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CHAPTER IV 

STREETS AND TRANSPORTATION 

SECTION 1 INTRODUCTION 

1.1 Purpose 

The purpose of the Transportation Element of the Comprehensive Plan is to develop an 
efficient, cost effective and comprehensive transportation management strategy consistent with 
regional plans and local needs. This comprehensive strategy combines current and future land 
use patterns, existing and planned transportation systems and alternatives to vehicular 
transportation. This update to the Capital Facilities Plan is subsequent to the adoption of the 
countywide Comprehensive Growth Management Plan in July 2004, Urban Growth Boundary 
expansion process of 2005, zoning and comprehensive plan amendments adopted since 
August 2008, and zoning and comprehensive plan amendments considered as part of the 2010 
CFP update process.  

Ridgefield straddles Interstate 5 (I-5) at Exit 14, approximately 20 miles north of Portland and 14 
miles north of Vancouver. Regional access is readily available - SR 501 extends from its 
interchange with I-5 approximately 3 miles west to downtown Ridgefield. It is known as Pioneer 
Street both east and west of I-5. 

1.2 Background 

New developments forecast for the City will result in increased traffic, particularly along the 
Pioneer Street/SR 501 corridor leading to and from I-5 and at the I-5 interchange. An 
appropriate street network is required to adequately provide safe and efficient movement of 
people and goods. Major concerns involve the need for new crossings over I-5 to provide local 
east-west traffic circulation, traffic signals or roundabouts at main intersections, lack of sidewalk 
and bicycle facilities, impacts to side streets crossing Pioneer Street through downtown as well 
as continued ease of moving in and out of parking spaces along Pioneer, and ultimate 
improvements for the existing two-lane highway corridor connecting to the interstate highway.  

1.3 Plan Requirements 

Pursuant to the GMA, the Transportation Plan is to include the following information: 

·  Inventory of all transportation facilities and services (land, air, and water) to define 
existing capital facilities as a basis for future planning; 

·  Land-use assumptions used in estimating travel forecasts; 

·  Level of Service (LOS) standards for all arterials. These standards are to be regionally 
coordinated; 

·  Specific actions and requirements for bringing into compliance any facilities or services 
that are below an established LOS Standard (concurrency); 
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·  Traffic forecast for at least ten years (in this case, twenty years based on the adopted 
land-use plan) to provide information on the location, timing, and capacity needs of 
future growth; and 

·  Identification of system expansion needs and transportation system management needs 
to meet current and future demands. 

1.4 Action Strategy 

The transportation element must include an action plan for bringing into compliance any existing 
facilities that are below established Level of Service (LOS) standards. The plan must also 
provide for expansion of facilities to meet future needs at established Levels of Service. The first 
six years of the transportation element will become the City’s Transportation Improvement 
Program. 

The City of Ridgefield Transportation Element contains the recommended transportation 
policies designed to serve the City of Ridgefield's needs through the year 2024.  This includes 
the land added to Ridgefield’s Urban Growth Area as part of Clark County’s September 2007 
adoption of the Comprehensive Growth Management Plan as well as the 2010 proposed 
amendments. 

1.5 Current and Prior Planning Efforts 

The following is a summary of the major elements of selected reports relevant to the City of 
Ridgefield Transportation Plan: 

Clark County Growth Management Planning Process – The county adopted the countywide 
Comprehensive Growth Management Plan in September 2007 with subsequent amendments 
adopted in December 2008 and 2009.  The Ridgefield Transportation CFP update incorporates 
the county’s expanded Ridgefield Urban Growth Area (UGA) and RTC-developed land use 
distribution for the year 2024. 

City of Ridgefield Capital Facilities Plan, 2008 Update to the 2004 Plan - Identifies the planned 
Streets and Transportation improvements in accordance with the City's 6-year Street Plan and 
subsequent 5-year construction programs over the 20-year planning period, and modifies the 
Traffic Impact Fee rate and eligible projects.  This update was prepared subsequent to the 
County’s Comprehensive Plan revision adopted in September 2007 and was adopted in August 
2008. 

Transportation Benefit District – In April 2008, the City of Ridgefield adopted an ordinance 
creating a Transportation Benefit District (TBD) to establish a new funding source for the I-5 at 
SR 501/Pioneer Street Interchange Project.  The TBD covers the area within a roughly one-mile 
radius of the interchange, within City limits.  The TBD was established under Revised Code of 
Washington Chapter 36.73 and imposes a 0.2% retail and use sales tax in the district which 
would provide funding dedicated to the interchange improvement project. 

City of Ridgefield Engineering Standards, Chapter 2 - Streets, April 2008 Defines functional 
classification for the City's streets and establishes design standards for transportation facilities, 
including non-motorized uses, such as sidewalks, trails and bikeways. 
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2007-2026 Washington State Highway System Plan (December 2007; Technical Amendments 
Adopted December 2008) – WSDOT’s Highway System Plan describes planned State Highway 
improvements including some on I-5 and on SR 501 in and near the Ridgefield UGA. 

Metropolitan Transportation Plan for Clark County (Regional Transportation Council; adopted 
December 2007, amended July 2008) – The Metropolitan Transportation Plan (MTP) is the 
state- and federally-recognized regional, multimodal transportation plan for Clark County.  The 
horizon year for the MTP is 2030.  The MTP identifies the region’s priority transportation 
improvements to be undertaken over the next 20 years.  Included in the MTP’s Financially 
Constrained Project List are the I-5/SR 501 (Pioneer Street) interchange improvements, the SR 
501/Pioneer Street Railroad Overpass project into the Port of Ridgefield, widening of Hillhurst 
Road from Royle Road to the NW 219th/229th Street westerly extension as well as improvements 
to Hillhurst from Pioneer Street/SR 501 to Royle Road, auxiliary lanes on I-5 in each direction 
between the I-5/SR 501 (Pioneer Street) interchange and the I-5/SR 502 interchange, 
improvements to and widening of Pioneer Street from downtown to Union Ridge Parkway, as 
well as collector and local improvements not included on the regional system.  It should be 
noted that the proposed NW 219th Street/229th Street extension from I-5 to Hillhurst Road 
recognized by the Ridgefield Transportation Capital Facilities Plan is not included as part of the 
regional transportation system in the MTP.  

Employment Mixed Use Overlay (EMUO) Traffic Study – Produced in 2003, this study analyzed 
the traffic impacts of the proposed Mixed Use Overlay for eligible large industrial and business 
park land parcels.  A transportation system and proposed impact fee program to support and 
accommodate the additional trips was proposed as part of the adoption of the EMUO. 
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SECTION 2 EXISTING CONDITIONS 

Before a local government can adequately plan for its future, it must assess the capability of its 
existing traffic circulation system to serve current demand. It is therefore necessary to determine 
existing levels of service and to identify existing system deficiencies within the traffic circulation 
system. 

2.1 Roadway Functional Classification 

Functional classification defines streets and roads according to the type of service they are 
intended to provide. Two major considerations are to: (1) serve the through movement of traffic 
and (2) provide access to abutting property. 

The classification of different types of roadways and streets can vary depending upon the size 
of the community and the community's vision. Clark County, as part of its countywide planning 
process, and the Regional Transportation Council, as part of the Metropolitan Transportation 
Planning process, define the functional classification system along the following guidelines: 

·  The principal arterial system shall consist of a connected network of rural arterial routes 
with appropriate extensions into and through urban areas, which service regional and 
subregional trips.  Access is limited to other arterials and state highways, and for 
regional trip generators.  Access is subservient to the roadway’s function. 

·  The minor arterial system provides for subregional access to and from the principal 
arterial system, and serves regional and subregional trips.  Access is less restrictive than 
for principal arterials but is still subservient to the roadway’s function. 

·  The collector system provides connections through and between neighborhoods and 
subregions of the county, and serves as the principal means of land access to residential 
neighborhoods.  Collectors providing this function in commercial centers, and into and 
through industrial and business parks, are designated as Industrial/Commercial 
Collectors.  Access is provided to adjacent land uses, but is often managed to occur at 
appropriately spaced locations and is often shared between adjacent land uses. 

·  Those roadways which perform no arterial or collector function, which serve only local 
access functions and which lack essential arterial characteristics shall be designated 
"local or neighborhood access" roadways. 

The City of Ridgefield has developed a Functional Classification Plan for the different type of 
street facilities as shown in Figure 2-1 (which includes the 2008 and 2010 plan updates). SR 
501/Pioneer Street and the south section of Hillhurst Road are designated principal arterials. 
These roadways serve regional trips and provide the main routes of access into and out of the 
city. Minor arterials include the remainder of Hillhurst Road, N Main Avenue, 45th Avenue, Royle 
Road, S 15th Street, N. 20th Street in the UGA (NW 289th Street in the county), Union Ridge 
Parkway, and 85th Avenue (NE 10th Avenue in the county). These roadways serve trips within 
the region and connect to the principal arterial system.  
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The collector roadways have been grouped in the following three subcategories: collector, 
scenic collector, and commercial/industrial collector. Standard collectors include Heron Ridge 
Drive, N 10th Street (sections both east and west of I-5), 35th Avenue, Bertsinger Road, N 65th 
Avenue (NW 11th Avenue in the county) and S 5th Street. Commercial/industrial collectors 
include 51st Avenue, Timm Road, 56th Place, S 20th Way, S 6th Way, N 5th Street and roadways 
internal to the “Boschma” area east of I-5 and north of Union Ridge Parkway. These roadways 
will primarily serve the employment and retail developments forecast for the junction area. 
These roadways will also be designed to accommodate truck movements from these 
developments.  

Reiman Road north of SR-501 to Heron Ridge Drive is classified a “scenic collector”. Although 
classified as a collector, the roadside environment and topography constrain the ability to widen 
Reiman Road much beyond its current 22-foot width. Maintaining a narrower roadway width will 
help preserve the “rural and scenic” nature of the roadway.  As other roadways are improved or 
constructed, it is expected that through traffic will be directed to the north via 35th and 45th 
Avenues, instead of Reiman Road.  Improvements to Reiman Road will consist of maintaining 
the two 11-foot travel lanes. 

Several roadways included in the previous or current Ridgefield UGA are noted in the 
Functional Classification map. Although not in the Ridgefield’s jurisdiction at this time, these 
roadways are nevertheless considered important to transportation access and circulation with 
the City.  The City supports efforts to include the NW 289th Street minor arterial including 
crossing over I-5, the NW 219th Street extension from the I-5/SR-502 interchange west to NW 
31st Avenue/Hillhurst Road, and the S 51st Avenue extension to NW 219th Street extension, 
which is in the county’s Arterial Atlas. 

These functional classification designations and corresponding design standards are compatible 
between the City and County to allow the facilities to blend and function well (i.e., the sidewalks 
align, lanes are of similar width and configuration, etc.). Design standards for these facilities are 
illustrated in the City of Ridgefield Engineering Standards, Chapter 2 – Streets. 

2.2 Roadway Inventory 

An inventory of the existing arterial and collector street system was prepared using information 
obtained from the City, Clark County and field investigations. The existing transportation system 
for the Ridgefield Urban Growth area is illustrated on Figure 2-2 while current daily traffic is 
shown on Figure 2-3. 

The existing street network is made up entirely of two-lane roadways. Traffic control is presently 
provided by posted stop sign control at most intersections. Traffic signals exist only at Pioneer 
Street/SR 501 at the I-5 interchange, although a four-way flashing red beacon-type signal 
operates at Pioneer Street and Main Avenue. A roundabout exists at 45th Avenue and Pioneer 
Street/SR 501. The highest traffic volumes occur along SR 501/Pioneer Street from I-5 to 45th 
Avenue. 

2.3 Traffic Capacity 

Intersections: In order to evaluate existing traffic conditions, intersection capacity analyses and 
a Synchro/SimTraffic traffic analysis and simulation model were prepared for the morning and 
afternoon peak hours in the Ridgefield UGA. The capacity analyses were conducted using the 
methodology of the 2000 Highway Capacity Manual (HCM). The HCM contains guidelines and 
computational procedures for computing the capacity and quality of service for various highway 
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facilities, including freeways, signalized and unsignalized intersections, and rural highways.  
Synchro is a software package that employs the HCM guidelines and is used to assess roadway 
capacity. Use of SYNCHRO allowed assessment of the existing transportation infrastructure 
and to identify potential future improvement needs. 

Table 2-1 summarizes the LOS (Level of Service – see Section 3.2) for existing (2010) 
conditions. All of the intersections operate at LOS C or better.  

Table 2-1: Intersection Level of Service Summary (P M Peak) (2010) 

2010 Existing Conditions 

Intersections  
LOS 

Delay 
(sec./veh.) 

Pioneer Street/Main Street A 8 

Pioneer Avenue/9th Avenue C 171 

Pioneer Street/Reiman Road B 13 

SR 501/45th Avenue (roundabout) A v/c = 0.35 

SR 501/56th Place C 15 

SR 501/I-5 Southbound Ramp* B 14 

SR 501/I-5 Northbound Ramp* B 15 

Pioneer Street/65th Avenue C 25 

65th Avenue/S. 5th Street A 9 

S. 5th Street/NE 10th Avenue/264th St. B 11 

 
Notes: LOS = Level of Service 
 Unsignalized Intersection Delay = Side street delay (worst case movement) in seconds per vehicle. 
*represents a signalized intersection 
1 Recent development traffic study submittals indicate this intersection will be at LOS E/F by 2012-2015 with 

completion of already-approved development. 
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2.5 Accident History 

Accident records for SR-501 and Pioneer in the study area were obtained from WSDOT and 
from the Ridgefield Police Department. The WSDOT and Police records are for January 2004 
through January 2008 (five years).  

The most current accident records along Pioneer Street are summarized in Table 8-3. As 
indicated in Table 2-2, the high collision segment is Pioneer Street between 45th Avenue and 
56th Place which has experienced 27 accidents. Of these accidents the intersection of Pioneer 
Street and 45th Avenue experienced 12 accidents while seven accidents were recorded at the 
intersection of Pioneer Street and 56th Place.  Note that many of the accidents which occurred 
at the 45th Avenue/Pioneer Street intersection occurred prior to the installation of the roundabout 
in 2007, and many of those which occurred at the Pioneer Street/56th Place intersection 
occurred prior to intersection improvements completed there in late 2005. 
 

Table 2-2: Accident Summary 

Segment Number of Accidents 

Pioneer Street Between Main Avenue and 5th Avenue (Downtown) 6 

Pioneer Street Between 5th Avenue and 9th Avenue 4 

Pioneer Street Between 9th Avenue and Reiman Road 6 

Pioneer Street Between Reiman Road and 35th Avenue 18 

Pioneer Street Between 35th Avenue and 45th Avenue 5 

Pioneer Street Between 45th Avenue and 56th Place 27 

Pioneer Street/SR 501 Between 56th Place and 65th Avenue 13 

65th Avenue Between N 10th Street and S 10th Street 12 

 
2.5 Transit 

Transit service for Ridgefield is provided by C-TRAN’s “Connector” service.  The Connector 
serves the cities of Camas, La Center, and Ridgefield with fully accessible dial-a-ride and 
regular stop service (www.C-TRAN.com). Rides are provided via prior arrangements on a first 
come, first served basis. Fixed route service is provided from La Center through Ridgefield to 
the 99th Street Transit Center twice in the morning peak and twice in the afternoon peak on 
weekdays, one once mid-day on weekdays.  Connector routes operate Monday through Friday 
only and do not operate on weekends or holidays. 

2.6 Pedestrian and Bicycle Facilities 

The City of Ridgefield Engineering Standards identify the requirements for non-motorized uses 
on streets, such as sidewalks, trails, and bikeways. Currently, a 1-mile pedestrian trail exists in 
Abrams Park. Striped shoulders exist along sections of SR-501. While not officially designated 
bike lanes, the shoulders do provide refuge for bicyclists and pedestrians. Bike lanes exist or 
are being constructed on the following roads: Heron Drive east of Main Avenue, Reiman Road 
from the city limits to N 5th Street, S 5th Street east of I-5, Union Ridge Parkway, S. 11th Street 
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and S. 85th Avenue near S 5th Street. On other roadways within the city, bicycle users currently 
share the roadway with motorized traffic.  

Sidewalks exist through the downtown area and sporadically throughout the older sections of 
the community. Sidewalks are being included in all new residential developments.  

The City adopted a Comprehensive Park and Recreation Plan in 2006 that designates locations 
for future pedestrian and bike facilities in the Ridgefield area. Included in this study are adopted 
trails along SR-501, Pioneer Street, 45th Avenue, Royle Road, Hillhurst Avenue, and Main 
Street. 

Clark County in September 2010 adopted a countywide Bicycle and Pedestrian Master Plan1 
that identified priority pedestrian and bicycle facility improvements, both on-road and off-road.  
The on-road portion identified NE 10th Avenue (85th Avenue) as a priority north-south on-road 
corridor.  It also recognized a few of Ridgefield’s local off-road trails, including Gee Creek and 
Pioneer Canyon, as recreational trail priorities. 

 

SECTION 3 FUTURE CONDITIONS 

3.1 Land Use/Transportation Linkage 

The regional transportation planning model (EMME/2, conversion to VISUM underway) 
developed and maintained by the Southwest Washington Regional Transportation Council 
(RTC) was used to analyze the City of Ridgefield transportation network. RTC provided a 
special sensitivity model run of the Ridgefield area which included the proposed land use 
assumptions provided by the City of Ridgefield. 

After initial calibration of the existing conditions, future travel demand was generated through 
the standard trip distribution and traffic assignment process. The year 2024 is the planning 
horizon year for this modeling. 

The transportation planning model links the demand for travel generated by land use to the 
transportation system performance (i.e., level of service). An important function of the model is 
its ability to analyze future development scenarios in terms of traffic impacts. This capability 
requires a model structure that incorporates trip generation based on land use characteristics, 
allowing the impact of different levels of development and different distributions of development 
to be tested. The orientation of the model is strategic, not operational. Information from the 
demand model was input to the Synchro/SimTraffic operational model, which was used to 
address detailed operational issues such as intersection geometrics or traffic control such as 
roundabouts or traffic signals. The model is designed to provide peak period roadway traffic 
volumes given specific land use scenarios. 

The land use data used as a basis for estimating future traffic volumes was developed in 
consultation with City, County and RTC planning staff. This data is consistent with local land 
development expectations and County population control totals. For planning purposes this data 
has been disaggregated into Transportation Analysis Zones (TAZs) as shown on Figure 2-4. 
The creation of the Ridgefield TAZ's was based on several factors: 

                                                 
1 http://www.co.clark.wa.us/Planning/bikeandped/documents/10-09_BPMP-withoutAppendices.pdf 
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·  The existing boundaries of Clark County TAZs 
·  Existing and future land use scenarios 
·  Travel demand patterns and volumes 
·  Existing roadway network structure and density 
·  Geographic features 

 
The land use contained in the TAZ's is divided into three categories: 

·  Residential dwelling units  
·  Retail employees 
·  Other non-retail employees 

 
As mentioned earlier, RTC provided a special sensitivity model run of the Ridgefield area which 
included the proposed land use assumptions for the Ridgefield area as shown in Table 2-3. This 
results in a total of 12,301 households and 20,474 employees within the Ridgefield TAZ 
Planning Area.2 

                                                 
2 Clark County added the EMUO households and employment to the countywide distribution as part 
of the 2024 TAZ household and employment dataset for the GMA preferred land use alternative. 
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The 2024 daily hour traffic volumes are illustrated in Figure 2-5 and the proposed roadway 
functional classification is illustrated in Figure 2-6. 

Table 2-3: Urban Growth Area Generation of New Trip s (2010-2024) 

 
 

3.2 Level-of-Service Standards 

The following section provides an outline of Roadway Level of Service (LOS) and methodology 
as developed for the Ridgefield UGA Transportation Plan. The purpose of this information is to 
provide an overview of LOS and identify its relationship to the Transportation Goals and Policies 
of the city. 

The level-of-service used for the Capital Facilities Plan is “D”, except at unsignalized 
intersections that do not meet signal warrants or where a signal is not desired, where the 
planned LOS is “E”.  This is consistent with the City’s concurrency policy. 

3.2.1 Definition 

Level of Service (LOS) is an estimate of the quality and performance efficiency of transportation 
facilities in a community. LOS categories provided in the Transportation Research Board's 
Highway Capacity Manual were adopted for this study. 

The Highway Capacity Manual (HCM) LOS system measures the degree of traffic congestion 
and delay using the letter rating "A" (the best) for least amount of congestion to letter rating "F" 
(the worst) for the most amount of congestion. The following LOS categories provide some 
general ideas as to the different levels of service used in the HCM and their performance 
measures. The community decides which level of traffic congestion is tolerable (the locally 
acceptable LOS threshold) by deciding whether their standard is "A," "B," "C," "D," or some 
other level. The choice of threshold can vary by land use and by road classification.  For this 
effort, LOS D is considered acceptable except for unsignalized intersections, where LOS E is 
acceptable if the intersection does not meet traffic signal warrants.  These standards are the 
city’s current Concurrency ordinance. 

Land-use

Approx. 
Developable 

Acres

Approximate Net 
KSF of Building 

Floor Area

Net Dwelling 
units

Trips per 
Unit/KSF

Total Peak 
Hour trips

Total Daily 
Trips

1. Single Family Residential  (ITE 210) 1480 N/A 6,660 1.01 6,725 67,200

2. Multi-Family Residential  (ITE 220) 270 N/A 2,160 0.62 1,340 13,400

3. Employment Center  (ITE 130, 210, 750) 148 888 N/A 6.00 5,328 53,350

4. Commercial  (ITE 814, 850, 862) 40 300 N/A 4.00 1,200 12,000

5. Mixed Use (Various ITE) 484 1161.6 260 3.00 3,670 36,750

6. Other (Schools, Miscellaneous) N/A 90 N/A 3.50 315 3,200

7. Downtown and Waterfront Districts N/A N/A 150 1,500

TOTAL 2439.6 9,080 18,578 187,400

Based on RTC's 2024 TAZ data set w ith Ridgefield proposed adjustments; approximate developable acreage and density assumptions for Clark County's September 2007 
Comprehensive Plan adoption; development from 2008-2010, and previous VBLM assumptions.
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3.2.2 Level of Service Categories (LOS) 

Level of Service A - Low volumes, high speeds, and no delays. Freedom to select desired 
speeds and to maneuver within the traffic stream is extremely high. (Example - Most minor 
arterials in the Ridgefield area at all times of the day.) 

Level of Service B - Zone of stable flow. Drivers still have reasonable freedom to select their 
speed. (Example - SR 501 west of 1-5.) 

Level of Service C - Still in the zone of stable flow, but speeds and maneuverability are more 
closely controlled by the higher volumes. The selection of speed is now affected by the 
presence of others, and maneuvering within the traffic stream requires vigilance on the part of 
the driver. (Example - Left turns from the southbound I-5 ramp and SR 501 during an afternoon 
peak-hour period.) 

Level of Service D - Approaches unstable flow. Speed and freedom to maneuver are severely 
restricted. Small increases in traffic flow will generally cause operational problems at this level. 
(Example - Left turns from the northbound I-5 ramp onto SR 501 during an afternoon peak-hour 
period. 

Level of Service E - Represents operating conditions at or near the capacity of the highway. 
Low speeds. Freedom to maneuver within the traffic stream is extremely difficult. Any incident 
can be expected to produce a serious breakdown with extensive queuing. 

Level of Service F - Describes forced flow operation at very low speeds, where volumes are 
above theoretical capacity. Operations are characterized by stop-and-go traffic. Vehicles may 
progress at reasonable speeds for several hundred feet or more, then be required to stop in a 
cyclic fashion. Long delays. 

The Volume/Capacity (V/C) ratio ranges in Table 2-4 were developed based on HCM 
methodology in determining mid-block roadway LOS performance. The V/C ratio represents the 
actual volume of traffic traveling on the roadway divided by the volume capacity of that roadway. 
Capacity is defined as the maximum rate of flow that can be accommodated on a particular 
roadway segment.   



Transportation Capital Facilities Plan 
1/5/2011 

Chapter IV - Streets and Transportation 

19 

Table 2-4: Volume/Capacity Ratios  

LOS Segment or Intersection V/C Ratio Roundabout V/ C Ratio 

A less than or equal to 0.3 0.00 – 0.40 

B less than or equal to 0.5 0.41 – 0.60 

C less than or equal to 0.75 0.61 – 0.75 

D less than or equal to 0.90 0.76 – 0.85 

E less than or equal to 1.0 0.86 – 0.95 

F Greater than 1.0 >0.95 

More detailed methodologies to calculate LOS at specific locations such as unsignalized or 
signalized intersections are outlined in the HCM. These are typically used during the 
development review process to assess potential traffic impacts on roadway facilities in the 
vicinity. 

3.3 Future Roadway Network 

Figure 2-6 identifies the new roadway links assumed to be built by 2024 and added to the future 
roadway network.  For this plan, the proposed SR-502/219th Street interchange with I-5 is 
assumed to be in place before the year 2024. Prior analysis has shown that construction of the 
219th Street interchange would have significant impact on the north ramps (southbound off and 
northbound on).  Vehicles would divert from the SR 501 interchange to the 219th Street 
interchange. The impact to the south ramps (northbound off and southbound on) would be 
substantially less.  

3.4 Projected Traffic Conditions 

Traffic assignments were made by applying the RTC model output to the Synchro/SimTraffic 
operations model, for the PM peak period in the year 2024.  Traffic assignments were made on 
the 2024 assumed Clark County Transportation Capital Facilities Plan network as well as 
portions of the Metropolitan Transportation Plan (MTP) which are expected to be completed by 
2024. The MTP for Clark County is the region's principal transportation planning document. The 
MTP is developed in coordination with local jurisdictions and agencies to develop regional 
transportation solutions. The Year 2024 transportation network assumed the following key 
improvements over current conditions: 

·  Completion of the major reconstruction of the I-5/Pioneer (Ridgefield) interchange, 
widening of Pioneer Street from 35th Avenue through the I-5 interchange to 85th Avenue 
to four lanes 

·  Widening of 85th Avenue/NE 10th Avenue to 2/3 lanes between Carty Road and 5th 
Street. 

The resulting LOS for the year 2024 is shown on Table 2-5. In order to maintain LOS D or 
better, signals were added to the Pioneer Avenue/9th Avenue intersection and the S. 5th 
Street/85th Avenue intersection; two-lane roundabouts were constructed on Pioneer Street at 
35th Avenue, 51st Avenue, 56th Place and 65th Avenue, while the existing Pioneer Street/45th 
Avenue roundabout was assumed to be widened to a two-lane roundabout. The northbound I-5 
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ramp at Pioneer Street is projected to be at LOS E; this was anticipated in the project design 
analysis for the I-5/SR 501 (Pioneer) interchange by WSDOT. 

 
Table 2-5: Intersection Level of Service Summary 

2024 Future Conditions 

 

  *Analyzed as unsignalized intersection. LOS and delay are for worst approach. 
  (s) = Analyzed as signalized intersection 
 
 

SECTION 4 PROPOSED IMPROVEMENTS AND COSTS 

4.1 Mobility and Safety Improvements 

Table 2-6 lists the projects that have been identified in the development of the Ridgefield 
Transportation Element. The projects are keyed by numbered legend to Figure 2-7 showing the 
Ridgefield Urban Growth Area (UGA). Changes to the UGA boundary will require modifications 
of future land use scenarios. 

4.2 Roadways and Streets 

Generally, all arterials and collectors in the Ridgefield UGA will consist of two travel lanes (one 
per direction) with a center left turn lane at specific intersections.  SR-501 is to be four lanes 
from the I-5 ramps to 30th Place, and narrows to two lanes from 30th Place west to downtown.  
Through downtown, SR-501/Pioneer is two lanes with parking on both sides. 

4.3 Port of Ridgefield 

The Port of Ridgefield has plans to redevelop the waterfront mill site west of downtown.  The 
waterfront master plan would add approximately 200-300 peak hour trips through the downtown 
area. The plan includes an overpass over the BNSF railroad mainline. 

Intersections 
PM Peak Hour 

LOS Delay 
(Sec./Veh.) 

Pioneer Avenue/Main Street(s) A 9 

Pioneer Avenue/9th Avenue (s) A 7 

Pioneer Street/Reiman Road(s) C 31 

SR 501/35th Place(s) B 14 

SR 501/45th Avenue (roundabout) D v/c < .90 

SR 501/51st Avenue (roundabout) D v/c < .90 

SR 501/56th Place (roundabout) D v/c < .90 

SR 501/I-5 Southbound Ramp (s) C 23 

SR 501/I-5 Northbound Ramp (s) E 75 

Pioneer Street/65th Avenue (roundabout) D v/c < .90 

65th Avenue/S. 5th Street* B 11 

S. 5th Street/NE 10th Avenue intersection (s) A 7 
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TABLE 2-6 Transportation Projects 

Segment ID Segment From To 

T-1 SR 501/Pioneer Street at 9th 
Avenue/Hillhurst 

Signal or intersection 
improvement 

 

T-2 Replace SR 501/Pioneer Street bridge over Gee Creek 
T-3 Widen SR 501/Pioneer Street (3 lanes) Reiman Road 35th Avenue Roundabout 
T-4 SR 501/Pioneer Street at 35th Avenue, 2-

lane roundabout 
Roundabout   

T-5 Widen SR 501/Pioneer Street (4-Lanes) 35th Avenue Roundabout 45th Avenue Roundabout 
T-6 SR 501/Pioneer Street at 45th Avenue, 2-

lane roundabout 
Roundabout  

T-7 SR 501/Pioneer Street at 51st Avenue, 2-
lane roundabout 

Roundabout  

T-8a Widen SR 501/Pioneer Street (4-Lanes) 45th Avenue Roundabout 51st Avenue 
T-8b Widen SR 501/Pioneer Street (4-Lanes) 51st Avenue 56th Avenue 
T-9a Ridgefield Interchange Project Phase 1 

(includes SR 501/Pioneer Street and Ramp 
Widening) 

56th Place 65th Avenue 

T9b Ridgefield Interchange Project Phase 2 
(remainder of Pioneer street widening plus 
roundabouts at 56th Place and at 65th 
Avenue) 

56th Place 65th Avenue 

T-10 Pioneer Street/Union Ridge Parkway (4-
Lanes) 

65th Avenue Roundabout S 10th Street 

T-11 Extend SR 501/Pioneer Street to Port of 
Ridgefield 

Division Street Main Street 

T-12 Build S 51st Avenue (3 lanes) upgrade to 
minor arterial 

SR 501/Pioneer Street S 20th Way 

T-13* Rebuild S 25th Place S 10th Way S 4th Way 
T-14 Rebuild S 10th Way S 35th Place S 25th Place 
T-15 Widen Hillhurst Road SR 501/Pioneer Street Sevier Road 
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T-16a Widen N 20th Street (NW 289th Street) to 3 
lanes 

I-5 65th Avenue (NW 11th 
Avenue) 

T-16b N 20th Street (NW 289th Street) overcrossing over I-5 
T-17 Build N 10th Street 35th Avenue N 45th Avenue 
T-18 Widen S 45th Ave (3-Lanes) (not including 

roundabout) 
S 15th Street N 10th Street 

T-19 S 15th/35th Ave/Bertsinger "donut hole" 
collector 

S 45th Avenue Bertsinger/current UGB 

T-20 Rebuild S 15th Street (2-lanes) S 45th Avenue S 35th Avenue 
T-21a Build S 15th St (3-Lanes), not including I-5 

overpass 
Union Ridge Parkway S 45th Avenue 

T-21b Build S 15th St overcrossing over I-5 (3-
Lanes) 

Timm Road 
 

Dolan Road/65th Ave 

T-22 Widen S Royle Road Hillhurst Road S. 15th Street 
T-23* Widen Intersection of Hillhurst Road & S. 

Royle Road 
Turn lanes plus signal n/a 

T-24 Carty Road - upgrade to minor arterial  Hillhurst Road UGB/I-5 
T-25 Hillhurst Road, upgrade to 5-lane principal Sevier Road 219th St. extension 
T-26 NW 219th Street Extension I-5 NW 31st/Hillhurst 
T-27 Widen N 65th (NW 11th) (3-Lanes), 

upgrade to minor arterial 
SR 501/Pioneer Street N. 20th St (NW 289th St.) 

T-28 Widen  85th Avenue S. 5th Street N. 10th Street 
T-29 Widen S. 85th Avenue NE 259th Street S 5th Street 
N-1 Upgrade Main Avenue Depot Street North UGB 
N-2 Widen Reiman Road SR 501/Pioneer Street N. City Limits 

N-3a Widen N 10th St (279th Street: Industrial 
local) 

east side of I-5 N 65th Avenue 

N-3b Widen N 10th St (3-Lanes) N 45th Avenue N 51st Ave 
N-4 Widen N 35th Avenue (2-lanes) SR 501/Pioneer Street N 10th Street 
N-5 Build N 5th Street N 45th Avenue N 56th Place 
N-6 Build N 51st Avenue (3 lanes) SR 501/Pioneer Street N 10th Street 
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N-7 Build N 56th Avenue (3 lanes) SR 501/Pioneer Street N 5th Street 
N-8 Realign Bertsinger Road SR 501/Pioneer Street S 25th Place 
N-9 Extend S 6th Way (3 lanes) Timm Road S 51st Avenue 

N-10 Widen Timm Road S 11th St. S 20th Way 
N-11 Widen S 20th Way (3 lanes) Timm Road S 51st Avenue 
N-12 Construct NB auxiliary lane along I-5 219th Street SR-501 
N-13 Construct SB auxiliary lane along I-5 SR 501/Pioneer Street 219th Street 
N-14 N. 10th Street (NE 279th Street), upgrade 

to collector 
 N 85th Avenue 105th Ave (NE 20th 

Avenue) 
N-15 East-side mixed use area internal 

industrial/commercial collectors 
65th Avenue and S. 5th Street 85th Avenue and N 10th 

Street 
N-16 105th Ave (NE 20th Avenue), upgrade to 

collector 
N. 10th Street (NE 279th 
Street) 

S. 10th Street (NE 259th 
Street) 

N-17 Widen S 65th (NW 11th) (3-Lanes), 
upgrade to minor arterial 

SR 501/Pioneer Street S 5th Street 

N-18a Widen S 5th Street Union Ridge Parkway S. 85th Avenue (NE 10th 
Avenue) 

N-18b Widen S 5th Street 65th Avenue Union Ridge Parkway 
N-19 Build Union Ridge Parkway (3-Lanes) S. 10th Street S. 85th Avenue 
N-20 S. 10th Street (NE 259th Street), upgrade 

to collector 
S. 85th Avenue (NE 10th 
Avenue) 

105th Avenue (NE 20th 
Ave) 

N-21 Build South 35th Avenue SR 501/Pioneer Street S 15th Street 
N-22 S. 51st Avenue, new minor arterial S 20th Way NW 219th Street 
N-23 S. 5th Street, new industrial/commercial 

collector 
S 45th Avenue S 51st Avenue 

       *Partially or fully outside Urban Growth Area Boundary 
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4.4 Access Management 

No new direct driveway access should be allowed onto SR-501/Pioneer Street, to preserve its 
function as a state highway and parkway/principal arterial into downtown, unless no other 
alternative access can be gained.  Public road access shall be kept to a minimum, and full 
access only provided at collector or arterial roadway intersections with SR-501.  Other public 
roads or private driveways which must intersect SR-501 shall be limited to right-turns only. 

On Pioneer Street between the future 51st Avenue and 65th Avenue, through the I-5 interchange 
area, increasing traffic over time from adjacent land uses between will result in left turns being 
difficult, if not impossible.  As delays increase along with traffic volumes, the potential for traffic 
conflicts and collisions will increase as driver frustration will lead drivers to take unsafe chances 
to pull into traffic.  This potential, called “accident risk”, requires a plan to ensure that accidents 
do not increase over time. 

In the case of Pioneer Street, a center median should be provided to restrict left turns 
throughout this section, with roundabouts provided at 35th Avenue, 45th Avenue, 51st Avenue, 
56th Place, and 65th Avenue to allow for u-turns for vehicles from adjacent land uses to have 
fully directional access to the Pioneer Street corridor.  This has the effect of limiting turns to and 
from adjacent driveways to right turns only (“right in/right out”).   

For other classified arterials and collectors in the city, direct private access onto principal and 
minor arterials should be managed unless no other option exists, while driveway access onto 
collectors should be managed and spaced appropriately so as not to impede traffic flow or 
safety.  Public road intersections on principal and minor arterials should be spaced at least 500 
feet apart, while for collectors, public road intersections should be no less than 275 feet apart. 

The update to the City’s street standards will include a section on access management and 
access requirements. 

4.5 Ridgefield Interchange Area 

Construction of the I-5 – SR 501 Ridgefield Interchange project began in September 2009. This 
first stage of the project will improve safety and mobility at the interchange. The second stage of 
the project, which will make improvements to the SR-501/56th Place and Pioneer Street/65th 
Avenue intersections, will be constructed when funding is available. The economic future of the 
city is highly dependent upon the full reconstruction of the project.   

Information can be found at the project website: 
http://www.wsdot.wa.gov/Projects/I5/SR501Interchange/. 

4.6 Transit 

Transit service for Ridgefield is provided by C-TRAN’s “Connector” service.  The Connector 
serves the cities of Camas, La Center, and Ridgefield with fully accessible dial-a-ride and 
regular stop service (www.C-TRAN.com). Rides are provided via prior arrangements on a first 
come, first served basis. Fixed route service is provided from La Center through Ridgefield to 
the 99th Street Transit Center twice in the morning peak and twice in the afternoon peak on 
weekdays, one once mid-day on weekdays.  Connector routes operate Monday through Friday 
only and do not operate on weekends or holidays. 
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As the Ridgefield Junction area develops, especially if mixed use development occurs, the city 
should implement transit-oriented development standards to encourage walking, bicycling, and 
transit use in lieu of single-occupant vehicle trips to and within these sites.  The City should 
continue to work with C-TRAN to expand transit service along the I-5 corridor into the City via 
the Pioneer Street corridor. 

4.7 Bicycle/Pedestrian 

SR-501 
State highways typically serve as major arterials, forming potentially the most important element 
of a complete network of bikeways and walkways.  They are the backbone into which local 
arterials and collectors feed. In order to have a fully optimized transportation system, bicycle 
and pedestrian facilities should tie in with State Route 501/Pioneer Street. The plan and cross-
sections for SR-501 include a separated bike/pedestrian path on both sides from downtown to 
the junction. 
 
Sidewalks 
Currently, several streets in Ridgefield have either no sidewalks or sidewalks on only one side 
of the street.  As these streets are improved, sidewalks should be included on both sides of the 
street. Planter strips should also be considered for new sidewalk construction. Planter strips 
serve as buffer space between the sidewalks and the roadway for enhanced pedestrian 
usability.  All newly constructed roads should include sidewalks on both sides.  
 
Bicycles 
The City of Ridgefield should plan for bike lanes to be provided on all arterials and non-
Industrial collectors within the next 20 years.  In addition, bike lanes should be striped on other 
streets where existing pavement widths allow.  These improvements could be gained at 
relatively low cost.  On Neighborhood Connectors and local streets, traffic volumes and speeds 
are expected to be relatively low, so that cyclists can ride safely and comfortably in the vehicular 
travel lanes, so provision of bike lanes is not appropriate on these facilities.  On 
Industrial/Commercial collectors, adequate width is provided for a shared parking lane/bike lane 
in each direction. 
 
Future bicycle improvements identified in conjunction with street improvements are intended to 
provide bicyclists with full accessibility on the city’s major street system.  These facilities will 
provide for circulation for the destination-oriented bicyclist, including travel between residential 
areas and schools/work, routes between local social and environmental features for the 
recreational bicyclist, and result in a more balanced transportation system providing direct 
routes for all users in the City of Ridgefield. 

4.8 Parking 

Parking supply is an issue in downtown Ridgefield as the city continues to promote downtown 
as a destination point for shoppers and visitors.  On-street parking should remain on Pioneer 
Street as a traffic “calming” tool and to emphasize the “Main Street” aspect through downtown.  
Off-street parking supply should be provided as downtown becomes more of a destination. 

4.9 Traffic Control and Roundabouts 

A significant issue during the transportation plan update process regarded the number and 
spacing of traffic signals possibly included in the 2005 Plan’s SR-501/Pioneer Corridor concept.  
Simulation modeling indicates that between 45th Avenue and 65th Avenue on Pioneer/SR-501, 
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the combination of close spacing of intersections and the amount of future traffic will likely result 
in closely spaced traffic signals and traffic queue spillbacks between intersections.  It is difficult 
to coordinate traffic signals in both directions with signals spaced less than ¼ mile apart. 

Additionally, there was a general interest in preserving the “rural and scenic” nature of Reiman 
Road north of SR-501 to Heron Ridge Drive.  Although classified as a collector, the roadside 
environment and topography constrain the ability to widen Reiman Road much beyond its 
current 22-foot width.  The Advisory Group expressed an interest in directing traffic to the north 
via 35th and 45th Avenues, instead of Reiman Road. The 2005 Plan adopted the special 
designation for Reiman Road as a “Scenic Collector”.  

The 2008 Transportation Plan update includes roundabouts at the following Pioneer Street/SR 
501 corridor intersections, in addition to the recently-installed 45th Avenue roundabout: 

·  35th Avenue (encourages westbound traffic to head north on 35th Avenue to N. 10th 
Street/Heron Ridge Drive) 

·  51st Avenue 

·  56th Place 

·  65th Avenue 
Note: When S. 15th Street is extended across I-5, the intersection of Union Ridge Parkway at S. 
15th Street will likely require a signal. A roundabout should also be considered at this 
intersection.  

SECTION 5 FINANCING 

5.1 State Requirements 

Under the Growth Management Act, the transportation financing analysis must include: 

1. An analysis of a jurisdiction's funding capability to compare needs against 
anticipated revenues. 

2. A multi-year financing plan based on the identified needs. 

3. If anticipated funding falls short of identified needs, a strategy is required to show 
how additional funding will be raised or how land use assumptions will be 
reassessed to ensure that the level of service standards will be met or that level of 
service standards will be adjusted accordingly. 

5.2 Funding Sources 

Potential state and federal transportation funding sources are identified in Table 2-7. This table 
identifies the funding source, which jurisdictions are eligible to receive funds from that source 
and for what purpose the funds may be used. This is not intended to be a complete list, but the 
funding picture is continually changing so vigilance on the part of local officials is advised so that 
opportunities are not overlooked.  

In April 2008, the City enacted its first Transportation Benefit District (TBD) to provide funding 
for the I-5 at SR 501/Pioneer interchange improvements.  The TBD collects 0.2% sales and use 
taxes in a district covering an approximate one-mile radius around the interchange within City 
limits.  The TBD is anticipated to provide up to $60,000 per year in revenue for the project.  This 
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is reflected in the project summary and funding by source table (“Ridgefield Traffic Impact Fee”) 
as public funding. 

TABLE 2-7: Potential State and Federal Funding Sour ces 

Funding Agency Funding Program Uses 

WSDOT/Federal Bridge Replacement & 
Rehabilitation 

Work on local agency bridges 

WSDOT/RTC Surface Transportation 
Program (federal) 

Construction of improvements on federally 
classified roads 

WSDOT STP Hazard Elimination 
Program (federal) 

Improve safety by eliminating hazards 

WSDOT/RTC STP Enhancement Program 
(federal) 

Enhance non-motorized transportation 
projects 

WSDOT “Nickel Gas Tax” Package New, special tax for specified project list. 

WSDOT/State 
Legislature 

Transportation Partnership 
Act of 2005 

Special tax for specified project list. 

WSDOT Main Street Pavement 
Program 

Establish and promote pavement 
maintenance systems in cities with 
populations under 10,000 

WSDOT School Safety 
Enhancements 

Fund capital projects for traffic and 
pedestrian safety improvements near 
schools 

WSDOT Local Government Traffic 
Engineering Services 

For all aspects of traffic and transportation 
engineering 

RTC Congestion Mitigation and 
Air Quality Improvement 
(federal) 

For air quality improvement projects (not 
those that add lane capacity) 

TIB Small City BRAC Program Match program to assist small cities with 
their required match for federally funded 
bridge projects 

TIB Small City Pedestrian Safety 
and Mobility Program 

Funds to enhance and promote pedestrian 
mobility and safety 

TIB Small City Program Preserve and improve the roadway system 

Public Works 
Board 

Public Works Trust Fund 
Construction Loan Program 

Revolving low interest loan fund to help 
local govt finance critical public works 
needs 

County Road 
Board 

Rural Arterial Program 
(RAP) 

County road and bridge reconstruction  

County Road 
Board 

County Arterial Preservation 
Program (CAPP) 

Preserve existing paved county arterial 
road networks 
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5.3 Existing and Projected Revenue 

The adopted transportation plan needs to be achievable. A financial analysis of the 
transportation plan ensures that it is realistic. The appropriate transportation plan for a 
community is probably a balance between: 

·  One that can be readily afforded with existing revenue sources; and 

·  One that can be achieved if the community is willing to make a commitment to 
aggressively pursue a variety of additional funding sources. 

Funding of the improvements in the recommended plan will be derived from the following 
sources: 

·  Ongoing Local Revenue 
·  I-5 at SR 501 Transportation Benefit District 
·  State and Federal Programs 
·  Private Funding 

 
A comparison of the cost of improvements in the Ridgefield Transportation Plan versus the 
anticipated revenues from traditional sources shows a shortfall over the next 20 years. Because 
of the rapid growth that is anticipated over that time, it is realistic to expect that some 
percentage of that shortfall could be made up from increases in the adopted impact fee 
ordinance. To make the Ridgefield Transportation Plan a reality, the City should: 

1. Continue the collection of local taxes and fees at or above the current levels. 
2. Aggressively pursue all potential State and Federal funding sources, including any 

future updates to the state’s “nickel gas tax package”. 
3. Regularly update the impact fee ordinance including an annual inflation adjustment. 
4. Work toward adopting a dedicated street and road fund. 

 
5.4 Impact Fees 

Traffic Impact Fees (TIF) are collected to pay for a portion of the transportation improvements 
needed to accommodate traffic resulting from new development. TIFs are paid only for new 
development or redevelopment which would add trips compared to its current use. The fee is 
assessed by examining the number of trips expected to be generated from that development. 
The fees collected can be used to expand existing transportation facilities and to build new 
facilities.  

The recommended Traffic Impact Fee is $259, which i s calculated by estimating the total 
cost of needed improvements and dividing the number  of estimated trips in 2024.  The 
recommended improvements are shown in the appendix.  

TIF Facilities 

During the plan update process, updated cost estimates (Year 2010 dollars) were developed for 
roads currently on the plan, as well as new roadways proposed to be added to the plan.  The 
update in costs indicated that the improvement costs for this plan update are significantly higher 
(33%) than the project costs in the 2005 plan (using the WSDOT Construction Cost Index) but 
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are approximately 2.5% lower, on average, compared to the 2008 Update due to decreases in 
construction costs between 2008 and 2010.   

Criteria for TIF eligible roadways were established as follows: 

·  Roads classified as principal or minor arterials, and State Highways 
·  Roads that serve primarily citywide trips, regional trips or trips over multiple land uses 

that serve the majority of trips to and from Ridgefield 
·  Roads that serve to reduce impacts on adjacent facilities. 

The capital improvement streets shown on Figure 2-6 were reviewed by the City Council during 
the 2008 Update process. Those deemed to meet these criteria were selected as TIF eligible.  

Non-TIF roads on the Capital Facilities Plan would be built by development to comply with City 
street standards, or would be funded as a public project (or some public/private combination 
that does not involve TIF). 

Discussion also focused in 2008 on what parts of transportation system improvements should 
be included in the TIF calculations (core road lanes, bike lanes, sidewalks, right-of-way, etc.). 
To help keep the TIF rate “affordable”, the parts of the improvements on the TIF program list 
needed to be reduced.  TIF-eligible facilities are thus: 

·  The core roadway section. These calculations include stormwater costs, right-of-way 
costs, and environmental mitigation.  

·  Frontage improvements, including bike lanes, landscaping, and sidewalks are not 
included in TIF calculation. The costs of frontage improvements will be borne by the 
adjacent development.  

Key Changes from the 2008 Transportation Capital Facilities Plan Update 

There are several noticeable changes that have occurred in the Ridgefield 2008 Transportation 
Plan update as compared to the 2005 Ridgefield Transportation Plan.  These include: 

·  Redesignating portions of S 51st Avenue: due to the decision of the Western Washington 
Growth Management Hearings Board, the urban growth area has been removed along 
Carty Road and reclassified as rural agricultural.  A small portion of S 51st Avenue has 
been removed as Urban Minor Arterial and reclassified as Rural Minor Collector. 

·  Continuing to show the  NW 219th Street extension west of I-5.  The 2008 RUGA 
Transportation Plan update maintains the city’s support of the NW 219th Street 
extension, and includes the corridor in the city’s Traffic Impact Fee project list.  
Constructing the NW 219th Street extension would provide for regional capacity between 
west parts of Ridgefield’s UGA and I-5, as well as serving to relieve the Pioneer 
Street/SR 501 corridor. 

·  Revising the conceptual alignments of the “Boschma” area collectors. 

·  Including a new industrial/commercial collector along approximately S. 3rd Street from S. 
45th Avenue to S 51st Avenue.  This additional collector is needed for local traffic 
circulation and capacity to serve the increased trip-making associated with the Port of 
Ridgefield’s comprehensive plan amendment.  
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·  The Ridgefield Interchange Project has been split into two phases; Phase 1, which is 
underway, includes the interchange ramps and overpass improvements, while Phase 2, 
which is not yet funded, includes widening of Pioneer Street between 56th Place and 65th 
Avenue with roundabouts at 56th Place and at 65th Avenue. Additionally, costs and 
funding sources have been adjusted to reflect a substantial amount of state and federal 
funding received (in lieu of Traffic Impact Fee and local funding) during Phase 1. 

 
TIF Zone Structure 

This plan retains the single-zone system.  By having one zone, the TIF funding pool can be 
used on any TIF-eligible roadway citywide, and TIF credits can be used regardless of 
geographic location in the city.  
 
Trip Basis  

This plan implements a daily trip TIF system as carried over from the 2005 Plan. The 2004 Plan 
calculated traffic impact fees by assessing the number of PM peak trips generated by a 
particular land use. The advantages of using Daily trips are:  
 

·  Captures all trips generated by new development 
·  Captures trips generated by land uses that typically do not generate trips during the 

peak period (warehousing, medical services, etc.)  
·  Also captures truck trips that tend to occur outside peak hours 

 
Truck Trips in TIF calculations 

The Plan update process included a discussion regarding the ability to include a factor for the 
number of truck trips generated or attracted to a development site. This plan does not 
separately factor truck trips. As further information becomes available, future TIF updates 
should consider incorporating a truck trip factor. Use of the daily TIF assessment will capture 
truck trips which typically occur during off-peak periods.  
 
TIF Exemptions and Reductions 

TIF exemptions or reductions are mechanisms used to attract specific types of specialized, 
desired development or to allow for public infrastructure or specialized housing uses.  TIF 
exemptions or reductions also has a net effect of lowering overall expected TIF revenue. 
 
Exempting new school facilities from TIF payments was also considered during the Plan update 
process in 2005.  This plan does not allow for such exemptions.  
 
In addition, the 2008 Plan update modified the downtown TIF exemption are to include the 
downtown Historic District in the TIF exemption area, and to exclude the Port’s Waterfront 
development. 
 
The 2008 Plan update process included discussion of several potential TIF reduction factors, 
including reductions for developments that increase sales tax revenues (retail developments), 
developments that include family wage jobs (office parks, industrial parks), and developments 
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that occur early in the capital improvement program planning horizon. This Plan does not allow 
for these reductions.  
 
Future TIF updates should consider incorporating some or all of these reduction factors as 
additional sources of revenue to support these exemptions become available. 
 
TIF reductions for pass-by trips 

This plan allows TIF reductions for pass-by trips. Pass by trips are those trips already on the 
system that access new developments as they pass by (e.g. gas stations, fast food, etc.).  The 
advantages of pass-by TIF reductions are: 

·  Development does not pay for trips that are not generated solely by that development 
·  Pass-by TIF reductions are allowed by most jurisdictions 
·  ITE Traffic Generation Manual provides specific guidance on pass-by trips by land use 

 
Table IV-8 shows the potential impact of implementing a TIF reduction for pass-by trips. Table 
IV-9 lists pass-by rates for several land use categories.  
 

Table 2-8: Pass-By Trip TIF Reduction  

Land Use Unadjusted TIF* Pass-By Factor Adjusted TIF 

Commercial** $259 0.85 $220 
*Cost per daily trip 
**Reduction would be applicable to commercial uses 
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Table 2-9: Pass-By Trips by Land Use 

ITE Code Land Use 
PM Peak 

Pass-By % 
815 Free-Standing Discount Store 17.2 
820 Shopping Center 34.0 
831 Quality Restaurant* 44.0 
832 High Turnover (Sit-Down) Restaurant** 43.0 
834 Fast Food Restaurant w/Drive-Through Window 50.0 
843 Automobile Parts Sales 43.0 
844 Gasoline/Service Station 42.0 
845 Gasoline/Service Station w/Convenience Market 56.0 
848 Tire Store 28.0 
850 Supermarket 36.0 
851 Convenience Market (Open 24 Hours) 61.0 
853 Convenience Market w/Gasoline Pumps 66.0 
854 Discount Supermarket 9.0 
862 Home Improvement Superstore 48.0 
863 Electronics Superstore 40.0 
880 Pharmacy/Drugstore w/out Drive-Through Window 53.0 
881 Pharmacy/Drugstore w/Drive-Through Window 49.0 
890 Furniture Store 53.0 
912 Drive-in Bank 47.0 

Source: Institute of Transportation Engineers (ITE) Trip Generation Handbook, March 2001 
*Typically not a chain restaurant. Turnover rates are usually at least one hour or longer.  
**Typically a chain restaurant with turnover rates of approximately one hour or less.  
 
Public vs. Private Split  

The update process also included discussions about what percentage of costs should be paid 
by public and private funding sources. The adopted plan includes 46% public (grants, WSDOT, 
city, Transportation Benefit District) and 54% private (TIF, direct private contributions, and 
developing-provided frontage improvements not subject to TIF credits) funding shares. The 
advantages of the proposed splits are:  
 

·  Majority of capital facility improvement road costs paid by new developments 
·  Facilities of regional importance most likely to be funded and constructed 
·  Growth would pay most of the cost of its impacts. 

 
This split should be reassessed on a regular basis.  The City should consider implementing a 
dedicated street fund to provide the City share.  
 
5.4.1 Trip Generation 
The main criterion used in determining the impacts of new development is the number of 
trips that will be generated. Of course, this is dependent on the type of development. The 
accepted source of trip generation rates is the "Trip Generation Manual" published by the 
Institute of Transportation Engineers. To reduce debate during the development review 
process, many jurisdictions codify a standardized rate for each common development type in 
their regulations. For small developments it is fairly easy to ascertain the number of new trips 
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by using the standard table. For large developments, a separate traffic study may be 
appropriate to determine the new trips that would be generated. 

5.4.2 Cost of Improvements 

The other essential criterion that is needed to establish an impact fee schedule is the estimated 
cost of the new improvements that will be needed to maintain the established level of service 
that the jurisdiction has adopted. A net cost is then calculated by subtracting the anticipated 
revenue from all other sources such as user fees, taxes from all governmental levels, grants, 
contributions, etc. This net cost (presumably a shortfall) becomes the basis for calculating the 
impact fee to be paid by the development. 

The total revenues that would be needed through traffic impact fees is $48,174,600. This 
revenue, divided by the total additional projected trips (185,900 daily trips), gives the cost per 
daily trip. Cost per daily trip, therefore, is $48,174,600/185,900 = $259 per daily trip.  
 
5.4.3 Impact Fee Calculation for Specific Uses 

The cost per trip multiplied by the total trips generated by a particular land use (residential, 
commercial, industrial, etc.) gives the impact fee for that use. Table 2-10 lists trip generation 
rates for various land uses.  

The Trip Generation Schedule gives a variety of land uses, but as an example, a Movie 
Theater (code 444) with three screens would pay daily impact fees of $119,137 (3 x 153.33 x 
$259). A single family residence would pay daily impact fees of $2,479 (9.57 x $259).  

This section may require modification whenever the City implements changes to the future 
land use scenario. This section should also be updated when the ITE Trip Generation manual 
is updated.  

Table 2-10: Ridgefield Transportation Plan 
Trip Generation Schedule  

ITE 
Code  Land Use Unit of Measure (X) 

Daily No. of 
Trips  

Pass-By Trip 
Percentage 1 

110 Light Industrial/Industrial Park 1000 sq. ft. GFA 1.50(X) NA 

151 Mini-warehousing 1000 sq. ft. GFA 2.50(X) NA 

210 Single family housing dwelling units 9.57(X) NA 

221 
Low-rise apartment 
-1 or 2 levels 

dwelling units 6.59(X) NA 

222 
High-rise apartment 
-3 or more levels 

dwelling units 4.20(X) NA 

230 Residential Condominium dwelling units 5.86(X) NA 

240 Mobile home park dwelling units 4.81(X) NA 

250 Retirement Community dwelling units NA NA 

252 Congregate care facility dwelling units 2.15(X) NA 



Transportation Capital Facilities Plan 
1/5/2011 

Chapter IV - Streets and Transportation 

35 

ITE 
Code  Land Use Unit of Measure (X) 

Daily No. of 
Trips  

Pass-By Trip 
Percentage 1 

270 
Residential Planned Unit 
Development dwelling units 7.50(X) NA 

310 Hotel rooms 8.23(X) NA 

320 Motel rooms 5.63(X) NA 

420 Marina boat berths 2.96(X) NA 

444 Movie Theater screens 153.33(X) NA 

492 Racquet club 1000 sq. ft. GFA 17.14(X) NA 

520 Elementary school students 1.02(X) NA 

530 High school students 1.79(X) NA 

560 Church/synagogue 1000 sq. ft. GFA 9.11(X) NA 

565 Day care center 1000 sq. ft. GFA 79.26(X) NA 

610 Hospital 1000 sq. ft. GFA 16.78(X) NA 

620 Nursing home beds 2.61(X) NA 

630 Clinic employees 7.75(X) NA 

710 General office building 1000 GFA bldg. area 11.01(X) NA 

720 Medial-dental office bldg. 1000 sq.ft. GFA 36.13(X) NA 

750 Office park 1000 sq.ft. GFA 11.42(X) NA 

770 Business park 1000 sq.ft. GFA 12.76(X) NA 

812 Building material/lumber 1000 sq.ft. GFA 39.71(X) NA 

814 Specialty retail center 1000 sq.ft. GFA 40.67(X) NA 

815 Discount store 1000 sq.ft. GFA 56.63(X) 17.2 

820 Shopping center To be based on Traffic Study 34.0 

831 Quality restaurant 1000 sq.ft. GFA 89.95(X) 44.0 

832 High turnover restaurant 1000 sq.ft. GFA 130.34(X) 43.0 

833 
Fast food restaurant 
-without drive through 

1000 sq.ft. GFA 716.00(X) NA 

834 
Fast food restaurant 
-with drive through 

1000 sq.ft. GFA 496.12(X) 50.0 

841 New car sales 1000 sq.ft. GFA 37.50(X) NA 

844 Service station Fueling positions 168.56(X) 42.0 

847 Car wash wash stalls NA NA 
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ITE 
Code  Land Use Unit of Measure (X) 

Daily No. of 
Trips  

Pass-By Trip 
Percentage 1 

850 Supermarket 1000 sq.ft. GFA 111.51(X) 36.0 

851 Convenience market 1000 sq.ft. GFA 737.99(X) 61.0 

911 Walk-in bank 1000 sq.ft. GFA 156.48(X) NA 

912 Drive-in bank 1000 sq.ft. GFA 265.21(X) 47.0 
1 PM Peak Pass By Percentage. Pass-by rates are available for some other land 
uses. Please review the latest ITE manual for other pass-by percentages.  
GFA = Gross Floor Area               *AM  
Peak GSF = Gross Square Feet 
GLA = Gross Leasable Area 
Source: Trip Generation Sixth Edition, Institute of Transportation Engineers 

 

5.4.4 TIF implementation 

A summary of the TIF provisions is provided below. 

·  The TIF rate is recommended to be adjusted to $259 per daily trip (it is currently 
$203/trip) 

·  There is one citywide TIF zone  

·  TIF Credits can be used citywide 

·  TIFs are calculated based on the TIF share of project costs, thus, credits will be issued 
based on TIF share of project cost up to proportionate TIF cost in the CFP 

·  Previously issued TIF credits will be honored to aid with calculating TIF credits, some 
higher-cost segments or locations which may be constructed as a single project (as 
opposed to frontage improvement segments) such as S. 15th Street and N. 20th Street 
(289th Street) crossings over I-5, and the roundabouts along Pioneer Street/SR 501 
have been separated out from the rest of the corridors. 

·  The implementing ordinance will allow for an annual inflation adjustment 

·  The implementing ordinance will amend the current TIF code and will set 
administrative practice and rules  
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APPENDIX 

Population and Employment by TAZ – Ridgefield Plann ing Area 

County 
TAZ 

2000 
HH 

Estimated 2000 Employment Year 2024 HH/Employment 3 

Retail 
Non- 
Retail 

Total HH Retail 
Non- 
Retail 

Total 
Emp. 

463 214 0 24 24 697 14 98 112 

464 16 0 8 9 669 1 7 8 

465 34 5 23 28 1,717 27 507 534 

466 4 1 10 12 9 116 1,004 1,120 

467 132 14 37 51 295 25 67 92 

468 142 6 85 91 418 36 450 486 

469 22 0 19 19 398 0 2 2 

470 25 0 0 0 907 0 0 0 

471 19 1 3 3 189 122 812 934 

472 13 2 28 30 365 419 2,105 2,524 

543 92 3 5 7 599 232 170 402 

560 125 0 23 23 254 0 17 17 

561 58 0 20 20 419 3 30 33 

563 17 0 2 2 128 110 741 851 

581 475 8 51 59 764 2 64 66 

583 159 0 16 16 262 178 2,165 2,342 

584 52 13 36 48 842 742 1,519 2,261 

586 75 0 21 21 492 0 176 176 

635 152 3 15 18 298 8 25 33 

636 92 4 76 80 657 55 442 497 

637 20 5 23 28 513 69 2,392 2,461 

638 13 42 182 224 6 49 1,499 1,548 

640 14 1 10 12 41 5 2 7 

Note: The Ridgefield TAZs are not added ones, they are disaggregations of the RTC county TAZs. 
 

                                                 
3 Based on full realization of the Employment Mixed Use Overlay. 
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County 
TAZ 

2000 
HH 

Estimated 2000 Employment Year 2024 HH/Employment 2 

Retail 
Non- 
Retail 

Total HH Retail 
Non- 
Retail 

Total 
Emp. 

641 4 1 10 12 1 111 591 702 

642 132 21 55 77 312 63 75 138 

643 117 14 198 213 233 25 77 102 

644 2 0 0 0 76 0 9 9 

645 24 0 19 19 223 0 15 15 

646 21 0 0 0 144 1 26 27 

647 12 0 2 2 17 87 347 433 

648 13 2 28 30 13 139 2,252 2,391 

649 0 0 4 4 342 100 50 150 

Totals 2,288 149 1,032 1,181 12,301 2,740 17,734 20,474 

Note: The Ridgefield TAZs are not added ones, they are disaggregations of the RTC county TAZs. 

 

�
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Transportation Capital Facilities Table  
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GLOSSARY OF TERMS USED IN THE TRANSPORTATION ELEMEN T 

Access/Accessibility The opportunity to reach a given destination within a 
certain time frame or without being impeded by 
physical or economic barriers. 

Alignment The horizontal and vertical path followed by a rail 
line, busway, transitway, roadway, or other public 
work. 

Alternative A reasonable option for addressing corridor 
transportation concerns. 

Assignment Process by which trips described by mode, origin, 
destination, and time of day are distributed among 
the various available paths or routes in a network 
according to one of a number of flow distribution 
rules. (1) 

Arterial A major thoroughfare used mainly for through traffic 
rather than access to nearby property. Arterials 
generally have greater traffic carrying capacity than 
collector or local streets and are designed for 
continuously moving traffic. The principal and minor 
arterial road systems provide the high speed, high 
volume network for travel between major points in 
both rural and urban areas. (2) (3) 

Average Daily Traffic (ADT) The average number of vehicles passing a point 
during a 24-hour period. (1) 

Calibration The procedure used to adjust travel models to 
simulate base year travel. (1) 

Collector Roads that collect traffic from local access streets 
and convey it onto the arterial system. Collectors 
emphasize access to the surrounding area and de-
emphasize mobility. (1) 

Concurrent with Development Transportation improvements or strategies either: (a) 
in place at the time of development or (b) with a 
secured financing commitment to complete 
improvements or strategies within six years. 

Concurrency Requirement A program to ensure that those public facilities and 
services necessary to support development are 
adequate to serve such development at the time the 
development activity is available for occupancy or 
use without decreasing current service levels below 
locally established minimum standards. 
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Distribution Process by which trips defined by origin are 
distributed among the various available destinations. 
Common trip distribution models are the gravity 
model and the opportunity model. (1) 

Functional Classification A technique for assigning categories to 
transportation facilities based on a facility's role in 
the overall transportation system, recognizing that 
roads do not function independently, but as a 
system. (3) 

Growth Management Act (GMA) Legislation passed in 1990 requiring counties of a 
certain size to develop, among other items, urban 
growth boundaries, comprehensive plans, and 
concurrent funding plans. 

Infrastructure A term connoting the physical underpinnings of 
society at large including, but not limited to, roads, 
bridges, transit, waste system, public buildings, and 
communications networks.(1) 

Intermodal Surface Transportation Legislative initiative by the U.S. Congress 
Efficiency Act of 1991 (ISTEA) restructuring funding for highway and transit 

programs. ISTEA authorized increased levels of 
highway and transportation funding and an enlarged 
role for regional planning commissions/MPOs in 
funding decisions. The Act also required 
comprehensive regional long-range transportation 
plans. The Act was subsequently reauthorized and 
is known as the Transportation Equity Act for the 21st 
Century (TEA-21). TEA-21 reauthorized many of the 
provisions contained in ISTEA.  

Link In traffic assignment, a section of the highway 
network defined by a node at each end. A link may 
be one-way or two-way.(1) 

Methodology The system of principals, practices, and procedures 
applied to a specific branch of knowledge.(1) 

Model A mathematical or conceptual analysis tool that uses 
data on past and present conditions to make a 
projection about the future. 

Park-and-Ride A system in which commuters individually drive to a 
common location, park their vehicles, and continue 
travel to their final destination via public transit. 

Parkway A broad landscaped highway, often divided by 
planted median strips. A parkway is not a boulevard. 
(3) 



Transportation Capital Facilities Plan 
1/5/2011 

Chapter IV - Streets and Transportation 

43 

Peak Direction The direction of major traffic flow on a highway or 
transit facility during rush hours. 

Peak Hour The hour during which the maximum amount of 
travel takes place. 

Peak Period The period during which the maximum amount of 
travel occurs. Usually about 7 to 9 a.m. and 4 to 6 
p.m. 

Project Improvements Project improvements are site improvements and 
facilities which are planned and designed to provide 
service for a particular development project and 
which are necessary for the use and convenience of 
the occupants or users of the project. Project 
improvements are normally paid for by the developer 
and are made a condition of development approval. 

Safety Improvements Facility improvements designed to enhance safety 
for vehicular, pedestrian, and bicycle traffic. Typical 
urban street standards use vertical curbs to protect 
the boulevard area where sidewalks, trails, street 
trees, utilities, and signs are located. Potential 
bicycle lanes are normally along paved shoulders 
that are designated by signs and/or pavement 
markings for preferential bicycle use. Safety can also 
refer to specific improvements to be based on more 
detailed engineering study to address existing 
accident problems. Actions could include (but not 
limited to) vegetation clearance, installation of 
improved signing/ pavement marking, illumination, 
removal of roadside obstacles, and minor widening 
or even roadway reconstruction to reduce curves 
and eliminate deep ditches. 

System Improvements System improvements, such as the principal and 
secondary arterial systems, are public facilities 
designed to serve areas within the community at 
large. 

Transportation Analysis Zone A small area within a transportation model with 
similar land-use and trip generating characteristics. 
The areas are used to define the total study area 
travel demand. 

Transit Refers to a multiple-occupant vehicle operated on a 
for-hire, shared-ride basis, including bus, ferry, taxi, 
shuttle bus, carpool, or vanpool. 

Transportation Demand Management (TDM) Managing the amount of transportation wanted. 
Development of policies and programs to motivate 
people to use public transportation, such as bus 
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pass subsidies, flextime programs, and limiting free 
parking. 

Transportation System Management (TSM) An array of strategies intended to lead to a
 reduction in the number of vehicles using the road 
system while simultaneously serving the same 
number of travelers. (3) (4) 

Trip A one-way movement of a person or vehicle 
between two points for a specific purpose, 
sometimes called a one-way trip to distinguish it 
from a round trip. 

Trip Assignment The process of determining route or routes of travel 
and allocating the zone-to-zone trips to these routes. 
(1) 

Trip Distribution The process by which the movement of trips 
between zones is estimated. The data for each 
distribution may be measured or be estimated by a 
growth factor process or by synthetic model. (1) 

Trip Generation A general term describing the analysis and 
application of the relationships that exists between 
the trip makers, the urban area, and the trip making. 
It relates to the number of trip ends in any part of the 
urban area. (1) 

Urban Growth Area (UGA) The GMA requires designation of urban growth 
areas. A UGA is "the intensive use of land" which is 
incompatible with agricultural products or mineral 
extraction. 

Urban Growth Boundary (UGB) The point beyond which urban growth is prohibited 
and only growth not urban in nature is allowed. 

 

1. University of Washington, Transportation Modeling Course, Glossary, Professor Cy Ulberg 

2. A Policy of Geometric Design of Highways and Streets, 1984. American Association of State 
Highway and Transportation Officials, Page 553. 

3. East-West Coordinating Council, "Talking the Talk, A Pocket Guide to the Language of 
Transportation Planning", September 2000. 

4. The American Heritage Dictionary, Second College Addition. Houghton Mifflin, Boston, 1985. 


