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SUMMARY OF SUBJECT MATTER

TO: Members of the Committee on Transportation and Infrastructure
FROM: Committee on Transportation and Infrastructure Staff

SUBJECT: Hearing on Administration Proposals on Climate Change and Energy Independence

PURPOSE OF HEARING

On Friday, May 11, 2007, at 10:00 a.m., in Room 2167 Raybumn House Office Building, the
Committee on Transportation and Infrastructure will receive testimony from the Secretary of
Transportation, the Administrator of the United States Environmental Protection Agency, the
Administrator of the United States General Services Administration, the Assistant Secretary of the
Army for Civil Works for the Army Corps of Engineers, Acting Architect of the Capitol, and the
Chief Administrative Officer of the House of Representatives on executive and legislative branch
proposals and actions on climate change and encrgy independence.

BACKGROUND

This memorandum briefly summarizes climate change and its potential impacts. It then
focuses in more detail on administration proposals and policies regarding climate change and energy
independence. It will also look at legislative branch proposals and policies regarding climate change
and energy independence.

Climate Change

In February, 2007 the Intergovernmental Panel on Climate Change' (IPCC) declared that
evidence of atmospheric warming is “unequivor::il.”Z The IPCC also stated with “very high

! Recognizing the problem of potential global climate change, the World Meteorological Organization (WMO) and the
Cnited Nations Environment Programme (UNEP) established the Intesgovernmental Panel on Climate Change (IPCC)
in 1988. It is open to all members of the UN and WMQ. The role of the IPCC is 10 assess on a comprehensive,
objective, open and transparent basis the scientific, rechnical and socio-economic information relevant to understanding
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confidence™ that human activites have resulted in global warming. The results of this warming may
result - and to a degree may already be resulting — in sea level nise, increased hurricane and storm
activity, changed precipitation patterns resulting in more frequent floods and droughts, among other

potendal impacts.

The IPCC defines climate change as “any change in climate over time, whether due to
natural variability of as a result of human activity.” While some climate change can occur as a
functon of natural variability, the IPCC notes that the warming that has occurred, and is expected to
continue, is “very fikely due to an observed increase in anthropogenic greenhouse gas
concentrations” which are a result of human actvities such as industrial processes, fossil fuel
consumpton, and changes in land use, such as deforestation.®

Cutrent and projected global warming occurs because of the “greenhouse effect.”” The
grecnhouse effect is a natural process in which the atmosphere absorbs heat — resulting in a warm
and habitable earth. Specifically, visible sunlight passes through the atmosphere without being
absorbed. Some of the sunlight that strikes the earth is absorbed and converted to heat, warming
the surface. The surface then emits some of this heat back into the atmosphere where it is absorbed
by greenhousc gases such as carbon dioxide (CO,), methane, and nitrous oxides, among others. For
the previous 10,000 years, the greenhouse cffect has produced an average global temperature of 57
degrees Fahrenheit. The absence of greenhouse gases would result in an inhospitable planet unable
to support most life forms with an average temperature well below freezing.

Human activities that emit greenhouse gases to the atmosphere increase the amount of heat
that gets absorbed before it could otherwise escape into space. Anthropogenic, or human, emissions
of greenhouse gases therefore enhance the natural greenhouse effect and cause global warming.

It is without question that global warming has occurred, and is occurring. Average surface
temperatutes have increased by an estimated 1.4 degrees Fahrenheit between 1900 and 2005.
Eleven of the last 12 years (1995-2006) rank among the 12 warmest years of global surface
tcmperal‘ure7 since 1850.* Other observations of obscrved climate change include?’

the scientific basis of risk of human-induced climate change, its potential impacts and options for adaptation and
mitigation. The IPCC does not carry out research nor does it monitor climate related data or other relevant parameters.
It bases its assessment mainly on peer reviewed and published scientific/technical literature.

hutp:/ /www.ipce.ch/about/about.htm (accessed 9 May 2007)

2IPCC, February 2007, Chmate Change 2007: The Physical Science Basis — Summary for Poliymakers. p.5

3 The IPCC uses “the following levels of confidence. ..to express expert judgments on the correctness of the underslying
science: very high confidence at least a 9 out of 10 chance of being correct; bigh confidence about an 8 out of 10 chance of
being correct”” IPCC, February 2007. Chmate Change 2007: The Physical Saence Basis — Summary for Poliymakers. p.5.;
Virtually certain >99% probability of occurrence, Extremely likely™>95%, Very likely>90%, Likely>66%... Chmate Change
2007: The Phystcal Science Batis — Swmmary for Policymakers. p.4.

* IPCC, February 2007. Climate Change 2007: The Physical § cience Basis — Summary for Poligymakers. p.2

5 IPCC, February 2007. Chmate Change 2007: The Physical Saence Basis ~ Summary for Policymakers. p.10

¢ IPCC, February 2007. Chnate Change 2007: The Physical Science Basis — Summary for Policymakers. p.2

7 The average of near surface air temperature over land, and sea surface temperature. Climate Change 2007: The Physical
Saence Basis — Summary for Policymakers. p.5

8 IPCC, February 2007. Climate Change 2007: The Physical Science Basis — Summary for Policymakers. p.5

9 IPCC, February 2007. Clhimate Change 2007: The Physical Science Basis — Summary for Policymakers. pp.7-8; Emanuel, K.A.
2005. “Increasing Destructiveness of Tropical Cyclones Over the Past 30 Years.” Nature. 436; 686-88; Webster, PJ., et
al. 2005. “Changes in Tropical Cyclone Number, Duration, and Intensity in a Warming Environment, Science.” Saence.
309: 1844-46.



10000 5000 0
H

350
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* Increased frequency of heavy 10000
precipitation events over most land Time (before 2005)
areas;

® Increased frequency of high-intensity (category 4 and 5) tropical cyclones (hurticanes)
globally since 1970 as a function of increased sea surface temperatures among other factors.

The IPCC reports that:

Global atmospheric concentrations of carbon dioxide, methane and nitrous oxide have increased
markedly as a result of buman activities since 1750 and now far exveed pre-indusirial values
determined from ice cores spanning many thousands of years. The global increases in carbon dioxide
concentration are due primarity to_fosiil fuel use and land-use change, while those of methane and
nitrous oxide are primarily due fo agriculture.”®

0 IPCC, February 2007. Climate Change 2007: The Physical Science Basis — Summary for Policymakers. p.2
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The figure below comes from the 2007 IPCC report and shows the observed increases in
greenhouse gases over time.'

While a variety of greenhouse gases play a role in atmospheric warming, carbon dioxide is the most
common and “the most important anthropogenic greenhouse gas.” Prior to 1800, the beginning of
the Industrial Revolution (when fossil fuels, such as coal, began to be used on a wide scale), there
were roughly 280 parts per million (ppm) of CO, in the atmosphere.”? 1n 2005, 379 ppm of CO,
were measured in the atmosphere. This “concentration of carbon dioxide in 2005 exceeds by far the
natural range over the last 650,000 years (180 to 300 ppm) as determined by ice cores.” As a result
of these increasing levels, carbon dioxide is attributed to account for approximately 80
percent of all observed global warming.

Other greenhouse gases do play an important part in observed global warming. Methane
had a pre-industrial (pre-1800) value of around 715 ppb in the atmosphere. 1n 2005 it was measurcd
at a level of 1,774 ppb. Methane is around 60 tmes more effective at capturing heat energy than
CO,. However, it lasts fewer years in the atmosphere than CO,, and is produced in significanty
lower amounts. It is estimated that methane will account for 15 to 17 percent of all global warming
experienced this century. Nitrous oxide concentration has increased from a pre-1800 level of

approximately 270 ppb to 319 ppb in 2005.

The IPCC projects that “continued greenhouse gas emissions at or above current rates
would cause further warming and induce many changes in the global climate system during the 21st
century that would zery /ikey be larger than those observed during the 20th century.”"

Climate Change Impacts

The 1PCC projects a number of environmental, ecosystem, and public health impacts will
take place as a result of climate change.

For example, climate scientists hold that an increase in sea surface temperature ~ driven by
climate change — will likely result in an increased frequency of higher intensity {categories 4 and 5)
hurricanes.” While the deadly hurricane season of 2005 cannot be directly linked to changes in the
earth’s climate, it does echo these concerns. In just one storm, Hurricane Katrina, 1,118 people
were confirmed dead, and 135 are stll missing and presumed dead. Direct damage to residential and
non-residential property is estimated at $21 billion. Damage to public infrastructure is estimated at
another $6.7 billion. Almost one-half of the region’s population that was affected by the storm has
still not returned to their homes. And nearly 124,000 jobs were lost as a result of the hurricane.”
The impacts of Hurricanes Katrina and Rita might be considered a harbinger of future economic
and human impacts as a result of climate change.

1 IPCC, February 2007, Chimate Change 2007: The Physical Science Basis — Surmary for Policymakers. p.3

2 Ppm (parts per million) or ppb (parts per billion} is the ratio of the number of greenhouse gas molecules to the total
number of molecules of dry air.

B IPCC, Febroary 2007, Climate Change 2007: The Physical S cience Basis — Summary for Policymakers. p.13

¥ Emanuel, K.A. 2005. “Increasing Destructiveness of Tropical Cyclones Over the Past 30 Years.” Nature. 436; 686-88;
Webster, PJ., et al. 2005. “Changes in Tropical Cyclone Number, Duration, and Intensity in a Warming Environment,
Science.” Seience. 309: 1844-46.

15 American Society of Civil Engineers ~ Hurricane Katrina External Review Panel. 2007. The New Orleans Hurricane
Protection Sysiem: What Went Wrong and Why.
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Observed and anticipated impacts cited by the IPCC include:'®

o Increascd heat-related mortality has been observed in Europe;

e Disturbed forests due to increased incidences of fire and pests;

e Coastal flooding impacts due to sea level rise, and increased frequency and/or severity of
storms;

» Average annual siver runoff and water availability is projected to increase by 10-40 percent at
high latitudes and in some wet tropical areas;

e Average annual river runoff and water availability is expected to decrease by 10-30 percent in
some presently dry regions in the mid-latitudes, and in the dry tropics;

® Heavy precipitation events will increase in frequency, adding to flood risk;

»  Water supply storage in glaciers and snow pack will decline. This decline is anticipated to
reduce water availability in regions supplied by melting snow from major mountain ranges —
home to one-sixth of the world’s population;

s Approximately 20-30 percent of plant and animal species are likely to be at increased risk of
extinction if global average temperature increases exceed 1.5-2.5 degrees Celsius;

o Acidification of the ocean due to increasing CO, is expected to have negative impacts on
marine shell forming organisms (shellfish and corals) and their corresponding ccosystems;

¢ Crop productivity is projected to increase slightly in mid to high latitudes and spring planting
seasons may begin earlier in some areas. Crop production 1s expected to decrease in the
tropics;

¢ Coastal wetlands will be negatively affected due to sca level rise, and decrease in sediment;

Federal Climate and Energy Independence Policies

Research has been the primary vehicle for U.S. action on climate change.” Research funding
reached $5.1 billion in fiscal year (FY) 2004." Federal expenditures for science and technology
research, voluntary programs, international assistance, and tax incentives received budget authority

of $5.8 billion in FY2006 and a budget request of $6.5 billion n FY2007.

Expenditures on climate-related programs are spread across more than a dozen agencies.
The Department of Energy has traditionally had the largest share (more than 44 percent) of the
climate budget, followed by the National Acronautics and Space Administration (NASA)
(approximately 20 percent).”

Implemenytatjon of the Federal Government’s climate programs are coordinated by the
Cabinet-level Committee on Climate Change Science and Technology Integration. Programs
generally fall within one of four major areas:

16 IPCC, April 2007. Chimate Change 2007: Climate Change Impacts, Adaptation and Vulnerability ~ Summary for Poliymakers.
Pp.4-8

17 Congressional Research Scrvice. 2007. Chimate Change: Federal Expenditures. (January 22, 2007). Summary

18 Congressional Research Service. 2007, Climate Change: Federal Expenditures. (Janvary 22, 2007). Summary

1% Congressional Research Service. 2007. Climate Change: Federal Expenditures. (January 22, 2007). Summary
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¢ Climate Change Science Program (CCSP): includes the Global Change Research Program
(GCRP) and the Climate Change Research Initiative (CCRI);

®  Climate Change Technology Program (CCTP): includes the National Climate Change
Technology Initiative (CCTP is also included in the Advanced Energy Initiative);

¢ Internatonal assistance: includes the Asia-Pacific Partnership;

¢ Tax provisions or incentives that “may” reduce greenhouse gas emissions.”

There is cutrently no statutoty or regulatory regime to explicitly limit greenhouse gas
reductions. The current administration heavily relies on voluntary initiatives (in which individuals or
companies voluntarily engage in a desired activity, in lieu of government regulation) to reduce the
growth of greenhouse gas emissions.”’ The Administration’s 2002 Climate Action Report lists more
than 50 Federal Government programs to deal with emissions and climate change.” Of these, only
six can be described as “regulatory” - the rest are voluntary.l’ The “regulatory” programs were not,
however, enacted to explicitly deal with climate change or greenhouse gas emission reduction — but
are rather energy efficiency or air quality initiatives.” Compared to the voluntary programs, the six
listed ‘regulatory’ programs have been more effective at reducing emissions over the previous
decade.” :

In 2002, the Administration did announce its Global Climate Change Initative. A major
element of this program was not to reduce total emissions — but only the rate of increase of
emussions (referred to by the Administration as emissions intensity.) Because of improvements in
technology, and market-driven moves towards efficiency emissions reduction is expected in the
absence of any formal or explicit action to reduce emissions. While the Administration announced
an intention for the nation to voluntarily reduce emissions intensity by 18 percent, 14 percent of that
was expected to occur anyway. In essence, then, the Administration’s Global Climate Change
Initiative, was expected to only lower emissions intensity by 4 percent above what would have
occurred anyway. The Government Accountability Office, however, “did not find a specific basis or
rationale for the Administraton’s decision to establish a 4-percentage-point reduction goal beyond
the already cxpected reductions.””

Department of Transportation
The Subcommittee on Highways and Transit has jurisdiction over the Federal Highway
Administration and the Federal Transit Administration. Both administrations oversce a number of

2 Congressional Research Service. 2007, Climate Change: Federal Expenditarer. (January 22, 2007). Summary

1 Congressional Research Service. 2007. Climate Change: Federal Laws and Policies Related to Greenbhosse Gas Reductions.
(January 8, 2007). Summary

2 Congressional Research Service. 2007, Climate Change: Federa/ Laws and Pofisier Related to Greenhouse Gas Reductions.
(January 8, 2007). Summary

3 Congressional Research Service. 2007. Cliwate Change: Federal Laws and Policies Related to Greenhouse Gas Reductions.
(Janwary 8, 2007). Summary

2 Congressional Rescarch Service. 2007. Climate Change: Federal Laws and Policies Related to Greenbouse Gar Reductions.
(January 8, 2007). Summary

% Congressional Research Service. 2007. Climate Change: Federal Laws and Policies Related to Greenbouse Gas Reductions.
(January 8, 2007). Summary

% Government Accountability Office. 2003. Prediminary Observations on the Administration’s February 2002 Chimate Initiative.
(Qctober 1 2003) GAO-04-131T
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programs pertinent to energy conservation efforts. The Subcommittee on Aviation has jurisdiction
over the Federal Aviation Administration.

The Federal Highway Administration (FHWA)- Since the 1950s, vehicle exhaust fumes have been
recognized as a major contributor to air pollution in urban areas. There are a number of programs
in place to tie transportation decision—making to air quality, as well as programs to reduce vehicle
emissions and encourage alternative forms of transportation.

Transportation Conformity—The Clean Air Act Amendments of 1990 and the Intermodal
Transportation Efficiency Act of 1991 (ISTEA) established a close linkage between clean air goals
and transportation investments. This linkage has been retained in subsequent surface transportation
rcauthorizations. The Clean Air Act requires that, in areas expetiencing air quality problems,
transportation planning must be consistent with air quality goals. This requirement is enforced
through the transportation conformity process. Where air quality goals are not being met, sanctions
on highway program funds may be imposed under the Clean Air Act as an incentive for areas to
comply with air quality planning requirements.

Congestion Mitigation Air Quality Program—The Congestion Mitigation and Air Quality Improvement
Program (CMAQ) provides funding for projects that contribute to air quality improvements and
reduce congestion. It provides funds to State DOTs, MPOs, and transit agencies to invest in
projects that reduce emissions from transportation-related sources.

Eligible uses of CMAQ funds include: public transportation improvements, traffic flow
improvements, transportation demand management, bicycle and pedestrian projects, alternative fuel
projects, inspection and maintenance programs, intermodal freight transportation, public education
and outreach, idle reduction technology, intelligent transportation systems, diesel retrofits for on-
road motor vehicles and for non-road engines used in highway construction projects, purchase of
integrated, interoperable emergency communications equipment, and advanced truck stop
electrification. Construction of additional highway capacity, other than construction of high-
occupancy vehicle lanes, is not an eligible of CMAQ funds.

The FHWA recently published Interim Guidance that would deny transit agencies the
flexibility to use CMAQ funds for the first three years of operating costs for new transit projects.
This proposed change goes well beyond Congressional intent, and deprives local communites of a
resource in their effort to reduce traffic congestion and air pollution.

Bicycle and Pedestrian Programs—The FHWA also provides resources for a number of programs that
promote alternative transportation modes, such as bicycling and walking. These programs include:
¢ The Safe Routes to School program, which provides funding for infrastructure projects and
educational programs that make it easier and safer for kids to walk or bike to school;

e The Nonmotorized Transportation Pilot Program, which establishes pilots in four
communities to demonstrate the extent to which walking and bicycling can carry a significant
portion of the transportation load;

® The Recreational Trails Program, which provides funding for a variety of trails, and
mandates that at least 30 percent of the funds be used for nonmotorized trails;

* The Transportation Enhancements Program, of which a significant portion of the funding is
used to create bicycle and pedestrian trails;
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e The full-time Bicycle and Pedestrian Coordinator, required in each state, who is in charge of
facilitating the increased use of nonmotorized transportation.

The Federal Transit Administration (FI.4)—The FTA administers federal funding to suppott a vatiety
of locally planned, constructed, and operated public transportation systems throughout the U.S.
These systems provide an effective means of increasing mobility and relieving congestion.
According to the American Public Transportation Association, more than 10 billion passengers
used public transportation last year, the highest level since 1957.

In the President’s Fiscal Year 2008 budget, the Administration proposed a $300 million reduction
from the SAFETEA-LU guaranteed funding level for the FTA’s highly competitive Capital Investment
Grants program. This proposed reduction could delay the implementation of many important transit
projects around the country, and ignores the significant pipeline of New Start projects secking funding.

Within the proposed $300 million reduction from Capital Investment Grants, $100 million
would be cut from the new Small Starts program, which is authorized in SAFETEA-LU for §200
million a year for each of fiscal years 2007, 2008 and 2009. The FTA has yet to issue final
regulations for this new program, which is designed to assist communities in constructing lower cost
fixed guideway transit services.

DOT’s Congestion Initiative— In May 2006, the U.S. Department of Transportation announced an
initiative to reduce congestion on the nation’s transportation system. This plan was designed to
provide Federal, State, and local officials tools to reverse congestion.

The Administration’s budget proposes $175 million for this new congestion reduction
initiative. Included within this total is $100 million for Urban Partnership Agreements, under which
DOT proposes to make these funds available to a select number of large-scale pilot projects, based
on their willingness to implement a comprehensive congestion reduction strategy. That strategy
would include demonstration of some form of congestion pricing, commuter transit services,
commitments from employers to expand work schedule flexibility, and faster deployment of real-
time traffic information. The remaining $75 million will be divided equally among three programs:
Corridors of the Furure program, which enables the Secretary to target a small number of projects
that show they can help expand capacity and improve opetatons along heavily congested interstate
travel and trade corridors; Real-Time System Management Information Programs; and $425 million
to expand congestion-related research activities under the Intelligent Transportation Systems
Rescarch and Development program.

In addidon, the Department’s congestion initiative attempts to “reduce or remove barriers to
private sector investment in the construction, ownership, and operation of transportation
infrastructure.”

The Subcommittec on Railroads, Pipelines, and Hazardous Materials has junisdiction over
the Federal Railroad Administration (FRA) and the Pipeline and Hazardous Matenals
Administraton (PHMSA). Both agencies oversce a limited number of programs pertinent to energy
conservation efforts.
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Freight Rail. In the past 26 years, railroads have made enormous fuel efficiency gains. In
2006, one gallon of diesel moved one ton of freight an average of 414 miles, the approximate
distance from Washington, DC to Boston, MA. This is a 76 percent improvement since 1980, when
one gallon of diesel fuel moved one ton of freight an average of 235 miles. The Association of
American Railroads (AAR) attributes the increased fuel efficiency to new, high horsepower
locomotives, improved information technology systems, reduced idling, and new Jocomotive crew
training programs. '

Railroads are also investing in new technologies for additional fuel efficiency and emissions
reductions. For example, General Electric will soon unveil the world’s first 4,400 horsepower
mainline hybrid locomotive that will be capable of capturing energy dissipated during braking and
store it in a seties of sophisticated batteres. That stored energy can be used by the crew on
demand——reducing fuel consumption by as much as 15 percent and emissions by as much as 50
percent compared to most of the freight locomotives in use today.

Railroads significantly reduce highway congestion. A single intermodal train can take up to
280 trucks (the equivalent of more than 1,100 cars) off our highways. The American Association of
State Highway and Transportation Officials (AASHTQ) found that if one percent of the long-haul
freight that cutrently moves by truck in the U.S. moved by rail, fuel savings would be approximately
110 million gallons per year and annual GHG emissions would fall by some 1.3 million tons. If 10
percent of long-haul freight now moving by truck moved by rail instead, annual GHG emissions
would fall by neatly 13 million tons.

Paisenger Rasl. Passenger rail can significantly help reduce congestion, GHG emissions, and
energy consumption. The Texas Transportation Institute estimates the annual cost of highway
congestion in the U.S. is §63 billion for wasted time (3.7 billion hours) and wasted fuel (2.3 billion
gallons) sitting in traffic. According to the Department of Energy’s Transportation Energy Data Book,
one full passenger train can take 250-350 cars off the road, for a GHG savings of 1,900-2,600 tons
per year. If the passenger train’s fuel included 10 percent biodiesel, the GHG savings would be
3,000-4,100 tons per year. - Passenger rail also consumes less energy, with antomobiles’ energy
intensity at 3,549 British Thermal Units (BTUs) compared to 2,751 BTUs for passenger rail.

The benefits of passenger rail can also be extended to congestion in the skies. According to
the Transportation Energy Data Bank, commercial airlines consume 3,587 BTUs versus 2,751 BTUs for
commuter tail or 2,935 BTUs for corridor trains. According to AASHTO, passenger rail is
competitive with air travel for distances of 500 miles or less. Over 80 percent of all trips exceeding
100 miles in length are less than 500 miles.

The Pipeline and Hazardous Materials Safety Administration— PHMSA is the federal agency charged with
the safe and secure movement of almost one million daily shipments of hazardous materials by all
modes of transportation. The agency also overseas the nation’s 2.2 million miles of gas and
hazardous hquid pipelines, which account for 64 percent of the energy commodities consumed in
the United States. ‘

Pipelines are important tools to improve energy efficiency. For example, the City of Tampa
Bay, Florida is currently constructing a pipeline to deliver jet fuel from the Port of Tampa Bay to the
Tampa Bay airport. When completed, the pipeline would take 157 trucks off the road daily.
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PHMSA is working on a number of projects to improve energy independence. For example,
it is collaborating with the U.S. Department of Agriculture to develop standards to improve the
design, construction, and testing of pipclines and high pressure containers carrying ethanol and
hydrogen fuels.

It is also working to develop new standards to increase cnergy cfficiency, including standards
to increase the maximum operating pressute for certain gas transmission pipelines to improve gas
supply and reliability. This will result in more efficient energy delivery, and also help to lower the
delivery’s cost.

The Federal Aviation Administration—The Federal Aviation Administration’s prime mission is to
ensure the safe operation of the aviation system. The FAA forecasts that airlines arc expected to
carry more than 1 billion passengers by 2015, increasing from approximately 744 million in 2006.
As demand for aviation services continues to grow, so too does aviation’s impact on the
environment.

The FAA’s preliminary computations by the Agency’s Joint Planning Development Office
show that aviation noise and emissions are likely to increasce by 140-200 percent under future
aviation growth scenarios unless aggressive actions are taken to control and reduce aviation’s
environmental footprint. Historically, most of the substantial aviation environmental gains have
come from new technologies. The FAA’s goal is to have a fleet of quieter, cleaner aircraft that
operate more efficiently with less encrgy. The FAA states that solutions that involve technology
improvements in engines and airframes in a foreseeable timeframe require successful maturation and
certification of new technologies within the next 5-8 years.

The Administradon’s FAA reauthotization proposal includes two new environmental
programs. The first program would allow the FAA to fund six projects at public-use airports that
would take promising environmental research concepts that have been proven in the laboratory into
the actual airport environment for demonstration. Eligible projects would demonstrate whether
research would measurably reduce or mitigate aviation impacts on noise, air quality or water quality
in the airport environment. The second program would direct the FAA to enter into a cooperative
agreement with the Partnership for Air Transportation Noise and Emissions Reduction
(PARTNER) Center of Excellence to form a research consortium for the development, maturing
and certification for continuous lower energy, emussions and noise (CLEEN) engine and airframe
technology. The consortium’s work is to be carried out over the next decade and have performance
objectives for aircraft fuel efficiency, nitrous oxide emissions from aiscraft engines, aircraft noise,
alternative fuels, and retrofit technologies.

U.S. Environmental Protection Agency

The Environmental Protection Agency (EPA) climate change programs largely rely on
voluntary initiatives to reduce greenhouse gas intensity, sput new investments, and remove barriers
to the introduction of cleaner technologies. The EPA does not have explicit regulatory programs to
lower greenhouse gas emissions. It is involved with other agencies (like the Department of Energy)
in producing rules to requirc the use of a given percentage of renewable fucls, pursuant to the
Energy Policy Act of 2005. In addition to these activities, EPA has a long-term global change
research program. This research is coordinated through the CCSP and focuses on understanding

10
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the effects of climate change on air and water quality, ecosystems, and human health in the United
States.

EPA has voluntary programs to reduce emissions and promote energy efficiency in the
transportation arena (the SmartWay Transport Partnership), to promote energy efficiency (Energy
Star), and greenhouse gas reduction (Climate Leaders.) Climate Leaders i1s an EPA voluntary
partnership that encourages individuals and other organizations to develop long-term,
comprehensive climate change strategies. This is one of EPA’s pre-eminent climate change
programs. The Government Accountability Office (GAO) has criticized the Climate Leaders
program. Chief amongst these criticisms was that “EPA and DOE expect participants in their
voluntary emissions reduction programs to complete a number of actions; however, participants’
progress toward completing those actions, as well as the agencies’ efforts to track accomplishments,
has varied.””’ In other words, EPA (and the Department of Energy for its corresponding program)
has not been able to effectively show results. In addition, while companies had joined the program,
GAO found that not all of them had even set performance goals for themselves, nor were many
companies enrolled in the program.™

General Services Administration

The Public Building Service (PBS) within the General Services Administration provides
workplaces for the federal workforce of over a million federal employees. PBS is the largest real
estate organization in the country, with an inventory of over 342 million square feet of workspace
for federal workers. PBS holds tide to about 1,500 governments owned buildings and acquires
space through either leasing or new construction. PBS also repairs, alters, and renovates existing
facilities.

The Energy Center of Expertise is an office within the PBS. The Center reduces federal
utility costs by encouraging energy efficiency and reduced energy use. PBS’s client agencies expect
that the encrgy center will negotiate utlity contracts that are both cost —effective and
environmentally responsible. The energy center procures electricity, natural gas, water, and sewage
services. According to the energy center their new program, the Natural Gas Program, is a program
that specializes in providing natural gas to federal facilities, along with supply management. The
energy and water management program monitors the utility use and cost data in all GSA buildings
nationwide. The total annual cost of this program is approximately $250,000,000.

The Federal Government is the Nation's single largest energy user, and as such should lead
by example. In January 2007, President Bush signed Executive Order 13423 which requires federal
agencies to reduce greenhouse gas emissions through a reduction in energy intensity of 3 percent a
year or 30 percent by the end of fiscal year 2015 (compares with 2 percent per year and 20 percent
overall from EPA 2005). Federal Energy Management Program provides several project planning
resources for both existing buildings and new construction.

¥ Government Accountability Office. 2006. EPA and DOE Shouid Do More to Encoxrage Progress Under Two Voluntary
Programs. (Apri) 2006) GAO-06-97

P« As of November 2005, 38 of the 74 firms had established goals, while most of the other 36 firms, including 13
that joined in 2002, were still working to establish goals; most of the remaining firms had joined the program
recently and had not yet established goals.” Government Accountability Office. 2006, EPA and DOE Showld Do More 1o
Encourage Progress Under Two Voluntary Programs. (April 2006) GAO-06-97. p.3
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Army Corps of Engineers ~ Civil Works

The United States Army Corps of Engineers, the largest engineering organization in the
wotld, provides engineering and related support for the country in four areas: military construction
and support, engineering research and development, support to government agencies, and water and
natural resources management. The corps is responsible for the development, management, and
maintcnance of the nation’s water resources. The corps does not collect or interpret scientific
information related to climatology; rather, it utilizes information provided by other entities, such as
NOAA, USGS, and NASA.

Hurricanes Katrina and Rita highlighted the need for the corps to adapt its development and
management of water resources to variances in climate and the possibility of large-scale natural
disasters. To that end, the corps designated the following responsibilities to address outstanding
issucs in water management projects: coping with droughts and floods due to changing precipitation
patterns, evaluating the implications of changes in hurricane frequency or intensity along coasts,
addressing fluctuating need and values by balancing water allocation among competing users,
reducing vulnerability of ecosystems to strcam flow and wetlands maintenance and growth, and
progressing towards holistic, integrated planning and management of river basins and watersheds.

While the Corps may be moving towards improving its responses to climate change in some
areas, it is not clear whether it incorporates modern climate science principles and findings into its
planning, construction, and operation of water-resource projects.

Legislative Branch Climate and Energy Independence Policies

Office of the Architect of the Capitol

The Architect of the Capitol is responsible to the United States Congtess for the
maintenance, operation, development, and preservation of the United States Capitol Complex,
which includes the Capitol, the congressional office buildings, the Library of Congress buildings, the
Supreme Court building, the U.S. Botanic Garden, the Capitol Power Plant, and other facilities.

The Office of the Architect of the Capitol has implemented a number of projects, is
conducting audits and studics, and has plans to save energy and increase efficiencies in operation of
the legislative operating complex. The Architect of the Capitol, in accordance with requirements
under the Energy Policy Act of 2005, reduced energy consumption by 6.5 percent in [FY2006,
against a baseline set in FY2003.

To achieve these energy reductions the Architect of the Capitol has installed lower energy
lighting systems, low-flow watet devices, more efficient heating and cooling equipment, purchased
only Energy Star appliances and equipment, among other measures.

The Architect of the Capitol has also undertaken a number of energy audits. The
Govemment Accountability Office advocates use of energy audits because they “idendfy cost-

effective systemwide energy-efficiency and renewable-energy projects.”

The Architect of the Capitol states that it will continue seeking to promote energy-efficiency
practices and implementing energy reduction measures by implementing such programs as:

12
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potentially installing either a green or solar roof over the Rayburn House Office Building;
purchasing Green Energy from energy retailers such as Pepco Energy Services; improve energy and
water metering to accurately measure usage rather than estimating it; continue analyses for reduced
energy consumption.

The Architect of the Capitol also operates the Capitol Power Plant. It is used to generate
steam and chilled water used for heating and cooling of the 23 building located in the legislatve
complex. It does not produce electricity. Electricity is purchased from Pepco. The Architect of the
Capitol states that the power plant uses three fuels: coal (49 percent), natural gas (43 percent), and
fuel oil (8 percent). In his testimony for the May 11, 2007 hearing, the Architect of the Capitol
states that “Fuel selection is made based on a combination of economics and equipment
availability.” The Washington Post has reported that in 2000 the Architect of the Capitol took steps
to remove coal from the fuel mix. However, senatorial preferences resulted in coal remaining as the
predominant fuel used by the Capitol Power Plant” The Architect of the Capitol states that air
quality improvements have been made and will continue to be made.

Office of the Chief Administrative Officer

The Office of the Chief Administrative Officer (CAO) provides operations support services
and business solutions to the U.S. House of Representatives in a variety of areas, including
information technology, finance, budget management, human resoutces, payroll, child care, food
and vending, procurement, logistics and administrative counsel.

In March, 2007 the Office of the Chief Administrative Officer of the U.S. House of
Representatives was directed by the House leadership to take steps to reduce the environmental
impacts associated with operation of the House building complex. The Chicf Administrative
Officer reviewed operating procedures based on energy conservation, sustainability, and other
related matters.

The Chief Administrative Officer determined that the House cotmplex was responsible for
approximately 91,000 tons of grecnhouse gas cmissions during FY2006. Electricity use was the
largest source of emissions. Fuel for the House complex came from a variety of sources including
coal, nuclear, natural gas, renewables, and fuel oil.

Following this analysis of the Housc complex encrgy usage, the Chief Administrative Officer
is implementing the following recommendations:

Operate the House in a carbon neutral manner;
Shift to 100 percent renewable electric power;
Aggressively improve energy cfficiency;

Adopt sustainable business practices;
Continued leadership on sustainability issues;
Offset to ensure carbon neutral operations.

LA

2 Washington Post. 2007. “Reliance on Coal Sullies ‘Green the Capitol” Effort.” (21 April 2007)
http://www washingtonpost.com /wp-dyn/content /article /2007 /04/20/ AR20070420021 28 html (accessed 10 May
2007)
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WITNESSES

PANEL1

‘The Honorable Mary E. Peters
Secretary of Transportation
U.S. Department of Transportation

The Honorable Stephen Johnson
Administrator
U.S. Environmental Protection Agency

The Honorable John Paul Woodley, Jr.
Assistant Secretary of the Army for Civil Works
Department of the Army

The Honorable Lurita Alexis Doan
Administrator
U.S. General Services Administration

PANEL 11

Mr. Stephen T. Ayers, ATA
Acting Architect of the Capitol and
Deputy Architect/Chief Operating Officer
United States Congress

Mzr. Daniel P. Beard
Chicef Administratve Officer
U.S. House of Representatives
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SUMMARY OF SUBJECT MATTER
TO: Members of the Committee on Transportation and Infrastructure
FROM: Committee on Transportation and Infrastructure Staff
SUBJECT: Heating on ‘Climate Change and Enetgy Independence: Transpottation and
Infrastructure Issues’
Pureosg or HEARING

On Wednesday, May 16, 2007, at 11:00 a.m,, in Room 2167 Rayburn House Office Building,
the Committee on Transportation and Infrastructure will receive testimony from witnesses testifying
on climate change and energy independence issues for surface transportation, public buildings,
aviation, and water resources and maritime transportation,

BACKGROUND

This memorandum summarizes climate and enesgy independence issues in sutface
trangportation, public buildings, aviation, and water resources and infrastructure. The Committee
on Transportation and Infrastructure held a hearing on Administration proposals on climate charge
and energy independence on May 11, 2007. An appendix at the end of this memorandum briefly

izes cli ge and its potential impacts.

h

According to the Environmental Protection Agency, 27.7 percent of the total greenhouse gas
emissions produced by the U.S. come from the transportation sector, second only to electricity
generation,

Highway and Transit

Federal Highway Administration (FEHTWA)
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There are a number of programs in place to tie transportation decision—making to air quality, as well
as programs to reduce vehicle emissions and encoutage alternative forms of transportation.

Transportation Conformity—The Clean Air Act Amendments of 1990 and the Intermodal
Transportation Efficiency Act of 1991 (ISTEA) established a close linkage between clean air goals
and transportation investments. This linkage has been retained in subsequent surface transportation
reauthorizations. The Clean Air Act requires that, in areas experiencing air quality problems,
transportation planning must be consistent with air quality goals. This is determined through the
transportation conformity process. Where air quality goals are not being met, sanctions on highway
program funds may be imposed under the Clean Air Act as an incentive for areas to comply with air
quality planning requirements,

Congestion Mitigation Air Quality Progtam—The Congestion Mitigation and Air Quality
Improvement Program (CMAQ) provides funding for projects that contribute to air quality
improvements and reduce congestion. It provides funds to State DOTs and MPOs to invest in
projects that reduce emissions from transportation-related soutces. In addition, CMAQ funding is
often “flexed” to transit agencies to fund public transportation projects.

Eligible uses of CMAQ funds include: public transportation improvements, traffic flow
improvements, transportation demand management, bicycle and pedestrian projects, alternative fuel
projects, inspection and maintenance progtams, intermodal freight transportation, public education
and outreach, idle reduction technology, intelligent transportation systems, diesel retrofits for on-
troad motor vehicles and for non-road eagines used in highway construction projects, purchase of
integrated, interoperable emergency communications equipment, and advanced truck stop
electrification. Construction of additional highway capacity, other than construction of high-
occupancy vehicle lanes, is not eligible for CMAQ funds.

Transportation Enhancements—Transportation Enhancements (TE) provide funding opportunities
to help expand transportation choices and enhance the transportation experience, including
pedestrian and bicycle infrastructure and safety programs, scenic and histotic highway programs,
landscaping and scenic beautification, historic preservation, and envitonmental mitigation,

Nomototized Transportation Programs—Nonmototized forms of transportation, such as walking
ot riding a bike, are inexpensive, widely practicable, and present a simple way for people to get from
place to place in an environmentally friendly manner. Several federal programs ate helping to
encourage Americans to incorporate nonmotorized forms of transportation into their daily lives.

Nonmototized Transportation Pilot Program—Section 1807 of SAFETEA-LU provides $25 million
over fout years for each of the four participating communities: Columbia, Missouri; Marin County,
California; Minneapolis, Minnesota; and Sheboygan, Wisconsin. Each of the four communitics is
working to create 2 nonmotorized transportation network, consisting of sidewalks, lanes, and
pedestrian and bicycle trails that connect with transit stations, schools, residences, businesses, and
community centets. The goal of this program is demonstrate the extent to which walking and
bicycling can represent a significant pottion of the transportation mode share, particularly when
infrastructure is designed to make nonmotorized transportation easy and safe. The data resulting
from this pilot will help to quantify the potential for mode shift.
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The Safe Routes to School program—PBstablished under section 1404 of SAFETEA-LU, this
progtam provides $612 million over four years for the states to establish programs to encourage kids
to walk and bike to school. Each state receives a minimum of $1 million, with remaining funds
being awarded on the basis of student involvement. Funds can be used for a variety of
infrastructure and educational purposes, including sidewalks, traffic calming, bicycle parking, traffic
crossing imptovements, public awareness campaigns, and student training in bicycle and pedestrian
safety. The program requires states to appoint & full-time Safe Routes to School coordinator to
oversee their state’s program, and created a national cleatinghouse to allow states to share
information and successful strategies, By encouraging walking and biking to school, the program
strives to cteate new, environmentally-friendly habits that today’s children will leatn and pass along
to future generations.

Consetve by Bicycling program—This ptogram, included in the 2005 Energy Policy Act, was
authorized but never funded. If provided with the authotized level of funding, the progtam would
make available $6.2 million to create pilot projects in 10 communities throughout the U.S.
Communities involved would use education and outteach to convert motor vehicle ttips to bicycle
trips. The progtam also would require each community to document enetgy savings achieved asa
result of the program, and instructs the Secretary to work with the National Academy of Sciences to
create an Energy and Bicycling Research Study. Currently there is a significant Jack of data on the
prevalence and impacts of nonmotorized forras of transportation; this program represents a strong
step in creating data sets that would allow transpottation officials to more accurately gauge the
effects that bicycling as opposed to dtiving can have on the envitonment.

Federal Transit Administration (FTA)

The FTA administers federal funding to support a varicty of locally planned, constructed, and
operated public transportation systems throughout these systems, FTA assists communities in
supporting public transportation by issuing grants to eligible recipients for planning, vehicle
purchases, facility construction, operations, and other putposes.

Public transportation use consetves energy, reduces cil dependence and improves ait quality.

According to the American Public Transportation Association:

> Current transit use reduces U.S. petroleum consumption by a total of 1.4 billion gallons of
gasoline annually compared to single occupancy automobile use.

> If Americans tode transit at the rate of 10 petcent of daily travel, the U.S. would teduce its
dependence on oil imported from the Petsian Gulf by more than 40 petcent.

> Transit agencies are subject to regulations regarding emissions, scrap tites, vehicle ait-
conditioning systems, stormwater runoff from facilities, and hazatdous waste management.

> Public transportation reduces pollution by producing 95 percent less carbon monoxide,
more than 92 percent fewer volatile organic compounds (VOCs) ad neatly half as much
carbon dioxide and nitrogen oxides (NOx) for every passenger mile traveled as compated to
traveling with private vehicles.

> Public transportation reduces annual emissions for pollutants that create smog, VOCs and
NOx, by more than 70,000 tons and 27,000 togs respectively compared to single occupancy
sutomobile use, :



XXV

> Most rail transit vehicles emit little or no pollution because they are electrically propelled.

> Most buses, ferryboats and commutet rail locomotives incteasingly use cleaner alternative
fuels.

Transit Capital Investment Progtams—The ttansit capital investment program provides capital
assistance fot three pritnary activities: new and zeplacement buses and facilities, modernization of
existing rail systems, and new fixed guideway systems (New Starts). These systems provide local
communities an effective means of increasing mobility and relieving congestion. According to the
American Public Transportation Association, over 10 billion passengers used public transportation
last year, the highest leve} since 1957.

Clean Fuels Grant program and the National Fuel Cell Bus Technology Development Program
(NFCBTP)—These programs offer incentives for increasing altetnative fuels use in the transit
progtam. Both programs provide grant funds for capital costs, and NFCBTP also addresses certain
operating costs, technical issues, and institutional issues for fuel cell vehicles. Clean fuel or
alternative fuel vehicle-related equipment or facilities acquited under the grant programs curtently
have a 90 percent federal share of the net project cost.

Railroads
Railtoads emitted 2.5 percent of the transpottation sectot’s emissions total.
Freight Rail

In the past 26 years, railtoads have made enormous fuel efficiency gains. In 2006, one gallon of
diesel moved one ton of freight an average of 423 miles, the approximate distance from
Washington, D.C., to Boston, Massachusetts. This is a 80 percent improvement since 1980, when
one gallon of diesel fuel moved one ton of freight an average of 235 miles. The Association of
American Railroads {AAR) attributes the increased fuel cfficiency to new, high horsepower
locomotives, improved information technology systems, reduced idling, and new locomotive crew
training programs.

Railtoads are also investing in new technologies for additional fuel efficiency and emissions
reductions. For example, General Electric will scon unveil the world's first 4,400 horsepower
mainline hybrid locomotive that will be capable of capturing energy dissipated during braking and
store it in a series of sophisticated batteries, That stored energy can be used by the crew on
demand—reducing fuel consumption by 2s much as 15 percent and emissions by as much as 50
percent compared to most of the freight locomotives in use today.

Railroads significantly reduce highway congestion. A single intermodal train can take up to 280
trucks (the equivalent of more than 1,100 cars) off our highways. The American Association of
State Highway and Transpottation Officials (AASHTQ) found that if one percent of the long-haul
freight that cutrently moves by truck in the U.S. moved by rail, fuel savings would be approximately
110 million gallons per year and annual GHG emissions would fall by some 1.3 million tons. If 10
pexcent of long-haul freight now moving by truck moved by rail instead, annual GHG emissions
would fall by neatly 13 million tons.
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In the 2005 Energy Policy Act, Congress authorized §65 million in funding to develop a public-
private research partnesship to demonstrate railroad locomotive technologies that increase fuel
economy, reduce emissions, and lower costs of operation.

Passenger Rail

Passenger rail can significantly help reduce congestion, GHG emissions, and encrgy consumption.
The Texas Tmnupomuon Institute estimates the annual cost of highway congestlon in the U.S. is
$63 billion for wasted time (3.7 billion houss) and wasted fuel (2.3 billion gatlona) sitting in traffic.
According to the Department of Energy’s Transporiation Energy Data Book, one full passenger train
can take 250-350 cars off the road, for a GHG savings of 1,900-2,600 tons per year. If the
passenger train’s fuel included 10 percent biodiesel, the GHG savings would be 3,000-4,100 tons per
year. Passenger tail also consumes less energy, with automobiles’ enetgy mtznnty at 3,549 British
Thermal Units (BTUs) compared to 2,751 BTUs for passenger rail.

"The benefits of passenger rail can also be extended to congestion in the skies. According to the
Transportation Energy Data Bank, commercial airlines consume 3,587 BTUs versus 2,751 BTUs for
commuter rail or 2,935 BTUs for cortidor trains. According to AASHTO, passenger fail is
competitive with air travel for distances of 500 miles ot less, Over 80 percent of all trips exceeding
100 miles in length are less than 500 miles.

The General Services Administration (GSA) is the central management agency of the
Federal Government. GSA was cteated in 1949, after the Hoover Commission recommended a
central management entity for Federal personal and real property activities, telecommunications, and
automatic data processing equipment. GSA owns more than 1,600 Federsl buildings totaling 181
million squate feet of space, which provide office space for 470,000 Federal workers. GSA leases
166 million squaze feet of space in 7,300 leased properties, which provides office space for 550,000
Pederal workers. It also provides space in Fedetal buildings for child-care and telecommuting. The
inventory ranges from 2,500-squate-foot border crossing stations along the northern border, to
million square foot courthouses located in major metropolitan areas.

GSA is required by both executive order and statute to reduce enetgy consumption in
buildings under its custody and control, such as office buildings, warehouses, laboratories, and
courthouses, GSA invests in enetgy retrofit projects as well as incorporating enetgy management
into its business plans for construction and modernization projects for federslly owned buildings.

‘The Architect of the Capitol is responsible to the United States Congress for the
maintenance, operation, development, and presetvation of the United States Capitol Complex,
which includes the Capitol, the congressional office buildings, the Library of Congress buildings, the
Supreme Court building, the U.S. Botanic Gatden, the Capitol Power Plant, and other facilities. The
Subcommittee has jurisdiction over construction and tepair and alteration projects of the Architect
of the Capitol (AOC).

Although the General Services Administration has a robust energy conservation program,
the Subcommittee continues to monitor the design, construction, and tepair and alteration practices
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of the Public Building Setvice to ensure the latest energy consetvation technologies and design plans
are effectively incorporated into the overall building program.

As demand for aviation seevices continues to grow, so too does aviation's impact on the
environment. The Federal Aviation Administration (FAA) forecasts that sitlines ate expected to
carry more than one hillion passengers by 2015, increasing from approximately 744 million in 2006,
At the same time, fuel costs are rising, causing air carriers to actively search for increased fuel
efficiencies, which may have positive impacts on the environment. Fuel costs are also driving air
carriers, airports and manufacturers to look at innovations in alternative fuels. In addition, many
airports are trying to increase capacity while mitigating environmental impacts on the local
communities they serve.

Climate change could negatively impact watet resources as well as water infrastructure. The U.S.
government’s interagency climate research program, the U.S. Global Change Research Program, has
stated:

In many cases and in many locations, thete is compelling scientific evidence that
climate changes will pose setious challenges to our water systems,

Increased evaporation of surface water and decteased precipitation in some areas can lead to
drought in some aseas, as well as higher concentration of contaminants in sutface water. Increased
precipitation and extreme weather events can lead to increased runoff and contamination of surface
water as well as an increase in watet-borne disease outbreaks. A 2001 study in the American Journal of
Public Health showed that between 1948 and 1994, 68 percent of all watetborne-disease outbreaks in
the U.S. occurred after rainfall events that ranked in the top 20 percent of sall precipitation events by
the amount of water deposited. Climate change is anticipated to result in a higher frequency of
extreme wet weather events in some areas. Sea level rise will result in increased saltwater intrusion
into coastal aquifers and water supply intakes in rivers. Warmer water temperatures can result in
increased microbial and algal growth in surface water and water distribution systems. Warmer
winter temperatutes and eatlier springs can result in decreased snow-pack and ealier runoff from
snow melt. Uncertainty does exist as to the specific location, timing, and magnitude of these
anticipated impacts.

Design features for watet infrastructure such as sewage systems, wastewater treatment facilities,
drinking water facilities, potts, levees, and dams should take into account potential climate change
impacts such as changes in temperature, temperature ranges, level and frequency of precipitation,
coastal water levels, frequency and magnitude of storm sutges, and wind speed. These changes could
potentially create different stresses on infrastructure design than traditional or original designs.

The Subcommittec on Water Resources and Environment has fewer areas that fall under its
jurisdiction that emit greenhouse gases than other Committee on Transportation and Infrastructure
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subcommittees. As a result, where other subcommittees are considering mitigation efforts to reduce
energy expenditures and greenhouse gas emissions, the Water Resources and Environment
Subcommittee will focus on adaptation actions to address climate change impacts. Adaptation
actions can help to reduce the severity and costs of climate change impacts, and can be viewed as
risk-management strategies that can complement mitigation effotts. Among the areas that can be
adapted to reduce climate change impacts are coastal zoning, land-use planning, building codes, and
water infrastructure design (dams, wastewater treatment facilities, sewer infrastructure.)

The Subcommittee on Water Resoutces and Environment has jutisdictional authority over the
processes used by wastewater treatment facilities, A by-product of these processes is methane gas —
a greenhouse gas emission. The Subcommittee can explore whether incentives or conttols over
these emissions are prudent.

The Subcommittee on Coast Guard and Maritime Transportation has opportunities for mitigation
and adaptation actions. Vessels and port facilities fall under its jurisdiction. In addition, adapting
port infrastructute to bettet handle stresses (sea level tise, storm sutges, changed storm frequency
and magnitude) from climate change impacts can also fall under its purview.



XXIX

WITNESSES

- FACE P

Mrt. Jonathan Lash
President
World Resources Institute

Mtr. William W, Millar
President
Ametican Public Transportation Association

Mit, Edward Hamberger
President
Association of American Railtoads

Mzt. Andy D. Clarke
League of Ametican Bicyclists
Executive Director

Mt. Edward Hall

General Manager of Engine Technology
General Electric

Mt. Tom Rader
President
Colorado Railcar

Mt. Greg Cohen
President & CEO
American Highway Users Alliance

PANEL 2 - PUBLIC BUILDINGS

Mt R.K. Stewart, FAIA
President
The Ametican Institute of Architects

Mr. William Prindle
Executive Director
American Council for an Energy Efficient Economy

Mz, Jeff Hartis
VP for Programs
Alliance to Save Bnesgy



XXX

Mrt. Chris O’Brien
Chairman
Solar Energy Industries Association

PANEL 3 -~ AVIATION

Mrt. Jim May
President and CEO
Air Transport Association

Mt Greg Principato
President
Airport Council International ~ North America

Mt. Michael McQuade
Seniot VP for Science and Technology
United Technologies Corporation

Mt Richard L. Altman
Facilitatot
Commercial Aircraft Alternate Fuels Initiative Facilitator

PANEL 4 - WATER RESOURCES

Dt. Gerald E. Galloway
President
Ametican Water Resoutces Association
On bobaif of
Glenn L. Martin Institute Professor of Engineering
University of Maryland

Mt. Brian Richter
Director
Global Freshwater Initiative
The Nature Conscrvancy

Mr. Alf W, Brandt
Principal Consultant
Committee on Water, Parks & Wildlife
State of California Assembly



XXX1

Mr. Steve Fitzgerald
Chief Engineer
Harris County Flood Control District
Houston, Texas
On behalf of the:
National Association of Flood & Stormwater Management Agencies

Ms. Linda Strout
Deputy CEO
Port of Seattle
Oun bebalf of the:
American Association of Port Authorities

10



xXxXXi1

Climate Change

In February 2007, the Intergovernmentsl Panel on Climate Change' (IPCC) declared that
evidence of atmospheric warming is “unequivocal”? ‘The IPCC also stated with “very high
confidence™ that human activities have resulted in global warming. The results of this warming tay
result — and to a degree may alteady be resulting - in sea level rise, increased hurticane and storm
activity, changed precipitation patterns resulting in more frequent floods and droughts, among other
potential impacts,

The IPCC defines climate change as “any change in climate over tine, whether due to
natural variability or 2s a result of human activity.”* While some climate change can occut as &
function of natural variability, the IPCC notes that the warming that has occurred, and is expected to
continue, is “sery fkely due to an observed increase in anthropogenic greenhouse gas
concentrations™ which are a result of human sctivities such as industtial processes, fossil fuel
consumption, and changes in land use, such as deforestation.*

Current and projected global warming occuts because of the “greenhouse effect.” The
greenhouse effect is  natural process in which the atmosphere absorbs heat — resulting in a warm
and habitable eatth. Specifically, visible sunlight passes through the atmosphere without being
absotbed. Some of the sunlight that strikes the earth is absorbed and converted to heat, warming
the surface. The sutface then emits some of this heat back into the atmosphere where it is absorbed
by greenhouse gases such as cathon dioxide (CO,), methane, and nitrous oxides, among others. For
the previous 10,000 yeats, the greenhouse effect has produced an average global temperature of 57
degzees Fahrenheit. The absence of gteenhouse gases would result in an inhospitable planet unable
to support most life forms with an average temperature well below freezing,

Human activities that emit greenhouse gases to the atmosphete increase the amount of heat
that gets absorbed before it could otherwise escape into space. Anthropogenic, or human, emissions
of greenhouse gases therefore enhance the natural greenhouse ¢ffect and cause global warming,

! Recognizing the problem of [ ial global climate change, the World I\rleteomlogical Organization (WMO) and the
United Nations E: ;..nv (UNEP,) establizhed the I | Pagel on Climate Change (IPCC)
in 1988. Tt is open to all members ‘of the UN and WMO. The role of the IPCC i is toassess on ¢ compuhcnuve,
objective, open and t basis the scientific, technical and :octo- ] to

Ly .3

the scientific basis of risk of h induced climate ch its p 1 and for adaptation and

mmganon ‘The IPCC does not carry out rescarch nor does it monitor climate related data of othes relevant patameters.
It bases its assessment mainly on peer reviewed and published scientific/technical literature.

hitp://www.ipec.ch/about/shouthtm (aecessed 9 May 2007)
2IPCC, February 2007. Chimate Change 2007: The Physical Seience Baris — S wmmary for Pelipmakers. p.5
3'The TPCC uses “the following levels of confid .to expert jud, on the cor of the underdying

science: pery bigh confidence at least & 9 out of 10 chance of bemg correct; bgb my' fidence about an 8 out of 10 chance of
being correct.” TPCC, February 2007. Chimate Change 2007; The Physical Scitnce Basis — Swmmary for Pofiggmakers. p.5.;
Vittually certain >99% probability of occurrence, Extremely likely>95%, Very kikely>90%, Likely>66%5... Climate Change
2007: The Physical Scienée Basis — Swrmary for Pofigymakers. p.d.

4 IPCC, Pebruary 2007. Climate Change 2007: The Physical Scivnce Basis — Sxmmary for Poligmakars. p.2

S IPCC, February 2007. Chimatr Change 2007: The Physical Saovence Basis — Sxmmary for Poligymalesrs. p.10

$ IPCC, February 2007, Climatr Change 2007: The Physical Scivnce Basis — Susemary for Poliymalkers. p.2
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It is without question that global warming has occutred, and is occurring. Average surface
temperatures have increased by an estimated 1.4 degrees Fahrenheit between 1900 and 2005,
Eleven of thc last 12 years (1995-2006) rank among the 12 warmest years of giobal surfnce
temperature’ since 1850." Other observations of observed climate change include’

o The IPCC estimates that the total 20th Centuty sea level rise is 0.17 meters (.55 feet). They
have “high confidence” that obsetved sea level has incteased from the 19th to the 20th
centuties;

*  Average Asctic temperatures have increased at almost twice the global average rate in the
past 100 yeats;

s Satellite data since 1978 shows that annual average Arctic sea ice extent has shrunk by 2.7
percent per decade;

s Temperatures in the Arctic permafrost layer (including areas of Alaska) have increased since
the 1980s, and the maximum area covered by seasonally frozen ground has decteased by
about 7 percent in the Northern Hemisphere since 1900;

o Precipitation changes have taken place including increased precipitation events in eastern
sections of Nozth and South America, northern Europe, and central Asia, and dtying or
drought events in the Sahel, the Mediterrancan, southemn Africa, and sections of south Asia;

® Increased frequency of heavy precipitation events over most land areas;

Increased frequency of high-intensity (category 4 and 5) tropical cyclones (hurricanes)

globally since 1970 as a function of increased sea sutface temperatures among other factors.

The IPCC reports that:

Global atmosphenic roncentrations of carbon dioxide, methane and nitroxs oxidz have increased
markedly as a result of buman activitiss since 1750 and now far exceed pre-industrial valyes
determined from ice cores spanming many thousands of years. The global increases in carbon dioxide
concentration are due primarily to fossil fuel use and land-use change, while those of methane and
Ritrous oxide are primarily due to agriculiure.”

The figures below are ftom the 2007 IPCC repott and show the observed increases in greenhouse
gases ovet time."

7'The average of near surface air temperature over land, tnd sca surface temperature. Chimats Change 2007: The Physical
Science Baris — Summary for Policymakers. p.5

# IPCC, Februaty 2007, Chimate Changs 2007: The Physical Scitwes Baxis — Summary Jor Policymakers. p.5

9 IPCC, Pebruary 2007. Chmats Change 2007: The Physical Scitnce Basis — S 1y for Policymakars. pp.7-8; E 1, KA
2005. “Increasing Destructiveness of Tropical Cyclones Over the Past 30 Years.” Natwre. 436; 686-88; Webster, P, et
al. 2005. “Changes in Tropical Cyclone Numbes, Duration, and I ity in 4 Warming Environment, Science.” Saiencr,
309: 1844-46.

1 IPCC, February 2007, Chimare Change 2007: The Physical Scence Basis ~ Sxmmaty for Poliymaksrs. p.2

11 JPCC, February 2007. Céimate Changs 2007: The Physical Scisnce Basis — Summary for Policymalkers. p.3
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While 2 variety of greenhouse gases play a
tole in atmosphetic warming, catbon dioxide
is the most common and “the most
important anthropogenic greenhouse gas.”
Prior to 1800, the beginning of the Industrial
Revolution (when fossil fuels, such as coal, _
began to be used on a wide scale), there were
roughly 280 patts per million (ppm) of CO,
in the atmosphere.” In 2005, 379 ppm of
CO, were measuted in the atmosphere. This
“concentration of carbon dioxide in 2005
exceeds by far the natural range over the last
650,000 years (180 to 300 ppm) as
determined by ice cores.” As a result of
these increasing levels, cathon dioxide is
attributed to account for approximately
80 percent of all observed global
warming,

Other greenhouse gases do play an
important patt in observed global warming.
Methane had a pre-industrial (pre-1800) value
of around 715 ppb in the atmosphere. In
2005 it was measured at a level of 1,774 ppb.
Methane is around 60 times more effective at
capturing heat encrgy than CO,. However, it
lasts fewer years in the atmosphere than CO,,
and is produced in significantly lower

amounts. It is estimated that methane will N 1 : {
account for 15 to 17 percent of all global 10000 5000 []
Time (hefore 2008)

warming experienced this century, Nitrous
oxide concenttation has increased from a pre-1800 level of approximately 270 ppb to 319 ppb in
2005.

The IPCC projects that “contioued greenhouse gas emissions st or above cutrent rates
would cause further warming and induce many changes in the global climate system duting the 21st
century that would sery #ksjy be larger than those observed during the 20th century.”"

Climate Change Impacts

The IPCC projects a number of environmental, ecosystem, and public health impacts will
take place a3 a result of climate change.

Jarml.

12 Ppm (patts per million) or ppb (patts per billion) is the ratio of the number of greenhouse gas mc to the total
number of molecules of dry air.

B IPCC, February 2007, Chiwate Change 2007: The Physical Science Bagis ~ Stmmary for Poloymakers. p.13
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For example, climate scientists hold that an increase in sea sutface temperature — driven by
climate change — will likely result in an increased frequency of higher intensity (categories 4 and 5)
hurricanes.” While the deadly hutricane season of 2005 cannot be directly linked to changes in the
earth’s climate, it does echo these concerns. In just one storm, Hurricane Katrina, 1,118 people
wete confirmed dead, and 135 are still missing and presumed dead. Direct damage to tesidential and
non-residential property is estimated at $21 billion. Damage to public infrastructure is estimated at
another §6.7 billion. Almost one-half of the region’s population that was affected by the storm has
still not returned to their homes. And nearly 124,000 jobs were lost as a result of the hurricane.”
The impacts of Hurricanes Kattina and Rita might be considered a hatbinger of future economic
and human impacts as 4 result of climate change.

Observed and anticipated impacts cited by the IPCC include:*

Tncreased heat-telated mottality has been observed in Butope;

Distutbed forests due to incteased incidences of fite and pests;

Coastal flooding impacts due to sea level tise, and increased frequency and/or severity of

storms;

Average annual river runoff and water availability is projected to increase by 10-40 percent at

high latitudes and in some wet ttopical areas; :

Average annual river mnoff and water availability is expected to dectease by 10-30 percent in

some presently dry regions in the mid-latitudes, and in the dry tropics;

Heavy precipitation events will increase in frequency, adding to flood risk;

Water supply stotage in glaciers and snow pack will decline. This decline is anticipated to

reduce water availability in regions supplied by melting snow from major mountain ranges —

home to one-sixth of the wotld’s population;

Approximately 20-30 percent of plant and animal species are likely to be at increased risk of

extinction if global average temperature increases exceed 1.5-2.5 degtees Celsius;

Acidification of the ocean due to incteasing CO, is expected to have negative impacts on

matine shell forming organisms (shellfish and corals) and their corresponding ecosystems;

> Crop productivity is projected to increase slightly in mid to high latitudes and spring planting
seasons may begin eatlier in some ateas. Crop production is expected to dectease in the
tropics;

> Cosstal wetlands will be negatively affected duc to sea level rise, and decrease in sediment;

YV VYV V VYVYVY

v

4 Emanuel, KA. 2005. “Increasing Destructiveness of Tropical Cyclones Over the Past 30 Years.” Nature, 436; 686-88;
Webster, P.]., et al. 2005. “Changes in Tropical Cyclone Numbes, Duration, and Intensity in a Warming Envitonmeat,
Science.”” Saencr. 309: 1844-46,

15 American Sodety of Civil Engineers — Hurricane Katrina External Review Panel. 2007. Ths Naw Oreans Hurricane
Protection System: What Went Wrang and Why.

%6 1PCC, April 2007. Chnrate Change 2007: Chmate Change Impacts, Adaptation and Vulaerability —~ Swmmary for Policymakers.
Pp4-8
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HEARING ON ADMINISTRATION PROPOSALS
ON CLIMATE CHANGE AND ENERGY INDE-
PENDENCE

Friday, May 11, 2007

HOUSE OF REPRESENTATIVES,
COMMITTEE ON TRANSPORTATION AND INFRASTRUCTURE,
Washington, DC.

The Committee met, pursuant to call, at 10:00 a.m., in Room
2167, Rayburn House Office Building, the Honorable James Ober-
star [Chairman of the Committee] presiding.

Mr. OBERSTAR. It is a gentle gavel this morning; I don’t want to
fray the sensitivities of my colleagues who were in session. All of
us were in session until 1:30 this morning. There isn’t anyone here
who has gotten more than five hours of sleep, unless they were
cheating on the Floor last night.

I thank our witnesses, but I especially thank our colleagues who
have braved the lack of sleep and the late night session to be here
this morning.

The issue before us today is the first of two hearings, but there
likely will be others over the period of this Congress, on global cli-
mate change and on the energy independence issue, which reminds
me that I still have on my bookshelves the energy independence
program of the Nixon Administration, a volume that I pored
through last night that has some very valid and thoughtful rec-
ommendations of 35 years ago that are valid today.

Our economy is so dependent on hydrocarbons that we have a
special responsibility in this Committee to examine the reach, the
breadth, the effect, of all that we do in transportation, since it does
account for 60 percent of our energy consumption in America. Over
60 percent of all energy is consumed in heating water: water to
make steam for power plants; heating water in your radiators of
your cars or trucks; heating water for use at home.

We don’t think about this very often, but it is a function that can
be displaced. Hydrocarbons can be displaced by solar power. This
is an effort which we launched in this Committee at the outset of
the session by passing legislation to retrofit or, I called it at the
time, futurefit the Department of Energy with photovoltaic cells.
This is also an initiative that, actually, I launched 30 years earlier,
in 1977, with a bill to retrofit all Federal office buildings with pho-
tovoltaic cells. Unfortunately, that program was sidetracked by an
election, the election of 1980, in which President Reagan came in
and abolished the whole alternative energy program.

o))
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“But for as long as Europeans can remember, the frozen bastions
of the north have hovered on the margins of their world a fearsome
unknown realm nurturing fantastic tales of terrible beasts and gro-
tesque landscapes. The boreal oceans were a source of piercing
winds, vicious storms, and unimaginably cold winters with the abil-
ity to kill. At first, only a few Irish monks and the hearty Norse
dared sail to the fringes of the ice. King Harald Hardradi of Nor-
way and England is said to explore the expanse of the northern
ocean with a fleet of ships in about 1040 A.D., beyond the limits
of the land to a point so far north he reached pack ice three meters
thick. He wrote, “There lay before our eyes at length the darksome
bounds of a failing world.”

It is a remarkable book. The Little Ice Age describes the vast os-
cillations of weather and of, more importantly, climate. The author
writes, “Complex interactions between the atmosphere and the
ocean govern Europe’s climate. A constantly changing pressure gra-
dient reigns over the North Atlantic and much of Europe’s climate.
Its influence as pervasive in the north as the celebrated southern
oscillation of the Southwestern Pacific that governs El Nifios and
tropical weather. The North Atlantic oscillation is a seesaw of at-
mospheric pressure between a persistent high over the Azores and
an equally prevalent low over Iceland.”

It seems like an arcane piece of scientific information until you
understand that the North Atlantic oscillation governs the position
and strength of the North Atlantic storm track and the rain that
fails on Europe, especially during winter. The extreme swings of
the North Atlantic oscillation are part of the complex atmospheric-
ocean dynamics of the North Atlantic that include sea surface tem-
perature anomalies, the strength of the gulf stream, atmospheric
wave structure, and the distribution of sea ice and icebergs. These
interactions are poorly understood, but there seems little doubt
that many of the swings in the North Atlantic oscillation result
from changes in sea surface temperatures in the North Atlantic.

That continued over a period of 1,000 years, until, in the early
1300s there was dramatic swing from a warm period in which agri-
culture thrived, in which the icebergs disappeared, in which the
Norse were able to explore the North Atlantic all the way to shores
of the North American continent. Then the climate swung. That
cycle of warm weather ended with a reversal of the North Atlantic
oscillation, which brought a bone-chilling winter that immobilized
shipping over a wide area, where thousands more perished from
hunger and disease.

The subtle climate of earlier years gave way to unpredictable
wild weather, marked by warm and very dry summers in the 1320s
and 1330s, and a notable increase in storminess and wind strength
in the English Channel and the North Sea. The moist mild
westerlies that nourished Europe turned off rapidly as the North
Atlantic oscillation moved from one extreme to the other.

The little ice age had begun. That little ice age devastated Eu-
rope: famine, plague, and destruction of agriculture, people, and
cattle.

We are in a different age today, and it is our task to better un-
derstand what the forces are and what the consequences are. The
international geophysical year, the exploration of the Greenland ice
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cap, the exploration of Antarctica, the measurements that have
been taken of over two miles of ice on the Greenland ice cap by dif-
fering teams of scientists show that today there is more carbon in
the atmosphere than any time in the last 420,000 years. If we had
no carbon in the atmosphere, the land would be uninhabitable; we
would have the little ice age, only much greater, much more power-
ful. But too much carbon in the atmosphere causes the dramatic
swings and shifts of power and shift that we are experiencing
today.

There is much written about the atmosphere, but little about the
ocean, the great ocean circulating current or the great ocean con-
veyor belt. It is the most powerful of all ocean currents. This mas-
sive force studied by Dr. Wallace Broker of Columbia University
has been present for the last 100,000 years, but only definitively
understood in the last 15 or 20. The magnitude of the great ocean
circulating current can be best described by a Swedish scientist,
Sverdrup, who measured it. He can best compare the flow of all the
rivers of the world in one day, or all the rainfall that touches the
earth, which is measured in trillions of gallons, in one day. That
is a Sverdrup unit.

The great ocean circulating current has the force of 20 Sverdrup
units, meaning 20 million cubic meters a second. It is over five
miles wide, it is over two to three miles deep in the ocean; starts
in the North Atlantic, in the Arctic, and moves with vast amounts
of salt down through the North Atlantic, the South Atlantic, into
the Pacific, through the Philippines, moves through South Africa,
and then back up and gives off its warmer temperature to shield
Northern Europe. The great ocean circulating current is beginning
to weaken because of the melting of the polar ice cap and the dilu-
tion of the saltiness of the North Atlantic and the Arctic ocean
water that has the moderating effect on the Pacific and the moder-
ating effect on Northern Europe.

We don’t know for sure what will happen because of melting of
the polar cap, the weakening of the conveyor belt. But we do know
that when that has happened in the past, that the climate system
has shut down and an ice age began. We may be in the midst of
a warming climate, but we may also be on the edge of the next ice
age.

The consequences for health are extraordinary. The female
orphalese mosquito dies at 63 degrees temperature or below. There
is a belt five degrees north and five degrees south of the equator
in which that mosquito thrives. A million people a year die of ma-
laria; 200 million are afflicted by malaria. I was one of them when
I lived in Haiti. I contracted malignant tertian malaria. You either
die or, if you live, you don’t get it again. That belt is now expand-
ing to 10 degrees north and 10 degrees south of the equator. That
means that in the next five years we will see 400 million to 500
million people afflicted by malaria and 2 million or more deaths.

Similarly, in the tropics, a bonebreak fever is carried by a vector
which dies out at 1500 feet of altitude, where the temperature is
roughly in the mid-60s. Two hundred thousand people a year die
of bonebreak fever. I never contracted it, but I saw people who did.
It’s a horrible disease. That disease is now at 3,000 feet of altitude
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}‘n the tropics. Nearly a half million people may die of bonebreak
ever.

If we don’t understand the consequences of global climate change
on the earth, the water, the rain, including the lack of rain, and
on increasing moisture, then we can surely pay attention to the
health consequences of global climate change and begin to do some-
thing about it. The Administration has proposed a number of steps
which our witnesses today are going to spell out in very thoughtful
and well presented testimony. I read this extensively last night,
since we had plenty of time, and I look forward to their testimony.

Mr. OBERSTAR. The Chair recognizes the gentleman from Florida.

Mr. MicA. Well, thank you, and good morning, as we try to re-
coup from last night’s marathon.

Nice to see the smiling faces of Secretary Peters; Mr. Johnson,
our EPA Administrator, and Ms. Stone. Thank you for your great
job at GSA. And what is it, Colonel Woodley? Assistant Secretary
Woodley, great. Welcome, from the Department of Army. Look for-
ward to all of your testimony.

Now, I don’t claim to be an expert on global warming. In fact,
in February I was beginning to wonder whether we were really ac-
tually having global warming. February was just as cold as could
be. I had a %900 heating bill, Ms. Norton, which is the highest I
have ever had in the District, and I go back to Florida and I tell
people it was so cold in Washington, I tell my constituents you
could actually see Members of Congress with their hands in their
own pockets, which was quite a spectacle. But, again, I don’t claim
to be an expert.

It is simple to look at where some of the greenhouse gases and
some of our problems with adding to the heating of the planet come
from. I got that little chart up there. You can’t see it very well,;
they didn’t do a good job, but it just shows power generation. Thir-
ty-three percent greenhouse gases come from power generation.
And just to state the problem in the realm in which we have some
say, transportation, which is automobile, trucks, airplanes, ac-
counts for another 27 percent. If you add that up, it is about 60
percent of the emissions problems.

It is strange the way we do some of these things. We are in a
comfortable room here. Actually, the power generated for the air
conditioning is coming from a plant which should have been
changed out, but it is run by coal which comes from West Virginia,
which Senator Byrd has insisted we keep no matter whether it pro-
duces the highest source of emissions or not. I know we have put
some scrubbers and some other thing on our particular plant.

I wanted to change out a light bulb the other day and I just
asked staff to pull one out back here. These are the kinds of light
bulbs we use in the Capitol. But I wanted to change out a light
bulb and we are back to where we were, I think, about 12 years
ago. I had to fill out a form, one person had to come up and actu-
ally look at the light bulb, then two people came up, one to present
the light bulb, another one with a form, and one to install it. These
are the more energy fluorescent light bulbs. So we are doing them
one at a time.

So whether it is power generation or electric, changing out to
more efficient fuels, the Capitol isn’t a very good example. We will
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hear from I guess the second panel—we have got the acting archi-
tect—on what we are doing here.

We know what, I guess, some of the problems are, and then we
have to look at the solutions and what our policy is. Again, it is
not a very good policy, whether it is the U.S. Capitol. As far as
power generation, I have identified the problem of solving the prob-
lem, it is Congress. In France, 75 percent of their power is gen-
erated by nuclear; and old nuclear, we are not talking about the
technology we have today. Again, our Federal policy keeps us from
doing things.

I have learned a little bit about light water pebble reactors,
which have almost no meltdown possibility, that can be used, even
in residential areas. South Africa is one of the countries. Even Iran
and North Korea are looking for—of course, part of the use they
claim is for power generation, peaceful power generation. But,
£Q‘Lgain, our policy is not what it should be. And nuclear is emissions-
Tee.

We also have natural gas. I am the only Florida Member to vote
to drill in the Everglades back in my days in the legislature, and
we take oil out of the Everglades even today safely, but we can do
it in the Gulf. You can’t do it with a Federal policy that when one
year says we are going to be 100 miles off, the next year we say
120 miles off, the next year we say 200 miles off. We jerk around
those who produce this. Natural gas, low emissions can be pro-
duced safely, and we have an abundance of it. That is not the only
answer; solar and wind are also viable solutions, hydro. But it is
our Federal policy. Cafe standards. We are going to have to in-
crease our cafe standards.

Now, I am a conservative Republican and supporter of industry,
but we have got to set the policy and increase the mileage that our
cars are getting. So we are standing in the way with outdated Fed-
eral policy.

Power permitting is another problem.

Then, finally, mass transit and transit. First of all, we are just
not going to solve this with shifting the biofuels. I know that the
agriculture folks are having a heyday, they had one last night, al-
though that is not all said and done. But biofuels, if we use the en-
tire U.S. corn crop, would only provide 3.7 percent of our transpor-
tation fuel needs. So it is not an answer. It also uses a lot of energy
in its production. So we do need to look at other ways of powering
vehicles, whether it is automobiles, trucks, or aircraft. We need to
be doing more with Secretary Peters in looking at alternative fuels
for aircraft. Very soon, the Europeans will probably impose a tax
on us because airplanes do produce a lot of emissions, significant
emissions.

Finally, again, in the area of moving people efficiently and
freight efficiently, railroads can move a ton of freight more than
400 miles on one gallon of fuel, and rail emits 6 to 12 times fewer
pollutants than other modes of transportation. But, again, we don’t
have in place a system. We move freight at an average of 21 miles
an hour in the United States.

Then, moving people, we move people long distance by a Soviet
system that is called Amtrak. It is out of date and it is an impedi-
ment to us actually moving lots of people by long distance. As far
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as high-speed rail, it has closed the door to high-speed rail develop-
ment in the United States, made it impossible. We look at what is
going on around the world. I visited, last August, China. Maglev,
next generation technology, China. Even Romania is privatizing its
rail. But not the United States, because of our policy and some spe-
cial interests who want to make certain that we do not have an al-
ternative means of transportation that can be fuel-efficient, that
can protect the environment, less emissions. But there is only one
thing standing in our way, our Federal policy.

I am pleased to yield back.

Mr. OBERSTAR. I thank the gentleman for his statement and his
observations. I guess I broke union rules. I just went and changed
the light bulb on my own; I put it in and didn’t ask them permis-
sion to do it.

Mr. MicA. I hope they file a complaint against you.

Mr. OBERSTAR. File a complaint, then. Get the IBEW after me.

I am quite sure that all other Members have erudite statements
about global climate change, and those will all be entered into the
record so that we may proceed forthwith to our panel.

Secretary Peters, thank you very much for being with us. We ap-
preciate your presentation, which I read at length last night. You
are the first.

TESTIMONY OF THE HONORABLE MARY E. PETERS, SEC-
RETARY OF TRANSPORTATION, U.S. DEPARTMENT OF
TRANSPORTATION; THE HONORABLE STEPHEN JOHNSON,
ADMINISTRATOR, U.S. ENVIRONMENTAL PROTECTION
AGENCY; THE HONORABLE JOHN PAUL WOODLEY, JR., AS-
SISTANT SECRETARY OF THE ARMY OF CIVIL WORKS, DE-
PARTMENT OF THE ARMY; AND THE HONORABLE LURITA
ALEXIS DOAN, ADMINISTRATOR, U.S. GENERAL SERVICES
ADMINISTRATION

Secretary PETERS. Mr. Chairman, thank you so much.

Chairman Oberstar, Ranking Member Mica, and Members of the
Committee, I am grateful for the opportunity to come before you
today to testify on climate change and energy independence. In my
testimony today, I would like to explore with you how this Com-
mittee and the Department of Transportation can work together on
shaping transportation infrastructure to enhance energy security
and to reduce greenhouse gas emissions.

Most importantly, we need to find ways to improve the efficiency
of our existing transportation system and to direct limited invest-
ment capital to where it is most needed and can make the largest
difference. This is the fundamental rationale for the Congestion
Initiative and Next Generation Finance Reform Initiative for avia-
tion. Both endeavors can be powerful tools for reducing petroleum
consumption and greenhouse gas emissions, as well as saving time
and money for travelers.

While the Congestion Initiative involves a number of different
elements, today I would like to focus on three of those elements
most relevant to saving fuel and curbing emissions. In December,
with the help of this Committee, the Department issued a request
for proposals for metropolitan areas to enter into what we call
Urban Partnership Agreements, or UPAs, with the agency. As an
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urban partner, a metropolitan area will commit to implementing a
comprehensive strategy to respond to urban congestion, including
congestion pricing demonstrations, enhanced transit services, in-
creased use of telecommuting, and advanced technology deploy-
ment. In exchange, the Department will support its partners with
available resources using current budget authority, as well as regu-
latory flexibility and expertise.

The heart of the Urban Partnership Agreement is a congestion
pricing format that, done right, can reduce congestion and save
drivers substantial amounts of time and fuel. Pricing can also
incentivize mass transit use and foster high speed, reliable bus
rapid transit service. It can improve in-service fuel economy while
reducing criteria pollutants and greenhouse gas emissions by cut-
ting out the stop-and-go movement and allowing vehicles to operate
at closer to optimal speeds.

Congestion pricing has also been in the news lately, most re-
cently with the proposal by New York City Michael Bloomberg, to
implement a cordon pricing program in which drivers would pay a
fee to enter downtown Manhattan during the workday. Mayor
Bloomberg’s proposal is the kind of bold thinking that leaders
across the Country need to embrace if we hope to win the battle
against traffic congestion and climate change.

We are also working to improve aviation congestion. The Federal
Aviation Administration has saved millions of gallons of jet fuel
and over 6 million tons of carbon dioxide emissions over the past
two years by implementing reduced vertical separation minimums,
permitting aircraft to fly in U.S. airspace and operate at more effi-
cient altitudes. The FAA has achieved further improvements in
system performance through the related reforms of the Area Navi-
gation System and Required Navigation Procedures, both of which
increase the efficiency with which we use our airspace and with
which airplanes operate.

If we want to reduce jet fuel consumption and aircraft emissions
without discouraging air travel, we must transform our aviation
system. We need a reauthorization bill passed by Congress that
provides for the Next Generation Air Transportation System. I
commend the Committee for holding today’s hearing. We all share
an enormous responsibility of ensuring that future generations can
experience the freedom of efficient and vital American transpor-
tation systems. I look forward to answering your question, and
thank you for entering my full statement in the record. Thank you,
Mr. Chairman.

Mr. OBERSTAR. Thank you very much. We will have some ques-
tions later on.

Now we have Mr. Johnson, Stephen Johnson, Administrator, En-
vironmental Protection Agency. Appreciate your being here.

Mr. JOHNSON. Thank you, Mr. Chairman. Chairman Oberstar,
Mr. Mica, and Members of the Committee, thank you for the oppor-
tunity to testify today about climate change and energy security.
As we continue to work to evaluate our obligations under the re-
cent Supreme Court decision in Massachusetts v. EPA, the Admin-
istration will continue moving forward, both domestically and
internationally, to address the serious challenge of global climate
change.
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In keeping with the agency’s commitment to address the Su-
preme Court’s ruling expeditiously and responsibly, we recently
signed the formal notice that starts the public process for consid-
ering the California waiver petition process. We will hold public
hearings on May the 22nd and May the 30th.

In 2002, President Bush committed to cut U.S. greenhouse inten-
sity, that is, the ratio of greenhouse gas emissions to economic out-
put, by 18 percent through the year 2012, a goal that we are on
target to meet. According to EPA data reported to the United Na-
tions Framework Convention on Climate Change, U.S. greenhouse
gas intensity declined by 1.9 percent in 2003, by 2.4 percent in
2004, and another 2.4 percent in 2005. Put another way, from 2004
to 2005, the U.S. economy increased by 3.2 percent while green-
house gas emissions increased by only 0.8 percent.

Under the President’s leadership, our Nation is making signifi-
cant progress in tackling greenhouse gas emissions. According to
the International Energy Agency, from 2000 to 2004, U.S. emis-
sions of carbon dioxide from fuel consumption grew by 1.7 percent
while our economy expanded by nearly 10 percent. This percentage
increase was lower than that was achieved by Japan, Canada, the
original 15 countries of the European Union, India, and China. IEA
data also show that during this time the United States reduced its
carbon dioxide intensity by 7.2 percent. This is better, for example,
than Canada, Japan, or even the EU 15.

I would also note that the U.S. is on track to meet, and possibly
exceed, the President’s goal to reduce greenhouse gas intensity by
18 percent by 2012. By contrast, only two of the original EU 15
countries in the Kyoto Protocol are on target to meet their Kyoto
targets.

Over the last six years, this Administration has invested more
than any other nation in the world, $37 billion, in a comprehensive
climate change agenda. EPA climate change programs include a
wide array of domestic and international partnerships which rely
on voluntary measures to reduce greenhouse gas intensity, spur
new investments, and remove barriers to the introduction of clean-
er technologies. I would be happy to speak in greater detail about
EPA’s many climate partnership programs that include the Asia
Pacific Partnership on Clean Development and Climate, Energy
Star, the SmartWay Transport Partnership, the Methane to Mar-
kets Partnership.

The President’s efforts are also focusing on strengthening energy
security. In his 2007 State of the Union address, the President
challenged the Nation to address our growing reliance on oil. He
called for reducing gasoline consumption by 20 percent in the next
10 years, while doing so in a way that keeps America’s economy
growing and protects our environment. This 20-in-10 plan includes
a proposed requirement for 35 billion gallons of alternative fuel in
2017, building upon EPA’s current renewable fuel standard.

Another focus of EPA is the development of risk management
strategies to ensure carbon dioxide injection and long-term geologic
storage are conducted in an environmentally responsible manner.
We have determined that underground injection of carbon dioxide
is subject to the Underground Injection Control Program of the
Safe Drinking Water Act, which regulates injection activities to
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protect current and future sources of drinking water. EPA has de-
veloped UIC permitting guidance that recommends treatment of in-
jection wells associated with research and development projects as
experimental technology wells. Our goal is to provide guidance that
facilitates permits, while encouraging environmentally responsible
injection activities.

Mr. Chairman, I am also proud to say on September 1st, 2006,
we, EPA, became the first Federal agency to achieve 100 percent
green power. EPA is also a Federal Government leader in the use
of green buildings, having eight major new facilities that are or will
be silver or gold certified under the U.S. Green Building Council
rating system.

Again, thank you for the opportunity to testify. Before I take
questions, I would ask that my full written statement be submitted
for the record.

Mr. OBERSTAR. Without objection, the full statement will be in
the record. The complete statement of all witnesses, as statements
of all Members, will be included in the record.

The Assistant Secretary of the Army for Civil Works, the Honor-
able John Woodley, Jr. Thank you very much for being here.

Mr. WooDLEY. Thank you, Mr. Chairman, for the opportunity to
be here today to discuss how the U.S. Army Corps of Engineers
Civil Works Program is addressing global climate change. I have
a detailed statement I have submitted and, with your permission,
will summarize it here.

Over the last century, the Corps of Engineers, along with other
Federal agencies, has helped develop this Nation’s water resources.
We are constantly improving our ability to manage those resources,
including measures to address water-related issues that are arising
due to changing weather patterns and climate change. The Corps’
flood and storm damage reduction mission directly involves under-
standing and responding to extremes of weather variability and
long-term trends in climate. Significant changes in either weather
patterns, or in climate, can affect our ability to supply water from
our Nation’s multipurpose reservoirs to 55 million municipal and
industrial consumers, to facilitate safe and reliable waterborne
transport on our Nation’s inland waterways, and to produce nearly
25 percent of the Nation’s hydroelectric power. It could also affect
our ability to restore and sustain aquatic ecosystems and endan-
gered and threatened species.

While the Corps of Engineers does not have the mission to per-
form climate data collection, the Corps has been involved in climate
change impact studies since 1979. The Corps has participated in a
number of workshops with its Federal and State agency partners
in efforts to evaluate the development of technical and scientific
methods for incorporating climate change information into fore-
casts, flood and drought frequency analyses, and planning evalua-
tion approaches for new projects, as well as for existing ones.

Two of the Corps’ significant activities, hydroelectric power and
inland navigation, relate directly to energy independence and cli-
mate change, and all of our mission areas could be affected by cli-
mate change. Hydroelectric power helps make us less dependent on
foreign energy sources. The Corps is the single largest producer of
hydroelectric power energy in the United States. It operates and
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maintains 75 multiple purpose hydropower projects, generating
about 78 billion kilowatt hours of electricity per year. The Corps
accounts for about 24 percent of the Nation’s hydroelectric power
capacity and about 3 percent of the total electric power capacity of
the United States. This output makes the Corps the fourth largest
electric utility in the United States, one which uses no imported
fuel and emits no greenhouse gases.

The Corps maintains the Nation’s inland waterway navigation
system, which is an important part of the national transportation
system. Waterborne transportation is often capable of moving com-
modities and products more efficiently than they could be moved
over land, potentially reducing fuel consumption and greenhouse
gas emissions.

Because all of our missions can be affected by significant shifts
in weather or climate, it is important to the Corps to account for
these possibilities in our project planning and operation. To that
end, the Corps is pursuing an expanded use of risk-based planning.
The risk-based planning process considers uncertainties such as
the effects of climate change evaluated through multiple possible
scenarios of future environmental conditions. The ongoing work in
the Louisiana Coastal Protection and Restoration Study is an ex-
ample of the application of this process.

There are many avenues through which the U.S. Army Corps of
Engineers Civil Works Program can help address the difficult sci-
entific, technical, and operational issues raised by the uncertainty
associated with climate change and its potential impacts on water
resource management. We have the necessary authorities to con-
duct a broad program of necessary first steps that are part of a
longer-term proactive adaptive management strategy.

The Corps of Engineers is a leader in innovative, yet practical
cost-effective approaches and is working to incorporate potential
climate change impacts in the planning and management of our
key water-based infrastructure. We are well positioned to respond
to the Nation’s needs now and in the future.

Mr. OBERSTAR. Excellent. Thank you very much for your presen-
tation. The Corps has within its reach the ability to make big im-
pacts on our energy picture.

Our next witness may have an even bigger impact on energy,
Lurita Doan, Administrator, GSA.

Ms. DoOAN. Good morning, Chairman Oberstar, Ranking Member
Mica, and Members of the Committee. I am Lurita Doan, Adminis-
trator of GSA. GSA has an extraordinary commitment to energy-
saving initiatives and I am very pleased to have this opportunity
to discuss GSA’s endeavors here today.

A critical part of GSA’s mission is to provide responsible choices
that help our client agencies meet their environmental obligations.
Our offerings include the construction and leasing of energy-effi-
cient buildings, the procurement of renewable utility services, envi-
ronmentally friendly telework and other alternative workplace ar-
rangements, and a selection of the latest alternative fuel vehicles
and a wide range of environmentally preferable office products.

From the space and services provided by our Public Building
Service to the products and services provided by our Federal Acqui-
sition Service, I am proud of the leadership GSA demonstrates and
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the assistance we provide to the Federal community to meet or ex-
ceed the targets set by Congress in the Energy Policy Act of 2005
and the targets set by President Bush’s new Environmental Execu-
tive Order.

I am also proud that GSA’s efforts to achieve energy efficiency
through good practices, new technologies, innovations, and plain
old common sense have helped reduce our energy usage as well as
our operating costs. Today I would like to discuss GSA’s leadership
in energy-efficient green buildings, GSA’s offerings of environ-
mentally responsible products and services, and GSA’s government-
wide telework initiative, including our centers that relieve Federal
employees from daily traffic snarls and also reduce greenhouse gas
emissions.

GSA’s achievements and initiatives in these areas are detailed in
my formal statement already submitted to the Committee. For
now, I will focus on a few highlights.

Through PBS, our Public Building Service, for instance, GSA has
an opportunity and a responsibility to lead the Federal Govern-
ment by example and demonstrate how we can reduce energy con-
sumption by integrating energy efficiency into building designs,
while still creating superior workplaces, and GSA is doing just
that. For example, GSA operates its buildings at costs that are 5
percent below comparable buildings in the private sector, and GSA
pays 12 percent less for its utilities because we can drive costs
down through the leverage buying power of the entire Federal Gov-
ernment.

Similarly, our Federal Acquisition Service offers agencies a wide
array of energy saving services and products, including alternative
fuel vehicles and hybrid electric vehicles. Perhaps most Americans
don’t know this, but GSA is one of the Nation’s largest purchasers
of alternative fuel vehicles. With over 100 contractors on GSA
schedules, agencies can find a host of services that help them audit
their current usage, that properly meter their buildings, and evalu-
ate alternative energy options.

On a third front, GSA is a co-lead agency for Federal telework
and established a no-cost trial of the GSA telework centers. Based
on data from our 14 centers, we estimate that telework at these
centers annually save nearly 2.8 million travel miles, which in turn
saves 115,000 gallons of fuel and avoids 2.3 million pounds of emis-
sions.

Sustainable design, meanwhile, is a holistic approach to con-
structing, modernizing, and operating buildings that seek to bal-
ance costs, environmental, social, and human benefits with func-
tional needs of our customer agencies. GSA uses the U.S. Green
Building Council LEED certification in the design of new construc-
tion and GSA is a leader in sustainable design and has earned a
LEED rating for 19 buildings to date, with 60 more planned.

Mr. Chairman, whether it is sophisticated lighting systems, wind
power, or telework, GSA is fully committed to achieving and ex-
ceeding the goals of the Energy Policy Act and the President’s Ex-
ecutive Order. As Administrator, I feel blessed that GSA has a tal-
ented, creative, and innovative workforce. GSA has some of the re-
sources to help our client agencies and our Nation become more
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conscientious stewards of our air, land, and water but, truthfully,
more are needed.

I also want to help folks in the business infrastructure sector un-
derstand that if you build it, GSA will come. We need more energy
infrastructure, whether it is wind power, hydroelectric, photo-
voltaic, more E85 stations, more bio products, we need it. If you
build it, we will come.

I would be happy now to respond to any questions from you or
Members of the Committee. Thank you.

Mr. OBERSTAR. Thank you very much, Ms. Doan. Mr. Mica tells
me that you are from New Orleans originally.

Ms. DoaN. I am indeed.

Mr. OBERSTAR. That is my wife’s home.

Well, Secretary Peters, it occurred to me, as I read your state-
ment last night and listened to you again this morning, you quoted,
with much approval, Mayor Bloomberg and his cordon pricing pro-
gram, and also quoted him asking what options do we have. Should
we continue to have wasted time, lost business, higher prices, or
should we charge a modest fee to encourage people to take mass
transit?

We encountered that issue in the safety round in the TEA-21 and
in SAFETEA-LU on two scores, one on seat belt usage—which the
Governor of New Jersey should have paid attention to—and, sec-
ond, on alcohol and driving. And in the complex negotiations within
the Committee, and then between our Committee and the Senate,
we settled on incentives rather than penalties.

You seem to be endorsing the mayor’s support for a penalty,
rather than provide incentives for people to use transit. Wouldn’t
an incentive payment of some sort, a subsidy of transit, be a better
approach, comparable to what we did in TEA-21 and SAFETEA-LU
on seat belt and on .08 alcohol?

Secretary PETERS. Mr. Chairman, I certainly do believe in incen-
tives and, as you discussed, during the negotiations for SAFETEA-
LU we did arrive at incentives and they have worked very well, es-
pecially in the seat belt law area, extremely good progress.

The truth is that in New York City, as well as here in Wash-
ington, D.C. and in many other areas, transit benefits are given or
incentives are provided to employees to use transit. In fact, at our
building, I believe as well as many other buildings here in the U.S.
Government headquarters, we charge employees who choose to
drive and park, but we give them benefits, transit benefits author-
ized by Congress if they use transit. That is the case in New York
City as well with many of the employers, and yet Midtown Man-
hattan is still very, very congested.

Mayor Bloomberg has said that you pay a price. Either you pay
a price for coming into the city, as he has suggested, or you pay
a price in lost time and lost productivity.

Mr. OBERSTAR. Let me contrast that with Denver, under Mayor
Wellington Webb, where he said we don’t want your pollution in
the center city; leave your car outside. We will give you a ride free
on our Circulator System in the center of the city. Keep the pollu-
tion out and your experience in our city will be a much happier
one.
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In Portland, in the center of the city they have a circulator sys-
tem, a trolley that you ride free, get on and off as many times as
you wish. When you get beyond a certain zone, then you pay.

In the transit account of the Highway Trust Fund, municipalities
under 200,000 population can use their transit grants for capital
account as well as for operating comp, but those above 200,000 are
not allowed to do that by current law.

Would you support changing the law to allow large municipali-
ties to use funds for operating assistance in order to encourage
greater transit use?

Secretary PETERS. Mr. Chairman, as you are aware, during the
first three years of operation, in most cases, CMAQ funds, for ex-
ample, can be used for operation. That has been——

Mr. OBERSTAR. But not for those above 200,000.

Secretary PETERS. Not for those above 200,000, sir. I would sup-
port maximum flexibility for State and local governments.

Mr. OBERSTAR. Thank you. That is excellent. I appreciate that.
It is nice to have a straightforward answer. Not that you don’t, but
it is all too often we have an Administration witness, they don’t
know what OMB is going to say. That is a good candid, straight-
forward answer. I appreciate it. Excellent.

Mr. Johnson, let me find my notes. Here we are. The Supreme
Court, on April 2nd, said that EPA has to take into account CO2
as an air pollutant and that you do have the ability to set emission
standards for motor vehicles. It also said there is no conflict be-
tween setting CO2 standards to protect public health and welfare
under the Clean Air Act, and that there is no conflict between that
and the Department of Transportation setting fuel economy stand-
ards. What does EPA intend to do now in the aftermath of the Su-
preme Court decision?

Mr. JOHNSON. Well, as you point out, the decision that the Su-
preme Court made on April the 2nd does present a series of com-
plex issues, the one you mentioned being one of them. We are cur-
rently evaluating what the Supreme Court said, considering those
kind of issues, the intersection between the Clean Air Act and De-
partment of Transportation’s activities. We are considering all op-
tions. We are moving expeditiously. This is an important issue. But
we are also moving responsibly.

Mr. OBERSTAR. Well, there is an opportunity now, with that deci-
sion, and I encourage EPA to move ahead vigorously with it.

Secretary Woodley, some years ago—goodness, 20 plus years
ago—this Committee directed the Corps to evaluate the potential
for low-head hydro application on streams other than those where
we have the major projects, and then come back and report to Con-
gress on those 5 kW and above. Are you familiar with that report?

Mr. WOODLEY. It must have been before my time, Chairman.

Mr. OBERSTAR. Have you update—yes, go ahead.

Mr. WOODLEY. It must have been before my time.

Mr. OBERSTAR. It was, yes.

Mr. WOODLEY. I can tell you

Mr. OBERSTAR. Probably when you were still in college.

[Laughter.]
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Mr. WoOODLEY. Although 25 years is a long time to spend evalu-
ating anything, even for the Corps of Engineers, it would not be
unprecedented.

Let me respond seriously, though, that I have seen low-head ap-
plications in place, particularly in New England, where they are
being vigorously pursued. I think that there is a great potential
there for development that would require very little infrastructure
and would present substantial opportunities for more additional
hydroelectric power from our facilities, using water that

Mr. OBERSTAR. Well, we are going to get together with you too
and with the Chief of Engineers and revisit the issue and harness
the Corps’ ability to deliver real engineering results, as it does. I
have such great admiration for the Corps and all of its work, but
in your statement you talk about adaptive management—that the
Nation’s water resource infrastructure can be adapted to address
subtle changes and trends. Now, I don’t want to be picky, but we
have not seen much subtle change in a long time.

I have a compilation over the last 20 years of the costs of dis-
aster relief expenditures by FEMA and by the private insurance
sector, and it adds up to $35 billion from 1980 to 2000, and $115
billion by the private sector insurance companies, and if you look
at the progression, if you go back to 1980, FEMA disaster relief
was in the range of $850 million. It fluctuates, it goes down, it goes
up, but then from 1990 on it is $2 billion, $2.5 billion, $4.3 billion,
$3.6 billion, $4.3 billion, $4.4 billion. The private sector keeps going
up. There is a progression. And that doesn’t include the $27 billion-
plus of Hurricanes Katrina and Rita.

We are seeing a steady progression, if you just measure it in cost,
of an increase of storms of powerful effect on people, on commu-
nities, and on our total public works infrastructure. And then you
go on to say, generally, however, we have formulated our projects
to address storms that are more likely to occur. I think that the
gentleman from Louisiana to my left, Dr. Boustany, would say we
are way passed evaluating things that are likely to occur. We need
to protect against storms of a magnitude that we haven’t yet imag-
ined.

Now, Ms. Doan, I followed with great interest your many discus-
sions of pilot projects, building modernizations, and projects that
are nearby in Suitland, Maryland, or as far away as San Francisco.
There is a highly commendable record of accomplishment in GSA,
but GSA is the landlord of 367 million square feet of civilian office
space, and the electricity bill is $5,800,000,000 a year. We have to
do a whole lot more than we are doing now, and we intend to give
GSA the authority and the encouragement and the incentive to ac-
celerate this initiative.

If we can get a bill through the Senate that we passed in the
House to convert the Department of Energy, which should be the
symbol for America of conversion to photovoltaics, then we can
carry that pilot all the way through the rest of the Federal Govern-
ment and save an enormous amount of cost to the taxpayer, and
of CO2 emissions to the environment.

Are you ready to get on board with that?

Ms. DoOAN. GSA strongly supports photovoltaic efforts as a way
of providing alternative energy. In fact, we have a very strong
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track record in that area. We have worked very hard and we just
started another effort just last month in the Denver Federal Cen-
ter. In addition to that, we think that it makes an enormous
amount of economic sense. We also want to expand our efforts a lit-
tle bit further into our land border ports of entry program on the
roofs where it makes sense, where we have enormous amounts of
solar power available to us. In fact, in Waltham, Massachusetts, we
have an integrated solar roof where 45 to 50 percent of the total
building supplies—the solar roof on top of it provides for their elec-
tricity needs. So we are very much in support of these initiatives.

Mr. OBERSTAR. Thank you very much.

The gentleman from Louisiana, Dr. Boustany.

Mr. BousTaNy. Thank you, Mr. Chairman. Thank you for holding
this hearing.

Secretary Peters, we have all followed the increased ethanol
usage with a great deal of interest. Granted, we know there are
limitations agriculturally with some of the technology and even
pipelines for distribution, so there are going to be problems that we
will face with these limitations. I am curious to know—what is the
Department doing with regard to aviation fuel alternatives and
biofuels and the like?

Secretary PETERS. Congressman, that is a very good question. In
fact, aviation has increased their fuel efficiency by 33 percent in
about the last 10 years, so they certainly have stepped up to do a
lot of things. Currently, both Boeing and GE are making forays
into alternative fuels for aviation, and they are also beginning, at
airports, to look at the opportunities for ground-based equipment
to be alternatively fueled, perhaps electrified vehicles, so that they
aren’t burning fuel.

We are also looking at ways when jets are taxiing, after they
have landed and gotten off the active taxiway, and whether there
are ways to move that jet with a lower cost technology, such as a
nose wheel motor, that would prevent them from running those jet
engines while they are on the ground. So there are a number of
things underway for doing that, as well as fuel options. As I men-
tioned, both Boeing and GE are looking very heavily into fuel op-
tions for aviation as well.

Aviation is one of those forms of transportation where they abso-
lutely are looking very hard to conserve fuel whenever they can be-
cause it is such a large part of their expenses.

Mr. BousTANY. Thank you. What will be the U.S. policy if the
EU imposes an aviation fuel emissions tax? Could you elaborate a
little bit on that?

Secretary PETERS. Congressman, we are very opposed to that. We
are very opposed to a unilateral measure such as EU is considering
for aviation, and feel very strongly that the whole issue of emis-
sions and global warming, climate change are global issues, not
issues that are specific to the European Union. I have also talked
with my counterparts in China. They are opposed, as well as many
other countries also. So we do intend to push back very hard
against the EU on this unilateral measure.

Mr. BousTaNy. Thank you.

Mr. OBERSTAR. If the gentleman would yield for just a moment.

Mr. BousTtany. Certainly. Yes.
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Mr. OBERSTAR. I assure the gentleman further time.

Our Committee did conduct an extensive session in Belgium with
the European Commission, with the minister of transport, Euro-
pean Parliamentary Members of their transport Committee, that
included an extensive discussion of the emissions trading regime
for aviation that the European community is moving forward on,
and their goal is to implement an emissions trading scheme for
aviation by 2011, 2012. Their goal was also to impose it on the
United States in our airspace.

We made it very clear on a bipartisan basis that this is our sov-
ereignty and that we will deal with it. We also told Europe that
we were 10 years ahead of them on noise. We put in place a noise
reduction rule in 1990, legislation that I initiated as Chair then of
the Aviation Subcommittee, and Europe didn’t come along until 10
years afterward. We want credit for what the United States did.
We will deal with our issue in our sovereign airspace and Europe
can deal with yours in European sovereign airspace. We ought to
harmonize it for the benefit of the world, but we have to bring the
rest of the world along with us.

I thank the gentleman for his time.

Mr. Boustany. Thank you, Mr. Chairman.

Mr. Johnson, in March of 2007, you convened a climate change
working group within the EPA’s Office of Water, and specifically in
your written testimony you mentioned mitigation, adaptation, and
research. Can you go into greater detail as to what this working
group will assess, and how do you think water programs and water
quali‘g}y infrastructure can mitigate the release of greenhouse
gases?

Mr. JoHNsSON. Well, thank you very much, sir. The reason why
we convened this work group is that there are a number of issues
that we must address, as we look at global climate change and its
potential impacts, and one of those is on sea level rise and the con-
cern for our oceans and our coastal waterways, what that means
for not only the environment, but also where we get our water for
drinking water, as well as wastewater treatment.

So we convened a group inside the agency to take a very close
look at the tools under the Clean Water Act and how we could use
those tools and how we can use those tools to help to mitigate or
to better understand, but mainly to make sure that we are able to
address any changes that may occur from greenhouse gas emis-
sions. So we have started that effort not only inside the agency, but
with our Federal partners and, in some cases, as we have looked
at some of our precious natural resources like the Chesapeake Bay
with our State partners there as well.

Mr. BousTany. I thank you.

Secretary Woodley, I think you mentioned in your verbal testi-
mony that you did not need additional authorities, and I guess I
would like to pursue that a little further. Do you see that you need
any additional authority as you look at your project studies, and
specifically do you need authorities in addition to Section 707, Sec-
tion 329, Section 731 of the Water Resources Development Act of
19867

Mr. WoOODLEY. No, sir. Thank you for the question. We believe
that the authorities that we are currently operating under are suf-
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ficiently broad to allow us to take into account climate change
issues as they apply both within our planning processes and within
our operational measures within the program.

Mr. BoUSTANY. So you are looking at climate change when you
look at the impact on flood, storm, and drought risk in the U.S,,
also the impact on hurricane activity intensity, storm surge, sea
rise level, associated flooding? These are all things with your cur-
rent authorities that you are able to address?

Mr. WOODLEY. Yes, sir.

Mr. BousTaNy. Okay. And will incorporating these types of cli-
mate change analyses increase the cost of conducting studies? In
other words, are non-Federal project sponsors who currently pay 50
percent of all study costs willing to bear this increased cost, and
has there been some dialogue with the non-Federal cost share
sponsors?

Mr. WOODLEY. I would say that our cost share sponsors are in-
terested in the best planning process that we can achieve. They are
interested in a planning process that is comprehensive and that
takes into account all the risks that their populations will face. So
we have not had—I am certainly not aware of any difficulties or
issues that have been raised with our partners in that regard.

Mr. BousTANY. Thank you, Mr. Woodley.

Ms. Doan, is GSA doing anything to reduce Government facili-
ties’ dependence on the existing energy grid?

Ms. DoAN. Yes. GSA is working very hard to generate independ-
ence from the grid. As I mentioned earlier, we are making enor-
mous efforts in different types of energy. We have made efforts to
use wind power, hydroelectric power, of course, photovoltaic or
solar power, but in addition to that, we will be removing some of
our energy from the grid.

In fact, many areas where we are generating power, we then re-
turn energy to the grid. Our new effort that we have begun at the
Denver Federal Center will do exactly that. In addition, at the FDA
here in Maryland we have a heating plant that does exactly that,
and it is cogeneration of power.

Mr. BousTtany. I thank you.

Mr. Chairman, I yield back.

Mr. OBERSTAR. I thank the gentleman and the witnesses.

Now, the Chair recognizes the gentlewoman from the District of
Columbia, Ms. Norton.

Ms. NorRTON. Thank you, Mr. Chairman. Thank you very much
for this important and timely hearing.

If T could just do a little demonstration for a moment. Behind
this curtain is sunlight. That is sunlight, Mr. Chairman.

[Laughter.]

Ms. NORTON. I do that demonstration because I sat in a hearing
recently, and everybody who came into the room said, oh, it is
freezing in here, it is freezing in here. And, of course, I looked
around and we were all closeted in these curtains, and I recognized
that there is an AV. You know, at home, when you look at tele-
vision, you don’t close down the sunlight.

It does seem to me that a lot of what the Federal Government
has to be doing has to begin at home, and I do want to know—I
want somebody to find out when the idea began that we had to
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close up all of the curtains and depend on these things here as we
preach to the Country what they are supposed to be doing. Maybe
it is the best thing to do, but I am not sure it is.

I think anybody who either shuts out sunlight or uses a great
deal of electricity has the burden of demonstrating why they are
doing so. That is why I applaud the speaker, who has taken a lead
for the Capitol complex in light bulbs, where we are supposed to
immediately convert 2,000 desk lamps and, within six months,
10,000.

I applaud it because, frankly, I don’t think the problem with the
Federal Government is leading by example; I think it is much more
serious than that, because it is typical, Mr. Chairman, to underesti-
mate the effect the Federal Government could have on changing
energy policy just by what it does itself within its own operations.
We are the big kahuna, and if you want to drive down the cost of
all of this, the Federal Government leads in doing it and then oth-
ers follow.

Our ability to affect the marketplace is incalculable, almost,
here. Ms. Peters and I have had a running dispute that I want to
just cite when it comes to leading by example, and perhaps to con-
trast that with Administrator Doan, because I think GSA has had
decades, before climate change became much of an issue, of leader-
ship, rather muted leadership, not preaching it, but certainly try-
ing to practice more of it than I think is known.

On the other hand, just to give a perfect example, because I read
your testimony, Ms. Peters, about some of the things you want to
do. Some of those things sound to me to be very progressively mov-
ing in the direction of encouraging local jurisdictions. It seems
small, but there is limited money. One of them, I noted in your tes-
timony you want to fix bottlenecks in our transportation systems,
include the efficiency of our existing road system, and direct lim-
ited investment capital where it is most needed.

You are about to be in the center of the storm at the Department
of Transportation. This Committee, for 20 years, worked to get the
Department of Transportation a new building. Now you have a new
building close to South Capital Street, in one of the great entry
portals to the city. It is great all right. It is so great that you can’t
get in it or out of it. Well, there is a lot of vacant land around it
and the District is about to build a new Nationals baseball sta-
diuﬁn, and the District is hustling with all kinds of changes in
roads.

The Federal Government gave, to its credit, because this is
where the Navy Yard is, the Department of Transportation, the
U.S. Capitol, $20 million to expand the Navy Yard subway. We are
trying to use every church lot to have people park, rather than
have them bring their cars anywhere close. The people who own
the stadium are going to shuttle people in.

The Department of Transportation has a brand new, brand new
building and a brand new garage that is empty, or almost empty.
If they want to use part of it, that is all right, but most of the peo-
ple have gone home by the time the night games, which are when
most night games.

A creative proposal came forward from the people who own the
stadium, who said that there are certain people that they know will
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drive, and those are the people who have those season tickets. They
paid a lot for them. And they offered to vet those people in a way
that no Federal employee is vetted; in a way that none of us or our
staff is vetted. I was able to get the Navy Yard, which is along the
same stretch of land, to agree that anybody who has a DOD pass
around his neck—and that can be a contractor—can park there if
they are going to a night game at the ballpark.

Talk to the GSA and to the credit of the GSA, to the credit of
the owner who runs the Department, who built this structure, the
owner now of the structure, all of them said, given all the vetting
you are talking about, it seems to be the highest and best use of
the garage at night. Some revenue will come to the Federal Gov-
ernment; the cars, instead of being stretched along South Capital
and M Street, which is the worst bottleneck in the city, those cars
will go into the garage. I don’t want to say, Mr. Chairman, because
it is very elaborate what they will do. These are people who are
willing to anything because it is a very small group of people that
we are talking about, the people who can afford those tickets, and
they are willing to go through that.

When we sat down with the security people, we recognized that
they wouldn’t want to take that responsibility. So we had talked
to Ms. Peters’ predecessor; she seemed to be open to this, to see the
common sense value of this. But when it came to the Secretary, de-
spite all she has had to say here this morning, she would rather
see the bottleneck around her own Department of Transportation
than see the garage used at night by people who have been vetted
at the highest use. They used the Federal Government’s highest
use vetting in order to come forward with a plan.

So the whole notion of the Administration, Madam Secretary,
proposing in this year’s budget $175 million to expand capacity and
improve operations along heavily congested interstate travel and
trade corridors does not seem consistent. All I am saying is the De-
partment of Transportation has a burden not only of leading by ex-
ample, but of explaining, if we are not able to do something about
that congestion when that ballpark opens on April, what the De-
partment has done. The Department of Transportation must ex-
plain what it has done to ameliorate the very congestion that you
claim it is your mission to ameliorate throughout the Country. You
need to start right where you live, in the Department of Transpor-
tation.

I want to say that we will be holding a series of hearings, Mr.
Chairman, on energy conservation in Federal real estate, because
we own real estate throughout the Country and, by ourselves, could
have a significant effect on energy matters. But we are not going
to start with those forms of conservation that cost money. We are
going to start with ordinary, old fashioned conservation like dim-
ming lights after certain hours, making officials in Federal build-
ings responsible for that policy, keeping temperatures down, and
allowing air conditioning and heating not to reflect the kind of tem-
perature you find in movie theaters, when you come in and you are
cold, or a hearing room and you are cold, but keeping those tem-
peratures down.

I believe that we have underestimated what the Federal Govern-
ment itself can do, not by pilot projects. And the testimony here
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has been full of pilot projects and small things. I do want to say
GSA has, for decades, been building in such—with some cost, build-
ing into construction and into requirements some important en-
ergy-efficient saving matters, but I take my time, Mr. Chairman,
to say that the Department of Transportation—and I am here to
hear any response she has to make—has left me to my own de-
vices. And I tell you, as a Member of Congress, I am not going to
sit here and watch the Department of Transportation become the
center, the vortex of the congestion of which I speak. If I have been
left to my remedies as a Member of Congress, I have my remedies,
and I intend to take them.

Secretary PETERS. Madam, would you like me to respond?

Mr. OBERSTAR. The gentlewoman’s time has expired, but the
Chair will entertain the Secretary’s response.

Secretary PETERS. Mr. Chairman, thank you so much.

Congresswoman, indeed, the new DOT building is a green build-
ing. We worked very closely with GSA to ensure that that building
is not only energy efficient, but takes maximum opportunity to use
natural light, as opposed to having to put artificial lighting in the
building.

The issue with which you and I had a discussion has to do with
using a single-entrance underground parking garage, as you men-
tioned, for season ticketholders. Madam Congresswoman, I evalu-
ated that request very, very carefully. The exterior of the building
has been hardened against terrorist attacks, as should be done in
buildings built for the Government in a post-9/11 environment. The
parking lot has not been hardened. I consulted security experts in
this field and, to a person, they told me that it constituted too great
a risk for the building and the employees of the building to allow
parking of non-government employees in there.

I very carefully evaluated that request

Ms. NorTON. Did you talk about how these people will have been
vetted at a level beyond what Government employees have been
vetted?

Secretary PETERS. Madam Congresswoman, I did. My responsi-
bility at the end of the day is to ensure the safety and security of
our employees and the building for which I have responsibility. I
consulted safety experts. I have made a decision, and the decision
is not one that does not look carefully at the option that you put
forward.

Mr. OBERSTAR. The matter is one of great importance. It carries
over from that of energy efficiency to one of security, and it is a
matter that can be explored in further inquiries.

The gentleman from Maryland, Mr. Gilchrest.

Mr. GILCHREST. Thank you, Mr. Chairman. A quick comment,
then a few questions.

Recently, I read this book called Human Options. It is about a
30 year old book by Norman Cousins, a journalist and author well
respected from the 1940s through the early 1980s. There is a quote
in that book that says, “history is a vast early warning system.” So
taking that quote into this framework, we can use both an under-
standing, being knowledgeable about political history with these
issues and how they have been dealt with and how successful they
have been, and both certainly from the early discussions here about
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climate change, an understand of the geologic history of the planet
is not unimportant for each of you to have a clear understanding
of, as far as where do we go with climate change, where do we go
with greenhouse gases with emissions from automobiles or power
plants, or even where we park when we go to a baseball game.

So I would hope that all of you collaborate and integrate your
ideas and your ingenuity, whether it is NOAA or USGS or the De-
partment of Transportation, the Corps of Engineers, GSA, EPA,
etc., because this is much bigger than one agency can handle. It is
much bigger than one entity in the Government can handle. We
have heard about silos and stovepipes and all of those things, and
we have run out of time to deal with it in any way effectively. So
I appreciate your time here and your efforts that you are all mak-
ing in the individual agencies and departments that you represent,
but it is so important, even with the remaining time in this Admin-
istration, for each of you to collaborate as much as is possible.

The first question I have is to Mr. Johnson. Mr. Johnson, how
do you see the California new vehicle emission law affecting the
rest of the Country and affecting the rest of the Country on how
people purchase vehicles?

Mr. JoHNSON. Well, California has a petition before the agency
now, which we are evaluating. We have two public comment peri-
ods, actually hearings, one here in Washington, D.C. on May the
22nd and on May the 30th one in Sacramento, California; and
those are the very questions that we are asking as part of the peti-
tion process, is asking for public comment on the California peti-
tion requesting a waiver:

Mr. GILCHREST. Just on another level, though, do you see what
California is doing as a very positive opportunity that the Nation
can take advantage of, along with, I don’t know, the several other
States involved in that as well?

Mr. JoHNSON. Well, we are looking at the petition and we will
await the public comments that we get before we comment on the
merits or not of the petition. Again, the issue of global climate
change is serious, and, as you pointed out, sir, it is one that re-
quires really every one, from each of us as an individual, to depart-
ments, the Federal Government, to business and global.

Mr. GILCHREST. On that same line of thinking, as you respond
to Massachusetts v. EPA with regard to the vehicles and other
source of greenhouse gas emissions, how are you responding to that
Supreme Court decision, in a collaborative fashion; an idea, well,
greenhouse gases are not the same as coal particulates, they are
not the same as mercury, but when we see the potential of sea
level rise and the potential for various mosquitoes moving from one
latitude to another latitude, there is an effect of that accelerated
introduction of greenhouse gases that we haven’t seen in geologic
history. So if you could just give me some idea of how you are deal-
ing with that issue.

Mr. JOHNSON. Well, we are in active discussions with all the de-
partments, particularly the Department of Transportation, given
the nature of Massachusetts v. EPA, and there are many complex
issues, not only that present themselves focusing on the transpor-
tation sector, but also, then, what are the ramifications for other
sectors given the Supreme Court decision. So it is a complex issue.
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We are very actively working at all levels within the Administra-
tion to address this.

Mr. GILCHREST. Is this something that you think the Administra-
tion or EPA can handle under the existing structure of, let’s say,
the Clean Air Act, or is there some accommodation that needs to
be made, some adjustment, or anything that Congress needs to do?

Mr. JOHNSON. Well, certainly, the President wants Congress to
act on his 20-in-10 proposal of 20 percent reduction on our depend-
ence on foreign oil in 10 years, the two components being the alter-
native fuel standard of 35 billion gallons and, of course, then, revis-
ing the cafe standard. So there is something, yes, that can be done
legislatively. With regard to the Clean Air Act, it is a broad, sweep-
ing authority and we are currently evaluating it in light of the re-
cent Supreme Court decision.

Mr. GILCHREST. You think a cap-and-trade program similar to,
but certainly more broad than, the one that helped significantly re-
duce acid rain, sulfur dioxide—or the matter in which we got lead
out of gasoline or what we have done with CFCs—do you think
that can play a role in this?

Mr. JOHNSON. Well, certainly, there are a lot of tools, ranging
from voluntary programs, partnership programs, to cap-and-trade
programs, to taxes, to a variety of other incentive kinds of pro-
grams that can all work to address the issue. At the moment, our
focus, certainly at EPA, is looking at the Supreme Court decision
and what does that mean for motor vehicles.

Mr. GILCHREST. Just a last question, Mr. Chairman, if I may.

Do you think we have the time to deal with greenhouse gas emis-
sions based on the IPCC recommendation of trying to stay below
450 or 500 parts per million of CO2 in the atmosphere with a vol-
untary program by 20507

Mr. JOHNSON. Again, I think that there are a variety of tools that
we have, both domestically as well as globally. As you point out,
it is not only just the United States, it is not just the European
Union, but also developing countries. Certainly——

Mr. GILCHREST. I think, though, the U.S. has enormous influence
around the world.

Mr. JOHNSON. In fact—

Mr. GILCHREST. And when the U.S. moves, people respond.

Mr. JoHNSON. Well, in fact, as a Nation, as I mentioned in my
testimony, we, as a Nation, have spent, since 2001, $37 billion on
research, on technology, and even some tax incentives, which is
more than any other country in the world. So we are taking this
issue very, very seriously. We have made progress. We clearly have
more to do.

If T could, Mr. Chairman, one of the issues that came up about
what individuals can do. Energy Star products, you know, that lit-
tle blue star that is on light bulbs or on computers, last year, by
Americans buying Energy Star products, they saved $14 billion—
that is with a “B,” billion dollars—in energy costs. And if you want
to put that in terms of greenhouse gas emissions, that saved green-
house gas emissions equivalent to 25 million automobiles, just by
people buying products that have that Energy Star label, refrig-
erators, computers, light bulbs.
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So clearly an opportunity, whether you are an individual, wheth-
er you are a Federal facility or commercial facility, here in the
United States and around the world, we see people making a dif-
ference.

Mr. OBERSTAR. I thank the gentleman, who has now departed,
for his questions and for your responses; it is right on.

In that spirit, there is a company in my district that manufac-
tures an electric car that you can run for a whole year on what it
costs you to run your refrigerator for a whole year.

The gentleman from Illinois, Mr. Lipinski.

Mr. LipINSKI. Thank you, Mr. Chairman. I thank you for also
holding this hearing. It is important that we look in all areas, espe-
cially those we see in transportation, to see how much energy is
used. So we are looking at climate change, but also, just in general,
trying to save energy and become more energy independent in our
Country. It is very important to look at this.

I wanted to say to Chairwoman Norton that I don’t know how
long it took me before I actually realized that there were windows
behind the curtains in these hearing rooms. I just saw it hanging
there, I just thought they were decoration covering the wall, but I
finally found out there were actually windows back there. I chose
my office based on facing south. I won’t have an office unless it
faces towards the sun, so that tells you a little bit about where I
am looking.

I want to ask Administrator Doan a question to first start. You
had said that the GSA has an opportunity and responsibility to
lead the Federal Government by example, and Chairwoman Norton
also talked about the responsibility that the Federal Government
has. It is not just the example that helps, but it has an actual im-
pact on the market.

I introduced a bill recently, a bipartisan bill, the Bright Energy
Savings Act, which directs the GSA to replace light bulbs. When-
ever a light bulb is replaced—not to take all of them out right away
and change them, but whenever a light bulb needs to be replaced,
doing so with a high efficiency light bulb. Right now, most likely,
this would be a compact fluorescent bulb, although later this year
there is a new generation of halogen lights that will be coming to
the market.

But the CFLs, right now use 75 percent less energy than the in-
candescent light bulbs. This results in a greenhouse gas emission
reduction, reduction in energy used, and also it saves money. The
estimates are about $43 over the lifetime of a bulb, for one bulb,
and I have been told that there are about 3 million light bulbs in
GSA buildings.

So I wanted to ask you mentioned a few things about what had
been done by GSA in terms of lighting, although I wasn’t exactly
sure. You talked about light fixtures. I was wondering if there has
been any effort to put in high efficiency bulbs in GSA buildings and
what exactly has been done in this regard to lighting.

Ms. DOAN. GSA has actually employed several different strate-
gies. One of the most basic, of course, 1s actually applying daylight
harvesting strategies, such as interior and exterior lighting shelves
that capture and redistribute the daylight throughout the build-
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ings; working at limiting or eliminating incandescent lamps; reduc-
ing light wattages below the current standards.

For example, the old practice was 4 to 7 watts per square foot,
and the new standard is 0.9 watts per square foot. Providing sky-
lights in our buildings, wherever possible, so that we can bring in
the natural light; limiting the window areas; providing exterior
shading; installing blinds; locating closed office and conference
space away from windows and placing open office areas by perim-
eter windows; using light-reflective colors.

In addition to that, we have daylight sensing automatic controls
for lighting and daylight zones; technologies that split ambient
lighting, task lighting for maximum efficiency; occupancy sensors
in non-regulatory spaces; high-efficiency glazing.

This is actually a good news story for us. But most light bulbs,
just to go back to that, are already high-efficiency light bulbs with-
in our buildings. We work very closely with agencies to look at
their desk lamps, for example, and starting back in 1990, GSA did
a massive retrofit of all of our Federal buildings to address exactly
the challenges that you just brought up, to try to increase that en-
ergy efficiency.

In addition, I would like to say we have some incredibly innova-
tive new buildings. For example, the San Francisco Federal Build-
ing has a daylight harvesting technique that actually captures the
daylight and it channels it back into the middle of the building. It
is in a tower that is only 60 feet wide, and because of that it now
is available to provide daylight to all the occupants. So by com-
bining the efficiencies with having switched out and retrofitted
light bulbs, as well as some inherent efficiencies in the new kinds
of design and construction, I think we are doing quite a bit in this
area; I actually have like 10 pages of lists that I could go through.

Mr. LipiNskI. Well, it is great to hear that all this is being done.
I would like you to get to me more specifics on, first of all—because
I am hoping that—we have 65 cosponsors on this bill right now. I
am hoping that we can do something on this, but I would like to
have more specifics on how many bulbs out there have been re-
placed, how many have not been replaced, just so we have an idea
about that, because I haven’t been able to get information along
those lines.

So if you could get that for us and also a little bit more specifics.
It is great to hear all these things are doing done, but there are
so many GSA buildings. It would be good to know more specifically
how widespread this has been done. So if you can get those to me
Sﬁ that we on the Committee could see that, I would appreciate
that.

Ms. DoaN. I would be happy to provide that information, and I
will tell you I think you will be delighted when you read it because
it truly is a good news story that GSA is putting forward. Thank
you.

Mr. LipINsKI. Thank you.

Mr. OBERSTAR. The gentleman from Texas, Mr. Lampson.

Mr. LAMPSON. Thank you, Mr. Chairman. Mr. Chairman, let me
start by asking for unanimous consent to insert in the record words
from our colleague, Congresswoman Eddie Bernice Johnson, who
could not attend this hearing.
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Mr. OBERSTAR. Without objection, the Subcommittee Chair’s
statement will be included in the record.

Mr. LAMPSON. Thank you. She states in here that under current
law there are two highway programs which were started in the
1991 ISTEA law that she believes do support local efforts to combat
greenhouse gases: Transportation Enhancements and the Conges-
tion Mitigation and Air Quality Programs.

Those programs, dollar for dollar, as your own data show, do
more to help the Nation curb harmful emissions by providing alter-
natives to solo driving, whether it is expanding transit or car-
pooling, improving traffic signalization, promoting innovative de-
mand management strategies, or making non-motorized travel
easier and safer; or the issue that I want to raise today, which is
very contentious in Texas at the moment, and that is whether
Texas elected officials can proceed to make policy decisions on the
construction of highways without interference from the Federal
Highway Administration.

I have a fairly lengthy statement to make and I have some ques-
tions within it, Madam Secretary, and I am going to ask that you
respond to the questions that I have in the middle of my statement
formally by writing, if you don’t mind, but I have two questions at
the end that I would like you to comment on.

I would like to refer and also ask, Mr. Chairman, that we put
into the record a letter of April 25th, 2007, from the General Coun-
sel of Federal Highway Administration in response to enquiries
from the Texas Department of Transportation.

Mr. OBERSTAR. Without objection, so ordered.

Mr. LaMPsSON. Thank you.

Within this letter, Mr. Rey, who sent the letter, says, “We urge
you to support the spirit of a fair and open competitive process in
whatever procurement procedures are adopted.”

Mr. Rey was referring to legislation in the State of Texas. It is
State House Bill 1892 that passed the Texas House and the Senate
is now waiting for the governor’s signature. The focus of Mr. Rey’s
concern is a highway project, State Highway 121, in the Dallas
area.

Secretary Peters, I assume that you are in favor of a fair and
open and competitive process in procurement. I certainly am. In
fact, I would assume that the Federal Highway Administration, the
U.S. Department of Transportation, and the Federal Government
all are supportive of fair and open competitive procurement proc-
esses. I certainly am.

Mr. Rey may not be familiar with some of the relative events
leading up to this decision in the North Texas Tollway Authority,
NTTA, not to bid on State Highway 121 project, so indulge me and
let me go through a few paragraphs and tell you all of this.

In January 2006, NTTA announced it was preparing to submit
a proposal for the State Highway 121 project. Soon after the Texas
Transportation Commission unexpectedly began a TxDOT com-
prehensive development agreement process for two significant
projects that NTTA had spent years designing and shepherding
through the environmental process.

These projects are the extension of the Bush Turnpike and the
Southwest Parkway in Ft. Worth. By starting that process, NTTA
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would be precluded by Texas law from carrying out the projects,
and this sent an unmistakable message to NTTA concerning the
consequences of its attempt to compete on that particular project.
It occurred after private companies had complained that they could
not and would not compete against NTTA. So Texas set about try-
ing to fix that problem.

NTTA did not bid on State Highway 121 because almost an ex-
tortion by the Texas Department of Transportation, not out of its
own free will. In February, TxDOT awarded a preliminary 50 year
concession on this project to Sintra of Spain. Sintra’s price was $2.8
billion. Sensing that Sintra’s bid may not have been in the public
interest, there began an effort by State Senator John Carona,
Chairman of the Senate Transportation and Homeland Security
Committee, to try to change that process. NTTA responded infor-
mally, saying that it could generate $6.3 billion for another region,
and it is able to generate so much more because it has such a sig-
nificantly lower cost than Sintra.

I don’t think that you, Madam Secretary, would argue that the
original procurement process was a fair and competitive and open
process. Clearly, that was not the case. This House Bill 1892 in
Texas is their attempt to correct significant mistakes and improper
action by TxDOT. It provides an opportunity to NTTA to submit a
formal bid on that project. We hope it will become the law and they
will have that opportunity. We don’t know what their bid will be,
that will be forthcoming in the next week or so, but this process
provides an excellent opportunity to test the hypothesis that has
been stated so often that it takes on an aura of unquestioned truth,
and that is that the private sector can deliver transportation
projects faster, better, and cheaper, and can deliver at greater
value to the public.

Now we can road-test that proposition to see if it is indeed true.
If NTTA'’s initial estimate turns out to be anywhere close to the for-
mal bid, hundreds of millions, if not billions, of dollars higher than
the highest bid from the private firm, then we know that the public
sector agencies can compete well against its private sector counter-
parts. The original hypothesis is more of an article of faith than a
proven fact.

TxDOT received a letter from Ms. Janice Brown, the Texas Divi-
sion Administrator of the Federal Highway Administration. In her
letter, dated April 24th, she stated that, “In our view, any arrange-
ment with NTTA would be a government-to-government agreement
and we would treat the arrangement as a publicly owned and oper-
ated toll facility. Should TxDOT wish to re-compete the CDA after
terminating the current CDA procurement process and seek a Fed-
eral highway grant loan, we would be forced to closely examine the
circumstances of the new competition to ensure it met Federal re-
quirements for fair and open competition.”

Mr. Chairman, I also ask that this letter be put into the record.

Mr. OBERSTAR. Without objection, so ordered.

Mr. LAMPSON. Secretary Peters, is a government-to-govern-
ment—and I don’t want you to answer this right

Mr. OBERSTAR. I want to encourage the gentleman to come to his
question here.
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Mr. LAMPSON. Okay, Mr. Chairman, I will do so and put the rest
of this into not only a letter to Secretary Peters, but also into our
record. This is a critically important problem for our State.

There were other letters that were written; there questions asked
by Senator Kay Bailey Hutchison. There has been conflicting infor-
mation presented back and forth through a course of several let-
ters, and I wanted to put this into the record.

Mr. OBERSTAR. Is the gentleman asking for the Secretary to re-
spond at this point?

Mr. LAMPSON. I will go straight to that right now, Mr. Chairman.
I thank you for your indulgence.

I am confused by some of this. Statements in the letters that
have been submitted by Mr. Rey in his May 10th letter seem to run
counter, if not directly undercut the position that you have ex-
pressed and Senator Kay Bailey Hutchison’s letter that you sent to
her, so here are my two questions.

Where does this bill, H.B. 1892, supersede Federal highway laws,
and can you give me your firm assurance that TxDOT can imple-
ment H.B. 1892 in such a way that would not affect Texas’ ability
to receive Federal aid highway funds?

Secretary PETERS. Congressman, I can answer your question, but
I cannot give you an absolute. H.B. 1892 can be implemented with-
out violating Federal law if the interpretation and the implementa-
tion that the State of Texas takes concerning the general assent
clauses are consistent with Federal law. That is the very issue that
I addressed in the letter to Senator Hutchison on the 10th of May.

The letter on the 10th of May from Mr. Rey to Texas DOT was
in response to a different request from them, asking what they
would have to do in order to ensure that H.B. 1892 did not violate
provisions of law.

At the end of the day, same conclusion is there, but the letter
that Mr. Rey wrote on May 10th, of course, is a much more lengthy
legal interpretation based on specific questions that TxDOT asked.

But the bottom line of this issue is this is up to Texas to do this.
We feel the discretion to pass this law, to implement this law is
the State of Texas and the State of Texas alone. What we want to
do through guidance that we have been asked to provide is to en-
sure that there is not a jeopardy in the use of Federal funds in that
process.

And if I may speak specifically to the State Highway 121 pro-
curement, as you indicated, once TxDOT started a procurement for
a concession agreement on that particular project and then ulti-
mately concluded that procurement process with an award, it is not
possible to reopen that process at this time. The State of Texas
may decide to cancel and to re-propose that project, but if they
want NTTA to propose on that, it would have to be a government-
to-government procurement, as opposed to getting private and pub-
lic sectors bidding against one another in the process.

But, again, our only goal here is to ensure that Texas receives
the full amount of Federal highway funds that is available to them.

Mr. OBERSTAR. I thank the Secretary for that response.

The gentleman has pursued an extensive line of inquiry that
goes beyond the scope of the hearing on climate change, and the
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gentleman will certainly want to pursue the matter further in an-
other context.

Mr. LAMPSON. I thank you for your indulgence, Mr. Chairman.

Mr. OBERSTAR. The Chair recognizes the gentleman from New
York, Mr. Arcuri.

Mr. ARCURI. Thank you, Mr. Chairman.

Thank you all very much for being here. I wish I had more time
to chat with you and to draw on your expertise. You are all obvi-
ously very knowledgeable. Unfortunately, I just have a short time.
I have a couple of questions that are more philosophical in nature.

Mr. Johnson, I would like to start with you. I want to qualify this
first by saying you will be happy to know that it doesn’t involve
EPA. In our district we have a very large brownfield site that had
a gasification plant on it. Our local DEC agency is proposing to
deal with the PCBs by burning them, which by my understanding
is one of the ways it was once dealt with. Our concern is that we
are now going to be burning these and adding carbon to the atmos-
phere. Can you share some insight with us or your thoughts on
that?

Mr. JOHNSON. Well, the first is we are major fans of brownfield
sites being restored; I think it is one of the great success stories
of the United States and the President’s leadership and congres-
sional support, and we are seeing that literally turning brownfields
into greenfields across the United States. So that is excellent.

Mr. ARCURI. Well, that is one of our hopes, but our concern is,
if you are burning it, are you actually turning it into a greenfield.

Mr. JoHNSON. Well, the second is that we do have a challenge
with certain hazardous wastes, including PCBs, and incineration is
one of the effective ways. Of course, we also ensure that that burn-
ing complies with all applicable air standards so that the air qual-
ity is not impacted. But as you note, the issue of climate change
and whether it is waste or fuel are among the issues that we are
trying to sort through as we speak, post-Supreme Court, focusing
on motor vehicles.

Mr. ARCURI. Well, my concern is that they are dealing with the
PCBs, but they are totally ignoring the fact that they are putting
more carbon into the atmosphere, and the response tends to be,
well, that is not really what our concern is, our concern is with the
brownfield. And, again, this is not about EPA specifically, but it
sort of goes to what we are talking about, the fact that we as a so-
ciety and a government are not looking at this more in a global
way, but in a very limited way.

Mr. JoHNSON. Well, again, the focus or the issues of global cli-
mate change, there are many sources, as was noted by one of the
early slides, that approximately 30 percent of our greenhouse gas
comes from transportation; about 40 percent from power genera-
tion; and then the remaining 30 percent from a variety of sources,
from residential, from agriculture, from commercial buildings and
others; and that as we look across the array of those sources, in-
deed, there are a number of tools that we have in our toolbox to
address that, and we are working very expeditiously to sort
through that.
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But back on the brownfields, again, we are very delighted to see
these brownfields across the Country turn into greenfields. It is
good for the economy; it is good for the environment.

Mr. ARCURI. We are going to need your help on this one. So I
think you will be hearing from me again.

Mr. JOHNSON. Okay. We would be happy to help. Thanks.

Mr. ARCURI. Ms. Doan, just a quick question for you, and it sort
of piggy-backs on what Representative Holmes was saying. Just a
question. We talk a lot about the market economy and what drives
demand. Obviously, many things drive demand, but one of them
obviously is, when you are dealing with an agency as large as
yours, you can affect demand.

I would like to see every new home that is built fitted with solar
panels, but we know that is not going to happen for a while be-
cause of the expense. Do you think your agency, if it were to re-
quire all Federal buildings to be fitted with solar panels, could help
to enhance the demand and thereby help to perfect the technology
for solar panels, making it more affordable?

Ms. DoaN. I think you are right, Congressman. GSA has an enor-
mous ability to drive the industry. Because of the sheer volume
that we purchase, we have an ability to influence. On the hand, I
think you have to take into effect that legislation sometimes has
an almost global effect on an activity, and we have to look at the
solar panels as being useful in some areas of our Country, but per-
haps not necessarily effective in others.

I think you will find that, at least within GSA, we are working
enormously hard wherever possible to try to make use of solar
power wherever it is possible in our design. For example, on the
southern border on our Land Border Ports of Entry Program, we
have enormous efforts afoot there because we have so much nat-
ural light, sunlight available for so many very hours of the day. As
we mentioned, here in Maryland we have several projects, one of
which is a huge, huge roof that benefits from the solar power. We
have an effort up in Massachusetts where we are doing the same.

But I think what we try to do is we try to assess what is the
best way to get the most energy efficiency for that particular loca-
tion within the United States, and we have an enormous team of
folks who are committed to the lead standard and who are trying
very hard to make sure that we do that. We ourselves have com-
mitted, since 2002, to ensuring that each of our new building
projects will configure to at least the silver standard with the
LEED rating, and we have actually been pretty successful in that.
But I think we do need the flexibility of choosing what is the very
best possible solution, rather than having it legislated.

Mr. ARCURL. I thank the panel very much and I thank the Chair
for this hearing. Thank you, sir.

Mr. OBERSTAR. I thank the gentleman for his questions.

Gentleman from Pennsylvania, Mr. Carney.

Mr. CARNEY. Thank you, Mr. Chairman.

I want to thank the panel. I was very encouraged by what I
heard today.

Madam Secretary, I represent Northeast Pennsylvania, and a lot
of my folks in the eastern part of the district actually commute into
New York everyday, clogging the New Jersey roadways very badly.
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In fact, it basically backs up from the Hudson River all the way
to the Pennsylvania border on weekday mornings and in the eve-
nings, of course. A couple hundred thousand, I think, spill out onto
the roads every morning.

Is the Administration prepared to handle problems like this
through expediting construction of new transit policies, rail in par-
ticular?

Secretary PETERS. Congressman, I think you make an excellent
point, and that is the very basis of this congestion initiative that
I spoke about earlier, is to look at a very broad range of solutions
that can be brought to bear. Certainly, when that traffic is idling—
and that happens around our Nation—we waste some 2.3 billion
gallons of fuel every year just as a result of that congestion.

So we do want to work with communities, as I indicated earlier,
to bring a menu of options and have the communities choose those
that work best to address their specific needs. Certainly, public
transportation is going to be a big part of that. In fact, part of what
Mayor Bloomberg has proposed in this congestion pricing proposal
that he has put out is he believes that it would generate some $400
million a year that he would like to put in to public transportation
to expand public transportation and give people more of those op-
tions.

Mr. CARNEY. Things like intercity rail, etc.?

Secretary PETERS. Correct.

Mr. CARNEY. Okay, very good. Thank you very much.

Mr. Johnson, a pretty easy question, I think, but maybe not.
When will EPA begin promulgating regulations based on the Mas-
sachusetts v. EPA decision?

Mr. JOHNSON. That is the million dollar question, sir. As I men-
tioned earlier, the Supreme Court decision leaves us with a very
complex set of issues, and we are expeditiously reviewing those,
but we will make an informed and a deliberative decision when we
are ready. We understand and certainly have a sense of urgency,
given the nature of global climate change, but we are actively talk-
ing about all options as the Administration and certainly under the
authority of the Clean Air Act and what the Supreme Court said,
so stay tuned, sir.

Mr. CARNEY. Do you anticipate this before January of 2009?

Mr. JOHNSON. Stay tuned, sir.

[Laughter.]

Mr. CARNEY. We will, certainly.

Ms. Doan, first of all, I want to thank you for what you have told
us; it is very encouraging. The same information that you are going
to provide my colleague, Mr. Lipinski, I would sure like it myself.
Thanks very much.

In your opinion, do you think GSA has all the authorities it
needs to pursue the highest, most efficient energy conservation ini-
tiatives?

Ms. DoaN. I thin GSA has a lot of resources, but there are some
additional resources which, truthfully, we could use the help of
Congress on. One of those would actually be to extend the renew-
able contracting authority. Right now it is only a 10 year window
that we are allowed to contract for for energy. If we were allowed
to extend that to about 20 years, that would allow the development
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of additional energy sources to occur and we would be able to reap
the benefit for our Federal Government clients of that reduced cost
of energy. That would be an enormous help.

Another thing that would really help us is to have a little bit
more flexibility in the prospectus process. As you know, that is a
multi-year process to get buildings built, and it would be wonderful
if we could be able to revisit the prospectus process and insert into
it any sorts of energy efficiencies, newer developments and tech-
nologies that would help increase the energy efficiency.

And the very last thing would be able to extend the life cycle cost
analysis. Right now it is about 25 years. If we could extend it to
about 40 years or whatever would be appropriate for the kind of
equipment involved. Obviously, if something’s life cycle was 30
years, you wouldn’t need 40 years, but use something appropriate;
but up to 40 years, that would help enormously in both cost sav-
ings for the Federal Government, but also allow us to offer those
energy efficiencies to our Government customers. So any help that
you could give us in this area would be greatly appreciated.

Mr. CARNEY. I look forward to having conversations with you
about that.

Ms. DoaN. Well, thank you.

Mr. CARNEY. Thank you very much. I yield back.

Oh, Mr. Johnson.

Mr. JOHNSON. May I just add one other note? That is, we at EPA
have an Energy Star program that we are working with our other
Federal colleagues on for buildings. That is, we are looking to have
buildings be able to achieve an energy start rating, which is the top
25 percent of energy efficiency. There are a number of States, in
fact, 30 States plus the District of Columbia, who have signed on
and are interested. We have benchmarked 12,000 schools. That is
20 percent of the schools across the United States. Many commu-
nities. We have 165 existing Federal buildings that have actually
earned the Energy Star label.

A number of things that are important about is that the first
step is benchmarking what the building is actually doing so that
you know what the energy consumption is and what those sources
are so that you can then make informed decisions, whether it is
changing a light bulb, buying a different computer, buying green
power, those kinds of things. So there are a number of activities
really across the Federal Government—this happens to be one that
we administer at EPA—to help encourage not only from an envi-
ronmental standpoint, not only from an energy security standpoint,
but it also saves us money.

Ms. DoAN. Could I just jump in real quickly? I do want to let you
know that we do have 120 Energy Star certified rated buildings,
but one of the things you could also help us with is highlighting
the Energy Star products that we have on our Federal Acquisition
Services web site. So whenever you have an opportunity to direct
folks attention to that area, that would help also.

Mr. CARNEY. Absolutely.

Ms. DoAN. Thank you.

Mr. CARNEY. I thank the panel.

I yield back, Mr. Chairman.
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Mr. OBERSTAR. I thank the gentleman for his line of inquiry and
Ms. Doan for your response on life cycle cost issue. I was not aware
that you were limited to a certain number of years in life cycle cost.
Is that by regulation or is that by act of Congress? What is the lim-
itation under which you are operating?

Ms. DoAN. It is by regulation.

Mr. OBERSTAR. By regulation. You don’t need legislative author-
ity to go beyond 25 years.

Ms. DoAN. It is a little bit of both. Apparently, it is by regulation,
but it is set by the national energy policy.

Mr. OBERSTAR. But that is not—I have tried for nearly all my
service in the Congress to require GSA to move to a life cycle cost
basis for construction of buildings not just for energy, but for all
purposes, and we have encountered resistance, regardless of the
administration. It has nothing to do with is in the White House,
but more with who is at OMB. I swear when it comes to those guys
at OMB with the green eye shades, if Castro came into power, they
would all grow beards and still continue doing the same things
they have been doing. They never change.

What we have to do is change that culture at OMB. First of all,
we need a capital budgeting account for the Federal Government,
which our former colleague on this Committee, Bill Klinger, Repub-
lican from Pennsylvania, and I worked on for years to establish.
Now it is only an annex. The second was life cycle cost analysis on
buildings, both for the Government-owned and for the Government-
leased. That way you can build in energy efficiencies over 40 years
and 50 years, instead of the short-term period that extends only to
the lease or its extensions. That doesn’t make any sense at all.

The Chair recognizes the gentleman from New York, Mr. Hill.

Mr. HALL. Is that Mr. Hall, Mr. Chairman?

Mr. OBERSTAR. I am sorry, Mr. Hall.

[Laughter.]

Mr. HALL. I don’t know everybody here yet; there might actually
be a Hill I haven’t met.

Thank you, Mr. Chairman, and thank you all, our illustrious
panel members. Just a couple of observations first, before the ques-
tions.

For the record, I would like to correct the Ranking Member’s
statement that nuclear power is emissions-free. It is not. It hap-
pens not to emit carbon dioxide.

I have a nuclear plant in my district, the Indian Point Nuclear
Plant, which is currently emitting strontium-90 and tritium into
the groundwater into the Hudson River, and I just read today that
it has been found in the municipal sewer system of the Town of Bu-
chanan. We also had a steam release of tritium a couple weeks ago,
as well as many other problems, and it happens to be in the most
densely populated part of the Country. Eight percent of the popu-
lation of the entire United States lives within a 50 mile radius of
that plant, and anybody who lives there knows that the evacuation
plan is unworkable.

Moving on, however, I am very encouraged by all of your reports
of the progress that you are making in the plans that you have. Ad-
ministrator Johnson, I am glad you are for benchmarks. Seriously,
I wanted to ask what progress is being made in terms of the effi-
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ciency of the Federal vehicle fleet. How many vehicles that are sup-
posed to be flex vehicles actually get, approximately, in your esti-
mation, get to use flex-fuel, given the fact that, in our part of the
Country, certainly, there aren’t many pumps that are serving it?

Mr. JOHNSON. It is probably a response by both the Adminis-
trator and myself. It is true that flex-fuel, the availability, there
are approximately 1,100 E85 flex-fuel stations in the United States.
That is compared with about 170,000 fueling stations across the
United States. So clearly there is still a greater need for having ad-
ditional fueling stations that carry the E85 fuel.

With regard to the number of flex-fuel vehicles in the Federal
fleet, I will turn it over to my colleague.

Ms. DoAN. I am not actually sure that there is any other agency
in the Federal Government that has a greater commitment to alter-
native fuel vehicle than the General Services Administration. This
year alone, GSA will buy 24,000 alternative fuel vehicles, and by
the end of 2007 GSA will have almost 70,000 alternative fuel vehi-
cles in its inventory, which will comprise a little under 51 percent
of the inventory that we make available to our Federal customers.

But in addition to that, we take it one step further because then
we recycle it into the private sector. When these vehicles have ex-
ceeded their useful life for the Federal Government, we then resell
these to the private sector, and this year along we will probably
sell about 11,600 of these vehicles, which will then put them into
further use.

In addition to that, I actually, right after the President made his
announcement in January, sent out a request to our fleet and
asked them, as an entrepreneur, I love to get ideas, and I said I
want every innovative idea you have, I don’t care how wild it is,
I don’t care if no one e