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February 19, 2016
RE: Roosevelt to Downtown High Capacity Transit Study
The following is in response to an Eastlake Community Council (ECC) letter
dated January 28 and received via email. The project team addressed several
of the comments and questions included in the letter during an ECC meeting
held on January 12, 2016.
The project team would like to thank the ECC for providing a detailed letter that
presents important issues to consider during the development of this project.
Please find responses below in red.
Parking
Many community members expressed concern during our January 12 public
meeting about the potential loss of on-street parking as a result of this project’s
implementation. On-street parking is important to the Eastlake community for a
number of reasons.
1. Business access: Many businesses rely on customers arriving by car. This
includes businesses of all types including restaurants and retail stores. Many
businesses, especially small businesses, have limited access to off-street parking of
any kind and would be adversely affected if customers choose not to visit because
of an inability to park.
2. Access for people with limited mobility: While ECC supports efforts to
enhance walking, bicycling, and mass transit, it must be recognized that
some individuals are either permanently or temporarily unable to utilize
these transportation modes. There are various reasons why a person may
be of limited mobility, and many of these individuals rely on the ability to park
near their residences and/or near businesses.
3. Quality of life: Parking also affects quality of life for many residents. For
those who drive – either out of necessity or preference – finding a parking
space close to their home is extremely valuable. Regular activities such as
grocery shopping become considerably more difficult if the closest available
space is many blocks from someone’s home. The inability to find parking
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may also limit the ability for guests to visit. In general, a lack of available
parking can make a neighborhood less desirable both to live in and to visit.
The Roosevelt to Downtown HCT project team understands the importance of
parking. In the ECC letter dated January 7, 2016, the ECC proposed a roadway
cross section as a citizens’ alternative. This cross section included the removal
of parking on both sides of Eastlake Avenue. As requested by the ECC, we are
moving forward with analysis of this cross section.
It is the personal responsibility of residents and businesses to locate their
residence of business in a manner that meets their parking needs. On-street
parking is not purchased nor guaranteed as part of any real estate transaction.
Nor can the city guarantee that you will have an on-street parking space at both
your origin and destination.
The existing lack of parking in Eastlake is identified both in public comments and
in the Existing Conditions Report.
1. Many residents have complained about a lack of available on-street parking
in response to projects and policies of SDOT and other City agencies over
the past several years.
2. Demands for parking have also risen along with an increase in
neighborhood density. As Eastlake is an Urban Village along a bus route,
new developments here are currently exempt from off-street parking
requirements. While not every resident in these new developments owns a
car, many (including in microhousing projects) do and have no option for
parking besides on streets, which are already near capacity.
3. Parking is further strained by “hide and ride” commuters who take advantage
of Eastlake’s proximity to large employment centers and its areas of
unrestricted parking. These individuals may work in downtown, South Lake
Union, or at the University of Washington (or are students there) where offstreet parking is expensive. Rather than pay to park at their office, they drive
and park in Eastlake and then use Metro to reach their final destination. As
off-street garages can cost $100-200 per month, this “hide and ride”
approach is worth well over a thousand dollars annually to these individuals.
Improved bus service to downtown and UW through BRT that comes without
further parking restrictions would only encourage this type of activity.
4. Unrestricted on-street parking encourages car commuting. Especially in the
southern part of Eastlake where there are a number of large employers and
office buildings (e.g., the Alexandria properties, Zymo Genetics, Fred Hutch,
etc.), unrestricted parking or parking with long permitted time windows
provides de facto free parking to those driving to Eastlake for work. The City
should not be incentivizing employees to drive by providing what is in effect
a subsidy.
5. Section 4 (“Findings) of Appendix B of the Existing Conditions Report states
on page 7, “Along Eastlake Avenue NE [sic], in the Eastlake neighborhood,
there are no paid parking spaces. Approximately 22% of the spaces are
time-limited and 26% of the time-limited are within an RPZ. The remaining
spaces are unrestricted. A high parking utilization was observed.” [emphasis
ours]
6. While the Existing Conditions Report focused on parking along Eastlake
Avenue, it did not, despite ECC’s requests, address parking on side streets.

Numerous comments from residents of Eastlake have noted that on-street
parking on the neighborhood’s side streets is extremely limited.
We are aware of the concerns related to on street parking availability throughout
Eastlake. As part of our study recommendations we can include
recommendations related to additional parking restrictions as appropriate. You
are correct in noting that parking inventory and utilization on streets intersecting
Eastlake Avenue was not presented in the Existing Conditions Report. The
Existing Conditions Report was just existing conditions. Additional analysis of
parking and loading zones are done once impacts associated with alternatives
or proposed improvements are quantified.
Appendix B of the Existing Conditions report identifies 327 on-street parking
spaces along Eastlake Avenue between Galer Street and the University Bridge.
18 of these are 30-minute load zones or 3-minute passenger load zones, 57 are
time-limited, 15 are RPZ, and 237 are unrestricted parking spaces. Many of the
proposals for a new Eastlake street design would involve the loss of some or all
of these parking spaces, and the ECC has considerable concerns about the
ability of Eastlake’s side streets to meet the neighborhood’s parking needs
should parking along Eastlake Avenue be reduced.
ECC repeats its request that SDOT conduct a parking study for the Eastlake
neighborhood that evaluates the availability of parking, both on- and off-street,
throughout the neighborhood, not just on Eastlake Avenue. While the Existing
Conditions Report provides useful information about Eastlake Avenue, it is
woefully inadequate for understanding the full existing conditions for parking in
Eastlake. More data would allow for a more thorough evaluation of alternatives
for HCT in this corridor and would also help to identify the most effective
mitigation strategies if the final design includes the loss of existing parking.
If any parking is removed from Eastlake Avenue as part of the implementation of
HCT in this corridor, ECC believes that measures must be taken to reduce the
impact of this parking loss on the Eastlake neighborhood. High-use bicycle
facilities and mass public transportation may create new clientele for local
businesses as they make it easier than before for some people to get to and
from Eastlake. However, it is still reasonable to expect a period of disruption as
new business is fostered. In addition, certain businesses are less likely to
benefit from potential new customers arriving by bus and more likely to be hurt
by the loss of nearby on-street parking. There are a number of ways in which
the project team could help to address these concerns:
1. SDOT could conduct intercept studies in which customers at local
businesses would be asked about the transportation mode that they used to
arrive at that business. This data would provide more information about the
risk of parking loss to business and could help to identify businesses most
at-risk from the loss of parking. ECC would be open to collaborating with
SDOT to develop a proper methodology and to conduct this type of study in
order to produce the most relevant data.
2. SDOT and other City departments should consider programs to provide
support to small businesses to help them manage a transition to a new
Eastlake Avenue format. These programs could include initiatives such as

marketing assistance (to reach potential customers who commute by
walking, biking, or riding the bus), tax relief, or other supportive measures.
3. In order for bicycle commuters to stop and patronize local businesses, they
need a place to safely lock-up their bike. As part of its corridor analysis,
SDOT should identify viable options for bike parking, especially near the
business district and other areas of higher economic activity.
We are in the process of reviewing the ECC proposed citizens’ alternative that
includes a protected bicycle lane on both sides of Eastlake Avenue, two travel
lanes, and a center turn lane. In doing so, we are planning some additional data
collection efforts associated with maintaining the center turn lane and removal of
parking. These may include collecting turning movement data at un-signalized
intersections, inventory of private off-street parking and a survey of businesses
along the corridor to better understand their loading and unloading needs.
In terms of additional bicycle racks, transit islands or new or redeveloped bus
stops and stations typically include a bike rack. Any citizen, business, or group
can request an SDOT provided bike rack. Information on this program can be
found at http://www.seattle.gov/transportation/bikeparking.htm and requests can
be sent to walkandbike@seattle.gov .
The parking situation in the Eastlake neighborhood could potentially be improved
through changes in the restricted parking zone (RPZ) program. Another branch of
SDOT is beginning a review of the RPZ program, and ECC will be participating in
that review. While some possibilities (such as to increase the price of RPZ permits
and limit the number available per household) will be very controversial in Eastlake,
there will be little controversy to expanding the RPZ to more of the blocks that are
eligible.
To aid in our review, ECC requests more data from SDOT about the RPZ permit
program. In particular, we would like to receive data about
a. The number of eligible RPZ households in Eastlake
b. The number of active RPZ permits
c. The number of households with more than one RPZ permit
d. The concentration of RPZ permits by block.
e. A comparison of the number of RPZ permits in buildings with on-site
parking vs. in buildings without on-site parking
f. A comparison of the number of RPZ permits in microhousing projects vs.
non-microhousing projects
We encourage the ECC to participate in the SDOT RPZ study and coordinate
with that project team to answer the ECC’s questions about the PRZ program.
ECC would like to work with SDOT to investigate programs that would help to more
effectively utilize the available off-street parking in Eastlake. Many off-street parking
lots or garages have very high occupancy only during certain times of day and can
be virtually empty of parked cars at other times when the owner could be making
some additional revenue by charging for this use. Such programs may best be
facilitated as a type of public-private partnership coordinated by SDOT.

While SDOT does not currently have a program that promotes shared parking
agreements, these agreements most likely will not be public-private
partnerships, but will be between private entities. Perhaps there will be an
SDOT program in the future that provides guidance on such programs, but none
exists today. We will be actively working with the SDOT parking staff to
determine the likelihood of SDOT providing guidance on shared parking in the
future. Parking problems exist in many neighborhoods across Seattle. Given
that the current anticipated opening of a BRT facility on Eastlake Avenue is
2021, it is likely that such a program will exist well in advance of a BRT facility.
This could be something for the Eastlake business owners to begin to explore
and our data from the inventory of off-street parking that we would gladly share,
would be a good starting point for these conversations. We are also hoping we
can capture some limited occupancy data on some of the off-street parking
areas that may indicate the on-street parking impacts associated with larger
employers in Eastlake.
Cut-through Traffic
Traffic congestion on Eastlake Avenue already motivates some drivers to use
side streets as a way to try to avoid traffic. As drivers taking these routes are
focused on reducing their commute time, they often travel at high speeds
(relative to posted limits) and with less regard for people walking or biking in the
area. ECC is concerned that the reduction of general purpose traffic lanes could
increase the amount of cut-through traffic in Eastlake. Some locations of
particular concern with regard to cut-through traffic include
1. E. Boston Street between Boylston Ave. E. and Eastlake Avenue (because it
provides a means of reaching the on-ramp for I-5 South while avoiding E
Lynn Street, this is a common site of cut-through traffic).
2. E. Hamlin Street and E. Edgar Street between Boylston Avenue East and
Eastlake Avenue (this provides a means of accessing I-5 North without
using E Lynn Street).
3. Fairview Avenue East between Fuhrman Avenue East and E. Hamlin St.;
and between Roanoke Street and Fairview Avenue North.
4. Minor Avenue E. between E. Roanoke St. and E Newton Street
5. Yale Avenue East between E. Edgar St. and Eastlake Avenue
6. Many residents also report that various alleys (such as the alley between
Franklin Ave. E and Eastlake Ave. and the alley between Eastlake Ave and
Yale Avenue E.) are commonly-used for cut-through traffic.
In light of these concerns, ECC has a number of questions for the RDHCT
project team:
1. Has SDOT done any origin and destination studies that would help to
identify the current extent of cut-through traffic and model the possible
increases in the future? If not, we request that SDOT conduct such studies
soon.
2. Does the modeling for the different RDHCT street design alternatives
include any accounting for cut-through traffic, and if so, how?
3. What steps would SDOT recommend to reduce the amount of cut-through
traffic in existing hotspots?
An analysis of origins and destinations is a component of most modeling
processes, but it is done at a geographic level that would not yield any specific

information related to Eastlake or Eastlake Avenue. Limited information on
diversion may come out of microsimulation models that we will be using. In
terms of existing cut through traffic, you would need two time points to consider
perhaps now and 2 years ago. The scope of the Roosevelt to Downtown HCT
Study does not extending to solving existing traffic problems, but seeks to
provide efficient movement in the future. In terms of preventing diversion to
neighborhood streets in the future with the implementation of BRT, there are
traffic calming measures that can be used to minimize the use of neighborhood
streets by through traffic. See the SDOT website for physical traffic calming
devices http://www.seattle.gov/transportation/ntcp_physical.htm .
Walking Time Methodology
The proposed Roosevelt-to-Downtown BRT line is intended to be a part of the
City’s BRT network. The goal of this network, as outlined in SDOT
presentations, is by 2025 to have 72% of City residents with 10-minute or better
all-day transit service within a 10-minute walk from their home. ECC requests
more information about the methodology for calculating a 10-minute walk for the
purposes of this metric. If this is calculated simply based on distance, it may
give an inaccurate description of actual walk-times as some Seattle
neighborhoods (certainly Eastlake) have significant hills adjoining transit routes
that will slow walking speed to and from the bus. This issue takes on added
importance because the BRT proposal includes the elimination of several bus
stops in Eastlake, so that RDHCT could conceivably increase rather than reduce
the walking time for many Eastlake residents to and from the bus.
ECC looks forward to the project team’s response to our concerns and to
continuing dialogue about the key issues involved in this corridor study.
The calculation was based on distance. It includes all households within 3/8 of a
mile of a 10-minute or better transit frequency. The calculation includes
existing and future bus routes and Link light rail. The average walk time for 3/8
of a mile is 7.5 minutes but we compensated for terrain and called it a 10 minute
walk.
SDOT staff appreciates the time and thought put into your questions and comments. The consultant team
is in the process of analyzing the ECC proposed roadway cross section. This will require collection of
additional data. We appreciate your patience as we consider all input received from ECC as well as other
residents and stakeholders along the corridor.
Sincerely,

Alison Townsend, AICP
Project Manager, Seattle Department of Transportation

