TRANSPORTATION ELEMENT IMPACT ANALYSIS
Alternative A - The Preferred Alternative

Plan Policies and Map

Revised Alternative A would emphasize a transportation system that is designed to provide efficient movement of people goods via streets, transit, and non-motorized transportation modes. The Transportation and Land Use elements are intended to work together to assure that the transportation system provided would meet the needs of the planned land use. The city would continue developing its transportation network with needed connection points. Revised Alternative A would incorporate key transportation links between existing and future neighborhoods and business areas to accommodate future growth. The use of a road classification system is supported in Policy T.01.10. A road classification system is not identified in the Transportation Element, but would be generally consistent with the classification of roads shown in Figure T-8.
Figure T-8

Street Classifications
	Classification
	Description
	Location

	Major Arterial
	Handle large traffic volumes passing through the city or traveling considerable distances or in excess of two miles within the city.
	· Market Boulevard

· National Avenue

· Kresky Avenue

· Main Street

· Chamber of Commerce Way

· 13th Street/Parkland Drive

· Interstate Avenue

	Secondary Arterial
	Handle moderate traffic volumes traveling over relatively short distances within the city, or to major arterial streets as part of a longer trip.
	· Cascade Avenue

· State Avenue

· 20th St./Bishop Road

· Chehalis Ave. (Main Street to Pacific Avenue)

· Pacific Ave (West Street to Park Street)

	Collector Arterial
	Pick up traffic from within residential, commercial or industrial areas and feed it to the major and secondary arterial street system. Not to carry through traffic.
	· Washington Avenue

· Louisiana Avenue

· Chehalis Avenue

· Sturdevant Road

· Ribelin Road

	Local Access
	Provide convenient access to adjacent properties and to discourage through traffic movements.
	· Remaining city and IUGA roads


Needed transportation facilities would be funded by a combination of city, state and federal funds, developer contributions and possible impact fees. Specific funding sources and capital projects are listed in the Capital Facilities element.

The Transportation element establishes the method for measuring roadway capacity. The LOS standard used for streets would be measured as a volume to capacity ratio (V/C ratio). The standard relies on screen lines as the measuring point for capacity and establishes capacity triggers for improvement actions depending on the LOS measurement (Figure T-6). LOS D would be the minimum acceptable level for roads defined by policy T.01.03. The capacity improvement plan would act as a program to assure that roads are improved or new roads constructed concurrent with new development. Concurrent with development means that improvements or strategies are in place at the time of development, or that a financial commitment is in place to complete the improvements within six years. The methodology to forecast traffic volumes used in the capacity improvement plan provides a short-term horizon (year 2004) and a long-term horizon (year 2018).

Additional routes for cross-town traffic are not emphasized in the policies, but might also be needed during the 20-year planning period. Phased approach to arterial construction would accomplish the needed improvements. The port of Chehalis would also add new circulation roads in the Port's that would improve circulation in the south part of the IUGA.

The Transportation element would provide limited support for transit and high occupant vehicle use. The policies focus transit access in areas where elderly, youth and low income reside and connect to needed services downtown.

The plan offers no guidance for separating commercial traffic (from business and industry) and non-commercial traffic. With the city's desire to increase industrial and commercial development, clear and convenient access for delivery of goods would need to be identified and protected.

The policies support continued use of the airport as a specialized transportation source. Goal T.05 emphasizes the benefit of the rail connection for movement of goods. Policies T.05.01 and T.05.02 support Port of Chehalis rail spur extensions to serve newly subdivided parcels within the industrial development district. The rail policies would not acknowledge the use of the high-speed rail corridor to support employment travel.

The implementation of the policies would not have a significant adverse impact on the transportation system in Chehalis or the surrounding area. Beneficial impacts would be received by the non-motorized transportation options. The element's LOS standard, identification of funding resources and a roster of transportation investments, meet the GMA requirements.
Future Development and Transportation

Estimates of vehicular traffic are based on the future land use patterns that emphasize more employment. In revised Alternative A, the acres devoted to the commercial and industrial land uses would significantly alter the mix of land uses and would change the anticipated travel patterns. Revised Alternative A would increase traffic on city, county, and state roads. This increase would be locally significant to Chehalis streets, requiring improvements to existing facilities and construction of new roads. New arterial streets and greater access to I-5 would be needed to accommodate the growth. The timing of the new road construction or upgrade of major arterial streets would coincide with development.

Surrounding Lewis County land uses and other regional land use patterns could affect traffic volumes in Chehalis. Surrounding rural land use patterns that perpetuate automobile dependency would be expected to increase traffic in Chehalis, especially if Chehalis roadways continue to make greater accommodations to the automobile. For example, future Chehalis land use patterns may not be enough to control traffic growth on regional roadways. Traffic volumes are expected to continue growing on arterial streets that facilitate regional traffic (such as National Avenue, Kresky Avenue and Jackson Highway) as long as vehicular capacity is increased on those routes. Interstate 5 could be impacted if the local arterial streets become so congested that it is faster to use I-5 as a cross-town expressway.

Roadway Volumes

The GMA requires that the Transportation element include a forecast of traffic for at least ten years based on the land use to provide information on the location, timing, and capacity needs of future growth. For purposes of the Transportation element, a 6-year and 20-year horizon was selected. Travel forecasts were developed for total daily volumes citywide and for the PM peak hour at selected screen line roadways. Evaluation of existing and potential future travel demands indicate the PM peak hour the roadway network would be most congested and therefore, the critical time for defining LOS for the future transportation system.

The projection of traffic volumes from 1998 to 2018 would result in a moderate to substantial increase of traffic volumes on many local roads. PM peak vehicle trips would increase about 9.2% over six years and 28% over 20 years. The city has been divided into screen line areas for identifying traffic. The screen line areas are shown on Figure T-4. Screen line Area 4, which includes State Avenue, Market Boulevard and Prindle Streets, and National Avenue, would experience increased volumes from 3,891 PM peak vehicle trips in 1998 to 4,229 PM trips in year 2004, and to 4,909 PM trips in 2018 (Figure T-9). By the year 2018, traffic volumes along the northern Market Boulevard corridor near screen line 4 would be about 26% higher than the 1998 screen line volumes. The most significant area of traffic growth would be in the south IUGA area. Screen line Area 7 would experience increased volumes from 3,562 PM peak vehicle trips in 1998 to 4,292 PM trips in year 2004 and 5,433 PM trips in 2018 (Figure T-9.) By the year 2018, traffic volumes along the southern Bishop and Jackson Highway corridors would be about 53% higher than the 1998 screen line volumes.

Figure T-9

Screen Line Traffic Volume Growth

1998, 2004 and 2018

	
	
	PM Peak
	PM Peak
	PM Peak

	Screen Line Area
	Area & Roads
	Existing 1998
	Existing +

2004 Incremental Growth
	Existing +

2018 Incremental

Growth 

	1
	North Commercial

· Commerce Way

· National Avenue

· State Avenue
	2,652
	3,076
	4,204

	2
	West City at I-5

· Main Street

· Louisiana Avenue

· I-5 SB Ramp

· 13th Street

· I-5 NB Ramp
	3,362
	4,022
	5,427

	3
	Central City at I-5

· West Street 

· Main Street/I-5 NB Ramp

· 13th Street/I-5 NB Ramp
	5,694
	6,590
	8,605

	4
	South CBD

· State Avenue

· National Avenue

· Market Boulevard

· Prindle Street 
	3,159
	3,884
	5,601

	5
	East-West Central City

· Washington Avenue

· NE Boistfort

· 1st, 3rd, 6th, 9th & 11th Streets
	1,468
	1,747
	2,365

	6
	South City Center

· N. Market Boulevard

· 16th Street

· SW Parkland
	4,382
	6,211
	9,856

	7
	South IUGA

· 20th Street

· Bishop Road

· S Market Boulevard

· Ribelin Road
	2,459
	4,600
	9,006

	Total 
	
	23,176
	30,130
	45,064

	
	Average annual % change from 1998
	--
	3.33%
	3.38%


 Source: David Evans & Associates

Figure T-10

Level of Service
	Screen

Line Area
	1998

V/C Ratio
	2004

V/C Ratio
	2018

V/C Ratio

	1 – North Commercial
	.74

(LOS C)
	.85

(LOS E)
	1.17

(LOS F)

	2 – West City at I-5
	.62

(LOS C)
	.74

(LOS C)
	1.00

(LOS F)

	3 – Central City at I-5
	1.05

(LOS F)
	1.22

 (LOS F)
	1.59

(LOS F)

	4 – South CBD
	.35

(LOS A)
	.43

(LOS A)
	.62

(LOS B)

	5 – East-West Central 

      City
	.12

(LOS A)
	.14

(LOS A)
	.19

(LOS A)

	6 – South City Center 
	.81

(LOS D)
	1.15

(LOS F)
	1.83

(LOS F)

	7 – South IUGA
	.68

(LOS B)
	1.28

(LOS F)
	2.50

(LOS F)


Source: David Evans & Associates

Each alternative would generate the same daily and PM Peak traffic volumes in 2018, because the same growth is assumed to be the same for each alternative during the initial 20-year period. The changes to the traffic volumes on the transportation system are shown in Figure T-9. However, the Alternatives have different total volumes at future buildout development.

Levels of Service

Future LOS was calculated from estimated city traffic volumes based on screen line volume to capacity ratios (V/C). This methodology is explained in the Transportation element. The LOS at the screen line areas for the years 2004 and 2018 are listed in Figure T-10.
The capacity improvement action plan would trigger the evaluation of future improvements when screen line capacity reaches a V/C ratio of .70 (LOS C). Road improvement design and securing funds for improvements would occur when screen line capacity reaches a V/C ratio of .80 (LOS D). Transportation improvements would be constructed when screen line capacity reaches a V/C ratio of .90 (LOS E).

Screen line area 3 is currently at LOS F and would need action within the next 6 months to meet the minimum LOS standard. A combination of capacity improvements to screen line area 3 would need to occur at West Street or Main Street/I-5 interchange and/or the 13th Street/I-5 interchange. The improvements identified in the Capital Facilities element would address capacity deficiency of streets in the central city but not on the screen line streets. The city would coordinate planning for the I-5 interchange capacity improvements with DOT.

By 2004 areas 6 and 7 would exceed LOS D and need improvements. Capacity improvements for screen line would need to occur at Kelly Road/Interstate Avenue and at Market Boulevard, or with the addition of a new I-5 interchange at LaBree Road. By 2018 these screen lines would operate at or in excess of capacity. The projects to accomplish this would need to be identified and added to Figure CF-9.2. The city would already be coordinating improvements to I-5 with DOT.

Major arterial roads entering and leaving I-5, and at the southern portion of the city would experience increased congestion and reduced LOS because of significant growth in traffic. By 2018, the traffic resulting from industrial and business growth would exceed the transportation system's capacity on the major and secondary arterial roads unless capacity improvements are made. The road improvements identified by the Capital Facilities element would begin to mitigate impacts and bring intersections and road segment within the Los requirements, but additional projects would need to be added if the city's industrial and commercial growth occurs as projected. The Port of Chehalis would likely partner with the city of Chehalis to supplement the city's transportation improvement efforts.

After 20 years, Chehalis and its IUGA would produce 340,000 average daily vehicle trips, as shown in Figure T-11. Full buildout of revised Alternative A could generate approximately 537,000 average daily vehicle trips spread throughout the city and IUGA. The full buildout volumes for revised Alternative A would represent a 60% increase over the year 2018. The land uses to produce the largest change in volumes would be low density residential and commercial uses.

Figure T-11

Plan Alternatives

Trip Generation Volumes

Total Average Daily Trips
	
	        Year 2018

The 20-Year Forecast

(All Alternatives)
	Revised Alternative A Buildout Volumes
	Alternative B Buildout Volumes
	Alternative C  Buildout Volumes

	Total
	340,000
	537,000
	353,000
	485,000

	% increase above 2018
	-
	60%
	4%
	43%


         Source: Ryan Planning Resources.
         Minimal calibration was provided for the ADT volumes. The volumes do not include pass through trips.

Pedestrian and Bicycle Facilities

The policies support bicycle facilities as a way to help reduce vehicular dependence within Chehalis. Revised Alternative A would provide bicycle facilities, but lacks a plan for new pedestrian facilities. The city's pedestrian system has traditional sidewalks, but some links are missing. New facilities would be needed as the city grows. Pedestrian safety and mobility could be impeded until pedestrian facilities are completed along primary arterial circulation roads.   The bicycle route system would provide for the long-term non-motorized transportation improvements. Bicycle routes would provide recreational connections to areas west I-5 and citywide connections along arterial roads. Bike routes along Kresky Avenue and National Avenue would have a positive impact on the transportation system. Riders would be able to reach employment and commercial areas as bike facilities extend south to the Port of Chehalis industrial area.
The port of Chehalis has plans to create a 2,900 lineal foot pedestrian and bike trail from Maurin Road heading northwest alongside a railroad spur to a new road (Downie Road). Pedestrian facilities in this same area would offer additional mobility and access to public transportation opportunities. revised Alternative A could support a series of pedestrian facilities located within the open space corridors. Implementation of trails along open space would have a positive impact on a multi-modal system by giving the residents walking or biking options. A trail system could focus on more off-road pedestrian paths in areas of new development.
Transit

Transit would benefit from the concentration of residential land use at the core of the city. By the 2018 forecast year, there could be sufficient demand for ride sharing in the Chehalis area to develop a park-and-ride facility. The most likely and preferred location for a facility would be near I-5. Establishment of a park-and-ride facility would be accomplished with city, Twin Transit and DOT efforts. The timing would be development driven as transit demand increases. Twin Transit would provide bus service for the park-and ride. In addition, the port of Chehalis has identified plans to locate and build two sheltered transit stops along Maurin Road, as part of their planned improvements.

There are additional opportunities for improving availability and access to transit through the plan. Transit use could be supported by modification of the subdivision regulations to allow bus turnouts and bus stops. An opportunity to supplement commuter rail transit (Talgo trains) with shuttle service has not been explored. All long-range improvements like developing a park-and-ride or adding a transit shuttle to employment centers would need to be coordinated with Twin Transit.

MITIGATION AND IMPLEMENTATION MEASURES

Required Mitigation Measures

· Prepare an annual update to the transportation improvement plan as part of the Capital Facilities element.

Recommended Mitigation Measures

· Coordinate the implementation of regional transportation improvements as part of the Lewis County Comprehensive Plan Transportation element.

· Coordinate with the Port of Chehalis on the implementation of the proposed road, rail-spur, sidewalk and trail extensions and the addition of transit stops within the Port's IDD.

· Work with Twin Transit to implement transit-supporting options in new residential development and to encourage additional service to Chehalis. Revise city subdivision standards to include bus turnouts along collector roads, where appropriate. Initiate the planning with Twin Transit for a park-and-ride facility.

· Evaluate whether to establish of a system of local impact fees. The impact fees could assess new land developments for fair-share cost required to improve the local vehicular, transit, and pedestrian/bicycle route system to accommodate the project's associated requirements and impacts.

· The implementation of transportation control measures such as the transportation demand management may provide a means to mitigate future development to minimize air quality impacts from traffic.

Implementation Measures

Implementation measures are identified to provide the basis for further study, refinement and implementation of the Comprehensive Plan. The implementation measures identified for the Transportation Element are:

· Monitor the traffic volumes for unexpected growth and road conditions for unanticipated wear.

· Prepare road standards to:

a.
minimize paving widths of residential local streets and collector streets;

b.
assure urban street and road standards that are consistent with WSDOT standards; and

c.
support the inclusion of transit stops, bike routes and pedestrian sidewalks.

· Evaluate transportation impact or other mitigation fees for their affect on new development.
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