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4.9. Transportation 
This section describes the existing and projected future transportation system in 
Whatcom County (County), including roadways, transit, rail, non-motorized, and air 
transportation.  This section also summarizes the potential impacts of each alternative 
on the transportation network, and mitigation measures needed to address those 
impacts.  

4.9.1. Existing Conditions 

This section discusses state and local regulations and policies that guide 
transportation in the County; and describes existing county transportation 
infrastructure, services and operating conditions for roadway, transit, non-motorized, 
rail, air, and ferry. 

Planning Context 

Statewide Planning 

Washington Growth Management Act 

The Washington State Growth Management Act (GMA) provides direction for the 
transportation element of local comprehensive plans.  The GMA, codified in the 
Revised Code of Washington (RCW) 36.70A.070, requires that the transportation 
element be consistent with the land use element of a comprehensive plan.  Planned 
land use must be reflected in the travel forecasts that are prepared to evaluate the 
impacts of future development.  The transportation element must identify 
transportation improvements and implementation measures to ensure that the 
transportation system adequately supports planned land use, as defined by locally 
adopted level of service standards.  

As described in the Washington Administrative Code (WAC) 365-195-325, a 
transportation element must present the following information: 

 land use assumptions used in estimating travel; 

 inventory of transportation facilities and services; 

 level of service (LOS) standards, and actions necessary to allow transportation 
facilities and services to meet the standards; 

 identification of transportation system needs to meet current and future travel 
demand; 

 a multi-year finance strategy that balances transportation needs against available 
funding; 

 intergovernmental coordination and impact assessment; and 
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 strategies for reducing travel demand 

Washington Transportation Plan 

The federal Safe, Accountable, Flexible, Efficient Transportation Equity Act: A 
Legacy for Users (SAFETEA-LU) requires that each state prepare a transportation 
plan and program providing for development, management, and operation of all 
modes of their transportation systems.  The law requires the plan to be based on a 
20-year forecast that is continually evaluated and periodically updated.  The 
Washington Transportation Plan (WTP) presents Washington’s strategy for 
implementation programs and budget development over a 20-year horizon.    

The WTP contains an overview of the current conditions of the statewide 
transportation system, as well as an assessment of the State’s future transportation 
investment needs.  The WTP provides strategies to develop Washington’s 
transportation system to serve the needs of its citizens and economy, while 
safeguarding the environment.  The WTP covers these issues: Safety, Preservation, 
System Efficiency, Bottlenecks and Chokepoints, Transportation Access, Building 
Future Visions, Freight Movement, Strong Economy and Good Jobs, and Health and 
the Environment.  The plan covers all modes of Washington’s transportation system: 
roadways, ferries, public transportation, aviation, passenger and freight rail, marine 
ports and navigation, bicycles, and pedestrians.  

The WTP addresses the roles of the Washington State Department of Transportation 
(WSDOT), regional planning organizations, local jurisdictions, and Tribal 
governments in Washington State.  The WTP is required by state and federal law to 
be regularly updated. The Washington State Transportation Commission adopted the 
WTP in November 2006. Under GMA, the County transportation element must 
assess the impact of future land use on state transportation facilities, and must be 
consistent with the WTP.  

Level of Service Bill 

Transportation-related issues of growth management planning in Washington are 
further addressed through House Bill (HB) 1487, also known as the Level of Service 
Bill.  The Washington State Legislature passed HB 1487 in 1998 to enhance 
coordinated planning for major transportation facilities and services of statewide 
significance.  This legislation creates a strong tie between the local transportation 
plan requirements under the GMA and the state’s enhanced role in the regional 
planning process. It designates operational standards on state-owned facilities, and 
recognizes the importance of certain facilities as being of statewide significance.  HB 
1487 includes provisions for consistency between the WTP, regional plans, related 
(local, regional, and state) financial plans; and funding priorities for transportation 
facilities and services of statewide significance, as identified by the Washington State 
Transportation Commission. 
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Regional Planning 

Whatcom Council of Governments—2007 Whatcom Transportation Plan  

The Whatcom Transportation Plan is the long-range transportation plan for the 
County; adopted in June 2007 by the Whatcom Council of Governments (WCOG). 
WCOG developed the plan to address the existing urban-level transportation needs of 
the County’s primarily rural transportation system, which is located between the two 
major metropolitan areas of the Central Puget Sound and Greater Vancouver, British 
Columbia.  The requirements of federal and state transportation legislation, including 
SAFETEA-LU are met with this plan.  The Whatcom Transportation Plan 
summarizes regional transportation conditions and facilities for all modes, and 
describes each local transportation plan.  The plan provides options for the region to 
use all possible transportation modes to accommodate growth and demands on the 
system.  The effect of the international border between the United States and Canada 
on the region is also discussed. 

The Whatcom Transportation Plan includes goals and policy recommendations in 
several areas of concern (Whatcom Council of Governments 2007).  These goals are: 

 Public Information and Education  

− To raise the public’s level of awareness about regional transportation issues, 
laws, and regulations pertaining to all transportation modes. 

 Safety 

− High quality, safe, convenient, accessible, cost-effective transportation 
services throughout Whatcom County. 

 Access 

− Plan for transportation facilities and services that balance access to jobs, 
educational opportunities and services while not encouraging sprawl in 
keeping with the requirements of the GMA;  

− Access to transportation facilities and services for all users, including people 
with disabilities, the elderly and low-income populations.  

 Environmental Justice  

− Adequately address the potential significant adverse effects of transportation 
plans and projects on low-income, disability and minority populations;  

− Encourage Whatcom Transportation Authority (WTA) to ensure that low-
income, disability and minority populations have meaningful representation 
in the planning process;  

− Plan for the access needs of people with disabilities in accordance with state 
and federal guidelines. 

 Connectivity 

− Provide efficient connections between routes and modes. 
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 Freight Mobility 

− Support the creation of an infrastructure necessary to provide for the safe, 
efficient movement of goods in support of the economic vitality of the 
region; 

− Encourage freight movement via routes and modes other than roadways 
where feasible. 

 Congestion and Mobility  

− Mitigate congestion on Interstate 5 and other high use facilities throughout 
the County. 

 Transportation Demand Management 

− Develop strategies that remove barriers preventing people from using 
transportation alternatives; 

− Reduce reliance and emphasis on single occupant vehicles; 

− Use the Whatcom Smart Trips program to reduce traffic congestion, air 
pollution, and fuel consumption through a community-based program that 
reduces the number of drive-alone trips. 

 Alternative Forms of Transportation 

− Ensure that alternatives to single occupancy vehicles are seriously considered 
in the development of member jurisdictions transportation elements; 

− Promote effective, efficient, and safe designs in existing and future 
alternative transportation modes; 

− Make alternative modes more attractive and safe for the public. 

 Land Use 

− Where appropriate, reflect the comprehensive plans of the appropriate 
jurisdiction and of Whatcom County by encouraging land use types, mixes, 
and densities that promote balanced and effective transportation systems; 

− The transportation and land use policies of member jurisdictions should 
address impacts from development-generated traffic. 

 Health 

− Increase bicycle and pedestrian travel by encouraging safe and convenient 
routes, bicycle parking, and continuing education efforts. 

 Public Participation 

− Engage the region’s residents early during transportation planning processes. 

 Other Transportation Modes 

− Recognize a need to plan for appropriate access, networks, and policy 
treatments for alternative modes such as in-line skating, skateboarding, 
scooters and electric-assisted scooters, and equestrians.  

The WCOG is presently in the midst of developing a Whatcom Transportation Plan 
Update scheduled for completion   by June 30, 2012.  The plan update will include 
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development of a new countywide travel demand forecasting model, which is 
scheduled for completion in 2010.  In addition, it is possible that as part of the update 
process, a coordinated functional classification and level of service measurement 
system will be developed. 

Countywide Planning Policies 

Countywide planning policies were adopted by the County in 1995, and revised in 
1997 and 2005.  They are included as an appendix in both the Whatcom 
Transportation Plan and in the Whatcom County Comprehensive Plan.  In addition to 
including the types of policies required by GMA, the countywide policies also 
include goals in issue areas such as Open Space/Greenbelt Corridors, Impact Fees, 
and Intergovernmental Cooperation.  The countywide transportation policies include 
(Whatcom County 2008): 

 Encourage alternatives to the single occupancy vehicle, including increasing 
public transportation use, developing and improving bicycle and pedestrian 
facilities, and making intermodal connections. 

 Encourage high density residential development in urban growth areas in order to 
decrease the use of the single occupancy vehicle and to develop pedestrian scale 
neighborhoods. 

 Encourage cities to support transit and pedestrian-friendly mixed use 
developments within their urban growth areas (UGAs). 

 Maintain roadway LOS as adopted in local comprehensive plans; in cases where 
a proposed new development adversely affects the LOS, the development would 
be denied unless the proponent agrees to pay a proportionate share of the cost of 
maintaining the LOS. 

 Establish priorities and coordinate expenditures for countywide bicycle and trail 
corridors. 

Whatcom County Comprehensive Plan Transportation Element  

The Whatcom County Comprehensive Plan transportation element is the County’s 
long-range transportation planning document, which satisfies the requirements of 
GMA and defines the transportation policies, methods, and priorities for the County 
transportation system over a 20-year planning period.  The transportation element is 
guided by the countywide transportation system policies, as described in the previous 
section.  This document includes an inventory of transportation infrastructure and 
services within the County; establishes operational standards; provides analysis 
methods and results for operations of the transportation system; and provides a 
financially balanced transportation improvement plan to ensure that the transportation 
system is adequate to support the long-range land use plan (Whatcom County 2008). 
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Transportation System 

Highways and Roadways 

State Highways 

The County is served by 10 state highways that serve mobility needs within and 
beyond the county. In addition, Interstate (I)-5 runs generally north-south through the 
western portion of the county, passing through the most developed areas of the 
County, and directly connecting the county to Canada to the north, and the Puget 
Sound region to the south. 

The four state highways that connect the County with neighboring counties and 
provinces are: State Route (SR) 9, SR 11 (Old Fairhaven Parkway), SR 539 (Guide 
Meridian), and SR 543 (Pacific Highway).  SR 9 is primarily a north-south roadway 
that connects from Skagit County through Sumas to British Columbia. SR 11 is a 
north–south roadway that connects Bellingham with points south and continues into 
Skagit County. SR 20 provides access to Skagit County to the south, through the 
Ross Lake Recreational Area and the Mount Baker Snoqualmie National Forest, and 
east to Okanogan County. SR 539 is a north-south roadway that connects the 
Bellingham area, Lynden, British Columbia and points in between. SR 543 is a north-
south roadway that serves largely as a freight route; it originates off of I-5 in the 
Blaine area and provides access to British Columbia.  

The remaining five state highways provide service within the County. These 
highways are: SR 542 (Mount Baker Highway), SR 544 (E Pole Road), SR 546 
(E Badger Road), SR 547, and SR 548 (Blaine Road and Grandview Road).  SR 542 
provides access between Bellingham, through the Nugents Corner and Deming areas, 
north along the Nooksack River, and east into the Mount Baker Snoqualmie National 
Forest. SR 544 is an east-west roadway that connects SR 539 with the communities 
of Everson and Nooksack. SR 546 is also an east-west roadway; it provides access 
between SR 539, along the northern edge of Lynden to SR 9. SR 547 is primarily a 
north-south highway that connects SR 542 with Sumas. SR 548 connects at two 
points with I-5; located in the Blaine and Birch Bay area, it is an important 
connection between the community and I-5.  

Highways serving the County Planning Area (western third of County) are shown in 
Figure 4.9-1.
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Highways of Statewide Significance 

In 1998, Highway of Statewide Significance legislation was passed by the 
Washington State legislature and codified as RCW 47.06.140. Highways of 
Statewide Significance are those highways that promote and maintain significant 
statewide travel and economic linkages (Washington State Transportation 
Commission 2002).  The legislation emphasized that these significant facilities 
should be planned from a statewide perspective. Local jurisdictions will assess the 
effects of local land use plans on state facilities. The following Highways of 
Statewide Significance are located wholly or partially in the County: 

 SR 9—SR 546 to Canada  

 SR 539—I-5/Bellingham to Canada 

 SR 543—I-5 to Canada (entire length) 

 SR 546—SR 539 to SR 9 (entire length) 

 I-5—entire length within County 

Highways of Regional Significance are those state highways that do not have 
Highway of Statewide Significance designation.  Highways of Regional Significance 
may be held to the locally adopted operational standards of the jurisdictions in which 
they are located.  The following Highways of Regional Significance are located in 
the County: 

 SR 9—south of SR 546 

 SR 11—entire length 

 SR 542—entire length 

 SR 544—entire length 

 SR 547—entire length 

 SR 548—entire length 

The segment of SR 11 between I-5 and 12th Street in Bellingham is under 
consideration by the state legislature for a change in designation to Highway of 
Statewide Significance under HB 1431, but as of the issuance date of this Draft 
Environmental Impact Statement (Draft EIS), the change has not been adopted. 

National Highway System 

The National Highway System (NHS) is one component of the national 
transportation system, defined as part of the Intermodal Surface Transportation 
Efficiency Act (ISTEA), which was the precursor to SAFETEA-LU.  The purpose of 
the NHS is to focus resources on roadways that are most important to interstate travel 
and national defense, that connect other modes of transportation, and that are 
essential for international commerce. The entire interstate highway system is part of 
the NHS, which also includes a large percentage of urban and rural principal arterials, 
the defense-strategic highway network, and other strategic highway connectors.  All 
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highways in the County listed as Highways of Statewide Significance are also part of 
the NHS, as well as one highway, SR 11, currently listed as a Highway of Regional 
Significance.  

County Roads 

The County is responsible for operations and maintenance on all public roads located 
outside of UGAs, or inside of unincorporated portions of UGAs.  

Functional Classifications 

All roads in the County have been designated with functional classifications.  The 
classification of a road depends on the types of trips that occur on it, the basic 
purpose for which it was designed, and the relative level of traffic volume it carries.  
All roads exist to serve two purposes: mobility and access.  Mobility refers to the 
movement of people and goods between destinations.  Access refers to the ability to 
access land uses to and from the transportation system.  

Higher classes (e.g., freeways, arterials) provide a high degree of mobility and have 
more limited access to adjacent land uses, accommodating higher traffic volumes at 
higher speeds.  Lower classes (e.g., local access roads) provide access to adjacent 
land and are not intended to serve through traffic, carrying lower volumes at lower 
speeds. Collectors generally demonstrate a more balanced emphasis on traffic 
mobility and access.  Based on State law, cities and counties are required to adopt a 
street classification system that is consistent with State and federal guidelines (RCW 
35.78.010 and RCW 47.26.090).  The functional classifications guide the 
programming of roadway improvements. 

Table 4.9-1 describes functional classifications of County roadways.  The table 
describes the primary access and mobility functions for each major classification. 
Each classification is also further designated as “Urban”, meaning that the road is 
located within a UGA; or “Rural,” meaning that the road is located outside a UGA.  

Table 4.9-1. Functional Classification Descriptions 

Functional Classification Description 

Principal Arterial Principal arterials are inter-community highways that connect the 
largest community centers and facilities. Principal arterials carry the 
highest amount of traffic volumes and provide the best mobility in 
the roadway network by limiting access and traffic control devices, 
and posting higher speed limits. 

Minor Arterial Minor arterials are intra-community highways that connect 
community centers and facilities. Minor arterials provide a high level 
of mobility, as access to abutting properties is controlled. 

Collector Collectors are intra-community highways connecting residential 
neighborhoods with community centers and facilities. Access is 
partially controlled with limited access to abutting properties. 

Neighborhood Collector Neighborhood collectors are streets that connect two or more 
neighborhoods, and typically connect to higher classification roads 
or other collectors. Access to rural neighborhood collectors and 
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Functional Classification Description 
collector facilities is restricted because property lots front Local 
Access roadways where it is feasible. Access to urban 
neighborhood collectors and collector facilities is controlled with 
infrequent access to abutting properties. 

Local Access Local Access roads provide circulation within neighborhoods, and 
typically connect to neighborhood collectors. The primary function of 
local access roads is access to abutting properties, with minimal 
restrictions.  

Minor Access Minor Access roads are permanent cul-de-sacs or loops, with low 
traffic volumes, that provide circulation and access to off-street 
parking within residential developments. 

Source: Whatcom County Public Works Department 2004. 

County Road Inventory 

Appendix C provides an inventory of all county roads classified collector and above, 
and describes their physical characteristics. All roads that are not classified as 
arterials or collectors are classified as local access roads.  Table 4.9-2 summarizes the 
existing miles of county roads by functional classification.  

Table 4.9-2. County Road Inventory  

Functional Classification Total Miles of Roadway Percentage of Total 

Urban Principal Arterial 0.26 0.3% 

Urban Minor Arterial 26.78 2.8% 

Urban Collector 16.19 1.7% 

Rural Major Collector 155.05 16.3% 

Rural Minor Collector 164.41 17.3% 

Local Access 588.49 61.6% 

Total 951.16 100.0% 

Source: Whatcom County Public Works GIS roads data layer, (2008) Roadway Level of Service  

Level of Service Definition 

LOS is the primary measurement used to determine the operating quality of a road. 
LOS designations are measures of congestion that describe operational conditions 
within a traffic system and take into account such factors as volume, speed, travel 
time, and delay. LOS is represented by letter grades A through F. LOS A and B 
represent the fewest traffic slow-downs; LOS C and D represent intermediate traffic 
operations; LOS E indicates that traffic volumes are approaching road capacity; and 
LOS F indicates that traffic volumes exceed road capacity and operations are at a 
high level of congestion with unstable traffic flow (Transportation Research Board 
2000).  

The County uses a traditional engineering methodology to evaluate LOS of roadway 
segments, which are sections of roadway located between major intersections.  LOS 
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is based the volume-to-capacity ratio (V/C).  To calculate V/C of a road segment, 
projected weekday PM peak hour traffic volume is divided by the road’s carrying 
capacity.  For planning-level estimates, the County defines a road’s capacity based 
primarily on its functional classification, with higher function roads carrying a higher 
number of vehicles per hour.  Capacities also reflect access the following 
characteristics:  

 Lane width – Wider lanes allow higher overall capacity 

 Shoulder characteristics – Wider shoulders allow higher overall capacity 

 Median characteristics – Presence of a center turn lane allows higher overall 
capacity  

 Heavy vehicles – A higher presence of heavy trucks lowers overall capacity 

 Surrounding terrain – Level terrain allows higher overall capacity than rolling 
terrain. 

The County has divided all county roads classified as arterials or collectors into 
analysis segments.  The countywide road analysis segments, along with their 
respective capacities, are summarized in Appendix C. 

Table 4.9-3 presents the V/C range that correlates to each of the six LOS designations 
for road segments.  

Table 4.9-3.  Level of Service Definitions 

LOS Designation V/C Range 

A 0 – 0.59 

B 0.6– 0.69 

C 0.7 – 0.79 

D 0.8 – 0.89 

E 0.9 – 0.99 

F > 1.00 

Source: Whatcom County Comprehensive Plan, Appendix G (2008)  

Level of Service Standards 

LOS standards are used to evaluate the transportation impacts of long-term growth 
and concurrency. Jurisdictions must adopt standards by which the minimum 
acceptable roadway operating conditions may be identified.  Facilities that operate at 
levels that do not meet locally adopted LOS standards are considered deficient. LOS 
standards for county and state facilities are described in the following sections.  

County Road Standard   

The LOS standards adopted for county-owned transportation facilities are described 
in Chapter 6 (Transportation) of the County’s Comprehensive Plan.  
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LOS designations range from completely unrestricted flow of traffic (LOS A) to 
stop-and-go traffic jams (LOS F).  At LOS C or better the road segment is less than 
or equal to 80% full (or a volume-to-capacity ratio of less than or equal to 0.80).  The 
flow of traffic is generally stable, though individual users are significantly affected 
by the presence of other vehicles.  At LOS D, the volume-to-capacity ratio is greater 
than 0.80 but less than or equal to 0.9.  At LOS D small increases in flow may cause 
some delays and decreases in speed during the afternoon peak hour (Whatcom 
County 2008). 

Table 4.9-4 summarizes the County’s LOS standards, which are based on the location 
and functional classification of the roadway facilities to which they apply.  The 
“Rural Primary Route” designation reflects a recent proposed amendment to the 
County’s adopted standards anticipated for adoption in 2009, recognizing highly 
traveled routes that are located in rural areas but provide direct connections between 
urban areas.  

Table 4.9-4. County Roadway Level of Service Standards 

Type of Roadway 
Maximum V/C 

Threshold LOS Standard 

Rural arterials, collectors 0.75 C 

Unincorporated UGA arterials, collectors 0.8 D 

Rural primary routes1 0.9 D 

Urban arterials, collectors 0.9 D 

1. The following 6 roadways (or portions thereof) are designated for the proposed rural primary route standard of 
0.90 as opposed to the current rural standard of 0.75:  Axton Road W, Birch Bay-Lynden Road, Hannegan Road, 
Northwest Drive, Smith Road E, and Smith Road W. The County may consider also adding Everson Goshen 
Road as rural primary route. 

Source: Whatcom County 2008. 

Standard for Highways of Statewide Significance 

For highways of statewide significance, WSDOT has adopted level of service 
standard in consultation with local governments.  For other state-owned facilities, the 
LOS standards were jointly set by WSDOT and the Regional Transportation Planning 
Organization.   

For all state highways in the County (HSS and non-HSS), the adopted standards are 
LOS D in urban areas and LOS C in rural areas.  

Similar to the LOS adopted on state highways, the County generally adopts for its 
roadways a LOS D in urban areas and LOS C in rural areas, though for some of the 
rural roads that function as primary routes connecting major activity centers (as 
designated in the regional Whatcom Transportation Plan), the county adopts a LOS D 
to reflect higher peak-hour volumes. 



Draft Environmental Impact Statement 

Whatcom County 10-Year Urban Growth Area  
Review Environmental Impact Statement 

4.9-14 

Concurrency Management System 

Concurrency management is the requirement, as defined under the GMA (RCW 
36.70A.020[12]), that transportation infrastructure and services must be adequate to 
support land use.  Adequacy of transportation facilities is defined by locally adopted 
standards, as described in the previous sections.  

The purposes of concurrency management are: 

 Provide adequate levels of service on transportation facilities for existing uses as 
well as new development in unincorporated Whatcom County 

 Provide adequate transportation facilities that achieve and maintain County LOS 
standards as provided in the comprehensive plan 

 Ensure that County LOS standards are maintained as new development occurs, as 
mandated by the concurrency requirements of the GMA 

Under GMA, transportation improvements needed to maintain concurrency must be 
in place within six years of the time that the need for these improvements is triggered 
by new development. 

The County’s concurrency management program, as codified in WCC 20.78, 
establishes a process for testing whether a development project meets concurrency. 
As established by the ordinance, concurrency is satisfied if the ratio of the forecasted 
PM peak hour V/C ratio on a county road is equal to or less than the adopted LOS 
standard that applies to that road.  

State Environmental Policy Act Review 

Through the State Environmental Policy Act (SEPA) review process, the County has 
the authority to obtain additional transportation analysis, and may require 
development applicants to prepare studies of intersections to ensure operational 
conditions are satisfactory.  In addition, the County has elected to conduct 
intersection analysis through subarea planning processes (Whatcom County Planning 
and Development Services 2008; The Transpo Group 2008). 

Existing Roadway Level of Service 

Existing LOS of county analysis roadways was completed, based upon 2006 
weekday PM peak hour volumes. Analysis indicates that no county roads are 
currently exceeding adopted LOS standards (see Figure 4.9-2).  

The Transpo map shows 3 locations “approaching current LOS V/C standards” based 
on current LOS standards and all would be subject to the new lower threshold V/C 
ratio of 0.90 for Rural Primary Routes:  

 Hannegan Road between Van Wyck Road and Smith Road E (just north of 
Bellingham city limits)  

 Birch Bay-Lynden Road: between SR 548 (Blaine Road) and Kickerville 
RoadBirch Bay-Lynden Road: near Portal Way and I-5 
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Transit 
Public transportation in the County is provided by Whatcom Transportation 
Authority (WTA). WTA offers several services, including fixed route bus service, 
paratransit, van pools, and park and ride facilities.  Additionally, WTA provides by-
request transit services known as Safety Net service and Flex routes.  These services 
are for the rural and remote parts of the County, where a traditional fixed route 
service is not feasible. Transit services and facilities are summarized in the following 
sections. 

Fixed Route Bus Service 

WTA operates 35 bus routes throughout the county, including six express routes. 
Most routes provide service on weekdays and Saturdays, and several routes provide 
daily service.  A typical headway (time between buses) is 60 minutes, but a few 
routes have headways as low as 15 minutes or as high as 90 minutes.  

WTA has eight commuter routes that operate mainly on weekdays during the 
morning and evening peak periods.  These routes serve employment centers, and 
connect remote communities such as Sumas with Bellingham.  Two of these 
commuter routes also provide WTA’s Flex service, which provides off-route service 
to patrons who request it in advance.  The Flex service is discussed more in depth in 
the next section.  

Fixed Route ridership on WTA buses was 2,876,500 in 2004 (WTA 2004a).  

A generalized map of bus routes is provided in Figure 4.9-1. 

County Connector 

WTA’s County Connector is a fixed route—Route 80X—that connects Bellingham 
Station with Skagit Station in Mount Vernon to the south. This route operates during 
the week and on Saturdays; a special Route 80X shuttle connects from Bellingham 
Station to Western Washington University (WWU) during the week. 

Flex Routes and Safety Net Service 

WTA’s Flex routes and Safety Net service operate in the rural areas of the County. 
These services are available to all patrons (including patrons eligible to use 
paratransit service), and regular WTA fares apply.  

Flex routes operate on regular fixed routes, as well as continuing off-route within 
specific boundaries for those riders who request it in advance.  Flex routes operate on 
three designated routes: Route 55 (Blaine/Birch Bay area), Route 71X (Everson, 
Nooksack, and Sumas) and Route 72X (Kendall/Mount Baker Highway).   
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Safety Net service connects outlying rural areas with the Bellingham transit centers. 
WTA picks up transit riders at their request, which must be made at least two hours 
in advance.  The Safety Net service operates on specific days of the week for each 
area.  

Specialized Transportation (Paratransit) 

WTA offers Specialized Transportation services for disabled and elderly transit users 
in areas served by fixed route bus service.  The Specialized Transportation service is 
offered for up to two days a week in areas not served by fixed route bus service. A 
patron must apply to WTA to qualify for its Specialized Transportation service.  

Van pool and Rideshare Program  

WTA offers a rideshare program with 12 leased vans (WTA 2004b), and an online 
ride-matching service.  The van pools are composed of at least five commuters per 
vehicle, who share the cost of operating the van owned by WTA.  Van pools travel to 
employment centers in Skagit County, the Boeing plant in Everett, the BP refinery in 
the Cherry Point Industrial area, and a few other companies in northwest 
Washington.  

Park and Ride 

WTA manages nine park and ride lots throughout the county; most are located in the 
Bellingham area. These lots offer approximately 533 parking spaces; the lot with the 
most parking capacity is the Fairhaven Park and Ride lot in Bellingham with 237 
spaces (WSDOT 2009). 

Ferries 
The County operates ferryboat service from Gooseberry Point, located on the Lummi 
Reservation, to Lummi Island.  The ferry service provides the only access for Lummi 
Island residents, visitors, and businesses.  The route is 0.8 miles and takes 
approximately five minutes, not including loading and unloading time.  The ferry 
route is served by one vessel, the Whatcom Chief; it has a capacity of 100 passengers 
and 20 vehicles.  In 2007, the Whatcom Chief carried over 222,500 passengers and 
128,891 vehicles. 
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Ferry ridership fluctuates according to the season; ridership is highest during July and 
August, when over 10% of all vehicle and passenger trips occurs in each of these 
months.  During the summer the Lummi Island population typically grows from 
about 900 permanent residents to more than 2,000 people.  

Ferry service is available year-round, even when the Whatcom Chief is in dry dock 
for annual maintenance.  The County uses a passenger-only ferry for the route when 
the Whatcom Chief is in dry dock.  The ferry service operates between 5:40 AM to 
12:10 AM on weekdays, 7:00 AM to 12:30 AM on Saturdays, and 7:00 AM to 12:10 
AM on Sundays.  The headways are 20 to 40 minutes on weekdays, and 60 minutes 
on weekends (Whatcom County 2007). 

The Port of Bellingham operates the Bellingham Cruise Terminal, which serves as 
the southernmost connection on the Alaska Marine Highway. This system consists of 
ferry vessels that carry passengers and vehicles, as well as the marine route that 
travels as far as the Aleutian Islands.  These ferries operate year-round (Port of 
Bellingham). 

Transportation Demand Management 
Transportation Demand Management (TDM) consists of strategies that seek to 
maximize the efficiency of the transportation system by reducing demand on the 
system. The results of successful TDM can include the following benefits. 

 Travelers switching from driving alone in a single occupancy vehicle (SOV) to 
high-occupancy vehicle (HOV) modes such as transit, vanpools, or carpools. 

 Travelers switching from driving to non-motorized modes such as bicycling or 
walking. 

 Travelers changing the time they make trips from more congested to less 
congested times of day. 

 Travelers eliminating trips altogether either through means such as compressed 
workweeks, consolidation of errands, or use of telecommunications.  

Commute Trip Reduction Law 

Passed in 1991 as part of the Washington Clean Air Act (RCW 70.94), the Commute 
Trip Reduction (CTR) law seeks to reduce workplace commute trips in the 10 most 
populous counties in the state. This law requires that in high population counties, 
including the County, each employer with more than 100 employees will adopt a 
CTR plan. Programs provide various incentives or disincentives to encourage use of 
alternative transportation modes other than the SOV. City and County ordinances set 
goals for the reduction of SOV trips. The Whatcom County Council of Governments 
(WCOG) developed the County’s CTR plan, as directed in WCC 16.24. The plan was 
adopted in August 2007.  
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County Commute Trip Reduction Plan 

The goal of the County’s CTR Plan is to reduce SOV use by 10% and reduce vehicle 
miles traveled (VMT) by 13% by 2011. These goals will be reached through a variety 
of County policies, facility and service improvements, and marketing strategies. 
According to the CTR Plan, there are two employers with more than 100 employees 
that are affected by the County’s CTR ordinance, Alpha Technologies, Inc., and 
Anvil Corporation. Both of these companies are located in Bellingham, and are 
currently served by WTA bus routes. As part of the CTR Plan, each company has 
also pledged to: 

 work with WCOG to set up vanpools for long-distance commuters 

 encourage more employees to use an alternative work schedule and/or 
telecommute 

 provide preferred parking for commuters, and 

 provide lunch service on-site or shuttle to lunch facilities. 

In addition to these employer-specific policies, the County’s Comprehensive Plan has 
several policies that support the CTR Plan’s goals of reducing SOV use and VMT. 
The Land Use element contains a policy on density that encourages development in 
urban growth areas, which could help reduce the countywide VMT by shortening 
employees’ commutes to work. The Transportation element includes several 
recommendations for roadway improvements that would enhance transit service, 
encourage walking and biking, and encourage higher density and mixed use 
development.  

WTA has an important role in the County’s CTR Plan, as it supports many programs 
that help reduce SOV use and VMT. Programs such as the WTA Rideshare Program, 
vanpool services, and guaranteed ride home help commuters reach their workplace 
without driving alone. WTA also provides employer outreach, works with area 
employers, and promotes ridesharing through Washington’s Rideshareonline.com 
program.  

Other strategies in the CTR Plan to help the County achieve its goals include 
implementing a parking management system in conjunction with area employers, 
working with developers to include TDM elements in new developments, 
encouraging ridesharing through carpools and vanpools, improving bicycle and 
pedestrian facilities, and collaborating with WCOG, WTA, and the County cities to 
pursue many other TDM policies.  

Rail  
There are two rail lines in the County; they run north-south and are owned by 
Burlington Northern Santa Fe Railway (BNSF).  
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Amtrak Service 

The Amtrak Cascades line provides passenger rail service within the County, and can 
be accessed at its station in the City of Bellingham. The Bellingham Amtrak Station 
is located on Harris Avenue in the Fairhaven neighborhood, just southwest of 
Western Washington University.  

The Amtrak Cascades route provides rail service between Portland, Oregon, Seattle, 
and Vancouver, British Columbia. Bellingham serves as a stop along the Seattle – 
Vancouver route. Service is daily, with two northbound trains and two southbound 
trains stopping in Bellingham each day. One of the two northbound trains terminates 
in Bellingham while the other terminates in Vancouver, British Columbia.  One 
southbound Cascades train originates in Bellingham while the other begins in 
Vancouver, BC. Additionally, Amtrak operates Thruway Motorcoach connections; 
one southbound coach per day originates at the Bellingham station and terminates at 
Seattle’s King Street Station. One northbound coach per day originates in Seattle and 
terminates at the Bellingham station.  

The Cascades route’s northbound service provides connections to Surrey, Richmond, 
and Vancouver in British Columbia. Southbound service terminates in Seattle or 
Portland (Amtrak). 

Freight Rail 

BNSF’s two rail lines run north-south through the County. One line, used by Amtrak 
on its route described above, is located along the shoreline in the Bellingham area 
and then continues along the I-5 corridor through the cities of Ferndale and Blaine. 
The other rail line runs roughly parallel to SR 9, and continues north toward Canada 
through the City of Sumas (Whatcom County 2008). 

Non-motorized Facilities 
Non-motorized modes include all transportation with a power source other than a 
motor. In the County, the main non-motorized modes are walking and bicycling. 
Equestrian transportation is also included as a non-motorized transportation mode. 
The need for providing additional non-motorized facilities including multi-use trails, 
water trails, winter trails, and other recreational opportunities is discussed in detail in 
the Whatcom County Parks, Recreation and Open Space Plan (Whatcom County 
Parks and Recreation Department 2008). 

Countywide 

There are few existing non-motorized facilities in the County; some roadways in 
unincorporated areas have either paved or unpaved shoulders.  Some developed areas 
within the County’s cities or in UGAs have sidewalks or bicycle facilities.  The 
County’s Six-Year Transportation Improvement Program (TIP) includes several 
roadway projects with non-motorized improvements.  
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Pedestrian Facilities 

Pedestrian facilities are a vital component of the transportation system.  For particular 
groups, such as the elderly and children, walking is the primary transportation mode.  
Walking is also an important link to transit service and between land uses in urban 
areas.  

Bicycle Facilities 

The Whatcom County Bicycle Plan, adopted in 2003, outlines the existing and 
proposed bicycle facilities in the county.  The existing bicycle facilities consist 
mainly of off-street multi-use trails, and paved roadway shoulders that are unsigned 
bicycle routes.  These facilities lend themselves to being recreational facilities, 
although the Bicycle Plan’s highest priority project recommendations include several 
bicycle lane projects on county arterial and collector roadways.  

Multi-use Trails 

The County has over 50 miles of multi-use trails; several of these trails are 
wheelchair accessible or partially accessible.  The Whatcom County Parks and 
Recreation Department manages over 40 miles of these trails.  Many of the trails 
managed by the Parks and Recreation Department offer rare views of the county’s 
natural beauty, in addition to providing convenient recreation opportunities.  

One example of the County’s trail options is the Chuckanut Mountain Trail System, 
located south of Bellingham. This system includes ten individual trails on about 
8,000 acres of public land. Another multi-use trail system is located near Ferndale, at 
the Hovander Homestead Park and Tennant Lake Interpretive Center. This system 
includes three trails, two of which are wheelchair accessible.  

Two other regional multi-use trails are the Coast Millennium Trail and the Bay to 
Baker Trail.  

Coast Millennium Trail 

The Coast Millennium Trail is a regional multi-use trail that connects northwestern 
Skagit County through the County to British Columbia; its full length is not yet 
complete.  Within the County, the trail will be about 50 miles long at completion. 
Currently, about 15 miles of off-road trail are open to bicyclists and pedestrians. 
Most of the trail portions are unpaved gravel, but as the entire trail is not completed, 
there are some on-road and paved portions of the route. Most of the Coast 
Millennium Trail is close to the shoreline, and the trail also goes through three state 
parks (Osprey Environmental Services, Inc. 2000).  

Bay to Baker Trail 

The Bay to Baker Trail is a multi-use and off-road gravel trail that goes along the 
historic Bellingham Bay and British Columbia (BB & BC) Railroad corridor, and 
connects Bellingham Bay to the Maple Falls and Glacier Creek area near Mount 
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Baker. Although the eastern portion is not yet complete, this trail corridor is 
composed of 118 acres (Whatcom County Parks and Recreation Department 2008). 

Air Travel 
There are four airports in the County, including one international airport.  The 
international airport is Bellingham International Airport, operated by the Port of 
Bellingham.  The remaining airports are municipally or privately operated.  These 
airports are: the Floathaven Seaport Base, the Lynden Municipal Airport, and the 
Point Roberts Airpark. 

4.9.2. Impacts 

Travel Demand Forecast Methodology 
Projections of future traffic volumes within the County were estimated by WCOG 
using a countywide travel demand forecasting model.  The County travel demand 
forecasting model was initially developed using emme/2 software, and was updated 
in January 2008 using TransCAD, and recalibrated based on 2005 data.  The major 
components of the countywide model are listed as follows: 

 Existing Land Use 

 Transportation Analysis Zones 

 Transportation Network 

 Trip Generation 

 Trip Distribution 

  Mode Choice 

  Network Assignment 

  Model Calibration 

  Model of Future Traffic Conditions 

Each major component of the model, as described in the technical memorandum, is 
summarized in the following sections.  A detailed description of the County’s model 
is provided in the Whatcom County Travel Demand Model: Final Report (Cambridge 
Systematics 2004). 

Existing Land Use 
Land use data were compiled for the County for 2005.  For purposes of transportation 
modeling, land use data are categorized as residential and non-residential.  Each 
category is further divided into several land use types.  Residential land use is 
categorized according to household characteristics such as household size, number of 
workers, number of students, and average income.  Non-residential land use is 
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converted into employment data, which are divided into the different employment 
type categories (units are employees). 

Transportation Analysis Zones 
For purposes of transportation modeling, the entire study area is divided into 
Transportation Analysis Zones (TAZs). These TAZs are divided based on land use, 
municipal boundaries, natural features, roadways, and other land-based 
characteristics. 

Transportation Network 
The roadway network is represented in the computer as a series of links (roadway 
segments) and nodes (intersections).  Characteristics such as capacity, length, speed, 
and turning restrictions at intersections are coded for each roadway included in the 
analysis network.  The approach taken in developing the transportation network was 
similar to that employed in TAZ development, with modeled road segments often 
serving as TAZ boundaries.  

Trip Generation 
The trip generation step estimated the total number of trips produced by and attracted 
to each TAZ in the study area.  The trips were estimated using statistical data that 
take into account population and household characteristics, employment information, 
economic model output, and land use information.  Trips generated are categorized 
by the following general types: 

 Home based work—any trip with home as one end and work as the other end. 

 Home based college—any trip with home as one end and college as the other 
end. 

 Home based school—any trip with home as one end and school as the other end. 

 Home based shop—any trip with home as one end and retail shopping as the 
other end. 

 Home based socio-recreational—any trip with home as one end and a social or 
recreational destination as the other end. 

 Home based other—any non-work trip with home as one end. 

 Non-home-based—any trip that does not have home as either end. 

The trip generation model generally estimates the number of trips that are generated 
per household during the analysis period for each of the purposes under 
consideration.  The trip production model estimates trip productions (origins) based 
upon household characteristics.  The trip attraction model estimates trip attractions 
(destinations) by zone based on employment by categories, population, and student 
enrollment.  For its output, the trip generation model estimates the total number of 
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trips produced in each TAZ and the total number of trips attracted to each TAZ, 
categorized by trip purpose. 

Trip Distribution 
The trip distribution step allocates the trips estimated by the trip generation model to 
create a specific zonal origin and destination for each trip.  This is accomplished 
through use of the gravity model, which distributes trips according to two basic 
assumptions: (1) more trips will be attracted to larger zones (the size of a zone is 
defined by the number of attractions estimated in the trip generation phase, not the 
geographical size); and (2) more trip interchanges will take place between zones that 
are closer together than will take place between zones that are farther apart.  The 
result is a trip matrix (for each of the trip purposes specified in trip generation) that 
estimates how many trips are taken from each zone (origin) to every other zone 
(destination).  The trips are often referred to as trip interchanges. 

Mode Split 
Mode split factors were estimated from the 2001 National Household Travel Survey 
to convert total person trips to auto person trips using passenger car mode shares.  
This is intended to be a placeholder for a mode choice model, which could be 
estimated in the future and applied in place of the mode split factors. 

Vehicle occupancy factors were also estimated from the 2001 National Household 
Travel Survey to convert auto person trips into vehicle trips.  These occupancy 
factors could also be estimated with a mode choice model, and applied in place of the 
auto occupancy factors. 

Network Assignment 
The arterial street system is represented coded into the computer model as a series of 
links, which represent roadways, and nodes, which represent the intersection of those 
roadways.  Each roadway link and intersection node is assigned a functional 
classification, with associated characteristics of length, capacity, and speed.  The 
computer model uses this information to determine the optimum path between all the 
zones based on travel time and distance.  The model then distributes the trips from 
each of the zones onto the street network. 

Model Calibration 
A crucial step in the modeling process is the calibration of the model.  The modeling 
process can generally be described as defining the existing street system as a model 
network and applying trip patterns based on existing land use.  The model output, 
which consists of estimated traffic volumes on each roadway segment, is compared to 
existing traffic counts and observed travel patterns. Adjustments are made to the 
model inputs until the modeled existing conditions replicate actual existing 
conditions within accepted parameters.  Once the model is calibrated for existing 
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conditions, it can be used as the basis for analyzing future traffic conditions, as well 
as potential future improvements to address existing and future deficiencies. 

Model of Future Traffic Conditions 
Using the same general process described for modeling existing conditions, the 
projected land use is used to estimate the number of trips that will be generated in 
2031, under each of the alternatives.  These trips are then distributed among the 
TAZs and assigned to the street network.  The result is a model of projected future 
traffic conditions under each projected future land use scenario.  

Future land use projections developed for each of the Draft EIS alternatives are 
described in Chapter 2 of this Draft EIS. Allocation of future land use under the 
different alternatives is based upon overall population projections, overall 
employment projections, the zoning of each TAZ, and the available capacity for the 
TAZ. 

The future transportation network also reflects future improvement projects for which 
funding has been committed.  For the future analysis reflected in this Draft EIS, 
improvement to four lanes was assumed on the following state highways: 

 SR 539 (Guide Meridian) from Horton Road to Bay Lyn Drive 

 SR 542 (Sunset Drive) from Woburn Street to McLeod Road 

Level of Service Analysis of Future Traffic Conditions 
After the future 2031 traffic volume on each analysis road segment was projected 
under each alternative, it was divided by the road’s capacity to calculate the V/C.  For 
any segments on which projected V/C would exceed the adopted LOS standard for 
that road (see Table 4.9-4) a potential adverse impact was identified and mitigation 
identified that would lower V/C to a level within adopted standards.  

Results of this Draft EIS analysis were compared to analysis completed for the 
County’s impact fee calculation project (Transpo Group 2008).  Potential differences 
in results can be explained by differences in some baseline assumptions.  Namely, the 
analysis completed for this Draft EIS reflects 2031 conditions, while the impact fee 
analysis was completed for 2027 conditions.  In addition, the analysis presented in 
this Draft EIS reflects adjustments that were made to land use assumptions, based 
upon updated information that indicated a higher level of growth was occurring in 
rural areas than was previously assumed.  For these reasons, a longer planning 
horizon and an update of land use, this Draft EIS analysis could potentially identify 
deficiencies in addition to those identified for the impact fee analysis. 

Impacts Common to All Alternatives 
This section describes impacts to County Roads, State Highways, Vehicle Miles 
Traveled and Other Modes of Travel.  It is meant to provide an order of magnitude 
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analysis of the four regional growth alternatives described in Chapter 2.  The analysis 
focuses on the County’s and State’s adopted LOS standard for roadway segments.  
The analysis supplements previous County transportation analyses by providing a 
cumulative traffic analysis for a new horizon year of 2031 testing new growth 
alternatives.  

Recent subarea planning processes have produced more local transportation analyses 
at a finer level of detail, including intersection analyses, and are hereby incorporated 
by reference: 

 Final Supplemental Environmental Impact Statement, Foothills Subarea Plan. 
December 19, 2008.  Prepared by Whatcom County Planning and Development 
Services. 

 Draft Birch Bay Transportation Planning Study. August 2008. Prepared by 
Transpo Group, Inc. for the County. 

Level of Service Impacts on County Roads 
As population and employment are projected to increase all of the alternatives, the 
resulting increase in traffic is expected to degrade the LOS on the transportation 
system under all alternatives. The projected effects of each alternative on the V/C of 
county roadways are summarized in Appendix C.   

Table 4.9-5 summarizes the county roads with projected 2031 V/C ratios that exceed 
adopted standards, under one or more alternatives (see also Figure 4.9-3).  LOS 
standards are identified in Table 4.9-4, and assume that six roadways would be 
included in the new Rural Primary Route designation (Axton Road W, Birch Bay-
Lynden Road, Hannegan Road, Northwest Drive, Smith Road E, and Smith Road 
W.). 

Table 4.9-6 summarizes the total projected lane-miles expected to be deficient under 
each of the alternatives.  The relative level of impact is discussed for each of the four 
alternatives, following Tables 4.9-5 and 4.9-6. 
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Table 4.9-5. County Roadways with Deficient Segments by 2031 

Analy-
sis ID 

  Milepost   Peak Hour V/C of Each Alternative 

Road Name Location Beg End Length 
V/C 

Standard 
No 

Action  
No Action 

Trends 
Alternative 

X 
Alternative 

Y 

97 Cable Street Terrace Avenue N - Lakeview Street 0.00 0.04 0.04 0.9 1.31 1.35 1.32 1.33 

98 Cable Street Lakeview Street - Lake Whatcom Boulevard 0.04 0.51 0.47 0.9 1.31 1.35 1.32 1.33 

126 Everson Goshen Road SR 542 - Kelly Road 0.00 0.99 0.99 0.75 0.87 0.91 0.94 0.93 

127 Everson Goshen Road Kelly Road - Smith Road E 0.99 1.99 1.00 0.75 0.86 0.90 0.93 0.92 

128 Everson Goshen Road Smith Road E - Hemmi Road E 1.99 4.00 2.01 0.75 0.87 0.89 0.93 0.92 

129 Everson Goshen Road Hemmi Road E - Central Road 4.00 5.00 1.00 0.75 0.91 0.94 0.95 0.96 

130 Everson Goshen Road Central Road - Pole Road E 5.00 6.01 1.01 0.75 0.91 0.94 0.95 0.96 

131 Everson Goshen Road Pole Road E - SR 544 6.01 6.08 0.07 0.75 0.95 1.00 1.00 1.02 

161 Hannegan Road Bellingham City Limits - Van Wyck Road 1.71 1.96 0.25 0.9 1.10 1.16 1.16 1.15 

162 Hannegan Road Van Wyck Road- Kelly Road 1.96 2.97 1.01 0.9 1.06 1.10 1.09 1.11 

163 Hannegan Road Kelly Road - Smith Road E 2.97 3.98 1.01 0.9 1.05 1.08 1.08 1.09 

164 Hannegan Road Smith Road E - Axton Road E 3.98 4.99 1.01 0.9 0.95 0.96 0.96 0.97 

165 Hannegan Road Axton Road E - 0.25 mile north of Laurel 
Road E 

4.99 5.79 0.80 0.9 0.95 0.97 0.97 0.98 

167 Hannegan Road Tenmile Road - SR 544 6.55 8.07 1.52 0.9 0.91 0.94 0.94 0.96 

168 Hannegan Road SR 544- Bridge #245 (drainage ditch) 8.07 10.07 2.00 0.9 0.95 0.96 0.98 0.99 

169 Hannegan Road Bridge #245 (drainage ditch) - Lynden City 
Limits 

10.07 11.58 1.51 0.9 0.96 0.99 1.03 1.04 

243 Lakeway Drive Bellingham City Limits - Lowe Avenue 0.00 0.42 0.42 0.9 1.70 1.73 1.71 1.71 

244 Lakeway Drive Lowe Avenue - Terrace Avenue N 0.42 0.63 0.21 0.9 1.56 1.60 1.57 1.58 
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Analy-
sis ID 

  Milepost   Peak Hour V/C of Each Alternative 

Road Name Location Beg End Length 
V/C 

Standard 
No 

Action  
No Action 

Trends 
Alternative 

X 
Alternative 

Y 

288 Marine Drive  Lummi Shore Drive - Bridge #5 (Portage 
Slough) 

0.00 0.36 0.36 0.75 0.91 1.01 0.93 0.99 

289 Marine Drive Bridge #5 (Portage Slough) - Ferndale Road 0.36 0.85 0.49 0.75 0.91 1.01 0.93 0.99 

290 Marine Drive Ferndale Road - Bridge #3 (Nooksack River) 0.85 1.04 0.19 0.75 0.75 0.81 0.79 0.81 

291 Marine Drive Bridge #3 (Nooksack River) - 264 feet east 
of Bridge #3 

1.04 1.09 0.05 0.75 0.75 0.81 0.79 0.81 

293 Marine Drive Bancroft Road  - Old Marine Drive 3.06 3.26 0.20 0.9 0.88* 0.93 0.92 0.94 

294 Marine Drive Old Marine Drive - Bridge #172 (GN Railroad 
Overpass) 

3.26 3.37 0.11 0.9 1.01 1.08 1.06 1.08 

295 Marine Drive Bridge #172 (GN Railroad Overpass) - 211 
feet east of Bridge #172 

3.37 3.41 0.04 0.9 0.88* 0.93 0.92 0.94 

296 Marine Drive 211 feet east of Bridge #172 (GN Railroad 
Overpass) - 53 feet east of Old Marine Drive 

3.41 3.71 0.30 0.9 1.01 1.08 1.06 1.08 

297 Marine Drive 53 feet east of Old Marine Drive – 
Alderwood Avenue 

3.71 3.92 0.21 0.9 0.88* 0.93 0.92 0.94 

326 Northwest Drive Bellingham City Limits - 0.43 mile northwest 
of Trout Lake Drive 

0.56 1.68 1.12 0.9 1.11 1.18 1.18 1.18 

327 Northwest Drive 0.43 mile northwest of Trout Lake Drive - 
Slater Road 

1.68 2.38 0.70 0.9 1.06 1.11 1.10 1.14 

328 Northwest Drive Slater Road - Smith Road W 2.38 3.65 1.27 0.9 0.92 0.96 0.96 0.98 

410 Slater Road Lake Terrell Road – 0.7 mile west of Haxton 
Way 

1.19 2.99 1.80 0.75 0.72* 0.81 0.79 0.86 

413 Slater Road Ferndale Road - Bridge #512 (Nooksack 
River) 

5.16 5.84 0.68 0.75 0.83 0.92 0.87 0.93 

414 Slater Road Bridge #512 (Nooksack River) - Northern 
Pacific Railroad Crossing 

5.84 6.54 0.70 0.75 0.83 0.92 0.87 0.93 

450 Terrace Avenue N Lakeway Drive - Cable Street 0.00 0.16 0.16 0.9 1.31 1.35 1.32 1.33 

*V/C values marked with asterisk do not exceed adopted LOS standards.
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Table 4.9-6. Projected Roadway Segment Deficiencies by 2031 

 
No Action 

Current Plan 
No Action 

Trends 
Action 

Alternative X 
Action 

Alternative Y 

Total Deficient Lane-Miles 45.3 49.4 49.4 49.4 

Percent of Deficient Lane-Miles1 6.2% 6.8% 6.8% 6.8% 

1. Percentage of total of 727.9 lane-miles of county road 

No Action Current Comprehensive Plan Alternative 

The No Action Current Comprehensive Plan Alternative is based upon the future 
land use map in the current Comprehensive Plan.  Land use assumptions for the No 
Action Current Comprehensive Plan Alternative are described in detail in Chapter 2 
of this Draft EIS.  The following roads are projected to exceed standards by 2031, 
under the No Action Current Comprehensive Plan Alternative: 

 Cable Street, Terrace Avenue N – Lake Whatcom Boulevard 

 Everson Goshen Road, SR 542 – SR 544 

 Hannegan Road, Bellingham City Limits – Laurel Road E 

 Hannegan Road, Tenmile Road – Lynden City Limits 

 Lakeway Drive, Bellingham City Limits – Terrace Avenue N 

 Marine Drive, Lummi Shore Drive – Ferndale Road 

 Marine Drive, Old Marine Drive – Great Northern Railroad Overpass 

 Marine Drive, Great Northern Railroad Overpass – 53 feet east of Great Northern 
Railroad Overpass 

 Northwest Drive – Bellingham City Limits – Smith Road W 

 Slater Road, Ferndale Road – Northern Pacific Railroad Crossing 

 Terrace Avenue N, Lakeway Drive – Cable Street 

No Action Trends Alternative 

The No Action Trends Alternative includes more growth than the No Action Current 
Comprehensive Plan Alternative, and also assumes that more growth will occur in 
rural areas outside of UGAs.  Land use assumptions for the No Action Trends 
Alternative are described in detail in Chapter 2 of this Draft EIS.  All segments 
identified with 2031 impacts under the No Action Current Comprehensive Plan 
Alternative, are also projected to be impacted under the No Action Trends 
Alternative.  Additional segments of Marine Drive and Slater Road are also projected 
to exceed LOS standards, resulting in the following projected deficiencies on these 
roads:  

 Marine Drive, Lummi Shore Drive – Nooksack River 

 Marine Drive, Bancroft Road – Alderwood Avenue 

 Slater Road, Ferndale Road – Northern Pacific Railroad Crossing 

 Slater Road, Lake Terrell Road – 0.7 mile west of Haxton Way
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On segments that are projected to be deficient under both No Action and No Action 
Trends Alternative, the projected V/Cs are generally higher under the No Action 
Trends Alternative. 

Action Alternative X 

Action Alternative X assumes that the majority of future growth is concentrated in 
the UGAs.  Land use assumptions for Action Alternative X are described in detail in 
Chapter 2 of this Draft EIS.  Table 4.9-6 shows that all segments identified with 2031 
impacts under the No Action Trends Alternative are also projected to be impacted 
under Action Alternative X.  In general, projected V/C values on deficient segments 
are higher than values projected under No Action, and lower than values projected 
under No Action Trends Alternative. 

Action Alternative Y 

Action Alternative Y assumes a more dispersed pattern of future growth that is less 
concentrated in Bellingham and which has greater rural growth than Action 
Alternative X. Land use assumptions for Action Alternative Y are described in detail 
in Chapter 2 of this Draft EIS. Table 4.9-6 shows that all segments identified with 
2031 impacts under the No Action Trends Alternative and Action Alternative X are 
also projected to be impacted under Action Alternative Y. In general, projected V/C 
values on deficient segments are higher under Action Alternative Y than projected 
V/C under the other three alternatives. 

Level of Service Impacts on State Highways 
The projected effects of each alternative on state highways are summarized in 
Appendix C.  Table 4.9-7 summarizes the percent of state highways projected to 
exceed LOS C, under each of the alternatives. This assessment reflects financially 
committed future improvements to SR 539, as described earlier in this section.  The 
table shows that the LOS trends on state highways are similar to trends on county 
roads. The lowest percent of state highway segments are expected to exceed LOS 
standards under the No Action Current Comprehensive Plan Alternative. A higher 
percent is projected under the No Action Trends Alternative, as compared to No 
Action.  Under Action Alternative X, highway segments that exceed LOS standards 
are projected to be higher than No Action, but lower than the No Action Trends 
Alternative.  Action Alternative Y is projected to have the highest percentage of state 
highways that exceed LOS standards.  
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Table 4.9-7. Impact of Alternatives on State Highways by 2031 

  Percentage of Highway Projected to Exceed LOS C 

  
No Action Current 

Comp Plan No Action Trends Action Alternative X Action Alternative Y 

State 
Highway 

Total 
Length 
(miles) 

Length 
(miles) 

Percent 
of Total 
Length 

Length 
(miles) 

Percent 
of Total 
Length 

Length 
(miles) 

Percent 
of Total 
Length 

Length 
(miles) 

Percent 
of Total 
Length 

SR 9 23.6 2.02 9% 3.04 13% 2.02 9% 3.04 13% 

SR 11 3.86 0.0 0% 0.0 0% 0.0 0% 0.0 0% 

SR 539 11.05 6.94 63% 6.94 63% 6.94 63% 6.94 63% 

SR 542 45.52 13.14 29% 16.73 37% 13.14 29% 13.83 30% 

SR 544 6.49 3.96 61% 6.49 100% 6.49 100% 6.49 100% 

SR 546 8.97 1.98 22% 3.99 44% 3.99 44% 7.01 78% 

SR 547 10.15 0.0 0% 0.0 0% 2.14 21% 2.14 21% 

SR 548 11.25 1.75 15% 1.75 15% 1.75 15% 3.52 31% 

 TOTAL 29.79  38.94  36.47  42.97  

 

Table 4.9-8 provides more specific locations of the highways exceeding LOS C, and 
their projected LOS under future conditions (for one or more alternatives).  The table 
shows that with one exception, state highway segments expected to exceed LOS C 
during the PM peak hour are still projected to operate at LOS D.  The one exception 
is SR 542, between the Bellingham north city limits and SR 9/SR 542 north junction.  
Operations along this highway segment are projected at LOS E and LOS F at 
different points along the segment.  

Table 4.9-8. Location of State Highway Segments Exceeding LOS Standard 

Highway  Location 
LOS 

Standard1 LOS2 

SR 9  SR 546 - Sumas south city limit  C D 

SR 539  Bellingham north city limit - Lynden south city limit  C D 

SR 542  Bellingham north city limit - Bellingham north UGA 
boundary 

D E 

 Bellingham north UGA boundary - SR 9/SR 542 north 
junction 

C E 

SR 542/SR 9  SR 9/SR 542 north junction - SR 9/SR 542 south junction  C D 

SR 542  SR 9/SR 542 south junction - James Road  C D 

SR 542  Casey Road - Maple Creek Bridge  C D 

SR 544  SR 539 - Everson west city limit  C D 

SR 546  SR 539 - Trapline Road  C D 
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Highway  Location 
LOS 

Standard1 LOS2 

SR 546  Van Buren Road - SR 9  C D 

SR 547  Mosey Court - Southpass Road  C D 

SR 548  Kickerville Road - Alderson Road  C D 

SR 548  Drayton Harbor Road - Blain south city limit  C D 
1. State highway standard is LOS C for rural areas (outside UGA) and LOS D for urban areas (inside UGA). 
2. Although the projected volumes and the percentages of deficient highway segments vary by alternative (see 
Table 4.9-7), the overall average LOS designation for those deficient segments is the same between alternatives. 

Vehicle Miles Traveled 
All alternatives would increase countywide population and employment compared to 
existing levels.  As a result, countywide vehicle miles traveled (VMT) is also 
projected to increase under all four alternatives, as shown in Table 4.9-9.  Analysis 
indicates that the No Action Current Comprehensive Plan Alternative would have the 
lowest increase in VMT, and Action Alternative X would have the highest.  Action 
Alternative Y is projected to result in lower VMT increase than the No Action Trends 
Alternative and Action Alternative X.  This may be due to this alternative’s spreading 
of employment growth to other smaller urban UGAs outside of Bellingham, allowing 
for more jobs in proximity to population centers. 

Table 4.9-9. Forecast Countywide Population and Vehicle Travel 

Alternative and Forecasting 
Year 

Countywide Average Daily 
VMT and Percent Increase 

Compared to Existing 
Conditions 

County-Wide Population and 
Percent Increase Compared 

to Existing Conditions 

Existing (2005) 5,310,000 180,8001 

No Action Alternative 
Current Comp. Plan (2031) 

6,939,000  
(31% increase) 

235,000 
(30% increase) 

No Action Alternative  
Trends (2031) 

7,523,000  
(42% increase) 

258,000 
(43% increase) 

Action Alternative X (2031) 7,622,000  
(44% increase) 

258,000 
(43% increase) 

Action Alternative Y (2031) 7,378,000  
(39% increase) 

258,000 
(43% increase) 

1 Year 2008 population is estimated at 191,000. 

Impacts on Other Modes of Travel 

Non-Motorized 

Increases in population and employment levels are expected to increase the demand 
for additional facilities; thus, all four alternatives would affect non-motorized 
facilities through increased demand for additional trails and bikeways.  These bicycle 
and trail facilities may either be located along roadways as bike lanes/sidewalks or as 
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separated facilities and would provide opportunities for both recreational and 
commuter users. 

Planning programs for trails are maintained in trail plans, such as the Coast 
Millennium Trail Plan and the Whatcom County Parks, Recreation, and Open Space 
Plan. Regular review and update of these plans will help ensure that infrastructure 
and services needed to meet increased demand for non-motorized facilities will be 
identified. 

Transit 

Transit operations and facilities will be affected by the increase in travel demand 
created by any of the alternatives.  The increases will require a substantial increase in 
hours of operations and some capital facilities such as park and ride lots.  Alteration 
of the urban areas could result in new or extended bus routes in addition to more 
frequent service.  Commuter routes would also see increased demand, affecting park 
and ride lots and transit centers. 

Rail and Airports 

All four alternatives would affect demand on rail and airports in the County.  In 
general as employment and population increase, the requirement for these services 
will also increase. 

Rail will be affected by an increase in commerce reflected in increased employment.  
Airports will see an increase in activity as recreational and employment activities 
increase. 

4.9.3. Mitigation Measures 

Recommended Roadway Improvements 
Table 4.9-10 summarizes the roadways locations that have been identified for 
improvement under the four alternatives in order to meet adopted County roadway 
segment LOS standards.  The table shows that with one exception, the same capital 
improvements are identified as mitigation for all four alternatives. The exception is 
improvement to a 1.8-mile length of Slater Road, between Lake Terrell Road and 
Haxton Way, which is identified for No Action Trends Alternative, Action 
Alternative X, and Action Alternative Y; but is not identified for the No Action 
Current Comprehensive Plan Alternative.  This reflects the results of the impact 
analysis, which indicate that while V/C projections vary, the locations where 
deficiencies are projected are very similar between the four alternatives.  

Table 4.9-10 identifies the recommended improvements that are also identified under 
the County’s current impact fee calculation project (Transpo Group 2008).  The 
projected impacts and identified improvements on Hannegan Road and Slater Road 
are consistent with the projections completed for the County impact fee analysis. 
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Potential impacts at the other locations listed in Table 4.9-10 are in addition to those 
identified under the impact fee analysis.  The analysis completed for this Draft EIS 
reflects 2031 conditions, while the impact fee analysis was completed for 2027 
conditions. In addition, the analysis presented in this Draft EIS reflects adjustments 
that were made to land use assumptions, based upon updated information that 
indicated a higher level of growth was occurring in rural areas than was previously 
assumed.  For these reasons, a longer planning horizon and an update of land use, this 
Draft EIS analysis has identified impacts and mitigation on four additional roads, as 
compared to the impact fee analysis. 

The 2027 impact fee analysis (Transpo 2008) lists additional transportation projects 
that are based on more localized and refined analyses including the County’s current 
Comprehensive Plan, Transportation Improvement Program (TIP), subarea plan 
studies, etc.  The impact fee study is hereby incorporated by reference: 

 The Transpo Group, Inc. May 2008. Whatcom County Transportation Impact 
Fee Program Study Report (Draft). Prepared for the County. 

The WCOG is presently in the midst of a Whatcom Transportation Plan Update 
scheduled for completion by June 30, 2012.  The Plan update will include 
development of a new countywide travel demand forecasting model, which is 
scheduled for completion in early 2010.  In addition, it is possible that as part of the 
update process, a coordinated functional classification and level of service 
measurement system will be developed between Whatcom County and cities. 

Due to the results of Whatcom County’s 10-Year UGA Review, including selection 
of a regional growth alternative, together with the pending WCOG countywide model 
update in 2010, it is expected that Whatcom County will review its Transportation 
Element, TIP, subarea plans and make Comprehensive Plan Transportation Element 
amendments as needed in its next Comprehensive Plan Update scheduled for 
completion in 2011. 
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Table 4.9-10. Recommended Roadway Improvements by 2031  

ID Road Name Location Proposed Improvement 
No 

Action 
No Action 

Trends Alt X Alt Y 

1 Lakeway Drive/ 
Terrace Avenue N/ 
Cable Street 

Bellingham City Limits - Lake 
Whatcom Boulevard 

Widen to 4 lanes at urban minor arterial standards. X X X X 

2 Everson Goshen Road SR 542 - SR 544 Add left-turn lanes at rural major collector standards. X X X X 

3 Hannegan Road Bellingham City Limits - Van 
Wyck Road 

Add left-turn lanes at intersections and driveways and 
widen the road to meet the urban minor arterial 
standard.1  

X X X X 

4 Hannegan Road Van Wyck Road - SR 544 Add left-turn lanes at intersections and driveways and 
widen the road meet the rural major collector 
standard.1 

X X X X 

5 Hannegan Road BR #245 (Drainage ditch) - 
Lynden City Limits 

Add left-turn lanes at intersections and driveways and 
widen the road meet the rural major collector 
standard.1 

X X X X 

6 Marine Drive Lummi Shore Drive (North of 
Cagey Road) - Country Lane 

Add left-turn lanes at rural major collector standards. X X X X 

7 Marine Drive Bancroft Road - Alderwood 
Avenue 

Add left-turn lanes at urban minor arterial standards.  X X X X 

8 Northwest Drive Bellingham City Limits - Smith 
Road W 

Add left-turn lanes at rural minor arterial standards. X X X X 

9 Slater Road Lake Terrell Road - 0.70 mile 
west of Haxton Way (1.8 miles) 

Add left-turn lanes at rural major collector standards.   X X X 

10 Slater Road Ferndale Road - Northern Pacific 
Railroad Crossing 

Add left-turn lanes at rural major collector standards. 
Add left-turn lanes and a signal at Ferndale Road 
when warranted (2008 Transportation Impact Fee 
Program WC-15). 

X X X X 

1.  The proposed improvements of Hannegan Road reflect the minimum level needed to accommodate the projected 2031 volumes within adopted LOS standards, for the purpose of this Draft EIS 
analysis. The improvements in this table reflect a lower level of improvement and slightly different boundaries than the recommendations for Hannegan Road presented in the County’s impact fee 
calculation project (Impact Fee Program WC-2, WC-3, and WC-4; Transpo Group 2008). Recommendations from both efforts reflect planning-level estimates. As part of project implementation, 
the County will determine the appropriate level of improvement through more detailed project-level analysis. 
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Table 4.9-11 presents additional strategies that the County could consider, to achieve 
balance between land use, transportation, and available financing. Implementation of 
some strategies would raise additional revenue; others would affect LOS standards to 
recognize a higher level of “acceptable” roadway congestion.  Strategies that affect 
land use could result in lowering of demand at different locations, but in order to 
accommodate future population and employment targets, could also result in higher 
demand at other locations.  

Table 4.9-11. Potential Strategies to Achieve Balance between Land Use, 
Transportation and Financing 

Potential Mitigation Measure Implementation  

FINANCIAL MEASURES See Capital Facilities Plan for Revenue Sources and 
Projections 

LOS/CONCURRENCY MEASURES  

Lower LOS Standards, General 
Consideration - Setting a lower LOS 
standard would result in a redefined and 
reduced need for major road widening 
projects.  This in turn would reduce the 
expenditure forecast.     

This measure would require adoption within the 
transportation element of the comprehensive plan and 
an implementing ordinance. This measure is actively 
being considered for Rural Primary Routes. 

LOS on Roads with Completed Capacity 
Improvements and Transportation Final 
Design Consideration – This measure 
involves setting a lower LOS standard on 
roads that have already been widened to full 
standards or roads that for some reason 
cannot be widened. 

This measure would require adoption in the GMA 
Transportation Element and an implementing 
ordinance. 

Set LOS on a corridor-by-corridor basis – 
Some corridors may be selectively excluded 
from capacity expansion by ordinance to 
discourage excessive growth in rural areas.  

By County Code. 

Adaptive and Less Costly Arterial 
Roadway Designs – This measure would 
involve designating arterial roadways for 
which improvement according to County 
design standards would not be practicable. 
This would be where improvements would 
be prohibitively costly or too disruptive to the 
community or natural environment.  

The County could identify and designate the arterials 
that warrant an adaptive or less costly design within 
the transportation element of the comprehensive plan. 
Arterial and roads could be added or deleted through 
comprehensive plan amendments accomplished 
under the annual docketing process. Public hearings 
would be held and consideration of consistency with 
Countywide Planning Policies would need to be taken 
into account.   

Revision to Concurrency Management 
System – The County may consider updates 
to the concurrency management system to 
implement changes in LOS standards and/or 
other aspects of development concurrency 
determinations.  

This measure would require adoption in an 
implementing ordinance. 

 

Transportation Impact Fees – The GMA 
allows the County to develop and implement 
a transportation impact fee (TIF) program. 
The County has policy that supports impact 
fees, but has not adopted any 
implementation measures.  Whatcom 
County has identified future system 

The County is currently considering the 
implementation of a transportation impact fee and has 
recently completed a study report (Transpo 2008). If 
impact fees were to be implemented, an ordinance 
would have to be adopted identifying the types of 
projects eligible for impact fee expenditure, and 
defining the rates or amounts collected and cost basis 
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Potential Mitigation Measure Implementation  
improvements eligible for impact fee funding 
and has enacted a transportation impact fee 
system to fund a portion of those projects 
that are reasonably related to and 
reasonably benefit the planned growth. 

for the rates. 

 

LAND USE MEASURES  

Intensification of Existing UGAs and 
Urban Centers –Focus urban development 
within the existing UGAs and at designated 
urban centers by amending land use 
designations and zoning to accommodate 
and encourage more intensive uses.   

At County’s discretion it may adopt and amend the 
Future Land Use Map, involving the initial adoption of 
the comprehensive plan and subsequent “annually 
docketed” plan amendments (RCW 36.70A.070 {1}).  

Public hearings would be held to consider consistency 
with Countywide Planning Policies.  

Zoning code amendments would need to be prepared 
to accommodate and offer incentives (e.g., density 
bonuses), to more intensive development within and 
around urban centers.  

Land Development Phasing – The County 
would allow proposed land development to 
occur in discrete phases in cases where the 
proposal in its entirety would violate the 
County’s concurrency requirements and 
ordinarily could be deferred indefinitely.  

A Countywide land development-phasing ordinance 
would need to be prepared, adopted, and coordinated 
with related amendments to the County Code.  A 
Countywide ordinance would specify performance 
requirements for the County and prospective 
developers. 

Proactive City Annexation of Growth 
Areas – The County would enter into 
agreements that would expedite city 
annexation of growth areas, or county-
controlled urban “islands”, for which the city 
is providing services. 

The County would need to negotiate and enter into 
inter-local annexation agreements with each city. The 
inter-local agreements would spell out the conditions 
that would trigger a city’s annexation of an area, the 
County’s responsibility under the transition and 
transfer of County debt for infrastructure 
improvements. 

 

At the time of adoption of the updated Comprehensive Plan, the County will need to 
identify financing, policy-related and/or programmatic implementation measures that 
will allow the County to achieve a balance between land use, transportation finance, 
and LOS.   

Applicable Regulations and Commitments 

Applicable Regulations and Commitments 

County 

Depending on the policy orientation and recommendations of the final updated 
Comprehensive Plan, a number of County transportation regulations and 
administrative programs could require amendment.  Regulations and programs listed 
below could be subject to amendment or change. 

 Concurrency Management System—Amendment may be needed of 
administrative rules that guide LOS and concurrency threshold determinations, 
developer responsibilities, impact analysis and reporting, and required databases.  
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 TIP and Annual Construction Program—The TIP could be affected by changes in 
project priorities and availability of revenues to fund needed 
improvements.Roadway Design Standards—Alternatives to traditional design 
standards could be considered and, if adopted, would require amendment to 
County design standards.  

State 

The following state laws guide transportation planning and policy in Whatcom 
County. 

 GMA, RCW 36.70A 

 CTR Law, RCW 70.94.527 

 LOS Bill, HB 1487 

Other Potential Mitigation Measures 
In the event that revenue is not forthcoming, the County has several options.  

 Lower the LOS standard, reducing the need for additional infrastructure. 

 Increase the amount of revenue from existing sources. 

 Adopt new sources of revenue. 

 Require developers to provide such facilities at their own expense. 

The GMA concurrency requirements must be met regardless of funding shortfalls.  
Minimum roadway capacity improvements must still be achieved to meet this 
requirement.  Under current state law, if concurrency is not met, a moratorium on 
development must be imposed in the affected area.  

Programmatic Measures as Mitigation 

The County employs a number of implementation measures that are not improvement 
projects or specific policy decisions, but represent programmatic actions that help 
implement the Comprehensive Plan.  The following implementation measures could, 
over time, mitigate ongoing growth and transportation impacts.  The County has 
discretion and a number of options under each of these policy categories.  In order to 
maintain this three-way balance, increase/decrease in one category requires change in 
the other two categories.   

 Commute trip reduction. 

 Transit compatible design.  

 Access management. 

Most of the beneficial traffic mitigation offered by these implemented measures is 
accounted for in the County’s travel modeling and analysis.  However, increased 
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emphasis on these measures could result in further reduced vehicular trips, reduced 
travel-time delay, and higher transit usage. 

Commute Trip Reduction 

The County maintains a CTR Plan as required by the CTR Law (RCW 70.94.521-
551), which is implemented through regulatory measures aimed at achieving vehicle 
trip reduction goals.  The intent of the CTR plan and ordinance is to improve air 
quality, reduce traffic congestion, and reduce the consumption of petroleum fuels.  
Programs provide various incentives or disincentives to encourage use of alternative 
transportation modes other than the SOV.   

Transit Compatible Design 

The County encourages transportation design and land use development that is 
supportive of and compatible with public transportation services and facilities 
(Whatcom County 2008 Comprehensive Plan, Goals 6D, 6E and 6N). Actions under 
this implementation measure include both non-regulatory and regulatory actions that 
allow transit to work better with land development, particularly in and around urban 
centers.  

Access Management 

The County cooperates with WSDOT to implement the highway access management 
law (RCW 47.50).  These standards and guidelines help identify and prioritize 
treatments that will mitigate conflicts between through traffic and traffic accessing 
land.  Additional access management treatment to multi-lane minor and principal 
arterials within the county can result in more efficient and safer operations on these 
facilities. 

Mitigation Measures for State Highways 

State highways across the County form an important part of the transportation system 
for county residents.  A number of state highways might be affected by the increased 
level of population and employment.  Although state highways are not under the 
County’s direct responsibility, the County will work cooperatively with the Whatcom 
Council of Governments and the Washington State Department of Transportation to 
ensure that the impact of growth on these facilities is addressed.  The County’s 
comprehensive plan has adopted the goal of ensuring “an efficient regional system of 
state highways that is functional and safe, and is consistent with regional priorities 
and City and County comprehensive plans.” 

4.9.4. Significant Unavoidable Adverse Impacts 

Implementation of any of the alternatives will result in increased traffic within the 
county, with the lowest increase occurring under the No Action Current 
Comprehensive Plan Alternative.  The greatest level of VMT increase is projected to 
occur under Action Alternative X, and the greatest level of V/C impact is projected to 
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occur under Action Alternative Y.  Although the effects of additional vehicles on 
traffic congestion can be mitigated to varying degrees through the recommended 
transportation improvements, the actual increase in traffic is considered a significant 
unavoidable adverse impact.  


