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Additional Information on WMATA Investment Concept

UMVMUVES Vision and Goals

“Transit is the backbone of an integrated, world-class mobility network that
makes the National Capital Region a thriving global economy, a preferred home,
and a leader in innovation, environmental sustainability, and social equity.”

1. Make transit a preferred 3. Grow ridership through TOD 5. Ensure predictable and
travel choice and expanded connections to sustainable transit funding

economic opportunities . .
2. Provide a seamless, PP 6. Establish standard, best-in-class

connected, and convenient 4. Enhance quality of life, transit workforce policies and
customer experience economic development, climate skills training
resilience, and equity

In 1967, the Washington Metropolitan Area Transit Authority (Metro) was created by an interstate

Compact to plan, develop, finance, build, and operate a comprehensive, unified mass transit system.




Additional Information on WMATA Investment Concept

WMATA capital funding sources and growth assumptions

FY2026 FY2027
$inM Growth Assumptions
Federal Formula Grants Growth rate consistent with last ~20 years 470 481 491
Federal PRIIA Grant Continues but does not grow 144 144 144
PRIIA Match Continues but does not grow 149 149 149
Jurisdictional Contributions Grow 3% per year 311 320 330
Dedicated Funding Continues but does not grow 500 500 500
Other and Prior Year Funding Non-recurring discretionary grant and carryover 146 254 220
New DMVMoves Funding Grows at least 3% per year - - 600
Subtotal Capital Funding* 1,719 1,848 2,432
Debt Proceeds 654 780 439
Total Existing Capital Sources 2,373 2,628 2,871

Note: amounts are rounded for presentation purposes and may not independently sum 34



$500-600M of new, indexed, and bondable capital
funding will sustain Metro’s capital program

25-year financial scenario based on assumptions and projections of capital investments, funding, and debt issuance

Annual Average

$inM FY28 FY29 FY30 FY31-35 FY36-40 FY41-45 FY46-50 FY28-50
Capital investment projections 2,118 2,328 2,558 2,610 2,592 2,696 2,766 2,796 2,888 63,486
Debt service 245 299 351 378 405 485 619 753 888 14,860
Total cost 2,363 2,627 2,909 2,988 2,997 3,181 3,385 3,549 3,775 78,346
Capital funding 1,709 1,848 2,470 2,549 2,558 2,742 2,946 3,110 3,336 68,245
Debt issuance 654 780 439 439 439 439 439 439 439 10,101

Total funding 2,363 2,627 2,909 2,988 2,997 3,181 3,385 3,549 3,775 78,346

Note: amounts are rounded for presentation purposes and may not independently sum

Assumptions: Assumes average issuance of debt ~$440M per year, 5% interest rates, 35-year maturity



Additional Information on WMATA Investment Concept

New funding would sustain Metro’s capital program
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Additional Information on WMATA Investment Concept

Metro State of Good Repair backlog

This graph illustrates how DMVMoves funding will help Metro reduce and manage its capital backlog.

SGR Backlog Scenario Comparison
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DRAFT REGIONAL INTEGRATION ACTION PLAN: DETAILS
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Action Plan Summary

Moving from ideas to an Action Plan

Working Groups . COG / WMATA

Boards
Develops draft Regional Recommends draft Approves final Regional Adopts Regional
Integration Action Plan: Regional Integration Action Integration Action Plan as Integration Action Plan as
* Action steps Plan to Task Force part of DMVMoves Plan part of DMVMoves Plan

*implementation timelines
*opportunities, challenges
*benefits, costs

39



Action Plan Summary

Discussion

Success will require continued commitments, collaboration, and accountability after DMVMoves

* Who decides for commuter rail? Local bus systems?

* Who should track and coordinate implementation and ensure annual regional
progress reports

|:> State / Local Other regional COG or other

Jurisdictions actors regional actor

Advocate for enabling Pass acts and /or modify bills Implement Regional * Facilitate continued
actions and funding to state ds necessary to ensure Integration Action Plan collaboration

legislatures and local implementation of Regional * Monitor progress

councils / boards Integration Action Plan * Track agency commitments

and milestones
* Provide technical support

* Report on outcomes
40



Draft Regional Integration Action Plan

Regional Fare Policy: Universal Bus Transfer Credit

Action: Implement a universal bus and bus-rail transfer credit of up to $2.25 for
all transferring customers, regardless of originating transit agency

Deadlines: Oct 2025 remaining agencies opt in. By next fiscal year, remaining agencies implement.

*fare free possibly **Loudoun County Transit’s participation in a universal transfer credit would cost other agencies approximately $5K per year

Improves rider experience by eliminating
surprise fares and making transfers seamless
Potentially grows ridership by reducing transit
costs

Makes transit even more cost-competitive with
driving

People will use transit more often for more
purposes; potentially more long trips
Promotes regional connections and system-
wide coordination

Estimated costs if other agencies provide transfer credit

The primary impact would apply to a small number of agencies
that currently do not credit Metrorail-to-bus transfers.

Universal Transfer Credit

Year One Estimated Impacts for Participating Operators

Operator Ridership Change | Customer Savings | Revenue Change
Ride On* 30,000 $350,000 ($320,000)
The Bus 1,000 $12,000 ($10,000)
OmniRide
Express 100 $4,000 ($2,000)
LC-Transit
Commuter®* 40 $2,000 ($1,000)

41



Draft Regional Integration Action Plan

Regional Fare Policy: Low-Income Fare Program

Action: All local agencies should offer a low-income fare program with a 50%
discount and recognize eligible riders enrolled in other agencies’ programs.

Deadlines: Oct 2025: Remaining agencies join existing programs or decide to offer new, consistent

program by 2026. By next fiscal year agencies implement and honor other agencies’ programes.

Grows ridership for SNAP recipients

Encourages increased transit use for
essential trips and supports regional
connection

Improves rider experience by making fares
more predictable and accessible across the
region

Reduces financial barriers, promoting
affordability for those who need it most

Enhances the competitiveness of transit
compared to driving or other modes

Estimated Costs, if other agencies adopted Metrolift:

Year One Estimated Impact

Metro Lift:

s for Participating Ope

rators

Operator Ridership Change Customer Savings Revenue Change

Ride On 33,000 $40,000 ($7,000)

Fairfax Connector 30,000 $83,000 ($14,000)

ART 8,000 $21,000 ($4,000)

OmniRide Express 6,000 $80,000 ($14,000)

The Bus 4,000 $4,000 ($1,000)
LC-Transit

Commuter 1,500 $18,000 ($3,000)
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Regional Fare Policy: Student/Kids Ride Free Policy

Action: All agencies should offer their youth and student passes and discounts to all customers
under 18 with a valid student or youth ID. Establish cross-honoring agreements based on
existing fare programs.

Deadlines: Oct 2025: Agencies agree to adopt consistent policy /eligibility requirements. By next fiscal year
agencies implement and adopt cross-honor policy.

* Improves rider experience with consistent, easy-to- More data collection needed.
understand fare access for youth

* Promotes lifelong transit use by building early habits and
familiarity

* Reduces financial burden on families and supports
educational access

* Enhances regional coordination and simplifies fare policy
for schools and families

* Encourages multi-modal travel for youth across jurisdictions

(e.g., school, jobs, activities) 43



Draft Regional Integration Action Plan

Regional Fare Policy: Regional Pass Products

Action: WMATA and local agencies establish revenue-sharing agreements to enable the sale
and use of regional Unlimited Pass products valid across all participating systems

Deadline: By 2026: Agencies agree to opt in by 2026. By next fiscal year: Execute agreements in next fiscal year

* Provides seamless, convenient travel
across the region with a single pass

* Encourages ridership with a cost-
effective option for frequent travelers

* Simplifies transit for visitors, making
regional exploration easier and more

affordable

Estimated Costs

Year One Estimated Impaci

Regional Pass Products

s for Participating Operators

Operator Ridership Revenue Customer
Change Change Savings
Ride On 125,628 $190,000 $400,000
Fairfax
Connector 117,278 $400,000 $830,000
ART 30,310 $100,000 $220,000
OmniRide
Express 23,290 $400,000 $810,000
The Bus 15,583 $20,000 $50,000
LC-Transit
Commuter 5,161 $90,000 $180,000
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Draft Regional Integration Action Plan

Regional Service Guidelines

Action: COG jurisdictions commit to adopting regional service guidelines

Deadlines:

* June 2025: Draft guidelines ) ?rfwls r'derSh"? :Oyt'mprov"rngfroservf'ce y +
¢ eTs cledr, consistent expecrarions t1or riders across rhe
* July 2025: COG conducts gaps analysis region P
* Oct 2025: Finalize guidelines, secure * Supports more seamless, coordinated service planning
agreements to use guidelines * Balances consistency with flexibility to meet local needs

* Enhances customer understanding and confidence in the

system and encourage increased ridership

Estimated Costs

MWCOG will conduct a gap analysis to identify local
transit needs and how much it would cost to bring service
up to meet the regional standards
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Draft Regional Integration Action Plan

Service guidelines define frequency and other attributes for
buses across the region

Interlining on key corridors creates the region’s high frequency network

R i

Draft Minimum Frequencies
(Weekday peak)

' e el " Priority 10 — 15 minutes

! Priority Routes high frequency routes that have
! dedicated right-of-way and substantial priority
measures

= Core 15 — 30 minutes
= = Coverage 30 — 60 minutes
Core Routes are the backbone of bus service,
serving various purposes for riders

" Peak Based on demand

Coverage Routes often connect riders to
more frequent service

Pealk Routes provide peak period only trips
during periods when commuters would use the

services 8 46
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Draft Regional Integration Action Plan

Uniform Performance Measures & Reporting

Action: Transit agencies use and report out on a common set of performance
measures to improve transparency in transit decision-making across the region.

* Sept 2025: Common performance measures * Enables clear, consistent performance
finalized reporting across agencies

* Oct 2025: Agencies adopt regional * Improves transparency and public trust
performance measures * Supports data-driven, coordinated

decision-making
* Enhances accountability and regional
collaboration

* Next fiscal year: Consistent and uniform
regional performance reporting on an annual
basis

* Spring 2026: Assess opportunities for a

regional database on one regional report Staff time to report on performance

medasures 47



Draft Regional Integration Action Plan

Regional Fast & Frequent Bus Plan

Action: COG jurisdictions commit to funding service improvements and bus
priority infrastructure in high-ridership, high-frequency corridors

Deadlines:

* Jun 2025: Confirm priority corridors
* Nov 2025: Agree on funding and program admin
* Jun 2026: Implementation commitments from

priority corridor road owners

Selection Criteria for Corridors=>
* Frequency & span

* Current ridership

* Bus speeds/congestion

* Corridor density

B L ——

Aspen Hill CO rraidco r MSGR“

out
Calverton

Wwhagton Whitq Oak

Potomac

Aglelphi Greenbelt

Park Seabroc

]

MclLean Landover

k

Walker Mill

West Falls
Church

Annandale
Glassmanor Westy

Oxon Hill  Camp Springs
3m

Rose Hill
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Draft Regional Integration Action Plan

Estimated Costs and Benefits for a representative 6-mile corridor:

Benefits and Costs 1. Bus Priority | 2. Bus Priority - | 3. BRT Medium 3a. BRT 4. BRT High - 4a. BRT High -
- Limited Enhanced - BASIC Medium - FULL Basic FULL

Capital costs™ (‘249$) $27M — $29M $33M - $35M $30M — $32M | $200M — $250M $37M — $40M | $260M - $410M

Operating Cost Year 1 $9.4M $9.7M $10.6M $10.2M $9.7M $9.6M

Operating cost change . - $0.4M - $1.6M - $2.6M S $1.6M - $2.6M
w/ same service

Operating cost change - + $0.4M + $1.2M + $0.9M + $0.4M + $0.2M
w/ more service

Servi 8-min peak 7-min peak 6-min peak 6-min peak 6-min peak 6-min peak

ervice 16 hours, 7 days 16 hours, 7 days | 18 hours, 7 days | 18 hours, 7 days 20 hours, 7 days 20 hours, 7 days

Ridership + 2-5% + 8-21% + 18-40% + 19-52% + 22-48% + 23-65%

Travel times - 5% - 9% - 20% - 24% - 29% - 32%

Safety: Crashes - 4% -12% - 20% - 24% - 28% - 32%

Road network capacity + 4% + 7% + 18% + 18% +18% +19%

Bus Priority and BASIC BRT = repurposed travel lanes using red paint, TSP, and basic shelters.
FULL BRT = bus lanes are concrete bus guideways, and stops are upgraded to stations

use of existing fleet, right-of-way

*Capital costs do not include new vehicles; assumes
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Concept: Regional Approach to Bus Priority

Benefits of a regional approach to bus priority

What the current approach delivers

* Many planned or conceptual corridors but
limited implementation

Bus investments compete with other state and
local funding needs: limited implementation

Projects take a long time to plan and deliver

Local processes can elevate detractors, leading
to delays and delivering less effective solutions

Projects have inconsistent treatments and hours
of operation that confuse road users, result in
more lane violations

What a regional approach could do

* Generate new, dedicated funding for bus
priority

Shift capital cost burden (direct and debt/
bonding) from locals to regional fund

Target funds to corridors and projects likely
to get best return on investment

* high frequency
* high ridership
* slow speeds and delays
* densities of people and jobs
* Improve service AND make it more cost-
efficient
Deliver more effective projects more quickly

50



Concept: Regional Approach to Bus Priority

Discussion: How should the region fund bus priority?

Options for using and administering the proposed regional bus priority program. Only applies
to new regional funding; jurisdictions could and would still fund other projects.

Funds go to COG New Fund Manager Funds direct to localities

COG establishes a competitive Funds distributed according to a Funds are required to be used for
grant program priority list created with partners projects in Regional Integration

. . . . . . Action Plan priority corridors
Eligible projects must be included Metro acts as project manager in . v

in Regional Integration Action Plan joint project with local jurisdiction

priority corridor

Pros: Pros:

* Better return on investment * Funding raised and spent locally

* More consistent outcomes * More local control / priorities

* Streamlined and cost-effective procurement Cons:

* Potentially faster project reviews and delivery *  Would not substantively address
Cons: challenges with project delivery and
* Some local needs and priorities may not be addressed varied outcomes

* Road owners still own implementation; adding an actor may not speed delivery .



Draft Regional Integration Action Plan

Consistent Bus Stop Desigh and Amenities

Action: Agencies use a universal set of bus stop design guidelines

Deadlines

* Spring 2026: All bus providers agree  « |mproves rider experience with consistent,
to use the 2023 WMATA Bus Stop accessible stops

Design Guidelines as regional * Ensures more uniform amenities and standards

standard with some flexibility for across the region

* Streamlines planning and implementation for

local conditions, if needed .
agencies

* Enhances safety, comfort, and usability for all
riders

Estimated Costs

Costs not estimated; may remain undefined.
52



Unified Bus Stop Flags

Action: Develop unified bus stop flags at shared bus stops

Unified Bus Stop Flags * Makes transit easier to understand and
* Oct 2025: Secure agency executive navigate
. . e * Helps riders identify services quickly and
decisions on draft agreement participation :
confidently

in WMATA's unified bus flags * Creates a more cohesive regional transit
* Fall 2025+: Signage finalization and identity

implementation in next 3 years . Reduc.es con.fu5|on, especially for new or
occasional riders

Estimated Costs

WMATA can take on cost of printing and
maintaining unified signs at shared bus

stops. 53



Draft Regional Integration Action Plan

Joint Call Center or One-Stop Number

Action: Establish one call center or one-stop number that can field customer
inquiries related to every transit operator in the region.

Deadlines:

* Sept 2025: Working group finalizes * Simplifies rider experience with one easy-
proposal . tS?r;;eaTnelir::se ;:CUerTSILO ’re; support across
* Oct 2025: Local transit agencies decide agencies PP
whether to opt in * Improves efficiency through centralized call
* Fall 2025+: Develop agreements and routing
execute. * Maintains flexibility for agencies to

integrate or keep their own call centers

Estimated Costs

Under development.
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Draft Regional Integration Action Plan

Actions That Will Continue to Be Developed by Working
Groups or Larger DMVMoves Project

* Regional bus priority fund structure

* Uniform bus stop ID system

* Standardized maps and wayfinding design guidelines
* Grouped bus procurement

* Joint procurements for other services/products

* Shared skilled trades training programs

* Consistent reporting / certification requirements for WMATA

* Handling through separate discussions with relevant agencies
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Draft Regional Integration Action Plan

Acting on DMVMoves ...resulting in real changes for the
recommendations will transform users of the system:
our region’s transit system by...
from @ @ to
Focusing on what customers want — fast, Wondering === =l — s> Frequent and
. . c when the bus or predictable
frequent, reliable, affordable transit service i will come MAKE TRANSIT THE
fhc”- is easy to use EASY FIRST CHOICE
Maximizing utilization of existing roadways, bus from _Ow
ol e . . _———-2Z C- to
routes, and rail lines to increase service Slow and stuck = = = a}p- =& Faut trips where
CIVCI”CIbi"T)’ and relia bllITy in traffic PRIORITIZE TRANSIT ON you want to go

MAJOR RIGHTS-OF-WAY

Achieving service and cost efficiencies by

making bus trips faster, coordinating service from ;

lanning, and sharing resources nmnn — o
P 9 9 Confusing and > Appealing and
Provide a seamless and consistently excellent inconvenient FOCUS ON THE CUSTOMER desirable
customer experience
Bett hi ional I d imize th from fo

etter achieve regional goals and maximize the :

9 g Focusing on LEE 2 —l A regional network
benefits of transit by providing the right type of local priorities that serves multiple
e : : : STRENGTHEN REGIONAL cods

service in the right places and the right times COLLABORATION TO

STRENGTHEN TRANSIT SYSTEM
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INFORMATION ABOUT POTENTIAL FUNDING MECHANISMS
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Potential Funding Mechanisms

Sales and Use Tax Rate Increase

About

A dedicated sales and use tax rate for transit is the most
common dedicated tax source among transit agencies in the
U.S. It is also a widely used tax (with over 11,000 sales taxing
jurisdictions in the U.S.).

Current Rate

Potential Revenue Options

Revenue Potential high because of very broad tax
base

Growth Potential medium. Consumption of services
has eroded the broad base

Revenue from Non-residents medium — higher in DC
because of number of visitors, lower in MD and VA

Cost of Borrowing low due to the very broad base
and lower volatility

Volatility medium because consumption will
slow /decline in recessions

Rate Increase Example Rate

per $100M

Increase

Sales and Use Tax Rate Increase 6%

0.08% pt.

1% pt. $235 $354 $392

58



Potential Funding Mechanisms

Sales and Use Tax Rate Increase
Aligned with Current Jurisdiction Tax Policy

= Revenue Potential high because of very broad tax
About base
A dedicated sales and use tax rate for transit is the most = Growth Potential medium. Consumption of services
common dedicated tax source among transit agencies in the
U.S. It is also a widely used tax (with over 11,000 sales taxing

jurisdictions in the U.S.).

has eroded the broad base

= Revenue from Non-residents medium — higher in DC
because of number of visitors, lower in MD and VA

Same as previous sales and use tax option, except in DC the =  Cost of Borrowing low due to the very broad base
tax increase applies only to the District’s general retail tax, and lower volatility
and in VA it does apply to food purchases. .

Volatility medium because consumption will
slow /decline in recessions

Rate Increase per Example Rate
$100M Increase

Potential Revenue Options

Sales and Use Tax Rate Increase 0.10% pt. 1% pt. $191 $354 $341

59



Potential Funding Mechanisms

Sales and Use Tax Continued...

Sufficiency: The sales tax base is broad (although it could be broadened further by making more services subject to the tax),
making it among the more sufficient tax choices.

Stability: Sales tax collections may decline during an economic downturn, and that should be taken into consideration when
determining an optimal sales tax rate to support WMATA operations and capital needs.

Equity: A sales tax is regressive (a negative for vertical equity) because lower income households pay a larger percentage of their
income in sales taxes. On the positive side, a sales tax is paid by both residents and non-residents, both of whom consume

WMATA services.
Economic Efficiency: Because sales taxes are widespread, much of their economic cost has already been factored into market
decisions. While there can be border competition when rates are disproportionate, that is generally not the case in the WMATA

region.

Simplicity: Taxpayers are already familiar with a sales tax, as it exists in both states and the District of Columbia (DC). Since it is
already in place, there is little additional administrative expense.
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Potential Funding Mechanisms

Sales and Use Tax Base Expansion Services

About

The sales tax was established in the early 20" century, when
most consumption goods were tangible goods and not services.
This means that most goods are subject to the sales tax, but
many services are not. When states updated their sales tax
codes, each individual state began taxing some services,
though usually not uniformly. DC, Maryland, and Virginia never
agreed on a uniform tax law for services.

Current Rate

Potential Revenue Options

Revenue Potential high because services are now most of
personal consumption

Growth Potential high because the trendline continues to
show growth in consumption of services

Revenue from Non-residents low because most taxable
services are purchased locally

Cost of Borrowing low due to the very broad base and
lower volatility

Volatility medium because consumption will
stagnate /decline during a recession

Rate Increase Example Rate

per $100M

Sales and Use Tax Not Currently

Base Expansion Services™* In place

1.48% pt.

Increase
to be
6% pt.
%P updated
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Potential Funding Mechanisms

Sales and Use Tax Base Expansion Services

Sufficiency: This depends on the nature of the services that would be subject to tax. If expanded to include professional services or
services that both consumers and businesses use, it could be a sufficient source. It is more likely to be entirely sufficient if coupled with
a general sales tax increase — and a simultaneous expansion to services might lessen the size of the general sales tax rate increase

necessary to fund WMATA.
Stability: Similar to a general sales tax — consumption may decline during economic downturns.

Equity: While a general sales tax is regressive, many services (such as lawn care or tax preparation) are more likely to be consumed
by higher income households. As with the general sales tax, including more services would subject non-residents to the tax as well.

Economic Efficiency: Unlike an incremental increase in the general sales tax, this would subject services that had not been taxed to a
significant increase over its present tax treatment. However, if it is done uniformly throughout the region, border competition issues
would be minimized (but still exist).

Simplicity: It would be practically impossible to expand the sales tax to services and dedicate just those specific taxes on expanded
services to WMATA, as the recordkeeping necessary to accomplish this would be administratively burdensome. It is far simpler to
couple an expansion of services with a rate increase, and the revenue from the specific rate increase be dedicated to WMATA. In that
case, it only requires the taxing jurisdiction to pro-rate the share of sales tax revenue to WMATA.
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Potential Funding Mechanisms

Increase Sales and Use Tax and Base Expansion to Services

About

The sales tax was established in the early 20" century, when
most consumption goods were tangible goods and not services.
This means that most goods are subject to the sales tax, but
many services are not. When states updated their sales tax
codes, each individual state began taxing some services,
though usually not uniformly. DC, Maryland, and Virginia never
agreed on a uniform tax law for services.

Revenue Potential high because services are now most of
personal consumption

Growth Potential high because the trendline continues to
show growth in consumption of services

Revenue from Non-residents low because most taxable
services are purchased locally

Cost of Borrowing low due to the very broad base and
lower volatility

Volatility medium because consumption will
stagnate /decline during a recession

Potential Revenue Options

Rate Increase Example Rate

Current Rate

Sales and Use Tax
Base Expansion Services™*

per $100M Increase
(o]
Not Currently 0.0g ﬁoli;' g:ods 0.5% pt. goods to be
In place oY 70 Pl 6.5 pt. services updated
services
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Potential Funding Mechanisms

Increase Sales and Use Tax and Base Expansion to Services

Sufficiency: This depends on the nature of the services that would be subject to tax. If expanded to include professional services or
services that both consumers and businesses use, it could be a sufficient source. It is more likely to be entirely sufficient if coupled with
a general sales tax increase — and a simultaneous expansion to services might lessen the size of the general sales tax rate increase

necessary to fund WMATA.
Stability: Similar to a general sales tax — consumption may decline during economic downturns.

Equity: While a general sales tax is regressive, many services (such as lawn care or tax preparation) are more likely to be consumed
by higher income households. As with the general sales tax, including more services would subject non-residents to the tax as well.

Economic Efficiency: Unlike an incremental increase in the general sales tax, this would subject services that had not been taxed to a
significant increase over its present tax treatment. However, if it is done uniformly throughout the region, border competition issues
would be minimized (but still exist).

Simplicity: It would be practically impossible to expand the sales tax to services and dedicate just those specific taxes on expanded
services to WMATA, as the recordkeeping necessary to accomplish this would be administratively burdensome. It is far simpler to
couple an expansion of services with a rate increase, and the revenue from the specific rate increase be dedicated to WMATA. In that
case, it only requires the taxing jurisdiction to pro-rate the share of sales tax revenue to WMATA.
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Potential Funding Mechanisms

Real Property Tax Levy

About

. . = Revenue Potential: high because the tax base is very
Real property taxes are primarily a local government revenue

source and are by far the largest own-source tax for local broad

governments in the U.S. Property taxes are second to sales " Growth Potential: varies depending on the condition
taxes in the number of transit systems that use it. There is of the local real estate market and economy
generally a fixed rate of property taxes diverted to local = Revenue From Non-residents: low because most is
transit while the rest goes to the county, school district, paid by residents

municipalities, and /or other taxing districts. = Cost of Borrowing: low due to the very broad tax

base and low volatility

= Volatility low as taxable value has generally
continued to grow, even during most recessions

Rate Increase Example Rate
per $100M Increase

Potential Revenue Options Current Rate

Varies, $0.7218-
Real Property Tax Levy $1.141 per $100 in
assessed value (AV)

0.0065% per $0.05 per

$100 AV $100 AV $150 $208 $413
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Potential Funding Mechanisms

Real Property Tax Levy

Sufficiency: As one of the three major tax sources, it has a large enough base, making it sufficient to fund WMATA operations and capital needs
(depending, of course, on the dedicated millage rate).

Stability: A tax on real property is probably the most stable of the revenue source choices. Because real property is finite, it generally appreciates in
value, even during most economic downturns (the largely real estate driven Great Recession was a notable exception). The high interest rate
environment of the past two years has not led to a downturn in taxable value of real property, and in many jurisdictions, the increases in taxable

value have been greater than the rate of inflation.

Equity: Maryland, Virginia, and DC all require uniform assessment of real property, although classes of property may have different shares of
assessed value that are considered to be taxable value. In general, property taxes are also considered to be a regressive tax, and recent increases
in real property values can translate into tax bills that may ‘crowd out’ some residents in terms of housing affordability. Because the tax is only
applied to residents, it is also an equity issue that residents alone bear the burden of funding WMATA.

Economic efficiency: As with the sales tax, property taxes are in use throughout the region, and market decisions have already taken this tax into
consideration. That said, market efficiency will be impacted somewhat by whether there is a uniform millage rate for WMATA or whether it will

vary by jurisdiction — and by how much.

Simplicity: Because market or income-based assessment processes are complex, there is a fair amount of concern with that aspect of the real
property tax. Millage rates also vary considerably, and that adds to complexity. While real property values are transparent, the general public
tends to view the real property tax unfavorably, and its complexity is part of the reason.
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Potential Funding Mechanisms

Payroll / Income Tax

About

= Revenue Potential: high b se the tax base is ver
Individual income taxes are imposed in DC, Maryland, and venu ! 'gh becau x IS very

Virginia and constitute a major revenue source. All firms with a broad

business address have their payroll taxed according to local " Growth Potential: high, based on the DMV’s significant
tax laws. It does not tax non-salary /non-wage income (such as income

dividends, interest, or capital gains) that is not salary or = Revenue From Non-residents: medium for a payroll tax —
wages. Because it is based on the firm’s payroll, if residents higher in DC because of in-migration for work. Negligible
live outside of the region they work in, they pay their work for an income tax

region’s (not their home region’s) income tax. .
9 ( 9 ) = Cost of Borrowing: low due to the very broad base

= Volatility: high because employment declines during
recessions and increases during expansions, which
materially impacts income tax collections

Rate Increase Example Rate

per $100M Increase bC

Potential Revenue Options Current Rate

N/A, MD counties levy
Payroll / Income Tax income tax ranging 0.033% pt. 0.5% pt. $505 $368 $644
from 2.25%-3.2%
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Potential Funding Mechanisms

Payroll / Income Tax
Sufficiency: The income or payroll tax base is broad, making it among the more sufficient tax choices.

Stability: Income tax collections will generally decline during an economic downturn (and the declines can be
significant) but also tend to bounce back (and the increases can be significant) during an economic expansion.

Equity: A payroll and some income taxes are a flat rate, meaning all income (absent exemptions or credits) is taxed at
the same rate. The DC, Maryland, and Virginia income taxes are all considered to be graduated-rate, where the
marginal tax rate increases at higher income levels. In contrast, both Montgomery and Prince George’s County impose
a 3.2% tax rate on resident’s income. It is also notable that most income tax is paid by residents, although some non-
residents will pay a payroll tax.

Economic Efficiency: Because income taxes are widespread, much of their economic cost has already been factored into
market decisions. However, if the income tax rate is significant, there will be areas around the WMATA region that are
paying less income tax, which may affect some location decisions.

Simplicity: Taxpayers are already familiar with an income tax, as it exists in both states and the District of Columbia
(DC). Were the tax to be at the county/independent city level, there would be additional administrative expense in
Virginia.
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Potential Funding Mechanisms

Motor Vehicle Sales Tax

About

. ) = Revenue Potential low in DC because of fewer sales
In many states, the purchase of a vehicle is not subject to sales

outlets, residents; medium in VA and MD because of

and use tax but is subject to a motor vehicle sales or excise .
greater sales outlets, residents

tax, and the tax revenue then funds transportation.
=  Growth Potential medium as car sales have a broad

customer base

= Revenue from Non-Residents low because most sales
are to residents

= Cost of Borrowing medium due to broad revenue base
and medium volatility

=  Volatility medium because large purchases are sensitive
to the business cycle

Rate Increase Example Rate

per $100M Increase bC

Potential Revenue Options Current Rate

6% in MD, 4.15%
Motor Vehicle Sales Tax in VA, ranges in 0.77% pt. 1% pt. $0 $59 $71
DC
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Potential Funding Mechanisms

Motor Vehicle Sales Tax

Sufficiency: While a reasonably large revenue source, it could not, on its own, support WMATA operations and capital
needs without rate increases that would cripple the industry. A similar rate increase for this tax as with an increase in
the general sales tax, though, would be sufficient — and the addition of this tax might require a smaller general sales

tax increase.

Stability: It generally aligns with a general sales tax, although there are instances (such as supply chain disruptions
during and after the COVID-19 pandemic) where revenues may fluctuate.

Equity: Vehicle purchases are made infrequently, so some of the regressivity concerns related to a general sales tax
are diminished. These purchases can be delayed or substituted for lower cost forms of transportation if the amount of

tax is a concern. It is primarily paid by residents, however, which is an equity concern.

Economic Efficiency: The tax is already in place, and incremental changes to it will likely not impact on market
decisions. However, a very large increase would likely lead consumers to shop elsewhere.

Simplicity: The tax is in place, understood, and relatively easy to administer.
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Potential Funding Mechanisms

Vehicle Registration / Impact Fees

About
Registration fees exist throughout the DMV but vary
considerably depending on the vehicle type and weight.

= Revenue Potential: low as the relatively small base would
require extremely high fees that aren’t politically feasible

As of July 2024: =  Growth Potential: low as the relatively small base would
require extremely high fees that aren’t politically feasible
» Maryland charges between $110 and $161 per year = Revenue From Non-residents: low as registrations are mostly
for passenger and multi-purpose vehicles paid in the state of residence

> In Virginia, the state registration fee for similar .
ginia, 9 =  Cost of Borrowing: medium due to smaller revenue base but

vehicles is between $31 and $36 per year; Virginia with low volatility

also charges personal property taxes on vehicles

> In DC, the registration fee for similar vehicles is $72 =  Volatility: low as vehicle owners generally require their vehicle
per year for necessary transportation

Rate Increase Example Rate
Potential Revenue Options Current Rate = DC
per $100M Increase
Varies based on
. 10.
Vehicle Registration [ Impact Fees weight and class, $36- $27 4,0 $10 O,O $2 $15 $19
per vehicle Per vehicle

$161 per vehicle
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Potential Funding Mechanisms

Vehicle Registration / Impact Fees

Sufficiency: This is a small revenue stream — it could not, on its own, support WMATA operations.

Stability: This is a relatively stable source, as the number of vehicles within the region is fairly constant. However,
because it is a flat fee (rather than, for instance, a percentage of vehicle market value) it requires consistent fee

increases just to keep up with inflation.

Equity: This is a yearly fee, and it is a relatively small amount of household income. That said, it would be considered
somewhat regressive.

Economic Efficiency: It is unlikely that the fee alone would drive decisions on whether or not to own a car, although if
rates were increased dramatically, it might lead some households (particularly in DC) to reduce or eliminate vehicle

ownership.

Simplicity: A significant increase in the fee could lead to compliance concerns, as some households may choose to drive
an unregistered vehicle.
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Potential Funding Mechanisms

Accommodations Tax

About
Often referred to as a hotel-motel or transient occupancy tax,

this is assessed as a percentage of the per night charge for
Shorf-ferm quys. This varies within 1-he region. u GrOWih Potenﬁql: varies bqsed on tourism Qnd ’rl‘Clve|

= Revenue Potential: medium in DC because of visitors.
Low because not big tourism destinations in MD and VA.

industry growth

= Revenue from Non-residents: high because mostly paid
by visitors

= Cost of Borrowing: high due to the high volatility of the

revenue

= Volatility: high because visitors sensitive to the business
cycle

Rate Increase Example Rate

per $100M Increase e

Potential Revenue Options Current Rate

Varies, 5% in some
Accommodations Tax MD counties to 2.6% pt. 5% pt. $122 $26 $44
16.5% in DC
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Potential Funding Mechanisms

Accommodations Tax

Sufficiency: With the exception of DC, this is not a particularly large revenue source within the region. It would not be
possible to fund WMATA from this revenue source alone.

Stability: This is often a highly unstable revenue source. There have been notable past disruptions (most recently the
COVID-19 pandemic but also 9/11) where this revenue stream declined significantly. Economic downturns will also
reduce revenue collections as vacation and even some business travel declines.

Equity: The rate is uniform across types of short-term accommodations. Because it is a percentage of the nightly room
charge, more expensive accommodations will pay more in tax, which is equitable. It is primarily paid by non-residents,
which is considered good tax policy.

Economic Efficiency: It is not surprising that it is highest in DC, which has significant demand related to tourist and
business travel. While high rates may deter some forms of hotel stays (such as conventions that consider all costs of an

event), in general, unless rates get prohibitively high, it will not significantly impact market decisions.

Simplicity: This is relatively easy to understand and administer.

74



Potential Funding Mechanisms

Motor Fuel Tax (per gallon)

About
An excise tax on various motor fuels (gasoline and diesel being
most prominent) is common and is in place throughout the

region. Motor fuel is taxed on volume (by the gallon) and
varies within the region. =  Growth Potential low because of base erosion from EVs,

hybrids, and high MPG vehicles

= Revenue Potential low in DC because of use of public
transportation, fewer service stations. Medium in MD and VA
because larger land areas and more locations

= Revenue from Non-residents low because fueling is close to
home

= Cost of Borrowing medium/medium high due to limited
future growth

=  Volatility varies. Not very volatile except when gas prices
increase because of market conditions

Rate Increase Example Rate

per $100M Increase e

Potential Revenue Options Current Rate

$0.461 in MD, $0.342
Motor Fuel Tax (per gallon) in DC, $0.385 in VA, 6.3 ¢ per gallon 10 ¢ per gallon $6 $92 $61
levied per gallon
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Potential Funding Mechanisms

Motor Fuel Tax (per gallon)

Sufficiency: While historically considered to be one of the ‘big three’ of excise taxes (along with taxes on alcohol and
tobacco products), it still does not raise sufficient revenue on its own (without oppressively large tax rates) to support
WMATA operations and capital needs. It is also an eroding tax base because of the rise of hybrid and electric

vehicles.

Stability: Vehicle use may tend to decline when fuel prices increase. Because it is based on volume rather than price, it
will also decline as higher mileage vehicles replace less fuel efficient ones.

Equity: It is considered to be a regressive tax, as low income households pay a larger share of their income as motor

fuel tax. Part of the reason may be fuel efficiency (or hybrid and electric vehicles), as higher income households are
more likely to purchase newer, more fuel efficient vehicles. The vast majority of the tax would be paid by residents.

Economic Efficiency: The tax is already in place, and rates already vary within the region. For example, the average
motor fuel rate per gallon is $0.3490 in DC, $0.4719 in Maryland, and $0.4040 in Virginia. The effect on the

market would depend on the size of the increase.

Simplicity: It is readily understood, and the tax is built into the price at the pump, so it is relatively easy to administer.
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Potential Funding Mechanisms

Real Estate Transfer Tax / Recordation tax

About .

) ) = Revenue Potential low because not a large tax base
An excise tax on the transfer or recording of real property. It
is generq”y a percenfqge of the price pqid in an qrms-lengfh u Growth Potenﬁql varies based |C1rge|y on interest I‘Cl’res,
sale of real property. It is in place throughout the region, ‘seller’s markets.
although the rates vary, as does who imposes the tax (state or .

Revenue from Non-residents low. Buyers generally are

local government). or become residents

= Cost of Borrowing very high due to the high volatility of
the revenue

= Volatility high because of variability based on interest
rates, ‘buyer’s markets’

Rate Increase Example Rate
per $100M Increase

Potential Revenue Options Current Rate

DC

Varies, combined county and
Real Estate Transfer Tax / state rate in VA of 0.33% o

! : t. 1% pt. $26 $29 $13
Recordation tax 1.45% in DC, between 0.7% 01%p 01%p

and 1.0% in MD.
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Potential Funding Mechanisms

Real Estate Transfer Tax / Recordation Tax
Sufficiency: This is a relatively small revenue stream — it could not, on its own, support WMATA operations.

Stability: This is an instable revenue source. Recent high interest rates had a marked effect on property sales, and this
revenue source has declined or been stagnant for many (if not most) of the governments in the region.

Equity: This tax has become somewhat controversial, as the real estate industry argues that it reduces transactions and
makes housing less affordable. Many state and local governments have adopted a progressive rate structure, where
properties with high sales prices are taxed at a higher percentage of the sale price. This may reduce some equity
concerns. At the same time, housing purchases are infrequent, and the transaction may be delayed or substituted if this
share of the cost of purchase is an issue.

Economic Efficiency: As noted, the industry claims the tax reduces transactions and makes housing less affordable. That
said, the tax is in place throughout the region (and nation). However, a significant rate increase would likely reduce
transactions.

Simplicity: The tax is already widely used and costs to administer it are low.
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METRO’S VISION FOR WORLD-CLASS TRANSIT:

RAIL AUTOMATION

From WMATA Board of Directors Meeting
April 24, 2025
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Metro’s history of automated operations

Increasing automation

< @ o

Grades of

Automation Driver stops/starts the train | Operator supervises train
Scale from 1-4

U B

Manual operation Semi-automated operation Fully automated operation

No operator required

describing GoA 1 GoA 2 GoA3 GoA 4

increasing levels Operator controls train Operator (in the cab) supervises Train attendant (not  No operator or

of automation acceleration, braking, the train, monitors track in a cab) assists attendant required
door operation, and conditions, operates doors and passengers and for normal
monitoring the track train departure may operate the operation

Metro designed for GoA 2 but
operating in manual mode
(GoA 1) since 2009

We are Here: Metro returned to
Automatic Train Operation (ATO, GoA 2)
on the Red Line in Dec. 2024

train if needed

Program Plan: Evaluate a fully
automated (GoA 4) system

Next Steps: Planned return to

ATO (GoA 2) on all lines
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Current Metrorail challenges

Ongoing trespassing Aging and unreliable
incidents and on-track infrastructure

debris e
* Human variability in
* Trespassers, trash, operations and signal
and slips/trips/falls system failures cause

. delays
* Human error in y

operation * Growing maintenance
costs; replacement
parts are difficult to
source

* Challenging to mitigate
with current system
design

Insufficient room for
long-term growth

* Bottlenecks at key
locations limit service

* Expensive alternatives
to adding capacity

Outdated concept of
operations

* Rising operating
expenses and
inflexible service
model
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Components of fully automated transit

1. Signaling Systems

2. Vehicles 3. Platform Doors

\ \ ; .
o |

Metro Integrated Command & Communications Center (MICC) Paris Metro: MPOS5 rolling stock Honolulu Skyline: Halawa station

Communications-Based Train Railcars equipped with CBTC Protect customers on the
Control (CBTC) that can control all technology located onboard with platform with physical barriers,
aspects of train operations. less wayside infrastructure. such as platform screen doors.
Adjust train movementsin real- Precise, automated operations  Platform screen doors keep
time for smooth traffic flow reduce variability — same people and objects off the
based on crowding levels, weather, operation every time. tracks.

incident recovery, and work zones. .



World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Automation is now the global standard

Copenhagen Metro Washington Dulles AeroTrain Paris Metro: Line 4 Platform Screen Door Testing

Designing for driverless operation 25+ fully automated systems Cities are retrofitting conventional
is the global standard for newly operate in US airports; some since lines (including 100+ year old
built rail transit lines the 1970s. These are often “must- Lines 1 & 4 in Paris) for full
ride” systems with no alternative, = automation to add capacity,
demanding high reliability 24/7 improve service and decrease

cost
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Metros are automating across the world

Hamburg
i Copenhagen
Vancouver Glasgow\.l-“lel./ PN gb
uremberg
\ Toronto Montreal London _______‘J' /
\ / Paris_j__.______. ,__ﬁ‘e_TVIenna »
Lyon e—Milan Nou
Beijin
ToulouV[ \ *Istanbul  Lahore jing — / oo

Madrid Marseille oM \ Shanghai !

Barcelona T / --..\Kobe
Cairo Taipei

'\Honolulu / Delhi \ P

Doha Hong Kong
Dubai Chennai
Kuala Lumpur ~>Ingapore
Lima —e
Sao
Paulo
Santiago — p....

® Greenfield + Retrofits
® Retrofits only
@ Greenfield only

Selection of Grade of Automation 3/4 (GoA 3/4) lines, current and in development Y



World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Trespassing is an ongoing problem

de: 52° DC NEWS NOW

@he Washington Post ot one yoar for 840

Democracy Dies in Darkness MONTG GMERY COUNTY

Gridlock

. Trains delayed after person struck, killed by train
Woman struck and killed by in Rockvmz, Metra savs ’ y

Metrorail train at Union Station

by: Paola Belloso
Posted: Aug 30, 2024 /11:12 AM
Updated: Aug 30, 2024 /11:15 A

siare ) @ Q =

Man Struck by Train at Minnesota Ave. ROCKVILLE, Md. (DC News Ng
and killed by a train on Friday

A — 4 . WASHINGTON

June 23, 2021 at 8:35 p.mJ

Awoman was fatal  METRO (WMATA) Local is everything

Station on the Red

Emergency respon

firefighters from tl

| Published February 14, 2020 « Updated on February 14, 2020 at| News
"esi‘mde‘i’ Sh“t;‘” B WMATA said Red Line trains w . .
Y S
o] becauseof theincidentinbo F IF@Fighters rescue person struck by
: Pp.m. and inv

initially identified

a Metro train in Crystal City

vy L - By Jo DeVoe
AL s Published March 10, 2023 at 12:45PM
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Trespassing incidents have major safety &

service impacts

@ Grosvenor-Strathmore

January 25, 2025, 5:26PM: Person fatally
struck by train; Montgomery Fire & Rescue
and Medical Examiner came to the scene

* Nearly seven hours of service disruption,
delaying or canceling over 100 train trips

* Trains turned back to mitigate delays

* Resulted in 8,900 late customers

@ West Hyattsville

March 12, 2025, 2:56pm: Person struck by
train; rescued by Prince George’s Fire & EMS

* Three hours of service disruption, delaying or
cancelling 48 train trips

* Service suspended between West Hyattsville
and Hyattsville Crossing; cascading delays
for Green and Yellow Lines

* Resulted in 15,000 late customers
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Metro’s signhal system is aging and less
reliable

Metro’s signal system is old & costly to
maintain: few vendors, limited availability of
parts and signals are the top cause of
iInfrastructure-related service delays.

Both the infrastructure and technology
are obsolete; track circuits of older design,
at or approaching obsolescence.

The required investment in signals and
rolling stock is an opportunity to plan rail
automation.

_..I. ',’_; ; I - ' / . .
Vital Relays and

Local Contiol Panal Track Circuit Module

Train Control Room
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Metro will have fewer decentralized assets =
. . ellablllty
to maintain

Today’s System: Modern, Automated Systems:
Relay-based track circuits Communications-Based Train Control
Grade of Automation 2 Grade of Automation 4

165 localized Centralized control;

i Significant reduction in train
Train Control Rooms
control rooms
* Fewer parts
,  Smaller & simpler _ o
700+ miles of copper cable footprint Fiber optic infrastructure
28,000+ vital relays . Be ttzr Modern zone control

performance

Less wayside equipment;

é 3,500+ track circuits

Railcar-based equipment
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Higher signal system throughput and
improved reliability enables higher capacity:
Remove variability from service, reduce
scheduled buffer time
* Improve on-time performance to 95-99%
* Increase throughput: more trains per hour
* Turn trains faster at the end of the line

Service flexibility: Automated systems can
respond to unplanned events or surges in
demand easier

M3 via Norrebro 2 min
Plads - Nerrebros Runddel - Nerrebr

M3 Norrebros Runddel 2%2 min

Get a good start at Royal Run. Stop at Kongens Nytorv
or Marmorkirken and walk to Nyhavns Broen

Copenhagen Metro

M3 Service operating in a different pattern to
serve special events
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Automation means better service

Automated operations are faster and more efficient, increasing capacity

with the same infrastructure

@ Red Line Round Trip Cycle Time

Trains Trains
Round Trip Travel Time & Layover Time (minutes) by Grade of Automation C.yCIe Requ"?d Requ"?d
Grade of Time for5min  for 4 min
Automation 0 29 90 73 100 125 150 (minutes) headway  headway
Shady Grove to Glenmont Layover Glenmont to Shady Grove Layover
GoA 1 — | B 0 30 38
Initial ATO I I 144 29 36
GoA2
Eventual ATO I I 1 38 28 35
GoOA 4* Fully Automated I I 122* 25 31

Automated turn-arounds and

Full Automation reduces
scheduled buffer time, speeding
up travel time compared to GoA 2

Shorter cycle time

enables same service
with fewer assets

less delay recovery at terminals
reduces scheduled layover time

*Fully Automated cycle times are illustrative and hypothetical, based on performance
of similar systems. Actual system performance will need to be determined. 90



World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Reliable, fast service drives efficiency

* Higher Asset Productivity: Provides
more service and capacity from the same
iInfrastructure and assets

* Lower Operating Costs: Costs are
driven more by system uptime and less
by level of service provided, enabling
more service at low marginal cost

* Higher Ridership and Revenue:
frequent and reliable service drives
ridership growth

MRT — Singapore

91



World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Initial strategy to implement rail automation

Metro would take a regional, system-level approach to phase in automation

Implementation for automation would F== = =« = &
. - v . .uEn

occur in phases across the rail %t’,__ =y
) . Xz
network. Incremental benefits will be Yo
. . ’ <«
realized with each segment completed. N o

* Modernize signal system with
Communications-Based Train Control (CBTC)

* Upgrade railcars for CBTC

Install platform screen doors integrated with
signal system

Phased roll-out of automated operations
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Critical to align fleet and signaling decisions

With the 8000-series fleet acquisition

underway, now is the time to make M
. . . . Series | Service Fleet

decisions on rail automation

3000 1984-1988

Fleet and signaling systems are highly interconnected 6000  2006-2008 180 180
7000  2015-2020 748 748

* Agencies typically make major decisions on

signaling systems in conjunction with railcar 8000  2028- : 256 to 800
purchases TOTAL 1.204 ::_1, gg to

* The 8000-Series are designed for conversion to
CBTC and automation compatibility
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World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

Potential phased implementation

Following industry best practices for automation \
retrofits, Metro would balance available funding and G-
infrastructure constraints with system-wide benefits. ) '

Greenbelt

mmmmm

* Modernize signals by segment \
across the system, linking et e s
segments together

* Prioritize installation of platform
screen doors by location, based
on infrastructure needs and
operational benefits

e Start automated operations once
infrastructure and systems are in

place o



World-Class Transit: Rail Automation (WMATA Board of Directors 4/24/2025)

More direct delivery approach reduces costs

Commit to Rail Automation vision and plan

* Pursue system-wide automation utilizing a phased
implementation strategy

Formulate an integrated program management team
to reduce soft costs

e Utilize internal experts for project management and Potential
oversight to deliver the project with fewer consultants Total

program
cost

* Change the way we do things: Drive delivery
efficienc