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he TMP describes

T a vision for
Shoreline’s transportation
future, identifies policies
to help achieve that
vision and contains

the transportation

funding program for

implementation.

S horeline’s
TMP

describes a multi-modal

transportation system,
with an emphasis on
moving people and a
“Complete Streets”
approach where the
system accommodates

all users.

l. n_t r o.d u _c t iI..0.n

You Can Get There From Here

We live in a mobile society. Getting from here to there is critical

to all aspects of our lives. Home, work, recreation, shopping

- we need to move from one place to another to reach these
destinations and engage in various activities. Transportation
affects quality of life and economic vitality. Everyone who travels
to, from or through the City of Shoreline depends upon the
transportation network. It is the responsibility of the City to develop
and maintain a complete transportation system that allows people
to travel using a variety of modes including automobiles, transit,
bicycling and walking. This transportation network must also
support freight mobility, provide access for emergency vehicles and
connect to the regional transportation system. In addition to the
transportation network, the right-of-way contains the majority of
utilities, including the City’s surface water management network.

The City of Shoreline’s Transportation Master Plan (TMP) is the
long-range blueprint for travel and mobility, describing a vision for
transportation that supports the City’s adopted Comprehensive
Plan. The TMP provides guidance for public and private sector
decisions on local and regional transportation investments,
including short-, mid-, and long-range transportation and related
land-use activities. In this way, the City can assess the relative
importance of projects and schedule their planning, engineering
and construction as growth takes place and the need for the
facilities and improvements is warranted. It also establishes

a prioritization of the projects to be included in future capital
improvement plans. The TMP covers all forms of personal travel -
walking, bicycling, transit and automobile.

The City of Shoreline incorporated in 1995. A transportation
element was included in the City’s 1998 Comprehensive Plan and
Shoreline adopted its first TMP in 2005. In 2009, the City decided
to update the TMP because the number of projects completed

and projects planned for the City’s transportation system were
making significant changes to the transportation network. Changes
include completion of the Interurban Trail, including the pedestrian
bridges, construction of more than two miles of improvements on
Aurora Avenue N (SR-99) and implementation of bus rapid transit
service from Community Transit. Completing the improvements to
Aurora Avenue N, new bus rapid transit service provided by Metro
Transit and extension of Sound Transit’s Link Light Rail to Shoreline
are additional changes coming to the City’s transportation system.
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Chapter 1 ¢ Introduction

Shoreline is located in a highly urbanized area. As a suburb

to Seattle and due to its location between several urban
centers, the City experiences a high volume of through traffic on
Interstate 5 and highways that pass through Shoreline. Changes
and growth in surrounding jurisdictions, as well as on the
regional transportation network, affect Shoreline. As a result,
some transportation issues require multi-jurisdictional solutions
and coordination.

Shoreline’s Vision for Transportation

The TMP describes a vision for Shoreline’s transportation
future, identifies policies to help achieve that vision

and contains the transportation funding program for
implementation. The policies affect choices for travel by car,
bus, bicycle and foot, freight and truck transportation and
community livability. By identifying transportation priorities and
the funding to support them, the TMP is able to recommend
what projects are built and what programs are pursued.
Shoreline’s TMP describes a multi-modal transportation system
with an emphasis on moving people and a “Complete Streets”
approach where the system accommodates all users.

The TMP reflects policy direction from the City Council, public
comments and technical analysis of existing and future
conditions and external requirements, such as federal and
state mandates. The TMP focuses on satisfying future travel
demand by making efficient use of the existing infrastructure,
planning for improvements to the City’s transportation network
and providing the facilities and services to encourage walking,
bicycling and transit as priority modes. The TMP includes:

* An inventory and description of the existing transportation
system

e Descriptions of the aspects of transportation that affect
sustainability and quality of life

* Forecasts of future traffic growth and its impacts to the
transportation network in Shoreline

e A concurrency strategy to ensure the City can
accommodate transportation needs at the time growth
occurs

* System plans and strategies for expansion of the City’s
bicycle, pedestrian and transit networks

¢ |dentification, descriptions and priorization of projects
and programs needed to upgrade existing facilities and
construct new facilities
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he Vision Statement
Tin the Comprehensive
Plan describes Shoreline
twenty years in the future.
This vision includes a

city where residents

can walk or bicycle

travel on a network of
sidewalks and trails

to reach destinations

throughout Shoreline.

I n 2008, the City
adopted the

Shoreline Environmental
Sustainability

Strategy. The intent

of the Environmental
Sustainability Strategy

is to establish the goals,
policies and practices that
the City will undertake

in order to thrive as

a sustainable City.

* A strategy that identifies funding resources for prioritized
projects

The TMP provides policy and technical direction for development of
the City’s transportation system based upon growth assumptions
through the year 2030. The TMP is being adopted in 2011

in conjunction with an update of the Comprehensive Plan
Transportation element. The transportation projects and programs
identified in the TMP will be used for the annual development of
the City’s Six Year Transportation Improvement Program and the
Six Year Capital Improvement Plan and will be the basis for the
City’s grant pursuit strategy.

The TMP is a long range plan, with policies, programs and projects
that will be implemented over the next 20 years. As the City’s
transportation needs change over time, the TMP will be updated.

Shoreline Comprehensive Plan and Development Code

The Shoreline Comprehensive Plan establishes a vision for the
community and expresses the community’s values. This 20-year
plan provides the basis for creation of the City’s development
regulations and is used as a guide for decision making. Anticipated
population and employment growth are described as well as how
services and facilities will be developed, maintained or improved to
accommodate this growth.

The Comprehensive Plan Land Use Designations Map identifies
the planned areas for future growth. Because the City can
accommodate its anticipated 20-year growth without changing any
of the current Comprehensive Plan designations, the Land Use
Designations Map looks substantially similar to the current zoning
throughout the City. Single family residential densities remain low
throughout the majority of the City, with redevelopment to higher
densities and intensities occurring in mixed use areas where
multi-family and commercial development are currently located.
The Land Use Designations Map may change if specific areas

are identified as appropriate for future mixed-use transit oriented
development.

The Vision Statement in the Comprehensive Plan describes
Shoreline twenty years in the future. This vision includes a city
where residents can walk or bicycle on a network of sidewalks
and trails to reach destinations throughout Shoreline. In this
vision, neighborhood main streets serve as transportation hubs
for bicyclists, pedestrians and transit riders. Public transportation
provides a quick connection to downtown Seattle, the University of
Washington, light rail and other regional destinations. Convenient
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Chapter 1 ¢ Introduction

and reliable local bus service is available throughout the day
and throughout the City, as are well-maintained bicycle routes
that connect all of the main streets to each other and to the
Aurora core area. Sidewalks connect these hubs of activity

to the surrounding neighborhood, bringing a car-free lifestyle
within reach for many.

The City’s Development Code contains the regulations that
direct development within Shoreline in order to implement

the vision of the Comprehensive Plan. Specific standards are
established to regulate the height and bulk of structures, as
well as the use of land in a given zone. The Development Code
outlines the requirements for installation of infrastructure,
including sidewalks and roadway improvements. Rules
established to protect environmentally sensitive areas are also
an integral part of the Development Code.

Shoreline Sustainability Strategy

In 2008, the City adopted the Shoreline Environmental
Sustainability Strategy. The intent is to establish an inclusive
set of principles and priorities and provide strategic direction
for the City to undertake in order to become an environmentally
sustainable city. This means that the needs of the present can
be met without compromising the ability of future generations to
meet their own needs while working to regenerate and restore
the environment where it has been damaged by past practices.
It is the City’s intent to create and implement the Environmental
Sustainability Strategy so future generations of local residents
will have the resources and means to live at least as well as,
and preferably better than, people today. Actions included in the
strategy address Shoreline’s operations, future development,
leadership and planning processes, including prioritization of
non-motorized transportation investment and planning.

The Environmental Sustainability Strategy includes five Focus
Areas that frame, analyze and organize key components of
the strategy. Focus Area 3: Sustainable Development & Green
Infrastructure deals with the physical and environmental
aspects of sustainable development, including transportation.

The Environmental Sustainability Strategy includes
recommendations that will help implement its goals. The
recommendations that address transportation are listed in
Appendix A.

The City’s Comprehensive Plan and the Environmental
Sustainability Strategy both contain statements about how the
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community would like to see all forms of transportation provided and improved. The Framework
Goals in the Comprehensive Plan provide the overall policy foundation for the plan and support
the City Council’s vision. When implemented, the Framework Goals are intended to preserve

the best qualities of Shoreline neighborhoods today and protect the City’s future. The goals and
policies of the Land Use Element of the Comprehensive Plan, together with the Comprehensive
Plan Land Use Designation Map, represent the basis for assumptions in all other elements of the
Comprehensive Plan.

State and Regional Policy Context

The City’'s Comprehensive Plan must meet a number of state and regional requirements. Key
requirements include compliance with the State Growth Management Act (GMA), certification of
the transportation-related provisions in local comprehensive plans and King County’s Countywide
Planning Policies. Because the TMP supports the Comprehensive Plan, consistency with these
requirements is important in this document as well.

Washington State Growth Management Act

In 1990, Washington adopted the GMA to mandate local comprehensive planning in heavily
populated and high growth areas of the state. The GMA establishes broad goals, such as
managing urban growth, protecting agricultural lands, reducing sprawl, and encouraging multi-
modal transportation systems. The overall goals of the GMA encourage affected jurisdictions,
including Shoreline, to keep pace with land development and make public road and transit
improvements to help meet the expected transportation demand. The City of Shoreline complies
with the GMA in part by including a Transportation Element in its Comprehensive Plan.

Puget Sound Regional Council: Vision 2040 and Transportation 2040

Vision 2040, the growth, economic and transportation strategy for the four-county central Puget
Sound region includes the multi-county planning policies required under the GMA. Prepared and
adopted in April 2008 by PSRC, these policies are used to review and certify the transportation-
related provisions in local comprehensive plans. Transportation 2040, adopted by PSRC in

May 2010, is the detailed transportation component of Vision 2040. The plan addresses the
transportation impacts of the anticipated population and job growth of the region for all modes
of travel, including aviation, ferries, walking and bicycling, automobiles and transit. Projects and
investments that will result in the greatest benefit for the regional transportation system are
prioritized along with viable and sustainable funding sources for implementation.

King County Countywide Planning Policies

As one of the jurisdictions in King County, the GMA requires that the Transportation Element of
Shoreline’s Comprehensive Plan be consistent with the King County Countywide Planning Policies.
In general, the King County Countywide Planning Policies direct local jurisdictions to provide

a balanced transportation system using all modes of transportation as efficiently as possible.
They direct state, regional, county and city governments to coordinate effectively when planning
transportation improvements.
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Regional Coordination

Chapter 1 ¢ Introduction

The TMP addresses impacts to transportation facilities and programs that are within the City.
However, Shoreline is part of a regional system and is affected by growth and the transportation
decisions made in surrounding jurisdictions. Shoreline’s transportation infrastructure is used

not only by its residents but also workers, business patrons and students coming into the City,
travelers passing through Shoreline, transit providers and freight delivery businesses. Shoreline’s
roadways are part of a regional system that includes interstate freeways, highways and arterials.

Shoreline’s regional coordination efforts take place on several levels. From participation

with regional agencies, such as PSRC, King County Metro Transit and Sound Transit, to
intergovernmental coordination with neighboring cities, Shoreline strives to look at transportation
with a dual role of improving transportation throughout the region as well as at a local level.

Agencies the City of Shoreline coordinates with include:

Washington State Department of Transportation (WSDOT)
King County Department of Transportation
Snohomish County

Metro Transit

Community Transit

Sound Transit

Puget Sound Regional Council (PSRC)

City of Seattle

City of Lake Forest Park

City of Edmonds

City of Mountlake Terrace

Town of Woodway




Plan Organization

The TMP is divided into the following chapters:

Chapter 1. Introduction

Chapter 2. Inventory of the Existing Transportation System

Chapter 3. Sustainability and Quality of Life

Chapter 4. Bicycle Plan

Chapter 5. Pedestrian Plan

Chapter 6. Transit Plan

Chapter 7. Master Street Plan

Chapter 8. Concurrency and Level of Service

Chapter 9. Recommended Transportation Improvements

Chapter 10. Funding
The TMP identifies several goals and policies that provide the framework for the City’s
transportation vision. The goals and policies establish the framework and objectives for the
City’s transportation system and guide its development and management. The TMP includes
implementation strategies, which are action items or specific tasks the City can undertake in

order to implement an identified goal or policy. The implementation strategies described in this
plan are not necessarily the only options available to achieve a stated goal or policy.

The TMP also includes a series of project recommendations needed to complete the system
plans, correct existing deficiencies and accommodate growth. Projects were identified and
prioritized for each element of the plan and then combined to create prioritized lists of projects.
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Inventory of the Existing Transportation System

The Best Place to Live, Work and Play

The City of Shoreline has historically been a bedroom community to the City of Seattle. Shoreline
developed as a primarily single-family residential city, with commercial uses focused on Aurora
Avenue N from N 145th Street to N 205th Street. Businesses of all kinds are located along this
corridor including restaurants, personal services, auto repair and sales, professional offices, retail
sales, medical services and entertainment. They range from small, privately-owned businesses

to large, national chain stores. Aurora Avenue N is a state highway (SR 99) and as a result, many
of the businesses located on the corridor are auto oriented, and the sites are developed to
accommodate automobiles. AlImost 90 percent of the City’s sales tax revenues are generated by
businesses located on Aurora Avenue N.

Additional commercial development is located in North City (located on the east side of Shoreline),
on Ballinger Way NE (in the northeast section of Shoreline) and in the extreme southeast of
Shoreline at NE 145th Street and Bothell Way NE. Smaller pockets of commercial development
are scattered throughout the City along NW Richmond Beach Road (at 15th Avenue NW and 8th
Avenue NW), at NE 145th Street/15th Avenue NE, and in the Ridgecrest neighborhood at NE
165th Street/5th Avenue NE.

The higher density, multi-family developments in Shoreline are generally located within and
adjacent to commercial areas and along arterials. Apartment and townhouse developments are
located immediately east and west of commercial development on Aurora Avenue N, with some
multi-family housing located on Aurora Avenue N. Similarly, high-density development is present
along NW Richmond Beach Road, in North City, along Ballinger Way NE, in Ridgecrest and along
N/NE 145th Street. Outside of these areas, the City is developed with single-family residences
with densities of four to six units per acre.

Locations that draw people from outside of Shoreline into the City include:

* Shoreline Community College

* Washington State Department of Transportation (WSDOT)

» Fircrest Residential Rehabilitation Center

* Washington State Public Health Labs

 (Crista Ministries

* Richmond Beach Saltwater Park

e Sports venues, such as the Shoreline Center and Twin Ponds Park
* YMCA

* Aurora Village Transit Center and Shoreline Park and Ride

* King County Transfer Station

* Shopping areas, such as the Aurora Village Shopping Center and Aurora Square

Roadway Network

The transportation network in Shoreline is greatly impacted by state highways. Aurora Avenue
N and Interstate 5 (I-5), both of which are designated as “highways of statewide significance,”
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Chapter 2 ¢ Existing Transportation System

run the entire length of Shoreline and carry well over 200,000
vehicles per day. SR 104 (Ballinger Way NE and N/NE 205th
Street) borders the City to the north and passes through the
northeast portion of the City. Shoreline is bordered by two
other state highways, SR 523 (N/NE 145th Street) and SR
522 (Bothell Way NE). Even though these two corridors and
a portion of SR 104 are not inside the corporate limits of the
City, Shoreline citizens and businesses rely on them for their
travels. Generally, the sidewalk systems along these streets
are nonexistent or substandard and in disrepair, illumination
is lacking and there is limited capacity to improve transit
operations.

I-5 has three interchanges affecting Shoreline: NE 145th Street,
NE 175th Street, and NE 205th Street. The location of each of
these interchanges has direct and significant impact on these
streets, essentially making them Shoreline’s most heavily
traveled east-west corridors. When |-5 is congested, parallel
north/south arterials in Shoreline often receive spillover traffic.
Aurora Avenue N, Meridian Avenue N, 5th Avenue NE and 15th
Avenue NE are the streets that generally pick up the overflow
traffic.

The roadway network in Shoreline is laid out primarily in a grid
system. Streets run east-west and avenues run north-south.
The following roadways function as the primary transportation
corridors in the City:

East-West

* N/NE 145th Street (SR 523)

N/NE 155th Street

N/NE 175th Street

* NW Richmond Beach Road

N/NE 185th Street

* N/NE 205th Street/Ballinger Way NE (SR 104)

North-South

e 8th Avenue NW

* Greenwood Avenue N

e Dayton Avenue N

e Aurora Avenue N (SR 99)
e Meridian Avenue N

* Interstate 5

e 5th Avenue NE

e 15th Avenue NE

e 25th Avenue NE




Aurora Corridor Project

The Aurora Corridor Project is the largest capital project
undertaken by the City since incorporation. When completed,
this project will redevelop the entire three miles of Aurora
Avenue N that run through Shoreline. The goals of the plan are
to improve:

* Pedestrian and vehicle safety

e Pedestrian access and access for persons with disabilities
* Vehicular capacity

e Traffic flow

* Transit speed and reliability

* Nighttime visibility and safety

e Stormwater quality

e Utility infrastructure and capacity

e Economic investment potential

e Streetscape amenities

The completed project will also satisfy the State of Washington’s
access management requirements by eliminating the center
two-way left-turn lane and replacing it with a raised center
median that contains pockets allowing for left and U-turns.

The original design concept was developed during the Aurora
Corridor Multi-Modal Pre-Design Study, a public process lasting
over two years and involving over 60 public meetings, open
houses and briefings at City Council meetings. The design for
the roadway includes the following features:

e 7-foot sidewalks

* 4-foot amenity zone for fire hydrants, street signing,
street and pedestrian lights, landscaping and pedestrian
amenities such as benches and trash cans

* Stormwater facilities and water quality treatment that
meets or exceeds city, county and state requirements

* Two through-lanes and a Business Access/Transit (BAT)
lane in each direction

* Bus zone enhancements

* Raised medians with left- and U-turn pockets

e Continuous street lighting

* Underground utilities

For funding and design purposes, the Aurora Corridor
Improvement Project was divided into sections. The first mile

of the project, N 145th to N 165th Streets, was completed

in 2007. The total cost for this segment of the project was
approximately $27 Million, with 89% of the funding coming from



Chapter 2 ¢ Existing Transportation System

federal, state and county grants, and 11% from money set aside by the City for the project.

The City performed environmental review under the State Environmental Policy Act (SEPA) and
the National Environmental Policy Act (NEPA) simultaneously for the second and third miles of
the project (N 165th to N 205th Streets). Upon completion of the environmental review process,
design and right-of-way acquisition work began for the second mile (N 165th to N 185th Streets).
Construction of the second mile was substantially completed in fall 2011. In January 2011,
construction began on the next seven blocks (N 185th to N 192nd Streets), with completion
scheduled for early 2012. The remainder of the project is scheduled for completion in 2014.

Street Classifications

Federal and State guidelines require that streets be classified based on function. Generally,
streets are classified as either arterial streets or non-arterial streets. Local jurisdictions can also
use the designations to guide the nature of improvements allowed and/or desired on certain
roadways, such as sidewalks or street calming devices.

The primary function of arterials is to provide a high degree of vehicular mobility through effective
street design and by limiting property access. The vehicles on arterials are often through traffic.
Arterials in Shoreline are further divided into three classes: Principal, Minor and Collector
Arterials. Generally, the higher the classification of a street (Principal being the highest), the
greater the volumes, through movements and length of trips, and the fewer the access points.

* Principal Arterials have higher levels of local land access controls, with limited driveway
access and regional significance as major vehicular travel routes that connect between cities
within a metropolitan area. (Examples: Aurora Avenue, NE 175th Street and 15th Avenue
NE)

* Minor Arterials are generally designed to provide a high degree of intra-community
connections and are less significant from a perspective of regional mobility. (Examples:
Meridian Avenue N, N/NE 185th Street and NW Richmond Beach Road)

* Collector Arterials assemble traffic from the interior of an area/community and deliver it to
the closest Minor or Principal Arterial. Collector Arterials provide for both mobility and access
to property and are designed to fulfill both functions. (Examples: Greenwood Avenue N,
Fremont Avenue N and NW Innis Arden Way)

All streets other than arterials are generally designated as non-arterial streets that provide
local accesses. Table 2.1, Typical Shoreline Street Characteristics, describes the different
characteristics of classified streets in Shoreline. The characteristics identified are meant

as descriptors, not as standards or policies. Figure A, Street Classifications, identifies the
classifications for all of the City’s streets.

The classification of a roadway often determines eligibility for grant funding. Typically, granting
agencies fund projects on arterials and will not provide funds for projects on local streets.
Similarly, roadway classification influences the types of traffic improvements the City will construct
on a street. For example, arterials are not typically eligible for traffic calming features and
generally are not considered for improvement through the City’s Neighborhood Traffic Safety
Program. Shoreline does not typically stripe centerlines on non-arterial streets.
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Table 2.1: Tvical Shoreline S o -

Function

Speed Limits

Daily Volume
(vehicles per
day)

Number of Lanes

Lane Striping

Transit

Bicycle Facilities

Pedestrian
Facilities

Principal Arterial

- Connect cities
and urban
centers with
minimum delay

- Connect traffic
to Interstate
system

- Accommodate
long and through
trips

30-40 mph

More than
15,000

Three or more
lanes

Pavement
markings used to
delineate travel
lanes.

Buses/transit
stops allowed

May contain
bicycle lanes,
shared lanes or
signage

- Sidewalks on
both sides
- Amenity zones

Existing Traffic Volumes

Arterial Streets

Minor Arterial

- Connect activity
centers within
the City

- Connect traffic
to Principal
Arterials and
Interstate

- Accommodate
some long trips

30-35 mph
7,000 - 20,000

Two or more
lanes

Pavement
markings used to
delineate travel
lanes.

Buses/transit
stops allowed

May contain
bicycle lanes,
shared lanes or
signage

- Sidewalks on
both sides
- Amenity zones

Collector Arterial

- Provide access
to community
services and
businesses

- Connect traffic
from Non Arterial
Streets to Minor
or Principal
Arterials

- Accommodate
medium length
trips

25-30 mph
2,000 - 8,000

Two or more
lanes

Pavement
markings used to
delineate travel
lanes.

Buses/transit
stops allowed

May contain
bicycle lanes,
shared lanes or
signage

- Sidewalks on
both sides
- Amenity zones

Non Arterial (Local) Streets

Local Primary
Street

- Connect
traffic from
local secondary
streets to
Arterials

- Accommodate
short trips to
neighborhood
destinations

- Provide local
accesses

25 mph
less than 3,000

One or two lanes

No centerline
striping

Buses/transit
stops not
generally allowed
except for short
segments

- Shared lanes
can be provided
- Signs may be
included

Pedestrian
access through
the use of
sidewalks, trails,
or other means

Local Secondary
Street

- Provide local
accesses

25 mph
less than 3,000

One or two lanes

No centerline
striping

Buses/transit
stops not allowed

Bike facilities not
specifically
provided; may
include signed
bike routes

Safe pedestrian
access through
the use of
sidewalks, trails,
or other means.

The pattern of daily traffic volumes reflects the street classifications. The highest volumes of
traffic are observed on state highways, which are principal arterials. Aurora Avenue N has the
highest overall 24-hour average daily traffic, in both directions, for any facility in Shoreline with
the exception of I-5 and a small section of SR 104. The average weekday traffic volumes in 2010
ranged from 31,800 in the north to 37,900 in the vicinity of N 160th Street. SR 104 near the I-5
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Chapter 2 « Existing Transportation System

interchange had daily traffic volumes in excess of 52,000. In the
northeast section of the City, daily traffic volumes on SR 104 are
approximately 23,000. Traffic volumes along SR 523 range from
24,500 to 31,800. Other principal arterials that have significant
traffic but are not state routes include: 15th Avenue NE, Meridian
Avenue N, NW Richmond Beach Road, N 205th Street, N 185th
Street, N/NE 175th Street, N/NE 155th Street and Westminster
Way N. Figure B, City of Shoreline Traffic Flow Map 2010,
summarizes the existing 24-hour average weekday traffic volumes
for Shoreline.

Access Control Classification System

For all Washington State highways, WSDOT controls all access to
their facilities in order to preserve the safety and efficiency. Under
current access management standards, access is distinguished
as being either a limited access highway or a managed access
highway. I-5 is the only limited access highway in Shoreline. The
remaining state routes in Shoreline are managed access. WSDOT
has sole authority to reclassify access route designations.

Collision Analysis

The City of Shoreline collects crash data for use in analyzing and
evaluating traffic operations in the City. Such data is useful in many
ways, including helping the Shoreline Police Department target
areas for enforcement, prioritizing City resources and applying for
grants to help finance capital improvement projects that address
safety problems. The ability to document the safety potential of the
proposed Aurora Corridor Improvement Project allowed the City to
obtain grants to help fund the project and secure City leadership
support in directing resources for implementation. One measure of
success is that the number of reported crashes between N 145th
and N 165th Streets has dropped over 75% since the roadway
changes were put into effect.

The City of Shoreline compiles data for reported accidents on all
streets within City limits. Excluded from the report are crashes on
private property, those on N/NE 145th Street, N/NE 205th Street,
crashes that do not result in a formal police report, collisions
under the threshold of $700 and other non-crash vehicle incident
reports. Collision statistics are developed from Shoreline Police
Department traffic collision reports and data from the WSDOT data
office, which includes crashes investigated by other agencies and
citizen reports. In the following analysis, the City utilized a three-
year time period to evaluate intersection and roadway accidents.
Because there are fewer pedestrian and bicycle accidents in the
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City, a five-year data set was used. This allows the City to more
accurately evaluate trends and identify problem areas.

Collision Summary

The City of Shoreline Traffic Services recorded 545 crashes
reported within the City of Shoreline for the year 2009. Table
2.2, Total Crashes in Shoreline 2004-2009, summarizes the
number of crashes annually in the City from 2004-2009 and
breaks these figures down by type of crash. The trend indicates
that the total crashes and injuries are decreasing.

Table 2.2: Total Crashes in Shoreline 2004-2009

Year

2004 2005 2006 2007 2008 2009
Total 803 726 756 633 562 545
Crashes
Property 489 484 507 386 368 334
Damage
Only
Injury 275 213 223 217 165 173
Crashes
Number 361 278 289 297 219 212
of Injuries
Fatal 0 2 2 0 0 1
Crashes

The City has observed significant reductions in the number

of crashes, crash rates and crash severity in areas where
transportation improvements have been installed. Prior to
construction of the Aurora Corridor improvements from N 145th
to N 165th Streets, accidents on Aurora Avenue N represented
31 percent of all crashes in the City. In 2009, accidents on
Aurora Avenue N represented less than 25 percent of all
crashes in the City. In conjunction with the rechannelization
completed in 2006, the crash severity has declined along 15th
Avenue NE.

Figure 2.3, Types of Crashes 2007-2009, shows the types of
crashes in the City from 2007-2009. Rear-end and right-angle
crashes make up around 60 percent of all reported collision
types on City streets. Crashes involving pedestrian or bicycles
make up about 4 percent of all reported collision types but are
usually not reported unless there is an injury or a police report
filed. The location of all vehicle crashes in the City from 2008-
2010 is shown on Figure C, Vehicle Collisions Most Current
Three Years.
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Eigure 2.3, Types of Crashes 2007-2009

Intersection and Roadway Segment Accident Analysis

From 2007-2009, the intersection at 3rd Avenue NW and NW Richmond Beach Road had the
highest number of crashes (18) for an intersection. The next two highest accident locations at
intersections were at Meridian Avenue N and N 155th Street (15) and 10th Avenue NE and NE
175th Street (14). All of these are signalized intersections. The two intersections with the highest
crash rate are along Linden Avenue N at N 165th Street (1.01) and N 175th Street (0.91), both of
which are intersections without signals. Appendix B, High Accident Locations - Intersections
(by crash rate) lists the high accident locations in the City and details the number of crashes and
injuries, the crash rates and the entering volumes.

Appendix C, High Accident Roadway Segments (by crash rate) summarizes accidents that
occur between intersections, known as mid-block accidents. For mid-block locations, Aurora
Avenue N had the majority of accidents. The highest number was observed between N 175th
Street and Ronald Place N on Aurora Avenue N, where 40 accidents occurred from 2007-2009.
The 10 highest number of accidents for a mid-block location occurred on Aurora Avenue N.
These locations are highly commercialized with several driveways connecting to Aurora Avenue
N. However, the highest mid-block accident rate in Shoreline was found along N 155th Street
between Aurora Avenue N and Midvale Avenue N.

Pedestrian Accident Data

From 2005-2009, crashes involving pedestrians made up 2.7 percent of all reported collision
types. Accident locations are mapped out in Figure D, Pedestrian Collisions. A total of 98
collisions between vehicles and pedestrians were reported at 68 different locations. Just over
half of these accidents were at intersections and the remainder occurred at mid-block locations.
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Five of the collisions were at the intersection of N 200th Street and the entrance to the Aurora
Village Shopping Center. This was the highest accident location for pedestrians. The Aurora
Corridor Improvement Project will extend to the intersection and help resolve the safety problems
at this location. Aurora Avenue N had the highest number of accidents (32). Over 80 percent of
the accidents occurred along arterials. Other corridors with a concentrated number of accidents
included 15th Avenue NE (14), 175th Street (7), Meridian Avenue N (6), NW Richmond Beach
Road (5), 155th Street (4) and 5th Avenue NE (4).

Bicycle Accident Data

From 2005-2009, crashes involving bicycles made up 1.5 percent of all reported collision
types. Accident locations are mapped out in Figure E, Bicycle Collisions. A total of 51 collisions
between vehicles and bicyclists were reported at 46 unique locations. There were two locations
with two incidents and one location with three incidents involving a bicyclist, all of which were
intersections. Of the reported collisions involving bicycles, 37 were at intersections and the
remaining 14 occurred at mid-block locations. Aimost 80 percent of the accidents occurred
along arterials. Aurora Avenue N had the highest number of accidents (6). Other areas with a
concentrated number of accidents included: the intersection at Midvale Avenue N and N 185th
Street (3) and along 15th Avenue NE (5).

Measures to Reduce Accidents and Improve Safety

Traffic crashes have considerable impact not only on the people directly involved in the crash but
also on the community as a whole. Collisions can be reduced through several factors. Shoreline
emphasizes “The 3 E’s” when working to reduce crashes. They include:

* Education: Alerts people to ways they can help ease traffic problems, such as reducing
driving speed or using travel alternatives other than automobiles. The City of Shoreline
reaches out to help inform residents about traffic issues through a number of programs
including the Neighborhood Traffic Action Plans and Neighborhood Traffic Safety Program,
newsletters, neighborhood meetings and information on the City’s website.

* Enforcement: Utilizes the Shoreline Police Department Traffic Division to focus enforcement
efforts on problem areas to increase community awareness and compliance.

* Engineering: Monitors and evaluates traffic and travel patterns within the City’s travel
network. Designs, operates and manages facilities for all modes of transportation in order to
provide for the safe and efficient movement of people, goods and services.

Safety on streets can be improved in a variety of ways, many of which have been implemented
throughout the City. The safety improvements listed below are often dependent upon the types of
streets, traffic volumes and speeds.

Access Management and Medians

Access management refers to the proactive management of vehicle access points to adjacent
parcels through roadway design. Access management promotes safe and efficient use of the
transportation network for all different types of roadways. Several techniques are available to
control access to roadways. These techniques include:

»
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* Access Spacing: Increasing the distance between traffic signals improves the flow of traffic
on major arterials, reduces congestion and improves air quality for heavily traveled corridors.
However, increased spacing results in limited opportunities for pedestrians to cross at a
signalized location.

* Driveway Spacing: Fewer driveways, spaced further apart, allow for more orderly merging of
traffic and present fewer conflicts to drivers.

* Separated Turning Lanes: Dedicated lanes for left-, right- and U-turns, as well as
roundabouts, keep through-traffic flowing.

* Roundabouts: Roundabouts represent an opportunity to reduce conflict points in an
intersection or reduce crash severity.

* Median Treatments: Curbing and non-traversable raised medians are some of the most
effective means to regulate roadway access and reduce crashes.

The access management techniques for a given roadway must be appropriate for the facility with
respect to the roadway classification, traffic volumes, adjacent land uses and traffic speeds.

Roadway Rechannelization and Center Left-Turn Lanes

One method available to improve traffic safety is to rechannelize the street, reducing a four-lane
road to three lanes. While seeming counter-intuitive, such conversions are successful, both
regionally and nationally, in improving pedestrian and motorist safety, revitalizing neighborhood
economies and improving quality of life.

Four-lane roads generally accommodate higher overall speeds, in part by allowing faster vehicles
to maneuver around slower ones. The lack of a designated turn lane causes turning vehicles to
slow and wait in through-traffic lanes. This can cause sudden lane changes, leading to increased
number of rear-end and sideswipe crashes and failure to see pedestrians. The higher speeds also
contribute to increased severity and number of injuries. Traffic engineering studies indicate that
four-lane roads carrying up to 25,000 vehicles per day are good candidates for lane reductions
through rechannelization.

A three-lane roadway operates in a safer manner for several reasons:
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* Lower Speeds. Reducing the number of lanes in one direction from two to one results
in lower speeds overall. Faster drivers are forced to drive the same speed as the slower
vehicles in front of them.

* Reduction in Number of Collisions and Severity. Vehicles looking for a gap in traffic to make
left turns now have a space to wait outside of the higher-speed through-traffic lanes and are
crossing only one lane of on-coming traffic.

» Safer Crosswalks. Changing the number of lanes from two to one reduces the “multiple
threat” scenario for pedestrians, where a vehicle in one lane stops and a vehicle in the
adjacent lane does not. The stopped vehicle often blocks visibility of the pedestrian as they
are crossing. Pedestrian crossing distances can be reduced through the introduction of
bulbouts (curb extensions) at intersections.

* Bicycle Lanes. When the number of lanes is reduced from four to three, the remaining area
can be used to create separated bicycle lanes in each direction.

Lighting

Lighting is a highly effective tool for improving safety along roadways. Well designed and
maintained lighting allows pedestrians to feel safe when walking in their neighborhoods and
drivers can better see the street, as well as the surrounding sidewalks. Both the roadway
and crossing areas need to be lit in order to create a safe environment for all roadway users.
Additionally, a positive sense of safety and security is enhanced when people interact in their
neighborhoods, helping to reduce crime when there are more “eyes” on the street. The City’s
priority for street lighting is to illuminate higher

classified streets and the intersections on those

roadways. The foot candle/illumination unit

requirements for lighting is based upon the

street classification.

Sidewalks

Sidewalks improve roadway safety in several
ways. By providing a separate, designated
location for pedestrians, there is a clear
distinction between the areas for vehicles and
those for pedestrians. Elements that provide
additional physical separation for motorists and pedestrians can include a raised curb and
sidewalk, a planted area or amenity zone between the travel lane and sidewalk, and shrubs or
trees to create a buffer for pedestrians from passing traffic. When sidewalks are setback from the
roadway, driveway slopes can often be contained within this setback area, allowing the walking
surface to remain level for pedestrians.

Image: courtesy of KPG for North City Project

Narrower streets have been shown to reduce traffic speeds. Unlike wide shoulders for
pedestrians, sidewalks place a defining edge on the travel lanes and create the appearance of
narrower lanes, causing drivers to reduce their speeds. The combination of slower vehicle speeds
and a separated location for walking greatly enhances the safety of a roadway.
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Bicycle Lanes and Signage

In the same way sidewalks function for pedestrians, bicycle lanes provide a clearly defined
location for bicycle travel, separate from vehicles. Generally located adjacent to a curb or the
outside lane of travel, bicycle lanes are designed to enhance safety for bicyclists that share the
road with motorists. By using these lanes, bicyclists that are traveling slower than vehicles do
not impact the flow of traffic and drivers often slow down in the presence of bicycles. This plan
includes recommendations for several bicycle lane corridors.

Signage is another mechanism available to alert drivers to the presence of bicyclists. Shared
travel lanes are wider than standard travel lanes and are designed to require motorists and
bicyclists to share the lane. These lanes are often marked with symbols, such as “sharrows”,
indicating where bicyclists should ride and informing drivers that the lane must be shared with
riders. Posted signs can also notify motorists that a given roadway is designated as a bicycle
route, informing drivers so they can use extra caution.

I
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Traffic Calming

Traffic calming refers to measures which aim to reduce or manage the negative effects of motor
vehicle use, such as speeding and cut-through traffic, and enhance safety for all users of the
street. The following list describes some of the more common types of traffic calming devices and
measures. Most of these techniques are allowed only on non-arterial streets:

e Speed humps are traffic control devices that help to reduce speeds on residential streets
by creating a short elevated section of street pavement that requires vehicles to slow down
to cross over it. They differ from speed bumps found in parking lots in that they are wider
and flatter and do not require vehicle traffic to slow down quite as much. Speed humps have
been shown to reduce traffic speeds by up to 7 mph. Speed humps typically are not used on
arterials or primary emergency vehicle routes.

* When placed mid-block, curb extensions can be used to create a chicane, a series of
bulbouts on alternating sides of the street, which is used to calm traffic by narrowing the
street and requiring motorists to reduce their speed in order to maneuver through the
device. Curb extensions can also be used at intersections or mid-block to provide visual
distinction and reduce pedestrian crossing distances at established crosswalk locations.
Bulbouts help to provide a clear visual signal to drivers that a crossing is approaching
and makes waiting pedestrians more visible. Chokers or Neckdowns tend to be longer
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than bulb-outs and often line up with and help to define
parallel street parking areas. These extensions narrow the
appearance of the street and can be attractive, especially
when landscaped. Incorporating swales or bioretention
areas into curb extensions can help to capture or reduce
stormwater runoff.

Traffic circles are raised islands placed in intersections
which cause motorists to slow down as they check for
opposing traffic when approaching the intersection and
maneuver around the device. Traffic circles have been
shown to significantly reduce collisions at intersections.
They are appropriate on non-arterial streets where traffic
volume is not a concern but traffic speed is.

Landscaping and street trees have been shown to reduce
traffic speeds by creating a more enclosed and pedestrian-
friendly environment. Vertical elements, such as street
trees, change drivers’ perception of the street, giving the
street a narrower feel. This can help alert drivers to the
presence of pedestrians and cause them to reduce speed.
Street trees and landscaping are often used in conjunction
with other traffic calming techniques.

Diverters are physical barriers placed diagonally across

an intersection that block through movements and
effectively create two L-shaped streets. When diverters

are landscaped, they result in an additional traffic calming
measure. Because of the impact that diverters can

have on adjacent streets, particular care is given when
considering the use of this type of device.

Street closures involve the installation of some form

of barrier to block through access by vehicles while
maintaining access for pedestrians and bicyclists. They
have been shown to be quite effective in reducing traffic
volumes. Some roadways may require emergency vehicle
access, which can sometimes be accommodated through
roadway design and removable traffic control devices.
Street closures can be either full closures that block
vehicular access in both directions or half closures which
limit vehicular traffic to either entry or exit, but not both.
Similar to diverters, street closures can have a significant
impact on adjacent or nearby streets. Particular care is
given when considering the use of this device.
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Sustainability —and _Quality _of _Life

Keeping It Green

Transportation plays a large role in the quality of life of City of Shoreline residents. Lengthy
commutes and time stuck in traffic mean spending hours away from family, friends and activities.
Speeding cars and cut-through traffic make neighborhood streets feel less safe. Poor quality or
non-existent bicycle and pedestrian facilities can be a deterrent to residents walking or bicycling
for transportation, connecting to transit and traveling to schools and parks, as well as for
recreational purposes.

How people choose to travel is a key element of both environmental sustainability and quality

of life. Transportation is a significant contributor to climate change, as it accounts for a high
percentage of all green house gas emissions in Washington State. Reducing the total number of
vehicle miles traveled could provide Shoreline’s biggest contribution to reducing green house gas
emissions in the region.

Transportation infrastructure, the roads, parking lots, railroads, sidewalks, bike paths, and
associated storm drainage and traffic control systems have direct impacts on the environment in
addition to the impacts from the vehicles that travel on them. Stormwater runoff can contribute to
water pollution, flooding, and water temperature elevation as it flows over this infrastructure. Hard
surfaces also contribute to heat island effect and reduced wildlife habitat.

The City’s largest property asset is its right-of-way, covering 2.1 square miles and including
roadway surface, amenity zones, sidewalks and overhead and underground utilities (including
electricity, telephone, cable, water, sewer and natural gas). Additionally, the vast majority of

the City’s stormwater management facilities are located in the right-of-way. The right-of-way
presents many opportunities to incorporate sustainable practices, such as natural stormwater
treatment, which improve the environment in various ways. Smart design of our transportation
infrastructure can reduce negative environmental impacts or even provide positive contributions
to environmental sustainability.

Goals and policies related to overall sustainability and quality of life include:

Comprehensive Plan Goal FG 13: Encourage a variety of transportation options that provide
better connectivity within Shoreline and throughout the region.

Goal T I: Provide safe and friendly streets for Shoreline citizens.

Goal T II: Work with transportation providers to develop a safe, efficient and effective
multimodal transportation system to address overall mobility and accessibility. Maximize the
people-carrying capacity of the surface transportation system.

Policy T1: Make safety the first priority of citywide transportation planning and traffic
management. Place a higher priority on pedestrian, bicycle and automobile safety over vehicle
capacity improvements at intersections.

Policy T2: Reduce the impact of the City’s transportation system on the environment through
the use of technology, expanded transit use and nonmotorized transportation options.
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Chapter 3 ¢ Sustainability & Quality of Life

Policy T10: Transportation projects and facilities should be sited, designed and constructed to
avoid or minimize negative environmental impacts to the extent feasible.

Implementation Strategies
10.1. Minimize curb cuts (driveways) on arterial streets by combining driveways through the
development review process and in implementing capital projects.

10.2. Implement the Transportation Master Plan that integrates the City’'s Complete Streets
program. Promote adequate capacity on the roadways and intersections to provide access to
homes and businesses.

10.3. Coordinate transportation infrastructure design and placement to serve multiple public
functions when possible, i.e. integrate stormwater management, parks development and
transportation facility design.

10.4. Implement a coordinated signal system that is efficient and flexible depending on
demand or time of day and responsive to all types of users, including transit riders, bicyclists
and pedestrians.

10.5. Require evaluation of the transportation impacts resulting from significant land use
developments. Each development that requires a Transportation Impact Analysis should have
project specific scoping that evaluates all transportation modes, including pedestrian, bicycle
and transit. A more specific impact analysis that includes activities such as pedestrian activity
near schools or high traffic volumes outside of standard peak period travel times is required to
address the unique transportation needs of some land uses.

Discussion: Transportation impact studies generally focus on the impacts of vehicle trips,
primarily during the PM peak period. Many uses, such as schools and churches, have
significant traffic impacts at times other than the PM peak period and these impacts should

be analyzed. Additionally, some uses have transportation demands beyond those of vehicles.
For example, schools generate high pedestrian volumes. The needs of these pedestrians and
bicyclists should be evaluated to determine if adequate facilities are available to accommodate
them. Pedestrian safety must also be considered, as there are likely to be conflicts with
vehicular traffic.

10.6. Appropriately sign and mark city roadways, identifying the allowed use(s), speeds and
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restrictions for all streets.

Discussion: The various classifications of streets in the City require different types and levels
of sighage and markings. Arterial streets in Shoreline have centerline stripes to delineate
lanes, while non-arterial streets do not. Streets that are part of the City’s bicycle system should
be marked with separated lanes, sharrows or free standing signage, as appropriate. The
appropriate signing and marking shall be required per the Manual on Uniform Traffic Control
Devices (MUTCD).

10.7. Develop a safe roadway system. Examples of methods to improve safety may depend
upon existing conditions and can include:

o Sidewalks

o Bicycle facilities

o Traffic calming devices

o Two-way center left-turn lanes

o Median islands

o Turn prohibitions

o Signals, illumination, and signage

o Access management

o Other traffic engineering techniques
10.8. Utilize the Street Classification Map as a guide in balancing street function with land
uses. Minimize vehicle through-traffic on local streets. Monitor traffic growth on arterial streets
and non-arterial streets and take measures to keep volumes within appropriate limits for each
street based upon its classification.

10.9. Encourage the use of programs and services that minimize the need to own a car, such
as car sharing and increased transit use.

10.10. Encourage the use of technologies that minimize reliance on fossil fuels and reduce
greenhouse gas emissions, such as electric and high fuel efficiency automobiles.

10.11. Update the development code to include requirements for project elements that

help minimize environmental impacts, such as electric vehicle charging stations, car sharing
programs or increased bicycle parking and storage facilities.

10.12. Coordinate with WSDOT to improve operation of and access to I-5 in order to minimize
cut-through traffic on Shoreline arterials. Improvements may include ramp metering at all
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interchanges in the City (NE 145th Street, NE 175th Street
and NE 205th Street) or reconstruction of the I-5 interchange
at NE 175th Street to improve traffic flow and efficiency.
10.13. Through the City’s development code, encourage
transit-oriented development along defined transit corridors.

Neighborhood Involvement

Neighborhood Traffic Safety Program

The City of Shoreline created its Neighborhood Traffic Safety
Program (NTSP) to respond to residents’ concerns about
speeding, cut-through traffic, accidents and pedestrian safety
on non-arterial (local) streets. The City developed this program
with the help of citizens, school district officials, fire and police
department representatives and technical experts.

The NTSP consists of a two-phase approach that incorporates
a “3 E's” strategy. The first phase uses “Education” and traffic
“Enforcement” to encourage behavior changes that lead to
safer streets. The second phase uses “Engineering” solutions
such as traffic circles, speed humps, narrowed lanes, chicanes,
textured pavement, signage, closures, partial closures and
traffic diverters. Through the NTSP, the City works closely with
residents to evaluate the traffic conditions on their street and
implement solutions best suited to the specific concerns and
conditions of their street.

Since the program’s inception in 2001, the City has evaluated
over 100 locations through the NTSP. In response to these
evaluations, more than 30 traffic circles and 20 speed humps
have been installed throughout Shoreline. While physical
devices may be appropriate for some streets, the solutions for
many of the locations identified through this program emphasize
enforcement and education through police presence, radar
speed display, signage, striping and other pavement markings.
Figure F, Traffic Calming Device Locations, shows the location
of traffic-calming devices throughout the City.

Neighborhood Traffic Action Plans

In 2005, the City began working collaboratively with residents
and community groups to create Neighborhood Traffic

Action Plans (NTAP) for each of Shoreline’s neighborhoods.
These plans identify a variety of recommendations aimed at
addressing priority traffic and pedestrian safety concerns as
identified by residents. The purpose of these plans is to improve
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the safety, mobility and livability of the City’s neighborhoods.
Residents in each neighborhood worked with staff to identify
key concerns, evaluate possible solutions and develop a list
of prioritized recommendations and projects specific to their
community. The recommendations will be used to guide short-
and long-term traffic and pedestrian safety improvements as
funding is identified.

Issues and concerns evaluated in the NTAPs were identified

by residents using mail-in surveys, neighborhood meetings
and information from Shoreline’s Neighborhood Traffic

Safety Program. For each neighborhood, a Traffic Advisory
Committee was formed, comprised of volunteer residents. The
committees worked with City staff to develop and prioritize
recommendations to address concerns while fitting in with the
vision residents have for their neighborhood. Reducing speeds
and cut-through traffic, as well as constructing pedestrian
walkways and bicycle lanes, were key priorities identified by
many neighborhoods. To address these issues, the NTAPs
recommend neighborhood specific improvements such as
increased traffic enforcement and driver education, installation
of traffic calming devices such as traffic circles and speed
humps, and the construction of walkways and bicycle facilities.

The NTAPs are considered active, working plans, that will be
revised periodically as new issues and concerns arise. City
staff continues to look for funding opportunities to implement
elements of the plans through existing programs and sources,
including traffic small works projects, grants and the City’s
Capital Improvement Plan (CIP). A number of projects identified
in some of these plans have already been completed, such

as clearing vegetation, installing traffic sighs and pavement
markings and constructing traffic circles. Larger projects

such as the installation of walkways on 10th Avenue NE, 17th
Avenue NE, 25th Avenue NE and NE 192nd Street have been
completed as part of the CIP. These walkways were identified
as priority projects by their respective NTAPs. Many of the
projects identified in the NTAPs are included in the bicycle and
pedestrian system plans, presented in later chapters.

Goal lllI: Protect the livability and safety of residential
neighborhoods from the adverse impacts of the automobile.

Policy T3: Enhance neighborhood safety and livability. Use
engineering, enforcement and educational tools to improve
traffic safety on City roadways.
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Policy T4: Communicate with and involve residents and businesses in the development and
implementation of transportation projects.

Implementation Strategies

4.1. Work with neighborhood residents to reduce speeds and cut-through traffic on non-
arterial streets with techniques that include education, enforcement, traffic calming and
signing. Develop alternative street designs that discourage cut-through traffic while maintaining
the connectivity of the transportation system.

4.2. In cooperation with the City’s police department, continue to monitor traffic accidents,
citizen input/complaints, traffic violations and traffic growth to identify and prioritize locations
for safety improvements.

4.3. Utilize the Neighborhood Traffic Safety Program process to receive public input and
make improvements based on neighborhood concerns and priorities.

4.4. Continue to monitor innovations and changes to standards in the traffic calming and
neighborhood stability field and consider implementing them when proven effective and safe
and as appropriate situations are available.

4.5. Communicate with citizens regarding transportation improvement projects so that they
are aware of the schedule and scope of projects through methods such as:

o Telephone hotlines

o Notices

o Currents

o City website

Management Strategies and Programs

Transportation Demand Management (TDM)

Transportation demand management (TDM) seeks to balance the expense of additional roadway
capacity projects by reducing the peak period demand for vehicle space. TDM promotes more
efficient use of the existing transportation systems by influencing the time, route or mode selected
for a given trip. TDM strategies increase travel choices, offering the opportunity to choose how,
when and if travel will be by car or in some other way, with the aim of balancing demand with the
transportation system.

TDM employs a number of techniques to influence travel mode choice, the time of day that a trip
is taken, and even whether or not a trip is made. Options include:

Modal strategies (vanpools and telecommuting)

Incentives (bus passes and free or reduced parking rates)

Specialized services (shuttles)

Facility improvements (bike lockers, showers at work sites and preferential parking for
ridesharing)

* Nonmotorized facilities (availability and access to sidewalks and/or bike trail systems)

With limited resources to build new capacity along with continued population and employment
growth, TDM strategies can be cost-effective, complementary and efficient alternatives to
additional investment in transportation facilities.
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Goal T IV: Encourage alternative modes of transportation to
reduce the number of automobiles on the road.

Policy T5: Support and promote opportunities and programs
so that residents have options to travel throughout Shoreline
and the region using modes other than single occupancy
vehicles.

Implementation Strategies

5.1. Support educational programs for residents that
communicate transportation costs, safety and travel choices.
Include specialized programs that emphasize safety to
children.

5.2. Support state and federal tax policies that promote
transit and ridesharing.

5.3. Develop parking system management and regulations
to support alternatives to the single occupant vehicle.

5.4. Incorporate new strategies, as they are developed, into
Shoreline’s Transportation Demand Management programs
that promote or provide alternatives to driving alone.

5.5. Support the development of employer-based programs
that encourage employees to minimize single occupancy
vehicle trips, such as telecommuting, organizing vanpools
and providing showers and secure bicycle parking facilities
for bicyclists.

Transportation Systems Management (TSM)

Transportation Systems Management (TSM) is an approach to
congestion mitigation that seeks to enhance the capacity of
existing systems through improved management and operation
of existing transportation facilities. TSM projects, such as
adaptive traffic signal control systems and traffic cameras, can
complement major capacity improvements and infrastructure
by improving traffic flow and reducing vehicle delay. These
techniques are designed to improve traffic flow, air quality and
movement of vehicles and goods, as well as enhance system
accessibility and safety.

TSM strategies can include:
* Intersection and signal improvements, including signal
timing optimization
* Transit Signal Priority
* Freeway ramp metering to remove or diminish bottlenecks

* Monitoring system performance through data collection,
traffic cameras, and a central traffic management center

e Special events management strategies

4 I



Chapter 3 ¢ Sustainability & Quality of Life

Transit Signal Priority, a communication system between traffic signals and buses, improves
transit speed, reliability, and efficiency through measures such as modifying a “green” phase
time to allow a bus to pass through the intersection or minimize the time a bus is stopped at an
intersection.

In Shoreline, traffic signal optimization can create better flow on arterials and reduce dwell times
for all vehicles. City Hall has the capacity for establishment of a traffic management center

which will allow staff to monitor traffic conditions in the City in real time and make adjustments,

if needed, in response to congestion or emergency circumstances. Ramp metering can help
eliminate bottlenecks by controlling the flow of vehicles entering the freeway when it is congested.

Commute Trip Reduction

The Washington State Legislature passed the Commute Trip Reduction (CTR) Law in 1991. This
law sets goals for single-occupant
commute trip reduction at worksites
that employ over 100 regular full-time
employees. The City of Shoreline has six
sites required to comply with the State’s
CTR Law. As the City continues to grow

and new businesses locate here, additional sites may be subject to the CTR law.

In 2006, the Washington State Legislature passed the Commute Trip Reduction (CTR) Efficiency
Act. This law requires 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. The City of Shoreline is located within the affected urban growth area and
is required to have a Commute Trip Reduction Plan.

The CTR Efficiency Act uses partnerships among employers, local jurisdictions, planning
organizations, transit systems and the state to encourage employees to ride the bus, vanpool,
carpool, walk, bike, work from home or compress their workweek. The major goals for the CTR
program are to improve transportation system efficiency, conserve energy and improve air quality.

In accordance with the CTR Efficiency Act, all employers that have 100 or more employees arriving
at the worksite between the hours of 6 a.m. and 9 a.m. must develop and implement a program
to reduce single occupancy vehicle trips. Each employer’s program must be consistent with the
jurisdiction’s adopted CTR ordinance and programs and policies therein. The City of Shoreline
currently has six worksites that are required to implement commute trip reduction strategies.
These are:

e City of Shoreline

CRISTA Ministries

Washington State Public Health Lab

Washington State Department of Transportation

Washington State Department of Social and Health Services - Fircrest School
* Shoreline Community College

Shoreline’s CTR Plan is a collection of City-adopted goals and policies, facility and service
improvements and marketing strategies about how the City will help make progress for reducing
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the number of drive-alone trips and vehicle miles traveled. It
was developed through extensive involvement by employers,
transit agencies, organizations and individuals from the City
of Shoreline, King County and Snohomish County who helped
identify strategies and methods for successful achievement of
the goals. The plan helps to support the achievement of the
City’s vision and the goals of its comprehensive plan.

Policy T6: Implement the City’s Commute Trip Reduction
Plan.

Implementation Strategies

6.1. Work with major employers, developers, schools and
conference facilities to provide incentives to employees,
tenants, students, and visitors to utilize alternatives other
than the single-occupant vehicle.

6.2. Promote alternatives by which employers and/

or developers that are not subject to the Commute Trip
Reduction Act can encourage their employees and tenants to
pursue alternative transportation choices.

6.3. Work with Shoreline Community College and King
County Metro to reduce employee and student use of single-
occupant vehicles and promote transit and carpooling.

Quality of Life

Complete Streets

Pedestrians, bicyclists, motorists and transit users must

be able to safely move along and across a street. Complete
Streets are designed and operated to enable safe access for
all users. Through enactment of a Complete Streets policy,
streets and roads are designed to work for drivers, transit
users, pedestrians and bicyclists, as well as older people,
children and people with disabilities. The draft federal Complete
Streets Act of 2009 defines a Complete Street as “a roadway
that accommodates all travelers, particularly public transit
users, bicyclists, pedestrians (including individuals of all ages
and individuals with mobility, sensory, neurological, or hidden
disabilities), and motorists, to enable all travelers to use the
roadway safely and efficiently.” While each Complete Street

is unique, design elements can include sidewalks, bicycle
facilities, bus lanes, transit stops, medians, pedestrian signals,
curb extensions and other elements.

Complete Streets have many benefits and address several
community goals, including;:
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* Increase Safety. Safety is improved through features such as sidewalks, lighting, traffic
calming measures and treatments for persons with disabilities. Medians can improve safety
by reducing left-turning motorist crashes and providing a refuge for pedestrians crossing the
street. On-street parking and amenity zones between the sidewalk and travel lane provide a
buffer for pedestrians.

* Encourage Physical Activity. The presence of pedestrian and bicycle facilities encourage
people to walk or ride a bicycle to their destinations instead of driving.

* Decrease Contributions to Climate Change. Through a reduction in automobile trips,
vehicle and greenhouse gas emissions are reduced.

Image: courtesy of CH2MHill for the Aurora Project

According to the National Complete Streets Coalition, an ideal Complete Streets policy:

* Includes a vision for how and why the community wants to complete its streets.

* Specifies that ‘all users’ includes pedestrians, bicyclists and transit passengers of all ages
and abilities, as well as trucks, buses and automobiles.

* Encourages street connectivity and aims to create a comprehensive, integrated, connected
network for all modes.

* |s adoptable by all agencies to cover all roads.

e Applies to both new and retrofit projects, including design, planning, maintenance and
operations, for the entire right-of-way.

* Makes any exceptions specific and sets a clear procedure that requires high-level approval of
exceptions.

* Directs the use of the latest and best design criteria and guidelines while recognizing the
need for flexibility in balancing user needs.

e Directs that Complete Streets solutions will complement the context of the community.

e Establishes performance standards with measurable outcomes.

e Includes specific next steps for implementation of the policy.

Policy T7: In accordance with Complete Streets practices and guidelines, new or rebuilt streets
shall address, as much as practical, the use of the right-of-way by all users.
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Implementation Strategies

7.1. Implement the Pedestrian, Bicycle and Transit Plans
developed in this Transportation Master Plan to support all
users of the transportation network.

Street Lighting

Effective pedestrian lighting is one urban element that helps
people feel safe and comfortable enough to get out of their
cars and walk in their neighborhoods and throughout the City.
Adequate lighting can enhance the urban environment, deter
undesirable activities and increase safety; however, it also
potentially increases power consumption costs, and can have
visual impacts (day and night) through glare and unwanted light
spill-over onto private property. Proper design of lighting can
minimize these impacts.

In addition to lighting pedestrian areas, especially in places
where pedestrian activity is important and encouraged, street
lighting should adequately illuminate sidewalks and street
crossing areas and provide uniform lighting along the full width
of the public travel way. Street lighting projects should combine
with other urban design elements to create a welcoming
pedestrian environment.

Seattle City Light (SCL) is the provider for street lighting

in Shoreline. Nearly all of the street lights are installed,
maintained and operated by SCL, and Shoreline pays a monthly
fee to SCL for maintenance and power. A small percentage

of street lights is owned by the City of Shoreline, with King
County providing maintenance service to these lights when
necessary. When new street lights are needed, the City requests
installation by SCL. New street light installation requests from
residents are evaluated by City staff to determine if additional
lighting is appropriate. The City evaluates citizen requests to
ensure appropriate placement at intersections and separation
between midblock street lights. If it is determined that
additional lighting is appropriate, the City will work with SCL to
have it installed.

Policy T8: Develop a comprehensive detailed street lighting
and outdoor master lighting plan to guide ongoing public and
private street lighting efforts.

Implementation Strategies

8.1. Work with SCL to develop and implement a master
lighting plan. Due to evolving lighting technologies and lamp
fixtures, the City should review this plan on a regular basis.
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8.2. The City’s master lighting plan should include the
following considerations:

o Light level standards

o Reduction of light pollution to enhance star gazing

o Nighttime safety criteria

o Annual operational and maintenance costs

o Streetlight lighting

o Streetlight pole height standards

o Criteria for lamp fixture choice

o Lamp technology, including using LED bulbs for energy

efficiency
o Color rendering and light spectrum criteria

Stormwater/Surface Water Management

Stormwater Management

Urban landscapes are covered with impervious surfaces,

such as rooftops, streets, sidewalks and parking lots. All
impervious surfaces contribute to stormwater runoff, with

roads contributing a significant portion. Approximately 46
percent of the City is covered with impervious surfaces. The
City’s transportation and stormwater management networks
have a strong relationship with each other. Over 90 percent of
Shoreline’s stormwater management facilities are located in the
right-of-way, mostly in closed, piped systems. There are some
facilities located in City parks, open ditches and storm water
ponds. As an alternative to conventional stormwater systems,
new “green” technologies have been developed and continue
to evolve, which allow the right-of-way to be used for stormwater
treatment methods that more closely mimic natural stormwater
hydrology.

The Washington State Department of Ecology (DOE) establishes
the stormwater flow control and water quality requirements for
roadway projects. Integration of stormwater design into roadway
design is a required priority for transportation projects.

It is estimated that 20-30 percent of the cost of a new roadway
project is related to the installation of stormwater management
components such as curb, gutter, pipes and inlets. The

City collects a surface water fee from each residential and
commercial property, for a total annual contribution of
approximately $3 million to the City’s Surface Water Utility fund.




Surface Water Management Plans and Regulations

City of Shoreline Surface Water Master Plan and Basin Plans

The Surface Water Master Plan is the City’s Surface Water Utility five-year plan that prioritizes
drainage and water quality projects and maintenance programs within the City’s stormwater
system. It identifies surface water management needs, with an emphasis on operations. Updated
every five years, this plan is compatible with the City’s Comprehensive Plan and the Shoreline
Sustainability Strategy. The 2011 Surface Water Master plan emphasizes the development of
basin plans for each major drainage basin in the City. Each basin plan will:

* Assess surface water management conditions
* |dentify surface water projects and programs
* Map floodplains (where applicable)

* |dentify potential opportunities for Low Impact Development (LID) and green technologies
through maintenance programs and/or new surface water capital construction projects

National Pollutant Discharge Elimination System (NPDES) Permit and City of Shoreline
Stormwater Management Manual

As a municipality, the City of Shoreline is required to meet National Pollutant Discharge
Elimination System (NPDES) permit obligations to discharge stormwater to waters of the state of
Washington. Under this permit, the City adopted the 2005 Department of Ecology Stormwater
Management Manual, which provides approved standards and practices to help meet surface
water standards in the NPDES permit.

The City’s Surface Water Management code requires implementation of LID for public and private
development in Shoreline. The Stormwater Management Manual and other resources provide
technical guidance for implementing LID to help ensure that surface water discharged to waters of
the state meet the NPDES permit requirements.

By 2014, Shoreline must justify to the Department of Ecology how LID requirements have been
integrated into the City’s roadway design standards. Implementation of LID is likely to be required
by the City’s 2012 NPDES Permit. This requirement would trigger revision of codes, ordinances
and standards that apply to development. Ordinances that would require change include zoning,
subdivision, parking lots, landscaping, clearing and grading, and tree removal.

Existing Stormwater Facilities in the Right-of-Way

The existing stormwater facilities and conditions that share the right-of-way with transportation
infrastructure include conventional systems, emerging and green technology and low impact
development facilities. While each type of system or technology helps to manage stormwater flow
and water quality, they function in different ways, and certain systems may not be appropriate or
entirely adequate for some conditions. Soil conditions may not support necessary infiltration rates
to capture and treat stormwater with a natural system, and therefore would require a conventional
system. The challenge facing the City is balancing natural stormwater management with the
creation of safe pedestrian and sidewalk facilities.
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Conventional Systems

Conventional stormwater systems make up approximately 90
percent of the City’s stormwater management facilities. These
include underground pipes and tanks that collect, treat and
disperse stormwater into receiving waters, such as a stream,
lake or wetland. Above ground facilities include conveyance
ditches and stormwater ponds.

Low Impact Development and “Green” Stormwater
Management Practices

Stormwater management and treatment practices continue

to evolve and improve. LID is an innovative stormwater
management approach that attempts to mimic the natural
stormwater hydrology of pre-developed conditions. LID uses
design techniques that infiltrate, filter, store, attenuate,
evaporate and detain runoff close to its source. LID reduces the
amount of stormwater runoff created by impervious surfaces
through practices such as reducing impervious surfaces or
implementing infiltration. LID features can be located above
or below ground. Many recent innovations have focused on
utilizing “green” natural processes to treat stormwater and
control. Examples of green practices and technologies include:

* Swales. Swales are vegetated, open channels that accept
runoff and convey it in broad, shallow flows. Swales reduce
stormwater volume and improve water quality through
infiltration. The swale vegetation reduces velocity, which
can reduce downstream erosion.

e Bioretention. Bioretention is a process that uses the
characteristics of some soil types to reduce runoff and
improve water quality. Bioretention soils store surface
water, allow infiltration, and remove pollutants through
biological and chemical reaction. Bioretention features can
be placed in a variety of locations including rain gardens,
planter boxes or curb extensions.

* Filter Media. Another method available to clean
stormwater is the use of filter media. Specially designed
cartridges are integrated into the stormwater system.
These cartridges remove deposits, suspended solids,
minerals and bacteria from the runoff water before it is
allowed to infiltrate into the soil or be discharged into a
conventional system.

* Permeable Pavement. Rather than creating an
impervious surface where stormwater flows across,
permeable pavement allows stormwater to filter through

¥

The City’s transportation

and stormwater

management networks

have a strong relationship

with each other. Over 90
percent of Shoreline’s
stormwater management
facilities are located in
the right-of-way, mostly in

closed, piped systems.

It is estimated that
20-30 percent of the cost
of a new roadway project is

related to the installation

of stormwater management

components such as curb,

gutter, pipes and inlets.




L ow Impact Development

is an innovative

stormwater management
approach that attempts to
mimic the natural stormwater
hydrology of pre-developed
conditions. LID uses design
techniques that infiltrate,
filter, store, attenuate,
evaporate and detain

runoff close to its source.

T he improvements
to Aurora Avenue

N from N 165th Street to

N 205th Street and those
along N 175th Street in front
of City Hall include a variety
of green technology features
including Silva Cells (root
box system), Filterra
Bioretention Systems, rain
gardens, pervious sidewalk
pavers, bioswales and

ecology embankments.

it while still providing a durable walking, riding or driving
surface. Permeable pavement comes in a variety of
forms, such as permeable concrete, permeable asphalt,
permeable interlocking concrete pavers and grid pavers.
Permeable pavement systems have an aggregate base
that provides structural support, runoff storage and
pollutant removal through filtering. Different systems allow
water to filter through open grades in the surface (as with
permeable concrete) or small gaps between the individual
units (as with pavers).

o Street Trees. Street trees serve several purposes, from
reducing the urban heat island effect and stormwater
runoff to improving the urban aesthetic and air quality. In
many cases, street trees are given very little space to grow
and the soil becomes compacted during the construction
of a roadway. Adequate soil volume and a good soil
mixture greatly benefit the health of street trees. Large
tree boxes, structural soils, root paths, or systems that
prevent soil compaction under sidewalks or other paved
areas help expand root zones, providing tree roots with the
space they need to grow to full size, resulting in healthier
street trees.

Shoreline has integrated green technology into several recent
capital improvement projects. In 2010, the City installed
bioretention facilities and permeable asphalt sidewalks on the
17th Avenue NE Green Streets Demonstration Project. The
improvements to Aurora Avenue N from N 165th Street to N
205th Street and those along N 175th Street in front of City
Hall include a variety of green technology features such as Silva
Cells (root box system - see diagram), Filterra Bioretention
Systems, rain gardens, pervious sidewalk pavers, bioswales and
ecology embankments.

Green Streets

Streets that implement natural stormwater management
techniques are commonly referred to as “green streets.” Green
streets combine natural stormwater management techniques,
landscaping, walkways, pavement reductions and other
improvements in innovative ways to connect parks, ecosystems
and neighborhoods. Because so much of the City’s stormwater
management system is within the right-of-way, this presents a
great opportunity for stormwater management utilizing green
infrastructure. One of the primary benefits of green streets

is the use of natural processes and landscaping to provide
improved water quality. Other benefits of green streets include:

s« I
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* An integrated system of stormwater management within Image: courtesy of Deep Root Green nfrastructure, LLC

the right-of-way

e Reductions in the volume and speed of stormwater
entering the City’s storm drainage system, which in turn
reduce the volume and peak flows discharged via pipes
into creeks, streams and other water bodies

* Improvements to local air quality by providing interception
of airborne particulates and shade for cooling

* An improved pedestrian experience. .

) _ _ reen streets combine
While the design of green streets can vary, the functional goals
related to stormwater are the same, including providing source natural stormwater

control of stormwater and limiting its transport and pollutant
conveyance to the traditional stormwater collection system.

management techniques,

Green streets may feature many stormwater LID elements, as landscaping, walkways,
well as reduced vehicle speeds, enhanced pedestrian amenities

and bicycle facilities. pavement reductions
Shoreline constructed its first green street demonstration and other improvements
project in 2010. Located on 17th Avenue NE between NE 145th L. .

Street and NE 150th Street, the improvements within the right- in innovative ways to

of-way were funded by the City and residents will help maintain
these new features. This approach focuses on engaging the
surrounding neighbors through education and collaboration. and neighborhoods.
The purpose of this project is to recognize the benefits of green
infrastructure on the human and environmental community

N,
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S horeline constructed
its first Green

Street demonstration

project in 2010.

and to develop and incorporate these ideas and concepts on
residential streets. This demonstration project enables safe
access for pedestrians and bicyclists of all ages and abilities,
as well as motorists, provides natural drainage and stormwater
management and enhances the natural habitat and human
community through the use of LID strategies.

Policy T9: Use Low Impact Development techniques or
green street elements except when determined to be
unfeasible. Explore opportunities to expand the use of
natural stormwater treatment in the right-of-way through
partnerships with public and private owners.

Implementation Strategies

9.1. Identify potential stormwater management techniques
early in the design of transportation projects. The Surface
Water Utility may contribute funding to the surface water
components of transportation projects.

Discussion: The types of facilities selected for inclusion with
transportation projects have a long-term financial impact

on the Surface Water Utility. Transportation infrastructure
needs can be best planned for by coordinating the drainage
requirements of transportation projects as part of the City’s
6-year Capital Improvement Plan.

9.2. As new drainage facilities are required or optionally
proposed for transportation projects, green technologies
will be considered for inclusion. Review and evaluation of
alternatives for surface water management should include
costs of installation, maintenance and life cycle costs.

9.3. Integrate features of green streets throughout the
City’s transportation system, including arterials and local
streets. Designate green streets on select local streets to
help connect schools, parks, ecosystems and neighborhoods.
Utilize the standards identified in the Master Street Plan
when designing roadway improvements for green streets and
combine green street design with traffic calming techniques
on residential streets where appropriate.

Maintenance

All transportation facilities require maintenance. The City

of Shoreline maintains and repairs all of its public streets

and sidewalks. The City’s municipal code requires property
owners to maintain the sidewalk adjacent to their property.
This includes keeping it free of vegetation intrusion, ice and
snow. Most property owners are probably unaware of their
responsibility. The City is responsible for vegetation removal in

sc I
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the right-of-way during emergencies in order to remove hazards and protect public safety.

Damage to the City’s streets and sidewalks comes from many sources. Standard wear and tear
through regular use, seasonal temperature changes (including freezing and thawing cycles, which
create and expand cracks), improper installation or use of materials at the time of construction
and vehicular accidents all impact the quality of the roadway or sidewalks. Street trees can also
severely damage roadways and sidewalks; damage can be a result of poor tree selection, amenity
zones that are too small for trees and lack of protection mechanisms to prevent roots from
intruding into the sidewalk or roadway areas. It is generally less expensive to remove trees that
are damaging sidewalks than continuously repair sidewalks damaged by tree roots.

Goal T V: Maintain the transportation infrastructure so that it is safe and functional.

Policy T11.: Develop a regular maintenance program and schedule for all components of the
transportation infrastructure. Maintenance schedules should be based on safety/imminent
danger and on preservation of resources.

Implementation Strategies

11.1. Inventory and inspect the transportation infrastructure.

11.2. Maintain a pavement management system.

11.3. Upgrade the City’s signal system so that it is responsive, fully interconnected, and moves
people efficiently.

11.4. Ensure that pedestrian facilities are maintained properly. The table below describes who
is responsible for maintenance of pedestrian facilities.

Landscaping Trees (in right-of-

responsibility Sidewalk wav. behind the
(behind the clearing/ Sidewalk repair curz,/be ond the Driveway Aprons
curb/beyond the cleaning y

asphalt edge) asphalt edge)
Principal . Adjoining . . Adjoining
Arterials City property owner City City property owner
Minor and
Collector . Adjoining . . Adjoining
Arterials, Local City property owner City City property owner
Primary Streets
Local Secondary _— _— N
Streets and Adjoining Adjoining City City Adjoining

property owner property owner property owner

Green Streets
11.5. Educate residents of their responsibility to maintain pedestrian walkways and the need
to keep pedestrian facilities free from obstructions.

Discussion: Walkways need to be safe and clear. Property owners are responsible for ice

and snow removal and maintenance of vegetation on private property that can encroach into
walkways adjacent to their property. Property owners must also be aware of the need to keep
objects, such as vehicles and waste bins, out of walkways and the roadway. The City needs

to provide information/guidelines to property owners to explain the City’s requirements for
maintaining landscaping in the right-of-way and keeping the sidewalk clear and clean. An
enforcement program is needed to ensure sidewalks are kept clear of intruding vegetation.
The City can include articles in its Currents newsletter explaining these requirements and can
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coordinate with utility providers to assist with education, public outreach and notification by
including informational inserts with utility statements.

11.6. Ensure the City’'s maintenance program keeps pedestrian and multi-purpose facilities
(such as the Interurban Trail) in safe, operable conditions.

11.7. Establish priorities for tree and vegetation maintenance and removal on primary
arterials, minor arterials, collector arterials and local primary streets.

11.8. Expand and/or develop a program to address sidewalk damage from tree roots and
continue to plant street trees that are appropriate for the built environment.

Discussion: As trees grow and mature, they have the potential to damage sidewalks and
streets. This is already occurring in many areas of the City. The City’s maintenance program
should allow for the removal of trees when there is no mechanism available to prevent damage.
Whenever trees are removed, appropriate street trees must be planted in their place. Street
tree removal should be timed to prevent removal of too many trees at one time.

Discussion: The City should explore different technologies that accommodate the placement of
trees in the right-of-way. In some cases, it may be appropriate to have an amenity/landscaping
area behind the sidewalk, rather than in front, to address root damage from trees.

11.9. Notify the public when tree removal in the right-of-way is planned.

11.10. Develop a mechanism for new development to maintain internal walkways, trails, fences
or other public amenities constructed as a part of private development.

11.11. Ensure that trees planted in the right-of-way have root systems or root management
systems appropriate for sidewalk proximity. Mechanisms to prevent sidewalk damage from
roots should be installed with new trees as needed.
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Freight and Mobility System

An adequate highway system is vital to the economic well-being of Shoreline. City businesses and
residents rely on freight shipped via trucks. Truck sizes range from single-unit trucks, such as
package delivery, moving and garbage trucks that navigate through neighborhoods, to large semi
truck-trailers delivering vehicles and freight to local businesses. As development occurs and new
sidewalks are built and intersections are modified to serve multiple modes of transportation, the
roadways must be designhed to accommodate trucking needs safely.

Trucks delivering wholesale and retail goods, business supplies and building materials throughout
Shoreline contribute to and are impacted by traffic congestion. Moving larger trucks on city
streets can be challenging in some locations. By recognizing truck routing and design needs
when designing transportation projects, serious operating issues can be avoided in the future.
The City must ensure that trucks have the ability to move to and through Shoreline while ensuring
that local streets are not unnecessarily impacted by cut-through truck traffic. For example,
development of a back alley road for businesses along Aurora Avenue N would provide extra
access for freight deliveries while moving trucks off of the heavily used corridor. Figure G, Truck
Routes, shows the City’s identified truck routes.

Goal T VI: Develop a transportation system that enhances the delivery and transport of goods
and services.

Policy T12: Direct service and delivery trucks and other freight transportation to appropriate
streets so that they can move through Shoreline safely and efficiently while minimizing impacts
to neighborhoods.

Implementation Strategies
12.1. Support improving freight dependent business access.

Discussion: Many Shoreline businesses are dependent on the ability to get freight delivered,
loaded and unloaded as efficiently as possible. As roadway improvements are made, the
changes must consider the truck routing needs.

12.2. Identify measures to minimize conflicts between trucks and other transportation modes.

Discussion: Businesses normally require space for loading and unloading activities, which is
often provided by trucks. In the absence of an alley for access, these activities must take place
in front of the business. In urban areas with pedestrian-friendly designs, such as curb bulb-outs
at intersections to shorten pedestrian crossing distances, incorrectly designed curb bulb-outs
can hinder and limit truck access.

12.3. Incorporate truck design needs for arterial and non-arterial streets in the City’s
development standards. Use the adopted Truck Route map to ensure these roads can
accommodate larger trucks.

Discussion: The minimum design vehicle for all roadways is a small truck, type SU-30. However,
depending on known truck routing and size of trailers used, the minimum design size can be
larger.

12.4. Identify overlegal truck routes within the City and incorporate an overlegal vehicle design
standard in the City’s development standards to accommodate these loads.

12.5. Include freight needs in the criteria used for prioritizing repaving projects.

N,



As the region
grows,
Shoreline anticipates increases

in traffic that include trip

originations, trip ends and pass-

through traffic. New housing,

employment and shopping
opportunities will increase the
need for travelers to be able to
get to, into and through the City

to reach their destinations.
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Discussion: Roadways that are classified for transit and
truck use handle heavier loading than other streets. As

a result, bus and truck traffic shorten the life span of
existing pavements, causing them to need repaving more
frequently. These roadways should be designed with
stronger pavement to handle the extra loading, which can
be done as roads are overlaid.

12.6. Develop a plan for business access streets or alleys
to provide freight loading zones on less-heavily traveled
roadways.

12.7. Discourage truck traffic through residential
neighborhoods during typical sleeping hours.

12.8. Work with developers and property owners along
the Aurora Avenue North corridor and in North City

to plan business access streets or alleys as a part of
redevelopment.

Regional Coordination

The transportation system in the City of Shoreline is
affected by a dynamic and complex governance structure.
Federal, state, regional and local governmental entities
make funding, policy, and project decisions that affect
Shoreline. These include Washington State Department

of Transportation (WSDOQT), Puget Sound Regional Council
(PSRC), Sound Transit, King County (including Metro Transit),
Snohomish County, Community Transit, the neighboring
cities of Seattle, Lake Forest Park, Edmonds and Mountlake
Terrace and the town of Woodway. The City of Shoreline

can play an important role in facilitating regional action to
provide and fund convenient travel choices.

As the region grows, Shoreline anticipates increases in
traffic that include trip originations, trip ends and pass-
through traffic. New housing, employment and shopping
opportunities will increase the need for travelers to be

able to get to, into and through the City to reach their
destinations. If businesses in Shoreline are to be successful
and thrive, the City and region must provide a broad range
of multimodal improvements to address congestion and
mobility needs.

Shoreline will benefit from an active role in representing

the City’s interests and the Comprehensive Plan goals

and policies in regard to transportation issues. Given the
multiplicity of forums, the City should focus its efforts on
agencies that can provide funding or services to the City and
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those agencies whose policies affect transportation in Shoreline.

Goal T VII: Coordinate the implementation and development of Shoreline’s transportation
system with its neighbors and regional partners.

Policy T13: Implement a strategy for regional coordination that includes the following activities:

* |dentify important transportation improvements in Shoreline that involve other agencies.
These may include improvements that will help keep traffic on I-5 and off of Shoreline
streets, such as changes to on-ramp metering and construction of a southbound collector-
distributor lane from NE 205th Street to NE 145th Street.

* Remain involved in federal, state, regional and county budget and appropriations processes.

* Participate in regional and county planning processes that will affect the City’s strategic
interests.

* Form strategic alliances with potential partners, such as adjacent jurisdictions or like-
minded agencies.

* Develop legislative agendas and meet with federal and state representatives who can help
fund key projects.

* Develop a regional legislative agenda and meet with area representatives to PSRC, Sound
Transit and King County Council.

* Develop partnerships with the local business community to advocate at the federal, state
and regional levels for common interests.

Implementation Strategies

13.1. Develop interlocal agreements with neighboring jurisdictions for development
impact mitigation, coordination of joint projects, and management of pass-through traffic.
Interjurisdictional projects include:

o Active pursuit of annexation of the NW/N/NE 145th Street right-of-way. Coordinate a study
including WSDOT, City of Seattle, King County and Sound Transit to determine the ultimate
improvements and a funding plan.

o Consideration of annexing N/NE 205th Street to the centerline.

o Working with adjacent jurisdictions and stakeholders to jointly study the N/NE 205th Street
and Bothell Way NE corridors to develop level of service standards as part of a plan and
funding strategy for future improvements.

13.2. Working with neighboring jurisdictions to reduce air quality impacts and manage
stormwater runoff from the transportation system.

13.3. Coordinate with and support state agencies, transit providers and neighboring
jurisdictions in the development and implementation of transportation improvements of
regional significance, including:
o Improvements to NW/N/NE 145th Street
o Reconstruction of the overpass at SR 104 and Aurora Avenue N (including transit capacity
improvements)
o Improvements to the I-5 interchanges at NE 145th Street, NE 175th Street and NE 205th
Street
o The City of Seattle’s Aurora Corridor Improvement project.
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I n 2008, the City

of Shoreline

completed the Interurban
Trail. Running north-south
through the City, this 3.25-
mile bicycle and pedestrian
trail serves as the “spine” of
he bicycle system plan for the
City and connects commercial
areas, neighborhoods, transit
and parks. Shoreline’s

trail is part of a regional

trail that connects to the
Interurban Trail in the City

of Edmonds to the north

and bicycle facilities to the

south in the City of Seattle.

B i.c. y.c.l e Pl _a._n

We Like to Bike

Travel by bicycle is a popular transportation option in the City
of Shoreline. Residents bicycle to commute to work, school, for
exercise and recreation, to run errands and to travel throughout
the City and the region. The ability to bicycle safely and reach
destinations is important to ensuring that bicycling is a
convenient and appealing transportation option.

In 2008, the City of Shoreline completed the Interurban Trail.
Running north-south through the City, this 3.25-mile bicycle and
pedestrian trail serves as the “spine” of the Bicycle System Plan
for the City and connects commercial areas, neighborhoods,
transit and parks. Shoreline’s trail is part of a regional trail that
connects to the Interurban Trail in the City of Edmonds to the
north and bicycle facilities to the south in the City of Seattle.
The Interurban Trail system is extensive, reaching north to
Everett and continuing in cities south of Seattle. In Shoreline,
the Interurban Trail, along with the few existing bicycle lanes in
the City and the overall grid pattern of the street system, provide
the basis for development of an extensive bicycle system that
connects residences, activity centers, shopping, employment
and transit.

Another regional trail, the Burke-Gilman Trail, runs along Lake
Washington near Shoreline. The Burke-Gilman Trail is 18.8
miles long from the City of Seattle to the City of Bothell. It runs
along the Lake Washington Ship Canal and western shore

of Lake Washington to the Sammamish River. In Bothell, the
Burke-Gilman Trail joins with the Sammamish River Trail, which
in turn connects to an extensive network of trails in east King
County.

Bicycle Issues in Shoreline

The City has several challenges and issues to address when
creating a bicycle system. Bicycling in Shoreline is influenced
by the City’s existence as a fully built-out city in an urban
environment together with the natural topography of the area.

Facility Design and Integration

Developed as a suburban community, Shoreline is an auto-
dependent city. Four major state highways and an interstate
freeway pass through or are immediately adjacent to the City.
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Chapter 4 « Bicycle Plan

Arterial and non-arterial streets are primarily laid out in a grid
pattern, providing convenient access to all areas of the City.
Most of the commercial and employment activity in the City is
concentrated around Aurora Avenue N, a highly auto-oriented
state route. Sidewalks are limited throughout most of the City,
and bicycle facilities, such as lanes, sighage and paths, are
even less prevalent. Unlike some cities, bicyclists are permitted
to use sidewalks in Shoreline.

As Shoreline continues to grow, increasing numbers of
automobiles will be using the City’s streets. The City will need
to accommodate this growth to ensure a safe, efficient flow of
vehicles throughout the community. However, the demand for
bicycle facilities is already present and expected to increase as
residents travel to all types of destinations via bicycle in order
to save money, as a way to reduce their contributions toward
climate change, reduce emissions for cleaner air and multiple
other reasons. The redevelopment of existing roadways,
implementation of traffic calming measures and development
of new transit facilities within the City must all take into
consideration the need and demand for bicycle amenities, such
as bicycle lanes, shared travel lanes and signage, and parking,
and integrate them appropriately and in accordance with the
City’s Bicycle System Plan.

One option for integration of bicycle facilities into existing
roadways is rechannelization. Rechannelization can be used to
change the width of travel lanes, modify how many lanes are
present in the roadway or provide for different uses. A four-lane
undivided road can be rechannelized into three lanes - one
lane in each direction and a center turn lane for both directions
of traffic. When the number of lanes is reduced, the remaining
roadway can often be used to create bicycle lanes. This type

of rechannelization provides improved access, mobility, quality
of life and livability and can help the City meet other economic
and community goals. In 2003, a project to rechannelize 15th
Avenue NE from four to three lanes was completed between NE
150th Street and NE 172nd Street.

System Continuity

Shoreline is bounded by several cities, each with their own
bicycle systems and amenities. While bicycle facilities in
different jurisdictions may have similar elements, such as
bicycle lane width, the unique needs of each city guide the
development of their individual bicycle systems. As a result,
there is often little continuity between systems when City




boundaries are crossed. This can result in confusion for riders, especially those unfamiliar with
a route. Coordination between jurisdictions regarding signage, facility type and design can help
create cohesive regional bicycle systems that are easily used by all riders.

Natural Environment and Topography

While the City of Shoreline has an established grid street system that lends itself well to a city-
wide bicycle system, the natural environment of the City presents challenges to the creation of a
bicycle system and its users.

Shoreline is generally flat for riders traveling north or south. Most grade changes in these
directions are relatively gradual. However, the City’s topography changes quite significantly from
west to east. Beginning on the west side at the shore of Puget Sound, riders must climb steep
hills to reach the center of Shoreline. Continuing east, there are several hills and valleys of varying
grades until a rider reaches the eastern City limits. While travel further east to the Burke-Gilman
Trail in neighboring Lake Forest Park is almost exclusively downhill, it is a climb for riders heading
to Shoreline. Environmentally sensitive areas throughout the City can also influence the location
and type of bicycle facilities.

Built Environment

In addition to the natural environment, the built environment of Shoreline also impacts the
development of a bicycle system. I-5 runs north-south through the City. This presence is a physical
barrier to east-west travel, with limited locations where riders can cross over or under the freeway.
Several locations where riders can cross the freeway are highly congested with vehicles and no
bicycle facilities exist, creating an uncomfortable riding environment.

Signage

Signs play an important role in helping bicyclists navigate a city’s bicycle system. Shoreline
currently has very little directional sighage oriented toward bicycle riders, most of which is located
on the Interurban Trail. Expansion of the City’s bicycle system will need to be accompanied by
associated signage that identifies routes for travel and wayfinding signage to help bicyclists reach
their destinations.

Shoreline’s Bicycle Plan

Bicycling has the potential to serve several roles for Shoreline residents including improved
transportation choices, congestion reduction, lower transportation costs, improved physical health
and reduced contributions to climate change through fewer greenhouse gas emissions. The City’s
Bicycle Plan outlines priorities, policies and goals for bicycle transportation throughout Shoreline.
The plan also describes the existing bicycle system in Shoreline and identifies goals, policies and
specific projects needed to create a complete bicycle system in Shoreline as well as implement
the City’s vision for bicycling. Through implementation of this plan, Shoreline will have a bicycle
system that serves the commuting, recreational and circulation needs of the City’s residents.
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Existing Facilities _and _Ridership

Existing Bicycle Facilities in Public Right-of-
Way

Shoreline is a fully built-out community with almost all of the
land in the City developed. Although it is a fairly young city
having incorporated in 1995, most of the development in
Shoreline occurred while the area was a part of unincorporated
King County. Almost no bicycle facilities were present prior to
incorporation.

Shoreline’s terrain lends itself fairly well to bicyclists traveling
north-south. However, the ridges and ravines pose greater
challenges for east-west bicycle travel, especially around North
City, Richmond Beach, Innis Arden, Briarcrest and Shoreline
Community College. Bicyclists in Shoreline must generally ride
in traffic due to the lack of wide shoulders or exclusive bike
lanes.

On-street bike lanes are located at the following locations:

o Fremont Avenue N between N 190th Street and N 195th
Street (southbound only)

o N/NE 155th Street between Midvale Avenue N and 5th
Avenue NE

o N 175th Street between Fremont Avenue N and Aurora
Avenue N

o N/NE 185th Street between Midvale Avenue N and 1st
Avenue NE

o 15th Avenue NE between NE 150th Street and NE 175th
Street

o N 200th Street between Ashworth Avenue N and Meridian
Avenue N, as part of the Interurban Trail

o Meridian Avenue N between N 200th Street and N 205th
Street

o NE 205th Street between approximately 17th Avenue NE
and 19th Avenue NE

I-5 serves as a transportation challenge to all transportation
users. Bicyclists can cross under |-5 using bicycle facilities on
NE 155th Street and over I-5 on the NE 195th Street pedestrian
overpass (dismounting is suggested due to the narrow walkway).
Bicyclists can also cross I-5 at NE 145th Street, NE 175th
Street, NE 185th Street and NE 205th Street.

The spine of the City’s bicycle system, the Interurban Trail, was
completed in 2008. It is 3.25 miles long and runs from N 145th
Street to N 205th Street, roughly parallel to Aurora Avenue

N. The trail is located almost exclusively within the former
Interurban streetcar line right-of-way, which is now the Seattle




City Light electrical power transmission corridor. This trail serves as a bicycle and pedestrian
facility with a 12-foot wide asphalt path along the majority of its length. The segment between N
175th Street and N 185th Street, which passes through the Town Center, is constructed of scored
concrete, giving a more urban feel to this section of the trail while discouraging excessive speeds.
Two bridges on the trail provide elevated crossings over N 155th Street (at Aurora Ave N) and
Aurora Avenue N (at N 157th Street). All other street crossings are at grade. The Interurban Trail
connects with bicycle facilities to the south in the City of Seattle, as well as bicycle facilities to the
north in the City of Edmonds. The Interurban Trail includes two distinct trailheads at its southern
and northern ends (N 145th Street and N 205th Street), signaling entrance into Shoreline’s
section of the trail. From the trailhead at N 145th Street to its terminus in Everett, the Interurban
Trail is approximately 22 miles long.

An additional off-street bicycle and pedestrian trail is located on N/NE 195th Street between
Meridian Avenue N and 1st Avenue NE. Completed in 2010, this 12-foot wide asphalt trail is
located in previously undeveloped right-of-way. Figure H, Existing Bicycle Facilities, illustrates
existing bike facilities in Shoreline.

Like the Interurban Trail, the Burke-Gilman Trail is another significant regional nonmotorized
facility. The Burke-Gilman Trail is more than 18 miles long, running from the City of Seattle through
the City of Lake Forest Park (just east of Shoreline) to the City of Bothell. The Burke-Gilman Trail
connects to another regional trail, the Sammamish River Trail, which in turn connects to other
regional trails, providing a large nonmotorized network that extends throughout King County.

Ridership in Shoreline

For the first time in October 2010, Shoreline participated in the Washington State Department
of Transportation Bicycle and Pedestrian Documentation Project. Begun in 2008, this project is
an annual count of bicycle and pedestrian activity at designated locations throughout the state.
Shoreline identified six locations for the bicycle and pedestrian count. The following counts were
recorded during the morning and evening counting periods:

R MORNING COUNTS: 7-9 a.m. EVENING COUNTS: 4-6 p.m.
Bicycle Pedestrian Total Bicycle Pedestrian Total

15th Ave NE and NE

155th St 11 37 48 24 33 57

Dayton Ave N and N

160th St 12 78 90 8 68 76

Interurban Trail and

N 155th St 45 40 85 48 102 150

Interurban Trail and

N 175th St 20 67 97 60 121 181

Interurban Trail and

N 200th St 18 83 101 12 31 43

NW Richmond

Beach Rd and 8th 11 94 105 15 61 76

Ave NW

Source: Washington State Bicycle and Pedestrian Documentation Project 2010, Cascade Bicycle Club
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The counts are performed at the same time each year, in late
September or early October. Weather and other conditions, such
as construction, are noted at each location. By using the same
dates and locations, as well as noting the weather conditions,
the counts can be used to track trends in bicycle ridership and
pedestrian activity while taking into consideration factors such
as construction, road or trail closures and weather, which may
influence whether people choose to walk and bicycle.

Shoreline participates in the Cascade Bicycle Club Bike to
Work Day event in Puget Sound. Bike to Work Day is an annual
event designed to encourage bicycling as a commuting option
and to raise awareness of bicycling in the region. Beginning in
2006, the City has sponsored a commuter station each year,
performed ridership counts and distributed refreshments

to riders that visit the station. Other than the first year of
sponsorship when the station was located at the Interurban
Trail and N 175th Street, the station has been located along
the Interurban Trail at N 155th Street and is open from 6 a.m.
to 9 a.m. on the designated day, usually the third Friday in
May. Ridership counts have generally increased annually, with
the highest count of 200 riders occurring in 2011. Weather
conditions seem to influence the number of riders participating
in the event.

Chapter 4 - Bicycle Plan

The Interurban Trail
connects with bicycle

facilities to the south in the

City of Seattle, as well as

bicycle facilities to the north
in the City of Edmonds. The
Interurban Trail includes
two distinct trail heads at
its southern and northern
ends (N 145th Street and

N 205th Street), signaling
entrance into Shoreline’s
section of the trail. From

the trailhead at N 145th
Street to its terminus in
Everett, the Interurban Trail is

approximately 22 miles long.




Good Bicycle Connections.and Challenges.to Connectivity

Bicycle Travel Routes

Although Shoreline has very few bicycle facilities, bicyclists travel throughout the City using the
existing street system. In addition to the Interurban Trail and the existing bicycle lanes, bicyclists
ride on the City’s arterial and non-arterial streets in the travel lanes. These roadways allow
bicyclists to travel extensively throughout the City. Bicyclists may also use sidewalks and the
Business Access-Transit (BAT) lanes on Aurora Avenue N. Upon completion of the Aurora Corridor
Improvement Project, the BAT lanes on Aurora Avenue N will run through Shoreline.

Within Shoreline, the primary destinations for bicyclists are schools, Shoreline Community
College, parks, the Interurban Trail, libraries, post offices, bus stops, the Shoreline Center and
the City’s commercial areas. Bicyclists also travel outside of Shoreline to destinations such as
Edmonds, Lake Forest Park, the Burke-Gilman Trail and Seattle. Not many of these destinations
are served by existing bicycle facilities outside of those adjacent to the Interurban Trail.

Connections to Transit Facilities

Transit routes cover much of Shoreline, including peak only and all-day routes. All Metro Transit,
Community Transit and Sound Transit buses are equipped with bicycle racks. Bicycle racks are
available at the Shoreline Park & Ride and the Aurora Village Transit Center. Bicycle lockers are
also available at the Shoreline Park & Ride. It is expected that the future light rail extension into
Shoreline will accommodate bicycles as the existing system does.

Challenges Relating to Bicycle Facilities Implementation

In addition to the challenges presented by Shoreline’s physical geography, the built environment
also presents barriers to travel by bicyclists. I-5 runs north-south through the City and in some
locations prohibits east-west travel by blocking streets. The freeway interchanges at NE 145th
Street, NE 175th Street and NE 205th Street have high automobile traffic volumes. There are
no marked bicycle facilities at these interchanges and the intersections are very busy, especially
during the AM and PM peak travel periods. NE 155th Street, NE 185th Street and NE 195th
Street are the best crossings of |-5 for bicyclists, as there are dedicated bicycle facilities and/or
low traffic volumes at these locations. Some bicyclists are not comfortable riding in travel lanes
with automobiles. As a result, the options available to these bicyclists are limited.

As development occurs in Shoreline that requires improvements to the City’s right-of-way, it is
important to ensure accurate curb placement so that bicycle facilities can be installed in the
future. This includes the placement of new curbs, as well as the relocation of existing curbs, as
outlined in the City’s Master Street Plan (Chapter 7).

New bicycle facilities and expansions or improvements to existing facilities can also be
limited by the natural and built environment. Limited right-of-way, presence of structures and
environmentally sensitive areas can influence, restrict or prohibit construction.

One of the primary challenges to implementing an effective and useful bicycle system is
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connectivity with other jurisdictions. Continuity of bicycle
facilities across city and county lines allows users to transition
seamlessly, making them easier and more inviting to use. Cities
and counties use a variety of sighage and symbols to identify
bicycle facilities and they are not always consistent from one

to another. Signage installed in accordance with the Manual

for Uniform Traffic Control Devices (such as “Stop” and “Yield”
signs) generally does not pose this problem. However, non-
standard signage can be quite varied. Facilities may differ as
well. For example, a bicycle route may have striped lanes in one
city and the continuation of that route may be delineated by
signs only and no striped lanes in the neighboring city. This can
be the result of different design standards or bicycle programs,
available right-of-way, budget constraints or facility installation
from one jurisdiction to another. Inconsistencies like this can be
confusing or discouraging to bicyclists.

As with all capital projects, funds for bicycle projects are limited
and construction of these facilities often compete with other
City priorities. Transportation projects in Shoreline are funded
by the Real Estate Excise Tax (REET), Transportation Benefit
District (TBD) and the general fund, as well as local, state and
federal grants. Grant funds are project-specific and cannot be
spent on projects for which they are not earmarked, regardless
of City priorities.




horeline recognizes the

S importance of bicycling
as a mode that addresses
both the City’s transportation
and recreational needs.

At the city level, bicycle
routes in the network
connect neighborhoods to
schools, city institutions,
community businesses and
recreational and commuter
destinations, including
transit linkages. At a larger

scale, these bike routes

provide connections that link

to the regional network.

Bicycle _lmprovements

Bicycle System Plan

The City’s Bicycle System Plan identifies the location

and facility type for existing and future bicycle facilities

in Shoreline. Figure |, Bicycle System Plan, maps these
facilities throughout the City and shows their connections
to existing and planned facilities in neighboring cities.
Shoreline recognizes the importance of bicycling as a
mode that addresses both the City’s transportation and
recreational needs. At the city level, bicycle routes in the
network connect neighborhoods to schools, city institutions,
community businesses and recreational and commuter
destinations, including transit linkages. At a larger scale,
these bike routes provide connections that link to the
regional network.

The Interurban Trail serves as the north-south spine for
bicyclists, with connections to the cities of Edmonds to
the north and Seattle to the south. Paralleling Aurora
Avenue N, the Interurban Trail serves the commercial core
of Shoreline and intersects with east-west bicycle lanes
currently located on N/NE 155th Street (marked from
Midvale Avenue N to 5th Avenue NE) and N/NE 185th
Street (marked from Aurora Avenue N to 1st Avenue NE).

The Bicycle System Plan was developed with the assistance
of the City’s Bicycle and Pedestrian Advisory Committee.
Routes and facility design were selected with the following
criteria in mind:

e Connecting neighborhoods to destinations, such as
schools, parks, public buildings, commercial areas
and transit

* Connecting to existing facilities, such as the
Interurban Trail, within the City and in neighboring
jurisdictions

* Connecting to planned facilities in neighboring
jurisdictions

e Traffic volumes on the roadway

Existing right-of-way and capacity to support bicycles

e Future planned capital projects

With two regional bicycle facilities in the City of Shoreline
and neighboring Lake Forest Park, connections between
the Interurban and Burke-Gilman trails are important.
Developed in partnership, the two cities identified
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northern and southern routes connecting these two trails. The
connections are made up of a combination of bicycle facilities,
including signage, bicycle lanes and separated trails. The
southern connection has two alternatives, one of which travels
through Hamlin Park in Shoreline. The Bicycle System Plan
identifies these routes.

The Bicycle System Plan identifies routes throughout the City for
both east-west and north-south travel. Several types of facilities
are identified, including bicycle lanes, sharrows, signage,
bridges and separated paths. These facilities are incorporated
into the plan depending upon a variety of factors at a given
location. Signage may include in-pavement markings, such as
sharrows or directional markings, or free standing signs. AImost
all of the routes are located in the public right-of-way and adjoin
or share existing vehicle travel lanes. Exceptions include the
construction of new paths through the Fircrest Residential
Rehabilitation Center property at NE 150th Street and 15th
Avenue NE and Hamlin Park. It is likely that construction of the
pedestrian bridge over Aurora Avenue N at N 192nd Street will
require placement in part on private property or dedication of
right-of-way in order to accommodate its location.

Implementation of this plan will occur in stages over several
years. Lower-cost projects, such as sign installation, will be
implemented throughout the system as an interim measure
until permanent, planned improvements, such as bicycle lanes,
separated paths or bridges, can be completed. Striping for
bicycle lanes or installation of other pavement markings can
occur in conjunction with the City’s annual road resurfacing
program where the planned overlays coincide with bicycle
routes. Improvements to locations that are part of larger
capital projects, such as N/NE 175th Street and NW Richmond
Beach Road, will be installed as the capital improvements are
constructed. Private development may also construct portions
of the bicycle system as redevelopment occurs. A pedestrian
bridge at N 192nd Street may be required as a condition of
redevelopment of the Shoreline Park & Ride or other adjacent
properties.

Figure J, Bicycle Projects Plan, identifies the type and location
of all projects needed to fully implement the Bicycle System
Plan. To determine the order in which projects are constructed,
the City developed a ranking system and criteria to prioritize
projects. A description of the prioritization process is included in
Chapter 9.

Chapter 4 - Bicycle Plan

With two regional
bicycle facilities in

the City of Shoreline and

neighboring Lake Forest
Park, connections between
the Interurban and Burke-
Gilman Trails are important.
Developed in partnership,
the two cities identified
northern and southern routes

connecting these two trails.




Creating. a Bicycle System _in_Shoreline

Developing and Implementing the System

The following policies were developed to guide the development and implementation of a bicycle
system in Shoreline:

Goal T VIII: Develop a bicycle system that is connective, safe and encourages bicycling as a
viable alternative method of transportation.

Policy T14: Implement the Bicycle System Plan. Develop a program to construct and maintain
bicycle facilities that are safe, connect to destinations, access transit and are easily accessible.
Use short-term improvements, such as signage and markings, to identify routes when large
capital improvements will not be constructed for several years.

Implementation Strategies

14.1. Develop a wayfinding sighage and mapping system for
bicyclists that directs and guides users to public facilities, parks,
schools, commercial areas, adjoining cities and major transit
and transportation facilities, such as the Interurban Trail.
This signage should identify facility locations at entrances to
the City. Coordinate with neighboring jurisdictions to create

a consistent signage system to lessen confusion for riders
traveling to other cities.

14.2. Work with Lake Forest Park to develop regional

bicycle linkages from the Interurban Trail to the Burke-
Gilman Trail. Extend these regional facilities to Richmond
Beach.

Discussion: This regional bicycle facility should be named to
improve awareness and recognition.

14.3. Coordinate with neighboring cities to the north and south to provide connections to the
Interurban Trail in Shoreline.

14.4. Through the City’s Complete Streets policies, accommodate bicycles in future roadway
or intersection improvement projects with facilities or technologies that make bicycling safer,
faster and more convenient for riders.

14.5. Continue to require new commercial developments to provide bicycle facilities that
encourage bicycling. Properties that redevelop adjacent to the Interurban Trail should be
required to provide connections to the Interurban Trail if practical.

Discussion: Commercial developments should include covered, secure and convenient bicycle
parking facilities for employees and visitors/customers, as well as showers and lockers for
employees. The City should also encourage existing businesses to install bicycle parking
facilities for the public and employees, and showers and lockers for employees who commute
to work by bicycle.

14.6. Include bicycle facilities identified on the City’s Bicycle System Plan as part of the City’s
six-year Capital Improvement Plan and Transportation Improvement Program. Develop plans
for implementation of short- and long-term improvements to the bicycle system, including
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integration with the City’s annual overlay program.

14.7. Coordinate bicycle facility design and construction with
adjacent jurisdictions where routes cross the City boundaries.
14.8. Replace storm grates with bicycle-friendly grates.

14.9. Place a high priority on sweeping streets that contain
bicycle facilities or are designated as bicycle streets on the
City’s system plan.

14.10. Provide bicycle facilities maintenance, such as filling
potholes and repairing cracks and large gaps in concrete
panels.

14.11. Identify bicycle detour routes in construction areas.
Educate residents about the importance of maintaining safe
bicycle facilities and identifying what they can do to assist in
the City’s efforts (for example, do not blow leaves into bicycle
lanes).

14.12. Continue efforts locally and regionally to educate
drivers about bicycle laws and riding behaviors and to
educate bicyclists on laws and behaviors.

Policy T15: Develop standards for the creation of bicycle
facilities.

Implementation Strategies

15.1. Develop a bicycle system that includes facilities that
support and are appropriate for existing and new land uses.
15.2. Develop a system with appropriate bicycle facilities
that takes into consideration topography, available right-of-
way, traffic volumes and other factors.

15.3. Integrate highly visible and accessible signage,
markings, lighting and amenities for bicycles.

Discussion: Bicycle facilities can include painted bicycle
lanes, “hot spots” in pavement to activate traffic signals or
push buttons for bicyclists. The hot spot marking system
must ensure that the loops installed are sensitive to bicycles,
in appropriate locations within lanes, and are maintained to
remain visible to bicyclists.

Policy T16: Develop a public outreach program to inform
residents of the options for bicycling in the City and educate
residents about bicycle safety and the health benefits of
bicycling. This program should include coordination or
partnering with outside agencies.

Implementation Strategies

16.1. Prepare maps for public distribution that include
bicycle facilities, schools, parks, civic buildings and other
destinations in the City. The City should develop educational




materials for residents that emphasize the importance of bicycle safety and explain the health
benefits of bicycling.

Discussion: The maps should identify bicycle facilities and treatments throughout the City and
inform residents of the methods available to report problems with bicycle facilities to the City.
Educational materials should provide resources and information that can be easily accessed.
Residents should be made aware of these maps and materials through the City’s website,
newsletters, wayfinding kiosks, Bike to Work Day and public access television channel. The City
should have them available for distribution at City buildings and public and community events.
The City should also work with the school district, bicycle advocacy groups, transit providers
and bicycle shops to help distribute maps.

16.2. Work with the school district and public safety partners to integrate bicycle safety and
maintenance as part of the educational curriculum.

16.3. Pursue grant funding from private foundations to implement outreach programs.

Discussion: Private foundations that emphasize health and safety can provide financial
assistance to the City in its education efforts.

16.4. Inform the public about laws that enforce no vehicle parking in bicycle facilities for rider
safety.
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he community

T has repeatedly
identified sidewalks as
important. Residents want
to use sidewalks and trails
to go to work, catch a bus,
walk to school, go shopping
or participate in recreation
activities. According to a
2010 survey of residents,
42 percent of respondents
identified the availability
of sidewalks near their

residence as one of the top

two aspects of transportation

that should receive the
most emphasis over the

following two years.

P e destrian P |l a n

Put One Foot in Front of the Other

Walking is the most basic mode of transportation. All trips begin
with walking. Residents walk throughout the City of Shoreline

to parks, libraries and businesses, to access transit and for
exercise and recreation. Safety and connectivity are essential to
supporting and encouraging walking.

Shoreline is a suburban community, with predominantly single-
family residential development. Although much of Shoreline
has been developed at relatively low densities, the grid pattern
of the arterial and local streets lends itself well to pedestrian
circulation and provides access to all areas of the City. As a city
that is largely developed, the street pattern is unlikely to change
and significant new roadways are not likely to be constructed.
It is anticipated that Shoreline will continue to grow and
improvements to existing roadways will be needed to address
traffic issues resulting from increasing numbers of users of the
City’s street system.

Though much of Shoreline is built out, sidewalks are

only located sporadically throughout the City. Most of the
sidewalks in Shoreline were built prior to incorporation and

are substandard in comparison with existing City standards,
being too narrow and/or having little or no amenity zone
separating the sidewalk from the roadway travel lane. Located
predominantly on arterials, some of these sidewalks have
adjacent planting strips that are too narrow for the trees planted
there, which have now matured and are causing damage to
sidewalks and roadways with their large root systems.

Since incorporation of the City of Shoreline in 1995, many
sidewalks and walkways have been constructed throughout the
City, including the Interurban Trail. Other City capital projects,
including the Aurora Corridor Improvement Project and North
City Project, included sidewalks as a fundamental part of their
safety and circulation enhancements. The Priority Sidewalks
program constructed sidewalks and walkways throughout

the City from 2005 to 2011. Private development has also
contributed to the City’s sidewalk inventory through the
construction of frontage improvements adjacent to development
sites.

The community has repeatedly identified sidewalks as
important. Residents want to use sidewalks and trails to go to
work, catch a bus, walk to school, go shopping or participate
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in recreation activities. In addition, many residents of the

City’s over 100 group homes have limited mobility and need
the safety and access provided by sidewalks. According to

a 2010 survey of residents, only 48 percent of respondents
identified themselves as very satisfied or somewhat satisfied
with the availability of sidewalks on major streets. Only 30
percent of respondents identified themselves as very satisfied
or somewhat satisfied with the availability of sidewalks near
their residence. In this same survey, 42 percent of respondents
identified the availability of sidewalks near their residence as
one of the top two aspects of transportation that should receive
the most emphasis over the following two years.

Pedestrian Issues in Shoreline

The design and construction of a pedestrian system in Shoreline
presents unique challenges to the City. With limited funding, a
fully built-out roadway system and older, existing infrastructure
to maintain and repair, sidewalk location and design must be
carefully planned.

Sidewalk Design

Sidewalks in the City have been constructed for several
decades, with the standards changing over time. As a result,
sidewalk design varies throughout the City, including sidewalk
width, construction materials, presence of amenity zone and
the width and plantings of an amenity zone. The planned design
for construction of future sidewalks throughout the City will vary
depending upon traffic volumes, adjacent land uses, proximity
to transit and connections to destinations such as commercial
areas, schools and parks.

The materials used in construction of sidewalks and the
vegetation planted in the amenity zone can help sidewalks
serve as stormwater management and treatment facilities.
Technologies such as pervious concrete can attenuate the flow
of water into the ground or the City’s stormwater system. The
installation of appropriate soils and plants can also serve this
function, as well as help to filter pollutants from stormwater.

Funding

For many jurisdictions, funding for sidewalk projects has
historically been significantly less than what is available for
design and construction of other transportation projects.
Similarly, transportation grant funding from state and federal
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agencies is predominantly focused on roadway projects.
Sidewalks often are a component of funded roadway projects,
such as the Aurora Corridor Improvement Project. With a fiscally
constrained budget, the City must evaluate and prioritize its
capital investments and fund them accordingly. Sidewalk
projects generally make up a large portion of the City’s six-year
Transportation Improvement Program (TIP), which includes
unfunded projects. Inclusion of these projects as part of the TIP
makes them eligible for some sources of grant funding.

System Continuity

Sidewalks are not located in all areas of the City. They can be
sporadic, ending abruptly in neighborhoods or commercial
districts or extending the width of a single parcel when
constructed in conjunction with redevelopment at that site.
As a result, Shoreline does not have a continuous system of
sidewalks that facilitate pedestrian circulation throughout all
parts of the City. A system of sidewalks, trails and walkways
that connects people to their homes, businesses, services
and transit is necessary in order to encourage walking as an
appealing form of transportation.

Maintenance

All transportation facilities, including sidewalks, require
maintenance and repair. This includes minor maintenance,
such as keeping walkways free of vegetation intrusion, ice and
snow, as well as repairing damage resulting from root intrusion,
accidental damage from vehicles and normal wear and tear.

It is common for municipalities to request or require property
owners adjacent to the sidewalks to maintain vegetation in
the right-of-way and keep sidewalks clean and clear. Repair

of facilities is generally the responsibility of the City. Oversight
by the City helps ensure that repair work is performed in
accordance with City standards.

Lighting

Pedestrians should feel safe walking through their community.
One element that adds to safety is the presence of lighting.
There is some degree of street lighting present throughout the
City, mostly along arterials, with some street lights scattered
along non-arterial streets and a few neighborhoods not
containing any street lights. AImost all of the street lights in
Shoreline are designed and directed to illuminate public right-
of-way along roadways and the adjacent walkways. The City



has very little pedestrian-scale lighting. The Aurora Corridor
Improvement Project has installed some pedestrian-scale
lighting at bus stops on Aurora Avenue N.

Crossings

Another factor that contributes to safety is the ability to cross
streets. By definition (RCW 46.04.160), there are crosswalks

at every intersection whether there are markings present or
not. Unless posted otherwise, it is legal for a pedestrian to
cross the street at any intersection. Drivers are required to stop
for pedestrians waiting at crosswalks and once a pedestrian
enters a street. There are a number of factors to consider

when determining the need for enhancing crosswalks with
markings and other traffic control devices. These include the
volume of traffic and pedestrians, presence of bus stops and
adjacent land uses. Many crossings do not require identification
or signage. For those locations that qualify for added traffic
control, a variety of methods are available to identify and
enhance pedestrian crossings including roadway markings,
signs, flashing lights and traffic signals. The City must balance
the location of traffic signhals and controlled pedestrian
crossings with the need to sustain traffic flow through and within
Shoreline. Driver and pedestrian education are also important
factors in helping pedestrians cross streets safely.

Shoreline’s Pedestrian Plan

Walking can help fulfill a variety of the City’s goals, including
expanded transportation choices, reduced costs for
transportation, congestion relief, improved physical health
and reduced contributions to climate change through fewer
greenhouse gas emissions. The Pedestrian Plan includes a
description of the existing pedestrian system in Shoreline,
and the goals, policies and implementation strategies support
and encourage walking and help the City achieve its vision for
pedestrian movement.

Chapter 5 « Pedestrian Plan

Walking can help
fulfill a variety of

the City’s goals, including

expanded transportation
choices, reduced costs for
transportation, congestion
relief, improved physical
health and reduced
contributions to climate
change through fewer

greenhouse gas emissions.




ost sidewalks

M on City
arterials were constructed
in the 1960s under a bond
issue known as Forward
Thrust. These sidewalks
are narrower than the
City’s current standard, as

are the landscaping strips

between the sidewalk and

travel lane, if landscaping

is present at all.

Existing Facilities Inventory

Existing Pedestrian Facilities

The City of Shoreline is a fully built-out community, with almost
all of the land in the City developed. Most of the development
in the City occurred while a part of unincorporated King County.
Almost all of the sidewalks in the City were constructed in
accordance with County standards, which were different than
the current City standards.

Pedestrian facilities in the City include concrete sidewalks,
asphalt trails, walkways and widened shoulders. Sidewalks are
present along arterials including:

* N/NE 155th Street

* N/NE 175th Street

* N/NE 185th Street

e Meridian Avenue N

e 5th Avenue NE

e 10th Avenue NE

e 15th Avenue NE

* NW Richmond Beach Road

These sidewalks vary in width and material and are sometimes
not continuous. Most sidewalks on City arterials were
constructed in the 1960s under a bond issue known as Forward
Thrust. These sidewalks are narrower than the City’s current
standard, as are the landscaping strips between the sidewalk
and travel lane, if landscaping is present at all. There are a

few areas in the City with asphalt paths serving as pedestrian
facilities. Figure K, Existing Pedestrian Facilities, illustrates
existing sidewalks, asphalt paths and widened shoulders

(the map does not identify if sidewalks are consistent with
Shoreline’s current development standards for width, materials
and amenity zones).

Much of the City’s recent sidewalk construction has been
focused around schools as part of the Priority Sidewalks
program. The commercial and transit corridor along Aurora
Avenue N will have continuous sidewalks constructed along
both sides of the roadway as part of the Aurora Corridor
Improvement Project. These sidewalks are seven feet wide,
with a four-foot wide, vegetated amenity zone separating the
sidewalk from the adjacent travel lane.

In addition to sidewalks, Shoreline has two off-street mixed use
trails. The Interurban Trail runs roughly parallel to Aurora Avenue
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N. This trail is both a bicycle and pedestrian facility, with a 12-foot wide asphalt path along the
majority of its length. From N 175th Street to N 185th Street, the trail is constructed of concrete.
This change in materials results in a more urban feel and reinforces the pedestrian orientation of
the future Town Center, through which this segment runs. Two bridges provide elevated crossings
over N 155th Street (at Aurora Avenue N) and Aurora Ave N (at N 157th Street). The second
pedestrian and bicycle trail is located on NE 195th Street between Meridian Avenue N and 1st
Avenue NE. Completed in 2010, this 12-foot wide asphalt trail was constructed in previously
undeveloped right-of-way. A pedestrian bridge crosses I-5 at NE 195th Street.




Good Pedestrian Connections and Challenges to Connectivity

Pedestrian Travel Routes

Pedestrians have a network of arterial and non-arterial streets to utilize, as well as the Interurban
Trail. Many arterials and some non-arterial streets have sidewalks, especially those around
schools. Because sidewalks in Shoreline are discontinuous and vary in width, pedestrians must
often walk on the shoulder of the road, if one exists.

The primary destinations for pedestrians in Shoreline are schools, Shoreline Community College,
parks, the Interurban Trail, libraries, post offices, bus stops, the Shoreline Center and the City’s
commercial areas. Many of these destinations are served by sidewalks, although not all routes
to each destination have sidewalks. Upon completion of improvements to Aurora Avenue N, the
entire corridor will have continuous sidewalks along its three-mile length.

Connections to Transit Facilities

Transit routes cover the majority of Shoreline and include peak-only and all-day routes. Many bus
stops are served by sidewalks or wide shoulders. The travel paths to some stops are partially or
fully inaccessible. One quarter of the transit stops in the City have limited accessibility, and one-
tenth are fully inaccessible to persons with disabilities.

Physical Challenges

Pedestrian mobility in Shoreline can be a challenge due to the City’s physical geography. North-
south travel can be appealing and a viable option for many pedestrians, as the terrain is relatively
flat. However, the ridges and valleys that cross the City can make travel in the east-west direction
difficult for some pedestrians.

Similarly, east-west pedestrian travel can be hindered by the built environment. Many streets are
blocked by I-5, which runs north-south through the City. The freeway interchanges at NE 145th
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Street, NE 175th Street and NE 205th Street are heavy with
automobile traffic, have limited pedestrian crossings and do
not create a pedestrian-friendly environment. The crossings at
NE 155th Street, NE 185th Street and NE 195th Street have
lower traffic volumes than the interchanges, creating a more
comfortable environment for pedestrians.

The natural and built environments can also limit expansion

of or improvements to existing pedestrian facilities and
construction of new ones. Limited right-of-way, presence of
structures, topography and environmentally sensitive areas can
influence, restrict or prohibit construction.

Curb Ramp, Gutter and Sidewalk Program

The City’s Curb Ramp, Gutter and Sidewalk Program includes
the design and construction of curb ramps and sidewalk
repairs. The ramps are designed and constructed to meet the
standards of the Americans with Disabilities Act (ADA). Other
work performed includes repairing and replacing existing
concrete gutters and sidewalks damaged by tree roots, cracking
or settlement and constructing new sidewalk panel sections
to fill existing gaps in the pedestrian walkway. Through this
program, the City installs or replaces 14-20 curb ramps and
repairs approximately 400 linear feet of sidewalk per year. The
program can also fund wheelchair detection loops and audible
pedestrian signals.

The Curb Ramp, Gutter and Sidewalk Program addresses
locations throughout the City where improvements are

needed to increase user safety of the sidewalk system. Means
of improving safety include removing barriers, increasing

and enhancing accessibility to the system throughout the
community, eliminating damaged sections and completing
missing links in the existing system.

Project Funding

Transportation projects in Shoreline are funded by the motor
vehicle fuel tax, right-of-way permit fees and the general fund,
as well as local, state and federal grants. Funds for pedestrian
projects are limited, and construction of these facilities often
compete with other City priorities. Grant funding for pedestrian
projects is extremely limited, difficult to obtain, and often
requires a local match.

Image: WSDOT Specifications Manual
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Pedestrian Improvements

The citizens of Shoreline continue to emphasize the importance of sidewalks for safety, enhanced
mobility, convenience, and recreation. Shoreline has great potential to be a “walkable community”
with many activities and resources within walking distance of neighborhoods. The roadway grid
system in Shoreline provides multiple east-west and north-south connections, and the City offers
a number of public spaces, including parks, shopping centers and community centers that can
accommodate pedestrian facilities. One challenge for Shoreline is knowing where to start. The City
must determine where to best spend limited resources to best serve the community.

Figure L, Pedestrian System Plan, identifies key pedestrian corridors i eline that resultin a
complete pedestrian network throughout the City. Sidewalks are impettaft asjboth transp jon
and recreational facilities. Therefore, the City’s pedestrian network c& neighbor,

schools, parks, commercial areas and transit facilities. Recently{installed Sidewalks a rora

Avenue N and in North City, as well as the Interurban Trail, serve i@ ty’s primar@ ial

areas and significant transit corridors. If a street is not incl on the Pedes em Plan,

that should not be interpreted to mean that the street sho@t have sidew@

Figure M, Unimproved City Right-of-Way, identifies | sections ef u@ right-of-way that

provide pedestrian connections between neighborlioods, These co % are not always part

of the Pedestrian System Plan but are importapf, ey provi oughout the City that
-way that are not identified

can greatly shorten pedestrian trips. Other i of unused
on this map exist throughout Shorelin niggxalso serv provide pedestrian connections
and create public spaces such as par ils. Any or vacation of public right-of-way

rve as a pe connection.

fully implement the Pedestrig eveloped a ranking system and criteria to

should be evaluated to ensure it ¢

Figure N, Pedestrian Projec {dentiﬁes tha and location of all projects needed to
E : i

prioritize design and constructi®

em Plan.
of pedesti jects. A description of the prioritization process
is included in Chapter@
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Creating a Pedestrian System in Shoreline

Developing and Implementing the System

Goal T IX: Provide a pedestrian system that is safe, connects to destinations, accesses transit
and is accessible by all.

Policy T17: Implement the Pedestrian System Plan through a combination of public and private
investments.

Implementation Strategies
17.1. Develop a wayfinding sighage and mapping system for pedestrian fagilities that @s

and guides users to public facilities, parks, schools, significant tra t and tra on

facilities and commercial areas.

Policy T18: When identifying transportation improvements, pri construc%s' walks,
nsit and be

accessible by all.

Implementation Strategies O ¢

18.1. Develop and regularly update a prioritiza@d fundi to implement the
City’s Pedestrian System Plan. %

18.2. Include pedestrian facilities identi e City’s Ped n System Plan as part of the

City’s six-year Capital Improvemen I&d IP.
18.3. Through the City’s Complet policies, to accommodate pedestrians in

walkways and trails. Pedestrian facilities should connec estinations, @

future roadway or intersection & ent projects facilities or technologies that make
walking safer and more cehvehi for pedestr:

18.4. Utilize existing unde ped right-of eate pedestrian paths and connections.
18.5. Require that all proje @crease in the number of vehicular trips,

resultingdn i
such as commercia@—residential in and residential short-plat and long-plat
developments, rsidewa@ parated all-weather trails.
Discussigfi: %the Mast,@ t Plan, the City has identified the cross-section and
design o rials and det I appropriate improvements for local streets. Frontage
improveme hould be sistent with the Master Street Plan.

18.6. Continue to im@n the City’s curb ramp program to install wheelchair ramps and
other ADA requireffients at all curbed intersections.

18.7. Include e&xction of pedestrian facilities identified in the City’s Pedestrian System
Plan as proj t qualify for “credits” through the City’s concurrency program.

18.8. Loo&opportunities to leverage public or private investments to implement the
pedestrian system. Pursue funding opportunities through grants and private foundations.
18.9. Require and identify pedestrian detour routes in construction areas.

Policy T19: Design crossings that are appropriately located and provide safety and convenience
for pedestrians.

Implementation Strategies
19.1. Develop a policy and procedure for the location, design and approval of crosswalk
markings.
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Discussion: The surrounding development should be a key factor when determining location
and design for crosswalks. Issues to consider include, but are not limited to, density, land use,
demographics and accident history. The roadway cross-section and traffic volumes and speeds
should be considered when determining the need for design features such as bulb-outs or
pedestrian refuge islands.

19.2. Consider midblock crossings if safety warrants can be met.

Discussion: The installation of midblock crossings should take into account land uses on both
sides of the street and frequency of use. Additionally, traffic must be considered to ensure
crossings do not interfere with the flow of vehicles.

19.3. Improve pedestrian safety at freeway interchanges and highway intersections.

Discussion: Consider over and undercrossings where feasible and convenient for users

and other changes that make roadway crossings at freeway entrances more accessible to
pedestrians. Example locations for improvements include: I-5 crossings at NE 145th Street,

NE 155th Street, NE 175th Street, NE 185th Street, NE 195th Street and Ballinger Way NE. A
pedestrian crossing over Aurora Avenue N at N 192nd Street may be constructed as part of a
privately funded redevelopment of the Shoreline Park & Ride as a transit oriented development.
This overcrossing could consist of an enclosed skybridge, connecting transit uses with retail,
office and residential facilities located on both sides of Aurora Avenue N.

19.4. Utilize technology and driver notification to enhance pedestrian safety and convenience.

Discussion: Pedestrian safety can be improved by modifying traffic signals. Options include
pedestrian queue jumps (clearing pedestrians ahead of traffic), pedestrian signals with
countdown timers, pedestrian-only cycles or right-turn queue jumps that clear right-turning
vehicles before pedestrians begin crossing. The latter would be coupled with the elimination
of free right turns. Extension of the “walk” phase in areas with populations requiring additional
time to cross the street, such as children or senior citizens, provides an extra measure of
safety.

Discussion: Convenience for pedestrians can be improved through technology as well. Signals
that are timed to speed up pedestrian prompt response, provide an automatic “walk” when the
signal turns green or visual and audio indicators that push buttons have been activated are all
measures that give priority or information to pedestrians.

There are pros and cons when utilizing technology to enhance pedestrian convenience. The
City must balance this desire with the need to maintain signal progression and traffic flow.

o NN



Consideration for individual circumstances and various City
needs should be given when designing and implementing
changes to traffic signals.

19.5. Continue to evaluate and field test installation of
devices that increase safety of pedestrian crossings such
as flags, in-pavement lights, pedestrian signals and raised,
colored and/or textured crosswalks.

Policy T20: Develop flexible sidewalk standards to fit a range
of locations, needs and costs.

Implementation Strategies

20.1. Sidewalk standards should generally be based upon
adjacent land use or zoning, rather than street classification.
20.2. Develop a program for retrofitting existing sidewalks
that do not meet the City’s current sidewalk standards.

Discussion: Property developers must reconstruct existing
substandard sidewalks to comply with the established
standards when a project triggers frontage improvements.
The City should identify circumstances and criteria under
which the City will retrofit sidewalks in conjunction with
capital projects.

20.3. Establish criteria that identify when construction of a
sidewalk on only one side of a street is appropriate.

Discussion: It is assumed that all streets will have sidewalks
on both sides unless there is a wider trail/walkway system
that accomplishes the goal of pedestrian movement and
safety with traffic calming, such as green streets, or if
findings can be established that support construction on one
side only, such as topography, environment or costs. Short,
dead-end streets with limited pedestrian activity would also
be likely candidates for roadways with sidewalks on one side
only.

20.4. Concrete or porous concrete sidewalks should

be installed whenever possible. Examine options for
construction of pedestrian facilities utilizing a variety of
materials as alternatives to standard concrete sidewalks.

Discussion: Concrete is the most durable and easily
maintained material for sidewalks. However, there are
circumstances where concrete is not appropriate or needed.
For example, asphalt may be an appropriate material

for separated trails and walkways with minimal driveway
crossings and limited potential for intrusion by tree roots.
Porous concrete may be used in some circumstances, such
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as in curbside applications with no amenity zone, when soil conditions support it and
maintenance requirements have been considered.

20.5. Ensure that walkways have a clear, defined area for walking surfaces and a distinct
area for fixed objects, such as signs, fire hydrants, bicycle racks, utility poles, above-ground
utility cabinets, benches and public art. The City should work with utility providers to eliminate
obstructions in walkways.

20.6. Ensure pedestrian facilities support and are appropriate for existing and new land uses,
allowing for a variety of treatments. These may include sidewalks, walkways, shared bicycle and
pedestrian facilities, trails or widened shoulders.

20.7. Where appropriate, provide sidewalks, walkways, and trails with lighting, seating,
landscaping, street trees, public art, covered bicycle racks, railings, etc. These improvements
should be compatible with safe pedestrian circulation.

20.8. Implement the pedestrian design standards identified in the Master Street Plan,
including flexibility in walkway design.

Discussion: Street cross-section design should reflect the traffic and pedestrian needs of a
given street. For example, streets that serve as transit corridors may include bus pull-outs at
stop locations. This allows for easier boarding from the sidewalk and does not result in a bus
blocking through traffic. Another possible design feature, curb bulb-outs, reduce the crossing
distance for pedestrians, identify pedestrian crossings to drivers and act as traffic calming
devices.

Discussion: Amenity zone width should be wide enough to provide space for healthy tree
growth. The standard for amenity zone width should be flexible so that it may be widened in
some locations to accomplish other City goals, such as natural stormwater treatment.

20.9. Encourage private development projects to integrate public space with sidewalks.
20.10. Develop standards for walkway design that meet Surface Water regulations by
integrating sustainability or LID practices, such as porous concrete, bioswales, rain gardens or
other natural stormwater drainage systems.

20.11. Coordinate sidewalk design and construction with adjacent jurisdictions where
sidewalks cross the City boundaries.
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Policy T21.: Develop a public outreach program to inform residents of the options for walking in
the City and educate residents about pedestrian safety and the health benefits of walking. This
program should include coordination or partnering with outside agencies.

Implementation Strategies

21.1. Prepare maps that include pedestrian facilities, schools, parks, civic buildings and
other destinations in the City. The City should develop educational materials for residents that
emphasize the importance of pedestrian safety and explain the health benefits of walking.

Discussion: The maps should identify pedestrian facilities and treatments throughout the City
and inform residents of the methods available to report problems with pedestrian facilities to
the City. Educational materials should provide resources and information that can be easily
accessed. Residents should be made aware of these maps and materials through the City’s
website, newsletter, wayfinding kiosks and public access television channel. The City should
have materials available for distribution at City buildings, public and community events and
on the City website as well as coordinating with the school district and transit providers for
distribution.

21.2. Work with the school district to integrate pedestrian health and safety as part of the
educational curriculum.

21.3. Pursue grant funding from public and private foundations to implement education and
outreach programs.

Discussion: Private foundations that emphasize health and safety can provide financial
assistance to the City in its education efforts. The City can promote private maintenance of
public pedestrian facilities through programs such as Adopt-a-Trail, Adopt-a-Street or Adopt-a-
Raingarden.

21.4. Enforce requirements that are designed to keep vehicles from parking in pedestrian
facilities.
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hile most people

W travel in the
Puget Sound region via
automobile, transit serves
as an alternative to those
who do not have access

to a vehicle, are unable to
drive or choose not to utilize
a car for transportation.
Because systems such as
buses and light rail carry
many passengers at once,
the number of trips being
made is reduced, and fewer
vehicles are on the road.
Trip reduction translates

directly into a reduction in

the emission of greenhouse

gases. Even those who
choose not to utilize transit
benefit from less traffic

congestion and cleaner air.
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Why Is Transit Important?

Public transit plays an important role in our lives. While most
people travel in the Puget Sound region via automobile, transit
serves as an alternative to those who do not have access to

a vehicle, are unable to drive or choose not to utilize a car for
some or all of their transportation needs. Because systems
such as buses and light rail carry many passengers at once, the
number of trips being made is reduced, and fewer vehicles are
on the road. Trip reduction translates directly into a reduction in
the emission of greenhouse gases. Even those who choose not
to utilize transit benefit from less traffic congestion and cleaner
air.

In order for transit to be a feasible option for transportation,
several aspects of service need to be present. These include:

Convenience. Transit needs to serve riders from their
departure points and deliver them to their desired
destinations with minimal difficulty or confusion and limited
transfers. Riders must be able to walk to a transit stop or
easily access a park & ride facility in order to use transit,
and service must go to places that people want to go.
Transit schedules must be easy to understand.

Accessibility. Transit stops and vehicles must be accessible
to all riders. If transit stops are inaccessible or unsafe due
to lack of sidewalks or walkways, riders will be reluctant to
utilize them. Passengers must be able to board and deboard
vehicles safely and comfortably. For persons with disabilities
not able to utilize regular bus service, paratransit service
must be comparable to fixed route bus service.

Affordability. The affordability of transportation is often a
deciding factor for people selecting how they will make trips.
Paying low fares on transit can be less costly than owning a
vehicle, making it an appealing alternative to driving. Costs
for vehicle fuel, payments, maintenance and parking can
outweigh transit fares as well. The high costs for parking in
downtown areas with large concentrations of workers can be
an influential factor for commuters when deciding whether
to use transit or drive. For those with limited means, transit
is often the only option for transportation.

Frequency. The more often transit service passes by a given
location, the more options there are available for riders.
Frequency of service is important to riders and long waits




for transit can deter riders. For people that do not have
flexible schedules, dependence on transit that arrives only
once or twice an hour can be frustrating, especially if a

bus or train is late, canceled or missed. When a transfer is
required, infrequent service can greatly lengthen a trip if the
connection cannot be timed well.

Reliability. When people need to reach a destination, they
want to be certain they can leave and arrive on time. Transit
service must be reliable if riders are going to use it with
confidence. Vehicles need to arrive at stops as scheduled,
have the means to travel their routes with minimal delays
and deliver passengers to their destinations on time in

a consistent manner. Enough transit vehicles must be
operational on a route in order to avoid overcrowding, which
can result in buses passing by waiting riders when there is
no additional room. If transit is unreliable, people will be
deterred from riding, especially if their schedules have little
or no flexibility. The presence of high-occupancy vehicle
lanes, business access and transit (BAT) lanes or exclusive
bus lanes greatly improves reliability, as buses are not stuck
in traffic.

Travel Time. Riders generally want their trips to be the
shortest and quickest possible. Travel times for transit
should be reasonable, with vehicles traveling at speeds
comparable to automobiles. Frequency of stops and traffic
congestion affect overall travel times.

Comfort. Transit vehicles carry many people. When vehicles
are crowded, unclean and not well maintained, rider
discomfort increases. This feeling of discomfort can be a
deterrent to riding transit.

Safety. Riders must feel that they are safe when riding
transit. They need to feel that drivers are well trained,
attentive to traffic and their surroundings and will be
delivering them to their destinations safely. Transit stations,
stops and vehicles should be well lit and provided with
security systems as needed, so that riders feel safe in their
surroundings while traveling or waiting for transit.

Transit Issues in Shoreline

Service Boundaries

Transit service in the Puget Sound region has its basis in
political boundaries. The transit providers serving the City of
Shoreline - Metro Transit, Community Transit and Sound Transit
- have service areas established by county boundaries (Metro
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Transit serves King County and Community Transit serves
Snohomish County) or a voter-approved taxing district (Sound
Transit). Shoreline’s location at the boundary between King and
Snohomish Counties places the City in the position of being at
the beginning or end of many routes provided by Metro Transit
and Community Transit. The service area for Sound Transit

is divided into subareas comprised of multiple cities, further
compromising transit service in Shoreline.

Metro Transit provides the majority of transit service in
Shoreline with the most number of routes, most extensive
service coverage and the most service hours provided. These
Metro Transit services in Shoreline are mostly directed toward
the City of Seattle to the south, with a few routes directed east.

Service Priorities

Shoreline is located just north of the City of Seattle. Developed
as a bedroom community, the City is primarily single family
residential, with no major employment centers. According to
the 2000 Census, over 80 percent of employed residents in the
City travel outside of the City boundaries to reach work, with
almost two-thirds of people commuting to the City of Seattle.
Ten percent of employed residents take transit to their jobs,

the vast majority of which (88 percent) are traveling to Seattle.
Commuters on peak-only routes account for thirteen percent of
total transit ridership in Shoreline.

In addition to peak period use of transit, residents in Shoreline
use transit throughout the day. All-day routes in Shoreline
travel primarily north-south, delivering residents to downtown
Seattle, the Northgate Transit Center and cities in Snohomish
County (Edmonds, Mountlake Terrace, Lynnwood and Everett).
East-west transit service through Shoreline is provided by three
routes. Route 358 (an all-day north-south route) is one of Metro
Transit’s busiest and has the highest ridership of all routes
that serve Shoreline, representing 28 percent of all weekday
ridership and 38 percent of total ridership in Shoreline. This
route is scheduled for conversion to bus rapid transit in 2013.

The transit needs of Shoreline’s residents are quite varied,
which presents challenges if transit providers must reduce
service. Ideally, transit service would continuously expand in the
City as demand increases. However, because transit service is
heavily funded by sources such as sales tax, which is unreliable
and heavily impacted during economic downturns, service

reductions are a reality.
Image: King County Metro System Map
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Fares

The fare structure established by Metro Transit is configured
around City boundaries. Metro Transit has a two-zone fare
system. The City of Seattle is one zone and all areas outside of
Seattle are in a second zone. Travel into Seattle from outside
of the City limits is considered two-zone travel. Travel entirely
within the City of Seattle or trips that begin and end within a
zone line are considered one-zone travel. The fares for one- and
two-zone travel during non-peak hours are the same and are
less than peak hour fares. Fares for two-zone trips during peak
hours (Monday to Friday, approximately 5-9 a.m.and 3-7
p.m.) are greater than one-zone trips. Riders in Shoreline that
travel into Seattle during peak periods must pay the greater,
two-zone fare, regardless of the length of travel in Shoreline.
This could be as little as a few blocks of travel.

Seven public transportation agencies, including Metro Transit,
Community Transit and Sound Transit, utilize a regional smart
card system called ORCA. The ORCA system includes bus
passes for the participating transit providers and also works as
an electronic purse to hold stored value that is deducted from
the balance for each trip. The ORCA card tracks payments and
stores payment information when riders make a transfer. While
riders can still pay with cash, they cannot use the payment to
transfer between providers.

With the elimination of transfers between transit providers for
riders paying cash, those riders must pay a fare twice (once to
each transit provider). Shoreline residents that pay cash and
use Metro Transit to access Community Transit or Sound Transit,
generally a short trip, must pay a fare for each portion of the
trip. Metro Transit is the only provider serving Shoreline that
allows riders paying cash to transfer within its system without
an additional payment.

Bus Rapid Transit (BRT) Service

SR 99 is a state highway that runs north-south throughout the
Puget Sound region. The segment from downtown Seattle to the
King-Snohomish county line, including the three-mile segment
that runs through Shoreline, is known as Aurora Avenue N. Bus
Rapid Transit (BRT) service is currently in place or scheduled to
begin on Aurora Avenue N. BRT is a unique form of bus service
designed to function in a manner similar to rail systems. Using
a combination of low-floor buses, multiple doors for boarding
and deboarding, dedicated right-of-way, high frequency service,
greater distance between stops and off-board fare collection,
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BRT can provide an efficient alternative to traditional bus
service at a much lower cost than rail. Community Transit
provides a 17-mile long BRT service from the City of Everett to
the Aurora Village Transit Center (AVTC) in Shoreline via SR 99.
Metro Transit plans to run a 13-mile long BRT service from the
AVTC to downtown via Aurora Avenue N beginning in 2013.

The termination of each provider’s service at the AVTC forces

a transfer between systems. This transfer at the AVTC is not

on Aurora Avenue N, with buses needing to maneuver through
congested, busy intersections, thus reducing the speed and
efficiency for riders wishing to cross the county line. Sound
Transit has identified a continuous BRT system from downtown
Seattle to Everett on SR 99 as part of its long range plan;
however, there is no schedule for implementation at this time.
Neither Community Transit nor Metro Transit have expressed a
desire to extend their BRT routes beyond the current boundaries
(Community Transit has indicated to the City of Shoreline that
if the AVTC moves to the N 192nd Street Park & Ride, it is
likely that their service would also move). A single, continuous
BRT system that crosses the county line and/or a transfer that
occurs on Aurora Avenue N would improve the efficiency of this
system, making it more appealing for riders wishing to ride
between Shoreline and Snohomish County.

Rail Service

Sound Transit provides heavy and light rail service in the Puget
Sound region. In August 2003, Tacoma Link light rail, the first
light rail service to this area, began. This service, located south
of Seattle in Pierce County, connects downtown Tacoma to

the commuter rail station at the Tacoma Dome. Central Link,

a 16-mile long light rail line that runs from downtown Seattle
to Sea-Tac International Airport, began service in July 2009
Voters in the Sound Transit district approved expansion of the
light rail system in 2008. This expansion will include extending
the light rail line north through the City of Shoreline to the City
of Lynnwood, with service scheduled to begin in 2023.

Two light rail stops are planned for Shoreline as part of the
northward light rail expansion known as North Link. While
Sound Transit has yet to make a final determination regarding
the alignment of the light rail line, the preliminary plans identify
a route that travels up the east side of I-5, with stops at NE

1 Central Link light rail service began in July 2009 with service from
downtown Seattle to the City of Tukwila. Service was extended to Sea-
Tac Airport in November 2009.
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145th Street and NE 185th Street. As Sound Transit begins
its project development process, a final alighment for North
Link will be decided. Shoreline will participate in this decision- he City of Shoreline
making process and plan accordingly for future development

around the stations.

would like to see

The type of stations constructed, whether they are large parking transit serve a varlety of

garages, dense Transit-Oriented Development (TOD), or other functions for residents:
type of land use, will impact existing surrounding development,
as well as traffic patterns on roadways serving the stations. congestion reduction, lower

Frequent, convenient bus service from different areas in the
City to the light rail stations, as well as walkways and bicycle
facilities, will be critical to minimizing traffic impacts and greenhouse gas emissions,
providing riders with options for accessing the stations.

transportation costs, reduced

increased transportation
Heavy rail service is provided in the form of commuter trains. In

2000, commuter rail service began between the City of Tacoma choices and improved
and downtown Seattle. Service from the City of Everett to

downtown Seattle began in 2003. Although this service passes
through the City of Shoreline, there are no commuter rail stops to drive. To accomplish
in Shoreline. The nearest commuter rail stop is in Edmonds.

mobility for those unable

these goals, the City has

Land Use Densities developed short, medium

Shoreline is a suburban community, developed primarily with and long range plans.
single-family residential houses. Concentrations of commercial
and multi-family development exist primarily along major
roadways in the City, including Aurora Avenue N, Ballinger

Way NE, 15th Avenue NE, NE 145th Street, Bothell Way NE
and NW Richmond Beach Road. These are the areas most
heavily served by transit. Transit is most successful in areas
with land use densities that support transit and where specific
destinations are located.

Shoreline does not provide any of its own transit service. The
funding that is available to the transit agencies serving the City
is limited and must serve many areas throughout the region. As
Shoreline advocates for additional transit service, the City must
be prepared to allow and promote land uses and densities that
support transit in order to justify those needs and convince the
transit agencies that Shoreline is the right area to invest in their
transit service.

Shoreline’s Transit Plan

Shoreline’s Transit Plan establishes the City’s transit goals,
policies and priorities and identifies potential actions needed to
meet those ends. This plan includes a description of the existing
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transit system in Shoreline and the different ways transit is funded. An explanation of the City’s
vision for transit, as expressed in other City policy documents such as the Comprehensive Plan
and Sustainability Strategy, sets the foundation for what the City would like to see from its transit
service providers. Good transit connections and maintenance of the transit system are described
to identify the critical elements for successful and efficient transit service in Shoreline.

The City of Shoreline would like to see transit serve a variety of functions for residents:
congestion reduction, lower transportation costs, reduced greenhouse gas emissions, increased
transportation choices and improved mobility for those unable to drive. To accomplish these
goals, the City has developed short, medium and long range plans. Each plan identifies the
policies for the planning period, recommends actions to achieve these policies and establishes a
timeline for completion. It is the City’s intention that through implementation of these plans and
continuing coordination with transit providers, Shoreline will have a transit system that serves the
needs of all residents wishing to travel by bus or train for all or most of their activities.
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Shoreline’'s Transit System

Existing Transit Service in Shoreline

eople view public
Public transit is an integral part of Shoreline’s commitment Ptransit as a way to
to address neighborhood quality of life issues. People view
public transit as a way to address issues of traffic congestion, address issues of traffic
transportation options, pollution and a sense of community.

Unlike urban centers in the Puget Sound region, Shoreline congestion, transportation
does not have a concentrated base of employment or major
population center that serves as an origin or destination for
transit. The one major transit destination point within the City is sense of community.
Shoreline Community College. The majority of the destinations
for journey-to-work trips for Shoreline residents are located in
urban centers, such as downtown Seattle and the University
of Washington. However, access to community facilities

and institutions are important to the residents of Shoreline.
Libraries, City Hall, community centers and many parks and
schools are scattered throughout the City with varying levels of
transit service.

options, pollution and a

Transit Agencies

The City of Shoreline is served by three transit agencies:

Metro Transit, Community Transit, and Sound Transit. Metro
Transit provides transit service primarily in King County. Just

to the north of Shoreline, Community Transit services most

of Snohomish County with several routes terminating or
passing through Shoreline at the AVTC. Both Metro Transit

and Community Transit provide park & ride lots, vanpools,
paratransit, Dial-A-Ride Transportation (DART), and local and
commuter express bus service throughout their primary service
areas and to major centers. However, due to their service
jurisdictions, transit users along the Aurora Avenue corridor The City of Shoreline

who cross the county line need to make a transfer between

providers. is served by three

transit agencies: Metro

Sound Transit is the regional transit agency for the Puget Sound
area and provides express bus, commuter rail and light rail Transit, Community Transit,
service. Sound Transit provides limited, all-day express bus
service in Shoreline with service to Seattle, Mountlake Terrace, and Sound Transit.
Lynnwood, and Everett. Two express bus routes serve the I-5/NE
145th Street freeway station, which serves the North Jackson
Park & Ride lot located within Shoreline. Sound Transit’s
Sounder commuter rail between Seattle and Everett operates
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along the City’s shoreline but does not have any stations within
City limits. Light rail service in King County began in 2009 and
is limited to service from downtown Seattle to Sea-Tac Airport.

Service

There are 26 bus routes operating in the City of Shoreline. Five
additional Metro Transit routes skirt the City’s southeastern
border along Lake City Way, three Metro Transit routes operate
along short portions of NW/N/NE 145th Street at the City’s
southern boundary, and one additional Metro Transit route
terminates at the park & ride facility at I-5 and NE 145th
Street. Additionally, Metro Transit operates one custom route to
Evergreen School at Meridian Avenue N and N 152nd Street.
Of the 26 routes located in Shoreline, 12 operate during peak
periods only. The remaining routes are offered throughout

the day. All of the Metro Transit and Sound Transit routes with
all-day service operate seven days a week. Community Transit
routes with all-day service operate Monday through Saturday.
Community Transit does not provide any Sunday service. Metro
Transit provides the majority of the service in the City, with 29
fixed routes operating in the Shoreline area. Each weekday,
approximately 350 Community Transit and Sound Transit buses
pass through Shoreline on I-5 but do not provide service at

the NE 145th Street freeway station or any other locations in
Shoreline.

Transit services in Shoreline can be aggregated into the
following categories:

Community. Community routes provide local access within
the City. Currently, there are no bus routes that exclusively
serve the City of Shoreline. However, as part of their overall
service, several routes connect Shoreline neighborhoods.
These include Metro routes 330, 331, 346, 347, 348, and
358.

Inter-community. Inter-community routes connect
communities with neighboring areas such as Mountlake
Terrace, Lake City, Lake Forest Park and Kenmore. These
include Metro routes 330 and 331 and Community Transit
route 131.

Regional. Regional routes connect Shoreline to urban
centers or areas outside of the county including Northgate,
downtown Seattle, University District, Bellevue, Renton,
Lynnwood and Everett. Routes include Metro 5, 77, 242,
301, 303, 304, 308, 316, 342, 345, 346, 347, 348, 355,
358, and 373; Community Transit Swift, 101, 118, 130
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and 416; and Sound Transit 510 and 511. Sound Transit Routes 510 and 511 do not serve
Shoreline during the peak period in the peak direction.

Custom. Custom bus routes operate at specific times to specific destinations such as an
employment area or school. Metro operates Route 995 to Evergreen School from Laurelhurst.
The school and riders of this route pay for its operating costs.

While transit agencies are required to provide bus service that is accessible to persons with
disabilities, there are circumstances where a person’s disability prevents him or her from
performing the tasks needed to ride regular bus service. These riders are accommodated by
paratransit programs. Metro Transit provides primary paratransit service for Shoreline through
King County under its ACCESS Transportation program. Through its Community Transportation
Program, Metro provides services beyond the accessible regular bus service and paratransit
service. This program is intended to provide service that is more flexible and responsive to the
unigque transportation needs of persons with disabilities. It includes discounts for taxi service, the
repurposing of ACCESS and vanpool vehicles to participating agencies and reduced vanpool fares.
Community Transit provides paratransit through its DART (Dial-a-Ride Transportation) program

to destinations in Shoreline from Snohomish County. A regional coalition of transit agencies,
including Metro Transit, Community Transit and Sound Transit, provide regional connections for
riders with special needs.

Figure O, City of Shoreline All-Day Transit Service Routes, maps out the all-day transit service in
Shoreline. This figure illustrates services providing connections within the City and to regional and
inter-community destinations. The Aurora Village Transit Center (AVTC) and the Northgate Transit
Center serve as major transfer points for many of these routes. Connections to points north are
primarily provided at the freeway station or AVTC, with service provided by Community Transit or
Sound Transit.

Figure P, City of Shoreline Peak Period Only Transit Service Routes, illustrates how the majority
of the peak period service is directed to and from downtown Seattle. These routes are available
throughout the City. Transit routes to the University District or points to the north, south or east are
only available at select areas of Shoreline. Many of these connections can be made at the AVTC.

Table 6.1, Transit Service Classification, describes the type of service provided by each route,
the operating periods and route destinations.

Table 6.2, Transit Service Headways by Time Period, provides an overview of service availability
for each of the 26 bus routes serving Shoreline. Most lines service regional north-south corridors
running at 30-minute headways, with greater frequency during the peak periods. Evening
headways are either 30 or 60 minutes. Saturday service runs on 30 to 60 minute headways, while
buses on Sunday generally run at 60-minute intervals. Route 358, which runs from the AVTC to
downtown Seattle, provides the greatest frequency of the routes within the City, with headways as
frequent as six minutes during the peak periods and headways no greater than 30 minutes in the
evenings and on weekends. This route will be converted to a bus-rapid transit (BRT) route in 2013.
Most routes that have an end point in Shoreline terminate at Shoreline Community College or at
the AVTC. Many of the regional routes operate only during peak periods. The remaining routes
offer a mix of community, inter-community and regional bus service throughout most of the day
during the weekday and on weekends.

N, 1 1




Table 6.1 Transit Service Classification

Service Type

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Regional

Community/
Regional

Community/
Regional

Service
Duration

All-Day/
Night/
Weekend

Peak

All-Day/
Night/
Saturday

All-Day/
Night/
Saturday

All-Day/
Night/
Saturday

All-Day/
Night/
Saturday

Peak

Peak

Peak

Peak

Peak

Peak

Peak

All-Day/
Night/
Weekend

All-Day/
Night/
Weekend

Route

7

Swift

101

118

130

242

301

303

304

308

316

342

345

346

Provider

Metro
Transit

Metro
Transit

Community
Transit

Community
Transit

Community
Transit

Community
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Major Destinations

Downtown Seattle, South Lake Union, Fremont, Woodland
Park Zoo, Greenwood, Shoreline Community College

Downtown Seattle, Maple Leaf, Jackson Park, North City

Everett Station, SR 99, Edmonds, Lynnwood, AVTC

Mariner Park & Ride, Lynnwood, AVTC

Ash Way Park & Ride, Alderwood Mall, Lynnwood Park &
Ride, Edmonds Community College, AVTC

Lynnwood Transit Center, Mountlake Terrace Transit Center,
AVTC

North City, Northgate Transit Center, I-5/NE 65th Street
Park & Ride, Montlake, Microsoft, Overlake, Overlake Park
& Ride

Metro Bus Tunnel, Downtown Seattle, |-5 Freeway Stations,
Shoreline Park & Ride, Richmond Highlands, Firdale
Village, AVTC

First Hill, Downtown Seattle, Northgate Transit Center,
Jackson Park, Richmond Highlands, AVTC, Shoreline Park
& Ride

Downtown Seattle, NE 145th Street/I-5 Freeway Station,
Richmond Beach

Downtown Seattle, Jackson Park, Lake City, Lake Forest
Park, Horizon View

Downtown Seattle, East Greenlake, North Seattle
Community College, Meridian Park

Shoreline Park & Ride, AVTC, Lake Forest Park, Kenmore,
Bothell Park & Ride, NE 160th Street/I-405 Freeway
Station, Houghton Freeway Station, Bellevue Transit Center,
South Bellevue Park & Ride, Coal Creek Parkway Freeway
Station, Newport Hills, Kennydale Freeway Station, Renton
Boeing, Renton Transit Center

Northgate Transit Center, North Seattle Community College,
Northwest Hospital, Four Freedoms, Shoreline Community
College

Northgate Transit Center, Northwest Hospital, Haller Lake,
Richmond Highlands, AVTC




Service Type

Community/
Regional

Community/
Regional

Regional

Regional

Regional

Regional

Regional

Regional

Inter-
Community

Community/
Inter-
Community

Community/
Inter-
Community

Custom

Service
Duration

All-Day/
Night/
Weekend
All-Day/
Night/
Weekend

Peak

All-Day/
Night/
Weekend

Peak

Peak

All-Day/
Night/
Weekend
All-Day/
Night/
Weekend

All-Day/
Night/
Saturday

Peak

All-Day/
Night/
Weekend

Peak

Route

347

348

355

358

373

416

510

511

131

330

331

995

Provider

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Metro
Transit

Community
Transit

Sound
Transit

Sound
Transit

Community
Transit

Metro
Transit

Metro
Transit

Metro
Transit
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Major Destinations

Northgate Transit Center, Jackson Park, Shoreline Library,
Ballinger Terrace, Mountlake Terrace Transit Center

Northgate Transit Center, Jackson Park, Shoreline
Community Center & Library, North City, Richmond Beach

Downtown Seattle, University District, Greenwood,
Shoreline Community College

Downtown Seattle, West Green Lake, Aurora Avenue N,
Shoreline Park & Ride, AVTC

UW Campus, University District, Maple Leaf, Jackson Park,
Richmond Highlands, Shoreline Park & Ride, AVTC

Edmonds, AVTC, Downtown Seattle

Downtown Everett, Everett Station, Eastmont Park & Ride,
I-5 Freeway Stations, Downtown Seattle

Ash Way Park & Ride, Lynnwood Park & Ride, Mountlake
Terrace Transit Center, |-5 Freeway Stations, Downtown
Seattle

Edmonds Community College Transit Center, Edmonds
Library, EdOmonds Rail Station, Edmonds Ferry, Edmonds
Senior Center, AVTC

Lake City, Fircrest, Shoreline Community College
Shoreline Community College, Richmond Highlands, AVTC,
Ballinger Terrace, Lake Forest Park, Kenmore Park & Ride

Laurelhurst, University Prep, Lakeside School, Evergreen
School




Table 6.2. Transit Service Headways by Time Period

Route

77
242
303
304
308
316
342
355
373
301
330

Swift

416

510
511

118

101

130

131

331
345
346
347
348
358

Provider

Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit

Community
Transit

Community
Transit

Sound Transit
Sound Transit

Community
Transit

Metro Transit

Community
Transit

Community
Transit

Community
Transit

Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit
Metro Transit

Peak

Peak
direction

15-30
30
15-20
20-30
30-40
15-25
30-45
15
15-45
15-30
30

10

20-30

30 (No
specific
peak flow
direction)
20-30
30 (No
specific
peak flow
direction)
30 (No
specific
peak flow)
30 (No
specific
peak flow)

30
30
30
30
30
6-15

Off Peak
direction

30
30

10

30
30

30

30

30

30

30

30
30
30
30
30
15

Peak: 5:00 a.m. - 9:00 a.m. and 3:00 p.m. - 7:00 p.m.
Off Peak: 9:00 a.m. - 3:00 p.m.

Night: 7:00 p.m. - 5:00 a.m.; Most night service in Shoreline ends before or around midnight.
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Midday

10

30
15-30

60

30

30

60

30

30
30
30
30
30
15

Evening

20

30-60
15-60

30-60

30

30

30-60

30-60

60
60
60
30-60
30-60
30

Saturday

20

30-60
30-60

30

30-60
30-60
30-60
30-60
30-60
15-30

Sunday

30-60
30-60

30

60
60
60
60
60
20-30
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Table 6.3, Transit Service and Ridership, provides an overview of trip
destinations and ridership to and from the City of Shoreline. Seven
out of 10 weekday bus trips that serve Shoreline have a regional
destination (70.7%). One third (38%) of all weekday bus trips are he majority of bus
destined to and from downtown Seattle. Metro Transit routes 5 and
358 provide the only all-day, everyday service to downtown Seattle. Triders traveling
Sound Transit routes 510 and 511 provide all-day daily bus service to
downtown Seattle, but do not serve Shoreline in the peak direction to and from Shoreline
during the peak period (no service is provided during the AM peak
heading southbound or during the PM peak heading northbound).
Eight of the 12 routes serving downtown Seattle are peak-only routes. downtown Seattle.

are on routes serving

Approximately one-third of transit trips (29.6%) are regional
destinations to points north: Edmonds, Mountlake Terrace, Lynnwood
and Everett. The third largest percentage of overall transit trips (29.3%)
makes connections to community and inter-community destinations.
Locations include Lake City, Lake Forest Park, Kenmore, Northgate,
Edmonds and Mountlake Terrace. Over half of these regional transit
trips are provided by Community Transit BRT service, Swift, which
serves SR 99 from Shoreline to Everett. Outside of the custom bus
services, connections to the University District and regional points east
of Lake Washington comprise the smallest percentage of overall trips
(3.1%).

The majority of bus riders traveling to and from Shoreline are on routes
serving downtown Seattle. Weekday ridership on the 12 routes to and
from downtown Seattle represents almost half of the total weekday
ridership in Shoreline (49%). Aimost 70 percent of that ridership occurs
during the AM and PM peak periods on nine Metro routes. Community
and inter-community routes represent the second highest weekday
ridership in Shoreline, with 35 percent of the weekday rides. The one
route serving the University of Washington, almost exclusively during
the peak periods, represents approximately 2.6 percent of Shoreline’s
weekday ridership, and the four regional Community Transit routes
heading north serve 12.4 percent of the total weekday ridership. The
lowest weekday ridership in the City is on the two regional eastbound,
peak-only routes (<1%).

Total ridership in Shoreline follows similar patterns. Just over half of
the total riders travel to and from downtown Seattle, and 37 percent
of trips are on community and inter-community routes. Regional trips
on Community Transit account for 10 percent of all ridership. The
remaining 2 percent of total ridership occurs on peak-only trips to the
University of Washington and regional, eastbound destinations.

Figure Q, 2010 Weekday Transit Trips and Ridership, shows the
distribution of transit ridership and trips.
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Table 6.3. Transit Service and Ridership

Average Daily Shoreline Ridership
(Boardings and Deboardings)

. s " . Number of
Service Destination/ Dlr_ectlon Route Provider weekday Weekend
Type from Shoreline T (Saturda
p Peak Off Peak Night Y
and Sunday
combined)
5 Metro Transit 81 231 168 58 480
77 Metro Transit 17 127 - - -
301 Metro Transit 40 1,539 - - -
303 Metro Transit 17 405 - - -
304 Metro Transit 10 393 - - -
308 Metro Transit 8 125 - - -
Downtown Seattle 316 Metro Transit 15 24 - - -
(South) 355 Metro Transit 18 22 - - -
358 Metro Transit 156 2,361 1,521 544 5,815
Community
416 Translt 12 12 N/A N/A N/A
510 Sound Transit 50 83 daily weekday_ boardings & N/A
deboardings
= ; :
g 511 Sound Transit 81 98 daily weekday_ boardings & N/A
i) deboardings
()
University District 373 Metro Transit 19 352 58 - -
(South)
Northgate, Lake Forest 242 Metro Transit 13 43 - - -
Park, Kenmore, Redmond,
Bellevue, Renton (South,
East) 342 Metro Transit 9 72 - - -
Swift Community 200 1,260 weekday boardings & deboardings/
Transit 660 Saturday boardings & deboardings
101 Community 77 277 weekday boardings & deboardings/
Everett, Lynnwood, Transit 112 Saturday boardings & deboardings
Edmonds, -
Mountlake Terrace (North) = 118 C°$:ar:‘12i’:'ty 59 148 weekday boardings & deboardings
130 Commuruty 57 268 weekday boardings & deboardings
Transit
2 Lake City, Lake Forest Park, 330 Metro Transit 23 356 58 - -
S
2 Kenmore (East) 331 Metro Transit 63 779 783 100 1,108
§ 345 Metro Transit 58 157 170 22 252
:_,1'3 346 Metro Transit 63 407 341 71 763
£ Northgate (South)
3 347 Metro Transit 63 431 361 87 961
E 348 Metro Transit 62 583 516 126 1,352
E .
S Edmonds (North) 131 COTTar::;'ty 57 211 weekday boardings and deboardings

NOTES: Routes 330 and 373 operate a few runs in Shoreline outside the peak service times, but is primarily a peak-only service.
Community Transit does not track ridership during time of day or week. Sound Transit counts only weekday boardings and deboardings.

Peak: 5:00 a.m. - 9:00 a.m. and 3:00 p.m. - 7:00 p.m.
Off Peak: 9:00 a.m. - 3:00 p.m.

Night: 7:00 p.m. - 5:00 a.m.; most night service in Shoreline ends before or around midnight.
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Ridership in Shoreline has grown significantly over the last
decade. In 2003, Metro Transit significantly restructured transit
service in Shoreline, modifying several routes.

Table 6.4, Ridership Changes in Shoreline on Metro Transit
Routes, shows how ridership has changed since 1998,
including the changes resulting from the service restructure.
Overall ridership has increased 28 percent since 1998 and has
increased 33 percent since the service restructure in 2003.
From 2007-2010, ridership grew by 6 percent.

Table 6.4, Ridership Changes in Shoreline on Metro Transit

Routes
Route Ridership Change
1998-2010 2003-2010 2007-2010

5 19% 16% 7%
77 -10% 4% -26%
242 -10% -6% -31%
301 42% 34% 13%
303 194% 176% 32%
304 6% 27% 15%
308 -25% 5% 9%
316 0% 61% 16%
330 65% 106% 14%

331 -16% 207% 6%
342 - 12% -17%
345 36% 10% 24%
346 35% 40% 31%
347 19% 6% 18%
348 213% 90% 13%
355 -30% 19% 6%
358 33% 37% 1%
373 30% 39% 10%
Annual Change 28% 33% 6%

Access to Regional High Capacity Transit (HCT)

All three transit agencies that serve Shoreline provide or are
planning for some form of HCT. The type of HCT varies among
the agencies and even the comparable types of HCT have
different design and operational elements.

Image: King County Metro System Map
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Community Transit

Community Transit began operation of BRT along SR 99 in
autumn 2009. This service, known as Swift, runs approximately
17 miles, from Everett to the AVTC. Stops are one to two miles
apart along the corridor, with underlying “shadow service”
continuing to provide service at more than 50 local stops along
the corridor. The system is designed to be fast and frequent,
making it a convenient option for riders. Community Transit BRT
service provides 10-minute headways on weekdays 5 a.m. - 7
p.m. and 20-minute headways on weekdays after 7 p.m. and on
Saturdays.

Unique stations are a strong component of Community Transit
BRT service. These stations have off-board ticket vending
machines (which allow riders to pay before entering the coach),
real-time monitors that display next bus arrival times, raised
curbs to improve access to the buses and information kiosks
for transit riders. The lower floor coaches have three doors, with
on-board bicycle storage and drop ramps for wheelchair access.
The station design, bus design and off-board payment allow for
quicker boarding and deboarding, thereby reducing dwell time
and overall trip time. Buses are deployed by transit dispatchers
based upon the location of other buses in order to ensure
10-minute headways at stops. As a result, there is no need for
schedules and buses can travel efficiently along the corridor
without needing to worry about specific timepoints for each
stop. A Community Transit BRT station is located at the AVTC.
While this station looks different than the existing Metro and
Community Transit bays at the AVTC, it does not have all of the
features of the standard Community Transit BRT station, such as
a raised platform, due to limited space.

Approximately seven miles of the Swift route have transit only
lanes, with additional improvements planned for the future.
The route contains 10 miles of transit signal priority (TSP)
intersections, which can extend a green light a few seconds
to keep late-running buses on schedule. Community Transit
is planning for expansions to their BRT system, with several
possible routes in the future.

Metro Transit

Metro Transit is currently operating or planning for the
implementation of BRT on six corridors in King County. Service
began on the first Metro Transit BRT line in south King County

in October 2010. The fifth corridor to receive BRT service will be
the Aurora Avenue N Corridor, with implementation scheduled for




2013. Metro’s BRT system is known as RapidRide and service on
Aurora Avenue N is known as the E Line.

The E Line will run approximately 12 miles from downtown
Seattle to the AVTC. The northern three miles of this route, all
located within the City of Shoreline, will include BAT lanes in
both directions by the beginning of this service. BAT lanes are
lanes designated for transit and vehicles entering and exiting
the roadway, providing buses with a dedicated travel lane. In the
City of Seattle, BAT lanes are only provided in the northbound
direction for approximately 1.5 miles. There are parking
restrictions intermittently along Aurora Avenue N during the peak
travel times in the morning and evening periods, providing an
additional lane for traffic; however, these parking restrictions do
not result in bus-only lanes.

Metro anticipates a unified look for all six BRT corridors, with all
shelters and buses being the same for the routes. The Metro
Transit version of BRT will include unique buses with multiple
doors for faster boarding and deboarding of riders, and stations
with enhanced passenger facilities, such as route maps and real
time information about next bus arrival times. Unlike Community
Transit, Metro Transit may not have off-board payment machines,
which will result in slower boardings, as fare payments will be
allowed through the front door of the bus only. BRT service on
the E Line will replace the existing route 358. Service will include
10-minute headways during the AM and PM peak periods and
15-minute headways during the off-peak periods.

Sound Transit

Sound Transit provides two versions of HCT - commuter rail and
light rail. Commuter rail service travels from Everett to downtown
Seattle, with four southbound morning trips and four northbound
evening trips. The service passes through Shoreline but has no
stops in the City. The nearest commuter rail stop is in Edmonds.
Light rail service began in 2009, running from downtown Seattle
to Sea-Tac Airport. Construction is underway to extend the light
rail line north to the University of Washington. This extension is
scheduled to open in 2016.

In 2008, voters approved a funding package that included
expansion of the light rail system north, south and east of the
existing line. Sound Transit will continue the line north through
Seattle and then along I-5 to Lynnwood, with two stops planned
in Shoreline at NE 145th Street and NE 185th Street. Service
to Northgate and Lynnwood is scheduled to begin in 2021 and
2023, respectively.
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Facilities

Bus stops are located along most Principal, Minor and Collector Arterials in Shoreline, next to park
& ride lots and at Shoreline Community College and the AVTC. The AVTC is served by Metro Transit
and Community Transit, allowing riders to transfer within and between providers. The transit
center accommodates a park & ride lot and 12 bus bays that allow for local, inter-community and
regional bus connections. Community Transit provides connections to Snohomish County transit
hubs, including the Edmonds-Kingston ferry, the Sounder Edmonds Station and Everett Station.
The freeway station at NE 145th Street/I-5 provides connections between the North Jackson

Park & Ride, Metro Transit express buses, and Sound Transit express bus service. However, this
station was constructed adjacent to the outside lanes of travel, prior to the decision to locate high-
occupancy vehicle (HOV) lanes on the inside of the roadway. As a result, the freeway station at NE
145th Street does not receive service from Sound Transit during peak times in the peak direction.
Four Metro Transit lines and two Sound Transit routes serve the freeway station. Passenger
amenities, such as shelters, benches and route-specific schedule information, are provided at
major passenger activity areas, including the AVTC, Shoreline Park & Ride, Shoreline Community
College, and the NE 145th Street freeway station.

Of the 322 Shoreline bus stops, 57 have shelters. Metro Transit places shelters at suburban
stops where there are 25 or more daily boardings (this threshold is increased to 50 or more daily
boardings in the City of Seattle). Benches and schedule information are located at many other
stops in Shoreline. Most shelter locations are oriented toward AM peak bus route operations.
Approximately two-thirds of the City’s stops are fully wheelchair accessible, with the capacity

to deploy wheelchair lifts and provide adequate maneuvering room in compliance with ADA
requirements. Another one-quarter of the stops have limited access, with room for the bus to
deploy the ramp. However, these stops have restricted maneuvering room or access to the site.
The remaining stops in the City are not wheelchair accessible and the bus cannot deploy the
wheelchair lift.

The most heavily utilized stops in the City of Shoreline are located at the AVTC, at Shoreline
Community College and along Aurora Avenue N. The stops with the largest number of boardings
and deboardings occur at the AVTC. Outside of this transit center, Shoreline Community College
has the next highest number of boardings and deboardings, followed by the Shoreline Park & Ride
at N 192nd Street.

Metro Transit has eight desighated park & ride lots located throughout the City; three parking

lots are permanent facilities and five are leased from local churches. The Shoreline Park & Ride
located at N 192nd Street and Aurora Avenue N has the largest capacity with 326 parking spaces.
The smallest park & ride lot is located at Shoreline United Methodist Church with 20 spaces. King
County’s Park-and-Ride Lot Utilization Report for the Second Quarter of 2011 indicated that all of
the permanent park & ride lots have a utilization rate ranging from 76 percent to 100 percent. The
leased lot at Aurora Church of the Nazarene had the highest utilization rate with 114 percent (a
percentage over 100 means that drivers are utilizing space on the lot not designated for park &
ride). The remaining four lots have excess capacity, with utilization ranging from 13 to 89 percent.
Table 6.5, Shoreline Park & Ride Facilities, lists each facility, its capacity and current utilization.
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Table 6.5. Shoreline Park & Ride Faciliti

Name Ownership Location Capacity Utilization  Routes Serving P&R
North Jackson 242,243,301, 303,
Park Park & Ride Public 14711 5th Avenue NE 68 95% 304, 308, 347, 373,
510, 511
Shorellr!e AL Public 18821 Aurora Avenue N 326 76% 301, 303, 342, 358,
Ride 373
Aurora Village _ 301, 303, 331, 34_2,
Transit Center Public 1524 N 200th Street 202 100% 346, 358, 373, Swift,
101, 118, 130, 131
D Private 17418 8th Avenue NE 40 61% 347, 348
Church (Leased)
Korean Zion Private
Presbyterian (Leased) 17920 Meridian Avenue N 25 89% 303, 346, 373
Church
Prince of Peace Private o
Lutheran Church (Leased) 14514 20th Avenue NE 40 13% 73,308
Shoreline United Private o
Methodist Church (Leased) 14511 25th Avenue NE 20 45% 308, 330
Aurora Church of Private 0 301, 303, 316, 346,
the Nazarene (Leased) 1900 N 175th Street 116 114% 373

Source: King County Metro Transit Park-and-Ride Utilization Report, Second Quarter 2011

Transit priority treatments are provided at several locations along the I-5 and Aurora Avenue N
corridors. HOV lanes and queue by-pass lanes for transit and carpools have been constructed at
the interchanges at I-5 and NE 145th Street, NE 175th Street, and NE 205th Street. HOV lanes
are present on I-5 through Shoreline, ending at Northgate/North 105th Street. Here the HOV
lanes transition into reversible express lanes, which provide additional traffic lanes for vehicles
traveling in the peak direction during peak travel periods. There are no HOV facilities on I-5 south
of Northgate/N 105th Street until they reemerge in downtown Seattle.

BAT lanes have been constructed and transit signal priority (TSP) has been installed on Aurora
Avenue N from N 145th Street to N 185th Street. Shoreline plans to continue these improvements
along Aurora Avenue N from N 185th Street to N 205th Street as part of the Aurora Corridor
Improvement Project, scheduled for completion in 2013. Ramp metering is in place at the
interchanges on I-5 with NE 175th Street and NE 205th Street/Ballinger Way NE (SR 104).




Plann.ing for Trans.it N.eeds

Shoreline’s Transit Market

The City of Shoreline expects to grow in the next 20 years. In accordance with the GMA, Shoreline
must demonstrate through zoning potential that it has the capacity to accommodate 5,000 new
jobs and 5,000 new households. This growth will bring with it additional transit demand.

In addition to growth, Shoreline’s changing demographics will influence the demand for transit.
The City’s population continues to age, with the population of residents over the age of 65
increasing. Senior citizens represent approximately 10 percent of Metro Transit’s regular riders
and are often more transit dependent than other riders. Youth are often transit dependent as
well, as they are not able to drive. However, the population of children in Shoreline is currently
declining.

Shoreline’s Residential and Employment Densities

Residential zoning densities in the City of Shoreline range from low-density single-family (four
dwelling units per acre) to high-density multi-family (48 units per acre). Higher residential
densities (up to 150 dwelling/acre under some circumstances) are permitted in mixed use,
commercial and industrial zones.

Shoreline has several concentrated areas of higher density housing and employment. Most of
these areas and corridors in the City are currently served by transit, including Aurora Avenue N,
Ballinger Way NE, 15th Avenue NE, NW Richmond Beach Road, NE 145th Street and 5th Avenue
NE.

Much of Shoreline is developed along a grid street system, with arterials generally running north-
south and east-west through the City. The lowest density neighborhoods in Shoreline, Innis Arden
and the Highlands, are located in the far west of the City and are served primarily by curvilinear
streets with steep topographic changes.

Shoreline’s Plans, Codes and Strategies

The Shoreline Comprehensive Plan, Development Code and Environmental Sustainability Strategy
establish the vision for the community, the regulations that direct development within Shoreline
and the goals, policies and practices that will be undertaken in order to thrive as a sustainable
City. The development of the City based upon the combination of the policies and regulations
contained in these documents will determine how transit will serve Shoreline.

Other Agency Transportation and Transit Plans

Because the City of Shoreline does not provide its own public transit services, it is important to
consider the future plans of transit providers when developing a vision for transit in Shoreline.

The long-range plan for the Puget Sound region will also influence future plans for transit by all
agencies serving the City.
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Transportation 2040 Metropolitan Transportation Plan

In 2010, Puget Sound Regional Council (PSRC) adopted Transportation 2040. This document

lays out the long-range transportation plan for the Puget Sound region. The plan addresses the
transportation impacts of the anticipated population and job growth of the region and includes

an aggressive strategy for the expansion of transit service in the region to accommodate such
growth. An increase to local transit service by more than 100 percent during the peak periods and
over 80 percent in the off-peak periods with high frequency service is envisioned. Extensions of
light rail beyond the ST2 program (second phase of Sound Transit projects) described below are
also a part of this plan.

Sound Transit Sound Move and ST2

Sound Transit was established by the state legislature and is the regional provider for mass
transit that connects major centers of housing and jobs in the urbanized areas of Snohomish,
King and Pierce counties. In 1996, voters approved a sales tax increase and motor vehicle
licensing fees in the three counties to fund a regional mass transit system known as Sound
Move and implemented by Sound Transit. Sound Move included investments in light rail, buses
and commuter rail. The plan also included new transit centers, park & ride lots and HOV access
projects. By 2009, significant portions of Sound Move had been implemented, including a
large network of express buses, commuter rail from both Tacoma and Everett to downtown
Seattle, light rail from downtown Tacoma to the Tacoma Dome and the opening of the light rail
line from downtown Seattle to Sea-Tac Airport. Extension of this light rail line to the Capitol Hill
neighborhood of Seattle and the University of Washington was also included as part of Sound
Move and is scheduled for completion in 2016.

In 2008, voters approved another sales tax increase in order to fund expansions to Sound Move.
The plan, known as ST2, identifies capital and service investments to be delivered between 2009
and 2023. In addition to increased bus and commuter rail service, light rail will be extended
north, east and south of the current line. When Sound Move and ST2 are complete, the light

rail system will include 55 miles of track and at least 32 stations. Light rail to the north will be
extended through Shoreline, running from the University of Washington to Lynnwood. As part of
the conceptual alignment, two stations are planned in Shoreline on I-5, one at NE 145th Street
and one at NE 185th Street. This service is scheduled to open by 2023. Future extensions of light
rail to the north are planned beyond 2023 and would continue to Everett.

King County Metro Transit Strategic Plan for Public Transportation 2011-2021

Adopted in July 2011, the King County Metro Transit Strategic Plan describes a vision for the
future of the County’s public transportation system and sets objectives, goals, and strategies for
attaining that vision. It focuses on the results Metro intends to achieve regarding performance,
financial sustainability, transparency and accountability to the public and service. Service
guidelines accompany the Strategic Plan, outlining the specific measures and methods that will
be used for plan implementation.

The Strategic Plan focuses the development of Metro’s transit system around an All-Day and Peak
network, with service restructures based upon performance measurements such as productivity,
passenger loads and schedule reliability. The service guidelines establish the service levels
needed to support growth, ensure social equity and provide geographic value. The All-Day and
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Peak network envisioned in the plan is developed to ensure transit supports household and
employment density, connects regional and local activity centers and provides service throughout
the county.

Community Transit Six-Year Transit Development Plan and Long Range Plan

The Community Transit Six Year Transit Development Plan establishes the framework for their
system’s growth and change. Adopted in 2008, the plan evaluates emerging needs and includes
policy review and confirmation of long-term priorities. The plan places significant emphasis

on the concept of transit integration, which requires a community-wide vision for land use,
transportation, funding and growth management.

The statement “Think Transit First” is a goal that emphasizes coordinated planning efforts in order
to make transit an easy option for all. The plan establishes a goal of increasing ridership with
Community Transit 50 percent above the 2005 levels by 2012, for a total of 13 million annual
boardings. Initiatives to accomplish this goal include introduction of BRT service (“Swift”) on

SR 99 from Everett to the AVTC in Shoreline, implementation of new service hours, purchase of
new buses and construction of new facilities. Action statements throughout the plan emphasize
Community Transit’s aim to improve transit within Snohomish County.

The Community Transit Long Range Plan further defines the path to Think Transit First and
provides direction for future Transit Development Plans. Although originally intended as an
extension of the Transit Development Plan, the recent economic downturn has resulted in
significant cuts to Community Transit service, and the Long Range Plan must provide guidance
for rebuilding service before system expansions are implemented. Community Transit will use the
Long Range Transit Plan to guide future service, once the 2012 System Change is implemented.
The agency has been resized with a new base.

The Long Range Transit Plan establishes a multi-modal corridor vision that integrates land

use, infrastructure and transit service, with the intent of providing the most cost-effective
transit service possible. This intent is achieved through investment in efficient transit services
consolidated along productive corridors with time-saving infrastructure and transit-oriented land
use.
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G o o.d Trans.it Connection.s

Identifying Transit Corridors and Hubs in Shoreline

The City of Shoreline is located in the extreme northwest of King County and is adjacent to the
southern border of Snohomish County. Additionally, Lake Washington lies to the east of the City,
creating a significant barrier to east-west travel beyond Shoreline. As a result of this unique
location, all but four of the 26 routes that serve Shoreline begin or end in the City. Only one of
the direct routes that serve cities to the east of Shoreline does not travel around the north end of
Lake Washington.

The vast majority of routes that serve Shoreline travel either south toward downtown Seattle, the
University of Washington or the Northgate Transit Center, or north into Edmonds, Lynnwood and
Snohomish County. The primary north-south transit corridors in Shoreline are Dayton Avenue

N, Aurora Avenue N, Meridian Avenue N, Interstate 5 and 15th Avenue NE. East-west service is
focused primarily on NW Richmond Beach Road and N/NE 185th Street.

Transit Connections Within Shoreline

Shoreline has three major transit hubs - the Aurora Village Transit Center (AVTC), the Shoreline
Park & Ride and Shoreline Community College. Of the 26 routes that serve the City, 13 serve the
AVTC, five serve the Shoreline Park & Ride and five serve Shoreline Community College. Some of
these routes serve more than one hub. Most of the routes in the City that do not serve one of the
Shoreline hubs intersect with a route that does, allowing riders to access a hub by transferring to
another route. The AVTC is the primary location for Shoreline residents to access all Community
Transit routes that serve the City. The NE 145th Street Freeway Station is served by seven routes.
Five of these routes are provided by Metro and operate only during peak times. Almost all of the
park & ride lots in the City are served by at least one peak-only route and one all-day route.

Most of the transit service in Shoreline is oriented in a north-south direction. Transit service
running east-west across the City is very limited. The only cross-town, all-day service runs from
the Richmond Beach neighborhood to North City via NW Richmond Beach Road and N/NE 185th
Street, with continuing service to Northgate. Weekday, peak-only service runs from Shoreline
Community College to Lake City, primarily along N/NE 155th Street. These routes both intersect
several other routes, facilitating transfers throughout the City. However, because many of the local
routes serving Shoreline operate with 30-minute headways, transfers are not always convenient.

Transit Connections Outside Shoreline

Routes serving Shoreline intersect routes provided by all three transit agencies outside of the City
limits, thus providing service in all directions. These intersections allow riders to access transit
services throughout King, Snohomish and Pierce counties, including bus, light rail, commuter rail
and ferry service. Depending upon the headways of connecting routes, wait times can be long,
which is frustrating to riders and discouraging to those who have transportation alternatives.

The two primary transit hubs outside of Shoreline accessed by routes that serve the City are
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downtown Seattle and the Northgate Transit Center. There are
13 Metro routes and two Sound Transit routes serving Shoreline
that also serve downtown Seattle. Approximately 120 Metro
routes and 12 Sound Transit routes, as well as Link light rail
and Sounder commuter rail can be accessed from downtown
Seattle, taking riders in all directions, to almost all of these
providers’ service areas. Community Transit has 20 commuter
routes, none of which serve Shoreline, that also terminate in
downtown Seattle.

Riders wishing to travel in Snohomish County can access many
Community Transit routes at the Everett Station, the Lynnwood
Transit Center, the Mountlake Terrace Transit Center and in
Edmonds. Sounder commuter rail and Washington State ferry
service is accessible via several of these routes. Buses to all of
these locations have routes that pass through the AVTC.

Establishing City Transit Service Priorities

To achieve its transit goals, Shoreline will need to coordinate
with the transit agencies to ensure that plans, policies and
strategies adopted by the City complement transit service and
represent the logical priorities for investment. This will ensure
that service and capital investments are coordinated to the
maximum extent possible and improvements to streets, bus
stops and frequencies go hand in hand.

Improvements to the transit network in Shoreline depend upon
the availability of transit service and capital resources from all
three providers, street right-of-way management and land use
policies that are supportive of transit, and capital investments
that improve transit speed and reliability. Because limited
funding and varying capital priorities prohibit the desired transit
supportive investments from being installed all at once, the
City’s short, medium and long-range transit plans described

in this chapter lay out how these improvements can be
implemented in stages to achieve the ultimate vision for transit
in Shoreline.

One of the primary factors to establishing and maintaining
successful transit within Shoreline will be coordination among
transit providers. Jurisdictional boundaries and established
funding policies drive many aspects of service and planning
efforts for the transit providers. The City’s location as a terminus
for Metro Transit and Community Transit systems, the pass-
through nature of transit on I-5 and future investments in BRT
and light rail have great potential for significant improvements




to the City’s transit network. They also have equal potential to
result in inefficiencies and duplication in service that can be
avoided through coordinated short and long range planning
efforts by transit agencies and the municipalities they serve.

BRT Service on Aurora Avenue N

Aurora Avenue N and SR 99 north of Shoreline serve as the
route for existing and planned bus rapid transit (BRT) service for
Community Transit and Metro Transit. Community Transit’'s BRT
service, Swift, began in autumn 2009, providing service from
Everett to the AVTC via SR 99. Swift service provides headways
of 10 minutes the majority of the day, and stops are spaced

one to two miles apart. Community Transit provides underlying
shadow service along this corridor to serve the more closely
spaced local stops.

Metro Transit is scheduled to begin BRT service on Aurora
Avenue N in 2013. This service, known as RapidRide, will
replace the existing Route 358, which travels from the AVTC

to downtown Seattle. Currently, Route 358 has stops at
approximately quarter-mile intervals, which are generally
located at signalized intersections or safe roadway crossings.
Metro has indicated a desire to reduce this stop spacing to
between one-third and one half-mile intervals in conjunction
with the implementation of RapidRide. Unlike Swift, RapidRide
will not include underlying shadow service, and stops not
served by RapidRide or other local service will be eliminated.
RapidRide will provide service with 10-minute headways during
weekdays and 15 to 20 minutes during late evening periods
and on weekends.

Establishing and Improving Key Passenger
Facilities

Aurora Village Transit Center (AVTC)

The AVTC is four acres (173,687 square feet) in size, with

202 parking spaces and 12 bus bays. Currently, the AVTC

is operating at its full transit capacity. Second quarter 2011
statistics show that parking usage was 100 percent. Eight Metro
Transit routes and five Community Transit routes serve the AVTC.

The AVTC is located on N 200th Street, just east of Aurora
Avenue N. Access to the AVTC is via N 200th Street, with a
signalized intersection at the entrance to the transit center at
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N 200th Street and Aurora Avenue N. Buses accessing Aurora
Avenue N at N 200th Street often experience delays at this
intersection due to the high traffic volumes and difficulty making
left turns southbound onto Aurora Avenue N. The intersection
currently functions at Level of Service (LOS) C (see Chapter 8 for
a description of LOS standards) during the AM peak period and
LOS D during the PM peak period. Even with the improvements
to this signal associated with the Aurora Corridor Improvement
Project, this signal is predicted to function at LOS E during the
AM peak period and LOS D during the PM peak period in 2013.
In 2030, this signal is predicted to function at LOS D during the
AM peak period and LOS E during the PM peak period.

Shoreline Park & Ride

The Shoreline Park & Ride is 5.88 acres (256,188 square feet)
and contains 384 parking spaces. The property is owned by the
Washington State Department of Transportation (WSDOT), with
Metro Transit operating the park & ride. Second quarter 2011
statistics show that its parking usage was 76 percent. Five
Metro routes serve the Shoreline Park & Ride.

The Shoreline Park & Ride is located at the intersection of N
192nd Street and Aurora Avenue N. Access to the Shoreline
Park & Ride is via N 192nd Street and a driveway entrance at
approximately N 189th Street on Aurora Avenue N. A passenger
boarding area for several routes is located on Aurora Avenue N,
along with two boarding areas located within the park & ride.
The intersection at N 192nd Street is signalized and the traffic
volumes on N 192nd Street are significantly lower than N 200th
Street, allowing for easier access for buses making left turns
out of the park & ride than out of the AVTC. The intersection
currently functions at LOS A during the AM and PM peak
periods. This signal is predicted to function at LOS B during the
AM and PM peak periods in 2013 and 2030. Metro Transit has
identified this site for redevelopment as a future transit-oriented
development (TOD).

Improvements to Aurora Avenue N

Aurora Avenue N is the busiest transit corridor in the City of
Shoreline with over 7,000 daily passenger boardings and
deboardings on Metro Transit buses. Shoreline has completed
improvements to Aurora Avenue N from N 145th Streetto N
185th Street, with similar improvements underway or planned
for the last mile from N 185th Street to N 205th Street. These
changes will improve transit speed and reliability and rider

13c I




comfort along the length of the corridor. Improvements to Aurora
Avenue N include installation of new crosswalks and wide
sidewalks separated from travel lanes by a vegetated amenity
zone, creating a safe walking environment for pedestrians.
Additionally, BAT lanes in each direction along the length of
the corridor and the installation of TSP will result in transit
service that is faster and more reliable. Unique bus shelters
with a distinct “crown” on the roof are a part of this project.
Construction of the final mile is scheduled for completion by
2013. When complete, this project will tie into 13 miles of BAT
lanes in Snohomish County and provide needed infrastructure
for a successful BRT system for both Community Transit and
Metro Transit.

Upon implementation of the BRT system on Aurora Avenue N,
the unique bus shelters will be replaced with new RapidRide
stations that clearly delineate the BRT stops.

Consolidation of the AVTC and the Shoreline Park & Ride

Metro Transit anticipates future redevelopment of the Shoreline
Park & Ride at N 192nd Street and Aurora Avenue N as a TOD
site with a mix of park & ride, commercial/retail space and
multi-family residential units. The redevelopment should ensure
that the Shoreline Park & Ride is developed to its maximum
potential, in a manner that best meets the transit needs of the
City’s residents.

One option for redevelopment of the Shoreline Park & Ride
would be to relocate all or part of the function of the AVTC

to the park & ride as part of a TOD project. In order for this
relocation to provide reliable, efficient connections between
transit providers, Community Transit would need to extend
some or all of their routes to the Shoreline Park & Ride, which
is located approximately four-tenths of a mile south of the AVTC.
Additionally, Metro Transit service to the AVTC would either be
modified or would terminate at the Shoreline Park & Ride.

Options to minimize impacts to routes would require
continuation of some type of service at the location of or

in close proximity to the AVTC. This could be achieved by
significantly reducing the size of the transit center facility to
eliminate the parking lot and the majority of the bus bays, while
retaining some bus stop and layover space. This would allow
existing routes to continue to provide pass-through service or
terminate service at the AVTC and still provide service to north
Shoreline neighborhoods. Transfers between Community Transit
and Metro Transit would occur predominantly at the Shoreline
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Park & Ride, with some minimal stops for Community Transit occurring in-line on Aurora Avenue N
utilizing the BAT lanes. Stops located on Aurora Avenue N may provide some Metro Transit routes
with the option to remain on Aurora Avenue N and bypass the AVTC.

In order for the transit center to function at the Shoreline Park & Ride, it will need to
accommodate the combined needs of the existing Shoreline Park & Ride as well as the AVTC. This
will require a comparable number of transit bays, parking spaces and layover space.

Currently, there are over 1,000 dwelling units within a quarter mile of the Shoreline Park & Ride.
The Industrial zoning classification of the Shoreline Park & Ride allows for up to 150 dwelling units
per acre on this 1.67-acre site. Current trends in redevelopment activity identify that additional
housing on Aurora Avenue N in this neighborhood is feasible.

Shoreline Community College

Shoreline Community College is a major transit destination in Shoreline, served by three all-

day Metro Transit routes and two peak-only Metro Transit routes. The primary location for
boardings and deboardings is at the main campus gate, just off of NW Innis Arden Way. The
community college also serves as a layover space for buses. A busy and complicated intersection
configuration at N 160th Street, NW Innis Arden Way and Greenwood Avenue N often results

in delays for buses entering or leaving the campus. Creation of a master plan for Shoreline
Community College should address improved transit service facilities.

Light rail stations at NE 145th Street and NE 185th Street

The conceptual alignment for Sound Transit Link light rail provides service to Shoreline at NE
145th Street and NE 185th Street along I-5. In this alignment, the elevated tracks are located on
the east side of I-5 within the existing right-of-way. Preliminary plans developed by Sound Transit
identify parking structures with the capacity to accommodate 500 cars at each station.

Traffic along NE 145th Street from the east is anticipated to increase in conjunction with the
tolling of the SR 520 and 1-90 bridges across Lake Washington, as drivers avoid the bridges by
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traveling around the north end of the lake. With the construction
of the light rail station at NE 145th Street and the increased

traffic, transit service will need to operate as efficiently as .
possible in this location in order to encourage people to utilize M etro Transit and Sound

transit instead of vehicles. Transit base their fare

systems on how many zones

Fares

. . . _ or the distance a passenger
Metro Transit, Community Transit and Sound Transit all have P g
tiered fare systems. Metro Transit and Sound Transit base their travels. Community Transit’s
fare systems on how many zones or the distance a passenger

travels. Metro Transit has two zones - the City of Seattle is one fare system is based
zone and all areas outside of Seattle are a second zone. Any
trip that crosses the Seattle city limits requires a two-zone fare.
One- and two-zone fares are the same during non-peak hours.
During peak fare hours (Monday through Friday, approximately
6 -9 a.m.and 3 -6 p.m.), adult fares are increased for one-zone
and two-zone trips. All other fares, such as youth, seniors and
disabled, are the same at all times, regardless of how many
zones are traveled.

upon the type of trip.

Sound Transit has a zone system for its Express Bus service.
The Express Bus service area is divided into three zones and
the fare increases with the number of zones traveled. All fares
increase - adult, youth, seniors and disabled - when multiple
zones are traveled. Similarly, fares increase for all riders of
Sounder commuter rail and Link light rail based upon the
distance traveled.

Community Transit’s fare system is based upon the type of trip.
The three types of trips include local, commuter south/Everett
and commuter north/east. Adult, youth and senior and disabled
fares all increase in accordance with the type of trip.

In January 2010, seven public transportation agencies,
including the three agencies serving Shoreline, began full
implementation of a regional smart card system called ORCA.
Meaning One Regional Card for All, the ORCA system replaced
bus passes for the participating transit providers. It also allows
riders to select an electronic purse to hold stored value that is
deducted from the balance for each trip. The ORCA card tracks
payments as a rider enters the bus and deducts the amount
according to the required fare. If a transfer is made, either
within or between providers, credit for the first trip is stored

in the memory of the card and any difference in the fare is
deducted. All fares on Community Transit Swift service are the
same and riders “tap” their card at a reader before entering
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the bus. For riders on Sounder commuter rail and Link light rail,
riders “tap” their card at a reader prior to boarding the train and
upon exiting as well. The proper fare is debited from the card
electronically. Fare enforcement is performed for all trips with
pre-payment at card readers.

Cash payments are still permitted; however, riders that pay
with cash cannot use that fare toward the balance of a transfer
between transit providers. Only Metro Transit issues a transfer
slip for cash payments that are valid on other Metro Transit
buses. When riders on Community Transit and Sound Transit
pay with cash, payment of a full fare for each portion of the trip
is required when riders transfer within the individual providers’
system.

Shoreline sits between the Metro Transit zone boundary and
the King/Snohomish County line. Shoreline riders wishing to
travel south of the zone boundary during the peak periods
must pay the two-zone fare, even if the trip is relatively short.
Additionally, riders paying cash that wish to take transit into
Snohomish County and need to transfer between Metro Transit
and Community Transit must pay a full fare twice.

Improving Cross-County Transit Service

As a city that borders Snohomish County, Shoreline sits at

the terminus point for several Community Transit and Metro
Transit routes. Residents wishing to travel from Shoreline to
neighboring jurisdictions in Snohomish County must transfer
between systems at the AVTC. This results in delays in service,
as the AVTC is located off Aurora Avenue N and riders must wait
for transfers between systems. These delays act as a deterrent
to residents wishing to use transit to travel to the neighboring
cities of Edmonds, Mountlake Terrace or Lynnwood to the north.
Minimization or elimination of these delays could encourage
residents to use transit for trips to Snohomish County.

One of the significant obstacles to improving cross-county

bus service by Metro Transit and Community Transit is the
location of the AVTC. Both transit providers experience delays
resulting from the need to enter and exit the transit center

via N 200th Street, leaving the Aurora Avenue N corridor. The
ability to remain on Aurora Avenue N would improve service

for transit riders by eliminating delay and allowing for easier
transfers. Furthermore, Community Transit may be encouraged
to provide service farther into Shoreline if a transit center was
more easily accessible and resulted in improved efficiency. The
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consolidation of the Shoreline Park & Ride and the AVTC could
accomplish these goals.

On February 25, 2008, the Shoreline City Council adopted
Resolution 273 which promotes a single, integrated continuous
BRT system along the SR 99 corridor. The City’s Comprehensive
Plan also includes a policy encouraging cross-county bus
service. Both Metro Transit and Community Transit are aware of
Shoreline’s desire to see BRT service on SR 99 from Everett to
downtown Seattle and have stated their positions that it is not
practical or desirable for either of them to provide this service.

In 2009, Community Transit opened a new transit center in
Mountlake Terrace. Two years later, Sound Transit opened direct
access ramps from -5, allowing buses traveling on the freeway
to quickly and easily access the transit center directly from

the HOV lanes. The transit center has parking for bicycles and
880 vehicles. One Metro Transit route (347), one Community
Transit route (130) and one Sound Transit route (511) that
serve Shoreline also serve the Mountlake Terrace transit center.
Located immediately adjacent to I-5 and less than one mile
north of Shoreline, the transit center is likely to attract transit
riders in the northeast sections of the City. Should Sound
Transit locate a light rail station at the Mountlake Terrace transit
center in conjunction with the northward extension, Shoreline
residents may choose to access light rail at this station also.




M.aintalin.ling t h e N.etwork

Measures of Transit Service and Quality

Transit Service and quality can be measured in a variety of ways. These measures need to
account for both the availability and the quality of transit service, including frequency of the
service, span of service (operating hours in a day), accessibility and service coverage. When
looking at the quality of service, issues of reliability, safety, passenger loading and travel speed
are of concern. The combination of these measures in varying levels can be used to gauge
performance of transit service in Shoreline and help the City determine its goals for improvements
to the systems that serve its residents. Various routes, depending upon the type of service they
provide, may be able to offer different levels of service and should be evaluated accordingly. For
example, span of service for peak-only routes will be measured differently than span of service for
all-day routes.

Service Headways (Frequency)

Headway refers to amount of time between services (i.e. a headway of 30 minutes means that a
bus will arrive every 30 minutes). Frequency should be measured for individual routes, rather than
any given stop, as a stop can be served by multiple routes with varying destinations. Generally,
transit schedules can be better understood when they have headways that correspond to
numbers easily divided into 60.

Span of Service

Span of service refers to the number of hours in the day that a service runs. This is also known as
hours of service and is relatively easy to measure. Peak-only routes will have different measures
for their span of service than all-day routes.

Accessibility and Service Coverage

Use of transit is influenced by the ability of riders to access transit service and the amount of the
City served by transit. As a general rule, a comfortable walking distance for pedestrians to access
a bus stop or light rail stop is a quarter-mile and a half-mile, respectively. Achieving this spacing
is greatly dependent upon the availability of public right-of-way, pedestrian crossings, safety and
topography. Figure R, City of Shoreline Proximity to Bus Stop, Peak Only Service and Figure

S, City of Shoreline Proximity to Bus Stop, All Day Service, identify service coverage in the City,
showing the walking distance a quarter-mile and a half-mile away from transit stops. Most of
Shoreline’s residents are within a half-mile of a transit stop. Areas that are noticeably outside of
both peak and all-day transit service are Briarcrest, the eastern edges of the North City and Echo
Lake neighborhoods, Innis Arden, the Highlands, and parts of Richmond Beach.

Connections to transit stops are somewhat restricted due to limited pedestrian and bicycle
facilities in Shoreline. Sidewalks and widened shoulders, as well as bicycle lanes, are located
sporadically throughout the City. Bicyclists can catch a bus at any transit stop. All Metro Transit
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buses are equipped with bicycle racks and can carry up to three bicycles at any time. Most
Community Transit buses have racks that can carry two bicycles, and Swift buses have racks for
three bicycles located inside the bus. Sound Transit buses can carry two or three bicycles, and
four bicycles are allowed per car for commuter and light rail. For those who are not within close
proximity of a bus stop, all of the eight park & ride lots are within a five-mile distance from any
point in Shoreline, with most people being able to travel less than two miles to access a park &
ride lot.

The majority of the bus stops in Shoreline are ADA accessible. However, there are several that are
not accessible due to limited right-of-way and/or topography. Bus stops that are partially or fully
ADA accessible are signed to indicate their accessibility. In some instances, the travel path to the
bus stop may have limited accessibility. For example, N/NE 145th Street has several stops that
are difficult to access due to narrow, uneven or non-existent sidewalks and utility poles located
within walkways, making them difficult or impossible to navigate.

Metro Transit provides and maintains all bus stops in Shoreline. Shelters are provided at locations
where there are 25 or more daily boardings. Criteria for locating new shelters include daily
ridership, adjacent land uses, anticipated growth and special requests.

Travel Speed and Reliability

Travel speed gauges how quickly a vehicle travels. Speed can be influenced by dwell times
boarding or deboarding passengers, time collecting fares, posted speed limits, traffic congestion
and transportation technology such as traffic signal timing. Travel speed can be measured in
miles per hour or as a proportion of the posted speed limit.

Transit users need to be certain that service will perform in accordance with the established
schedules so that they are able to reach their destinations on time or make needed transfers.
Service reliability measures the gaps or variation of service from the scheduled times. It can
be measured by vehicle delay, which evaluates how far behind or ahead of schedule service is
running. It can also be measured by passenger delay, as a full vehicle running behind schedule
will delay more passengers than one with very few passengers.

Transit speed and reliability increase with less traffic, synchronized signals or transit signal
priority (TSP) and dedicated right-of-way such as BAT lanes or rail lines. TSP utilizes technology to
allow buses to communicate with traffic signals. As a bus approaches an intersection, it sends a
message, often via radio system, to indicate its arrival. The traffic signal recognizes this message
and either extends a green light or returns to a green light more quickly for the bus.

Safety

Community Transit contracts with the Snohomish County Sheriff’s Office for safety and security
services. A combination of private security companies and the King County Sheriff’s Office provide
security for Metro Transit and Sound Transit at facilities and on vehicles. Private security provides
fare enforcement on Sound Transit Link light rail trains. Transit police are charged with protection
of bus operators and riders and providing security at park & ride lots and commuter and light rail
train stations. Partnerships with local law enforcement in cities served by transit assist to provide
additional public security. Buses are equipped with two-way radios and alarm systems, and many
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buses have security cameras.

Security policies vary among transit providers. The examples below show the various policies of
Metro Transit, Community Transit and Sound Transit regarding installation of security cameras on
vehicles:

* Metro Transit has determined that, in order to have an 80 percent chance of catching a
security or risk related incident on camera, security cameras need to be installed on 800 of
their 1,300 buses. Approximately 390 security camera systems have been installed to date.
Using grant funding, Metro Transit plans to install approximately 100 additional security
camera systems by June 2012.

* Community Transit has security cameras on all of their buses in an attempt to capture all
safety and security incidents on video. Each bus has four to six cameras, depending upon
the size of the bus.

e Sound Transit contracts with Metro Transit and Community Transit for bus operations and
maintenance, so the security policies of each provider are implemented on Sound Transit
buses within their service areas. For light rail, the installation of security cameras is part of
the vehicle design specifications. Cameras are available on the front and rear exterior of the
trains. Each passenger cab includes a security camera that covers that entire cab.

Passenger Loading

Passenger loading measures the capacity of a vehicle against the number of passengers on the
bus. The level of crowding on a bus can affect a passenger’s comfort level during a trip and can
also impact dwell times as passengers exit and enter the vehicle. Overcrowded vehicles may
also result in waiting passengers being passed by when there is no room available for them. This
affects reliability in addition to passenger comfort. Routes that have consistently overcrowded
vehicles may need to increase service frequency or vehicle size in order to alleviate this problem.
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T.r _a . n_s i t F._.u . n _d i .n_g

Transit service in the City of Shoreline is funded by a variety of sources for each provider. By law,
the individual transit providers have defined taxing authorities for revenue. Transit providers also
have the opportunity to seek funding from outside agencies, such as the federal government or
partnerships with local municipalities. Other funds are recovered through fares and pass sales,
partnerships with other transit agencies or bonds.

Federal Funds for Transit

As part of the federal Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for
Users (SAFETEA-LU), PSRC is responsible for selecting projects to receive funds from three federal
funding programs:

» Surface Transportation Program (STP)
e Congestion Mitigation and Air Quality (CMAQ)
* Federal Transit Administration (FTA)

Funding from each of these programs is subject to established eligibility requirements. STP
funds can be used for a variety of transportation projects and programs and are considered the
most flexible of the funds PSRC distributes. Projects and programs eligible for CMAQ funds must
improve air quality, either by reducing travel demand on or improving the efficiency of existing
transportation facilities. Cities, counties, public transportation providers, WSDOT, the Port of
Seattle and the Puget Sound Clean Air Agency may submit projects and programs for review and
selection by PSRC through a competitive regional process held every two years.

Transit-related projects serving the region’s three federal urbanized areas, Seattle-Tacoma-
Everett, Bremerton and Marysville, are the only projects that qualify for FTA funds. Some FTA
funding is available only to public transportation operators. Most of this funding is distributed
among the urbanized areas in accordance with an established formula. A portion of the funding
for the Seattle-Tacoma-Everett urbanized area is distributed through a competitive process. As a
result, transit providers are guaranteed to receive a biannual allocation of funds from the federal
government. Other agencies may be eligible for FTA funding when projects have a benefit for
transit.

City of Shoreline

The City of Shoreline does not fund transit service directly with any of its providers. Residents of
Shoreline are within the taxing districts for Metro Transit and Sound Transit and fund projects and
operations for these two providers via sales tax and vehicle license tab fees.

The operation of transit service is improved through capital projects in Shoreline. Traffic
modeling for the three miles of Aurora Avenue N in Shoreline has shown that transit travel

time savings will be improved by up to 32 percent with the completion of the BAT lanes and
TSP. Other capital projects the City could pursue that can improve transit include installation

of sidewalks, crosswalks, lighting and queue jump lanes or pullouts for buses. These projects
are not considered a direct contribution to transit service providers. Through land use planning
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and development regulations that require or encourage housing and employment densities that
support transit, the City can contribute to the efficient operation of transit and justify additional
transit service in Shoreline.

Metro Transit

The primary source of funding for Metro Transit is sales tax. King County residents pay nine-tenths
of one percent (0.9%) sales and use tax. The sales and use tax was eight-tenths of one percent
(0.8%) until 2006, when voters approved the Transit Now ballot measure authorizing an additional
one-tenth of one percent (0.1%). Fares and pass sales are the second largest source of funding.
State and federal grants, financial partnerships and interest are additional funding sources for
the operating and capital budgets. Figure 6.1, Metro Transit Operating Revenues, shows the
different funding sources for the Metro Transit operating budget.

Metro has entered into an agreement to provide all operational and maintenance services for
Sound Transit within King County. This includes bus and train services. Sound Transit provides
funds to Metro Transit to cover the costs associated with these services.

T 6.1. Metro Transit O ting R *

*Excludes cost and revenue for Sound Transit

Community Transit

Community Transit revenues come from several sources. Sales tax provides approximately three
quarters of Community Transit operating revenues through a voter-approved nine-tenths of one
percent (0.9%) sales and use tax on retail purchases within their service area. Thirteen percent of
the operating revenues come from passenger fares and pass sales. Federal and state grants and
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general obligation bonds also account for a portion of the Community Transit operating budget.
Community Transit operating revenues are displayed in Figure 6.2, Community Transit Operating
Revenues.

Like Metro Transit, Community Transit provides operational and maintenance services for Sound
Transit in Snohomish County. Therefore, a portion of the funding for Community Transit is provided
by Sound Transit to cover the costs of these services.

Fi 6.2. C ity Transit Operating R

Sound Transit

Sound Transit was approved by voters in 1996 to provide regional bus and train services in the
urban areas of King, Pierce and Snohomish counties. The Sound Transit district covers portions of
these three counties.

The first stage of capital improvements and operations begun by Sound Transit were outlined in
the 1996 Sound Move Plan. This plan was funded with four-tenths of one percent (0.4%) sales tax
and three-tenths of one percent (0.3%) motor vehicle excise tax. The motor vehicle excise tax will
be collected through 2028.

In 2008, a sales tax increase of five-tenths of one percent (0.5%) was authorized by voters to fund
the improvements and operations described in the next phase of Sound Transit improvements
and service, known as ST2.

Additional funding for Sound Transit comes from federal grants, farebox revenues, borrowed funds
(bonds) and interest revenues. Figure 6.3, Sound Transit Revenue Sources, shows the various
revenue sources for Sound Transit.
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Sound Transit has an adopted subarea equity policy, which requires funding to be spent in the
subarea in which it was generated or in a manner that benefits that subarea. There are three
subareas in King County and one subarea each in Pierce and Snohomish Counties.
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S h orel.in.e T ran.s.i.t Pl a n.s

The citywide Citizen Survey conducted by Shoreline in 2010 indicates that a majority (61 percent)
of Shoreline citizens are either very satisfied or somewhat satisfied with the availability of public
transportation in the City. In response to a question of what aspect of transportation should
receive the most emphasis over the next two years, the availability of public transportation was
ranked fourth with 36 percent of the respondents who selected it as their first or second choice.
According to the 2000 census data, 10.2 percent of Shoreline residents used transit as their
primary mode to work. By 2030, it is estimated that 5,000 new housing units will be constructed
and 5,000 jobs will be created in Shoreline. Accommodating this anticipated growth while
minimizing the impact of additional traffic is a high priority for Shoreline.

Because Shoreline does not operate its own transit service and is reliant upon other agencies
for service, a high level of coordination is required in order to ensure that the City’s transit

goals are met. This can include direct coordination with transit providers in the development of
routes and facilities, as well as long-range planning and creation of policies that will result in
service that meets the needs of Shoreline residents. Additionally, the City must plan for capital
and operational investments that will benefit transit through speed and reliability, passenger
comfort and frequency. These types of investments can be made by the City as part of its capital
improvement plan or by private developers as mitigation for traffic impacts to the City’s roadway
facilities. Finally, Shoreline must identify areas for improved transit service and ensure that its
land use policies are supportive of and encourage transit usage by residents.

The City of Shoreline has developed a tiered approach to achieving its transit goals with the
development of short, medium and long-range plans. Complete with individual time frames, each
plan outlines the policies for each planning period and suggests actions required to achieve these
policies. These plans generally correspond with the planning time frames of the City’s transit
providers and aim to achieve the following:

Shoreline’s Short Range Transit Plan (until 2021). During this time frame, the City
anticipates minor improvements to the transit system that build upon existing routes and
completion of the Aurora Corridor Improvement Project, which will facilitate the successful
implementation of bus rapid transit (BRT) from Shoreline to downtown Seattle. Long-range
planning activities, including alignment determination and station area planning for light rail,
as well as the redevelopment of the Shoreline Park & Ride, are all anticipated to occur within
this time frame.

Shoreline’s Medium Range Transit Plan (2021-2023). Light rail service to Northgate is
scheduled to begin during this time period and Shoreline will want to ensure residents can
access light rail via bus conveniently and quickly. The City will begin implementing projects
identified in the long-range planning efforts of the Short Range Transit Plan and work to
expand BRT service to additional corridors in Shoreline.

Shoreline’s Long Range Transit Plan (2023+). Light rail service is scheduled to begin

in Shoreline in 2023. This should result in changes to transit service in Shoreline, with

an emphasis on east-west feeder service to light rail stations and continued bus service
throughout the City. The City will monitor development in the vicinity of and transit service to
the light rail stations to ensure their successful operation. Planning efforts will continue as
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light rail continues to expand north and options possibly
become available for the creation of east-west light rail
facilities.

In addition to the specific policies and actions identified in each
plan, Shoreline has adopted the following general policies and
actions that span the entire planning period:

Goal TX: Support and encourage increased transit coverage
and service that connects local and regional destinations to
improve mobility options for all Shoreline residents.

Policy T22: Make transit a more convenient, appealing and
viable option for all trips through implementation of the
Shoreline Transit Plans.

Implementation Strategies
22.1. Strive to make all transit destinations accessible with
no more than one transfer.

22.2. Expand transit service into areas of the City with
transit supportive densities and appropriate infrastructure
that are currently not served or underserved.

22.3. Ensure the transit