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1.0. Executive summary
|
As directed by Engrossed Substitute Senate Bill (ESSB) 6005 Sec. 218 (12), the Washington State
Department of Transportation (WSDOT) is pleased to submit this report to the Joint Transportation
Committee (JTC), regarding the state’s highway maintenance and preservation needs, including: (1)
Recommendations for a sustainable and integrated delivery plan for maintenance and preservation of the
state’s transportation infrastructure, delivery models that achieve cost-effective use of taxpayer dollars, and
Public-Private Partnerships (P3s) to expand investments; and (2) a public education program, including
interactive visualizations about why the state must invest in maintenance and preservation, options for
sustainable funding, and how funds are invested.

Defining maintenance and preservation:
To keep the highway system open and
operational, WSDOT operates two
separate programs that work together:
maintenance and preservation.

While maintenance and preservation are closely
linked, this report focuses primarily on preservation
activities. The needs, strategies and improvements
identified in the report assume that routine

maintenance will be adequately funded. Increased
investment in preservation is not a substitute for
sustained investment in routine maintenance; both
are necessary to maintain system performance and

Maintenance keeps state highways
functional through routine operations and
fixes between preservation projects.
Preservation, funded by the capital budget,

is the long-term restorative work that
prevents major structural failure and
extends the life of critical assets such as
highways and bridges. While maintenance
and preservation are often closely linked,
this report focuses on preservation
activities.

achieve a state of good repair.

Washington’s highway system is the backbone of the
statewide economy and plays a critical role in the
lives of its residents and visitors. Yet, Washington'’s
transportation system is facing growing risks
associated with aging infrastructure, escalating costs,
and years of deferred maintenance. For a large part of the network, preservation options are now
limited to major rehabilitation and reconstruction - the most expensive options on the table. The
worsening infrastructure conditions have also led to an increase in emergency work. Without a change
in funding and investment levels, current trends indicate that the pavement preservation backlog would
continue to grow beyond today’s approximately 11,000 lane miles, with an additional 1,400 lane miles
coming due annually (700 lane miles are paved annually).! In addition, 33 bridges currently require
replacement, and another 80 are projected to require replacement within the next 10 years.?

1.1.

Recommendations for sustainable and integrated
delivery plan for preservation needs

WSDOT is preparing a long-term strategy and delivery plan for preservation. This 10-year plan will
prioritize preservation needs, outline a delivery approach, and identify investment needs. As part of

12026 Washington State Pavement Management System; updated May 2026
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this long-term strategy and delivery plan, WSDOT will create a strategic approach to advance project
development work on critical assets to create a shovel-ready queue of projects that could be delivered
as funding becomes available.

To inform this plan and in response to the requirement of ESSB Sec. 218 (12), this report outlines our
recommendations for what could be included in the delivery plan as well as options for the tools that
could be leveraged, including those that would require policy or legislative changes. The long-term
strategy and delivery plan will also consider the priority bridge preservation and bridge replacement
projects for a six-year investment program required by ESSB 6005 Sec. 305 (11) and the Washington
State Ferries preservation investments. WSDOT will continue to work with the Governor's office and
the Legislature to determine next steps for implementation.

This study both reviewed WSDOT's past practices and conducted a peer analysis of fifteen agencies:
nine U.S. state departments of transportation (DOTs) and six international agencies in the United
Kingdom, Australia, and New Zealand. The goal of the peer analysis was to explore potential methods
based on success stories and lessons learned from other agencies. A key theme emerged: many of the
practices that set top-performing agencies apart are already established at WSDOT, including nationally
recognized asset management practices and lowest life-cycle cost methodology. However, predictability
of the funding available to apply those practices is key to advancing implementation. Based on
WSDOT's existing preservation approach and unique needs, as well as the best practice review, this
report outlines three steps to effectively deliver preservation needs and address the backlog when
paired with predictable and increased funding levels: 1) refine and expand the prioritization framework;
2) optimize cost-effective delivery; and 3) stabilize and expand sustainable investment capacity.

1.1.1. Refine and expand WSDOT'’s prioritization framework

Building on the lowest life-cycle cost and risk-based practices documented in WSDOT's Transportation
Asset Management Plan (TAMP), WSDOT will refine and expand a consolidated cross-asset framework
that weighs life-cycle needs, risk, mission alignment, and project readiness, and aligns with successful
weighted, multi-factor frameworks used by other state DOTSs, including Arizona, Minnesota, and Utah.
By applying the framework, WSDOT can prioritize preservation investments through three connected
lenses (Figure 1) and consolidate criteria for more durable decision-making. This framework could also
evaluate different scenarios with the goal of identifying the most efficient and effective way to deliver
preservation needs under varying levels of funding, such as current versus future enhanced funding,
helping to optimize outcomes.

ii | Legislative Report



Figure 1. Prioritization framework summary.
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Identify the best life cycle Consider the risks and align Factor in project readiness to
treatments to apply for all needs and priorities to WSDOT's make sure all available funds

assets, considering full life cycle mission of keeping people are used within the required
costs (including program moving safely and reliably timeframes

management costs, complete

streets initiatives, etc.)

1.1.2. Optimize cost-effective delivery

Once needs are prioritized and converted into project recommendations, those projects can be
considered for bundling and/or accelerated delivery through more flexible procurement and
performance-based contracting mechanisms. Coupled with the multi-factor prioritization approach,
optimizing delivery will help improve delivery speed and maximize the impact of available funds, but it is
not a substitute for a consistent and sustainable level of funding. Sustained and adequate funding would
provide the predictability to allow WSDOT to implement an effective long-term strategy and delivery

plan.

1.1.3. Stabilize and expand sustainable investment capacity

Predictable and increased funding levels would give WSDOT the opportunity to plan for and deliver
more projects to address statewide preservation needs. Options to stabilize and expand preservation
funding could include:

Protecting and expanding the preservation dollars WSDOT receives by creating a dedicated and
sustained multi-biennium preservation funding stream similar to what Virginia, Florida and
Minnesota have established.

Expanding and accelerating funding capacity through new revenue mechanisms such as tolling,
managed lanes, concession agreements, asset recycling, or highway use fees, similar to those
adopted in Virginia. Legislative consideration and policy changes would be required to implement
and effectively leverage these new revenue mechanisms.

For some investments, leveraging financing mechanisms such as bonding, P3s and federal credit
tools such as Transportation Infrastructure Finance and Innovation Act (TIFIA) and a State
Infrastructure Bank (SIB) can provide access to capital sooner and transfer risk, as Oregon
(Oregon Transportation Investment Act [OTIA] lll bonds) and Pennsylvania (P3) have shown.
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This consolidated framework will allow WSDOT to consider all infrastructure needs holistically, support
the prioritization and management of funds available to deliver preservation work, and provide greater
transparency when communicating about difficult funding decisions.

1.2. Public education program

In addition to these delivery-oriented steps, this report outlines a public education program, including
options for interactive visualization tools about why the state must invest in maintenance and
preservation, options for sustainable funding, and how funds are being invested. The proposed public
education program is designed to improve transparency and public trust by clearly communicating the
condition of the transportation system. This includes defining the needs and current backlog, the risks of
continued underinvestment and the benefits of preservation investments, such as improved safety,
reliability and long-term cost-effectiveness.

The program will also help project partners and the public understand the factors that inform prioritizing
preservation needs, the trade-offs associated with different funding levels, the importance of developing
sustainable funding and financing strategies, and how funds will be invested.

The planning and development of visualization tools will consider the University of Washington Mobility
Innovation Center Mobility Washington 2050 tool as an example of how visualizing large data sets can
help bring better public awareness and facilitate a call to action.

1.3. Next steps

The recommendations presented in this report are a framework for continued discussion, refinement
and implementation. In follow-up to this report and in response to this proviso, over the next several
months WSDOT will be prepared to brief the Legislature on efforts to:

e Advance the initial elements of the public education approach, including communicating the
state of the system and planning for development of a visualization tool.

e Establish criteria necessary to implement the prioritization framework outlined in this report to
inform a sustainable long-term strategic delivery plan.

e |dentify pilot projects and legislative authorizations needed to advance into development and
implementation. Potential pilots could test new approaches for planning and delivering
preservation work, including an Indefinite Delivery/Indefinite Quantity (ID/1Q) for routine
preservation, bridge bundling, or best-value procurement.

These next steps, in tandem with development of the delivery plan, will position WSDOT to leverage
predictable and increased investment levels and prepare for future preservation investments that would
achieve the vision of sustainable and integrated delivery of the preservation program.
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75 WSDOT

2.0. Background

As directed by ESSB 6005 Sec. 218 (12), the WSDOT is pleased to submit this report to the JTC,
regarding the state’s maintenance and preservation needs, including: (1) Recommendations for a
sustainable and integrated delivery plan for maintenance and preservation of the state's transportation
infrastructure, delivery models that achieve cost-effective use of taxpayer dollars, and public-private
partnerships to expand investments; and (2) a public education program, including interactive visualizations
about why the state must invest in maintenance and preservation, options for sustainable funding, and how
funds are being invested.

Washington’s highway system is the backbone of the statewide economy. It plays a critical role in the
lives of residents and visitors of the state, and yet Washington’s highways and bridges are aging,
overstressed and operating beyond what they were designed to handle. The infrastructure is in critical
need of investment to operate and maintain the system in good repair, prevent further deterioration and
extend the life of existing assets.

While maintenance and preservation are closely linked, this report focuses primarily on preservation
activities. Routine maintenance activities, such as pothole patching, drainage cleaning, and snow and ice
response, are delivered through WSDOT's maintenance operations and remain essential regardless of
preservation investment levels. The needs, strategies and improvements identified in the report assume
that routine maintenance will be adequately funded. Increased investment in preservation is not a
substitute for sustained investment in routine maintenance; both are necessary to maintain system
performance and achieve a state of good repair.

2.1. WSDOT's growing preservation backlog

More than 50 years ago, WSDOT moved away from a “worst-first” pavement management approach to
a Lowest Life-Cycle Cost (LLCC) methodology, which is more efficient and less expensive to maintain
over time. This method improved the efficient delivery and technical selection of which infrastructure
assets to fix, and WSDOT was recognized nationally as a leader in applying lowest life-cycle cost
methodologies in its pavement preservation program. However, significant underfunding of this program
since 2007 required WSDOT to shift from the proactive approaches successfully used in the 1990s to
an approach that prioritized extending the life of the most critical assets until funding could be secured
to support lowest life-cycle cost approaches.

After years of investment below the level needed to preserve assets cost-effectively, condition data
now tells a clear and consistent story that there is a backlog of deferred preservation projects. Without a
change in funding and investment levels, current trends indicate that the pavement preservation backlog
will continue to grow beyond today’s approximately 11,000 lane miles, with an additional 1,400 lane
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75 WSDOT

miles coming due annually (700 lane miles are paved annually).® In addition, 33 bridges currently require
replacement, and another 80 are projected to require replacement within the next 10 years.*

This means that for a large part of the network, preservation options are now limited to major
rehabilitation and reconstruction - the most expensive options on the table. The worsening conditions
have also led to an increase in emergency work, as shown in Figure 2. Resulting impacts to the public
may include more frequent restrictions, higher costs as modest repairs turn into expensive
rehabilitations, and disconnected communities when bridge closures occur.

Figure 2. Emergency project dollars by Biennium (March 2026).
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2.2. A growing preservation funding gap and the case for

sustained funding

Addressing the preservation backlog requires a multi-pronged approach that includes strategic
prioritization, strategic delivery, and most importantly, increased funding. Without stable and sustained
funding for preservation activities, treatments that would extend asset life are deferred, resulting in
more emergency closures and the need for more extensive and expensive rehabilitation, reconstruction
or full replacement. For example, treating pavement while it is still in good or fair condition is by far the
least expensive intervention; minor repairs such as crack sealing and patching cost roughly $3,400 to
$6,900 per lane mile and extend service life 2 to 3 years, while a properly timed resurfacing costs about

32026 Washington State Pavement Management System; updated May 2026
4 Washington Bridge Management System accessed: January 2026; will be updated September 2026
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75 WSDOT

$62,000 per lane mile for chip seal or $309,000 for asphalt and extends life 7 to 15 years.® Once a
pavement has deteriorated further, concrete resurfacing runs about $549,000 per lane mile; if it fails
altogether, reconstruction costs about $1.4 million per lane mile for asphalt and $3.4 million for
concrete.” These numbers demonstrate clearly that there is a significant cost of deferring maintenance.
Each lane mile of avoidable reconstruction (reconstruction that timely resurfacing would have avoided)
costs three to four times the amount of a resurfacing activity.® Research supported by WSDOT
estimates that every $1 spent on preventive pavement maintenance saves $4 to $10 in future
rehabilitation cost.” Although the example above is specific to pavements, the same concepts hold true
for bridges and other assets.

2.3. Statutory and policy background

Preservation is one of six statutory transportation policy goals (RCW 47.04.280), and the Legislature has
directed that WSDOT perform its duties with preservation as a key priority to extend the life of
Washington'’s transportation network. RCW 47.06.050 requires lowest life-cycle cost methodologies to
be used in developing a pavement management system and requires the state ferry system to plan for
preserving capital assets on the same basis.

Washington Transportation Plan Vision 2050,2 the state’s long-range transportation policy plan, sets
three preservation objectives: “Meet Preservation Needs First,” which calls for reducing the backlog of
infrastructure maintenance before building major new highway and road capacity; “Bring Down Average
Life-cycle Costs,” which promotes asset management strategies that keep life-cycle costs as low as
possible; and “Reduce Barriers to Implement Preservation Projects,” which calls for reducing barriers in
permitting and partnership so that preservation projects can be delivered more expeditiously and
efficiently.

WSDOT'’s Highway System Plan acknowledges that “there is not enough funding available to adequately
fund all the needs of our system.” It recommends that new revenue first fund operations, maintenance,
capital preservation, and critical programs such as fish passage - and that for any remaining funds, $2
should be spent toward safety and efficiency strategies for every $1 spent on highway expansion
projects.

Federal rules reinforce WSDOT's priority on preservation: FHWA sets a minimum condition level
requiring that no more than 10 percent of a state’s National Highway System (NHS) bridge deck area be
classified as in poor condition (23 CFR 490.411), and no more than five percent of interstate lane-miles
be in poor condition (23 CFR 490.315). A state that falls below either level faces a funding penalty. For
bridges, this penalty requires a mandatory set-aside of National Highway Performance Program funds
restricted to NHS bridge projects until condition improves (23 U.S.C. 119(f)).

5 WSDOT 2026 Transportation Asset Management Plan, Exhibit 4-4 (FHWA submittal, June 2026)

6 WSDOT 2026 Transportation Asset Management Plan, Ch. 5, Risk Consideration: Unnecessary Pavement Structure Loss
7 Jessup, Zhou & Lang, WA-RD 877.1 (WSU Freight Policy Institute for WSDOT, 2018)

8 Washington Transportation Plan, Vision 2050: Building the Future We Want, Together

3 | Legislative Report


https://wstc.wa.gov/wp-content/uploads/2025/08/2025-08-11-WTP-Vision2050-Plan.pdf

75 WSDOT

3.0. Recommendations for sustainable and
integrated delivery of preservation needs

Statewide policy direction has already established preservation as a priority. This report offers
recommendations for how to advance that priority and address the growing backlog of preservation
needs through the following steps: 1) Refine and expand prioritization framework, 2) Optimize
performance-based, cost-effective delivery, and 3) Stabilize and expand sustainable investment capacity.

The recommendations in this report build on WSDOT's established State of good repair:

strengths and align with the state’s vision: A preservation-first Throughout this report, a state
program keeps Washington's transportation system in a state of of good repair refers to an
good repair that is funded sustainably, delivered efficiently and asset being in fair or good

condition, according to federal

explained transparently. . A
condition assessment criteria.

In addition to considering current and past WSDOT preservation For the network as a whole, a
practices, the recommendations build on peer review of fifteen state of good repair means
other leading agencies: nine U.S. state DOTSs and six international meeting WSDOT's network-

level condition targets.

agencies in the United Kingdom, Australia, and New Zealand. The
peer reviews looked at practices related to sustainable and
predictable funding, integrated and consistent delivery, risk-based prioritization, asset management
practice, innovative delivery models, and financing tools.

A key theme emerged: Many practices that set top-performing agencies apart are not new to WSDOT.
The agency already has a strong track record of innovation, including nationally recognized asset
management practices, early leadership in strategic preservation and the “One Touch” pavement policy,
and prior experience bundling projects. The peer review identified how agencies have successfully
scaled these similar practices with ample funding and resources.

3.1. Refine and expand prioritization framework

The refined prioritization framework builds on current, necessary prioritization by centering the
perspective on needs through three connected lenses: life-cycle considerations, risk and mission
alignment, and project readiness. Coupled with predictable and increased funding levels, the application
of these lenses and associated weighting criteria would result in a more holistic, transparent, and
defensible prioritization of preservation needs. This will also mean that the risk, mission alignment and
readiness factors WSDOT already applies within each asset class are weighed consistently and
transparently across asset classes, rather than being resolved separately within pavement and bridge
programs. Life-cycle considerations emphasize prioritizing proactive treatments that are the most
optimal for both highways and bridges together. This lens focuses on the ideal treatment for the asset
based on engineering and data, without regard to delivery timeframes or a holistic view of other needs.
It closely mirrors the approach currently used by each asset class individually - and the framework will
bring the same approach consistently across asset classes. Typical considerations include:
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Current condition and remaining service life.
Position on the deterioration curve.
Treatment effectiveness, durability, and timing.

Asset age.

Risk and mission alignment keeps WSDOT's mission of providing a safe and reliable network at the
forefront. This lens focuses on maintaining the overall transportation system, rather than focusing on
individual assets. Typical considerations include:

Consequence of failure.

Likelihood of failure.

Asset value and network importance.

Redundancy and available detours.

Strategic importance.

Safety needs.

Equity considerations, in alignment with the state Healthy Environment for All (HEAL) Act.
Impacts to freight and the economy.

Multimodal connections and mobility.

These first two lenses often lead to different priorities: The most cost-effective treatment is not always
the investment that best supports a safe and reliable transportation network. This framework makes
that trade-off explicit, allowing WSDOT to evaluate both perspectives deliberately and transparently.
Evaluating the trade-offs between whether to invest to keep a single bridge or stretch of pavement in a
state of good repair or to keep multiple roads and bridges open in sub-optimal condition is challenging.
Yet these evaluations and decisions are essential, as they help balance fiscal stewardship with the
broader goal of preserving connectivity, reliability, and public safety.

Project readiness recognizes the activities and time spent in project delivery and is critical to effectively
using the funds that are available in a specified time horizon. Typical considerations include:

Design status and permitting.
Right-of-way and environmental clearance.
Constructability.

Coordination with adjacent work.

Ability to bundle with nearby needs.
Funding availability.

This three-lens framework aligns with weighted, multi-factor frameworks in use at other state DOTs,
with four examples below:
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Utah DOT has built an entire asset management philosophy around this arithmetic. Under its
“Good Roads Cost Less” approach, UDOT manages assets in tiers, in which the highest-value Tier
1 assets receive performance-based management with dedicated funding, predictive modeling,
and risk analysis; Tier 2 assets are managed on condition; and Tier 3 assets are addressed
reactively, all oriented toward treating good roads early rather than reconstructing failed ones.

e Minnesota State Highway Investment Plan (MnSHIP) is a 20-year, fiscally constrained plan that
directs roughly 60 percent of investment to maintaining the existing system and selects projects
through a statewide performance program paired with district-level risk management.

e North Carolina has piloted ranking bridges with a criticality index built from traffic volume and
detour cost, deliberately separating consequence-of-failure from condition.

e Arizona’s Planning-to-Programming process scores investments on published, weighted
technical, district, and policy criteria, making the logic auditable for decision-makers.

The common thread between each of these frameworks is a transparent and documented process to
justify investment decisions. Figure 3 presents a summary of the framework.

Figure 3. Prioritization framework summary.

1 €)= 3
N

Consider Life Cycle of Needs Align with Risks and Mission Assess Readiness
Identify the best life cycle Consider the risks and align Factor in project readiness to
treatments to apply for all needs and priorities to WSDOT's make sure all available funds

assets, considering full life cycle mission of keeping people are used within the required
costs (including program moving safely and reliably timeframes

management costs, complete
streets initiatives, etc.)

Coupled with sufficient and predictable funding, this consolidated framework will allow WSDOT to
consider all infrastructure needs holistically, better manage the delicate balancing act of prioritizing
funds and communicate the hard decisions while making sure the available funds are used within the
expected timeframes.

3.2. Optimize performance-based, cost-effective delivery

A preservation-first program depends not only on identifying the right projects, but also on delivering
them in a way that maximizes the value of every transportation dollar invested. WSDOT has long been
recognized as a national leader in asset management and preservation planning, providing a strong
foundation for data-driven investment decisions. The opportunity ahead is to build on WSDOT's
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foundation of making data-driven investment decisions by pairing sufficient and predictable funding
with the holistic prioritization in the above framework and delivery and contracting approaches that can
accelerate project delivery, improve program throughput and support more predictable asset conditions
over time.

As outlined in the 2025 Project Delivery and Innovative Practices Study of WSDOT commissioned by the
Joint Transportation Commission, no single project-delivery method is appropriate for every project.
Successful transportation programs typically rely on a blend of traditional and alternative delivery
approaches, selecting the method best suited to the project’s size, complexity, schedule requirements,
risk profile, and desired outcomes. Maintaining a predictable portfolio of traditionally delivered work
remains important to sustaining a healthy and competitive construction market, while targeted use of
alternative delivery models can create opportunities to accelerate delivery of larger or more complex
preservation programs.

The objective is not to replace existing delivery practices, but to expand the range of tools available to
match project needs. Peer agencies demonstrate that combining strong asset management practices
with flexible procurement, strategic bundling, performance-based contracts and outcome-oriented
incentives can increase delivery capacity and address preservation needs more quickly. These
approaches do not eliminate funding challenges, but they can stretch available resources, reduce
administrative costs and improve the pace at which preservation investments translate into improved
asset conditions.

3.2.1. Advancing WSDOT's current delivery approaches

WSDOT already leverages a range of delivery approaches and has recently completed a comprehensive
review of innovative project delivery practices. For example, WSDOT helped codify the Project Delivery
Method Selection Guidance so alternative delivery is considered for projects at or above $10 million.
WSDOT also supported the 2015 legislation that expanded design-build (DB) authority (2ESSB 5997)
for faster project delivery, streamlined the State Environmental Policy Act (SEPA) for structurally
deficient bridge repair and replacement (Revised Code of Washington [RCW] 43.21C.480), and
expedited local permitting for WSDOT projects under $500 million (2ESSB 5994). Additionally, WSDOT
has bundled projects across multiple counties and regions for contracting efficiency (e.g., 2024
Northwest, Olympic and Eastern Region chip seal and paving projects). Additionally, the agency has
implemented large-scale bundling programs for fish-passage delivery efforts, coordinating multiple
projects under a common programmatic framework.

Looking forward, WSDOT sees opportunities to further align project-delivery methods with
preservation objectives. This could include expanding delivery approaches that accelerate rehabilitation
and replacement work, increasing flexibility for recurring maintenance activities and incorporating
contracting strategies that reward quality, durability and long-term performance.

3.211. Delivery approaches for rehabilitation and replacement projects

For larger bridge, pavement and corridor preservation investments, the following delivery methods may
provide additional flexibility depending on project characteristics:
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Design-Bid-Build (DBB): Follows a traditional delivery in which design and construction are
procured separately.

Construction Manager/General Contractor (CM/GC): Brings contractor expertise into project
development during design, supporting constructability, scheduling, cost estimating, and phasing
decisions.

Design-Build (DB): Integrates design and construction responsibility under a single fixed-price
contract, potentially reducing procurement and delivery timelines.

Progressive Design-Build (PDB): Encourages early collaboration between the owner and design-
builder to refine scope, validate designs, incorporate innovation, collaboratively address risks,
and reconcile pricing before construction begins.

Public-Private Partnership (P3) Models: Provides additional flexibility in delivery by
incorporating financing, operations and maintenance with the DB approach. May accelerate
project delivery and transfer specific risks to the party best positioned to manage the risk.
Leveraging P3 models for preservation needs would need legislative consideration and action, as
discussed in section 3.3 of this report.

While DBB and DB can also be used for smaller design projects, more innovative delivery methods such
as CM/GC, PDB, and P3 are generally most applicable to large, complex projects requiring significant
coordination, design innovation, schedule acceleration, or life-cycle performance considerations.

3.21.2. Delivery approaches for recurring preservation activities

For recurring preservation activities with variable workloads, agencies around the country have
increasingly used Indefinite Delivery, Indefinite Quantity (ID/1Q) contracts. ID/1Q contracts allow
agencies to efficiently deliver recurring work through task orders over a defined contract period,
reducing procurement time and improving responsiveness. This delivery method could be applied to
activities such as the following:

Crack-sealing.

Pavement patching.
Deck patching.
Bridge-joint replacement.
Backwall repairs.

Other repetitive preservation activities with relatively standardized scopes.

The applicability of these approaches would depend on statutory authority, procurement requirements,
and operational considerations.
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3.2.2. Supporting preservation outcomes with contracting
strategies

Regardless of delivery method, several contracting strategies have emerged as promising tools for
improving preservation outcomes, such as strategic bundling to streamline and accelerate delivery,
performance-based contracting and incentives to encourage best practices and innovation, and best-
value procurement to flexibly respond to preservation needs.

Strategic Bundling: Bundling combines multiple projects or assets into a single procurement package.
Agencies have used bundling to improve throughput, reduce mobilization and administrative costs,
streamline contract management and create opportunities for standardization. Bundles can be organized
around a single asset type, such as bridges, or around geographic corridors that contain multiple asset
classes. Applicable assets may include bridges, pavements, guardrail systems, lighting systems and other
recurring infrastructure elements.

Importantly, bundling should be viewed primarily as a delivery accelerator rather than a funding solution.
Although many programs have achieved measurable cost efficiencies, their greatest value is often the
ability to deliver more work efficiently and predictably.

Performance-Based Incentives and Disincentives: Incentive and disincentive structures can align
contractor performance with agency outcomes. Incentives reward achievements such as:

e Early completion of key milestones.

e Reduced bridge closures.

e Minimal traffic impacts.

e Innovations that lower life-cycle costs while maintaining performance requirements.

e |Improved quality and durability outcomes.
Disincentives (generally paired with incentives) establish clear, pre-defined consequences for
underperformance. Common examples include:

e Per-day disincentive assessments or liquidated damages for completion beyond contract
milestones or the final deadline.

e Lane rental fees for each additional lane closed, or for occupying lanes beyond permitted
closure windows.

e Pay adjustments or deductions for work that does not meet quality specifications, such as
pavement smoothness or material performance requirements.

Performance-Based Maintenance Contracting: Some agencies are increasingly shifting from paying for
activities performed to paying for asset-condition outcomes. Such approaches can encourage innovation
while maintaining a strong focus on long-term asset performance.

Innovative Warranty Approaches: Incorporating innovative warranty clauses can incentivize quality and
improve project outcomes. Examples include performance-based warranties and different warranty
periods for specific work types. Clear performance measures and objective monitoring systems provide
transparent administration and reduce the potential for disputes.
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Best-Value Procurement: Where authorized, best-value selection can provide agencies with greater
flexibility to evaluate quality, technical approach, schedule performance and life-cycle outcomes
alongside price considerations.

3.2.3.

Learning from peer agencies’ experiences

Peer agencies provide numerous examples of how delivery and contracting strategies could be
combined to accelerate preservation programs and improve outcomes. Collectively, these examples
illustrate that the greatest benefits often come from combining multiple strategies such as bundling,
alternative delivery, performance incentives, life-cycle accountability and strong asset management
systems, rather than relying on any single tool:

Pennsylvania DOT's Rapid Bridge Replacement Program bundled 558 bridges under a design-
build-finance-maintain approach enabled through state legislation. The program demonstrated
how bundling, standardized design practices, performance requirements, and long-term
maintenance responsibilities can be integrated into a single delivery framework. The program
was expected to deliver a 20 percent cost savings over the life of the concession period
compared with PennDOT replacing and maintaining the bridges itself.

Missouri DOT'’s Safe & Sound Bridge Improvement Program addressed 802 bridges across all
114 counties, bundled into two procurement packages (554 replacements delivered as a
single DB bundle and 248 rehabilitations through modified DBB), and financed with GARVEE
bonds. The program finished in three and a half years, more than a year ahead of schedule,
and reduced average bridge closures to 42 days, roughly half that of a typical MoDOT bridge
project. Notably, MoDOT first pursued a design-build-finance-maintain P3 with a 25-year
maintenance concession but found it unaffordable during the 2008 financial crisis and pivoted
to bundled DB, ultimately saving more than $500 million relative to the P3 concession cost.
Safe & Sound illustrates both the value of bundling and the importance of matching the
delivery model to market conditions and facility characteristics.

Indiana DOT applied machine learning to its pavement and asset management data to
optimize which projects to bundle, reporting a roughly 40 percent increase in bundling
savings (about $108 million over four years) and reducing the bundling analysis from about a
week to minutes. Because WSDOT already operates mature pavement and bridge
management systems, this could be a comparatively low-cost way to extract more value from
data that WSDOT already collects.

Oregon DOT’s OTIA Il State Bridge Delivery Program, authorized in 2003, directed $1.3
billion to repair or replace 271 state highway bridges and was completed on schedule and
more than $45 million under budget. Its most transferable innovation was a

single programmatic environmental permitting framework coordinated across 11 state and
federal agencies, which avoided an estimated $74 million in cost and the delays of
conventional permitting. Given WSDOT's existing SEPA exemption for structurally deficient
bridges (RCW 43.21C.480) and the 90-day local permitting requirement under 2ESSB 5994, a
programmatic approach to permitting bundled preservation work could be a natural extension
of authority WSDOT already has.
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e Looking outside the U.S., Waka Kotahi New Zealand Transport Agency consolidated dozens
of legacy maintenance contracts into roughly 23 Network Outcomes Contracts, bundling
maintenance, operations, and renewals for whole networks under single suppliers with
outcome-based key performance indicators (KPIs). New Zealand’s experience is instructive in
both directions: The Auditor-General later flagged declining network condition and thin
market competition, reinforcing that aggressive bundling and cost-reduction targets cannot
substitute for adequate preservation funding.

3.24. Opportunities for implementation in Washington
WSDOT can leverage several themes that emerged consistently across peer agencies’ projects:
¢ Maintain a balanced portfolio of traditional and alternative delivery approaches.
e Match project-delivery methods to project complexity, risk and preservation objectives.

e Use bundling where it can increase throughput, administrative efficiency and incorporate
standardization.

o Consider performance incentives and outcome-based contracts where measurable asset
conditions can be defined.

e Leverage existing asset management data to identify and prioritize bundling opportunities.
e Continue building internal expertise in alternative delivery methods and life-cycle contracting.

¢ Evaluate statutory and procurement authorities needed to expand certain delivery models at
program scale.

These opportunities suggest that Washington is well positioned to further strengthen preservation
delivery by building on practices already in place, and WSDOT could explore evaluating the expected
benefits of implementing these strategies in development of the long-term strategy and delivery plan.
The experience of peer agencies shows that thoughtful application of flexible delivery and contracting
tools can accelerate preservation investments, improve asset outcomes, and maximize the value of
limited transportation resources while remaining consistent with WSDOT'’s preservation-first vision.

3.3. Stabilize and expand sustainable investment capacity

Sustainable and integrated delivery of the preservation program requires not only a formal prioritization
framework and optimized delivery, but most importantly a stable and sustainable source of investment.
Washington's asset management systems can identify the right treatments at the right time; however,
realizing the full value of those decisions depends on having funding and financing mechanisms that
support consistent investment over multiple budget cycles. The opportunity is therefore threefold:
Protect and stabilize the preservation funding WSDOT already receives; expand revenue so that
additional resources enter the system; and leverage financing tools that provide access to capital sooner
and transfer risk.

This section identifies a range of approaches that peer agencies have used to provide greater funding
certainty, improve investment capacity, and better align revenues with long-term preservation needs. A
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common lesson from other governments is that transportation systems perform best when preservation
funding is both predictable and protected. Virginia, Florida, and Minnesota have each established
mechanisms that dedicate funding to maintain existing assets, while the United Kingdom’s multi-year
Road Investment Strategies demonstrate the value of long-term funding certainty supported by
legislative commitment. Collectively, these examples suggest that stable preservation funding often
begins with clear policy direction, transparent investment priorities, and dedicated funding streams that
remain focused on preserving existing infrastructure.

At the same time, governments increasingly use financing and revenue-generating tools including tolling,
managed lanes, highway user fees, federal credit programs and P3s to supplement traditional funding
and financing sources. These tools are project- and context-specific and most effective when viewed as
ways to expand program capacity and accelerate specific investments rather than as substitutes for core
preservation funding.

3.3.1. Advancing WSDOT's current funding and financing
mechanisms

The building blocks necessary to fund and finance a more sustainable preservation program already exist
in Washington. WSDOT operates toll facilities, recently received expanded authority to pursue P3
opportunities, and actively uses federal funding and financing programs where appropriate. The
opportunity is to expand these existing mechanisms for funding and financing to strengthen the overall
investment capacity to drive preservation outcomes. Three key themes emerged consistently from the
review of peer examples.

First, stabilization matters as much as expansion. Before identifying new revenue sources, many leading
agencies have focused on ensuring that existing transportation revenues are sufficient, predictable and
aligned with preserving existing assets. Several peer agencies have established dedicated preservation
programs or funding allocations that provide greater certainty for long-term planning.

Second, revenue and financing are not interchangeable. New revenue mechanisms bring additional
money into the system; financing tools change when that money is available and who carries the risk.
Both have value, but only new revenue increases the total resources available for preservation over
time. Financing accelerates access to funds that must still be repaid from future revenue, which makes
the underlying revenue question unavoidable. Additionally, some of the financing tools are not
appropriate for all projects (investments need to have a sufficient useful life to align with the duration of
the debt issued).

Third, no single funding or financing tool closes the gap. Agencies that have made significant progress
typically rely on a portfolio of complementary approaches. Dedicated preservation funding, tolling
revenues for specific facilities, innovative financing and life-cycle delivery models can each play a role,
but none replaces the need for a sustainable base level of preservation investment.

With these overarching themes in mind, the sections below outline potential strategies to stabilize and
expand sustainable investments. They also identify legislative and policy action that would be needed
for WSDOT to leverage these tools in the development of the long-term strategy and delivery plan.
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3.3.2. Connecting funding levels to outcomes

Decisions about how much to invest in preservation are ultimately choices about which parts of the
system remain functional and for how long. Scenario planning makes those choices visible to all
stakeholders. WSDOT has applied this method before. The Highway System Plan used a scenario
planning approach to explore difficult trade-offs, compare performance at different funding levels, and
develop an investment recommendation. In 2023, WSDOT developed preservation-specific scenario
analysis as a proof-of-concept.

That analysis compared a baseline at then-current funding against scenarios that increased investment
to an adequate level over different time horizons. Three key themes and findings across all scenarios
were as follows:

e Prioritization cannot close a funding gap. At every funding level below adequate, some portion of
the system is preserved while another portion is allowed to deteriorate. Which highways are
allowed to deteriorate is a policy choice with equity implications, not solely a technical one.

e Delays carry a measurable liability. Each scenario carried a delayed funding liability reflecting the
higher cost of restoring assets after they fail rather than preserving them beforehand.

e Reaching adequate funding sooner lowered total cost. Scenarios that ramped up faster required
more investment in the near term but produced a lower total ten-year cost, because less of the
system reached the point of requiring reconstruction.

Refreshing this analysis with current asset data would give decision makers a direct view of what each
funding level delivers: How much of the system stays functional, how quickly the backlog is reduced and
what total cost each path carries over time. It would also provide the underlying content for the
funding-level scenario visualizations described in the public education program.

3.3.3. Stabilizing and expanding preservation funding and financing
structures
Peer agencies have several approaches to making preservation investments more stable:
e Statutorily protected preservation funding streams.
e Formula-based state-of-good-repair programs.
e Dedicated allocations in transportation budgets for maintenance and asset renewal.

e Multi-year transportation investment programs that provide funding certainty beyond a single
budget cycle.

These approaches create predictability for project planning and allow agencies to optimize treatment
timing, which is often the most cost-effective preservation strategy.

What these approaches share is that each is established in statute or through a legally mandated
program rather than left to biennial discretion. For WSDQOT, the equivalent step would be a dedicated,
multi-biennium preservation funding stream that carries forward across budget cycles and is insulated
from reallocation to expansion projects.
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Several funding and financing tools, which can be combined, may provide opportunities for flexibility or
to supplement traditional transportation revenues.

3.3.4. Expanding revenue mechanisms

The mechanisms below could generate additional revenue for transportation investment. They would
increase the total resources available over time rather than accelerating access to resources already
anticipated (which can be done through financing, discussed later in this document). As noted above, to
fully leverage these revenue mechanisms, additional legislative consideration and action would be
needed, as described in section 3.3.7 below.

3.3.4.1. Managed lanes and tolling

Washington already has experience operating toll facilities, including bridges, tunnels and express toll
lanes. Peer agencies increasingly use managed lanes to improve traffic flow, provide travel-time
reliability and generate revenue to support transportation investments.

Managed lanes use tools such as dynamic pricing, access controls and vehicle eligibility requirements to
maintain reliable travel speeds and maximize existing roadway capacity. They can also support future
transportation improvements in heavily traveled corridors.

3.3.4.2. Highway user fees

As vehicle fuel efficiency improves and electric-vehicle adoption grows, many states are evaluating
highway user fees as a long-term replacement or supplement to fuel taxes. Washington has been a
national leader in exploring this transition. Recent state studies suggest that a future model could
provide a sustainable, equitable and privacy-protected mechanism for generating transportation revenue
based on actual system use. The urgency is well documented. The Washington State Transportation
Commission projects that by 2040, gas tax revenues will decline from $1.3 billion to roughly $500
million per year as a result of increasing fuel efficiency and the shift to electric vehicles, even accounting
for the current gas tax increase of 6 cents per gallon and 2 percent annual increases beginning in 2026.
A revenue base projected to fall by roughly 60 percent cannot sustain the preservation program on its
own.

3.3.4.3. Assetrecycling

Asset recycling is a type of P3, as seen in Indiana as part of the Toll Road Concession. Asset recycling
involves leasing an existing revenue-generating transportation asset to a private operator in exchange
for upfront capital that can be reinvested in other transportation infrastructure. The approach can
generate significant near-term funding and incorporate long-term asset management in exchange for
future revenue.

3.3.44. Concession agreements

Long-term concession agreements are a type of P3 that leverage private investment in new
transportation facilities. Similar to asset recycling, an upfront or annual payment is made to the DOT by
the private partner. The private partner then designs, builds, finances, operates, and maintains the
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facility in exchange for defined revenue opportunities for an agreed concession period. The DOT can
utilize the payments they receive to invest in other infrastructure.

3.3.5. Leveraging financing tools

Financing tools change when capital is available and how risk is shared. Each is repaid from future
revenue, so they extend the reach of a stable funding base rather than substitute for one.

3.3.5.1. Public-private partnerships

P3s are a project delivery method that incorporates private financing, allowing for accelerating project
timelines and incorporating long-term performance-based asset management. By integrating design,
construction, financing, and maintenance into a single long-term contract, P3s fundamentally change
decision-making incentives. Instead of minimizing upfront capital cost, the private partner must optimize
total cost of ownership over decades, leading to more durable designs and proactive maintenance
strategies. WSDOT is currently evaluating key considerations and opportunities for use of P3 as part of
its planning and development of a P3 program.

3.3.5.2. TIFIA loan program

The TIFIA loan program provides federal credit assistance to help advance large-scale transportation
projects that may be difficult to finance through traditional sources alone. TIFIA offers direct loans, loan
guarantees and standby lines of credit, with favorable terms such as long repayment periods, deferred
repayment options, Treasury-based interest rates, flexible amortization and no prepayment penalties. By
helping close funding gaps and attract private investment, TIFIA can expand the impact of
transportation funding and support projects that improve asset preservation.

3.3.5.3. Private activity bonds

Private Activity Bonds (PABs) provide tax-exempt financing that can lower borrowing costs and help
attract private investment for transportation projects delivered through P3s. The bonds are issued by
state or local conduit agencies on behalf of private project sponsors and are typically repaid through
project revenues, such as tolls or user fees, or through availability payments from a public agency. By
improving project affordability, PABs can help advance major infrastructure projects that may otherwise
face funding constraints.

Note: USDOT has allocated nearly all of the $30 billion legislatively allocated for PABs, currently limiting
potential future use. However, an increase to the PABs allocation is being contemplated in the future
transportation reauthorization bill.

3.3.5.4. State Infrastructure Bank

SIBs require initial capitalization of funds and, once established, provide state-managed financing and
credit assistance for transportation projects. These revolving loan funds can offer flexible, low-cost
loans to public and private project sponsors, helping states stretch available transportation dollars and
attract additional investment. As borrowers repay loans, the funds can be reused for future projects,
creating an ongoing source of transportation financing. By recycling repayments and leveraging state
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and federal resources, SIBs can help accelerate project delivery and support a broader range of
infrastructure investments. Note: In establishing an SIB, consideration should be given to the
opportunity cost of using funds for initial capitalization of the SIB for lending rather than direct project
delivery.

3.3.6. Learning from peer agencies’ successes

Peer agencies offer a range of examples illustrating how stable funding structures and flexible financing
tools support long-term preservation goals:

e Virginia's State of Good Repair program, created by HB 1887 (2015) and codified in Code of
Virginia §33.2-369, dedicates a formula-driven funding stream specifically to deficient bridges
and pavements and distributes it across all nine construction districts using a published
prioritization formula. The benefit is structural: Preservation funding is set in statute rather
than competing for discretionary funding each budget cycle.’

e Florida’s State Transportation Trust Fund and Five-Year Work Program are established in
statute, the trust fund under Florida Statutes §206.46 and the rolling five-year program under
§339.135. The benefit is predictability: Committing projects and funding five years ahead
allows agencies to sequence and time preservation work rather than defer it.1°

e Minnesota’s State Highway Investment Plan is a 20-year fiscally constrained capital plan,
refreshed every five years, which quantifies the gap it manages: roughly $36.7 billion in
projected revenue against $52 to $57 billion in identified need. The benefit is that the plan
makes the shortfall explicit and uses it to justify preservation-first allocation.*!

e The United Kingdom’s Road Investment Strategies set binding multi-year funding settlements
for the strategic road network (approximately £17.7 billion for 2015-2020, £23 billion for
2020-2025, and £27 billion for 2026-2031), overseen by an independent monitor. The
benefit is funding certainty beyond a single budget cycle. The caution is equally specific: The
National Audit Office found that enhancement budgets under the second strategy were
reduced by approximately £3.4 billion, with about £1.6 billion redirected to renewals to
absorb inflation, showing that even a multi-year settlement can erode unless preservation and
renewals funding is explicitly protected.!?

Among revenue-generating and financing tools, several examples stand out:

e Virginia's I-395 Express Lanes demonstrate how managed lanes can improve travel reliability
while generating revenues that support broader transportation investments, including transit
and multimodal improvements through the annual $15 million payment to Virginia DOT. In

? Code of Virginia §33.2-369, enacted by HB 1887 (2015); Virginia Department of Transportation, State of Good Repair
Program.

10 Florida Statutes §206.46 (State Transportation Trust Fund) and §339.135 (Five-Year Work Program).
11 Minnesota Department of Transportation, Minnesota State Highway Investment Plan (MnSHIP) 2023-2042, Chapter 7.

12 YUK Department for Transport, Road Investment Strategy 1, 2 and 3; National Audit Office, report on the second Road
Investment Strategy.
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addition, dynamic tolling and lane management reduced round-trip travel times by up to 38
minutes during peak hours.

e Oregon’s OReGO Program offers one of the nation’s most mature road usage charge
programs and provides valuable lessons regarding administration, privacy protection, public
acceptance and phased implementation.

e Indiana’s Toll Road Asset Recycling Concession illustrates how asset recycling can generate
substantial capital for transportation improvements by monetizing existing revenue-producing
infrastructure. The 2006 transaction included a $3.8 billion upfront payment to Indiana
Department of Transportation, enabling the state to retire $225 million in outstanding debt
and invest the remaining proceeds in the Major Moves program, a 10-year, $10.8 billion
initiative to improve and expand transportation infrastructure across the state.

e PennDOT'’s Rapid Bridge Replacement Program remains one of the strongest examples of a
preservation-focused P3 that utilized PABs financing. By bundling 558 small bridge
replacements into a single design-build-finance-maintain program, Pennsylvania accelerated
delivery, standardized designs, incorporated life-cycle maintenance responsibilities, and
achieved measurable cost savings.

e Pennsylvania’s Infrastructure Bank demonstrates how revolving loan programs can expand
financing capacity and help advance transportation projects that might otherwise be delayed.
Since its inception, the program has supported more than 400 transportation projects with
approximately $743 million in financing and has developed numerous partnerships with state
agencies, local governments, and private-sector entities.

These peer examples show how other agencies pair dedicated preservation funding with targeted,
innovative funding and financing tools. Rather than relying on any single mechanism, they create a
diversified investment strategy capable of sustaining long-term asset performance.

3.3.7. Opportunities for implementation in Washington

Advancing to a sustainable state of good repair will require both greater funding stability and strategic
expansion of investment capacity. Several themes related to preservation funding and finance from the
peer review could be implemented in Washington to help achieve this step. Peer agency experience
suggests that preservation performance improves most when agencies combine protected long-term
funding with flexible financing tools that can accelerate priority investments. Washington’s existing
leadership in asset management, tolling, and highway user fee consideration provides a strong
foundation for exploring these opportunities and informing future policy discussions.

As described above, existing statutory authorities may affect the potential for tolling, P3s, revenue use
or financing mechanisms to expand investments. Legislative action and policy changes would be needed
to allow for these tools to be fully leveraged in the development of the long-term strategy and delivery
plan:

e  WSDOT generally cannot move funds between categories — toll revenue on one corridor
cannot replace an aging bridge elsewhere — which limits the agency’s ability to direct funds to
best address the backlog. The Legislature could evaluate whether state law should permit
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broader uses of toll revenues where consistent with federal law, existing bond covenants, and
facility-specific financing commitments.

e Current law limits P3 evaluation authority to eligible transportation projects with an estimated
cost to the state below $500 million, subject to specific exemptions in RCW 47.47.060.

e For availability payment P3s, the capital portion of the availability payment is typically
considered debt; thus, WSDOT would need to have appropriate debt capacity to enter into
availability payment P3s.

e The existing P3 legislation currently requires legislative approval of each P3 agreement,
potentially slowing down the process and introducing late-stage commercial risk to move P3
projects forward. Moving Legislative authorization earlier in the process will set clear
expectations and create a fair and competitive procurement and contracting environment.
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4.0. Public education program

As directed by ESSB 6005 Sec. 218 (12), this report outlines an approach for a public education program
to increase public understanding of the state’s transportation preservation needs. This includes options
for sustainable funding and clarity around how funds are invested. The public education program also
plays a key role in sharing the vision for delivery of preservation needs.

4.1. Purpose

Washington’s transportation system is at a tipping point. It has a backlog of infrastructure that is old,
overstressed and operating beyond what it was designed to handle. To address this backlog, WSDOT
needs a proactive investment to address preservation needs, prevent system failures, and preserve the
system we want to have for the future. A public education program will communicate this overarching
need by including:

e The current state of the system, including the backlog of preservation work that exists, and the
key performance targets for getting to a state of good repair.

e The growing risks of deferring maintenance and preservation, such as aging bridges, system
deterioration, closures and economic disruption.

e The benefits of timely preservation, such as lower costs, improved reliability, and increased
safety and economic stability for all highway modes including driving, transit, freight, biking and
walking.

e The trade-offs of different funding levels.

The primary goal of the public education program is to improve public understanding of the preservation
needs facing policymakers so they can make informed decisions. The program will show how the current
system operates, where investments are being made, and how measurable outcomes can be achieved.

Key messages of the public education program may include:

e Washington's transportation system is at a tipping point. It has a backlog of infrastructure that is
old, overstressed and operating beyond what it was designed to handle. The longer we leave this
backlog unaddressed, the more we put the entire system at risk.

e The traveling public is already seeing immediate effects, including failing pavement and potholes,
speed reductions and weight restrictions and short- and long-term closures that impact
communities.

e Our system needs adequate and predictable funding. Rising construction and service costs, along
with more people and increased travel demand, mean funding no longer goes as far as it once
did. Without consistent investment, the costs, risks, and system failures will accelerate, and the
backlog of more costly preservation needs will grow.

e The state will need to use various funding sources to address our critical preservation needs and
have a more sustainable financing strategy.
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4.2. Peer agency case studies

WSDOT reviewed several public education programs from transportation agencies across the U.S. (in
addition to the analysis referred to earlier) to identify effective strategies for communicating complex
transportation funding, investment and system performance topics to the public. These agencies have
used interactive websites, visual storytelling, data visualization and public engagement tools to improve
transparency, increase public understanding and encourage meaningful participation in transportation
decision-making.

e North Dakota DOT: North Dakota DOT’s Transportation Connection initiative created an
interactive website that uses visualizations to explain the funding gap in North Dakota’s
transportation system and the cost of maintaining roads at different states of repair. The site
incorporates public engagement features, including interactive questions and opportunities
for open-ended feedback that are placed throughout the website.

e Minnesota DOT: Minnesota DOT, through the Minnesota GO Program, developed a website
to explain the different sources and uses of transportation funding as well as the agencies and
organizations that help to manage it. The site lets users explore funding sources, allocations
and system investments. The DOT also created an interactive, online game where players can
explore the benefits and trade-offs of selecting various transportation investments.

e Virginia DOT: Virginia’s SMART SCALE program is a publicly accessible scoring and
prioritization process that shows how critical transportation needs are evaluated against
measurable criteria (such as safety, congestion reduction, increased accessibility, contribution
to economic development, promoting efficient land use and effect on the environment).
Project benefits, scores and funding decisions are all made visible to the public through the
SMART SCALE website. The public can view the trade-offs involved in allocating limited
resources across projects.

e New York City Metropolitan Transportation Authority (MTA): The MTA's 20-Year Needs
Assessment provided an interactive, visually oriented website to communicate the risks
associated with aging infrastructure, climate impacts and an increase in travel demand while
illustrating the consequences of ignoring and underinvesting in the system (for example,
suspension of service, extended power outages, asset failures and system shutdowns). The
website allows viewers to envision themselves experiencing these challenges and shows what
the future would look like if investments and maintenance were prioritized.

These examples highlight a range of approaches that help partners and decision-makers explore funding
trade-offs, understand infrastructure needs, and see how investment decisions affect transportation
system outcomes. WSDOT can leverage elements of these different approaches to advance the public
education program approach outlined below.

4.3. Public education program approach

The proposed public education program approach covers the what, the why and the how for addressing
the backlog of preservation needs and getting to a state of good repair. The table below outlines the
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messaging focus, potential interactive visualization tools, and case study examples for each of these
elements.

Table 1. Public education program approach.

Approach Element 1 Element 2 Element 3
Goal Education on current Build understanding of cost- Get input into prioritization
needs benefit of addressing and show the trade-offs
preservation needs now required to address the need
Messaging | The what: Build awareness The why: Demonstrate the The how: Outline proposed
focus of the transportation consequences of continued solutions, including revised
system’s current condition underinvestment and the prioritization methods and
benefits of addressing the sustainable funding
backlog of preservation needs approaches, and how funds

would be invested

Possible Visualization dashboard Story map about the current and | Visualization dashboard

Tools for that displays current future needs of the system based | displaying prioritization results

Execution condition and performance | on different funding levels and progress toward meeting
targets for each asset targets

Examples Virginia DOT Smart Scale MTA 20-Year Needs Assessment | Minnesota GO

4.4, Next steps for communicating preservation needs

In fall 2026, WSDOT will implement the first element of the public education approach:

e Build awareness of the transportation system’s current condition, including the backlog of
preservation needs.
In future efforts, and in support of WSDOT’s efforts to implement the prioritization framework in this
report, WSDOT will further advance the public education program to:
e Demonstrate the consequences of continued underinvestment and the benefits of addressing
the backlog of preservation needs through increased funding and focused prioritization to
build support for the vision.

e Explain proposed solutions, including revised prioritization methods and sustainable funding
approaches, and how funds would be invested.

e Leverage interactive visualization tools that demonstrate transparent reporting on investment
decisions, project outcomes and progress toward performance targets.
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5.0. Conclusion

Washington’s transportation system is approaching a critical preservation tipping point. WSDOT is a
leader in asset management and data-informed decision-making. Yet, the age and condition of the
state’s highways and bridges, combined with a growing funding gap, have made it difficult to maintain
the network proactively. This study reviewed many innovative strategies and lessons learned from
WSDOT'’s own experience as well as from peer agencies around the nation and the world. This study
recommends three key steps for addressing preservation needs: Consolidating and extending the
prioritization framework, optimizing cost-effective delivery and stabilizing and expanding sustainable
investment capacity. While these strategies can help WSDOT streamline delivery and maximize the
value of available resources, long-term success ultimately depends on sustained and predictable
investment in preservation together with adequate funding for the routine maintenance needed to keep
the system safe and operational.

5.1. Next steps for implementation

The recommendations presented in this report are a framework for continued discussion, refinement
and implementation. In follow-up to this report and in response to this proviso, over the next several
months WSDOT will:

e Advance the public education approach, including communicating the state of the system and
planning for development of a visualization tool.

o The first step of the public education program will seek to raise awareness of the
condition of the existing system, the criticality of the existing network to businesses,
communities and individuals, and the need for preserving the system. It will incorporate
WSDOT's preservation vision and need for sustained funding and the delicate
prioritization balancing act. This will help bring awareness to the needs and build
recognition that certain roads and bridges might be in a condition that is worse than the
traveling public is used to or has seen in the past.

e Establish criteria to implement the prioritization framework outlined in this report to inform a
long-term strategy and delivery plan.

o Establishing criteria is the first step to a consolidated cross-asset prioritization framework
to address the backlog of preservation needs.

e Identify pilot projects and legislative authorizations needed to move into development and
implementation. Potential pilots could include:

o ID/1Q & Performance-Based Incentives and Disincentives Pilot & Innovative Warranty
Approaches.

o Utilize the P3 project delivery method along with strategic bundling for a number of
bridges, either in a specific region or a specific type of bridge.
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WSDOT will continue to develop a long-term strategy and delivery plan, including preliminary cost
estimates and scenarios to advance toward a state of good repair. The delivery plan could apply
innovative analytic approaches to the prioritization framework to gain deeper insights into existing data.

In tandem with development of the delivery plan, WSDOT will develop public education visualization
tools that communicate the state of the system, the preservation backlog and the trade-offs of different
funding levels. Together, these actions will position WSDOT to leverage predictable and increased
investment levels that prepare for future preservation investments and achieve the vision of sustainable
and integrated delivery of the preservation program.
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