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City of Spokane Comprehensive Plan Amendments
Since the Adoption of the Updated Plan in May of 2001

Adoption | Effective | Ordinance Nature of Amendments
Date Date #
Amending the Comprehensive Plan Land Use Chapter
to add text for two new land use categories, “Center
6-9-03 7-18-03 C-33240 1 and Corridor Core” (CC Core), and “Center and
Corridor Transition” (CC Transition).
Amending the Spokane Zoning Code Initial Land Use
Code for Centers and Corridors (SMC 11.19.1930 -
6-9-03 7-18-03 C-33241 11.19.19315) to add text changes for one new zoning
category, Type 4(CC4): Mixed Use Transition Zone.
Land Use Plan Map amendment to include land use
6-9-03 7-18-03 C-33242 changes for the Hillyard Business Corridor.
0. 1a. i Zoning Map amendment to include the land use
6-9-03 7-18-03 C-33243 changes for the Hillyard Business Corridor.
Land Use Plan Map amendment to include land use
6-9-03 7-18-03 C-33244 | changes for the West Broadway Neighborhood
Center.
0. 1a. i Zoning Map amendment to include land use changes
6-9-03 7-18-03 €-33245 for the West Broadway Neighborhood Center.
Land Use Plan Map amendment to include land use
6-9-03 7-18-03 C-33246 changes for the Holy Family Employment Center.
. 1a. i Zoning Map amendment to include land use changes
6-9-03 7-18-03 C-33247 for the Holy Family Employment Center.
Land Use Plan Map amendment to include land use
6-9-03 7-18-03 C-33248 changes for the South Perry Neighborhood Center.
. 1a. i Zoning Map amendment to include land use changes
6-9-03 7-18-03 C-33249 for the South Perry Neighborhood Center.
Private annual amendment application - Land Use
A . i plan map change re Lots 1 & 2, Block 19, Muzzy’s
7-14-03 8-20-03 C-33268 Addition, @ s.w. corner of Ash & Nora, from
“Residential 15-30” to “Office”
Private annual amendment application - Zoning map
7-14-03 8-20-03 C-33271 | change re Lots 1 & 2, Block 19, Muzzy’s Addition, @

s.w. corner of Ash & Nora, from “R3-L" to “RO-1L"




Adoption
Date

Effective
Date

Ordinance
#

Nature of Amendments

7-14-03

8-20-03

C-33269

Amendment of the downtown zoning regulations and
zoning map that implement the adopted Plan for a
New Downtown, Charting the Future, a part of the
City of Spokane Comprehensive Plan, amending
SMC Section 11.19.194, Section 11.19.195, Section
11.19.196, Section 11.19.197, Section 11.19.198,
Section 4.13.020, Section 11.19.040, Section
11.19.460, Section 11.19.490, Section 11.19.500,
Section 11.19.530, Section 11.19.640 and deleting
Section 11.19.199.

7-14-03

8-20-03

C-33270

Private annual amendment application - Land Use
plan map change re approximately 2.46 acres @ n.w.
corner of Regal & 44™ | from “Office” to
“Neighborhood Mini Center”

7-14-03

8-20-03

C-33272

Zoning map change re approximately 2.46 acres @
n.w. corner of Regal & 44", from “RO” to “B1-L”

7-14-03

8-20-03

C-33273

Addition of policy 4.27 Freeway Design to Ch. IV of
Charting the Future, The Plan for a New Downtown, a
part of the City’s Comprehensive Plan

9-02-03

11-8-03

C-33287

Private annual amendment application - Change to
text of policy LU 1.8 in comp plan

9-02-03

11-8-03

C-33287

Private annual amendment application - Land Use
plan map change re 2.61 acres @ n.e. corner of
Nevada & Lyons, from “Office” to “General
Commercial”

9-02-03

11-8-03

C-33288

Zoning map change re 2.61 acres @ n.e. corner of
Nevada & Lyons, from “RO-1L" to “B2-L”

2-21-05

3-30-05

C-33587

Private annual amendment application - Land use map
change lots at 4200 S. Cheney-Spokane Road from
“Residential 4-10” to “General Commercial”. Zoning
will be B2-L.

2-21-05

3-30-05

C-33588

Private annual amendment application - Land use map
change for one parcel at 7404 N. Division from
“Office” to “General Commercial”. Zoning will be
Cl-1L.

2-21-05

3-30-05

C-33589

Private annual amendment application - Land use map
change for one parcel at 1809 N. Ash from “R15-30”
to “General Commercial”. Zoning will be B2-1L.




Adoption | Effective | Ordinance Nature of Amendments
Date Date #
Private annual amendment application - Land use map
2-21-05 3-30-05 C-33590 | change for one parcel at 3124 E. 29" from “R15-30”
to “Office”. Zoning will be RO-1L.
Ch. 4.9 Maps Regional Pedestrian Network Map TR1
not be amended to removed “sidewalk” designation
from Austin Road btwn Five Mile Road and Cascade
Way and the Arterial Network Map TR3 be amended
2-21-05 | 3-30-05 C-33591 designating Quamish Drive as a “Neighborhood
Collector Arterial from Austin Road to Cascade Way.
Re-designate Lincoln Road from Crestline to Division
from “Minor Arterial” to “Principal Arterial).
2-28-05? C-33598 | Land Use map change for “ShopKo” annexation.
10'1,,2'05 C-33735 | Manito Center
9-2003 Verhoogen Annexation — Land Use Plan amendments
Adoption of proposed changes in vicinity of Maxwell
and EIm Employment Center located in West Central
8-22-05 9-28-05 C-33727 | Neighborhood as recommended by the City Plan
Commission following a neighborhood planning
process.
11-2005 Park Place Annexation — Land Use Plan amendments
Private annual amendment application - Land Use
4-24-06 ? C-33789 | map change at Regal and South East Blvd. from R4-
10 to Office
51506 2 C-33871 Admlnlst_ratlve I__anc_l Use map ar_nendments for new
commercial zoning implementation
Logan Neighborhood Area Land Use map and zoning
7-26-06 ? C-33880 | changes
11-27-06 | 1-10-07 C-33944 Land Use chapter text changes for East Central area
11-27-06 | 1-10-07 C-33945 Land Use map changes for East Central area
12-4-06 1-17-07 C-33940 grl;[))(/: é)SfSSpokane 2006 Comprehensive Plan Update
Private annual amendment application - Z2005-115-
LU: Change from R4-10 and R15-30 to Office at
12-4-06 ) 11707 | C-33940 15503 £ 20™ and 2213 E 29" — rezoned to Office
Retail
Private annual amendment application - Z2005-116-
12-4-06 1-17-07 C-33940 | LU: Change from R10-20 to R15-30 for 4 parcels
from 7703 to 7803 N. Crestline — rezoned to RMF
12-22-08 | 1-28-09 C-34370 | The updated Downtown Plan known as Fast Forward




Adoption
Date

Effective
Date

Ordinance
#

Nature of Amendments

Spokane was recognized as a component of the
Comprehensive Plan by Ordinance C-34370 on
December 12, 2008.

6-8-09

7-16-09

C-34424

Bike Plan Update

6-30-08

8-21-09

C34256

Private annual amendment application — Z2005-113-
LU: Change from R4-10 and R15-30 to CC Core
District Center for two parcels located at 4901 S.
Regal St. — rezoned from “RSF” and “RMF” to “CC2-
DC” for each parcel. New Center Designation at
intersection of Palouse Highway and Regal Street.

8-17-09

8-21-09

C34468

Developer Agreement that implements ORD C34256.

6-30-08

8-21-09

C34257

Private annual amendment application — Z2005-114-
LU: Change from R4-10 to CC Core District Center
for one parcel located at 5222 S. Regal St. — rezoned
from “RSF” to “CC2-DC” for each parcel New
Center Designation at intersection of Palouse
Highway and Regal Street.

8-17-09

8-21-09

C34469

Developer Agreement that implements ORD C34257.

6-30-08

8-21-09

C34261

Private annual amendment application — Z2006-083-
LU: Change from R4-10 and R15-30 to CC Core
District Center for six parcels located at 3146 E. 44™
Ave. — rezoned from “RSF” and “RMF” to “CC2-
DC” for each parcel. New Center Designation around
intersection of Palouse Highway and Regal Street.

8-17-09

8-21-09

C34467

Developer Agreement that implements ORD C34261.

10-19-09

12-5-09

C-34495

Private annual amendment application — Z2007-064-
LU: Change from R4-10 & Commercial on one parcel
located at 3024 E. Fairview Ave. to Commercial —
rezoned from “RSF” and “GC-70" to “GC-70” for
entire parcel

10-19-09

12-5-09

C-34496

Private annual amendment application — Z2008-080-
LU: Change from R4-10 to R15-30 for two parcels
located at 2816 & 2828 E. 36" — rezoned from “RSF”
to “RMF” for each parcel

10-19-09

12-5-09

C-34497

Private annual amendment application — Z2007-074-
LU: Change one parcel from R4-10 & Light Industrial
to Light Industrial and one parcel from R4-10 to Light
Industrial — located at 6624 N. Napa St. & 6717 N.
Crestline St. — rezoned from “RSF” & “L1” zones to

“ |

6-21-10

7-26-10

C-34604

Ratified changes to Ordinance C-34328 relating to
definitions in Chapter 17A.020 SMC due to the
Shoreline Management Program.




Adoption
Date

Effective
Date

Ordinance
#

Nature of Amendments

6-21-10

7-26-10

C-34605

Related to Ordinance C-34326 adopting Title 17E.060
SMC, Shoreline Regulations, due to the Shoreline
Management Program,

6-21-10

7-26-10

C-34606

Ratified changes to Ordinance C-34327 relating to
Chapter 17E.060 SMC, Land Use Procedures, due to
the Shoreline Management Program.

6-21-10

7-26-10

C-34607

Ratified changes to SMC 1.05.160, Land Use
Violations, due to the Shoreline Management
Program.

6-21-10

7-26-10

C-34608

Amended ordinance C-34330 relating to the Latah
Creek Shoreline Buffers Map in Chapter 14 of the
Spokane Comprehensive Plan.

11-22-10

12-22-10

C-34661

Amended text of the Fast Forward Spokane:
Downtown Plan Update (an element of the
Comprehensive Plan) Chapter Five, Downtown
Strategies 3.5 to read as follows: “Regulate Prohibit
new dynamic full-color digital signs within
Downtown Spokane.”

4-4-11

4-4-11

C-34695

Emergency adoption of a new Airfield Influence
Areas Comprehensive Plan map

4-4-11

4-4-11

C-34696

Emergency adoption of new Airfield Influence Area
Comprehensive Plan Policy

11-28-11

1-7-12

C-34805

Private Annual Amendment Application
#71000046COMP - Amend Land Use Map from
Residential 15-30 to Light Industrial for eleven
parcels and from “Office” to “Light Industrial” for
one parcel; Amend Zoning Map from “RMF” to “LI”
and “0-35” to “LI” for same parcels

11-28-11

1-7-12

C34807

Private Annual Amendment Application
#71000059COMP — Amend Land Use Map from
“Residential 4-10” to “Office” for two parcels;
Amend Zoning Map from “RSF” to “O-35"; Amend
Land Use Map from “Residential 4-10” to “Office”
on two adjacent parcels; Amend Land Use Map from
“Residential 4-10” to “Office” on one parcel

11-28-11

1-18-12

C-34806

Private Annual Amendment Application
#71000058COMP — Amend Land Use Map from
“Residential 4-10” to “Residential 15-30” for one
parcel; Amend Zoning Map from “RSF” to “RMF”

11-28-11

1-7-12

C-34809

#71000055COMP — Amend text in a set of
approximately one hundred (100) minor text
amendments (typos, clarifications and corrections) in
Chapters 5, 6, 7, 8, 9 and 10 excluding the Capital




Adoption
Date

Effective
Date

Ordinance
#

Nature of Amendments

Facilities Program located in Chapter 5.

12-5-11

12-22-11

C-34808

Private Annual Amendment Application
#71000060COMP — Amend Land Use Map from
“Residential 4-10” to “Residential 15-30” for seven
parcels; Amend Zoning Map from “RSF” to “RMF”

5-14-12

5-14-12

C-34867

Application #21200009COMP Amending Planned
Arterial Network Map TR3 44™ Ave. Regal St. Freya
St.

9-23-13

11-4-13

C35026

Application #21200043COMP Amending Land Use
Plan Map City’s Comprehensive Plan from
Residential 15-30 to Office for Chandlers Addition
Block 8 between Sheridan and Hatch Streets and 5™
Avenue

9-23-13

11-4-13

C35027

Application #21200044COMP Amending Land Use
Plan City’s Comprehensive Plan from Office and
Residential 4-10 to CC Core located at Northeast
Corner of 32" Avenue and Grand Boulevard

9-23-13

11-3-13

C35028

Application #21200045COMP Amending Land Use
Comprehensive Plan Residential 15-30 CC-CORE .29
Acres Southeast Corner of 29" Ave. and Fiske Street

9-23-13

11-3-13

C35029

Application #21300046COMP Amending Land Use
Plan Map City’s Comprehensive Plan from Office and
Residential to CC-CORE 9.8 Acres SW Corner of
29" and Fiske

9-27-14

11-6-14

C35155

Application #21300068COMP Amending Land Use
Plan Map City’s Comprehensive Residential 4-10
Neighborhood Retail 0.16 Acres located at 1924 East
Boone Avenue

1-12-15

1-26-15

C35211

Application #21400055COMP Centers and Corridors
Form Based Code Zoning Categories Hamilton Street
Alley between Augusta Avenue and Nora Avenue on
the North and Desmet Avenue on the South

3-30-15

3-30-15

C35244

Application #Z1500003COMP Text Amendments to
Chapter 4 Transportation, Adopting Changes to the
Planned Bikeway Network Map (MAP TR 2)




Two roads diverged in a yellow wood,
And sorry | could not travel both

And be one traveler, long | stood

And looked down one as far as | could
To where it bent in the undergrowth;

Then took the other, as just as fair,

And having perhaps the better claim
Because it was grassy and wanted wearr,
Though as for that the passing there
Had worn them really about the same,

And both that morning equally lay

In leaves no step had trodden black.
Oh, | marked the first for another day!
Yet knowing how way leads on to way
| doubted if | should ever come back.

| shall be telling this with a sigh
Somewhere ages and ages hence:
Two roads diverged in a wood, and |,
| took the one less traveled by,

And that has made all the difference.

--Robert Frost




May 21, 2001

Fellow Citizens:

Congratulations on a job well done!

Writing our new Comprehensive Plan has been an open, public process. Over the past
six years, input from literally thousands of citizens culminated in three different growth
alternatives that were then reviewed and analyzed for their impacts. The process has
modeled collaboration and democracy in action. It is a living, flexible tribute to the
power of citizen involvement and mutual respect, the very essence of healthy
relationships. We should be proud of this.

It has been almost a year since the Draft Comprehensive Plan with the three growth
alternatives was presented to the public for review and comment. In the end, the
Centers and Corridors alternative emerged as the community’s preferred land use
pattern for the future. Since then, the Plan Commission and the City Council have
spent an incredible amount of personal and professional time listening to citizen
comments and adjusting the plan accordingly. | am pleased that the City Council has
adopted the Centers and Corridors option, as amended.

Thank you to all the citizens who freely gave so much of their time to be a part of this
vision for the future. Also, let us recognize the enormous efforts of the Plan
Commission: volunteer citizens who gave hundreds of hours of their time to make this a
better community.

In our efforts to modernize our planning standards, and to be more responsive to our
rapidly changing economic and social conditions, this new plan provides a road map for
moving our city forward to achieve its full potential. It is within Spokane’s grasp to be
known as the brightest star in the Intermountain West, with the highest standard of

living, the lowest poverty, the finest quality of life, the healthiest environment, and the
most abundant social capital of any city in the region.

This is not a dream — it is a promise to our children and grandchildren. It is a promise
we must keep.

Sincerely,

John T. Powers, Jr.
Mayor, City of Spokane



ADOPTION

The City of Spokane began planning under the Washington State Growth Management Act (GMA)

as of July 1, 1993. Based on nearly eight years of process, six years of meetings with hundreds of civic
organizations, input from thousands of citizens, and countless hours of deliberations, the City Plan
Commission recommended a new comprehensive plan to the City Council on January 17, 2001. After
months of public hearings and study sessions with the City Plan Commission, the City Council adopted
their revised version of this comprehensive plan on May 21, 2001.

This comprehensive plan addresses many facets of city life, including land use, transportation, capital
facilities, housing, economic development, natural environment and parks, neighborhoods, social health,
urban design and historic preservation, and leadership. It will guide future growth and development for
the City of Spokane over the coming twenty years, with annual updates as needed. Under this new plan,
the previous comprehensive plan is repealed, together with its companion plans such as the 1983 Land
Use Plan and all prior neighborhood plans.

ii



ACKNOWLEDGMENTS

This comprehensive plan is the product of many, many people. The City Plan Commission, City Council
and Mayor wish to specifically thank all of the hundreds of people who cared enough about the city’s
future to dedicate an enormous portion of their time and energy to creating this plan.

In addition to those who attended any of the public meetings during the Spokane Horizons process, the
Horizons work group members were truly the backbone of the whole effort. Over 300 people met often
weekly in topic work groups for nearly two years to write the foundations of what eventually became

the comprehensive plan. They were supported in their efforts by planning staft, as well as Technical
Committee members from various city departments and other local agencies. All the way along, the
Horizons Executive Board shepherded the process, offering their advice, expertise and resources to ensure
a high quality public participation process.

Appreciation is extended to all these people who have truly made a difference in Spokane’s future.

Mayor Horizons Executive Board

John T. Powers, Jr. Cindy Algeo, Citizens League
Mary Averett, Community Colleges of Spokane

. . Pam Behring, League of Women Voters

City Council Judy Cole, Avista Utilities
o . Sheila Collins, Vision Spokane

Rob Higgins, President Bill Dillon, NE Community Center
Steve Corker Ned Hammond, School District 81
Steve Eugster Don Higgins, W. Central Community Center
Robe_r‘ca Greene Ted Horobiowski, City Plan Commission
Phyllis Holmes Ted McGregor, The Pacific N.W. Inlander
Deaq Lynch George Nachtsheim, City Plan Commission
Cherie Rodgers Ben Nielsen, Chamber of Commerce
Cherie Rodgers, City Council
Alice Stolz, League of Women Voters
Anne Stuyvesant, NE Community Center

City Plan Commission

Stanley Stirling, President Lee Wade, E. Central Community Center
Phyllis A. Meyer, Vice President Nancy Wilbert, W. Central Community Center
Jim Bamburger (former)

David Bray

Candace Dahlstrom
Bob Dellwo (former)
Judith Gilmore (former)
Robert Herold

Ted Horobiowski
William J. Kelley

Mike T. Kennedy
George Nachtsheim
Jim Wilson



Planning Staff

John W. Mercer, AICP, Director (2000 - )

Charlie Dotson, Director (1993-2000)

Ken Pelton, Growth Management Planning
Program Manager (2001 -)

Chris Hugo, Growth Management Planning
Program Manager (1993-2000)

Lisa Belcher, Editor

Bill Bell

Duane Coble

Susanne Croft

Leroy Eadie

Jennifer Granger (former Project Planner)
Gordon Howell (former Project Planner)
Scott Johns (former Project Planner)
Gail Mangano

Louis Meuler

Jory Phillips (former Project Planner)
Steve Pilcher (former)

Linda Taylor, Graphic Designer

Mark Wheaton (former)

Jo Anne Wright

George Ziegwied (former)

Steve Franks

GIS Staff

Deany Borlin (former)
Wendy Hise

Bill Myers

Mike Smith (former)

Technical Advisory Committee

Mike Adolfae, Community and Economic Development Director
Katy Allen, Engineering Services Director

Dale Arnold, Environmental Programs Director

Joanne Benham, Youth Department Director

Dennis Beringer, Real Estate Manager (former)

John Bjork, City Engineer (former)

Brad Blegen, Water/Hydroelectric Services Director
Susan Brudnicki, Office of Neighborhood Services Director
Teresa Brum, Historic Preservation Officer

Dick Cook, Finance Director

Paul Crutchfield, Parks and Recreation

Laurie DeVarney, Communications Director (former)
Chrissie Deibel, GIS

Nick Dragisich, Assistant City Manager (former)

Roger Flint, General Services Director

Pete Fortin, Deputy City Manager (former)

Christine Fueston, Spokane Transit Authority (former)
Aubrey George, Spokane Public Library Director (former)
Collette Greenwood, Management and Budget Director
Ned Hammond, Spokane School District #81

Dennis Hein, Solid Waste Management Director

Lars Hendron, Capital Programs Development

Dave Ingle, Police (Admin. Services Director)

Gary Kaesemeyer, Wastewater Management

Mike Kobluk, Entertainment Facilities Director (former)
Dave Mandyke, Assistant City Manager

Bob Mansfield, Avista Utilities

Harry McLean, Water/Hydroelectric Services

Glenn Miles, Spokane Regional Transportation Council Manager
Karen Mobley, Arts Commission Director



Molly Myers, Office of Neighborhood Services Director (former)
Gale Olrich, Wastewater Management Director (former)
Gerry Pointer, Deputy Fire Chief

Don Ramsey, Transportation

Dick Raymond, Capital Programs Development

Terry Reed, Asst. Fire Marshal

Allen Schweim, Spokane Transit Authority

June Shapiro, Human Services Director

Gerry Shrope, Capital Programs Development (former)
Jerry Sinclair, Capital Programs Development

Sharon Sprott, Police (Planner)

Bruce Steele, Transportation Director (former)

Ange Taylor, Parks and Recreation Director (former)
Bobby Williams, Fire Chief

Horizons Work Group Members

Ray Abbot
Bonnie Abernethy
Laura Ackerman
Pamela Aden
Melissa Ahern
Jennifer Akins
Cindy Algeo

Jim Allen

Eric Anderson
Francie Armstrong
Jayne Auld
Keith Ballantyne
Carolyn Banks
Nick Beamer
Marion Beaumier
Marla Beebe
Justin Bell
Joanne Benham
Miriam Berkman
Lori Bertis
Cristopher Bettman
Helen Blackwell
Donna Bozarth
Mark Branscom
Florrie Brassier
Rich Brittain
Mary Brown
Scott Brown
Dennis Brown
Richard Bruce
Sherri Bryant
David Bunting
Heidi Burbridge
Sandra Buss
Clifford Cameron
David Campbell
Karen Carlberg
Jeanie Carlier
Frank Carpenter
Dick Carson
Carey Charyk

Susan Christensen
Joshua Cimino
Judy Clark

Chris Collins

Kathy Collins
Sheila Collins

Sali Combelic
Jeannie Cooper
Nancy Copeland
Paul Cota

Tom Crowley

Joy Culp

Jane Cunningham
Robert Dauenhauer
Lawrence Davidson
Maxine Davis

Tami Davis

Casey Dechenne
Monte Dechenne
Teresa Delly
Dennis Dellwo
James DePaolo
Stuart Deysenroth
Dennis Dickens
Roy Dickens

Bill Dillon

Kethleen Dituri
Ruth Dixon
Melody Dodge
Paul Dougherty
Joan Douglas
Lanzce Douglass
Sally Duffy

Robert Dunenhauer
David Eagle
Marilyn Easterwood
Easy

Michelle Ellyson
Mike Estess

Jon Etherton

Allen Fackenthall

Ray Fadeley
Janelle Fallan
Rose Fanger
Jean Farmer
Mike Flahaven
Lupito Flores
Ericka Fogal
Franklin Fong
Gerald Ford
Grace Ford
Marilee Fretz
Barbara Fulsaas
Carol Gauper
Aubrey George
Guy Gifford
Dave Goble
Morris Goldade
Michael Goodwin
Bob Grant
Charlie Greenwood
Peggy Gross
George Grover
Pat Grover

Joe Gyllenhammer
Duane Halliday
Joan Hallowell
Roald Halvorson
Ned Hammond
Dana Harbaugh
Jeanette Harras
Bill Harris
Leona Harris
Mary Jo Harvey
Betty Hastings
Roger Havercroft
Tom Heckler
Bill Heinz

Lisa Henry
Marla Hernandez-Peck
Robert Herold
Gordon Hester



Don Higgins
Rob Higgins

Al Hinkel
Darlene Hoefel
Gerald Hoffman
Andy Hoye
Russ Hubbard
Heil Huggins
Linda Hugo
Doug Huigen
Dwight Hume
Chris Hurd
Eileen Hyatt
Frank Ide

Ed Janke

Diane Jennings
Ron Johns

Suzi Johns
Scott Johns
Crystal Johnson
Keith Johnson
Bob Johnson
Jane Johnston
Bill Jones

lla Jones

Nancy Ellen Jones
Jack Kampa
Susan Kaun
Kathy Kelley
Chris Kelly
Chuck Kertering
Rick Kielbon
Steven King
Dan Kirschner
Gregor Klante
Gene Klozar
Suzanne Knapp
Jackie Knight
Mike Kobluk
Kasey Kramer
Barbara Lampert
Ray Lancaster
Glen Lanker
Kenneth Laxton
Luc Le

Mark Lehinger
Gail Lehman
Allan LeTourneau
Nancy Lill

Ron Lindsey
Bonnie Mager
Debra Maher
Terry Mangan
Bob Mansfield
Suzanne Markham
Brad Marshall

Dylan Martin
Peter martin
June Mather
Marcia Maunula
Bob McVicars
Kell McAboy
Ron Mcclellan
Joan McDaniels
Leonard McDonnell
Chuck McDowell
Cathy McGinty
W.M. McGinty
Hal McGlathery
John McKinney
Laurel McKinney
Barre McNeil

Dorothy Mehl-Thompson

Doug Menzies
Rod Michaelis
Chris Miller
Kathy Mulady
Larry Milsow
Linda Milsow
Kathy Miotke
Karen Mobley
Lois Moore
Marion Moos
Joan Moran
Steve Morris
Joanne Moyer
Lina Mraz
Dena Mullenix-Gallion
Steve Mumm
Peggy Murphy
Molly Myers
Ron Myers
Connie Nelson
Rick Nesti
John Newman
Russ Nobbs
Kelly Nolan
Art Noll

Holly O’Connell
Jean O’Keefe
Emily Oldenburg
John Olsen
Maurice Olson
Doug Orr
Rafaela Ortiz
Charles Owen
Michael Page
Sharon Page
David Peffer
Eric Pennala
Sally Phillips
Brian Poirier

Peter Pokorny
Julian Powers
Kay Preston

Ann Price

Jim Price

Irma Rader

Bill Rash

Daryl Reber
Andy Reid

Larry Reid

Lucy Reiner
Charles Riddle
Ray Rieckers
John Rimbach
Danyelle Robinson
Sam Rodell

Dexil Rold

Martin Rollins
Jim Rutherford
Mac Ryerse
Patricia Sampson
Calvin Sanger
Eric Sawyer
Joseph Schiessl
C. Schlegel
Lorraine Schmeling
Ann Schneider
Gina Schrock
Marisa Schuchart
Glenda Scott
Carol Seross
Melora Sharts
Linda Sheldon
Cathleen Sinclair
Robin Sleep
Christi Smith
Doug Smith

Guy Smith
Sandy Smith
Suzanne Snowdon
Joanne Snyder
Richard Sola
Billie Jo Sparling
Jerry Stege

Erika Steinhardt
Don Stephens
Stanley Stirling
Jeff Stevens
Kathleen Stevens
Marlene Stewart
Ryan Stewart
William Stewart
Tom Stewart
Alice Stolz

John Stolz

Terri Symbol



John Tedesco
Greg Tew

Mickey Thompson
Dorothy Timboe
Lew Titchenal
Beulah Townsend
Ton Townsend
Shirley Valentine
Stacy Valentine
Thomas Veljic
Don Walker

Pat Walter
Margaret Watson
Ellen Wedekind
Art Wegner
Carol Weinberger
Arnold Weinman
Craig Werner
Doris White

Don Whittaker
Conrad Wicht
Jeff Wilcox

vii

Pam Wilcox-Mann
Brian Wilkes
Bobby Williams
Dick Winchell
Deborah Wittwer
Cam Wylie

Pam Wylie
Roger Wyssman
Linda Yeomans
Janet Young
Frank Yuse



Introduction




CHAPTER CONTENTS

l.1 PURPOSE OF THE COMPREHENSIVE PLAN ......coouuuiiiiiiieeeeeieaaaeaeennss 4
f.2 PLAN ADOPTION AND AMENDING THE PLAN.....ccuuuiiiiiiiiiiiiiiiiiiinnnns. 7
N.3 IMPLEMENTATION - CARRYING OUT THE PLAN.......covvvuuiieeieiaaeaaaanns 8
.4 MONITORING AND EVALUATION .....ccouiiiiiiiieeeeeeeeeee e 11

Comprehensive Plan 3



1.1 PURPOSE OF THE COMPREHENSIVE PLAN

What is Comprehensive Planning

Planning is a part of everyone'slife. We make plans for our careers, vacations, families, and housing.
Planning is how we increase the likelihood that these things will occur in ways we desire. Without plans,
we face never-ending uncertainty about future events. Consequently, we end up reacting to one situation
after another.

For similar reasons, communities make plans. In large urban areas where the landscape is highly
complex and constantly changing, community plans shape the future in desirable ways. Thecity isa
place where people have many varied needs, a place where citizens live, work, shop, and play. Itis,
therefore, a place where material goods, police and fire protection, sewers, water, transportation,
recreation, and many other services must be provided.

Comprehensive Plan is the name given to identify the community’ s long-range plan for growth. Itis
comprehensive because it provides guidance for all aspects of the city’ s growth and development over
along period, typically twenty-years — an entire generation. The plan is a set of goals, policies, maps,
illustrations, and implementation strategies that state how the city should grow physically, socialy, and
economically.

The Comprehensive Plan provides the overall scheme of city development — the major land uses,
transportation systems, parks, recreation, and open spaces, and centers of shopping and employment.
This plan establishes the framework for all other planning activities and documents. By law, decision-
makers and managers in city government must follow the direction of the Comprehensive Plan.

Some of the earliest planning activities in the early 1900s centered around parks and transportation.
From these early beginnings, planning in Spokane has continued to grow in significance and useful ness.
In 1968, the city adopted the first land use plan as one element of the comprehensive plan. The 1968
Land Use Plan was updated in 1983. Over the years, the topics in the Comprehensive Plan have
expanded to include parks and open spaces, bikeways, water and wastewater facilities, shorelines,
individual neighborhoods, and many others. In 2000, the Comprehensive Plan consisted of over 30
official documents.

When the state enacted the Growth Management Act (GMA) in 1990, it changed the purposes of
comprehensive plans prepared under the GMA rules. Requirements to plan for housing and private
utilities were added to the existing mandates to address land use, transportation, and capital facilities.
The GMA authorizes the inclusion of additional plan topics of specific local interest; the city chose to
include economic development, social health, and five other planning subjectsin its plan.

In its operation, the Comprehensive Plan provides the following directions to city-elected officials and
staff:

L ocations where growth should occur.

Quantities and types of housing to shelter existing and future popul ation.

Transportation, public improvements, and public services that are desired.

Ways to help create a healthy economic environment.

Actionsto protect the natural environment.

Development patterns to provide cost-effective delivery of public services.

+ Timing and conditions for annexation.

* & & & o o

GMA includes provisions to ensure that the city follows these Comprehensive Plan directives. First, the
city must regulate land use and development consistent with the plan; the zoning code, subdivision code,
environmental ordinances, and building code must follow the plan’sintent. Second, the city must make
capital budget decisions and capital project investments in conformance with the plan. These two GMA
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rules give the new Comprehensive Plan a much higher level of importance in guiding the city’s growth
and development than previous editions of the plan.

The overall purpose of the comprehensive plan is to provide Spokane residents with a high quality of life.
When the city of Spokaneis seen as a desirable place to live, work, shop and play, many of its problems
will take care of themselves. New and existing businesses within the city will thrive, as will the people
they employ. City of Spokane residents will be more likely to own their own home, improving
neighborhood stability and cohesiveness. Our youth will choose to stay here as adults because it'sa
good place to make aliving and raise afamily. With their basic needs met, people will be more able to
give back to the community through civic involvement. Last but not least, there will be alarge enough
population base and high enough property values to generate the revenue stream needed for city
government to provide the level and quality of public services that people expect and deserve. Then, the
city of Spokane will truly be the crown jewel of the Inland Empire.

Spokane’s Ambitions for the Future

Thefutureisal about change. Through this plan, Spokane citizens express several ambitions for the
changes they wish to seein the near future. At the center of these ambitions is a desire to improve
community health broadly — to improve the conditions of all citizens and provide every individua greater
opportunity to succeed. In this pursuit, the Comprehensive Plan attempts two key achievements: first, it
seeks to increase value throughout the city, and second, it hopes to economically re-integrate the urban
area to create an income profile within the city that is characteristic of healthy places. At the core of
each of these ambitionsis the desire to reverse the increasing decline in personal income and total
assessed property valuation, relative to the unincorporated Spokane County. If Spokane can overcome
these two conditions, the community will be on the road to improved well being.

What does this plan propose that will increase values throughout Spokane? It offers the opportunity for
higher value in aggregate disposable income by creating new venues for jobs within neighborhoods and
employment centers. Not just any jobs, but livable wage jobs born by new industries attracted by a more
urban and diverse place. It creates more value in both private and public property by promoting the best
patterns of urban development —infill and mixed-use development — and rejecting the worst — leapfrog
growth and segregated land uses. It raises the value of the uniqueness of individual citizens by addressing
the wide array of social needs and lifestyle preferences represented in a diverse community. The ability to
make a decision of choice —to select from options —is one of the things people most value, and this plan
offers new choicesin housing, transportation, employment, living environment, cultural experience, and
socia engagement. The Comprehensive Plan enhances the value of parks, open spaces and other public
space by increasing their role and financial support in agrowing city. It givesincreased value to the
natural environment, not just for its ecological importance but also for its attraction to industries that seek
amenities for their managers and workforce. It aso increases the value of the built environment by
placing greater emphasis on the visual character of the things we build and the public spaces we create.
The Comprehensive Plan gives equal value to the legacy of our city’s past by promoting historic
preservation as we grow.

This ambition to add value to everything that makes Spokane a city permeates every part of the new
Comprehensive Plan. The measure of increased valuesis a good way to evaluate the Comprehensive
Plan’ s success.

The hope to economically re-integrate the urban areais directly related to the growth strategy presented
in the Comprehensive Plan. The flight of higher incomes to the unincorporated suburbs removes
investment and tax revenues that are needed to maintain a high quality of lifein the city. The various
types of centers planned as the primary venues of growth are keyed to attracting higher incomes back to
the city. These centers have features and characteristics not present within the urban areafor the past 50
years — but these are exactly the kinds of living environments that attract higher income wage earners to
other cities. This new lifestyle preference has grown with the change in family demographics and high
technology growth industries — there are more and more people that desire the living intensity and
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diversity within concentrated urban centers. As centers grow in population and economic activity, the
positive effects that they create such as convenience, social engagement, and amenities spread into the
surrounding neighborhood and increase the attraction of these areas to higher incomes.
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1.2 PLAN ADOPTION AND AMENDING THE PLAN

The Comprehensive Plan is a dynamic product of the community’s continually evolving needs and
desires about its future. The plan is prepared by involved citizens, recommended by the City Plan
Commission, and adopted by the City Council. By law, it can be revised no more than once ayear. At
some point in time, however, changesin planning laws or community needs may require the preparation
of an entirely new plan. This 2001 Comprehensive Plan is the result of a change in planning law when
Washington adopted the Growth Management Act (GMA) in 1990. It likely will experience many years
of annual revisions before another entirely new plan is necessary.

Plan Adoption

By City Charter, the City Plan Commission has the responsibility to make planning recommendations
to the City Council for consideration for adoption. The Plan Commission has the duty to conduct the
citizen planning processes that produce planning proposals, to review the results of these processes, and
to formulate recommendations to the City Council based on this public involvement.

Adoption by the City Council is the formation step that is necessary to make the Comprehensive Plan an
official city document. Under the rules of the GMA, the City Council’ s action to adopt the plan must be
based on the “early and continuous citizen participation” required by the GMA. This provision adds
insurance that the plan represents the community’ s consensus about the city’ s growth and how that
growth will promote citizens' quality of life interests.

Amending the Plan

The City of Spokane is committed to conducting an annual process to consider amendments to the
comprehensive plan. The GMA specifies that amendments to a comprehensive plan cannot be made more
frequently than once per year. The purpose for thisistwo-fold: it gives the plan stability over time,
avoiding spontaneous changes in response to development pressures, and it groups all proposed
amendments in a common process for consideration, providing the opportunity to examine their collective
effects on the plan.

The amendment process begins with a public notice to announce that applications to amend the plan can
be made to the city until a specified cut-off date. The City Plan Commission then schedul es workshops of
public hearings to review completed applications. The Plan Commission makes a recommendation on
each proposed revision and forwards its recommendation as a resolution and has the discretion to hold an
additional public hearing. Those proposals that are approved by the City Council are official amendments
to the Comprehensive Plan. Applicants can appeal the City Council’s decision only to the Superior Court.

In addition to public comment, the amendment process will be guided by information gleaned from
several different sources, including the Buildable Lands Inventory, Concurrency Management System,
and Quality of Life Indicators and Benchmarks.
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1.3 IMPLEMENTATION - CARRYING OUT THE PLAN

A plan means nothing if it is not carried out, or implemented. The Comprehensive Plan, as a community-
wide plan, isimplemented by the combined efforts of individuals, businesses, neighborhoods, civic
groups, and local government. Many of the plan’s policies reflect this shared responsibility for
community action.

City government has the primary responsibility to implement the plan. The city’stwo main
implementation activities are managing devel opment by land use regulations and spending public funds
on physical improvements. The relationship of these activities to the Comprehensive Plan is specified in
the State Growth Management Act, which states that regul ations shall be consistent with the
Comprehensive Plan, and capital budgeting and spending shall be in conformance with the
Comprehensive Plan.

Consistent Regulations

The city created regulations to ensure that development occurs consistent with our community’s goals
and objectives. These include zoning and subdivision ordinances, environmental laws, building codes,
historic preservation laws, and design review procedures.

Zoning

The regulations that most people are at least alittle familiar with are in the zoning code. This code
controls the way land can be used, meaning the type of activity and intensity of development. Zoning
restricts where residences, stores, industry, and other land uses are located, along with urban building
height, minimum lot size, and the amount of landscaping and parking that must be provided. Zoning can
establish districts, such as single-family residential or light industrial, to keep land uses separated, but it
also can set rules for combining many types of usesto create a“mixed-use” project or district.

The city’ s official zoning code is part of the Spokane Municipal Code, which includes all the local laws
that citizens and their city government must follow. The zoning code consists of definitions, descriptions
of zoning classifications and the uses allowed in each, dimensional standards for development, and maps
that show how the zone classifications divide the entire city into land use districts.

Since zoning is a device to implement the plan, its rules must be consistent with the plan. The decisions
about land development are made when the plan is prepared or amended. The zoning code puts theses
decisions into operation as enforceable rules.

Example of Zoning Consistency

The plan’s policies and map designate a location for a neighborhood center that includes a mix of
housing types and neighborhood business uses, developed in character with the surrounding single-family
neighborhood. The zoning code map for the area shows the boundaries of the center and a zoning
classification, such as“Neighborhood Center Mixed-Use,” near its middle. The map also identifies
districts for higher density housing adjoining the mixed-use district, and surrounding those, large single-
family districts to preserve the existing neighborhood character. The zoning map districts and
classifications follow the direction of the plan and, therefore, meet the rule for consistency.

Subdivision

The manner in which parcels of land are divided into smaller parcels, or platting, is specified in the
subdivision ordinance. Subdivision provisions relate primarily to procedures for dividing land. These
procedures include review by public agencies to insure that zoning standards (e.g., minimum lot size),
street access, public facilities, and other urban service requirements are provided.
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State subdivision law requires that local legidative bodies include written findings that “appropriate
provisions are made. . .for such open spaces, drainage ways, streets or roads, alleys, other public ways,
transit stops, potable water supplies, sanitary wastes, parks and recreation, playgrounds, schools and
school grounds and other relevant facts, including sidewalks and other planning features’ as part of the
decision for approving aplat. Appropriate provisions are made with afinding that those facilities
specified in the plan will be available to serve the plat at the time of devel opment.

Environmental Review

The State Environmental Policy Act (SEPA) ensures that environmental values are considered during
decision-making by state and local agencies. SEPA gives agencies the tools to allow them to consider
environmental information, including mitigation measures, before making a decision on a proposed plan
or project. SEPA aso includes provisionsto involve the public, tribes, and interested agencies in most
review processes prior to afinal decision.

The environmental review processin SEPA works with other regulations to provide a comprehensive
review of aproposal. Combining the review processes of SEPA and other laws reduces duplication and
delay by combining study needs, combining comment periods and public notices, and allowing agencies,
applicants, and the public to consider all aspects of a proposal at the same time. SEPA also gives
agencies authority to condition or deny a proposal based on the agency’ s adopted SEPA policies and
environmental impacts identified during SEPA review.

Design Review and Design Guidelines

One of the biggest concerns of the community is how the pieces of our urban environment fit together.
Design Review addresses the “fit” and compatibility of a development within the context of its
surrounding environment both visually and in terms of how well a project will function as a neighbor.
Review of projectsis based on urban design guidelines included as policies and illustrations within the
Comprehensive Plan and can cover height, bulk, architectural elements, landscape, signing, lighting,
points of access, and many other details of building and site devel opment.

Design guidelines are a primary tool in plan implementation to insure that proposals are compatible in
character with adjacent development. Guidelines are adopted as descriptions, photos, or illustrations of
desired character, and they have the effect of public policy. Building materials, architectural details, site
features, and relationship to the street and adjacent properties are common specification in design
guidelines. Design guidelines can serve as education and information for developers and the general
public and can be recommended to a decision-making authority by an advisory committee in regards to
aspecific project. They aso can be required as a condition of a particular development by a decision-
maker, such as the Hearing Examiner.

Building Codes

Building codes help insure that development is safe and not a threat to public and persona health.
These rules are applied when a property owner or tenant applies to the city for abuilding permit to gain
approval to develop property including structures. During the permitting process, other codes, such as
zoning and SEPA, are checked for compliance.

Some of the most important areas involving consistency with the plan include the Americans with
Disability Act requirements, rules for historic preservation, and the creation of live/work spaces.
Community interests such as these, as stated in the Comprehensive Plan, must be reflected through local
administration of the Building Code.

Historic Preservation

The Comprehensive Plan recognizes the high value citizens place on historic resources in Spokane.
Policies express public concern regarding their preservation and how to manage changes to these
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resources as they are impacted by new development. Historic properties can range from individual
downtown commercial buildings to neighborhood clusters of historically significant homes. Historic
properties could also be buildings or structures owned or used by the City of Spokane.

A number of implementation tools are already in place. The Spokane Register of Historic Places lists
significant properties over 50 years old by owner consent. Following designation, through a contract
with the owner, properties are subject to historic design review in reference to federal rehabilitation
standards, known as the Secretary of the Interior’ s Standards for Rehabilitation.

To encourage compliance, incentives are available for privately owned historic properties. Those
incentives include the Federal Investment Tax Credit, which provides an income tax reduction, local
Specia Vauation, which reduces property tax, local Building Code Relief, which alows for deviation
from building code requirements, and the option of the donation of a Facade Easement, which provides a
one-time Federal Income Tax deduction.

A database of information of identified and potentially historic propertiesis also available and can be
used as a planning tool by local government, by developers, and by elected officials to make informed
decisions about actions that could affect historic resources.

Conforming Capital Budget and Spending

As communities grow, new schools, parks, libraries, streets, water and sewer lines, and similar urban
facilities are needed to serve the expanding population. The Capital Facilities Program (CFP) isan
official city document that lists all of the facility needs identified by each service provider for the next
twenty years, including those required to support future population growth. The City Council adopts the
program as the officia outline of long-range spending on public improvements.

Transportation, water, wastewater, solid waste, fire, and parks facilities are planned in greater detail in
their respective Capital Improvement Programs (CIPs) and summarized in the first six-year projectsin
the 20-year CFP. The CIP lists the specific physical improvements, specifies atime for construction, and
identifies the anticipated source of fundsto pay for the project. In addition to ongoing needs for repair
and maintenance, these lists of capital facilities include the immediate improvements necessary to
support growth, in conformance with the Comprehensive Plan.

Capital Facilities and Concurrency

The CFP and CIPs outline the city’s capital budgets and include projects needed to realize the proposals
in the plan. The GMA’'s Concurrency rule ensures that those public facilities and services necessary to
support development are adequate to serve the devel opment without decreasing current service levels
below locally established minimum standards, and available when the service demands of devel opment
occur. Thebasisfor thisruleistwo-fold: new growth should pay its way without placing additional
financial burden on existing citizens or future generations, and growth should not reduce the quality or
types of urban services that current residents enjoy.

Concurrency is pursued at the planning level and ensured at the project review level. During planning,
the six-year capital improvement programs reflect City Council resolve to pursue funding for projects
to meet the demands of new growth. The concurrency management system tracks current and future
capital projects against land use trends and funding availability. At the project review level,

devel opments generating new service demands can only be approved if adequate public facilities

and services are available to meet the needs of the devel opment.
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1.4 MONITORING AND EVALUATION

Throughout the life of the Comprehensive Plan, monitoring and evaluation is conducted periodically
to assess the effectiveness of the goals and policies, and identify ideas that may need to be added or
modified in order to produce aresult consistent with the Growth Management Act (GMA), the
community’s original visions and values, and the changing needs and priorities of the community.

Many sources of information are used during this process. Building permit records indicate whether or
not new devel opment activity is concentrating in designated centers, as described in the Comprehensive
Plan. Departmental budgets, Six-Y ear Capital Improvement Plans, and findings from the Concurrency
Management System demonstrate whether adequate resources exist and if they are being allocated at
alevel sufficient to accomplish the plan’s abjectives. Also, public participation in the annual
Comprehensive Plan amendment process hel ps to identify unmet needs or new issues.

However, it is not enough to know whether or not the goals of the Comprehensive Plan are being met.
We need to know that quality of life is actually improving because the goals are being met. Quality of
life factors are tracked over time through Indicators and Benchmarks that cover the full range of topics
represented by the chapters in the Comprehensive Plan. Indicators are measurements that can be
compared regularly to assess trends and changing conditions. Benchmarks are reference points or
standards for comparison that mark progress along the path toward a desired outcome.

M easurements address issues such as environmental quality, physical health, economic vitality, social
conditions, housing availability, civic engagement and other factors which are key to general community
well being. The information needed is gleaned from close partnerships with agencies and community
organizations, such as the Health Improvement Partnership (Spokane Community Report Card), who
aready collect this data for similar community building purposes. In the end, this process should help to
coordinate and improve programming and operations for al entitiesin Spokane whose purposeit isto
improve the quality of life in Spokane.

THE AHWAHNEE Principles: A Way to Assess the Comprehensive Plan

The growth strategy in this Comprehensive Plan came purely from the desires and needs expressed by
Spokane citizens who participated in the process. It is not mere coincidence, however, that these new
directions for healthy community growth also seem somewhat familiar in their presentation. Before
World War |1 and the ensuing sub-urbanization of the post-war, “modern” era, communities devel oped
in ways greatly similar to those promoted in this Comprehensive Plan. A group of nationally recognized
urbanists who are active in planning, designing and building healthier urban places has adopted a set of
principles to state attributes of growth and devel opment that contribute to high quality of life. These
principles are included here as away to look at Spokane’s Comprehensive Plan in the context of the
recommendations of these professionals and scholars.

Preamble: Existing patterns of urban and suburban development seriously impair our quality of life.
The symptoms are: more congestion and air pollution resulting from our increased dependence on
automobiles, the loss of precious open space, the need for costly improvements to roads and public
services, the inequitable distribution of economic resources, and the loss of a sense of community.

By drawing upon the best from the past and the present, we can plan communities that will more
successfully serve the needs of those who live and work within them. Such planning should adhere

to certain fundamental principles.

Community Principles:

+ All planning should be in the form of complete and integrated communities containing housing,
shops, work places, schools, parks and civic facilities essential to the daily life of the residents.

¢ Community size should be designed so that housing, jobs, daily needs and other activities are
within easy walking distance of each other.
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As many activities as possible should be located within easy walking distance of transit stops.

A community should contain a diversity of housing types to enable citizens from a wide range of
economic levels and age groups to live within its boundaries.

Businesses within the community should provide a range of job types for the community’ s residents.
The location and character of the community should be consistent with alarger transit network.
The community should have a center focus that combines commercial, civic, cultural and
recreational uses.

The community should contain an ample supply of specialized open space in the form of squares,
greens and parks whose frequent use is encouraged through placement and design.

Public spaces should be designed to encourage the attention and presence of people at all hours
of the day and night.

Each community or cluster of communities should have a well-defined edge, such as agricultural
greenbelts or wildlife corridors, permanently protected from devel opment.

Streets, pedestrian paths and bicycle paths should contribute to a system of fully connected and
interesting routesto all destinations. Their design should encourage pedestrian and bicycle use
by being small and spatially defined by buildings, trees and lighting; and by discouraging high-
speed traffic.

Wherever possible, the natural terrain, drainage and vegetation of the community should be
preserved with superior examples contained within parks or greenbelts.

The community design should help conserve resources and minimize waste.

Communities should provide for the efficient use of water through the use of natural drainage,
drought tolerant landscaping and recycling.

The street orientation, the placement of buildings and the use of shading should contribute to the
energy efficiency of the community.

Regional Principles:

¢

¢

The regional land-use planning structure should be integrated within alarger transportation
network built around transit rather than freeways.

Regions should be bounded by and provide a continuous system of greenbelt/wildlife corridors to
be determined by natural conditions.

Regional institutions and services (government, stadiums, museums, etc.) should be located in
the urban core.

Materials and methods of construction should be specific to the region, exhibiting a continuity

of history and culture and compatibility with the climate to encourage the development of local
character and community identity.

Implementation Principles:

¢
¢

The general plan should be updated to incorporate the above principles.

Rather than allowing devel oper-initiated, piecemeal development, local governments should take
charge of the planning process. General plans should designate where new growth, infill or
redevel opment will be allowed to occur.

Prior to any development, a specific plan should be prepared based on these planning principles.
Plans should be developed through an open process and participants in the process should be
provided visual models of all planning proposals.

12
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2.1 LOCAL CONTEXT

Over the decades, Spokane has been shaped by its notable beginning. Capturing the attention of fur
traders, miners, missionaries and those with the “westward-ho” spirit, Spokane soon found its place on the
map. Prior to 1800, Spokane was a Native American encampment located near the falls of the Spokane
River.

It was not long, however, before James N. Glover, the “Father of Spokane,” recognized the beauty and
potential of the unscathed Spokane area. He acquired land rights from the first settlers who had arrived
in 1871 and eventually established a store where he and his wife worked and resided. Glover grew
exceedingly involved in the young town and was el ected mayor in 1883.

In 1881, a short time before Glover assumed office, the town was incorporated as “ Spokan Falls;” an
1883 amendment changed the spelling to “ Spokane Falls.” A few yearslater in 1891, “ Spokane” became
the official city name when “Falls’ was dropped. The city limits at that time extended north to Garland
Avenue, south to 29th Avenue, east to Regal Street and west to “H” Street, to encompass a total of 20
square miles.

In the midst of name changes and growth, Spokane suffered its share of tragic events. In August of 1889,
agreat fire destroyed large portions of the city with losses totaling more than $6 million. The need to
rebuild the city served as the ideal opportunity to replace the old wood buildings with those made of
stone and brick. Noted for their architectural and civic status, these buildings are still treasured by
Spokane' s citizens.

In 1911, Spokane citizens approved a one million dollar park bond, which was used to implement the
city’ sfirst plan-- a park plan created by the world-famous |andscape design firm, Olmsted Brothers.
Implementation of the Olmsted plan increased Spokane's park size from 173 acresto 1,934 acres and
firmly established Spokane' s park system as one of the community’ s enduring assets.

Spokane grew rapidly in its early years, from a mere 350 in 1880 to over 100,000 in 1910. To ensure that
Spokane' s beauty would be protected during the rapid growth period, the “ City Beautiful” committee was
formed as part of a nationwide planning movement. The committee devoted itself toward making
Spokane a desirable place to live by enhancing its natural and built environment, both of which were
highly prized by Spokane’'s early settlers who proudly used these assetsto “boost” their young
community and attract growing numbers of peopletoit. One of the results of Spokane's City Beautiful
movement was the creation of the Park Board in 1907.

After 1910, the city’s growth slowed and even declined between 1960 to 1990. Fifty yearsfollowing the
mighty fire, the threat and formidable presence of war in the 1940s knocked at Spokane’ s door and made
it acenter for wartime activity. Over the next thirty years, Spokane continued to devel op both
commercially and industrially. Considerable housing developments further shaped Spokane's
neighborhoods, gradually spreading into the unincorporated area of Spokane County where most of the
new devel opment began to take place.

In 1974, Spokane hosted EXPO ' 74, the World’' s Fair. An immediate success, the fair drew huge crowds
throughout the summer. The intrigued crowds thronged through the EXPO site, which had only recently
been cleared of the railroad lines that had once crowded theriver front site. Today, the Great Northern
Depot tower remains as a feature of the park and serves as areminder of the integral role the railroad
played in shaping Spokane.
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Geological History

Spokane has been patterned over time by a succession of geological episodes. More than 16 million
years ago, vast lavaflows forged the area, creating a great bedrock plain that extended in multiple
directions. During the ice age approximately 12,000 years ago, |obes of large glaciers traveled from the
north, barricaded alarge river basin in western Montana, and formed a gigantic lake in modern-day
Missoula. The lake was 7,600 square kilometersin area and approximately 600 meters deep.

The glaciers eventually began to retreat, which caused the ice dam to fracture, spilling huge walls of
water 150 meters in height through Spokane. Such events occurred more than a dozen times during the
ice age, carving out deep canyons and leaving small remnants of the original plain. The receding flood
waters left mass deposits of sand and gravel in the bottom of canyons. These flat areas made ideal
locations for settlement and formed alarge ground water aquifer. The aquifer is now identified as the
Spokane Valley - Rathdrum Prairie Aquifer and serves as Spokane' s water supply.

The aquifer carries between 1,325,000 and 2,460,000 cubic meters of water each day and provides
domestic water supply to most of the Spokane urbanized area. Additionally, the aquifer exchanges
significant amounts of water with the Spokane River. Sadly, much of the area’s sanitary wastewater
continues to be disposed of through individua septic tank and drain field systems that are located directly
over the aquifer rather than through public sewer. Businesses that use hazardous material s perpetuate the
pollution problems when they |ocate on land above the aquifer. These actions present great threats of
contamination to our drinking water and produce much internal community strife.

In relation to the air shed, most of the urbanized areaislocated in the valley of the Spokane River,
enclosed north and south by steep hillsides. Together, with prevailing winds and frequent winter
temperature inversions, this tends to impound stagnant air and accumulated airborne pollutants near the
ground’ s surface. Spokane is frequently in jeopardy of violating this country’ s strict air quality
standards, a situation that has severe consegquences for our municipality and its citizens. Automobile
travel remains as the number one producer of airborne pollutants, which attests to the comprehensive
plan’s devotion toward exploring other means of transportation and ways in which to reduce automobile

usage.

Population

The growth alternatives presented in the draft comprehensive plan are based on projected growth for
Spokane County for the next twenty years as decided by elected officials from al jurisdictionsin the
county.
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CLIMATE AND REGION

Located 18 miles west of the Idaho border and 110 miles south of the Canadian border, Spokane
enjoys each of the four seasons. Spokane typically averages 16 to 22 inches of precipitation each year.
Additionally, the area receives approximately 50 inches of snow and ice annually. The winds remain
calm at an average of 8to 9 mph.
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Figure 2 Average Monthly Temperatures for Spokane

Average Precipitation

B Avg. Precipitation

Amount (inches)

Figure 3 Average Monthly Precipitation for Spokane
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Urban Conditions and Poverty

Once the grandest city in the state, Spokane’ s bustling urban environment and vital community health
have faded over the last quarter of the 1900s. Contributors to the new comprehensive plan intend it to be
atool that will turn the tide and ensure that the 21st century is a bright, new erafor Spokane. Inthe
course of identifying effective strategies for positive change, the public took stock of Spokane's current
urban conditions.

Disparate personal income is perhaps the urban condition that poses the biggest threat to community
health. In 1999 David Rusk, one of the nation’ s foremost social analysts, observed that the Spokane
metropolitan area became 40 percent more economically segregated in the twenty years from 1970 to
1990. He noted that, increasingly, higher income households are moving outside the urban core, and the
core is predominately becoming the place of poverty. The community has recognized the magnitude of
poverty in the area, but it continues to overlook the significance of poverty’s geographic concentration in
the city.

This condition is even more alarming than it appears on the surface. Spokane, once taking pride as the
city of home ownership, now experiences an ownership rate that is lower than the unincorporated Spokane
County and 10 percent lower than the national average. In some central city neighborhoods, the number
of rental householdsis significantly greater than owner-occupied homes. This has multiple detrimental
effects: high levels of transient residency that undermines social stability, low property maintenance that
expresses itself as physical blight, and reduced capacity to create personal financial equity to offset
inflation.

Our children are our future, but the city’ s urban conditions do not support their success. Thirty-seven
percent of Spokane’s children are in households below the 100 percent poverty level. Some elementary
schoolsin central neighborhoods experience over 75 percent turnover each new school year — nearly four
out of five students are not there the succeeding fall. These children can suffer from lack of diverse
social interaction, inaccessibility to positive role models, poor nutrition, and sporadic after-school adult
supervision. The chances are high that their future, as adults, will also be one of poverty.

Thereisadirect relationship between household incomes and local government’ s ability to support the
community’s desired quality of life. Funds to maintain streets, operate parks, provide police and fire
protection, and run libraries come from locally generated sales and property taxes. The cost of these
services is highest where the demands are greatest — at the center of population, in the city.

City income levels — nearly 10 percent lower that the unincorporated county and only two-thirds that of
Sesattle — don’t generate sufficient tax revenues to maintain City of Spokane facilities and provide
services at levels desired by citizens. The shrinkage in disposable income, and its effect on salestax, is
felt more severely asincomes decrease.

Income level also influences property taxes. People at lower income levels have less capacity to invest in
real property, whether a personal residence or alocal business. The City of Spokane isincreasingly
reliant on outside investment to improve property. The area’ s moderate historic growth and availability
of non-city venues for growth and development have not supported investment in the city equal to that
outside the city. From 1985 to 1995, total assessed valuation of property in the county grew to aimost a
billion dollars higher than that in the city, nearly a400 percent increase in the differencein just 10 years.
The City of Spokane's minority share of assessed valuation is greatly inconsistent with the higher
demands for urban services created by the city’s majority share of urban population, roughly double that
of the unincorporated county.

Another dimension to the income problem is access to living wage jobs for those in poverty.
Employment in the growth sectors where many of these job opportunities are emerging is largely outside
the city at the urban edges. The mobility barriers faced by city households in poverty limit access to
entry-level positions at these suburban locations. Mass transit does not offer convenient alternatives to
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many of these house-holds, particularly when child day care is part of the daily routine. The annual cost
of owning one vehicle to commute to distant employment is equal to payments for a $40,000 home
mortgage. So, these house-holds must choose between ownership of one or more vehicles or the ability
to have a better placeto live.

The answers to these conditions are included in the Comprehensive Plan. Once they are pursued with
deliberation, Spokane will no longer be a place that strugglesto maintain its quality of lifein the face of
increasing poverty.
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2.2 GROWTH MANAGEMENT ACT OVERVIEW

The Growth Management Act (GMA) was adopted in 1990 by the State L egislature in response to rapid
population growth in the Puget Sound region on the western side of the state. A few years later, Spokane
County also experienced unprecedented growth and was required to become part of growth management.
The GMA goals are not listed in order of priority and are used exclusively for the purpose of guiding the
development of comprehensive plans and development regulations. The following thirteen GMA goals
are what the City of Spokane must achieve, and are consistent with the community’ s vision for its future.

*

Urban Growth. Encourage development in urban areas where adequate public facilities and
services exist or can be provided in an efficient manner.

Reduce Sprawl. Reduce the inappropriate conversion of undeveloped land into sprawling,
low density development.

Transportation. Encourage efficient multimodal transportation systems that are based on
regional priorities and coordinated with county and city comprehensive plans.

Housing. Encourage the availability of affordable housing to all economic segments of the
popul ation of this state, promote a variety of residential densities and housing types, and
encourage preservation of existing housing stock.

Economic Development. Encourage economic development throughout the state that is
consistent with adopted comprehensive plans, promote economic opportunity for all citizens of
this state, especially for unemployed and for disadvantaged persons, promote the retention and
expansion of existing businesses and recruitment of new businesses, recognize regional
differences impacting economic development opportunities, and encourage growth in areas
experiencing insufficient economic growth, all within the capacities of the state’ s natural
resources, public services, and public facilities.

Property Rights. Private property shall not be taken for public use without just
compensation having been made. The property rights of landowners shall be protected from
arbitrary and discriminatory actions.

Permits. Applicationsfor both state and local government permits should be processed in a
timely and fair manner to ensure predictability.

Natural Resource Industries. Maintain and enhance natural resource-based industries,
including productive timber, agricultural, and fisheries industries. Encourage the conservation
of productive forest and productive agricultural lands, and discourage incompatible uses.
Open Space and Recreation. Retain open space, enhance recreational opportunities,
conserve fish and wildlife habitat, increase access to natural resource lands and water, and
develop parks and recreation facilities.

Environment. Protect the environment and enhance the state’ s high quality of life,
including air and water quality, and the availability of water.

Citizen Participation and Coordination. Encourage the involvement of citizensin the
planning process and ensure the coordination between communities and jurisdictions to
reconcile conflicts.

Public Facilities and Services. Ensure that those public facilities and services necessary
to support development shall be adequate to serve the development at the time the devel opment
isavailable for occupancy and use without decreasing current service levels below locally
established minimum standards.

Historic Preservation. Identify and encourage the preservation of lands, sites, and
structures that have historical or archaeological significance.

Comprehensive Plan/EIS



2.3 COUNTYWIDE PLANNING POLICIES OVERVIEW

The Growth Management Act (GMA) calls for coordinated planning efforts among jurisdictions within a
county planning under GMA. In response to that requirement, the Spokane County Steering Committee
of Elected Officials developed and adopted the Countywide Planning Policies (CWPPs) in December of
1994. The CWPPs address nine subject areas and provide a framework for subsequent devel opment and
adoption of comprehensive plans by all thirteen jurisdictions within Spokane County. The policies
address the following topics:

The designation of urban growth areas (UGAS)

Joint planning within urban growth areas

Promotion of contiguous and orderly development and provision of urban services
Parks and open spaces

Transportation

Siting of capital facilities of a countywide or statewide nature

Affordable housing

Economic devel opment

Fiscal impacts

® S 6 6 O O O 0o
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2.4 HORIZONS PROCESS OVERVIEW

okane
Pt FIOT1ZONS

Introduction

Spokane Horizons is the name of the City of Spokane’s citizen participation process to develop a new
comprehensive plan. It isthe city’s planning process that is intended to involve all segments of the
community in shaping the city’ s future. Started in the spring of 1995, the Spokane Horizons process was
developed to fulfill the city’s commitment to active, effective citizen participation as well as the Growth
Management Act’'s (GMA) mandate for early and continuous citizen participation.

From the beginning of its GMA planning, the city made a commitment to provide early and frequent
opportunities for the citizens of Spokane to be involved in making decisions that affect the community.
Through the Spokane Horizons process, it was hoped that the community could achieve consensus and
chart anew course for Spokane’ s future. These aspirations are expressed in the following goals for this
program:

Spokane Horizons Goals

¢ To stimulate broad citizen involvement in shaping the future of the community.

¢ Toforge anew coalition of community-wide interests to broaden the investment within
the community for planning Spokane' s future.

¢ To build affective relationships among government, the community and neighborhoods, business
and their constituents to empower citizens and provide a broader perspective on Spokane's future.

¢ To understand the public’ s expectations for growth management planning, including the content
and products of the process.
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Process Chronology

A chronological summary of the Spokane Horizons process follows. Additional details can be found in
the supporting documents cited in the text.

M March 1995
Citizen Participation Forum
A citizen participation forum offers comments concerning the current state of citizen involvement and
recommendations for how to motivate and involve people in community planning, producing “Key
Principles for Public Participation.”

Key Principles for Public Participation

¢ Include “input-based outcomes’ to build ownership and increase participation.

+ Ensure diversity and inclusiveness in the participation process.

+ With the government, in community/neighborhoods, businesses, and their constituents should
work collaboratively to achieve community consensus and build effective relationships.
Communicate frequently and through a variety of techniques.

Recognize individual time limitations.

Focus on specific, direct-impact issues to generate interest and participation.

+ View Spokane Horizons as a positive opportunity for the Spokane community.

* & o

Supporting Documents
“Key Principlesfor Public Participation”
“Citizen Participation Forum Summary Report.” Spokane Horizons Newsletter, April 14, 1995.

M Spring to Summer 1995
Identifying Plan Topics
Citizens are asked for community issues of importance and topics that should be included in the city’s
comprehensive plan. Ten plan topics are crafted. Four chapters address mandated GMA topics while
others are included by local decision. The ten plan topics include the following:

Elements Mandated by GMA
¢ Land Use

¢ Capital Facilitiesand Utilities
¢ Transportation

¢ Housing

Elements Added by Local Decision
Economic Devel opment

Urban Design and Historic Preservation
Natural Environment

Neighborhoods

Social Health

¢ Leadership, Governance, and Citizenship

* & & o o

Supporting Documents
“Charting a New Course.” Spokane Horizons Newd etter, July 1995
“Salmon swim upstream...” Survey.

M Summer 1995
Development of Spokane Horizons Executive Board
The Spokane Horizons Executive Board, whose members represent fourteen diverse sponsor
organizations, is formed to design and implement the Spokane Horizons process. The organizations
represent neighbor-hood, business, civic and local government interests and provide expertise or
resources normally not available to the city.
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Sponsoring Organizations

Chase Y outh Commission

City of Spokane

Citizens League of Greater Spokane

Community Colleges of Spokane

League of Women Voters

Pacific Northwest Inlander

Spokane Area Chamber of Commerce

Spokane Neighborhoods

Spokane School District 81

Vision Spokane

AVISTA Utilities, formerly known as Washington Water Power
West Central, East Central, and North Central Community Centers

M Fall 1995
Beginning to Identify Visions and Values
Over 80,000 questionnaires entitled, “50,000 People Are Coming to Dinner . . .and They're Staying the
Night!” are distributed throughout the community via city utility bill mailings, organizations and various
meetings. The responses serve astheinitial steps toward developing the city’ s visions and values. It
asks the community two questions:

+ What do you really love about Spokane? What should we be sure to keep, even as we grow?

¢ Think about 50,000 more people living in our city. What changes are you concerned about or
looking forward to with this growth? How do you feel this growth will affect the things that
you like and want to keep?

Supporting Documents
“50,000 People Are Coming to Dinner . . . and They’re Staying the Night!” Brochure

M March to April 1996
Clarifying and Confirming Visions and Values
Seven sub-area meetings are held throughout the city followed by a citywide meeting on April 17.
Through these meetings and the work of the City Plan Commission, a citywide vision is devel oped,
followed by vision and values statements for each of the plan topics.

Supporting Documents
Spokane Horizons letter to participants, February 12, 1996
“Why Bother, Who Cares?’ Meeting Flyer.

M June 10, 1996
Adoption of Visions and Values
The City Council unanimously adopts the visions and values as the basis for the comprehensive plan.
Note: The adopted visions and values appear within their corresponding topic section in this document.
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Citywide Vison

Spokane will be a city of people living and

working together where diverse interests, including
neighborhoods, business, education, and government,
build upon the community’s past accomplishments
and heritage to ensure and exceptional sense of
community, a healthy environment, and a
high quality of life.

M July 1996
Ten Topic Work Groups Start Meeting
Ten citizen work groups start meeting to address the plan topics. The groups identify the predominant
issues surrounding each topic and select three representatives to serve on the Core Committee, which
shares ideas and provides coordination between topics.

¥ October 1996
APA/PAW Honor Award
On October 22, 1996, the city of Spokane receives an Honor Award from the American Planning
Association and Planning Association of Washington for Spokane Horizons: Shared Directions.

¥ March 10, 1997
City Council Accepts Community Issues Report
The “Community Issues’ report, containing lists of community issues to be addressed in subsequent
planning phases, is accepted by the City Council.

Supporting Document
“Community Issues.” Report, undated.

¥ March to July 1997
Ideas for Community Solutions
The Horizons topic work groups continue to formulate solutions to their identified issues. In July, City
Council accepts the “Ideas for Community Solutions” document.

Supporting Document
“ldeas for Community Solutions.” July 21, 1997.

M July to August 1997
Draft Goals Developed

The ten topic work groups produce the preliminary draft goals, which are approved in August by the
Core Committee.

M September 1997
League of Women Voters Award
The League of Women Voters presented their 1997 Growth Management Award for Public Participation
Programs to Spokane Horizons on September 18, 1997.
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M August-December 1997
Draft Policies Developed; Growth Concepts Explored
Individual work groups develop draft policies addressing the approved goals. The city staff develops the

first graphic representations of potential growth concepts that satisfy the draft goals and presents them to
the Core Committee.

Supporting Document
“Draft Goals and Policies, Horizons' suggestions for The City of Spokane’s Comprehensive Plan,”
November 24, 1997.

M January-June 1998
Formulation of Growth Strategies/Alternatives
The Current Patterns and Focused Growth strategies develop from the initial growth concepts. Outreach
to the public for feedback on the strategies includes presentations to more than 90 civic organizations, the
preparation of avideo and a newspaper tabloid, which isinserted in an April edition of The Pacific
Northwest Inlander and throughout downtown and city neighborhoods.

Supporting Documents
“Spokane Horizons Progress.” Spokane Horizons Newsletter, April/May 1998.
“Two Strategies for Growth, Which Peath to the Future,” Newspaper Tabloid.

M Fall 1998 and Spring 1999
Operational Analysis of Growth Alternatives
Information packages fully detailing the three proposed growth alternatives area presented to service
providers (both city and non-city agencies) for their evaluation. The second round addresses a larger
geographic area than the first round.

M Spring 1999
Adjustments

Adjustments to the growth population and the refinement of land capacity and demand start.

M Spring and Summer 1999
Market Analysis of Focused Growth

Consultants compl ete reports on the market possibilities of the focused growth alternatives.

Supporting Documents

Focused Growth Alternatives. Mixed-Use Case Studies, March 1999

Focused Growth Alternatives: Summary of Stakeholder Interviews, July 1999
Focused Growth Alternatives: Summary Analysis Report, August 1999

¥ Summer 1999
Preparation of Integrated Plan

The development of an integrated Draft Comprehensive Plan/EI'S document containing the three
alternatives begins.

Supporting Documents
“Horizons' Choicesto Hit City Streets” Spokane Horizons Newsletter, September 1999

M Fall 1999
Further Work on Integrated Draft Plan

Additional narrative work, including background and discussion sections, is added to the draft plan
while editing and graphic layout procedures continue.
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¥ March 2000
Spokane Horizons Executive Board Reconvened

The Spokane Horizons Board is reconvened and provides review of the citizen participation process.

M Spring 2000
Draft Comprehensive Plan/EIS Chapters Introduced
Draft Comprehensive Plan/EIS chapters are introduced to the City Plan Commission.

¥ May-September 2000
Draft Comprehensive Plan/EIS Released

The Draft Comprehensive Plan/EIS is released May 22, 2000 for a public comment period that ends on
September 26. The document is available in print, on CD-ROM, and on the city’ swebsite. 14,000 copies
are distributed of a summary magazine titled “ Spokane Quest.” Public education and outreach efforts
include presentations to over 80 civic organizations, booths at nine community festivals, and a standing
display in City Hall called the Comp Plan Lab. Feedback instruments include surveys, an email response
address, an Open Mike Night, several Tell-Back sessions, and the City Plan Commission hearing on
September 6, 2000.

Supporting Documents

Draft Comprehensive Plan and Draft Environmental Impact Statement
“Spokane Quest,” Magazine

Public Participation Program Pamphlet

M August 2000
Fiscal Analysis of Growth Alternatives

Consults prepare a report analyzing the fiscal impacts of each of the three proposed growth alternatives,
which isreleased for public review on August 30, 2000.

Supporting Documents

Fiscal Analysisfor the Draft Comprehensive Plan/EIS, August 2000

¥ October 2000
APA/PAW Honor Award

On October 3, 2000, the City of Spokane receives an Honor Award from the American Planning
Association and Planning Association of Washington for Draft Comprehensive Plan Community
Involvement.

¥ October 2000 — January 2001
City Plan Commission Deliberations

The City Plan Commission deliberates on the Draft Comprehensive Plan/EIS and the three proposed
growth alternatives. After consideration of the fiscal, environmental, operational, social and market
analyses, and an extensive review of the public comment, the City Plan Commission confirms Centers
and Corridors as the preferred growth alternative. Changes are made to policy language and the land use
map to address the City Plan Commission’s concerns and those raised through the public comment
process. The City Plan Commission then recommends this changed version of the plan to the City
Council for adoption.

Supporting Documents

135 letters of public comment received

Tell-Back report: “Perception of Comprehensive Plan Strategies”

Findings, Conclusions and Recommendation, dated January 17, 2001

City Plan Commission’s Recommended Draft Comprehensive Plan (January 2001 version)
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M January —May 2001
City Council Review

From January 18 to February 22, the City Plan Commission hold six study sessions with Planning staff
to review the January 2001 Plan Commission’s recommended version of the Draft Comprehensive Plan.
The City Plan Commission proposes suggested changes to policy language and the land use map in
order to address the concerns expressed by City Council members at these study sessions. Preliminary
to the City Council hearings o the plan, the Plan Commission holds an open house on February 20 to
show the public the February 13 version of the Comprehensive Plan/EIS that contains their
recommendations together with the Council’ s changes to date.

The City Council holds seven weekly public hearings on the comprehensive plan from February 26 to
April 9, 2001. The Final Environmental Impact Statement (FEIS) and final Capital Facilities Program
(CFP) are released for public review on March 23. In response to the public comment, changes are
made to comprehensive plan policies and the land use map during eleven joint City Council/City Plan
Commission study sessions held between March 1 and May 10. All the changes that City Council made
to the February 13 version of the Recommended Comprehensive Plan are compiled and released for ten
days of public review on May 4. City Council hears public testimony on their proposed changes on May
7 and May 14. The City Council’ sfirst reading of the comprehensive plan adoption ordinance takes
place on May 14. The City council hears final testimony, approves several last minute amendments to
the plan text and map, and adopts the Comprehensive Plan by ordinance at the second reading on the
ordinance on May 21, 2001.

Supporting Documents

“Process Meets Product” Spokane Horizons Newsletter, January 2001

234 |etters of public comment received

City Plan Commission’s Recommended Comprehensive Plan/FEIS (2/13/01 public release version)
FEIS and final CFP

City Council’s Recommended Changes to the Plan Commission’s Recommended Comprehensive
Plan (released 5/4/01)

Comprehensive Plan Adoption Ordinance No. C32847

M January-May 2001
Draft Initial Development Regulations
Draft Initial Development Regulations are released for a 30-day public comment period that runs from
January 29 to February 28. The City Plan Commission’s hearing on the Draft IDRs is held February 21.
The Plan Commission deliberates on the Draft Initial Development Regulations on May 9, and passes
their recommendation on to the City Council. A revised version of the IDRs is posted to the City’'s
website for public review on May 15. The City Council’sfirst reading of the revised IDRs takes place on
May 14. They are adopted by City Council at the second reading on May 21 with no additional public
testimony.

Supporting Documents
Draft Initial Devel opment Regulations, rel eased on January 29, 2001

Initial Development Regulations Adoption Ordinance No. C32843
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2.5 COMPREHENSIVE PLAN UPDATE OF 2006 OVERVIEW

Reason for 2006 Update: For the City’s Comprehensive Plan to be effective, it must continue to be
evaluated and evolve. When new and updated information that examines trends or patterns of growth
and development is available, these are used to help evaluate if the Plan is achieving the goals of the
community contained in the Plan. The 2006 update, in addition to annual amendments to the plan,
ensure that the Plan is consistent with changes to State and Federal laws and the desires of the
community. The Washington State GMA aso requires the City to review and, if needed, update the
Comprehensive Plan at certain time intervals. The end of 2006 is the first of the State-required review
periods.

2.6 OVERVIEW OF PLANNING EFFORTS

In addition to annual amendments to the Comprehensive Plan and other long range planning efforts to
ensure that adequate capital facilities are available in the future, the City has participated in additional
planning efforts. The City has played both a lead and partnering role with many different groups and
their planning efforts for the betterment of the community. Several of these efforts have been initiated
and conducted by private groups with interests in certain specific areas of the City and surrounding areas.
Examples of afew of these efforts include;

Pilot Centers and Corridors

Pilot Centers and Corridors: Four pilot areas were chosen to help
develop and test the process of conducting specific plans for targeted
areas of the City. The South Perry, West Broadway, Holy Family and
Hillyard Center and Corridor areas were the first areas closely examined
after the passage of the Comprehensive Plan in 2001. Strategies were
developed and implemented to either revitalize or ensure that these areas
continued to be vibrant areas where growth could be focused in the
future. These pilot plans amended the Comprehensive Plan as a part of
their process.

SoUuTH PERRY
WesT BrROADWAY:
Hory Famiry

Footnote: Brochure that summarized strategies.

Neighborhood Planning

Following the pilot Centers and Corridors process and the creation of N SIRATECIES FOR DEVELORMINTIN

the Neighborhood Planning Guidebook, several other targeted planning

efforts have been conducted. Other Center and Corridor areas that the City has partnered with include
the Grand District Center, Maxwell and EIm Employment Center, and Logan Neighborhood Centers.
The East Central neighborhood is currently in the process of creating a neighborhood plan.

Strategic Plans

Through the Comprehensive Plan, the City would like to acknowledge several planning efforts that have
taken place just prior to and after adoption of the 2001 Comprehensive Plan. Acknowledgment means
only that the City recognizes these efforts. The Davenport District, Great Spokane River Gorge, and U-
District plans contain a significant body of work detailing existing conditions, opportunities, and an
outline for many actions designed to enhance these areas of the City. Asvisionary documents, they will
help guide growth and development in these areas in the future. The City has not committed resources for
action or project implementation of these plans, and the plans at this time are not intended for adoption as
official policy of the City of Spokane. No legidlative action has been taken to adopt changes to the
Spokane Municipal Code, the Official Zoning Map, or the text or maps of the Comprehensive Plan
related to these planning efforts. Implementation of these plans may require amendments to the
Comprehensive Plan in the future.
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Davenport District Strategic Action Plan

This effort was started in late 2001. The Downtown Spokane
Partnership spearheaded a Strategic Action Plan for the district
following the momentum begun by the Downtown Plan. During this

time the "Davenport District"” was selected as the name for the area davenpor t
surrounding the Davenport Hotel from Stevens Street on the east to dist riﬂ@‘
Madison Street on the west. This plan presents a ten-year vison and |~ S e

action plan to guide the development and evolution of the Davenport STRATEGTE RED
Digtrict. The plan lays out an agenda for a series of immediate and
long-term action items to enable the District to realize its full potential
as an exciting district filled with arts, cultural, entertainment and living
opportunities. The Strategic Plan is intended to be a flexible
development tool and a working document that will change and adapt
as the Davenport District evolves.

Cover of the Davenport District Strategic Action Plan

The Great Spokane River Gorge Strategic Master Plan:

A non-profit group “Friends of the Falls’, aided by an award of technical assistance from the National
Parks Service's Rivers, Trails & Conservation Assistance Program, has spearheaded an effort that has
developed a strategic master plan for an area that has been named the Great Spokane River Gorge or
“Great George Park.” The area generally follows the
Spokane River Gorge west of River Front Park and
: includes parts of several neighborhoods. Some of the
groups working with Friends of the Falls in the
process include Spokane Parks Department, Spokane
Tribe Culture Office, Avista Corporation, Summit
Properties (now Kendall Yards), West Centra
Neighborhood, Peaceful Valey Neighborhood,
Downtown Spokane Partnership, Northwest Museum
of Arts & Culture, and the Friends of the Centennid
Trail.

the great spokane river gorge

Cover of “The Great Spokane River Gorge” strategic master plan.

U-District Strategic Master Plan

Starting in 2003 and continuing through 2004, the City participated in { ]
acommunity effort to develop a strategic master plan around the idea

of aUniversity District. Asstated in the U-District plan “The

University District isabold vision and plan to attract a critical mass of

top students, staff and faculty, cutting-edge researchers, and creative
entrepreneurs — al of which are the catalysts for increased
commercialization of technology, growth in our health care industry, 4l
and overall economic prosperity for the region. It builds upon and
incorporates existing plans, activities and assets — leveraging them

into a strong economic engine that lays the foundation for Spokane’'s
growth in the next century. It istime to forge Spokane’ s new destiny.”

Cover of the U-District strategic plan.
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3.1 INTRODUCTION

Growth of the City

When the city was incorporated as “ Spokan Falls’

in 1881, it covered an arearoughly the same size as
the present Central Business District. Spokane’s
population in 1900 was over 36,000, nearly double
that of a decade earlier. There were 300 business and
industrial enterprises, 108 saloons, 56 churches, 2,500
telephones, and 42 miles of street railways. By 1920,
the city’ s population had grown to over 104,000.
Between 1920 and 1990, population grew at a much
dower rate than earlier years. The population was
171,300in 1980 and 177,165 in 1990, a 3 percent : {il
increase over this ten-year period. During the years between 1990 and 1995, the city’s populatl on grovvth
was more rapid, increasing to 188,800, an expansion of more than 1 percent per year. Since 1995, the
population has remained relatively stable, decreasing to an estimated 188,300 in 1998. The Census
reported the City of Spokane’ s population for the year 2000 at 195,629 and the Washington State Office
of Financial Management has forecast the population for the year 2006 to be 201,600. The recent
population numbers show an increase of 13,300 people or over a 6 percent increase over the eight year
period from 1998 to 2006.

The original town consisted of a bustling core area surrounded by compact, single-family neighborhoods.
This development pattern continued until after World War 11 when increased mobility provided by the
automobile resulted in a more suburban form of development. In the last 20 years, most new commercial
devel opment has occurred outside the downtown areain the form of large commercial centers and strips
along arteria streets. New neighborhoods are typically characterized by low densities and few street
connections. Many of the large apartment complexes built during thistime are isolated from the rest

of the city.

Planning History

Spokane has along history of planning. The first
subdivision regul ations were adopted in 1906, and
thefirst zoning ordinance passed in 1929. The
City Plan Commission was established by a City
Charter amendment in 1917 to, “investigate and
make recommendations to the City Council on all
' matters pertaining to the living conditions of the
city, and betterment of facilities, for doing public
and private business therein, the elimination of

@ slums, the correction of unhealthful housing
conditionsto further its growth along consistent,
comprehensive and permanent plans.”

From these early beginnings, planning in Spokane has continued to grow in significance and usefulness.
Thefirst land use plan, areport including maps and policies, was adopted in 1968 as the official guide
for development in Spokane. A new land use plan was adopted in 1983. Between 1982 and 1995,
neighborhood plans were adopted for fifteen city neighborhoods, encompassing approximately 70 percent
of the city’s geography.

In addition to these efforts, there have been many significant planning accomplishments over the last
thirty-plus years. Among these are the adoption and implementation of the arterial street plan, the parks
and open spaces plan, the downtown plan, and the shoreline master plan. All of these planning
documents are important because they provide official public policy that guides the growth and
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development of the city. The outcome of these planning efforts has been positive in many ways. For
instance, neighborhood planning has encouraged citizen involvement at the most basic level, directly
influencing what occursin individua neighborhoods. Shoreline planning and regulations have resulted in
the creation of Riverfront Park and other projects that have greatly improved the Spokane River. The
downtown plan has been devised to again strengthen the livelihood of downtown for future generations
through a strategic, coordinated community effort.

The Washington State Growth Management Act (GMA) requires the City of Spokane to prepare a
comprehensive plan, which includes land use, housing, capital facilities, utilities, and transportation
elements. This chapter contains the land use element. It includes goals, policies, and descriptions of
land use types that will guide the development of land in the City of Spokane.
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3.2 GMA GOAL AND REQUIREMENTS
AND COUNTYWIDE PLANNING POLICIES

GMA Land Use Planning Goals (RCW 36.70A.020)

The Washington State Growth Management Act (GMA) includes 13 goal's, which were adopted to guide
the devel opment and adoption of comprehensive plans and devel opment regulations. Most, if not al, of
the GMA goals pertain to the land use element. Land use policies and implementing regul ations
influence transportation, housing, economic development, property rights, permits, natural resource
industries, open space and recreation, environment, citizen participation and coordination, public facilities
and services, and historic preservation. While al of these goals are important, the two goals that are most
directly related to the land use element state:
+ Urban growth. “Encourage development in urban areas where adequate public facilities and
services exist or can be provided in an efficient manner.”
¢ Reduce sprawl. “Reduce the inappropriate conversion of undeveloped land into sprawling, low
density development.”

GMA Requirements for Land Use Planning (RCW 36.70A.070)
Land use is one of the mandatory elements of the Comprehensive Plan required pursuant to the GMA.
As prescribed by the GMA, the land use chapter:

+ Designates the proposed genera distribution, genera location, and extent of the uses of land,
where appropriate, for agriculture, timber production, housing, commerce, industry, recreation,
open spaces, general aviation airports, public utilities, public facilities, and other land uses.
Includes population densities, building intensities, and estimates of future popul ation growth.
Provides for protection of the quality and quantity of ground water used for public water supplies.
Considers utilizing urban planning approaches that promote physical activity.

Reviews drainage, flooding, and stormwater runoff in the area and nearby jurisdictions and
provides guidance for corrective actionsto mitigate or cleanse those discharges that pollute
waters of the state.

> & o o

Countywide Planning Policies

The Countywide Planning Policies (CWPPs) were adopted by the Spokane Board of County
Commissionersin 1994. Thereis not a separate chapter in the CWPPs that addresses the topic of land use.
However, there are many policies that are required to be addressed in each jurisdiction’ s comprehensive
plan land use element.

A key policy that advances the GMA goals that are cited above states: “ Each jurisdiction shall plan for
growth within Urban Growth Areas (UGAS) which uses land efficiently, adds certainty to capital facilities
planning, and allows timely and coordinated extension of urban governmental services, public facilities
and utilities for new development.”

A common theme of the CWPPs s the relationship between land use and most other comprehensive plan
topics. For example, policies call for consistency between the land use plan and the regional
transportation system. Opportunities are to be provided for devel opments along corridors that support
public transportation services. Master plans of major transportation facilities, such as airports, state
highways, railroads, and major freight terminals, are to be included to ensure that they are reasonably
accommodated and compatible with surrounding land uses. Policies aso require that the land use element
consider the intensity of development in the urban growth area and assure that the provision of public
facilities and services is adequate to support that intensity. Another topic that isto be addressed in the
land use element is the protection of neighborhood character. Policies are to be included to prevent
neighborhoods from becoming segmented, fragmented, or degraded by growth.
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For the full text of the Countywide Planning Policies, refer to the Countywide Planning Policies and
Environmental Analysisfor Spokane County document, adopted December 22, 1994, |ast amended
December 14, 2004 by Resolution No. 96-1075.

3.3 VISION AND VALUES

Spokane Horizons volunteers identified important themes in relation to Spokane's current and future growth.
A series of visions and values was crafted for each element of the Comprehensive Plan that describes specific
performance objectives. From the Visions and Values document, adopted in 1996 by the City Council, the
Comprehensive Plan’s goals and policies were generated.

Land useis defined as the general location of various uses of land, population density, and building intensities.

Vision
“Growth will be managed to allow amix of land uses that fit, support, and enhance Spokane’s
nei ghborhoods, protect the environment, and sustain the downtown area and broaden the economic
base of the community.”

Values

“The things that are important to Spokane' s future include:
¢ Acquiring and preserving the natural areas inside and outside the city.
¢ Contralling urban sprawl in order to protect outlying rural areas.
¢ Developing and maintaining convenient access and opportunities for shopping,
services, and employment.
¢ Protecting the character of single-family neighborhoods.
Guaranteeing a variety of densities that support a mix of land uses.
¢ Utilizing current residential |ots before devel oping raw land.”

*
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3.4 GOALS AND POLICIES

Goals and policies provide specificity for planning and decision-making. Overall, they indicate desired
directions, accomplishments, or aimsin relation to the growth and devel opment of Spokane. The land
use goals and palicies establish a framework for future growth and devel opment of the city.

Much of the future growth will occur within concentrated areas in neighborhood centers, district centers,
employment centers and corridors designated on the land use plan map. While this growth occursin
centers and corridors, established single-family residential neighborhoods will remain largely unchanged.

The centers and corridors contain amix of uses, including higher density housing centered around or
above retail and commercial establishments, office space and public and semi-public activities (parks,
government and schools). In addition to these uses, areas designated employment centers emphasize a
strong employment component such as major offices or light industrial uses. Streetswithin the centers
and surrounding neighborhoods enabl e residents to walk or bicycle for their daily service needs and to
access each center’ stransit stop. Higher density housing within and around the centers supports business
in the center and allows for enhanced transit service between centers, along corridors and to the
downtown area. Center designations on the land use plan map may change to reflect neighborhood
planning decisions.

Other important directives of the land use goals and policies include:
¢ Limiting commercia and higher density development outside centers and corridors to
support growth and development of centers and corridors.
+ Directing new higher density housing to centers and corridors and restricting this type
of development in single-family areas.
¢ Using design guidelinesto ensure that commercia buildings and higher density housing
are compatible with existing neighborhood character in and around centers and corridors.

LU1 CITYWIDE LAND USE

Goal: Offer a harmonious blend of opportunitiesfor living, working, recreation, education,
shopping, and cultural activities by protecting natural amenities, providing coor dinated, efficient,
and cogt effective public facilities and utility services, carefully managing both residential and non-
residential development and design, and pr oactively reinforcing downtown Spokane' srole asthe
urban center.

Policies

LU 1.1 Neighborhoods
Utilize the neighborhood concept as a unit of design for planning housing, transportation,
services, and amenities.

Discussion: Neighborhoods should have identifiable physical boundaries, such as principal
arterial streets or other major natural or built features. Ideally, they should have a geographica
area of approximately one square mile and a population of around 3,000 to 8,000 people.

Many neighborhoods have a neighborhood center that is designated on the land use plan map.
The neighborhood center, containing amix of uses, isthe most intensive activity area of the
neighborhood. It includes higher density housing mixed with neighborhood-serving retail uses,
transit stops, office space, and public or semi-public activities, such as parks, government
buildings, and schools.

A variety of compatible housing types are allowed in a neighborhood. The housing assortment
should include higher density residences devel oped in the form of small scale apartments,
townhouses, duplexes, and rental units that are accessory to single-family homes, as well as
detached single-family homes.
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A coordinated system of open space, nature space, parks, and trails should be furnished with a
neighborhood park within walking distance or a short transit ride of all residences. A readily
accessible elementary school should be available for neighborhood children. Neighborhood
streets should be narrow and tree-lined with
pedestrian buffer strips (planting strips) and
sidewalks. They should be generally laid out in
agrid pattern that allows easy access within the
neighborhood. Alleys are used to provide access
to garages and the rear part of lots. Pedestrian
amenities like bus shelters, benches, and
fountains should be available at transit stops.

i

a.u-\'

LU 1.2 Districts

I dentify districts as the framework for providing secondary schoals, larger park and recreation
facilities, and more varied shopping facilities.

Discussion: Districts are composed of logical and contiguous groupings of several neighborhoods
having a population of 30,000 to 60,000 people. Within adistrict, the size and scale of schools,
parks, and shopping facilities are larger because they serve a larger portion of the city. For
example, within adistrict, thereis usualy a centraly located high school, one or two well-located
middle schools, and one or more well-located community parks.

... Thecore areaof the district, known as the district
“# center, isusually located at the intersection of arterial
¥ streets. District centers offer awide range of retail
PA%% w2 and service activities including general merchandising,
3% small specialty shops, personal and professional
. services, offices, food, and entertainment. They should
aso include plazas, green space, and acivic green or
park to provide afocal point for the center. Urban
design guidelines of the Comprehensive Plan or a
> neighborhood plan are used to guide architectural and
_ site design to promote compatible mixed land uses.
Housing density should decrease as the distance from
the district center increases.

LU 1.3 Single-Family Residential Areas

Protect the character of single-family residential neighborhoods by focusing higher intensity land
uses in designated centers and corridors.

Discussion: The city’sresidential neighborhoods are one of its most valuable assets. They are
worthy of protection from the intrusion of incompatible land uses. Centers and corridors provide
opportunities for complementary types of development and a greater diversity of residential den-
sities. Complementary types of development may include places for neighborhood residentsto
work, shop, eat, and recreate. Development of these uses in a manner that avoids negative
impacts to surroundings is essential. Creative mechanisms, including design standards, must

be implemented to address these impacts so that potential conflicts are avoided.

LU 1.4 Higher Density Residential Uses

Direct new higher density residential uses to centers and corridors designated on the land

use plan map.

Discussion: Higher density housing of various typesisthe critical component of a center.
Without substantially increasing population in a center’ s immediate vicinity, there isinsufficient
market demand for goods and services at alevel to sustain neighborhood-scal e busi nesses.
Higher density residential usesin centers range from multi-story condominiums and apartments

10
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in the middle to small-lot homes at the edge. Other possible housing types include townhouses,
garden apartments, and housing over retail space.

To ensure that the market for higher density residential use is directed to centers, future higher
density housing generally islimited in other areas. Theinfill of Residential 15+ and Residentia
15-30 residential designations located outside centers are confined to the boundaries of existing
multi-family residential designations where the existing use of land is predominantly higher
density residential.

LU 1.5 Office Uses
Direct new office uses to centers and corridors designated on the land use plan map.

Discussion: Office use of various types is an important component of a center. Offices provide
necessary services and employment opportunities for residents of a center and the surrounding
neighborhood. Office use in centers may be in multi-story structuresin the core area of the center
and transition to low-rise structures at the edge.

To ensure that the market for office useis directed to centers, future office use is generally
limited in other areas. The Office designations located outside centers are confined to the
boundaries of existing office designations. Office use within these boundariesis alowed outside
of acenter.

The Office designation is also located where it continues an existing office devel opment trend
and serves as atransitional land use between higher intensity commercial uses on one side of a
principal arteria street and alower density residential area on the opposite side of the street.
Arterial frontages that are predominantly devel oped with single-family residences should not be
disrupted with office use. For example, office useis encouraged in areas designated Office along
the south side of Francis Avenue between Cannon Street and Market Street to a depth of not more
than approximately 140 feet from Francis Avenue.

Drive-through facilities associated with offices such as drive-through banks should be alowed
only along aprincipal arterial street subject to size limitations and design guidelines. Ingress and
egress for office use should be from the arterial street. Uses such as freestanding sit-down
restaurants or retail are appropriate only in the office designation located in higher intensity office
areas around downtown Spokane in the North Bank and Medica Districts shown in the
Downtown Plan.

Residential uses are permitted in the form of single-family homes on individual lots, upper-floor
apartments above offices, or other higher density residential uses.

LU 1.6 Neighborhood Retail Use
Direct new neighborhood retail use to neighborhood centers designated on the land use plan map.

Discussion: To ensure that neighborhood retail useis attracted to centers, future neighborhood
retail development is directed to the centers. Neighborhood retail areas located outside centers
are confined to the boundaries of the neighborhood retail designations.

The neighborhood retail designation recognizes the existence of small neighborhood-serving
businesses in locations that are not larger than two acres and that lie outside of designated centers.
These locations are usually found along arterial streets, typically at the intersection of two
arterials. In neighborhoods that are not served by a center, existing neighborhood businesses
provide nearby residents access to goods and services.

No new neighborhood retail locations should be designated outside of a center. Further, business
expansion at existing locations should be contained within the boundaries of the existing
designation. Businessinfill within these boundariesis allowed.
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Businesses that are neighborhood-serving and pedestrian-oriented are encouraged in
neighborhood retail locations. Buildings should be oriented to the street and provide convenient
and easily identifiable sidewalk entries to encourage pedestrian access. Parking lots should not
dominate the frontage and should be located behind or on the side of buildings. Drive-through
facilities, including gas stations and similar auto-oriented uses, tend to provide services to people
who live outside the surrounding neighborhood and should be allowed only along principal
arterials and be subject to size limitations and design guidelines.

Residential uses are permitted in these areas. Residences may bein the form of single-family
homes on individual lots, upper-floor apartments above business establishments, or other higher
density residential uses.

LU 1.7 Neighborhood Mini-Centers

Create a neighborhood mini-center wherever an existing neighborhood retail area islarger
than two acres.

Discussion: The neighborhood mini-center designation recognizes the existence of small
neighborhood-serving businesses in locations that are two to five acresin size that lie outside
centers and corridors designated on the land use plan map. Some designated neighborhood
mini-centers are over five acresin size based on pre-existing zoning designations. Similar to
neighborhood retail, the neighborhood mini-center designation consists of small, freestanding
businesses usually sited at the intersection of or along arteria streets. Another characteristic of
this designation isthe greatly restricted potential for redevelopment of the surrounding area to
support afull neighborhood center. Consequently, the mini-center designation limits mixed-use
devel opment to the boundaries of the existing mini-center designation.

Mini-center locations are encouraged to become small, mixed-use centers with higher density
residential use as amajor component. Residential use adds market demand for neighborhood
business and enabl es enhanced transit service to these locations. Shared-use parking
arrangements are encouraged to increase the devel opment intensity of the site for both residential
and commercial uses.

This designation allows the same uses as the neighborhood retail designation. No new drive-
through facilities, including gas stations and similar auto-oriented uses, should be allowed except
along principal arterial streets where they should be subject to size limitations and design
guidelines. Buildings should be oriented to the street to encourage walking by providing easy
pedestrian connections. Parking lots should not dominate the frontage and should be located
behind or on the side of buildings.

New mini-center locations may be established through a neighborhood planning process. They
should be separated by at least one-mile from other neighborhood serving business areas and
should not exceed five acresin size. To provide convenient accessibility from the surrounding
neighborhood, new mini-centers should be located at the intersection of arterial streets.

Mini-centers established at the time of adoption of the comprehensive plan should be evaluated
during any subsequent neighborhood planning phase. The evaluation will consider the
appropriateness of the mini-center designation. The ability of the mini-center to serve the
surrounding neighborhood and the adequacy of public services and facilitiesin the areato support
the mini-center should be considered.

LU 1.8 General Commercial Uses

Contain general commercial areas within the boundaries occupied by existing business
designations and within the boundaries of designated centers and corridors.

Discussion: General commercial areas provide locations for a wide range of commercial uses.
Typica development in these areas includes freestanding business sites and larger grouped
businesses (shopping centers). Commercia uses that are auto-oriented and include outdoor sales
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and warehousing are also alowed in this designation. Land designated for general commercial use
isusually located at the intersection of or in strips along principal arterial streets. In many areas
such as along Northwest Boulevard, this designation is located near residential neighborhoods.

To address conflicts that may occur in these areas, zoning categories should be implemented that
limit the range of uses, and site devel opment standards should be adopted to minimize detrimental
impacts on theresidentia area. Existing commercial strips should be contained within their current
boundaries with no further extension along arteria streets allowed.

Recognizing existing investments by both the City of Spokane and private parties, and given
deference to existing land use patterns, an exception to the containment policy may be alowed by
means of a comprehensive plan amendment to expand an existing commercial designation,
(Neighborhood Retail, Neighborhood Mini-Center, or General Commercial) at the intersection of
two principal arterial streets or onto properties which are not designated for residential use at a
signalized intersection of at least one principal arterial street which as of September 2, 2003, has
traffic at volumes greater than 20,000 vehicular trips aday. Expansion of the commercial
designation under this exception shall be limited to property immediately adjacent to the arterial
street and the subject intersection and may not extend more than 250° from the center of the
intersection unless asingle lot, immediately adjacent to the subject intersection and in existence
at the time this comprehensive plan was initially adopted, extends beyond 250' from the center of
theintersection. In this case the commercia designation may extend the length of that lot but in
no event should it extend further than 500" or have an area greater than 3 acres.

[per comprehensive plan text amendment, Ord. C-33287, effective 11-8-03]

If acommercial designation (Neighborhood Retail, Neighborhood Mini-Center, or Genera
Commercial) exists at the intersection of two principal arterias, a zone change to allow the
commercia useto be extended to the next street that runs parallel to the principal arterial street may
be allowed. If thereisnot astreet that runs parallel to the principa arterial, the maximum depth of
commercia development extending from the arteria street shall not exceed 250 feet.

Areas designated genera commercial within centers and corridors are encouraged to be devel oped
in accordance with the policies for centers and corridors. Through a neighborhood planning
process for the center, these general commercial areaswill be designated in aland use category
that is appropriate in the context of a center and to meet the needs of the neighborhood.

Residential uses are permitted in these areas. Residences may bein the form of single-family
homes on individual lots, upper-floor apartments above business establishments, or other higher
density residential uses.

LU 1.9 Downtown
Recognize the direct relationship between citywide land use planning and the present and future
vitality of downtown Spokane.

Discussion: Plans and strategies should be adopted that are designed to ensure aviable,
economically strong downtown area. Downtown Spokane should be a thriving neighborhood

with adiversity of activitiesand amix of uses; it should be aive night and day. The mix of uses
must include residential (high, medium, and low-income), office, entertainment, and retail. To
encourage residential use, adesirable living environment needs to be created. Downtown Spokane
should be devel oped as a unique neighborhood with its own vision and plan with all stakeholders
contributing.
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LU 1.10 Industry

Provide a variety of industrial locations and site sizes for a variety of industrial devel opment and
safeguard them from competing land uses.

Discussion: Planned industrial locations should be free from critical areas, not subject to
conflicting adjacent land uses, readily accessible to adequate transportation, utility, and service
systems, and convenient to the labor force.

Commercia and office uses have historically been permitted in most areas that are designated for
industrial use. Continuation of this practice may lead to the displacement of the vital industrial
lands needed for the economic vitality of the city. The industrial lands inventory in the city and
the urban growth area should be evaluated to determine which industria lands should be
preserved for exclusive industrial use and which areas should continue to allow commercial use.

In most cases, residential use is not appropriate in the industrial designation because of off-site
impacts generated by industrial uses and the lack of residential amenities in these areas.
However, river-oriented residential useis allowed in areas along the Spokane River where
residents can take advantage of the river amenity. Residentia uses should be carefully designed
to be compatible with industrial uses. This compatibility may be maintained by using slope to
other means or separate uses, and through buffers, landscaping, setbacks, fencing or other
appropriate measures. Theintent isto avoid conflicts between residential and industrial uses
permitted in these areas.

LU 1.11 Agriculture

Designate areas for agriculture lands that are suited for long-term agricultural production.

Discussion: The agricultural designation is applied to agricultural lands of local importancein
the Urban Growth Area. These areas have historically been farmed, contain highly productive
agricultural soils (at least SCS Class |1 soils or designated prime agriculture lands as defined by
the Natural Resource Conservation Service (NRCS) United States Department of Agriculture),
and have large enough parcel sizesfor productive farming. These areas have been determined in
consultation with soil scientists from the National Resource Conservation Service. They are
expected to remain agriculture for at least the next twenty years. Uses planned for agricultural
areas include: farming, green house farming, single-family residence, and minor structures used
for sales of agricultural products produced on the premises. Caretakers quarters associated with
the agricultural activity may be permitted as an accessory use when a single-family residenceis
located on the parcel.

Uses adjacent to designated agricultural lands, both inside and outside the city, should be
compatible with farm uses. This compatibility may be maintained by limiting uses or density,
by using slope or other means to separate uses, and through buffers, setbacks, fencing or other
appropriate measures. Another method of |essening conflicts between usesisto give notice to
nearby properties that agricultural operations will take place nearby. The Growth Management
Act requires that local governments include a notice on subdivisions, development permits and
building permits within 300 feet of an agricultural areathat incompatible uses may occur on
nearby land. A third way of reducing conflicts between usesisaright to farm law. Thistype
of law gives farmers some protection against nuisance lawsuits when conducting traditional
agricultural activities. While these laws are common in counties, they are uncommon in cities.
Spokane should study whether such alaw could work successfully within the city.

To protect and preserve agricultura designated land clustering of residential building sites shall
be required as part of the subdivision approval process. Through the planned unit development
(PUD) process, land in the Agriculture designation may be developed at adensity of up to 10
units per acre. Clustering the allowable unitsis required so that structures located on agricultura
designated parcels are situated in a manner that preserves as much land as possible for the
agricultural operation.

14
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LU 1.

LU 1.

LU 1.

LU 1.

A transfer of development rights program or purchase of development rights program needs to
be devel oped to encourage the preservation of agricultural lands inside the urban growth area. A
transfer of development rights program allows a property owner to use or sell the devel opment
rights to increase the devel opment intensity on properties included within designated receiving
areas as defined in the Spokane Municipal Code.

12 Public Facilities and Services
Ensure that public facilities and services systems are adequate to accommodate proposed
devel opment before permitting devel opment to occur.

Discussion: Chapter 5, Capital Facilities and Utilities, ensures that necessary public facilities
and services are available at the time a development is ready for occupancy without decreasing
current service levels below locally established minimum standards.

The following facilities must meet adopted level of service standards and be consistent with the
concurrency management system: fire protection, police protection, parks and recreation, libraries,
public sewer, public water, solid waste disposal and recycling, transportation, and schools.

When devel opment or redevelopment occurs, it is also important that adequate provision is made
for stormwater drainage facilities, paved streets, sidewalks, street lighting, traffic and access
control, circulation, off-street parking and loading facilities, transit, bicycle and pedestrian
facilities, and other public improvements made necessary by individual developments.

13 Parks and Open Spaces

Develop funding mechanisms, incentives, and other
methods to procure land for formal parks and/or natural
open space in existing and new neighborhoods based upon M %
adopted standards of the Comprehensive Plan. S

14 Existing Uses =t

Avoid the creation of large areas of nonconforming uses <~

at the time of adoption of new devel opment regulations. ' :

Discussion: To achieve the objectives of the Comprehensive Plan, the intensity of the planned
land use has been reduced in several areas of the city. It is not anticipated that the impact of these
changes will be significant. The affected areas are usually planned or zoned at a higher intensity
level than isreflected by the existing land use. Many of these areas have not been built-out at the
intensity level allowed by policies and regulations that have been in affect along time,

in some cases, over 40 years.

A potential outcome of this planning approach is the creation of nonconforming uses. Properties
with this status often deteriorate over time because there is alack of incentive to invest in
maintenance and property improvement. Often this creates adverse impacts to surrounding
properties. Thispolicy is designed to avoid this occurrence.

15 Airfield Influence Areas

Prohibit the siting of land uses that are incompatible with aviation operationsin the Airfield
Influence Areas designated on Comprehensive Plan maps, and contain residential
Comprehensive Plan designations and zoning in the Airfield Influence Areasto their existing
locations not allowing for expansion or increasesin residential density.

Discussion: Aviation facilities are afunctionally and economically vital part of the community.
The Federal Aviation Administration’s Federal Aviation Regulations (FAR) Part 77, Objects
Affecting Navigable Airspace, establishes standards for determining obstructions to the airspace
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necessary for safe aircraft operations. Part 77 regulations define a set of airspace protection
surfaces referred to as “imaginary surfaces.” which may not be penetrated by any structures or
natural features. However, the height of development is not the only characteristic that can cause
it to be incompatible with aviation facilities. Areas surrounding these facilities are impacted by
noise and safety concerns. RCW 36.70.547 Genera Aviation Airport mandates; “Every county,
city, and town in which there islocated a general aviation airport that is operated for the benefit
of the general public, whether publicly owned or privately owned public use, shall, through its
comprehensive plan and development regulations, discourage the siting of incompatible uses
adjacent to such genera aviation airport.” Air Field operators prepare and maintain Master Plans
with the guidance of the Federal Aviation Administration (FAA) or the Department of Defense
(DOD). The Master Plans are used to identify Airfield Influence Areas based on their proximity
to an airfield, air traffic patterns, relative risk of an accident or current or anticipated levels of
aviation generated noise. The Airfield Influence Areas are designated on Comprehensive Plan

maps.

Residential uses and uses generally associated with residential uses such as schools and religious
ingtitutions are highly sensitive to aviation operation impacts. Other usesthat concentrate alarge
number of peoplein asmall area, endanger critical community infrastructure or create hazards for
air traffic are also incompatible. Because of their low building occupancies and similar impacts
on adjoining properties industrial uses are generally considered to be compatible with aviation
facilities. In order to avoid an increase in potential conflicts between residents and airfield
operations no additional land within the Airfield Influence Areas shall be designated for
residential uses or other uses that have a high congregation of people. Existing residential
designations shall not be changed to a higher density designation. Residential uses are prohibited
in Commercia and Industrial designations. Existing Industrial designations are to be preserved
and industrial uses that complement aviation facilities encouraged. Airfield Overlay Zones found
in the City’ s development code shall only alow commercial and industria uses that do not
conflict with aircraft operations

D LU 2 PUBLIC REALM ENHANCEMENT
Goal: Encourage the enhancement of the public realm.

Policies

LU 2.1 Public Realm Features

Encourage features that improve the appearance of devel opment, paying attention to how
projects function to encourage social interaction and relate to and enhance the surrounding
urban and natural environment.

Discussion: The “public realm” isthe public or private area where people interact with their
surroundings or other people. The “public realm” is affected by the appearance, use, and
attractiveness of development and how it functions. It isimportant to design buildings to
maintain compatibility with surrounding devel opment, and to design sites that provide for
pathways, attractive and functional landscaping, properly proportioned open spaces, and
other connecting features that facilitate easy access between public and private places.

LU 2.2 Performance Standards

Employ performance and design standards with sufficient flexibility and appropriate incentives
to ensure that development is compatible with surrounding land uses.

Discussion: Performance and design standards should address, among other items, traffic and
parking/loading control, structural mass, open space, green areas, landscaping, and buffering.
In addition, they should address safety of persons and property, as well as the impacts of noise,
vibration, dust, and odors. An incentive system should be devised that grants bonuses, such as
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increased building height, reduced parking, and increased density, in exchange for development
that enhances the public realm.

D LU 3 EFFICIENT LAND USE

Goal: Promotethe efficient use of land by the use of incentives, density and mixed-use development
in proximity toretail businesses, public services, places of work, and transportation systems.

Policies

LU 3.1 Coordinated and Efficient Land Use
Encourage coordinated and efficient growth and development through infrastructure financing
and construction programs, tax and regulatory incentives, and focused growth in areas where
adequate services and facilities exist or can be economically extended.

Discussion: Future growth should be directed to locations where adequate services and facilities
are available. Otherwise, services and facilities should be extended or upgraded only wheniit is
economically feasible to do so.

The centers and corridors designated on the land use plan map are the areas of the city where
incentives and other tools should be used to encourage infill development, redevel opment and
new development. Examples of incentives the city could use include assuring public
participation, using public facilities and lower devel opment fees to attract investment, assisting
with project financing, zoning for mixed-use and higher density development, encouraging
rehabilitation, providing in-kind assistance, streamlining the permit process, providing public
services, and addressing toxic contamination, among other things.

LU 3.2 Centers and Corridors
Designate centers and corridors (neighborhood scale, community or district scale, and regional
scale) on the land use plan map that encourage a mix of uses and activities around which growth
isfocused.

Discussion:

Suggested centers are designated where the potential for center development exists. Final
determination is subject to the neighborhood planning process.

Neighborhood Center

Neighborhood centers designated on the Land Use Plan map have a greater intensity of

devel opment than the surrounding residential areas. Businesses primarily cater to neighborhood
residents, such as convenience businesses and services. Drive-through facilities, including gas
stations and similar auto-oriented uses tend to provide services to people living outside the
surrounding neighborhood and should be allowed only along principal arterials and be subject to
size limitations and design guidelines. Uses such as aday care center, a church, or a school may
also be found in the neighborhood center.

Businesses in the neighborhood center are provided support
by including housing over ground floor retail and office uses. i,
The most dense housing should be focused in and around the )
neighborhood center. Density is high enough to enable
frequent transit service to a neighborhood center and to
sustain neighborhood businesses. Housing density should
decrease as the distance from the neighborhood center
increases. Urban design guiddines of the Comprehensive
Plan or a neighborhood plan are used to guide architectural
and site design to promote compatible, mixed land uses, and
to promote land use compatibility with adjoining neighborhoods.
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Buildings in the neighborhood center are oriented to the street. This encourages walking by
providing easy pedestrian connections, by bringing activities and visually interesting features
closer to the street, and by providing safety through watchful eyes and activity day and night.
Parking lots should not dominate the frontage of these pedestrian-oriented streets, interrupt
pedestrian routes, or negatively impact surrounding neighborhoods. Parking lots should be
located behind or on the side of buildings asarule.

To promote socid interaction and provide afocal point for the center, a central gathering place,
such asacivic green, square, or park, should be provided. To identify the center as the major
activity area of the neighborhood, it isimportant to encourage buildingsin the core area of the
neighborhood center to betaller. Buildings up to three stories are encouraged in this area.

Attention is given to the design of the circulation system so pedestrian access between residentia
areas and the neighborhood center is provided. To be successful, centers need to be integrated
with transit. Transit stops should be conveniently located near commercial and higher density
residential uses, where transit service is most viable.

The size and composition of neighborhood centers, including recreation areas, vary by
neighborhood, depending upon location, access, neighborhood character, local desires, and
market opportunities. Neighborhood centers should be separated by at |east one mile (street
distance) or as necessary to provide economic viability. Asagenera rule, the amount of
commercial space and percent devoted to office and retail should be proportional to the number
of housing unitsin the neighborhood. The size of individual commercia business buildings
should be limited to assure that the businessis truly neighborhood serving. The size of the
neighborhood center, including the higher density housing surrounding the center, should be
approximately 15 to 25 square blocks. The density of housing should be about 32 units per acre
in the core of the neighborhood center and may be up to 22 units per acre at the perimeter.

District Center

District centers are designated on the land use plan map. They are similar to neighborhood
centers, but the density of housing is greater (up to 44 dwelling units per acre in the core area of
the center) and the size and scale of schoals, parks, and shopping facilities are larger because they
serve alarger portion of the city. Asagenera rule, the size of the district center, including the
higher density housing surrounding the center, should be approximately 30 to 50 square blocks.

As with a neighborhood center, buildings are oriented to the street and parking lots are located
behind or on the side of buildings whenever possible. A central gathering place, such asacivic
green, square, or park is provided. To identify the district center asamajor activity area, itis
important to encourage buildingsin the core area of the district center to betaller. Buildings up
to five stories are encouraged in this area

The circulation system is designed so pedestrian access between residential areas and the district
center is provided. Frequent transit service, walkways, and bicycle paths link district centers and
the downtown area.

Employment Center

Employment centers have the same mix of uses and general character features as neighborhood
and district centers but also have a strong employment component. The employment component
is expected to be largely non-service related jobs incorporated into the center or on land
immediately adjacent to the center.

Employment centers vary in size from 30 to 50 square blocks plus associated employment areas.
Theresidential density in the core area of the employment center may be up to 44 dwelling units
per acre. Surrounding the center are medium density transition areas at up to 22 dwelling units
per acre.

Corridors

18

Land Use, Vol. 1



Corridors are areas of mixed land use that extend no more than two blocks in either direction
from the center of atransportation corridor.

Within acorridor, there isagreater intensity of development in comparison to the surrounding
residential areas. Housing at a density up to 44 units per acre and employment densities are
adequate to support frequent transit service. The density of housing transitionsto alower level
(up to 22 units per acre) at the outer edge of the corridor. A variety of housing styles, apartments,
condominiums, rowhouses, and houses on smaller lots are allowed. A full range of retail
services, including grocery stores serving severa
T ' | T neighborhoods, theaters, restaurants, dry-cleaners,
| ‘ i l.;;:_' hardware stores, and specialty shops are also allowed.
T Er Ir- Low intensity, auto-dependent uses (e.g., lumber yards,
LRI uti

automobile dealers, and nurseries) are prohibited.

Corridors provide enhanced connections to other centers,
corridors, and downtown Spokane. To accomplish this, it

ok isimportant to make available safe, attractive transit stops
and pedeﬂrlan and blcycleways The street environment for pedestrians is much improved by
placing buildings with multiple stories close to the street with wide sidewalks and street trees,
attractive landscaping, benches, and frequent transit stops. Parking lots should not dominate the
frontage of these pedestrian-oriented streets, interrupt pedestrian routes, or negatively impact
surrounding neighborhoods. Parking lots should be located behind or on the side of buildings
whenever possible.

Regional Center

Downtown Spokane is the regional center, containing the highest density and intensity of land
use. Itisthe primary economic and cultural center of the region. Emphasisison providing more
housing opportunities and neighborhood services for downtown residents, in addition to
enhancing economic, cultural, and social opportunities for the city and region.

LU 3.3 Planned Neighborhood Centers
Designate new centers or corridorsin appropriate locations on the land use plan map through a
neighborhood planning process.

Discussion: The comprehensive plan recognizes that centers and corridors are the most
appropriate venue for the location of commercial and higher density residential uses. In some
areas of the city, there may be a need to establish a center or corridor. The exact location,
boundaries, size, and mix of land usesin a potential neighborhood center should be determined
through the neighborhood planning process. This process may be initiated by the city at the
request of a neighborhood or private interest. Objective criteria should include:

¢ existing and planned density;

¢ amount of commercia land needed to serve the neighborhood,;

+ transportation investments and access including public transit; and

+ other characteristics of a neighborhood center as provided in this plan, or as further refined.

LU 3.4 Planning for Centers and Corridors

Utilize basic criteria for growth planning estimates and, subsequently, growth targets for centers,
and corridors.

Discussion: Growth planning estimates and growth targets for centers and corridors should
be based on:
+ availability of infrastructure;
¢ public amenities and related facilities and services capacity for residential and commercial
devel opment;
¢ exigting and proposed residential densities and devel opment conditions;
¢ accessibility of transit; and,
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¢ density goalsfor centers and corridors.

LU 3.5 Mix of Uses in Centers

Achieve a proportion of usesin centersthat will stimulate pedestrian activity and create mutually
reinforcing land uses.

Discussion: Neighborhood, District, and Employment Centers are designated on the land use plan
maps in areas that are substantially developed. New uses in centers should complement existing
on-site and surrounding uses, yet seek to achieve a proportion of usesthat will stimulate
pedestrian activity and create mutually reinforcing land use patterns. Uses that will accomplish
thisinclude public, core commercial/office and residential uses.

All centers are mixed-use areas. Some existing uses in designated centers may fit with the center
concept; others may not. Planning for centers should first identify the uses that do not fit and
identify sites for new uses that are missing from the existing land use pattern. Ultimately, the
mix of usesin acenter should seek to achieve the following minimum requirements:

TABLE LU 1 MIX OF USES IN CENTERS

Use Neighborhood Center District and Employment Center
Public 10 percent 10 percent
Commercial/Office 20 percent 30 percent
Higher Density Housing 40 percent 20 percent
Note: All percentage ranges are based on site area, rather than square footage of building area.

[ ——

This recommended proportion of usesis based on site area and does not preclude additional
upper floors with different uses.

The ultimate mix of land uses and appropriate densities should be clarified in a site-specific
planning processin order to address site-rel ated issues such as community context, topography,
infrastructure capacities, transit service frequency, and arterial street accessibility. Special care
should be taken to respect the context of the site and the character of surrounding existing
neighborhoods. The 10 percent public use component is considered a goal and should include
land devoted to parks, plazas, open space, and public facilities.

LU 3.6 Neighborhood Centers

Designate the following seven |ocations as neighborhood centers on the land use plan map.

¢ Indian Trail and Barnes;

South Perry;

Grand Boulevard/12th to 14th;

Garland;

West Broadway;

Lincoln and Nevada;

Fort George Wright Drive and Government Way.

* & & & o o

LU 3.7 District Centers

Designate the following four locations as district centers on the land use plan map.

¢ Shadle—Albertaand Wellesley;
¢ Lincoln Heights— 29th and Regal;
¢ 57thand Regdl,;

¢ Grand District

LU 3.8 Employment Centers

Designate the following five locations as employment centers on the land use plan map.
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East Sprague — Sprague and Napa;

North Foothills Employment Center;

Maxwell and Elm;

Holy Family;

North Nevada, between Westview and Magnesium.
Trent and Hamilton Employment Center

LU 3.9 Corridors
Designate the following three locations as corridors on the land use plan map.

¢ North Monroe Strest;
¢ Hillyard Business Corridor;
¢ Hamilton Street Corridor.

* & & O 0o o

LU 3.10 Regional Center
Designate Downtown Spokane as the regional center.

LU 3.11 Compact Residential Patterns

Allow more compact and affordable housing in all neighborhoods, in accordance with
neighborhood-based design guidelines.

HT‘ — e —ﬁu
Z rf éﬁi;m r- [ﬁ@mg{lﬁl::;mﬂy r
Discussion: Compact and affordable housing includes such choices as townhouses, accessory
dwelling units (granny flats), live-work housing, triplexes, zero-lot line, starter, small-lot, and
rowhouses.

Comprehensive Plan/EIS

21



LU 3.12 Maximum and Minimum Lot Sizes

Prescribe maximum, as well as minimum, ot size standards to achieve the desired residential
density for all areas of the city.

Discussion: One of the ways to use the remaining usable land more efficiently isto increase the
overall housing density. Increased density promotes efficient and cost-effective provision of city
facilities, services, and transportation systems and enabl es the provision of affordable housing.

LU 3.13 Shared Parking

Encourage shared parking facilities for business and commercial establishments that have
dissmilar peak use periods.

Discussion: Many businesses have different hours of the day during which they are most busy.
Whereas a movie theater is occupied during the evening hours, an office building flourishes
during the day. In thistype of situation, there is an opportunity for shared parking. Shared
parking lots consume less land and are a more efficient use of land compared to the construction
of separate parking areas for each individual business.

LU 4 TRANSPORTATION

Goal: Promote a network of safe and cost effective transportation alter natives, including transit,
car pooling, bicycling, pedestrian-oriented environments, and mor e efficient use of the automaobile,
to recognize therelationship between land use and transportation.

Policies

LU 4.1 Land Use and Transportation

Coordinate land use and transportation planning to result in an efficient pattern of devel opment
that supports alter native transportation modes consistent with the transportation chapter and
makes significant progress toward reducing sprawl, traffic congestion, and air pollution.

Discussion: The GMA recoghizes the relationship between land use and transportation. It
requires atransportation element that implements, and is consistent with, the land use element.
The transportation element must forecast future traffic and provide information on the location,
timing, and capacity needs of future growth. It must also identify funding to meet the identified
needs. If probable funding falls short of needs, the GMA requires the land use € ement to be
reassessed to ensure that needs are met.

LU 4.2 Land Uses That Support Travel Options

Provide a compatible mix of housing and commercial usesin neighborhood centers, district

= B 3

;_L: 1)

centers, employment centers, and corridors. - =

=]
Discussion: This provides opportunities for people %\E T 0 g
to walk to work and shopping, enables less reliance ? T EYE E1EBET
on automobiles, reduces commuting times and g 1 Ej; Ijﬁf - “?;‘
distances, makes mass transit more viable, and EE g _ | !

f*. ﬂ

provides greater convenience for arearesidents.

LU 4.3 Neighborhood Thru-Traffic

Create boundaries for new neighborhoods through which principal arterials should not pass.

Discussion: Principal arterialsthat bisect neighborhoods create undesirable barriers to pedestrian
circulation and adversely impact adjoining residences. Whenever possible, principal arterials
should be located on the outer edge of neighborhoods.
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LU 4.4 Connections
Design residential, commercial, and industrial development that takes into consideration the
connections, both vehicular and pedestrian, to adjoining sites to reduce personal automabile trips.

LU 4.5 Block Length
Create a network of streetsthat is generally laid out in a grid pattern that features more street
inter sections and shorter block lengths.

Discussion: Excessively long blocks and long local accessresidential streetsresult in fewer
alternative routes for pedestrian and vehicle travel and generally result in increased vehicle
speeds. A grid pattern featuring more street intersections and shorter blocks provides more
alternative routes for pedestrian and vehicle travel and tendsto dow traffic. Block lengths of
approximately 250 to 350 feet on average are preferable, recognizing that environmental
conditions (e.g., topography or rock outcroppings) might constrain these shorter block lengths
in some areas.

D LUS5 DEVELOPMENT CHARACTER

Goal: Promote development in a manner that is attractive, complementary, and compatible with
other land uses.

Policies

LU 5.1 Built and Natural Environment
Ensure that developments are sensitive to and provide adequate impact mitigation so that they
maintain and enhance the quality of the built and natural environment (e.g., air and water
guality, noise, traffic congestion, and public utilities and services).

LU 5.2 Environmental Quality Enhancement
Encourage site locations and design features that enhance environmental quality and
compatibility with surrounding land uses.

Discussion: Ensure the provision of adequate landscaping and other site design features that
enhance the compatibility of development with the surrounding area.

LU 5.3 Off-Site Impacts
Ensure that off-street parking, access, and loading facilities do not adversely impact the
surrounding area.

Discussion: Off-street parking, access, and loading facilities are usually associated with the
development of higher density residential, office, and commercial uses. These features often
have major impacts on single-family residential areas. The impacts are most significant when
these facilities are next to or intrude between homes. When these facilities are accessory to a
higher density residential or nonresidential use, they should be developed according to the same
policies and zoning regulations as govern the primary use. New parking lots should also have the
same zoning classification as the primary use. In addition, these facilities should be developed to
minimize adverse impacts to adjacent properties. All parking lots should be paved. Parking lots
and loading areas should have appropriate buffersto fully screen them from adjacent, less
intensive uses. Access to business and higher density residentia sites should be controlled to
avoid impacts on adjacent uses, pedestrian movement, and street functions.
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LU 5.4 Natural Features and Habitat Protection

Ensure devel opment is accomplished in a manner that protects significant natural features
and wildlife habitat.

Discussion: The Visions and Vaues document recognizes the importance of acquiring and
preserving the natura areasinside and outside the city. These natural areas include
environmentally sensitive areas, critical areas and buffers, trail corridors, areas with difficult
topography, stands of trees, wildlife habitat, and other natural features. To encourage conservation
of natural features and habitat protection, development regulations should be established that allow
clustering of development at higher densities than otherwise allowed (consistent with overall
density allowed for the site). If the minimum density cannot be achieved by clustering of

devel opment, exceptions to minimum residential density requirements may be permitted.

LU 5.5 Compatible Development

Ensurethat infill and redevelopment projects are well-designed and compatible with surrounding
uses and building types.

LU 6 ADEQUATE PUBLIC LANDS AND FACILITIES

Goal: Ensurethe provision and distribution of adequate, well-located public lands and facilities
throughout the city.

Policies

LU 6.1 Advance Siting

I dentify, in advance of devel opment, sites for parks, open space, wildlife habitat, police stations,
fire stations, major stormwater facilities, schools, and other lands useful for public purposes.

Discussion: Attempts should be made to obtain or secure (e.g., by obtaining the right of first
refusal) such sites as early as possible in the development of an area to ensure that the facilities
are well located to serve the area and to minimize acquisition costs.

LU 6.2 Open Space

I dentify, designate, prioritize, and seek funding for open space areas.
Discussion: The open space land use map designation consists of three mgjor categories:

Conservation Open Space: Conservation Open Space includes areas that are publicly
owned, not developed, and designated to remain in anatural state. It isintended to protect areas
with high scenic value, environmentally sensitive conditions, historic or cultural values, priority
animal habitats, and/or passive recreational features. It isexpected that improvementsin these
areas would be limited to those supporting preservation or some passive recreation activities, like
soft trails and wildlife viewpoints.

Potential Open Space: Potential Open Space includes areas that are not currently publicly
owned, not developed, and designated to remain in anatural state. The purpose and types of
improvements in this category are the same as the Conservation Open Space category. Public
acquisition of land designated Potential Open Space is encouraged and may be accomplished by
outright purchase, nature space tax incentives, Spokane County Conservation Futures funds, and
other methods. Restrictions on the use of land designated Potential Open Space may not occur until
the city or Spokane County acquires sufficient interest to prevent development of the lands.
Otherwise, uses allowed in the Residential 4-10 designation may be allowed on land designated
Potential Open Space.
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Open Space: Open Space includes major publicly or privately owned open space areas, such as
golf courses, major parks and open space areas, and cemeteries. These areas usualy have facilities
for active and passive recreation and include paved and unpaved roads, parking lots, hard surface
trails, and buildings and facilities that support activities occurring in the open space area.

LU 6.3 School Locations
Work with the local school digtricts to identify school sites that are well-located to serve the
service area and that are readily accessible for pedestrians and bicyclists.

Discussion: Schools are among the most important public facilities society provides for its
citizens. Not only are they the centers of learning for children, but they serve asimportant focal
points for al kinds of neighborhood activities. Their libraries and auditoriums often serve as
neighborhood meeting places. The health and vitality of a neighborhood school isinvariably a
clear indicator of the health and vitdity of the neighborhood itself.

Most of Spokane is served by School District 81. Mead School District 354 serves an areawithin
the northern city limits, and Cheney School District 360 covers an area within the city limits on
the southwest side. The Mead, Cheney and Nine Mile School Districts also serve land within the
urban growth area.

LU 6.4 Land Use Decisions
Consider the needs of schools, such as pedestrian safety and a quiet environment conducive
to learning, when making land use decisions.

LU 6.5 Elementary and Middle School Locations
Locate elementary and middle schools centrally in their service area on sitesthat allow children
to walk safdly to school.

Discussion: Elementary and middle schools should be located within or close to a designated center.

LU 6.6 High School Locations
Locate high schools centrally in their service areas so they are easily accessible to vehicular as
well as pedestrian traffic.

Discussion: High schoolstend to generate high levels of traffic from student drivers, school
personnel, and interscholastic events. To accommodate the higher levels of traffic, high schools
should be located on arterial streets. A central |ocation within each service area also is desirable
but less important than for elementary or middle schools. High schools should be located within
or closeto adesignated center when centers are designated on the land use plan map.

LU 6.7 City and School Cooperation
Build further on the cooperative relationship between the city and school officials.

Discussion: The city has amodest roleto play in school planning. Public schools are operated by
local school districts and governed by state and federal laws and regulations. State funds provide
the bulk of school finances. Some funds come from the federal government. School districts
raise the rest from local property taxes. State laws set standards for service levels and facility
development, such as site size and enrollment. They also specify funding methods. These laws
thus perform much of the role of afunctiona plan for schools. School districts complete the
remaining tasks of planning.

Nevertheless, there are important things the city can do. Through good planning, we can ensure
that the environments around existing and future school sites are conducive to their needs. We
can take into account the safety needs of school children and the need for school buildings to be
appropriately accessible to their service areas. We can certainly continue to work closely with
school officials and neighborhoods to serve our citizens together.
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In addition, the Growth Management Act requires cities and school districts to cooperatein capita
facility planning. Future school sites are among the types of “lands needed for public purposes,”
which must be identified in a city’ s comprehensive plan. If aschool district isto collect impact fees
for new schools, the school facilities must be reflected in the city’ s Capita Facility Program (CFP).

Consideration should also be given to joint planning, which could include prioritization of sites
for future school construction and preservation of historic sites.

LU 6.8 Schools As a Neighborhood Focus

Encourage schoal officials to retain existing neighborhood school sites and structures because
of the importance of the school in maintaining a strong, healthy neighborhood.

LU 6.9 Shared Facilities

Continue the sharing of city and school facilities for neighborhood parks, recreation, and open
space uses.

LU 6.10 Sharing and Programming Planning

Develop ajoint plan for the city and school districts serving Spokane for sharing and programming
school sites for common activities.

LU 6.11 Siting Essential Public Facilities

Utilize a process for locating essential public facilities that incorporates different levels of public
review depending on facility scale and location.

Discussion: The Growth Management Act requireslocal governments to include a process for
identifying and siting essentia public facilities. Essential public facilities include those facilities
that are typically difficult to site, such as airports, state education facilities and state or regional
transportation facilities, and as defined in RCW 47.06.140, state and local correctiona facilities,
solid waste handling facilities, and in-patient facilities including substance abuse facilities,
mental health facilities, group homes, and secure community transition facilities as defined in
RCW71.09.020.

The Steering Committee of Elected Officials approved the Growth Management Siting of
Essential Public Facilities Technical Committee Report, which includes a model siting process,
an interjurisdictional consistency review process, and an inventory of existing essential facilities.
All Spokane County jurisdictions are to include this report in their comprehensive plans.

Essential public facilities are often difficult to site because they have characteristics that may
adversely impact surrounding properties. For example, operation of an essential public facility
can result in an increase in neighborhood traffic, noise, periodic high use, or other potentially
detrimental consequences. Because of these impacts, essentia public facilities should be allowed
only in those zones in which they are compatible with surrounding land use. Various facilities
should be classified as a permitted use, a use allowed as a conditional/special use, an accessory
use, or a prohibited use, based on the purpose of the zoning district and the facility’ s potential

for adverse impacts on various uses and the environment. Additional policies regarding land uses
needed to serve special needs populations are contained in Chapter 10, Social Health.

The following provisions regarding identification and siting of essential public facilities should be
incorporated in the adopted zoning regulations. The more detailed process that is contained in the
Growth Management Siting of Essential Public Facilities Technical Committee Report may
supplement these provisions.

A. Essentia public facilities are public facilities and privately-owned or operated facilities
serving a public purpose that are typicaly difficult to site. They include:
(2). Airports; state education facilities; state or regional transportation facilities; prisons,
jails, and other correctional facilities; solid waste handling facilities; inpatient
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facilities, such as group homes, mental health facilities and substance abuse facilities;
sewage treatment facilities; and communication towers and antennas.

(2). Facilitiesidentified by the State Office of Financial Management as essential
public facilities, consistent with RCW 36.70A.200.

(3). Facilitiesidentified as essential public facilities in the applicable zoning ordinance.

B. Essentia public facilities may be allowed as permitted or conditional/special usesin the
zoning code, provided that the regulations do not preclude the siting of an essentia public
facility in the City of Spokane or its unincorporated urban growth area. Essentia public
facilities listed as conditional/specia usesin the zoning code shall be subject to the
following requirements in addition to other applicable conditional/special use requirements:

(2). Essentia public facilities shall be classified as follows:

(a) Essential Public Facilities of a Statewide Nature: These are maor
facilities serving or potentially affecting more than one county. These
facilitiesinclude, but are not limited to, regional transportation facilities,
such asregional airports, state correction facilities, and state educational
facilities.

(b) Essential Public Facilities of a Regional/Countywide Nature: These
arelocd or interlocal facilities serving or potentially affecting residents
or property in more than onejurisdiction. They could include, but are not
limited to, county jails, county landfills, community colleges, sewage
treatment facilities, broadcasting towers, and inpatient facilities (e.g.,
substance abuse facilities, mental health facilities, and group homes).

(c) Essential Public Facilities of a Local Nature: These are facilities serving
or potentialy affecting only the jurisdiction in which they are proposed to be
located (e.g., elementary, middle, and high schools, libraries, and community
centers). In order to enable the city or county, as applicable, to determine the
project’s classification, the applicant shall identify the approximate area
within which the proposed project could potentially have adverse impacts,
such asincreased traffic, public safety risks, noise, glare, or emissions.

(2). Provide early notification and involvement of affected citizens and jurisdictions
asfollows:

() Essential Public Facilities of a Statewide or Regional/Countywide Nature:
At least 90 days before submitting an application for an essential public facility
of a statewide or regional/countywide nature, the prospective applicant shall
notify the affected public and jurisdictions of the general type and nature of the
proposal, identify sites under consideration for accommodating the proposed
facility, and identify opportunities to comment on the proposal. Applications
for specific projects shall not be considered complete in the absence of proof
of a published notice regarding the proposed project in alocal newspaper of
general circulation. The purpose of this provision isto enable potentially
affected jurisdictions and the public to collectively review and comment on
alternative sites for major facilities before the project sponsor has made their
siting decision.

(3). Essential Public Facilities of a Local Nature: Essential public facilities of

alocal nature are subject to the city’ s or, as applicable, the county’s standard

notification requirements for conditional/special uses.

[NOTE: Once an application isreceived for a project following the expiration
of the “ early notification” period, adjacent property ownerswill be notified
consistent with the procedures specified in the adopted zoning regulations.)
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(4).Mgjor public facilities that generate substantia traffic should be sited near
maj or transportation corridors served or planned to be served by mass transit.

(5). Applicants for essentia public facilities of a statewide or regional/countywide
nature shall provide an analysis of the alternative sites considered for the
proposed facility. Thisanaysis shall include the following:

(a) An evaluation of the sites' capability to meet basic siting criteria for the
proposed facility, such as size, physical characteristics, access, and
availability of necessary utilities and support services.

(b) An explanation of the need for the proposed facility in the proposed location.

(c) The sites' relationship to the service area and the distribution of other similar
public facilities within the service area or jurisdiction, whichever islarger.

(d) A genera description of the relative environmental, traffic, and social
impacts associated with locating the proposed facility at the alternative sites
that meet the applicant’ s basic siting criteria. The applicant shall aso
identify proposed mitigation measures to alleviate or minimize significant
potential impacts.

(e) The applicant shall also briefly describe the process used to identify and
evaluate the alternative sites.

(6). The proposed project shall comply with all applicable provisions of the
comprehensive plan, zoning ordinance, and other city regulations.

LU 6.12 Neighborhood Compatibility
Ensure the utilization of architectural and site designs of essential public facilities that are
compatible with the surrounding areas.

Discussion: It isimportant that essential public facilities enhance or improve the environment in
which they are proposed. Attempts should be made to construct buildings and site features that
are compatible with their surroundings.

LU 6.13 Signs
Ensure that any signs, directional/service or identification, are sized, constructed, and displayed
in a manner that does not adver sely affect the surrounding land uses.

LU 7 IMPLEMENTATION

Goal: Ensure that the goals and policies of the comprehensive plan are implemented.

Policies

LU 7.1 Regulatory Structure
Develop a land use regulatory structure that utilizes creative mechanisms to promote
development that provides a public benefit.

Discussion: Incentives are one of the tools that can be used to encourage development that is
beneficia to the public. For instance, a development may be allowed a higher residential density,
greater lot coverage, or increased building height if there is a dedication of open space for public
use or some other development feature that results in a direct benefit to the public.

The regulations should be predictable, reliable, and adaptable to changing living and working
arrangements brought about by technological advancements. They should also be broad enough
to encourage desirable devel opment and/or redevel opment.

LU 7.2 Continuing Review Process
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Develop a broad, community-based process that periodically reevaluates and directs city policies
and regulations consistent with the Visions and Values.

LU 7.3 Historic Reuse
Allow compatible residential or commercial use of historic properties when necessary to promote
preservation of these resources.

Discussion: Preservation of historic propertiesis encouraged by allowing a practical economic
use, such asthe conversion of ahistoric single-family residence to a higher density residential or
commercial use. A public review process should be required for conversions to a use not alowed
in the underlying zoning district. Special attention should be given to assuring that the converted
use is compatible with surrounding properties and the zone in which the property is located.
Recommendations from the Historic Landmarks Commission and the Historic Preservation
Officer should be received by any decision-maker before a decision is made regarding the
appropriateness of a conversion of a historic property.

LU 7.4 Sub-Area Planning Framework
Use the Comprehensive Plan for overall guidance and undertake more detailed sub-area and
neighborhood planning in order to provide a forumfor confronting and reconciling issues and
empowering neighborhoods to solve problems collectively.

LU 8 URBAN GROWTH AREA

Goal: Provide an urban growth areathat islarge enough to accommodate the expected population
growth for the next 20 yearsin a way that meetsthe requirements of the CWPPs.

Policies

LU 8.1 Population Accommodation
Accommodate the majority of the county’' s population and employment in urban growth areasin
ways that ensure a balance between livability, preservation of environmental quality, open space
retention, varied and affordable housing, high quality cost-efficient urban services, and an
orderly transition from county to city jurisdiction.

LU 8.2 Urban Growth Area Planning
Plan with Spokane County for the unincor porated portions of the urban growth area.
Discussion: Planning for the urban growth area should include the adoption of consistent land use

designations, policies, and development standards, aswell as the identification and preservation
of natural environmental features.

LU 8.3 Growth Boundary Establishment
Establish an urban growth area boundary, consistent with the CWPPs, that provides enough land
to accommodate the urban growth area’ s projected growth for the next 20 years.

LU 8.4 Urban Land Supply
Regularly monitor the relationship between land supply and demand to ensure that the goals
of the comprehensive plan are met.

Discussion: To assure that land supply is adequate, the land supply should be regularly
monitored. Particularly important at the onset of the identification of an urban growth boundary,
regular monitoring can allow the city and Spokane County to make adjustments as necessary.

LU 8.5 Growth Boundary Review
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Review the urban growth area boundary at least once every five years relative to the current
Office of Financial Management’ s twenty-year popul ation forecast and make adjustments, as

warranted, to accommodate the projected growth.

D LU 9 ANNEXATION AREAS

Goal: Support annexationsthat create logical boundaries and reasonable service areaswithin
the city’ surban growth area, wherethe city hasthefiscal capacity to provide services.

Policies

LU 9.1 Logical Boundaries

Encourage the annexation of areasthat arelogical extensions of the city.

Discussion: As much as possible, the city should avoid annexations that create “ peninsulas’ of
unincorporated land within the city limits. The following policies shall apply to the size of an
annexation and the location of boundaries:

A. The City Council will decide whether to require increasesin the size of proposed
annexations on a case-by-case basis.

B. City staff may recommend expansion of a proposed annexation prior to the first meeting
with property owners required under RCW 35A.14.120. The City Council will consider
whether arequirement that the initiator expand the proposed annexation up to
the maximum allowed under state law would meet any of the following criteria:

1. Theexpanded annexation would create logical boundaries and service areas.

2. Without the proposed annexation, the area to be added would not likely be
annexed within the foreseeable future.

3. Theareato be added would eliminate or reduce an unincorporated county
peninsula.

C. If the City Council concludes that any of the criteria applies to a specific annexation
proposal, it will require theinitiator to expand the boundaries of the proposed annexation
to the extent allowed by law and deemed appropriate by the City Council.

D. Servicedelivery should be acriteriain the formation of boundaries. Annexations should
attempt to maximize efficiencies of urban services.

LU 9.2 Peninsula Annexation

Encourage and assist property ownersin existing unincorporated “ peninsulas’ in the city’s
urban growth area to annex to the city.

Discussion: Unincorporated “peninsulas’ are land areas of any size that are located outside of the
city limits that have at |east eighty percent of their boundaries contiguous to the city. RCW
35.13.182, alowsthe cities to resolve to annex such areas (in existence before June 30, 1994)
subject to referendum for forty-five days after passage following the adoption of the annexation
ordinance.

LU 9.3 City Utilities

Require property owners requesting city utilitiesto annex or sign a binding agreement to annex
when requested to do so by the city.
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LU 9.4 Readily-ldentifiable Boundaries
Use readily identifiable boundaries, such aslakes, rivers, streams, railroads, and highways,
to define annexation areas wherever possible.

Discussion: Permanent physical features provide city limit boundaries that are easy to identify
and understand. Streets or roads may be used where appropriate. However, streets and roads
are generally less suitable boundaries because of utility accessissues.

LU 9.5 Community Impacts
Evaluate all annexations on the basis of their short and long-term community impacts and benefits.

Discussion: If the annexation includes proposed development, consideration of the proposal
should include an analysis of the short and long-term impacts on the neighborhood and city in
terms of all servicesrequired, including water, sewer, urban runoff, roads, schools, open space,
police and fire protection, garbage collection, and other services.

LU 9.6 Funding Capital Facilities in Annexed Areas
Ensure that annexations do not result in a negative fiscal impact on the city.

Discussion: In general, property ownersin annexing areas should fund the public facility
improvements necessary to serve new development in a manner that is consistent with applicable
City of Spokane policies and regulations. If an area annexing to Spokane requires public facility
improvements to correct health and safety related problems, the property owners within the annexed
area should fund these improvements. |f an area annexing to Spokane has public facilities that do
not meet City of Spokane standards and the property owners or residents want to improve the
facilities to meet city standards, the property owners should fund those improvements, or the
proportion of those improvements, that do not have a citywide benefit. Public facility
improvements within annexed areas that have a citywide benefit should be considered for funding
through city revenues as part of the Spokane capital facilities and improvements planning processes.

LU 9.7 City Construction Standards
Require utilities, roads, and servicesin the city’ s urban growth area to be built to city standards.

Discussion: Interlocal agreements are a mechanism that should be used to apply these standards
to the urban growth area. Requiring these facilities to be built to city standards will assure that
they meet city standards at the time of annexation of these areas to the city.

LU 9.8 City Bonded Indebtedness
Require property owners within an annexing area to assume a share of the city’ s bonded
indebtedness.

Discussion: When property is annexed to the city, it becomes subject to al city laws. Itisalso
assessed and taxed in the same way as the property already in the city. Asaresult, annexed areas
are required to help pay for the outstanding indebtedness of the city approved by voters prior to
the effective date of the annexation.
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D LU 10 JOINT PLANNING

Goal: Support joint growth management planning and annexation requests, which best meet the
Comprehensive Plan’s development goals and policies.

Policies

LU 10.1 Land Use Plans
Prepare land use plansin cooperation with Sookane County for the urban growth area to ensure
that planned land uses are compatible with adopted city policies and devel opment standards at
the time of annexation.

LU 10.2 Special Purpose Districts
Confer with affected special purpose districts and other jurisdictions to assess the impact
of annexation prior to any annexation.

Discussion: Where possible, boundaries should be mutually resolved by the jurisdictions
involved before any final action is taken on aformal annexation petition.

LU 10.3 Existing Plans
Recognize the interests of the residents of the annexing area and, in the absence of specific
policies and standards adopted by the city, honor the intent of adopted county plans and
ordinances for areas proposed to be annexed.

LU 10.4 Permitted Uses
Discourage annexations when the sole purpose is to obtain approval of uses not allowed by
county regulations unless the proposal is consistent with an adopted joint plan and with city
standards and policies.

LU 10.5 UGA Expansion
Establish a forty-year planning horizon to address eventual expansion of UGAs beyond the
twenty-year boundary required by the Growth Management Act.

Discussion: The purpose of the longer planning period is to ensure the ability to expand urban
governmental services and avoid land use barriers to future expansion of the twenty-year UGA
boundary. Within the urban reserve areas, densities and land use patterns should be established
that do not preclude later subdivision to urban densities.

To identify urban reserve areas, it is necessary for the city and Spokane County to work together
to identify the amount of land necessary to support the next 40 years of growth. Factorsthat need
to be considered include the ability to provide public services and facilities and carrying capacity
issues, such as water quantity and air quality.
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3.5 DESCRIPTION OF LAND USE DESIGNATIONS

Much of the future growth will occur in district centers, employment centers, neighborhood centers,
and corridors. A key component of each of these focused growth areas is higher density housing centered
around or above service and retail facilities. This enables residents near the center or corridor to walk or
bicycle for their daily needs. Higher density housing also provides economic support for the businesses
and dlows for more efficient transit service along the corridor and between mixed-use centers and
downtown Spokane.

Focusing growth results in a more compact urban form with less land being used at the fringe of the city.
It provides city residents with more housing and transportation choices. New policies, regulations, and
incentives allow mixed-use in designated centers and corridors and assure that these areas are designed
to be compatible with surrounding lower density residential areas.

The land use designations and their general characteristics are as follows:

Neighborhood Center: The neighborhood center contains the most intensive activity area of the
neighborhood. In addition to businesses that cater to neighborhood residents, activities such as a day care
center, church, or school may be found in the center. Size and composition of the center vary depending
upon location, access, neighborhood character, local desires, and market opportunities. Important
elements to be included in the center are a civic green, square or park, and a transit stop. Buildings
fronting on the square or green should be at |east two or three stories in height with housing located above
ground floor retail and office uses. Building height is stepped-down and density of housing is lower as
distance from the center increases. The circulation system is designed to facilitate pedestrian access
between residentia areas and key neighborhood components.

District Center: District centers are similar to neighborhood centers except they are larger in scale
and contain more intensive residential and commercial activities. Size and composition of the center vary
depending upon location, access, neighborhood character, local desires, and market opportunities.
District centers are usually located at the intersection of principal arteria streets or mgjor transit hubs. To
enhance the pedestrian environment, plazas, green space, or a civic green serve as an integral e ement of
the district center. Higher density housing is found both within and surrounding the district center to help
support business and transit. A circulation system, which facilitates pedestrian access between residentia
areas and the digtrict center, is provided. District centers and downtown Spokane are linked by frequent
transit service, walkways, and bikeways.

Employment Center: Employment centers have the same mix of uses and general character features
as neighborhood and district centers but aso have a strong employment component. The employment
component is expected to be largely non-service related jobs incorporated into the center or on land
immediately adjacent to the center. Employment centers vary in size from thirty to fifty square blocks
plus associated employment areas.

Corridor: The corridor concept focuses growth aong transportation corridors, such as amajor transit line.
It isintended to allow improved transit service to daily activities. Housing and employment densities are
increased along the corridor to support frequent transit service and business. Usually, corridors are no more
than two blocks in depth along either side of the corridor. Safe, attractive transit stops and pedestrian and
bicycle ways are provided. A variety of housing styles—apartments, condominiums, row-houses, and
houses on smaller lots—are located in close proximity to the corridor. Important elements include multi-
story buildings fronting on wide sidewalks with street trees, attractive landscaping, benches, and frequent
transit stops. A full range of services are provided including grocery stores serving several neighborhoods,
theaters, restaurants, drycleaners, hardware stores, and specialty shops.

Regional Center (Downtown): Downtown Spokane is a thriving neighborhood with a diversity of
activitiesand amix of uses. A variety of goods and services are available. The range of activitiesinclude
cultural, governmental, hospitality, and residential uses. It serves as the primary economic and cultural
center of the region. Emphasis is on providing new housing choices and neighborhood services for
downtown residents, in addition to enhancing economic, cultural, and social opportunities for the city and
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region. The Plan for a New Downtown adopted by the City Council in March 1999 serves as the plan for
the Downtown Planning Area.

Center & Corridor Core: This designation allows commercial, office, and residential uses in
designated Centers and Corridors. The type, intensity, and scale of uses allowed shall be consistent with
the designated type of Center or Corridor. This Comprehensive Plan designation will be implemented
with the Land Use Code for Centers and Corridors.

[per Ord. #C-33240, effective 7-18-03]

Center & Corridor Transition: These areas are intended to provide a transition of mixed uses
(office, small retail, and multi-family residential) between the Center & Corridor Core designations and
exigting residential areas. Office and retail uses are required to have residential uses on the same site. This
Comprehensive Plan designation will be implemented with the Land Use Code for Centers and Corridors,
Center and Corridor Type 4.

[per Ord. #C-33240, effective 7-18-03]

Heavy Industrial: This designation is intended to accommodate heavier industrial uses at locations
where there is no interaction with residential uses.

Light Industrial: This designation is intended for those lighter industrial uses, which produce little
noise, odor, or smoke. River-oriented residential useis permitted in the light industrial designation.

General Commercial: The General Commercial designation includes a wide range of commercia
uses. Everything from freestanding business sites or grouped businesses (shopping centers) to heavy
commercia uses alowing outdoor sales and warehousing are allowed in this designation. Higher density
residential useis a'so alowed. Commercial designated land is usually located at the intersection of or in
strips along principal arterial streets. In locations where this designation is near residentia areas, zoning
categories should be implemented that limit the range of uses that may have detrimenta impacts on the
residential area. Existing commercial strips are contained at their current boundaries with no further
expansion allowed.

Neighborhood Retail: The Neighborhood Retail designation recognizes the existence of small
neighborhood-serving businesses in locations that are not larger than two acres and that lie outside
designated centers and corridors. These locations are usually found along arteria streets, typically at
the intersection of two arterials. In neighborhoods that are not served by a center or corridor, existing
neighborhood businesses provide nearby residents access to goods and services.

To encourage the creation of mixed-use environments that attract growth in centers, no new neighborhood
retail locations should be designated outside of a center. Further, business expansion at existing locations
should be contained within the boundaries occupied by the existing designation. Business infill within
these boundariesis also allowed.

Businesses that are neighborhood-serving and pedestrian-oriented are encouraged in neighborhood retail
locations. Buildings should be oriented to the street and provide convenient and easily identifiable side-
walk entries to encourage pedestrian access. Parking lots should not dominate the frontage and should be
located behind or on the side of buildings. Drive-through facilities, including gas stations and similar
auto-oriented uses tend to provide services to people who live outside the surrounding neighborhood and
should be allowed only along principal arterials. Residential uses should be permitted in these areas.
Residences may be in the form of single-family homes on individua lots, upper-floor apartments above
business establishments, or other higher density residential uses.

Neighborhood Mini-Center: This designation allows the same uses as Neighborhood Retail.
Higher density residential use is encouraged in these areas.

The Neighborhood Mini-Center designation recognizes the existence of small neighborhood-serving
businesses in locations that are two to five acres in size that lie outside centers and corridors designated
on the land use plan map. Similar to neighborhood retail, the neighborhood mini-center designation
consists of small, freestanding businesses usually sited at the intersection of or along arteria streets.
Another characteristic of this designation is the greatly restricted potential for redevelopment of the
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surrounding area to support a full neighborhood center. Consequently, the mini-center designation limits
mixed-use development to the boundaries of the existing mini-center designation.

Mini-center locations are encouraged to become small, mixed-use centers with residential use as a mgjor
component. Residential use adds market demand for neighborhood business and enables enhanced transit
service to these locations.  Shared-use parking arrangements are encouraged to increase the development
intensity of the site for both residential and commercial uses.

This designation allows the same uses as the neighborhood retail designation. No new drive-through
facilities, including gas stations and similar auto-oriented uses, should be allowed except along principal
arterial streets. Buildings should be oriented to the street to encourage walking by providing easy
pedestrian connections. Parking lots should not dominate the frontage and should be located behind or on
the side of buildings.

Office: The Office designation is usually freestanding small office sites and larger sites with two or
more buildings located along arterial streets or intersections or as a buffer adjacent to residentia aress.
Higher intensity office areas should be located around downtown Spokane in the North Bank and Medical
District shown in the Downtown Plan.

Institutional: The Ingtitutional designation includes uses such as middle and high schools, colleges,
universities, and large governmental facilities. The institution designation on the Land Use Plan map is
a general boundary. It isintended to show where ingtitutional uses are located without defining specific
boundaries of institutional devel opment.

Residential 15+: This designation alows higher density residential use at a density of 15 or more
units per acre or more.

Residential 15-30: This designation alows higher density residential use at a density of 15 to 30
units per acre.

Residential 10-20: This designation alows single-family residences or two-family residences on
individual lots or attached (zero-lot ling) single-family residences. The alowed density is a minimum
of 10 and a maximum of 20 units per acre. Allowed structure types are single-family residences or two-
family residences on individual lots or attached (zero-lot line) single-family residences. Other residential
structure types may be permitted through approval of a Planned Unit Development or other process
identified in the devel opment regulations.

Residential 4-10: This designation allows single-family residences, and attached (zero-lot line)
single-family residences. The allowed density is a minimum of four units and a maximum of ten units
per acre. Allowed structure types are single-family residences, attached (zero-lot line) single-family
residences, or two-family residences in appropriate areas. Other residential structure types may be
permitted through approval of a Planned Unit Development or other process identified in the devel opment
regulations.

Agriculture: The agricultural designation is applied to agricultural lands of local importance in the
Urban Growth Area. Uses planned for agricultural areas include: farming, green house farming, single-
family residence, and minor structures used for sales of agricultural products produced on the premises.
Caretakers quarters associated with the agricultural activity may be permitted as an accessory use when
asingle-family residence islocated on the parcel.

Conservation Open Space: The Conservation Open Space land use category includes areas that
are publicly owned, not developed, and designated to remain in a natural state. The purpose of this
category is to protect areas with high scenic value, environmentally sensitive conditions, historic or
cultural values, priority animal habitat, and/or passive recreational features. It is expected that
improvements would be limited to those supporting preservation or some passive recreation activities,
like soft trails and wildlife viewpoints.

Potential Open Space: The Potential Open Space land use category identifies areas that are not
currently publicly owned, not developed, and designated to remain in a natura state. The purpose and
types of improvements in this category are the same as the Conservation Open Space category.
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Open Space: This designation includes major publicly or privately owned open space areas, such as
golf courses, major parks and open space areas, and cemeteries. These areas usually have facilities for
active and passive recreation and include paved and unpaved roads, parking lots, hard surface trails,
and buildings and facilities that support activities occurring in the open space area.

Mining: Mining areas are primarily devoted to sand, gravel, rock or clay production. Related products
such as concrete, asphalt and brick are aso produced.

The following table, LU 2, “Description of Land Use Designations,” provides the names of the land use
map designations, a description of the typical land uses found in each designation, and some of the
applicable development standards. The table is followed by the Land Use Plan map which shows the
location of the various land use designations that are described in the following table:
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TABLE LU 2 DESCRIPTION OF LAND USE DESIGNATIONS

Minimum Maximum
Land Use Designations Typical Land Use De_nS|ty De_nS|ty
(units per (units per
acre) acre)
Heavy Industrial Heavier Industrial uses. No residential uses
Light Industrial nght |nd_ustr|a| uses, limited commercial and
residential uses.
General Commercial Commercial and residential uses, warehouses.
Variety of goods, services, cultural,
. governmental, hospitality, and residential uses.
Regional Center (Downtown) Downtown plan provides detail of planning for this
area.
Neighborhood Retail Nelghborh_ood—Servmg Business and residential 30
use. Maximum containment area of two acres.
N(_elghborhood Same uses as Neighborhood Retail. 30
Mini-Center
Office Offices and residential use.
Same standards as
Includes uses such as middle and high schools, designation in which
Institutional colleges, universities, and large governmental institution is located or as
facilities. allowed by discretionary
permit approval.
Residential 15+ Higher dfensny residences. No medical office or 15
other office use allowed.
Residential 15-30 Higher density residences. 15 30
Residential 10-20 Attached_ or de_tached single-family and 10 20
two-family residences.
Residential 4-10 Attached or detached single-family residences. 4 10
Agriculture Agricultural lands of local importance.
Conservation Areas that are publicly owned, not developed and
Open Space designated to remain in a natural state.
Potential Areas that are not currently publ_lcl)_/ owned, not
developed and expected to remain in a natural
Open Space
state.
Major publicly or privately owned open space
Open Space areas such as golf courses, major parks and open
space areas, and cemeteries.
Neighborhood-oriented commercial uses, offices, 32 in the
Neighborhood Center mixed-type housing, parks, civic uses in a 15 core, 22 at
master-planned, mixed-use setting. the perimeter
Community-oriented commercial uses, offices, 44 in the
District Center mixed-type housing, parks, civic uses in a 15 core, 22 at
master-planned, mixed-use setting. the perimeter
Community-oriented commercial uses, mixed- 44 in the
Corridor type housing in a master-planned, mixed-use 15 core, 22 at
setting. the perimeter
Major employment uses, community-oriented 44 in the
Employment Center commercial uses, mixed-type housing in a 15 core, 22 at
master-planned, mixed-use setting. the perimeter
Commercial, office and residential uses consistent
Center & Corridor Core with type of designated Center and Corridor.
[per Ord. #C-33240, effective 7-18-03]
Office, small retail, and multi-family residential
. . uses. Office and retail uses are required to have
Center & Corridor Transition residential uses on the same site.
[per Ord. #C-33240, effective 7-18-03]
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4.1 INTRODUCTION

Transportation: Shaping Spokane’s Future

In planning for Spokane’s transportation future, citizens discussed
the many components of Spokane’s transportation system, from
driving to bicycling, from walking to taking the bus. Citizens also
recognized that transportation has key relationships to other planning
topics such as land use, urban design, neighborhoods, and social
health. Citizens realized that transportation needs to be viewed not
just as a way for people to move about the city but also as something
that shapes the city and the lives of its residents.

This transportation plan is planning for Spokane’s future—not just
for the people or conditions of today but for those 20 years in the
future. The plan considers the changing demographics, transportation
needs and desires, and lifestyles expected in the future. It recognizes
the need to look to the future and not limit tomorrow’s transportation
options by what is done today.

Key Transportation Themes that Shaped the Plan

Several themes or issues greatly influenced the planning for Spokane’s transportation future. These are
the themes about which citizens were consistently vocal. These themes arose early in the planning
process and continued to surface throughout the development of the plan. Consequently, they greatly
influenced the plan’s content—the transportation vision, values, goals, and policies. It is imperative to
understand these key themes in order to understand properly the rest of the plan.

The key transportation themes are:
+ Citizens want viable transportation choices.
+ Transportation has a key relationship to community quality of life.
+ Transportation and land use are closely connected.
¢ The true costs of driving are complex and high.
¢ Design is important to transportation.

Wanted: Viable Transportation Choices

A primary theme of this plan is that citizens should have a variety of viable transportation choices. To be
viable, a transportation choice needs to be safe, accessible, convenient, and attractive. The desire is to
make it as easy for people to walk, take the bus, and bicycle as it is to drive. The reasons this plan
focuses on providing citizens with transportation options and reducing dependency on driving include:

+ The transportation desires and needs of all people should be respected. All citizens, including
those who cannot or choose not to drive, should have viable transportation options.

+ In the future increasing numbers of people may not physically or financially be able to drive.

+ All people are pedestrians at some point—if nothing else people must walk to get to their
automobiles.

+ Continued dependency on driving may not be sustainable in the future, either economically or
environmentally.

+ Designing Spokane around the automobile decreases people-friendly environments and erodes
the quality of community.
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The focus is to increase transportation choices
and reduce dependency on driving. The intent,
however, is not to eliminate automobile use but
to provide people with viable options to
driving. The desire is to serve all people’s
transportation needs by providing
transportation choices, including driving, for
all. Furthermore, enhancing transportation
options benefits those who drive by reducing
congestion.

#! If alternatives to driving are to be used,

. however, they must be truly viable. All
transportation options must be safe, accessible,
convenient, and attractive. For instance, people
might be more likely to use public
transportation if service is frequent, routes to transit stops are pedestrian friendly, and shops and services
are clustered near stops in pleasant walking and social environments. Safety alone is a crucial factor.
People will not choose transportation options they perceive to be unsafe.

eV

The Relationship Between Transportation and Quality of Life

Transportation greatly impacts Spokane’s quality of life, ranging from impacts on neighborhoods and air
quality to the way people experience the city and each other. Spokane’s neighborhoods, which are a
major source of both pride and concern for city residents, are especially vulnerable to transportation
impacts. Increasing amounts of traffic and speeding traffic are significant threats to the livability of city
neighborhoods. Environmental impacts are also important. Many of the attractions that draw people to
Spokane, such as great parks and easy access to recreational opportunities, are related to the
environment. Finally, transportation also has a key role in fostering a community’s sense of place. A
city’s character is often derived in large part from its transportation system—think of New York’s active
sidewalks, Seattle’s ferries, and Portland’s light rail system. Spokanites want to have an enjoyable
experience as they travel in the city—and a more enjoyable experience once they get where they are

going.

Recognize the True Cost of Driving (It’s More than a Gallon of Gas)

Citizens spoke a great deal about the need to recognize the true cost of driving. It is important to
recognize the true financial costs but also the environmental costs and costs to Spokane’s quality of life.
There are not only the costs to individuals but to the community as a whole. There are also the costs of
being an auto-dependent society—a society where those without automobiles lack needed access to
workplaces, grocery stores, and other essentials.

The desire for transportation choices and the need to protect Spokane’s quality of life arise in part from
recognition of these costs. One example of this issue’s complexity and specific concerns that arise from it
is that people living outside the city who drive on city streets contribute to congestion and to the
deterioration of streets and city neighborhoods, yet they do not pay for street maintenance or
improvements through city property taxes or bond issues. This problem increases with sprawl, as more
people live outside the city and are dependent on driving for transportation.

It is especially important in this age of limited resources and fragile environments to recognize the true
costs of driving.
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The Land Use and Transportation Connection

There is a close, essential relationship between land use and transportation. How land is used affects
what transportation choices are available or likely to be used. For example, the density of development
impacts transportation, with lower densities decreasing the ability to provide mass transit or efficient bus
service. The more spread out the city becomes and the more segregated land uses are, the farther people
have to travel from home to work and play and the less likely they will be able to take the bus, bicycle, or
walk.

Conversely, people’s transportation choices, in turn, affect the use and enjoyment of land. For example,
older neighborhoods close to the center of the city suffer from an increasing number of vehicles driving
through them to outlying areas. As another example, the amount of land that must be devoted to moving
or storing automobiles in an auto-dependent society is substantial.

But significantly, transportation facilities greatly affect how land is used or, in other words, transportation
facilities are primary “drivers” of the urban pattern. For example, street improvements can induce greater
use of automobiles and, thus, the need for even more land for moving and storing automobiles. But in
addition, by facilitating development at the urban edge and beyond, street improvements can be a cause of
the sprawling land use pattern that GMA is intended, in part, to reduce.

The Importance of Design

Design is an important issue in several respects. First, the large-scale design of Spokane’s street system
largely determines how—and how well—people get about the city. Street system design features such as
the location and size of arterials, whether streets are one-way or two-way, and whether there is a
transportation network for bicycles er and pedestrians all profoundly impact transportation. Second,
concerns about the higher densities and mixed land uses needed to support alternative transportation
modes often have to do with design. Citizens are concerned about how higher densities and mixed-uses
will “fit” with surrounding areas. Finally, individual design features such as pedestrian buffer strips,
bicycle paths and lanes, and bus shelters influence the availability, appeal, and use of transportation
choices. Individual design features can also be used to direct traffic and calm traffic speed.

Current Trends

This plan’s key transportation themes and its focus on the future are especially relevant given the
increasing amount of driving that is occurring, including an increasing number of automobile trips, the
increasing length of these trips, and increasing amounts of time spent driving. These trends are projected
to continue in the future. The following table indicates these trends for Spokane County.

TABLE TR 1 CURRENT TRANSPORTATION TRENDS

2010
1996 1998 (projected)
Number of Trips Taken In One Day in a Vehicle 1,548,952 1,547,069 2,250,475
g\a/lsrage Number of Vehicle Miles Traveled in a 6,313,806 6,603,756 9,500,475
gme)rage Peak Hour Commute Time (5:00-6:00 9.73 minutes 12.54 minutes 15.02 minutes*

*The drop in number of trips from 1996 to 1998 is due to a change in land use forecast methods used in 1998 as a result of GMA.

**2010 commute time assumes: (1) All transportation projects intended to improve capacity in SRTC’s Regional Transportation Plan (RTP)
are built and operational by 2010; (2) People’s travel behavior will change in the future due to congestion (people will make shorter trips).
Data Source: Spokane Regional Transportation Council. Data applies to the federal non-attainment area of Spokane County (areas where
air quality standards are exceeded), which is essentially the urbanized area of the county.

[ —
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These current transportation trends are deeply connected to the plan’s primary themes or issues. The
following table identifies some of these connections.

TABLE TR 2 CONNECTIONS BETWEEN TRANSPORTATION TRENDS AND THEMES

Transportation Theme Connection to Increased Automobile Use

¢ Currently, Spokane is auto-dependent and lacks viable
alternatives to driving.

+ People drive because driving has been made easy and

Wanted: Viable Transportation Choices convenient; alternatives to driving must also be easy and
convenient if they are to be viable and used.

+ Auto-oriented environments encourage automobile use but
are not friendly to pedestrians, bicyclists, and transit users.

+ Congestion degrades the efficient and safe mobility of
people and goods.

The Relationship Between ¢ Increasing amounts of traffic and speeding traffic are

Transportation and Quality of Life a growing concern of neighborhood residents.

¢ Spokane’s quality of life is threatened by congestion, more
and faster traffic, and the inability to safely walk or bicycle.

+ An auto-dependent society does not provide everyone with
access to workplaces and other essentials of life.

¢ As individuals drive more, the community’s financial,

Recognize the True Costs of Driving environmental, and quality of life costs increase.

¢ When people lack the options of not driving or not driving as
frequently or as far as they currently do, they lack those
options for reducing their transportation expenses.

+ Recent driving trends are partly the result of sprawl, a land
use pattern made possible by the automobile and which has
now made it difficult to live without one.

+ Higher land use densities and a mixture of land uses
are needed in some areas of the city to support walking,
bicycling, and transit as viable transportation alternatives.

¢ More driving leads to more land devoted to moving and
storing automobiles.

¢ The increased traffic that threatens Spokane’s neighborhoods
affects neighborhood land use.

+ Design features can be used to ease congestion and mitigate
other negative effects of increased traffic.

+ Design features can make driving, walking, bicycling, and

The Importance of Design taking the bus safer, more enjoyable, and more viable.

# People are concerned about the design of the higher density
and mixed-use buildings that are needed to support
alternatives to driving.

I —

The Land Use/Transportation Connection

Comprehensive Plan 9



4.2 GMA GOAL AND REQUIREMENTS
AND COUNTYWIDE PLANNING POLICIES

GMA Transportation Planning Goal (RCW 36.70A.020)

The Washington State Growth Management Act (GMA) includes 13 goals, which were adopted to guide
the development and adoption of comprehensive plans and development regulations. The following is the
GMA goal for transportation:
“Encourage efficient multimodal transportation systems that are based on regional priorities and
coordinated with county and city comprehensive plans.”

GMA Requirements for Transportation Planning (RCW 36.70A.070)

The GMA requires that comprehensive plans include a transportation element. Although the GMA
includes specific requirements for the transportation element, flexibility is written into the GMA so that
jurisdictions can tailor their transportation plans to their own visions, goals, and needs. Key aspects of
the GMA regarding transportation include:
+ Considering many types of transportation, including walking, bicycling, driving, transit, rail, and
air.
+ Ensuring that all elements in the comprehensive plan are consistent, particularly the land use and
transportation elements.
+ Coordinating planning between jurisdictions and ensuring consistency between city, county, and
regional plans.
+ Establishing regionally coordinated level of service standards for arterials and transit routes.
+ Ensuring that level of service standards adopted in the transportation element are maintained.
+ ldentifying transportation facility and service needs, including actions and requirements to
maintain levels of service standards.
¢ Ensuring that adequate transportation service is provided concurrent with (or within six years of)
development.

Countywide Planning Policies

The Countywide Planning Policies and Environmental Analysis for Spokane County (CWPPs), adopted

by the Spokane Board of County Commissioners in 1994, include transportation as one of the aine policy

topics. The CWPPs overview of the GMA’s requirements for transportation planning states:
“Regional transportation systems include major highways, airports and railroads, as well as
bikeways, trails and pedestrian systems. The Growth Management Act (GMA) encourages a
variety of efficient transportation systems in order to reduce sprawl while improving the efficient
movement of people, goods and services. Therefore, close coordination is necessary between
transportation planning and the land use element of each jurisdiction’s comprehensive plan. The
Growth Management Act (GMA), as well as other state and federal legislation, requires
transportation planning to be conducted on a regional basis.

According to RCW 36.70A, local jurisdictions must adopt and enforce ordinances which prohibit
development approval if the development causes the level of service on the transportation facility
to decline below the standards adopted in the transportation element of the comprehensive plan
unless transportation improvements or strategies to accommodate the impacts of development are
made concurrent with the development. The strategies could include increased public
transportation services, ride-sharing programs, demand management strategies, and other
transportation system management strategies.”
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Twenty-one CWPPs for transportation were adopted. The document’s overview of the transportation
policies states:
“The Countywide Planning Policies (CWPPSs) propose that transportation planning in Spokane
County be carried out by the Spokane Regional Transportation Council. Consequently, each
jurisdiction’s land use plan should be consistent with the regional transportation system.

The policies recognize the need to preserve corridors capable of providing for high-capacity
transportation such as commuter lanes, rail, or dedicated busways. Through their comprehensive
plans, local jurisdictions will be responsible for planning for developments along these corridors
that would support public transportation services.

The Countywide Planning Policies also recognize the need to preserve our existing regional
transportation system. New land developments would not be allowed to lower the adopted level
of service of the existing transportation system. To accomplish this, developments would be
required to pay for transportation improvements at the time of construction or to identify other
transportation strategies to offset the impacts. These strategies could include increased public
transportation services, ride-sharing programs and other alternative programs.”

For the text of the 21 policies, consult the Countywide Planning Policies and Environmental Analysis for
Spokane County, adopted December 22, 1994.

4.3 VISION AND VALUES

Spokane Horizons volunteers identified important themes in relation to Spokane’s current and future
growth. A series of visions and values was crafted for each element of the Comprehensive Plan that
describes specific performance objectives. From the Visions and Values document, adopted in 1996 by
the City Council, the Comprehensive Plan’s goals and policies were generated.

Transportation refers to the circulation and network patterns for automobiles, pedestrians, bicycles, transit,
rail, air, and freight that support land uses.

Vision
“Citizens of Spokane will have a variety of transportation choices that allow easy access and
mobility throughout the region and that respect property and the environment.”

Values

“The things that are important to Spokane’s future include:
¢ Ensuring mobility and access within the city.
Maintaining the ability to access quickly the outdoors from the city.
Decreasing north-south congestion.
Increasing the variety and public awareness of transportation choices.
Developing and maintaining good public transit.
Maintaining roads.
Developing and maintaining pedestrian-oriented neighborhoods.
Developing convenient access to the downtown area, increasing parking, bus service, light
rail, and satellite parking with shuttles, and improving the pedestrian environment.”

* & & & & o o
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4.4 GOALS AND POLICIES

Goals and policies provide specificity for planning and decision-making. Overall, they indicate desired
directions, accomplishments, or aims in relation to the growth and development of Spokane. Additional
background and technical materials for this chapter are located in the Draft Comprehensive Plan/EIS,
Volume 2, Chapter 18, Transportation.

TR 1 OVERALL TRANSPORTATION

Goal: Develop and implement a transportation system and a healthy balance of transportation
choices that improve the mobility and quality of life of all residents.

Policies

TR 1.1 Transportation Priorities

Make transportation decisions based upon prioritizing the needs of people as follows:
¢ Design transportation systems that protect and serve the pedestrian first;
¢ Next, consider the needs of those who use public transportation and non-motorized
transportation modes;
+ Then consider the needs of automobile users after the two groups above.

Discussion: This fundamental transportation policy is a statement of how the City of Spokane
prioritizes people’s transportation needs. It indicates a general priority of how the needs of
people are considered. Applying this policy on a case-by-case basis will not mean that in all
cases bicycles or pedestrians come first and automobiles last. The intent of the policy is not
meant to be anti-automobile, but rather the intent is to accomplish the following:

First, following these priorities leads to the development of the type of community described in
the adopted “Citywide Vision” statement and Transportation Vision and Values statements.
Second, it increases the transportation choices available to people. Third, it lessens the negative
impacts of automobiles, such as noise and air pollution, traffic through neighborhoods, and the
need for additional parking. Fourth, it helps prepare Spokane for the future when more people
may need alternatives to driving and the negative impacts of automobiles increase as Spokane’s
population increases. Fifth, it makes driving in Spokane quicker, more convenient, and safer by
reducing vehicle congestion and, in some cases, by providing separate facilities for bicycles,
pedestrians and transit.

Sixth, these priorities recognize that we are all pedestrians. Seventh, they also recognize that
pedestrians, babies in strollers, people in wheelchairs, and people on bicycles can’t compete with
automobiles or trucks, yet they should be able to travel safely and comfortably. Those least able
to cope with the physical and psychological stresses of the built environment should receive
equal consideration. Finally, this policy recognizes that the city and region are auto-dominated
without the variety of transportation choices desired by the community.

D TR 2 TRANSPORTATION OPTIONS

Goal: Provide a variety of transportation options, including walking, bicycling, taking the bus, car
pooling, and driving private automobiles, to ensure that all citizens have viable travel options and
reduce dependency on automobiles.

12
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Policies

TR 2.1 Physical Features
Incorporate site design and other physical features into
developments that encourage alternatives to driving.

Discussion: Development that is oriented toward driving
leads to people driving. Examples of such development
include buildings set back far from the street and large
parking lots in front of buildings. Development that
includes physical features that encourage walking,
bicycling, or taking the bus will foster use of those
transportation alternatives. Physical features that
encourage walking include sidewalks, street trees, street lights, benches, pedestrian islands, clearly
marked pedestrian pathways in parking lots, water fountains, rest-rooms, and display windows on
the street in commercial areas. Physical features that encourage bicycling include bicycle paths,
lanes, boulevards, and routes, bicycle racks and lockers, and showers and lockers at work sites.
Improvements for transit riders include seating, shelters, and walkways.

TR 2.2 TDM Strategies
Use Transportation Demand Management strategies to reduce the demand for automobile travel.

Discussion: Transportation Demand Management (TDM) is an approach to solving
transportation problems that focuses on reducing the demand for automobile travel rather than
increasing the system capacity (supply) for automobile travel. TDM strategies should be
particularly aimed at reducing the volume of single occupancy vehicles. TDM is a valuable tool
with which to address transportation problems because it generally avoids the high
environmental, financial, and human costs associated with capacity-oriented solutions, such as
road construction. The Commute Trip Reduction Program provides TDM techniques locally.

TDM involves two types of strategies. One strategy reduces the demand for single-occupant
automobiles. This is accomplished through programs, such as:
¢+ Employer-subsidized bus passes and other financial incentives for transit use.
¢ Infrastructure changes, such as providing safe and convenient bicycle parking and safe and
convenient bikeways from residential to work, school, and shopping locations, to increase
the use of non-motorized modes of transportation.
¢ Parking management that reduces the amount of easy and cheap parking for employees
provided this does not lead to an unacceptable reduction in available parking for residents
in adjacent areas.
¢ Preferential parking for car pools and vanpools.
¢ The building of lockers, change rooms, and shower facilities for bicyclists.
¢ Ride match services.

The other TDM strategy reduces the overall need for travel by any means. This is accomplished
through programs, such as:
¢ Flexible work schedules, including four-day work week.
¢ Teleworking (using telecommunications and computer technology to work from home to
another location).

TDM techniques should be used to reduce the demand for both work-related travel and non-work
related travel, such as shopping and errands.
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TR 2.3 Pedestrian/Bicycle Coordination

Provide adequate City of Spokane staff dedicated to pedestrian/bicycle planning and
coordination to ensure that projects are developed that meets the safety, access, and
transportation needs of pedestrians, bicyclists, and other non-motorized transportation users.

Discussion: One of the main themes of this plan is that citizens should have viable transportation
options. Accomplishing this requires the attention of City of Spokane staff from a variety of
departments and disciplines. Some staff time, however, should be entirely devoted to the needs of
pedestrians, bicyclists, and other non-motorized transportation users. This staff will work to
accomplish the goals and carry out the policies of the City of Spokane’s plans as they relate to
non-motorized transportation users. Projects for the coordinator could include:

¢ Coordinating with City of Spokane departments and other agencies to efficiently provide for
transportation alternatives and facilitate the accomplishment of the city’s transportation
priorities.

¢ Incorporating bicycle/pedestrian facilities as early as possible into plans to reduce costs
and take advantage of cooperative opportunities.

+ Serving as a resource for city departments for facility standards (such as Americans with
Disabilities Act (ADA) requirements) so issues can be efficiently addressed.

¢ Seeking funding sources for transportation alternatives.

¢ Developing and implementing design guidelines to ensure that public and private
developments meet a variety of transportation needs.

+ Developing transportation-related educational programs for both non-motorized and

motorized transportation users.

Encouraging promotional events for transportation alternatives.

Supporting efforts to increase the number of combined bicycle/transit trips.

Developing and implementing specific plans for non-motorized transportation users.

Incorporating bicycle facilities into design standards for4 new development.

Assisting Spokane to achieve higher bicycle friendly city ratings.

+ Promoting Spokane as a bicycle friendly city.

* & & & o

Providing adequate City of Spokane staff dedicated to pedestrian and bicycle planning and
coordination is the best way to ensure that the interests of the pedestrian and bicycling community
will be incorporated in the formation of public transportation policy, the development of
transportation facilities, and in the fair disbursement of public funds for this important and
currently under-served community.

TR 2.4 Parking Requirements

Develop and maintain parking requirements for vehicles that adequately meet the demand for
parking yet discourages dependence on driving.

Discussion: Parking standards should aim to meet the need for parking, not to provide large
amounts or an abundant supply of parking. Parking standards should achieve a balance between
providing enough parking to adequately meet the needs of customers and employees. Reducing
parking requirements has other benefits, including decreasing the amount of space businesses
must devote to parking, reducing parking lot size (and thus making them pedestrian-friendly),
and freeing-up space to more easily enable sensitive parking lot design (see TR 2.5, “Parking
Facility Design™), and that removing/re-striping of on-street parking may encourage/enable safer
cycling.
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One concern is to ensure that commercial parking is not displaced onto adjacent residential areas.
Parking requirements should correspond to land uses. For example, there are some land uses that
have a lower parking demand rate, such as college campuses.

Possible ways to revise parking standards include reducing parking requirements, prescribing
maximum as well as minimum parking requirements, increasing car pool preference parking
spaces, and allowing on-street parking for mixed-use development that is oriented to transit users
and pedestrians. This policy has a strong link to policy TR 2.2, “TDM Strategies.”

TR 2.5 Parking Facility Design
Design parking facilities to enhance mobility for all transportation users (including those not
driving) and to mitigate impacts on surrounding areas. |

Bus Shelter—

Discussion: Residents are frequently concerned about how Bike Ra‘«‘fﬁ\ ¢ £
parking facilities impact surrounding areas. For example, 7k
residents want parking lots to be visually attractive,
unobtrusive, and accessible to all users, not just those in
automobiles. The negative impacts of parking lots, which
include noise, light, and their general visual impact, should be
minimized. Such impacts can be mitigated through site design
and design features, which include landscaping and fencing.

Clearly marked pedestrian pathways through parking lots create a safer environment for
pedestrians than having to walk behind parked automobiles. The availability of design features,
such as bicycle racks, bike lockers, bicycle shelters, bus shelters, benches, and places to secure
dogs influence the ability of non-drivers to access the places served by parking lots. The siting of
parking lots, whether they are in front of buildings or to the rear or underground, affects mobility
and impacts on surrounding areas. Parking lots should be user-friendly to pedestrians, bicyclists,
and transit users, as well as drivers.

TR 2.6 Viable Walking Alternative
Promote and provide for walking as a viable alternative to driving.

Discussion: People should be able to walk safely and conveniently, particularly within a city.
Walking should be a viable option for those who desire or need to walk for transportation. In
addition, at some point, everyone is a pedestrian since people must walk to get to their
automobile, bicycle, or bus. Pedestrian activity, however, also contributes to the health and
vitality of cities. An active street life makes places appealing and increases a feeling of safety.
Walking, however, also adds to the public interaction and community socialization that is key to
healthy community life.

TR 2.7 Safe Sidewalks
Provide for safe pedestrian circulation within the city; wherever
possible, this should be in the form of sidewalks with a pedestrian
buffer strip or other separation from the street.

Discussion: It is essential that pedestrians be able to walk safely and =
easily within the city. Besides being safe, the pedestrian
environment should feel safe.

Providing a separation between streets and sidewalks has many benefits for creating safe, usable
sidewalks. Separation creates a buffer for a feeling of safety from automobiles, reduces the
amount of water and gravel and other debris thrown on sidewalks from passing automobiles, and
prevents curbcuts and driveway aprons from protruding onto sidewalks. A separation also
provides a place for fire hydrants, poles, signs, trashcans, recycling bins, and other obstacles.

A separation additionally provides places to store snow, plant trees, and absorb runoff.
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The preferred separation is a pedestrian buffer strip. Pedestrian buffer strips, also known as
planting strips, can be landscaped with a variety of treatments, not just grass (see policy TR 7.4,
“Pedestrian Buffer Strips”).

In some cases, some other type of pedestrian pathway, such
as a trail or staircase, may be preferred to the separated
sidewalk. The type of pedestrian circulation provided may
differ according to the type of street, topography, or unique
circumstances.

In situations where a separation from the street is
constrained, such as by topography or existing development,
deviations from this policy can be granted by the Design
Review Committee upon a finding that an alternative design is necessary to achieve the spirit and
intent of the Comprehensive Plan. The potential additional cost to achieve separation is not, in
itself, justification for a policy deviation. The separation between sidewalks and streets is the
preferred, expected form of sidewalk design. Deviations from the separation design are to be for
truly exceptional cases—the exception, not the rule.

TR 2.8 Sidewalk Repair and Replacement

Repair and replace broken and uneven sidewalks to improve safety and to encourage use by
pedestrians.

Discussion: Traditionally in Spokane, the repair of sidewalks has been the responsibility of the
adjacent property owner. Within some Community Development neighborhoods, some federal
funding has been allocated towards sidewalks. One potential way to accomplish this policy on a
citywide basis is for the City of Spokane to conduct a citywide assessment of the current
condition of existing sidewalks. At the same time potential alternatives for funding resources
should be identified. A sidewalk repair and replacement program should be developed based on
identified needs and funding alternatives. This is an example of a needed program that should be
developed by city staff dedicated to pedestrian/bicycle coordination (see policy TR 2.3,
“Pedestrian/Bicycle Coordination™).

TR 2.9 Crosswalks

Establish and maintain crosswalks at key locations used by pedestrians.

Discussion: Key locations for crosswalks include heavily traveled street crossings, transit stops,
parks, and school sites. Crosswalk types include the traditional crosswalk formed by painted
lines or distinctive crosswalks, such as those surfaced with scoured or colored concrete or brick
pavers.

TR 2.10 Pedestrian and Bicycle Linkages Across Barriers

Provide pedestrian and bicycle linkages between major activity areas where
features that act as barriers prevent safe and convenient access.

Discussion: Due to geographic or man-made features such as steep hillsides
or freeways, special linkages may be needed to provide safe and convenient
pedestrian and bicycle access. Existing examples of such linkages include
the staircases with bike wheel channels linking Peaceful Valley with
Browne’s Addition and the pedestrian bridge spanning 1-90 in the East

; < T 'r
Central neighborhood. V0 B

Pedestrian and bicycle bridges or skywalks should not be developed where
pedestrians can be safely accommodated at the ground level through other
techniques, such as crosswalks, pedestrian islands, and traffic calming devices.
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TR 2.11 Pedestrian and Bicycle Access on Bridges
Provide safe pedestrian and bicycle access and an aesthetically pleasing environment on bridges.

Discussion: Bridges serve as important links within the community. As part of the city’s
transportation network, bridges should provide safe pedestrian and bicycle access. Since by their
nature bridges present sensitive design issues and there is no one answer for how to provide
pedestrian and bicycle access for all bridges. The type of pedestrian and bicycle access can vary
between bridges to be appropriate to the particular bridge and the opportunities and limitations
the bridge and its site present. Access on bridges might vary from both sides of the bridge, to just
one side, to perhaps access beneath or above the vehicle deck area. What is essential is that
access be available and safe. Pedestrian and bicycle facilities on bridges should also be
aesthetically pleasing.

TR 2.12 Pedestrian and Bicyclist Access to Schools
Enhance the pedestrian and bicycle environment along routes to schools to provide a safe
walking environment for children.

Discussion: Providing a safe walking and bicycling environment for children on their way to
school increases their safety and encourages them to develop the habit of walking and bicycling.
The GMA requires the Transportation Element of the Comprehensive Plan to “include a
pedestrian and bicycle component to include collaborative efforts to identify and designate
planned improvements for pedestrian and bicycle facilities and corridors that address and
encourage enhanced community access and promote healthy lifestyles” [RCW
36.70A.070(6)(a)(7)]- Simply stated, a bicycle and pedestrian component is now specifically
required in a community’s comprehensive plan. This supports goal 3 of
the GMA, to encourage efficient multimodal transportation systems.
Ways to accomplish this include:

¢ Encouraging school routes not to cross arterials.

¢ Having user-activated lights at intersections where arterials must be crossed.

¢ Implementing safety patrols with traffic-control signs at busy street crossings.

¢ Working with schools to promote walking and bicycling groups.

+ Strengthening and enforcing pedestrian right-of-way laws.

TR 2.13 Viable Bicycling
Promote and provide for bicycling as a viable alternative to driving.

Discussion: Bicycling should be a viable transportation option so that
the community has a full spectrum of transportation choices. Viable
transportation for bicycling includes being safe, efficient, and quick.
While bicycling can also serve recreational purposes it needs to be
respected and accommodated as a mode of transportation.

TR 2.14 Bikeways
Provide safe, convenient, continuous bikeways between activity centers and through the city.

Discussion: Some city streets are more bicycle friendly than others due to hills, traffic flow,
speed, and the access they provide for bicyclists. Providing bicycle facilities that link city centers
and the downtown core through identified corridors will encourage utilitarian cycling. This will
serve to decrease traffic and its intrinsic problems (e.g. air and noise pollution). Bikeways should
be designed and maintained that are clearly marked, safe, and that serve the needs of bicyclists
for both thru-routes and destinations.
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TR 2.15 Bicycles on Streets

Provide safe accommodations for bicyclists on the street system, which will continue to be the
primary route system for bicyclists.

Discussion: The street system serves to connect citizens throughout the city. City of Spokane staff
should coordinate with designers, engineers, law enforcement, “citizen advisory boards” such as
the Bicycle Advisory Board, Department of Licensing, and educators to ensure that the street
environment is safe and practical for bicyclists. All street users should be taught to understand and
respect the rights of other street users to ensure safe and pleasant travel. Bicycles are legal on all
public roadways unless specifically prohibited. Drivers Education classes could include detailed
information about bicycling and the need for cooperation among road users while laws pertaining
to bicyclists should be strictly enforced.

TR 2.16 Bicycle Lanes, Neighborhood Greenways and Paths (Bicycle
Facilities)

Use marked on-street bicycle lanes, bike routes and off-
street bicycle paths in addition to the street system to
provide for bicycle transportation within the city.

Discussion: Marked bicycle facilities will form the
backbone of the bicycling transportation network. (See
policy TR 2.14, “Bikeways”) Bicycle facilities with
marked on-street bicycle lanes or off-street bicycle paths
are often desirable to accommodate the differences in
ages, abilities, and purposes of bicycle riding.

Because narrowing travel lanes has the positive effect of calming traffic speeds to within legal
limits, adding bicycle lanes to arterials has the dual effect of traffic calming as well as
encouraging the use of bicycles. A fully separate, off-street bicycle system is costly and often
impractical, particularly in existing neighborhoods. However, the city’s off-street bicycle path
system could be expanded into a safer and more widespread connecting system. The following
elements could help accomplish this: (1) occasional scenic bicycle paths with few intersections,
(2) additional bicycle paths in new subdivisions, and (3) an expanded system in older
neighborhoods. Such paths, however, are often not favored by commuting and utilitarian cyclists.
Rather, connection with neighborhoods can be facilitated through the creation of other options,
to include neighborhood greenways or bicycle thoroughfares. These routes make use of
appropriate automobile traffic calming measures to create a safe travel environment for bicycles
and pedestrians. Auto traffic and parking along both sides of the street may be allowed where
appropriate. Additionally, bicycle-activated crossings should be placed at busy intersections.

TR 2.17 Facilities to Support Bicycling

Provide facilities that support bicycling to make it more feasible for transportation and recreation.

Discussion: Physical features are needed to enable the use of bicycles, just as physical features,
such as parking, enable the use of automobiles. Such features for bicycles include short and long-
term bicycle parking and locker rooms or other facilities for changing clothes and showering.
They should be provided at a variety of locations where bicycles can be used for transportation
or recreation, such as workplaces, schools, parks, transit facilities, and park-and-ride lots.

TR 2.18 Viable Transit

Provide transit services and facilities, including bicycle facilities, that make transit a viable
transportation option for all segments of the community; the City of Spokane will work with
Spokane Transit Authority to accomplish this.
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Discussion: To accomplish this plan’s goal of providing a variety of transportation options and
reducing dependency on automobiles, transit will need to appeal to those currently not using
transit as well as to those currently using and relying on it.

Making transit a viable transportation option for all segments entails balancing the variety of
transportation needs of citizens. For example, people who use transit for much of their
transportation have different needs in comparison to people who use transit less frequently, while
people who live further away from the center of the city have different needs from those who live
closer to the center. Disabled people also have their own needs. People attending special events,
such as Bloomsday, or large events, such as those at the Convention Center or Spokane Arena,
have other transit needs.

Providing for and balancing these different transit needs may require different types of transit or
transit service. For example, for outlying parts of the city, transit routes that run only on arterials
may be preferred so that service is fast and direct. For neighborhoods closer to the center of the
city, transit routes on both arterial and non-arterial streets may be preferred, allowing service to
be closer to users. Van transit might serve neighborhoods with fewer riders or riders who have
physical mobility challenges. Additional or flexible transit service could serve the needs of those
attending special or large events.

TR 2.19 Service and Facility Support
Ensure that street standards, land uses, and building placement support the facilities and
services needed along transit routes to make transit viable.

Discussion: The City of Spokane and STA need to work together to implement this policy,
which is essential to making transit a viable transportation option. For example, it is essential
that street and site plan standards support transit and should be followed consistently.

TR 2.20 Transit Shelters and Other Features
Provide transit shelters, bus benches, and other features that support transit use in key locations,
such as where transit use is especially wanted.

Discussion: Physical features can enhance the
experience of being a transit user. Such features
include transit shelters, bicycle racks and lockers, and
good pedestrian pathways to and from transit stops.
These features are needed at both ends of the transit
trip when the transit rider becomes a pedestrian,
bicycle rider, or driver and should be attractive as well
as functional. Such features can be identified and their design facilitated during nelghborhood
planning stages to reflect individual neighborhood needs and character (see TR 5.3,
“Neighborhood Traffic Issues”).

TR 2.21 Transit Level Of Service (LOS)
Establish and measure transit levels of service to meet concurrency requirements and assure that
transit can compete with other transportation modes within 20 years as outlined in the Regional
Transportation Plan.

Discussion: The GMA requires that level of service (LOS) standards be concurrent with growth.
Since the City of Spokane is not a provider of transit, it must work with the STA to implement
the transit LOS standards identified in the Regional Transportation Plan (RTP). Additional
transit service will be provided as density and, therefore, need evolves. In areas where roadway
level of service allows more congestion in order to balance the needs of pedestrians and
automobiles, such as high-density residential corridors, the goal is to maintain efficient transit
schedules by using the least costly method possible. This might include converting parking lanes
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or general traffic lanes into high occupancy vehicle (HOV) lanes or transit-only lanes during
commute hours, building intersection queue-jumper lanes, and allowing signal priority devices
for transit.

LOS is established and measured to support the transportation and land use goals established for
the city and region and to meet concurrency requirements. When LOS falls below or congestion
exceeds the standard, mitigation should be considered that takes into account the City of
Spokane’s transportation and land use goals.

The downtown area Super Accessibility Zone should include downtown Spokane and areas
adjacent to the downtown area with housing or uses, such as hospitals, that could benefit by the
increased transit service. The downtown zone could be bordered on the south by 14th Avenue, on
the east by Hamilton, on the north by Indiana, and on the west by Hangman Valley. A couple of
service arms might be extended to Sprague and Division. Within the zone, buses might run on
both arterials and neighborhood streets._

A document known as The Concurrency Management System for the Spokane Region was
adopted by the Spokane Regional Transportation Council on September 10, 1999 and published
on April 24, 2001.

TR 2.22 High Capacity Mass Transit
Provide high capacity mass transit along corridors to connect to and from downtown Spokane to
serve the city and the region’s growing populations and activity centers.

Discussion: High capacity mass transit provides citizens
with another transportation option and is a tool to
facilitate development in desired areas. Transportation
Policy 7 of the Countywide Planning Policies states, “In
the long-term, growth and change will necessitate the
designation of specific transportation corridors which can
support high capacity transportation.” SRTC has studied
the possibility of light rail transit as part of its Major
Investment Study (MIS) of the South Valley Corridor. One alternative of the study is light rail
transit that connects downtown Spokane and Liberty Lake. Stops at the Spokane Interstate
Fairgrounds, University City Shopping Center, and about a dozen other locations would be
included. In the future the route has the potential of being expanded in either direction. To the
west it might expand to reach the Spokane International Airport while to the east it could go to
Coeur d’Alene.

This policy supports the development of some type of high capacity mass transit. SRTC’s South
Valley Corridor study indicates that the east-west corridor is the most likely place for mass
transit to be feasible. The North Spokane Corridor (north-south freeway) provides another
opportunity, however, since it is being planned with sufficient right-of-way to allow for the
addition of high capacity mass transit in the future.

D TR 3 TRANSPORTATION AND LAND USE

Goal: Recognize the key relationship between the places where people live, work, and shop and
their need to have access to these places; use this relationship to promote land use patterns,
transportation facilities, and other urban features that advance Spokane’s quality of life.

20 Transportation



Policies

TR 3.1 Transportation and Development Patterns
Use the city’s transportation system and infrastructure to support desired land uses and
development patterns, especially to reduce sprawl and encourage development in urban areas.

Discussion: Transportation and land use planning must be coordinated for the city to function
smoothly, efficiently, and healthily. Investments in new transportation infrastructure can have
both positive and negative impacts on the city. For example, while it may be relatively easy to
build new streets or expand existing streets at the edge of the city to add transportation capacity,
that can lead to sprawling development that, in the long run, is costly to the city.

This policy is particularly important given two goals of the GMA, which state:
¢ “Encourage development in urban areas where adequate public facilities and services exist
or can be provided in an efficient manner.”
+ “Reduce the inappropriate conversion of undeveloped land into sprawling, low density
development.”

TR 3.2 Reduced Distances to Neighborhood Services
Provide a variety of services within neighborhoods that are convenient to and meet the needs of
neighborhood residents, decreasing the need for driving.

Discussion: Providing a variety of services within neighborhoods decreases the distances needed
to travel to meet daily needs, making opportunities for walking and bicycling more feasible. The
services are intended to serve the daily needs of neighborhood residents, not to draw people from
outside the neighborhood. Furthermore, the design of the buildings housing these services must
be compatible with the neighborhood.

TR 3.3 Walking and Bicycling-Oriented Neighborhood Centers

: . Incorporate physical features in neighborhood centers to promote walking,
bicycling, and other non-motorized modes of transportation to and within
the centers, reducing the need for driving.

Discussion: This policy, though similar to TR 2.1, “Physical Features,” is
|| included to ensure that the neighborhood services desired in TR 3.2,

bz “Reduced Distances to Neighborhood Services,” are walking and bicycling
. oriented. Development that requires driving to the development and from
place to place within the development should be avoided.

TR 3.4 Increased Residential Densities
Increase residential densities, as indicated in the land use

element of the City of Spokane’s Comprehensive Plan, to % & Transit Stop
support the efficient functioning of transit and mass transit. % High Density
Discussion: Residential densities relate strongly to il ?e:jlfrr ;:fm_\,
transportation options. Lower densities decrease the ability % Dovslopmont
to provide efficient alternative transportation modes while I Low Denstty
higher densities increase the ability. Furthermore, sprawling % Development

growth increases the stress on the transportation system in Do
that the more spread out the city becomes, the farther people
have to travel and the less likely they will be to walk, bicycle, or take the bus. This policy does
not mean that there will be no single-family residential areas in the city. This policy has an
essential link to policy TR 3.6, “Use of Design.”

TR 3.5 Healthy Commercial Centers
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Maintain healthy commercial centers within the city that satisfy the shopping and service needs
of residents to reduce the amount of driving, utilize existing transportation infrastructure and
services, and maintain the city’s commercial tax base.

Discussion: Maintaining healthy commercial centers within the city has several advantages for
city residents:

¢ They can choose to travel shorter distances.

¢ They have more options for how to travel.

¢ Existing transportation services and infrastructure can be utilized.

¢ Profitable commercial centers contribute to the city’s tax base.

+ Itincreases community pride.

Ideas for creating such centers include:
¢ Incorporating housing as part of the center.
¢ Providing housing in a variety of forms, such as in second and third stories of buildings,
loft-style housing, and townhouses.
¢ Reducing costs of some City of Spokane services and utilities, such as trash pick-up.
+ Pursuing public/private partnerships to save historic buildings and adapt to new uses.

TR 3.6 Use of Design
Facilitate the acceptance of densities that support alternative modes of transportation and
businesses within neighborhoods by ensuring compatible design of mixed-use and non-single
family residential buildings to protect neighborhood character.

Discussion: Design that is sensitive to the community and its character is crucial to the
successful implementation of this transportation plan. Sensitive design is |mportant to
accomplish key transportation goals. For example, while ;
mixed-uses are needed in some areas to support alternative
transportation options (or at least make it feasible to drive
shorter distances), the design of the mixed-use buildings
needs to be compatible with the surrounding neighborhood
to be acceptable to neighborhood residents. This policy
supports and has a strong link to policies TR 3.2, “Reduced
Distances to Neighborhood Services” and TR 3.4, .1
“Increased Residential Densities.” R

D TR 4 EFFICIENT AND SAFE MOBILITY

Goal: Design and maintain Spokane’s transportation system to have efficient and safe movement
of people and goods within the city and region.

Policies

TR 4.1 Street Design and Traffic Flow
Use street design to manage traffic flow and reduce the need for street expansions.

Discussion: Street design can affect the amount and speed of traffic. This concept applies to both
arterials and local access streets, which have different purposes for both the amount and speed of
traffic (see policy TR 4.2, “Self-Enforcing Street Design”). Street design elements can also be
used in place of street expansions, or “capacity improvements,” to manage congestion, primarily
along arterials. Such design elements, also known as “traffic engineering techniques,” include
limiting access along arterials to improve traffic flow, prohibiting parking along arterials, using
left-hand turning channels, and providing space for bicycles on arterials to keep all traffic
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flowing smoothly and to increase the viability of bicycling. This policy applies to the design of
both arterials and local access streets.

TR 4.2 Self-Enforcing Street Design
Design streets to discourage drivers from speeding and increase the safety of pedestrians,
bicyclists, other drivers, and every person and animal in the city.

Discussion: Speeding traffic is a major concern to city residents. Faster traffic speeds shorten the
time drivers have to react, make drivers less able to yield to pedestrians, create noise pollution,
and contribute to road rage. Within neighborhoods, cut-through traffic results in inappropriate,
excessive traffic through neighborhoods and also speeding traffic through neighborhoods,
resulting in decreased safety and declining neighborhood quality of life. Streets can be designed
through their width and use of traffic calming devices to discourage speeding and increase safety.
While the intent of this policy is to discourage speeding traffic and not to stop traffic altogether,
this policy needs to be balanced with the need to design streets to reduce traffic congestion and
idling time (see TR 6.5, “Traffic Congestion™).

TR 4.3 Narrow Streets
Build streets with the minimum amount of street width needed to serve the street’s purpose and
calm traffic.

Discussion: Streets should be constructed as narrow as possible. Narrow streets are less costly to
build, require less maintenance, reduce storm water runoff, help reduce the speed of traffic,
conserve land for other uses, and are safer for pedestrians.

Narrow streets also serve as an effective traffic calming S
measure. Calming traffic is important to Spokane neighborhoods ! '
(see TR 5.4, “Traffic Calming Measures™).

This does not mean, however, that all streets will be narrow
since street widths vary according to the street’s function. For
example, arterials are wider than streets serving only
neighborhood traffic. Street width also needs to take into
account the need for bicycle lanes.

The City of Spokane’s street standards have been developed

with the intent of implementing this narrow streets policy. Another technique to implement this
policy is to carefully provide for the location of on street parking, which serves to reduce the
width of travel lanes. The use of chicanes (design features that change a street’s path from
straight to serpentine) at appropriate locations can also serve to reduce the travel lane width of
streets. Finally, this policy also has a strong link to policy TR 4.6, “Internal Connections,” since
providing greater connectivity and access addresses some of the access concerns raised by
narrow streets.

TR 4.4 Arterial Location and Design
Assure that both the location and design of arterials are compatible with existing and proposed
land uses in the areas through which they pass.

Discussion: The integrity of the areas through which arterials pass should be protected while
meeting the citywide interests that arterials serve. Both the location and design of arterials are
important to minimize negative impacts on adjacent areas. For example, new arterials that divide
neighborhoods should be avoided. Existing arterials that pass through neighborhoods should be
designed to allow people to cross the arterial safely. Arterials that pass through commercial areas
should be designed to provide safe and convenient access to those areas for pedestrians and bi-
cyclists, as well as drivers. Streets in commercial areas need to be commercially friendly. Examples
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of specific design issues include the use of couplets and one-way versus two-way streets. This
policy has strong links to policies TR 4.10, “Downtown Street Network” and TR 7.2, “Street Life.”

TR 4.5 External Connections

Design subdivisions and planned unit developments to be well-connected to adjacent properties
and streets on all sides.

Discussion: It is important that subdivisions and planned unit developments (PUDs) be
connected to their surrounding areas and the larger community and not be physically isolated
because of poor transportation connections. With good connections for pedestrians, bicyclists,
and automobiles, traffic is spread more evenly, reducing congestion and impacts on adjacent land
uses. One intent of this policy is to stop the development of gated communities that are isolated
and disconnected from their surroundings. Subdivisions and PUDs should have multiple ingress
and egress points to enable good transportation connections. The connections should not,
however, result in inappropriate cut-through traffic through neighborhoods; connections should
direct traffic onto appropriate streets. Connections are needed for all transportation users and can
take the form of both streets and paths.

TR 4.6 Internal Connections

Design communities to have open, well-connected internal
transportation connections.

Discussion: Internal transportation connections are important
for neighborhoods, subdivisions, and PUDs to promote ease
of access. Long, confusing routes should be avoided to create /
greater efficiency. Shorter block lengths, which result in

more frequent intersections than longer block lengths,

provide greater opportunities for connection, make it easier oz S
for people to find their way around the city, and have the ATES T T
additional significant benefit of helping to keep vehicle speeds low. Block lengths could be tied
to lot sizes and the number of lots in a block, instead of purely a block length measurement
figure. Other ways to help accomplish a more open, well-connected network is by connecting
streets and avoiding cul-de-sacs and vacating streets. Where cul-de-sacs or vacating streets
cannot be avoided, pedestrian pathways, bikeways, and bike routes that link areas should be
provided.
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TR 4.7 Holistic Plans

Require a transportation master plan as part of any subdivision, PUD, institutional master plan,
or other major land use decision process.

Discussion: The intent of this policy is to ensure that new communities that are planned within
the city relate to and connect with the larger community. Developments should not be planned
piecemeal. The plan should identify transportation features such as the external and internal
connections, connecting streets, arterials, public paths for pedestrians and bicyclists, transit
stops, and major transportation generators, such as schools, parks, and commercial areas.

TR 4.8 Freight and Commercial Goods

Accommodate moving freight and commercial goods in ways that are safe, cost efficient, energy
efficient, and environmentally friendly.

Discussion: Freight and commercial goods are crucial to supporting the daily needs of people
within the city. The movement of goods is also important to businesses for retaining existing
business and providing for expansion. While planning for the movement of goods, it is also
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important to maximize safety and quality of life in neighborhoods, the city, and the surrounding
region. Ways to accomplish this include:

+ Designating truck freight routes through the city that provide appropriate access without
compromising neighborhood safety and livability. Concerns include noise, pollution, and
congestion.

+ Allowing small commercial trucks to travel on neighborhood streets to deliver supplies to
home businesses.

¢ Giving priority and incentives to environmentally friendly and energy efficient modes of
freight movement including rail, non-polluting vehicles, and alternative fuels.

+ Supporting intermodal freight transfer facilities (land to air, rail to street, interstate
trucking to local delivery). :

TR 4.9 Downtown Accessibility
Ensure that downtown Spokane is accessible and friendly to all
types of transportation users.

Discussion: It is especially important that the downtown area,
as Spokane’s heart and center, is accessible to everyone.
Pedestrians, people in wheelchairs, bicyclists, and drivers
should be welcome and able to travel safely and efficiently
downtown.

TR 4.10 Downtown Street Network
Redesign and construct the downtown street network to encourage people to come to downtown
Spokane and not to speed through it.

Discussion: While downtown traffic should flow smoothly, it should not be so fast that it is
dangerous or uncomfortable to pedestrians or bicyclists and degrades street activity or otherwise
detracts from commercial activity. Traffic moving rapidly through downtown is detrimental to
pedestrian and bicyclist safety and comfort and does not encourage drivers to stop and use
downtown; instead, downtown is perceived as a place through which to drive.

Traffic calming devices can be one way to implement this policy. Center islands, medians, and
angled parking may be especially appropriate in downtown Spokane. Converting one-way streets
to two-way streets can also slow the speed of traffic while making it easier to move around
downtown.

This policy is directed to the speed of traffic through downtown, intending to avoid excessive
speed. Traffic needs to flow smoothly, however, to avoid unwanted congestion and achieve air
quality goals.

TR 4.11 Consistency of Rules
Strive for consistency in setting speed limits, designating and locating arterials, and developing
other transportation rules.

Discussion: Inconsistencies or inequities in transportation rules lead to increased confusion and
violations, both intentional and unintentional. Consistency of rules supports a greater common
understanding, awareness, and acceptance. Speed limits, for example, that vary from street to
street or from one section of an arterial to another are confusing and unclear. Examples of rules
include speed limits, designation and location of arterials, and location of traffic calming devices.

TR 4.12 Law Enforcement
Enforce traffic laws for all modes of transportation rigorously to protect the public health and
safety.
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Discussion: Enforcing traffic laws for all transportation users is needed. This includes:

+ Enforcing speed limits.

¢ Promoting respect for crosswalks, such as automobiles (whether parked or moving) not
blocking crosswalks.

¢ Increasing drivers’ knowledge of pedestrian and bicyclists’ rights through education.

¢ Enforcing laws that pedestrians and bicyclists must obey to include preventing bicycles on
sidewalks in the downtown business center.

¢ Enforcing laws against driving while under the influence of alcohol or drugs.

TR 4.13 Traffic Signals

Place and time traffic signals to ensure coordinated, smooth, and safe movement of traffic.

Discussion: Traffic signals should be placed and their timing adjusted to encourage smooth, safe
traffic flow, both pedestrian and vehicular. Using traffic signals to control left turns can assist
with traffic flow, as can altering traffic signals to accommodate periods of heavy traffic, such as
morning and evening commute times. Adding cycling-specific/aware traffic signals along bike
routes and bikeways would encourage bicycling and potentially add bicycle safety and awareness
to vehicular commuters. Pedestrians need enough time to cross streets; providing pedestrian-
activated traffic signals assists with this.

TR 4.14 Signs

TR 4.15 Lighting

Use signs to achieve transportation goals.

Discussion: Signs can help achieve Spokane’s transportation goals. For
example, signs can enhance mobility by facilitating efficient flow of traffic,
improve the safety of pedestrians and bicyclists, and add to a sense of place.
Signs should be clear, readable, and placed with care. Signs should not be
hazardous to pedestrians or block their paths.

Provide different degrees of lighting for safety and convenience based on the use / ’
of streets and sidewalks and the needs of residents.

Discussion: Lighting enhances the safety of transportation users, especially
pedestrians and transit users. Lighting is especially needed at bus stops, crosswalks, bicycle rack,
and bicycle shelter areas. The hours and intensity of effective lighting varies according to the
location. The placement, color, and intensity of lighting should all be addressed so that the
lighting does not detract from surrounding areas while improving safety. The lighting should fit
the character of the place it is illuminating.

TR 4.16 Safety Campaigns

Implement public safety campaigns aimed at driver, pedestrian, and bicyclist awareness of and
respect for each other.

Discussion: Public safety campaigns can increase the safety of all transportation users,
particularly pedestrians and bicyclists. These safety campaigns, which can be sponsored through
schools, service clubs, public health, and other organizations, should include the need to respect
all transportation users and the need for all transportation users to travel responsibly.

TR 4.17 Street Maintenance

Keep streets well maintained and clean for the benefit of drivers, bicyclists, and pedestrians.

Discussion: Well-maintained and clean streets have many benefits: improved conditions for
driving and bicycling, increased city pride, and improved air quality. Well-maintained streets
include the removal of debris, gravel, glass, and snow and the prompt filling of potholes. Poorly
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maintained streets are especially hazardous to bicyclists. Better maintenance can be
accomplished by placing a high priority on public spending for maintenance and cleaning.

TR 4.18 Sidewalk Maintenance
Keep sidewalks clean and well maintained.

Discussion: Gravel, snow, over-hanging vegetation, and cracks all present obstacles for
pedestrians. Better maintenance by private property owners eliminates many of these problems.
Neighborhood groups could also be used to address concerns.

TR 4.19 Awareness of ROW Streetscape Elements
Increase the understanding and awareness of the essential importance of pedestrian buffer
strips, medians, traffic circles and other right-of-way streetscape elements in protecting public
safety and enhancing community.

Discussion: Right-of-way (ROW) streetscape elements are key tools to help accomplish Spokane’s
transportation goals. Their design, placement, and maintenance greatly influence many
transportation goals, including efficient and safe mobility, transportation options, sense of place,
neighborhood protection, and environmental protection. An increased understanding and awareness
of the importance of ROW streetscape elements and how they relate to Spokane’s goals and desired
future is essential. Only through increased understanding and awareness can they be intelligently
planned for and the variety of issues related to them (such as design, maintenance, and placement)
addressed.

TR 4.20 Design and Maintenance of ROW Streetscape Elements
Design pedestrian buffer strips, medians, traffic circles and other right-of-way streetscape
elements so that they enhance public safety and Spokane’s visual and environmental quality
and can be effectively maintained.

Discussion: This policy is first directed towards ensuring that ROW elements are maintained in a
way to achieve two purposes: (1) to enhance public safety and welfare and (2) to enhance
Spokane’s visual and environmental quality. This policy is also intended, however, to recognize
and effectively utilize the key relationship between the design of right-of-way elements and their
maintenance. For in addition to addressing the functional use and aesthetic appearance of ROW
streetscape elements, design can also influence the type and level of maintenance that is required to
maintain them.

The design of elements can and should vary according to the surrounding area (see policies TR
7.4, “Pedestrian Buffer Strips” and TR 5.3, “Neighborhood Traffic Issues™). One factor that may
vary according to area is maintenance options. Some areas may be willing to support fairly
maintenance-intensive design options, such as turf grass, annuals, and non-native ornamental
shrubs. Other areas may favor more low-maintenance options, such as native and drought-tolerant
groundcovers, perennials, or hardscape landscape treatments. Hardscape treatments, however,
should be used with caution, both in their location and design. For example, policy TR 7.4,
“Pedestrian Buffer Strips,” states, “complete coverage of the pedestrian buffer strip with an
impervious surface and no trees or ground over is discouraged.” In addition, policy TR 7.3,
“Street Trees,” specifies that street trees should be planted “wherever possible to enhance the
transportation environment.” Thus, street trees should be a part of the streetscape, wherever
possible.

Proper design that incorporates maintenance along with other issues identified in the plan can do
much to address maintenance concerns regarding ROW streetscape elements. The City of
Spokane could assist in recommending designs appropriate to the maintenance capabilities of the
neighborhood or individual project.
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TR 4.21 Maintenance Responsibility for ROW Streetscape Elements

The maintenance of pedestrian buffer strips, medians, traffic circles and other right of way
streetscape elements is the responsibility of the adjacent property owner and/or neighborhood
except for those elements specifically assumed by the City of Spokane.

Discussion: The City of Spokane assumes responsibility for only those ROW streetscape
elements listed on the City of Spokane’s maintenance responsibility list identified in the City of
Spokane’s Street Tree Ordinance. All other ROW streetscape elements are the responsibility of
the adjacent property owner and/or neighborhood. The elements the city assumes responsibility
for can change through time, as additional resources are identified and/or community priorities
change.

Traditionally, the City of Spokane’s Parks and Recreation Department has only maintained
certain ROW streetscape elements along a very limited number of streets. Such streets have
traditionally been limited to those of exceptional scenic or community interest, such as Mission
Avenue, Manito Boulevard, Rockwood Boulevard, and High Drive. As the Comprehensive Plan
is being adopted (spring of 2001) a multi-departmental team is working to identify maintenance
issues and options.

Policy TR 4.20, “Design and Maintenance of ROW Streetscape Elements,” addresses the key link
between the design and maintenance of ROW streetscape elements, including how the design of
elements should vary according to the surrounding area. This concept can greatly influence
maintenance responsibility issues, particularly for those elements within the curbline of the right-
of-way, such as traffic islands and medians. As two examples: neighborhoods that desire higher
intensive landscaping of such features must be willing to assume the higher degree of maintenance
they require. Also, the design of such elements will vary greatly depending on whether they are on
arterials or local access streets, due to access and safety issues.

The Parks and Recreation Department has direct maintenance responsibilities for developed and
undeveloped properties that are under direct control of the Spokane Park Board. Ownership of
public lands for Park purposes is defined by the City Charter, the portion that describes the
Spokane Park Board’s duties and responsibilities. Simply put, for the Parks and Recreation
Department to assume responsibility for additional ROW streetscape elements, the Spokane Park
Board would have to formally decide on acceptance of ROW property as Park Board controlled
land and have approval of design, as it would relate to long-term maintenance. Maintenance
obligations would include any horticultural development, support of facilities that support the
established plant material and future revision/replacement of the landscape development.

Another potential implementation strategy to address maintenance is for the City of Spokane to
reinstate the leaf pick-up program for all leaves. Currently, the program only covers those leaves
on the street.

TR 4.22 Awareness of Maintenance Responsibility for ROW
Streetscape Elements

Increase the understanding and awareness of whose responsibility it is to maintain pedestrian
buffer strips, medians, traffic circles and other streetscape right of way elements to improve the
maintenance of these elements.

Discussion: Maintenance of ROW streetscape elements is a key concern. Poorly maintained
ROW streetscape elements degrade Spokane’s quality of life. One important aspect to address of
this challenging issue of ensuring that ROW elements are appropriately maintained is to ensure
that it is clear whose responsibility it is to maintain the various elements. Ignorance in this area
leads to nonexistent or inappropriate maintenance.
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Potential implementation strategies to increase understanding and awareness of maintenance
responsibility include the use of Channel 5 television programs, utility bill inserts, and
announcements by the Mayor or City Councilpersons. Such education strategies could also include
the awareness needs behind policy TR 4.19, “Awareness of ROW Streetscape Elements.”

TR 4.23 Transportation LOS
Set and maintain transportation level of service standards that support desired focused growth
patterns and choices of transportation modes.

Discussion: The City of Spokane’s transportation level of service standards differ between (1)
areas targeted for growth and where transportation mode choices are available and (2) areas not
targeted for growth and that have fewer transportation mode choices. These level of service
standards apply to all modes—vehicle, transit, and pedestrian.

In order to encourage development where it is desired, reduced level of service for vehicles is
permitted in center and corridor areas where growth is being encouraged and where adequate
choice of non-vehicle transportation modes (such as transit, pedestrian) exist. Reducing level of
service in these areas has several benefits. First, lowering the vehicle level of service in these
areas reduces the cost of the infrastructure required to serve these areas and allows higher density
development without costly mitigation measures. Another benefit is that it will lower vehicle
speeds, which is compatible with the concept of these focused growth areas. In addition, higher
availability of non-vehicle modes of transportation in these areas is expected to balance overall
transportation needs.

It should be noted that level of service standards for pedestrians are expressed in the varying
street design standards in the four area classifications (see section 4.6, “Street Standards™) and
with the greater pedestrian amenities expected in the focused growth areas.

To further help focus growth where it is desired, higher vehicle level of service standards are
required in areas where intense development is not desired, such as on the edge of the urban area.
Raising the vehicle level of service in these areas increases the infrastructure costs in theses areas
and requires mitigation measures when intensity of development exceeds provided capacity.
Furthermore, these higher vehicle level of service environments are generally more typical of
low-intensity, suburban development on the edge of the urban area.

The level of service standards for the arterial street network are based on the Highway Capacity
Manual capacity techniques.

Further information about the City of Spokane’s transportation LOS and its concurrency
management program can be found in the Draft Comprehensive Plan/EIS, Volume 2. Section
18.4, “Transportation LOS—Executive Summary,” of the draft provides a summary of the City
of Spokane’s preliminary program for the LOS and concurrency management. Section 18.1,
“Major Transportation Planning Issues” includes a more general discussion of LOS issues.

TR 4.24 Transportation LOS Coordination and Consistency
Coordinate the setting and maintaining of transportation level of service standards with other
agencies and private providers of transportation so that they are consistent.

Discussion: The transportation system provides the structure for Spokane to interact with the rest
of the world. A number of public agencies and private companies provide transportation services
in, to, and through Spokane. The standards and goals established by these groups need to be
considered in establishing transportation level of service standards.

The Spokane Regional Transportation Council is tasked in the adopted countywide planning
policies with establishing level of service standards for the regional street network. SRTC
establishes travel time standards in the principal travel corridors.
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The Washington State Transportation Commission sets the level of service standards for
highways of statewide significance. The Commission coordinates with the Spokane Regional
Transportation Council to establish level of service standards for state routes not on the highways
of statewide significance system. Transportation Facilities and Services of Statewide
Significance (TFSSS), as designated by the Washington State Transportation Commission, are
listed in section 4.5, “Existing and Proposed Transportation Systems.”

Other agencies and private transportation providers of statewide significance establish level of
service standards for their respective jurisdiction. The City of Spokane coordinates with these
agencies where appropriate.

TR 4.25 Pedestrian and Bicyclist Access to Parks

Develop safe pedestrian access and bike ways/routes to city parks from surrounding
neighborhoods.

Discussion: The city shall analyze the existing safety of pedestrian and bicycle access within a
quarter mile walking distance of each park. Based on that analysis city departments shall
implement projects that improve the pedestrian circulation safety.

TR 5 NEIGHBORHOOD PROTECTION

Goal: Protect neighborhoods from the impacts of the transportation system, including the impacts
of increased and faster moving traffic.

Policies

TR 5.1 Neighborhoods for Pedestrians

TR 5.2 Neighborhood Transportation Options

Orient, design, and maintain neighborhoods for pedestrians.

Discussion: The quality of life of neighborhoods is greatly affected by the city’s transportation
system. In the past, the focus of transportation has been on moving a greater volume of
automobile traffic at a faster rate. The results have not always been good for city neighborhoods
or the people who live in them. Establishing pedestrians as the focus for neighborhoods is a clear
statement of the City of Spokane’s transportation priorities and its commitment to healthy
neighborhoods.

Promote a variety of transportation options within neighborhoods.

Discussion: Providing for walking, bicycling, and transit use as
viable transportation options gives residents more transportation
choices and reduces the amount of traffic in neighborhoods.
Transportation choices that are environmentally, culturally, and
historically connected to neighborhoods produce healthy and
cohesive neighborhoods.

One way to accomplish this is to provide paths for pedestrians and bicyclists in neighborhoods.
Streets being considered for vacation could instead be made into paths to connect streets. These
paths could be enhanced with trees and other features to encourage walking and bicycling and to
strengthen a sense of place.

TR 5.3 Neighborhood Traffic Issues

Work with neighborhoods to identify, assess, and respond to the unique traffic issues and needs
in each neighborhood.
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Discussion: Working with neighborhoods provides the opportunity to apply the broad, citywide
direction of the transportation element to the neighborhood level and to do so in a way that is
responsive to the needs and character of individual neighborhoods while also following the
citywide interests reflected in the element. A challenge in working with neighborhoods on traffic
issues is the need to recognize that individual neighborhoods form a part of the larger city and
have a relationship to it. The entire city’s transportation needs must be considered as well as the
neighborhood’s. It is also important to assess the entire neighborhood and not react to just a
small group of vocal people. Areas of transportation planning that are particularly dependent on
neighborhood involvement include design issues (such as the selection of street tree types and
landscaping choices for pedestrian buffer strips) and the location and type of traffic calming
measures and traffic control.

TR 5.4 Traffic Calming Measures
Use traffic calming measures in neighborhoods to discourage speeding, reduce non-
neighborhood traffic, and improve neighborhood safety.

Discussion: Traffic calming measures create safer and
quieter streets. They help reduce traffic speed and
discourage the inappropriate use of neighborhood streets by
non-neighborhood residents as shortcuts to bypass arterials.
They make neighborhoods healthier and more appealing
places to live. Examples of traffic calming measures include
narrowed streets, curved streets, roundabouts (traffic
circles), pedestrian islands, textured crosswalks, and large
street trees with overhanging canopies, and speed bumps
and dips.

TR 5.5 Arterials and Neighborhoods
Locate and design arterials to minimize impacts on neighborhoods.

Discussion: The impacts of arterials on neighborhoods should be minimized. Arterials that
through poor design or location divide neighborhoods should be avoided. Arterials do not have to
be vast stretches of asphalt that separate and isolate neighborhoods. By directing that arterials
should usually not pass through neighborhoods but instead form neighborhood boundaries, this
policy identifies an ideal situation for most cases. In some cases, existing arterials already pass
through neighborhoods. If carefully designed and appropriate to a particular neighborhood, an
arterial might provide a focus for creating a neighborhood center. New neighborhoods might be
centered on an arterial with the arterial and adjacent land uses forming the heart of the
neighborhood.

TR 5.6 Neighborhood Traffic Speed
Ensure that neighborhood streets have a significantly lower traffic speed than arterial streets.

Discussion: Speeding traffic and thru-traffic seriously degrade neighborhood quality of life. There
should be a distinct difference between the speeds of traffic moving on neighborhood streets versus
arterial streets. Arterial streets should be established as a route of choice for non-neighborhood
traffic.

Without a distinct difference between the speeds of traffic on neighborhood streets versus arterial
streets, little incentive to use arterials exists. Some drivers shortcut through neighborhoods to
avoid delays on arterials, which can be caused by traffic lights, buses that slow down the curb
lane, and zones that slow automobiles, such as school crossings. This results in increased traffic
and speeding traffic through neighborhoods. This poses significant safety hazards, especially for
children and pets, and detracts from neighborhood livability.
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Maintaining a speed difference will come from a number of different strategies, including speed
limit enforcement, street design, and education.

TR 5.7 Neighborhood Parking

Preserve neighborhood on-street parking for neighborhood residents.

Discussion: Neighborhood residents and their guests need places to park. On-street parking also
acts as an effective traffic calming measure, while re-stripping of on-street parking may help to
encourage and enable safer bicycling. On-street parking is not intended, however, to be for long-
term storage of vehicles; street sweeping and snow plowing require vehicles to be moved.

Methods to control on-street parking include establishing neighborhood-parking districts near
large traffic generators, such as shopping centers, universities, and hospitals, where parking
permits are needed. Furthermore, parking lanes can be marked with striping on wide streets so
that drivers don’t attempt to create another driving lane. Since this policy is directed towards
neighborhood parking, it is intended to apply primarily to local access streets and residential
collector arterials. Other types of arterials may have the competing need of potentially re-moving
parking to facilitate traffic flow (see policy TR 4.1, “Street Design and Traffic Flow™). It should
be noted that while the Comprehensive Plan identifies bicycle facilities, many remain non-
designated and on-street parking that is slated for removal to accommodate the bicycle facilities
continues to exist. As a part of development of bicycle facilities, it needs to be acknowledged
that on-street parking may need to be removed to accommodate bicycle facilities.

D TR 6 ENVIRONMENTAL PROTECTION

Goal: Minimize the impacts of the transportation system on the environment, including the
region’s air quality and environmental features, such as nature corridors.

Policies

TR 6.1 Pollution

Design, build, and operate transportation improvements to minimize air, water, and noise
pollution and the disruption of natural surface water drainage and natural areas.

Discussion: To reach the City of Spokane’s Transportation Vision and achieve the transportation
goals, protection of the environment is essential. Protection should address the specific impacts
transportation has on air and water quality and noise pollution, as well as transportation’s more
general impacts on Spokane’s quality of life and sense of place.

Vegetation, especially street trees, has an important role to play in minimizing the negative
environmental impacts of transportation. For example, large street trees that provide an
overhanging canopy improve air quality, calm traffic, and act as buffers between people and
automobiles. Motor oil disposal, however, remains as one transportation-related threat to the
aquifer, making the aquifer the focus of special environmental concern.

TR 6.2 Land Respect

Plan and construct transportation improvements with care, considering natural land forms,
geography, and nature corridors.
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Discussion: Features such as the type and abundance of trees, rock formations, and the overall
land form help define who we are as a community. The City of Spokane’s policy is to consider
such important environmental features in its transportation planning and development.

TR 6.3 Transportation Alternatives and the Environment
Promote the use of alternatives to driving alone, such as walking, bicycling, use of transit, and
carpooling to reduce transportation impacts on the environment.

TR 6.4 Street Cleaning
Clean streets to protect air quality and make for a cleaner, safer Spokane.

TR 6.5 Traffic Congestion
Design streets and time traffic signals to reduce traffic congestion and vehicle idling time.

Discussion: Traffic signals can be used to benefit the environment by reducing congestion. This
policy needs to be balanced, however, with other goals and policies pertaining to the dangers of
speeding traffic and protection of neighborhoods.

TR 6.6 Vehicle-Related Air Pollution
Develop transportation control measures to reduce vehicle-related air pollution.

Discussion: Transportation control measures are measures contained in the State Implementation
Plan (SIP) that are designed to reduce vehicle-related air pollution. Any agency, however, may
implement other transportation control measures that are not included in the SIP.

The City of Spokane should work with the SCAPCA, SRTC, the State Department of
Transportation, STA, and other jurisdictions and agencies to develop appropriate transportation
control measures. Current measures include vehicle emission testing programs and use of
oxygenated fuels. Potential new transportation control measures include:
+ Promoting the purchase of fuel-efficient vehicles, alternative fuel vehicles, and new
technology vehicles.
+ Offering incentives for reducing miles traveled and using vehicles with high
fuel efficiency.

TR 6.7 Street Paving
Place a high priority on public spending for paving dirt and gravel streets to reduce air pollution.

TR 6.8 City Hall Goes Green
Conduct City of Spokane business in a way that
reduces the environmental impacts resulting from its
transportation-related decisions.

Discussion: The City of Spokane should provide
leadership and demonstrate to the community the
environmental responsibility it expects from others. It
should do this with the decisions it makes as to how it
conducts its business. For true success and viability, a
community’s practices must be sustainable.

The City of Spokane should continue to provide employees with shower facilities and lockers,
reduced-cost bus passes, and safe bicycle storage and should also consider additional strategies,
such as:

¢ Providing employee parking only for carpools or vanpools.

¢ Replacing fleet vehicles with vehicles that meet zero emission standards.

¢ Using quieter, perhaps smaller garbage trucks.

¢ Using alternatives to automobiles to deliver city services.
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+ Pursuing alternative fuel options for vehicles.
¢ Planting street trees to mitigate exhaust of fossil fuel for transportation uses.

D TR 7 SENSE OF PLACE

Goal: Foster a sense of community and identity through the availability of transportation choices
and transportation design features, recognizing that both profoundly affect the way people interact
and experience the city.

Policies

TR 7.1 Character and Pride
Create transportation improvements that promote Spokane’s character, enhance the character of
its neighborhoods, and foster community pride.

Discussion: Protecting Spokane from transportation impacts that infringe on the community’s
character or sense of place is important. Transportation elements to consider include street
design, sidewalk design and materials, streetlights, large street trees, bus stops, transit stops and
buildings, public squares, and traffic calming devices.

City of Spokane departments devoted to the arts, youth, parks, planning, and transportation can
play a key role in promoting a sense of place through creating transportation improvements that
are sensitive to local character. Communication and cooperation between city departments and
neighborhoods is essential. Neighborhood councils and steering committees are key participants.
One specific option for carrying out this policy is to create a process through which
neighborhoods, including those downtown, participate in the process to identify and/or apply
design standards and participate in the design review process.

TR 7.2 Street Life

Promote a healthy street life in commercial areas, especially downtown,

.. through transportation facilities that are designed with care to enhance
;- both their use and the surrounding street environment.

7 Discussion: A healthy street life is essential to creating healthy
cities. A vital, active street life makes areas more appealing places
to be, improves a sense of safety, and increases the public
interaction essential to healthy community life.

Design features can either promote or hinder street life. For example,

- sidewalks that feature pedestrian buffer strips and are free from
barriers promote walking by creating a safe pedestrian environment. Transit stops or centers that
include shelter, seating, and schedule information create a more appealing environment than those
that don’t. Other design features such as landscaping, public art, and fountains can help establish
spaces as public gathering places that attract people as well as provide relief from harsher built
environments. Design details matter. For example, sidewalks that adjoin buildings with plenty of
windows and entrances are more people-friendly than sidewalks that run along buildings with
blank walls.

TR 7.3 Street Trees
Plant street trees wherever possible to enhance the transportation environment.
Discussion: A healthy “urban forest” is one of the greatest assets a city can have. It is also one of

the few infrastructure elements that appreciate in value with age. For transportation purposes,
street trees have many benefits; they provide a traffic calming effect, help orient motorists,
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provide shade and habitat, reduce glare, noise, erosion, and wind, and absorb carbon monoxide.
Large trees with overhanging canopies of branches are especially desirable. Streets with a
cathedral of trees overhead are an important aesthetic element that fosters community pride and
identity.

One concern in planning for street trees is to ensure that public safety is protected by preventing
sidewalks and curbs from being damaged by tree roots. This problem can be addressed through
the design of the pedestrian buffer strip and the selection of the appropriate tree type for the
planting site. In addition, planting techniques such as root barriers, “structural soil,” and
irrigation practices are helpful mechanisms in preventing tree roots from damaging sidewalks and
curbs.

Poorly selected or poorly maintained trees can present other problems, including interfering with
overhead utility lines, underground utilities, neighboring properties, and

other plants and minimizing sight distances. Due to these potential problems, e
it is important that the appropriate type of tree be selected for each location 5
and that trees be properly maintained. This is particularly true since trees are
living organisms that grow larger each year, increasing in height, canopy
width, and size of root system. It is important to consider what the size and
shape of trees will be when they are mature. The Parks and Recreation
Department’s urban forestry program maintains a list of appropriate trees for
planting in different environments. A permit is required to plant a tree in the
right-of-way.

The potential problems caused by street trees should not be used to override
their fundamental importance and overall value. It is imperative to remember
that a city without trees isn’t fit for a dog.

TR 7.4 Pedestrian Buffer Strips
Develop pedestrian buffer strips in a way that is appropriate to the
surrounding area and desired outcomes.

Discussion: Treatments of pedestrian buffer strips, also known as planting
strips, vary greatly, from completely covered with hard surfaces to
completely landscaped with soft surfaces and street trees. “Hard surfaces”
include concrete, bricks, and other pavers; “soft surfaces” include sod,
drought tolerant grass, and ground covers. Street trees can vary from small
ornamental trees to large trees that provide overhanging canopies for streets.

How the pedestrian buffer strip is treated should relate to the surrounding
environment and desired outcomes for that area. For example, grass should
continue to be used in historic areas where grass is the traditional treatment.
Where traffic calming is desired, large street trees are preferred. In commercial areas, street trees
with a hardscape treatment or tree grates may be appropriate. Sand-set pavers, cobbles,
“grassblocks,” and similar pervious materials are encouraged wherever hardscape is
incorporated. Complete coverage of the pedestrian buffer strip with an impervious surface and no
trees or ground cover is discouraged.

Aard Surface” (hardscape treatment)

Pedestrian buffer strips are crucial to creating safe, useable sidewalks (see policy TR 2.7, “Safe
Sidewalks”). They should be designed with care to enhance the pedestrian environment, relate to
the surrounding environment, and achieve desired outcomes. For example, in planning for
pedestrian buffer strip width, one factor that should be considered is whether or not on-street
parking is provided. Areas without on-street parking and the associated buffering it provides
should feature a wider pedestrian buffer strip than areas with on-street parking. The ultimate
driver in designing pedestrian buffer strips for particular locations is to ensure that the pedestrian
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buffer strip provides for safe pedestrian circulation while also being appropriate to the
surrounding area.

TR 7.5 Building Setbacks

Reduce building setbacks from the street and distances between buildings in neighborhood
commercial areas to improve pedestrian access and develop an urban form.

Discussion: Reducing building setbacks and distances between buildings reduces the distance
pedestrians must walk to enter buildings. Buildings that are a considerable distance from the
street or from each other are not inviting to pedestrians. Such settings can be intimidating to
pedestrians, especially if they must cross large parking lots. Establishing maximum setbacks can
help create a more pedestrian-friendly environment. Reducing the width of buildings or
storefronts has the same effect. Finally, reducing setbacks and distances between buildings
creates an urban form, as opposed to a suburban or rural form.

TR 7.6 Sidewalk Use

Allow businesses to utilize available sidewalks as long as pedestrian travel is not unreasonably
impacted and the sidewalk’s use and design is in character with the neighborhood.

Discussion: The use of sidewalks for sidewalk cafes or outdoor seating for coffee shops can add
to the appeal and vitality of street life. Similarly, stores that bring their wares to the sidewalk in
front of their shops can also add appeal. When using sidewalks for business purposes, however,
it is imperative to maintain adequate and efficient pedestrian movement. Also, occupancy of
sidewalk space should be limited to non-permanent structures and seasonal use.

D TR 8 REGIONAL PLANNING
Goal: Plan for transportation on a regional basis.

Policies

TR 8.1 Plan Collaboratively

Work together to achieve a regional transportation plan that meets the goals and requirements
of the GMA but also reflects the visions, values, and i 2
interests of the City of Spokane.

Discussion: The Countywide Planning Policies for
Spokane County include a policy that states, “Regional
transportation planning shall be conducted by the
Spokane Regional Transportation Council (SRTC). The
SRTC shall coordinate with local jurisdictions and the
Spokane Transit Authority (STA) to ensure that the -3
regional transportation plan and local jurisdiction’s land use plans are compatlble and conS|stent
with one another.”

The City of Spokane is dedicated to working with SRTC in its role of conducting and
coordinating regional transportation planning, while also working to ensure that the City of
Spokane’s visions, values, and interests are reflected in the regional plan.

The City of Spokane, as a partner in planning for transportation regionally, recognizes that part
of SRTC’s role is to establish travel time-based level of service standards for the regional arterial
network and determine the regional arterial network following appropriate federal and state
requirements.

In addition, there are statewide transportation facilities within the city that impact the city while
serving statewide needs and interests. Therefore, collaboration between the City of Spokane and
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the appropriate state agency is imperative to ensure that both the City of Spokane and
Washington State’s interests are met. At the current time, two major collaborative study efforts,
US 195 and the North Spokane Corridor, are underway.

TR 8.2 Efficient Regional Transportation
Coordinate with SRTC to ensure efficient, multimode transportation of people and goods
between communities regionally.

TR 8.3 Countywide Planning Policies
Use the adopted Countywide Planning Policies (Capps) as additional guidance for
transportation planning.

TR 8.4 Airfields
Protect the operations of Fairchild Air Force Base, Spokane International Airport and Felts
Field with compatible land use regulations and ensure planning is coordinated and consistent
with the airfields’ respective Master Plans.

TR 8.5 Sharing Information
Share information between all transportation entities on a regular basis; planning information
shall be shared during all phases of projects.

Discussion: Many transportation entities affect transportation in the area, such as SRTC, the
Washington State Department of Transportation (WSDOT), STA, SCAPCA, and transportation
and planning departments of local jurisdictions. Early and continuous communication between
these entities is key for effective community planning.

TR 9 EQUITABLE FUNDING

Goal: Finance a balanced, multimode transportation system using resources efficiently and
equitably.

Policies

TR 9.1 Cost Information for Citizens
Promote alternatives to private automobile use by informing citizens of the total economic costs
and publicly financed subsidies to motor vehicle use.

TR 9.2 Environmental Impact Information
Provide information on the environmental impacts of motor vehicle use.

TR 9.3 Dedicated Funds for Retrofitting
The City of Spokane shall dedicate some amount of its annual transportation capital budget to
retrofitting the street system to meet the city’s pedestrian design standards.

Discussion: As noted in the “Street Standards” (section 4.6, see subsection titled “General
Considerations™), the City of Spokane’s street standards apply to newly constructed public and
private streets. The standards are also applied in certain situations as land development occurs
(such as where level of service is impacted or where development abuts an existing arterial). The
standards, however, are not intended to apply to the resurfacing, restoration, or rehabilitation of
existing arterials. Without this policy, little would be done to retrofit the City of Spokane’s
existing street system to meet the new pedestrian design standards and thus achieve the intent of
the transportation element. (The Transportation Capital Facilities Program does include a
program to construct sidewalks along arterials where they are missing, but no other such
retrofitting program was planned as part of the comprehensive planning process.) This policy is a
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practical, direct way to implement the City of Spokane’s pedestrian standards and create
Spokane’s desired transportation future. The fundamental pedestrian standard to be implemented
is the policy to provide for safe pedestrian circulation, primarily in the form of sidewalks with a
pedestrian buffer strip (TR 2.7, “Safe Sidewalks”).

This policy creates a project type of its own in the Transportation Capital Facilities Program
(section 4.7), called “Pedestrian Facilities Retrofitting Program.” To identify the funds to
allocate to this program and thus implement this policy, each year City of Spokane staff will
develop a proposal for an amount of the transportation capital budget to devote to fulfilling this
policy. The city will develop a program to identify where and how to apply these funds (a task
for, at least in part, the Pedestrian/Bicycle Coordination staff, policy TR 2.3).

D TR 10 THE FUTURE

Goal: Prepare for the future and changing transportation needs resulting from changing
populations, technology, and trends.

Policies

TR 10.1 Planning Integration

Integrate planning for transportation needs and facilities into project design, including for Pods,
individual projects, and neighborhoods.

TR 10.2 Innovation to Meet Spirit

Review proposals for development projects in a way that allows innovative design and for
solutions that meet the spirit and intent of the law, if not the letter of the law.

Discussion: Spokane has a wide variety of environments and conditions. Specific development
proposals have their own limitations as well as opportunities for development. The variety of
environments within the city and variety of development proposals makes it difficult if not
impossible to have a detailed list of very specific rules, such as policies or design standards that
must be followed in all cases. Though there are general rules that work in most cases, some room
for discretion in applying them and allowing for deviations from them is needed.

This opportunity for discretion or deviation is needed for two reasons: first, to allow for
opportunities for creative solutions to meet the goal or intent behind the rule, and second, to
allow for exceptions to the rules where an exception is clearly necessary, such as where
topographic features make them impossible to follow.

If a rule is not to be followed, however, the proponent needs to make it clear why it should not be
followed as well as how the alternative being proposed in its place meets the intent of the rule. It
is also important to recognize that while this provides for an opportunity to deviate from rules,
such situations should indeed be exceptions to the rule and not the rule. In other words, it is
expected that rules will be followed, except in necessary situations, as noted above.

Further information about how street standards will be implemented can be found in section 4.6,
“Street Standards,” under “Implementing the Standards.”

TR 10.3 Education

Provide education on the transportation needs of the entire community, the benefits of
transportation alternatives, and the rights and responsibilities of sharing the road.

Discussion: Education is the foundation of understanding, respect, and acceptance. A better
understanding of the true costs of driving, respect for other users of our streets, and acceptance of
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choices different than our own will make our streets safer and more enjoyable. Since people
currently are so auto-dependent, knowledge of the impacts of driving is essential. This
knowledge must also be balanced with a sense of responsibility connected with use of an
automobile.

Dependence on the automobile has social, financial, and environmental impacts. These impacts
have been well documented but are not generally known, acknowledged, or included in any
education curriculum. This gap in the school curriculum and the general media should be
addressed by educational programs.
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4.5 EXISTING AND PROPOSED TRANSPORTATION
SYSTEMS

Introduction
This section provides an overview of Spokane’s existing and proposed transportation systems. It includes
inventories of existing conditions as well as plans for the future for:
¢ Pedestrian and Bicycle Systems
Transit System
The City’s Street Network
Rail
Air Facilities and Services
+ Transportation Facilities and Services of Statewide Significance

L4
L4
L4
L4

The following articulates two general points about these inventories of Spokane’s transportation systems:

Existing Versus Proposed Transportation Systems

First, this plan establishes a new priority for considering the transportation needs of people and making
transportation decisions. Policy TR 1.1, “Transportation Priorities,” establishes that it will be city policy
to put pedestrians first, then to consider the needs of those who use transit and non-motorized
transportation modes such as bicyclists, and finally to consider the needs of automobile users. The city’s
current transportation system does not reflect this priority and direction. Spokane’s existing
transportation system reflects Spokane’s existing auto-dependent nature. Indeed, it is partly because of
the existing nature of Spokane’s built environment that Spokane is auto-dependent and lacking viable
transportation options and, as a consequence, that citizens established this new direction. Following this
new direction with its clear transportation priorities, however, will lead to new transportation systems
that reflect the city’s new transportation goals. Establishing these new transportation systems for
Spokane will take time. It will take careful and steady implementation of the plan, as expressed in its
goals, policies, and implementation methods (such as the new street standards). But with consistent
implementation of the plan on a case by case basis, the community’s built environment will change and
with it, the opportunity for Spokane to achieve its desired future.

A Broad, Comprehensive Review

Second, this review of Spokane’s existing conditions and transportation inventories is a broad review. It
includes citywide or regional-scale transportation systems, not smaller-scale transportation features.

For example, the street system inventory focuses on the arterial system, not neighborhood access streets.
Similarly, the pedestrian system inventory focuses on the sidewalk system along arterials and major
pedestrian trails, not smaller-scale features such as staircases or local routes to neighborhood schools.
Such smaller-scale transportation features, while crucial to the vitality of neighborhoods and the entire
community, are beyond the scope of this citywide comprehensive plan and instead will be planned for in
later, more detailed planning stages. These later planning stages may include subject-specific plans (such
as a detailed bicycle plan or pedestrian plan) and geographic-specific plans (such as neighborhood or
special district plans). The goals and policies of the transportation element of the comprehensive plan
provide a general direction or framework for creating these later plans.

Pedestrian and Bicycle Systems
The History of Planning for Pedestrians and Bicycles in Spokane

In 1993 SRTC prepared the Spokane Regional Pedestrian/Bikeway Plan for Spokane County (generally
referred to as “the Bike/Ped Plan”). The City of Spokane City Council adopted the plan on March 11,
1996. The purpose of the plan was to provide an updated comprehensive bicycle and pedestrian
transportation plan that was built on previous plans. The plan focused on the urbanized Spokane area and
connections to Millwood, Cheney, Medical Lake, and Idaho. The plan identified recommended key
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bicycle/pedestrian corridors that consisted of the Centennial Trail, exclusive bicycle paths, bicycle lanes,
shared bikeways, and shared roadways.

The SRTC Bike/Ped Plan superseded earlier plans developed by the city to address bicycle use, the last
of which was “The Bikeways Plan” adopted by the City Council in 1988. The first bikeways plan
developed in Spokane, called the “Bike Routes Plan,” was adopted in 1976.

Since 1992 the City of Spokane has had a Bicycle Advisory Board, which was established by ordinance
of the City Council. It was established “to provide advice and direction to the City Council and all
departments and offices of the city on matters relating to bicycling and to raise public awareness of
bicycling issues.” The board is supported by staff liaisons from the Economic Development Division and
the Transportation Department. These positions are filled by staff members as an additional
responsibility added to their full-time duties. As such, only a small percentage of two staff member’s
time is spent on bicycle planning. No city staff person, however, is dedicated specifically to planning for
pedestrians, even part-time. Thus, while the SRTC plan adopted by the city included sections related to
pedestrians, in reality it was used infrequently by the city for planning for pedestrians and instead was
used more for bicycle planning. Generally, planning for pedestrians in Spokane has been inadequate. One
of the most significant features of this transportation element is that it features a major redirection of the
city’s view of transportation planning, making planning for pedestrians a priority. As a small step toward
that direction, this plan includes the first map ever included in a city plan that is devoted strictly to
depicting pedestrian facilities, Map TR 1, “Regional Pedestrian Network.”

The 1993 SRTC Bike/Ped Plan was superseded by the City’s 2001 Comprehensive Plan, its Bicycle Plan
map was used in large part to develop the city’s “Regional Bikeway Network map (Map TR 2).

In 2009, the City of Spokane completed a Master Bike Plan that consists of Bicycle Plan Maps, updated
Comprehensive Plan goals and policies, a list of projects and priorities, project cost estimates and an
action program. During this process, SRTC was working on an update to the Regional Master Bike Plan-
A plan to outline goals and objectives to guide Washington State Department of Transportation
(WSDOT), Spokane Regional Transportation Council (SRTC), the City of Spokane, Spokane County, the
City of Spokane Valley, the City of Liberty Lake, Cheney, Deer Park, Medical Lake, Airway Heights,
Spokane Transit Authority (STA) and other agencies in developing bikeway and walkway systems. This
Plan outlines goals and objectives to help create a region where biking and walking are viable travel
choices. The City of Spokane Master Bike Plan used the extensive background work contained in the
SRTC plan as a part of the creation of the Master Bike Plan. This information remains a valuable
reference tool for bicycle and pedestrian planning. This planning effort continues to support the
implementation of policy TR 2.3, “Bicycle Coordinator,” which states that it will be city policy to
provide a full-time pedestrian/bicycle coordinator on its staff.

Shared Bicycle and Pedestrian Facilities

Spokane features three major transportation pathways or trails that are shared by pedestrians and
bicyclists. These are the Ben Burr, Fish Lake, and Centennial trails. The Ben Burr and Fish Lake trails are
both owned and maintained by the Spokane Parks and Recreation Department. The Centennial Trail is
developed by the Washington State Parks and Recreation Commission, maintained by the Spokane Parks
and Recreation Department in the city and the Spokane County Parks and Recreation Department in the
county, and funded by the Friends of Centennial Trail. These three facilities serve both a recreational and
transportation function for pedestrians and bicyclists. A potential fourth major shared-use facility is the
North Spokane Corridor (north-south freeway), which plans to include a major pedestrian/bicycle trail.
These shared-use facilities are described below and depicted on the pedestrian and bikeway maps (see
Maps TR 1 “Regional Pedestrian Network,” and TR 2, “Regional Bikeway Network.”) They also appear
as “trails” on Map CFU 5, “Parks,” in Chapter 5, “Capital Facilities and Utilities,” which indicates how
these trails serve recreational as well as transportation purposes.
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Ben Burr Trail

The one-mile Ben Burr Trail connects Liberty and Underhill Parks in East Central Spokane. It follows the
path of an old railway line. The trail features a pedestrian/bicycle bridge spanning Altamont Street, which
was a project financed through federal Community Development funds. Future expansion may include a
link into Underhill Park to the south and a link to the Centennial Trail to the north.

Fish Lake Trail

The Spokane Parks and Recreation Department has acquired a railroad right-of-way between the City of
Spokane and Fish Lake. Construction has begun to convert the right-of-way to a 12-foot-wide asphalt
bicycle/pedestrian trail, which would ultimately connect the Centennial Trail to the existing Fish Lake and
Columbia Plateau trails. Approximately ten miles of this proposed trail have been constructed. The trail
begins at the southeast corner of Government Way and Sunset Highway and ends at the existing trailhead
at Fish Lake. Construction on the Fish Lake Trail continues toward completing the trail, with a remaining
final phase to complete design, right-of-way acquisition and construction of two railroad crossings on
either side of Queen Lucas Lake.

Connection between the Sandifur Bridge and the parking lot at the northern terminus of the Trail, near the
junction of U.S. Highway 195 and Interstate 90, would connect the Fish Lake Trail and the Centennial
Trail. An off-street alternative on public land along Latah Creek, south of Riverside Avenue, is being
considered for this connection.

Centennial Trail

Facilities designated exclusively for non-motorized travel modes include the 39-mile Centennial Trail,
which parallels the Spokane River from Nine Mile to the Idaho border. The trail continues in Idaho
through Post Falls and Coeur d’Alene. Currently, the trail has an incomplete section between Boone
Avenue and the T. J. Meenach Bridge. The Sandifur Bridge will provide a future connection to the Fish
Lake Trail.

The Spokane River Centennial Trail Master Plan published in 1986 identified a continuous trail alignment
from the Idaho state line to the Spokane House, with extensions upstream to Wolf Creek on Lake Coeur
d’Alene and downstream to Fort Spokane on Lake Roosevelt. In 1995, a master plan update of the
Centennial Trail was completed identifying missing segments, revisiting completed segments needing
improvement, and outlining trail priorities and initiatives for the future. The primary recommendations of
the master plan update were to build missing links and convert on-road (Class Il) bike routes to separated
(Class 1) shared-use pathways. A key missing link was identified between Riverfront Park in downtown
Spokane and Riverside Park.

To address this missing link, a Bridge Alternatives Study was conducted in December of 1997. The study
identified potential alignments for locating a bridge over the Spokane River and completing a missing
segment of the Centennial Trail from Riverfront Park in downtown Spokane to Riverside State Park. A
subsequent study funded by the Friends of the Centennial Trail in 2007 was conducted by Alta Planning
and Design. This study identified a preferred trail route utilizing an abandoned railroad right of way that
parallels Summit Blvd., travels on Summit Blvd. and modifies Pettet Drive to accommodate trail
improvements. This route would rejoin the existing Centennial Trail at T.J. Meenach Bridge.

The Alta Planning and Design study also identified two additional options to close the Centennial Trail
gap from Boone Avenue and Summit Boulevard to Spokane Falls Community College. An alternative
river crossing to the existing crossing at T.J. Meenach Bridge might be developed, over the long term, at
a location upstream. Such a crossing would require further study, acquisition of right-of-way on one or
both sides of the river, and the construction of a new bridge. In the meantime, enhancements might be
made on- and off-street to the existing route along Summit Boulevard, West Mission Avenue, West Point
Road and Pettet Drive. These segments could be improved with sidewalks, signage, striping and traffic-
calming elements. From N. West Point north to the viewpoint, an off-road multiuse path would be built
on the side of Pettet Drive. North of the viewpoint, the roadway surface would be rearranged to provide
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for a 14-foot multiuse path. The trail would continue downhill along Pettet Drive to the T.J. Meenach
Bridge.

To the northeast of Downtown, the Centennial Trail Gap, Mission Avenue Crossing feasibility study was
completed in 2014 and a preferred alternative was developed for a pedestrian and bicycle bridge crossing
over East Mission Avenue. The recommended alternative includes a phased approach to first improve
the at-grade crossing, with subsequent phases to grade-separate the trail from Mission Avenue and nearby
railroad tracks.

North Spokane Corridor Pedestrian/Bicycle Trail

The Washington State Department of Transportation is currently designing a major pedestrian/bicycle trail
that will be built in conjunction with the North Spokane Corridor (NSC). The project will eventually
provide a pedestrian/bicycle route the full length of the corridor, extending from 1-90 east of downtown to
US 395 at Wandermere, approximately 10 miles north. The 12-foot paved pedestrian/bicycle trail will be a
separate, but adjacent, designated route for commuters and recreational users. There will be trailheads
along the route as well as access from the planned park-and-ride lots. It will also connect with the
Centennial Trail. The pedestrian/bicycle trail will be constructed in usable segments in conjunction with
the North Spokane Corridor.

Bike Share Feasibility Study

A Bike Share Feasibility Study will determine the level to which bike share will function within the City
of Spokane and best locations for the network of bike share stations.

The Pedestrian System

As noted previously, one of the most significant features of this transportation element is its focus on
making walking a viable transportation option in Spokane—to make it as easy to walk within the city, as
it is to drive. The primary means within the city of providing for pedestrian access is the city’s sidewalk
system. The sidewalk system is supplemented by other pedestrian facilities, such as the shared facilities
described earlier and the city staircases that both link neighborhoods and provide access within
neighborhoods Examples include the staircases that link Peaceful Valley and Browne’s Addition and the
staircase at 19th and Perry.

Map TR 1 “Regional Pedestrian Network,” indicates those pedestrian facilities that are the subject of this
plan: sidewalks along arterials and the four main shared-use pathways described above (three existing
and one proposed). Policy TR 2.7, “Safe Sidewalks,” states that the city should “provide for safe
pedestrian circulation within the city; in most cases, this should be in the form of sidewalks with a
separated curb and sidewalk.” The planning level of this plan focuses on sidewalks along arterials, with
the 20-year transportation capital facilities program providing cost estimates for establishing sidewalks
along both sides of all city arterials.

A separated curb and sidewalk is a key feature of sidewalk design. As stated in policy TR 2.7, “Safe
Sidewalks,” it is the preferred sidewalk design. Due to the many crucial benefits a separation between the
curb and sidewalk provides, this plan uses a new term for the physical separation: “pedestrian buffer
strip” (PBS). The PBS term replaces the terms “planting strip” and “parking strip” used in earlier plans.
The discussion section of TR 2.7 describes the value of a pedestrian buffer strip, its purpose and
function, and notes they can be landscaped with a variety of treatments. Policy TR 7.4 “Pedestrian Buffer
Strips” elaborates on this important point regarding PBS design, stating “develop pedestrian buffer strips
in a way that is appropriate to the surrounding area and desired outcomes.”

The plan includes background as to the importance of providing well-designed sidewalks to enable safe
pedestrian travel within the city. An important point is that walking is not only a transportation mode
but also part of the dynamic of city living that contributes to healthy urban places. The following excerpt
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discusses of how pedestrian activity and the design of pedestrian facilities has changed over time in
Spokane in order to provide a context for viewing Spokane’s desired pedestrian future.

Spokane: For Pedestrians, Past as Prologue?

As a “settlement,” the community’s informal roads and paths accommodated all modes of travel

-- the connections were designed for commerce and little else. They were, however, places of

great personal interaction. As we became a “city,” formality of streets accompanied the growing
need to establish physical order—sidewalks surfaced as part of orderliness. With the City

Beautiful movement that helped transform early Spokane, city fathers insisted on street trees and
planting strips. The city’s maturity also fostered ““social order” and sidewalks became a venue

to experience this emerging social culture. Other examples of the street setting fostering

socialization include large front porches and inviting front yard landscapes. With post-war
suburbanization and the push for home ownership, Spokane’s street environment changes to

embrace the automobile, and the human and cultural experience followed the new design.
Infrastructure was not always complete in new subdivisions—many lacked sidewalks altogether.
Where sidewalks were developed, they most

often lacked the traditional planting strip, e —— T
and in effect became large curbs, rather
than places for people to safely walk.
Increasing reliance on the car made
sidewalks, front porches, street trees, and
formal front yards of little consequence. In
Spokane’s post-war era, local development
economies and subdivision design placed a
low priority on pedestrians. The result, like
with many cities across the country, is a
built environment that is designed more for
cars than people.

Spokane’s history has set the stage for its future. This plan establishes a redirection for pedestrian
planning by making it a priority. This is done not out of a sense of a nostalgia for days gone by but as
part of Spokane’s comprehensive effort to create its desired future.

The Bicycle System

State law identifies bicycles as vehicles, with the privileges, responsibilities, and regulations that
accompany that status. A fundamental concept of this plan and the SRTC Bike/Ped Plan is that because
bicycles are vehicles to be used for transportation as well as recreation, bicycles are allowed on all streets
except for those on which they are specifically prohibited. Thus, the city’s street system is essentially the
bikeway system. Table TR 2 defines the terms for the bicycle system used in this plan.

The City of Spokane encourages bicycle use on its facilities, except where prohibited by law. Bicycle
facilities or improvements for bicycle transportation as shown on the Bikeways Map should be included
as a part of street improvement projects. The Washington State Department of Transportation (WSDOT)
Design Manual Chapter 1020 serves as a guide for designing bicycle elements. A bikeway is any type of
facility designed to accommodate bicycles, such as a path, lane, or shared roadway. The term “bicycle
route” is often used interchangeably with “bikeway” to mean the same thing (generally the “bikeway”
definition). Bikeway is, however, the appropriate general term for streets that are open to bicycle travel.
The term “bicycle route” should be used to indicate a marked or signed route that is intended to provide a
route for cyclists to use. There are several areas where the city has marked or signed bicycle routes,
generally along streets that have been developed with bicycle lanes. Frequently these bicycle routes have
been developed in order to enable bicyclists to avoid fixed obstacles to bicycling. An example is the
Addison Street bicycle route, which provides a north/south route parallel to Division Street since
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Division north of North Foothills Drive is closed to cyclists. Ideally, the term bicycle route should be
used only in the context of those streets that are marked or signed as “bike routes.” Since virtually all
streets are bikeways, it is important to note that a signed bicycle route is a suggested route. Bicyclists are
not required to use bicycle routes where they are available nor are they the only streets on which cyclists

are allowed.
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Map TR 2 indicates the “Regional Bikeway Network.” Bikeway system terminology is specified in the
following table, TR 3, “Bicycle Terms.”

TABLE TR 3 BICYCLE TERMS

General Bicycle Terms

Bicycle Path

A bikeway physically separated from motorized traffic by an open space or barrier.
Bicycle paths are entirely separated from the roadway but may be within the
roadway right-of-way or within an independent right-of-way.

Bicycle Route

A system of facilities that have a high potential for use by bicyclists or that are
designated as such by the City of Spokane. A series of bicycle facilities may be
combined to establish a continuous route and may consist of any or all types of
bicycle facilities.

Bikeway

Any road or path that in some manner is specifically designated as being open to
bicycle travel, regardless of whether such facilities are designated for the exclusive
use of bicyclists or are to be shared with other vehicles.

Bicycle Terms on Map TR 2

Shared Use or Multiuse
Path

A facility physically separated from motorized vehicular traffic within a right of way
or on an exclusive right of way with minimal crossflow by motor vehicles. It is
designed and built primarily for use by bicycles, but is also used by pedestrians,
joggers, skaters, wheelchair users (both non-motorized and motorized),
equestrians, and other non-motorized users.

Bike Lane

A portion of a highway or street identified by signs and pavement markings as
reserved for bicycle use.

Neighborhood
Greenway

A shared roadway which has been optimized for bicycle and pedestrian traffic.
Neighborhood Greenways discourage cut-through motor vehicle traffic, but usually
allow access to local motor vehicle traffic. They are designed to give priority to
cyclists as through-going traffic.

Marked Shared
Roadway

A shared roadway that has been designated by on-street marking as a route for
bicycle use.

Shared Roadway

A roadway that is open to both bicycle and motor vehicle travel. This may be an
existing roadway, a street with wide curb lanes, or a road with paved shoulders.

Residential Bikeway

A residential street used as connection between other bikeway facilities. This
designation applies to all residential roadways not otherwise designated.

Bicycles Prohibited

Bicycles are prohibited from using the street.

I —

Transit System

Public transit service within the City of Spokane is provided by the Spokane Transit Authority (STA).
STA’s service area covers all of the City of Spokane and more. STA’s 370.8 square mile service area is
centered around Spokane and extends east to the Liberty Lake area, west to Medical Lake and Fairchild
Air Force Base, and southwest to Cheney. STA buses operate on 36 fixed routes between 5:00 am and
11:00 pm on weekdays, with 30-minute headways during the peak hours on most routes. Service levels
are reduced on weekends and holidays. Spokane Transit Authority’s transit routes are changed fairly
frequently, so it is best to consult the latest version of the transit routes that are produced by STA.

In addition to fixed-route service, STA provides paratransit service for the elderly and disabled population.
Qualified individuals can schedule door-to-door service to and from any location within the STA service

area.

A ride sharing program is provided through STA Ridershare. Ridershare provides passenger vans for van
pools formed by residents who have origins and destinations within the STA service area. A
computerized ride match program is provided to facilitate car-pooling. Ridershare also coordinates
employer-sponsored car pool and transit pass programs.

The STA is developing Service Planning Guidelines. The guidelines, when adopted by the STA Board,
will provide policy guidance for future evaluation of the STA system and decision-making with regard to
service allocation. A policy that is currently being considered is a Service Allocation Policy. It is based
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on an evaluation of three service strategies: coverage, productivity, and equity. The three strategies are
highlighted in Table TR 4, “Three Transit Service Strategies.”

| TABLE TR 4 THREE TRANSIT SERVICE STRATEGIES |

The coverage strategy is designed to provide equal access to the same level of transit service for
all. The main problem associated with this strategy is that in low population density areas,
Coverage ridership will usually be low. This translates into low revenues when compared to operating
costs. Since service is not concentrated in higher density areas where ridership will be highest,
benefits of air pollution reduction and reduced traffic congestion will not be fully realized.

The productivity strategy is designed to maximize ridership per hour of operation. The
productivity strategy allocated service to carry as many people as possible, thereby maximizing
revenues compared to cost of operations. The productivity strategy also does the most to reduce
traffic congestion and air pollution. The disadvantage with a pure productivity strategy is that
outlying, low population density areas would receive much less or no transit service in
comparison to high-density areas.

The equity strategy is a combination of the coverage and productivity strategies. Under this
strategy, service is allocated in proportion to population, employment density, or other activity.

Productivity

Equity Under the equity strategy, service is provided with an emphasis on productivity by providing
more transit service to densely populated areas. Minimum coverage, however, is still provided to
all areas.

In sum, the strategies can be viewed as follows:
¢ Coverage Strategy: Service shall be allocated uniformly across all developed areas.

¢ Productivity Strategy: Service shall be allocated according to how heavily it is used.
¢ Equity Strategy: Service shall be allocated proportionally to population and other activity.

The spectrum of strategies runs from a pure coverage strategy on one end to a pure productivity strategy
on another end, with the equity strategy in between the two extremes.

STA’s draft Service Planning Guidelines recommend that the service allocation standard be as follows:
¢ 70 percent of service shall be deployed according to the Equity Strategy.
¢ 20 percent of service shall be deployed wherever and whenever it is most productive.
¢ 10 percent of service shall be deployed regardless of productivity or equity in order to meet
special needs of the community.

Light Rail

A light rail line from downtown Spokane to Liberty Lake has been in the planning stages for several
years and could be operational in as little as five years. This light rail project is the result of a Major
Investment Study undertaken by the Spokane Regional Council; the name of the study document is the
South Valley Corridor Major Investment Study, High Capacity Transportation Options, Task 1, Summary
Report, updated February 1998.

The purpose of the study was to look at future transportation options to address the challenges of
maintaining mobility in the growing Spokane region. The study included an analysis of a variety of
alternatives, including high occupancy vehicle (HOV) lanes, an express busway, and light rail transit.

Light Rail Transit (LRT) involves the use of a transit vehicle on a fixed rail or track. The light rail draws
its power from overhead wire, allowing automatic grade crossings and operations in mixed traffic flow,
as well as operations on an exclusive right-of-way. Spokane’s proposed 16-mile light rail system would
run between downtown Spokane and Liberty Lake with a total of 16 stops. LRT and supporting feeder
bus operations would be coordinated to minimize transfer times. Existing bus routes would be modified,
as necessary, to intersect the LRT alignment and support efficient transfers. The light rail system would
encourage private development around stations because it would provide a permanent, long-term
transportation investment through the corridor. Three of the stops, the Fairgrounds, University City, and
Liberty Lake, have the potential to become major activity nodes. Pedestrian and bicycle mobility and
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safety would also improve with the development of light rail. Mobility options for all citizens, including
transit dependent, would improve.

Spokane’s prospective light rail system was estimated in 1993 as costing approximately $300 million.
The system is estimated to be cheaper than light rail systems in other cities because the area the system
would run through is a relatively narrow area, with no spur lines anticipated. In addition, much of the
right-of-way is already in public ownership, therefore the need for property acquisition would be limited.
One-third of that would need to be funded locally, with the remaining two-thirds needing to come from
state and local sources. Maintenance and operation of the facility would most likely be by the Spokane
Transit Authority and paid for through user fees and government subsidies.

In 1999, the Spokane Regional Transportation Council (SRTC) received approval for $1,000,000 in High
Capacity Transit (HCT) account funds from the Washington State Legislature. These funds matched
$3,000,000 in Federal Transit Administration (FTA) funds appropriated by Congress for federal fiscal
years 1999 and 2000. In turn, STA has matched these federal and state funds, allowing the light rail
project to move forward into engineering and design. With the passage of Initiative 695 in February 2000
and the subsequent loss of the Motor Vehicle Excise Tax, the decision was made to delay entry into
engineering and design until after the 2000 legislative session to better determine the continued
availability of HCT account funds at the state level.

As of April 14, 2000 the Washington State Legislature

has yet to approve a supplemental budget addressing
the impact of 1-695. This has resulted in continued M AN a

vyt

delay in starting the engineering and design work.
Pending the outcome of a supplemental budget, STA
has still approved in their 2000 budget funding to
match the federal FTA funding. Additional funding is
also expected from Congress as part of the 2001
appropriation bill.

The location of the proposed light rail system is
identified on the land use maps-in Chapter 3, Land Use.
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The City’s Street Network

The city’s street network has tremendous impacts on the overall city as well as its neighborhoods. For
example, citizens’ concerns regarding the impacts of transportation on neighborhoods and the need for
viable transportation choices were often related to the design and development of the street network.
Concerns about the city’s street network are nothing new. The City of Spokane’s 1986 Arterial Street
Plan states:
“The impacts of arterial traffic on residential neighborhoods has been a concern of the city and
neighborhood residents for many years. Increased population growth and development in the City
of Spokane and Spokane County without commensurate improvements to the arterial system has
resulted in increased congestion on arterial streets and an “overspill” of traffic into residential
neighborhoods. Increased traffic flowing through neighborhoods detracts from normal daily
activities necessary to maintain a stable, cohesive living environment. Increased traffic causes
increased noise, pollution, and hazards to pedestrians.”

The City of Spokane’s 1986 Arterial Street Plan stated that some street network concerns of that time
reached all the way back to the city’s 1966 Arterial Street Plan. Some of these are the same issues
citizens raised in the late 1990s, such as these statements from the 1986 plan:
“An arterial street tree planting program has not been established and arterial improvements
during the last 20 years have not included street tree plantings with a standard landscape design.”

“Sidewalks adjacent to arterial streets are inadequate in many areas of the city. Integrated curbs
and sidewalks are the rule rather than the exception.”

“Traffic continues to infiltrate through residential neighborhoods.”

“Transit, car pools, van pools, and programs such as flex time and staggered work hours have
had only minimal effects in reducing peak-hour traffic volumes.”

Due to the importance of the city’s street network, this section examines four elements of the network:
classification, function, components, and street standards.

Street Network Classification

The City of Spokane’s street network consists of the arterial system and local access streets. Arterial
streets are designed to serve two primary functions: provide mobility and provide access to land.
Arterials are streets that collect and route traffic to and from the traffic generators as well as provide
some access to adjacent land. The single function of local access streets, on the other hand, is to provide
access to adjacent land. Local access streets provide access to land in lieu of mobility.

The street network may also be described as having two components: the regional arterial network and
the neighborhood street network. The regional arterial networks are those arterial streets whose primary
function is to provide mobility for traffic through the metropolitan area, between the area and external
terminations, and between the various neighborhoods of the city. The planning of the regional arterial
system must be on a regional scope. The neighborhood street network consists of those arterial streets
and local access streets whose primary function is to provide access to adjacent land and to collect local
traffic and connect it to the regional arterial system. Planning for the neighborhood street network is
completed on the neighborhood level.
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Table TR 5 summarizes these key points about arterials and local access streets.

TABLE TR 5 KEY POINTS ABOUT ARTERIALS AND LOCAL ACCESS STREETS

Street Type Primary Function Street Network Component Planning Scope
Arterial Streets Provide Mobility Regional Arterial Network Regional Level
Local Access Streets Provide Access Neighborhood Street Network Neighborhood Level

Arterial Classification

Arterial streets are classified into categories according to the function they are intended to perform.
Arterial classification is based on the degree to which the arterial is to provide either mobility or access
to land. For example, some arterials should be designed and constructed for the primary purpose of
moving traffic with little or no access to adjacent land. The primary purpose of other arterials is to
provide more access to adjacent land with less mobility as a result.

The City of Spokane’s previous “Arterial Street Plan,” adopted in 1986, classified arterials into four
functional classifications: Controlled Access High-Capacity Facilities, Principal Arterials, Minor
Arterials, and Neighborhood Collector Arterials. The city’s street network included a fifth functional
classification, Local Access Streets, which are not arterials. In addition, a “parkway” classification was
established. The parkway classification could be applied to any of the arterial classifications.

This functional classification system has essentially been retained in this plan, with only a few changes.
The most significant change has been the addition of the “boulevard” designation that, like the parkway
designation, can be applied to any of the arterial classifications. Another change has been the group of
classifications into either the regional arterial network or the neighborhood street network. The
relationship between the functional classification system and the regional arterial network and
neighborhood street network is identified in Table TR 6, “Relationship Between Functional
Classification and Street Network.”

TABLE TR 6 RELATIONSHIP BETWEEN FUNCTIONAL CLASSIFICATION

AND STREET NETWORK

Functional Classification Street Network
Controlled Access High-Capacity Facilities Regional Arterial Network
Principal Arterials Regional Arterial Network
Minor Arterials Regional Arterial Network
Neighborhood Collector Arterials Neighborhood Street Network
Local Access Streets Neighborhood Street Network

e
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The final change to the functional classification system has been to revise slightly and rename the types
of collector arterials and local access streets. The specific names of all of the City of Spokane’s street
types are listed in Table TR 7, “Street Network Classification.” The street types are grouped under their
network type and are defined in the following section, “Street Network Function.”

TABLE TR 7 STREET NETWORK CLASSIFICATION

¢ Controlled Access High Capacity Facilities

Principal Arterials

Minor Arterials

Collector Arterials—Residential

Collector Arterials—Commercial/Industrial

Local Access Streets—Low Density Residential (<10 du/acre)

Local Access Streets—Medium/High Density Residential (=10 du/acre)
Local Access Streets—Commercial/Industrial

Parkway Designation

Boulevard Designation

Street Network Function

The following describes how each of the arterial classifications and residential access streets is intended
to function, what components are needed to allow them to function in the prescribed manner, and what
planning and traffic features are associated with each classification.

Regional Arterial Network

Neighborhood Street
Network

® (6 & & & o0 o

Other Classifications

Regional Arterial Network
Controlled Access High-Capacity Facilities

This classification includes both freeways and expressways. The basic difference between a
freeway and an expressway is the degree of access allowed and the provision or lack of grade
separated intersections.

Controlled access high-capacity facilities are intended to permit relatively unimpeded high-speed
traffic flow through the city and between its most prominent traffic generators. They should be
located so they do not bisect communities, neighborhoods, or any other homogeneous area and
should be designed with a buffer between residential areas.

Traffic is separated by a median strip, which serves to control turning traffic and provide space for
sign installation and landscaping. Access is fully controlled on freeways and partially controlled on
expressways. Freeway intersections are generally grade-separated, while expressways have at-
grade intersections. Access to adjacent property is provided by frontage roads, which also provide
for bicycle travel and sidewalks for pedestrians. Bicycle travel, parking, and pedestrian facilities on
controlled access arterials should be prohibited. Lanes may be designated for the exclusive use of
transit, vanpools, and car pools.

Travel lanes and shoulders should each be 12 feet in width. The median strip should be a minimum
of 15 feet in width. Landscaping is used to control erosion, improve aesthetics, and provide a
buffer to adjacent land uses.

Principal Arterials

Principal arterials are designed to permit relatively unimpeded traffic flow between major traffic
generators, such as downtown, major shopping centers, and major employment districts. They are
four to six-lane, moderately fast facilities. These arterials are the framework street system for the
city and should be located on community and neighborhood boundaries. Principal arterials should
not bisect homogeneous areas, such as residential neighborhoods, shopping centers, or parks.
Access to principal arterials should be partially controlled by restricting access to adjacent
residential property and consolidating access to commercial property.
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Frontage roads can also be used to provide access to adjacent property. Access from intersecting
residential streets should be limited to right turns. Channelization, or a fifth lane, should be
provided to control left turns, to provide space for snow storage, and to provide protection for
vehicles and pedestrians. Pedestrian crosswalks should be provided at signalized, at-grade
intersections. At other locations where heavy pedestrian cross is desirable, grade-separated
crossings should be used. Twelve-foot travel lanes should be used to accommodate moderately fast
speeds and to provide adequate width during winter driving conditions.

Landscaping should be provided in planting strips to improve the aesthetics of the arterials.
Sidewalks should be separated from the curb by planting strips to promote pedestrian safety by
providing a separation between vehicles and pedestrians. On-street parking and bicycles should be
prohibited. Where principal arterials are used as transit routes, bus pullout bays should be installed.

Minor Arterials

Minor arterials are designed to provide less mobility than principal arterials and greater access to
adjacent properties. They should be moderate speed facilities that collect and distribute traffic from
principal arterials to collector arterials and residential access streets. They should be located on
community and neighborhood boundaries and should not bisect residential neighbor-hoods. Minor
arterials may function as two-lane facilities with on-street parking or as four-lane facilities with
parking removed. Channelization and traffic signals should be provided at major intersections. Stop
signs should be installed at intersecting residential access streets. Travel lanes should be 12 feet
wide to provide for an eventual four-lane moderate speed facility and to provide for bicycle lanes
when serving as a two-lane facility. Twelve-foot lanes provide additional space for plowed snow.
Where possible, access to commercial and industrial land uses should be provided off minor, rather
than principal arterials. A pedestrian buffer strip to provide increased pedestrian safety and space
for plowed snow and landscaping should separate sidewalks.

Neighborhood Street Network

Collector Arterials

Collector arterials are relatively low-speed, two-lane facilities designed to provide greater access to
adjacent property rather than providing mobility. They should primarily serve individual
neighborhoods, distributing traffic from neighborhood traffic generators, such as elementary schools
and neighborhood stores, to minor and principal arterials. On-street parking is desirable. If used as a
bikeway, the parking lane should be 12 feet in width. Sidewalks along collector arterials are the
major means by which school children reach elementary schools located within the neighborhoods
to bus routes located on minor and principal arterials at the neighborhood boundaries. Pedestrian
buffer strips make the neighborhood a more attractive place to live, provide a buffer between the
street and children playing along the sidewalk, and provide storage for plowed snow.

Local Access Street

The primary function of local access streets is to provide access to adjacent property. They should
be designed and located to provide convenient access to fronting lots and to discourage continuous
or unobstructed flows of traffic through the area. Street alignment and traffic control measures
should encourage a slow, safe speed. Parking lanes, separated sidewalks, and street plantings are
features that help make the neighborhood a more desirable place to live.

Other Classifications

Parkway Designation

Parkway is a designation used to identify arterials that, because of their geographical location,
provide recreational and/or scenic opportunities unique to that particular arterial. Arterials
designated as parkways may function as a principal, minor, or neighborhood collector arterials but
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require special design and construction treatment, such as landscaped medians, bikeways,

viewpoints, basalt retaining walls, log guard rails, or theme lighting. Neighborhood and community

boundaries are desirable locations for parkways. Generally, traffic signals will be used to control

crossing and turning movements at major intersections. Pedestrian crosswalks will be at-grade and

parking is prohibited. Street planting may be installed in the parking strip, median, or both.

Viewpoint turnouts with off-street parking are desirable at significant view locations. Access may

be restricted in certain areas. Minimum arterial standards will be determined by the underlying
arterial functional classification.

Boulevard Designation

The boulevard designation is applied to arterials that are enhanced with special aesthetic qualities

yet also serve as primary transportation routes between key locations, such as neighborhood or

business centers, centers of civic activity, and community landmarks. Landscaping and pedestrian

accommodations provide an aesthetically pleasing environment for both motorized and non-
motorized users. Boulevards are intended to be multimodal with transit, bicycle, and pedestrian
facilities.

Within the context of the transportation element, the boulevard designation has this specific,
particular meaning. Streets thought of as boulevards in the popular sense (such as Manito,
Northeast, and Southeast Boulevards), are not necessarily designated as boulevards in the
transportation element.

City Street Network Maps

Map TR 3, indicates the City of Spokane’s “Arterial Network.” The street network depicted on the map

consists of the following arterial classifications:
¢ Neighborhood Collector
¢ Minor
¢ Principal
¢ Principal—Controlled Access High Capacity
¢ Principal—State Route

As the “Street Standards (section 4.6) describes, a single set of universal street standards that would

apply universally throughout the city has not been - 7 _

developed for arterials. Within the city, instead, four e y
different types of environments are identified, each of WIEWAWAL AN
which features slightly different street standards. These ~ C
environments are the Special Downtown Environment,

Focused Growth Area, Urbanized Area, and Non-Urbanized Sl
Avrea classifications. ) ) )

[

Map TR 4, “Boulevards, Parkways and Area a—
Classifications,” shows the four different area classifications and the two final arterial classmcatlons
boulevards and parkways.
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Street Network Components

Travel and parking lanes, medians, curbs, parking strips, and sidewalks are all components of the City of
Spokane’s street network. They are described in the following table:

| TABLE TR 8 STREET NETWORK COMPONENTS |

Auxiliary travel lanes are travel lanes dedicated for a special purpose. Examples
include dedicated turn lanes, deceleration lanes, and transit lanes. Lane width
Auxiliary Travel Lanes requirements vary with the anticipated speed and function of the arterial. For
moderate and high-speed facilities, 11 and 12-foot lanes are common. For low
speed arterials, ten-foot lanes are adequate.

Curbs are used to control drainage, discourage vehicles from leaving the pavement,
protect pedestrians, and promote orderly roadside development.

Medians are used on moderate and high speed arterials to control left turning
movements, reduce headlight glare, provide space for drainage and snow storage,
Medians turn and speed-change lanes, pedestrian and vehicle protection, and future
expansion. Medians with channelization increase peak hour vehicular flow and
provide increased safety. Median widths are generally 15 or 16 feet.

On-street parking is desirable on streets designed primarily to provide access to
adjacent property. Seven-foot parking lanes are adequate for residential access
streets and eight-foot parking lanes for collector arterials. On street parking on
minor arterials with low traffic volumes is acceptable. However, minor arterials may
be designed with four travel lanes with the outside lane used for parking until such
time as traffic congestion requires an additional lane. The lane used for parking on
a minor arterial is usually 11 or 12 feet wide. Twelve-foot parking lanes should be
required on all arterials intended to serve as bikeways.

Pedestrian buffer strips (PBS) are landscaped sections adjacent to travel or parking
lanes. In the past, the terms “planting strip” or “parking strip” have been used as
names for this space. This plan adopts the term pedestrian buffer strip, which more
accurately reflects its importance. A PBS improves safety by separating vehicles
and pedestrians, provides space for drainage and snow storage, improves air
Pedestrian Buffer quality through oxygenation and absorption of carbon dioxide, can provide shade
Strips from the sun and barriers against wind, and contributes to the general aesthetics of
the city. Properly landscaped streets contribute greatly to the beauty and health of
the city. Pedestrian buffer strips that are landscaped with soft surfaces should be a
minimum of five to six feet, the minimum area needed to effectively support street
trees. Pedestrian buffer strips that feature hard surfaces should be a minimum of
three to four feet.

Sidewalks provide the primary means by which pedestrians move about the city.
Sidewalks can be adjacent to the curb and parking or travel lane (referred to as
“integral curbs and sidewalks™), or they can be separated from the curb by a
pedestrian buffer strip. Separated sidewalks are preferred for several reasons.
First, they help reduce pedestrian accidents by providing a separation between
pedestrians and vehicles. Second, sidewalks separated from the curb provide a
smoother walking surface because they are not as affected by curb cuts and
driveways. Third, separated sidewalks are less affected by snow storage and traffic
sign placement. Sidewalks should be a minimum of five feet in width; they should
be wider in areas where pedestrian traffic is heavy.

Travel lanes are the part of the street used for the movement of traffic. Lane width
requirements vary with the anticipated speed and function of the arterial. For
moderate and high-speed facilities, 11 and 12-foot lanes are common. Twelve-foot
lanes are preferred because they provide for additional safety. The effective width
of the street is reduced during the winter due to ice and snow. For low speed
arterials, nine-foot lanes are adequate. Accident studies show that on moderate
and higher speed facilities, accidents increase uniformly with lane widths below 11
feet.

|

Curbs

Parking Lanes

Sidewalks

Travel Lanes
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Rail
Passenger rail service is provided by Amtrak’s Empire Builder route, which provides service between
Seattle, Portland, and Chicago. The Amtrak -
station is located on West First Avenue in _ _:___7, 4
downtown Spokane. WY \ M\,J \_ AL

C

Freight rail service is provided by the Burlington
Northern Santa Fe Railroad (BNSF) and the
Union Pacific Railroad (UP). BNSF operates 60
trains per day through the Spokane area. BNSF
traffic is generally oriented east/west between
Seattle, Tacoma, and Portland and destinations in
the midwest, south, and southeast. UP operates
four trains per day through Spokane with traffic
generally oriented north/south, to and from Canada. UP also operates two local trains. One local train
provides service between Spokane and Plummer, Idaho, while the other local train operates within the
immediate Spokane area. Map TR 5, “Regional Freight and Goods, Airports, and Railroads,” shows the
location of railroad lines, as well as regional freight and goods routes and airports.

_—— — i -

Air Facilities and Services

Felts Field is located within the City of Spokane; Spokane International Airport is located outside the
current 1999 city limits but is within the City of Spokane’s Final Urban Growth Area Study Areas.
Spokane International Airport and Felts Field are owned jointly by the City of Spokane and Spokane
County. Both airports are operated by the Spokane Airport Board, which is appointed by the Spokane
City Council and the Board of Spokane County Commissioners. The Spokane Airport Board operates
pursuant to RCW 14.08. Map TR 5, “Regional Freight and Goods, Airports, and Railroads,” shows the
location of Spokane International Airport and Felts Field.

Spokane International Airport serves commercial airlines, general aviation, and military flights. The
airport’s primary focus is commercial airline operations. During the 1990s, the Airport Board approved
over $100 million in capital improvements, including rehabilitation of both runways, new entrance roads
for Spokane International Airport and the Airport Business Park, expanded surface parking, and the
addition of a Ground Transportation Center at the end of the Terminal Building. Funding for projects was
generated from user fees, not appropriated tax dollars. Though jointly owned by the city and county,
Spokane International Airport is self-sufficient from revenues generated from user fees, leases, and
concession agreements. Table TR 9 identifies use of the airport from 1995 to 1999.

TABLE TR 9 USE OF SPOKANE INTERNATIONAL AIRPORT

1995 1996 1997 1998 1999
Number of Commercial Flights 88,179 83,982 70,551 67,624 71,173
'(\lounmcbo‘ar“?]fefg:?ﬁgﬁg) 2,988,575 | 3,258,762 | 3,043,238 | 2,949,833 | 3,041,626
General Aviation Operations 28,808 27,959 32,883 36,674 41,114
Military Flight Operations 2,093 1,190 2,349 4,485 3,102

- @@00000000000]
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Felts Field serves general aviation traffic. Table TR 10 identifies its use from 1995 to 1999.

TABLE TR 10 USE OF FELTS FIELD

1995 1996 1997 1998 1999
Number of Flight Operations 67,637 62,162 66,670 72,241 75,844

The Spokane International Airport Master Plan (updated in 1993) and the Felts Field Airport Master Plan
(updated in 1994) were both adopted by the Spokane __,'
Airport Board to guide development of these =y P
facilities. Felts Field is one of the oldest officially AN % =
designated airports in the nation, formally recognized “*7 - M
by the United States Department of Commerce in

1926. The site in the Spokane Valley, which was ~

originally acquired by the city to protect its R e
underground water supply, was used for aviation T R e
purposes as early as 1913 when it was known as A
Parkwater Field. Felts Field was used for the area’s ~— _———— —
first commercial flights beginning in 1920 and was e B "

the site of the region’s first Air National Guard unit as well as early air races. Eventually, the site became
too small for the increased air activity and land was purchased west of Spokane for a new air facility,
which was known as Sunset Airport. Construction began in 1940, the same year it was renamed Geiger
Field. Commercial air traffic then moved from Felts Field to Geiger Field in 1946; in 1949, the National
Guard unit relocated and in 1960, Geiger Field was renamed Spokane International Airport. Portions of
Felts Field were placed on the National Register of Historic Places in 1991 when a Felts Field Historic
District was established.

Specific plans have been developed for both airports by airport staff and have been adopted by the
Airport Board. The Spokane International Airport Master Plan was last updated in 1993. The Felts Field
Airport Master Plan was last updated in 1994.
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Transportation Facilities and Services of Statewide Significance

The Washington State Transportation Commission designates Transportation Facilities and Services of
Statewide Significance (TFSSS). The following is a preliminary list of these facilities:

¢ The Interstate Highway System
e See the section below for Highways of Statewide Significance

¢ Interregional State Principle Arterials
e See the section below for Highways of Statewide Significance

¢+ Intercity Passenger Rail Services

o Seattle to Spokane

e Vancouver to Spokane
¢ Major Passenger Intermodal Facilities

e Spokane Intermodal Center — Intercity Bus Depot and Rail Facility
¢ Freight Railroad System

e Burlington Northern Santa Fe Railroad

e Union Pacific Railroad

e Montana Rail Link

State-Owned Transportation Facilities

The following is a list of state-owned transportation facilities:
¢ Highways of Statewide Significance (HSS)
e State Route 2 — from Airway Heights to SR 90
e State Route 2 — Division Street (including Browne Street and Ruby Street) and Newport
Highway from SR 90 to north urban boundary
o State Route 90 — west urban boundary to east urban boundary
e State Route 195 — south urban boundary to State Route 90
e State Route 395 — Division Street and Highway 395 from Newport Highway
to north urban boundary

¢ Other State Highways (non-HSS)
e State Route 290 — Trent Avenue from Division Street to east urban boundary
e State Route 291 — Francis Avenue and Nine Mile Road from Division Street to west
urban boundary
e State Route 902 — Medical Lake Road from SR 90 to west urban boundary

Note: these facilities are those designated in the fall of 2000. As noted above, Transportation Facilities
and Services of Statewide Significance (TFSSS) are designated by the Washington State Transportation
Commission. Policy TR 4.24, “Transportation LOS Coordination and Consistency,” discusses
coordination issues between the City of Spokane and Washington State for these facilities.
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4.6 STREET STANDARDS

This section describes the physical street standards to be used for street improvement projects. These
standards will be used for new streets, for reconstruction of rural roads into urban streets as urbanization
occurs, primarily for deficiencies related to capacity, safety, and land widths, and for other street
construction projects that involve major redesign of the street itself. Transportation preservation projects
(projects involving the resurfacing, rehabilitation, or reconstruction of the street pavement, sidewalks, or
bridges) are exempt from these standards.

The street standards are to guide street design and to describe the desired street environment. The street
standards provide for streets that meet functional, safety, and aesthetic requirements. They also meet or
exceed the minimum requirements of the state so that street projects are eligible for state and federal
grants.

The 1986 Arterial Street Plan contained prescriptive standards for each street classification. These
standards assumed that sufficient street right-of-way existed for all desired elements and were based
solely on the functional classification. Little guidance was given on how to match the design elements to
the actual needs or conditions of particular locations.

This plan develops guidelines to match street standards to needs and to allow street design to foster a
sense of place consistent with the unique characteristics of the surrounding area. A significant new
addition is flexible guidelines for design projects for existing streets and narrow right-of-ways.

Implementing the Standards

The process for how these proposed street standards will be implemented; including how development
projects will be reviewed to ensure compliance with the standards will be determined and specified at
a later phase of plan development. The following discussion is intended to identify key issues about
implementation and to provide a framework for that later work.

The intent of the city is to use a multidisciplinary city staff team in its process for applying street standards
to specific projects. This multidisciplinary staff review team will provide input into the design process,
beginning as early as possible in the review process and continuing as needed until construction is
completed. While this narrative outlines key issues about the process, the exact review process for any
project will depend to some extent on the nature of the project. For example, the review process for
projects that meet the street standards outright will be different from projects that involve a deviation from
the standards. (For an explanation of the reasoning behind allowing deviations, see policy TR 10.2,
“Innovation to Meet Spirit.”) As another example, projects that involve the development of parkways and
boulevard street classifications, which include broad design parameters or guidelines rather than specific
street standards, will be different from the other street classifications, which are more standardized and
prescriptive.

Though the precise review process will vary according to the nature of the project, the following
principles will apply to the process:
+ The goal or intent of the project review process will be to use the process as an opportunity to
make projects the best possible for the public, as measured by the goals, policies, and regulations
of the comprehensive plan.

¢ Neighborhood involvement in the process will be based on the principles expressed in policy TR
5.3, “Neighborhood Traffic Issues.”

+ The review team will be multidisciplinary, including city staff from the fields of engineering,
traffic engineering, urban design, city planning, and other areas of expertise as needed.
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¢ The multidisciplinary team’s review of projects will begin as early as possible to provide the
optimal opportunity for efficient and effective input into the development process. For example,
multidisciplinary input at the scoping stage and development of the six-year CIP is desired.

+ Review will take place at the administrative level whenever possible. Administrative review is
expected where projects clearly conform to the design standards and meet the high end of the
standard ranges. Exceptions to this administrative level review, when review is taken to the city’s
Design Review Committee, will include when deviations from standards are sought or when the
standards are so broad that such review is needed for effective evaluation, as with the parkway
and boulevard street classifications. The exact measures used to clearly define these situations
will be developed at a later planning stage.

¢ A challenge in implementing street standards is to balance flexibility with discipline. Some
flexibility is needed in applying the standards in that unique circumstances present unique
challenges and opportunities. The somewhat general standards that are meant to apply across
the city may not meet the unique needs of all individual cases. In addition, policy TR 10.2,
“Innovation to Meet Spirit,” allows for innovative design to allow for opportunities for creative
solutions to meet the intent behind standards. However, if the desired future of citizens expressed
in the goals, policies, and standards is to be achieved, rigorous discipline is needed in the
decision-making stage of applying the policies and standards to individual cases. Deviations from
the standards are meant to be the exception not the rule.

Another important consideration pertaining to implementing the street standards should be noted. This
plan provides for the City of Spokane to provide adequate city staff dedicated to pedestrian/bicycle
planning and coordination ensure that projects are developed to meet the needs of pedestrians, bicyclists,
and other non-motorized transportation users and to help achieve the goals of this plan (see Policy TR 2.3,
“Pedestrian/ Bicycle Coordination”). Having staff expertise and time available in this crucial area of
transportation planning is a necessary tool for the city to use to achieve its goals and create its desired
future.

General Considerations

The proposed City of Spokane street standards, hereafter referred to as “Standards,” are intended to apply
to all newly constructed public and private streets. As required by the city, these Standards would also
apply to the reconstruction of arterials as outlined in the current capital improvement program. They
would also be required, at the discretion of the city, as land development-related improvements for the
following situations:
¢ Adevelopment that is anticipated to impact the level of service or safety of an existing arterial
would be responsible for arterial improvements in accordance with the Standards. The extent of
responsibility toward improvement would be based upon an assessment of development impacts
directed by the City of Spokane.

+ A proposed development abutting an existing arterial would be responsible for frontage
improvements in accordance with the Standards. The extent of responsibility toward the frontage
improvement would be based upon an assessment of development impacts directed by the City of
Spokane.

¢ Any proposed development that contains internal arterials would construct them to meet the
Standards, or improve the existing internal arterials to meet the Standards.

The Standards are not intended to apply to the resurfacing, restoration, or rehabilitation of existing
arterials. Any deviation, variance, or dispute to the Standards may be presented to the city in writing
based upon sound engineering principles that maintain safety, function, appearance, and maintainability
as priorities.
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Pedestrian Standards

The city’s transportation policies state that pedestrians should come first in priority and the
transportation system should always provide for pedestrians. The following standards are intended to
implement those policies:

Single-Family and Duplex Dwelling Units

¢ Each building, except small auxiliary buildings, shall have an all-weather walkway connecting
the building to the public right-of-way.

Multifamily and Commercial Buildings

+ Each building, except small auxiliary buildings, shall have an accessible walkway to the public
right-of-way.

+ Large developments shall have additional walkways connecting to the public right-of-way, one
for each 600 feet of street frontage.

+ Developments that front two or more streets shall connect a walkway to each street that has more
than 200 feet of street frontage.

+ Planned unit developments shall provide walkway connections to adjacent planned unit
developments that share at least 400 feet of frontage.

Public Streets

+ Streets shall provide sidewalks on both sides except as noted in this section.

+ High capacity limited access facilities shall provide a pathway rather than sidewalks.

+ Streets adjacent to railroads, airports and high capacity limited access facilities may provide one
sidewalk, provided that it can be demonstrated that the omitted sidewalk does not complete a
missing link in the sidewalk system.

¢ Streets in areas of severe topography may provide sidewalk on one side only, provided that no
lots access the omitted side and that it can be demonstrated that the omitted sidewalk does not
complete a missing link in the sidewalk system.

Public Pathways

+ Public pathways shall be provided every 600 feet between streets that are approximately parallel
and not more that 400 feet apart.

+ A public pathway shall be provided at the end of every cul-de-sac street connecting the cul-de-
sac sidewalk to an existing or future street or public pathway.

Arterial Classifications

There are seven proposed arterial classifications. The principal, minor, commercial/industrial collector,
and residential collector classifications constitute the majority of city arterials and are more clearly
defined by the Standards. These classifications, when referenced in coordination with the area
classifications, can be used to reference the Standards for any arterial within the City of Spokane. The
boulevard and parkway classifications are more discretionary because they represent more specialized
applications to community and pedestrian-friendly arterials. Local access arterials are also less clearly
defined because they are intended to meet the more specific needs of residential and industrial
developments. A brief description of the arterial classifications is as follows:

¢ Principal Arterial: A principal arterial permits relatively unimpeded traffic flow between
major areas of the city at moderately high speeds. The arterial is typically divided and has limited
or controlled access to fronting properties. Intersections are typically at-grade and channelized
with pedestrian accommodations. Intersecting streets are stop sign controlled. Parking lanes are
typically prohibited, but bus pullouts are available at key locations.
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¢ Minor Arterial: A minor arterial collects and distributes traffic between higher classified
arterials and major traffic generators. Major traffic generators would include areas such as
community business centers, shopping centers, and areas with multiple residential developments.
Minor arterials are designed for moderate speeds. Major intersections are typically signalized. Stop
signs are used on street approaches to minor arterials. Bicycle lanes and parking lanes may be
located on minor arterials. Minor arterials are restricted to two-lanes within neighborhood centers.

¢ Commercial/Industrial Collector Arterial: Commercial/Industrial collector arterials
collect and distribute traffic between higher classification streets, business centers, and
commercial centers. These arterials are designed for moderate speeds. Traffic control should be
used to facilitate the collection and distribution of traffic to higher classified arterials yet
discourage the cut-through of traffic between arterials. Parking lanes and bicycle lanes are
acceptable. Stop signs are used on street approaches to commercial/industrial collector streets.

¢ Residential Collector Arterial: Residential collector arterials collect and distribute traffic
between higher classification streets and residential access streets and directly to traffic
destinations. Arterials are design for low to moderate speeds. They are designed for low to
moderate speeds. Traffic control should be used to promote safety and discourage cut-through
traffic between neighborhoods. Parking lanes and bicycle lanes are acceptable. Stop signs are
used on street approaches to residential collector streets.

¢+ Boulevard: The “boulevard” designation is applied to arterials that are enhanced with special
aesthetic qualities, serve as primary transportation routes between key locations, and are intended
to be multimodal with transit, bicycle, and pedestrian facilities. Landscaping and pedestrian
accommodations provide an aesthetically pleasing environment for both motorized and non-
motorized users. Within the context of the transportation element, the boulevard designation has
this particular, specific meaning. Streets thought of as boulevards in the popular sense (such as
Manito, Northeast, and Southeast Boulevards), are not necessarily designated as boulevards in
the transportation element.

¢ Parkway: A parkway is an arterial that is constructed along or within areas of scenic beauty
such as conservation lands, rivers, golf courses, and city parks. These arterials are intended to
support low volumes and speeds so that the natural environment may be maintained. Parkways
may periodically have pull-off areas for locations that have particular interest. This facility
includes pedestrian and bicycle facilities.

¢ Local Access: Local access streets are intended to provide access to adjacent properties. Daily
volumes are variable and the design of the arterials may vary to meet the needs of the project so
long as they stay within the general design framework outlined by the city. There are three sub-
classifications within the local access street classification. They are:

Low Density Residential Access Streets: Serve areas of ten dwelling units/acre or less.

Medium/High Density Residential Access Streets: Serve areas of ten dwelling
units/acre or more.

Commercial/Industrial Access Streets: Serve non-residential developments.

Alleys

Alleys are not considered to be part of the city’s street network. Rather than serving a transportation
function, alleys provide access to adjacent properties. Policy LU 1.1, “Neighborhoods” includes in its
discussion section the statement that alleys “are used to provide access to garages and the rear part of
lots.” Issues related to alleys include security and placement of utilities. Security is an issue since alleys
provide access to all. Where utilities are placed in alleys, alley widths may need to be widened to allow
access for construction/excavation equipment.

The general principle in designing alleys is to follow the narrow streets philosophy (TR 4.3, “Narrow
Streets”), that is, to build them as narrow as possible to serve the alley’s purpose.
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Area Classifications

In addition to the arterial classifications for street standards, the city has also developed four area
classifications for street standards. These four area classifications were developed within the context
of the city’s growth management planning. These classifications characterize different types of areas
within the city and can be used, along with the arterial classifications, to reference the street standards.

These four area classifications are as follows: Special Downtown Environment, Focused Growth Areas,
Urbanized Areas, and Non-Urbanized Areas. These four area classifications recognize the distinctions
that exist between different areas within the city. They allow different sets of street standards to be
applied to different areas and thus allow street design to foster a distinct sense of place that is consistent
with the area. Again, these area classifications, in addition to the arterial classifications, can be used to
reference the standards for any arterial within the city. A brief description of the proposed area
classifications follows. The areas are depicted on Map TR 4, “Boulevards, Parkways and Area
Classifications,” for a narrative description of these maps, see “City Street Network Maps” in section 4.5.

¢ Special Downtown Environment This classification focuses on the characteristics of
arterials in the Central Business District. This area is generally defined from Monroe and Cedar
Streets (west) to Division Street (east) and from Riverside Avenue and Boone Avenue (north) to
1-90 (south). This area classification is outlined on Map TR 4, “Boulevards, Parkways and Area
Classifications,” as the “Downtown Boundary.”

¢ Focused Growth Area This classification defines the characteristics of arterials in the
mixed-use district centers, neighborhood centers, and employment centers. These areas are
marked on Map TR 4, “Boulevards, Parkways and Area Classifications,” with the different types
of focused growth area boundaries.

¢ Urbanized Area This classification defines the arterial characteristics of streetways that
connect between the Central Business District and focused growth areas. The classification
accounts for most of the City of Spokane. These areas are on shown on Map TR 4, “Boulevards,
Parkways and Area Classifications,” as the non-hatchmarked portions of the “Urban Growth
Area.”

¢ Non-Urbanized Area This classification includes the characteristics of arterials located in
areas that are not as urbanized as the three other area classifications. The Non-Urbanized areas,
which are located within the city’s Urban Growth Area (UGA), are parts of the UGA that are not
heavily built-up (essentially, that currently have a more rural character than urban character).
These non-urbanized areas offer greater opportunities for designing arterials to optimal
standards, as opposed to the more urbanized areas where the design of arterials is more
constrained by the already-built urban environment. These areas are shown on Map TR 4,
“Boulevards, Parkways and Area Classifications,” as the hatchmarked areas that are labeled
“Non-Urbanized Area.”

Arterial Standards

The arterial standards should be used as a guideline for the development or redevelopment of city
arterials. City of Spokane staff will apply these standards with the process outlined in the “Implementing
the Standards” section above.

Tables TR 11 through 19, outline the proposed arterial Standards for the City of Spokane. These standards
have been developed through close coordination with the engineering and planning departments of the
city. The Standards are presented in two separate tabular layouts, each presenting the same information to
facilitate comparative review depending on individual perspectives. Tables TR 11 through 14, present the
Standards arrayed by area classifications—Special Downtown Environment, Focused Growth, Urbanized,
and Non-Urbanized. Tables TR 15 through 19, present the same information arrayed by arterial
classifications—principal, minor, commercial/industrial collector, and residential collector. Information
presented on these Standards include the descriptions and/or requirements for the planning data, such as
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traffic volumes, number of lanes, lane widths, medians, sidewalks, 208 treatment/drainage, bicycle lanes,
on-street parking, building set-backs, posted speed limits, and access spacing. Detailed design information
is not provided with these planning standards.

The boulevard, parkway, and local access arterial classifications were not listed on the tables due to the
distinctiveness of the classification and the potential for modifications. A few general criteria have been
included, however, to provide guidelines for preliminary planning purposes.

Note that while boulevard and parkway concepts and general characteristics have been identified, how they
are applied is highly dependant upon the specific site for the boulevard or parkway. Thus, their
characteristics are not specified in tables. Instead, their general characteristics are described more
conceptually to be applied depending to the site. Figures TR 10 and 11 provide examples of how these
concepts can be applied. The general criteria for boulevards, parkways, and local access streets are as
follows:

Boulevard General Planning Criteria

¢ General design criteria should be comparable to that of a principal or minor arterial

classification.

Sidewalks should be separated on both sides with a landscaped pedestrian buffer.

Street plans should be consistent with Standards pertaining to principal and minor arterials.

Medians should be landscaped as right-of-way width permits.

Landscaping with shade trees should be located on both sides of the arterial and should conform

with the Standards as they pertain to principal and minor arterials.

¢ Bikeways should be incorporated into the plan and are required if the boulevard is along
designated bikeway.

* & o o

Parkway General Planning Criteria

+ A maximum of two travel lanes is part of the criteria.

+ General design criteria should be comparable to the collector arterial classifications.

+ Parking is required either as an on-street parking lane, as pullouts, or within viewpoints.

+ Landscaping with shade trees should be located on both sides of the arterial except in areas

where conflicting with existing vegetation.

A separated pedestrian pathway should be located on the scenic side of the street.

+ Bikeways should be incorporated into the plan and are required if the parkway is along
designated bikeway.

+ Curb adjacent to the scenic side may be omitted and drainage ditches provided.

*

Local Access Street Planning Criteria

¢ Access is provided to adjacent properties through at-grade arterials.

+ Alignments are designed to encourage slow, safe speeds.

& Traffic control measures are provided as warranted to provide adequate sight distance and safety.

¢ Pedestrian buffer strips area used to provide a safe environment for pedestrians as well as to

enhance the environment of the development aesthetically.

The use of soft landscaping is encouraged.

Minimum low-density residential street width is 32 feet from curb-to-curb.

+ Widths of medium/high density and commercial/industrial access streets may vary to suit need of
the project.

+ Design of local access streets are subject to city approval.

L R 2

Local Access Street Standards

The local access street standards should be used as a guideline for the development of local access
streets. City staff will apply these standards with the process outlined in the “Implementing the
Standards” section.
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Table TR 11, “Local Access Street Standards,” outlines the proposed local access street standards. The
standards identify different standards for three types of adjacent land use: Low-density residential,
medium/high density residential, and commercial/industrial.

The narrow street standard is intended to be used only in low-density areas when the street pattern
conforms to new urbanism principles and on streets that are connecting on each end. Emergency access is
assured by providing two access directions to each property; the low-density characteristic reduces on-

street parking demand in comparison to other areas.

TABLE TR 11 LOCAL ACCESS STREET STANDARDS

Low-Density

Medium/High Density

Commercial/

Residential Residential Industrial

Directions of Travel Two-way Two-way Two-way
Curb to Curb Width* 32’ 36’ 40’
Sidewalks

Requirement Both Sides Both Sides Both Sides

Pedestrian Buffer

Strip 5-6’ 5-6’ 5-6’

Planted, Minimum NA NA 3

Hard Surface, 5’ 5 5’

Minimum

Walkway Strip,

Minimum
208 Treatment

Adjacent Optional Optional Optional

Minimum 10™** 10"** 10"**
Bikeways

Requirement See Bike Plan See Bike Plan See Bike Plan
On-Street Parking Yes Yes Yes
Parking Bay

Requirement Non-Residential Use Non-Residential Use No

Minimum Width 4 4’
Design Speed 20 mph 20 mph 25 mph
Access Spacing

Maximum Width 20’ 30’ 40’

Spacing 80’ 80’ 80’

Number of Driveways 1 2 2

* These widths are intended to implement the City of Spokane’s narrow streets policy (TR 4.3). See the policy discussion section for issues
associated with street width. Those streets lacking the internal connections (such as cul-de-sac streets), which influence this narrower street
width, will require wider widths (36’ for low-density residential). In addition, these widths assume that at appropriate locations travel lane
widths will be narrower than the curb-to-curb widths, due to the provision of on-street parking and chicanes (design features that change a
street’s path from straight to serpentine).

**Pedestrian buffer strip may be included in 10’ requirement.

e
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TABLE TR 12 STREET STANDARDS BY AREA CLASSIFICA

SPECIAL DOWNTOWN ENVIRONMENT
Arterial Classification

L . . . CrlleEmr A_rterial Collector Arterial
Principal Arterial | Minor Arterial (CommerC|_aI and (Residential)
Industrial)
Traffic Volumes
Recommended Minimum 26,000 9,500 - -
Recommended Maximum 40,000 19,500 7,000 5,000
Number of Lanes
Two-Directions 3-5 3-5 2-4 2
One-Direction 3 3 1-2
Lane Widths
Interior 10’ 10’ 10’ -
Exterior 12’ 12’ 12’ 12’
Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes
Requirement Optional Optional Optional Optional
Minimum Width 2’ 2’ 2’ 2’
Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’
Maximum Width 15’ 15’ 15’ 15’
Sidewalks
Requirement Both Sides* Both Sides* Both Sides* Both Sides*
PBS Minimum: Planted - - - -
PBS Minimum: Hard Surface 4 4 4 4
Walkway Strip Minimum 8’ 8’ 8’ 8’
208 Treatment/Drainage
Adjacent Drainage Swale No** No** No** No**
Minimum Width - - - -
Bike Lanes (one direction)
Requirement See Bike Plan See Bike Plan See Bike Plan See Bike Plan
On-Street Parking
Requirement Yes Yes Yes Yes
Width 8’ 8’ 8’ 8’
Posted Speed
Minimum 25 mph 20 mph 20 mph 20 mph
Maximum 30 mph 30 mph 30 mph 30 mph
Access Spacing
Maximum Width 30 30 30 24
Spacing 125’ 125 100’ 80’
Number of Driveways 2 2 2 1

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.

|
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Arterial Classification

Principal Arterial

Minor Arterial

Collector Arterial
(Commercial and

Collector Arterial
(Residential)

Industrial)

Traffic Volumes

Recommended Minimum 20,000 8,000 - -

Recommended Maximum 40,000 15,000 7,000 5,000
Number of Lanes

Two-Directions 3-5 3-5 2-4 2

One-Direction 3-4 3 1-2 1
Lane Widths

Interior 10’ 10’ 10’ -

Exterior 12 12 12 12

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2 2’ 2 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted - - - -

PBS Minimum: Hard Surface 3 3 3 3

Walkway Strip Minimum 7 7 7 7
208 Treatment/Drainage

Adjacent Drainage Swale No** No** No** No**

Minimum Width - - - -
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan See Bike Plan
On-Street Parking

Requirement Yes Yes Yes Yes

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 25 mph 20 mph 20 mph 20 mph

Maximum 30 mph 30 mph 30 mph 30 mph
Access Spacing

Maximum Width 30’ 30’ 30’ 24

Spacing 125’ 125 100’ 80’

Number of Driveways 2 2 2 1

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
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Arterial Classification

Principal Arterial

Minor Arterial

Collector Arterial
(Commercial and

Collector Arterial
(Residential)

Industrial)

Traffic Volumes

Recommended Minimum 15,000 8,000 - -

Recommended Maximum 40,000 15,000 7,000 5,000
Number of Lanes

Two-Directions 3-7 2-5 2-4 2

One-Direction 3 2-3 1-2 1
Lane Widths

Interior 11’ 11’ 10’ -

Exterior 12 12 12 12

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2 2’ 2 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted 5-6’ 5-6’ 5-6’ 5-6

PBS Minimum: Hard Surface 3 3 3 3

Walkway Strip Minimum 5 5’ 5’ 5’
208 Treatment/Drainage

Adjacent Drainage Swale Optional** Optional** Optional** Optional**

Minimum Width 10'*** 10"*** 10'*** 10"***
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan See Bike Plan
On-Street Parking

Requirement No Optional Desired Yes

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 30 mph 25 mph 20 mph 20 mph

Maximum 45 mph 40 mph 30 mph 30 mph
Access Spacing

Maximum Width 40 40 30’ 24

Spacing 125’ 125 100’ 80’

Number of Driveways 2 2 2 1

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strip can be included in 10’ requirement.

|

Comprehensive Plan

67



Arterial Classification

Principal Arterial

Minor Arterial

Collector Arterial
(Commercial and

Collector Arterial
(Residential)

Industrial)

Traffic Volumes

Recommended Minimum 5,000 8,000 - -

Recommended Maximum 35,000 15,000 7,000 5,000
Number of Lanes

Two-Directions 3-7 2-5 2-4 2

One-Direction 3 2-3 1-2 1
Lane Widths

Interior 11’ 11’ 10’ -

Exterior 12 12 12 12

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2 2’ 2 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted 5-6’ 5-6’ 5-6’ 5-6

PBS Minimum: Hard Surface 3 3 3 3

Walkway Strip Minimum 5 5’ 5 5’
208 Treatment/Drainage

Adjacent Drainage Swale Optional** Optional** Optional** Optional**

Minimum Width 10'*** 10"*** 10'*** 10"***
Bike Lanes (one direction)

Requirement Yes Yes Yes Shared Bikeway
On-Street Parking

Requirement No Optional Desired Yes

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 30 mph 25 mph 20 mph 20 mph

Maximum 50 mph 40 mph 30 mph 30 mph
Access Spacing

Maximum Width 40 40 30’ 24

Spacing 125’ 125 100’ 80’

Number of Driveways 2 2 2 1

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strip can be included in 10’ requirement.
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TABLE TR 16 STREET STANDARDS BY ARTERIAL CLASSIFICATION—

PRINCIPAL ARTERIAL

Area Classification

DoSv?/?\i::)a\t/Ivn Focused Urban Areas Non-Urbanized
Environment Growth Areas Areas

Traffic Volumes

Recommended Minimum 26,000 20,000 15,000 5,000

Recommended Maximum 40,000 40,000 40,000 35,000
Number of Lanes

Two-Directions 3-5 3-5 3-7 3-7

One-Direction 3 3-4 3 3
Lane Widths

Interior 10’ 10’ 11 1r

Exterior 12 12 12 12

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2 2’ 2 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted - - 5-6’ 5-6’

PBS Minimum: Hard Surface 4 3 3 3

Walkway Strip Minimum 8’ 7 5’ 5’
208 Treatment/Drainage

Adjacent Drainage Swale No No Optional** Optional**

Minimum Width - - 10'*** 10"***
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan Yes
On-Street Parking

Requirement Yes Yes No No

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 25 mph 25 mph 30 mph 30 mph

Maximum 30 mph 30 mph 45 mph 50 mph
Access Spacing

Maximum Width 30’ 30’ 40’ 40’

Spacing 125’ 125 125’ 125

Number of Driveways 2 2 2 2

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strip can be included in 10’ requirement.
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Area Classification
DoSv?/?\i::)a\t/Ivn Focused Urban Areas Non-Urbanized
Environment Growth Areas Areas

Traffic Volumes

Recommended Minimum 9,500 8,000 8,000 8,000

Recommended Maximum 19,500 15,000 15,000 15,000
Number of Lanes

Two-Directions 3-5 3-5 2-5 2-5

One-Direction 3 3 2-3 2-3
Lane Widths

Interior 10’ 10’ 11’ 11’

Exterior 12’ 12’ 12’ 12’

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2’ 2’ 2’ 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted - - 5-6’ 5-6’

PBS Minimum: Hard Surface 4’ 3 3 3

Walkway Strip Minimum 8’ 7 5 5’
208 Treatment/Drainage

Adjacent Drainage Swale No No Optional** Optional**

Minimum Width - - 10*** 10'***
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan Yes
On-Street Parking

Requirement Yes Yes Optional Optional

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 20 mph 20 mph 25 mph 25 mph

Maximum 30 mph 30 mph 40 mph 40 mph
Access Spacing

Maximum Width 30’ 30’ 40’ 40’

Spacing 125’ 125’ 125’ 125’

Number of Driveways 2 2 2 2
*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strips can be included in 10’ requirement.
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Area Classification
Specia! Downtown Focused Urban Areas Non-Urbanized
Environment Growth Areas Areas

Traffic Volumes

Recommended Minimum - - - -

Recommended Maximum 7,000 7,000 7,000 7,000
Number of Lanes

Two-Directions 2-4 2-4 2-4 2-4

One-Direction 1-2 1-2 1-2 1-2
Lane Widths

Interior 10’ 10’ 10’ 10’

Exterior 12’ 12’ 12’ 12’

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2’ 2’ 2’ 2’

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted - - 5-6’ 5-6’

PBS Minimum: Hard Surface 4 3 3 3

Walkway Strip Minimum 8’ 7 5’ 5’
208 Treatment/Drainage

Adjacent Drainage Swale No No Optional** Optional**

Minimum Width - - 10'*** 10°***
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan Yes
On-Street Parking

Requirement Yes Yes Desired Desired

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 20 mph 20 mph 20 mph 20 mph

Maximum 30 mph 30 mph 30 mph 30 mph
Access Spacing

Maximum Width 30’ 30’ 30’ 30’

Spacing 100’ 100’ 100’ 100’

Number of Driveways 2 2 2 2
*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strips can be included in 10’ requirement.
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TABLE TR 19 STREET STANDARDS BY ARTER

RESIDENTIAL COLLECTOR

Area Classification

Special Downtown

Focused

Urban Areas

Non-Urbanized

Environment Growth Areas Areas

Traffic Volumes

Recommended Minimum - - - -

Recommended Maximum 5,000 5,000 5,000 5,000
Number of Lanes

Two-Directions 2 2 2

One-Direction 1 1 1
Lane Widths

Interior - - - -

Exterior 12’ 12’ 12’ 12’

Single Lane, No Parking 16’ 16’ 16’ 16’
Medians and Left-Turn Lanes

Requirement Optional Optional Optional Optional

Minimum Width 2’ 2 2’ 2

Minimum W/Pedestrian Refuge 8’ 8’ 8’ 8’

Maximum Width 15’ 15’ 15’ 15’
Sidewalks

Requirement Both Sides* Both Sides* Both Sides* Both Sides*

PBS Minimum: Planted - - 5-6’ 5-6’

PBS Minimum: Hard Surface 4 3 3 3

Walkway Strip Minimum 8’ 7 5’ 5
208 Treatment/Drainage

Adjacent Drainage Swale No No Optional** Optional**

Minimum Width - - 107*** 107***
Bike Lanes (one direction)

Requirement See Bike Plan See Bike Plan See Bike Plan Shared Bikeway
On-Street Parking

Requirement Yes Yes Yes Yes

Width 8’ 8’ 8’ 8’
Posted Speed

Minimum 20 mph 20 mph 20 mph 20 mph

Maximum 30 mph 30 mph 30 mph 30 mph
Access Spacing

Maximum Width 24 24 24 24

Spacing 80’ 80’ 80’ 80’

Number of Driveways 1 1 1 1

*Required on both sides in all cases with exceptions to be coordinated with the City of Spokane.
**Proximity of storm sewer may limit option. Issue to be coordinated with the City of Spokane.
***pedestrian buffer strips can be included in 10’ requirement.
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Figure TR 1la Collector Arterial: Two-Lane, One-Way
Focused Growth Areas
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Figure TR 1b Collector Arterial: Two-Lane, Two-Way
Focused Growth Areas

These illustrations are examples only of potential applications of the street standards to depict the

different types of streets and street environments. Refer to the street standards and policies for guidance
on applying standards to specific cases.
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Figure TR 2a Principal Arterial: Three-Lane, One-Way
Focused Growth Areas
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Figure TR 2b Principal Arterial: Three-Lane, One-Way
Special Downtown Environment

These illustrations are examples only of potential applications of the street standards to depict the
different types of streets and street environments. Refer to the street standards and policies for guidance
on applying standards to specific cases.
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Figure TR 3a Principal or Minor Arterial: Four-Lane, Two-Way
Focused Growth Areas
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