases.

BE IT FURTHER RESOLVED that NVTC, pursuant to item (iv) of Enactment Clause 4 of
HB2136/SB1251, calls upon the WMATA General Manager and Board to identify
a specific plan to address its unfunded pension liability and other postemployment benefits.
BE IT FURTHER RESOLVED that NVTC, pursuant to item (v) of Enactment Clause 4 of
HB2136/SB1251, calls upon the WMATA’s General Manager and Board, to take
measures to ensure the safety of riders and employees, including safety in the
event of a homeland security emergency in the national capital area.
BE IT FURTHER RESOLVED that NVTC recommends that the WMATA Board direct the
General Manager to set forth, by January 1, 2018, a detailed business plan for
implementing the operational reforms outlined in his April 2017 Action Plan and
any other actions necessary to meet the requirements of item (vi) of Enactment
Clause 4 of HB2136/SB1251 (2017) so the legislatures of the respective
jurisdictions will have the opportunity to review such plan prior to the
commencement of their legislative sessions.
Approved on this 7th day of September 2017.

Jeffrey C. McKay
Chairman

Matthew F. Letourneau
Secretary-Treasurer

THE VALUE OF METRORAIL AND
VIRGINIA RAILWAY EXPRESS TO
THE COMMONWEALTH OF
VIRGINIA
September 2017

Metrorail and the Virginia Railway Express (VRE), the state’s only commuter railroad, are
the backbone of Northern Virginia’s transit system, moving approximately 293,000 people
on an average weekday in Northern Virginia. These systems get people to work, help
create thriving communities and relieve congestion on roadways. They also fuel economic
development across Northern Virginia. High density development clustered around rail
stations produces property tax and other revenues that help fund schools, parks, and a
range of public services in our communities. The local economic value of high capacity
transit is well studied, yet Metrorail and VRE also produce significant revenues for the
Commonwealth of Virginia. In fact, the households and jobs supported by Metrorail and
VRE generate over $600 million in state general fund revenues.
Metrorail and VRE Service in Northern Virginia

OVERVIEW
NVTC’s analysis finds that:
•

The presence of Metrorail and VRE
supports an additional 85,000 households and 130,500 jobs in Northern
Virginia.

•

Those households and jobs generate
more than $600 million annually in
sales and income tax revenue that
flow to the state’s general fund.

•

Given Virginia’s annual transit operating and capital contribution to Metrorail and VRE (about $170 million
budgeted in fiscal year 2018), the
return on investment to the Common
-wealth exceeds 250 percent.

•

$600 million, which represents just
over 3 percent of general fund revenues, covers Virginia’s annual, general fund expenditures on state colleges and universities (about $316
million) and state police (about $266
million).

BACKGROUND

Figure 1 Source: NVTC

The benefits that accrue to communities
served by rail are well documented.
Several studies — including one in 2011
by the Washington Metropolitan Area
Transit Authority (WMATA) and another

Value of Rail Transit

in 2017 by the Metropolitan Washington Council of
Governments (COG) — demonstrate the value of
transit to localities in the greater Washington, D.C.
region. According to WMATA:
•

$235 billion of property value is within a halfmile of Metrorail stations.

•

This land generates $3.1 billion annually in
property tax revenues.

•

This land represents 28 percent of the jurisdictions' property tax base, but only 4 percent
of their land.

•

Proximity to Metrorail increases property values by 7 to 9 percent.

COG notes that $25 billion of development has
occurred near Metro stations over the past eight
years.
With Metrorail experiencing track segment
shutdowns to handle a backlog of deferred
maintenance and as discussions about finding
dedicated funding for WMATA gained traction in
late 2016, NVTC planners considered whether the
economic benefits associated with the rail system
extended beyond the property taxes collected by
local jurisdictions. The question arose as to what
value Metrorail and VRE, which NVTC co-owns,
bring to Virginia.
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fund revenues — from Metrorail and VRE service
in Northern Virginia.
Where in Northern Virginia Do Metrorail Riders
Live?
Of the approximately 665,000 Metrorail riders per
weekday, 30 percent live in Virginia. More than 90
percent of Virginia’s average weekday riders come
from NVTC jurisdictions – the counties of Arlington, Fairfax and Loudoun and cities of Alexandria,
Fairfax and Falls Church. Given the extent of VRE
service and other commuter connections, over
13,000 of Metrorail’s average weekday riders live
in Virginia outside of NVTC jurisdictions. Many of
these riders live south and west of the compact
area and use VRE to connect to Metrorail in
Virginia or the District of Columbia. About a third of
Virginia riders live within a half mile of a Metrorail
station.
Where Metrorail Riders Live in Northern Virginia
Metrorail Riders
LOW

HIGH

About one-third
of riders live
within a halfmile of a station

NVTC planners applied a model to determine the
additional number of households and jobs that
exist in Northern Virginia resulting from rail service.
The model used the existing level of roadway
congestion as a base and then determined the
likely level of congestion and deterioration in travel
times were Metrorail and VRE not available. Staff
then rebalanced households and jobs in the region
until they reached the level of congestion that
currently exists on Northern Virginia’s roadways.

Part of what distinguishes this study from previous
ones, including reports issued by NVTC in 1994
and 2005, is that it is dynamic rather than static,
accounting for the level of activity that the regional
transportation network can support. NVTC’s
approach is unique in that it evaluates the
interaction between land use and transportation
demand. The study found that the presence of
Metrorail and VRE alone supports an additional
85,000 households and 130,500 jobs in Northern
Virginia, which enhances the amount of sales and
income taxes collected by the Commonwealth. The
fact is that the entire state reaps dividends — to
the tune of approximately $600 million in general

Figure 2 Source: NVTC and WMATA 2016 Metrorail Survey
Ridership weighted by population per traffic analysis zone

Who rides Metrorail in Northern Virginia?
Virginians access Metrorail stations by walking (38
percent), taking the bus (27 percent), and driving
and parking (21 percent). Thirty-seven percent of
Virginia riders are federal employees and 50
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percent have household incomes greater than
$100,000. There are over 300,000 jobs within a
half mile of Virginia Metrorail stations and Metrorail
is commonly used by residents of the district,
Maryland and Virginia to commute to these jobs.

Metrorail Riders in Virginia by
Household Income
$30K-$50K:
2.9%

Less than $30K:
12.6%

Where Metrorail Riders Live in Northern
Virginia’s Inner Suburbs
Metrorail Riders
LOW

HIGH

Over $100K:
53.5%
$50K-$100K:
5.6%

Unknown:
25.4%
Figure 4 Source: WMATA 2016 Metrorail Survey

Figure 3 Source: NVTC and WMATA 2016 Metrorail Survey
Ridership weighted by population per traffic analysis zone

Where do VRE riders live in Northern Virginia?
VRE provides roughly 20,000 trips on an average
weekday. Given that VRE is a commuter railroad,
its ridership extends farther in the region than
Metrorail. Over 60 percent of VRE’s riders come
from Stafford, Fairfax, Prince William and Spotsylvania counties.

becomes operational. NVTC jurisdictions primarily
use local funds to meet this obligation, with a
considerable portion of expenditures reimbursed
by the Commonwealth. Regardless of the availability of state funds, the local jurisdictions are
responsible for meeting Metro’s financial needs.
Where VRE Riders Live in Northern Virginia

How much does the Commonwealth spend on
Metrorail and VRE?
Virginia spends about $170 million annually on
Metrorail and VRE from its transit capital and
operating funds, which total nearly $380 million for
all transit in the Commonwealth in fiscal 2018. The
revenue for these funds comes from a variety of
sources, including the recordation tax, retail sales
and use tax, statewide motor vehicle fuels tax and
10-year Capital Project Revenue (CPR) bonds.
The expected revenue sources for the CPR debt
service payments are insurance premium taxes
and the statewide motor vehicle fuels tax.
How is WMATA funded in Virginia?
In Virginia, WMATA is funded by the localities
identified in the WMATA Compact: Fairfax and
Arlington counties and the cities of Alexandria,
Falls Church and Fairfax. Loudoun County will join
in supporting Metro as the Silver Line Phase 2

VRE Riders
LOW

HIGH

Figure 5 Source: NVTC and VRE 2016
Ridership weighted by population per zip code
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Funding sources for local government use include:
•
•
•
•

General funds
General obligation bonds
Northern Virginia Transportation Authority 30percent funds
2.1 percent regional gas tax revenues
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funding comes from DRPT’s transit capital and
transit operating funds.
State Support for WMATA, FY2018 (millions)

In fiscal 2018, the Commonwealth budgeted about
$195 million for WMATA operating and capital
subsidies. This funding is for all WMATA modes:
Metrorail, Metrobus and MetroAccess. Based on
the Department of Rail and Public Transportation’s
(DRPT) funding methodologies, the commonwealth’s budget for Metrorail is $146 million. The

How is VRE funded in Virginia?
VRE’s capital and operating expenditures are
funded by a combination of sources, including
passenger revenue, federal formula transit and rail
funds, Commonwealth of Virginia funds, local
jurisdictional contributions, in-kind contributions,
regional funding, local matches, and other
revenues. In fiscal 2018, the Commonwealth budgeted over $26 million for VRE operating and capital
funding from DRPT’s transit capital and operating
programs. VRE is eligible for and has received
funding from DRPT’s rail programs and from the
Virginia Department of Transportation’s SMART
SCALE program for capital expansion projects.

Metrorail

Metrobus/
MetroAccess

Total

Capital

$ 26.6

$13.1

$ 39.7

PRIIA Match

$ 49.5

-

$ 49.5

Operating

$ 69.9

$35.5

$105.4

Total

$146.0

$48.6

$194.6

Table 1 Source: DRPT FY18 Six-Year Improvement Program
and NVTC calculations. State support comes from DRPT transit
capital and operating funds.

Because they are not used for VRE’s current or
ongoing capital and operating needs, these funds
are not included in the table below.
State Support for VRE, FY2018 (millions)
Total
Capital

$16.7

Operating

$ 9.6

Total

$26.3

Table 2 Source: DRPT FY18 Six-Year Improvement Program
and NVTC calculations. State support comes from DRPT
transit capital and operating funds.

Threats to Rail Transit Funding in Northern Virginia
Regional Gas Tax
A flaw in the 2.1 percent regional gas tax has led to a more than 40 percent decline in revenues between fiscal
2017 and 2013, when gas prices were at their highest. The regional gas tax – unlike the state tax, which no
matter how low the price of gas goes has a fixed minimum – has no bottom threshold. Receipts from the
regional gas tax are used by local jurisdictions to support their financial commitment to WMATA.
Transit Capital Funding Shortfall
With the expiration of CPR bonds, the amount available for transit capital investments in Virginia will begin to
drop by $110 million or more than 40 percent in fiscal 2019. Legislative action is needed to insure adequate
support for all transit agencies in the Commonwealth, including NVTC jurisdictions that rely on these funds for
reimbursement of their WMATA capital subsidies. This funding shortfall could jeopardize the Commonwealth’s
ability to fund its $50 million match required under the federal Passenger Rail Investment and Improvement
Act of 2008.

Value of Rail Transit
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Methodology for Calculating the Value of Metrorail and VRE to the Commonwealth
1) Determine the existing level of roadway congestion
Use the regional land use and transportation model to calculate the existing level of roadway congestion in
Northern Virginia.
2) Calculate the households and jobs supported by high capacity transit
Remove Metrorail and VRE from the transportation model in Northern Virginia and recalculate roadway
congestion. Rebalance households and jobs across the region until congestion reaches current levels.
3) Estimate state revenues
With the number of households and jobs supported by Metrorail and VRE calculated, estimate the annual
contribution to Virginia’s general fund from state income and sales taxes.

In quantifying the value that Metrorail and VRE
bring to the Commonwealth, NVTC determined the
amount of land use and development that could be
supported with only the current roadway and bus
networks. The existing level of roadway congestion
was used as the base level. The regional travel
demand forecast model was then run without
Metrorail and VRE to assess the likely level of
congestion and deterioration in travel times.
Households and jobs were removed to return the
level of congestion to what exists today. Congestion was measured by the distance of the average
commuter trip and the distribution of congested
lane miles of travel.
Commuters have a travel time budget. Based on
the congestion level, a specific trip can travel only
so far in a given amount of time. Historical data
shows little change in average commuter travel
times for mature urban areas. The Metropolitan
Washington Council of Governments (COG) does
regional household travel surveys, which consistently show an average commuter trip travel time
of about 30 minutes.
Existing Average Commuter Trip Distance for
All Modes by Jurisdiction (miles)
Jurisdiction
Arlington
Alexandria

Average Commuter
Trip Distance
7.89
9.26

Fairfax

11.64

Loudoun

17.22

Prince William

17.06

Northern Virginia Combined

13.44

Table 3 Source: Transportation Planning Board V2.3.66 Travel
Demand Forecast Model

Following the removal of Metrorail in Northern
Virginia and VRE from the model, households and
jobs were shifted to Maryland and the district. The
model was run iteratively until the average
commuter trip distance matched what currently
exists. The level of congestion on the roadway
network was also matched to the existing level.
Existing Peak Period Congested Roadway
Lanes in Northern Virginia (miles)
Congested Lane Miles (in thousands)

THE VALUE OF METRORAIL AND
VIRGINIA RAILWAY EXPRESS TO
COMMUTERS IN THE REGION

600
500
400
300
200
100
0
Freeway

Major Arterial

Minor Arterial

Collector

Figure 6 Source: Transportation Planning Board V2.3.66
Travel Demand Forecast Model

The first model runs removed rail transit in
Northern Virginia and held to the existing land use
totals. The results of these runs demonstrate the
importance of rail in Northern Virginia. With the
added congestion, commuters could not travel as
far in the same amount of time. Their trip length
decreased by about 5 percent, which is significant.
By comparison, the trip length decrease projected
by COG in 2040 with all funded regional projects
was less than 5 percent.
The major impacts associated with a lack of rail
transit in Northern Virginia are:
•

56,500 more lane miles of congestion on
arterial roadways;

•

50 percent fewer transit trips in the peak
period; and

•

80 percent decrease in jobs accessible by
transit for Northern Virginia households.

Value of Rail Transit
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Rail transit is an important option for commuters
living inside the Beltway. Nearly half of Arlington
County’s commuters use transit. That share drops
to 28 percent without rail. Just under 40 percent of
commuters in the City of Alexandria take transit.
That number falls to 24 percent without rail. In
Fairfax County, the percentage of commuters
using transit drops from 17 to 6. Some of these
commuters switch to buses, but the majority switch
to automobiles. Without rail transit in Northern
Virginia there is a loss of 130,000 daily transit trips.

NVTC

Commuters Riding Transit

Arlington

49%

Existing
without Rail
Modes
28%

Alexandria

38%

24%

Fairfax

Jurisdiction

Existing

17%

6%

Loudoun

4%

2%

Prince William

5%

3%

18%

8%

Northern Virginia Total

Table 4 Source: Transportation Planning Board V2.3.66 Travel
Demand Forecast Model

WHAT METRORAIL AND VIRGINIA RAILWAY EXPRESS SUPPORT IN
NORTHERN VIRGINIA
The elimination of Metrorail and VRE from Northern Virginia’s transportation network significantly increased
traffic congestion. Assuming that the regional total of jobs and households remains constant, achieving
current levels of roadway congestion without rail transit required the rebalancing of 85,000 households and
130,500 jobs within the region to the areas of Maryland and the district with planned growth.

Households Rebalanced within the Region

Jobs Rebalanced within the Region

Removed Households

Removed Jobs

≥ 251

≥ 801

151 - 250

401 - 800

101 - 150

201 - 400

51 - 100
6 - 50
1-5

51 - 200
6 - 50

85,000

1-5

≤0

Figure 7 Source: NVTC

≤0

Figure 8 Source: NVTC

130,500

Value of Rail Transit

-7-

THE VALUE OF METRORAIL AND
VIRGINIA RAILWAY EXPRESS TO
THE COMMONWEALTH
The land use supported by Metrorail and VRE
generates over $600 million in general fund
revenues for Virginia. This is 3 to 4 percent of the
$18.2 billion collected in the state in fiscal 2016.
For every dollar the Commonwealth invests in
Metrorail and VRE, it receives $2.50 in return.
Metrorail and VRE move large numbers of people,
relieve congestion and are integral components of
local land use and economic development plans.
Rail transit attracts jobs and households to
Northern Virginia. Whether in new apartment
buildings in transit oriented developments near
Metrorail stations or in more traditionally suburban

NVTC

locations, these households pay income taxes to
the Commonwealth of Virginia.
Commonwealth Data Point provides a frame of
reference for understanding the magnitude of
$600 million dollars in general fund revenue.
Looking at the state’s general fund expenditures by
agency, this funding can be compared to various
agency budgets.
By way of comparison, $600 million is higher than
the collective $582 million in general fund spending
on higher education and public safety in fiscal
2016. General fund expenditures totaled $316
million for Virginia’s universities, community
college systems and the State Council for Higher
Education and $266 million for the Department of
State Police.

General Fund Revenues and Expenditures
(in millions)

The Value of Metrorail and VRE to the Commonwealth
$600+

$600

$582

$500
$266

$400

Department
of State
Police

$300
$200

$170+

$316

$100

Higher
Education

$0
FY 2018 State Transit
Capital and Operating
Investment in Metrorail
and VRE

General Fund
Revenues
Generated by
Metrorail and VRE

General Fund
Expenditures on
Higher Education
and State Police

Figure 9 Source: NVTC, DRPT, and Commonwealth Data Point

Technical Review Team
NVTC engaged staff at WMATA, the Transportation Planning Board, the Federal Transit Administration, George Mason
University, and other organizations in a comprehensive technical review of the study’s methodology and assumptions.
These groups reviewed the work plan, technical approach, and findings and provided comments to NVTC on the study.

Value of Rail Transit
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As the premier transit organization in Northern Virginia, NVTC brings the
region together to plan, coordinate, and secure funding for transit systems
that are financially sustainable and high performing. NVTC enjoys a special
relationship with the Washington Metropolitan Area Transit Authority and
Virginia Railway Express (VRE), as it is charged with the funding and
stewardship of both. Founded in 1964, in part to represent the interests of the Commonwealth during the
establishment of WMATA, NVTC continues to serve as Virginia’s voice on the WMATA Board of Directors
through its appointments to the panel. Following Metrorail’s launch, NVTC began planning for a commuter rail
service, VRE, which became operational in 1992. NVTC, as the railway’s co-owner, appoints members to the
VRE Operations Board. Learn more at www.novatransit.org

Metrorail is the second largest, based on
track mileage, and third busiest, based on
passenger trips, heavy rail transit system
in the U.S. The network includes six lines
(four in Virginia), 91 stations (25 in Virginia) and
118 track miles (41 in Virginia). The Silver Line is
the largest rail expansion project by route mileage
since Metrorail’s inception in 1976. Phase 1
opened in July 2014 and Phase 2, which will serve
Dulles International Airport and Loudoun County,
will open in 2020. Learn more at www.wmata.com.

Virginia Railway Express (VRE) is the
eighth largest, based on track mileage,
and 10th busiest, based on passenger
trips, commuter rail service in the U.S. It
is a partnership of NVTC and the Potomac and
Rappahannock Transportation Commission. VRE’s
mission is to provide safe, cost-effective, accessible, reliable, convenient and customer-responsive
commuter rail service. It provides over 4.5 million
rides annually in Northern Virginia and Washington, D.C. and is based in Alexandria. Learn more
at www.vre.org.
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