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3.04 
 

INTRODUCTION 
 

Introduction 
 The city of Sedro-Woolley is a small urban area in 
Skagit County. It is located approximately twelve 
(12) miles northeast of Mount Vernon, the county 
seat and largest city in Skagit County. The city and 
its UGA had an estimated population of eleven thou-
sand seven hundred eighty (11,780) in 2005. This is 
an increase from eight thousand seven hundred fifty 
(8,750) people since 2000, or a thirty-five (35) per-
cent increase. 
 
 In 2003, the city completed an update to its trans-
portation element. Following adoption of the 2003 
transportation element, the city identified a need for 
additional updates to its transportation plan. The up-
date to the city’s transportation plan was needed to 
ensure that it is consistent with the city’s required 
update of its land use element as required by the 
State Growth Management Act (GMA). In addition, 
the city wanted to review and update its transporta-
tion financing program and revisit its transportation 
impact fee program. The Transportation Plan update 
also was needed to reflect annexations and growth 
within the adjacent urban growth area (UGA). 
 
 The update of the transportation plan included de-
velopment of a new travel demand forecasting model 
to be consistent with the regional Skagit Council of 
Governments’ (SCOG) model which is also being 
updated. This will provide the city with a model, 
travel forecasts, and transportation plan that is con-
sistent with regional growth assumptions. 
 
Purpose 
 The transportation plan provides a link between 
the city’s land use element and the transportation fa-
cilities and services needed to support the growth 
over the next twenty (20) years. The transportation 
plan update focuses on safety, capacity, and opera-
tional improvements on state highways and arterials 
serving the city. The plan incorporates pedestrian, 

bicycle, transit, and transportation demand manage-
ment programs to meet the overall transportation 
needs of the community. 
 
 The transportation plan is a key component to the 
city’s comprehensive plan. It provides the city with a 
guide for transportation system improvements to 
meet existing and future travel needs. It also inte-
grates the city’s transportation improvements with 
those of Skagit County and the Washington State 
Department of Transportation (WSDOT). 
 
Growth Management Act 
 The city of Sedro-Woolley transportation plan was 
prepared per the requirements of the state Growth 
Management Act (GMA). The GMA requires that the 
transportation plan be consistent with other elements 
of its comprehensive plan including the land use and 
capital facilities elements. If the capital facilities 
needed to support the forecast land use at the adopted 
level of service standards cannot be financed with 
projected revenues, then the GMA requires a reas-
sessment of one or more of these elements to bring 
them into balance. 
 
 The GMA requires the following topics be ad-
dressed in the transportation plan: 
 
 �  Land use assumptions used in estimating travel 

demand 
 �  An inventory of existing transportation facili-

ties and services 
 �  Level of service standards to gauge the per-

formance of the system 
 �  Identification of actions and requirements 

needed to bring existing facilities and services 
up to standard 

 �  Forecasts of future traffic based on the land 
use plan 

 �  Identification of improvements and programs 
needed to address current and future transpor-
tation system deficiencies, including Transpor-
tation Demand Management strategies 



 

 

 �  A realistic multi-year financing plan that is 
balanced with the adopted level of service 
standards and the land use element 

 �  An explanation of intergovernmental coordina-
tion and regional consistency. 

 
 In 1998, the Washington State Legislature 
amended the GMA in House Bill (HB) 1487. This 
amendment focused on transportation and growth 
management planning, and revised several sections 
of the GMA (RCW 36.70A). In general, the amend-
ments are related to the requirements for local com-
prehensive plan transportation plans, the countywide 
planning process for identification and siting of es-
sential public facilities, plan consistency, and the 
adoption of deadlines established to meet the new 
requirements. With the revisions, local transportation 
plans must also now include the following: 
 
 �  State-owned transportation facilities in the 

transportation inventory 
 �  The level of service (LOS) for state-owned 

transportation facilities 
 �  Identification and assessment of GMA concur-

rency and the applicability to highways of 
statewide significance 

 �  An estimate of the impacts to state-owned 
transportation facilities resulting from local 
land use assumptions 

 
 The Sedro-Woolley transportation plan meets 
these GMA requirements for local comprehensive 
plans. 
 
Plan Organization 
 The transportation plan was developed in a series 
of tasks to meet the requirements of GMA. The plan 
is organized as follows: 
 
 �  Goals and Policies 
 �  Existing Transportation System Inventory 
 �  Travel Forecasts and Alternatives Evaluation 
 �  Transportation Systems Plan 
 �  Financial Plan and Implementation Strategies 
 �  Consistency with Other Agencies 

 
Study Area 
 The study area for the plan includes the city limits 
and adjacent unincorporated urban growth area 
(UGA). The UGA has been defined by the city in 
conjunction with Skagit County. Figure 1 shows the 
study area for the 2005 transportation plan. 
 
 As noted above, the transportation plan was de-
veloped based on a new travel demand model that is 
consistent with the regional Skagit Council of Gov-
ernments’ (SCOG) model. Since the city’s travel 
model is based on the SCOG regional model, the 
city’s model also incorporates travel demands from 
throughout Skagit County. 
 
 



 

 

Figure 1 
Study Area 

 

 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 
 



 

 

3.08 
 

GOALS AND POLICIES 
 

 The following goals and policies are intended to 
guide implementation of the city of Sedro-Woolley’s 
transportation system. These goals and policies pro-
vide a framework for decision making related to 
transportation improvements and projects. They also 
guide requirements related to transportation im-
provements needed to support development projects. 
 
Goal T1: To provide safe, passable streets within 
the city of Sedro-Woolley. 
 
Policy T1.1: Identify and improve substandard roads 
based upon a priority system which accounts for both 
traffic demand and surrounding land uses. 
 
Policy T1.2: Adopt design standards to which all new 
streets must be constructed. Adopt design standards 
for neighborhood streets that support pedestrian 
safety and reflect the volume of traffic at build-out. 
 
Policy T1.3: Consider non-motorized and rail modes 
in the design of transportation projects. 
 
Policy T1.4: Improve arterial and collector streets 
identified as deficient in level of service to the 
adopted design standard, consistent with the trans-
portation element of the comprehensive plan. 
 
Policy T1.5: Encourage and solicit public participa-
tion in transportation related decisions to help ensure 
that planning and implementation have public sup-
port. 
 
Goal T2: To provide an efficient street network 
that emphasizes circulation and accident preven-
tion. 
 
Policy T2.1: Establish a hierarchy of streets com-
posed of principal arterials, secondary arterials, col-
lector arterials, and local access streets. 
 

Policy T2.2: Improve arterials and collector streets 
identified as deficient to the design standard, consis-
tent with the transportation element of the compre-
hensive plan. 
 
Policy T2.3: Support access management strategies 
for principal and secondary arterials to reduce con-
gestion and increase safety. 
 
Policy T2.4: Manage residential street connections, 
curb-cuts and on- and off-street parking areas for 
secondary and collector arterials. 
 
Policy T2.5: Develop and improve a system of arte-
rials that support local travel patterns without relying 
on SR 20. 
 
Policy T2.6: Work with Skagit County to preserve 
the right-of-way for a potential future arterial be-
tween Cook Road and F&S Grade Road serving the 
area west of the city’s existing urban growth area. 
 
Goal T3: To benefit social welfare and economic 
development through street design. 
 
Policy T3.1: Use clearly marked sidewalks in accor-
dance with the Manual on Uniform Traffic Control 
Devices (MUTCD) to delineate pedestrian and auto 
traffic in areas where potential hazards exist, or can 
be expected from development consistent with pro-
posed land use. 
 
Policy T3.2: Ensure that street size is sufficient (and 
not excessive) to support proposed land use density. 
 
Policy T3.3: Provide clearly marked bicycle travel 
corridors in accordance with an adopted non-
motorized plan. 
 
Policy T3.4: Provide street lights in areas of high 
evening-hour pedestrian use. 
 
Policy T3.5: Provide crosswalks in accordance with 
the MUTCD, which are clearly marked, to both 



 

 

driver and pedestrian. Additional measures, such as 
overhead signage, may be included, as appropriate. 
 
Policy T3.6: Provide sufficient, accessible off-street 
parking for commercial and industrial developments 
and community facilities. 
 
Policy T3.7: Provide accessible on-street parking for 
residential development. Provide off-street parking 
for multi-family residential development consistent 
with proposed density. 
 
Policy T3.8: Consider the needs of future transit ser-
vice when improving principal and secondary arte-
rials. 
 
Policy T3.9: Recognize the pedestrian as a principal 
user of the central business district (CBD). Continue 
to encourage retail development and redevelopment 
in the CBD that appeals primarily to the pedestrian. 
 
Policy T3.10: Improve streets to provide safe and 
efficient travel of emergency vehicles to and from the 
fire department, police department and United Gen-
eral Hospital. Separate emergency vehicle loading 
areas from normal traffic routes to ensure emergency 
access and prevent congestion. 
 
Policy T3.11: Improve streets that benefit travel of 
buses to and from schools. Separate bus loading ar-
eas from normal traffic routes to minimize the poten-
tial for auto-pedestrian hazards or conflicts. 
 
Goal T4: To encourage alternate modes of trans-
portation. 
 
Policy T4.1: Establish a committee to review alter-
nate transportation options and propose alternatives 
appropriate to Sedro-Woolley’s anticipated popula-
tion growth and density. Options to evaluate include 
trails, rails, transit, walking, etc. 
 
Policy T4.2: Develop a system of regional and local-
oriented multi-purpose trails, which provide desig-
nated routes for bicyclists, walkers, joggers and tour-

ists. Design the system for use as both a commuting 
and recreation option. Private property owners must 
be compensated as needed, unless arrangements are 
made for a dedication of right-of-way in lieu of a 
park fee. 
 
Policy T4.3: Encourage the use of commuting alter-
natives to the single-occupancy automobile. Alterna-
tives include, but are not limited to walking, carpool-
ing, bicycling and mass transportation. 
 
Policy T4.4: Coordinate with local community 
groups to provide alternative transportation education 
and programming to community residents. 
 
Policy T4.5: Provide bicycle storage facilities at 
community facilities and in commercial retail areas. 
 
Policy T4.6: Design street traffic systems to promote 
alternative transportation options. 
 
Policy T4.7: Preserve the Burlington Northern and 
Santa Fe Railroad right-of-way as a multi-modal 
transportation corridor between Sedro-Woolley and 
upriver communities. Encourage uses that provide 
alternatives to the automobile including rail trolley 
and non-motorized uses. Private property owners 
must be compensated as needed, unless arrangements 
are made for a dedication of right-of-way in lieu of a 
park fee. 
 
Policy T4.8: Implement a program to construct miss-
ing sidewalk links, repair existing sidewalks, and 
other improvements to support pedestrian transporta-
tion. 
 
Policy T4.9: Encourage pedestrian and bicycle con-
nections between adjacent developments even if con-
straints prevent connections for motorized vehicles. 
 
Goal T5: To promote the community’s vision 
among regional transportation agencies. 
 
Policy T5.1: Coordinate with the Washington State 
Department of Transportation to provide public input 



 

 

on any current or future plans concerning State Route 
20 or State Route 9. Provide public input to the de-
velopment of these plans. 
 
Policy T5.2: Coordinate with Skagit County to pro-
vide public input on any current or future plans con-
cerning county roads within the urban growth area 
(UGA) and roads connecting Sedro-Woolley to Inter-
state 5. 
 
Policy T5.3: Aggressively enforce RCW 36.70A.106, 
requiring the Department of Transportation, or any 
other state agency, to comply with this comprehen-
sive plan. 
 
Policy T5.4: Coordinate with the Burlington North-
ern and Sante Fe Railroad to provide public input on 
future plans for the railroad right-of-way within the 
urban growth area. Private property owners must be 
compensated as needed, unless arrangements are 
made for a dedication of right-of-way in lieu of a 
park fee. 
 
Goal T6: To fund and implement transportation 
improvements that serve the city. 
 
Policy T6.1: Partner with WSDOT, Skagit County, 
and SCOG to fund regional improvement projects 
that serve the city. 
 
Policy T6.2: Ensure that growth mitigates its impacts 
through transportation impact fees, SEPA mitigation, 
concurrency, and development regulations. 
 
Policy T6.3: Continue to work with Skagit County to 
mitigate traffic impacts of developments within the 
urban growth area consistent with the city’s transpor-
tation element and mitigation requirements. 
 
Policy T6.4: Develop the annual Six-Year Transpor-
tation Improvement Program (TIP) so it is financially 
feasible, leverages available city funding, and is con-
sistent with the comprehensive plan. 
 

Policy T6.5: Level of service and safety deficiencies 
in areas of high population density and traffic volume 
pose the most immediate needs, and should be im-
proved first. 
 
Policy T6.6: Support residential street improvements 
through use of local improvement districts or other 
similar mechanisms. 
 
Goal T7: To provide an adequate transportation 
system current with the traffic-related impacts of 
new development. 
 
Policy T7.1: Adopt a level of service standard for all 
roadways classified as arterials or state highways. 
 
Policy T7.2: Establish the level of service for SR 20, 
SR 9, and principal arterials within the city and UGA 
as LOS D. 
 
Policy T7.3: Establish the level of service for secon-
dary and collector arterials within the city and UGA 
as LOS C. 
 
Policy T7.4: Implement a Transportation Concur-
rency Management program to ensure adequate 
transportation facilities are available concurrent with 
development, as required by the Growth Manage-
ment Act. 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 
 



 

 

3.12 
 

EXISTING TRANSPORTATION SYSTEM 
INVENTORY 

 
 The city of Sedro-Woolley’s transportation system 
consists of state highways, arterials, local streets, 
transit facilities and service, and pedestrian and bicy-
cle facilities. The transportation system also includes 
rail lines. The inventory of existing transportation 
facilities and services was updated as part of the 
2005 transportation plan. Major elements of the ex-
isting transportation system are summarized in this 
section. 
 
Roadway System and Traffic Controls 
 According to Sedro-Woolley Municipal Code 
15.40.040, all public streets are classified into four 
types: primary arterials, secondary arterials, collector 
arterials, and access streets. Each is described in Ta-
ble 12, which is located in the Transportation Sys-
tems Plan section of the document. The city’s exist-
ing and planned functional classifications are shown 
on Figure 6 (also located in the Transportation Sys-
tems Plan section). The city’s comprehensive plan 
assigns these classifications to specific streets within 
Sedro-Woolley. Listed below are the general descrip-
tions of all city arterials. 
 
Principal Arterials 
 State Route 20 links the city to I-5 and Burlington 
to the west and the Cascade Mountains to the east. 
Within the city, it is two- to three-lane principal arte-
rial with a thirty-five (35) mph posted speed limit. 
Outside the city, to the west and to the east, the 
posted speed limits are fifty (50) mph and fifty-five 
(55) mph, respectively. State maintained traffic sig-
nals control SR 20 intersections with Collins Road, 
Rhodes Road, State Street/Trail Road, SR 9, Cook 
Road/Ferry Street, and SR 9/Township Street. SR 20 
is classified as a Highway of Statewide Significance 
(HSS). 
 

Secondary Arterials 
 State Route 9 links Sedro-Woolley with Mount 
Vernon to the south and with Whatcom County to the 
north. Within the city, SR 9 is two- to three-lane, 
secondary arterial with state maintained traffic sig-
nals controlling intersections with State Street, SR 20 
(near Cook Road/Ferry Street intersection), and SR 
20/Township Street. South of SR 20 the posted speed 
limit is 40 mph. The speed limit is posted at 35 mph 
north of the city. SR 9 is not classified as a Highway 
of Statewide Significance. 
 
 Cook Road is a secondary arterial providing a 
direct east-west connection to I-5. Within the city, it 
has three lanes and a speed limit of thirty-five (35) 
mph. Outside the city it becomes a two-lane road 
with a fifty (50) mph speed limit. 
 
 F&S Grade Road is narrow two-lane secondary 
arterial providing access to rural areas northwest of 
the city. The speed limit is twenty-five (25) mph 
within the city and thirty-five (35) mph in the county. 
 
 The Jones Road and John Liner 
Road/McGarigle Road corridors provide east-west 
access parallel to SR 20 in the north part of Sedro-
Woolley. The roadways are narrow two-lane secon-
dary arterials with twenty-five (25) mph speed limits. 
Jones Road and John Liner Road are currently sepa-
rated by the existing railroad line. 
 
 The State Street/Township Street corridor loops 
from SR 20 and SR 9 on the west side of Sedro-
Woolley back to SR 20 and SR 9 on the east side of 
the city. This arterial loop provides access and circu-
lation within the city’s central business district as 
well as other central area neighborhoods. The roads 
have two travel lanes with twenty-five (25) mph 
speed limits. Flashing, all-way stop signals are lo-
cated at Metcalf Street, Puget Avenue, and the State 
Street/Township Street intersection. A flashing red-
amber signal is located at the Third Street intersec-
tion. 
 



 

 

 The Rhodes Road, Nelson Street, Batey Road, 
Jameson Street, and Railroad Street corridor is a 
string of narrow, two-lane secondary arterials that 
serve travel in the southern part of the city. They 
connect Fruitdale Road to SR 20. The speed limits 
are twenty-five (25) mph. 
 
 In the west part of the city, Trail Road provides 
for north-south travel connecting SR 20 to SR 9. As 
described later, the plan identifies a project to extend 
the corridor north to connect with F&S Grade Road 
and Jones Road as part of the secondary arterial sys-
tem. 
 
East of the city, Fruitdale Road is a narrow, two-
lane secondary arterial with a thirty-five (35) mph 
speed limit. This county road provides north-south 
access to the east part of the city and UGA parallel to 
the Township Street corridor. 
 
Collector Arterials 
 Ferry Street is an east-west, two-lane collector 
arterial providing access to the central business dis-
trict. The speed limit is twenty-five (25) mph with 
flashing, all-way stop signals located at Metcalf 
Street and Puget Avenue. Like Ferry Street, the fol-
lowing collector arterials have two lanes and a 
twenty-five (25) mph speed limit: Garden of Eden 
Road, Metcalf Street, Reed Street, Sapp Road, 
Third Street, Jameson Street, Wicker Road, and 
State Street (east of Township Street). A series of 
new collector arterials are also planned to support 
commercial development in the west part of the city. 
 
Access Streets 
 Roadways not mentioned above or shown on Fig-
ure 6 are considered local streets. Within the city, the 
legal speed limit is twenty-five (25) mph unless oth-
erwise posted. In the county, the legal speed limit is 
thirty-five (35) mph unless otherwise posted. Gener-

ally, local streets are two-lane roadways providing 
direct access to adjacent properties. 
 
Traffic Volumes 
 Daily and p.m. peak hour traffic volumes were 
obtained from Skagit County, WSDOT, and recent 
counts. New daily and p.m. peak hour traffic counts 
for most arterial roadways and intersections were 
collected in January 2005. At several locations, new 
counts were compared to WSDOT traffic counts col-
lected from June 2003 and 2004 to account for sea-
sonal variations (see discussion below). With this 
seasonal information, the January 2005 counts were 
adjusted to reflect higher summer traffic volume 
conditions. To present a more conservative analysis, 
the higher summer volumes were used in evaluating 
existing city traffic operations. 
 
Seasonal Traffic 
 Traffic on state highways in Sedro-Woolley can 
vary significantly throughout the year because of the 
annual winter closure of SR 20. SR 20, or the North 
Cascades Highway, is closed every winter forcing SR 
20 traffic to shift to the US 2 corridor to the south. 
As outlined in Table 1, recent 2004 summer traffic 
volumes were compared to the 2005 winter counts to 
establish a seasonal adjustment factor. The adjust-
ment factor was calculated at three locations for the 
p.m. peak hour. These values were used to develop a 
weighted average between summer and winter condi-
tions. The resulting adjustment factor suggests that 
summer p.m. peak hour traffic volumes on state 
routes are approximately fourteen (14) percent higher 
than winter volumes. This matches the WSDOT sea-
sonal adjustment factor of fourteen (14) percent for 
daily traffic volumes in the vicinity of the city of Se-
dro-Woolley. 
 
 

 



 

 

 
 
 
Daily Traffic Volumes 
 Figure 2 summarizes the daily traffic volumes on 
state highways and arterials in and around the city. 
West of the city, SR 20 carries seventeen thousand 
six hundred (17,600) vehicles per day (vpd). This 
volume increases to over twenty thousand five hun-
dred (20,500) vpd north of its intersection with Cook 
Road. East of the city, traffic volumes on SR 20 de-
crease to less than eight thousand (8,000) vpd. SR 9, 
south of the city, carries nearly twelve thousand 
(12,000) vpd. At the north city limits, traffic volumes 
on SR 9 decrease to five thousand four hundred 
(5,400) vpd. Cook Road carries ten thousand seven 
hundred (10,700) vpd at the west edge of this city. 
 
 Traffic volumes entering/exiting the city to/from 
the south or west (SR 9, SR 20, Cook Road and F&S 
Grade Road) total an estimated forty-one thousand 
five hundred (41,500) vpd. This compares to sixteen 
thousand three hundred (16,300) vpd entering/exiting 
the city to/from the east and north. 
 
 The volumes indicate several things important in 
developing the transportation plan. First, the major 
travel patterns are oriented to/from the west to access 
I-5, Mount Vernon, Burlington or other regional des-
tinations. Second, the travel patterns show a signifi-
cant proportion of through traffic on the state high-
ways. The volume of traffic on SR 20, SR 9, and 
Cook Road in the west part of the city indicates that 
drivers are using several, limited routes to connect 
between Sedro-Woolley and areas to the 
west/southwest. 
 

P.M. Peak Hour Volumes 
 Figure 3 shows the existing two-way traffic vol-
umes during the p.m. peak hour. The p.m. peak hour 
is typically observed between four-thirty p.m. to five-
thirty p.m., and generally represents the highest num-
ber vehicles on the roadway for a one hour period 
during the day. The p.m. peak hour volumes have 
consistent patterns with the daily volumes described 
above. The state highways have the highest traffic 
volumes with two-way volumes during the p.m. peak 
hour ranging from seven hundred sixty (760) vehi-
cles per hour (vph) on SR 9 north of John Liner Road 
to almost two thousand (2,000) vpd on SR 20 north 
of Cook Road. Traffic volumes on the city arterials in 
the central area typically fall within two hundred 
(200) to four hundred (400) vph, with State Street 
averaging almost one thousand (1,000) vph in the 
downtown area. 
 



 

 

Figure 2 
2005 Daily Traffic Volumes 

 
 

 
 
 



 

 

Figure 3 
2005 Existing Weekday P.M. Peak Hour Traffic Volumes 

 
 

 
 
 



 

 

Vehicle Classification Counts 
 Daily vehicle classification counts were collected 
in early 2005 along main arterials that provide re-
gional access to the city of Sedro-Woolley. Gener-
ally, vehicles are classified into two groups; passen-
ger cars/SUVs and heavy vehicles. Heavy vehicles 
represent vehicles with more than four tires and in-
clude RVs, delivery trucks, and semi-trucks. On a 
daily basis, the percentage of heavy vehicles range 
between 2 and 14 percent on arterials such as SR 20, 
SR 9, and Cook Road. 
 
 Classification counts along Cook Road west of the 
city limits indicate fourteen (14) percent of the traffic 
is heavy vehicles. In contrast, only two percent of SR 
20 traffic west of the city limits is classified as heavy 
vehicles. East of the city limits along SR 20, seven 
percent of daily traffic is heavy vehicles. Heavy ve-
hicle traffic north and south of the city limits along 
SR 9 represent eight and seven percent of daily traf-
fic, respectively. 
 
Traffic Operations 
 Traffic operations analysis provides a quantitative 
method for evaluating existing and future transporta-
tion alternatives. The city’s operational standard is 
presented along with the analysis methodology. A 
discussion of existing traffic operations is also pro-
vided. 
 
As required under GMA, the city has adopted level 
of service (LOS) standards for its street system. The 

city’s adopted LOS standards are set based on road-
way functional classification. The LOS standards are: 
 
 �  Principal arterials   LOS D or better 
 �  Secondary arterials LOS C or better 
 �  Collector arterials  LOS C or better 

 
 The city’s LOS D standard for SR 20 is consistent 
with Washington State’s standard for Highway’s of 
Statewide Significance (HSS). Since SR 20 is an 
HSS, the city cannot apply concurrency to develop-
ments impacting the highway. The city may, how-
ever, require developments to mitigate their traffic 
impacts on the highways through SEPA or transpor-
tation impact fees. 
 
 SR 9 is classified by the city as a secondary arte-
rial, both north and south or SR 20. This results in a 
LOS C standard. The city’s LOS C standard for SR 9 
is not consistent with the state and SCOG standard of 
LOS D for SR 9 in Skagit County. The city’s stan-
dard will result in a lower level of allowable conges-
tion, consistent with city goals. 
 
 The city’s LOS C standard for other secondary 
and collector arterials reflect the city’s desire to 
minimize peak hour congestion. Reducing peak hour 
congestion will reduce the potential traffic that may 
cut through neighborhoods on local streets. 
 



 

 

 
Table 2 compares the city’s LOS standard with the standards for Skagit County and WSDOT. 
 

 
 
 
Analysis Methodology 
 Traffic operations were evaluated based on the 
LOS methodologies of the Highway Capacity Man-
ual (HCM) (Transportation Research Board, 2000). 
The HCM is a nationally recognized and locally ac-
cepted method of measuring traffic flow and conges-
tion. Criteria range from LOS A, indicating free-flow 
conditions with minimal vehicle delays, to LOS F, 
indicating extreme congestion with significant vehi-
cle delays. At signalized intersections, LOS is de-
fined in terms of average delay per vehicle. The pro-
cedures also calculate a volume-to-capacity (v/c) ra-
tio; a v/c ratio of 1.0 or greater represents an intersec-
tion at its theoretical capacity. At unsignalized inter-
sections, LOS is measured in terms of the average 
delay per vehicle and is typically reported for the 
worst traffic movement instead of for the whole in-
tersection. LOS descriptions are provided in Appen-
dix A. 
 
 As discussed previously, traffic volumes used for 
the operations analysis reflect summer 2005 traffic 
conditions. January 2005 daily and peak hour counts 
along state highways were increased by 14 percent to 
establish summer traffic levels. Traffic counts at 
other locations were not adjusted, since they would 
not be impacted significantly by peak summer condi-
tions. 

Level of Service Results 
 Intersection levels of service (LOS) analyses were 
conducted for major intersections within the study 
area. Intersections were selected based upon location 
and likelihood that they might be impacted by future 
growth. At signalized intersections, specific signal 
timing details were provided by WSDOT. Table 3 
summarizes the LOS results, delay, and v/c ratio, or 
worst movements at the study intersections for 2005. 
 
 Based on HCM methodology, the p.m. peak hour 
traffic operations for all signalized intersections are 
within the city’s standard at LOS D or better. How-
ever, ninety-fifth (95th) percentile vehicle queue 
lengths for eastbound movements at several of the 
intersections along SR 20 are five hundred (500) feet 
or longer. The HCM methodology does not fully ac-
count for delays and congestion caused by traffic 
queues extending into upstream intersections. For 
example, at the SR 20/Cook Road intersection, the 
observed eastbound queue length is over nine hun-
dred (900) feet during the p.m. peak hour. This re-
sults in vehicles blocking the SR 20/SR 9 intersec-
tion, which is approximately four hundred seventy-
five (475) feet west of Cook Road. 
 



 

 

  
 Due to the vehicle queuing caused by the traffic 
congestion at the SR 20/Cook Road intersection, ve-
hicles typically wait through several intersection cy-
cles at the SR 20/SR 9 intersection. This causes the 
intersection to operate at a lower level of service than 
the calculated LOS B reported in Table 3 indicates. 
As a result of the vehicle queuing issues at the SR 
20/Cook Road intersection, LOS results calculated 
for the signalized intersections along SR 20 from 
Cook Road to Rhodes Road are inconclusive and the 
intersections more generally operate close to LOS F. 
Further analysis was completed to evaluate the im-

provements that would be necessary to resolve traffic 
operations deficiencies along the corridor. These are 
presented in the next section. 
 
 For unsignalized intersections, the LOS results 
indicate that three intersections do not meet the city’s 
LOS standards. Side street traffic at the intersections 
of SR 20/F&S Grade Road, SR 20/Reed Street, and 
SR 9/Nelson Street are currently operating at LOS F 
conditions. The poor traffic operations are the result 
of high traffic volumes along SR 20 and the lack of 
capacity to serve those through movements. At the 



 

 

SR 9/Nelson Street intersection, traffic volumes 
along each approach contribute to increased delay at 
the intersection, causing the operations to fail. 
 
SR 20 Signal Coordination and Synchronization 
 As discussed in the LOS results, additional analy-
ses of the traffic operations of the signalized intersec-
tions along SR 20 were conducted to address the ob-
served delays associated with vehicle queues. The 
analyses focused on the weekday, p.m. peak hour 
conditions, and evaluated several strategies to im-
prove existing traffic operations along the SR 20 cor-
ridor. These strategies included coordination of cor-
ridor signals, signal timing adjustments to minimize 
queue impacts, and improvements to existing chan-
nelization and the geometric design of the roadway. 
 
 The results of the SR 20 corridor analysis showed 
that proper coordination of signals with minor chan-
nelization changes would improve mainline SR 20 
operations in the short-term. However, these 
mainline improvements would be at the expense of 
side-street operations particularly along Cook Road. 
Without more extensive widening of SR 20, mainline 
and side-street operations will not improve to an ac-
ceptable level of operation in the long-term. Based 
on the analysis that was conducted, WSDOT has 
agreed to implement signal coordination with minor 
channelization changes to improve mainline opera-
tions to address short-term operations. More exten-
sive widening of SR 20 is supported as part of spe-
cific projects outlined in the Transportation System 
Plan chapter to improve long-term operations along 
the corridor. Appendix B contains a memorandum 
summarizing the signal coordination analyses and 
results. 
 
Traffic Safety 
 Within Sedro-Woolley, traffic safety analysis was 
limited to state highways where traffic volumes are 

the highest and records are the most accessible. Con-
versions with police department and school district 
personal confirm that safety issues are primarily lim-
ited to these state routes. Historical accident data 
along both SR 20 and SR 9 were provided by 
WSDOT for the three-year period from 2001 to 2003 
(the most recent data available as of January 2005). 
Analysis and statistics were summarized by accidents 
related to fatalities, intersections, roadway segments, 
and pedestrians or bicycles. 
 
Fatalities 
 During the three year study period, three fatal ac-
cidents occurred in the study area. All three fatalities 
occurred in separate accidents in 2003 at or near the 
SR 20/Hemlick Road intersection (milepost 67.82). 
This section of state highway, in rural Skagit County 
east of Sedro-Woolley, is a straight two-lane road-
way with fifty-five (55) mph speed limit. Passing is 
permitted outside the immediate vicinity of the SR 
20/Hemlick Road intersection. 
 SR 20/Hemlick Road is a minor stop-controlled 
intersection with no mainline acceleration or decel-
eration lanes. One of the fatality accidents involved a 
vehicle stopped in the eastbound direction likely 
waiting to make a left-turn into Hemlick Road. The 
other two accidents were caused by drivers making 
“evasive maneuvers.” 
 
Intersection Safety Analysis 
 The summary of reported accidents associated 
with each state highway study intersection is shown 
in Table 4. Typically, any intersection with an acci-
dent rate greater than one accident per million enter-
ing vehicles (MEV) should be monitored to deter-
mine if improvements could be made to increase 
safety. 
 

 



 

 

 
 
 
 The historical accident rates suggest that there are 
three intersections which pose safety concerns within 
Sedro Woolley. The intersection with the highest rate 
(2.15) is at the SR 20/SR 9(south) intersection where 
sixty-three (63) percent are rear-end collisions. The 
main cause for a rear-end collision is traffic conges-
tion (vehicles following too closely). As noted previ-
ously, traffic operations at this location are congested 
associated with long queues extending back from the 
SR 20 and Cook Road/Ferry Street intersection. The 
Sedro-Woolley police department confirmed this and 
contributed these accidents to drivers following too 
closely. Congestion and associated rear-end colli-
sions and are most common at the other high acci-
dent rate intersections of SR 20/Metcalf Street and 
SR 20/SR 9(Township Street). Since 2003, the SR 
20/Metcalf Street intersection has had safety im-
provements that prohibits northbound left-turns, and 
provides a westbound left-turn pocket. 
 
 Within Sedro-Woolley, WSDOT has identified 
Hazardous Accident Locations (HALs) along SR 20. 
WSDOT identifies state highway HALs that meet 
certain criteria to identify potentially unsafe accident 

locations. The first HAL is SR 20 (mileposts 64.69 to 
64.90) between SR 9 (south) and Cook Road/Ferry 
Street intersections. The second HAL is at the SR 20 
and SR 9/Township Street intersection (mileposts 
66.08 to 66.14). As noted previously, both areas have 
a majority of rear-end accidents resulting from con-
gestion. 
 
Roadway Safety Analysis 
 The average accident rates were analyzed for both 
the SR 20 and SR 9 corridors to identify highway 
segments with potential safety problems. The results 
of the highway segment analysis are summarized in 
Table 5. The highway segments listed in Table 5 vary 
in length and traffic volume. To provide meaningful 
comparison, accidents along highway segments are 
typically analyzed in terms of accidents per million 
vehicle miles (acc/mvm) traveled. No universally 
accepted guidelines exist for identifying hazards 
based on accident rates for highway segments alone; 
however, WSDOT publishes average accident rates 
by roadway classification. Table 6 lists the average 
accident rates for highway segments based on func-
tional classification. 

 



 

 

 
 

 
 
 
 The WSDOT State Highway Log (2004) classifies 
SR 20 as an urban minor arterial and SR 9 as an ur-
ban collector within the city of Sedro Woolley. Just 
outside the city limits, SR 20 and SR 9 are classified 
as a rural minor arterial and a rural collector, respec-
tively. The historical accident data and existing 
highway classifications obtained from the WSDOT 
indicate that the accident rates for all three SR 20 
segments and the south SR 9 segment are above the 
average accident rate for a similar state facility. 
 
 Within Sedro-Woolley, WSDOT has identified 
High Accident Corridors (HACs) along SR 20 and 
SR 9. Like HALs, WSDOT identifies state highway 
HACs that meet certain criteria to identify potentially 
unsafe accident locations. The first HAC is along SR 
20 (mileposts 60.52 to 64.01) generally between Dis-
trict Line Road and Rhodes Road intersections. The 
second HAC is along SR 9 (mileposts 55.12 to 
55.89) generally north of the Skagit River to SR 20. 

As noted previously, both areas have a majority of 
rear-end accidents resulting from congestion. 
 
Pedestrian/Bicycle Safety 
 No section of the SR 20 or SR 9 corridor is cur-
rently listed as a High Pedestrian Accident Location 
(PAL) by WSDOT. Between 2001 and 2003, only 
one accident along the SR 9 corridor involved bicy-
clist, none involved a pedestrian. The bicycle acci-
dent occurred at the Rhodes Road intersection (MP 
55.57). 
 
 Seven accidents along SR 20 involved pedestrians 
or bicycles between 2001-2003. One of the seven 
involved a pedestrian, the rest involved bicycles. All 
but one of the seven accidents occurred between the 
intersections of SR 20/SR 9 and SR 20/Township 
Street. Five bicycle accidents were at or near inter-
sections: two occurred at the Ferry Street intersection 
(MP 64.9), one at the Puget Avenue intersection (MP 



 

 

65.65), and two more near the SR 9 intersection (MP 
66.08). The only pedestrian accident occurred at the 
SR 9 intersection as well. This intersection was iden-
tified as dangerous by the Sedro-Woolley school dis-
trict’s transportation department, who also identified 
SR 20 in town as a dangerous road segment. This is 
corroborated by the number of bicycle accidents oc-
curring within the downtown area. The other bicycle 
accident occurred just outside the city limits, between 
Carter Road and Carriage Court. 
 
Transit and Public Transportation Review 
 Sedro-Woolley transit and public transportation 
facilities are operated by Skagit Transit (SKAT) and 
include bus transit, carpooling and vanpooling, dial-
a-ride service, and park-and-ride lots. As of February 
2005, two transit routes provide weekday service 
within the Sedro-Woolley area. Skagit Transit also 
offers limited weekday and weekend service in the 
city through its dial-a-ride program. Additionally, 
Skagit Transit offers services to encourage carpool-
ing and vanpooling, including three park-and-ride 
lots within or near the city. 
 
Bus Routes 
 SKAT offers two bus routes through Sedro-
Woolley. Route 300 provides local service between 
Burlington and Sedro-Woolley. Route 717 provides 
commuter service between smaller Skagit river 
communities and Mount Vernon. Acting as Sedro-
Woolley’s transit hub, the Sedro-Woolley Food Pa-
vilion bus shelter is served by both routes. Transit 
service characteristics are summarized in Table 7. 

 
 Route 300 provides service along SR 20 between 
the Cascade Mall in Burlington and the Cascades Job 
Corps Center in Sedro-Woolley. The route operates 
from 7:00 a.m. to 8:45 p.m., though the times differ 
slightly according to route direction. Headways range 
from sixty (60) minutes during the p.m. peak hours to 
ninety (90) minutes during off peak hours. Average 
total daily ridership is approximately one hundred 
forty (140) persons per day for both directions, based 
on a yearly average of seven riders per hour of opera-
tion for both directions. 
 
 Route 717 operates as a commuter bus route with 
only one morning trip and one evening trip. The main 
purpose of the route is to provide Skagit river com-
munities (Sedro-Woolley, Lyman, Hamilton, Con-
crete, and Cape Horn) access to the Skagit Valley 
College area of Mount Vernon. With two exceptions, 
the routes are generally one-way: westbound from 
6:15 a.m. to 7:30 a.m. and eastbound from 5:30 p.m. 
to 6:50 p.m.. The first exception is in the morning, 
where patrons may catch this bus in Sedro-Woolley 
and ride non-stop to Cape Horn as the bus prepares 
for the morning run. The second exception is offered 
after the bus has finished its evening run, where pa-
trons may catch this bus in Concrete and ride non-
stop to the Cascade Mall in Burlington. Average total 
daily ridership is approximately thirteen (13) persons 
per day, based on a yearly average of twelve (12) 
riders per operating hour. 
 

 

 
 



 

 

 
Park & Rides 
 Three park-and-rides are located in and around 
Sedro Woolley. The SR 9/State Street park-and-ride 
located on the southwest corner accommodates 
twenty (20) vehicles. The SR 20/F&S Grade Road 
park-and-ride located on the northwest corner ac-
commodates approximately thirty (30) vehicles. 
South of the city and the Skagit River, the Sedro-
Woolley South park-and-ride along SR 9 accommo-
dates fifty-two (52) vehicles. Given the lot locations 
relative to bus routes, these park-and-ride lots pro-
vide services for vanpool and carpool patrons more 
than bus patrons. 
 
Vanpooling/Carpooling 
 To reduce the traffic volumes on Skagit County 
roadways, SKAT offers tools to encourage carpool-
ing and vanpooling. Carpooling and vanpooling ar-
rangements vary in cost and complexity depending 
on the number of persons involved. More informa-
tion can be found on Skagit Transit’s website 
(www.skat.org). 
 
Dial-A-Ride 
 Skagit Transit operates one dial-a-ride route 
within the city of Sedro-Woolley. The service is pro-
vided to persons with disabilities or conditions which 
prevent them from using the normal fixed-route ser-
vice. Dial-a-ride operates from seven a.m. to nine 
p.m. on the weekdays, with more limited service on 
the weekends. More information can be found on 
Skagit Transit’s website (www.skat.org). 
 
Pedestrian and Bicycle Facilities 
 The city’s roadways act as the primary facilities to 
accommodate pedestrians and bicyclists. Many of 
these roadways have sidewalks to accommodate pe-
destrians and the city has designated some roadways 
as formal bicycle routes. Along with a system of re-
gional trails, these facilities are used to promote non-
motorized travel within the city. 
 

Pedestrian Facilities 
 At this time, Sedro-Woolley’s pedestrian system 
consists primarily of sidewalks adjacent to streets. 
The highest concentration of available sidewalks is in 
the central business district and surrounding 
neighborhoods. These areas originally encompassed 
the urban area of the city when it was first incorpo-
rated. New developments in the northern part of the 
city also have sidewalks. Figure 9 in the Transporta-
tion Systems Plan section shows locations along the 
arterial roadway system where sidewalks currently 
exist. 
 
 The current minimum standard for the width of 
new sidewalks is four feet, although in many areas 
five-foot sidewalks are provided. Within the urban 
growth area, approximately forty (40) percent of lo-
cal streets have sidewalks on one or both sides. As 
development occurs within the city, property owners 
are required to dedicate right-of-way and construct 
sidewalks as part of frontage improvements or new 
roadways. Most of the roadways outside the central 
core area of the city, were built when the area was 
unincorporated Skagit County and were designed to 
rural arterial standards. No sidewalks exist on any of 
the rural roadways. 
 
Bicycle Facilities 
 There are limited formal bicycle facilities in Se-
dro-Woolley. The city roadway design standards 
identify that new arterials will include separate bicy-
cle facilities, as sidewalks are not a substitute for on-
street bicycle facilities. The city also has designated 
several roadways as bicycle routes to provide access 
to public building, parks, schools, and other trail and 
bicycle facilities. Many of the existing bicycle routes 
are shown in Figure 10 in the Transportation Systems 
Plan section. For the most part, bicyclists share the 
road with motorized traffic or use paved roadway 
shoulders, where available. Formal bike lanes are 
present on both sides of Cook Road within the city 
limits. 
 



 

 

 Two regional bicycle routes intersect within the 
city of Sedro-Woolley. These routes provide regional 
bike connections to the west and east. 
 
 �  Bayview to Sedro-Woolley: This route follows 

the old logging railroad grades from Bayview 
to Sedro-Woolley via the F&S Grade Road. 

 �  Skagit River: This route follows the SR 20 cor-
ridor from Concrete. It enters the city from the 
east on Hoehn Road then taking a turn onto 
Township Street, a turn onto Jameson Street, 
until finally turning south onto SR 9. 

 
Freight System 
 The arterial roadway system and the Burlington 
Northern and Santa Fe (BNSF) Railroad line provide 
for the movement of freight and goods through the 
city. Given its location along two state highways, 
Sedro-Woolley experiences a large amount of truck 
freight traffic. There are three regional freight corri-
dors that lead into and out of the city (SR 20, SR 9, 
and Cook Road). These roadway facilities, along 
with the BNSF railroad and other designated truck 
routes, serve both local and regional freight opera-
tions within the city. 
 
Truck Routes 
 The city has adopted a formal truck route plan in 
an effort to manage truck traffic within its city limits. 
City Municipal Code 10.20.030 designates the fol-
lowing roadways as truck routes within the city. 
 
 �  SR 20 and SR 9 
 �  West State Street, East State Street, and State 

Street 
 �  Township Street, Third Street, and River Road 
 �  West Nelson Street (west of Batey Road) 
 �  Batey Road 
 �  West Jameson Street and Jameson Street 

(Batey Road to Third Street) 
 �  West Ferry Street and Ferry Street 
 �  East Jones Road and West Jones Road 
 �  F&S Grade (West Jones Road to Borseth 

Road) 
 �  Cook Road 

 �  Sapp Road (south of East Jones Road) 
 �  Metcalf Street (north of Ferry Street) 
 �  Puget Avenue 
 �  Garden of Eden Road (F & S Grade Road to 

East Jones Road) 
 
 Several of the roadways have existing weight re-
strictions. Township, Moore and Bingham Streets are 
rated between three hundred thousand (300,000) and 
four million (4,000,000) tons but have seasonal 
weight restrictions. Portions of F & S Grade Road are 
also rated between three hundred thousand (300,000) 
and four million (4,000,000) tons, but do not have 
seasonal weight restrictions. West Nelson and 
Jameson Street (utilized by the sawmills), are rated 
one hundred thousand (100,000) to three hundred 
thousand (300,000) tons per year. Cook Road, on 
which truck traffic accounts for fourteen (14) percent 
of the total traffic, is rated four million (4,000,000) to 
ten million (10,000,000) tons from the western city 
limits to the intersection with SR 20 and is occasion-
ally subject to weight restrictions. 
 
 A total of five vehicle classification counts were 
performed along the corridors in 2005 in support of 
the WSDOT Freight Mobility Plan. These data were 
summarized previously in the Vehicle Classification 
Count section. The data collected was used as the 
basis for updating the WSDOT truck route classifica-
tions assigned to each facility. The data were col-
lected at the following locations: 
 
 �  SR 9 at northern city limits (MP 58.2) 
 �  SR 9 at southern city limits (MP 55.9) 
 �  SR 20 east of Fruitdale Road (MP 66.9) 
 �  SR 20 at western city limits (MP 63.7) 
 �  Cook Road east of Collins Road 

 
 Based on the WSDOT truck route classification 
definitions, each route was classified based on the 
estimated tons of freight per year each roadway 
served. Table 8 shows the resulting WSDOT truck 
route classifications based on the recent vehicle clas-
sification counts. 
 



 

 

 

 
 
 
 Table 8 indicates that all the major routes have a 
T-3 classification, with the exception of Cook Road 
with a T-2 classification. Most trucks heading to and 
from the west use Cook Road to bypass the conges-
tion along SR 20 through the city of Burlington. In 
addition, the Cook Road corridor provides a direct 
link to I-5. 
 
Railroad System 
 The railroad system within the city of Sedro-
Woolley is operated by BNSF Railroad. While the 
rail lines form a crossroads within the city, only the 
west and north lines are typically used. The south and 
east lines are used primarily for storage purposes. 
These west and north lines are part of a BNSF branch 
line from Burlington to Sumas at the US-Canadian 
border. Rail traffic is typically two freight trains per 
day, seven days a week. The daily train schedule is 
not set through Sedro-Woolley, but trains typically 
operate within the time periods of five p.m. to eight 
p.m. and midnight to four a.m. 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 
 



 

 

3.16 
 

TRAVEL FORECASTS AND 
ALTERNATIVES EVALUATION 

 
 To provide a framework for future transportation 
system needs, the plan must consider the transporta-
tion needs of future growth. The GMA requires that 
the transportation planning horizon be at least ten 
years in the future. The city of Sedro-Woolley se-
lected a 2025 horizon year. Year 2025 is consistent 
with the forecast year used in the Skagit council of 
government’s regional transportation model. It also 
provides a longer range look at the transportation 
system than city’s annual six-year Transportation 
Improvement Program (TIP). 
 
 Primary analyses of the 2025 traffic forecasts were 
initially based on the following travel forecasting 
assumptions: 
 
 �  City of Sedro-Woolley’s 2006-2011 TIP; 
 �  Skagit County’s 2006-2011 TIP; 
 �  WSDOT’s Highway System Plan (2003-2022); 
 �  City of Sedro-Woolley’s 2005 and 2025 land 

use data; 
 �  Skagit County council of government’s land 

use data. 
 
 Based on these assumptions, traffic forecasts were 
developed using Sedro-Woolley’s travel demand 
model. The model is a tool that is used to convert 
existing and future land uses into traffic volumes. 
Alternative improvement projects were evaluated in 
order to understand the effect they would have on 
travel patterns within the study area and their ability 

to resolve existing or future capacity and operational 
deficiencies. 
 
 The following provides an overview of the land 
use assumptions, travel demand model, baseline im-
provement project assumptions, and the alternatives 
analysis used in preparing the traffic forecasts. The 
draft framework of improvement projects and the 
resulting traffic forecasts are also presented. The 
draft framework of improvement projects identify 
specific improvements that were assumed to be nec-
essary by 2025 based on the alternatives analysis. 
The resulting traffic forecasts provide a technical 
basis for identifying the transportation improvement 
projects in the transportation systems plan. 
 
Land Use 
 Future transportation improvements recommended 
in the Transportation Systems Plan have been de-
fined to support Sedro-Woolley’s adopted Land Use 
Plan. Land use and socio-economic data were used to 
develop traffic forecasts for the study area. The base 
year (2005) and forecast year (2025) land use totals 
were compiled from data provided by the city of Se-
dro-Woolley and the Skagit County Council of Gov-
ernments (SCOG). The land use data provided by the 
SCOG was used for all areas outside the city and 
UGA. The County data were originally compiled for 
the SR 20 Corridor Study that was completed in 
2000. 
 
 Table 9 summarizes the 2005 and 2025 total num-
ber of dwelling units and employees by study area 
district (see Figure 4). These districts provide a sum-
mary of existing and forecasted land use patterns 
within the city and UGA. 
 

 



 

 

 
 
 
Household Growth 
 Table 9 summarizes the total number of house-
holds within the city and UGA for 2005 and 2025. 
The following summarizes key findings of the 
household growth. 
 
 �  Approximately four thousand three hundred 

fifty (4,350) dwelling units were in the city as 
of spring 2005. 

 �  Within the city and UGA, the number of 
dwelling units is forecast to grow by more than 
three thousand one hundred seventy-five 
(3,175) dwelling units, a seventy-three (73) 
percent increase between 2005 and 2025. 

 �  The largest numbers of new dwelling units are 
expected to be built in the northern part of the 
city and UGA. Approximately two thousand 
four hundred (2,400) new dwelling units are 
estimated to be constructed in this part of the 
city and UGA by 2025. 

 �  The southwest area of the city is expected to 
more than double from four hundred six (406) 
to eight hundred forty-two (842) dwelling 
units. 

 �  The CBD area of the city is expected to con-
tinue to be primarily commercial land uses 
with no residential growth. 

 �  The older neighborhoods of the city, primarily 
to the east and southeast of the CBD, are ex-
pected to grow by approximately thirty (30) 
percent in the number of new dwelling units by 

2025. Much of this development is assumed to 
be infill. 

 
Employment Growth 
 Existing and forecast employment within the city 
and UGA are also detailed in Table 9 and summa-
rized by study area district. Key findings related to 
employment growth include the following: 
 
 �  Total employment is forecasted to increase by 

a moderate twenty-seven (27) percent by 2025, 
from four thousand one hundred forty (4,140) 
to five thousand two hundred forty-five (5,245) 
employees. 

 �  Much of the employment growth is focused 
within the CBD and southwest area of the city 
with over a thirty (30) percent increase in the 
number of employees by 2025. 

 �  A majority of employment growth will be in 
the retail and service land uses with an in-
crease of more than six hundred (600) employ-
ees throughout the city over the next twenty 
(20) years. 

 �  Medical and office land use growth is targeted 
for the southwest district with approximately a 
thirty (30) percent increase in the number of 
employees by 2025. 

 



 

 

Figure 4 
Land Use by District 

 

 
 
 



 

 

Travel Forecasting Model 
 A travel demand forecasting model was devel-
oped and used to assist in defining future transpor-
tation system needs. The model was constructed to 
support the update of the 2005 transportation plan 
and Transportation Impact Fee Program. It is based 
on the Skagit County Council of Governments 
(SCOG) regional model, but is focused on the city 
of Sedro-Woolley and its UGA. The SCOG model 
was used as a starting point, and was modified and 
refined within the Sedro-Woolley study area in or-
der to reflect local travel patterns and future growth 
projections within the city. The model uses the 
VISUM software package and forecasts weekday 
p.m. peak hour traffic volumes based on the 2025 
land use forecasts. The model roadway network 
includes most arterial roadways within Skagit 

County. Within the city of Sedro-Woolley and its 
UGA, all local streets have also been included. 
 
2025 Baseline Transportation Improvements 
 The model was calibrated to match existing base 
year traffic volumes (2005) and then used to de-
velop a baseline 2025 traffic forecast. city, county, 
and state transportation improvement projects likely 
to be funded and built by 2025 were reviewed and 
included as appropriate in the future baseline 
model. The improvements were defined based on 
the city’s and county’s Transportation Improvement 
Program and the WSDOT Highway Systems Plan. 
Table 10 provides a description of the major base-
line transportation improvements included in the 
model. 

 

 
 
 After updating the travel demand model to in-
clude the baseline transportation projects, the 2025 
baseline traffic forecasts were prepared. The 2025 
baseline forecasts were used to determine where 
future operational and capacity deficiencies were 
likely to occur. Improvement alternatives were then 
identified and evaluated with the model to deter-
mine whether the projects addressed the future defi-
ciencies. The results of the alternatives analyses 
were used in developing a draft framework of im-
provements to be included as part of the recom-
mended 2025 transportation network. 
 
Alternatives Analysis 
 The evaluation of the baseline travel forecasts 
indicated a need for additional east-west capacity 
and circulation options within the city of Sedro-

Woolley. Options to address these issues ranged 
from adding more capacity along SR 20 to provid-
ing a new arterial circulation roadway on the north 
side of SR 20. These alternative roadway improve-
ments were evaluated using the city’s travel demand 
model. Separate model scenarios were created for 
each alternative to evaluate the shifts in traffic due 
to the proposed new roadway connection and/or the 
SR 20 widening projects. The alternatives analysis 
used the 2025 baseline model as a starting point. 
Results from each alternative model scenario were 
reviewed in order to understand whether the pro-
posed projects: 
 



 

 

 �  Provided congestion relief along adjoining 
roadways; 

 �  Attracted a significant amount of vehicle trips 
to justify the need for the project; 

 �  Reduced impacts on non-arterials; and 
 �  Supported future growth within the city and 

its UGA. 
 

 The alternatives analyses included an evaluation 
of the scenarios based on the projects listed in Table 
11. These alternative roadway projects would each 
provide additional capacity to serve the significant 
amount of residential growth forecast for the north-
ern part of the city. A summary of the results of 
each alternative is discussed below. 
 

 
 
 
Limited SR 20 Widening 
 Traffic forecasts were developed for an alterna-
tive scenario that widened SR 20 from three to five 
lanes from SR 9 on the west side of the city to Sapp 
Road. The roadway would be reduced to its current 
two-lane cross-section before reaching the existing 
railroad overpass. This alternative would also pro-
vide additional intersection capacity at the intersec-
tions with SR 9, Cook Road, and F&S Grade. 
While the roadway widening significantly improved 
the intersection operations at SR 9 and Cook Road, 
it moved the congestion problems farther east along 
SR 20 and created a difficult merging issue at the 
railroad bridge. In addition, a large volume of vehi-
cles were still shown to be using local streets to 
avoid congestion along SR 20. The limited widen-
ing of SR 20 does not sufficiently accommodate 
local and regional land use growth. Additional wid-
ening of SR 20 is needed to provide sufficient ca-
pacity to serve through traffic and high levels of 
growth in the northeast part of the city. 
 
Full SR 20 Widening 
 Based upon the traffic forecasts developed as 
part of the limited SR 20 widening alternative, the 
five-lane cross section was extended farther east 
along SR 20 to the intersection with Township 
Road (SR 9). Widening the highway through the 

core part of the city provided much more capacity 
to serve local and regional traffic. However, a large 
volume of vehicles were still shown to be using lo-
cal arterials as cut-through routes. Improvements at 
intersections along Ferry Street and State Street 
would be necessary to accommodate the cut-
through traffic caused by local and regional land 
use growth. In addition, residents on the north side 
of SR 20 would continue to rely on SR 20 when 
traveling to and from the west. The SR 20 widening 
alone provides needed congestion relief for the 
community for the short-term; however, it does not 
address capacity and circulation needs over the 
long-term to serve the northern residential areas of 
the city and regional growth. 
 
Full SR 20 Widening & Completion of Arterial 
Loop 
 The large amount of residential growth in the 
city over the next twenty (20) years results in more 
vehicles traveling to and from the employment cen-
ters to the west such as Burlington and Mount 
Vernon. This results in a high demand on east-west 
roadways such as SR 20 and Cook Road. To pro-
vide better circulation options and more east-west 
capacity within the city, a new roadway connection 
between Cook Road and Jones Road was evaluated. 
 



 

 

 The traffic forecasts and operations analyses in-
dicate that the new roadway would be needed in 
addition to the full SR 20 widening previously de-
scribed. The new roadway would reduce the need 
for further improvements to the SR 20/Cook Road 
intersection and several intersections in the CBD 
along Ferry Street and State Street. The new arterial 
connection would complement the Jones Road/John 
Liner Road extension project which will provide a 
new railroad underpass to connect the northwest 
and northeast neighborhoods. Residents in the 
northeast area of the city would have an alternate 
route to access Cook Road and SR 20, or to travel 
to the commercial areas in the southwest part of the 
city. 
 
Framework of Improvements 
 Based on the evaluation of the alternatives, the 
city of Sedro-Woolley established the basic frame-
work for the update of the transportation plan. The 
framework for the 2025 traffic forecasts is based 
upon the completion of the full SR 20 widening 
between SR 9 and Township Road and the new 
roadway connection between Cook Road and Jones 
Road. These new major roadway improvement pro-
jects form the backbone of the future transportation 
system within the city and are needed to serve the 
city’s twenty (20) year land use plan. The resulting 
2025 p.m. peak hour traffic forecasts and analyses 
are discussed in the next section. 
 
Traffic Forecasts and Analysis 
 The results of both the future baseline analysis 
and the alternatives analysis were used to develop 
the framework for the recommended transportation 
network and ultimately the transportation systems 
plan. A recommended transportation network 
model scenario was created to estimate forecast 
2025 traffic volumes within the city. The resulting 
2025 p.m. peak hour traffic forecasts are shown in 
Figure 5. The 2025 forecasts are compared to the 
existing 2005 traffic volumes. 
 
 The 2025 traffic volumes are estimated to in-
crease from 2005 traffic volumes on all the major 

routes entering the city. The most significant 
growth is estimated to occur along routes such as 
Cook Road, F&S Grade, SR 9 (south of the city), 
and SR 20 (east of the city). The traffic volume 
growth is the result of the high number of vehicles 
traveling between the commercial areas to the west 
(Mount Vernon and Burlington) and the existing 
and future residential areas within the city. In addi-
tion, about forty (40) percent of the traffic growth 
represents regional through-traffic, with no origin or 
destination within the city. As a result of local and 
regional land use growth, several of the major 
routes are anticipated to have more than a fifty (50) 
percent increase in traffic volumes over the next 
twenty (20) years. 
 
 



 

 

 
Figure 5 

Weekday P.M. Peak Hour Traffic Volumes 
 

 

 
 
 



 

 

 
 No widening on SR 20 between the city of Bur-
lington and SR 9 on the west side of the city was 
assumed to occur by 2025. As a result, SR 20 west 
of SR 9 is anticipated to have little growth in the 
next twenty (20) years because it is currently near-
ing its capacity. Traffic volumes are expected to 
only grow by fifteen (15) percent along SR 20 as it 
enters the city from the west. However, east of 
Cook Road, SR 20 is estimated to have a fifty (50) 
percent growth in p.m. peak hour traffic volumes 
due to the identified need for widening the highway 
to five lanes through the city. Much of the growth 
in traffic volumes along SR 20 through the city is 
due to the increase in traffic along other intersecting 
roadways such as Cook Road and SR 9. These other 
roadways are estimated to have a significant in-
crease in traffic volumes due to the fact that vehi-
cles switch to alternative routes to avoid congestion 
along SR 20 west of the city. 
 
 With the completion of the city’s arterial circula-
tion loop, most of the secondary arterials are ex-
pected to also see a large increase in traffic volumes 
by 2025. Forecast traffic volumes on Jones Road 
and John Liner Road will be between three hundred 
fifty (350) and four hundred fifty (450) vehicles per 
hour (vph) after completion of the Jones Road/John 
Liner Road extension project. Jameson Street and 
Rhodes Road traffic volumes will more than double 
to serve new development in the southern areas of 
the city. These roadways also will serve as alterna-
tive routes to avoid delays on SR 20. Fruitdale 
Road and McGarigle Road volumes more than dou-
ble, or in some cases triple, from 2005 traffic vol-
umes. The increase in traffic volumes along both of 
these corridors is the result of the significant resi-
dential growth that is expected in the northeast part 
of the city and UGA. 
 
 The new Trail Road extension project on the 
west side of the city, connecting Cook Road and 
Jones Road, is expected to attract in excess of one 
thousand (1,000) vehicles during the p.m. peak hour 

by 2025. Most of this traffic is associated with the 
residential growth in the northern parts of the city. 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 
 



 

 

3.20 
 

TRANSPORTATION SYSTEMS PLAN 
 

 The transportation systems plan provides a long-
range strategy for the city of Sedro-Woolley to ad-
dress current and forecast transportation issues and 
identified needs, implement transportation goals 
and policies, and realize the intent of the commu-
nity’s vision. The plan is based upon an analysis of 
the existing transportation system, forecasts of fu-
ture travel demands, the anticipated availability of 
resources, and the desire of the city of Sedro-
Woolley to create an efficient transportation system 
that puts a priority on community livability. The 
plan builds upon the city’s policies and standards 
and seeks to give specific shape to the city’s trans-
portation goals and vision. 
 
 The Sedro-Woolley transportation plan focuses 
on four components of the transportation system: 
 
 �  Streets and Highways 
 �  Pedestrian and Bicycle System 
 �  Public Transit and Travel Demand Manage-

ment 
 �  Waterborne, Rail, and Air Transportation 

 
 These are the basic elements of the transportation 
system upon which mobility within and through 
Sedro-Woolley depends. The core of the transporta-
tion systems plan covers street and highway im-
provements with a focus on the major corridors 
within the city. The street system serves the primary 
movement of automobiles and truck traffic. The 
street system also provides the framework for other 

travel modes in the community, including transit, 
pedestrian, and bicycle modes. 
 
Streets and Highways 
 Streets and highways serving Sedro-Woolley 
provide for the general movement of people and 
goods. They also serve other travel modes, includ-
ing pedestrians, bicyclists, and transit. The street 
and highway section identifies the functional road-
way system, roadway design standards, designated 
truck routes, and improvement projects and pro-
grams needed to maintain and expand the system. 
 
Functional Classification 
 Roadway functional classification provides for a 
hierarchy of roadways. These classifications also 
act as a guide for future development of the overall 
street system. The purpose of the functional classi-
fication plan is to provide a hierarchy of arterial and 
local streets. Arterial streets serve higher traffic 
volumes and may have few access points. Local 
streets provide neighborhood circulation and access 
to individual parcels. Collector streets link arterials 
and local streets and may provide access to individ-
ual parcels. A well-connected system of streets en-
hances overall mobility and facilitates greater op-
portunities for pedestrian and bicycle travel. 
 
 The city of Sedro-Woolley has classified its 
street system into four categories: principal arte-
rials, secondary arterials, collector arterials, and 
local access streets and has developed standards for 
each street type. A description of the roadway clas-
sifications are provided in Table 12. 
 

 



 

 

 
 
 
 The future demand for local circulation and re-
gional access support a need for changes in the clas-
sification of some of the streets in the system. Fig-
ure 6 shows the classification of existing and 
planned streets within the city and its UGA. The 
major changes in the roadway functional classifica-
tions from the previous transportation plan include 
the following: 
 
 �  Arterial Circulation Loop Roadways:  Ad-

dition of planned streets to complete the arte-
rial circulation loop. Each of the arterial loop 
roadways have been designated as secondary 
arterials. 

 �  Township Street: Designated the portion of 
Township Street between Jameson Street and 
State Street as a secondary arterial. This is 
consistent with the classifications of State 
Street, Jameson Street, and the northern por-
tions of Township Street. 

 �  Cook Road: Reclassified Cook Road as a 
principal arterial within the city since it 
serves as a regional connection between I-5 
and SR 20. In addition, it is identified as a T-
2 freight corridor by Skagit County and 
WSDOT, serving more truck traffic than both 
SR 20 and SR 9. 

 �  Jameson Extension: The proposed future ex-
tension of Jameson to connect between SR 9 
and Batey Road would become a secondary 
arterial, providing a direct east-west route in 
the south part of the city. At that time Batey 
Road and Nelson Street would be reclassified 
as local streets. The future extension of 
Jameson Street depends on future redevelop-
ment of the property in the corridor. 

 
 



 

 

 
Figure 6 

Roadway Functional Classifications 
 

 
 
 



 

 

 �  Rhodes Road: Designated the planned road-
way between SR 20 and Cook Road as a sec-
ondary arterial. Provides a needed arterial 
and circulation route between SR 20 and 
Cook Road. 

 �  Future Arterial between Cook Road and 
F&S Grade: Addition of planned long-term 
roadway connection outside the existing 
UGA. The roadway is not part of the current 
twenty (20) year plan; however right-of-way 
(ROW) preservation policies have been es-
tablished. As such, right-of-way preservation 
will meet secondary arterial roadway stan-
dards. 

 �  Wicker Road: Designated this corridor as a 
collector arterial because it serves over two 
thousand (2,000) daily vehicle trips and con-
nects the eastern UGA areas with the city. 

 �  Sapp Road: Between Reed Street and SR 9, 
this roadway is classified as a collector arte-
rial. This is consistent with the North Town-
ship Street Subarea transportation plan. It 
provides primary access to the northern 
neighborhoods of the city. 

 �  Future Collection Arterial to Service 
North UGA. New east-west collector arterial 
connection is needed to serve growth in the 
UGA north of Sapp Road. The collector arte-
rial will provide a primary intersection con-
nection to SR 9. It also will connect to Fruit-
dale Road. 

 �  E State Street and Fruitdale Road. The ar-
terial designation of these two roads has been 
extended to their intersection east and south 
of Railroad Avenue. 

 
 Overall, the changes reflect the city’s desired 
function of the streets and the existing and forecast 
traffic volumes. 
 
 Skagit County roadway classifications are also 
shown in Figure 6. All roadways outside the UGA 
are classified as either rural minor arterials or col-
lectors. These classifications are consistent with the 
WSDOT classifications for SR 20 and SR 9. SR 20 

is classified by WSDOT as a rural minor arterial 
(R2) and SR 9 is classified as a rural major collector 
(R3) outside of the city. 
 
Roadway Standards 
 The Public Works Construction Standards, with 
which all new development must comply, are de-
tailed in Ordinance No. 952. The standards include 
items such as right-of-way needs, pavement width, 
and type and width of pedestrian and bicycle facili-
ties. The standards are intended to support the city’s 
goals in providing adequate facilities to meet the 
mobility and safety needs of the community. The 
standards are intended to assist design professionals 
and developers for all new and reconstructed road-
ways and right-of-way facilities, both public and 
private, within the city. 
 
 These standards have been used as the basis for 
evaluation of the roadway system. Many existing 
roadways are not constructed to these standards. 
Roadways in the UGA are typically rural in nature 
with few urban features. Some of the major design 
guidelines are described in Table 12 for each road-
way type. Access conditions are outlined in the or-
dinance for each type of street. Standards common 
to all streets include the construction of curb and 
gutter and five-foot wide sidewalks on both sides of 
the street. 
 
Truck Routes 
 The city of Sedro-Woolley is expected to con-
tinue to have a large volume of trucking activity 
due to its location at the intersection of two state 
highways. In the future, it is projected that truck 
traffic will increase proportional to anticipated 
commercial growth. Most of the increase in truck 
traffic will be from local industry to support the 
increase in industrial and manufacturing land uses 
within the city. Surrounding forestry/agricultural 
uses will generate truck traffic as well. Overall, 
trucks are expected to comprise a lower percentage 
of the future traffic volumes due to much more sig-
nificant residential development over the next 
twenty (20) years. 



 

 

 
 Trucks have a significant impact on traffic opera-
tions, safety, and roadway maintenance. They also 
impact air quality and noise levels in the city. 
Therefore, the city has designated principal arterials 
and secondary arterials as truck routes. The primary 
routes for trucks traveling through the city are the 
two state highways (SR 20 and SR 9) and Cook 
Road. The other truck routes include the arterial 
circulation loop roadways and remaining secondary 
arterials. These routes provide connections from the 
surrounding land uses to the regional transportation 
system. 
 
 SR 20 and Cook Road are the only east-west ar-
terials for trucks heading between Sedro-Woolley 
and I-5. These routes also serve truck traffic head-
ing to or from the areas to the east of the city along 
the SR 20 corridor. The arterial circulation loop 
roadways and other secondary arterials will primar-
ily provide local access for trucks and should not be 
used as regional truck routes. If trucks have an ori-
gin/destination within the city, they should limit 
travel on non-designated streets to the shortest dis-
tance between the origin/destination and a desig-
nated truck route. 
 
Transportation Improvement Projects 
 Based on the evaluation of existing and forecast 
traffic volumes, traffic operations, safety, and con-
nectivity, a recommended list of transportation im-
provement projects and programs was defined. The 
projects and programs were organized into the fol-
lowing three categories: 
 
 �  State Highway Improvements 
 �  Arterial Improvements 
 �  Citywide Transportation Programs 

 
 Table 13 identifies each of the projects and pro-
grams. Figures 7 and 8 show the locations of state 
highway improvements and arterial improvements, 
respectively. 
 

 Table 13 provides a brief description of each pro-
ject including the roadway or intersection project 
limits, and a planning level description of the scope 
of work that is needed. A map identification num-
ber is also provided for referencing between Table 
13 and Figures 7 and 8. Table 13 also identifies if a 
project is currently in an agency’s Transportation 
Improvement Program (TIP). This is useful for 
identifying projects that may already be in planning, 
design, or construction phases. 
 
 



 

 

 

 
 



 

 

 

 
 
 



 

 

 

 
 



 

 

 
Figure 7 

State Highway Improvement Projects 
 

 
 
 



 

 

 
Figure 8 

Arterial Improvement Projects 
 

 
 
 
 Planning level cost estimates are also included 
for each project. The cost estimates were prepared 
based on typical per unit costs, by type of roadway 
and scope of the improvement. The cost estimates 
also include allowances for right-of-way acquisi-
tion, based on generalized needs to meet the city’s 
street standards. Adjustments to construction costs 
were included, as need, to reflect any specific im-
plementation issues such as environmental impacts 
or impacts on adjacent properties. The cost estimat-
ing worksheets are included in Appendix C set out 
at the end of this transportation element. 
 
 A relative priority and timing of each project is 
also included in Table 13. A relative priority of 
high, medium, or low was assigned to reflect the 
relative need of the project to address existing or 

forecast deficiencies. The priorities takes into ac-
count safety issues, the level of traffic and conges-
tion, non-motorized travel, connectivity, and main-
tenance needs. The map identification number does 
not reflect the relative need for a project, but simply 
provides a way to reference each improvement. 
 
 Each project also has been assigned a timing ho-
rizon of short (2006-2011), mid (2012-2018) or 
long (2019-2025). The timing takes into account the 
relative priority and the likely time needed to fund, 
design, and construct a project. It also takes into 
account when an improvement may be needed to 
support growth in the study area. For example, wid-
ening of SR 20 is very important, and a high prior-
ity project, for the city. However, it will be at least 
six years before funding, design and construction 



 

 

could be accomplished; therefore, it was assigned a 
timing of mid (2012-2018). 
 
State Highway Improvements 
 SR 20 carries the highest volume of traffic within 
and through Sedro-Woolley. It connects the city to 
I-5, Burlington, and Mount Vernon to the west. It 
also connects to the North Cascades Highway to the 
east. SR 9 also provides for regional traffic flows 
to/from and through Sedro-Woolley. The transpor-
tation plan identifies improvements to both state 
highways to meet existing and future travel de-
mands and transportation needs of the community. 
 
 SR 20 – The plan identifies several improvement 
projects along SR 20 within the Sedro-Woolley 
study area. The improvements are needed to im-
prove safety and traffic operations and add capacity 
along the state highway. The 2025 travel forecasts 
show a need/demand for widening SR 20 within the 
city to four lanes plus turn lanes at intersections. 
This is consistent with the Washington State High-
way System Plan (2003-2022). The widening would 
be phased, with the section from SR 9 to the Sapp 
Road as the initial phase. Widening of the highway 
east of Sapp Road will require constructing a new 
railroad bridge with a longer span to allow a five 
lane roadway crossing below the tracks. This will 
be an expensive project, given the need to maintain 
rail operations during the construction. This project 
is also needed to support trucks that travel through 
the corridor. The third phase of the major widening 
would be from the railroad bridge to SR 9 (Town-
ship Street). This could be completed with the wid-
ening of the railroad bridge. The final phase would 
include widening SR 20 to three lanes east of SR 9 
to Fruitdale Road. This improvement would also 
include urban design features such as curbs, gutters, 
and sidewalks. 
 
 Funding, design, and construction of the major 
widening projects will likely occur over the life of 
the plan. During the near-term, several intersection 
improvements are included in the plan to enhance 
safety and operations along SR 20. Improvements 

to the intersections of SR 20 with F&S Grade Road, 
Reed Street, Ball Street and Fruitdale Road are in-
cluded in the city’s current Six-Year TIP. Im-
provements to add a double left-turn lane are identi-
fied for the SR 20/Cook Road intersection. This 
improvement at the intersection of SR 20/Cook 
Road would likely be incorporated into the Phase 1 
widening of SR 20 between SR 9 and Sapp Road. 
The plan also identifies a need for improvements at 
the intersection of SR 20 with SR 9 to add turn 
lanes and improve signal operations. 
 
 SR 9 – Improvements are identified for SR 9 
both north and south of SR 20. North of SR 20, the 
transportation plan calls for rebuilding SR 9 (North 
Township Street) to a three-lane, secondary arterial 
standard. The improvement project which is in-
cluded in the city’s current TIP, includes bike lanes, 
curb, gutters, and sidewalks. This improvement 
would support growth within the city and forecast 
through traffic. In addition, the plan includes a pro-
ject to improve the intersection of SR 9/John Liner 
Road. This improvement could be a traffic signal 
with turn lanes or a roundabout. A roundabout may 
serve as a “gateway” to the city from the north. A 
design study would be needed to identify the most 
appropriate solution for this intersection based on 
traffic, costs and impacts. The improvement will 
support growth in the north part of the city and will 
be a key intersection with the future connection of 
Jones Road with John Liner Road. 
 
 South of SR 20, the plan includes intersection 
improvements at SR 9/Nelson Street and SR 9/ W 
State Street. Installation of traffic signals with turn 
lanes, or roundabouts would improve safety and 
operations. Roundabouts may serve as a gateway to 
the city from the south and help slow traffic speeds. 
A future design study would be needed to identify 
the most appropriate solution based on traffic flows, 
safety, casts, and project impacts. 
 
 The Washington State Highway System Plan 
(2003-2022) does not identify specific improve-
ments along SR 9 within Sedro-Woolley. However, 



 

 

the state Highway System Plan does identify a pos-
sible need to widen SR 9 to four travel lanes both 
north and south of the city. 
 
Arterial Improvements 
 Improvements are also needed on other arterials 
within the city and UGA to address existing defi-
ciencies and to support future growth. The im-
provements include upgrading and widening the 
arterials to city standards and developing a system 
of arterials to enhance mobility and circulation 
within and around the city. Many of the improve-
ments will provide a set of arterials that provide a 
circulation loop near the edge of the city. These will 
allow trips to more directly reach their destinations. 
Improvements are also identified for intersections, 
completion of sidewalks, or for major resurfacing. 
 
 Jones Road/John Liner Road/McGarigle 
Road –  Upgrading and connecting Jones 
Road and John Liner Roads comprise some of the 
major arterial improvements in the plan. When con-
structed, the set of improvements will provide an 
alternative to SR 20 for east-west traffic flows 
to/from the residential growth in the north part of 
the city. The improvements include constructing an 
under crossing at the railroad tracks and connecting 
the two existing arterials. The city and county are 
jointly funding improvements to McGarigle Road 
east of North Township Street (SR 9). This im-
provement will serve growth in the UGA. Com-
bined, the improvements will provide a secondary 
arterial route between F&S Grade Road to Fruitdale 
Road. 
 
 Fruitdale Road – Fruitdale Road serves as a 
north-south secondary arterial in the east part of the 
city. The plan calls for rebuilding the roadway to 
meet secondary arterial standards between 
McGarigle Road and Railroad Avenue. These pro-
jects would include improved facilities for non-
motorized travel that will be needed with higher 
traffic volumes. As part of that project, improve-
ments would include installation of a traffic signal 
at its intersection with SR 20. This will allow safer 

and easier access at the intersection for left-turning 
vehicles along SR 20 and traffic volumes at the 
Fruitdale Road approaches. 
 
 Rhodes Road/Jameson Street/Railroad Ave-
nue – Improvements are identified for Rhodes 
Road, Jameson Street, and Railroad Avenue to pro-
vide a secondary arterial serving east-west traffic in 
the south part of the city. These improvements 
would include upgrading the roadways to standards 
including turn lanes and improved non-motorized 
facilities. The plan calls for extending Jameson 
Street between Batey Road and SR 9 when (and if) 
the existing lumber business site is redeveloped. 
These improvements would provide a continuous 
secondary arterial route between Fruitdale Road and 
SR 20. 
 
 West Side Arterial Connections – To complete 
the arterial loop system, several new or improved 
connections are included in the plan. Project C-15, 
or otherwise referred to as the Rhodes Road exten-
sion, provides a north-south collector arterial route 
between SR 20 and Cook Road. The plan shows the 
route with a couple of 90 degree corners. A more 
direct route with horizontal curves meeting city de-
sign standards is desired and should be pursued as 
properties in the corridor are developed. 
 
 A new arterial in the Trail Road/Garden of Eden 
Road corridor is identified to serve traffic connec-
tions between Cook Road and Jones Road and is 
also needed to meet future transportation demands. 
This would reduce the need for local traffic to use 
SR 20 to access Cook Road to/from I-5. It also 
would provide improved connections for non-
motorized travel. 
 
 City Center Improvements – In addition to im-
provements to complete the arterial loop system, the 
plan includes projects to address needs on other 
arterials and intersection in the city. Improvements 
to upgrade South Township Street to arterial stan-
dards between the south city limits and SR 20 will 



 

 

serve existing and future growth in these residential 
areas. 
 
 The plan also includes projects to improve sec-
tions of Reed Street, 3rd Street, and State Street to 
improve traffic circulation, capacity, and safety. 
 
 The city also has identified improvements to 
widen F&S Grade Road to secondary arterial stan-
dards from SR 20 to the west city limits. This will 
serve increases in traffic to/from the city on F&S 
Grade Road which will occur as traffic volumes on 
Cook Road approach its capacity. 
 
Citywide Transportation Programs 
 In addition to specific capital improvement pro-
jects shown on Table 13 and discussed above, the 
plan includes Citywide Transportation Programs to 
address maintenance and operations, and miscella-
neous improvement needs. To maximize the use 
and efficiency of the existing and future transporta-
tion infrastructure, the city will continue to apply a 
systematic maintenance and overlay program. The 
program will be used to address pavement condi-
tion, street signing and markings, illumination, and 
traffic controls. 
 
 The plan also includes programs to address spot 
safety and operations issues on the state highways 
and other city arterials. These are needed to address 
issues that may arise prior to implementation of 
specific capital projects identified in the plan. This 
allows the city Engineer to better address specific 
needs over the life of the plan. 
 
Public Transit Plan and Transportation Demand 
Management Program 
 In order to provide a comprehensive transporta-
tion system, the city of Sedro-Woolley recognizes 
the importance of other modes of travel, such as 
public transit and transportation demand manage-
ment (TDM) programs. In general, these programs 
build on regional programs with some refinements 
to reflect the specific needs of the city. 
 

Transit Plan 
 Transit service in the Sedro-Woolley area is pro-
vided by Skagit Transit (SKAT). The Sedro-
Woolley transportation plan has been coordinated 
with Skagit Transit’s Six-Year Transit Develop-
ment Plan (TDP). The TDP provides a framework 
to guide SKAT’s service delivery through the next 
six-years. Transit service in Sedro-Woolley is fo-
cused on the SR 20 corridor which connects Sedro-
Woolley and communities to the east and west. SR 
20 also connects Sedro-Woolley to the rest of the 
region via I-5. As the population increases in and 
around Sedro-Woolley, increasing commuter traffic 
will increase the need for alternatives to the single 
occupancy vehicle. Transit service to Sedro-
Woolley’s three park & ride lots will become in-
creasingly important in providing commuters con-
venient access to transit and ridesharing alterna-
tives. 
 
 Investments in transit service and capital facili-
ties will be needed to accommodate the future de-
mands of a growing population in the Sedro-
Woolley area. The city encourages SKAT to con-
sider increasing service frequency of the two exist-
ing transit routes (300 and 717) as growth occurs. 
Increased service will make transit a more conven-
ient and attractive alternative to driving alone. In 
addition, the Sedro-Woolley transportation plan 
recommends the following transit improvements. 
 
 �  Regional Routes – Continue to create and 

enhance linkages to regional destinations. 
Improve connections to regional hubs, such 
as to the Amtrak Depot and Greyhound Bus 
Depot in Mount Vernon, as well as the Wash-
ington State Department of Transportation 
(WSDOT) Ferry Terminal in Anacortes. 
Changes to future routes should be consistent 
with the needs of the Sedro-Woolley com-
munity and should be based on a collabora-
tive route planning process involving the citi-
zens of Sedro-Woolley. 

 



 

 

 �  Transit Center – Consider developing a Se-
dro-Woolley Transit Center in the downtown 
area. Development of a transit center would 
provide an opportunity to consolidate the 
three existing park & ride lots into one cen-
tral and convenient location. 

 
 �  Carpooling and Vanpooling – Provide incen-

tives to encourage carpooling and vanpooling 
by Sedro-Woolley commuters. 

 
 �  Transit Accessibility – Improve access to 

transit for all users in compliance with the 
Americans with Disabilities Act (ADA) by 
evaluating accessibility to public transporta-
tion from future developments. 

 
 The city will continue to coordinate with Skagit 
Transit in the development of a convenient, inte-
grated, and efficient transit system that supports 
future growth in the city of Sedro-Woolley. 
 
Transportation Demand Management Program 
 In addition to improving the transit system, re-
ducing travel demand by supporting transportation 
demand management (TDM) programs is an effec-
tive component in the city’s comprehensive trans-
portation system. TDM programs consist of meas-
ures for reducing peak hour single occupancy vehi-
cle travel that are largely focused on major employ-
ers. The Washington Commute Trip Reduction Law 
(RCW 70.94.521) requires TDM performance tar-
gets for firms with over 100 employees. Coordina-
tion with regional agencies, such as Skagit County, 
Skagit Transit, and the Skagit Council of Govern-
ments (SCOG), will improve the effectiveness of 
the city’s TDM program in providing commuting 
alternatives to the citizens of Sedro-Woolley. 
 
 Sedro-Woolley will experience more urban lev-
els of development as a result of future growth in 
employment and households within the city. TDM 
programs provide effective strategies for reducing 
single occupancy vehicles during the commute 
hours in areas that are higher in density and more 

urban in character. TDM programs can also provide 
effective alternatives for smaller developing com-
munities such as Sedro-Woolley. Potential TDM 
strategies for Sedro-Woolley need to be regionally 
coordinated. The following strategies should be 
considered: 
 
 �  Encouraging car and van pools. Employer 

incentives for commuters to carpool and van-
pool can be in the form a financial incentive 
or as simple as reserved car and vanpool 
parking closest to the building. 

 
 �  Transit fare subsidies. Employer subsidies 

for transit passes provide an incentive for 
those who are able to commute by transit the 
incentive to do so. 

 
 �  Bicycle lockers/showers at work sites. Bi-

cycle lockers and shower facilities at work 
sites provide the means for workers to com-
mute by bicycle. 

 
 �  Telecommuting. The use of telecommunica-

tions technology can allow some employees 
to work from home. This reduces the need for 
travel to/from a work site for some work 
days. 

 
 �  Flexible work schedules. Flexible work hour 

schedules allow employees to adjust start/end 
times to accommodate carpools, vanpools, or 
transit options. Alternative work schedules 
may be used to reduce the number of days an 
employee commutes during peak travel peri-
ods. These programs help reduce the need for 
adding capacity to highways and arterials, 
and reduce the levels of peak hour conges-
tion. 

 
 �  Guaranteed ride home programs. Many 

commuters who have children or have unpre-
dictable schedules rely on their cars. This 
employer incentive provides the option of a 



 

 

guaranteed ride home in case of an emer-
gency or unexpected schedule change. 

 
Pedestrian and Bicycle Plan 
 The projects and programs presented in Table 13 
include pedestrian and bicycle facilities as part of 
the identified roadway improvements. Pedestrian 
and bicycle facilities promote mobility without the 
aid of motorized vehicles. A well established sys-
tem encourages healthy recreational activities, re-
duces vehicle demand on city roadways, and en-
hances safety within the community. The proposed 
facilities are needed to supplement the existing fa-
cilities and provide a more comprehensive system 
of facilities to accommodate non-motorized trans-
portation in the city and UGA. 
 
Pedestrian 
 Sidewalks, walkways, and trails are integral parts 
of the pedestrian system. The city desires to have 
sidewalks on both sides of the streets, unless special 
circumstances prevent it or topography or environ-
mental impacts make it cost prohibitive. Sidewalks 
should especially be located along streets providing 
access to the CBD, schools, parks, public buildings, 
and transit routes. 
 
 The major pedestrian system includes providing 
sidewalks along all classified arterials as shown in 
Figure 9. Much of the system will be constructed 
concurrent with future developments adjacent to the 
arterials or local streets and as part of the future 
roadway improvement projects. The Sidewalk Im-
provement Program is identified as an annual pro-
gram that will be used to construct key missing 
links. It will also fund repairs of existing sidewalks 
and other pedestrian improvements such as cross-
walks, ADA ramps, or signing. 
 
 Along with the system of planned and existing 
sidewalks, Skagit County has invested in two un-
used railroad corridors that could provide opportu-
nities for development as a series of regional trails 
to serve the Sedro-Woolley community. One trail 
includes parts of the abandoned BNSF line running 

north-south along SR 9 between Snohomish County 
and Sedro-Woolley. This will be an extension of the 
Centennial Trail in Snohomish County. The other 
trail includes the unused stretch of BNSF line link-
ing Sedro-Woolley and Concrete along the Skagit 
River. The city then envisions a trail along the op-
erational BNSF line that connects to the city of Bur-
lington and the city of Sumas to the north. This trail 
would convert a portion of the existing right-of-way 
to a trail. These proposed “rail” trails would be 
linked to the rest of the pedestrian system by side-
walks and other community trails as shown in Fig-
ure 9. 
 



 

 

Figure 9 
Major Pedestrian System Plan 

 

 
 



 

 

Bicycle 
 The bicycle route plan provides a system of road-
ways and trails to connect residential areas of the 
city with schools, parks, and employment centers. 
The bicycle routes and trails also serve recreational 
bike travel. The Sedro-Woolley bicycle plan is com-
prised of bicycle routes along arterials and local 
streets in the city. Bicycle routes are streets that are 
signed for bicycle travel and will occasionally have 
separate bicycle lanes or wide, paved shoulders to 
promote the safe and efficient movement of bicy-
clists. The city has identified that all arterials shown 
as bicycle routes should accommodate use by bicy-
cles, including possible striped bicycle lanes. How-
ever, it is recognized that most of the bicycle routes 
in the city will require bicyclists sharing the roadway 
with motorized traffic. 
 
 The major improvements for bicycle travel will be 
the completion of the trail projects discussed as part 
of the pedestrian system plan. Other significant im-
provements will be part of the arterial roadway pro-
jects. The existing and proposed bicycle routes and 
trails are shown in Figure 10. The Trail Road exten-
sion will provide a bicycle connection between SR 
20 and F&S Grade Road. This new route also pro-
vides a connection to the regional Bayview to Sedro-
Woolley bicycle route that follows an old railroad 
right-of-way along F&S Grade Road. Trail Road will 
also link up with bicycle improvements along Jones 
Road and John Liner Road. These roadway projects 
will provide important linkages for bicyclists head-
ing to/from the northern residential areas of the city 
and UGA. Together with the system of new trails, 
the existing and proposed bicycle routes will help 
complete a bicycle system throughout the city, with 
important connections to the regional system. 
 
Rail and Air Transportation 
 There are no airports within the immediate Sedro-
Woolley planning area. Regional air travel for Se-
dro-Woolley is provided by three airports within 
thirty (30) miles — Skagit Regional Airport, Ana-
cortes Airport, and Concrete Municipal Airport. 
Skagit Regional Airport, also known as Bayview 

Airport, is a general aviation airport operated by 
the Port of Skagit County and is located west of 
Burlington. Anacortes Airport is a general aviation 
airport operated by the Port of Anacortes. Concrete 
Airport operates charter service for business and 
tourist travel for eastern Skagit County. Other 
commercial air travel is provided from Bellingham 
International Airport (thirty (30) miles) and Seat-
tle-Tacoma International Airport (eighty (80) 
miles). 
 
 Rail passenger facilities and services are pro-
vided by Amtrak at Skagit Station ten (10) miles 
away in Mount Vernon. From Mount Vernon, Am-
trak provides service from Vancouver B.C. to 
Eugene, Oregon along the Amtrak Cascades route. 
 
 For freight, Burlington Northern Santa Fe 
(BNSF) Railroad is the major railroad that serves 
Skagit County. BNSF operates one mainline and 
two branch lines, and numerous active spurs in the 
western part of Skagit County which provides 
freight rail service with connectivity regionally, 
nationally, and internationally. The main switching 
yards for Skagit County are located in Burlington. 
 
 There is no waterborne transportation serving 
Sedro-Woolley. The transportation plan does not 
identify waterborne transportation as a component 
of the city transportation system. 
 



 

 

 
Figure 10 

Bicycle and Trail System Plan 
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3.24 
 

FINANCE AND IMPLEMENTATION 
PROGRAM 

 
 The list of transportation improvement projects 
must be funded and implemented to meet existing 
and future travel demands in and around the city of 
Sedro-Woolley. Estimated project costs and future 
revenues are presented and options to fund the pro-
jects are described. Implementation strategies are 
discussed and include items such as coordination 
with WSDOT and Skagit County to prioritize and 
fund regional highway and arterial improvements. 
Other strategies include strengthening the concur-
rency and transportation impact fee programs to en-
sure development helps fund transportation im-
provements necessary to support new growth. The 
implementation plan sets up the framework for the 
city to prioritize and fund the improvements identi-
fied in the transportation systems plan. 
 
Financing Program 
 The GMA requires the transportation element of 
the comprehensive plan to include a multi-year fi-
nancing plan based on the identified needs in the 
transportation systems plan. The financing plan is to 
be the basis of the annual Six-Year Transportation 
Improvement Program (TIP) that is required of the 
city. If probable funding is less than the identified 
needs, then the transportation financing program 
must also include a discussion of how additional 
funding will be raised or how land use assumptions 
will be reassessed to assure that the LOS standards 
will be met. Alternatively, the city can adjust its 
level of service (LOS) standards. 
 
 The transportation financing program becomes a 
subset of the city’s capital facilities plan (CFP) ele-

ment. The GMA requires the CFP element to in-
clude at least a six-year plan that finances capital 
facilities and identifies the sources of public 
money for the projects. 
 
 Based on the travel forecasts and the city’s LOS 
standards, the comprehensive list of transportation 
improvement projects was defined (see Table 13). 
Planning level cost estimates were prepared for 
each project and program. Analysis of the city’s 
capability to fund the projects was also conducted. 
This included review of existing and projected 
revenues and potential grants or other agency 
funding. In addition, the plan provides a strategy 
for adjusting the funding program over time if 
identified revenues fall short of expectations. 
 
Project Cost Summary 
 Table 13 summarizes the list of improvement 
projects and programs. Planning level cost esti-
mates are included for each project and program 
item. The cost estimates were derived based upon 
average unit costs provided by the city of Sedro-
Woolley and developed as part of other plans in 
the region. Table 14 provides a summary of the 
project cost estimates, by improvement category. 
The project costs assume that right-of-way will be 
needed for some projects to match the city street 
design standards. Table 14 also summarizes the 
estimated costs of citywide programs such as mis-
cellaneous safety, non-motorized, and street main-
tenance and overlay programs. All costs are pre-
sented in constant 2005 dollars. The detailed plan-
ning level cost estimating assumptions are summa-
rized in Appendix C set out at the end of this 
transportation element. 
 
 



 

 

 
 
 Approximately $84.3 million dollars (in 2005 
dollars) will be needed to fully fund the city’s iden-
tified transportation needs through 2025. Over 
eighty (80) percent of the costs will be needed in 
capital improvements to upgrade the state highway 
and arterial system serving the city and its UGA. 
The plan also identifies over $15.6 million dollars 
for maintenance, operations, street overlays, and 
miscellaneous sidewalk and safety improvement 
programs. An average of $4 million dollars per year 
(in 2005 dollars) would be required to fully fund the 
plan by 2025. 
 
 Over thirty-seven (37) percent of the $68.6 mil-
lion dollars in capital transportation improvements 
is needed for improvements to SR 20 and SR 9 in 
the study area. Of the twenty-six million dollars 
($26,000,000.00) in improvements to state high-
ways, almost twenty-one million dollars 
($21,000,000.00) is needed for improvements on 
SR 20. The SR 20 improvements include widening 
the state highway to add travel lanes within the city. 
These improvements would also include widening 
the existing railroad bridge to allow addition of 
travel lanes on SR 20. The remaining $5.2 million 
dollars in state highway improvements would be on 
SR 9 with the majority of the costs associated with 
SR 9 (North Township Road) north of SR 20. 

 
 The highest cost for arterial improvements in-
clude the rebuilding of Jones Road and John Liner 
Road and a new under crossing of the railroad 
tracks to connect these arterials. The improvements 
to this corridor account for twenty (20) percent of 
the non-state highway arterial improvements. 
 
 Development of the new arterials to serve the 
west part of the city also accounts for a significant 
portion of the arterial capital costs. A total of $3.3 
million dollars is included for development of new 
arterials between Cook Road and Jones Road in the 
vicinity of Trail Road and Garden of Eden Road. 
Between Cook Road and SR 20, the plan includes 
$1.2 million dollars for a collector arterial extension 
of Rhodes Road. Upgrading Rhodes Road to secon-
dary arterial standards between SR 20 and SR 9 
adds another $2.9 million dollars. 
 
 Over five million dollars ($5,000,000.00) is iden-
tified for improvements to McGarigle Road and 
Fruitdale Road in the northeast part of the city and 
UGA. Skagit County’s improvement to Hemlick 
Road, northeast of the city, accounts for another 
$4.7 million dollars of the total costs. 
 



 

 

 Most of the remaining costs for arterial im-
provements is associated with upgrading arterials 
and intersections in the residential areas south of SR 
20. Improvements to Jameson Street, Railroad 
Street, Fruitdale Road, South Township Road, and 
Reed Street account for nearly fourteen million dol-
lars ($14,000,000.000) or nearly seventeen (17) 
percent of the total program costs. 
 
Existing Revenues and Projections 
 The city of Sedro-Woolley utilizes a number of 
fees and tax revenues to construct and maintain 
their transportation facilities. The description of 
available funding sources and projected average 
yearly revenue is listed in Table 15. The revenue 
projections were estimated based upon the city’s 
2005 budget, historical revenues, and input from the 
city’s finance department. It is estimated that annual 
revenues will be approximately $1.05 million dol-
lars if an average of approximately three hundred 

twenty thousand dollars ($320,000.00) in grant and 
transportation impact fee funding is collected each 
year based on recent historical data. The largest 
revenue sources are the city’s general fund and fuel 
taxes. Appendix D set out at the end of this trans-
portation element includes a detailed summary of 
historical revenues used to estimate the future pro-
jections. 
 
 The annual revenues were used to provide a total 
estimate per revenue source over the life of the 
plan. All estimates are in 2005 dollars. Based on 
projected revenue from existing fund sources, ap-
proximately twenty-two million dollars 
($22,000,000.00) would be generated over the life 
of the plan. The existing revenues would be used to 
fund and implement a portion of the transportation 
systems plan and programs. 
 

 

 
 
 
Funding Options 
 Funding options include the use of existing reve-
nue sources such as motor vehicle fuel taxes and 
other city revenues identified in Table 15. Grant 
programs will continue to be another funding com-
ponent for the city. Developers will also continue to 
contribute through frontage improvements, envi-
ronmental mitigation, and transportation impact 
fees. To help cover the eighty-four million dollars 
($84,000,000.00) in total project costs, additional 
revenues will need to be generated from these 
sources or new sources. 
 

 Other agencies such as WSDOT will need to 
share in the cost of state highway improvements to 
meet regional transportation needs. The city and 
Skagit County also could continue to join together 
to fund transportation projects within the UGA. To 
generate more revenue, the city also could increase 
transportation impact fees further, require develop-
ers to contribute through SEPA or other mitigation 
programs, and seek additional grants. Even with 
increased fees or new revenue sources, several pro-
jects could be unfunded during the life of the plan. 
However, the plan will provide capacity for growth 
beyond 2025. 



 

 

 
Tax Revenues 
 The existing tax revenues identified in Table 15 
will need to be maintained as one source of revenue 
to fund transportation projects and programs. These 
revenue sources include the motor vehicle fuel 
taxes, property taxes, and other tax revenues that 
support the city’s general fund. These sources of 
revenue contribute approximately $15.1 million 
dollars over the life of the plan. An increase in tax 
revenues to support implementation of the plan is 
not assumed. The majority of the existing tax reve-
nue sources will be used for maintenance, or to pro-
vide the matching funds for grants or to complete a 
portion of the roadway widening projects not cov-
ered by other agencies or traffic impact fees. 
 
Grants 
 Over the past several years the city has secured 
grants for transportation improvements. Based on 
the recent grant revenues, this source would provide 
up to $4.3 million dollars in revenues to fund the 
plan. This estimate does not account for a joint 
county/city grant for improvements to McGarigle 
Road/Fruitdale Road. 
 
 Grant funding is typically tied to specific im-
provement projects and distributed on a competitive 
basis. Given the types and costs of improvements, 
the city will need to secure a higher level of grant 
funding in the future. Grants may be available for 
major improvements to SR 20, SR 9, and the John 
Liner/Jones Road corridor. The city and Skagit 
County also may be able to obtain grants for up-
grading arterials in the UGA, similar to the seven 
hundred sixty thousand dollars ($760,000.00) ob-
tained for McGarigle Road/Fruitdale Road im-
provements. The city also should seek grants for 
upgrading its older arterials such as Jameson Street, 
Rhodes Road, Railroad Street, and South Township 
Road. 
 
 Based on analysis of grant funding options, other 
funding sources and specific projects, a minimum 
of $13.1 million dollars in grant funding could be 

needed during the life of the plan. This equates to 
approximately six hundred twenty-five thousand 
dollars ($625,000.00) per year. Including the joint 
city/county grant for McGarigle/Fruitdale Road, 
this amount is relatively consistent with grant reve-
nues over the past couple of years. 
 
Other Agency Funding 
 The city will need to partner with WSDOT and 
Skagit County to fund and implement the transpor-
tation plan. SR 20 and SR 9 serve regional traffic, 
consistent with the designation as state highways. 
The travel forecasts indicate that approximately 
fifty (50) percent of the growth traffic on SR 20 and 
SR 9 is related to through traffic growth. Therefore, 
a significant portion of the funding of improve-
ments to the state highways should be allocated to 
WSDOT, Skagit County, or grant funding. 
 
 In addition, some of the transportation improve-
ments included in the plan are outside the city limits 
or are in recently annexed areas. These include the 
joint city/county project for McGarigle Road/ Fruit-
dale Road and Hemlick Road northeast of the city. 
Improvements to the Fruitdale Road, south of SR 
20, and the extension of Rhodes Road between SR 
20 and Cook Road also are partially located in un-
incorporated Skagit County. The city should con-
tinue to partner with the county to fund these types 
of joint projects. 
 
 Combined funding from WSDOT and Skagit 
County could approach twenty-three million dollars 
($23,000,000.00). Alternatively, the agencies could 
join together to seek additional funding through 
grants for these improvements. 
 
Transportation Impact Fees 
 The GMA allows agencies to develop and im-
plement a transportation impact fee (TIF) program 
to help fund some of the costs of transportation fa-
cilities needed to accommodate growth. State law 
(Chapter 82.02 RCW) requires that TIFs are: 
 



 

 

 �  Related to improvements to serve new devel-
opments and not existing deficiencies 

 �  Assess proportional to the impacts of new 
developments 

 �  Allocated for improvements that reasonably 
benefit new development 

 �  Spent on facilities identified in the CFP. 
 
 TIFs can only be used to help fund improve-
ments that are needed to serve new growth. The 
projects can include recently completed projects to 
the extent that they serve future growth and did not 
solely resolve existing deficiencies. The cost of pro-
jects needed to resolve existing deficiencies can not 
be included. 
 
 The city has previously developed and adopted a 
transportation impact fee program. The program is 
defined in Chapter 15 of the city’s Municipal Code. 
 
 A detailed evaluation of potential impact fee 
revenues was conducted as part of the 2005 trans-
portation plan. The analysis included the following 
tasks which are documented separately: 
 
 �  Identification of TIF eligible projects 
 �  Develop and define growth components of 

forecast traffic volumes 
 �  Develop and define districts or service areas 

for the city and UGA 
 �  Calculation of TIF rates for each district or 

service area. 
 
 Figure 11 shows the transportation projects iden-
tified as eligible for inclusion in the TIF program. A 
description of each project and the cost estimates 
are included in Table 13. 
 
 These improvements were identified as being 
needed to support growth, both in the city and by 
regionally generated traffic. 
 
 To meet the requirements of GMA, the travel 
forecasting model was applied to disaggregate the 
total travel forecasts into existing traffic and 

growth-related traffic. The model also was used to 
separate the growth traffic into trips that have either 
an origin or destination (or both) within the city, 
versus growth in through traffic. 
 
 The city and UGA were divided into 15 districts, 
as shown on Figure 12. The districts were defined 
to identify the proportional impact of growth from 
various parts of the study area. The districts were 
defined based on the type and amount of growth, 
the location of improvement projects, and travel 
patterns. The districts also consider the existing city 
limits and UGA boundaries. 
 



 

 

 
Figure 11 

Transportation Impact Fee Eligible Improvement Projects 
 

 
 

 
 



 

 

 
Figure 12 

Transportation Impact Fee Districts 
 

 
 
 



 

 

 If the maximum allowable fee is enacted, the 
revised impact fee program could generate up to 
twenty-nine million dollars ($29,000,000.00) over 
the life of the plan. The analysis resulted in a 
maximum TIF for each district service area. The 
TIF rates ranged from approximately three thousand 
dollars ($3,000.00) to over ten thousand two hun-
dred dollars ($10,200.00) per new p.m. peak hour 
trip. The calculated fee for a single citywide district 
would be almost five thousand dollars ($5,000.00) 
per new p.m. peak hour trip. The lowest fees would 
be for districts in the west part of the city including 
the central business district. The highest fees would 
be for developments in the east and north part of the 
city and UGA. This reflects the predominate travel 
patterns to/from the west, which results in new 
growth trips generated in the east and north parts of 
the city impacting more of the transportation im-
provements in the city than new developments in 
the west part of the city. 
 
 To reduce the transportation impact fees, the city 
Council directed staff to drop three improvements 
along SR 20 from the impact fee calculations. The 
three projects are listed as S5A, S5B, and S5C in 
Table 13 and on Figure 11. The projects would, 
however, remain as part of the city’s transportation 
plan. The three projects cover the widening of SR 
20 to five lanes between SR 9 and Township Road. 
This includes replacing the existing railroad over-
crossing to accommodate the widening of SR 20 
beneath the tracks. Removal of these three projects 
on the state highway off of the transportation im-
pact fee program results in a maximum revenue of 
$22.9 million dollars, a decrease of approximately 
six million dollars ($6,000,000.00). The resulting 
fees per new p.m. peak hour trip range from two 
thousand dollars ($2,000.00) to almost eight thou-
sand dollars ($8,000.00). The city will need to iden-
tify other funding sources to make up the differ-
ence. This could be through more funding through 
grants or other agencies or other development miti-
gation. The city will continue to review transporta-
tion impacts of new developments on these SR 20 
improvement locations and may require mitigation 

through SEPA, concurrency, or other conditions of 
approval. 
 
 The cost per new p.m. peak hour trip can be con-
verted into a mitigation cost per unit of new devel-
opment. This would be done based on trip genera-
tion rates as compiled in the latest edition of Trip 
Generation (Institute of Transportation Engineers, 
7th Edition, 2003). Adjustments would be made to 
account for “pass-by” trips. This provides the city a 
relatively simple tool for implementing the TIF. 
The TIF program would also need to provide for 
consideration of additional studies and/or data pro-
vided by the development applicant when determin-
ing the impact fee for transportation. 
 
 The program must allow developers to receive 
credits against the TIF if they are required to con-
struct all or a portion of system improvements to 
the extent that the required improvements were in-
cluded in the TIF calculation. Costs associated with 
dedication of right-of-way for improvements in-
cluded in the TIF also would be eligible for credits. 
 
 The city’s TIF program accounts for develop-
ments and transportation projects located within the 
unincorporated UGA. The city should work with 
Skagit County to develop agreements to apply the 
TIF to developments within the UGA and allocate 
the funds to implement the improvements within 
the study area needed to support the forecast 
growth. 
 
Other Developer Requirements 
 The city also has adopted specific development 
related requirements which will help fund the trans-
portation plan. These include frontage improve-
ments and mitigation under the State Environmental 
Policy Act (SEPA) or concurrency. 
 
 The city requires developments to fund and con-
struct certain roadway improvements as part of their 
projects. These typically include constructing abut-
ting local streets and arterials to meet the city’s de-
sign standards. These improvements can include 



 

 

widening of pavement, drainage improvements, and 
curbs, gutter, and sidewalks. Several of the projects 
identified in the plan could be partially funded and 
constructed as part of new developments. As noted 
above, to the extent that costs of a transportation 
improvement are included in the TIF then credits 
would be required. If the improvements to an abut-
ting arterial local street are not included in the TIF, 
then credits against the TIF would not be required. 
 
 The city also evaluates impacts of development 
projects under SEPA. The SEPA review may iden-
tify adverse transportation impacts that require 
mitigation beyond payment of the TIF. These could 
include impacts related to safety, traffic operations, 
non-motorized travel, or other transportation issues. 
The needed improvements may or may not be iden-
tified as specific projects in the transportation plan. 
As with frontage improvements, if the required im-
provements are included in the TIF, then the city 
must provide credits to the extent that the costs are 
included in the impact fee. 
 
 The city also requires an evaluation of transpor-
tation concurrency for development projects. The 
concurrency evaluation may identify impacts to 
facilities that operate below the city’s level of ser-
vice standard. To resolve that deficiency, the appli-
cant can propose to fund and/or construct improve-
ments to provide an adequate level of service. Al-
ternatively, the applicant can wait for the city, an-
other agency or another developer to fund im-
provements to resolve the deficiency. 
 
 As discussed under transportation impact fees, 
three growth-related improvement projects along 
SR 20 were dropped from the impact fee calcula-
tions. The city will continue to review transporta-
tion impacts of developments along this section of 
SR 20 and reserves the opportunity to require alter-
native mitigation through SEPA, concurrency, or 
other conditions of approval. 
 

Finance Strategy 
 Table 16 summarizes the financing strategy for 
the 2005 transportation plan. Two scenarios are pre-
sented. The first, or base scenario, reflects imple-
mentation of the maximum TIF. The second sce-
nario reflects the Council’s adoption of an interim, 
lower impact fee by taking three major projects 
along SR 20 out of the TIF. The SR 20 widening 
projects are still a key part of the transportation 
plan. To achieve a balance between revenues and 
estimated costs the plan identifies $15.1 million 
dollars in city funding. This would be held constant 
under either scenario. This represents approxi-
mately eighteen (18) percent of the total revenues. 
 
 Almost thirty-three million dollars 
($33,000,000.00) could come from developments 
through impact fees or other mitigation require-
ments. This represents almost thirty-nine (39) per-
cent of the total cost of the plan. As noted above, in 
November 2005, the city Council approved an up-
dated interim transportation impact fee that would 
generate approximately twenty-three million dollars 
($23,000,000.00) in revenues over the life of the 
plan. The adopted TIF did not include three major 
projects to widen SR 20 to five lanes. The city will 
seek additional grants or other agency funding for 
these projects to the state highway. The city may 
also impose additional mitigation through SEPA, 
concurrency, or other conditions of approval. This 
could increase the developer mitigation line item 
from $3.7 million dollars to six million dollars 
($6,000,000) or more. 
 
 Under the initial financing strategy, grants and 
other agency funding would account for $36.4 mil-
lion dollars of the $84.3 million dollars identified to 
implement the plan. This represents thirty-three 
(33) percent of total funding. Based on the city 
Council’s adoption of a reduced transportation im-
pact fee, at lease for an interim period, the city will 
likely need to obtain additional funding through 
grants or other agencies. An increase of approxi-
mately $3.9 million dollars or more in grants or 
other agency funding would likely be needed to 



 

 

offset the lower TIF revenues. This would be an 
increase of ten (10) to eleven (11) percent in 
grant/other agency funding. 
 
 Almost sixty-nine million dollars 
($69,000,000.00) of these revenues would be used 

for capital improvements on state highways or local 
arterials. The remaining $15.7 million dollars would 
be allocated to citywide programs, with thirteen 
million dollars ($13,000,000.00) used for mainte-
nance, operations, and street overlay programs. 
 

 
 

 
 

 
Reassessment Strategy 
 The financing strategy identifies a balance be-
tween revenues and expenditures over the life of the 
plan. However, the city is committed to reassessing 
their transportation needs and funding sources each 
year as part of their annual Six-Year Transportation 
Improvement Program (TIP). This allows the city to 
match the financing program with the shorter-term 

improvement projects and funding. The plan also 
includes goals and policies to periodically review 
land use growth, adopted level of service standards, 
and funding sources to ensure they support one an-
other and meet concurrency requirements. 
 



 

 

 In order to successfully implement the city’s 
transportation plan, the city will apply the following 
principles in its funding program: 
 
 �  As part of the development of the annual Six-

Year Transportation Improvement Program, 
the city will balance improvement costs with 
available revenues; 

 �  Review project design standards to determine 
whether costs could be reduced through rea-
sonable changes in scope or deviations from 
design standards; 

 �  Coordinate and partner with WSDOT and 
vigorously pursue grants from state and fed-
eral agencies to fund and implement im-
provements to SR 20 and SR 9. 

 �  Work with SCOG and Skagit County to de-
velop multi-agency grant applications for 
projects that serve growth in the city and its 
UGA; 

 �  Review funding strategy to see if the trans-
portation impact fees should be revised to in-
clude the three major widening projects on 
SR 20. 

 �  Review transportation impact fee revenues 
each year to determine whether the impact 
fees should be increased to account for pro-
ject cost increases; 

 �  If the actions above are not sufficient, con-
sider changes in the level of service standards 
and/or possibly limit the rate of growth in the 
city or UGA. 

 
Implementation Program 
 Implementation of the Sedro-Woolley transporta-
tion plan involves several strategies. These include 
partnering with other agencies to fund and construct 
the transportation improvement projects. The city 
also should consider re-prioritizing roadway pro-
jects as new funding sources become available or 
by focusing on areas most impacted by new devel-
opment. In addition, the city should continue to 
mitigate the impacts of traffic growth through the 
TIF, SEPA, Concurrency Management and other 

development conditions to ensure infrastructure is 
completed concurrent with new development. 
 
 The city will need to continue to coordinate and 
partner with WSDOT and Skagit County on trans-
portation needs within the city and its UGA. Wid-
ening of SR 20, including the railroad over-crossing 
is critical to the long-term transportation needs of 
the city. Roughly 50 percent of the traffic using SR 
20 within the city are regional through trips that do 
not have an origin or destination within the city. 
Improvements on SR 9, both north and south of the 
SR 20, are also important to serve regional traffic. 
The improvements to SR 9 and SR 20 also are im-
portant to serve movement of freight traffic. The 
city should work with WSDOT, Skagit County, and 
Skagit Council of Governments to seek grants, leg-
islative “earmarks” and other outside funding. The 
city and county would also contribute to these im-
provements through the application of impact fees 
or other local revenues 
 
 The city and county also should continue to part-
ner on arterial improvements serving growth in the 
UGA, similar to the McGarigle Road/Fruitdale 
Road improvement project. Together the agencies 
can increase the potential for grants for some of 
these projects. The city and county can also enter 
into agreements based on the updated TIF to have 
growth in the UGA mitigate its impacts the identi-
fied city and county arterials. 
 
Project Priorities and Timing 
 The city of Sedro-Woolley will use the annual 
update of the Six-Year Transportation Improvement 
Program (TIP) to re-evaluate priorities and timing 
of projects. Throughout the planning period, pro-
jects will be completed and priorities will be re-
vised. This will be accomplished by annually re-
viewing traffic growth and the location and inten-
sity of land use growth in the city and the UGA. 
The city will then be able to direct funding to areas 
that are most impacted by growth or to arterials that 
may fall below the city’s level of service (LOS) 
standards. The development of the TIP will be an 



 

 

ongoing process over the life of the plan and will be 
reviewed and amended annually. 
 
Concurrency Management and Development 
Review 
 Concurrency refers to the ongoing process of 
coordinating infrastructure needs with community 
development. This concept was formalized in the 
GMA to ensure that adequate public facilities are 
provided in concert with population and employ-
ment growth. For transportation facilities, the GMA 
requirement is fulfilled if the city’s LOS standards 
are met concurrent with the additional travel de-
mand generated by each succeeding development 
action. GMA defines concurrents as having projects 
or strategies in place within six years of the devel-
opment impact. 
 
 Concurrency determinations for the roadway 
network are closely linked with the city’s develop-
ment review process. As required by GMA, the city 
has adopted a Concurrency Management program 
for transportation. (Chapter 15.56 of the Municipal 
Code) 
 
 The city also reviews new developments under 
SEPA. As part of the SEPA review potential im-
pacts to the transportation are identified and mitiga-
tion may be required. The city also has adopted de-
velopment regulations and street standards that are 
applied to developments. 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 
 



 

 

3.28 
 

CONSISTENCY WITH OTHER AGENCIES 
 

 Implementation actions for transportation pro-
jects involve several agencies, each with different 
responsibilities and controls. A major focus of the 
GMA is to establish coordination among the re-
sponsible agencies and to increase the effectiveness 
of intergovernmental planning. The Sedro-Woolley 
transportation plan took into account planned im-
provements and policies of the Washington State 
Department of Transportation (WSDOT), Skagit 
Council of Governments (SCOG), Skagit County, 
Skagit Transit (SKAT), city of Mount Vernon, and 
the city of Burlington. Overall, the Sedro-Woolley 
transportation plan is consistent and supportive of 
these other transportation plans and policies. 
 
 The following summarizes the consistency of the 
Sedro-Woolley transportation plan with the state, 
regional, and county plans. 
 
Washington State Department of Transportation 
(WSDOT) 
 As required by the 1998 amendments to the 
GMA (HB 1487), the Sedro-Woolley transportation 
plan fully addresses the state highway system serv-
ing the city. 
 
 The state has adopted level of service (LOS) 
standards for Highways of Statewide Significance 
(HSS), establishing LOS D as the standard for HSS 
facilities in urban areas and LOS C for HSS facili-
ties in rural areas. The city’s standard of LOS D for 
SR 20 within the city is consistent with the State 
standard for HSS facilities in urban areas. The 
city’s standard of LOS C for SR 9 within the city is 
higher than the State’s and regions LOS D standard 
for SR 9. 
 
 The Washington State Highway Systems Plan 
(2003-2022) identifies possible widening of SR 20 
to four lanes both within the city of Sedro-Woolley 
and to the east. The State’s Plan identifies a need 

for further study. The travel forecasting and opera-
tions analyses conducted for the city’s transporta-
tion plan confirms the need to widen SR 20 to five 
lanes between SR 9 on the west and SR 9/Township 
Road on the east. The city’s Plan identifies a need 
for three travel lanes on SR 20 between Township 
Road and Fruitdale Road serving the east UGA. 
 
 The State Highway Systems Plan (2003-2022) 
calls for widening SR 9 to four lanes both north and 
south of the city limits. The city’s Plan only identi-
fies a need for three lanes between SR 20 and the 
north UGA limits. South of SR 20, the city’s plan 
identifies projects for several intersections to im-
prove traffic operations and safety. 
 
 In addition, the city and WSDOT have coordi-
nated on near-term modifications to traffic signal 
timing and coordination that were identified as part 
of this plan. WSDOT has agreed to implement tim-
ing changes and minor channelization improve-
ments to address existing operations issues in the 
SR 20 corridor. 
 
Skagit Council of Governments (SCOG) 
 SCOG prepared the Skagit Metropolitan Trans-
portation Plan (MTP) and Sub-Regional Transpor-
tation Plan (S-RTP) Update in 2005 that guides 
transportation improvements in Skagit County. The 
Skagit MTP/S-RTP combines the Metropolitan and 
Sub-Regional Transportation Plans, which are re-
quired by federal and state law. The SCOG plan 
includes a range of goals and policies related to 
transportation in the region. 
 
 The projects, programs, and policies of the Se-
dro-Woolley transportation plan support the goals 
and policies of the regional plan. The Sedro-
Woolley plan was developed with opportunities for 
public input and was coordinated with other agen-
cies. The plan also identifies improvements and 
policies to improve travel safety for all modes and 
connectivity of travel modes. 
 



 

 

 The Sedro-Woolley transportation plan coordi-
nates transportation and land use planning and iden-
tifies programs and policies to enhance use of other 
transportation modes, as identified in the regional 
plan. 
 
 The Sedro-Woolley transportation plan was pre-
pared using a travel forecasting model developed 
from and coordinated with the SCOG regional 
model. Outside of the city limits and its UGA, the 
city model is based on land use and transportation 
system assumptions from the regional model. 
Within the city, the city’s model is based on up-
dated land use data (consistent with the city’s land 
use element) and a refined transportation analysis 
zone system. These data are available to SCOG as it 
prepares its regional travel forecasts and transporta-
tion plans. 
 
 The city’s transportation plan identifies im-
provement projects that are generally consistent 
with the Skagit MTP/S-RTP Update (August 2005). 
The city’s transportation plan provides more detail 
which could be reflected in future updates of the 
regional MTP. 
 
Skagit County 
 Skagit County transportation and capital im-
provement plans were reviewed as part of the Se-
dro-Woolley transportation plan update. In addition, 
the city and county are partnering on several im-
provement projects in the UGA. The city and 
county are currently working together to fund and 
construct improvements on McGarigle Road and 
Fruitdale Road (see project C-16). The city’s Six-
Year TIP also shows some funding toward the 
county’s improvements to Hemlick Road at the east 
edge of the UGA. 
 
 The city and county are continuing to discuss 
joint regulations to apply to developments within 
the unincorporated UGA to ensure that the future 
transportation system can adequately support the 
growth projections. Application of street standards, 

impact fees and other development regulations are 
being addressed. 
 
 Figure 6 shows the city’s and county’s roadway 
functional classifications. The specific classification 
do not directly match due to the differences in ur-
ban and rural needs. For example, SR 20 is classi-
fied a principal arterial within the city and a minor 
arterial in the county. The principal arterial designa-
tion in the city is appropriate since SR 20 provides 
for through traffic and requires a higher standard. 
The county’s minor arterial classification is consis-
tent with the state highway classification system, 
since SR 20 does not carry as high of volume as 
many other state highways. Similar differences in 
nomenclature are shown for other city/county arte-
rial routes. The overall function of the routes in the 
city and county are, however, compatible. 
 
 Roadway improvement projects were included in 
the Skagit County’s Six-Year Transportation Im-
provement Plan (2006-2011) were reviewed and 
incorporated, as appropriate, into the city’s plan. 
The most significant improvement projects in the 
county’s TIP involving the city is the Fruitdale and 
McGarigle Road project, which will upgrade these 
roads to Sedro-Woolley standards. The city’s 
Transportation Plan also reflects county projects on 
Hemlick Road. The county TIP includes some fund-
ing for the city’s improvements at F&S Grade 
Road/SR 20. The city’s plan also is consistent with 
the county’s TIP in identifying a new arterial con-
nection between SR 20 and Cook Road. 
 
 The city plan also supports and incorporates 
connections to the regional trail system. These in-
clude developing trails along the railroad rights-of-
way. 
 
Skagit Transit (SKAT) 
 Skagit Transit provides transit service for Sedro-
Woolley. The Sedro-Woolley transportation plan 
acknowledges the need for coordination between 
the city and SKAT to work together to identify 
transit service improvements and strategies for serv-



 

 

ing growth in Sedro-Woolley, considering land 
uses, densities, cost of service, and revenues. The 
city has also identified policies to provide adequate 
streets and non-motorized facilities to support tran-
sit service in Sedro-Woolley. 
 
(Ord. 1554-06 § 3 (Exh. A)(part)) 
 



 

 

APPENDIX A 
 

LOS DEFINITIONS 
 

Highway Capacity Manual, 2000 
 

Signalized intersection level of service (LOS) is defined in terms of the average total vehicle delay of all 
movements through an intersection. Vehicle delay is a method of quantifying several intangible factors, includ-
ing driver discomfort, frustration, and lost travel time. Specifically, LOS criteria are stated in terms of average 
delay per vehicle during a specified time period (for example, the PM peak hour). Vehicle delay is a complex 
measure based on many variables, including signal phasing (i.e., progression of movements through the intersec-
tion), signal cycle length, and traffic volumes with respect to intersection capacity. Table 1 shows LOS criteria 
for signalized intersections, as described in the Highway Capacity Manual (Transportation Research Board, Spe-
cial Report 209, 2000). 

 
 

Unsignalized intersection LOS criteria can be further reduced into two intersection types: all-way stop-
controlled and two-way stop-controlled. All-way, stop-controlled intersection LOS is expressed in terms of the 
average vehicle delay of all of the movements, much like that of a signalized intersection. Two-way, stop-
controlled intersection LOS is defined in terms of the average vehicle delay of an individual movement(s). This 
is because the performance of a two-way, stop-controlled intersection is more closely reflected in terms of its 
individual movements, rather than its performance overall. For this reason, LOS for a two-way, stop-controlled 
intersection is defined in terms of its individual movements. With this in mind, total average vehicle delay (i.e., 
average delay of all movements) for a two-way, stop-controlled intersection should be viewed with discretion. 
Table 2 shows LOS criteria for unsignalized intersections (both all-way and two-way, stop-controlled). 

 

 
(Ord. 1554-06 § 3 (Exh. A)(Appx. A) 



 

 

APPENDIX B 
 

SR 20 CORRIDOR SIGNAL SYNCHRONIZATION 
 

To: Rick Blair, P.E. 
  City of Sedro-Woolley 
Date:  April 26, 2005 
From:   James Webb 
  Larry Toedtli, P.E. 
  TG: 04143.00 
 
Subject: Sedro Woolley Transportation Plan Task 2C – Evaluating Signal Timing on State Highways 
 
 The purpose of this memorandum is to present the findings of an analysis conducted to identify potential im-
provements to traffic operations along the SR 20 corridor through the City of Sedro-Woolley. The results can be 
used in discussions with WSDOT for short term improvements or adjustments to enhance traffic flow in Sedro-
Woolley. In addition, we will incorporate the results, as appropriate, into the update of the City’s Transportation 
Plan. 
 
Project Description 
 As requested by the City, analyses of the traffic operations of signalized intersections along SR 20 were con-
ducted. The analyses focused on the weekday, PM peak hour conditions, and evaluated several options to im-
prove operations along the SR 20 corridor. 
 
Study Corridor 
 SR 20 links the City of Sedro-Woolley with I-5 and Burlington to the west and the Cascade Mountains to the 
east. Within the City, it is two- to three-lane principal arterial with a 35 mph posted speed limit. Outside the City 
on the west and the east, the posted speed limits are 50 mph and 55 mph, respectively. State maintained traffic 
signals control SR 20 intersections with Rhodes Road, State Street (Trail Road), SR 9, Cook Road (Ferry Street), 
and Township Street (SR 9). This analysis focuses on the SR 20 corridor intersections with Rhodes Road, State 
Street, SR-9, and Cook Road. The signalized intersection of SR 9 and State Street was also included in the 
analyses. 
 
 Traffic operations were evaluated based upon the LOS (level of service) methodologies of the Highway Ca-
pacity Manual (HCM) (Transportation Research Board, 2000). Criteria range from LOS A, indicating free-flow 
conditions with minimal vehicle delays, to LOS F, indicating extreme congestion with significant vehicle delays. 
At signalized intersections, LOS is defined in terms of average delay per vehicle. At unsignalized intersections, 
LOS is measured in term of the average delay per vehicle and is typically reported for the worst traffic move-
ment rather than for the overall intersection. 
 
LOS Standard 
 The 2003 Sedro-Woolley comprehensive plan update (Table T-1), identifies LOS standards by roadway func-
tional classification. The level of service standard is LOS D or better on principal arterials (SR 20). The LOS 
standard is measured using methodologies identified in the HCM. 
 



 

 

Existing Traffic Volumes and Operations 
 Intersection LOS, queuing, and progression analysis was performed for study intersections based on summer 
2004 PM peak hour conditions. The signal timing information used in the analysis was provided by WSDOT. 
The signals currently operate with cycle lengths of between 100 and 150 seconds during the weekday PM peak 
hour. The existing signals along SR 20 and SR 9 in Sedro-Woolley are not coordinated. 
 
Existing Traffic Volumes 
 PM peak hour traffic volumes were obtained from Skagit County, WSDOT, and recent counts. New daily and 
PM peak hour traffic counts for most arterial roadways and intersections were collected in January 2005. The 
new counts were compared to WSDOT traffic counts collected from June 2003 and 2004 to assess seasonal 
variation (see discussion below). With this seasonal information, the new January counts were adjusted to reflect 
higher summer traffic volume conditions. To present a more conservative analysis, the higher summer volumes, 
shown in Attachment A, were used in evaluating traffic operations along SR 20 in Sedro-Woolley. 
 
 Traffic on state highways in Sedro-Woolley vary significantly throughout the year because of the annual win-
ter closure of SR 20. SR 20, or the North Cascades Highway, is closed every winter forcing SR 20 traffic to shift 
to the US 2 corridor to the south. To establish a seasonal adjustment factor, summer traffic volumes were 
compared to January 2005 counts conducted as part of the City’s Transportation Plan Update. Adjustment fac-
tors were calculated at three locations for the PM peak hour and were averaged together, weighted by the winter 
volumes. The resulting adjustment factor indicates that summer PM peak hour traffic volumes on state 
routes within the City are approximately 14 percent higher than winter volumes. This is consistent with a 
WSDOT seasonal adjustment factor of 14 percent for daily highway traffic volumes through Sedro-Woolley. 
 
 The operational analyses summarized in this memo are based on summer traffic conditions. January 2005 
peak hour counts along state highways were increased by 14 percent to estimate summer traffic levels. Since the 
analysis is based on these higher summer traffic volumes, the analysis provides a conservative assessment of 
traffic operations in the City. Operations during the rest of the year, when traffic volumes are lower, would rep-
resent an improvement over this analysis. Attachment A summarizes the traffic volumes used in the analysis. 
 
Intersection LOS 
 As shown in Attachment B, based on HCM methodology, the PM peak hour traffic operations for all signal-
ized study intersections operate within the City’s standard at LOS D or better. 
 
 The HCM methodology and Synchro software do not account for delays associated with traffic queues ex-
tending into upstream intersections. Field observations indicate that due to the close spacing of the SR 20 inter-
sections with Cook Road and SR 9, PM peak hour vehicle queues in the eastbound directions impact the opera-
tions of 
the upstream intersections. 
 
 In addition to the overall intersection LOS results reported in Attachment B, the HCM calculated levels of 
service were also reported for the individual movements on both the SR 20 and side street approaches to study 
intersections. As shown in Attachment B, all movements at study intersections currently operate at LOS C or 
better based on HCM methodology. The exception is at the Cook Road intersection where the westbound left-
turn and southbound through/right-turn movements operate at LOS D, and the eastbound through, northbound 
left-turn, northbound through/right-turn, and southbound left-turn movements operate at LOS E. This analysis 



 

 

does not account for delays associated with traffic queues extending into upstream intersections. Again, field 
observations indicate that due to the close spacing of the SR 20 intersections with Cook Road and SR 9, PM 
peak hour vehicle queues in the eastbound directions impact the operations of the upstream intersections, result-
ing in additional delays and decreased levels of service. 
 
Vehicle Queuing 
 An analysis of vehicle queuing was also conducted as part of the analysis of conditions with the implementa-
tion of intersection coordination. The results of the analysis are included in Attachment C. Locations where the 
95th percentile queue lengths exceed available storage are indicated by an asterisk and are described below: 
 

• At the intersection with State Street, the northbound left-turn queue (225 feet) exceeds the available 
storage length (175 feet) by approximately two vehicle lengths (50 feet) 

 
• At the Cook Road intersection, the eastbound through queue exceeds the available storage length by ap-

proximately 325 feet, and extends through the adjacent intersection with SR 9. This degrades intersec-
tion operations at both intersections below those reported in Attachment B. 

 
•  The northbound and southbound left-turn queues at the Cook Road intersection also exceed the avail-

able storage. The northbound queues exceed available capacity by approximately 80 feet and the 
southbound queue extends up to 350 feet beyond the available storage length. This results in through 
vehicles being blocked on the northbound and southbound approaches to the intersection which further 
degrades intersection operations compared to the calculated HCM results. 

 
•  At the intersection of SR 9 with State Street, the westbound left-turn queue exceeds the available stor-

age by 25 feet during the weekday PM peak hour. 
 
Progression 
 The signalized intersection along SR 20 currently operates without coordination. As such progression along 
the SR 20 corridor is not currently optimized. Overall, travel speeds along SR 20 between Rhodes Road and 
Cook Road are estimated at 20.7 mph in the eastbound direction and 20.4 mph in the westbound direction. The 
travel speeds were calculated using the Synchro software package which calculates arterial operations consistent 
with HCM methodologies. 
 
Evaluation of Alternative Timing and Improvement Strategies 
 As reported above, existing traffic operations during the PM peak hour are calculated to operate at acceptable 
levels of service based on the HCM. The HCM methods do not account for the impacts of traffic queues, which 
exceed available storage distances. The traffic queues result in traffic blocking adjacent intersections which in-
creases delays and poses traffic safety issues. 
 
 In order to reduce the impacts of traffic queues on operations and safety, several signal timing and improve-
ment strategies were evaluated. The strategies included: 
 

• Coordination of the SR 20 signals 
 
• Signal timing adjustments to minimize SR 20 queue impacts 



 

 

• Coordination of SR 20 signals with changes in channelization 
 

 The purpose and results for these alternatives are discussed below. 
 
Alternative #1 – Coordination 
 Signal coordination provides a means by which the sequence (beginning and ending) of the green signal phase 
is established along a series of traffic signals to allow for the uninterrupted flow of traffic between these traffic 
signals. Signal coordination is most typically used along heavily traveled arterial streets with a frequent presence 
of traffic signals, such as the SR 20 corridor. 
 
 The goal of signal coordination is to allow the greatest number of vehicles to travel through a corridor with 
the fewest stops in a safe and efficient manner. It would be ideal if every vehicle entering a corridor could pro-
ceed without stopping. This is not possible, even in the most well designed system. Therefore, with signal coor-
dination, the major street movements (SR 20) are given precedence over the minor side street movements. 
 
 The benefits of coordination are a reduction in overall stops and travel delays, the ability to allow large groups 
of vehicles to efficiently flow through a series of traffic signals without stopping. The reduction in the number of 
stops also reduces vehicle emissions and thus improves air quality. The main disadvantage of signal 
coordination is that side street traffic typically experiences a longer wait time. 
 
 In the development of a coordinated signal timing plan, the competing interests of providing continuous flow 
of traffic on the arterials, providing adequate time for pedestrians to cross the street, and minimizing the wait 
time for side street traffic must all be accounted for. 
 
 For the purposes of Alternative #1, the following changes from existing conditions were assumed: 
 

• The installation of a physical connection (interconnection) between the closely spaced intersections 
along SR 20 (Rhodes, Trail, SR 9 and Cook) and with the SR 9/State Street intersection, which allows 
the signals to be coordinated. While this interconnection is already in place for the SR 20 intersections, 
it is not currently being utilized. 

 
• A cycle length of 120 second for all signals, which is based on the calculated optimized cycle length for 

the Cook Road intersection. 
 
 The pedestrian-only signal phase at the SR 9/SR 20 intersection would not be activated during most signal 
cycles. Therefore, the pedestrian-only signal phase was not included in the evaluation of signal coordination. It 
should be noted that when this phase is activated during the PM peak hour, coordination may be disrupted for a 
short period of time following the pedestrian phase while the adjacent signals adjust until coordination is re-
gained. 
 
Intersection LOS 
 Attachment B summarizes the results of the LOS analysis with signal coordination along SR 20. The existing 
LOS results for comparison purposes are also included. As shown in Attachment B, based on HCM methodolo-
gies, the implementation of signal coordination along SR 20 would not result in any significant changes to inter-
section LOS or delay at intersections along the corridor. 



 

 

 As previously noted, the main disadvantage of signal coordination is that side street traffic typically experi-
ences higher delays as a result of improvements to operations on the primary arterial highway. The results of the 
LOS analysis for both the main street and side street approaches to study intersections are also summarized in 
Attachment B. 
 
 As shown Attachment B, the implementation of coordinated signal timing, while maintaining overall intersec-
tion operations and improving main street operations, would result in increased side street vehicle delays at the 
majority of study intersections which are a result of improvement to mainline operations. As shown in Attach-
ment B, the eastbound and westbound (SR 20) movements operate at LOS C or better at all study intersections 
(with the exception of the eastbound through movement at Cook Road which operates at LOS D). For the major-
ity movements this represents an improvement of at least one level of service grade compared with existing con-
ditions (unless the movement was already operating at LOS A). 
 
 Conversely, for the side street approaches to study intersections (northbound and southbound movements 
shown in Attachment B), the LOS can be seen to degrade at the majority of locations compared to existing con-
ditions. The following movements would degrade to LOS E or F for this alternative compared with existing con-
ditions: 
 

• The northbound left-turn at the State Street intersection would degrade from LOS C to LOS E. 
• The northbound left-turn at the SR 9 intersection would degrade from LOS B to LOS E. 
• The northbound left-turn and through/right-turn movements at the intersection with Cook Road would 

continue to operate at LOS E, while the southbound left-turn movement would degrade from LOS E to 
LOS F. 

• The northbound through/right-turn movement at the SR 9/State Street intersection would degrade from 
LOS C to LOS E. 

 
Queuing 
 An analysis of vehicle queuing was also conducted as part of the analysis of conditions with the implementa-
tion of intersection coordination. The results of the analysis are included in Attachment C. As shown in Attach-
ment C, for the majority of the movements at study intersections, when compared to existing conditions, the 95th 
percentile vehicle queue lengths are expected to change by less than 50 feet (two vehicle lengths). The following 
identifies key findings: 
 

•  At the SR 20/Rhodes Road and SR 20/State Street intersections, the eastbound through movements 
which would be reduced by 100 feet. 

 
•  At the SR 20/Rhodes Road intersection, the westbound through/right-turn queue is anticipated to in-

crease by 75 feet to 375 feet. No impacts at adjacent intersections would result from the longer queue. 
 
•  At SR 20/SR 9, the eastbound through vehicle queue is reduced from 350 feet to 25 feet, while the 

northbound through/right-turn queue would now extend for 75 feet. 
 
•  At SR 20/Cook Road, the eastbound through queue would be reduced by 100 feet, and the southbound 

left-turn queue by 125 feet. These queues would continue to exceed the available storage length, al-
though the impacts would affect fewer signal cycles during the PM peak hour. 



 

 

 
•  At the Cook Road intersection, the northbound and southbound left-turn queues would both be shorter 

than for existing conditions, but would continue to exceed available storage lengths and continue to 
block through vehicles. 

 
•  At the SR 20/State Street intersection, the northbound left-turn queue would be reduced from 225 feet to 

175 feet, which would be able to be accommodated within the available storage length. 
 
•  At the SR 9/State Street intersection, the westbound left-turn queue would continue to extend for 100 

feet, while the northbound left-turn queue would increase from 125 feet to 150 feet to now exceed the 
available storage by 25 feet. The northbound through/right turn queue would increase by 75 feet for a 
total distance of 425 feet. The available storage length would accommodate this increase. 

 
Progression 
 The implementation of signal coordination along the SR 20 corridor will provide progression between the 
signalized intersections. This in-turn will reduce travel times and improve travel speeds along this section of SR 
20. Coordination of the signal system is anticipated to result in a 12 percent improvement in speed/reduction in 
travel time in the eastbound travel direction, and a four percent improvement/reduction in the westbound travel 
direction. This results in estimated travel speeds of 24.5 mph in the eastbound direction and 21.5 mph in the 
westbound direction. The improvements in the westbound (off-peak) direction are less than those for the east-
bound direction due to better westbound operations under the existing signal timing. While progression may be 
further improved slightly if northbound SR 9 right-turn on red movements were prohibited, this restriction would 
provide only a small benefit and could be difficult to enforce consistently. 
 
Conclusion 
 Coordination of the signalized intersections along the SR 20 corridor would improve PM peak hour opera-
tions, through reductions to vehicle delays at intersections and overall reductions in travel times through the cor-
ridor. Improvements would be focused on mainline operations at the expense of operations on the side street ap-
proaches to the corridor. However, coordination alone does not realize significant improvements to vehicle 
queue lengths at the Cook Road intersection, where the eastbound through queue would continue to extend 
through/beyond the adjacent SR 9 intersection. 
 
Alternative #2 – Minimize SR 20 Queue Impacts 
 Alternative #2 builds from Alternative #1. The difference is that rather than optimizing signal timing along 
the corridor (Alternative #1), the signal timings used in Alternative #2 were manually adjusted to provide suffi-
cient green times to the reduce vehicle queues on SR 20 to levels which can be accommodated within existing 
storage lengths. However, these improvements were achieved by taking green-time away from the side street 
movements. 
 
 For the purposes of Alternative #2, the following changes from existing conditions were assumed: 
 

•  The installation of a physical connection (interconnection) between the closely spaced intersections 
along SR 20 (Rhodes, Trail, SR 9 and Cook) and with the SR 9/State Street intersection, which allows 
the signals to be coordinated. While this interconnection is already in place for the SR 20 intersections, 
it is not currently being utilized. 



 

 

•  A cycle length of 120 second for all signals, which is based on the calculated optimized cycle length for 
the Cook Road intersection. 

 
•  The allocation of available green time at study intersections was manually adjusted to provide additional 

green time to the SR 20 approaches, while maintaining minimum requirements on the side-street ap-
proaches. 

 
 The pedestrian-only signal phase at the SR 9/SR 20 intersection would not be activated during most signal 
cycles. Therefore, the pedestrian-only signal phase was not included in the evaluation of signal coordination. It 
should be noted that should this phase be activated during the PM peak hour, coordination may be disrupted for 
a short period of time following the pedestrian phase while the adjacent signals adjust until coordination is re-
gained. 
 
Intersection LOS 
 Attachment B summarizes the results of the LOS analysis conducted with the manually adjusted signal timing 
and coordination along SR 20. The existing LOS results for comparison purposes are also included. 
 
 As shown in Attachment B, based on HCM methodologies, the implementation of manually adjusted signal 
timings for the SR 20 corridor would result in signal operations consistent with those reported for Alternative #1. 
The exception is the Cook Road intersection which would degrade from LOS D to LOS E. An examination of 
the LOS results for the specific turning movements at this intersection shows that mainline operations have been 
improved, but at the expense of side street operations. Operations for key turning movements at this intersection 
are summarized below: 
 

•  The critical eastbound through movement would improve from LOS E (existing conditions) to LOS C. 
 
•  The northbound left-turn and through/right-turn movements would continue to operate at LOS E. 
 
•  The southbound left-turn movement would degrade to LOS F with approximately 300 seconds of aver-

age delay per vehicle. This compares to less than 70 seconds for existing conditions. 
 
 As shown on Attachment B, implementation of a signal timing program to minimize traffic queues on SR 20 
would improve traffic flow along the highway, but would result in increased side street vehicle delays at the ma-
jority of study intersections. 
 
Queuing 
 An analysis of vehicle queuing was also conducted as part of the analysis of conditions with intersection co-
ordination and manually adjusted signal timing. The results of the analysis are included in Attachment C. As 
shown in Attachment C, for the majority of the movements at study intersections, when compared to existing 
conditions, 95th percentile vehicle queue lengths are expected to change by less than 50 feet (two vehicle 
lengths). 
 
 The following identifies key findings: 
• At the SR 20/Rhodes Road and SR 20/State Street intersections, the eastbound through movements which 
would be reduced by 100 feet. 



 

 

 
•  At the SR 20/Rhodes Road intersection, the westbound through/right-turnqueue is anticipated to in-

crease by 75 feet to 375 feet. No impacts at adjacent intersections would result from the longer queue. 
 
•  At the SR 20/State Street intersection, the northbound left-turn queue would increase by 50 feet to 275 

feet. However, the existing storage length only extends for 175 feet. 
 
•  At SR 20/SR 9 the eastbound through vehicle queue is reduced from 350 feet to 25 feet. 
 
•  At the SR 20/Cook Road, the eastbound through queue would be reduced to 475 feet, so would no 

longer exceed the available storage to the SR 9 intersection. 
 
•  At the Cook Road intersection, the northbound and southbound left-turn queues would be similar to 

those reported for existing conditions, and would continue to exceed available storage lengths and con-
tinue to block through vehicles. 

 
•  At the SR 9/State Street intersection, the westbound left-turn queue would continue to extend for 100 

feet, while the northbound left-turn queue would increase from 125 feet to 150 feet to now exceed the 
available storage by 25 feet. The northbound through/right turn queue would increase by 75 feet for a 
total distance of 425 feet. The available storage length would accommodate this increase. 

 
Progression 
 The implementation of signal coordination along the SR 20 corridor will provide progression between the 
signalized intersections. This in-turn will reduce travel times and improve travel speeds along this section of SR 
20. Coordination of the signal system is anticipated to result in a 29 percent improvement in speed/reduction in 
travel time in the eastbound travel direction, and an 11 percent improvement/reduction in the westbound travel 
direction. This results in estimated travel speeds of 26.7 mph in the eastbound direction and 22.6 mph in the 
westbound direction. This also represents an improvement over progression under Alternative #1, the result of 
apportioning additional green time to the SR 20 through movements for Alternative #2. The improvements in the 
westbound (off-peak) direction are less than those for the eastbound direction due to better westbound operations 
under the existing signal timing. While progression may be further improved slightly if northbound SR 9 right-
turn on red movements were prohibited, this restriction would provide only a small benefit and could be difficult 
to enforce consistently. 
 
Conclusion 
 The manual adjustment of signal timing along the SR 20 corridor in addition to the implementation of signal 
coordination would result in further improvements to mainline operations along the SR 20 corridor. However, 
these improvements would be achieved at the expense of side street operations, which would experience in-
creases in vehicle delay and longer vehicle queues. In addition, overall intersection operations at the SR 20/Cook 
Road intersection would degrade to LOS E, so would no longer meet City LOS standards. 
 
Alternative #3 – Coordination and Channelization 
 This alternative includes the coordination of the signalized intersections as described for Alternative #1, and 
physical improvements to the corridor identified to resolve those issues which are not solved through coordina-



 

 

tion alone. Specifically, this alternative looks at improvements to the Cook Road intersection to shorten east-
bound through and southbound left-turn queues. 
 
 The provision of a second eastbound through lane provides two through lanes at intersections of SR 20 with 
SR 9 and Cook Road to better accommodate traffic at the intersections that generally control the capacity of an 
arterial. After the two lanes pass through the Cook Road intersection, the lanes merge into a single lane. Traffic 
using the outside (or curb) lane is typically somewhat lower than traffic in the inside lane since it must merge 
back into the inside lane. Because these forecast conditions cannot be measured in the field, estimates of the traf-
fic using each lane must be approximated. 
 
 To provide a conservative analysis, only 20 percent of the eastbound through traffic approaching the Cook 
Road intersection was assumed to be in the outside/curb lane for this analysis. The outside/curb lane would also 
include any right-turning vehicles approaching the intersection. An adjustment was not made to the southbound 
left turn movements, since the HCM/Synchro analysis automatically balances the number of vehicles in each 
lane, with the result that only approximately 90 left-turning vehicles would used the shared lane. This represents 
less than 20 percent of all left turning vehicles. 
 
 Utilization of Auxiliary Through Lanes at Signalized Intersections With Downstream Lane Reductions (Jamie 
W. Hurley, Transportation Research Board, 1997) found that for through flow rates of 700 vph or higher, an av-
erage of 64 percent of the through traffic was in the most heavily traveled lane. This would result in 36 percent 
of the 
through traffic in the outside lane, nearly twice the rate used in this analysis. A copy of the study is included as 
Attachment D. 
 
 For the purposes of Alternative #3, the following changes from Alternative #1 were assumed: 
 

•  The construction of a second eastbound receiving lane on SR 20 to the east of the intersection with 
Cook Road. Based on Washington State Department of Transportation (WSDOT) requirements, the 
second eastbound receiving lane would need to extend for a minimum of 300 feet with a full lane width. 
In addition, based on the 35 mph posted speed limit, a 273 foot taper would also be required. A review 
of the existing roadway geometry indicates that available right-of-way may be available to accommo-
date these improvements, and that no significant utility relocations appear to be required. 

 
•  With a second receiving lane, signal operations at this location are assumed to be modified to allow left-

turns from both southbound lanes with split phasing for the northbound and southbound approaches. It 
may be necessary to restrict trucks from using the exclusive southbound left-turn lane to allow for safe 
and efficient operations. This would need to be further evaluated during the design of the improvement, 
if implemented. 

 
•  With the provision of a second eastbound lane to the east of the Cook Road intersection, the existing 

eastbound approach could be re-striped to allow two eastbound through lanes. 
 
•  The existing eastbound right-turn lane at the intersection with SR 9 could also be re-striped to allow 

through vehicles in both lanes. 



 

 

•  The channelization changes at the Cook Road intersection allow the use a shorter cycle length of 90 
seconds for the corridor, while maintaining optimization at this intersection. 

 
Intersection LOS 
 Attachment B summarizes the results of the LOS analysis for the case with the identified physical improve-
ments in place. As shown in Attachment B, the construction of the physical improvements described above 
would improve the calculated operations at the intersection of SR 20/SR 9 from LOS B to LOS A. The intersec-
tion of SR 20 with Cook Road would continue to operate at LOS D, however, average vehicle delays at this in-
tersection would be reduced by approximately eight seconds during the PM peak hour. 
 
 Further examination of the operations of individual movements at study intersections shows that improve-
ments to mainline operations have been achieved relative to existing conditions and that while side street opera-
tions are impacted as a result, that the impacts are not as significant compared to Alternatives #1 and #2. This 
can be attributed to the shorter optimum cycle length used for Alternative #3. Key findings are summarized be-
low: 
 

•  With the exceptions of the southbound exclusive left-turn lane and southbound left/through/right-turn 
lane which would operate at LOS E, all other movements, both side-street and main-street would oper-
ate at LOS D or better. 

•  The eastbound through movement at the Cook Road intersection would improve from LOS E to LOS C, 
and the northbound left-turn and northbound through/right-turn movements would improve from LOS E 
to LOS D. 

 
Queuing 
 Vehicle queues were also examined to determine changes which would likely result from the identified im-
provements. The results of the analysis are summarized in Attachment C. As shown in Attachment C, for the 
majority of the movements at study intersections, the 95th percentile vehicle queue lengths are expected to 
change by less than 50 feet (two vehicle lengths). Key findings include: 
 

•  At SR 20/State Street, the eastbound through queue would be reduced from 500 feet to 125 feet. The 
westbound through queue at this intersection would be reduced from 275 feet to 150 feet. 

 
•  At SR 20/State Street, the northbound left-turn lane queue intersection would be reduced to 175 feet 

which can be accommodated within the existing storage length. 
 
•  At SR 20/SR 9, the queue in the eastbound through lane would be reduced from 350 feet to 25 feet. 
 
•  At SR 20/Cook Road, the changes to channelization at this intersection would reduce queuing in the 

eastbound direction from 900 feet to 475 feet. The reduction of the eastbound through queue at Cook 
Road to 475 feet means that this queue can be accommodated within the available 475 feet storage so 
would no longer block the SR 9 intersection. Queues in the westbound direction would be reduced from 
300 feet to 150 feet. 

 
•  Also at SR 20/Cook Road, queues in the southbound left-turn lane would be shortened from 750 feet to 

425 feet (queues in the curb lane would increase under this scenario due to the presence of left-turning 



 

 

vehicles). However, this queue would continue to exceed the available 400 feet of storage, although in 
this case, since left-turns would be allowed from both lanes this would not adversely affect operations in 
the shared lane. 

 
•  At the SR 20/Cook Road intersection, the northbound left-turn queue, although reduced from 250 feet to 

175 feet, would continue to exceed the available 130 feet of storage so would continue to block through 
vehicles. However, this would occur for only approximately 5 percent of the PM peak hour, or three 
minutes, during which time the queue would exceed the turn pocket by one vehicle. 

 
•  At SR 9/State Street, both the westbound left-turn and northbound left-turn queues would be able to be 

accommodated within existing storage. 
 
Progression 
 The construction of the a second eastbound lane on SR 20 to the east of Cook Road in combination with co-
ordination of the signals along SR 20 would improve progression between the signalized intersections. This in-
turn will reduce travel times and improve travel speeds along this section of SR 20. Construction of the im-
provements is anticipated to result in a 29 percent improvement in travel speed/reduction in travel time in the 
eastbound travel direction, and a corresponding eight percent improvement/reduction in the westbound travel 
direction. Estimated average speeds would 26.8 mph in the eastbound direction and 22.0 mph in the westbound 
direction. 
 
Conclusion 
 The combination of signal coordination and the construction of a second eastbound through lane to the east of 
the Cook Road intersection would realize significant improvements to PM peak hour traffic operations along the 
SR 20 corridor. Not only would intersection delays and travel times be reduced, but the majority of queuing 
problems at this intersection would be resolved. In particular the eastbound through vehicle queue would no 
longer extend beyond the adjacent intersection with SR 9. In addition, the side street approaches to study inter-
sections would continue to operate at acceptable LOS. 
 
Summary 

•  This analysis represents a worst case scenario, since the traffic volumes on which it is based reflect a 
summer condition when traffic volumes are highest during the year. During the remainder of the year 
traffic volumes are typically lower which would typically provide improved LOS and reductions in ve-
hicle queuing. 

 
•  Alternative #1 relies solely on coordination and signal timing changes to improve operations along the 

SR 20 corridor. While this alternative provides measurable improvements to both queuing and LOS, it 
does not realize sufficient improvements to resolve the impacts of traffic queuing on SR 20 between 
Cook Road and SR 9. 

 
•  Alternative #2 is similar to Alternative #1 in that it only uses signal timing changes along the corridor to 

achieve improvements. However, this alternative also incorporates manual adjustments to signal timing 
to provide additional improvements along the SR 20 mainline. However, this would be achieved at the 
cost of side street operations which would be degraded from existing conditions, which would be worse 
than those resulting from Alternative #1. 



 

 

 
•  Alternative #3, which includes both the signal timing changes identified in Alternative #1, also includes 

the construction of a second eastbound receiving lane to the east of the intersection with Cook Road. 
Preliminary investigation indicates that sufficient right-of-way may be available, and that above ground 
physical constraints to the widening are minimal. The improvements included in this Alternative repre-
sent the minimum required to resolve existing issues along the corridor, without creating the new im-
pacts to side street operations which would result from Alternatives #1 and #2. 

 
•  Further analysis would be needed to determine if the Alternatives documented above provide similar 

benefits to operations during the AM peak hour and off-peak time periods, or if other measures may also 
be needed. 

 
•  Although Alternatives #1 and #2 do not completely resolve existing deficiencies along the SR 20 corri-

dor, they do result in improvements to both operations and queuing. Therefore, to provide more imme-
diate relief to the corridor, until more extensive improvements can be implemented, the coordination 
and optimization of the signals along SR 20 should be considered for implementation in cooperation 
with WSDOT. 
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