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The Snohomish County Committee for Improved Transportation (SCCIT) is 

pleased to present its Vision For Regional Transportation.  Although this 

position paper is directed to Snohomish County's present and future needs, it 

also recognizes that the Puget Sound area community  must cooperate in 

solving the entire areas' transportation needs. 

 

Among the key items in our Vision Statement are the following: 

 

 Any transportation plan must recognize that the movement of goods and 

people are of equal importance and that the automobile must be recognized 

as the number one mover of people either as a  SOV or an HOV. 

 

 Components of a transportation system should include Automobile, Buses, 

Vanpools, Commuter Rail and High Capacity Transit.  Each component 

must provide relief by itself and be economically affordable.  Funding must 

be balanced and reliable. 

 

 The "transportation dollar" (i.e. the total funds available and the uses to 

which they are directed) must be documented in understandable terms, 

integrated and targeted to an integrated transportation system. 

 

 Any future plan for the Puget Sound region must provide for suburb-to-

suburb travel as well as urban center-to-urban center movements.  The 

Growth Management Act  requires transportation planning and high 

capacity transit plans must recognize the need for compatibility with 

GMA's required plans. 

 

 The private sector must be encouraged to assist in the solution, not by 

mandates but by incentives. 

 

 Changes in the present Regional Transit Authority boundaries should be 

studied and changes made when they make sense. 
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 Future governance of a potential Regional Transportation Authority, although difficult 

to deal with, must be revised and public elected directors should be the managers of the 

Authority once the public accepts the plan. 

  

SCCIT offers this paper as a starting point for discussion with the numerous public and 

private interests who will fashion a program for resubmittal to the voters in 1996.  Our 

members will continue to work with these groups to ensure the best, most cost efficient 

system for our future Puget Sound generations. 

 

Respectfully, 

 

SNOHOMISH COUNTY COMMITTEE 

FOR IMPROVED TRANSPORTATION 

 

 

 

 

Larry Vognild, Chair 
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SCCIT VISION FOR REGIONAL TRANSPORTATION 

 
The Snohomish County Committee for Improved Transportation (SCCIT) was formed in 

1985 as a business-based organization whose purpose was to focus attention and resources 

on the transportation needs of the Puget Sound region.  We know that the needs are great, 

that the efficient movement of people and goods is the cornerstone of a strong economy 

and that a significant portion of the limited tax dollar must be dedicated to a transportation 

system. 

 

“Transportation” is a term which conjures up various images in the public’s mind.  This 

causes differing opinions and some controversy over how it should be translated into real 

projects costing real money.  And too often, decision makers move to a solution without 

confronting the full measure of the problem.  

 

SCCIT views the issue, not so much in terms of “transportation” but rather in terms of 

mobility.   How the taxpayers of Washington and Puget Sound accommodate the 

movement of people and goods will, in no small manner, determine how our region will 

look in fifty years.  That there will be increasing demands placed upon our road and rail 

systems over the coming decades is indisputable.  How scarce dollars are used to facilitate 

movement along those systems will dictate whether we become another L.A. or a better 

Puget Sound.   

 

The recent vote on the Regional Transit Plan (RTP) shows that one approach to a 

transportation system was unacceptable to local citizens.  The Plan, however well intended, 

did not relieve congestion, carried a high cost in relation to the advertised benefit and did 

not prove its case in terms of reliable State and Federal funding sources. 

 

Those who are committed to a successful system must find a different, more acceptable 

solution.  To be acceptable, a new proposal must: 

 

 cost less than $6.7 billion 

 recognize the automobile as a realistic element of transportation along with bus and 

HCT 

 depend less on unreliable State and Federal matching dollars 

 use existing road, bus and HCT resources as a first priority by applying innovative 

technology. 

 promote different approaches to the way we commute, work and play 

 offer more tangible solutions to taxpayors in shorter-term increments 

 provide regional equity among the different communities participating in the 

program 

 emphasize “suburb to suburb” express connections in addition to urban center 

connections 

 

SCCIT firmly believes that Puget Sound citizens will approve a plan that contains effective 

solutions at a reasonable cost and which has the collective support of citizen, business, 

labor and governmental groups.  Forging a balanced consensus among these groups should 

be a foremost goal of the current Regional Transit Authority efforts. 
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Before a recommendation on a revised regional transit plan could be formed, SCCIT 

worked to define a broader vision for all aspects of transportation.  This was deemed 

necessary because of the obvious relationship of transit to transportation and because it was 

confusion over how the original Regional Transit Authority (RTA) plan fit with the overall 

transportation needs of the region that caused voters to reject it at the polls in March. 



 5 

 

 

 

The Overall Regional Vision 

 

 

I.  Components of Regional Transportation 

II. Components of a Transportation System 

 

I. Components of Regional Transportation 

 

Mobility -- The Focus of a Transportation Plan 

 

As we have stated, mobility of people and goods is the essence of an effective 

transportation system.  If people can not move with reasonable convenience between home 

and work; or goods can not move between the place of production and the market place, 

then the quality of our lives and our economy will suffer.  People want the Puget Sound 

quality of life maintained, but that quality is threatened unless our transportation network 

keeps pace with the increasing demands on mobility. 

 

The key issues with people movement are peak hour congestion and suburb-to-suburb  

convenience.  Few citizens would argue that travel along our freeways during non-peak 

periods is especially inconvenient.  By the same token, few would say that travel during 

weekday peaks is the least bit satisfying.  The fact is that congestion during peak periods 

(periods which are becoming longer), is the main source of aggravation and is the principal 

focus of peoples’ willingness to engage in some type of tax-supported or privately funded 

improvement program.  In addition to congestion itself are the so-called “chokepoints” 

which consistently slow or halt traffic with the resulting impact all along the freeway 

network.  Any reasonably priced program which provides relief to these issues will have 

the public’s support. 

 

The issue of suburb-to-suburb travel must also be addressed in the region’s vision for 

mobility.  There is a perception which SCCIT shares with the general public, that most 

transportation improvements are geared toward moving people from their homes to Seattle 

and back.  While this is not absolutely the case, SCCIT does feel that a greater balance 

must be provided to the other destinations which form the public’s travel patterns.  Travel 

from Everett and Tacoma to the Eastside; travel to the major regional employment, 

educational and retail centers; reverse commutes which are becoming more the norm, these 

all warrant the same level of attention as the travel to Seattle.  SCCIT does not mean to 

suggest that Seattle is any less of an important regional center as has always been its 

history.  SCCIT simply believes in a holistic view of Puget Sound as a dynamic regional 

economy which requires a region wide approach to mobility and transportation. 

 

Linkages must occur not only to the geographic elements of our region but to the various 

transportation modes as well.  The recent Regional Transit Authority plan coined the term 

of a “seamless” transportation system which aptly describes the relationship which should 
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occur to the road, rail, transit, vanpool and other elements of a 21st Century mobility 

system.  Unlike the RTA plan, which was limited to transit and High Capacity Transit 

(HCT) systems, SCCIT believes that an integration of all modes (a “multi-modal” system) 

must be attempted for the sake of efficient transportation at a reasonable cost.  Ease of 

travel and links to other modes are key issues on the arterial system which supports the 

freeways; on the park and rides which serve transit and vanpools; commuter rail which 

could relieve peak hour congestion, and so on. 

 

Often lost in the discussion over mobility is the issue of goods movement.  Any strong 

economy depends on the ability to move goods from the source to the market place.  It is 

simply a truism that ease of movement keeps the cost of goods down, which enhances 

demand, which creates the need for additional production.  Where the cost of transportation 

is kept in balance with goods pricing, the economy remains strong.  Where transportation 

costs are forced higher by taxation, higher fuel costs or lower fuel economy, the demand 

for products is reduced with its resulting impacts on the economy as a whole. 

 

The effects of congestion on this balance, again, should be obvious.  For every hour a truck 

is delayed in traffic, the greater the consumption of fuel, the higher the pay for the driver 

per unit of product, etc.  Compounded by the number of commercial vehicles traveling the 

freeways and the impact becomes readily apparent.  It is reasonable to assume that if the 

citizen-taxpayer does not invest in transportation improvements, the citizen-consumer may 

ultimately pay more in increased prices for goods and possible loss of jobs. 

 

The crisis emerging in the movement of goods is every bit as critical as the movement of 

people.  This speaks volumes to the holistic, region-wide need for a mobility plan which 

provides a “seamless” integrated transportation network envisioned by SCCIT.  Regional 

transportation is a region-wide economic issue, not just a people movement issue. 

 

Elements of an Acceptable Transportation System 

 

There are certain fundamental elements to the regional mobility vision which are essential 

to a successful plan.  SCCIT believes that these elements must be reflected in a plan if it is 

to succeed in the hearts of the voters and is to provide for the needs of the public in coming 

decades.  These are: 

 

1. Short Term Improvements, Long Term Vision 

 

Puget Sound citizens have a history of investing in long term solutions where a strong 

argument for their need is made.  However, if a large investment is going to be requested, 

then human nature requires that there be short term, incremental, measurable 

improvements which will satisfy the taxpayer that he/she is receiving tangible returns for 

the dollar paid.  Any program, whether an RTA plan or a broader funding package for 

transportation, must begin showing improvements immediately and be laid out in no 

greater than five-year increments.  Each increment must build to a Year 2020 vision with 

constant reporting to the electorate as to how each project relates to the dollars and vision it 

approved in 1996. 

 

2.  Compatibility with Regional Plans 
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The RTA and the RTP arrived on the scene while the region was involved in a sweeping 

reform in the way we historically looked at the management of growth.  Numerous plans 

with numerous labels have been produced such as Vision 2020, MTP, GMA, etc.  To 

some, including SCCIT, it is not entirely clear whether our transportation policies have 

grown out of these plans or the reverse.  To some opponents of the last RTA proposal, the 

urban centers concept was violated by the failure to link all centers as part of Phase I.  To 

others, a perceived “anti-auto” slant to the Metropolitan Transportation Plan (MTP) was 

inappropriate and unrealistic.  Some feel that the RTA plan is being advanced in conflict 

with locally developed Growth Management plans which will stifle implementation. 

 

Whether real or imagined, this lack of consensus over the compatibility issue is preventing 

a broader consensus on a transportation plan.  Each community must be persuaded to 

render a judgment on whether a new RTA plan fits with its own plan and with its view of a 

regional transportation system.  There will never be 100% agreement, but each community 

must state its case so that the citizen can assess his or her local interests against the 

regional interest and vote accordingly. 

 

3.  The Automobile as a key feature of the Vision. 

 

The way that government deals with the automobile will determine how the voting, tax 

paying public will respond to another vote on a Regional Transit Plan.  SCCIT believes 

that the automobile should be accommodated in any future plan, that the auto itself should 

be viewed as a potential HOV mechanism and that the public should be enticed rather than 

forced onto alternative transportation systems. 

 

Whether fair or not, there has been criticism of the Regional Transit Authority, MTP and 

other proposals being hostile to the automobile.  A common refrain in some quarters is that 

automobile owners should be made to “feel the pain” of further congestion to compel them 

to use alternative means of travel.  But contrary to what the average citizen might say about 

the need for HCT, the fact is that people value their car and their ability to use it whenever 

they choose.  The car gives a sense of privacy, mobility and independence.  As a practical 

matter, auto travel will remain the highest percentage transportation mode for the 

foreseeable future. Government is not yet in a position to demand that people use other 

modes; anything perceived as a demand will be met with a hostile reaction and will fail.   

 

SCCIT is convinced that a successful regional transportation system will recognize the 

automobile as an equal partner rather than an ugly cousin in the transportation family. 
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4.  Regional Coordination 

 

The lines of authority and decision making among the various transportation programs are 

very mixed.  The RTA proposed a program of integrated transit involving light rail, 

commuter trains and buses.  There was also a sincere attempt to relate these elements to the 

High Occupancy Vehicle (HOV) lane system although HOV construction falls outside the 

purview of the RTA.  Local governments still vie for arterial construction dollars which are 

guided by the Metropolitan Transportation Plan under the authority of the Puget Sound 

Regional Council (PSRC).  Overall arterial planning is supposed to be coordinated among 

local jurisdictions via six-year plans which in many cases have been successfully carried 

out by local governments but in some cases have never truly lived up to their billing as 

coordinated capital improvement plans.  Lastly, there are four transit agencies in the 

Everett to Tacoma region which are a long way from consolidating services, if ever. 

 

It is small wonder that the voter is skeptical and confused.  Transportation planners and 

decision makers do not do a good job of communicating how one plan or funding request 

relates to the overall transportation vision and this has been a key contributor to the lack of 

support for massive programs such as the RTP.   

 

Any proposal for transportation improvement or funding must certainly be held to the test 

of showing how it does not conflict with another existing program.  But more importantly, 

the region’s decision makers must work to integrate all elements of transportation into an 

understandable and cohesive program so that the voter/taxpayer clearly sees how the parts 

fit into the whole. 

 

A partial list of the elements to be planned, funded, integrated and implemented by State, 

Federal, local and private entities include: 

 

 

 Local Transit  

 

 Commuter Rail   
 

 Local Arterial Const.    

 

 CTR Programs     
 

 HOV Lanes    
 

 TDM Programs     
 

 Freeway SOV    
 

 Telecommuting     
 

 Intercity Transit     
 

 Ridesharing     
 

 Light Rail     
 

 Congestion 

Pricing 

 HCT Systems
1
  

 

 

                                                 
1
  HCT in this report refers to the freeway related high capacity BART-type train system.  Light rail refers 

to the on-street, Portland-type MAX system. 
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5.  Intercity transportation as the prime role of the RTA. 

 

Voters asked to approve a regional funding package for transportation will be heavily 

persuaded by the opinions of local officials.  If those officials argue that a regional proposal 

will complement local transportation plans and be consistent with them, then there is a 

strong likelihood of success.  If, however, local officials argue that a regional system is 

duplicative or disruptive of local transportation programs, then support will erode. 
 

Because of the critical need to address peak congestion now, the role of RTA as primarily 

an intercity, suburb-to-suburb, home to work center, mass transit system should be 

established clearly in the public’s mind. 

 

6.  Funding Balance 

 

SCCIT believes that the cost of each portion of the transportation system must be scaled 

proportionately with other elements.  The region has much work to do before the 

integration called for in Item 4, above, becomes reality.  For now, the transportation system 

is made up of numerous elements spread across numerous agencies.  All will be competing 

for some portion of the taxpayer’s dollar over the near future.  Any one element requesting 

too big of a piece of the limited tax dollar will create opposition to funding and will 

threaten funding for other elements of the system. 

 

SCCIT recommends that in addition to a coordination of programs to ensure an effective 

relationship between cost and contribution to congestion relief, programs be individually 

required to test and prove this through a cost/benefit analysis which is understandable to 

the public. 

 

7.  Transportation Demand Management 

 

To minimize the hard costs of transportation solutions, thereby stretching the limited 

transportation dollar, SCCIT believes that the region must be an innovator of public private 

partnerships intended to implement true "transportation demand management" (TDM).  

Telecommuting, teleconferencing, flextime, commuter trip reduction, etc. are terms which 

hold the promise of a more efficient transportation network, but these techniques have not 

been brought together in a unified program which the business community or working 

person understands enough to support.  With our growing hi-tech industry, the Puget 

Sound region has the opportunity to provide the mechanisms to bring these elements 

together and show the rest of the nation that there is a 21st Century technology  that will 

work to reduce congestion. 

 

SCCIT strongly believes that this unified approach to TDM must be designed as an 

incentive rather than a mandate.  Mandates are typically unfunded and create resistance.  

Incentives if properly designed will garner support and will be cost effective. 
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II. Components of a Transportation System 

 

SCCIT believes that the key components of the transportation system, based on the Vision 

outlined above should be as follows: 

1. With regard to the Automobile 

 

 SCCIT views the automobile as a major and lasting component of the 

transportation system.   

 We see it as a reality of life and in need of support on the intercity system.   

 The automobile should be viewed as another means of high capacity 

transportation through encouragement of vanpooling and carpooling.  We 

support and encourage programs for increased occupancy. 

 We support increased fuel efficiency and cleaner fuel. 

 We support emission testing  

2. With Regard to Buses & Vanpools 

 

 Buses & vanpools are a major mechanism for future congestion control. 

 SCCIT recognizes that vanpools are a highly efficient means of transporting 

employees. 

 SCCIT supports increased funding for buses. 

 SCCIT supports additional park and ride facilities. 

 We support user friendly, mixed use multimodal stations as a means for 

enticing ridership. 

 Existing HOV lanes must meet the standard of a 45 mph average speed, 90% of 

the time or be converted to 3-person carpool lanes. 

 We support newly constructed dedicated bus lanes.  We do not support the 

conversion of existing  Single Occupancy Vehicle lanes (SOV) or HOV lanes to 

exclusive bus lanes. 

 Local transit must be made to conform to RTA schedules for maximum 

customer convenience. 

 Local transit providers should cross service boundaries, at their expense, to 

provide a seamless transit system to their customers. 

3. With Regard to Light Rail and High Capacity Transit (HCT) 

 

 Light rail and HCT should be an “end phase” improvement to the regional 

transportation system. 

 Light rail should be expanded from Seattle to north, south and east 

 Other “people mover” technology (Personalized Rapid Transit (PRTs), transit 

shuttles, etc.) should be provided between other park and ride facilities and 

major employment/retail centers as the light rail system extends to other 

centers. 

 New HOV lanes should be designed to future HCT standards. 
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4. With Regard to Commuter Rail 

 

 SCCIT believes that Commuter Rail services along the existing BN/UPRR 

system should be implemented within 2-3  years of voter approval 

 Operation of the system should be a partnership of  the RTA, BN and UPRR. 

 To be effective there must be maximum frequency of service during the peak 

hour and the overall operating hours should range from early morning to late 

night. 

5. With Regard to Highway Construction 

 

SCCIT recommends immediate planning and action on new SOV lane construction along 

our major highways and freeways.  Because of its political unpopularity, the region has 

resisted this solution to congestion for too long.  The existing peak hour congestion 

problem is the direct result of this failure to keep pace with lane capacity needs.  Because 

the public will continue to embrace the automobile as a principal means of transportation, 

HCT alternatives by themselves will not relieve congestion and in fact, the public has yet 

to fully embrace HCT as the only solution to congestion. 

 

If additional SOV construction is introduced as an element of the overall transportation 

network, in open and candid manner, then the public will have a clear choice to make 

between its desire for congestion relief or its desire to minimize additional highway 

construction and accept a high level of congestion.  The unwillingness of public officials to 

openly discuss this choice has caused the public to believe that congestion can be 

eliminated some other way.   

 

Highway construction priorities should differ inside the Regional Transportation Authority 

where funding programs can assist in augmenting the highway network, and outside the 

RTA where funding programs and transportation modes will be different.  SCCIT 

recommends the following: 

 

Inside RTA Service Area -- RTA Related Improvements 

 

 Prioritize "chokepoints" for improvement 

 Support HOV completion on I-5 and I-405 with RTA funding assistance 

 Emphasize new lanes for HOV vs. conversions 

 Support exclusive access and exits from HOV lanes to connecting arterials 

and/or park and rides 

 Design HOV corridors to accommodate long term conversion to HCT 

 

Inside RTA Service Area -- Non-RTA Related 

 

 Support HOV completion on SR 525 from Swamp Creek to Highway 99, SR 

526, and SR 104 with conventional  funding assistance 

 Support new SOV lane construction on highly congested routes. 

 

Outside RTA Service Area 
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 Support HOV completion on SR 9 and SR 2 

 Support new SOV construction on highly congested routes. 

 Investigate an outer “ring road” concept to carry traffic around the population 

center. 

6. With Regard to Arterial Construction 

 Support east-west arterial construction between Puget Sound and Highway 9. 

 SR 96  

 SR 524 east of Lynnwood 

 Prioritize "chokepoints" for improvement 

 Enhance feeder system to support freeway system. 

 Coordinate arterial construction with Urban Growth Area (UGA) policies 

supporting urban centers. 

7. With Regard to Ferries 

 Support passenger-only ferry development 

 Support walk-on ferry commuter development for auto ferries. 

 Support public-private partnerships for ferry services 

 Private ferry services should augment the public system to maintain the 

economic viability of the public system. 

8. With Regard to Goods Movement 

 Provide incentives for non-peak goods movement. 

9. With Regard to Technological Models 

 Engage major employers to innovate and market telecommuting, 

teleconferencing, flextime, ridesharing or other strategies to small businesses, 

shoppers and the public. 

 Provide incentives for congestion reduction including monetary rewards or 

incentives, reduced parking to increase incentives for HCT use, etc. 

 Clarify and simplify Commuter Trip Reduction (CTR) rules to credit employers 

who allow employees to commute beyond the 6-9 AM peak. 

 Increase program incentives for small companies (less than 20 employees) 

10. With Regard to Congestion Pricing 

 SCCIT believes that there should be a clear distinction made to the public 

between tolls and congestion pricing.  This distinction is misunderstood and 

each has issues which must be thoroughly discussed. 



 13 

 

The Regional Transit Plan 

 

 

I. Components of a Regional Transit System 

II. Funding Recommendations 

III. Governance 

III. Components of a Regional Transit System 

 

The preceding section has attempted to define a broad vision for regional transportation.  

This section describes how SCCIT sees the more immediate issue of an RTA plan fitting 

that vision.  SCCIT supports the concept of an RTA plan and hopes to support a revised 

package submitted to voters in Spring or Fall, 1996.  To overcome the objections of the 

March, 1995 voter and ensure approval the next time, SCCIT believes that the following 

concept must be the foundation for a regional consensus. 

 

To be acceptable, a new proposal must: 

 

 better balance the overall available transportation dollar 

 depend less on unreliable State and Federal matching dollars 

 provide regional equity among the different communities participating in the 

program 

 provide incentives, not inflict “pain” 

 offer more tangible solutions to taxpayers in shorter-term increments 

 promote different approaches to the way we commute, work and play 

 recognize the automobile as a realistic element of transportation along with bus and 

HCT 

 emphasize “suburb to suburb” express connections in addition to urban center 

connections 

 use existing road, bus and HCT resources as a first priority by applying innovative 

technology 

 involve public-private partnerships  

 optimize the use of rail and water systems 

 advance the transportation element of Growth Management plans 

1. Regional Transit as a Component of Regional Transportation 

 

SCCIT believes that there is too much dichotomy in transportation.  The inability of 

the RTA, local communities and State agencies to integrate the transportation 

network has caused confusion among transportation agencies and the citizen/voter.  

To work, the transportation system in 21st Century Puget Sound must be designed 

from a market-driven, consumer-driven standpoint.  There must be the latitude for 

"seamless" transportation systems to be implemented using dollars which have been 

fragmented in the past but must be integrated in the future. 
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Until this is done, any well-designed system will be prone to failure at the polls and 

any component approved by the voters will not bear an effective relationship to 

overall transportation needs or goals. 

 

SCCIT believes, based upon current usage statistics
2
, that in the final analysis, an 

optimistic objective is that:  

 

 regional transit (buses, light rail, commuter rail, etc.) will accommodate 8% of 

the peak commuter load, with buses carrying the majority of those.  

 telecommuting will have a 4% impact on projected peak hour volumes 

 computerized ride sharing, vanpooling and carpooling will have a 12% impact 

 SOV and HOV construction on our freeways must accommodate 85% of the 

increased projected volumes
3
. 

 

Future transit programs should assume this ratio and allocate the limited 

transportation dollar accordingly. 

2. An RTA Service Area as a Component of the Regional Community 

 

SCCIT opposes any reduction in RTA boundaries in Snohomish County. 

 

SCCIT will work with other organizations throughout Puget Sound to develop a 

realistic boundary for a future RTA district.  At this preliminary stage however, we 

feel that it would be presumptuous to suggest boundaries for our neighbors to the 

South.   

 

We will explore the idea of recommending that the northerly boundary of the 

district be extended to Smokey Point north of Marysville because of the projected 

growth in population and employment.  We detect some change in the desires of 

people in this area and will work with the business and political leadership over the 

coming months to determine levels of interest.  From a more technical standpoint, 

SCCIT believes that such an extension would be justified. 

 

SCCIT is not recommending extension of the current boundaries of the RTA further 

east.  While inclusion in the RTA might offer alternatives for those concerned over 

congestion and safety on the SR 522 corridor, we see little interest by the people in 

joining the district.   

 

In any case, extension of the current RTA boundaries should only occur after 

testing of public opinion has been done.  Enlarging the area could potentially add to 

the per-household cost of a future transportation network and including an 

unwilling voter base would reduce the chances of a successful ballot proposition in 

1996. 

 

                                                 
2
 Journey to Work Profile: Seattle-Tacoma CMSA, 1990 

3
 Figures exceed 100% because of need of freeway lanes to carry carpools, vanpools, SOVs, etc. 
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Future annexations to the RTA should be evolutionary, based on the level of growth 

in certain areas.  There are areas which today are not justifiably a part of a regional 

transportation system.  They should not be punished with excessive  latecomer fees 

or charges at such time as it is logical to include them in the area’s boundaries, 

although they should pay their fair share to have services extended to their areas. 

 

IV. Funding Recommendations 
 

In its attempt to develop a funding recommendation for regional transportation, SCCIT 

faced a very real dilemma.  To the best of our knowledge, there is no comprehensive list of 

all the funding sources for all aspects of transportation at each level of government or 

business; and no compilation of how many total dollars are authorized under these 

programs or how much of the authorized dollar is actually being used.  Until the leaders in 

transportation understand what this total resource pool is, they will be hard pressed to 

recommend to the taxpayer how a refined RTA proposal fits with the overall transportation 

vision. 

 

SOURCES OF FUNDING

FEDERAL STATE LOCAL PRIVATE

HOV SYSTEM AND RAMPS X X X X

TRANSIT/EXPRESS X X X X

PARK AND RIDE X X X X

RIDESHARE/VAN POOL X X X X

COMMUTER RAIL X X X X

CAPACITY IMPROVEMENT X X X X

FERRY SYSTEM X X X X

MULTIMODAL FACILITIES X X X X

HIGH CAPACITY TRANSIT X X X X  
 

 

SCCIT is in the process of compiling information on the make up of the total transportation 

dollar, i.e. the public dollars collected and distributed throughout the region and state. We 

have compiled a set of documents which may or may not include all of the current dollars 

available for transportation and will work to compile a comprehensive inventory. Private 

sources of funds for CTR, TSM and other programs are more difficult to document.  The 

results of this effort will be produced later.  For now, the point is made that numerous 

agencies are somehow involved in the potential funding or operation of the different 

aspects of the system. The mere fact that we do not know at this point if all sources have 

been found is illustrative of the problem. 

 

In developing a funding proposal for a specific RTA plan, SCCIT recommends a strong 

commitment to the design of a new regional transportation funding model that organizes 

revenue sources, allowed uses of funds and a prioritization of non-local projects in a 

manner that is understandable to the public and returns benefits to the payer in some 

proportion to the dollars paid.  This is a must if a unified transportation system is going to 

be affordable and doable. 
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Specific Funding Recommendations 

 

State Revenues 

 

 The State must transition away from diversions of authorized transportation funds to 

other uses.  For example, approximately $600 million of Motor Vehicle Excise Tax 

(MVET) is currently going to the State General Fund.  SCCIT understands that the 

MVET was intended to be a partial general fund revenue source, but the perception by 

the public is that these monies are available in whole or in large part for transportation 

improvements. 

 Gasoline taxes should be imposed at the refinery to ensure collections which otherwise 

are avoided in the transport of fuel to the pump. 

 

Regional Transit Plan Funding 

 

 The underlying assumption of an RTA funding program must be that regional 

transportation will never operate at a profit, will always require a level of subsidization 

but is a necessary public service. 

 State and Federal match funds for the RTA should be conservatively estimated.  Large 

scale availability of long term funding should not be assumed.  Contingency plans 

should be included in the RTA plan for an expedited completion of the system if funds 

in fact become available beyond estimates. 

 SCCIT supports a 5 cent/gallon gas tax increase, or more, indexed to inflation. 

 RTA funds should augment, not replace current levels of funding for other elements of 

the regional transportation system.  Historic HOV funding levels to the Puget Sound 

area should not be reduced should the RTA choose to augment these monies with 

locally derived funds. 

 Funding for the RTA should be through a sales tax, MVET, or some other user type fee 

structured similarly to the March ballot measure.  Gas tax monies should not be 

considered a funding source. 

 HCT or Personalized Rapid Transit (PRT) systems should be financed by the RTA in 

the late stages of system development. 

 PRT systems should be financed to a significant extent by private sector beneficiaries 

(shopping centers, regional airports, major employment centers, etc.) 

 Extraordinary improvements in terms of cost or content, should require local funding 

where reasonable alternatives exist. 

 

V. Governance 
 

One of the most difficult issues to resolve over the coming year is how the Regional 

Transit Authority will function in the future transportation environment.  Will it simply be 

an advisory body on regional transportation issues?  Will it be a review agency for funding 

proposals?  Will it be the operator of a regional center-to-center, suburb-to-suburb express 

system?  Or will it assume overall responsibility for all aspects of the Puget Sound 

transportation system, including all transit, all HOV construction, all HCT, etc.? 
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At a time when relationships are being built and rebuilt between the RTA and local 

communities, King County is talking of redefining its role in relation to the PSRC, local 

communities are moving toward implementing their GMA-based comprehensive plans and 

communities statewide are competing for scarce HOV, ISTEA, highway construction and 

other dollars, these questions become fundamental to the success of a visionary regional 

transportation system. 

 

SCCIT believes the governance issue must be addressed head on over the coming months.  

No matter how visionary a plan might be on paper,  with no effective means of 

implementation it is doomed.  Moreover, a plan which is developed based on the  current 

governance structure can not be bold or visionary. 

 

SCCIT believes that a forward looking governance system must be laid out, at least in 

concept, by the time a proposal returns to the ballot.  The work required to change 

legislation, develop the detail, reconstitute the board, etc. will go beyond the 1996 vote.  

But a consensus must be developed in concert with a plan if the plan is going to succeed. 

 

SCCIT recommends that the Regional Transit Authority become a Regional 

Transportation Authority with responsibility for all aspects of the non-local transportation 

system.  This is the only logical means of ensuring a holistic regional system with a balance 

of priorities and a proper allocation of dollars.   

 

The new Regional Transportation Authority would have accountability and responsibility 

to plan, fund, coordinate, operate and/or contract for the regional components of 

transportation, including freeway HOV and SOV construction, intercity express bus 

service, commuter rail, light rail, multimodal stations, park and ride lots, telecommuting 

services, Transportation Demand Management (TDM) and vanpool programs.   

 

The Regional Transportation Authority would not have jurisdiction over local arterial 

construction programs or local transit operations, but would have input into what we 

recommend to be newly-required, countywide capital facility plans for arterial construction 

which ensure coordination among local communities at the county level and relate traffic 

improvements to growth management and comprehensive plans.   

 

The Regional Transportation Authority would not have control over the region's transit 

systems, although intercity routes would require the approval of the RTA; and transit 

scheduling would have to conform to intercity, intermodal schedules to ensure a "seamless" 

system.  The same mandate would hold for private franchises for commuter rail, passenger 

only ferries and other private system components. 

 

The Regional Transportation Authority would become the Metropolitan Planning 

Organization (MPO) for the three county region.  This will require a redefinition of past 

MPO relationships.  Obviously the needs of Kitsap County would have to be 

accommodated, local governments would need to be assured of their autonomy on purely 

local arterial funding proposals and the maintenance of the PSRC as the coordinator of 

regional land use and growth management planning would have to be preserved.  But if an 

RTA Board is to have the ability to advance meaningful, integrated transportation 

programs, the MPO function must be shifted to them.   
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A New Governance Structure 

 

SCCIT also believes that the RTA model outlined above requires an elected board of 

seventeen or fewer members, drawing from transportation districts on a one person/one 

vote formula.  An elected board member could hold no other elective office during his/her 

term. 

 

This will provide accountability to the voters for the dollars spent and will grant the 

decision-making authorities necessary to make this model work.  SCCIT realizes that much 

discussion must occur very soon if such a governance system is going to be successful as 

part of a revised RTA plan.  But, it is just such a lack of a consistent, understandable 

governance structure that caused the voter to question how the additional dollars being 

requested were to be efficiently spent. 

 

As hard and complex of an issue this is, a bold initiative in governance is required if a 

successful system, with broad based support, is going to be implemented any time soon. 
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ABOUT SCCIT: 

 

The Snohomish County Committee for Improved Transportation (SCCIT) was formed in 

1985 as a business-based organization whose purpose was to focus attention and resources 

on the transportation needs of the Puget Sound region.  SCCIT is a volunteer, non-profit 

organization comprised of business, citizen and governmental leaders who share a common 

interest in seeking solutions to our transportation problems and assuring that our County 

receives an appropriate and equitable level of transportation funding from limited local, 

state and federal revenue sources.   

 

For further information about SCCIT or about this Vision Statement, contact the South 

Snohomish County Chamber of Commerce,   3500 188th St. S.W. Suite 490, Lynnwood, 

WA 98037.  Phone (206) 774-0507 

 

 

 

CONTRIBUTORS TO THE VISION STATEMENT: 

 

Larry Vognild  Former State Senator 

Roger Belanich  Canyon Park Center 

Dick Bennett  President, Everett Area Chamber of Commerce 

Wes Bogart  Asphalt Paving Association 

Mike Bourgault Bourgault Properties 

Clay Bush  John Fluke Company 

Steve Callender SCCIT 

Frank Figg  The Boeing Company 

Fred Foster  Resident 

Al Grieve  ABJK, Inc. 

Pam Koss  Executive Director, South County Chamber of Commerce 

Patrick McMahan McMahan Insurance Agency 

Reid H. Shockey Shockey/Brent, Inc. 

Travis Snider  Moss Adams 

Dennis Vrabek Harbour Point Limited Partnership 

   


