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1.  Summary  

 

This memorandum analyzes sixteen transit emphasis corridors that were identified earlier in this 
project through the joint efforts of Community Transit local jurisdictions and the consulting team. 
These corridors  are intended to be  the focus of Community Transitôs future service expansion 
efforts. These are intended to advance the systemôs long-term vision for integrated 
transportation planning that includes a balanced mix of investment in roadways, land use 
decisions supportive of transit market development, and a long-term commitment to transit 
service on key corridors.  

It is important to understand the diverse nature of this network. Some corridors are already well-
served by transit with all-day bi-directional service every 15 minutes. Others have less frequent, 
hourly service. Some have no bus service at all. Some corridors are served by Community 
Transit while others are shared with Sound Transit or Everett Transit.  While their current state 
of development is varied, Community Transit focused on identifying transit emphasis corridors 
that make sense from a long-term transit market development perspective. They connect 
centers, provide network coverage throughout the urban growth area, and exhibit current or 
future population and employment densities supportive of transit use.  

Community Transitôs goals in identifying this network are three-fold:  

 ̧ To provide long-term guidance to Community Transitôs service investment policies;  

 ̧ To support the regional growth strategy described in VISION 2040; and,  

 ̧ To communicate Community Transitôs service investment strategy to land use and road 
authorities so they might take steps to develop markets in these corridors.  

This effort recognizes the strong linkage between land use and transit, paying special attention 
to the role counties and cities play in transit market development. Local jurisdictions often have 
more control over transit market development than any transit agency. By encouraging mixed 
use high-densities, transit, pedestrian and bike-oriented development, appropriate parking fees 
and transit-priority/HOV roadway improvements jurisdictions can build communities that foster 
transit usage.  

Community Transit believes that, by documenting its commitment to focus services on specific 
future corridors where transit-oriented development is projected to occur, it can send a signal to 
local jurisdictions. The plan will establish a motivation to further develop these corridors through 
their land use plans, thus advancing the   time when cost-effective high capacity transit services 
can be implemented.  

Transit emphasis corridors fall into three distinct groups.  

1. I-5, I-405, and SR-522 are limited access freeways. These freeway corridors represent 
critical transit links for long-haul commuter as well as inter-city express services. Attributes 
important for transit and transit market development along these limited access corridors 
include exclusive access, HOV lanes and ramps and connections to major growth centers.  

2. US 2 and SR 9 are major highways but, in most segments, lack the limited access features 
of the first group.  Termed highway corridors, these two facilities represent major commute 
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corridors but also facilitate travel in and around the local communities these corridors pass 
through.  Accordingly, both local and regional travel needs are often served by these 
facilities. 

3. The remaining eleven corridors are principal arterials and/or state routes with a mixture of 
core commercial, high-density residential, suburban and rural development. Important 
development attributes for these corridors include high-densities of housing, jobs, and 
essential retail in proximity with one another, pedestrian scale and design, connection to 
major growth centers and roadway features that facilitate transit service.  

 Corridor Assessment 

This technical memorandum considers the readiness of the sixteen transit emphasis corridors 
for the initiation of high capacity transit services.  The sixteen corridors are displayed Figure 1 ï 
Transit Emphasis Corridors.  Eleven factors, discussed later in this memorandum, were 
employed for this evaluation.  Those factors are: 

Rank in Total Density - 2005 
Rank in Total Density - 2030 
Total Productions per Mile Rank - 2005 
Total Productions per Mile Rank - 2030 
Fees for Parking 
HOV or BAT Lanes 
Collector System 
Park & Ride Lots 
Side- walks 
Bike Access 
Served by Transit 

Transit Patronage Corridors were evaluated to identify  the types of transit services  they are 
most likely  to support within the next twenty years.  The five freeway and highway corridors, or 
commute corridors, are considered for a different type of services. The eleven arterial corridors 
were evaluated for potential application of three service types ï Swift Bus Rapid Transit, 
Arterial, or Local service. 

These service types are defined as follows: 

Swift Bus Rapid Transit ï Frequent service operating in a defined corridor that provides 
transit priority treatments and upgraded passenger amenities. 
Arterial Service ï Frequent service that may not have the transit priority treatments or 
passenger amenities included in Swift BRT. 
Local Service ï Less frequent service, generally operating about every thirty minutes. 

Four arterial corridors were judged to be ready for Swift BRT within the next twenty years. 

SR-99 
SR-527 
128th Street 
164th Street/196th Street (west) 

Three more corridors will support arterial services: 
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196th Street (east) 
North Broadway/State Ave 
20th Street NE 

Finally, four corridors were evaluated as not fully ready for high capacity transit, and will likely 
only support local services in 2030:   

SR-528 
35th Avenue 
228th Street SE 
SR-531  

The five commute corridors were evaluated individually and recommendations for each reflect 
that corridorôs unique character.  The next two sections summarize the methodology that was 
employed to reach this evaluation. 
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Figure 1 ï Transit Emphasis Corridors 
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2.  Density and Trip Generation  

 

This chapter provides an overview of population, employment, and trip generation projections 
for each of the sixteen identified corridors that are illustrated in Figure 1 ï Transit Emphasis 
Corridors.  Population and employment information was drawn from block-level estimates 
calculated by the Puget Sound Regional Council for 2005 and 2030.  Travel demand information 
was derived from the regional travel demand forecast, also by PSRC. 

Population and Employment Density 
Current and projected 2030 population and employment densities along an area extending ½ 
mile on each side of the transit emphasis corridors were determined, as depicted in Figure 2.   

Figure 2 ï Population and Employment Along Transit Emphasis Corridors 

 
 
Using these total population and employment estimates, corridor densities per acre were 
calculated, as shown in Figure 3.  For all corridors the area includes the full area adjacent to the 
corridor, regardless of corridor configuration or surrounding landforms.  Accordingly, tidal lands 
along Corridor 7 (North Broadway/State Ave) and airport lands adjacent to several corridors 
were included, even though they cannot be developed.  The rationale is that these óempty milesô 
have impact corridor effectiveness whether or not they are ever developed and are 
appropriately included within the corridorôs catchment area. 

More complex was the treatment of commuter corridors (Numbers 1 through 5) that operate on 
controlled access highways.  Obviously, they would not be picking up during these freeway 
segments and only including the areas in the immediate vicinity of freeway interchanges was 
considered as an alternative to including the corridorôs full length.  Because commuter corridors 
are assumed to draw from a broader area than just an interchange zone, this alternative 
methodology would provide no more reasonable estimates of population than including the 
entire corridor.  Instead, population and employment densities for these five corridors were 
given less weight during scoring.   

1 I-5 (Freeway) 21.3 73,577              39,072 114,207 66,603

2 I-405 (Freeway) 13.9 34,252              16,856 58,383 29,061

3 US 2 (Highway) 15.6 19,389              12,605 30,487 23,171

4 SR 9 (Highway) 29.7 28,932              6,741 53,463 13,766

5 SR 522 (Freeway) 11.9 10,884              4,976 13,883 8,454

6 SR-99 16.4 77,266              39,675 107,516 67,531

7 North Broadway/State Ave 12.8 27,779              17,507 43,569 31,273

8 SR-527 14.7 50,062              21,354 71,753 33,519

9 128th Street 9.2 36,765              10,257 54,243 20,003

10 164th Street/196th Street (west) 17.3 53,140              20,539 78,988 36,884

11 196th Street (east) 10.7 24,039              12,667 40,207 20,239

12 SR-528 8.5 18,261              4,214 31,651 6,678

13 228th Street SE 12.3 39,713              12,035 52,567 16,812

14 35th Avenue 10.2 30,705              10,621 47,895 15,702

15 20th Street NE 4.9 9,234                7,697 15,681 15,247

16 SR-531 4.8 6,014                3,281 9,340 6,396

Population Employment Population Corridor Name Length

2005 2030

Employment 
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 Figure 3 ï Population and Employment Densities 

 
 
Drawing from the travel demand model that was discussed in Technical Memorandum #1, 
Figure 4 summarizes the total number of productions along each of the corridors.  Estimates for 
the years 2005 and 2030 are provided.  Total productions are the amount of trip making that the 
model suggests takes place between zones (fully described in Technical Memorandum #1) 
along the corridor.  For example, trip making in Corridor 7, which extends from Smokey Point to 
Marysville and Everett includes all trips traveling within and between these areas but does not 
include trips going to other parts of the region, such as Downtown Seattle or Mill Creek.  

Internal productions are the number of trips that stay within the production zone.  An example is 
the number of trips that originate in Marysville that stay in Marysville.  External productions are 
the number of trips traveling outside the zone.  While corridor-based services will benefit both 
types of trip making, the number of external productions is an important indicator of whether a 
corridorôs basic orientation is appropriate.   

Finally, the number of home-based work productions is identified.  This is especially important 
for commute corridors, which are specifically targeted towards the longer-distance commuter 
markets.  

 It is important to understand these measures of trip making activity do not represent the trip 
making activity of the population and employment identified in Figures 2 and 3.  Rather this is 
the trip making activity that exists between larger zones that are connected by the corridor. 
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Figure 4 ï Productions Assigned to Transit Emphasis Corridors 

 

Figure 5 summarizes corridor productions per mile, dividing the number of productions identified 
in the previous chart by each corridorôs length.  For the sake of comparison, they have been 
sorted according to the number of total corridor productions per mile of corridor that were 
achieved in 2005.  Corridor 11, the east half of the 196th Street corridor, had the most 
productions while Corridor 4, State Route 9, had the fewest. 

Figure 5 ï Productions per Mile 

 

Figure 6 compares and contrasts the density and productions achieved by each corridor, both in 
2005 and 2030.  Corridors were sorted according to density and trip generation.  Their relative 
rankings for both 2005 and 2030 were then added to provide an overall ranking.  Using this 
methodology, Interstate 5 and Interstate 405 show the most transit potential among commute 
corridors while the SR-99, SR-527, and 128th Street corridors show the most potential among 
the arterial corridors.   
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Figure 6 - Corridor Density Ranking 

 
 
The next chapter combines these factors together with other design criteria to achieve an 
estimate of overall transit potential for each corridor. 

Transit Patronage Along Corridors 

Arterial Corridors:  Most, but not all of the transit emphasis corridors already receive some 
level of transit service.  Most notably, Corridor 6 (SR-99), Corridor 7 (North Broadway/Smokey 
Point Blvd.), Corridor 12 (Marysville to Lake Stevens), and Corridor 15 (20th Street SE) are 
served for virtually their entire length. Only Corridor 14 (35th Avenue) has no Community Transit 
routes operating along any part, however,  this corridor is intersected by existing routes at 
several locations.   

Figure 7 summarizes existing ridership along the transit emphasis corridors.  Lacking 
comprehensive stop level data, this summary was developed from overall ridership levels 
experienced by routes that operate along each corridor, adjusted to reflect staff membersô 
extensive knowledge of where ridership occurs.  Corridors were assigned a score of high, 
medium, or low based upon this knowledge of current patronage.  Corridors that lack significant 
transit service were noted.  

2005 2030 2005 2030

Sum of 

Scores 

(Lower is 

More 

Dense)

1 I-5 (Freeway) 1 1 2 2 6

2 I-405 (Freeway) 2 2 1 1 6

3 US 2 (Highway) 3 3 4 4 14

4 SR 9 (Highway) 4 4 3 3 14

5 SR 522 (Freeway) 5 5 5 5 20

6 SR-99 1 1 4 4 10

7 North Broadway/State Ave 2 2 3 3 10

8 SR-527 3 3 2 2 10

10 164th Street/196th Street (west) 5 5 1 1 12

9 128th Street 4 4 6 7 21

12 SR-528 7 7 5 5 24

11 196th Street (east) 9 6 7 6 28

15 20th Street NE 6 9 9 9 33

14 35th Avenue 10 10 8 8 36

13 228th Street SE 8 8 10 11 37

16 SR-531 11 11 11 10 43

Corridor Name

Rank in Total Density Total Productions per 
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Figure 7 ï Current Productivity of Arterial Corridors 

 

The performance guidelines outlined in Technical Memorandum #2 (Performance Guidelines) 
suggest that individual routes should achieve the following service productivities, expressed in 
the number of boarding passengers per revenue hour. 

 Swift BRT Routes  High -- 35 passengers per hour 
 Arterial Routes  Moderate -- 20 passengers per hour 
 Local Routes  Low -- 10 passengers per hour 
 Suburban/Rural Routes Low -- 10 passengers per hour 

Applying these guidelines to 2008 operating results, corridors 6 (SR-99) and 7 (North 
Broadway) achieved productivity levels most consistent with Swift BRT service.  However, 
neither corridor had services operating at BRT levels at that time. (In 2009 Swift BRT service 
was initiated along Corridor 6.)   Meanwhile, corridors Corridor 12 (Marysville-Lake Stevens), 
Corridor 13 (228th Street SE), and Corridor 16 (SR-531) have relatively low levels of current 
patronage.. 

Commuter Corridors:  A somewhat different analysis technique was employed for the 
commuter corridors.  Sound Transit and Community Transit share responsibility for the 
operation of intercounty commuter services in both the I-5 and I-405 corridors.  Considerable 
effort has been devoted to the development of a coordinated service partnership, and the 
identification of an appropriate service provider for individual services is beyond the scope of 
this report. 

In general, Sound Transit is responsible for a majority of services that operate in the I-405 
corridor, while the two agencies share responsibility for the I-5 corridor.  Community Transit is 
the only agency operating in the US-2, SR-9, and SR-522 corridors.   The corridor assessments 
contained in Chapter 4 discuss the very different character of the five commuter corridors.  
Figure 8 summarizes 2008 average ridership on the Community Transit services operating in 
each of the five commuter corridors. 

  

Corridor Extent of Service Productivity

6 SR-99 High

7 North Broadway/State Ave High

8 SR-527 Moderate

9 128th Street None

10 164th Street/196th Street (west) Moderate

11 196th Street (east) None

12 SR-528 Low

13 228th Street SE Low

14 35th Avenue None

15 20th Street NE Moderate

16 SR-531 Low
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Figure 8 ð 2008 Weekday Commute Corridor Operating Averages 

 

Because service levels vary dramatically within individual corridors, current ridership does not 
necessarily indicate underlying demand.    

Corridor Name

Average 

Weekday 

Boardings

Revenue 

Hours

Passengers 

per Hour

1 I-5 11,658 384 30

2 I-405 99 5 20

3 US-2 1,254 76 17

4 SR-522 241 12 20

5 SR-9   -   -   -
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3.  Urban Form and Development  

 

While their current state of development is varied, all of the transit emphasis corridors make 
sense from a long-term transit market development perspective. They connect centers, provide 
network coverage throughout the urban growth area and exhibit current or future population and 
employment densities that support of transit use. However, during the next twenty years 
development thse corridors may not support full scale Swift BRT service. 

A vital message of this plan concerns the link between land use, transit and the role counties 
and cities play in transit market development.  Effective transit systems are constructed around 
urban communities that are relatively compact, have a mix of different land uses, and facilitate 
pedestrian and bicycle activity.  Because these are usually the responsibility of local 
jurisdictions, their land use decisions significantly influence transit agenciesô ability to provide 
effective and productive transit service. By encouraging high-densities, transit, pedestrian and 
bike-oriented development, appropriate parking fees, and transit-priority/HOV roadway 
improvements transit-supportive urban environments are created. This report works to provide 
sustentative guidance to local jurisdictions about Community Transitôs long-term plan, thus 
allowing them to integrate Community Transitôs future service network into their land use plans 
and work to develop higher intensity transit markets in these areas. 

This chapter summarizes the criteria that were used to evaluate each corridorôs readiness for 
higher-level transit services.  The text provides a brief assessment of each transit emphasis 
corridorsô development and longer-term prospects. The assessments are provided for 
comparison purposes in gauging the suitability and relative priority of each corridor for high-
capacity transit.  

Arterial Corridors 

The eleven arterial corridors focus on serving community activity centers within Snohomish 
County.  As such, they facilitate travel between multiple locations.  Most trips are relatively short 
and no single generator will dominate passenger trip purposes.  To be successful, transit 
services operating along arterial corridors will need to offer safe and convenient access to local 
businesses, employers, and residential neighborhoods. 

Corridor Development 

Density and trip generation, which were discussed in the previous chapter, are key factors in the 
intensity of any corridorôs transit market.  .  Seven other factors, discussed in this chapter 
significantly influence whether people who live, work, or travel along a corridor can effectively 
utilize transit services.  All but two (Park & Ride Lots and Transit Service) are beyond 
Community Transitôs ability to directly control.  Scoring for these measures was more subjective 
than the demographic factors.  Except for the second transit service measure (Transit 
Patronage), a score between 1 and 3 was assigned, based upon an assessment by Community 
Transit staff members and the consultant team, using the evaluation criteria described for each 
measure. 

 ̧ Fees for Parking The number of parking spaces per building unit or acre along with 
pricing, parking restrictions, and enforcement can make transit more competitive. This 
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includes: 1) limiting the quantity of parking, 2) managing the location of parking, 3) 
setting the cost to park with a goal to have parking facilities financially self-supporting. 

3 points ï Paid parking at one or both trip ends 
2 points ï Limited parking supply 
1 point ï   Plentiful free parking 

 ̧ Transit Signal Priority, HOV, or BAT Lanes A completely connected transportation 
system for vehicles that includes transit priority treatments, including High Occupancy 
Vehicle (HOV) or Business Access and Transit lanes (BAT), or transit signal priority, is 
needed for good transit service.  Regulation of these lanes should be such that transit 
speed and reliability is consistently maintained 

3 points ï Complete HOV/BAT lanes with TSP 
2 points ïHOV/BAT lanes and TSP in part of corridor, TSP with no HOV/BAT lanes, or 
isolated interchange/queue-jump HOV 
1 point   ï No HOV/BAT lanes, no intersection HOV/queue-jump and no TSP 

 ̧ Collector System A complete street network will help the transit system operate 
efficiently, improve travel times, and schedule adherence. 

3 points ï Complete network 
2 points ï One or two missing elements 
1 point ï   No alternate routes 

 ̧ Park & Ride Lots Park & ride facilities are an appropriate element for emerging transit 
markets which require auto access to transit centers. As markets mature and transit 
service coverage and frequency increase, the need for park & rides (and investment in 
these facilities) will diminish. 

3 points ï Transit center and/or Park & ride lot 
2 points ï Shared lots (park & pool) 
1 point ï   None 

 ̧ Sidewalks All transit trips begin and end with a walk. Providing a complete, convenient, 
safe, secure, and appealing walk can increase transit usage. 

3 points ï Pedestrian access: continuous sidewalks, barrier-free, crosswalks, low 
vehicular speeds, appropriate scale and aesthetics 
2 points ï Some factors present 
1 point ï   Poor pedestrian system, walking is a challenge 

 ̧ Bike Access Bicycle facilities, lockers, lanes, signed routes, bike racks, etc. Provide an 
option for reaching trips ends that are further from transit routes than an easy walk. This 
again will help increase transit usage. 

3 points - Bicycle Access: wide shoulders, continuous street bike lanes, direct routing, 
gentle grades, low auto speeds, bicycle racks/lockers  
2 points - Good system but some elements needing improvement 
1 point   - Poor system, bicycling is a challenge and/or is unsafe 

 
Transit Services 

Some corridors are well developed, with significant amounts of transit service.  Others have little 
or no transit services in place.  Because the existence and performance of transit services is an 
indicator of future success, two measures that focus on these factors are evaluated. 
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 Served by Transit: This considers whether transit services are provided within a 
corridor, their extent, and the frequency that service operates. 

3 points ï Current service operates at least every 30-minutes 
2 points ï Some transit service provided 
1 point ï   Limited or no transit service currently provided  

 Patronage: This considers the ridership and productivity of existing corridor services.  
Because of its importance, this patronage measure was assigned a maximum of 11 
points (the number of arterial routes).  Ridership was determined by tallying stop-level 
ridership per revenue vehicle hour that was recorded in surveys throughout the past five 
years.  Because some of this information is dated or incomplete, it was adjusted based 
upon Community Transit staff membersô judgment of current operating conditions.  This 
allowed some anomalies associated with very short corridor segments that are now 
being served to be discounted. Points were awarded on the basis of their overall rank, 
with the most productive corridor (Corridor 6 ï SR-99) receiving the maximum number of 
points.  Corridors without significant transit services were awarded no points. 

Commute Corridors 

The five commute corridors are very diverse.  Three ï Corridor 1 (Interstate 5), Corridor 2 (I-
405), and Corridor 5 (SR-522) are freeway-oriented travel ways, that focus on major commute 
destinations in King County.  These are termed freeway corridors.  The most intensive services 
operating on these corridors are freeway BRT services. 

Meanwhile, corridor 3 (US-2) links Monroe with Everett while providing important transit linkages 
for people living in the vicinity of Lake Stevens and Snohomish.  Because of floodplains, much 
of the distance this corridor travels will most probably never be developed.  Finally, Corridor 4 
(SR-9) travels through agricultural and low density residential neighborhoods that are outside 
Community Transitôs adopted PTBA.   

The analysis of the commute corridors incorporates the same set of evaluation criteria as the 
arterial corridors, only with different weights applied.  Less emphasis has been placed on 
population density and trip generation capacity within the corridor, assigning a maximum of five 
points instead of eleven.  Similarly, existing patronage was assigned a maximum of five points. 

Given their importance to commuter operation, consideration was given to increasing the 
relative value of park-and-ride facilities.  However, this would have penalized corridors 3 and 4, 
which also have a local service orientation with park and ride retaining the same weight as used 
in the analysis of arterial corridors.. 
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4.  Corridor Summary  

 

This chapter provides a detailed review and evaluation of each transit emphasis corridor.  In 
doing this it provides a great deal of quantitative information, supplemented by a summary of 
current conditions within each corridor, likely future changes, issues, and recommendations for 
Community Transit and partner jurisdictions.  Because of their different natures, the statistical 
summaries for commute corridors varies somewhat from arterial corridors. 

Travel demand, population, and employment information was drawn from 2005 population 
estimates and PSRCôs 2030 travel demand forecast.  The same information is provided for both 
commute corridors and arterial corridors.  Following is a summary explanation of the information 
presented in each routeôs data tables. 

 

 

The next section projects resource needs ï revenue hours and peak vehicles ï for three 
different levels of service and then estimates the number of passengers per revenue hour that 
would be realized for various mode split assumptions.  The levels of service were designed to 
generally correspond with service categories that were identified in Technical Memorandum #2 
and differ for commute and arterial corridors.  Figure 9 below summarizes the service 
assumptions employed for the resource estimation.  
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Population 73,577 3.9 114,207 6.1

Employment 39,072 2.1 66,603 3.6
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Total Productions 400,633 18,809 614,940 28,870

Internal Productions 154,715 7,264 264,401 12,413

External Productions 245,918 11,545 350,539 16,457

Home Based Work 58,351 2,739 87,402 4,103

HBW Productions  

Rank Among Corridors

21.3

67

22

2005 2030

6.0 9.6

2005 2030
Population and employment within ½ mile each 
side of the corridor.  Freeway corridors include 
the entire freeway segment, not just 
neighborhoods surrounding pickup points. 

 

The sum of the population and employment 
divided by the number of acres contained within 
the ½ mile corridor. 

 

Number of trips generated in analysis zones that 
the corridor passes through that go to zones 
along the corridor (PSRC Data). 

 

Number of productions that stay within the 
analysis zone. 

 

Number of productions that leave the analysis 
zone. 

 

Number of home based work trips that go to 
zones along the corridor. 
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Ridership Projections 

Community Transit has three different types of corridor ï Freeway Commute, Highway 
Commute, and Arterial ï each with three different levels of service provided for planning 
purposes.  Figure 9 summarizes the levels of service assumed for each type of corridor and 
level of service. 

Figure 9 Corridor Service Assumptions 

 Commute Corridors 

Arterial Corridors 
 Freeway Commute 

Corridors 
Highway Commute 

Corridors 

High Freeway BRT Service 
Operates all day ï 7 
days a week 
Headways 

10 minutes 
commute hours 

30 minutes middays 

Intense commuter 
service 
Operates all day ï 7 
days a week 
Headways 

10 minutes 
commute hours 

30 minutes middays 

BRT Service 
Span 4:30 a.m. ï 2:00 
a.m. 
Includes weekend 
service 
Headway 

10 minute 
weekday 
20 minute other 
times 

Medium Moderate freeway 
service 
Commute hours 
service only 
10 minute headway 

Moderate freeway 
service 
Commute hours service 
only 
10 minute headway 

Arterial Service 
Span 4:30 a.m. ï 
11:00 p.m. 
 Headway 

15 minute 
weekday 
20-60 minute other 
times 

Low Low level freeway 
service 
Commute hours 
service only 
30 minute headway 

Low level freeway 
service 
Commute hours service 
only 
30 minute headway 

Local Service 
Span 6:00 a.m. ï 
10:00 p.m. 
 Headway 

30 minute 
weekday 
30-60 minute other 
times 

 

The next graphic relies on two concepts that are widely used to evaluate the effectiveness of 
transit serves. 

 The productivity of a transit service is generally expressed in terms of the number of 
passengers carried during each hour of service.  If a route picks up 1,000 passengers 
per day and the total number of service hours operated each day is 50, then it carries 20 
passengers per hour.  If service hours increase, as in the case of BRT services, the 
route must carry more passengers, in proportion to the service increase, just to maintain 
productivity levels. 

 Mode split is the percentage of total trips within a corridor that are accomplished by 
transit. Thus, if there are 50,000 daily productions in a corridor and 1,000 of those utilize 
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transit, then transitôs mode split is 2%.  Transit service levels have a major effect on 
mode split.  As service becomes more frequent and faster relative to autos, mode split 
tends to increase.  However, many other factors affect mode split. Some of the most 
significant are discussed in Chapter 3.  Without knowing whether the infrastructure along 
a corridor will be transit supportive it is not possible to predict mode split. 

For this analysis, service productivities were calculated for a variety of possible mode splits.  If 
mode split increases, then transit productivities will also increase.  As noted above, transit 
ridership depends upon the amount of service provided and the urban forms served.  Service 
design then becomes a process of finding a ósweet spotô that maximizes mode split without 
unduly affecting productivity. 

The next table estimates the productivity that will be realized if various service levels and mode 
splits are achieved.  Again, three alternative service levels ï BRT, Arterial, and Local ï are 
analyzed.  Five different mode splits are also considered.  In the example below, if BRT levels of 
service were operated, and the route (arterial corridor services) achieved a 3% mode split, it 
would carry about 40 passengers per revenue hour of service.  If it only achieved a 2% mode 
split, it would carry 27 passengers per hour. 

 

The cell shaded in light blue represent the combination of mode split generally assumed in 
regional modeling projections combined with the service level that meets Community Transitôs 
adopted guidelines.  In the example above, the 40 passengers per hour is roughly the 
productivity in the existing corridor, equating to a3% mode split.  That mode split can be 
expected to increase in coming years, likely increasing overall productivities. 

Slightly different trip generation methodologies were employed for commuter and arterial 
corridors.  While all were based upon the number of productions within the corridor, as 
estimated by PSRC, commute corridors only considered the number of home-based work 
productions while arterial corridors considered total productions.    

Current Services Operating in the Corridor

Portion of Corridor Served

Type of Service

Weekday Revenue Hours

Comments

2030 Service Projection

BRT Arterial Local

21 12 7

100,000 62,000 34,000

Increased Hours 71,000 33,000 5,000

Planned 2030 Service Level

BRT Arterial Local

35+ 20 10

0.5% 7 11 20

1% 13 22 39

2% 27 43 79

3% 40 65 118

5% 67 108 197

Legend:

2030 Target Service Level & Mode Split

Swift BRT

Likely Productivity by Mode Split

Peak Vehicles Required

Alternative Levels of Service

Converted to BRT - Nov 2009

Entire Corridor

97

Arterial

Minimum Productivity

Annual Revenue Hours

Pass. per Rev Hour for Different Mode Splits 
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Commute Corridors 

Figure 10:Summary of Commute Corridor Evaluations  

 
*Refer to the corridor summaries for a description of each service. 

 
The five commute corridors are further divided into Freeway and Highway categories, reflecting 
the different nature of the facilities being served.  Three factors ï Community Transitôs operating 
partnership with Sound Transit, the extension of Link Light Rail to Lynnwood, and PTBA 
expansion ï will significantly influence the shape of these future changes. 

Sound Transit Operations:  Community Transit carefully coordinates its service offerings along 
the I-5 and I-405 corridors with Sound Transit.  Within the I-5 corridor, Sound Transitôs routes 
510, 511, and 513 combine to provide all-day services that link Everett, Lynnwood, and 
Mountlake Terrace with Downtown Seattle.  By serving a majority of the park-and-ride facilities 
within the corridor these routes provide timely connections for a majority of the county residents 
who work in Seattle.  Meanwhile, Community Transit supplements Sound Transit by offering 
community-based express routes that provide single seat rides from Snohomish County to both 
Downtown Seattle and the University of Washington.  This partnership has greatly improved the 
commute options for county residents and is a national model that demonstrates how transit 
operators are able to combine their efforts for the public good. 

Sound Transit is the major service provider along the Corridor 2 (I-405), providing services that 
link Everett and Lynnwood with Bothell and Bellevue.  Travel projections suggest this market will 
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2030 Service Level*

Park & Ride Lots
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Bike Access

Served by Transit

Transit Patron-age

Rank in 

Total 

Total 

Productions 

Fees for Parking

HOV or BAT Lanes

Collector System
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continue to grow over the next twenty years. Sound Transit has programmed additional 
resources that are intended to address this growth.  At the same time, Community Transit 
intends to coordinate with Sound Transit to ensure that local routes feed this regional corridor 
and that the I-405 Corridor is served by a mix of high quality services that provide freeway BRT 
service levels.  

Link Light Rail: The extension of Sound Transitôs Link Light Rail to Lynnwood, which is now 
planned for completion in 2023, will fundamentally alter the nature of service operating along 
Interstate 5 (Corridor 1) but will also have far-reaching impacts on all the commute corridors.  To 
adapt, Community Transit services will be adjusted to feed Sound Transit, eliminating express 
services into the Seattle area.   

The Lynnwood and Mountlake Terrace stations will become the foci for feeder routes 
transporting commuters from surrounding.  Local routes will link surrounding neighborhoods 
with these two stations.  Coordinated fares and marketing will make service offerings more 
seamless for customers. 

At the same time services that originate in other parts of the county ï Stanwood, Arlington, 
Everett, Snohomish, Lake Stevens, etc. ï will be connected to Link via a network of in-county 
express routes.  While providing convenient connections to Link, they will also provide express 
service to major employers in Everett and Lynnwood.   

Expansion of the PTBA:  While Community Transitôs boundary generally conforms to the 
countyôs urbanized neighborhoods, significant growth is occurring in neighborhoods outside the 
PTBA boundary, especially along the SR-9 Corridor (Corridor 4).  Community Transit will 
continue to monitor development trends in these area while working with local jurisdictions to 
provide for transit-oriented development practices along SR-9.  While this plan anticipates the 
operation of commute hour express services along SR-9, this will depend upon the inclusion of 
this area in the service area. 

Figure 11: Planned Changes in Commute Corridors 

 Name Summary of Planned Changes 

1 Interstate 5  Continue current service model until Link Light Rail completed 

 After Link operates north to Lynnwood 
o Local feeders from nearby communities to Lynnwood and 

Mountlake Terrace Link stations 
o Express feeders from Stanwood, Arlington, Snohomish, and 

Everett to Link stations 
o Eliminate  express bus service from Snohomish County to 

Downtown Seattle and University of Washington 

2 Interstate 405 Feed and supplement Sound Transitôs primary network of express 
services operating in the I-405 Corridor 

3 US Highway 2  Continue 30-minute service operating between Everett and 
Monroe, with hourly service to Sultan and Gold Bar 

 As demand warrants, provide 15-minute commute hour service 

 Coordinate with Monroe and Snohomish to gain transit priority 
treatments that improve the travel time competitiveness of 
transit services 

4 State Route 9  Coordinate with local communities to assess the appropriate 
time to expand the PTBA to include the SR-9 Corridor in the 
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PTBA 

 When demand warrants, provide commute hour express 
services linking Arlington and Bothell, with intermediate stops 
along the corridor 

 Work with Snohomish County to secure future park-and-ride 
capacity along the corridor 

5 State Route 522  As demand warrants, expand commute hour services operating 
along the SR-522 corridor 
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Productions list only Home-Based Work Travel 

 
Summary of Findings and 
Recommendations ï Productive corridor that 
will provide an effective basis for future Link 
Light Rail services 

 Continue current service model until Link 
Light Rail completed 

 In 2023, when Link Light Rail service 
begins operation to Lynnwood: 
o Operate local feeders from nearby 

communities to Lynnwood and 
Mountlake Terrace Link stations 

o Redirect express services from 
Stanwood, Arlington, Snohomish, and 
Everett to Link stations to feed Link 

o Eliminate express bus service from 
Snohomish County to Downtown 
Seattle and University of Washington 
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Total Productions 400,633 18,809 614,940 28,870

Internal Productions 154,715 7,264 264,401 12,413

External Productions 245,918 11,545 350,539 16,457

Home Based Work 58,351 2,739 87,402 4,103

HBW Productions  

Rank Among Corridors

21.3

67

22

2005 2030

6.0 9.6

2005 2030

 

Corridor 1 ï Freeway Corridor 

Interstate 5 ï King County to Smokey Point 

I-5 from the King County line to the Smokey Point exit 

 

 

Current Conditions 

Interstate 5 runs north and south through Snohomish County providing the primary link between 
Skagit County, Arlington, Marysville, Everett, Lynnwood, Edmonds, Mountlake Terrace and King 
County. Community Transit operates regionally significant commuter bus service on I-5 carrying 
nearly 40% of all Snohomish County workers who commute to jobs in downtown Seattle. It has 
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been estimated that I-5 would need to be doubled in width in order to accommodate all of the 
commute trips carried by bus, vanpool, and carpools if all transit riders switched to single 
occupant vehicles.  

In addition to the King County commuter market, I-5 provides an important inter-city transit 
linkage within Snohomish County. Community Transit operates frequent local service on I-5 
connecting Marysville, Everett and Lynnwood as well as in-county commuter service from north 
Snohomish County to the Everett Boeing plant.  

Important factors in the success of I-5 as a transit emphasis corridor include HOV lanes, queue 
jumps and direct access ramps that improve bus speed and schedule reliability as compared 
with general purpose traffic.  

While it is an extraordinarily effective transit emphasis corridor, diluted HOV requirements (2+ 
as compared with 3+), incomplete HOV network (north of SR-2 and south of Northgate) and 
lack of direct HOV access at key interchanges reduce the current performance of transit in this 
corridor. Close proximity of major Park & Rides and transit centers with parking and intersecting 
transit service also contribute to the high transit mode split in this corridor. Other important 
factors in I-5 transit performance include market and TDM factors such as the high cost of 
parking in King County and programs such as FlexPass whereby employers subsidize their 
employeesô transit fare. 

Likely Future Changes 

 ̧ WSDOT will improve access to and from Interstate 5 at State Route 531 (172nd Street 
NE) by building a new two lane loop ramp, adding turn lanes and widening existing 
ramps. 

 ̧ The only other programmed change in this corridor is ongoing pavement reconstruction. 

 ̧ In 2010, Sound Transit will complete an in-line freeway station at I-5 and 236th St SW 
adjacent to Mountlake Terrace Park & Ride. The new station, located in the I-5 median, 
will connect to Community Transitôs Mountlake Terrace Park & Ride garage via a 
covered pedestrian bridge. When complete, Sound Transit anticipates serving the new 
facility with routes 510 and 511. 

 ̧ Sound Transit plans to complete the extension of Link light rail service from the 
University of Washington to Lynnwood in 2023.  It will operate along a corridor that 
closely parallels Interstate 5 with stations planned at Northgate, 145th St in Shoreline, 
Mountlake Terrace and Lynnwood. 

 ̧ While Sound Transitôs implementation plans have not been finalized, this plan assumes 
that, with the opening of light rail service, Sound Transit regional express services in the 
I-5 corridor will be discontinued.  This means that responsibility for the operation of 
express bus service in this corridor will entirely shift to Community Transit. 

Issues 

 ̧ Many Park & Ride lots along this corridor are filled to capacity.  Most have limited 
capacity for expansion. Projected growth in transit ridership will need to be 
accommodated by other means. 
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 ̧ Corridor congestion along the HOV/Express lanes has the potential to limit transitôs 
travel time advantage.  During commute hours Link may provide significantly faster 
travel times than the I-5 freeway. 

 ̧ Coordination of I-5 express bus services with the future expansion of Link Light Rail to 
Northgate, Mountlake Park, and Lynnwood will pose a continuing challenge.  It may be 
appropriate to truncate some existing services into King County at a Link station. 

Recommendations  

1.  The I-5 corridor is projected to remain the most significant commute corridor linking 
Snohomish and King counties.  Over time, increasing congestion and the initiation of light rail 
service to Lynnwood will fundamentally change the character of demand that Community 
Transit is experiencing.  Local services will need to feed both express bus services and light rail.  
This imperative will be strengthened by Community Transitôs strategic redirection of commuter 
services into a corridor orientation.  As local service ótailsô are removed from express routes, 
local feeders will need to provide reliable connections to the corridor-based regional express 
services.   

2.  Once station locations for light rail service are identified, Community Transit will need to 
begin planning efforts to reorient local services so they feed light rail while continuing their roles 
of providing convenient local transportation and feeding commuter bus services.  Local 
jurisdictions are keenly aware of the challenges this effort will pose.  Community Transit is 
closely working with Lynnwood on the cityôs Downtown Plan.  Both recognize that further 
expansion of the Lynnwood Park & Ride may be unaffordable and are committed to utilizing 
local transit services as an effective alternative.  These efforts should continue and be 
expanded as other communities update their comprehensive plans.  Chapter 5 outlines a set of 
service expansion priorities that include the gradual expansion of local services, many of which 
will function as feeder routes to Link. 

3.  At least for the next twenty years many population centers will not have access to Link.  
Residents in Everett, and other communities to the north and west will need to travel to 
Lynnwood in order to access Link.  Community Transit will facilitate these trips by offering a 
network of limited stop express routes that provide fast and convenient feeder services.  Four 
routes are planned, each with only one or two intermediate stops. 

Arlington ï Everett to Lynnwood 
Stanwood ï Marysville ï Everett to Lynnwood ï Both the Stanwood and Arlington routes 
will operate all day, seven days a week.  These will provide a spine of services linking 
communities along the I-5 corridor. 
Lake Stevens ï South Everett P&R to Lynnwood 
Snohomish ï Ash Way P&R to Lynnwood 

The resource commitments associated with these services will be more fully outlined in 
Technical Memorandum 4.   

4.  Community Transit should work with each of the jurisdictions to ensure that future 
construction around access points to the I-5 corridor services emphasizes high density mixed 
use developments.  These are points where people will have all day convenient walk access to 
high quality commuter services.  The following locations are priorities: 
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 Mountlake Terrace Park & Ride ï I-5 at 236th St. SW 

 Lynnwood Transit Center ï Downtown Lynnwood 

 Everett Station 

 South Everett ï I-5 at 128th St. SE 

 Downtown Marysville 

  



L o n g  R a n g e  P l a n   T r a n s i t  E m p h a s i s  C o r r i d o r s  

C O M M U N I T Y  T R A N S I T   
 

Page 26   Nelson \Nygaard Consulting Associates Inc.  

 

 
Productions list only Home-Based Work Travel 

 
Summary of Findings and Recommendations ï 
This is a productive and growing freeway corridor 
that will demonstrate growing demands for regional 
express bus services.  Community Transit 
anticipates that Sound Transit will continue to be 
the primary operator in this corridor.  Community 
Transit services will feed and supplement Sound 
Transitôs network of express services. 
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Corridor 2 ï Freeway Corridor 

Interstate 405 / State Route 525 ï King County to 
Mukilteo  

I-405 from the King County line to I-5, then continuing on SR-525 to the Mukilteo Ferry Dock 

Current Conditions 

In the southern portion of Snohomish County, I-405 branches from I-5 to the east. This freeway 
serves southbound travelers destined for Bothell, Kirkland, Redmond, Bellevue and Renton. It 
also serves northbound commuters traveling to Lynnwood and Everett.  

I-405, like I-5, is a limited access facility with high speeds, with neither pedestrian nor bicycle 
facilities, and no access to surrounding land uses except at interchanges. Community Transit 
operates limited commuter service on I-405 with one route to Redmond/Overlake and another 
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connecting the US-2/SR-522 corridor with downtown Seattle via I-405. Sound Transit operates 
two express routes along the corridor providing weekday peak-period service between Everett 
and Bellevue and weekday and weekend all day service between Lynnwood and Bellevue. 

The I-405 Corridor continues along SR-525 to Downtown Mukilteo, ending at the ferry terminal.  
This portion of the corridor includes Mukilteo and the Clinton ferry from Whidbey Island with 
Boeing, Snohomish County Airport Paine Field, SR 99, and finally I-5. As a Designated 
Regional Manufacturing and Industrial Center, Paine Field is a focus of regional employment 
growth and will likely have a substantial impact on the SR-525 corridor and the need for future 
transit improvements.  

Currently, there are limited services and retail development  but high employment in this portion 
of the corridor. Mukilteo and the ferry auto traffic (around 6,000 cars per day in both directions, 
combined with residential trip generation to shopping on SR-99 and in Lynnwood, create 
considerable travel demand 

I-405 also serves a significant Snohomish County vanpool market with many vans traveling to 
major east-side employment sites. This reflects its role as a regional link between major growth 
and manufacturing centers. The facility functions well for commuter transit service with complete 
HOV lanes and adjacent Park & Ride/flyer stop facilities. Transitôs ability to attract additional 
ridership and provide a competitive alternative to SOV travel is closely tied to the efficiency of 
the HOV system. Additional direct-access ramps and effective management of HOV throughput 
are critical to future transit performance.  

Likely Future Changes 

The I-405 Corridor Program, which was adopted in 2002, provides a master plan for 
improvements along the corridor.  It includes: 

 ̧ The addition of up to 2 lanes in each direction along the freeway; 

 ̧ Development of a Sound Transit freeway Bus Rapid Transit line with stations along the 
corridor and expanded transit centers; 

 ̧ The creation of 1,700 new vanpools; 

 ̧ Increasing transit service by up to 50%; 

 ̧ Construction of 5,000 new Park & Ride spaces; 

 ̧ Creation of eight new pedestrian/bicycle crossings over I-405; and, 

 ̧ Implementation of advanced technologies for managing traffic. 

 ̧ Limited roadside safety improvements are planned for SR-525, which are scheduled to 
begin construction in 2010. 

Since the planôs adoption, the strategy has been to fund groups of projects that directly address 
the worst congestion chokepoints first, coordinating all transportation modes into a working 
system. With the 2003 Nickel and 2005 Transportation Partnership Account, the state has 
invested nearly $1.5 billion into the corridor. At this date, one of three Nickel-funded projects is 
complete (Kirkland Nickel Stage 1) and two are under construction (South Bellevue Widening 
and Renton Stage 1 - Widening). Of the TPA-funded projects, one is under construction (NE 
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10th Street Bridge-Stage 2) and two are in the design stage (Renton Stage 2 - Widening and 
NE 8th Street to SR 520 Improvement project). 

Issues 

The I-405 transit emphasis corridor shares many potential issues with I-5.  Both are congested 
roadways that link suburban residential development with major urban centers.  With population 
growth, both are experiencing major congestion.  A major difference is that, while light rail will 
provide commute alternatives in the I-5 corridor, I-405 will remain a freeway corridor.  Other 
issues unique to I-405 include: 

 ̧ Many Park & Ride lots along this corridor are filled to capacity.  Most have limited 
capacity for expansion. Projected growth in transit ridership will need to be 
accommodated by other means.  Swamp Creek Park & Ride, at SR-525 and 164th St, 
does have significant unused capacity.  At one time, transit had direct access to this 
facility from SR-525 via a flyer stop and pedestrian stairway.  With improvement of SR-
525 in the late 1990s, this access was eliminated, dramatically reducing the 
effectiveness of the park & ride facility.  Restoration of the flyer stop and pedestrian 
access to Swamp Creek Park & Ride would not only add needed parking capacity for 
this corridor, but would also establish a key transfer opportunity between bus service on 
SR-525 and 164th St. 

 ̧ Corridor congestion along the HOV/Express lanes has the potential to limit transitôs 
travel time advantage.  Also, design of future express toll/HOT lanes on I-405 could 
place limitations on transitôs ability to access these facilities. 

 ̧ The street network in and around Mukilteo is not well developed.  There are few areas of 
complete grid network and an abundance of cull de sacs, dead end streets, and loops. 
This limits pedestrian, bicycle travel and bus circulation, making transit usage difficult, 
and time consuming. There are few alternative through routes, from Mukilteo, past Paine 
Field leading to the regional system, making 525 subject to congestion.  

 ̧ Mukilteo and the Washington State Ferries are jointly seeking funding for a new parking 
facility near the ferry dock.  The Mukilteo Multi-Modal Ferry Terminal project will 
integrate ferry, rail, and bus transportation on the Mukilteo waterfront. It will relocate the 
ferry terminal, add an access road, vehicle holding for 260 vehicles and another ferry 
slip, build a terminal building and overhead loading facilities with a connection to a new 
Sound Transit commuter rail station, and build a bus transit center with pick-up/drop-off 
area. This project is not fully funded at this time. 

Recommendations 

1.  While a significant commute corridor today, I-405ôs importance is expected to become 
greater in the future.  At the same time, it will remain a challenging transit environment.  The 
character of Eastern King County, with dispersed employment patterns and abundant free 
parking, is very different from the major commute destinations.  Accordingly, both Community 
Transit and Sound Transit will be challenged meeting the demands for alternatives to single-
occupant auto commutes.  Both vanpools and ridesharing will likely command a larger portion of 
the travel market than along the I-5 corridor, while commuter bus services will need to be 
carefully designed in order to capture significant market support.  As with the I-5 Corridor, local 
services will need to feed commuter bus services, many of which will be operated by Sound 
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Transit.  Specific services and the appropriate operating agency will be decided jointly with 
Sound Transit.   
 
2.  Market projections suggest that the I-405 corridor encompassing Kirkland/Bellevue areas will 
continue to attract more Snohomish County residents than areas in and around Redmond and 
Woodinville but Community Transit should continue to carefully monitor employment trends in 
order to effectively serve this intercounty market.   
 
3.  Additionally, Community Transit should work with each of the jurisdictions to ensure that 
future construction around access points to the I-405 corridor emphasizes high density mixed 
use developments.  The following locations are priorities: 
 

 ̧ Canyon Park & Ride Lot ï I-405 at SR-527 
 ̧ Swamp Creek Park-and Ride Lot ï SR-525 at 164th Street 
 ̧ SR-525 at SR-99 (interchange with Swift BRT) 
 ̧ Downtown Mukilteo 

 
4.  WSDOT has convened a task force of elected officials and technical staff to study and make 
recommendations on the future express toll/HOT lane configuration for I-405/SR-167.  
Community Transit should remain engaged in this process and advocate for a design that 
functions well for transit access, speed and reliability. 
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Corridor 3 ï Highway Corridor   

US Highway 2 
ï Everett to 
Monroe 

US-2 from the 
intersection with N Lewis 
Road, 92nd Street SE, 
2nd St (Snohomish), 
Bickford Ave, onto 
Pacific Ave, ending at 
Everett Station. 

 

 

 

 

 

 

Summary of Findings 
and Recommendations ï The US-2 
Corridor provides an important link, 
permitting travel between Eastern 
Snohomish County and Everett.  Given 
the landforms along the corridor it may 
never achieve high productivity levels 
but it provides an important community 
function.  Actions that will facilitate that 
role include: 

 Continue 30-minute service 
operating between Everett and 
Monroe, with hourly service to 
Sultan and Gold Bar 

 As demand warrants, provide 15-
minute commute hour service 

 Coordinate with Monroe and 
Snohomish to gain transit priority 
treatments that improve the travel 
time competitiveness of transit 
services. 
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Land Use Characteristics 

This east-west corridor links the cities of Everett, Snohomish, Monroe, Sultan and Gold Bar. The 
highway continues east over Stevens Pass to Leavenworth a major tourist destination and 
Wenatchee in the heart of Washingtonôs agricultural lands.  

There are significant daily and seasonal fluctuations in the traffic on this highway with the 
western sections experiencing peak-period commute congestion and the eastern portions being 
more heavily impacted by weekend and holiday recreation traffic. Much of this corridor is 
undeveloped open space and agricultural land between relatively compact older cities.  

In keeping with the regional growth strategy, Community Transit identified the western portion of 
US 2 from Monroe to Everett as a transit emphasis corridor. While there is a substantial level of 
transit service further east extending to Sultan and Gold Bar, the priority for future development 
and transit investment will be on the Monroe-Snohomish-Everett segments.  

Transit markets in the US 2 corridor will benefit from higher-density development in the core 
areas of Monroe and Snohomish. Mixed-use developments such as that planned for Bickford 
Avenue in Snohomish are important steps in this direction. It should be noted that plans for 
construction of a US 2 bypass in Monroe will not necessarily result in new routing for transit. 
Similarly, the transit emphasis corridor through Snohomish anticipates utilizing city streets. 

The priority for bus service will be serving the higher-density development along primary 
commercial corridors.  

Likely Future Changes 

 ̧ WSDOT recently completed a route development plan for safety and capacity 
improvements on the corridor from Snohomish to Skykomish.  While most improvements 
are programmed for road segments east of Monroe, some rumble strips and other safety 
improvements will be constructed in the corridor.  WSDOT is also beginning a route 
development planning effort for the segment of US 2 between Snohomish and Everett, 
including the trestle.  A key focus of this effort is likely to be preservation and 
enhancement of the westbound lanes in a limited funding environment.  Transit priority 
treatment or active traffic management could be an element of this plan. 

 ̧ The North Kelsey Planned Development Area in Monroe will accommodate a mixed use 
shopping district.  The city intends for this area to be transit supportive and hopes it will 
be well served by public transportation. 

 ̧ Snohomish sees continuing growth along Bickford Avenue.  No transit priority measures 
are planned but the city has 100 feet of right-of-way throughout most of the corridor. 

Issues 

 ̧ As these areas continue to grow, maintaining transit speed and reliability through 
designation of HOV facilities will become important for continued transit market 
development.  

 ̧ The US 2 trestle across the Snohomish River estuary to Everett carries traffic from both 
the Monroe/Snohomish area as well as Granite Falls and Lake Stevens and 20th St SE. 
This section of US 2 is a critical regional transportation link and experiences high levels 
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of peak-period congestion. Transitôs effectiveness on this segment would be greatly 
enhanced through provision of HOV facilities. 

 ̧ Gold Bar and Monroe both noted that local residents tend to travel much more towards 
Bothell and Eastern King County than towards Everett.  This transit emphasis corridor 
will not address those travel patterns. 

 ̧ The Monroe Park & Ride Lot is viewed as being prone to vandalism. 

 ̧ The intersection of SR-9 and US-2 has been identified as the potential location for an 
urban village and Park & Ride facility.  This is not along the US-2 Transit Emphasis 
Corridor (but is served by the SR-9 corridor). 

Recommendations 

1.  This long corridor will continue to provide residents living in the eastern parts of the PTBA 
with a transportation linkage to Everett.  While, as a group, the three routes operating along the 
US 2 corridor meet the minimum guideline of 15 passengers per revenue hour, both Route 271 
and 275 fall below this threshold.  However, they have demonstrated ridership growth that can 
be expected to continue as Monroe and Snohomish grow and should provide an acceptable 
base of local services operating along the corridor. 

2.  More problematic is whether a sufficient commute market will exist within the planning 
horizon to support commuter routes that would supplement local services.  Route 424, which 
links Snohomish and Monroe with Downtown Seattle, is among the least productive inter-county 
commuter routes and no dedicated commuter service links Monroe with Everett.  In part, this is 
because existing services have few stops along long stretches of US 2, providing little time 
advantage to a dedicated óexpressô route.  While some service simplification may be 
appropriate, the current services offer an effective model for the US 2 corridor and should be 
continued. 

3.  Given the extremely low densities along most of this corridor, the provision of adequate park 
& ride capacity will remain a priority.  The cities of Monroe, Lake Stevens, and Snohomish are 
all pursuing park & ride projects along the US 2 Corridor.  In order to attract a significant 
commuter market, local services operating along the corridor will need to be direct and timely.  
Time consuming deviations, especially in Snohomish, would reduce transitôs ability to serve as a 
commute alternative.  As much as is feasible, any new park & ride facilities should be located 
along US 2. 
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Corridor 4 ï Highway Corridor 

State Route 9 ï King County to Arlington 

SR-9 from the King County Line to Division Street in Arlington 

Summary of Findings and Recommendations ï Because 
it is not fully developed, and is outside the PTBA for most of 
its length, the SR-9 corridor would prove a challenging 
environment today.  This may change as development 
continues and the PTBA expands. 

 Community Transit should coordinate with local 
communities to assess the appropriate time to expand 
the PTBA to include the SR-9 Corridor in the PTBA 

 When demand warrants, initiate lower level commute 
hour express services linking Arlington and Bothell, with 
intermediate stops along the corridor.  As demand 
warrants, these services can be expanded. 

 Work with Snohomish County to secure future park-and-
ride capacity along the corridor 

 

 

 

 

 

 



L o n g  R a n g e  P l a n   T r a n s i t  E m p h a s i s  C o r r i d o r s  

C O M M U N I T Y  T R A N S I T   
 

Page 34   Nelson \Nygaard Consulting Associates Inc.  

Current Conditions 

State Route 9 is a rural arterial with growing travel demand located east of I-5. SR-9 runs north 
and south linking Arlington in the far north with Marysville, Lake Stevens, Snohomish, the 
unincorporated Cathcart/Maltby area, and SR-522, I-405 and connected commuter destinations 
in King County. SR-9 is increasingly seen as an alternate route to I-5.  

Undeveloped land surrounds the northern communities while low-density development fills 
much of the southern corridor. Maltby and Cathcart are not currently part of the Snohomish 
County Public Transportation Benefit Area (PTBA) but are approaching a sufficient retail base to 
provide funding for regular transit service. These communities are destinations and have 
substantial residential development.  

There are no major employers and little development in much of the corridor. Bothell is a natural 
terminus with connections into Bellevue, Renton and other King County employment centers.  

Likely Future Changes 

 ̧ WSDOT is currently facilitating a Route Development Planning effort for SR-9 with 
participation from cities, Snohomish County and Community Transit. 

 ̧ 212th SE to 176th SE - This project involves doubling the number of through lanes on 
SR 9 and providing additional turn lanes at major intersections. It will also add a raised 
median to separate oncoming traffic and limit access points for turning drivers. These 
improvements are intended to provide better driving conditions and improve safety on 
the highway. Completion date 2013. 

 ̧ 176th Street to Marsh Road ï This project will widen SR 9 from two to four lanes 
between SR 96 and Marsh Road. In the process, four intersections will be upgraded by 
adding turn lanes, lights, curbs and gutters. Completion date Summer 2010 

 ̧ Lundeen Parkway to SR 92 ï This project will widen SR 9 from Lundeen Parkway to SR 
92 from two lanes to four. It will also add right-turn lanes in both directions at two 
intersections, upgrade the traffic signals at three intersections and improve lighting. 
Completion date Fall 2012 

 ̧ The county is considering future uses for a large parcel near the intersection of Cathcart 
Way and SR-9.  It may be appropriate for a park & ride facility. 

 ̧ Lake Stevens plans to redevelop the area surrounding the intersection of SR-9 and SR-
20th Street into a commercial district. 

 ̧ A proposed rezone from residential to commercial for a 50 acre parcel in the vicinity of 
SR-9 and 20th St. SE is moving forward. 

 ̧ If the intersection of SR-9 and SR-92 is upgraded to include construction of a street on 
the west side of the intersection, this location will likely become the focus of future 
commercial development. 

 ̧ The intersection of SR-9 and US-2 has been identified as the potential location for an 
urban village and park & ride facility. 
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Issues 

 ̧ In its current form, SR-9 does not have the potential to support effective public 
transportation services.  Its future potential will be largely determined by the nature and 
form the future developments assume.  To be successful on SR-9, transit will require: 

ï Higher-density development or park & rides 

ï Well-designed pedestrian and bike access to bus stops and transit facilities 

ï The ability for buses to stop on SR-9 without time-consuming deviation on local 
streets 

ï Transit-priority lane treatments for speed and reliability. 

 ̧ Most of SR-9 is located outside Community Transitôs PTBA boundary. 

 ̧ Improvements in the auto carrying capacity of SR-9 without provisions to make transit 
competitive will serve only to increase the auto-based character of the corridor and 
induce suburban sprawl.  Simply adding auto capacity may serve some short-term 
interests, but in the long term only contributes to a problem of greater magnitude with no 
reasonable alternatives.  It is also highly likely that such improvements will violate future 
state policies dealing with reduction of VMT per capita as a measure to reduce green 
house gas emissions. 

 ̧ Significant portions of the SR-9 Corridor are located in designated flood plains and 
cannot be developed. 

Recommendations 

1.  SR-9 will continue to pose challenges for Community Transit.  Most of the corridor is not 
transit supportive but communities along the corridor have consistently identified transit as a 
priority.  Still, of the sixteen corridors studied this received the lowest evaluation score. 

It may be that commuter services will prove feasible before productive local services can be 
established.  Travel demand projections suggest there will be an increasing commute market 
into Bothell and Eastern King County.  By 2030 this will constitute nearly 10,000 home based 
work trips each day.  A serious challenge is the dispersion of worksites.  Modeling suggests 
people commuting along SR-9 will be traveling to worksites in both the Overlake and 
Bellevue/Kirkland areas. 

2.  As it is able, Community Transit should begin working with local jurisdictions to secure future 
park & ride facilities.  The following locations may be appropriate for future park & ride lots 
served by SR-9 commuter services: 

 ̧ Arlington Park & Ride ï This existing facility may require expansion/relocation 

 ̧ The Marysville vicinity on SR-9 ï This would be a new facility 

 ̧ Lake Stevens Transit Center - This existing facility may require expansion/relocation 

 ̧ The intersection of 20th St and SR-9 ï This would be a new facility 

 ̧ Snohomish Park & Ride - This existing facility may require expansion/relocation 

 ̧ The intersection of Cathcart and SR-9 ï This would be a new facility 
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At the ólowô level of service, a commuter route that gathers 75% of its patrons from park & ride 
operations, would demand about 90 park & ride stalls along its length to be productive.  
Facilities serving multiple routes, or routes operating at higher service levels, would need to be 
significantly larger. Travel demand projections suggest the largest number would originate in 
Lake Stevens area, followed by Arlington.  Neighborhoods near Snohomish and Clearview 
(Cathcart) would have lower demand levels. 

3.  Community Transit should continue to coordinate with WSDOT and local jurisdictions to 
pursue implementation of the mobility, safety and capacity improvements identified in the SR-9 
Route Development Plan.  It is particularly important for transit to be involved in the design 
process for these projects to ensure that transit access and transit priority are addressed. 

4.  Community Transit and local communities should continue to evaluate the feasibility and 
timing for annexation of the remainder of SR-9 into the PTBA.  Annexation into the PTBA is a 
prerequisite for significant future investment in transit service and facilities along the entire SR-9 
corridor.  This annexation should only proceed if transit priority is added to improvements being 
planned for the SR-9 corridor. 
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Corridor 5 ï Freeway Corridor   

State Route 
522 ï King 
County to 
Monroe  

SR-522 from the King 
County line to 164th 
Street, onto Main and 
Lewis, ending at North 
Lewis and US-2 

 

 

 
 
Summary of Findings 
and Recommendations ï SR-522 
will only support limited express 
services at this time.  As demand 
warrants, Community Transit should 
expand commute hour services 
operating along the SR-522 corridor.   

Current Conditions 

The SR-522 corridor is of particular 
importance to Monroe and Gold Bar.  
Both jurisdictions noted the significant 
volumes of traffic that use the corridor 
during commute hours resulting  in 
traffic congestion. While SR-522 
extends from its western terminus at 
I-5 near Downtown Seattle to an 
eastern terminus in Monroe, only the 
segment extending from Monroe to 
Bothell is included in this transit 
emphasis corridor.  Beginning at 
North Lewis Street and US-2 (one mile east of Monroe Park & Ride), it extends along W. Main 
Street and SR-522 to Bothell.  Depending upon its ultimate orientation, the corridor might end in 
downtown Bothell or at a nearby employment hub. 

Throughout its northern portion, SR-522 traverses rolling open-lands that are located outside 
the PTBA.  A mix of residential communities and significant employers are located in the 
south/western half.  Route 424 is the only Community Transit service operating in this corridor.  
Both King County Metro and Sound Transit operate significant services on the part of SR-522 in 
King County, but none of those services extends into Snohomish County. 
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Likely Future Changes 

Starting in spring 2011, WSDOT will widen SR 522 to four lanes between the Snohomish 
River and just south of the 179th Avenue SE overpass in Monroe, build a new bridge across 
the Snohomish River and construct a median to separate opposing lanes of traffic, reducing 
congestion and the likelihood of collisions.  As part of a separate project, they will build a new 
direct ramp from eastbound SR 522 to eastbound US 2.  This project is fully funded. 

WSDOT will replace the existing intersection at State Route 522 and Paradise Lake Road in 
Maltby, just north of Woodinville, with a new interchange alleviating a key bottleneck and 
improving safety.  This project is not yet funded. 

WSDOT will widen State Route 522 to four lanes north of Woodinville, complete the Fales/Echo 
Lake interchange, and make safety and environmental improvements between Paradise Lake 
Road in Maltby and the Snohomish River improving traffic flow and reducing commute times. 
This project is not yet funded. 

WSDOT will build a new flyover ramp to provide direct access from eastbound SR 522 to 
eastbound US 2 in Monroe. This will widen SR 522 to four lanes from just south of the 179th 
Avenue SE overpass to the US 2 interchange. It will also add an additional eastbound lane on 
US 2 from the SR 522 interchange to Chain Lake Road and an additional westbound lane on 
US 2 from the SR 522 interchange to Cascade View Drive. This project is not yet funded. 

Issues 

Most of SR-522 is located outside Community Transitôs public transit benefit area boundary. 

 ̧ Improvements in the auto carrying capacity of SR-522 without provisions to make transit 
competitive will serve only to increase the auto-based character of the corridor and 
induce suburban sprawl.  Simply adding auto capacity may serve some short-term 
interests, but in the long term only contributes to a problem of greater magnitude with no 
reasonable alternatives.  It is also highly likely that such improvements will violate future 
state policies dealing with reduction of VMT per capita as a measure to reduce green 
house gas emissions. 

Recommendations 

1.  SR-522 has the potential to become a freeway corridor at a somewhat smaller scale than I-5 
and I-405 corridors.  By 2030 roughly 10,000 daily home-based work productions will be 
traveling from Monroe/Maltby to Eastern King County.   

At present, the only Community Transit route that utilizes this corridor is Route 424, which links 
Snohomish and Monroe with Downtown Seattle, with stops in Woodinville and Totem Lake.  
Carrying 20.5 passengers per revenue hour in 2008, equates to an approximate average 
maximum load of 28 passengers.  This is less than the desired level of service outlined in the 
service guidelines, which suggest 75% of seats should be filled on commuter trips.   

2.  A major obstacle that this corridor faces is that the only significant trip generator on the SR-
522 corridor within Snohomish County is Monroe.  Although a relatively strong generator, 
expected to produce more than 8,000 daily commute trips through the corridor by 2030, a 
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relatively high (about 8%) commute mode split would be needed to support frequent commute 
hour services.  Alternatively, expanded services might come in the form of the extension of 
existing Sound Transit services operating within the SR-522 corridor into Snohomish County.  
Travel demand forecasts suggest that Bellevue/Kirkland area attracts more commute trips than 
Redmond/Overlake, Bothell, or Seattle.   

3.  Community Transit should ensure that park & ride facilities, especially in Monroe, remain 
available to serve this market.   

4.  It is also recommended that expansions of service beyond those of today should only be 
provided if transit priority is added to improvements being planned for the SR-522 corridor.  
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Arterial Corridors 

 
Figure 12 Summary of Arterial Corridor Evaluations

 
 
 

Both development patterns and transit service levels along the eleven arterial corridors varies 
greatly.  These realities will impact the types of service and pace of service expansion within 
individual corridors.  Because all reflect the countyôs traditional suburban auto-oriented 
development patterns, they will support higher levels of transit as transit-oriented development 
practices take hold.   

It is impossible to tell how fast these practices will become apparent within individual corridors, a 
reality that limits the value of any service implementation timetable.  Experience in many 
communities demonstrates that compact and mixed-use pedestrian oriented development will 
foster higher levels of transit use than more dispersed auto-oriented practices.  Higher demand 
will allow Community Transit to operate more frequent service, which in turn will encourage 
even more people to ride.  Fostering this beneficial demand cycle is the purpose of this plan. 

Consistent with experience in other communities, this plan assumes that transitôs mode split can 
be increased to three percent when Swift BRT services operate along a corridor.  The mix of 
frequent services and high quality passenger facilities has a dramatic impact on peopleôs 
willingness to use public transportation.  Midway between local service and Swift BRT, arterial 
services are assumed to attract an approximate two percent mode split.  These are general 
estimates that are influenced by a variety of factors.  Accordingly, services will be designed to 
conform to the service guidelines outlined in Technical Memorandum 2. 
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Figure 13: Planned Changes in Arterial Corridors  

 Name Summary of Planned Changes 

6 SR-99 Swift BRT has already been established in this corridor 

 Plan for convenient transfer facilities where other services intersect  

 Work with King County Metro to ensure transfer connections to/from 
Rapid Ride 

 Encourage transit-oriented development patterns 

7 North 
Broadway/ 
State Ave 

Swift BRT service by 2030  

 Initiate high capacity transit in stages  

 Encourage transit-oriented developments  

8 SR-527 Swift BRT service within the next ten years  

 Carefully design and implement services that will feed future Swift 
BRT services. 

 Ensure that development and pedestrian connections focus on the 
corridor. 

 Provide safe and convenient transfer connections  

 Providing ólast mileô transportation services  

9 128th Street Swift BRT service by 2030.   

 Serve Everett Mall from this corridor. 

 Provide a park & ride lot at Cathcart and SR-9  

 Provide ólast mileô transportation services  

10 164th 
Street/196th 
Street (west) 

Swift BRT service by 2030   

 Pay attention to transfer connections. 

 Identify the best path for High Capacity Transit between 196th St and 
164th St. 

 Develop transit priority infrastructure  

11 196th Street 
(east) 

Arterial service by 2030. 

 Expand service gradually  

 Connect to/from Alderwood Mall  

12 SR-528 This is a local service corridor 

 Support transit-oriented development projects in Marysville and Lake 
Stevens.   

 Connections to regional commute services in Marysville  

13 228th Street 
SE 

Local service only 

 Future street improvements should accommodate transit  

14 35th Avenue Local service only 

 Identify a routing that links 35th Avenue with Downtown Bothell.   

 Integrate northern portion of corridor with activity generators and 
transit services 

15 20th Street 
NE 

Integrate Corridor 3 (US -2 Monroe to Everett) services with park & ride 
oriented services to begin Arterial service 

 Provide park & ride capacity at its eastern terminus.   

 Coordinate with other services at the Everett Station. 

 Advocate for transit priority measures as part of trestle improvements 

16 SR-531 Local service only 

 May be appropriate to extend this corridor across Interstate 5 to the 
Lakewood Triangle area.   

 Plan for transit oriented development  
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Total Productions 281,836 17,185 447,762 27,303

Internal Productions 161,028 9,819 266,669 16,260

External Productions 120,808 7,366 181,093 11,042

Home Based Work 27,335 1,667 42,632 2,600

Total Productions  

Rank Among Corridors

1 1

2005 2030

6 6

16.4

2005 2030

11.2 16.7

Current Services Operating in the Corridor

Portion of Corridor Served

Type of Service

Weekday Revenue Hours

Comments

2030 Service Projection

BRT Arterial Local

21 12 7

100,000 62,000 34,000

Increased Hours 71,000 33,000 5,000

Planned 2030 Service Level

BRT Arterial Local

35+ 20 10

0.5% 7 11 20

1% 13 22 39

2% 27 43 79

3% 40 65 118

5% 67 108 197

Legend:

2030 Target Service Level & Mode Split

Swift BRT

Likely Productivity by Mode Split

Peak Vehicles Required

Alternative Levels of Service

Converted to BRT - Nov 2009

Entire Corridor

97

Arterial

Minimum Productivity

Annual Revenue Hours

Pass. per Rev Hour for Different Mode Splits 

 

Corridor 6 SR-99 

State Route 99 ï King County to Everett   

Current Swift corridor on SR-99 from Aurora Village Transit Center to Everett Station  
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Summary of Findings and Recommendations ï The SR-99 Corridor is the most significant 
local travel corridor within the Community Transit System.  The first Swift BRT service began 
operation along the length of this corridor in November 2009.  Future challenges will likely 
revolve around the integration of other local and regional services with this existing service. 

 Plan for convenient transfer facilities where other services intersect this corridor. 

 Work with King County Metro to ensure transfer connections to/from Metroôs Rapid 
Ride is seamless. 

 Work with local jurisdictions to encourage transit-oriented development patterns are 
pursued throughout the corridor. 

Current Conditions 

This corridor provides a backbone to the local transit network in southwest Snohomish County. 
SR-99 is unique in the County with its combination of existing well-developed transit market, 
consistently high residential and employment densities, mixed uses, connectivity with 
Designated Regional Growth Centers and HOV/TSP facilities supportive of transit speed and 
reliability.  

Local and regional plans call for continued intensification of development in the corridor and 
further roadway improvements in support of transit. In light of the mature state of the SR-99 
corridor, Community Transit and Everett Transit are partnering to implement Swift BRT, the 
stateôs first bus rapid transit service, between Everett Station and Aurora Village Transit Center 
in 2009.  

King County Metro also plans to implement Rapid Ride BRT on the King County portion of SR-
99 between Aurora Village Transit Center and downtown Seattle. Important future 
improvements to SR-99 include completion of Transit Signal Priority in the City of Everett (2010) 
and completion of HOV/BAT lanes north of 148th St. SW to downtown Everett.  

Likely Future Changes 

 ̧ This already is a strong corridor that is likely to witness future increases in transit 
oriented development.   

 ̧ A major transit oriented development is planned at the intersection of SR-99 and 76th 
Ave. in Edmonds 

 ̧ At the southeast corner of 220th Street SW and SR-99, Edmonds expects a large mixed-
use project within the next 2-3 years.  A developer is in the process of assembling land 
for a project.  

 ̧ Throughout the length of this corridor, improvements are being installed that will speed 
travel for transit vehicles.  These improvements are detailed in Chapter 5 of this report. 

 ̧ Lynnwood is planning nodes of higher density development along the SR-99 Corridor to 
coincide with Swift stations.  This will allow mixed-use development of 3-5 stories 
building height. 

Snohomish County, Mukilteo and Everett are planning higher density mixed-use development 
around Swift stations in their respective jurisdictions. 
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Issues 

 ̧ At nearly 17 miles, SR-99 is one of the longest BRT corridors in the nation.  Maintaining 
transit speed and reliability highlights the importance of completing transit priority 
projects on SR-99. 

 ̧ Over time, the coordination of Swift services operating along the SR-99 Corridor with 
King County Metroôs Rapid Ride services will likely become an increasing issue. 

 ̧ The future routing for Link light rail service between Lynnwood and Everett has not been 
decided.  It has the potential to conflict with the SR-99 transit emphasis corridor. (While 
identified in Sound Transitôs long-range plan, this service extension was not included in 
the ST2 service expansion plan.   

Recommendations 

1.  Highway 99 will likely remain the backbone of Community Transitôs service network for the 
foreseeable future.  The nature of future development will be a key determinant of the systemôs 
future success.  The continued development of transit priority treatments and transit oriented 
development throughout the length of this corridor should remain organizational priorities.  

2.  As bus rapid transit matures, the SR-99 Corridor may be the first to experience a new set of 
challenges, all associated with success.  The first may be pressures to expand the number of 
stops so that new transit-friendly developments will be fully served.  Nationally, bus rapid transit 
is proving itself a viable alternative to auto travel for many trips.  As residents become keen to 
take advantage, developers will be looking for opportunities to take advantage of this trend.  The 
system should anticipate that almost irresistible pressures to expand the number of stops, even 
if it risks slowing service. 

3.  Considering comments that were made during the ridersô focus group session, Community 
Transit will also need to carefully design the transfer facilities where two BRT services intersect.  
Convenience and safety will both become important factors and a walk of several hundred feet, 
punctuated by traffic signals, wide pedestrian crossings, and vehicle conflicts, will not be well 
received by many customers. 

4.  The interface with King County Metro services at the southern end of the Community Transit 
corridor may be a focus of future public attention and comment.  As Metro moves forward with 
its own service planning for the Aurora Corridor, the two systems may benefit from publicizing 
their shared efforts to coordinate fare collection systems, hours of operation, and transfer 
connections. 

5.  The planned redevelopment of Evergreen Way within the City of Everett will have far-
reaching consequences on the SR-99 Corridor, especially its northern end.  Community Transit 
should continue to work with Everett in support of this effort. 

6.  Finally, the form of Lynnwoodôs Downtown Plan and its relationship to Link light rail services 
will greatly impact the future of the SR-99 Corridor.  Community Transit is well advised to 
continue its close cooperation with both Lynnwood and Sound Transit on these projects. 
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Internal Productions 99,911 7,806 157,013 12,267

External Productions 41,292 3,226 68,833 5,378

Home Based Work 12,593 984 20,783 1,624

Total Productions  

Rank Among Corridors

10 10

2005 2030

12 13

12.8

2005 2030

5.2 8.6

Current Services Operating in the Corridor

Portion of Corridor Served

Type of Service

Weekday Revenue Hours

Comments

2030 Service Projection

BRT Arterial Local

16 10 5

78,000 51,000 25,000

Increased Hours 59,000 32,000 6,000

Planned 2030 Service Level

BRT Arterial Local

35+ 20 10

0.5% 4 7 14

1% 9 13 28

2% 17 26 55

3% 26 40 83

5% 43 66 138

Legend:

2030 Target Service Level & Mode Split

Likely Productivity by Mode Split

Arterial Service

Everett Transit is taking over a 

significant part of the corridor

Alternative Levels of Service

Entire Corridor

Local
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Corridor 7 

North Broadway / State Avenue / Smokey Point Blvd ï 
Everett to Smokey Point 

From Everett Station to Smokey Point, on Pacific, Broadway, SR-529, State Avenue and 
Smokey Point Blvd.  

 

 

 



L o n g  R a n g e  P l a n   T r a n s i t  E m p h a s i s  C o r r i d o r s  

C O M M U N I T Y  T R A N S I T   
 

Page 46   Nelson \Nygaard Consulting Associates Inc.  

Summary of Findings and Recommendations ï This is a complex corridor that combines 
areas with no transit potential with compact transit oriented developments. It has the 
potential to support Swift BRT service by 2030 but operations should be carefully 
evaluated. 

 Initiate high capacity transit in stages, initially focusing on the corridorôs southern end  

 Encourage transit-oriented developments around the intersection of Smokey Point Blvd. 
at 152nd Street and at the Lakewood Triangle.   

Current Conditions 

This is a high to medium density multi-use corridor in Everett, transitioning to a medium density 
corridor in Marysville and Smokey Point / Arlington.  North Broadway in Everett from Pacific 
Avenue to 10th St and State Avenue in Marysville from 1st to Grove have older streetscapes 
with higher density development located close to sidewalks, convenient pedestrian access with 
parking typically behind or beside buildings. Conversely, North Broadway north of 10th St, State 
Avenue north of Grove St and Smokey Point Blvd. have lower density development and large 
auto-oriented sites with wide parking lots separating businesses from the roadway and 
pedestrian network.  

The entire corridor provides an important north-south alternative to I-5 connecting the 
Designated Regional Growth Center in downtown Everett with secondary centers in Marysville 
and Arlington. Substantial future growth and increased densities are expected throughout the 
corridor. Existing transit amenities include Everett Station and three park & rides just off-route in 
Marysville, including the 211 space Cedar & Grove park & ride completed in 2009..  

Transit patronage is significantly higher than would be suggested by the travel demand model 
and population densities.  Even though much of this corridor will never be developed, overall 
productivity justifies high quality transit services.  Everett Transit is moving towards a much 
more significant role between Everett and Marysville. 

Likely Future Changes 

 ̧ North Broadway in Everett is moving towards mixed use development.  This has been a 
slow process but does appear to have some momentum.  In October 2008, the city 
council approved the Broadway Mixed Use Zone regulations. The new regulations 
include design standards and related land-use code amendments creating an improved 
mixed-use corridor for Broadway Avenue from 41st Street north to 7th Street.  The focus 
is on transit and pedestrian-friendly design and diverse mixed use development that will 
support surrounding neighborhoods. 

 ̧ Marysvilleôs recently approved Downtown Master Plan and draft downtown design 
guidelines call for transit and pedestrian-friendly redevelopment of the core commercial 
area.  Transit elements called out in the plan include a BRT line on SR-529/State 
Avenue with a station assumed in the vicinity of the existing Marysville Mall (between 3rd 
and 4th Streets). 

 ̧ Marysville sees the area surrounding the intersection of Smokey Point Blvd. and 152nd 
as developing either as a location for a future University of Washington campus or as a 
commercial/industrial node. 
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 ̧ Marysville anticipates that the Lakewood Triangle area will evolve into a significant 
employment center. 

Issues 

 ̧ Everett Community College and Providence Everett Medical Center are located about 
three blocks from this corridor.  Access to and from these facilities will need to be 
addressed. 

Recommendations 

1.  The portion of the Broadway Corridor crossing Union and Steamboat sloughs will likely never 
experience significant development and tends to reduce projected densities for the corridor as a 
whole.  To a lesser degree, this hole in the corridorôs middle affects overall projections of trip 
productions, making the corridor appear to have less potential than it actually has.  Based upon 
existing ridership counts, the segment from Everett Station through Marysville appears nearly 
ready today for the operation of high capacity transit.  While passenger activity is lower at most 
stops north of Marysville, existing services experience strong activity in the Smokey Point area. 

2.  These differences in development and passenger activity suggest it may be appropriate to 
initiate high capacity transit in stages, initially focusing on the corridorôs southern end and 
extending high quality services farther north as development occurs.  Overall corridor readiness 
will significantly benefit from transit-oriented developments around the intersection of Smokey 
Point Blvd. at 152nd Street and at the Lakewood Triangle.  Community Transit should place 
special emphasis on ensuring that such developments are oriented towards this corridor.   At 
the same time, Community Transit will need to work with Everett, Everett Medical Center, and 
the Everett Community College to resolve pedestrian access issues between these two 
locations and  the corridor.  
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Total Productions 288,014 19,593 470,214 31,987

Internal Productions 161,577 10,992 279,502 19,014

External Productions 126,437 8,601 190,712 12,974

Home Based Work 36,555 2,487 56,109 3,817

Total Productions  

Rank Among Corridors

2 2

2005 2030

4 4

14.7

2005 2030

8.0 11.8

Current Services Operating in the Corridor

Portion of Corridor Served

Type of Service

Weekday Revenue Hours

Comments

2030 Service Projection

BRT Arterial Local

21 12 7

99,000 62,000 34,000

Increased Hours 91,000 54,000 26,000

Planned 2030 Service Level

BRT Arterial Local

35+ 20 10

0.5% 7 11 21

1% 14 23 41

2% 29 45 83

3% 43 68 124

5% 71 113 207

Legend:

2030 Target Service Level & Mode Split

Swift BRT

Likely Productivity by Mode Split

About 75%

Local

SR-526 is not served today

Alternative Levels of Service

Annual Revenue Hours

Peak Vehicles Required

Pass. per Rev Hour for Different Mode Splits 

Minimum Productivity

26

 

Corridor 8 

State Route 527 / State Route 526 ï Downtown Bothell to 
Paine Field 

Bothell to Paine Field via SR-527.  From Downtown 
Bothell (Main St., operate on Bothell Way (SR-527) 
continuing on SR-526, ending at Airport Road 

 

 
 

 

 
















































