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IMPLEMENTING ALTERNA  TIVETRANS PORTATION FUNDING
METHODS STUDY

Draft Preliminary White Paper on Policy Initiatives

. PURPOSE

The 2009 legislature directed the Joint Transportation Committee (JTC) to conduct a comprehensive
analysis of mid-term and long-term transportation funding mechanisms and methods. Elements of
the study are to include existing data and trends, policy objectives, performance and evaluation
criteria, incremental transition strategies, and possibly, scaled testing (ESSB 5352 (204) (1)).

The study will analyze the feasibility and practicality of implementing funding methodologies
identified in the J T C2087 Long-Term Transportation Financing Study, as well as other approaches
identified by the committee, staff, and the consultants. The research and analysis must take into
account existing and emerging funding, energy, environmental, and mobility policy objectives. The
principle objective of this project is to identify specific implementation steps for the legislature and
agencies to begin implementing viable mid-term and long-term transportation funding approaches.
The primary focus of this effort is to examine state imposed and collected transportation taxes and
fees.

This preliminary white paper on policy initiatives provides an overview of how existing and emerging
local, state and federal funding, energy, environmental, and mobility initiatives may influence or alter
the nature of the transportation system, the implementation of transportation financing strategies,
and the assumptions and conclusions of the 2007 Long-Term Transportation Financing Study.

A second companion white paper analyzes and updates transportation funding projections made in
the 2007 Long-Term Transportation Financing Study.

A. 2007 Long -Term Transportation Financing Study

Key assumptions and conclusions of the J T C6 s L2m@y-0efm Transportation Financing Study
include:

e Motor Fuel Tax Viability: The studydi s cussed Was hdepegdencenon f8d taxese 6 s
for transportation funding (36 percent of total transportation funding or 53 percent excluding
bond sales in the 2007-09 biennium) and the loss of purchasing power of the fuel tax. The
stateds motor fuel tax is a set ankeeppacewitlB7. 5 <ce
inflationary increases in transportation costs. The study forecasted a 23 percent reduction in
purchasing power from 2005 to 2030 weighted by projected vehicle miles traveled (VMT) due
to the combined effects of increases in fuel economy and losses to inflation.

e Bond Financing: The study revi ewed t he state
implementation of the 2003 Nickel and 2005 Transportation Partnership Act (TPA) projects.
The study notes that debt service on these bonds will become an increasingly large part of
the Washington State Department of Transportatio
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e Local Government Transportation Funding: The study examined local government
transportation funding methods authorized by the state; the distribution by the state of motor
vehicle fuel tax revenues to local governments; and the use by local governments of general

funds to support transportation.

¢ Alternative and Emerging Revenue Sources: The study made medium-term and long-term
funding method recommendations, as shown in Exhibit 1. The recommendations were
intended to prevent the forecast 23 percent decline in future state fuel tax revenues weighted
by VMT, with the transition from medium-term to long-t er m fundi ng dependent
eroded
techno

guickly the Statebs
usageofnon-t axed fuel s,

gas tax receipts are
and the advancement of?

Exhibit 1.
2007 Long Term Financing Study Funding Methods Recommendations

Medium-Term
(5-15 years)

Long-Term
(10-15 years/5 years overlap medium term)

Sales tax on fuel
Index fuel tax
More tolling

0 High Occupancy Tolling (HOT)
Lanes

o Extend bridge tolling
0 Areatolling
Expanded local sources
0 Local option tax (RTID)

Container charges

e Replace fuel tax with VMT fee

e Supplement VMT fee with a local-option
VMT service fee

¢ Vehicle weight-mile tax
e Regional development impact fees

[I. FUNDING POLICIES AND INITIATIVES

Initiatives in transportation funding policies at the federal, state, and local levels since the J TC6 s

2007 Long-Term Transportation Financing Study include:

e Performance based transportation funding policies, which are discussed in Section Il A.

¢ Integrating energy, environmental, and mobility policies through user-based transportation
funding and pricing, which are discussed in Section Il B.

e Providing sufficient, sustained funding for transportation system investments, discussed in

Section Il C.

These policies result in consideration of a range of funding options discussed in Section Il D that
include restructuring of existing funding methods to meet these policy objectives as well as new

funding methods.

Three federal level commissions have issued final reports exploring options for federal transportation

funding. The results of t he

commi ssi ons©o wor k

! Joint Transportation Committee, Long-Term Financing Study, 2007, p. ES-8.
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transportation funding policy expected to be presented to Congress by the administration within the
next 18 months. The federal level commissions and their reports are:

e National Transportation Policy Project, Performance Driven: A New Vision for U.S.
Transportation Policy. June 2009.

¢ National Surface Transportation Infrastructure Financing Commission, Paying Our Way: A
New Framework for Transportation Finance. February 2009.

e National Surface Transportation Policy and Revenue Study Commission, Transportation for
Tomorrow: Report of the National Surface Transportation Policy and Revenue Study
Commission. December 2007.

At the state level, the legislature has adopted key transportation, environmental, and energy
legislation since 2007 including: tolling policies; extending tolling to additional projects; goals for the
reduction of greenhouse gas (GHG) emissions; benchmarks for the reduction of per capita VMT; and
encouraging the development of infrastructure to support electric vehicles. The Washington State
Department of Commerce and WSDOT® report Leading the Way: Implementing Practical Solutions
to the Climate Change Challenge with its companion appendix Reducing Greenhouse Gas
Emissions and Increasing Transportation Choices for the Future were presented to the legislature in
the 2009 session.

At the local government level, the Puget Sound Regional Council (PSRC) is updating the regional
transportation plan. Transportation 2040 Environmental Impact Statement, currently in the public
comment period, assesses five alternative transportation futures for the region that impose varying
levels of tolling to affect transportation choices. The PSRC has also conducted a traffic choices
study that examined behavioral response to congestion tolling of roadways, policy issues related to
the implementation of network tolling, and technical solutions to tolling a large network of roads.

A. Performance B ased Transportation Funding Policies
1. Federal

The three federal level commissions have recommended that federal transportation policy be more
performance-driven, more directly linked to a set of clearly articulated goals, and more accountable
for results. The studies have recommended a reduction in the number of programs administered by
the US Department of Transportation to help focus on and communicate overarching goals. The
Policy and Revenue Study Commission recommended reducing the current 108 federal funding
programs to 10, while the Nation Transportation Policy Project recommended six.

Recommended federal goals for transportation funding are:
e Economic Growth: Producing maximum economic growth per dollar of investment

¢ National Connectivity: Connecting people and goods across the nation with effective surface
transportation

e Metropolitan Accessibility: Providing efficient access to jobs, labor, and other activities
throughout metropolitan areas

e Energy Security and Environmental Protection: Integrating energy, security, and
environmental protection objectives
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o Safety: Improving safety by reducing the number of accidents, injuries, and fatalities
associated with transportation.?

2. State of Washington

The State of Washington has adopted statewide transportation goals. RCW 47.04.280 (adopted in
the 2007 session) establishes the following goals for state transportation investments.

e Preservation: To maintain, preserve, and extend the life and utility of prior investments in
transportation systems and services

e Safety: To provide for and improve the safety and security of transportation customers and
the transportation system

e Mobility: To improve the predictable movement of goods and people throughout Washington
state

e Environment: To enhance Washington's quality of life through transportation investments
that promote energy conservation, enhance healthy communities, and protect the
environment

e Stewardship: To continuously improve the quality, effectiveness, and efficiency of the
transportation system.

The Office of Financial Management (OFM) is directed to: 1) establish objectives and performance
measures to ensure transportation system performance at local, regional, and state government
levels progresses toward the attainment of the policy goals; and 2) provide an annual progress
report.®

B. Integrating  Energy, Environmental, and Mobility Policies
through User -Based Transportation Funding and Pricing

Transportation funding methods serve two potentially circular, and sometimes conflicting, purposes.
The first purpose is to raise sufficient funds to support transportation system operating and capital
needs, which is discussed in the next section. The second purpose is to affect the behavior of
transportation users i which in turn may affect the type and size of operating and capital needs.

The motor fuel tax was established as a user fee, with the amount of fuel used as a proxy for use of
the system. User based transportation funding methods that more directly affect the performance of
the transportation system have been implemented and/or recommended at the federal, state, and
local government levels. Examples of these funding methods are tolling, VMT fees, and container
pricing, all of which can be used to send more direct price signals to users.

1. Federal

The federal commissions have recommended that the nation shift from its current reliance on motor
fuel taxes to support transportation to a user-based funding system that integrates energy,
environmental, and transportation policies through pricing. The most likely national user-based

2 Bipartisan Policy Center, Performance Driven: A New Vision for US Transportation Policy, June 2009, p. 1.
% The first progress report was presented to the 2009 legislature. See Office of Financial Management, Washington
Statebds Transporta20%n Progress Report
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funding system is a mode-neutral VMT fee, with recommendations that the federal government
invest in research on implementing such a fee.

iRevenue <collection methodol ogies should Istem
performance. Public revenue collection can enhance the performance of the system when users
more directly understand and bear the full costs of the infrastructure they use. While the gas tax
generates significant revenues at low administrative cost, its reliability as a proxy for transportation-
system use has decreased dramatically. In an age of increasing fuel efficiency, growing numbers of
hybrid-electric vehicles, and increased use of alternative fuels, payment of the gas tax bears a
diminishing relationship to actual use of the system. In contrast, where users pay directly for their
infrastructure use, they receive more timely and accurate signals about the full range of costs they
impose and the benefits they receive. Ideally, user fees should capture diverse elements of use
including miles traveled on roadways, vehicle weight or number of axles, contribution to congestion,
and emi §sions. o

2. State of Washington

The state has moved towards additional user fees with the adoption of tolling legislation. The
Climate Action Team has recommended additional reliance on user charges.

a. Tolling

RCW 47.56.830 (ESSHB 1773), adopted in the 2008 session, designates the legislature as the only
entity with the authority to impose tolls on the state highway system. The policy guidelines for tolling
emphasize tolling as a method to manage the transportation system and as a way to raise revenues.

e Overall Direction: Washington should use tolling to encourage effective use of the
transportation system and provide a source of transportation funding.

¢ When to Use Tolling: Tolling should be used when it can be demonstrated to contribute a
significant portion of the cost of a project that cannot be funded solely with existing sources
or optimize the performance of the transportation system. The social, environmental, and
economic effects of the tolling should be considered, and the tolling should be directed at
making progress toward the state's greenhouse gas reduction goals.

e Setting Toll Rates: Toll rates, which may include variable pricing, must be set to meet
anticipated funding obligations. To the extent possible, the toll rates should be set to optimize
system performance, recognizing necessary trade-offs to generate revenue.

e Duration of Toll Collection: Because transportation infrastructure projects have costs and
benefits that extend well beyond those paid for by initial construction funding, tolls may
remain in place to fund additional capacity, capital rehabilitation, maintenance and
operations, and to optimize performance of the system.

Tolling commenced on the Tacoma Narrows Bridge in 2007 and on State Route 167 High
Occupancy Toll (HOT) Lanes in 2008. In the 2009 session, the legislature authorized tolling for the

* Ibid., p. 94. A similar recommendation is included in National Surface Transportation Infrastructure Financing
Commission, Paying Our Way: A New Framework for US Transportation Policy, February 2009, p. 8.
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520 Floating Bridge and directed WSDOT to conduct studies of five potential tolling applications and
report to the legislature in 2010.°

b. Climate Change, Energy Policy, and Transportation Funding

RCW 47.01.440 (ESHB 2815), adopted in 2008, creates a framework for reducing greenhouse gas
(GHG) emissions. The bill established statewide benchmarks to reduce daily vehicle (under 10,000
pounds) miles traveled per capita based on the population of Washington residents of driving age
(18+ years old).

Exhibit 2.
VMT Daily Per Capita Benchmark Reduction Goals
2008 2020 2035 2050
% reduction from 2008 18% 30% 50%

Daily VMT Per Capita® 31 miles 25.5 miles 22 miles 15.5 miles

RCW 47.01.440 directed WSDOT and the Department of Commerce to prepare a report for the 2009
legislature on ways to meet the VMT benchmarks and the GHG emissions reduction goals. The
report, Leading the Way: Implementing Practical Solutions to the Climate Change Challenge, was
submitted to the legislature in November 2008.

The report makes the following key findings and recommendations with regard to transportation
funding policies. These findings and recommendations are similar to those in the federal studies.

e Gas tax dependent revenues and VMT reduction goals may work at cross purposes: The
state faces a challenge in implementing appropriate strategies to meet the VMT per capita
reduction benchmarks while addressing the impacts of the current revenue shortage on state
and local transportation infrastructure and operating expenses, and on the ability of transit
agencies to provide appropriat e | evel s of service. AThis <chall
paradox that transportation funding is dependent on the gas tax; as the state achieves
progress in reducing the amount of miles traveled, the funding available to provide
appropriate levelsandqual i ty of transportatioh service wild/l

e Shift to user-based funding that integrates energy, environmental, and transportation policies
through pricing: The report recommends that transportation funding and pricing policies be
designed and structured so that direct users and beneficiaries pay for their transportation
choices and receive the benefits.®

e Tolling policy modification: The report recommends that the state use pricing as a way to
reduce per capita VMT and GHG emissions, raise revenue, and manage the system for
efficiency and reliability. Specifically, the report recommends that the legislature add per
capita VMT and GHG emissions reduction as a third objective in its tolling policy; allow the

® Tolling studies are for the Alaska Way Viaduct, Columbia River Crossing, Interstate 405 Two High Occupancy Toll
gHOT) Lanes, State Route 167 Corridor and 509 Corridor.

The daily VMT benchmarks are based on vehicles under 10,000 pounds. The available VMT data include mileage
of all vehicles, including those over 10,000 pounds.
" Washington State Department of Commerce and Washington State Department of Transportation, Leading the
};Nay: Implementing Practical Solutions to the Climate Change Challenge, November 2008, pp. 19-20.

Ibid., p. 4.
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use of toll revenues for public transit, carpooling and other more sustainable travel patterns;
and consider system-wide rather than project by project tolling. The report also recommends
that the Washington State Transportation Commission (WSTC) establish toll rate policies
that encourage drivers to make fewer and shorter trips, use less polluting vehicles, and
consider alternative modes other than single occupancy vehicle (SOV) driving.’

3. Local Government

T he P SRa&adpsrtation 2040 Draft Environmental Impact Statement (EIS) has six policy goals
that affect transportation funding methods:

e Make costs of transportation more explicit to user.

¢ Emphasize non-SOV travel investments. Offer a variety of transportation choices.
e Transit and non-SOV modes account for an increased proportion of trips.

¢ Improve mobility/accessibility.

e Make commercial movement more reliable and efficient.

e Create a sustainable, user-oriented and balanced transportation system.

The EIS assesses five alternative transportation futures for the region that impose varying levels of
tolling to make the costs of transportation more explicit to the user. The five range from Alternative 1,
where toll funding has minimal application, little of the system cost is explicit to users, revenues are
used to operate tolled facilities, and toll rates are set to maximize efficiency. At the other end,
Alternative 5 is a vision where toll funding has extensive application, most of the system cost is
explicit to users, revenues are used to fund highway and transit expansion system wide, and toll
rates are set to maximize efficiency. Alternative 5 would result in the largest reduction in daily VMT
per capita, with a 16 percent reduction compared to a 5 percent reduction in Alternative 1. *°

C. Providing Sufficient, Sustained Fundingfor Transportati on
System Investments

There is insufficient funding at the federal, state, and local government levels to meet currently
identified transportation capital and operating needs. This is in part the result of heavy reliance on
the fixed rate motor vehicle fuel tax.

1. Federal

a. Current Transportation Funding Sources

The Federal-Aid Highway Act of 1956 initiated the Highway Trust Fund (HTF) supported by a federal
tax on gasoline and diesel fuel. In 1983, the HTF was divided into two accounts: the Highway
Account and the Mass Transit Account. The Highway Account supports the Federal Highway
Administration, which funnels approximately $33 billion a year to the states, the Federal Motor
Carrier Safety Administration, and the National Highway Traffic Safety Administration. The Mass
Transit Account supports the Federal Transit Administration.

9 .
Ibid., p. 29.
10 Puget Sound Regional Council, Transportation 2040 Draft Environmental Impact Statement, 2009, p. 51.
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The current federal gasoline tax is 18.4 cents per gallon and was last increased in 1993. The
majority of the tax (15.44 cents) is dedicated to the Highway Account with the remaining 2.86 cents
going to the Mass Transit Account. For diesel fuel, the current tax rate is 24.4 cents with 21.44
cents allocated to the Highway Account and 2.86 cents to the Mass Transit Account.

For Federal Fiscal Years (FFY) 2005 through 2008, 88 percent of HTF revenues came from the
motor fuel tax."* The remaining 12 percent of funds came from truck related taxes.
Exhibit 3.
Sources of Highway Trust Fund Revenues FFY 2005-08

Sources of Revenue Highway Trust Fund, FFY 2005-08

Tire Tax 1%

Heavy-Vehicle Use 3%
Truck /Trailer Sales 8%

Motor Vehicle Fuel Taxes
88%

Source: General Accountability Office, Highway Trust Fund: Options for Improving Sustainability and Mechanisms to Manage
Solvency, June 25, 2009.

b. Gap in Funding

Motor vehicle fuel tax revenues have not kept pace with costs and system needs. The funding gap is
estimated at $400 billion for the 2010-15 time period and $2.3 trillion for 2010-35.*

In FFY 2008, $8 billion was transferred from the General Fund to the HTF to make up for shortfalls in
tax receipts. The balance of the HTF has declined in recent years because, as designed in the Safe,
Accountable, Flexible, Efficient Transportation Equity Act i A Legacy for Users (SAFETEA-LU)
outlays from the account have exceeded expected receipts over the authorization period. When
SAFETEA-LU was passed in 2005, estimated outlays from the Highway Account programs
exceeded estimated receipts by $10.4 billion which would have drawn the account balance down

1 The motor vehicle fuel tax includes the gasoline tax, which contributed 64 percent of revenue to the HTF, and the
diesel fuel tax which contributed 24 percent.
12 National Surface Transportation Infrastructure Financing Commission, pp. 3-4.
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from $10.8 billion to $0.4 billion. This left litle margin for error. The weak economy and high motor
fuel prices affected the motor fuel tax, truck sales, use tax and other sources of HTF funding,
resulting in the need for the FFY 2008 cash transfer. 2

The US Department of Transportation currently estimates that an infusion of funds i about $15
billion i will be needed for the HTF to remain solvent through 2010." The administration has
requested that Congress transfer $20 billion more from the General Fund to the Federal Highway
Trust Fund in FFY 2009. This transfer is expected to stabilize the Trust Fund for the next 18 months
while a longer term proposal for federal transportation funding is developed.™

2. State of Washington

Major state agencies supported by the state transportation budget are: WSDOT, the Washington
State Patrol, the Department of Licensing, the County Road Administration Board, the Freight
Mobility Strategic Investment Board, the Traffic Safety Commission and the Transportation
Improvement Board. The State also distributes motor vehicle fuel taxes to state and local
jurisdictions.

a. Current Transportation Funding Sources

Washington State funds transportation primarily through the motor vehicle fuel tax, which under the
18th Amendment to the state constitution is restricted to highway purposes. With this restriction,
motor vehicle fuel taxes cannot be used for transit, passenger ferry service or other transportation
services that are not considered highway purposes.

In 2003 and 2005 the State raised the motor vehicle fuel tax and other fees and charges to support
two WSDOT capital programs: the 2003 Nickel Funding Package and the 2005 Transportation
Partnership Act Funding Package. Both funding packages invest in highway, rail, ferry, transit and
freight projects across the state. The motor vehicle fuel tax is currently 37.5 cents per gallon, of
which 23 cents is the base rate, 5 cents supports the Nickel program and 9.5 cents the
Transportation Partnership Program.

Exhibit 4.
Taxes and Fees for the 2003 Nickel and 2005 TPA Packages
Tax Nickel Package 2003 TPA Package 2005
Motor Vehicle Fuel Tax [ 5 cents per gallon increase |¢ 9.5 cents per gallon increase
Fees e 15% increase in gross e Vehicle weight fee
weight fees on heavy e Light truck weight fee
trucks

_ _|* Annual motor home fee of $75.00
* ]?20 license plate retention |, 4o nticards - $5.00 increase
ee
e Driver Instruction Permit - $5.00 increase

¢ License reinstatement after suspension or
revocation $55.00 increase

e DUI hearings - $100.00 increase

13 General Accountability Office, Highway Trust Fund: Options for Improving Sustainability and Mechanisms to
Manage Solvency, June 25, 2009, p. 4.
14 .
Ibid., p. 4.
!> Administration Proposal for Stage 1 Reauthorization.

July 27, 2009 DRAFT 9



Implementing Alternative Transportation Funding Methods
Policy Initiatives

Tax Nickel Package 2003 TPA Package 2005

Sales Tax e 0.3% increase in motor
vehicle sales tax

The Nickel gas tax increase will sunset when the bonds issued against the revenue expire, currently
estimated to be 2053. The other components of the Nickel funding package as well as the TPA
increases do not expire.

As shown in Exhibits 5 and 7, for the 2009-11 biennium, funds collected for state transportation,
excluding distributions to local jurisdictions, are projected to be $6.7 billion and $37.6 billion over the
2009-25 16-year financial plan. During the 16-year plan period, 49 percent of state transportation
revenues are from the motor vehicle fuel tax'®. Bond repayment will become an increasingly large
partofthest at e 6 s reapersq with hea éxpenses for bond repayment of $4.6 billion over
the 16-year plan or 13 percent of revenue.*” The 2009-11 biennium budget and 16-year plan extend
the life of bonds to support the 2003 Nickel and 2005 TPA investment packages from 25 to 30
years.™

' The motor vehicle fuel tax referenced here includes the special fuel tax which applies to other combustible motor
vehicle gases and liquids such as biodiesel, propane, natural gas, and butane.

v Legislative Evaluation and Accountability Program. These revenues are from the March 2009 forecast prepared by
the Transportation Revenue Forecast Council, which was the forecast in effect when the legislature adopted the
2009-11 biennium budget.

18 Legislative Evaluation and Accountability Program, Budget Notes 2009-11 Transportation Budget, 2009, p. 394.
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Exhibit 5.
Sources of Funding Washington State 2009-25

Sources of Transportation Funding FY 2009-25

49%

18% o

10%

T0
O 44— 0
]. 0 0 i A 2y 30 6

]
—
<o
=]
&

lIJ
<o
=)
5

Percentage of Funding

1
(]
<o
=]
&

-31%

-40%

MotorVehicle  Bond Bond Licenses, Permits Federal Ferry Tolling Wehicle Misc
Fuel Tax Sales Repayment  &Fees Funds Fares Sales Tax

Sources

Source: Legislative Evaluation and Accountability Program (LEAP) 16-Year Financial Plan i based on March 2009 Forecast.

The legislative 16-year plan is based on the March 2009 forecast from the Transportation Revenue
Forecast Council. The June 2009 forecast, which came after the legislative session ended, reduced
the forecast for transportation revenues available to the state for the 2009-11 biennium by 1 percent
or $47 million and for the 16-year plan by 0.8 percent or $241 million.™

b. Motor Vehicle Fuel Tax Forecast

The forecast of motor vehicle fuel tax collections was lower in the June 2009 forecast than in the
March 2009 forecast by $48.4 million or 1.8 percent for the 2009-11 biennium and $342.7 million or
1.3 percent for the 16-year plan period. The primary reasons for the forecast changes were
projected higher retail fuel prices and slower projections for Washington real personal income
growth, resulting in lower gasoline and diesel fuel tax projections.”

Key variables in forecasting motor vehicle fuel tax collection include personal income, oil and gas
prices, fleet fuel efficiency, sales of light vehicles, and in-migration of drivers to Washington State.”*

' Transportation Revenue Forecast Council, June 2009 Transportation Economic and Revenue Forecasts, Volume |
Summary Document, June 2009, p. 5.

2 1pid., p. 12.

2 Ibid., p7.
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The consumption of motor fuel per capita (population 18 and over) has dropped in Washington State
as a result of increasing vehicle fuel efficiency and increasing gasoline costs. In FY 2008 total motor
fuel consumption dropped, with a 1 percent reduction between FY 2007 and FY 2008. Per capita
consumption has declined each year since FY 1999, with a total drop of 10 percent between FY 99
and FY 08 from 720.6 gallons per capita to 650.6 gallons per capita.

Exhibit 6.
Washington State Fuel Consumption FY 90 TO FY 08

Source: WSDOT July 23, 2009.
¢. Gap in Funding

As shown in Exhibit 7, the 16-year financial plan ends with a $1.65 billion dollar deficit in the 2023-25
biennium. This deficit is across all transportation funds, including the positive fund balances
anticipated in the Tacoma Narrows Bridge and SR 167 Hot Lane accounts which are restricted in
their use. If these fund balances are not included, the total deficit in the 2023-25 biennium grows to
$1.96 billion in the 2023-25 biennium. The shortfall is primarily due to deficits in Washington State
Ferriesd capital a nThe Wastengtent Staie ferriesacapitab accotins faces an
even larger deficit just outside the 16-year period due to fleet replacement needs.

d. Issues for Final White Paper

There are three issues that the are not addressed in this white paper that relate to the gap in state
funding:

1. Impact of Tolling Additional Projects: The 16-year financial plan does not take into account
the potential tolling of additional projects. The impact of tolling for these projects on the size
of the funding gap will be reviewed in the final white paper.

2. Need: The 2006 Washington State Transportation Plan will be updated during this biennium.
The total i nvestment needed to suplporeviewelime st at €
the final white paper, based on the 2006 Washington State Transportation Plan and the
recently completed Washington State Ferries Long-Range Plan.
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