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Sand Point Way Pedestrian Study

2.5. Vehicle Speeds

The posted speed limit changes at several locations along Sand Point Way. The south end of the corri-
dor, from NE 45® Street to just north of Windermere Road, has a posted speed limit of 35 mph. From
north of Windermere Road to north of NE 74™ Street (the entrance to Magnuson Park), the posted speed
himit is 40 mph. North of there, the speed limit is 30 mph.

SDOT has performed several speed studies along Sand Point Way in the past five years. All but the
study north of 50" Street were performed midday with a hand-held radar. The speed study north of 50
Street was performed by machine for a seven-day period. The locations, posted speed limit, and the
recorded speeds are presented in Table 3. The speed reflects the 85™-percentile speed, which means that
85% of the motorists drove af or under that speed (and 15% of the motorists exceeded that speed) This
" is the standard threshold for measuring speed compliance.

Table 3. Sand Point Way Speed Measurements

Speed Date of — ’

Location Limit Survey Northbound * Southbound | Northbound . Southbound
North of NE 50t Street 35 11-15-06 397 407 47 87
At NE 637 Street 40 08-04-06 40.0 39.0 00 1.0
North of NE 64% Street 40 10-27-06 43.0 42,0 30 20

| North of NE 70 Street 40 08-01-03 430 410 300 0 10
North of NE 850 Street 30 11-22-06 380 37.0 80 . 70
North of Invernass Drive 30 02-01-02 370 38.0 7.0 . 9.0

Source: Spot speed surveys performed by Seattle Department of Transportation (SDOT). These are manual surveys performed befween
11:00 AM. and 1:00 p.m. with @ hand-held radar. Speed data for the location “North of NE 50% Street” was performed with a
machine that measures speed. .

The greatest speed differential between the posted speed limit and the 85™ percentile speed occurs north
of 85 Street and north of Inverness Drive. Speeds in these segments are seven to nine miles per hour
over the posted speed limit. The highest speeds recorded along the corridor were north of NE 64% Street
where the posted speed limit is 40 mph. Speeds north of NE 50™ Street were five mph over the speed
limit. Speed profiles are shown on Figure 8 for the segment north of NE 64® Street and Figure 9 for
speeds north of NE 85® Street. North of 64™ Street, 77% of the motorists drove at or below the posted

~ speed limit of 40 mph. However, compliance declines substantially further north on the corridor where
the speed limit drops to 30 mph where 92% of the motorists exceed the 30 mph speed limit.
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Figure 8. Vehicles Speeds on Sand Point Way north of NE 64" Street
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Figure 9. Vehicles Speeds on Sand Point Way north of NE 85" Strest
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2.6. Traffic Collision History

Sand Point Way Pedestrian Study

Collision data for intersections and roadway segments in the vicinity of the project site were obtained

from SDOT. These data were examined to determine if there are traffic safety conditions that should be

addressed as part of this project. Collision data for a 5.7-year period from January 1, 2002 through
August 14, 2007 was compiled and summarized in Table 4 for intersections and Table 5 for roadway

segments.

Table 4. Collision Summary at intersections (January 1, 2002 — August 14, 2007)

Total  Ave/
intersection with Rear- * Side- Right  Lleft  Right  Pedf for5.7  Per-
Sand Point Way NE End Swipe Turn “Tumn  Angle Oyclist Other®| Years Year
Signalized Intersections . : .

NE 45t Street 0 0 0 3. . .5 0 0 8 14
Children’s Hospital Driveway 1 0 Qo 2 2 00t 0000 3

Princeton Avenue NE 0 0 AT T i e e L8 e
50t Avenue NE 0 1 ¢ 0 4 0 1 6 1.1

NE Windermere Road 1 1 0 1 1 1 0 5 09:1].
NE 5% Strest 0 0- 0 4 0 1 0 5 0.9%
NE 70t Street 2 0 0 0 3 1 1 7 t2o
NE 74t Streat 0 0 0 0 0 2 1 3 0.5
Unsignalized Intersections R B
40t Avenue NE 2 0 0 3 0 0 6 ]
NE 50t Street 0 1 0 0 13 0 3 17 30

NE 52md Street 0 0 0 0 1 0 0 1 02"
47t Avenus NE 0 0 0 3 1 0 0 4 0.7

NE 58t Street 0 1 0 0 0 0 0 1 0.2

NE 60t Street 0 0 0 16 0 0 0 1 0.2

NE 620 Streat 0 0 0 0 1 0 1 2 0.4

NE 64t Street 0 0 0 0 1 0 1 2 0.4

NE 75" Street 1 1 0 0 0 0 0 2 0.4
Inverness Drive NE 1 0 0 0 0 0 1 2 04
Matthews Avenue NE 1 0 0 0 1 0 0 2 0.4

NE 83 Street 2 0 0 0 0 0 0 2 0.4

NE 950 Street 0 1 ] 1 3 0 0 5 08

Source: Cily of Seattle Department of Transporiafion, August 2007.

a  ‘Other collisions includes vehicles making legal maneuvers, vehicles overturning or spun out, vehicle hitfing obfect
either on or off the roadway or moving vehicle hitting a parked car,

b Coflision resulfed in a fatality.
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Sand Point Way Pedestrian Study

Table 5, Collision Sumrmary along Roadway Segments (January 1, 2002 — August 14, 2007)

Total Awvg
Roadway Segment Rear- Side- Right Left Right Ped/ Parked for 5.7  Per
Along Sand Point Way NE End Swipe Tum Turn Angle Cyclist Vehicle Object Other®| Years Year
NE 45t St to 40t Ave NE 6 2 0 2 3 1 1t 0 0 15 26
40t Ave NE to 41¢t Ave NE 3 -0 0 0 0 0 0 0 0 3 0.5
41s Ave SNE to 41t Ave N NE 0 1779077 07 0 00 0 1 2 04
415t Ave NE to NE 50m St 7 1 0 1 0 0 0 2 0 11 19
NE 50t St fo NE 52 St 3 0 0 0 0 0 1b 0 1 5 0.9
NE 52nd St to 471 Ave NE 1 0. 0. .0 .0 - 0 2b 3e 0 6 1.1
47h Ave NE {o Princeton Ave NE 1 g 0 ] 0 0 1 1¢e 2 11 . 19
Princeton Ave NE to 50% Ave NE 2 . 0. 0- 0 O 1 0 0 3 05 |. .-
NE 550 St to NE Windermere Rd 2 0. 0 0 -2~0 0 0 1/ 0 4 0.7
NE Windermere Rd to NE 58 St 0 1 6 0 0o o0 0 0 0 1 02
NE 60t St to NE 615t St 1 0 0 0 0 0 0 14 0 3+ 05
| NEG1St o NE 6295t 10 0 0. 0. 400 0 0 0 buaoe2b
1 NE 634 St to NEB4th St 1 0 0 U RN | NS | ISR ¢ Rk 1 NET N RN SUPRE R I N TR
NE 64" St to NE 65% St 0 1 0 0 0. 0 0. 292 015 08|
NE 85% St to NE 70m 8t . ' 2 1 0 0 0 g 0 -3 0| . & 114
NE 70t St to NE 744 5t 3 1 1 1 0 0 1011 0 1 - R W B E
NE 740 St to NE 75t St 3 0 0 1 2 0 0 1 1 8 14 T
NE 751 St to NE%T;T"? St 0 0 0 0 0 0 1 1° 0 2 04§ . ¢
NE 77 Stto NOAA Dr o 0 o0 0 0 0 0 1¢1 0 2 a4l
NOAA Dr to Inverness Dr 1 1 0 0 1 0 1 d4e 2 10 1.8 s L
Inverness Drto NE 90t P 0 1 0 0 0 0 0 0 0 1 02 |
NE 90% Pl to Matthews S Ave 1 0 0 0 0 0 0 0 0 1 2-1+
Matthews Pl to NE 93 St 1 0 0 0 0 0 1 0 0 2 0.4
NE 931 St to Matthews N Ave 3 1 0 0 0 0 0 (E 0 5 09’
Matthews N Ave to NE 954 St 1 0 0 0 0 0 0 1¢ 0 2 0.4

Source: City of Seattle Department of Transportation, August 2007

a  'Other’ collisions includes vehicles making ilfegal maneuvers, vehiclkes overturning or spun out, damage fo a parked
vehicle nof related to another vehicte or no diagram included with collision repor.

b Based on collision diagram report, noted collisions occurred as a result of a parking maneuver.

¢ Footnoted collisions involve objects off the roadway. All other ‘Object’ collisions involve objects in the roadway which
includes curbs and median-barriers.

d  This roadway segment is adjacent to a retail area with en-street parking. Based on colfision diagram report, it is likely that
four of the six side swipe colfisions were the result of vehicles pulling out from an on-street parking space info fraffic,

There were two fatal collisions along the corridor during the study period: one at the intersection of
40™ Avenue NE and one at the intersection of NE 60" Street. Both fatal collisions involved left-
turning vehicles. There were aiso 8 pedestrian collisions in the corridor; 6 of these occurred at sig-
nalized intersections. There were many collisions that involved vehicles hitting objects off of the
roadway. Although no contributing causes were indicated in the accident records, this can be an
indicator of collisions related to speed.
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Unsignalized intersections with an average of five or more collisions per year and signalized inter-
sections with an average of 10 or more collisions per year are considered high accident locations by
the City of Seattle. None of the intersections along this corridor would meet the threshold.

The only concentration in the type of accident, which could relate to a safety issue, was the number of
right-angle collisions at the intersection of Sand Point Way NE/NE 50™ Street. This intersection is
located just north of the signal at Children’s Hospltal Some motorists cross through the signal queue
area to reach NE 50" Street.

2.7. Community Improvement Requests

The City of Seattle’s Northeast District Council has made several recent requests for pedestrian
improvements along Sand Point Way. Two of these have been reviewed for potential Neighborhood
Street Fund (NSF) and Cumulative Reserve Fund (CRF). grants The unprovement requests are surmma-
rized below.

 SandPoint Way NE between 45th Avenue NE and 47" Avenue NE. The neighbor-
" hood requested asphalt walkways on the east side of the stréet under the NSF “small” "
" project fund. This request was approved; however, given the relatlvely high cost of the _
project, the funding will be applied to walkway nnprovements on the west side of Sand
Point Way between Princeton Avenue NE and about 50" Avenue NE. This prcuect is
expected to be completed in 2008.

. Sand,Pomt Way & NE 52nd Street. The neighborhood has requested that a pedestrian L,
sigiial érid marked crosswalk be installed at this location, along with better definition of )
the COTTIETS where pedestrians wait to cross. This request was made because of the speed ©
of traffic on Sand Point Way as well as the obscured sight lines due to the horizontal
curve to the north. This grant request cannot be approved until the location meets signal
warrant$, Further details about signal warrants are provided in Section 3.2.

SDOT has been granied funding on another project as part of the Transportation Improvement Board
(TIB) Sidewalk Program. This project would construct a 6-foot wide sidewalk and a 5-foot wide
planting strip along the west side of Sand Point Way NE from 40" Avenue NE northward approxi-
mately 380 feet to match the existing sidewalk. The project will be completed in 2008. A separate
TIB application to construct new sidewalk south of 40" Avenue NE was unsuccessful.

Expansion is underway at the Center for Spiritual Living (CSL) located on the west side of Sand
Point Way at NE Windermere Road. As part of this project, CSL will be constructing about 1,200 feet
of sidewalk along its frontage, which extends from about 500 feet south of NE Windermere Road

- north to the Federal Archives property line. - -—— -+~ e e R
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3. PEDESTRIAN NEEDS

The Sand Point Way corridor has many segments where enhanced pedestrian facilities are needed.
Ideally, continuous sidewalks would be constructed along the entire Sand Point Way Corridor; a goal
supported by the Northeast District Council. However, due to limited funding resources, improvements
should be focused first in locations where the existing edge has less than four feet of walkway width,
which is the minimum ADA standard. In addition, there are several locations where pedestrian crossings
and transit facilities could be improved. The following sections identify the highest priority sidewalk and
shoulder needs in the corridor, and evaluate pedestrian crossing improvements. It also describes potential
transit stop enhancements that King County Metro’is evaluating separately. Chapter 4 later in this report
presents the improvement recormnendatlons to address these pedestnan needs

3.1. Sidewalks and\ShOqu_'c'Iers

There are many sections of Sand Point Way NE that have no sidewalk or shoulder to accommodate
pedesirians, or where the existing shoulder is impassable because of parked vehicles or debris. The

. edge-conditions were previously described in Table 1. The foIIowmg lists all of the locatlons where
there i3 no passable pedestrian walkway. : R

. East side of Sand P'o;gtwg'i

« NE 50" Stfeeltito 47#’. Avenue NE. The southern part of this segment has a sloped
shoulder area that is-sometimes blocked by parked cars. The northern part has no
shoulder and pe'desttians walk through un-mowed grass along the edge.

e NE 74" Street to about 100 feet north — Parked cars frequently block the existing
gravel shoulder

s Inverness Drive NE to NE 93™ Street — The shoulder is often blocked by parked cars.
Consider improvements on the west side of the street where there are fewer adjacent
land vses and driveways.

West side of Sand Point Way

o 40™ Avenue NE to 41* Avenue NE — No sidewalk or shoulder in this location, and
pedestrians walk on grass. This project has received TIB funding and is in the design
phase.

¢ Princeton Avenue NE to NE Windermere Road — Very narrow gravel/un-mowed
grass edge. A walkway between Princeton Avenue NE and 50" Avenue NE is pro-
_ posed to be constructed in 2008 as part the City’s NSF program. In addition, the
~ Center for Spiritual Living will be constructing new sidewalk along its frontage,
which extends about 500 feet south of NE Windermere Road.

» NE Windermere Road to NE 65® Street - The shoulder is 2.5 to 3-feet wide with
ditch at back of pavement. The Center of Spiritual Living will be constructing side-
walk along a portion of this section, extending north from NE Windermere Road to

its north property line.

o  Approximately NE 66™ Street to Children’s Hospital office — No sidewalk or shoul-
der in this location. Pedestrians walk on mowed grass.
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s NE 70™ Street to NE 74 Street - No sidewalk or shoulder in this location.
Pedestrians walk on un-mowed grass.

o NE 74" Street to NE 77% Street — Variable walking edge in this location with
portions of narrow gravel/grass walkway.

¢ Inverness Drive NE to Matthews Avenue — The paved shoulder in this area has been
narrowed in some locations to less than two feet by dirt and weeds that have accu-
mulated on the shoulder. Consider major maintenance along the east side of the street
to reclaim the shoulder and remove shrubs and brush from encroaching into the
walking area. Parking restrictions would be needed to maintain an adequate walkway
width for pedestrians. ‘

In the long, straight section of Sand Point Way NE between NE Wmdennere Road and NE 65
Street, the shoulder on the west side of the roadway is less-than 3 feet wide. The Center for Spiritual
Living will construct new sidewalk along about 700 feet of this segment, extending from NE Win-
dermere Road to the site’s north property line with the Federal Archives. For the remaining sectior, it
may be possible to create a wider shoulder by narrowing the travel lanes. In the southbound direction,

-+ the existing-driving width between the fog:lines is 22 to 22.5 feet wide, If the lanescould be: farrowed

" to 10 feet, then the shoulder could be widened to 4.5 to 5-feet in width. There are few pedesman dés- -

tinations on the west side of the roadway; the majority of the frontage is adjacent to the National . -

- Archives Building, which has limited access.options. Most pedestrians in this area are transit riders

~crosswalk at the NOAA- driveway crosses three traffic lanes (one lane-in-each direction plus theleft- — - -

that come from residential arcas on the.east side of Sand Point Way. Therefore, this interim measure
may be sufficient to accommmodate pedestrian activity on this side of the roadway.

3.2. Pedestrian Crossi ngs

Pedestrians may legally cross a street'"éit"ev‘ery intersection, unless signage specifically prohibits a cross-
ing. At signalized intersections, crosswalks are typically marked on all legs of an intersection unless
pedestrian safety or traffic operatlons would be adversely affected by such a crossing. At unsignalized
intersections, pedestrian crossings are still legal even if no marked crosswalk exists. Sometimes, a
crosswalk will be marked to indicate a preferred crossing location, with consideration of such factors as
the pedestrian volume, lighting, sight lines between motorists and pedestrians, and turning conflicts with
vehicles. Providing a marked crosswalk does not necessarily improve pedestrian safety. This section
describes guidelines used by the City of Seattle to evaluate various crossing treatments.

Unsignalized Crossings

There are two marked unsignalized pedestrian crossing locations on Sand Point Way at pedestrian
activity centers: at NE NOAA Drive and NE 93™ Street near Matthews Beach Park. The marked

turn lane to access NOAA) and has an overhead pedestrian crosswalk warning sign. The marked
crosswalk near Matthews Beach crosses two traffic lanes (one lane in each direction). The volume of -
traffic at these crossings is about 12,000 vehicles per day, and the speed limit is 30 mph. The Seattle
Department of Transportation guidelines for crosswalks are outline in Directors Rule 04-01.' These

! Seattle Department of Transportation, Director’s Rule 04-01. Instailation Criteria & Procedures for Responding to
Reguests for Safety Improvements regarding: Marked Pedestrian Crosswalks; General Traffic Conitrol Signals; Pedestrian
Traffic Signals; Pedestrian Traffic Signals for the Disabled or Senior Citizens; and Pedestrian Traffic Signals to
Aeccommodate School Crossings. Effective December 31, 2004,
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guidelines describe many types of treatments that can be used to help pedestrians safely cross streets.
These include (but are not limited to):
*  Providing raised medians on mulfi-lane roads;

e Installing traffic signals (or pedestrian signals) where warranted or where serious
pedestrian crossing problems exist;

» Reducing the effective street crossing distance for pedestrians by providing curb
extensions or raised pedestrian islands or reducing four-lane undivided road sections
to two through lanes with left-turn pockets with sidewalks;

o Providing adequate nighttime lighting for pedestrians; -
¢ Redesigning intersections and driveways with refuge_'islénds and tighter turn radii;

@ o Using innovative signs, signéls and 'markings.

* One crossmg treatment is the marked pedestnan crosswalk The Directot’s Rule establishes gu1de-

) ,lmes for Where crosswalks could be dehneated to show the preferred pedestrian crossing path. As

noted above pedestnans may. legally cross at uns1gna11zed intersections, even where no marked

A _crosswalks exist.

Factors that affect the safety of a marked crosswa]k mclude the pedestrian volume, vehicle speed gaps in
traffic, sight distance both for the pedestnan and motorist, illumination, and the needs of special popula-
tions (e.g., seniors or children). The number. of ianes that must be crossed also affects safety. The Direc-
tor’s Rule cutlines “Guidelines for mstalhng marked crosswalks at non-signalized intersections™ based
on the number of lanes, volumes and speed hmlt These are shown on Figure 10.

ot

Figure 10. Guidelines for Installing Mékked;_,(;rqsswalks at Non-Signalized Locations

Daily Traffic Velume = 8,000 ADT 8,001 to 12,000 ADT 12,001 to 15,000 ADT »15,000 ADT

Speed Limit = 35 mph |40 mph

2 Lanes

3 Lanes

4 Lanes with Raised Median

4 Lanes with No Median

Source: Table excerpted from Seatfle Department of Transportalion (SDOT) Drrecto.r’s Rufe 04-01

ADT = Average daily traffic
Note: Where speed limit exceeds 40 mph, marked crosswalks alone should never be used,

_.Key: . VN . e

| Candidate for a marked crosswalk. Marked crosswalks, if installed, must be instafled carefully and selectively, Complete
engineering evaluation prior fo installing marked crosswalk.

May or may not be a good candidate for & marked crosswaik. Complete engineering eveluation prior to installing marked

crosswalk,
Usually not & good candidate for & marked crosswalk (unless used in combination with other freafments). Complete

enginesring evaluation prior fo installing marked crosswalk.
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The average daily traffic (ADT) on Sand Point Way ranges from about 25,000 vehicles per day south
of NE 45" Street and declines to about 11,700 ADT south of NE 95® Street. Just south of NE 65™
Street, the ADT is about 16,800 vehicles per day. The speed limit on the corridor changes from 35
mph south of NE Windermere Road, 40 mph between NE Windermere Road and NE 74™ Street, and
30 mph north of NE 74" Street. Based on the lane, volume, and speed criteria described above, un-
signalized marked crosswalks should not be considered at the south end of the corridor, but could be
considered north of NE 74" Street. The crosswalk near Matthews Beach has a traffic volume of less
than 12,000 vehicles per day, crosses two lanes of traffic, and the speed limit is 30 mph. This rates as
a “Candidate” location. The crosswalk at NOAA has the same traffic volume (about 12,000 vehicles
per day) and speed (30 mph) and crosses three lanes of traffic. This also rates as a “Candidate” loca-
tion. Because of this, it is recommended that these marked crosswalks remain. '

Redevelopment at the north end of Magnuson Park could increase pedestrian activity in the area. .
Biiilding 67, which is located near Sand Point Way at about NE 77" Street, is being remodeled to.. ... . .
accommodate the Mountaineers. Increased recreational and pbtentlal commercial uses are being dis-
cussed in future plans to redevelop buildings in the north waterfront area. These uses could increase -
pedestrian crossings of Sand Point Way at NE 77 Street which is the primary connection between

. the Burke-Gilman Trail and the north end of the pa.rk For this reason, SDOT should monitor pedes- -. . |
trian act1v1ty in this area -and. detennme ifa ma.rked crosswa.lk should be installed at NE 77 Street: ..« e o
This location would be a “Candadate” location based on the road’s lane conﬁguratlon traffic volumes g
and speed limit.

No other marked, unsignalized crosswalks are reconimended for the corridor. South of NE 77% Street,
there are signalized intersections with pedestrian crossings at NE 74" Street, NE 70™ Street, and NE
65™ Street. Althongh the gaps between these locatxons are long, the east side of the street is bounded
by a chain-link fence that prevents direct access to Magnuson Park except at those key crossing loca-
tions. Transit stops are also consolidated to those signalized crossing locations. Therefore, there is no
reason a pedestrian would need to cross the street between these intersections. South of NE 65%
Street, the roadway widens to five lanes and the traffic vqume increases to over 15,000 vehicles per
day. This configuration and speed are rated as “Not Good Candidate” for an unsignalized crosswalk.

The City of Seattle is just commencing its Pedestrian Master Plan, which may recommend other
crossing treatments/technologies that SDOT could consider along the corridor, particularly for multi-
lane ¢crossings. SDOT should continue to monitor potential crossing locations as new treatments and
technologies become available.

Signalized Crossings

South of NE 65™ Street, the lane configuration, speed limits, and traffic volumes make unsignalized

crosswalks undesirable. Therefore, the potential to install a signalized pedestrian crossing was evalu-

. ated for several locations: at 40™ Avenue NE; NE 52" Street, and in the sections between NE -~ =~~~ — — . — —
Windermere Road and NE 65 Street.

Before SDOT and WSDOT would install a signal, it must meet one or more minimum criteria that are
defined as traffic signal warrants by the Manual on Uniform Traffic Control Devices (MUTCD).2
These warrants account for traffic conditions, pedestrian characteristics, and physical characteristics
of a potential signal location to determine whether installation of a traffic signal is justified. Pedes-
trian -oniy signals are reviewed against the criteria in Warrant 4; Pedestrian Volumes. The pedestrian

% Federal Highway Administration, 2003 Edition.
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volume signal warrant is intended for application where the traffic volume on a major street is so
heavy that pedestrians experience excessive delay in crossing the major street. This warrant is satis-
fied when the minimum pedestrian volume exceeds 100 pedestrians per hour and there are insufficient
gaps in traffic to cross the street. Several other guidelines are provided.

The City of Seattle developed a supplemental rule for pedestrian signal warrants to address conditions
where the crossing volume does not reach the thresholds prescribed by the MUTCD, yet the through
street volumes are so high that there are very limited available gaps for pedestrians to safely cross a
street. (Director’s Rule 2004-01, Seattle Transportation Department, SMC 11.16.340(N); 3.12.020)
The first case is based on curves published on a graph. There are four criteria for the second case:

1. 500 vehicles per hour on the main street for 8 hours

2. Less than 30 adequate gaps in ¥z hour

. 3. At least 300 feet between new signal location to an ex1st1ng s1gna1
4 Serves a pedestrian transportation facility :

Although a signal could make it easier for a pedestrian to crpss a street, traffic signals can also create =

safety issues if installed at inappropriate locations. Traffic 51gnals can increase the occurrence of

o some types.of colhsmns particularly. rear-end collisions.. Also if the signal does not change often

enouigh, as in the case where pedestrian volumes. are low, motonsts miay not be accustomed to having
1o stop at the signal when it does turn red. It is for these reasons that traffic signals should not be
installed unless justified. ‘

None of the locations reviewed would have pedestrian vqumes that are high enough to justify a
pedestrian-only signal. At 40™ Avenue NE, for example, two recent-traffic counts determined that
fewer than 10 pedestrians per hour crossed Sand Point Way.:Pedestrian volumes at NE 52™ Street and
north of NE Windermere Road would be well under the 100 pedestrians required to meet the traffic
signal warrant. It is also noted that Sand Point Way south of'NE 65" Street is part of the state high-
way system, and any traffic control changes will require WSDOT: approval.

Vehicular traffic at 40™ Avenue NE is high enough to justify a full traffic signal at this intersection,
which would control both traffic and pedestrian crossings. The north-to-south crossing distances will

~ be longer than at a typical 90-degree intersection because 40" Avenue NE intersects Sand Point Way

at a skewed angle. For this reason, it may not be possible to provide crosswalks on all legs of the
intersection. The majority of turning vehicles at the intersection are right turns from southbound 40™
Avenue NE and the return left turn to northbound 40" Avenue NE and so most vehicular conflict
would occur at a crosswalk of Sand Point Way across the southwest leg of the intersection. If a
crosswalk across Sand Point Way were only located on the northeast side of the intersection, pedes-
trian crossings may be able to overlap with the signalized right and left turn movements {similar to
the crossing at Montlake Boulevard/Pacific Street).

" “One othér location where crossing improvements should be considered along the east side of Sand =~

Point Way across NE 74™ Street, the main access to Magnuson Park. There are three concrete islands
on the NE 74™ Street leg to this intersection that impede north-south pedestrian crossings. The islands
could be modified to include pedestrian ramps as well as a marked crosswalk to improve the pedes-
trian access at this location.

NOAA has requested that SDOT review the need for a traffic s1gna1 at its access driveway on Sand
Point Way Traffic volume counts have been performed at the driveway to determine if the traffic
volumes would meet the minimum requirements of the MUTCD signal warrants. As of November
2007, the results of this analysis had not been complete. If a traffic signal is warranted at this location,
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it could have secondary benefits to pedestrian traffic in the area. A signal would have actuated pedes-
trian crossings, which would eliminate the existing unsignalized crosswalk at this driveway.

3.3. Transit Stop Consolidation and Relocation

King County Metro is evaluating transit stop enhancements and changes along Sand Point Way.
These could include stop consolidation, which is aimed at improving the speed and reliability of trans
sit routes, as well as ADA and shelter enhancements at stops. As previcusly discussed, almost all of
.. the shelters along Sand Point Way are located on the west side of the street because that is where
"riders wait to catch “inbound” buses to downtown and other destinations. The only transit shelter for
outbound (northbound) routes is located at Children’s Hospital. : -

Improvements that King ‘(_l'ounty' Metro could consider include:

e Consolidating the closely-spaced stops located between Ivanhoe Place NE (50™
.Avenue NE) and Princeton Avenue NE, and adding a shelier for inbound riders.
‘Because one. of the bus routes turns onto Pnnceton Avenue NE, the stops cannot be

‘"consohdated onto the far (south) side of this street. However Metro could consider
'an 1mpr0ved stop north of Princeton Avenue NE once the proposed walkway proj ject
there is complete.. L

o Ifridership warrants, install a shelter at one mbound stop at the north end of the: .
corridor (north of Inverness Drive NE). -

* Install a shelter at one or more outbound stop at north end of corridor. Possible candi-
dates might include the stop near the Children’s Hospltal Office Building (at NE 70"
Street) and NOAA where outbound ridership may be h1gher than at other locations.

s Make ADA improvements at transit stops, as needed.

3.4. Vehicle Speed Reduction. (Traffic Calming)

The speed data in the corridor indicates 85"-percentile speeds up to 43
mph in the sections where the posted speed is 40 mph. North of NE 74"
Street, where the speed decreases to 30 mph, the speed stays high with
85 percentile speeds ranging from 37 to 39 mph. The accident analysis
disclosed that there were 24 collisions in the 5.7-year analysis period
that struck objects off of the roadway. Although no contributing cange
was listed with the acc1dent data these types of colhswns can relate to
-Speed ———e e e e - —_— -_———— -

There are two marked unsignalized crosswalks at the north end of the
corridor where pedestrian safety would be enhanced with lower vehicle
speeds. The posted speed limit in this section is 30 mph, but 93% of the
motorists were observed exceeding this speed. Radar speed signs could
be considered in this section of the corridor as a traffic calming measure.
These signs detect and post a motorist’s actual speed along with the
posted speed limit (see example at right). Signs located south of NE 77%
Street for northbound traffic and south of NE 95 Street for southbound
traffic could be considered.

h@ffron -24 - December 28, 2007
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Sand Point Way is one of only two arterials (excluding Interstate 5) north of the Ship Canal that has a
posted speed limit of 40 mph or higher. On Aurora Avenue N, the posted speed limit is 40 mph on the
section between the Aurora Bridge and Green Lake, and north of N 115® Street. Each of these arterials is
designated as a State Route (Aurora is SR 99, and Sand Point Way south of NE 65" Street is SR 513).
All other arterials in Seattle north of the Ship Canal have a designated speed limit of 35 mph or less.

The 40 mph speed limit may not be appropriate for Sand Point Way. The speed limit changes from 35
mph to 40 mph at NE Windermere Road even though neither the adjacent land uses nor roadway con-
figuration change at this location. In addition, the left turn lanes in both sections are located at breaks ..
in the center landscape median. The left turn refuge areas are too short to provide the standard decel-.
eration needed for a high-speed arterial. There are also many side street intersections and driveways - -

on the east side of the roadway. North of NE 65™ Street, there is no left turn lane, and turns to adja- _
cent residential developments and at the signal at NE 70" Street occur from the inside through lane. -
Finally, the section between NE 65" Street and NE 74™ Street is adjacent to'a park which attracts

many pedestrians. This park chd not exist (it was the Naval Air Station) When the speed limit was

original set on this roadway. - .

‘Because Sand Point Way south 6f NE: 65”‘ Street is part of the state hlghway, any changes in the posted. -
speed limit will require approval from the Washington State Department of Transportatlon (WSDOT).
WSDOT’s policy related to setting the speed limit is described on the WSDOT website’. It states:

State law (RCW 46.61.400) sets Washington’s basic speed law and the maximum
speed limits for state highways county roads, and city streets. The statute also
authorizes agencies to raise or lower these maximum speed hm:ts when supported
by an engineering and traffic mvesﬂgatfon L

Speed limits reﬂectmg the speed most motorists naturaily drrve are sélected in part

by determining the “g5" -percentile speed” (the speed that 85 out of 100 vehicles

travel at or below). This method is based on the principle that réasonable drivers will
. consider roadway and roadside conditions when selecting travel speeds.

When setting speed limits, engineers also consider other faciors like:
e Roadway chafécteriéﬁc;s, ghbﬁfder condition, grade, alignment, and sight
distance
» Roadside development and lighting
s Parking pracfices, e.g., angle parking, and pedesirian and bicycle activity
» Collision rates and traffic volume trends
=  Right lane/entering traffic confiicts (for freeways)

The range of travel speeds is reduced when speed limits are sef near the 85”’
~ percentile speed and adjusted for the other influencing factors.

Although the 85th—percenfile speeds are near the 40 mph speed limit, the other roadway, land use.and
pedestrian activities described above should also be considered when evaluating the speed limit on
this roadway. In addition, the current speed limit changes three times through this corridor—from 35
mph at the south to 40 mph in the middie to 30 mph at the north. Reducing the 40 mph speed limit to
35 mph would provide more consistency throughout the corridor. Such a reduction may also help

} WSDOT’s website at: http://www.wsdot.wa.gov/biz/trafficoperations/traffic/limits.htrm.
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Sand Point Way Pedestrian Study

reduce the differential between driving speed and posted speed that is now experienced at the north
end of the corridor.

For all of these reasons, Heffron Transportation recommends that SDOT work with WSDOT to re-
duce the speed limit from 40 mph to 35 mph. The City should also consider the use of radar speed
signs in the section between Windermere Road and NE 65™ Street to encourage compliance with the
new speed limit,

It is recognized that a change in the posted speed limit, in and of itself, does not necessarily have any
substantial affect on the speed that motorists will drive. Given this, and considering the overall design
of the street, adjacent land uses, and the documented collision history and vehicle speeds throughout
the corridor, additional changes in the posted speed limit are not recommended.

4. RECOMMENDED IIVIPROVEMENTS

The Sand Pomt Way corridor has many segments - where enhanced pedestrian fa0111tles are needed.

o Ideally, the entire corridor would-be reconstructed w1ﬂ1 s1dewa1ks ‘but due to 11m1ted funding resourees, 3

improvements should be focused first in locations where the existing eédge has less than four feet of
walkway width, which is the minimum ADA standard. In additicon, there are several locations where
pedestrian crossings and transit facilities could be improved. Heffron Transportation recommends:the

following pedestrian improvements for Sand Point Way NE. (The numbers do not indicate a priority for

these recommendations.) The recommended improvements are illustrated on Figure 11.

I. Install sidewalks, walkways, or improve the shoulder for pedestrians in the areas where pass-
able walkways do not exist. These locations were previously listed in Table 1 and include:

East side of Sand Point Way

» NE 50" Street to 47™ Avenue NE (about 1,800 feet).
o NE 74" Street to about 100 feet north. | .

West side of Sand Point Way

o 40™ Avenue NE to 41% Avenue NE (about 380 feet).

¢ Princeton Avenue NE to the Center for Spiritual Living (CSL) south property line
{new sidewalk is to be constructed along the CSL frontage). (about 800 feet).

. »__ CSL south property line to NE 65™ Street. Consider narrowing the southbound driv- _ ..

ing lanes to create a wider shoulder. This would require approval by WSDOT.
. Approximately NE 66" Street to Children’s Hospital office (about 390 feet).
e NE 70" Street to NE 74" Street (about 1,000 feet).

o Private drive at Fairview Estates (approximately NE 80" Street) to Matthews Ave-
nue. Reclaim the existing 6-foot shoulder by removing mud, grass and debris that has
accumulated along the edge of the roadway (about 3,800 feet).
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Prohibit parking on the west side of Sand Point Way between the private drive at Fairview
Estates (approximately NE 80" Street) and Matthews Avenue to maintain a passable shoulder
on one side of the street. The west side of the street is where the street lighting is located, and
there are no adjacent land uses. In addition, parking is already restricted on the west side of
Sand Point Way at most other locations throughout the corridor. The Northeast District Coun-
cil considers this parking restriction to be of lesser priority, and the Inverness Community Club
is concerned about parking restrictions in this area since it is the only available parking when
ice and snow prevent access to that neighborhood. The City of Seattle will consult with this
community prior to any parking prohibitions being implemented.

Retain marked crosswalk at the NOAA driveway and near Matthew’s Beach.

Monitor pedestrian crossing activity at NE 77" Street in the future as redevelopment occurs at
Magnuson Park to determine if a marked crosswalk should be installed at that location.

Monitor pedestrian erossing'activ.fty in the section.of Sand Point Way between NE 65" Street
and NE Windermere Road to determine if a marked crosswalk would be warranted. This sec-

_ tion could be a candidate for future crossing treatments and technologles that may be devel-

oped as part of the City’s pending. Pedestrzan Master Plan

Reduce the speed limit in the segment between NE Windermere Road and NE 74'1‘ Street from

40 mph to 35 mph. The segment between NE Windermere Road and NE 65" Street is part of a
state highway, and the speed limit reduction will Tequire approval by WSDOT.

Install radar speed signs north of NOAA driveway where the speed limit is 30 mph. Radar
speed signs should be considered northbound _]ust south of NE 77™ Street and southbound -
south of NE 95" Street. Consider radar speed signs in the section between NE Wmdennere
Road and NE 65™ Street after the speed limit is reduced in that section.

Install full traffic signal at Sand Point Way NE/40" Avenue NE intersection. SDOT is cur-
rently evaluating signal options for this intersection. As a state highway, the signal will require
WSDOT approval. The signal should allow for emergency pre-emption to serve the future fire
station that will be located on 40 Avenue NE at NE 55" Street.

Install a pedestrian-only signal, if and when warranted, at Sand Point Way NE and NE 52™
Street. This location could be a candidate for future crossing treatments and technologies that
may be reviewed as part of the City’s pending Pedestrian Master Plan.

Improve the pedestrian crossing across the east leg of the Sand Point Way NE/NE 74% Street
intersection (the main gate to Magnuson Park). Modify the existing concrete islands to create
pedestrian ramps and a marked crosswalk across the east leg of this intersection.

Work w1th ng County Metro to improve transit stops a.nd shelter fac111t1es along the comdor

Continue to maintain landscaping in the center median along Sand Point Way emphasizing the
sight lines at the ends of the medians for both turning motorists and pedestrians.
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APPENDIX A

Table A. Transit Schedule along Sand Point Way Corridor Study Area

Sand Point Way Pedestrian Study

Route

Service Area

Service Hours

Headways
(time between buses)

74
Weekday

NOAA Campus, Hawthorne Hills, Ravenna, University District,

Wallingford, Fremont, Queen Anne Hill, Seattle Center

Magnuson Park Entrance, Hawthome Hills, Ravenna,
University District, Wallmgford Fremont, Queen Anne H|]I,
Seattle Center :

Magnuson Park Campus, Hawthome Hllls Ravenna, .
University District

Peak Hour Express: NOAA Campus, Hawthome Hills, '
Ravenna, University District, Downtown Seafle

515 AM. to 615 P.M.

7:00 P.M. to 10:30 P.M.

. 11:00 pM. 1o 1:30 AM.

5:00 AM. fo 7:45 A
2:45PM. to 6:30 .M,

30-minute

30-minute

30 to 60-minute

15 to 30-minute
15 to 30-minute

74

- Saturday

Magnuson Park Campus, Hawthome Hills, Ravenna
University District

Magnuson Park Entrance, Hawthome Hills, Ravenna,
University District, Wallingford, Fremant, Queen Anne Hill,
Seatlle Center

- 530AM to1 OUAM. .
e o 30-minute.

8: OOAM 709 OOF M.
(Route-extends beyond
U-District for this time)

30-minute

30-minute

4
Sunday

Magnuson Park Campus, Hawthorne Hills, Ravenna,
University District

Magnuson Park Entrance, Hawthorne Hills, Ravenna,
University District, Wallingford, Fremont, Queen Anne Hill,
Seattle Center

6:15 AM. fo 1:00 AM.

11:00 AM. TO 8:30 P.M.
{Route extends beyond
U-District for this time)

30-minute
30-minute

30-minute

758
Weekday

[Ballard, Loyal Heights, Crown Hill,] ® Northgate Transit
Center, Lake City, View Ridge, University District

5:15 aAM. to 9:00 AM.
9:00 AM. to 2:30 P.M,
300P.M. to6:30P.M.
7:00P M. to 12:00 AM.

10 to 20-minute
30-minute
10 to 20-minute
30-minute

75
Saturday

Northgate Transit Center, Lake City View Ridge, University
District

Ballard, Loyal Heights, Crown Hill, Northgate Transit Center,

Lake City, View Ridge, Sand Point Way , University District

6:00 AM. fo 8:30 AM.

8:30 AM. 10 5:30P.M.
6:00 P.Mm. to 8:30 P.M.
8:45pM.t011:45P.M.

30-minute

30-minute
20 to 40-minute
£0-minute

75
Sunday

Northgate Transit Center, Lake City View Ridge, University
District

[Baliard, Loyal Heights, Crown Hill,] ® Northgate Transit

" Center, Lake City, View Ridge, Sand Point Way, University

District

6:15 AM. to &:30 AM.

8:30AM to7:30PM.

T730pMto11:30emM.

" B0-minute”

30-minute

30-minute

Source: King Cotinfy Metro Transit Website, October 2007,
Note:  Service Hours are rounded to the nearest 15 minutes. Exact fimes are avaflabie on Route TimeTables located on
the King Counly Metro Transit website.
a This route serves Whitman Middle School, Nathan Hafe High School, and the University of Washington. Additional
service is provided on this route when schools are in session,
b. Origin/Destination of this route varies during the AM and PM peak hours and the evening/nighttime hours. Approxi-
mately half of the frips originate from/confinue to Ballard. The remaining trips originate or confinue to Northgate
Transit Center or Lake Gity Way. During the mid-day hours all trips originate from or continue to Ballard,
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ncl_“ Director’'s Rule 4-99

Applicant: ' R Page Supersedes:
1 0f20 DR 4-95
City of Seattle
Department of Design, Consiructlon and ‘ Publication: Effective:
LandUse o 12/2/99 1/3/2000
Subject: .‘ . ‘ ‘ | Code and Section Reference:
SMC 23.52
Transportation - .7 | " Type of Rule:
COHCUTTGUCY Proj th , Code Interpretatlon

Review System

Ordinance Authority:
3.060.040 SMC
Index: ‘ Approved Date
Land Use Code ™
Technical R.F. Krochalis 12/21/99

Section 1 Intreduction

The Washington State Growth Management Act, Revised Code of Washington, Section
36.70A.070, requires counties and cities to include transportation level of service (LOS)
standards in their Comprehensive Plans and to enact an ordinance implementing these LOS

~ standards. Seattle’s Comprehenslve Plan, adopted on July 25, 1994, includes the LOS

standards for the City, and City Ordinance #117383, creating a new Land Use Code Chapter
23.52, Transportation Concurrency Project Review System, effective on April 3, 1995, was
adopted to implement those standards. '

This Director’s Rule amplifies the Land Use Code regulations in Chapter 23.52 to assist in
administration of the ordinance and updates level of service screenline data based on 1997
traffic counts (see Attachment C).

City of Seattle Department of Design, Construction and Land Use R.F. Krochalis, Director
710 2™ Avenue, Suite 700, Seattle, WA 98104-1703
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Transportation Concurrency DCLU Director’s Rule 4-99
Page 2 of 24

Section 2 Transportation Concurrency and Comprehensive Plan LOS Policies

Transportation concurrency can be defined as either: a) having adequate facilities and services,

~ as measured by LOS standards for arterials and transit routes adopted in the comprehensive

2030
Forrges! Yeer

—

plan, available when the impacts of development occur; or b} ensuring that commitments are in
place to complete the facilities and services within six years.

Transportation LOS standards indicate the acceptable balance between the demand for use of
the arterial and transit systems and the capacity of the transportation system. Total capacity is
based not only on the facilities curently in existence, but on known future projects. LOS
standards are one method of measuring the impacts of growth and change on the transportation

.- system, and providing predictability for both the public and private:sectors regarding current and .

anticipated operating characteristics of the transportation system.

The proposed transportation cohcurrency project review system implements Seattle’s adopted -
Comprehensive Plan Policies T21 and T22.

Transportation Element Policy T21 - Arterial Level-of-Service: Define arterial
LOS to be the volume-to-capacity ratio (v/c) at designated screenlines, each of which
encompasses one or more arterials (Attachment A). Measure p.m. peak hour
directional traffic volumes on the arterials crossing each screenline to calculate the
screenline LOS. To judge the performance of the arterial system, compare the
calenlated LOS for each screenline with the LOS standard for that screenline
(Attachment B).

Transportation Element Policy T22 - Transit Level-of-Service: Define transit
LOS to be the volume-to-capacity ratio (v/c) at designated screenlines, each of which
encompasses one or more arterials, on some of which transit operates (Attachment A).
Measure p.m. peak hour directional traffic volumes on the arterials crossing each
screenline to calculate the screenline LOS. To judge the performance of the transit
system, compare the calculated LOS for each screenline with the LOS standard for that
" screenline (AttachmentB).” " 0 T m T
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Transportation Concurrency DCLU Director’s Rule 4-99
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transportation concurrency project review (Attachment C: Leve! of Service - 1997).

A screenline is an imaginary line drawn across several arterials at a particular place. The vic
ratio 1s the ratio of the sum of p.m. peak hour volumes on arterials crossing a
screenline to the sum of the p. m. peak hour capacities of the arterials crossing the screenline.

C@\eac\‘\‘d - V.o 7

ey

Section 3 Transportation Concurrency Project Review System

-Seattle’s Land Use Code Chapter 23.52, Transportation Concurrency Project Review -~ e

System, provides the regulatory authority to conduct transportation concwrency review forall - -
projects that are subject to SEPA environmental review. From the Comprehensive Plan,

Chapter 23.52 contains the City’s screenline map (Attachment A). and Transportation
Concurrency LOS standards (Attachment B) for the screenlines. Before a development project
is approved, Transportation Concurrency LOS standards must be met like any other Land Use
Code development standard. Chapter. 23.52 also includes the basis for project approval, denial
or development of remedial strategies to avoid denial. '

Transportation concurrency review.for a proposed project will be integrated into the Master
Use Permit (MUP) review process. Transportation conciurency review will be conducted early
in the MUP process. Future renewal or revision of an approved MUP would require a new
transportation concurrency project review.

To keep the Transportation Concurrency Project Review System up to date, the City will
conduct annual traffic counts along all screenlines. These counts will be taken during the p.m.
peak hour, in each direction, along each arterial encompassed by a screenline. The counts will
be summed for each screenline in each direction, and this information will be updated and
revised annually. These annual traffic counts will be used by applicants and DCLU to conduct

This annual traffic count will ensure the cumulative transportation mmpacts of small developments
are taken into account, even if they are categorically exempt from SEPA, and therefore exempt
from Seattle’s Transportation Concurrency Project Review System. Once a small, exempt
development project is completed, the fraffic it generates will be captured in the City’s annual
traffic counts. Thus the decision whether adequate transportation facilities exist to support
fiture new development will be based on an accounting of all existing development, including
small projects that were not subject to the Transportation Concurrency Project Review System.
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Transportation Concurrency Project Review Submittal Requirements: The following
information shall be required of an applicant to conduct transportation concurrency project
review:

1. Site location; o

2. Proposed use and densities, including number of dwelling units, and square footage
of non-residential development by type of use; and

3. Trip generation and distribution.

Determine Trip Generation and Distribution for Proposed Project: Applicants proposing

. projects subject to transportation concurrency project review are required to prepare and - i

submit trip generation and distribution information associated with their respective projects.

Trip generation is based on the proposed uses and densities, mcluding the number of dwelling
units and square footage of non-residential uses. In calculating the number of trips generated by
a development, the applicant will use the standard trip generation rates provided in the Institute
of Transportation Engineers (ITE) Manual: A copy of the ITE Manual is available for public
use at the Access and Drainage Review Information Counter at DCLU’s Permit Information
and Application Center. Instead of this approach, however, an applicant may submit a
calculation of alternative trip generation rates.for the proposed development. DCLU will review
and evaluate the altemate calculations and methodology used to determine whether such
calculations can be used rather than the ITE Manual standard trip generation rates.

Distribution of a proposed development’s trips to the street network will be based on trip
distribution tables generated from the City’s traffic forecasting model. Following the Trip
Distribution Origin and Destination Map are two tables for each of the four categories of land
use (Residential, Retail, General Office, and Manufacturing/Industrial). One table shows the
distribution of trips by land use type exiting (outbound from) the project site and traveling to
other areas in the city and region during the p.m. peak hour; the other table shows the
distribution of trips by land use type entering (inbound to} the project site from other areas of

" the city and region during the p.m. peak hour (Attachment D! Trip Distribution Origin and =~~~ =~

Destination Areas Map and Trip Distribution Tables by Land Use Type). The trips.
between the project site and other areas of the city and region will then be assigned by DCLU
to the arterial network using the most likely routes to minimize travel time and distance.

In order to'educate applicants on this new Transportation Concurrency Project Review System
and improve customer service, DCLU’s Access and Drainage Review section has been
designated to assist applicants in computing trip generation and distribution for a proposed
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project. Please visit the Access and Drainage Review Information Counter at DCLU’s Permit
Information and Application Center or call 684-5362 for more information.

Determine “Applicable Screenlines”. DCLU will determine the proposed project’s
“applicable screenlines.” The “applicable screenlines” used for transportation concurrency
review will be those screenlines (up to four) that have the hlghest number of directional trips
assigned to them from the proposed pIOJ ject. :

Calculate Volume-to-Capacity (v/c) Ratio for “Applicable Screenlines™: A proposed -
project’s trip generation and distribution will provide estimates of the additional number of trips
assigned to each “applicable screenline” by the proposed project.- These new trips will be
-added to-the volume (based on the last adopted count) for the screenline, and the v/c ratio will =
be re-caiculated as follows: :

Volume + Proposed Project’s Trips
Capacity -

Once the project’s trips are determined, the pr'of;osed uses, densities, number of dwelling units
and/or square footage associated with the Sllb] ect: proposal cannot be changed without
recalculation of trip generation. e

Transportation Concurrency Decision:

o Ifthe new v/c ratio is lower than or equal to the LOS standard for the screenline,
the proposed project will be approved.

¢ Ifthe new v/c ratio is greater than the LOS standard for the screenline, the
proposed project will either be denied or will be allowed to propose alternative
solutions (see next section).

Failure To Meet Transportation Concurrency LOS Standards: When a project fails to
meet the transportation concurrency requirement, an applicant may suggest remedial strategies
(mitigation & options fo receive approval of a project that would otherwise be denied) to
achieve transportation concurrency. DCLU will review these remedial strategies and decide
whether they are adequate to approve the proposed project.
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Section 23.52.006, Effect of Not Meeting Transportation Concurrency LOS
Standards, reads:

If a proposed use or development does not meet the LOS standards at one
or more applicable screenline(s), the proposed use or development may be
approved if the Director concludes that an improvement(s) will be completed
and/or a strategy(ies) will be implemented that will result in the proposed use or
development meeting the LOS standard(s) at all applicable screenline(s) at the
time of development, or that a financial commitment is in place to complete the
improvement(s}) and/or implement the strategy(ies) within six (6) years. Eligible

- improvements or strategies may be funded by the City, by other government
agencies, by the applicant, or by another person or entity.

Section 4.0  Definitions -

For the purposes of this Director’s Rule, the following terms are defined.

e “Applicable Screenlines” are those screeniines (up to 4) affected by a proposed project
that DCLU designates are to be reviewed as part ofithe Transportatlon Concurrency
Project Review System. B -

o “P. M. Peak Hour” is the one-hour period between 4 p m. and 6 p.m. that has the highest
traffic volume for a given screenline.

¢ “Remedial Strategies” are possible options or project mitigation that, when put into
place, would allow a proposed project to be approved under the Transportation
Concurrency Project Review System.

¢ “Screenline” is an imaginary line drawn across several arterials at a particular place where
the volume-to-capacity ratio (v/c) is calculated.

¢ “Time of Development” is the date when the building permit is issued for the project.

¢ “Transportation Concurrency” is either: a) having available adequate facilities and
services, as measured by LOS standards for arterials and transit routes adopted in the
comprehensive plan, when the impacts of development occur, or b) ensuring that
commitments are in place to complete the facilities and services within six years.
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¢ “Trip Distribution” is the determination of the geographic locations where trips generated
by a project originate and terminate. For this Transportation Concurrency Project Review
systern, distribution is estimated by the City forecasting model.

+ “Trip Generation” is the estimation of the number of trips that arrive and depart from a
proposed project. For the purposes of the Transportation Concurrency Project Review
system, estimation of the number of automobile and truck trips, out of the total number of
person trips, is required for the trip generation step. S

s " “Volume” is the number of vehicles using a street over a certain period of time. In the case
-of transportation concurrency review, volume refers to the sum of p m. peak hour volumes.
of the arterials crossing the screenline.

-~ & “Volume-to-Capacity Ratio:(v/c)” is the ratio of the sum of p.m. peak hour volumes on -
arterials crossing a screenline to the sum of the p.m. peak hour capacities of the arterials
crossing the screenline.

IMPORTANT NOTE:

THIS ON-LINE (ELECTRONIC) VERSION OF DIRECTOR’S RULE 4-99
CONTAINS ONLY PAGES 1-7.
FOR COPIES OF TI-[E REMA]NING PAGES 8-20 (ATTACHMENTS A-D)
o T " PLEASE CONTACT
THE DEPARTMENT OF DESIGN, CONSTRUCTION AND LAND USE

AT 206-684-8850.
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