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Airports are one of the nation’s most important hubs for transportation, shipping, 

and economic development. To ensure safe and efficient air travel, however, 

infrastructure improvements and maintenance are necessary. Congress first 

authorized the agency that became known as the Federal Aviation Administration 

(FAA) in 1958. Since then, the FAA has been charged with maintaining the safest, 

most efficient aviation system in the world. 

In recent years, Congress has appropriated between $15 and $16 billion annually 

for FAA operations and maintenance. The remainder of the FAA budget comes 

from the Airport and Airway Trust Fund (AATF), which provides between 66-71 

percent of the entire FAA budget. 

 

The House Transportation and Infrastructure Committee has passed FAA 

legislation out of committee, which awaits consideration by the full House. This 

legislation contains a provision to privatize the air traffic control (ATC) program, 

which remains a significant issue that is delaying the passage of the full bill.   

In the Senate, the Commerce Committee has also advanced their legislation out of 

committee, with the inclusion of a provision to reauthorize the National Airport 

Pavement & Materials Research program. However, the Senate legislation includes 

language reducing copilot training hours, which has delayed it from being 

considered by the full Senate.  

In March, Congress passed the Consolidated Appropriations Act of 2018, which 

funds the government for the remainder of Fiscal Year 2018. This legislation 

reauthorized the FAA until October 1, 2018, so that Congress can finish a long-

term reauthorization. The legislation also increased funding for the Airport 

Improvement Program by one billion dollars.    

 

We support a long-term reauthorization that provides the certainty needed for proper 

construction and development planning. Additionally, we support the following:  

 Airport Improvement Program (AIP): The AIP, established in 1992, grants 

millions of dollars to local agencies for projects that enhance safety, 

security, capacity, and address a number of environmental concerns. It 

provides for much needed airport capital improvements and repairs, and 

allows airports to keep up with rising traffic demands. Funds for the AIP 

are drawn from the AATF, and are typically between $3 billion and $3.5 

billion annually. 
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 Airfield Pavement Technology: The Airfield Pavement Technology 

program authorizes the FAA to partner with universities and non-profit 

organizations to research and deploy airfield pavement technology. This 

technology can result in new ways to create and utilize stronger, more 

durable runways and taxiways that will save taxpayer money and expand 

airport growth.   

 Passenger Facility Charge (PFC): The PFC was instituted in 1990 as a 

source of revenue for airport development. It is a state, local, or airport 

authority fee, not a federally imposed tax deposited into the U.S. Treasury.  

All funds collected through the PFC stay with local communities for use 

toward eligible airport-related projects. In 2000, Congress capped the PFC 

at $4.50 per segment, with an $18 limit for the entire trip.   

Congress should work together to quickly pass a long-term FAA reauthorization 

that includes language authorizing the Airfield Pavement Technology program; 

increased funding for the Airport Improvement Program; and uncapping the 

Passenger Facility Charge.  
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WHAT IS LCCA AND 

WHY DOES IT MATTER? 

As Congress contemplates major new expenditures on infrastructure projects, it is 

necessary to put mechanisms in place to ensure the American public receives the 

best possible return on its investment.  

The American Association of State Highway Officials (AASHO) promoted the 

concept of life-cycle cost analysis (LCCA) during the early years of interstate 

highway construction, nearly five decades ago. Today, LCCA has been adopted in 

some form by many states, and the Federal Highway Administration (FHWA) 

promotes, but does not mandate, LCCA as an engineering economic analysis tool.  

Now is the time for Congress to enact this cost-saving and resource-sensitive 

methodology.   

 

Simply put, LCCA is a process for determining the most cost effective way to 

build a project. For pavements, these costs include initial construction, 

maintenance, reconstruction, rehabilitation, restoration and resurfacing. LCCA 

examines the costs of competing alternative materials and provides a means for 

agencies to make the most cost-effective pavement decision. Not only does LCCA 

save money by considering long-term costs. It often reduces adverse 

environmental impacts and resource losses associated with frequent interventions 

and/or replacement. 

When performed correctly, LCCA is a sophisticated economic and engineering 

analysis tool used by project sponsors to determine what design will provide the 

most cost-effective, long-term solution. When comparing construction alternatives, 

LCCA provides a level playing field among various and different building 

materials. 

Too often, government agencies place a high premium on initial costs, overlooking 

the total cost over the life of the pavement.  But pavement is a long-term 

investment, and its success or failure must be measured in terms of decades of 

reliable performance.  LCCA is a common sense, businesslike approach to 

building, maintaining, and modernizing roads. Given the systematic 

underinvestment in our roads and bridges and the staggering needs, LCCA can 

assist in achieving the full-value return on investment and save taxpayers countless 

dollars by choosing the most cost-effective long-term pavement solution.   
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Analysis conducted using FHWA’s RealCost LCCA software, with roadway 

inventory data from USDOT, and historical cost information, suggests that 

agencies can save as much as $91 million for every $1 billion spent, or roughly 

9% by fully utilizing LCCA rather than relying on first-cost decision 

making.1  Using RealCost for four types of federal-aid roadways, it costs 

approximately $1.45 million dollars to pave one lane mile over a 40-year lifespan.  

By applying LCCA analysis, concrete paved roads yield an average savings of 

$132,000 per lane mile2.   

 

As America’s infrastructure needs continue to grow, increased investment must be 

a primary objective of any infrastructure package. Incorporating LCCA into the 

proposed new infrastructure legislation that the President and Congress have been 

discussing can save taxpayers and state departments of transportation billions of 

dollars. Considering the broad support of LCCA from agencies, Congress, and 

industry, incorporating this tool into broader use will “ensure the taxpayers of this 

country that they are receiving full value of every highway dollar spent”.3 

 

 

 

 

                                                           
1 RealCost allows for different discount rates.  For illustrative purposes of the baseline scenario, the Portland 

Cement Association uses a default discount rate of 5% for calculating present values. This may significantly 

underestimate the true total cost advantage, as the asphalt cost index has historically shown a faster rate of 

increase than that of concrete.   
2 LCCA savings per lane mile assumptions were derived using RealCost software via the FHWA, representing one 

mile of a typical highway, with the input costs for typical HMA and PCC pavements taken from historical Oman 

data and average traffic volumes from FHWA. 
3 “An informational Guide on Project Procedures,” American Association of State Highway Officials (AASHO), 

November 26, 1960. 
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The Army Corps of Engineers (Corps) is the federal government's principal water 

resources development and management agency. The Corps’ primary missions 

include river and coastal navigation, flood control, beach erosion control and 

shoreline protection, hydroelectric power, recreation, water supply, environmental 

protection, restoration and enhancement, and fish and wildlife mitigation. The 

Water Resources Development Act (WRDA) authorizes those projects. 

The 2014 WRDA changed the process for authorizing projects because of the 

earmark ban, and specifies that Corps projects are to be authorized every two years 

via a bill that approves of the projects the Corps deems worthy. It also expanded its 

scope by including the Water Infrastructure Finance and Innovation Act (WIFIA) 

program, which facilitates investment in clean and safe drinking water 

infrastructure.  

The most recent WRDA, the Water Infrastructure Improvements for the Nation 

Act became law in 2016, and included provisions to streamline the project design 

and construction process. It also included improvements to the Safe Drinking 

Water State Revolving Fund (SRF), which helps states provide loan guarantees for 

communities to improve their drinking water system. 

 

Congress is currently considering a WRDA bill for 2018, with hearings held on 

our nation’s dire water infrastructure backlog. The House is expected to propose a 

WRDA that concentrates on authorizing projects, with small regulatory reforms. 

The Senate is expected to propose a more expansive bill that could include other 

forms of infrastructure. 

 

The cement and concrete industry urges Congress to pass a WRDA bill this year 

that promotes the use of resilient, sustainable materials to protect health, life, and 

property, and facilitates trade and commerce. Additionally, we support the 

following: 

 Keeping Regular Order: Our nation’s water infrastructure is in dire need 

of investment, sticking to the two-year cycle is imperative for addressing 

that backlog. 

 Ensuring Water Infrastructure is Resilient and Cost-Effective: Extreme 

weather events are increasingly frequent and have elevated the need for 

resilient construction. Past WRDA’s have recognized the need for the 

design and construction of its authorized projects to be resilient.  
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We encourage Congress to require the use of sustainable materials and 

resilient construction techniques so that future projects are responsible to 

the taxpayer, leverage current technology, and minimize risk to life and 

property. 

 Putting the Harbor Maintenance Trust Fund (HMTF) to Work: A tax on 

cargo funds the HMTF, and currently has over a $9 billion balance 

because of increased trade, but the funds remain unappropriated. At a time 

of scarce taxpayer resources and a significant water infrastructure gap, 

Congress should modernize the HMTF to ensure those dollars are fully 

spent. 

 Investing in Proven Water Infrastructure Finance Programs: The SRFs 

and WIFIA are crucial loan programs that help communities comply with 

federal environmental regulations when they lack financial resources. 

Investing in established programs will help local communities move 

projects faster ahead at lower overhead costs.  

Congress should pass a WRDA bill this year that includes resilient infrastructure, a 

fix to the HMTF, and investments in proven water infrastructure finance programs.  
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BACKGROUND 

WHAT IS LCCA AND 

WHY DOES IT MATTER? 

As Congress contemplates major new expenditures on infrastructure projects, it is 

necessary to put mechanisms in place to ensure the American public receives the 

best possible return on its investment.  

The American Association of State Highway Officials (AASHO) promoted the 

concept of life-cycle cost analysis (LCCA) during the early years of interstate 

highway construction, nearly five decades ago. Today, LCCA has been adopted in 

some form by many states, and the Federal Highway Administration (FHWA) 

promotes, but does not mandate, LCCA as an engineering economic analysis tool.  

Now is the time for Congress to enact this cost-saving and resource-sensitive 

methodology.   

 

Simply put, LCCA is a process for determining the most cost effective way to 

build a project. For pavements, these costs include initial construction, 

maintenance, reconstruction, rehabilitation, restoration and resurfacing. LCCA 

examines the costs of competing alternative materials and provides a means for 

agencies to make the most cost-effective pavement decision. Not only does LCCA 

save money by considering long-term costs. It often reduces adverse 

environmental impacts and resource losses associated with frequent interventions 

and/or replacement. 

When performed correctly, LCCA is a sophisticated economic and engineering 

analysis tool used by project sponsors to determine what design will provide the 

most cost-effective, long-term solution. When comparing construction alternatives, 

LCCA provides a level playing field among various and different building 

materials. 

Too often, government agencies place a high premium on initial costs, overlooking 

the total cost over the life of the pavement.  But pavement is a long-term 

investment, and its success or failure must be measured in terms of decades of 

reliable performance.  LCCA is a common sense, businesslike approach to 

building, maintaining, and modernizing roads. Given the systematic 

underinvestment in our roads and bridges and the staggering needs, LCCA can 

assist in achieving the full-value return on investment and save taxpayers countless 

dollars by choosing the most cost-effective long-term pavement solution.   
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Analysis conducted using FHWA’s RealCost LCCA software, with roadway 

inventory data from USDOT, and historical cost information, suggests that 

agencies can save as much as $91 million for every $1 billion spent, or roughly 

9% by fully utilizing LCCA rather than relying on first-cost decision 

making.1  Using RealCost for four types of federal-aid roadways, it costs 

approximately $1.45 million dollars to pave one lane mile over a 40-year lifespan.  

By applying LCCA analysis, concrete paved roads yield an average savings of 

$132,000 per lane mile2.   

 

As America’s infrastructure needs continue to grow, increased investment must be 

a primary objective of any infrastructure package. Incorporating LCCA into the 

proposed new infrastructure legislation that the President and Congress have been 

discussing can save taxpayers and state departments of transportation billions of 

dollars. Considering the broad support of LCCA from agencies, Congress, and 

industry, incorporating this tool into broader use will “ensure the taxpayers of this 

country that they are receiving full value of every highway dollar spent”.3 

 

 

 

 

                                                           
1 RealCost allows for different discount rates.  For illustrative purposes of the baseline scenario, the Portland 

Cement Association uses a default discount rate of 5% for calculating present values. This may significantly 

underestimate the true total cost advantage, as the asphalt cost index has historically shown a faster rate of 

increase than that of concrete.   
2 LCCA savings per lane mile assumptions were derived using RealCost software via the FHWA, representing one 

mile of a typical highway, with the input costs for typical HMA and PCC pavements taken from historical Oman 

data and average traffic volumes from FHWA. 
3 “An informational Guide on Project Procedures,” American Association of State Highway Officials (AASHO), 

November 26, 1960. 



INFRASTRUCTURE INVESTMENT  

 

 

 

 

 

 

 

CONTACT 

INFORMATION 
RACHEL DERBY, Vice President, Government Relations, Portland Cement Association 

PHONE: 202.679.8223  EMAIL: rderby@cement.org 

BACKGROUND 

STATUS OF FUNDING 

According to the American Society of Civil Engineers’ 2017 Report Card, the United 

States has a $2 trillion investment gap for infrastructure over the next ten years. Combined 

with an estimated yearly deficit of more than $500 billion over the next several years, the 

Federal Government has strained resources to address this shortfall.   

The Highway Trust Fund (HTF), which funds the vast majority of construction and 

improvements to our national highway system, faces a $121 billion shortfall over the next 

decade. In order to address this gap, both financing solutions and a comprehensive 

modernization of HTF funding mechanisms are needed to simply maintain current 

highway and transit funding levels. 

With President Trump’s goal of investing at least $1.5 trillion in infrastructure there is an 

opportunity to address both the funding and financing mechanisms for road, bridge, 

airport, drinking water, sewer, and other federal construction programs. Early this year, 

the White House released an in-depth infrastructure plan with four objectives: stimulate 

$1.5 trillion in new investment and infrastructure from $200 billion in direct federal 

spending; shorten the permitting process down to two years; invest in rural infrastructure; 

and make improvements to training our workforce. The $200 billion in direct federal 

spending is divided into five programs of which $100 billion (50%) is dedicated to 

incentive programs that do the bulk of the initiative’s leveraging. 

 

 

Modernizing transportation user fees - The HTF is funded through fixed-rate, per gallon, 

federal excises on the sale of gasoline and diesel, a federal sales tax on heavy trucks, 

trailers and tires, and an annual heavy truck usage fee. The primary source of funding for 

the HTF is fuel taxes, totaling 90% of the amount paid. The gasoline and diesel taxes have 

been static at 18.4 cents and 24.4 cents per gallon, respectively, since 1993. 

It is important to fully address the existing funding shortfall merely to maintain current 

investment levels. Further, Congress should significantly expand funding for future federal 

surface transportation program investments to meet identified capital needs. Congress 

faces numerous options to fix the HTF, and all opportunities should be considered for 

solvency.  

Preferred Options for Fixing the HTF include: 

 Fuel Tax Increase: Raise and index the federal gasoline and diesel fuel tax base-

rates to keep pace with annual price inflation.   

 Freight Charge: Initiate a new federal excise on the cost of shipping freight by 

heavy trucks, similar to the federal air cargo tax and dedicate the revenue to 

modernization of the National Highway Freight Network.   

 

https://www.infrastructurereportcard.org/
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ACTION REQUESTED 

STATUS OF FUNDING  Vehicle Miles Traveled Tax (VMT): Charge users based on the amount they drive. 

Administer electronically or through some other process. One proposal uses a 

“virtual” VMT that sets the rate based on total vehicles miles traveled annually in 

the U.S., which avoids all privacy issues related to individual driver/vehicle 

monitoring. 

 Sales Taxes: Taxes on bicycles, electric and hybrid vehicles, trucks and trailers, 

and auto parts like tires could be increased. The goal is to ensure that users who 

do not currently pay into the HTF (such as those with hybrids and bicycles), also 

contribute to roadway infrastructure investments.   

 

 

Maintain tax-exempt status of municipal bonds - Municipal bonds are securities issued by 

a local government for a public project and are an essential infrastructure financing 

mechanism. The federal government does not tax the interest on these securities. 

Preserving their tax-exempt status will ensure access to the capital needed to build and 

maintain infrastructure at the lowest cost to taxpayers.  

Lift the cap on Private Activity Bonds - Public-private partnerships (P3s) are joint 

government ventures funded and operated through a partnership of a government and one 

or more private sector investors. Under this arrangement, the operator provides revenues 

from the fees for using a service to those making the venture capital investment. One 

significant way to finance these projects is through Private Activity Bonds, which are 

securities issued by a local government for private or non-governmental projects.  

Congress has capped Private Activity Bonds, with only $15 billion allowed to be issued 

each year. Raising the cap would incentivize more infrastructure financing from the 

private sector for projects.   

 

 

An efficient and well-functioning transportation network is essential to maintaining U.S. 

economic competitiveness. Economic growth, personal mobility, and public safety are 

dependent on Congress identifying and enacting funding and financing solutions for long-

term infrastructure investment.  

Infrastructure investment should be long-term, robust and sustainable, with a funding 

mechanism that addresses the Highway Trust Fund shortfalls with durable solutions that 

both stabilize and increase critical highway investments to position America’s economy 

for future success. We respectfully urge Congress to pass a robust long-term infrastructure 

package that adequately addresses the current shortfalls impacting our nation’s current 

infrastructure. 
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The Clean Water Act (CWA) is the principal law governing the quality of the 

nation’s surface waters. It originally became law in 1948, but was revised in 1972 

and 1987. The CWA regulates discharges and water quality for surface waters, and 

requires certain permits based on the discharge. The Environmental Protection 

Agency (EPA) and the Army Corps of Engineers (Corps) are responsible for 

enforcing the law. Two recent Supreme Court Cases: SWANCC v. USACE, 

and Rapanos v. US, created significant uncertainty for the scope of the CWA. 

In June 2015, the EPA and the Corps issued a new rule defining the scope of the 

law, commonly called the Waters of the US (WOTUS) Rule.  While the EPA 

asserted that the rule was intended to clear up the uncertainty caused by the 

conflicting Supreme Court precedent, the rule actually expanded the federal 

government’s authority to regulate waters and wetlands.  If implemented, the rule 

would increase regulatory burdens for states and industry in implementing 

numerous CWA permitting programs.  Those increased costs may inhibit cost-

effective cement plant operations and slow, if not prevent, national investment in 

cement-intensive building and infrastructure projects.   

The rule has been challenged by numerous states and parties, including NACA 

members.  On January 31, 2018, the EPA finalized a rule to delay the effective 

date of the “Clean Water Rule” by two years to prevent it from becoming effective 

while multiple court challenges are underway.  

On March 30, 2018, the EPA Administrator Scott Pruitt issued a memorandum 

stating that the EPA Administrator, instead of the EPA Regional Administrators, 

will now make jurisdictional determinations to determine whether specific bodies 

of water, such as streams and wetlands, fall under the Clean Water Act. 

On June 27, 2017, the EPA and the Corps proposed a rule that would rescind the 

WOTUS Definition Rule. A final rule is expected as early as April 2018.   

The EPA and the Corps are also expected to propose a revised WOTUS Definition 

in the summer of 2018. NACA members have been extensively involved with 

early public comment efforts and hearings, and will continue to engage the EPA 

and the Corps going forward. 

NACA is part of a broader coalition of businesses that challenged the rule in 

several jurisdictions and is actively advocating for the delay, repeal, and 

replacement of the flawed rule.  


