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Chapter 1. Introduction

Purpose of Plan

The Transportation Master Plan is along-term functional plan that will address all forms of
transportation in Mountlake Terrace in a more detailed manner than, but consistent with, the
Comprehensive Plan. The Transportation Master Plan addresses streets, transit, walkways, and
bicycle facilities. The purpose of the Transportation Master Plan is to guide the development of
surface transportation in the City of Mountlake Terrace (City) in amanner consistent with the
City’ s adopted transportation goals, objectives, and palicies, and the overall goals of the
Comprehensive Plan. The Transportation Master Plan addresses al modes of travel and programs
that guide the City’ s transportation efforts. Based upon existing and projected future land use and
travel patterns, the Transportation Master Plan describes roadway and traffic conditions, outlines
forecasting and analysis methodol ogies, and assesses existing and future deficiencies. The
Transportation Master Plan also includes a Financial Plan that proposes projects to address
identified transportation issues and deficiencies while also considering available funding.

Plan Background

Portions of the Transportation Master Plan may be used to update the transportation element of
the City of Mountlake Terrace Comprehensive Plan, which provides the long-range vision, goals,
and policies of the community. The Comprehensive Plan includes land use, housing,
transportation, capital facilities, utilities, parks and recreation, shorelines, and economic
development elements, as well as a Capital Facilities Plan. The Transportation Element was last
updated in 2003.

The 2003 update significantly revised the Transportation Element of the original 1996
Comprehensive Plan. The Transportation Element at that time was based on an earlier plan that
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Transportation Master Plan

used a 1993 travel demand forecasting model that provided traffic projections through the year
2010. For the 9 years following 1993, no additional citywide travel demand forecasting model
was developed. In 2002, the City reviewed the current traffic conditions and found that some
areas of the City had already exceeded the previous traffic growth projections for the year 2010.
Growth factors for roadway traffic volumes were developed and used to traffic volumes for the
years 2012 and 2022.

Amendments to the Comprehensive Plan since 2003 include the adoption of a subarea plan for
the Melody Hill Neighborhood in early 2006 and the Town Center Plan in early 2007.

Regulatory Framework

The Transportation Master Plan is consistent with the transportation policies and plans adopted at
the State of Washington (State), regional, Snohomish County (County), and local levels, as
described in the following sections.

Growth Management Act

Transportation planning at the State, County and local levelsis mandated by the State of
Washington Growth Management Act (GMA) (Revised Code of Washington [RCW] 36.70A,
1990) and subsequent amendments. The GMA contains many requirements for the preparation of
the Transportation Element of a Comprehensive Plan. In addition to requiring consistency with
the Land Use Element, the GMA requires that the following components be included in the
Transportation Master Plan:

= aninventory of facilities by mode of transport;

= |evel of service (LOS) calculations to aid in determining the existing and future operating
conditions of the facilities;

= proposed actions to bring these deficient facilities into compliance;

= traffic forecasts, based on land use;

= jdentification of infrastructure needs to meet current and future demands,

= funding analysis for needed improvements and possible additional funding sources,
= jdentification of intergovernmental coordination efforts; and

= jdentification of demand-management strategies as available.

(RCW 36.70A.070(6))

In addition to these elements, GMA mandates that devel opment cannot occur unless adequate
supporting infrastructure either already exists or is built concurrent with development. Concurrent
is defined as either adequate capital facilities exist or will be available within 6 years from the
time of development. In addition to capital facilities, infrastructure may include transit service,
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Introduction

Transportation Demand Management (TDM) strategies, or Transportation System Management
(TSM) strategies.

Washington Transportation Plan

The Washington Transportation Plan (WTP) presents the State’s strategy for devel oping budgets
and implementing over a 20-year planning horizon. The WTP contains an overview of the current
conditions of the statewide transportation system, and an assessment of the State’ s future
transportation investment needs. The WTP policy framework sets the course for meeting those
future needs. The WTP Prioritized Investment Guidelines are as follows:

Preservation
Safety

Economic Vitality
Mobility

o & w DR

Environmental Quality and Health

Puget Sound Regional Council Plans

VISION 2020

VISION 2020, developed by the Puget Sound Regiona Council (PSRC), isthe regional strategy
for managing growth, the economy, and transportation in King, Kitsap, Pierce, and Snohomish
Counties (PSRC 2005). VISION 2020 addresses eight topics. urban growth areas; contiguous and
orderly development; regional capital facilities; housing; rural areas; open space, resource
protection and critical areas; economics; and transportation. Together, these eight parts constitute
the policies for the four-county region, and meet the multi-county planning requirements of the
GMA (RCW 36.70A). VISION 2020 seeks to contain the region’s protected growth within urban
areas such as the City, creating compact urban communities and vibrant centers of activity. The
objective is to restore connections between where people live, work, and recreate, and to create an
urban environment that is amenable to walking, bicycling, and using transit. In existing
communities, VISION 2020 encourages small-scale stores and transit stops in neighborhood
centers near residences. The strategy promotes redevel opment of selected low-density
commercia corridorsto include housing, locally oriented retail, and sidewalks (PSRC 1995).
(Vision 2020 is currently being updated and will use a 2040 horizon.)

Destination 2030

The Metropolitan Transportation Plan (MTP) provides the more explicit transportation
component of VISION 2020, as encompassed in Destination 2030. This regional 30-year plan for
addresses transportation in the central Puget Sound region, comprised of King, Pierce,
Snohomish, and Kitsap Counties. It defines long-term transportation strategies and investments
for the MTP. Destination 2030 was developed to maintain and expand the regional vision of a
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growth management strategy, supporting compact urban areas connected by a high capacity
transportation system. Destination 2030 focuses on preserving and managing the existing
transportation system and ensuring the development of a balanced multi-modal transportation
system that includes choices for private vehicles, public transit, ride sharing, walking and
bicycling, and freight modes. Destination 2030 coordinates the diverse ambitions of the region’s
counties, cities, towns, and neighborhoods, and emphasizes the connection between land use and
transportation to reduce long-term infrastructure costs and provide better links between home,
work, and other activities.

For State planning purposes, Destination 2030 meets requirements governing Regional
Transportation Plansin central Puget Sound.

Transportation Goals and Policies

Transportation Goals and Policies developed by the City guide the assessments of existing and
future conditions, and the development of the Recommended Transportation Plan. Goals and
policies are defined under the following major categories:

= Goa TR-1. Public safety

= Goa TR-2. Environmental protection

= Goa TR-3. Efficiency and cost-effectiveness
= Goa TR-4. Mohility

* Goa TR-5. Consistency with community and regional needs
= Goa TR-6. Effective public transit

* Goa TR-7. Walkability

= Goa TR-8. Convenient bicycling

= Goa TR-9. Well managed parking

= Goral TR-10. Sufficient funding

= Goa TR-11. Traffic calming

The City’ stransportation goals and policies, with some suggested changes to the goalsin the
2006 amended Comprehensive Plan, are provided in Appendix A of this Plan.

Public Participation

The public was invited to participate in two open houses to review the Walkway and Bicycle
elements of this Transportation Master Plan on July 17 and September 25, 2007. Materials
prepared for these meetings and comments provided by the community at the meetings are
included in Appendix B. Identification of the transportation issues and suggestions at the open
houses was critical to the development of a Transportation Master Plan that reflects the priorities

1-4
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of the citizens of Mountlake Terrace. In addition, the Transportation Master Plan was presented in
sections to the City’ s Planning Commission during work sessions on September 24 and
October 22, 2007 and at a public hearing on October 30, 2007.

Plan Elements

This Transportation Master Plan includes the following elements:

Roadway Plan — an inventory of existing streets, traffic forecasts, assessment of future needs,
dimensional standards for different street types, and recommended improvements.

Sidewalk Plan — an inventory of existing sidewalks, assessment of needs, strategy for
compliance with the Americans with Disabilities Act (ADA), and recommended
improvements.

Bicycle Plan — an inventory of existing bicycle facilities, assessment of needs, and
recommended improvements.

Traffic Calming Plan — an overview consistent with the City’ s current traffic calming program.

Transit and Transportation Demand Management — an inventory of existing transit facilities
and service, objectives, and tools to support transit and commute trip reduction.

Maintenance and Preservation — an overview of the City’s roadway and traffic signal
mai ntenance.

Transportation Master Plan Financial Plan —a summary of the projects, total projected costs,
and revenue for recommended improvements through 2013.
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Chapter 2. Roadway Plan

This chapter describes existing and projected future roadway conditions in the City and
recommended improvements to the roadway system.

State Highways

The City is served by two State highways, Interstate (1)-5 and State Route (SR) 104, which serve
mobility needs within and beyond the City.

= |-5runsroughly through the middle of the City, dividing the City into east and west sections.
Northbound and southbound on- and off-ramps are provided at 220th Street SW and 244th
Street SW, while a northbound off-ramp and a southbound on-ramp are provided at 236th
Street SW.

= SR 104 islocated at the southern limits of the City just south of Lake Ballinger. The eastern
terminus of SR 104 islocated at |-5. East of 1-5 the roadway turns into Ballinger Way NE. To
the west, SR 104 connects to the City of Edmonds and the Washington State Ferry system,
and continues west as the Edmonds-Kingston ferry route. The western terminusis U.S. 101
on the Olympic Peninsula.

In 1998, the Washington State L egislature passed Highways of Statewide Significance legisation
(RCW 47.06.140). Highways of Statewide Significance promote and maintain significant
statewide travel and economic linkages. The legislation emphasizes that these significant facilities
should be planned from a statewide perspective. Local jurisdictions must assess the effects of

local land use plans on State facilities. Both 1-5 and SR 104 are designated as Highways of
Statewide Significance.
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Roadway Functional Classifications

Definition of Functional Classifications

All roadways in the City have been designated with functional classifications. The classification
of aroadway depends on the types of trips that occur on it, the basic purpose for which it was
designed, and the relative level of traffic volume it carries. Figure 2-1 illustrates the basic trade-
offsthat occur between mobility and access among the higher and lower functional classifications
of roadways. Higher classes (e.g. freeways, arterials) provide a high degree of mobility and have
more limited access to adjacent land uses, accommaodating higher traffic volumes at higher
speeds. Lower classes (e.g., local roads and cul-de-sacs) provide access to adjacent land and are
not intended to serve through traffic, carrying lower volumes at lower speeds. Collectors
generally demonstrate a similar emphasis on traffic mobility and access. The definitions of higher
and lower volumes and speeds will vary between different geographic areas, and depend on local
standards. The functional classifications guide the programming of roadway improvements.

c et Functional
omplete Classification
access control I -
Freeway
“A R
gl P\ MORIYLON .. Principal arterial
[+ . .
E R e T VR — L. Minor Arterial
=
R I . SG— Collector
[72)
o
5 Access to
= land uses Local
Unrestricted \
access Cul-de-sac
Increasing Access <
0 (o]
(7] =
9 o
o0 <2
© u: —
o® ONT
- Z =
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Figure 2-1. Access and Mobility Characteristics of Roadway Functional
Classifications

The different classifications of roadways serve different stages of atrip:

= traveler accesses roadway system from origin (access),
= traveler travels through roadway system (mobility), and

= traveler accesses destination from roadway system (access).

2-2
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Roadway Plan

Based on State law, cities and counties are required to adopt a street classification system that is
consistent with State and federal guiddlines (RCW 35.78.010 and RCW 47.26.090).

The roadway classifications within the City are described as follows.

Principal arterial — Principal arterials provide traffic movements into, out of, and through the
City. Principa arterials carry the highest amount of traffic volumes and provide the best
mobility in the roadway network by limiting access and traffic control devices, and posting
higher speed limits. Regional and inter-county bus routes are generally located on principal
arterials, as are transfer centers and park-and-ride lots.

Minor Arterial — Minor arterials connect with and augment principal arterials. Minor arterials
give densely populated areas easy access to principal arterials. Because minor arterials
provide more access to adjacent land uses (i.e., shopping, schools, etc.) than do principal
arterials, these roadways have lower traffic flow rates. Minor arterials also carry local and
inter-community bus routes.

Collector — Collector arterials provide easy movement in neighborhoods and channel
neighborhood trips onto the minor and principal arterial street system. Collectorstypically
carry moderate traffic volumes, carry very little through traffic, and accommodate shorter
trips than do either principal or minor arterials. Local bus routes sometimes use collectors for
passenger pickup.

Local Access — Local access streets comprise all roadways and streets not otherwise
classified. The main function of local access streetsisto provide direct access to abutting
properties, very often at the expense of traffic movement. Characteristics often associated
with local streets are low speeds and delays caused by turning vehicles. Local streets are
generally not designed to accommodate bus movements.

Existing Functional Classifications

Figure 2-2 shows the existing federal functional classifications as adopted by WSDOT and the
Federal Highway Administration (FHWA) for of City roadways. The City also has an adopted
local roadway functional classification system, which isillustrated in Figure 2-3. Comparison of
these two figures indicates that some differences exist between the City and federal
classifications.
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Evaluation of Functional Classifications

City roadways were eval uated to determine the adequacy of their current functional
classifications. The following criteria were used for evaluating the classifications.

1.

Average Daily Traffic (ADT) — Roadways with higher functional classificationstypically carry
higher traffic volumes. On high volume roadways, the demand for traffic mobility is more
likely to outweigh the need for access to abutting land. Conversely, where volumes are lower
the access function of the street will generally be more important than mobility for traffic.
Volumes in themselves do not define or determine the classification. However, the following
ranges were used as guidelines:

- Minor Arterial Street: 3,000 to 15,000 ADT
- Collector Street: 1,000 to 5,000 ADT

Non-motorized use — The accommodation of non-automobile modes, including walking,
bicycling, and transit use is another important measure of aroadway’s function. Roadways
with higher classifications tend to serve more modes of travel. The greater the number of
travel modes that a street accommaodates, the greater the number of people that street serves,
and the more important that street is to the movement of people, goods, and services
throughout the city.

Street length — A street that islonger in length tends to function at a higher classification.
Thisis due to the fact that longer (continuous) streets allow travelers to move between distant
attractions with alimited number of turns, stops, and other distractions that discourage them
from using streets of lower classification. Longer streets generaly supply a higher level of
mobility, compared to other streets that provide more access.

Street spacing — Streets of higher classification usually have larger traffic carrying capacity
and fewer impediments to travel. Fewer facilities are needed to serve the traffic mobility
demands of the community due to their efficiency in moving traffic. This typically means that
fewer streets of higher classification are needed, so there will be greater distances between
them. The farther the distance of a street from a higher classification street, the more likely it
isthat the street will function at a similar classification. A greater number of streets of lower
classification are needed to provide access to abutting land. Therefore, they must be spaced
more closely and there must be many more of them. It is considered most desirable to have a
network of multiple lower classification streets feeding into progressively fewer higher
classified streets. Based on these guidelines, typical spacing for the different classifications of
roadways are as follows:

- Principal Arterials: 1.0 mile
- Minor Arterials: 0.3to0 0.7 mile
- Collectors: 0.25t0 0.5 mile

- Local Access: 0.1 mile

City of Mountlake Terrace L |
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5. Street connectivity — Streets that provide easy connections to other roads of higher
classification are likely to function at asimilar classification. This can be attributed to the
ease of movement perceived by travelers who desire to make that connection. For example,
state highways are generally interconnected with one another, to provide a continuous
network of high order roadways that can be used to travel into and through urban areas.
Urban arterials provide a similar interconnected network at the citywide level. By contrast,
collectors often connect local access streets with one or two higher-level arterial streets, thus
helping provide connectivity at the neighborhood scale rather than a citywide level. Local
streets also provide a high degree of connectivity as a necessary component of property
access. However, the street lengths, traffic control, and/or street geometry are usually
designed so that anyone but local travelers would consider the route inconvenient.

The City roadway classifications have some differences with the federal adopted classifications,
as listed below.

= 66th Avenue W between North City Limits and 220th Street SW is classified a minor arterial
by the City whileit is classified a collector by FHWA.

= 73rd Place W between 228th Street SW and 226th Place SW is classified alocal access street
by the City whileit is classified a collector by the FHWA.

= 214th Street SW between 44th Avenue W and 36th Avenue W is classified alocal access
street by the City whileit is classified a collector by the FHWA.

= 228th Street SW between 44th Avenue W and the east City limitsis classified aminor arterial
by the City whileit is classified a collector by the FHWA.

= 244th Street SW between 56th Avenue W and Cedar Way is classified a minor arteria by the
City whileit is classified a collector by the FHWA.

Adopted Roadway Functional Classifications

The adopted roadway functional classification system reconciles the differences between the
current federal and City adopted classifications. The primary reason that the two systems should
be consistent is that federal funds may only be spent on federally classified routes. Allocation of
funds, as well as application of local agency design standards, is based on the federal
classification. Despite these advantages, it is not uncommon for local agenciesto classify streets
differently, especially at the collector level. The City will reconcile these differences over time.

Figure 2-4 depicts the roadway functional classification system adopted as part of this plan.
Changes to the previously adopted classifications are as follows:
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= 220th Street SW between SR 99 and |I-5 should be classified a principal arterial, which will
reguire upgrading the federal and City functional classifications from a minor arterial to a
principal arterial. 220th Street SW between SR 99 and -5 provides a major connection
between Edmonds and Mountlake Terrance and provides access from |-5 for thousands of
employees and customersin the northwest section of the City. The 4-lane segment carries
approximately 32,000 vehicles per day, is consistent with aprincipal arterial.

= 66th Avenue W between the North City Limits and 220th Street SW would remain a minor
arterial, which will require upgrading the federa functional classification from a collector to
aminor arterial. The 4-lane segment carries approximately 13,000 vehicles per day and
serves asamajor link to the City of Lynwood.

= 73rd Place W between 228th Street SW and 226th Place SW would be upgraded to a
collector based on the federal functional classification. This completes the existing collector
along 226™ Place SW.

= 214th Street SW between 44th Avenue W and 36th Avenue W would be updated to a
collector based on the federal functional classification. The road segment carries
approximately 2,300 vehicles per day and provides access to the City of Brier.

= 228th Street SW between 44th Avenue W and 38th Avenue W would remain aminor arterial,
which would require upgrading its federal functional classification from a collector to a minor
arterial. The road segment carries approximately 12,000 vehicles per day and is a primary
access route to the City of Brier. The City will continue discussions with the City of Brier to
revise their classification of 228th Street SW from a collector to aminor arterial.

= 244th Street SW between 56th Avenue W and Cedar Way would remain a minor arterial,
which would require upgrading its federal functional classification from a collector to a minor
arterial. The road segment carries approximately 8,500 vehicles per day and is classified a
minor arterial by the Cities of Shoreline and Lake Forest Park.

Table 2-1 provides a comparison of the roadway miles by recommended functional classification
compared to the Federal Highway Administration (FHWA) guidelines. The table shows that the
miles of functional classified streets are within FHWA guidelines, except the miles of collector
roadway, which are dightly higher than these general guidelines.

Table 2-1.  Miles of Roadway by Recommended Functional Classification

Miles of Roadway in  Typical Proportion of  Typical Range of Miles based on

Functional Classification =~ Mountlake Terrace Total Roadway FHWA Guidelines
Freeway and Principal Arterial’ 4 5% - 10% 3-7

Minor Arterial 10 10% - 15% 7-10
Collector 8 5% - 10% 3-7

Local Access 45 65% - 80% 44 - 54

Total 67

Source: FHWA 1989. FHWA = Federal highway Administration. ' The mileage includes two miles of I-5.
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City Roadway Inventory

Table 2-2 summarizes the City roadways currently classified as principal arterial, minor arterial,
or collector. The table shows the existing functional classification, speed limit, number of lanes,
and recommended functional classification for each of the roadways.

Table 2-2. Inventory of City Roadways
Proposed City  Speed
Existing City and federal Limit  Number

Roadway Location Classification ~ Classification  (mph) of Lanes
220th Street SW SR99-I-5 Minor Arterial Principal Arterial 35 4
220th Street SW -5 - 52nd Avenue W Minor Arterial Minor Arterial 30 4
SR 104 West City Limits — -5 Principal Arterial Principal Arterial 40 4
44th Avenue W 212th Street SW — 228th Street SW  Minor Arterial Minor Arterial 30 4
Cedar Way 228th Street SW — 244th Street SW  Minor Arterial Minor Arterial 35 4
52nd Avenue W 212th Street SW - 220th Street SW ~ Minor Arterial Minor Arterial 30 2
56th Avenue W 220th Street SW — 244th Street SW  Minor Arterial Minor Arterial 30 2
66th Avenue W North City Limits — 220th Street SW  Minor Arterial Minor Arterial 30 2-4
212th Street SW ~ West City Limits — East City Limits Minor Arterial Minor Arterial 35 2-4
228th Street SW f:‘:ttyh Lsnf;‘l"t‘;t SWiCedar Way - East 1 Arterial Minor Arterial 30 2
236th Street SW Lakeview Drive — Cedar Way Minor Arterial Minor Arterial 25-35 2
244th Street SW -5 - 56th Avenue W Minor Arterial Minor Arterial 30 4
Lakeview Drive West City Limits — 236th Street SW Minor Arterial Minor Arterial 25 2-3
39th Avenue W 220th Street SW — 228th Street SW  Collector Collector 25 2
48th Avenue W 212th Street SW — 244th Street SW  Collector Collector 25 2
52nd Avenue W 220th Street SW - 222nd Street SW  Collector Collector 30 2
58th Avenue W 220th Street SW — 236th Street SW  Collector Collector 25 2
61st Place W 212th Street SW — 215th Street SW  Collector Collector 25 2
66th Avenue W 220th Street SW - 236th Street SW  Collector Collector 30 2
68th Avenue W 226th Place SW — 228th Street SW  Collector Collector 25 2
73rd Place W 226th Place SW — 228th Street SW  Local Access Collector 25 2
220th Street SW  39th Avenue W — 44th Avenue W Collector Collector 25 2
228th Street SW  44th Avenue W — 48th Avenue W Collector Collector 25 2
221st Street SW  48th Avenue W - 222nd Street SW Collector Collector 25 2
221st Street SW 222nd Street SW - 52nd Avenue W Collector Collector 25 1
222nd Street SW  52nd Avenue W - 221st Street SW Collector Collector 25 1
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Proposed City  Speed

Existing City and federal Limit ~ Number
Roadway Location Classification ~ Classification  (mph) of Lanes
230th Street SW 56th Avenue W — 61st Avenue W Collector Collector 25 2

- t
228th Street SW 68tn Avenue W - 61! Avenue W Collector Collector 25 2
Street SW
214th Street SW  44th Avenue W - 36th Avenue W Local Access Collector 25 2
th th

gw 2167 Street Western City Limits — 61st Place W Collector Collector 25 2
226th Place W 68th Avenue W - 73rd Avenue W Collector Collector 25 2
244 Street SW 56t Avenue W - Cedar Way Minor Minor 30 2

mph = miles per hour

Traffic Control Inventory

Traffic signals and stop signs (all-way and two-way) are most often used to provide traffic
controls at intersections with high traffic volume. These devices aid in control of traffic flow and
delay. In addition, these devices help to minimize accidents at intersections. Figure 2-5 shows the
City intersections controlled by traffic signals and those controlled by all-way stop signs. There
are 18 signalized intersections and five al-way stop controlled intersections in the City. The
signals are maintained and operated by a number of jurisdictions. Thisis the result of 1-5 passing
through the City with several on- and off-ramps and City arterials |ocated on the borders of other
municipal jurisdictions. Table 2-3 lists the signals within the City and the agency responsible for
mai ntenance and operations.

211
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Table 2-3.  Traffic Signal Inventory
Jurisdiction

Location Ownership Signal Phasing Timing Maintenance
212th Street SW / 44th Avenue W Lynnwood 8-Phase Fully Actuated Lynnwood Lynnwood
212th Street SW /52nd Avenue W City 6-Phase Fully Actuated City City
216th Street SW / 66th Avenue W City 7-Phase Fully Actuated City City
217th Street SW / 44th Avenue W City 4-Phase Fully Actuated City City
220th Street SW/52nd Avenue W City Flashing Beacon City City
220th Street SW / 56th Avenue W City 6-Phase Fully Actuated City City
220th Street SW/1-5 (East End) WSDOT 8-Phase Fully Actuated WSDOT WSDOT
220th Street SW /1-5 (West End) WSDOT 8-Phase Fully Actuated WSDOT WSDOT
220th Street SW / 64th Avenue W City 6-Phase Fully Actuated City/lLynnwood  City
220th Street SW / 66th Avenue W City 8-Phase Fully Actuated City/lLynnwood  City
220th Street SW / 70th Avenue W City 6-Phase Fully Actuated City/lLynnwood  City
223rd Street SW / 44th Avenue W City 2-Phase Fully Actuated City City
228th Street SW / 44th Avenue W City 3-Phase Fully Actuated City City
228th Street SW / 66th Avenue W City Flashing Beacon City City
232nd Street SW / 56th Avenue W City 2-Phase Fully Actuated City City
236th Street SW / Cedar Way City 4-Phase Fully Actuated City City
236th Street SW / 48th Avenue W City Flashing Beacon City City
236th Street SW / 56th Avenue W City 8-Phase Fully Actuated City City
236th Street SW / 58th Avenue W City Flashing Beacon City City
236th Street SW / I-5 (Off Ramp) WSDOT 8-Phase Fully Actuated WSDOT WSDOT
244th Street SW / 56th Avenue W King County 8-Phase Fully Actuated King County King County
244th Street SW / Gateway City 4-Phase Fully Actuated City City

WSDOT = Washington State Department of Transportation

Parking

On-street parking is available throughout most of the City. Parking is accommodated on the street
and in private parking lots associated with existing development. Public parking is provided
throughout the City at no charge to drivers. Supply is currently adeguate to accommodate parking
demand. The City will continue to monitor parking demand and supply and make adjustments as

needed.

213
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Access and Connectivity

Roadway Connections within the City

Direct east/west travel across the City is possible on 212th Street SW, 236th Street SW, and 244th
Street SW. The City of Edmonds is located to the west of the City, and the city of Brier islocated
to the east.

East/west travel is limited between Edmonds and the City by Lake Ballinger, Ballinger Park Golf
Course, and the lack of agrid street system north of Lake Ballinger. The following streets provide
direct access between Edmonds and the City:

= 220th Street SW
= 236th/Lakeview Drive/228th Streets SW
= 244th Street SW

Direct and through east/west travel is limited between Brier and the City in order to reduce traffic
impacts on some neighborhoods in these cities. The following streets provide direct access
between cities:

= 212th Street SW
= 214" Street SW
= 228th Street SW

Routes for north/south travel through the City are limited. The City of Lynnwood is located to the
north and the Cities of Shoreline and Lake Forest Park are located to the south. Only 44th Avenue
W/Cedar Way directly links Lynnwood, the City, and Lake Forest Park. North-south access to the
city limitsis provided by 48th Avenue W and 56th Avenue W, but these routes do not extend into
Lynnwood. The following streets provide north/south access:

= 44th Avenue W/Cedar Way passes through the City, linking Lynnwood and King County.

= 48th Avenue W extends between 212th Street SW and 244th Street SW in the City and into
King County, but does not extend into Lynnwood.

= 52nd Avenue W provides access between Lynnwood and 220th Street SW in the City, and
between 230th Street SW and 244th Street SW and into King County to SR 104.

= 56th Avenue W provides access between King County and 220th Street SW in the City.

= 66th Avenue W also provides access to Lynnwood, but terminates at 236th Street SW in the
City, with connections to southbound 1-5.

City of Mountlake Terrace L= |
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Street Rights-of-Way

The City street systemisagrid -trisected by 1-5 and Terrace Creek Park. 1-5 runsin a north/south
direction on the west side of the City and Terrace Creek Park, beginning at 222nd Street SW and
running south to 48th Avenue W at 233 Street SW. Street rights of way were created when
property was platted and are generally 60 feet wide. During the 1960s, when |-5 was constructed,
anumber of these streets were severed and became cul-de-sacs. Thisleft the City with only five
east/west streets connecting the two halves of the City.

Figure 2-6 shows the City street rights-of-way, including unopened rights-of-way. Unopened
rights-of-way exist only as footpaths with no roadways. Most of the unopened rights-of-way cross
Terrace Creek Park because it is very difficult to construct roadways on the steep sides of the
ravine. In addition, several pedestrian-only rights-of-way are located in the City. For example, a
stairway to Evergreen Elementary School islocated at the end of 238th Street SW, and a path that
leads to Mountlake High School is located on 219th Street SW. The city has also retained
pedestrian access easements over some of the street right-of-way it has vacated. See Appendix I.

Potential New Connections

Severa currently closed streets or unopened rights-of-way both within and adjacent to the City
may be considered for opening in the future. These proposals were briefly analyzed for potential
benefits or impacts. Potential connections that were considered include 228th Street SW between
76th Avenue W and SR 99 in the City of Edmonds; 236th Street east of Cedar Way at the border
with the City of Brier; 52"/53™ Avenues W between 226™ Place and the Recreation Pavilion; and
a connection between Gateway Avenue and 236th Street SW. At this time, these potential
connections are only conceptual. In-depth study and involvement of the community would be
needed before deciding to implement any of the connections identified in this chapter.

228th Street SW

The City of Edmonds intends to improve traffic safety at the intersection of SR 99 and 76th
Avenue W by limiting access between the two roadways to right-turn only, tentatively scheduled
for 2010. Figure 2-7 shows a potential new configuration that would open 228th Street between
SR 99 and 76th Avenue W, and replace the southbound SR 99 Ieft-turn lane. Traffic signals
would be installed on SR 99 and 76th Avenue W where they intersect 228th Street SW. This
connection of 228th Street SW between 76th Avenue W and SR 99 would improve accessto SR
99 and Edmonds for City residents.
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Figure 2-7. Potential 228th Street SW Connection

There are several potential effects of providing this connection. Analysisindicates that this
shorter route between Edmonds and |-5/Mountlake Terrace would result in increased traffic
volumes on 228th Street SW/L akeview Drive/236th Street SW; and decreased volumes on SR
104, 244th Street SW, and SR 99 south of 228th Street SW. It is expected that traffic volumes on
236th Street SW east of 1-5 would only increase slightly, by less than 5%, and would not require
the modification of the traffic control along the roadway. Analysisindicates that traffic volumes
on 65th Place W/66th Ave W would not be affected by this connection.

236th Street SW

This street is closed to all but emergency vehicles east of Cedar Way, at approximately 40th
Avenue W. Figure 2-8 shows the location of the existing closure and surrounding streets. The
effect of this closure is that traffic from Brier uses 228" Street as the primary east/west route.
The resulting impacts on the 228™ Street Corridor are significant, and not easy to mitigate. The
primary problems occur at the 228"/39™ Ave intersection with long westbound delays in the AM
peak hour at the three-way stop controlled intersection. Large volumes of left turning traffic at
228" Street SW and 44" Avenue W, heading to the I-5 via 236™ Street W are also creating a
safety issue for pedestrians crossing at the signal.
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Figure 2-8. Potential 236th Street SW Connection

If the roadway were opened, analysisindicates that traffic volumes would decrease on 214th
Street SW and 228th Street SW, but would increase on 236th Street SW east of 44th Avenue W.
Traffic volumes on 236th Street SW between |-5 and 56th Avenue W would be expected to
increase sightly, less than 5%. The projected total volume on 236th Street SW and 228th Street
SW would exceed the current traffic volume of just 228th Street. This indicates that some
additional motorists may use this street to cut through the City.

236th Street SW, east of Cedar Way W, is currently classified alocal access street with two
through-lanes and a two-way left-turn lane. The roadway has sufficient capacity to accommodate
the additional traffic volume projected to result from this connection. Anincrease in traffic
volumes on this roadway would also be expected within the City of Brier, so coordination with
Brier would need to occur. 236th Street SW in Brier isalso alocal access street with one lanein
each direction, though the total roadway width is similar to the roadway width in Mountlake
Terrace.

Town Square

There are two street connections that will be opened as part of the Town Square development, the
block between 56™ and 58" Avenues W and 232™ and 234™ Streets SW. The north south street,
which will align approximately with the extension of 57th Avenue W, will provide load and
unload access to businesses within the block. The street will be designed to also function as an
extension of the Town Center Plaza. Vehicles may be restricted on this street by type of vehicle
or time of day. The right-of-way will be 60 feet. The second street will be in an east west street
that will bisect the block at approximately the mid point and provide access to properties and
short-term parking. Street elements will include curb, gutters, sidewalks, and street trees. The
right-of-way will be 60 feet.

52nd/53rd Avenue W

A connection between 52nd Avenue W at 226th Place and 53rd at 228th Street SW would
provide direct accessto Terrace Park Elementary School, the Recreation Pavilion and parking
areas for nearby sports fields for residents located in the northeast part of the City, as shown in

2-18
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Figure 2-9. This connection was assessed also as a possible way to reduce traffic volumes along
56th Avenue W and congestion at its intersection at 228th, especially during the morning and
afternoon when the children are arriving and leaving school. As envisioned, a narrow roadway
would be constructed generally where an existing unimproved service road exists, which would
provide anew all weather access for pedestrians, bicyclists, as well and motorists across the
northern tip of Terrace Creek Park.
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Figure 2-9. Potential 52"/53rd Avenue W Connection

Analysisindicated that this connection would result in areduction in traffic volumes along 56th
Avenue SW to the north of 228th Street SW. However, to the south of 228th Street SW,
projections show that traffic on 56th Avenue SW would increase with this connection in place. It
is expected that the 52nd/53rd Avenue W connection could reduce congestion at 228th and 56th
in the morning and early afternoon when students are present but would not improve LOS at the
intersection of 56th Avenue W and 228th Street SW in the evening peak hour.

Gateway Avenue

Gateway Avenue W could be connected with 244th Street SW if the Evergreen Elementary
School site were to be abandoned, in which case the site would likely become commercial
property, as shown in Figure 2-10. Providing an alternative access would reduce potential traffic
volume increases on 244th Street SW and provide an alternative entrance for City residents. A
direct link to 236th Street SW would be in combination with closing the west end of 237" Street
SW. Thiswould significantly reduce the traffic along 237" Street SW.
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Figure 2-10. Potential Gateway Avenue Connection

Street Standards

Older streetsin the City were originally built to County standards that did not provide for curbs,
gutters, sidewalks, parking lanes, or adequate numbers of travel lanes. They were not intended to
serve acity of the size that Mountlake Terrace has become. Over time, the City hasimproved
many of the older streets and built new ones. New design and construction is based on the City’s
adopted standards.

In today’ s urban areas, street development and redevel opment often emphasi ze the suitability of
narrow streets, rather than wide ones, to achieve several purposes.

= Save on public costs — Narrower streets are generally less expensive to construct and maintain
than wide streetsin most simple examples because of the additional paved area and larger
stormwater facilities needed to accommodate the larger impervious surface area. When
reconstructing streetsin areas of sloping terrain, the increases in construction costs are
compounded by additional excavation and fills, rockeries and retaining walls, and more
extensive reconstruction of stairways, private walkways, and driveways serving abutting
properties.

= Reduce environmental impacts - Wider streets require larger areas of pavement, thereby
creating more impervious surfaces that block the infiltration of stormwater. When traffic
lanes are narrow, the remaining right-of-way may include space for trees or other plantings.
This provides the added benefit of an attractive appearance.

= Slow down traffic — Some studies show that people tend to travel faster on wide streets,
compared to streets that are perceived as narrow.

2-20
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= Promote safety and convenience for pedestrians — Narrower roadways generally feel safer and
easier for a pedestrian to cross, compared to crossing vast expanses of traffic lanes.

= Reduce needed right-of-way and allow other uses — Most of the City’s streets have 60-foot
rights-of-way. Narrower streets utilized less of the right-of-way and provide more space for
sidewalks, planter strips, water quality facilities, and utility corridors.

It should be noted that “narrow” is arelative term. In older European villages, cobblestone streets
8 feet wide may be considered narrow. In recently developed American cities, streets may be
considered narrow if they are less than 35 or 40 feet in width for motorized traffic and parking.
That is because such dimensions are narrower than many suburban streets built in the late 1900s.

Street design can reflect the community vision for a specific area. It can aso meet the needs of
nearby land uses and provide opportunities for walking and bicycling, as well as driving.
Different design standards are appropriate for different types of streets, depending on the intended
use. For example, in some commercial areas the appropriate street standards provide for short-
term parking and high pedestrian use, in addition to travel by buses, cars, and trucks. In
residential areas, the appropriate street standards provide for parking and pedestrian use, but at a
lower intensity than in commercial areas. Vehicletravel in residential areas will be slower and
quieter; it may exclude truck traffic.

The streetscape is an important aspect of street design. Streetscape includes plantings, sidewalks,
lighting, and other amenities. Planting strips or planters within the public right-of-way can be
useful in offsetting the environmental impacts of pavement and traffic. Trees, for example,
transform carbon dioxide to oxygen and absorb large amounts of stormwater. Planting strips or
planters create both an attractive appearance for the community and a pleasant atmosphere that
encourages walking. When placed between the travel lane and walkway, they help buffer
pedestrians from moving vehicles. Planting strips also benefit pedestrians by providing a
transitional space for driveways, so that driveway grade changes from the street do not have to
cut into sidewalk surfaces; instead, the driveway grade changes occur within the planting strip,
allowing sidewalksto remain at an even level.

Sidewalk placement will vary depending on a number of factors. These include available right-of-
way, whether the sidewalks will be adjacent to atravel lane, parking lane, or bicycle lane,
whether driveways must be accommodated that will cause the sidewalk grade to dip, and if the
full width of the street and sidewalk improvements are limited by topography or would eliminate
or severely restrict access to existing structures. Placement of sidewalks separated from the street
curbing by a 5-foot planter is the preferred configuration. Sidewalks adjacent to the curb can be
desirable provided they are separated from the travel 1ane by a parking or bicycle lane, and the
sidewalk grade does not dip at driveway. The advantages of planter strips are as follows:

= they provide separation between pedestrians and street traffic;

= they allow the sidewalk to be at a constant level grade across driveways, avoiding dipping at
every driveway cut;

= they provide an areafor drainage runoff and water quality treatment;
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= they provide space to locate street furniture, signs, utility and signal poles, mailboxes, parking
meters, fire hydrants and other elements outside the clear space of the walkway;

= they provide aesthetic enhancement, increasing the appeal of the walkway and improving the
pedestrian environment;

= they can be planted with larger trees that will provide shade and wind protection, if the 5-foot
minimum width recommended for tree planting is provided; and

= they are alower-cost solution for separation, if spaceis available.

The disadvantages of planter strips are as follows:

= they require maintenance, which varies depending on the type of landscaping selected;

= if not designed and maintained properly, landscaping may hinder visibility and cause security
problems; and root growth can sometimes damage adjacent paved surfaces.

The State of Washington has also established standards for functionally classified streets as
required by RCW 43.32.020. A committee of city and county representatives reviewed national
and local standards to develop minimum standards throughout the State. Standards include
guidance on roadway elements such as lane widths, horizontal curvature, design speed, and
vertical curvature.

City design standards are shown in Figure 2-11. The application of these standards will vary
depending on traffic volumes, abutting uses, and physical constraints. Where traffic volumes are
higher, two travel lanes in each direction may take precedence over parking or a two-way |eft-
turn lane. Where access is important, a two-way |eft-turn lane may be installed and parking may
be removed. Parking would be desirable on residential and collector streets but of less importance
on principal and minor arterials. Appendix C provides a description of the various street widthsin
combination with the placement of parking, atwo-way left-turn lane, bicycle lanes, sidewalks,
and planter strips.

Within the Town Center neighborhood, additional design standards would be employed as shown
in Figure 2-12. The 60-foot section allows for one travel lane and angle parking on each side of
the street. Curb bulbs would be constructed at intersections and other appropriate locations to
allow shorter pedestrian crossing distances, and to provide for landscaping, seating, and other
street furniture. The other three sections are variations on the standard 48-foot, 40-foot, and 36-
foot sections, with the addition some sidewalk would be constructed on private property. The last
two sections with possible modifications are intended for the Town Square Block (bounded by
56th Avenue W, 58th Avenue W, 232nd Street NW, and 234th Street NW). The commercial
access street, probably constructed in a north/south direction, would provide access to businesses
in the Town Square Block. The commercial access street may be restricted to certain types of
vehicles or time of operations. The lack of curbs and gutters would allow the street to become a
pedestrian corridor during certain times of day and would provide an easy transition to the
proposed plaza. The circulator street, which would probably be constructed in an east/west
direction, would also provide access to businesses and short-term parking.
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In addition to the street elements already described, many communities are incorporating low
stormwater impact development design elements. These techniques emphasize environmental
protection by reducing stormwater through groundwater absorption techniques or filtering
stormwater before it enters the stormwater system. Table 2-4 lists techniques that are identified
by the City for use with street and parking lot construction consistent with other City adopted
stormwater requirements. Appendix D provides definitions for each of these measures and
illustrations.

Table 2-4. Low Stormwater Impact Development Techniques

Technique Comments

Bioretention cells / rain gardens Requires granular soils or under drain pipe, groundwater table to be at least 6 feet
below surface

Bioretention swales Requires granular soils or pipe under drain pipe

Sloped biodetention For slopes greater than 10%

Permeable pavers in parking areas Groundwater table needs to be at least 6 feet down

Permeable concrete in sidewalks Groundwater table needs to be at least 6 feet down

Permeable asphalt in parking areas Groundwater table needs to be at least 6 feet down

Permeable gravel pavement systems Residential and some commercial property applications.

Reverse sidewalk slopes with filter strips  Limited use due to impacts to private property

Tree box filters Well suited for urban environment with high removal efficiencies for many pollutants.

The added benefit of using low stormwater impact development techniques is the ability to
provide traffic calming. In special circumstances, swales and biofiltration devices, which take up
asubstantial portion of the right-of-way, could be used as traffic calming devices.

Existing Conditions

Traffic Volumes

Traffic volume counts were taken at 24 intersections throughout the City in April 2007. The
analysis of existing operating conditions on City roadways is based on this data.

Level of Service

Level of service (LOS) isthe primary measurement used to determine the operating quality of a
roadway segment or intersection. The quality of traffic conditionsis graded into one of six LOS
designations: A, B, C, D, E, or F. Table 2-5 presents typical characteristics of the different LOS
designations. LOS A and B represent the fewest traffic slow-downs, and LOS C and D represent
intermediate traffic congestion. LOS E indicates that traffic conditions are at or approaching
urban congestion, and LOS F indicates that traffic volumes are at a high level of congestion and
unstable traffic flow.
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Table 2-5. Typical Roadway Level of Service Characteristics

Level-of-Service Characteristic Traffic Flow
Free flow — Describes a condition of free flow with low volumes and high
A —-————-B- speeds. Freedom to select desired speeds and to maneuver within the
traffic stream is extremely high. Stopped delay at intersections is minimal.
Stable flow — Represents reasonable unimpeded traffic flow operations at
T, — PRI average travel speeds. The ability to maneuver within the traffic stream is
B —d only slightly restricted and stopped delays are not bothersome. Drivers are

not generally subjected to appreciable tensions.

Stable flow — In the range of stable flow, but speeds and maneuverability
are more closely controlled by the higher volumes. The selection of speed is

c m now significantly affected by interactions with others in the traffic stream,
and maneuvering within the traffic stream required substantial vigilance on
the part of the user. The general level of comfort and convenience declines
noticeably at this level.

Stable flow — Represents high-density, but stable flow. Speed and freedom
to maneuver are severely restricted, and the driver or pedestrian

D B e Rl el experiences a generally poor level of comfort and convenience- Small
increases in traffic flow will generally cause operational problems at this
level.

Unstable flow — Represents operating conditions at or near the maximum
capacity level. Freedom to maneuver within the traffic stream is extremely
difficult, and it is generally accomplished by forcing a vehicle or pedestrian
E M to "give way" to accommodate such maneuvers. Comfort and convenience
levels are extremely poor, and driver or pedestrian frustration is generally
high. Operations at this level are usually unstable, because small increases
in flow or minor disturbances within the traffic stream will cause breakdowns

Forced flow — Describes forced or breakdown flow, where volumes are
above theoretical capacity. This condition exists wherever the amount of
traffic approaching a point exceeds the amount that can traverse the point.

F Latohged Queues form behind such locations, and operations within the queue are
characterized by stop-and-go waves that are extremely unstable. Vehicles
may progress at reasonable speeds for several hundred feet or more, then
be required to stop in a cyclical fashion.

Source: Transportation Research Board 2000

M ethods described in the Highway Capacity Manual (Transportation Research Board 2000) are
used to calculate the LOS for signalized and stop-controlled intersections. Table 2-6 summarizes
the LOS criteriafor signalized stop-controlled intersections. LOS for intersections is determined
by the average amount of delay experienced by vehicles at the intersection. For stop-controlled
intersections, LOS depends on the average delay experienced by drivers on the stop-controlled
approaches. Thus, for two-way or T-intersections, LOS is based on the average delay experienced
by vehicles entering the intersection on the minor (stop-controlled) approaches. For al-way stop-
controlled intersections, LOS is determined by the average delay for al movements through the
intersection. The LOS criteriafor stop-controlled intersections have different threshold values
than those for signalized intersections, primarily because drivers expect different levels of
performance from distinct types of transportation facilities. In general, stop-controlled
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intersections are expected to carry lower volumes of traffic than signalized intersections. Thus,
for the same LOS, alower level of delay is acceptable at stop-controlled intersectionsthanitis
for signalized intersections.

Table 2-6. Level of Service Criteria for Intersections

Average Delay per Vehicle (seconds/vehicle)

LOS Designation Signalized Intersections Stop-Controlled Intersections
A =10 =10
B >10-20 >10-15
C >20-35 >15-25
D >35-55 >25-35
E >55-80 >35-50
F >80 >50

Source: Transportation Research Board 2000
LOS = level of service

The Intersection Capacity Utilization (ICU) method is used to estimate L OS of roundabouts. |CU
calculates LOS by simply taking the ratio of the critical movement volume to saturation flow
rates, analogous to the ratio of intersection volume to capacity. In the ICU method, LOSis
determined by the percent of capacity used by measured or estimated traffic volumes. Table 2-7
summarizes the LOS criteria for roundabout intersections.

Table 2-7.  Level of Service Criteria for Roundabouts

LOS Designation ICU
A <55%
B > 55% - 64%
C >64% - 73%
D >73% - 82%
E >82% - 91%
F >91% - 100%
G >100%

Source: Trafficware 2003
LOS = level of service; ICU = Intersection Capacity Utilization

City Level of Service Standard

LOS standards are used to evaluate the transportation impacts of long-term growth and
concurrency. In order to monitor concurrency, the jurisdictions adopt acceptable roadway
operating conditions that are then used to measure existing or proposed traffic conditions and
identify deficiencies. The City has adopted the following LOS standard:
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* Ensurethat signalized intersections within the City meet aminimum LOS D, except for the
following:

- signalized intersections within the 212 Street SW corridor, which must meet a minimum
LOSE;

- signalized intersections within the 244th Street SW corridor, which must meet a
minimum LOS E; and

- signalized intersections within the 220th Street SW corridor from SR 99 to I-5, which
must meet aminimum LOS E.

= Ensurethat nonsignalized intersections within the City meet a minimum LOS E.

Intersections that operate below these standards are considered deficient. Deficiencies are
identified either as existing deficiencies, meaning they are occurring under existing conditions
and not as the result of future development, or as projected future deficiencies, meaning that they
are expected to occur under one or more of the future development scenarios.

Transportation concurrency is aterm that describes whether aroadway is operating at its adopted
LOS standard. The adopted standard indicates a jurisdiction’ s intent to maintain transportation
service at that level. Clearly, this has budgetary implications. If acity adopts ahigh LOS
standard, it will have to spend more money to maintain the roadways than if it adopts alow LOS
standard. On the other hand, a standard that is too low may lead to an unacceptable service level
and reduce livability for the community or neighborhood. Under the GMA, if a development
would cause the LOS to fall below the jurisdiction’s adopted standard, it must be denied unless
adequate improvements or demand management strategies can be provided concurrent with the
development. The key isto select a balanced standard not so high as to be unreasonable to
maintain, and not so low as to alow unacceptable traffic congestion.

Existing Level of Service

Intersections listed in the Transportation Element of the Comprehensive Plan Table T-11 were
evaluated for inclusion in this analysis. Intersections that were close to or have previously failed
or were likely to fail the City’ s adopted level of service standards or were of some significanceto
land use decisions were selected. Table 2-8 presents existing PM peak hour LOS for the selected
intersections. Existing LOS at the analysis intersectionsis also shown in Figure 2-13. The
analysisindicates that one location, the intersection of 212th Street SW and 48th Avenue W,
operates below the City’ s adopted L OS standard under existing conditions.
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Safety Assessment

Safety isamajor concern for public agencies. Citywide efforts to provide safe transportation
occur at various levels. These include enforcement of traffic regulations, provision of crosswalks
and sidewalks for pedestrians, and provision of well-designed streets for safe driving. Another
example is ongoing coordination with emergency service providersto ensure fast access for
emergency equipment.

High-collision intersections are also a safety concern. Typically, the City considers high-collision
locations to be those with at least five collisions per year. Where high-collision locations are
identified, the City examines and prioritizes ways to increase safety levels.

Table 2-9 presents the three most recent years of collision data for locations at which collision
incidents averaged more than one per year (WSDOT 2007). Within the City, the highest number
of collisions occurred at or near the intersection of 220th Street SW and 66th Avenue W. Over the
3-year analysis period, 42 collisions were recorded at thislocation, averaging 14 per year. Thisis
down from the previous 3-year period (2001-2003), which had an average of 21 collisions per
year. The decrease is attributable in part to the reconfiguration of the intersection when the
corridor was reconstructed in 2004. The intersection collision rate per million entering vehiclesis
also presented in Table 2-9. This rate considers that intersections that serve higher traffic volumes
are more likely to experience a higher number of collisions. Evaluating collision rates according
to the volumes that the intersection serves allows a more even comparison. The general guideline
isthat intersections with collision rates that exceed 1.0 collision per million entering vehicles
warrant further evaluation. Of the six locations that experienced greater than average 5 collisions
per year, the locations with the highest rates per million entering vehicles are as follows:

= 220th Street SW and 58th Avenue W — 1.08 collisions per million entering vehicles
= 220th Street SW and 66th Avenue W —0.92 callision per million entering vehicles
= 236th Street SW and 56th Avenue W — 0.88 collision per million entering vehicles

The intersection of 236" Street SW and 56" Avenue W was recently reconstructed and since that
time accidents have been reduced.

Only the intersection of 220th Street SW and 58th Avenue W exceeds both thresholds. High
collision locationsin the City are shown in Figure 2-14.
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Table 2-9.  High Collision Locations

Roadway Plan

Total Collisions in

Average Collisions

3-Year Analysis Average Number of per Million Entering

Intersection Period? Collisions per Year? Vehicles?
220th Street SW and 66th Avenue W 42 14.0 0.92
212th Street SW and 44th Avenue W 24 8.0 0.62
220th Street SW and 64th Avenue W 21 7.0 0.49
236th Street SW and 56th Avenue W 19 6.3 0.88
220th Street SW and 58th Avenue W 18 6.0 1.08
216th Street SW and 66th Avenue W 12 4.0 0.60
220th Street SW and 56th Avenue W 12 4.0 0.63
212th Street SW and 48th Avenue W " 3.7 0.48
220th Street SW and 70th Avenue W " 37 0.38
236th Street SW and Cedar Way 10 33 0.54
236th Street SW and 58th Avenue W 9 3.0 0.69
228th Street SW and 44th Avenue W 8 2.7 0.33
212th Street SW and 52nd Avenue W 7 23 0.26
214th Street SW and 44th Avenue W 7 23 0.34
216th Street SW and 48th Avenue W 7 23 ®
220th Street SW and 44th Avenue W 7 23 0.41
222nd Street SW and 44th Avenue W 6 2.0 @
228th Street SW and 56th Avenue W 6 20 0.44
228th Street SW and 39th Avenue W 6 2.0 0.40
236th Street SW and 48th Avenue W 6 20 0.38
244th Street SW and 56th Avenue W 6 20 0.28
244th Street SW and Cedar Way 6 20 0.55
232nd Street SW and 56th Avenue W 5 1.7 0.38
218th Street SW and 66th Avenue W 4 1.3 )
234th Street SW and 53rd Avenue W 4 13 @

Source: WSDOT 2007

1 Based on data collected from April 2004 through March 2007.

2 Totals that exceed threshold of average 5 collisions per year are indicated in bold.

3 Totals that exceed threshold of 1.0 collision per million entering vehicles are indicated in bold.

4 Data not available.
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Transit and Transportation Demand Management

Local Bus Service

Local busroutes generally operate 7 days a week from early morning through evening hours. The
following local routes serve the City:

» Route 110 operates throughout the day on weekdays and Saturdays, providing service
between the Lynnwood Transit Center and the Edmonds Senior Center.

» Route 112 operates throughout the day, 7 days aweek, providing service between the
Lynnwood Transit Center and Edmonds Community College.

= Route 130 operates throughout the day, 7 days aweek, providing service between the
Lynnwood Transit Center and the Aurora Village Transit Center.

= Route 347 operates throughout the day, 7 days aweek, providing service between the
Mountlake Park and Ride Lot and the Northgate Transit Center.

Commuter Service

Commuter routes generally operate on weekdays in the peak travel direction during peak hours.
The following commuter routes serve the City:

= Route 408 provides service between the City and downtown Sezttle.

* Route 414 provides service between south Everett and downtown Sesttle.

= Route 477 provides service between Brier and downtown Seattle.

= Route 810 provides service between south Everett and the University District.
= Route 850 provides service between Lynnwood and the University District.

= Route 875 provides service between Edmonds and the University District.

Rideshare Services

For citizens who are disinclined or unable to use fixed-route service, the following rideshare
services are available.

= Commuter Vanpools— Community Transit has the third largest vanpool fleet in the nation.
Community Transit provides vehicles, driver orientation, vehicle maintenance, and assistance
in forming vanpool groups.

= Carpool — Community Transit provides ride-matching services for people seeking carpool
partners. People interested in finding carpool partners can call Community Transit for
information

DART Paratransit

DART isaspeciaized bus service provided by Community Transit for those who are unableto
use regular bus service due to a disability. Serviceis available to all origins and destinations
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within 0.75 mile of local bus routes. DART service is operated by Senior Services of Snohomish
County under contract to Community Transit.

Sound Transit Express Bus Service

Sound Transit, which provides regional service to the urban portions of Snohomish, King, and
Pierce counties, does not have an established stop in the City. Sound Transit Express bus service
is available, however, at park-and-ride lotsin the vicinity of the City and can be accessed by one
of the Community Transit local or commuter routes. A Sound Transit freeway station that will
provide express bus service from the City at 236th Street and 1-5 to Seattle and Everett isin
design and expected to begin operation in 2010.

Once operation begins the following service revisions or additions will be available:
e CT Route 414 (mid-day/evening CT service) 30-60 minute headways
e CT Routes 855 & 860 (UW peak period service) 10-60 minute headways
e CT Route 880/881 (UW peak period service) 15-30 minute headways
e ST Route 510 (Everett-Seattle all day) 30-60 minute headways

e ST Route 511 (Lynnwood-Seattle all day) 20 minute headways

Park-and-Ride Facilities

The primary commuter parking facility in the City is the Mountlake Terrace park-and-ride lot
located at 236th Street SW and 1-5. This facility, which has a capacity for 387 cars, is owned by
Washington State Department of Transportation (WSDOT) and operated by Community Transit.
Thisfacility offers bus service to the University of Washington, downtown Seattle, Everett
Boeing, and the Aurora Village Transit Center. As of 2004, the utilization rate of thisfacility was
79% (Snohomish County 2005).

Outside of the City, the Lynnwood park-and-ride lot and Everett Station are two major hubs for
transferring between Community Transit local routes. Other transfer hubs include Edmonds
Community College, Aurora Village, and Smokey Point. These Community Transit routes
connect with King County Metro service at Aurora Village and Bothell, with Everett Transit in
Everett, with the Washington State Ferry at the Edmonds and Mukilteo Terminals, with Sound
Transit at various park-and-ride lots in the south County area, and with Island Transit in
Stanwood.
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Future Planned Transit Projects

The expansion of City’s park-and-ride facility at I-5 and 236™ Street SW, scheduled to begin
construction in 2008, will include afive-level parking garage and capacity for about 900 vehicles.
The new garage will connect by a pedestrian bridge to a Sound Transit freeway station (flyer
stop) for express bus service, as described above.

Longer term transit planning includes extending light rail from Northgate northward to at least
Ash Way and eventually Everett. A light rail station will be located in the vicinity of the
Community Transit park and ride garage at 1-5 and 236th Street SW.

Transportation Demand Management

Transportation Demand Management (TDM) consists of strategies that seek to maximize the
efficiency of the transportation system by reducing demand on the system. The results of
successful TDM can include the benefits listed below.

= Travelers switch from driving alone to high-occupancy vehicle modes such as transit,
vanpools, or carpools.

= Travelers switch from driving to non-motorized modes such as bicycling or walking.

= Travelers change the time they make trips from more congested to less congested times of
day.

= Travelers eliminate trips altogether either through means such as compressed work weeks,
consolidation of errands, or use of telecommunications.

Within the State of Washington, alternative transportation solutions are further necessitated by
the objectives of the Commute Trip Reduction (CTR) Law. Passed in 1991 as a section of the
Washington Clean Air Act (RCW 70.94), the CTR Law seeks to reduce workplace commute trips
in the nine most popul ous countiesin the State. Thislaw requires that in designated high
population counties, each city within the county adopt a CTR plan requiring private and public
employers with 100 or more employeesto implement TDM programs. Programs provide various
incentives or disincentives to encourage use of alternative transportation modes, other than the
single-occupant vehicle. The purpose of CTR isto help maintain air quality in metropolitan areas
by reducing congestion and air pollution.

In 2001, the City adopted the Commute Trip Reduction Ordinance (Mountlake Terrace Municipal
Code 10.15). The purpose of this ordinance was to comply with the CTR Law. The City can
promote TDM through policies and/or investments that may include, but are not limited to, the
following:

= parking management,

= trip reduction ordinances, and
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= transit-oriented and pedestrian-friendly design.

The City can support the CTR Law and regional vehicle trip reduction strategies by working with
employers to encourage the reduction of commuter single-occupant vehicle use. Community
Transit assists employersin developing plans that meet specific trip reduction needs as required
by the CTR Law. Flex time, parking management, vanpooling, and carpooling are some of the
available options. Community Transit offers free Employee Transportation Coordinator Training
Workshops for employers affected by CTR. Transportation consulting services are also available
to interested employers not affected by CTR. Community Transit also conducts community
outreach programs that fall within the realm of TDM.

In 2006, the Washington State L egislature passed the Commute Trip Reduction Efficiency Act,
which amended the requirements for local governments in those counties experiencing the
greatest automobile-related air pollution and traffic congestion to develop and implement plans to
reduce single-occupant vehicle trips. A draft plan has been prepared in accordance with the
revisionsto RCW 70.94.521, see Appendix G, and summarized in this Transportation Master
Plan. The proposed CTR plan will be considered by the Planning Commission and City Council
within the next several months. The plan is a collection of jurisdiction-adopted goals and policies,
facility and service improvements, and marketing strategies about how the jurisdiction will help
make progress for reducing drive-alone trips and vehicle miles traveled over the next 4 years.
Building on the success of the existing commute trip reduction program, the jurisdiction strives to
meet the goal s of the plan for the future by working in partnership and coordination with other
agencies and employers.

The City’ s proposed CTR plan focuses on reducing drive-alone trips and vehicle miles traveled
among employees that work for major employers. It reflects the goals of reducing drive-alone
trips by 10% and vehicle miles traveled by 13% for all major employers by 2011. The City may
consider some of the following strategies to achieve the reduction goals:

= follow the County’s goal of encouraging employersto locate in city centers,

= improve system for notification and enforcement of CTR law,

= develop training programs and guidelines,

= amend the Comprehensive Plan to include some provisions of the CTR Efficiency Act,
= work with Community Transit to provide transit service to CTR-affected work sites,

» increase the number of vanpools at CTR-affected work sites,

= work with CTR-affected work sitesto provide bicycling and walking amenities,

= develop telecommuting programs,

= work with Flexcar to provide car sharing service,

= work with employersto allow employees to work alternative schedules,

= provide a guaranteed ride home program,
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= offer assistance to employers to implement programs,
»  increase management support for the CTR program,

= work with CTR-affected work sites to offer incentives,
= develop parking cashout programs,

= develop programs for CTR marketing and education,

= conduct transit fairs at CTR-affected work sites, and

* increase networking opportunities anong major employers.
Current CTR-affected employersinclude the following:

= Mountlake Terrace Civic Center 23204 58th Avenue W
= PremeraBlue Cross 7001 220th Street SW

The City’s CTR plan has been devel oped through extensive involvement by employers, transit
agencies, organizations, and individuals from throughout the jurisdiction who helped identify
strategies and ways for successful achievement of the goals. The CTR plan supports the
achievement of the jurisdiction’ s vision and the goals of its Comprehensive Plan.

The most current version of the City of Mountlake Terrace Comprehensive Plan was adopted in
December 2006. Key goals and policies that support CTR include the City’ s vision for the Town
Center Subarea and Melody Hill Subarea. Both plans including a mixed-use center that is
supportive of transit, pedestrian, and bicycle use. The City’s policiesin these planning documents
support a pedestrian-oriented streetscape environment for both residential and commercial
activity. The emphasis is on encouraging mixed-use development patterns that provide a variety
of commercial and residential opportunities.

Other Transportation Plan policiesinclude producing design standards for a safe, usable non-
motorized transportation network throughout the City, effective public transit, a well-devel oped
pedestrian and bicycle network, and managed parking.
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Chapter 7. Maintenance and Preservation

Transportation systems require maintenance, repair, rehabilitation, updating, and replacement to
maintain serviceability, reliability, safety, and to protect the public’sinvestment. The City’'s
transportation infrastructure is comprised primarily of streets with pavements, sidewalks,
illumination, and traffic control, including traffic signals, signs, and pavement marking. In recent
years, pavement rehabilitation and traffic signa upgrade projects programmed in the yearly 6-

Y ear Trangportation Improvement Program (T1P) accounted for over seventy-five percent of the
total expenditures. This demonstrates the City’ s strong commitment to preserving its
transportation infrastructure.

Maintenance

Maintenance of the City’ s transportation infrastructure is provided primarily by the City’s Public
Works Department. Activitiesinclude pavement patching, crack sealing, sign cleaning and
replacement, minor sidewalk repairs and replacement, right of way mowing and other vegetation
control, crosswalk painting, and street and traffic signal light replacement. Street sweeping and
catch basin cleaning is also performed by the Public Works staff as part of the stormwater quality
and maintenance program. Additional assistance for signal maintenance and repair is provided by
the City’ s Traffic Engineer and by an on-call contract with the City of Lynnwood. Other types of
maintenance performed by contract includes street re-striping (by Snohomish County), slab
jacking of sidewalks, spraying for weed control, and milling of abrupt edges of concrete
sidewalks to eliminate potential tripping hazards.

Preservation

The City roadways are paved amost entirely with asphalt concrete. Maintenance of these
roadway pavements are guided by the Multi-Y ear Pavement Maintenance and Rehabilitation
Plan, which was drafted in 2005, while coordinating with other City capital improvement projects
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for the water, sewer, and storm utilities. Based on the conclusions of the report and financial
considerations, the strategy consists of using a mixture of bituminous surface treatments (chip
seals) and pavement overlays.

Chip Seals

The predominate form of chip seal applied by the City is comprised of afog seal with asingle
layer of rock. The City hasalong history of relying on this pavement treatment although the
practice was halted for about 10 years, starting in the mid 1990’'s. The program was reinstituted
in 2006. The chip seal is generaly applied to residential local streets, although some arterials and
collectors have received this treatment. Single chip seals are generally expected to have a service
life of about seven years. Based on the current average funding, it will take over twice that time
to complete one cycle of treatments on all the of City’s 42 centerline miles of residential streets.
Considering the anticipated seven year life of asingle chip seal and the decade long hiatus of the
chip seal program, it is recommend the additional funding be allocated to reduce the cycle length,
optimally to a7 year cycle. This corresponds to an average yearly program cost of approximately
$390,000 per year in 2007 dollars.

Asphalt Concrete Pavement Overlays

In recent years, the City has had an aggressive street pavement overlay program. This program
should continue. The projects have included spot repairs of failed pavement, full surface and taper
grinding of pavement, curbing and sidewalk repairs, ADA compliant sidewalk ramps where none
existed and replacement ramps where they did not meet ADA design requirement, and minor
storm water system modifications. The projects have also incorporated traffic calming measures.
In coordination with this transportation plan, future projects may include delineating bike lanes
and other bike route improvements. Selection of projectsincludes reviewing the capital
improvement plans for water, sewer, and storm to determine if utility improvements are
programmed within the roadway segment under consideration. If there are, the projects schedules
are coordinated. As part of the design of the overlay project, existing City sewer and storm
systems are remotely inspected with video to locate repairs needed in advance of the overlay.
Water services are also evaluated to determine if they too should be replaced. This effort will
greatly reduce the likelihood of needing to dig into the new pavement overlaysto repair leaks or
other utility failures, and thereby prolong the integrity and lifespan of the pavement and the City’s
investment.

Pavement Restoration Standards

Another strategy to preserve the City’ sroadway pavements was the adoption in 2007 of new
pavement restoration standards. With the City’ s commitment to overlay projects there was
growing concern about the impact of future utility cuts in the newly repaved streets. Thisled to
new requirements for pavement restoration over trenches. The goa was to adopt requirements
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that better balanced the need to prolong the life of roadway pavement with the cost to developers,
residents, utility companies, and the City in implementing those requirements.

Cutting into, removing and replacing asphalt pavement shortensits life. Regardless of how well
the pavement is restored (patched), cuts in pavement create seams of weakness that contribute to
early deterioration and failure. The problem is acute in streets where the seams are subjected to
wheel loading from high traffic volumes, which occur, on arterials and collectors. The strategy to
reduce this effect isto locate seams away from areas of the pavement subject to loading, i.e., the
wheel tracks, and to reduce the number of seams. Pavement patching also decreases the
smoothness and “ride” along the street. This results when too much or too little asphalt is placed
in anarrow trench, resulting in a narrow bump or dip. Wider patches are typically smoother. To
address these issues, the adopted pavement restoration standards for arterials and collectors
require longitudinal (along the direction of travel) patches to extend to the edges of the travel or
parking lanes. Transverse patches must be a minimum of 10 feet wide.

Traffic Signal Upgrades

Nearly al of thetraffic signalsin the City were constructed more than two decades ago. Vehicles
detected by induction loops installed in the roadway pavement actuated signal phases and
determined cycle length. The controllers receiving the actuations and operating the signals are
comprised of many types and many manufactures. Most are old, have limited functionality, and
are becoming difficult to maintain. Likewise, most of the controller cabinets are outdated and are
not configured to accommodate modern traffic control equipment.

In 2004, 220th Street SW, from SR 5 to SR 99, was reconstructed to increase capacity along that
corridor. The project included afiber optic signal interconnect system to synchronize the
operation of the signals. Video vehicle detection replaced the induction loops due to the ability of
the video system to operate after the pavement was removed during the construction phase, as
opposed to the loops, which could not. Thiswas the first use of video vehicle detection in the
City. In 2005, a program to update the controllers and cabinets was initiated. In the future, the
installation of video detection will be added to the controller and cabinet replacement program.
The schedule of these upgrades will continue to be coordinated with street overlays, construction
projects undergrounding overhead utilities that affect the existing loop detection systems, and
equipment failures. This program is anticipated to be completed in 2015.

In 2006, the City-wide Signal Modification Project was completed, which was comprised
primarily of replacing incandescent bulbs in the signals with energy efficient light emitting diode
(LED) lighting units. A signal upgrade at 56th and 236th was aso part of the project, which
included installing video detection in advance of a pavement overlay project that included paving
that intersection.
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Chapter 8. Financial Plan

The financia plan is an analysis of recommended project costs as compared to available funding.
The analysisisfor six years consistent with the Six-Y ear Transportation |mprovement Program
needs and Growth Management requirements. The Six-Y ear Transportation I|mprovement
Program is developed annually, reviewed by the Planning Commission and adopted by the City
Council. The Program lists the proposed transportation projects with the type of activity to be
performed over the next six years and the funding source. The Growth Management Act requires
that each jurisdiction ensure that adequate financial commitment isin place to complete necessary
transportation improvements or strategies. The concurrency element of the Growth Management
Act requires that transportation improvements are in place, or are funded and will be in place
within 6 years of development.

Project Costs

Preliminary costs for proposed transportation projects were estimated at a planning level, initially
based on 2007 dollars, and then escalated to the year of expenditure. Estimates were based on
typical unit costs, as applied to each type of improvement, and are not the result of preliminary
engineering. Annual programs such as asphalt street overlay show projected expenditures over
the 6-year period of the plan beginning in 2008. These planning-level estimates of probable cost
were the basis for the financial plan.

Table 8-1 summarizes the estimated costs for the recommended projects over the next 6 years.

Table 8-1.  Costs of Implementing the Transportation Master Plan

Project Total Cost over next 6 Years
Asphalt Street Overlay? $ 5,314,600
Bituminous Surface Treatments’ $ 1,441,000
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Project Total Cost over next 6 Years
Sidewalk Construction’ $ 623,500
Signal Cabinet Replacement! $ 206,300
Signal Controller Replacement! $47,350
214th Street SW and 44th Avenue W Signal Construction' $ 388,000
230th Reconstruction (56th to 61st) $1,934,600
244th Reconstruction (56th to Cedar Way) $ 4,579,000
ADA Sidewalk Program $ 330,000
Traffic Calming Program $ 135,000
Bicycle Route Program $ 135,000
220th Street SW and SR 99 westbound right turn lane (right of ~ § 175,500
way only)

Engineering Services $784,410

220th Street SW and 58th Avenue W Roundabout or Signal? $ 158,400
212th Street SW and 48th Avenue W Signal Construction? $ 256,200
216th Street SW and 44th Avenue W Restripe Approach? $12,700

244th Street SW and Cedar Way Intersection Improvement? $ 106,300

236th Street SW and 58th Avenue W Signal? $ 68,800
244th & 48th Intersection Widening? $ 522,000
Impact Fee Fund Balance? $ 549,619
Total $17,768,280

' Denotes program in 2007-2012 Transportation Improvement Plan.
2 Projects required for concurrency
3Cash balance for future concurrency projects.

Revenue Sources

Revenue sources available to the City for financing the transportation improvements are listed
below.

= Federal Highway Administration - The federal government has funds that are made available to
the State of Washington and local agencies from Federal gas taxes. The alocations are based
on the competitive evaluation of specific projects against other projects within the State and
region. To be eligible for funding, a project must be located on an arterial or collector. Grant
programs include Congestion Mitigation Air Quality, Intersection and Corridor Safety, STP
Regional, Transportation Enhancement Program (Statewide), and direct allocations.

= Federal Department of Housing and Urban Development - Federal funds are distributed as
Community Development Block Grants through Snohomish County. Grants are competitive
based on the merits of the projects and are targeted to benefit low income areas. Typicaly, a
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project must be located in a census tract or block with a majority of residents with low to
moderate income. Through the grant amounts are relatively small they can be used on local
streetsin residential areas for sidewak and sidewalk ramp construction.

State — The State has specific programs that fund transportation projects. Two of interest are
the Pedestrian and Bicycle Safety Program and Safe School Route Program. Also, the Public
Works Trust Fund, alow-interest loan program, is a good source.

Motor vehicle fuel tax - The motor vehicle fuel tax is collected by the State and 2.4 cents per
gallon are distributed to cities for roadway construction purposes. The money is distributed
based on the population of each city.

Transportation Improvement Board — The Transportation |mprovement Board provides grants
using the State’ s portion of the gas tax. Projects are selected on a competitive basis and
programs vary from sidewalks to corridor improvements. To be eligible a project must be
located on an arterial or collector.

Joint agency funding - The City of Mountlake Terrace adjoins several other cities. When
roadways are in both jurisdictions resources are combined to fund projects.

Impact fees — Impact fees were recently instituted within the City and are paid by developers
to mitigate the impacts on the transportation system.

Other Financing Options — In addition, the City will continue to explore new options, such as
the LIFT fund, tax increment financing, Transportation Benefit Districts (TBDs), Parking
Improvement Districts, and Local Improvement Districts (LIDs) .

Real Estate Excise Tax -Thisisatax on al sales of real estate, measured by the full selling
price, including the amount of any liens, mortgages and other debts given to secure the
purchase at arate of 1.28 percent. The City is eligible to receive proceeds from the tax if they
have planned under the Growth Management Act. The funds must be used for capital
improvements. The State and Counties receive 0.78 percent and the City 0.5 percent.

General Fund - The General Fund includes a broad range of taxes and fees such as sales tax
and building permit fees. These revenue sources may be used for all City activities. The
current 6-Y ear Transportation |mprovement Program is receiving an allocation of $2.48
million.

General Obligation Bonds - These are bonds issued by the City that will be financed through
future anticipated tax revenues.

Estimated Revenues Available

Thetotal projected revenues available to the City to implement transportation projects over the
next 6-year period are summarized in Table 8-2. The estimated annual allocation of these funds
over the 6-year period is summarized in Appendix F. The estimated revenue projection is
$17,768,280 with a mitigation payment system. This matches the total improvement costs shown
in Table 8-1.
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Table 8-2.  Estimated 6-Year Transportation Revenue

Revenue Source Amount
Federal grants and earmarks'2 $2,154,400
State funds and earmarks’?2 $ 1,913,500
Motor fuel tax $1,024,837
Transportation Improvement Board grants' $1,160,100
Joint agency funding? $ 667,700
Real estate excise tax $ 228,000
Impact fees $1,674,019
General fund $2,480,000
General Obligation Bonds3 $ 1,916,372
Interest $ 263,928
Begging Fund Balance $ 4,285,424
Total $ 17,768,280

' Grant application submitted.
2To be requested.

3 These bonds to be retired with REET funds.

Contingency Plans

Some revenue sources are very secure and highly reliable. However, other revenue sources are
volatile, and therefore difficult to predict with confidence. In the event that revenue from one or
more of these sources is not forthcoming in the amounts forecasted in this Transportation Master
Plan, the City has several options.

= Lower the LOS standard, and therefore reduce the need for transportation capacity
improvement projects.

= |ncrease the amount of revenue from existing sources.
= Adopt new sources of revenue.
* Require developers to provide such facilities at their own expense.

= Changethe Land Use Element in the Comprehensive Plan to reduce the amount of
development, and thus reduce the need for additional public facilities.
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