
Appendix A: Transportation Planning History

The policies and goals in this plan reflect a number of plans and studies the City has used in the past to identify
and explore specific transportation problems, evaluate issues in more detail, and identify actions or system
improvements. For example, the Boulevard Road Corridor Study recommended the use of roundabouts to
address safety and congestion issues on this street. These plans have guided us on decisions affecting
congestion and capacity, street connectivity, bicycle and pedestrian needs, and street design. This Appendix
reviews findings and recommendations from prior plans and studies.

Public dialogues like this one can draw on a range of perspectives to solve problems.

Southeast Transportation Issues

The street network in the southeast provides north-south routes, but few east-west routes. Mobility is poor for
autos, buses, bicycling and walking. This creates overloading on the Yelm Highway and 18th Avenue corridors.

However, in 2012, a project to widen Yelm Highway and add roundabouts, bike lanes, sidewalks and crossing
islands was completed. And, beginning in 2010, 18th Avenue from Fones Road to Boulevard Road was improved
with bike lanes, sidewalks, streetlights, and two roundabouts.

These major reconstruction projects should increase capacity, reduce delay and accidents, and provide more
safe and inviting streets for walking and biking. In order to relieve the further pressure on these existing streets,
additional connectivity is planned through the extension of Log Cabin Road.

Log Cabin Road Extension: Boulevard Road to Wiggins Road

An extension of Log Cabin Road between Boulevard Road to Wiggins Road is planned to improve east-west
movement in the southeast Olympia area. The City will build part of this two- to three-lane street; private
development along the corridor will build the rest.

This connection will create a new east-west corridor that will parallel Yelm Highway. Consistent with standards,
this new major collector will include bike lanes, sidewalks, planter strips, trees, lighting, and a curved design to
slow vehicle speeds.

The new street is expected to increase peak-hour traffic by approximately 60 percent on the existing section of
Log Cabin Road (west of Boulevard Road), according to a 2011 projection of future peak-hour trips. This is within
the capacity of the existing lanes on Log Cabin Road. The connection will also better distribute traffic in the area,
and reduce the projected growth in traffic on Wiggins Road, Boulevard Road, Morse Merryman Road, and Yelm
Highway. (Ordinance #5861, 12/15/98 and Ordinance #5661, 12/26/96)

Fones Road-18th Avenue Area Connectivity Evaluation

Eighteenth Avenue from Boulevard Road to the City of Lacey will continue to be the most northerly east-west
major collector within the southeast area. In the past, other routes, north and south of 18th Avenue, have been
proposed to help distribute the traffic. For example, in 1996, the City analyzed the proposed extension of 22nd
Avenue to Wiggins Road and a neighborhood collector connection from Dayton Street to Fones Road near
Pacific Avenue. However, both alternatives were limited by the presence of wetlands.

The 22nd Avenue extension was removed as a proposed major collector west of Allen Road. A Class II wetland
within a kettle (enclosed basin) lies between Boulevard and Allen Roads. A wetland report and an evaluation of
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several different alignments indicated that there were no feasible or cost-effective routes west of Allen Road that
did not adversely affect the wetlands and greatly increase the possibility of flooding adjacent properties. The
extension of 27th Avenue will terminate at Allen Street with a "T" type intersection.

At one time, there was a proposal to connect Dayton Street to the commercial and industrial land that lies along
Fones Road. However, a Class II wetland (the headwaters of Woodard Creek) lies between the two areas.
Several different alignments were evaluated, and the least costly would have been the railroad corridor, the
location of the Woodland Trail. This alignment would have widened the existing railroad fill over the wetland,
adjacent to the trail. The railroad alignment also could have been used east of Fones Road to eventually connect
with Sleater-Kinney Road in Lacey.

However, any east-west connection along the Dayton Street alignment would have adversely affected the
character of this isolated neighborhood and would have increased peak-hour traffic volumes. Though designated
a neighborhood collector, this connection would have been characteristic of a major collector, particularly if
extended east of Fones Road. Under either classification, such a connection could have potentially become a
bypass for 18th Avenue traffic.

Access to this neighborhood still can be provided in a way that avoids affecting any wetlands: a neighborhood
collector connecting Dayton Street to Fones Road, using the approximate alignment of Van Epps Street.

The elimination of these two potential transportation links will place more demand upon the existing network of
collectors within this sub-area. However, improvements made to 18th Avenue, Fones Road, Yelm Highway, and
Log Cabin Road should be able to handle this demand.

Fones Road Improvements

Fones Road from 18th Avenue north to Pacific Avenue needs to be widened to three to five lanes with turn
pockets at major intersections. In 2010, a roundabout was installed at the intersection of Fones Road and 18th
Avenue, and second roundabout is planned at the south driveway of Home Depot. Both will allow Fones Road
between 18th Avenue and the south Home Depot driveway to only be widened to three lanes: two lanes
southbound and one lane northbound. (Turn lanes are planned at selected driveways.)

North of the south Home Depot driveway, four to five lanes are needed. The planned widening of Fones Road
between 18th Avenue and Pacific will include bike lanes, sidewalks, planter strip, and streetlights. (Ordinance
#5661, 12/26/96)

Chambers Basin Analysis

In 2006, groundwater and stormwater problems were evaluated in the area south and southwest of Chambers
Lake, for future land use. The evaluation was prompted by concerns over whether adequate drainage could be
provided in this valley, due to shallow groundwater and flat grades. At the land-use densities proposed, there
was a strong likelihood of persistent flooding, property damage, and other environmental impacts.

The evaluation determined that the valley area could not be developed to the planned urban densities of 5 to 13
units per acre, due to high groundwater and flat topography. As a result, the City reduced allowed development
density and applied new low-density street standards in the valley. The unique design standard for local access
streets in this area is narrower than the conventional local access standard, with sidewalks on one side, rather
than both sides.

Boulevard Road Corridor

The 2006 Boulevard Road Corridor Study defined the multimodal and capacity improvements that were needed
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The 2006 Boulevard Road Corridor Study defined the multimodal and capacity improvements that were needed
for this corridor. Boulevard Road is a major north-south route and a major regional corridor to the city center. It
is also considered a residential street to the many people who live along it.

Full street standards, including sidewalks, lighting and trees, are planned for the entire corridor, with some
changes to planter strips to lessen property impacts. There will be a center-turn lane for the entire corridor,
interspersed with landscaped pedestrian islands, landscaped medians, and left-turn pockets.

Roundabouts are planned for three major intersections along the corridor. A double-lane roundabout was built at
Log Cabin Road in 2009, (which eventually will connect to the planned Log Cabin extension to the east). A
single-lane roundabout at 22nd Avenue is planned for 2014, and a roundabout at Morse-Merryman Road is
planned for construction sometime between 2014 and 2017.

The City plans to evaluate the long-term need for a roundabout at 18th Avenue, as well as possible intersection
improvements at 28th Avenue, 30th Avenue, 41st Way, and Wilderness Drive. As safety and mobility concerns
warrant, parking on Boulevard Road (north of where it crosses I-5) may be removed to allow for a center-turn
lane and other intersection improvements at Pacific Avenue and Boulevard Road.

Pacific and Lilly Focus Area

In the area bounded by Pacific Avenue and Interstate 5, Lilly Road and the city limits, the traditional block
pattern of local access streets now provides good access for vehicles, bicyclists and pedestrians.

However, to the south of Pacific Avenue and north of the Woodland Trail, most properties are oriented toward
Pacific Avenue, and the lack of side streets makes it hard for vehicles to enter or leave this busy arterial. This
area lacks bike lanes and crossing islands, and is not inviting for pedestrians and bicyclists.

Meanwhile, nearby Lilly Road dead-ends at Pacific Avenue for travelers coming from the north, and just one
block to the west, Fones Road dead-ends at Pacific Avenue for travelers coming from the south. Long-term, it
would be ideal to align Fones Road to Lilly Road, but this would require major reconstruction of public right-of-
ways and private properties.

Improvements to the street network could significantly improve traffic circulation in this area:

•    Lilly Road should be extended southward to connect with Sixth Street, providing a new route for movement
between Fones Road and Lilly Road.

•    Fifth Street should be extended to connect with the new Lilly Road Extension.

•    While Royal, Plummer, Ferry, Wier, and Birch streets now provide good access to the Pacific and Lilly area,
they could be realigned to improve development potential. (However, any realignment would need to meet the
City’s intersection-spacing standards, to maintain pedestrian-sized blocks.)

•    Plummer, or its successor street, should be connected through to the South Sound Center to create an
additional connection between Lilly Road and South Sound Center.

•    Access to Royal Street from Lilly Road has poor sight distance, and could be a candidate for closure; even
now it is strictly one-way in-bound, because of this limitation. (Ordinance #5661, 12/26/96)

Lakewood Drive

In 1997, the City Council decided not to make a street connection on Lakewood Drive between the Cove and
Holiday Hills subdivisions, though it preserved this as a future option. Signs were installed here, and at the east
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end of Lakewood Drive, to indicate a possible future connection.

If the street connection is eventually constructed, specific traffic-calming devices, signing, crosswalks, and a
sidewalk will be installed. The existing bicycle/pedestrian connection will be maintained between these two
subdivisions until a full-street connection is made. (Ordinance #5757, 12/16/97)

Northeast Transportation Issues

Northeast Olympia has seen a great deal of residential development, due to its close proximity to major retail
and medical services and access to I-5. Like the southeast area, the northeast area has good north-south
corridors but few, if any, east-west corridors.

Primarily, there is a need to develop east-west corridors at the major collector and neighborhood collector levels
to help disperse local traffic away from the Martin Way corridor, and onto the local street network.

By providing a good major and neighborhood collector road network throughout the northeast area, no major road
widening will be necessary through 2030.

Lilly Road Corridor

The congestion and access problems on the Lilly Road corridor north of Martin Way, past St. Peter Hospital and
on to 26th Avenue will continue to increase without additional street connections to the east and west of Lilly
Road. The City has identified this as a "strategy area," which means that before existing streets can be widened,
new street connections must be considered.

Without additional street connections in the northeast, growth will increase traffic congestion at the intersections
of Martin/Lilly Road, Martin/Sleater-Kinney Road and Pacific/Fones Road.

Increases in peak-hour traffic volumes will lead to longer delays at traffic signals, and will worsen the level of
service at the intersections with traffic lights, projected to be at level of service F before 2020. Given the current
conditions at these intersections, it would be difficult to justify building additional lanes to relieve congestion, and
it would not be in keeping with the vision of this Plan.

With the loss of opportunities to connect Lilly Road to South Bay Road in two locations, at 12th Avenue and
Lister Road (as described below), the City will need to place greater emphasis on the remaining proposed street
connections in the area of Lilly Road. (Ordinance #5661, 12/26/96)

12th Avenue to 15th Avenue, NE, Corridor

In 2002, a new street connecting South Bay Road to Lilly Road, on the 12th-15th Avenue alignment was removed
from City plans, as it included a wetland crossing. At that time, the City recommended that northeast area
transportation options should be reviewed in the regional transportation plan update. Further consideration of
other alternatives should occur, in order to determine how to deal with the Martin Way, Sleater-Kinney, Lilly
Road "strategy area."

It will be important for this eastern connection of the 12th/15th Avenue corridor to continue to be pursued from
Lilly Road to Sleater-Kinney. An extension of 15th Avenue (south of the Group Health facility) should connect
with an extension of Ensign Road in the north-south direction, west of and parallel to the Chehalis Western Trail.
A crossing of the trail will be necessary and an easterly connection should be made at approximately 12th
Avenue or 15th Avenue. Although this would result in a "T" type intersection between the existing 15th and 6th
Avenue intersections on Sleater-Kinney, the pattern of previous subdivisions has precluded any better
intersection alignments.
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West of Lilly Road, there is an opportunity to connect Ensign Road to a new north-south street which would
connect back into Lilly Road using 12th Avenue. This new connection would use Providence Lane, currently a
private street. (Ordinance #5661, 12/26/96 and Ordinance #6195, 7/3/02)

Circulation North of 15th Avenue, NE

A proposed street connection west of Lilly Road from Lindell Road north and east to Lister Road was eliminated,
due to concerns about a wetland crossing.

Access to the residential area west of Lilly Road and south of 26th Avenue is needed and should be integrated
into the surrounding neighborhoods. The 24th Avenue alignment is the remaining opportunity north of 15th for a
new collector street. (Ordinance #5661, 12/26/96)

24th Avenue, NE, Alignment

With the loss of the Lister/Lindell Street connection, the proposed neighborhood collector connection on the
alignment of 24th Avenue is increasingly important. Emergency service response time could be improved to this
neighborhood by a connection proposed at 24th Avenue, NE. This would cross the same Class II wetland system
as described in the 12th to 15th crossing.

At the proposed 24th Avenue crossing, Woodard Creek and the wetland lie in a depression, which is favorable
for a bridge crossing. Approach fills would be allowed to keep the bridge a single span of 130 feet.

Stoll Road Area

Stoll Road is a dead-end street west of Lilly Road, between Martin Way on the north and I-5 on the south. The
site is within an urban corridor and within a quarter mile of the major transportation arterials, where this plan
calls for a mix of retail, office, and high-density housing.

Unless new street connections are made, all traffic in and out of this neighborhood must pass through the
intersection of Stoll Road and Lilly Road. Consequently, any major new development in this area will be
dependent on providing new street connections to Martin Way, either by connecting the existing north-south
alignment of Stoll Road to Martin Way, or a westerly extension of the east-west segment of Stoll Road to Martin
Way, to be located south and west of Bailey Motor Inn. Additional local access streets would also be needed.

Participation in the cost of these improvements should be a condition of significant development approvals in the
Stoll Road area. This participation could be through a local improvement district, a transportation benefit district,
or some other measure, which equitably distributes the costs to benefiting properties. (Ordinance #5661,
12/26/96)

Westside Transportation Issues

Olympia’s Westside experienced a great deal of commercial and residential development in the 1980s and early
1990s. Many of the commercial developments in West Olympia, such as the Capital Mall, Target, Top Foods,
and the Capital Auto Mall, are regional in nature and tend to generate traffic from as far away as Pierce, Lewis,
Mason, and Grays Harbor counties. And, because these are retail land uses that typically produce a large
number of non-work-related trips, much of this traffic won’t be affected by commute trip reduction strategies.

This fact, and the relatively limited access to this area, have prompted several studies. Each has produced
similar results and recommendations. The West Olympia Access Study (2008 to 2010) drew further conclusions
about traffic capacity and needed improvements, particularly access to US 101.
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US 101/West Olympia Access Project

Access to and from West Olympia is primarily through the Black Lake/Cooper Point interchange and the
Crosby/Mottman interchanges, which, together, feed traffic to Black Lake Boulevard and Cooper Point Road,
currently the largest intersection in the City.

When the Crosby Boulevard/Mottman Road interchange was improved in 1996, the City of Tumwater and the
Washington State Department of Transportation agreed not to build this interchange beyond five lanes at mid-
block due to capacity limitations, and to keep the area as human scale as possible. Part of this agreement was
to study additional future access to US 101. New access between US 101 and West Olympia would distribute
traffic more evenly throughout the street network and take pressure off streets that otherwise would be
overburdened.

In 2008, the City and the Washington State Department of Transportation (WSDOT) began a joint study of the
City street and state highway systems on the Westside, and agreed on an approach to developing additional
access to US 101.

The chosen approach includes an eastbound on-ramp and a westbound off-ramp at Kaiser Road as Phase 1
(within 15 to 20 years) and an off-ramp extension in the westbound direction from Black Lake Boulevard to
Yauger Way as Phase 2 (beyond 20 years).

This approach will distribute traffic on the Westside street system and provide three westbound exit options.
This redundancy in the street system is especially valuable to the hospital and medical facilities in the area, and
will make better transit operations possible.

The approach will allow the existing commercial area near Black Lake Boulevard, Cooper Point Road and
Harrison Avenue to grow and intensify in an area where infrastructure is already in place. This new access to US
101 also may create pressure to zone underdeveloped areas with high densities and a different mix of uses.

In cooperation with WSDOT, the extensive process to development of an Interchange Justification Report for
these new ramps began in 2014. This report will include traffic analysis, environmental review, and intial design
work.

Future related work will identify improvements to the local street network to increase walking, biking and transit
trips, and look for ways to improve street and pathway connectivity.

Harrison Avenue from West Bay Drive to Division Street

This corridor was examined in the City’s 1992 4th-5th Avenue Bridge Corridor Study. The street is a strategy
corridor, where the City does not recommend widening to solve congestion problems. Future capacity will be
gained by expanding bus service, enhancing walking and biking, and using Transportation Demand Management
measures.

From Division Street to Perry Street, increased traffic flow and safety might be achieved by constructing either
left-turn pockets at selected intersections, or a continuous left-turn lane. From Perry Street to West Bay Drive
there is limited right-of-way and steep slopes on either side of the street. The only access and flow
improvements in this area are restricted left turns with periodic opportunities to make left and u-turns. The City
should consider pedestrian access along and across the corridor if any modifications to Harrison are planned.

Harrison Avenue from Cooper Point Road to Overhulse Road Evaluation
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In the mid-1990s, Harrison Avenue from Cooper Point Road to Yauger Way was improved to meet street
standards. It now has two vehicle lanes in each direction, a center-turn lane, sidewalks, bike lanes, pedestrian
crossing islands, and streetlights. The improvements between Yauger Way and Kaiser Road were in response to
increased vehicle traffic on this street. Before the improvements, it was expected that the street would be at
unacceptable levels of congestion by 2008 or 2009.

A 2006 study examined the need for and timing of the widening to four to five vehicle lanes. At several public
meetings, citizens and businesses gave the City a wide range of opinions on the widening issue. A consultant
validated the technical analysis about the need to widen the road.

In 2011, the street was widened to four to five vehicle lanes, and bike lanes, planter strips, trees, lighting, and
sidewalks were added. Pedestrian crossing islands were added for pedestrian safety, while preserving access to
businesses.

The remaining section of Harrison, from Kaiser Road to Overhulse Road, is likely to be completed as future
developers fund frontage improvements.

West Bay Drive Corridor Study

West Bay Drive is a major collector and a primary link to northwest Olympia neighborhoods. The street is
located between the shore of Budd Inlet and steep slopes to the west. This corridor was examined in the 2004
West Bay Drive Corridor Study, which identified ways to modify the major collector street standard to meet the
needs of bicyclists, pedestrians and cars while minimizing the cut and fill of the steep slopes along the street.

The unique street standards identified for West Bay Drive are defined in the City’s Engineering Design and
Development Standards. The modified standards include sidewalks, bike lanes, and turn pockets. In some
areas, the planned multi-use trail and sidewalk will be combined. Planter strips will vary and will be built only
where possible, given the topography. On the east side, landscaping in the planter strips will not obstruct water
and city views. Pedestrian crossing improvements have been identified at Brawne Avenue, the Garfield Trail,
and the proposed Woodard Avenue pathway. A two-to-three lane street will be adequate for West Bay Drive
based on traffic projections for the next 20 years. (Ordinance #6389, 1/24/06)

Kaiser Road and Black Lake Boulevard Area Connections

New street connections are expected as more growth occurs in the area of Black Lake, Kaiser Road and US
101. The planned connection from Kaiser Road to Black Lake Boulevard south of US 101 will create a new north-
south corridor parallel to Black Lake Boulevard. Consistent with standards, this new 2-lane major collector will
include bike lanes, sidewalks, planter strips, trees, lighting and a curved design to slow vehicle speeds.

If at some future time, Kaiser Road is extended to Black Lake Boulevard, extension of Park Drive to Kaiser Road
may be considered in order to provide access for bicycles, pedestrians, and emergency vehicles.

Urban Corridors, Strategy Corridors and Bus Corridors

Urban Corridors

“Urban corridors” are an integrated land use and transportation concept defined in the 1993 Regional
Transportation Plan and reflected in the 2025 Regional Transportation Plan. The urban corridor approach intends
to reduce sprawl and dependence on the auto by allowing people to live in attractive urban neighborhoods where
they can walk or use transit to get to work and meet their daily needs.

Urban Corridors are the major arterials in our system, that generally correspond with high density land uses.
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These corridors are east 4th and State Avenues, Martin Way, Harrison Avenue, Capitol Way/Boulevard, and the
triangle on the Westside shaped by Harrison Avenue, Cooper Point Road and Black Lake Boulevard. The land
use designations along these streets vary (see Future Land Use Map in the Land Use Chapter), to promote a
gradual increase in density and scale of uses that supports and remains in context with the adjacent
neighborhoods. These streets remain urban corridors for transportation planning purposes, and to be consistent
with Regional Transportation Plan. Urban corridors are shown on the Corridors Map, Appendix H.

Along these corridors, land use will be supported by a multimodal transportation system. Improvements for
bicyclists, pedestrians and transit in these corridors are intended to allow the densities to increase while
minimizing new car trips. It is acceptable for arterial and major collector streets within urban corridors to have a
transportation level of service E. Bus corridors will be developed along the strategy corridors within these urban
corridors. These corridors can be found on the Corridors Map found in Appendix H.

The Urban Corridors Task Force, made up of policy makers from throughout the region convened in 2009 and
met through 2011 to identify measures all cities in the region could pursue to achieve the vision for these
corridors. The City of Olympia along with the cities of Lacey and Tumwater and Thurston County passed a joint
resolution accepting the recommendations of the Urban Corridors Task Force in November 2012, (Resolution M-
1786).

Strategy Corridors

Most “strategy corridors” are the City’s major streets within urban corridors, though some fall outside urban
corridor boundaries. As described in the Thurston Regional Transportation Plan, strategy corridors are places
where road widening is not a preferred option for solving congestion problems, either because the street is
already at the maximum five-lane width, or because adjacent land uses are built out or environmentally
sensitive. In strategy corridors, levels of service may exceed adopted standards, because while congestion may
be at unacceptable levels, these are the areas where we want to encourage more density, more jobs and
housing.

In strategy corridors, a different approach is needed for maintaining safety and mobility. If the City can make
travel on foot, by transit and bicycle attractive and convenient, these strategy corridors will increase mobility
despite increased traffic. Bus corridors will be developed along most of these corridors, where improved transit
efficiency can encourage transit use. Traffic signal improvements that prevent buses from getting stuck in
traffic, such as extended green time and queue jump lanes, will be an increasingly important focus for the City in
these corridors. A map of the City’s Strategy Corridors can be found on the Corridors Map found in Appendix H.

Bus Corridors

“Bus corridors” are Olympia’s main bus routes: major streets with high-quality, frequent transit service. Bus
corridors correspond to most strategy corridors. Transit is expected to help improve mobility and capacity on
strategy corridors, as will street improvements, and a mix of dense land uses. The bus corridor concept was
introduced in 2009 as part of the Olympia Transportation Mobility Strategy. These corridors can be found on the
Corridors Map found in Appendix H.

Downtown and City Center Transportation Issues

“Downtown” is defined as the area bounded by the bridges to the west, Marine Drive to the north, Eastside Street
to the east, and Union Avenue to the south. The “City Center” is defined as the downtown the Capitol Campus,
and the Port.

City Center traffic levels vary throughout the day. For the most part, no new roadways are proposed here, based
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on the existing land-use plan and expected development. The area is a well-connected grid-street network that
can handle large volumes of traffic, and where plans are in place to provide excellent support to pedestrians,
bicyclists and transit riders. Traffic congestion will continue in the City Center, but the City is focused on moving
people and goods instead of accommodating only vehicles.

Some intersections in City Center will continue to be congested during morning and evening rush hours. But
because the City Center is a strategy corridor, widening is not an option. Future capacity will come from
improvements to walking, biking and transit.

The City works with the Port of Olympia to establish and maintain truck routes between Interstate 5 and the
Port’s marine terminal, which are now Plum Street, Olympia Avenue and Marine Drive. Any proposals to change
these routes must consider, at a minimum, traffic impacts, pedestrian and bicyclist safety, the Port of Olympia,
and the potential noise and air quality effects they could have on adjacent properties.

The Port of Olympia’s investment in redeveloping the East Bay area since the mid-1990s has created new street
connections that improve access and mobility in northeast City Center. The Thurston Avenue-Olympia Avenue
connection from East Bay Drive to Jefferson Street has greatly improved access into the north part of the City
Center, and now provides a new east-west route option.

4th and 5th Avenue Corridor Study

In 1991, the City began a multi-stage study of the 4th and 5th Avenue corridors in an effort to improve
transportation between the City Center and the Westside. The study looked at ways to reduce congestion and
improve access and safety for walking and biking. It also studied how the City could help maintain the livability
of nearby neighborhoods, enhance City Center vitality, protect the environment, improve the appearance of the
corridor, and improve access for buses and carpools.

The study recommended a new three-lane bridge, roundabouts, and a significantly enhanced street system for
walking and biking. This corridor planning was critical to the City’s ability to fast-track these projects after the
2001 earthquake and complete them by 2004.

A new four-lane bridge to replace the old, two-lane bridge would have been a simple solution to congestion. But
the City’s decision to build a three-lane bridge kept its commitment to building human-scale street system, while
at the same time, reducing congestion.

A three-lane bridge still allows two lanes to exit the downtown, which provided the greatest potential to alleviate
congestion that could bring downtown to a standstill.

Additionally, the new roundabouts greatly improved traffic flow in the corridor, reducing delays and collisions –
as well as the potential severity of any collision.

Wide sidewalks, flashing light systems for crosswalks, roundabouts, and bike lanes enhanced access for
bicyclists and pedestrians. Viewing areas on the bridge, art and a new park in the corridor transformed this
transportation facility into a destination itself.

This project -- one of the City’s largest and most visible -- demonstrated for the first time its major commitment
to providing many travel options for its citizens. And it demonstrated how a transportation project can do more
than just move cars. It can enhance the character of a City.

Olympia’s Downtown Streetscape Strategy

The 2003 Downtown Streetscape Strategy Report provides a design template for streetscape improvements for
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Olympia’s Downtown. Streetscape improvements will focus on public right-of-way improvements rather than
zoning or development standards.

The City expects the strategy will be applied over the long term, through the combined efforts of annual capital
improvements, streetscape improvements, and partnerships with other public and private agencies.

East Downtown Streetscape

The east downtown area is defined as the area bounded by Plum Street on the east, Adams Street on the west,
State Avenue on the north, and 7th Avenue on the south. A market analysis indicated that new types of
commercial and residential development are becoming feasible in this area.

The 2003 Olympia East Downtown Development Plan calls for east downtown to feature a mix of commercial
activities and housing types within a walkable neighborhood setting. Specific streetscape improvements have
been defined to help achieve the vision for this district.

Improvements for 4th, State, Cherry, Chestnut, and Legion in the east downtown have been defined and
incorporated in the development standards to guide public- and privately-funded improvements to these streets.

Downtown Growth and Transportation Efficiency Center (GTEC)

In 2007, the City Council established a “Growth and Transporation Efficiency Center” for downtown Olympia with
the specific goal of reducing the commute trips of its some 20,000 City Center employees. A dense City Center
will help meet the City’s land-use, transportation, environmental, and economic goals. But only by reducing trips
will it be able to have an effective transportation network and a dense, vibrant downtown.

Capitol Way Study

In 2005, the City studied the safety and transportation issues along the Capitol Way Corridor from 14th Avenue
to Carlyon Avenue. Through a series of workshops, the City asked the community about potential multimodal
improvements and to help define the unique historic, environmental, and community values in the corridor.

Many neighborhood residents told the City they were concerned about the history of accidents at the curve south
of 25th Avenue, pedestrian crossing safety, vehicle speeds, the lack of a bicycle route, and the impacts of
increased traffic volumes. They also identified the historic and neighborhood character elements they wanted
preserved in the corridor.

This study explored roadway design options that would help solve problems identified by these residents,
including a possible three-lane roadway configuration. The City found, however, that reducing the number of
vehicle travel lanes from four to three would increase congestion to an unacceptable level.

In the end, the City developed a four-lane option that addressed some of the safety and mobility concerns
expressed by the public.

City-Wide Planning Efforts

Street Standards Update

The City of Olympia’s Engineering Design and Development Standards include standards for constructing all
classifications of streets. Specific requirements and dimensions for all street features are defined, such as
sidewalk width or the need for a bike lane. The street standards were updated in 2006 to align with “complete
street” principles. Updates were made to street widths to reduce speeds, and smaller curb radius dimensions to
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narrow pedestrian crossings at intersections.

Transportation Mobility Strategy

In August 2009, the City Council accepted the Olympia Transportation Mobility Strategy report. This was the
City’s first comprehensive transportation master planning effort, and its policy recommendations guide Olympia
to becoming a more multimodal city. The report was developed by a consultant, working with a citizen advisory
group and staff. Mobility strategy policy recommendations are incorporated into this Plan.

Sidewalk Program

The City of Olympia Sidewalk Program (2003) was the City’s first comprehensive sidewalk planning effort. Led
by the Bicycle and Pedestrian Advisory Committee, the team inventoried missing sidewalks and prioritized
segments for construction. The program focuses on building sidewalks on at least one side of all major streets.
The criteria the team used to prioritize construction projects was based on street conditions and proximity to
destinations for walkers. Appendix C includes maps illustrating missing sidewalk segments on major streets.

Bicycle Master Plan

The Bicycle Master Plan (2009) recommends ways to increase the number of people who bike for regular
transportation, and increase their safety. It recommends that the City develop bike lanes and other street
improvements, and encourage bicycling through educational outreach. The plan was developed in collaboration
with the Bicycle and Pedestrian Advisory Committee and was accepted by Council in 2009. Appendix D includes
a list of planned bike lane projects and a map illustrating the planned bicycle network consistent with the Bicycle
Master Plan.

Concurrency Report

The Washington State Growth Management Act requires that the City prohibit any development that causes the
level of service on a street to fall below adopted standards, unless it can make improvements or develop
strategies that will lessen their impact. The City’s Concurrency Report describes improvements needed with
development in the next six years. Some of these projects are listed and shown in maps in Appendix B and
shown on the Transportation Corridors Map in Appendix H.
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