Council Meeting Date: June 7, 1999 Agenda ltem: 6(a)

CITY COUNCIL AGENDA ITEM
CITY OF SHORELINE, WASHINGTON

AGENDA TITLE: Status Report on the Planning Academy and Development Code

Revisions
DEPARTMENT: Planning and Devel ICES
PRESENTED BY: Tim Stewart, Dlrect

Anna Kolousek, A95|st tDlrector ;{Z
EXECUTIVE / COUNCIL SUMMARY

On January 19, 1999 your Council approved the process and timetable for adoption of
the permanent development regulations that implement the Comprehensive Plan and
subsequently (February 23) appointed 37 citizens to the Planning Academy.

In order to make the process more manageable, the Council agreed to split the code
writing and adoption into two phases. During the first phase two groups of code
provisions are being addressed: a) procedural issues of the code, and b)
uncontroversial development standards. The second phase will focus on the
“substance” changes to the development regulations. (Please see Attachment A for the
outline of the Planning Academy - Phase 1 and Phase 2 Sessions).

The purpose of this agenda item is to brief your Council on the extensive work
undertaken by the Planning Academy and Pianning and Development Services staff
during the first phase. We expect that the Planning Commission will review the draft of
the first part of the permanent code (procedures, definitions, and uncontroversial
standards) in July and your Council will be asked to adopt it in August.

In addition to this report, there are several attachments to assist your Council in its

review of the Planning Academy work. These attachments include:

» Examples of the background material distributed to the Academy to explain the
regulatory requirements, general code organization, and permit processes
(Attachment B).

« Examples of assignments the Academy members worked on during the first four
sessions (Attachment C).

Over the past two months the Academy has met four times. For the first two Academy
sessions, held on April 8 and April 22, we had two volunteer speakers: Heather Ballash
attorney with Washington State Department of Community, Trade & Economic
Development, explained the status of the regulatory requirements specified in four state
laws (Growth Management Act - GMA, State Environmental Policy Act — SEPA,
Shoreline Management Act — SMA, and Engrossed Substitute House Bill (ESHB) 1724;




Jay Derr, attorney and partner of Buck & Gordon, explained his experience with
development codes, what works and what does not work.

At the beginning of the phase 1 the Academy members tock photographs of positive
and negative features of various developments. These features could be “translated”
into development standards reflecting the “community vision”. Please see the
Attachment B for examples of positive and negative pictures of single-family houses
(with comments) taken by the Academy members.

Prior to the second session of the Academy (April 22), the Academy members were
asked to obtain permit type information from various other jurisdictions. They contacted
various jurisdictions (in person and on the web site) and noted various approaches to
short plat, variance, accessory dwelling unit and other application types. The obvious
winner from contacted jurisdictions was Edmonds, for clear methods of providing
information to applicants. Other jurisdictions contacted by the Academy members were
Lynwood, Lake Forest Park, Woodway, King County, and Seattle.

The third and fourth Academy sessions were substantially different from the two earlier
sessions. Rather than relying on outside “experts™ to present the issues for
consideration, these two sessions drew upon the experience and values of the Planning
Academy members.

During the third session (May 13) the Academy members discussed, with the staff's

assistance, the procedures for administrative, quasi-judicial and legislative decision

making. The Academy reached a clear consensus on five major recommendations for

code process improvements:

« Establish neighborhood notification process;

= Road variances to go through the same process as zoning variances,

» Hearing Examiner to be a hearing authority on quasi-judicial matters, rather than the
Planning Commission;

» Develop clear design standards;

e Establish mandatory pre-application meetings with neighbors.

The fourth session (May 27) provided the Academy with an opportunity to review and
identify their “values” for single-family houses based on their photographs taken as part
of the assignments for the first session. The Academy members identified the highest
priorities for the development features relative to single-family houses and
neighborhoods. At the end, uncontroversial features, already addressed in existing code
were identified. These features will be included into the re-formatted code during the
first phase.

Using the information gained from the first four sessions of the Academy, staff will draft
the revisions to existing procedures and re-format the uncontroversial standards into a
draft of the permanent development code. The Planning Commission will hold a Public
Hearing on the first phase of the proposed code in July. Your Council will review their
recommendations in August and take action in September.

Concurrently with the adoption process of the first phase, the Academy and staff will
work on the preparation of the “substance” changes to the code — phase 2. (Please see
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the Attachment A.) Your Council will be briefed in September about the progress of the
Academy. The staff will forward the draft development code to the State (Department of
Trade and Economic Development) for review. After we receive comments from the
State, the Planning Commission will hold a Public Hearing on the second phase of the
proposed code in October. The City Council will review the Commissions
recommendations and take action in December 1999 or in January of 2000.

Adoption of new development involves a period of “testing” of effects that may result
from some new regulations. Development codes should be reviewed annually and
ongoing amendments to regulations will be necessary to reflect the changing
community values, judicial decisions, regional, state and federal laws and regulations.

(Please note that there is a binder in your Council's reading room, which includes all
material distributed to the Academy during the first phase.)

R ATION

This item is presented for your Council information, no action is necessary.

Approved By: City Manager & City Attorney _HLA

ATTACHMENTS

A. Planning Academy Study Sessions (reviewed by your Council on 1/19/99).

B. Examples of the background material distributed to the Academy to explain the
regulatory requirements, general code organization, and permit processes.

C. Examples of assignments the Academy members worked on during the first four
sessions.



ATTACHMENT A

CONCEPTUAL PLANNING ACADEMY STUDY SESSIONS FOR THE FIRST

PHASE

First
Session:

Topic:

Discussion Elements:

#1
April 8

Review of the Growth Management
Act (GMA) and Other Regulatory
Requirements.

GMA requirements.
Timing for development code
adoption.
What is: ESHB 1724, State
Environmental Policy Act (SEPA),
Shoreline Management Act
(SMA).

Review of existing regulations.

#2
April 22

Development Code: QOutline of the
Code Structure.

Consolidated format of all
regulations in one document -
examples.

Types of regulations. Numerical
standards (such as setbacks,
height restrictions, building
coverage, impervious surface
ratios, lot sizes), performance
standards (visual examples,
demonstration projects, site
design and density averaging),
design standards, street
standards, landscaping standards,
signs, building standards.
General code organization and
appearance.

#3
May 13

a) Review of the Development Code
Administration.

b) Definitions and Development
Standards.

* » & & &

Authorities for decision.
Application requirements.
Types of permits.

Types of hearings (closed and
open record).

Vesting.

Filing of appeals.

Time limits.

Noticing.

Code definitions used throughout
the various existing regulations.
Avoiding regulations in
definitions.

Cross referencing.

May 27

Community Values: Uncontroversial
Standards

Revisions to existing standards.
Outline for second session.




CONCEPTUAL PLANNING ACADEMY STUDY SESSIONS FOR THE

SECOND PHASE

Sessions: Topics: Examples of Discussion Elements:
#5 Land Use Districts General purpose and type of land-use
June 17 districts:
Residential (Single - and Multi —
Family), Commercial/Office, and
Industrial.
#6 Development Standards Applicable to | Dimensional requirements,
July 8 all Land Use Districts Specific Use Requirements,
Amenities requirements.
Design standards.
#7 Special Overlay Districts Setting for special districts.
July 29 Design standards for Special Districts.
Design review.
North City Business District.
Aurora Business District.
#8 Public Works Requirements Examples of various types of public
August 12 works Standards: Street Standards,
Sidewalks, Parking, Erosion control,
and Grading. How these standards
relate to Land Use.
#9 Public Works Requirements (cont.) Storm Drainage and Uniform Building
Sept. 9 and Building Code Requirements Codes.




ATTACHMENT B

PLANNING ACADEMY SESSION #1

Assignment

“Tell me, I forget;

Show me, | remember;
Involve me, | understana”
Eastern Proverb

Positive or negative images and public perceptions of specific developments can
be translated into specific development code provisions that reflect our
‘community vision” for accommodating future growth. The first assignment is
aimed at revealing some positive and negative features of various types of
developments that individual members of the Academy have observed.

In this assignment, the Planning Academy members are asked:

1.

To take photographs of various developments with the enclosed
“one-time use camera”.

a) Positive Features - three photos of each:

» single-family,

s commercial,

¢ and multi-family

development you have seen in the City of Shoreline (or other areas)

with featur would like to encourage in development or re-
development in the City of Shoreline.

b) Negative Features - three additional photos of each:

¢ single-family,

* commercial,

e and multi-family _

developments you have seen in the City of Shoreline (or other areas)

with features you would like to discourage in development or re-

development in the City of Shoreline. _

To briefly describe, under each photo, development features they
would like to encourage or discourage. Positive evaluations will
indicate the potentials for types and styles of development that
would be acceptable to the community. If we can identify and
prepare development standards the characteristics most people
want, the resulting developments would be more likely to contain

characteristics that are consistent with our community vision, and
vice versa.



PLANNING ACADEMY SESSION #2
Assighment

This is your second assignment, which closely relates to procedures for
permit types you will review during the third Academy session.

1. We are asking you to pretend that you own a property in the following
jurisdiction (you may choose one or more jurisdictions):

King County
Edmonds
Lynnwood

Everett

Seattle

Mountlake Terrace
Lake Forest Park.

N

- Contact the jurisdiction(s) of your choice and tell them that you wish to

use your property for one (or more) of the following land development
activities:

Short Plat

Variance from any required building setback

Zone change for your property to a higher residential density

Sign permit for your business

Vacation of a street which is presently adjacent to your property but not

serving as public street

* Home occupation — you wish to have a business in your house and you
will have three part-time employees and twice/week deliveries of bhoxes
you wish to store in your backyard

* Accessory Dwelling Unit

» Children Day Care Facility.

3. On April 22, bring to the Academy a one-page summary of your
experience in obtaining the request of your choice:

» Attach application forms and checklists you have obtained from the
jurisdiction.

* Attach the time-line for processing of your potential application you
obtained from the jurisdiction.



SHORELINE PLANNING ACADEMY

Session #3 Worksheet / Session #4 Assignment

Based on the fact that the City of Shoreline has a moratorium that precludes the

creation of new single family lots (through subdivision or short plat) less than
7,200 square feet in size:

1. Do you recommend that the existing Shoreline Municipal be amended to

permanently require a minimum lot size of 7,200 square feet in the R-4 and R-6
zones?

Note: Recent decisions by the Growth Management Hearings Board indicate that
development in urban areas should be at least 4 units per acre (to put this in
perspective, 7,200 square fest is 6 units/acre, while 4 units per acre is about 10,800
square feet per lot). Shoreline is currently using standards for minimum density adopted
from King County during the incorporation. These standards specify that the minimum
density shall not be less than 85% of the base density. For example, in the R-6 zone,

the base density is 6 units/acre, therefore, the minimum density required is no less than
5.1 units/acre.

2. Should the City adjust its minimum density to roughly 4 units/acre to meet the
minimum standards of the Growth Management Hearings Board?

Note: Minimum lot sizes of 7,200 square feet would keep the base density in the R-6
zone at 6 units per acre.

3. Should a higher density (above 6 units per acre) be allowed in single family

R-8 zone areas through a process (e.g. TYPE C) that would require approval
by the City Council?

4. If so, should there by a ceiling on density (i.e. maximum density no higher
than 8 units/acre or 5,000 square foot lots) in the R-6 zone?

9. Should there be special criteria {i.e. design, vegitation retention, etc.), that
must be accomplished in order to achieve maximum density?

Name Date




ATTACHMENT C

Single Family - Positive

Sheridan Beach, off Bothell way. Modest homes with substantial amount of permeable
surface. Planter strips are wide enough to accommodate substantial trees. Unfortunately,
such trees would soon interfere with overhead wires.

Al Wagar
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Single Family = POSITIVE

Yellow House - 735 North 165% Street {Cooper & Tom Cat Construction)

1)
2)

)
9
5)

Kept flowering tree in back yard at SW cormer of lot
New fmit/flowering trees along west fence line
Kept big rthododendron

Same setback as 1est of houses on strect

Same height as rest of houses on street

10




13)

Single Family = NEGATIVE & POSITIVE
525 — 175% = Habitat for Humanity THREE houscs

3

3

5)

Dangerous (10 ft?) narcow private road for THREE houses, up
steep hill, blind comer for ingress/exit. .. .too easy to force a car
to either back up steep hill, or to back onto 175% if 2-way traffic
on doveway to THREE houses.

No sidewalk ... pedestrian has no safe place to escape traffic
jam on blind driveway

Two stories tall — works fine due to lot topography

Some yard/some privacy...mostly due to topography

Has MORE YARD than 155" & Meridian project

11



Single Family = POSITIVE

15556 Stone Ave North

1} Affordable housing

2) BIG (enormous) back yard
&)l Sigruficant teees retained
4 Close walk to

schools

bus lines

stores

churches

quiet street

{kitty naps in street)

NO SURFACL WATER PROBLENS
hecause built pre-1993 impermeable
surface standards change

Adequate on-street parking for density

12




Good single-family development
Panel A: Serpertine N.E. and N.E. 177th, Shoreline
Panel B: 21st Place N.E., Shoreline

These pictures illustrate the many advantages of the older single-family homes that make up most of
Shoreline. An important advantage of these older homes is that they consitute the most affordable
(and generally the most attractive) single-family housing in Shoreline, and they should be preserved
at all cost for this reason alone. The charm of the house in panel A contrasts markedly with the stark,
uniformly battleship-gray monsters typical of new single family houses. Panel B illustrates an old
subdivision of 6 houses which has a legal, adequate, access road and cul-de-sac turnaround. There is
plenty of room for access and exit even by multiple delivery or emergency vehicles without the need
to back up and thereby endanger pedestrians. Charactersitic of all the houses is adequate setbacks
from the street and each other and, therefore, yards for play and privacy without the need to
construct the “stockade” fences needed to attain privacy in new development. Privacy, and a
pleasing frontage, is provided by vegetation instead of stockade fencing, Granted, it takes years for
the vegetation to mature to the extent shown here, but it can never be planted, let alone mature, if no
space (setbacks) are provided and if asphalt rather than dirt covers the lot. The time taken for this
beautiful vegetation to matures makes it all the more disgusting when it is clear-cut and replaced
with asphalt and ugly development as has occurred recently in Shoreline

13



SINGLE FAMILY HOMES (Positive)
A RESTORED 1922 BUNGALOW

The owners decided to preserve the original character of the home
and street. From the street one sees a landscaped yard and the
modest bungalow with newer large homes built behind it. This
layering pattern of development, over a 75 year period, with a

variety of home styles represented is pleasing to the eye.

14



SINGLE FAMILY RESIDENTIAL

SHORELINE

LIKES

*

/l/!;'ss;nﬂ"“?

LOCATION

Pervious Shoulder in Front of Property

One Right of way Along Fraont Only

Narrow Street to Slow Traffic Naturally & Save
Maintenance Money (Taxes)

Street Speed 25mph

LOT

No Commercial, Mixed Use, Muilti-family,
Townhouses, Condominiums, or Duplexes in Aresa

No Less than 7200 sq.ft. Lot

No Less than 60 ft. frontage

Front Setback no less Than 20 f¢.

Each Side Setback No Less Than 7 ft,

Back Setback No less Than 15 f¢t.

HOME

Exterior Earth Tones

Two Story bPesigned to Grow with Occupant’s Age
Surrounded by Single Family Detached Homes

LANDSCAPING

Create Privacy

Preferably Native Trees for Northwest Image and
Natural Air Conditioning

Low Maintenance Flowering Plants with Changing
Colors by the Seasons

15



SMALL HOMES MATCH THE SMALL LOT SIZES

APPEALING DESIGN FEATURES (EXTERIOR PAINTING,
HOUSE STRUCTURE, PICKET FENCES)

PARKING IN REAR (NO “GARAGE SCAPE”)




POSITIVE FEATURES EXAMPLE OF SINGLE-FAMILY PROPERTY

Spacious lot
House fits the size of the lot (didn't cram in 2 for the space of 1)
Attractive

17
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POSITIVE FEATURES EXAMPLE OF SIN GLE-FAMILY PROPERTY

This is a good example of providing spacious housing on back lots.
Notice there are 2 houses -- not 3 or 4!

21



Single family dwellings:

Cottage housing: Each unit is separate. The units fill a corner of a block, facing either
east or south with the rear of each building facing a common area. Good landscaping,
Buildings are very similar but vary in building color, each have different, brightly colored
doors, and varied and appropriate landscaping is around each unit. A parking drive is
shared by the units. An occasional entry between units is welcoming (a trellised gates
with overhead flowering vines). Each separately and as a unit have “road appeal” and
encourages community gathering.

22
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HINGLEFAMILY NEGATIVE

e
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Single family dwellings:

Problems: narrow drive between two existing

look better in the picture than in reality. There
narrow, close together, and set on a hill so the
the angle of view. Concrete “front yards”.

30

buildings to access rear lots, Buildings
are a total of 6 or 7 and each are very
y are either 2 or 3+ stories depending on
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Single Family - Negative

Trailer court, 1 block west of Aurora at 144th - Trailer courts can be attractive. This one

is a mess! It would be interesting to know if trailers are owner-occupied or rented. If
latter, City may have added leverage in improving the situation.

Al Wagar
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- NEGATIVE FEATURES - SINGLE FAMILY

e TYPICAL SHORELINE ‘INFILL”

e DISIMILAR ORIENTATION, LEAVING FRONT YARDS
ABUTTING BACKYARDS

e AN APPEARANCE OF HOUSES JAMMED AGAINST EACH
OTHER, LEAVING NO ROOM FOR YARDS

¢ LARGE HOMES ON SMALL LOTS

e LITTLE ROOM FOR ANYTHING ELSE AFTER HOUSE,
GARAGE, AND DRIVEWAY IS BUILT

a3
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NEGATIVE FEATURES EXAMPLE OF SINGLE-FAMILY PROPERTY

The house is on a steep hill. The hedge on the top retaining wall
shows the line where the house above has it's property line.
We watched this being built and saw how the retaining wall had to
go higher and higher due to the hillside eroding. [ would NOT be
pleased if I were the property at the top!
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Single family dwellings:

Problems: Way too much house(s) for the land size. Two units, one set right behind the
other. Width of thg front house is barely larger than a one stall garage. It is three
stories with the 3" story cantilevered over the drive to the rear building. The entry door
on the house is immediately off the drive; the drive is narrow and is walled in by the
house on one side and a fence on the other side. In addition to being an atrocious
example of density, this type of arrangement also makes it dangerous for anyone in the
front house to leave their building!

36



66/T/H0 Jo  adeg uageH A,

107 [RULSLIO Y] 0}

Jorq papasp sem dLIS o) UOIONIISUOD JOYE UdY) “YIION Ui 01 10] ay) woij puej Jo duns jrews e Juninboe

AQ ponmuiad seam 101 SIY], ‘101 J0J 234B] 001 pUB POOYIOqYSIoU YIIm J2108IRYD JO JNO Isnoy Xog 0es-ap-[n)
JUON sunefed 9¢861




86/2Z/F0 Jo  afeg uadeH e

'POOYIOqUIISU SUIPUNCLINS SY) YIIM JOIOBIEYD UL JOU AJSIIUTISP aJe 959y ]

"SOUIOY MIIA AInXn|

P31ONIISUOD [[os 3q 01 Jeadde 95ay) aSIMIAYI) 'spIeA Ae[d ou pue ‘Sj0} pJepuR]IS NS "SISNOY pIPMOI]
(3seayuON 1seq Funjoo[) Yorag puowyory ., #0T MN

o0
It




66/ I me& 1=3ey MEM

MN 3

pue  CHT 995 ISBA]J HUSISAS UOIIUSIDL JOJeM ULIOIS SPRW 3} 9Ieys J1m s10afo1d omy a3 1ey) Em@a%{ (¢
| 190418 QY SS0JO' Jing Suiag are sowoy atow a1y (4|

1SOMUIN0S

oy} 03 yo unt 3onpod [{im pue punotd y3iy oy3 uo ST 1uowdo[dA3D Y] PROYISUWIE B S PROI SS200E
UL 'PRAOWIAI $221) [JV "10] 10J 23Ie] 00} pUR POOYIOQUSIOU (lim I9JOBIBYD JO 10 $asnoy A101s omJ (¢
"POOYIOQUSIAU IR 20UO SiY) 0] 2408 247 UV (T

"POOYIOqUBIaU 10] 93] “Wiquiel jueuiwopatd e stsigy (] |

(Jsamynog yinog oo} MN ;8 19€61 |

o
[ 4]



OINGLEFAT WYL NECATIVE
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1 & 2 These 2 pictures were taken to demonstrate the inadequacies and unfaimess of
living in Shoreline. By ignoring the law and racing to get the job completed, this

homeowner has shown that no official will force the corrections to be made,
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Council Meeting Date: June 7, 1999 Agenda ltem: 6(b)

CITY COUNCIL AGENDA ITEM
CITY OF SHORELINE, WASHINGTON

AGENDA TITLE: Aurora Pre-Design Study Alternatives Evaluation and Preliminary
Preferred Alternative
DEPARTMENT: Planning and Development Services and Public Works
PRESENTED BY: Tim Stewart, I?fapning and Development Services Director
Kirk McKinIex, '_Eéfj'msportation Manager

e
!

EXECUTIVE / COUNCIL SUMMARY

The Aurora Pre-Design Study alternatives have been evaluated based on the criteria
presented to the Council at the April 19th workshop. Alternative 2, oriented to moving
people, evaluated the most favorably against the evaluation criteria and has been
unanimously recommended by the Citizens Advisory Task Force (CATF) and the
Interagency Technical Advisory Committee (ITAC) as the preliminary preferred
alternative to be further developed with changes made to reduce right-of-way impacts.

A public open house was held on May 11" at which the public was provided an
opportunity to review the evaluation results and comment on the three alternatives.
Comments collected at the open house indicate that Alternative 2 had the most support
of the attending public, followed by Alternative 1. Alternative 3 received little support
from the public. Public comment from the open house related primarily to right-of-way
concerns and traffic/pedestrian safety.

The purpose of this agenda item is to present your Council with:

¢ A briefing on the results of our evaluation of the three design alternatives;

* A briefing on the response to alternatives evaluation results gathered from the open
house process, the Interagency Technical Advisory Committee and the Citizen’s
Advisory Task Force,

o To brief your Council on key design issues that are of primary importance for
partnerships and pursuit of project funding;

» King County Metro staff presentation on King County support for the project;
WSDOT staff presentation on State support for the project;

+ To brief your Council on near term work items that will be performed in June and
July, and outline future briefings with the Council on this project.

Staff is requesting that your Council identify any questions, information needs or
modifications to the preliminary preferred alternative at this meeting so that when we
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return to you with a recommended design concept in August, we have developed the
information you need to make that decision.

In addition to this agenda memorandum, there are several attachments to assist your
Council in its review of the alternatives evaluation and consideration of the preliminary
preferred aiternative. These attachments include the Design Alternatives Evaluation
Matrix (Attachment A), a King County Metro Transit Input summary regarding transit
service in the corridor (Attachment B) and a report from Washington State Department
of Transportation (WSDQOT) Traffic Engineering entitled Traffic Improvements for Aurora
Avenue (Attachment C). Also included as Attachment D are the generalized cross
sections for the three design alternatives.

RECOMMEND

This presentation is an interim update on the status of the project. No formal decisions
or approvals are requested at this meeting.

Approved By: City Manager ufz City Attorney ’jt P‘
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BACKGROUND / ANALYSIS

At your Council Workshop on April 19, staff and consultant presented you with an
overview of the three proposed design alternative concepts to be analyzed against
criteria. The three alternatives are described below and typical cross sections are
included as Attachment D.

Alternative 1 — Local Access: This alternative is oriented to providing local access to
businesses and properties along the corridor. It maintains a five lane cross section in
the areas between intersections, and includes some sections of landscaped median, but
for the majority of its length retains the center-left-turn lane. It has generous sidewalks
and landscaping along the edges of the roadway. This alternative includes bus pullouts,
and queue jump lanes at intersections (transit lanes at intersections which allow transit
vehicles to get to the “head of the line” or through the intersection first. This alternative
could include some on-street parking pockets.

Alternative 2 — People Mover: This alternative is oriented to moving people. It
includes adding a business access transit lane in each direction, and a landscaped
median island with left and u-turn pockets. The business access transit lane is available
for bus movement and for general purpose vehicles for right turning movements.
Landscaping would be provided between the sidewalks and the street as a buffer.

Alternative 3 — Regional Design: This alternative is oriented to providing for regional
through traffic. It consists of two general purpose lanes in each direction, and one-way
frontage/access roads for each direction. The general purpose lanes and frontage
roads are each separated by a solid barrier. Left or U-turning movements occur only at
intersections. The major intersections have grade separation (diamond-like
interchanges) for through traffic. Landscaping could be provided as components of the
barriers. It is assumed that transit would share the through lanes with general purpose
traffic and use the transit flyer stops at interchanges. Transit access could be provided
to frontage roads, and bus turn-outs would be created.

Thirteen evaiuation criteria were identified by the CATF for use in the evaluation of
alternatives. These criteria were selected to address the committee’s primary design
issues and concerns. Public input from the first open house was considered in the
selection.

Following the April 19 Council Workshop at which your Council approved the
alternatives and criteria for evaluation, the City’s staff and consultants performed the
evaluation of the alternatives. Each alternative was measured against each of the
thirteen criteria approved by your Council covering economic, environmental, mode-
choice and operations factors.

Each criterion was divided into a five-point rating scale. Each rating is made up of
several reproducible guantitative and qualitative measures relating to the criterion.
Someone appropriately knowledgeable on the subject applied each criterion to the
alternatives. For example: an economic development specialist, Property Counselors,

46



performed analysis for the economic development criterion, a water resources engineer
evaluated stormwater and water-quality implications, etc.

tn order to facilitate visual comparison of alternatives, a graphical scale was used to
differentiate the rating values. For each criterion, an open circle represents the least
favorable rating and a completely filled circle represents most favorable. Filling of the
circle by quarters represents the three intervening rating values.

Results of the Evaluation:

A matrix containing the complete evaluation results is provided in Attachment A. The
evaluation results matrix contains a description of criteria, a rating legend and the rating
of alternatives including several points of discussion which distinguish the differences
between alternatives. A brief synopsis of the key criteria scoring is presented below.

Alternative 2 was found to have the highest funding feasibility (best likelihood of grant
funding) score. Although the estimated cost of Alternative 2 is slightly higher than
Alternative 1, Alternative 2 had a more favorable set of design features, a better
regional/local transportation balance and provided more benefits in terms of traffic
operations (level of service), safety and mode-choice. All alternatives were designed
with the intent of meeting the city’s level of service (LOS) goal of E (or 90% of
intersection capacity).

Alternative 1 was found by a small margin to provide slightly more economic
development potential than Alternative 2. The difference between them lies mainly in
property access. Based on the ratings, Alternative 1 scored higher in terms of property
access from an economic development perspective because it allows left turn access to
most sites by retaining the existing two-way left-turn lane.

Alternative 1 was found to have the lowest right-of-way needs and impacts. This is due
mostly to the fact that the only capacity improvement associated with this alternative
occurs at intersections, where impacts are very similar to those in Alternative 2.

Alternative 2 was found to have the least impact on neighborhood spillover traffic.
According to travel demand model resuits, Alternative 2 maintains a traffic balance
among north/south roadways similar to what exists currently. Alternative 1 could be
expected to shift significant traffic volumes to parallel routes including Meridian Avenue,
Fremont Avenue and Dayton Avenue as well as onto roadways east of Interstate 5.
Alternative 3 actually attracted some through traffic from I-5.

Alternative 2 provides the greatest improvement to transit operations. Transit travel
times for the length of the corridor were modeled to be over 10 minutes faster for
Alternative 2 compared to Alternative 1 (in fact, buses were shown to move through the
corridor faster than cars). Due to the extremely congested conditions that would be
expected in Alternative 1 which had bus pullouts, buses get trapped in pull-outs and
stuck outside of the traffic lanes.

Pedestrian safety is improved the greatest with Alternative 2. Traffic safety is improved
most in Alternative 3 due to its barrier separation and one-way frontage road operation.
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Features of Alternative 2 such as the access management treatments, transit facilities
and pedestrian crossings associated with median breaks provide the best combination
of pedestrian amenity and safety. Alternative 1 due to the high number of traffic
conflicts, on-street parking, heavy congestion and two-way left-turn lane provides the
least improvement to traffic safety.

Attachment A includes more detailed information on all thirteen of the evaluation criteria.
Open House:

The third project Open House was held on May 11, 1999 to display the three Aurora
Avenue alternatives and the results of the evaluation. The CATF members worked hard
to outreach to the business community and as a result, many of the business owners
along Aurora attended the Open House and several were present at the May 13" CATF
meeting following the Open House. Over 60 questionnaires about the alternatives were
received. Summarized below are the highlights of public input from the Open House:

* Mixed views and input on both sides of most issues.

» Majority supported Alternative 2; second highest support was for Alternative 1; few
supported Alternative 3.

» Most want to limit impacts to businesses, including willingness to limit width of
sidewalks and reduced road/section widths.

» Majority want to include/increase landscaping and aesthetic treatments.
 Majority want traffic and pedestrian safety improvements.

» Most adjacent business owners were concerned about the affect the designs would
have on access to their businesses.

» Even split on support for transit lanes, although most are supportive of using the
tane for business access.

« Much concern about the potential for spillover traffic into adjacent neighborhoods.
Preliminary Preferred Alternative:

Below are listed the initial design principles that the CATF has discussed and generally
agreed upon. Generally, the preferred design will be based upon Alternative 2 with
some refinements. The following changes and refinements wilt be made over the next
several weeks to create the preferred alternative for presentation to your city council at
your July 19th work session:

« Reduce intersection approach widths to a practical maximum (like 7 or 8 lanes) by
averaging level of service plans in the corridor, and as off-set through the provision
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of people movement capacity and mobility in the form of the "business access and
transit lane™.

Provide ability at intersections for all pedestrians to safely cross {and include median
refuge at intersections with pedestrian pushbuttons).

Consider more landscaping or colored pavement in sidewalk areas to soften the
look.

Sidewalks will be provided on both sides of Aurcra the entire length. Consider
reducing the initial sidewalk width to no less than 8 feet to mitigate land impacts
except in the 175" to 185" area which would have 12 foot sidewalks (plan for an
ordinance that requires property owner expansion of sidewalk widths later at the
time of redevelopment).

Develop median breaks or intersections for business access and U-turns at least
every 800-to-1000 feet (these details will be worked out during future design phases
and will be based in part on the amount of traffic entering and exiting businesses).

Use low growing drought resistant ground-cover and space trees in median to allow
visibility across it.

Add art, special light fixtures, pavement patterns (and coloring at crosswalks), street
furniture, banners, unigue bus sheilters, etc. to dramatically enhance image and
unigueness of the streetscape and develop it differently than the standard design
that has been constructed for most streets.

Develop gateway designs at both ends of the project.
Strengthen connections to the Interurban Trail.

Develop a design for closure of Westminster Road between 158" and 155" by
developing a southbound right turn lane at 155th Street and converting the existing
road section to a driveway entrance to Aurora Square. Also, develop an elevated
Interurban trail crossing through “the Triangle” that is integrated with future
development of the Triangle (reserve the option to build above Westminister should
we not be successful in closing the roadway).

Re-align the street where possible to avoid property takes.

As the final design is developed, work with WSDOT to obtain design approvals for
lane width reductions, and look for opportunities to reduce (but not eliminate) the
median width both to enable reduction of pavement widths, construction costs, and
land impacts/acquisition.

Other elements for the preferred design include: incorporate stormwater

management improvements to accompany the project that follow the city's policies;
traffic signal control and coordination technology (including coordination with Seattle

49



and Edmonds SR 98 signal systems); technology to enable transit priority
operations; continuous illumination for traffic and for pedestrians; undergrounding of
overhead utility distribution lines.

Traffic signals will include audible elements for the sight-impaired, and wheelchair
detection loops for wheelchairs.

The City should establish a poiicy to retain or relocate existing businesses along the
corridor, including those that do not own the land on which they are located. Consideration
should be given to providing financial incentives to those businesses.

Be creative and sensitive to the parking needs of businesses, including some
potential clustered/shared parking lots.

Modify the access to Firlands at 185" and 195™.

Work with transit agencies for increased service and capital investment to support
this project.

Avoid neighborhood spillover traffic.

Other items on which the CATF has not completed it's discussion and which could be
added to their recommendation include:

What is the appropriate design for the space between the curb and the pedestrian
sidewalk? Should it be grass or shrub landscaping strip (like Chuck Olson), tree
grates (like Drift on Inn, or Shucks}), or consist of special paving (brick) between curb
and sidewalk.

How are mid-block pedestrian crossings defined? Are they signalized? Should we
include transit stops near these locations?
In order to save the heritage of the red brick road, could it be relocated elsewhere?

SUMMARY

A preliminary preferred alternative has been identified by the CATF and ITAC based on
evaluation results and public input. This preliminary preferred alternative requires
refinement to address recommendations by the committees and the concerns of the
public. Over the next two months the committees, city staff and consultants will be
working to refine the preliminary preferred alternative into a final recommended design
for presentation to your Council at your July 19 work session with requested action by
you on August 23, 1999. An additional interim briefing to your Council is planned for
July 6, 1899.
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RECOMMENDATION

This presentation is an interim update on the status of the project. No formal decisions
or approvals are requested at this meeting.

ATTACHMENTS

Attachment A: Evaluation Results Matrix

Attachment B: King County Metro Report on Transit Service
Attachment C: Traffic Improvements for Aurcra Avenue (by WSDOT)
Attachment D: Cross Sections for Design Alternatives 1, 2, and 3.
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JELELRTNCORRIDOR

-rmsronuﬂou SULUTTONS FOR SHORELINE'S MAIN STREET

Design Alternatives Evaluation Matrix
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Alternative 2

- TransH benefits are provided regandess of general parposa lana
congestion

- Wida sldewnks, landscaping and shefters prenide a comfortabla
errdronment for transit rders.

- Frequent crossing opportunties are localed near bus zones

- Continucus ransithigtt-Lim lane eovides for reliable service through fhe
comider (nerthbeund stendard deviation = 0.3 miutes)

- Averaga fransh ravel time = 12.3 minules (best of arterial atermatves)

Alternative 3

- Limited stops Irits access to ocal destinatons.

- Long distance betwesn fyer stops and crossing opporunities may
discourage riders.

- Rider comfort may be low dus io fiyer stop location on the expressway.

- Landscapirg and sidewaks provide a comfortable smdronment for transi
riders fraveiing betwesn stops,

- Travel Bme refinbiity is impacted by tumeuts (northoound standard
deviation = 6.7 minues)

- Average rorthbound transt rave! tme = 156 minutes

- Access management with median create safest pedestrian smdronement
- Fransi fanes wih iransit amenities generatss more pedestrians

- Medan landscaping and streat tree bulfers create best padesirian
ErmAronment

- Medianum breaks provide more pedestrian crossing ocations

- Median and edge lardscaping caims kraffic and Improves pedestrian
comfort

- Expressway cross-section croates divided pedesinian ervironment

- Reised bamiers provide safasi condtions for pedesttans

- High trafflc vourmes and speeds create noise and reduce comion for
pedestrians

- The wide cross-section for pavement allows loas [andscaping/artfumiture
- Grade separated crossings require ramgs and longer waldng/crossing
distances

- Moderate level of uncontroled traffic conflicts

- Few unconircled crossing confiets meduces accklent severty

- Madian and edge treaiments help raduce: traffic speds and accident miss
- Transirightum-onty lane provides safes! access io businesses

- Lower congestion levels reduces potental for rear-snd collsions

- Lenwerst uncontroded rathie conficts of al altematves

- No uncontreled crossing conficts so accidant severity (s much lowsr

- Opposingivoughitusiness neeess raffic is diided with sataty barmiers
- Uniform opernting speads on meinine roadways mduces accidet
potental

- Lowest congestion levels reducas ncoident potentinl

- Pedestrian emircnment is good, most padestrian Croassings.
- Best allermativa for fransit and peaple movement.

- Capacity [s Improved (over Al 1), safer than Ak 1.

- Access Is focused, and opportaniies for sharsd drivewnys.
- Businass access |z improved with transit right fum ke,

- Pedastrian ernironment |s the worsL

- Helps transi move through Shoraling but with fawer stops,

- Capacity grently mproved via grate sepamated intersectons.
- Access lo businesses is more complicated, but safer,

- Aurora tnage changes to through iraffic orlentation,
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- Averags speed slong cormidor near pasted speed

- Right-tum lane and median reduce traffic rbulence

- Lewel of 3ervice E or better achieved at ench inlersection (mprovement
of existing cordiion)

- Avernge system delay s 65, seconds pat vahice
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- No intersection delay nlong Aurora

- Singte-point damond interchangas pose operalional chaflenges
- Average travel speed above posted spaed

- Significant delays experienced along frontnge roeds

- Avernge systern delay is 75.4 ssconds por vehicie
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Attachment B

King County Metro Transit Input on Aurora
May 19, 1999

Metro will attend your Council Workshop on June 7. The following information
was prepared jointly by Shoreline and Metro staff.

What is the Current Transit Service in Shoreline and on Aurora?

Almost half of the weekday passenger activity on King County Metro Transit
routes in Shoreline is on Aurora Avenue North or at the Aurora Village Transit
Center. There are over 2,000 daily riders on Aurora in Shoreline. Currently King
County Metro has 15 routes that provide service within Shoreline. Of these
routes, most are oriented to Downtown Seattle, Northgate, or the University
District. There are two local routes that connect Shoreline with Lake Forest Park
or North Shore, and there is one route (#317) that runs into Downtown
Edmonds/Ferry terminal. There are seven routes in Shoreline that are peak
period “express” routes. Transit services on Aurora Avenue North provide
connections to Seattle, Edmonds, Lynnwood, Mountlake Terrace, Lake Forest
Park, Kenmore, Bothell, Woodinville, and Bellevue. The regional connections to
the north or east, occur at the Aurora Village Transit Center. Transit service on
Aurora Avenue North serves the major concentrations of commercial activity and
multifamily housing in the city.

In February, 1999 Metro consolidated two existing routes creating the #358
which provides full-time frequent service between downtown Seattle and

the Aurora Village Transit Center. The #358 provides a bus every ten minutes in
the peak hours, 20 minutes midday and Saturday, and 30 minutes in the
evenings and Sundays. This is an improvement over the previous service
provided by #6 and #359 as the trips are faster and more frequent. The #358
attracts the highest ridership in Shoreline (approximately 2,000 daily boardings)
and is the best target in Shoreline for additional service. The #358 connects to
Community Transit routes at the Aurora Village Transit Center and to other key
Metro routes at several transfer points in Seattle serving Northgate, Ballard,
Greenlake, the University District, Wallingford, Capitol Hill, and the Seattle
Center.

Other than the #358, there are five other routes that provide service on portions
of Aurora, most between 175" and 200™.
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Table 1: Aurora Bi-directional Bus Density by Section by Time of Day

Street Section Routes Peak Midday Evening
Buses Buses Buses
205" - 200" 317 5 4 0
200" - 175" 358, 301, 314, 20 10 4
340, 943
175" — 145" 358 9 6 4

The peak hour service by the #358 is every 10 minutes (or six buses per hour
peak direction).

What are the problems on Aurora now?

The current design and configuration of Aurora has an impact on transit service
and on transit patrons. The lack of sidewalks on Aurora, lack of safe crossings,
and the lack of sidewalks connecting from neighborhoods to Aurora bus stops
discourage pedestrian access to the transit stops. Because of the lack of
sidewalks (or permanent roadway improvements) Metro has been reluctant to
invest in passenger shelters (shelters need approximately six by nine feet of
space behind the back edge of the sidewalk). The lack of sidewalks also has an
impact on the physically challenged community. Adequate loading pads for
wheelchairs need to be eight by ten feet (which can include the sidewalk).
Currently, the majority of stops along Aurora are accessible stops which means
that the physically challenged can’t use the Metro buses or they have to getto a
stop that is accessible.

Operationally, from a transit perspective, the current configuration of Aurora is
less than ideal. Because of the congestion and lack of lanes for transit, the
buses are stuck in traffic, offering transit no competitive advantage. When buses
pull off to load or unload passengers, they have difficulties getting back into the
travel lanes. The congestion, lack of transit lanes, and inability to re-enter the
traffic flow all contribute to the unpredictability of service and the length of time it
takes to travel the corridor on bus.

How will access management (creation of driveways and focussing of
turning movements) and upgrading the street to urban standards (curb,
gutter and sidewalk) help transit?

The improvements in access management, sidewalks, and crossing safety on
Aurora will make transit more attractive and increase ridership. Access
management will improve the safety of both auto traffic and pedestrians. Access
management will improve auto and pedestrian access to businesses. Sidewalks
will improve the safety of pedestrians and transit riders and extend the range of
pedestrians. Sidewalks and transit improve the mobility of senior citizens, youth
and the physically challenged.
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How will Business Access Transit (BAT) lanes (outside lane dedicated for
transit and turning movements into and out of businesses) improve
operations?

The Business Access Transit lanes combined with the currently funded transit
signal prioritization technology will greatly improve the travel time, dependability,
and better use the existing transit capital resources on the corridor. The more
efficiently buses move through the corridor, the fewer capital (fleet vehicles)
required to provide the same level of service. Improvements in transit speed and
reliability are crucial to achieving attractive transit service. Poor on-time
performance adds uncertainty to wait times and makes transit less attractive.
Added running times and poor reliability cost operating hours, which instead
could be added to other Shoreline services. For example, with the current route
#358 schedule, an increase in afternoon running time of only five minutes could
increase the required number of buses by one, which represents hundreds of
annual hours of service.

The Alternative Analysis included analysis of Transit Operations Improvements
based on year 2015 traffic. Among the three alternatives, Alternative two had the
best transit operations improvements. The analysis examined transit travel time
in the peak hour {the amount of time it took to get through Shoreline on Aurora),
and travel time reliability (measured in minutes of deviation) between the
alternatives.

Table 2: Evaluation of 2015 Service for the Three Alternatives

Measure Alternative One | Alternative Two Alternative Three
Total Travel Time 23.4 minutes 12.3 minutes 14.8 minutes
Reliability/Deviation | 5.3 minutes 0.7 minutes 2.9 minutes
(minutes)

As Table 2 indicates, buses on the Alternative Two configuration will take the
shortest amount of time, and will be the most reliable. The addition of sidewalks,
lighting, curbs, landscaping strip, and pedestrian will improve conditions for
passengers waiting and connecting to other bus routes.

How Metro will Respond to Improved Facilities on Aurora?

Metro staff is pleased with the potential of the Business Access Transit lanes on
Aurora. They are currently discussing their level of funding on Aurora to
supplement or add to Shoreline’s Aurora project. In addition to the potential
contribution from Metro to our Aurora project, they are considering adding
increased service on Aurora and in Shoreline. Metro and Shoreline staff will
work closely on developing a transit service improvement plan for future service
improvements.
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Attachment C

Traffic Improvements for Aurora Avenue

Prepared by WSDOT, May 1999

The Need for Traffic Safety Improvements.

Aurora Avenue North through the City of Shoreline experiences some of the highest
accident rates for a facility of its type in the State of Washington High accident rates are
due to the lack of adequate control of access, traffic congestion and the lack of adequate
pedestrian facilities. Nearly the entire length of Aurora Avenue through Shoreline is above
the statewide average accident rate for urban principal arterials. In some locations the rate
is fully three times higher than the state average. WSDOT calculates the economic loss that
results from crashes in Shoreline on Aurcra Ave. to be in excess of $10,000,000 per year.

Accident data can be broken down to rate by intersection and segment. Every two years
WSDOT identifies High Accident Locations (HALS) and high accident Corridors (HACS)
based on the number and severity of accidents on similar sections of roadway throughout
the state. Four high accident locations are located on Aurora Avenue within the Shoreline
City Limits - From N 145t to N 155%, From N 160t to N 1634, from N 165t to N 175t and
from N 195t to N 205th,

What Can Be Done About Traffic Safety?

Many factors contribute to the occurrence of traffic crashes. One way that roadway
designers can reduce accidents is to control the number of places that vehicles or
pedestrians cross paths or is in “conflict.” By doing that we manage access on and to the
roadway system.

What is Access Management?

Access management is a comprehensive approach to managing property access to
roadways. Itinvolves planning, regulatory and design strategies aimed at providing access
to land development, while maintaining the safety and efficiency of travel on adjacent
roadways. This is achieved by managing the location, design, and operation of driveways,
medians, median openings, signals, and street connections to a roadway. Other techniques
include consolidating access as much as possible along major roadways through the use of
internal roads, shared driveways, interconnected parking lots, and other methods. The
result of that is to reduce the “conflicts” between motorists. It is proven that we can
dramatically reduce crashes by implementing better access management on streets like
Aurora.

The greatest need for access management is along arterials that are expected to serve both
property access and through traffic functions. To balance these competing objectives, limits
on roadway access need to be supplemented with strategies for maintaining or improving
the accessibility of adjacent property development. One such strategy is to assure that areas
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planned for development have an adequate supporting network of local streets. Other
strategies may include street extensions, access roads, unified site circulation plans, side
street connections, or property cross access. In summary, access management seeks to limit
and consolidate access along major roadways to reduce conflicts, while promoting internal
circulation systems for development that are well connected to each other and to the local
street system.

Importance of Access Management to Aurora Avenue

Roads are an essential public resource. They are also costly to improve or replace. Now
that we are experiencing a transportation funding shortfall, effective system management is
more important than ever before. By managing roadway access, state and local
governments can extend the life (i.e. capacity) of the existing system of roads and highways,
reduce the need for costly improvements, increase traffic safety, and even improve the
quality of the buiit environment.

Without access management, major roadways can deteriorate prematurely. Symptoms
include an increase in vehicular crashes, accelerated reduction in roadway capacity,
unsightly strip development, neighborhoods disrupted by through traffic due to
overburdened arterials, and homes and businesses impacted by the need to widen roads.

Not only is the lack of access management costly for the public, it adversely affects corridor
businesses. Over time, closely spaced or poorly designed driveways make it more difficult
and hazardous for customers to enter and exit properties. Access to corner businesses may
be blocked by queuing traffic at intersections. Customers will begin to seek out businesses
with safe, convenient access and avoid patronizing businesses in areas of poor access
design. What occurs is the cumulative effects of poor access design begin to impair, rather
than improve, the accessibility of individual businesses.

Benefits of Access Management
Listed below are some of the primary benefits of access management.

Reduced traffic crashes and crash potential. For more than two decades, various studies have
documented how good access management can significantly reduce the number of traffic
crashes, including fatal, injury and property damage crashes.

Preserved roadway capacity and useful life of roads. One major contributor to congestion is
unnecessary or uncontrolled points of conflict caused by too many opportunities to turn
onto or off the road. Good access management preserves a road’s capacity to move vehicles
at the posted speed and extends the useful life of the road.

Fewer conflicts with pedestrians. Median pedestrian refuge areas and improved driveway
spacing and design lead to better pedestrian access. Pedestrian traffic signals at strategic
locations can prevent people from having to sprint across the roadway. Improved
pedestrian access means more walk-up traffic and exposure for businesses.

Decreased travel time. Good access management helps motorists get to their destinations
with fewer delays. Vehicles tend to travel closer to posted speeds on roads where access is
managed. Studies show conclusively that delays are considerably less during peak hours
on roads with good access management.
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Improved access to property. The quality of property access is more than a function of the
number of driveways. It also depends on the design and spacing of driveways, the ease
and safety of pulling off or onto a road, distance from intersections, and traffic signal
sequencing. In some cases, this may not be direct access from a major arterial, but
controlled access from a side street or frontage road. Businesses with safe and easy access
are more inviting to shoppers and visitors and are the scenes of fewer traffic crashes.

Improved air quality. When traffic moves efficiently, vehicles burn fuel efficiently and
generate less air pollution. Since the bulk of air pollutants in most urban areas are related to
auto and truck traffic, efficient road systems can significantly reduce air pollution.

Improved business parking lot circulation and amenities. Combining and relocating driveways
can mean more space available for parking, parking lot circulation, and landscaping.

Tmproved aesthetics and community development, Construction projects where access
management techniques are used often result in development of landscaping,
undergrounding of overhead utilities, construction of sidewalks, and other pedestrian-
friendly facilities. These improvements often lead to higher property values for adjacent
land.

Maintaining travel efficiency and related economic prosperity. Economic prosperity depends on
a safe and efficient transportation system. A well designed access management program
can greatly contribute to a safe and efficient transportation system which is key to every
community’s economic base.

State Legislation on Access Management

In 1991 Washington's state legislature, recognizing the many benefits of access management
adopted Revised Code of Washington (RCW) Chapter 47.50, Highway Access Management.
This RCW directed the Washington State Department of Transportation (WSDOT) to
develop two sets of rules to be included in the Washington Administrative Code (WAC).

Important points of RCW 47.50 - Highway Access Management included:

e That regulation of access to the state highway system is necessary in order to protect
the public health, safety, and welfare, to preserve the functional integrity of the state
highway system, and to promote the safe and efficient movement of people and
goods within the state.

* The access rights of an owner of property abutting the state highway system are
subordinate to the public’s right and interest in a safe and efficient highway system.

» Every owner of property which abuts a state highway has a right to reasonable
access to that highway (unless access rights have been acquired). The right of access
to the state highway may be restricted if reasonable access can be provided at
another public road that abuts the property.

» (ities and towns shall, no later than July 1, 1993, adopt standards for access
permitting on streets designated as state highways that meet or exceed the state’s
standards.

* No connection to a state highway shall be constructed or altered without an access
permit. Unpermitted connections to the state highway in existence on July 1, 1990
shall not require the issuance of a permit and may continue to provide access to the
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state highway system unless the permitting authority determines that such a
connection does not meet minimum acceptable standards of highway safety. A
permitting authority may require that a permit be obtained for such a connection if a
significant change occurs in the use, design, or traffic flow of the connection or of the
state highway to which it provides access.

The State Department of Transportation has the responsibility to review and the authority
to approve roadway channelization designs in order to assure compliance with design
standards and adequate safety design.

Features of the Design Alternatives that Support Safety Improvement

Access management aims to limit the number and type of conflict points to simplify the
driving task and thereby improve safety. Measures related to conflict point reduction
include installing a non-traversable median and restricting the number, spacing and design
of driveways.

Alternative 2 represents the most comprehensive use of these traffic safety design features.
It is anticipated that these features will help improve traffic safety and reduce accident rates
along Aurora.

Pedestrian Design

Fifteen percent of the states fatalities are pedestrian/vehicle collisions even though they
represent only 1percent of the total number of accidents. On Aurora Avenue from Federal
Way to Everett fully half of the States pedestrian collisions occur every year. WSDOT has
focused on improving pedestrian safety on every foot of Aurora Ave. WSDOT has
budgeted $400,000 to a project aimed at addressing pedestrian needs in the near term here
in Shoreline. We anticipate that as Shorelines final vision for the corridor is developed that
we will also be a partner in addressing other safety needs in the corridor.

Good pedestrian design incorporates the basic elements of good urban design. Provision of
sidewalks, good lighting, well designed bus stops, frequent safe crossing opportunities,
raised median refuge and good sight lines are all elements that WSDOT values in new
design concepts to improve pedestrian safety.

Alternative 2 represents the most comprehensive use of these traffic safety design features.
It is anticipated that these features will help improve traffic safety and reduce accident rates
along Aurora.

The Effects of Congestion on Safety

Typically half of all traffic collisions occur at signalized intersections on the busy arterials in
the Northwest Region of WSDOT. Congestion not only increases rear end accidents as
traffic slows down because of standing queues at intersections but also feeds the cycle of
red light running that has become all too common on our arterial highways in the region.
People stuck in traffic tend to take more chances as their frustration level rises and “road
rage” related accidents along Aurora have risen with the amount of congestion.

In addition to red light running, excessive speed is an issue that we frequently deal with on
urban streets. That is also the case on Aurora. WSDOT has recently worked with Shoreline
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to reduce the speed limit throughout the City. While this is a good first step, there are
design elements that can be incorporated that have been demonstrated to reduce travel
speeds on urban arterials. Those include provision of sidewalks and a raised landscaped
median.

Alternative 2 represents the most comprehensive solution to deal with congestion and the
“calming” of traffic on Aurora,

Driver Behavior and Safety

Unfortunately we still live in a society where some people drink and then get behind
the wheel of a car. The drinking driver is a significant problem on SR 99 in King
County. WSDOT is participating along with a score of health, enforcement and
public works organizations in a safety corridor program sponsored by the
Washington Traffic Safety Commission to reduce the number of impaired drivers on
SR 99 in King County.

Dealing with Congestion

Providing for regional trips and transportation alternatives is a focus for WSDOT. As you
know the Puget Sound Region has among the most congested freeways in the nation. The
Texas Transportation Institute says that the Seattle metropolitan area is the 6% most
congested in the country. Unfortunately, even with the most optimistic revenue projection,
that congestion is anticipated to worsen in the future. There is simply not spare capacity on
I-5. Regionally we need to wring the most possible capacity out of our crowded
transportation corridors if we are to maintain our mobility. Itis crucial that the capacity of
our regional routes such as SR 99 is maintained.

On Aurora it is projected that the number of vehicles on the road will continue to grow as
Shoreline grows. It is important that there be a roadway network that supports that
demand or traffic will spill out of the arterial system into the local roadways that are not
designed to handle traffic and through neighborhoods where having more cars is
inappropriate.

Alternative 2 provided the best possibility of meeting the City Comprehensive plans goal
for the Aurora corridor of providing for basic mobility (level of service).

WSDOT has embraced our regional strategy to provide a road network that is compatible
and complementary with providing a swift and reliable transit system for Puget Sound.
Part of that effort is WSDOT's HOV system on the regions freeways. Part of the system is
the network of park and ride facilities such as the one at SR 99 and 1924 Street that WSDOT
built to support the regional HOV system. Making arterials work for transit is also an
important aspect of making a regional transportation system work.

WSDOT appreciates that deploying transit signal priority systems to improve transit
operations is part of every alternative envisioned by Shoreline.

We also feel that Alternative 2 represents the most comprehensive alternative to provide for
improvement of transit operations on Aurora.
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