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There are five main elements in the Transportation Master Plan: Policy; Streets; Transit; Bicycle;
and Pedestrian. In addition, three specific area circulation studies were completed in the
Transportation Master Plan: North; Airpark; and Central/Downtown. Many of the area plan
policy statements and objectives are included in the elements of the Transportation Master
Plan; however, the complete area circulation studies are included in the body of the Master Plan
document for easy reference.

1.0 CITYWIDE POLICY

The Policy Element addresses general citywide policies that are not specific to a particular
transportation mode, or a specific area within the City. Based on the voter-approved Genera/
Plan, the focus is on providing choices in transportation modes, increasing efficiencies of our
transportation system, as well as improving and maintaining safety.

A formal “Complete Streets” policy and implementation of that policy. The City’s guidelines and design
practices already promote the idea of streets that can be used comfortably by all users. However,
a “Complete Streets” policy reinforces this concept to ensure that the entire right-of-way is
designed for safe and comfortable access for all users (vehicles, bicycles, pedestrians, transit users,
and equestrians) and relates to local context within the different areas of the City. Provision of
facilities for users including lighting and safety improvements, travel lane restriping for bicycle
lanes, and ensuring that complete streets are incorporated in all new roadway construction and
reconstruction projects will be part of the implementation of this policy.

Mode split and vehicle miles traveled (VMT) targets for 2030. Numerical goals, in the form of target
percentages for increasing mode split (improvement of the share of non-auto trips) and reducing
the per capita amount of vehicle miles traveled, are included in the Policy Element.

» The policy sets a goal of mode split targets of 25 percent by non-single occupant vehicle
modes within the City’s activity centers (e.g., Downtown) by 2030. [Current citywide
mode split during peak hours is approximately 20 percent, including carpools.]

» Vehicle miles traveled per capita has been fairly flat since about 2000. The policy sets a goal
of 10 percent reduction in vehicle miles traveled per capita by 2015, and 20 percent by 2030.

Recognize different transportation solutions for different areas of the community. Context-sensitive design
is defined as an approach to developing and redesigning transportation facilities that fit into
the local environment (natural and man-made) while preserving aesthetic, historic, community,
and natural environmental values. Policies regarding context-sensitive design respect the City’s
area circulation plans as well as relevant parts of adopted Character/Community Area plans for
transportation standards and design.

Dedicate a higher percentage of available capital funding for transit, bicycle, trail, and pedestrian system
enhancements. Currently, approximately 26 percent of the City’s transportation capital funding
is used for transit, bicycle, trail, and pedestrian system enhancements. The Policy Element
increases this percentage to 33 percent of available transportation capital funding.
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Promote the efficiency of the transportation system through a variety of existing and new policies.

» Develop a measure of person-capacity in the transportation system, versus the traditional
tool of vehicular capacity, through the City’s new travel demand model.

» Maintain vehicular level of service (LOS) D or better at most signalized intersections,
except in designated activity cores or urban roadway corridors where walkability, transit
access, and aesthetic or right-of-way considerations are overriding.

» Monitor average roadway travel times and develop mitigation strategies when a trip takes
25 percent longer in peak travel times than during non-peak times.

» Continue to use access management to maximize roadway capacity, and streamline
access management administration to allow requests for exceptions to be reviewed by the
Transportation General Manager, with appeals to the Transportation Commission.

» Enhance Intelligent Transportation System (ITS) usage and application to other
transportation modes such as Regional Transportation Plan bus rapid transit corridors, and
applications that show real-time traffic conditions on the Internet or real-time transit
vehicle speed and estimated trip timing through vehicle sensors.

» Continue to enhance the City’s rights-of-way management program through ordinance
revisions and other methods, providing a central point of coordination and management
for competing activities in the public right-of-way to minimize impacts and avoid parallel
lane closures and restrictions.

Roadway modification guidelines (using 2030 forecasted average daily volumes).

» 'There should be no widening beyond six through travel lanes.
Traffic volumes on two-lane collectors should be <8,000 vehicles per lane per day
Traffic volumes on four-lane collectors should be <9,000 vehicles per lane per day
Traffic volumes on four-lane arterials should be <10,000 vehicles per lane per day
Use character type considerations when roadways should be widened:

» Rural — when forecasted volumes reach 90 percent of target traffic volume threshold

(listed above)
» Suburban — when forecasted volumes reach 100 percent of target threshold

vvyyvyy

» Urban — when forecasted volumes reach 120 percent of target threshold
Widening to add through travel lanes is limited to minimum 1-mile segments (typically)

v

» Four-lane roadways could be considered for lane reductions when forecasted volumes are
<12,000 vehicles per day total (fewer than 3,000 vehicles per lane per day).

» Consider the least impactful solutions for corridor capacity first. For example, assess and
implement signing, striping, intersection control, and sight distance improvements before
considering adding pavement to enhance capacity.

Embrace sustainability in the transportation system. The City of Scottsdale is dedicated to the goals
of sustainability as evidenced through its McDowell Sonoran Preserve and Green Buildings
program focus. The Policy Element encourages using environmentally sensitive materials and
technologies in transportation projects and improvements, encourages greater transit use and
recognizes walking and biking as serious modes of transportation to potentially decrease the
number of vehicles on the road, and uses innovative traffic engineering solutions such as I'TS
and roundabouts to reduce roadway lifecycle costs, fuel consumption, and vehicle emissions
associated with travel delay.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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Embrace the concept of universal design by providing facility designs that accommodate the widest range
of potential users, including people with disabilities and other special needs. This will be accomplished
through education programs; by assessing a percentage of all shared-use paths each year for
accessibility, maintenance, and inventory; by increasing the number of shaded/lighted bus stops,
including shelters and passenger information; and providing multi-modal access guides for
the public, with maps and other information on access by people with disabilities to particular
destinations.

Formalize existing City safety policies and focus on education, enforcement, and engineering solutions to
transportation safety issves.

» Improve coordination between roadway design speeds/speed limits and the character and
function of the roadway corridor.

» Continue to reduce annual collision rates through engineering solutions such as lagging
left-turn arrows, roundabouts (installation prioritized at high accident and/or congested
locations or where geometry or cost-effectiveness favors), and I'TS solutions.

» Develop a safety education program for all users (drivers, cyclists, pedestrians, transit users).

» Establish an ongoing Safe Routes to School program.

Truck route policy/guidelines. The previous City truck routes are displayed on a map last updated
in 1996 which did not show any freight or truck routes north of Indian Bend Road. The
Policy Element indicates that all major roadways are considered truck routes with time of
day limitations considered, based on criteria that include: connection to a regional freeway;
reasonable alternative routes for truck traffic; historical usage by truck traffic; adjacent land
uses; and noise mitigation measures. Neighborhood and local system roadways will NOT be
considered for truck route designations.

Adopt a modified version of the Arizona Department of Transportation (ADOT) noise mitigation policies
for use in City roadway projects. The City currently uses the ADOT noise mitigation policies
as a guide when building or rebuilding roadways. The Policy Element recommends a policy
similar to ADOT’s, without a formal cost limitation for noise mitigation. The policy applies to
new corridors or projects that add travel lanes and uses a 64 decibel threshold (modeled with
rubberized asphalt). Part of the Scottsdale policy is to prioritize noise mitigation alternatives to
sound walls, such as earthen berms or vegetation; use rubberized asphalt and other methods to
minimize roadway noise; and avoid use of sound walls where scenic corridor setbacks exist.

Implement roadway construction management programs that consider access, through travel, cost and time
of construction projects. Schedule arterial roadway construction so that parallel arterials will not
be under construction at the same time. On major roadways, work to avoid through travel
limitations during construction.

Work with neighbors in unsubdivided and/or non-master planned areas to provide infrastructure to these
areas. The purpose of the local infrastructure plans is to guide local decisions for infrastructure
improvement (streets, water, trails, etc.) and related development, and to help coordinate the
efforts of various City departments in providing these necessary services.

Implement parking policies which can contribute to sustainable transportation practices as well as land
use efficiencies, and can make modal choice more convenient. Recommendations include: working
with school districts to assist with parking; pick-up and drop-off issues; using I'TS and other
technologies to provide customer information regarding parking availability; working to develop
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thresholds for the inclusion of parking structures versus parking lots; reinforcing walkable, “park
once” districts in Downtown and other urban character and activity centers within the City;
and recognizing City funding for construction of public parking garages as a business support
function and not a transportation enhancement.

Incorporate public art elements in transportation projects, coordinated through the Scottsdale Public Arts
program. The Policy Element directs that up to two percent of the total eligible costs of all
transportation improvement projects be dedicated for the selection, acquisition, fabrication,
installation, and maintenance of public art (not required by current ordinance).

Continue street and alley maintenance and other transportation infrastructure life cycle planning and
identify funding sources to continue high quality infrastructure maintenance. The Municipal Services
Department handles street resurfacing, alley maintenance (including construction debris
disposal, and brush and large object pick up schedules), streetlight and traffic signal maintenance.
To maintain the health, safety, and appearance of alleys, the City seeks resident cooperation to
keep the alleys in the best condition possible. Maintenance and operations of existing facilities
should continue to be the first priority for the use of Highway User Revenue Fund (HURF)
revenue, and new or expanded funding sources should be identified as the City’s infrastructure
moves from a new construction to a maintenance mode.

Coordinate a traffic incident management strategy. The Policy Element recommends that City
departments work together to promote, develop, and sustain effective Traffic Incident
Management programs. The Transportation Department will coordinate with Police, Fire,
Municipal Services, and Communications and Public Affairs to develop a mechanism for
achieving the following goals:

» Improved responder safety;
» Safe, quick clearance; and
» Prompt, reliable, interoperable communications.

2.0 STREETS ELEMENT

The Streets Element aim is to design, operate, and maintain Scottsdale’s streets to provide
safe and convenient access and mobility for all users: pedestrians, bicyclists, transit users, and
equestrians, as well as vehicles.

» All minor collectors, major collectors, minor arterials, and major arterials are designated
as either rural, suburban, or urban based on surrounding land use character. All roadways
north of Pinnacle Peak Road and including Pinnacle Peak Road are designated as rural
character; most roadways south of Pinnacle Peak Road are designated as suburban
character. Urban character areas are current or future activity centers where greater
numbers of pedestrians can be expected, such as Downtown or the One Scottsdale area.
Table EX-1 shows the recommended change in classification for streets, from what is
shown in the City’s 2003 Streets Master Plan.

SCOTTSDALE TRANSPORTATION MASTER PLAN



TABLE EX-1: Street Classification Revisions From the 2003 Streets Master Plan

Street Segment
90th St between Shea Blvd and Desert Cove

Change

from minor collector to local street

915t St between Bahia Dr and Bell Rd

from minor collector to major collector

92nd St between Raintree Dr and Frank Lloyd Wright Blvd

from major collector to minor collector

94th St between Bahia Dr and Bell Rd

from major collector to minor collector

100th St loop north of Frank Lloyd Wright Blvd connecting back to
Frank Lloyd Wright Blvd

from major collector to minor collector

104th St between Mountain View Rd and Via Linda

from minor arferial fo minor collector

118th St

from major collector to minor collector

128th St between Via Linda and Cactus Rd

from minor collector to local street

132nd St between Via Linda and Paradise Ln

from minor collector fo local street

Cave Creek Rd east of Lone Mountain Pkwy

from major collector to minor collector

Chaparral Rd between Miller Rd and 78th St

from major collector to minor collector

Dynamite Blvd

from major arterial fo minor arterial

Happy Valley Rd between Scottsdale and Pima roads

from minor arterial to major collector

Hayden-Miller between Pinnacle Peak Rd and Dynamite Blvd

from major collector to minor collector

Hayden Rd between Redfield Rd and Raintree Dr

from minor arferial to major arferial

Hayden Rd between Pinnacle Peak and Happy Valley roads

from minor collector to local street

Jomax Rd between Alma School Rd and 118th St

from major collector to minor collector

Lone Mountain Pkwy between Stagecoach Pass and Cave Creek Rd

from major collector to minor collector

Lone Mountain Rd

from minor arterial fo minor collector

Miller Rd between Oshorn Rd and 2nd St

from minor collector to major collector

Mountain View Rd between Scottsdale Rd and 90th St

from major collector to minor arterial

Paradise Ln between 98th St and Thompson Peak Pkwy

from minor collector fo local street

Pima Rd north of Happy Valley Rd

from major arterial to minor arterial

Raintree Dr between Hayden Rd and the Loop 101

from minor arferial to major arterial

Scottsdale Rd north of Happy Valley Rd

from major arterial fo minor arterial

Stagecoach Pass between 84th St and Lone Mountain Pkwy

from major collector to minor collector

Sweetwater Ave between 90th and 96th streets

from major collector to minor collector

Thompson Peak Pkwy between 100th St and Bell Rd

from major arterial to minor arterial

Union Hills Dr between Hayden Rd and Perimeter Dr

from minor arterial to major collector

Via Linda between 132nd and 136th streets

from major collector to minor collector

Westland Dr between Hayden and Pima roads

from minor arterial fo minor collector

Williams Dr between Hayden-Miller and Pinnacle Peak

major collector to minor collector

South freeway frontage between Hayden and Pima roads

remove from regional and local plans

Airport Tunnel

remove from regional and local plans

Downtown Couplet (Goldwater and Drinkwater boulevards)

reduce to four through travel lanes to provide additional
bicycle and pedestrian access to and through Downtown
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» The Street Element is closely linked to the Policy Element of the Transportation Master
Plan.'The Street Element also contains summary policies concerning establishing a
“complete streets” policy, that is policies for freight mobility/truck routes, Intelligent
Transportation Systems, speed limits, and access management; roadway modification
guidelines; targets for minimizing peak period travel time delay; and roadway noise
mitigation, roadway construction impact management, traffic signal timing, and local
area infrastructure plans. The Neighborhood Trafic Management Program is included by
reference.

3.0 TRANSIT ELEMENT

'The Transit Element focuses on enhancing the existing transit network including bus service
and neighborhood connector service. Also included in the Transit Element is a discussion of
High Capacity Transit (HCT), which examines different modes such as bus rapid transit, light

rail, and modern streetcar.

Key Objectives

» Provide a mix of transit and paratransit options.

» Develop service standards that meet or exceed regional service standards.

» Meet standards on existing routes before extending coverage to other areas of the
community.

» Develop safe, comfortable, and convenient transit facilities, such as transit centers and
park-and-ride lots that are served by local and regional transit services, and use technology
to improve passenger convenience, system efficiency and effectiveness.

» Encourage partnerships between residents, businesses, system users, the Regional Public
Transportation Authority (RPTA), and the City to develop, promote, and implement
services.

» Demand high standards (e.g., passenger comfort, service reliability) from transit service
providers.

» Actively market transit services and educate consumers to increase ridership and fare
revenues concurrently with service enhancements.

» Consider measures which facilitate service quality such as transit signal priority and queue
jumps.

» Apply operating savings from Proposition 400 or other new transit funding sources to
new transit improvements.

Service Standards

» Minimum 15-minute peak, 30-minute off-peak frequency and 19 hours of service for
regional routes (5 a.m. — midnight)

» Minimum 30-minute frequency and 16 hours of service for local routes

» Minimum 20-minute frequency for circulator service

» Minimum 10-minute peak, 20-minute off-peak frequency and 20 hours of service for
high capacity transit (5 a.m.— 1 a.m.)

Transit Improvements

Transit improvements in Scottsdale must include a range of transit technologies, from local,
regional, and express bus service to neighborhood circulators, as well as enhanced transit service

SCOTTSDALE TRANSPORTATION MASTER PLAN
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and quality. Capital investments directly affect passengers’ experience of transit, and as such,
should be implemented with the highest quality of experience in mind.

» Near-term (5 years) transit improvements focus on improving the level of bus service
in Scottsdale to match that of its neighboring jurisdictions. Some of the fixed route
bus service in Scottsdale operates with less frequency and a shorter service span when
compared to Phoenix and Tempe.

» Improve service frequencies on east-west route segments west of Scottsdale Road,
working with the city of Phoenix to facilitate service connecting to Scottsdale Road.
'This includes Route 17 (McDowell Road), Green line (Thomas Road), Route 50
(Camelback Road), Route 154 (Greenway Road), and Route 106 (Shea Boulevard).

» Improve service frequencies on Scottsdale Road and extend service to Thompson Peak
Parkway.

» Add trips to existing and planned express bus routes.

» Extend the Neighborhood Connector to serve the Skysong transit center.

» Begin transition to low-floor vehicles for circulator service.

» Complete transit facilities.

» Mid-term (10 years) transit improvements continue to focus on improving the overall
level of fixed route bus service, and introducing new express bus service.

» Extend Route 41 (Indian School Road) to Scottsdale Community College and
Route 170 (Bell Road/Frank Lloyd Wright Boulevard) to Shea Boulevard.

» Improve service frequencies on local routes, such as Route 66 (68th Street) and
Route 76 (Miller).

» Implement new Airpark/Downtown Phoenix express route.

» Implement expanded BRT on Scottsdale Road to the Loop 101 (Proposition 400)
with limited stops and 10-minute peak hour frequency.

» Expand circulator service to additional neighborhoods.

» Build freeway HOV ramp connections to park-and-ride areas.

» Expand Dial-a-Ride services commensurate with the expansion of fixed route bus
service.

» Long-term (20 years) transit improvements continue to focus on improving the overall
level of transit service, especially fixed route bus service.

» Improve frequencies on all routes and consider 10-minute frequencies on some routes.

» Implement new two-way all-day express bus between Skysong and downtown Phoenix.

» Implement additional Airpark services including: circulator, rerouting or limited stop
service on Hayden Road to serve Airpark from the south; extending Thunderbird
Road fixed route from Phoenix to Airpark; and development of a new transit center
to serve as a new hub for transit services in the northern portion of the City and more
convenient transfers between routes.

» The City will work to standardize bus stop spacing at 1/4-mile intervals for fixed bus
routes where possible, with shorter spacing for neighborhood circulators and longer
spacing for limited stop/express bus routes. Exceptions to this spacing would be in areas
of greater demand and/or roadway corridors designated as urban on the Street Element
Functional Classification map and/or areas predominantly used by seniors and persons
with disabilities. Shade and passenger comfort is an important consideration for all bus
stops.
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» Bus shelters are located based on bus frequency, ridership, bus operational requirements,
pedestrian safety, passenger comfort, and right-of-way availability. Shelters will be
prioritized for the highest ridership bus stop locations.

» Bus bays/bus pullouts are not recommended along roadway corridors designated as
Urban on the Street Functional Classification Map. It is recommended that bus bays be
constructed at bus stops in Scottsdale only under the following circumstances:

» 'The bus stop is a time point where the bus may dwell longer than normal to maintain
schedule;

» 'The bus stop is a high transfer location, where the bus may dwell longer than normal
to facilitate transfers between routes;

» 'The bus stop is a layover location where the bus dwells at the beginning or end of a
bus route;

b Safety concerns related to the location of the bus stop prohibit the bus from safely
dwelling in the travel lane; and

» LOS in a suburban corridor of the bus route is below D.

» Bus bulbs will be included as a standard design element at the following locations:

» Downtown and other urban activity cores where pedestrian concentrations are located.;
» Roadways with on-street parking; and
» Scottsdale Road in conjunction with enhanced bus service.

» Freeway high occupancy vehicle (HOV) ramps should be connected to park-and-ride
facilities and partnerships should continue to be developed for shared parking agreements
for park-and-ride facilities.

» Circulators will be expanded to include more neighborhoods in various parts of the City.

3.1 High Capacity Transit
Potential HCT alternatives were explored in the High Capacity Transit Feasibility Study and

are included in the Transit Element. Regional transit system studies are currently underway that
made it logical to suspend the Scottsdale study at the conceptual analysis level, called Tier 1,
in the Federal evaluation process. It is important for the City to continue to be involved in the
regional studies regarding high capacity transit currently underway or pending, recognizing
that Scottsdale is part of a regional network of transit services. On December 11, 2007, the
City Council opted to join Valley Metro Rail (METRO), to enable the City’s participation in

these studies.

» Primary study purpose of the HCT feasibility study was to examine a new mobility option
that would provide frequent, all-day service to employment, residential, commercial, retail,
entertainment, educational, civic, and cultural activities in the Scottsdale Road corridor.

» The transit system has an opportunity to capture more ridership through a solution that
consolidates and improves transit in a priority corridor.

» Transportation demand continues to grow and travel patterns change along with
population and employment growth in the Scottsdale Road corridor and study area.

» Proposed HCT investments support continued revitalization in the project corridor.

» Tier 1 conceptual analysis recommended that the following options move forward in a
more detailed evaluation when appropriate:

» Option Al - Light Rail Transit (LRT) to McDowell Road (in median);
» Modified Option A2 — Light Rail Transit to Highland Avenue/Chaparral Road via
Drinkwater or Goldwater boulevards;
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Option B1 and B2 combined — Modern Streetcar to Chaparral Road (Left Lane/
Downtown analysis for curb lane through Downtown); and
Option C1 — Bus Rapid Transit (BRT) to Chaparral Road (Left Lane/Curb Lane in

Downtown).

» Tier I Options Eliminated from Consideration:

4
4

Option A2 — Light Rail Transit to Chaparral Road via Scottsdale Road (Median); and
Option C2 — Bus Rapid Transit to Chaparral Road (Curb Lane).

» All options recommended for Tier 2 and Alternatives Analysis should be planned to
connect to the regional HCT network.
» Additional regional considerations that have been raised by the community include:

»

Options for additional high frequency and amenity regional transit service on the
Loop 101 corridor;

An interest in results from the region’s first light rail corridor, the Central Phoenix/
East Valley line scheduled to open December 2008; and

Consideration of updates to the Regional Transportation Plan (RTP) to better
integrate current and proposed HCT services (express, BRT, LRT, and commuter rail).

» Studies currently or soon to be underway that affect the outcome of any future Scottsdale
Alternatives Analysis include: regional arterial BRT study (RPTA); regional freeway
express/BRT study (RPTA); regional transit framework study (MAG); and Tempe south
Alternatives Analysis (METRO).

4.0 BICYCLE ELEMENT

The Bicycle Element examines ways to advance the overall bike system to enhance this
environmentally-friendly and healthy method of transportation. In particular, there is close

focus on connectivity of bicycle routes for schools, parks, and within neighborhoods.

» In addition to the broad goals for the Transportation Master Plan, specific goals for the
Bicycle Element include:

»
4
4

Provide a safe, connected and convenient on-road bicycle network throughout the City;
Expand the network of off-street shared-use paths and trails within the City;
Achieve a Bicycle Friendly Community rating of Gold from the League of American
Bicyclists;

Incorporate the needs of human-powered transportation into the policy-making,
planning, design, construction and maintenance phases of all existing and new City
policies, plans, programs, projects, facilities, and operations;

Devise and adopt design guidelines and standards needed to implement a safe,
functional, convenient, accessible, and pleasurable walking and cycling environment
for recreation and transportation;

Develop and implement comprehensive and proactive safety, education, and
enforcement programs for all bicyclists, pedestrians, and motorists; and

Employ comprehensive and proactive programs to promote cycling as a viable,
economically desirable form of transportation and recreation for both residents and
visitors.

» While Scottsdale’s bicycle system is very good, it can continue to improve. Key bicycle

system goals include increasing:
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» Percentage of streets with speed limits greater than or equal to 30 mph that have on-
street bike lanes:
33 percent today
* 50 percent by 2015
75 percent by 2030
» Traffic signals with actuation for bicycles
0 percent today
* 50 percent by 2015
100 percent by 2030
» Scottsdale addresses within 1/2 mile of a shared-use path
* 60 percent today
75 percent by 2015
* 90 percent by 2030
» Specific recommendations for implementation of the Bicycle Element include:
» Systematically implement bicycle facility on- and off-street projects per the
recommendations and prioritization listed in the Bicycle Element;
Fund and implement a continuous north/south path from Salt River to Tonto Forest;
Fund and implement a continuous east/west path using the CAP Canal corridor;
Implement wayfinding, path naming, and signal actuation programs;
Systematic lane restriping for on-street facilities (bike lanes);
Enhance corridors for Roosevelt Street, Belleview Street, Oak Street, Osborn Road,
Chaparral Road, and Jackrabbit Road;
» Prioritize projects based on potential (latent) demand, existing conditions (level of

v v v v Vv

service), and ability to connect. Implement as opportunities arise as well; and
» Complete an inventory of trails and trail easements and integration of trails
information into the shared-use path/trail system.

5.0 PEDESTRIAN ELEMENT

The Pedestrian Element of the plan assesses priorities in making Scottsdale more walkable.
There is a need to provide safe, convenient pedestrian ways and facilities that make it easier for
people to walk short distances. An emphasis on pedestrian safety and programs such as the Safe
Routes to School program are included.

» In addition to the broad goals for the Transportation Master Plan, specific goals for the
Pedestrian Element include:

» Create a street environment that is safe and secure for pedestrians;

» Create a street environment that allows pedestrians to directly access key destinations
by walking;

» Provide pedestrian amenities and promote land uses that enhance public spaces,
neighborhoods, commercial, and employment areas — amenities that will entice more
people to walk;

» Educate citizens, community groups, businesses, and developers on safety, health, and
civic aspects of walking; and

» Incorporate pedestrian needs into the policy-making, planning, design, construction,
and maintenance of existing and new policies, plans, programs, projects, facilities, and
operations.
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» All sidewalks and walkways must provide a minimum of 6 feet of travel space to
accommodate pedestrians moving in both directions, including pedestrians using assistive
devices.

» All sidewalks and walkways adjacent to arterials must provide a minimum travel space to
accommodate pedestrians, providing sufficient walking areas, not including for example,
landscaping or site furnishings. The following listing incorporates the character types of
rural, suburban, and urban as well as the pedestrian route network identification:

» Rural - minimum travel space of 6 feet for rural areas identified on the pedestrian
route network maps as low and medium low. A trail could replace sidewalk/walkway
in rural areas identified on the pedestrian route network maps as low; this requires an
accessible surface (stable, firm, slip-resistant);

» Suburban - minimum travel space of 8 feet for areas identified as medium or medium
high; minimum of 10 feet for areas identified as high on the pedestrian route network
maps; and

» Urban - minimum travel space of 10 feet for all urban areas; minimum of 12 feet in
areas identified as high on the pedestrian route network maps.

» Specific recommendations for implementation of the Pedestrian Element include:

» Improve pedestrian safety, comfort, and amenities;

» Improve pedestrian connections including neighborhood to neighborhood and
neighborhood to commercial;

» Allow greater priority for pedestrians than additional auto capacity in urban corridors
and high activity areas like the Downtown and the Airpark;

» Reduce walk speeds for pedestrian signals to 3.5 feet per second (to allow for more
time to cross the street);

> Establish enhanced corridors for Roosevelt Street, Belleview Street, Oak Road,
Osborn Road, Chaparral Road, and Jackrabbit Road;

» Use latent demand model to determine need and scale of pedestrian improvements;

» Fill gaps in the pedestrian network and ensure universal design is used as a basis for
improvements;

» Implement a comprehensive Safe Routes to School Program;

Create a pedestrian safety action plan; and
Create and maintain a comprehensive pedestrian facilities inventory.

6.0 SPECIAL AREA CIRCULATION STUDIES

'The Transportation Master Plan includes three special area circulation studies for different
geographic areas of the City — North, Airpark, and Central/Downtown Scottsdale. Each of
these studies examines issues that these unique areas face and recommends context sensitive
transportation solutions. The main policies and street recommendations are incorporated in the
broader elements of the Transportation Master Plan, but these sections are included in the body
of the Transportation Master Plan as well.

6.1 North Area Circulation Study

'The purpose of this area circulation study was to analyze potential transportation improvements
to effectively manage traffic circulation and future demand in Scottsdale’s predominantly rural,
low density northern area. Careful attention was given to the environmental sensitivity as well
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as aesthetic guidelines already in place for this area. The North area generally includes lands that
are subject to the City’s Environmentally Sensitive Lands Ordinance.

» One of the biggest transportation challenges in the northern area was to “right-size”
the planned roadway network. Through analysis of the results of Scottsdale’s travel
demand model, it was determined that several roadways were planned for more capacity
than necessary to meet the travel demand. Scottsdale Road, Pima Road, and Dynamite
Boulevard are three of the major roadways where the classification was revised, in these
cases from a six-lane major arterial to a four-lane minor arterial.

» While the 2030 projected traffic volumes indicate that these roadways will not require
six travel lanes, the right-of-way will be retained to provide flexibility for drainage needs,
additional travel lanes, and alternative transportation modes if needed.

» The City will complete an analysis regarding public restrooms for path/trail users in areas
where commercial facilities are not available for use by business patrons. Items to examine
will include construction and maintenance costs, security needs, as well as other available
alternatives. Restroom facilities are currently provided at most City parks.

» To encourage a consistent low intensity, rural environment at roadway crossings, a North
area arterial intersection cross section that provides key elements of universal access will be
included in the Design Standards and Policies Manual (DS&PM).

» The texture and location of stabilized decomposed granite paths will be carefully
considered for use in the North area.

» As an update to the Trails Master Plan, an inventory of existing trails facilities and
easements will be conducted to coordinate with future updates of the Transportation
Master Plan and trails policy for the City.

6.2 Airpark Circulation Study

The purpose of the Airpark area circulation study was to identify and analyze potential
transportation solutions for through and destination traffic at the Scottsdale Airpark. Through
the regional transportation plan (RTP) with Proposition 400 funding, a tunnel under the
runway of the Scottsdale Airport was planned to connect the east and west sides of the Airport
and provide an alternative east-west route. The Airpark area circulation study determined that
the tunnel would not provide as much connectivity and relief from traffic as other roadway
improvements in the area, summarized below.

» The construction of a “ring road” around the Airport and other intersection and roadway
improvements would help to provide additional Airpark area circulation.

» To facilitate internal circulation over the long-term, the Airpark area circulation study
includes an effective multi-component parking management strategy, implementation
of a transportation demand management program, and the designation of certain streets
internal to the Airpark that would facilitate travel of non-motorized modes.

» Bicycle improvements include: bicycle connections from Airpark to the CAP Canal
corridor; bicycle roadway enhancements on Greenway-Hayden Loop, Redfield Road,
73rd Street, Hayden Road, Raintree Drive, and Northsight Boulevard; and potentially a
grade-separated crossing where the CAP Canal path meets the Loop 101.

» An Airpark area circulator would enhance transit service in the Airpark.

» Citywide Transportation Demand Management (TDM) program per the Policy Element

may help improve traffic in the area.
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6.3 Central/Downtown Scottsdale Circulation Study

'The purpose of this area circulation study was to examine Downtown area transportation issues
such as Chaparral Road and how people were getting to and through the area; nighttime and
daytime congestion; and ways to encourage non-automotive travel in this activity center of the
City.

» ‘The question of widening the segment of Chaparral Road between Miller Road and
78th Street was resolved with City Council direction to remove widening the roadway
from further consideration.

» Move forward with the Indian School Road streetscape project to incorporate bike lanes,
enhanced sidewalks, shade, landscaped medians where appropriate, and enhanced transit
stops.

» Intersection improvements are incorporated into the project listing for the Transportation
Master Plan.

» In the long term, convert the third travel lane on each leg of the Couplet to provide
bicycle and pedestrian facilities.

» Pedestrian and bicycle facility improvements include: pedestrian signals at intersections in
Downtown and pedestrian crossings where appropriate; bicycle parking throughout the
Downtown districts as well as in and around Scottsdale Healthcare Osborn campus area;
and improving connections and wayfinding to and throughout prominent recreation areas
such as the Arizona Canal and the Indian Bend Wash. Specific roadways (Osborn Road,
70th Street, Civic Center Plaza, 68th Street, Miller Road) are designated as key pedestrian
and bicycle links throughout this area.

» On minor streets in the study area, a minimum of 6-foot sidewalk/walkway travel space
is required. Arterials in the study area should use the guidelines from the Pedestrian
Element of the Transportation Master Plan.

7.0 IMPLEMENTATION

Implementation addresses key policies and strategies necessary to facilitate a transportation
system than meets the goals of the Transportation Master Plan. The following points pertain to
the implementation of the options recommended in all of the elements of the Transportation
Master Plan. A prioritized project listing including estimated project costs and funding sources
was approved by the Transportation Commission at their April 30, 2008 meeting, and will be
updated annually with the Transportation capital improvements budget.

» 'The Transportation Master Plan project list includes projects not already in the City’s
5-Year Capital Program.

» Proposed roadway capital improvement projects are based on forecasted 2030 travel
demand.

» The Policy Element recommends that one-third of future transportation CIP be
committed to transit/bicycle/pedestrian improvements.

» Transportation 0.2 percent privilege tax currently generates $21 million annually

» Currently split 50/50 between transportation capital projects and transportation
operations (primarily transit service)

» The countywide transportation sales tax (Proposition 400) provides approximately
$589 million through 2025 for City roadway improvements and transit operations and
capital.
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Federal grants currently provide approximately $2 million per year in funding for capital
improvements; however, this is not a guaranteed funding source from year to year.
Potential projects south of Indian Bend Road consist mainly of system enhancements
and provision of multi-modal options; potential projects between Indian Bend Road
and Union Hills Drive blend all project types depending on location; and potential
projects north of Union Hills Drive primarily are roadway widening and new paths. The
following are some (not all) of the capital projects identified for implementation in the
Transportation Master Plan:
» Roadway Corridor Capacity
* In the Airpark area create a ring road around the Scottsdale Airport providing
connections not using Frank Lloyd Wright Boulevard or Scottsdale Road. Use
instead Raintree Drive (six lanes from Loop 101 to Hayden Road), Hayden Road
(six lanes from Redfield Road to Raintree Drive), Northsight Boulevard (realign
and connect), new frontage road (south of Frank Lloyd Wright Boulevard),
Thunderbird/Raintree Loop (new roadway connecting from Thunderbird Road at
Scottsdale Road to Hayden Road), and/or Redfield Road/Thunderbird Road.
 Shea Boulevard Corridor — intersections/ITS
*  Miller Road (includes freeway underpass)
* Frank Lloyd Wright Boulevard interchange improvements
* Center Drive/Union Hills Drive (new road and extensions)
*  Scottsdale Road (six lanes to Happy Valley Road, four lanes to City limit)
*  Pima Road (six lanes to Happy Valley Road, four lanes to City limit)
*  Carefree Highway (four lanes)
*  Dynamite Boulevard (four lanes)
+  Happy Valley Road (four lanes)
* Pinnacle Peak Road (four lanes west of Pima Road)
* 56th Street (four lanes)
* Hayden Road/Miller Road (two-lane collector)
* 118th Street (two-lane collector)
*  Westland Drive (two-lane collector)
» Accelerate Loop 101 general purpose lanes
» Intersection Capacity
* Hayden Road/Thomas Road, Hayden Road/McDowell Road, Hayden Road/
Camelback Road, Hayden Road/Chaparral Road
*  Pima Road/McDowell Road, Pima Road/Thomas Road, Pima Road/Indian
School Road, Pima Road/Chaparral Road, Pima Road/McDonald Drive,
Pima Road/Indian Bend Road
* Thomas Road/64th Street, Thomas Road/68th Street
+ Highland Avenue/Scottsdale Road, Highland Avenue/Goldwater Boulevard (in
addition to Highland Avenue streetscape improvements)
* Pima Road Corridor
*  HOV ramps at Northsight Boulevard and Hayden Road
* Hayden Road/Frank Lloyd Wright Boulevard, Raintree Drive/Loop 101,
Princess Drive/ Loop 101 Freeway ramps, 90th Street/Via Linda, Hayden Road/
Mountain View Road, Union Hills Drive bridge
* Thompson Peak Parkway bridge

* Most intersections with roadway widening
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» Streetscape Improvements
* Roosevelt Street/Oak Street/Osborn Road/Chaparral Road/ Jackrabbit Road
bike-pedestrian corridors
* 'Thomas Road — 60th Street to Pima Road, broken into phases
* Miller Road — McKellips Road to McDowell Road
*  68th Street — Roosevelt Street to Osborn Road
*  Greenway-Hayden Loop and 73rd Street
* Paradise Lane (consider roundabout instead of stop signs)
» Downtown Couplet
* Lane reductions and Scottsdale Road transitions in the long term
» Transit service and facility improvements listed in the Transit Element summary
» Paths are listed in the Bicycle Element prioritization charts. The following are the
primary projects:
+ CAP Canal corridor
* Pima Road extension
* New path on the south side of Scottsdale Ranch/Stonegate
* Powerline corridor
* Scottsdale Road
* Pima Road
* Reata Pass Wash corridor
» Right-sizing
* 100th Street, 92nd Street, Sweetwater Avenue, Redfield Road east of Loop 101
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1 INTRODUCTION






The Transportation Master Plan is a comprehensive look at the City’s transportation system,
building upon mobility goals and objectives outlined in the voter-approved 2001 City of
Scottsdale General Plan (General Plan). The Master Plan identifies specific policies, projects, and
programs that implement the goals of the General/ Plan elements, focusing on the Community
Mobility Element, as well as the Economic Vitality, Character and Design, Neighborhoods,
and other elements. The goals for the Transportation Master Plan are taken directly from the
twelve Community Mobility Element goals, with three goals regarding regional coordination
and sustainability added, based on input from individual citizens, a community working group,
the Transportation Commission and City Council. The Master Plan is intended to provide
connections among various forms of transportation within Scottsdale, and from Scottsdale
to surrounding communities. It has been structured to allow for long-term transportation
planning, while addressing a number of key short-term community issues and transportation
needs. The Transportation Master plan includes new and/or updated streets, bicycle, pedestrian,
and transit plans as well as area circulation plans for the North, Airpark, Central/Downtown
Scottsdale areas. The Transit Element of the Master Plan also provides further guidance for the
next steps in the analysis of high capacity transit (HCT). The most recent steps had been taken
in the Scottsdale/Tempe North/South Transit Corridor Study (2003), when the City Council
designated Scottsdale Road as the primary high capacity transit corridor and directed that
bus rapid transit (BRT), light rail transit (LRT), and modern streetcar be examined in future
studies.

1.0 BACKGROUND

'The Transportation Master Plan is the first comprehensive look at the City’s entire transportation
system since the late 1980s. Several efforts (Let’s Get Moving, the Transit Plus campaign, and
the efforts to complete a comprehensive transportation plan following the failure of the Transit
Plus tax election) provided a foundation for the Streets Master Plan of 2003 and the Transit
Plan of 2003. Prior to these planning efforts the Circulation Element of the General/ Plan
guided transportation decisions for streets, street design, bicycle facilities, transit and paratransit
facilities, and trails. Street cross sections were included directly in the Circulation Element in
1980 and 1991. Concurrent with the 1991 Circulation Element update, a Final Report of the
Transportation Commission (based on the Citizens for Better Transportation plan and the
recommendations of the Bicycle Task Force) provided the details for transportation facilities
and policy. The Transportation and Planning Departments worked closely on these guiding
documents which were adopted by the Scottsdale City Council in 1991.

Transportation, how Scottsdale residents, visitors, employees, and businesses take the trips of
daily life, has a big impact on our quality of life. Over the next 25 years, it is projected that
another 40,000 people will become residents of Scottsdale (over a 15 percent increase from
today), potentially adding over 35,000 vehicles to the City’s streets. During the same time span,
the population of Maricopa County is expected to increase 65 percent to over 6 million people.
Regional and local land use changes make it critical that mobility and transportation choices
continue to be available to City of Scottsdale residents, businesses and employees, and tourists
or visitors. Ensuring that the plan meets the needs of Scottsdale residents and businesses has
been one of the primary focal points of the planning process. The knowledge and ideas of
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Scottsdale citizens have been an important resource for this effort, in tandem with the technical
expertise of the Transportation Commission, City staff, and the professional consultants.

'The City intends for this plan not to be a theoretical document, but an action-oriented, practical
guide to how we improve existing, or build new, streets, sidewalks, bike lanes, paths and trails,
and improve our transit system. When it comes to transportation, the old saying is true: “Failing
to plan is planning to fail.” With Scottsdale residents, businesses, and the City’s planning team
working together, the Transportation Master Plan can help to direct our resources wisely and
ensure that our transportation system serves us well in the years ahead.

2.0 PLANNING PROCESS

'The Transportation Master Plan process got underway with the City Council approval of a
contract with HDR Engineering, Inc. and various sub-contractors on November 1, 2005. For
at least one year prior to this contract approval, the Master Plan had been a topic of discussion
and various people asked to be included in this important process. A database of the interested
persons was maintained and updated on a weekly basis prior to the Master Plan process even
getting underway. The Transportation Master Plan was developed through data collection and
research, synthesis and analysis of information collected through the process, and the crafting
of a Master Plan designed to address short- and long-term transportation needs for the City
of Scottsdale.

The Public Engagement Plan that was developed for the Transportation Master Plan was
designed to ensure a comprehensive and meaningful involvement and information process. A
multi-phase public involvement process was developed. The process consisted of:

» information-gathering meetings from November 2005 through April 2006 and focused
citizen and property owner interviews in March 2006;

a public-ideas generation workshop held on March 30, 2006;

a public alternatives development workshop held over three days in April 2006;
periodic meetings of a community working group (discussed in more detail below);
presentations and updates to stakeholder groups, neighborhood organizations, business
groups, and City Boards and Commissions;

vvyyVvyy

monthly special meetings of the Transportation Commission;

periodic reviews at City Council meetings;

public open houses in October 2007; and

public hearings of the Transportation Commission and City Council in November and

December 2007 and January 2008.

vvyyvyy

To help the City and consultant team draft the Transportation Master Plan and identify future
transportation needs, in March 2006 citizens were invited to participate in a confidential hour-
long, one-on-one meeting with HDR’s team of planners and traffic engineers. The purpose
of these meetings/interviews was to help the project team better understand the vision for
the future of transportation in Scottsdale and learn about issues or problems that need to be
addressed from the people most impacted by the issues — Scottsdale citizens. Over 100 citizens
participated in these focused interviews, which were held in five locations throughout the
community.

On March 30, 2006, Rick Cole, current City Manager of Ventura, California, and former
Mayor of Pasadena, California, made a presentation at a community informational workshop.
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Following Mr. Cole’s presentation, participants were invited to work at “table exercises”
identifying transportation issues and possible tools that could be used to address those issues.
Approximately 75 citizens attended the workshop. Mr. Cole’s presentation was frequently re-
broadcast on the CityCable 11 television station from April through October 2006.

Building on the March 30 workshop, the next phase of public involvement was an intensive,
interactive planning workshop held April 17-19, 2006. The workshop took place in meetings
covering three evenings and two days at Scottsdale Community College (SCC). The goal
of these meetings was to continue to foster discussion, gather further input and ideas on
community transportation needs and concerns, and begin shaping options for how Scottsdale’s
transportation system will work in the future.

Following the spring workshops, alternatives and ideas were evaluated based on criteria and
goals that were based in the City’s 2001 General Plan and refined through dialogue with
citizens, the Transportation Commission, and the City Council. Base traffic conditions and
future projections were prepared using the Maricopa Association of Governments (MAG)
regional traffic model. As the Master Plan proceeded, it became apparent that the development
of a more refined, sub-area traffic model would be necessary to improve forecast accuracy and
provide Scottsdale-specific projections of future travel demand. The results of this Scottsdale
sub-regional model were used to test potential traffic system scenarios prior to their inclusion
in the final Transportation Master Plan.

Beginning in early 2007, the Transportation Commission agreed to meet twice monthly instead
of their scheduled one time per month. The second monthly meeting was for the most part
dedicated to discussion and review of Transportation Master Plan sections and drafts. Draft
sections of the Transportation Master Plan were crafted and discussed with the Transportation
Commission, and made available on the City’s Web site (on a Transportation Master Plan Web
page as well as the Transportation Commission agenda Web page).

In addition to the twice-monthly Transportation Commission meetings, an open house
teaturing a panel discussion of sustainable transportation ideas was held on September 19,
2007 at the Granite Reef Senior Center. Panelists Robert Jones of Taliesin West; Aaron Golub,
ASU associate professor of planning and sustainability; and Jim Charlier, President of Charlier
Associates, Inc of Boulder, Colorado, presented and discussed how transportation can support
sustainability. Information about preliminary recommendations of the Transportation Master
Plan was provided for review and comment at this open house.

On October 27 and 29, 2007 open houses featuring recommendations and findings of the
Transportation Master Plan were held, providing additional opportunity to view and comment
on the Transportation Master Plan. Saturday morning, October 27, an open house was held at
the Civic Center Library book discussion room. Monday evening, October 29, an open house
was held at the City’s Water Campus.

‘Throughout the process, public outreach also occurred through additional methods including
periodic coordination meetings with neighboring jurisdictions and other agencies; newsletters;
visits with homeowner, community, senior, youth, and school groups; one-on-one and small
group meetings; press releases; information booths at public gatherings; and CityCable 11
programming. The public participation program was designed to be inclusive and open to all.
Some additional methods used are listed here:
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» Electronic access to information: The City’s Web site included drafts of the Transportation
Master Plan as they became available, public participation opportunities, and related links
to transportation information.

» Youth involvement: Staff met with Mayor’s Youth Council where students provided input
on future transportation needs for Scottsdale.

» Neighborhood meetings: Instead of holding random meetings at City locations, City staff
went to meeting sites where homeowner associations, service groups, etc. were already
meeting. If a neighborhood met on Saturday morning, then staft made arrangements to be
included on that agenda.

» Community working group: By creating a neighborhood/business outreach program,
community representatives were able to assist in gleaning input from a wide variety of
organizations - many of whom aren’t necessarily involved in City policy issues (more
details below).

» Community events: Staft participated in a wide variety of community events, such as the
Green Building Expo, Scottsdale Arts Festival, and San Francisco Giants Spring Training
baseball games to distribute information and encourage participation in the Transportation
Master Plan.

» Ongoing briefings with City Council, citizen Boards and Commissions, and the
community working group.

» An extensive contact list created from the outreach programs to do mailings and electronic
notices for information and public involvement opportunities.

» Local media invitations to all meetings and provision of regular updates.

Community Working Group

One method that was used to gather input for the Transportation Master Plan was the
development of a community working group. This group met several times throughout the
process. The role of the working group was to provide input, identify issues, and provide a
teedback loop to the residents and businesses with whom they are associated. The working
group was made up of volunteers who did not vote on the plan recommendations but
expanded opportunities for outreach and provided insight that was used by the Transportation
Commission and City Council in their deliberations on the Transportation Master Plan. The
20 to 25 member group represented a wide variety of geographic and community viewpoints
on Scottsdale’s transportation system. Meetings of the working group were open to the public.
Over the course of the process, actual participants varied for specific organizations/interests.
During the meetings HDR Engineering, the consultant for the Transportation Master Plan, and
staft presented information, facilitated discussion and encouraged dialogue, and information
sharing.

'The importance of community participation in the process to create and update the Transporzation
Master Plan cannot be underestimated. For a plan to meet the needs and expectations of
its community, it must thoroughly consider all sectors of the community, consider various
positions and alternatives, and ultimately analyze and present the results in a fair and non-
biased manner.

'The Transportation Master Plan was finalized through a recommendation of the Transportation
Commission at their December 20, 2007 public hearing and adopted by the City Council at
their January 8, 2008 public hearing.

SCOTTSDALE TRANSPORTATION MASTER PLAN



3.0 PLAN ADMINISTRATION

'The Transportation Master Plan was designed to be a living document, periodically updated to
better meet the needs of the community and respond to changing conditions or direction. As
this is the first comprehensive transportation plan in over 15 years, it is anticipated that it will
be next updated within 3 to 5 years.

During the Transportation Master Plan process many issues were raised and resolved, and new
state-of-the-art transportation concepts explored and incorporated. Some items which require
further review include:

Trails Program and Trails Master Plan Update

Prior to July 2007, the Trails program was housed in the City’s Preservation Division. While
trail considerations were included in the early deliberations for the Transportation Master Plan,
the Trails Master Plan has not been updated through the Master Plan process. The first update
to the Transportation Master Plan should include an update of the 2004 Trails Master Plan.

The updated plan should include detailed neighborhood trails planning. Recommendations
in the Transportation Master Plan include completing an inventory of existing trails and trail
easements to coordinate with the 7Trails Master Plan designations. In addition, the Trails program
is now housed in the Transportation Department to better coordinate all non-motorized
transportation modes.

High Capacity Transit

The high capacity study identified alternatives for more detailed evaluation, but due to the
status of regional studies did not recommend a specific technology. All options recommended
for Tier 2 and Alternatives Analysis should be planned to connect with the regional HCT
network. The Tier 1 conceptual analysis examined three technologies (BRT, LRT, and modern
streetcar) in two different design or alignment options for each technology. The options are
listed as follows:

» A1-LRT to McDowell Road (Median)

» A2 - LRT to Chaparral Road (Median)

» B1 - Modern Streetcar to Chaparral Road (Left Lane)

» B2 —Modern Streetcar to Chaparral Road (Left Lane/Curb Lane through Downtown)
» C1-BRT to Chaparral Road (Left Lane/Curb Lane through Downtown)

» C2 - BRT to Chaparral Road (Curb Lane)

Recommended options to be analyzed in a Tier 2 or Alternatives Analysis include:

» A1l-LRT to McDowell Road(Median)

» Modified A2 — LRT to Highland Avenue/Chaparral Road via Drinkwater or Goldwater
boulevards

» B1 and B2 combined — Modern Streetcar to Chaparral road (Left Lane/Curb Lane or

other design option through Downtown)
» C1-BRT to Chaparral Road (Left Lane/Curb Lane through Downtown)

Tier 1 options eliminated from further consideration include:

» LRT to Chaparral Road on Scottsdale Road through Downtown
» BRT to Chaparral Road (Curb lane)
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Additional regional considerations that have been raised by the community include:

» Options for additional high frequency and amenity regional transit service on the
Loop 101 corridor;

» An interest in results from the region’s first light rail corridor, the Central Phoenix/East
Valley line scheduled to open December 2008; and

» Consideration of updates to the Regional Transportation Plan (RTP) to better integrate
current and proposed high capacity services (express bus, BRT, LRT, and commuter rail),
as well as the results of arterial and freeway BRT studies being prepared by the Regional
Public Transportation Authority and a Tempe South study being prepared by Valley
Metro Rail (METRO).

On December 11, 2007, the City Council opted to join METRO to enable the City’s
participation in the Alternatives Analysis underway among METRO, Tempe, and Chandler.
Scottsdale is working with METRO to make sure that the City has a place in these regional

deliberations.

4.0 SCOTTSDALE OVERVIEW

'This chapter provides the Transportation Master Plan with an overview of the City of Scottsdale:
the history, character, and vision of the City. This chapter also provides summaries of the past
plans and policies that were referenced for the development of the Master Plan, most notably
the City of Scottsdale 2001 General Plan. Similar to all long range planning, the Transportation
Master Plan builds off the foundation of goals and strategies already developed in the General
Plan as well as past plans and policies. Therefore, it strives to retain the character that makes
Scottsdale special and unique.

4.1 Brief History of Scottsdale

Scottsdale was founded in 1888 by Chaplain Winfield Scott when he purchased 640 acres of
land. When Scottsdale was incorporated in 1951, the City was a small community of 2,000
residents situated on two square miles of land. Daily activities focused on citrus groves, cotton
fields, dairy farms, and shopping in Downtown around Main Street and Scottsdale Road. There
were few paved roads in the City. Soon after incorporation, residents raised money to pave streets
with a gala called the “Street Pavers Ball” and by 1954 four stop signs adorned Scottsdale Road
giving it the nickname “Stopsdale.”

From 1958 to 1965 the City experienced explosive growth in housing and population — from
less than 10,000 to 65,000 people (Table 1-1). Housing for this population growth was
predominantly single family detached homes on modest sized lots, not unlike housing growth
occurring at the same time in suburbs in metropolitan areas across the country. The City annexed
rapidly, first southward from Downtown and later northward to Deer Valley Road, growing in
area from approximately two square miles to over 60 square miles. In the late 1960s, major
service uses and public amenities were established with the opening of the Scottsdale Airport
in 1967 and City Hall in 1968. Throughout the 1970s and 1980s Scottsdale continued to grow
in land area through annexations to the north and east. The Indian Bend Wash Greenbelt
Flood Control Project was started in 1971 with its series of community and neighborhood
parks and an extensive path system. Dial-a-Ride transit service began in 1979 with the goal of
providing transportation services to Scottsdale’s elderly and residents with disabilities. To help
boost tourism in Downtown, the first Molly Trolley system began operating in 1980.

SCOTTSDALE TRANSPORTATION MASTER PLAN



TABLE 1-1: Population of Scottsdale from Incorporation to Today

Year Population Square Miles
1951 Approximately 2,000 1.0
1960 10,026 49
1970 67,800 62.2
1980 88,622 88.6
1990 130,000 185.0
Today (2007) 239,630 185.0

It was during the 1990s that changes began to occur in Downtown following the adoption
of the Downtown Plan in 1984. The Downtown Streetscape Project was completed in 1991.
In order to ease traffic congestion through Downtown on Scottsdale Road, the couplets were
constructed. Goldwater Boulevard was completed in 1991 and Drinkwater Boulevard in 1993.
It was also during the 1990s that the Arizona Department of Transportation (ADOT) began
the construction of the Loop 101 Freeway through and around Scottsdale (Table 1-2).

TABLE 1-2: Construction History of Loop 101 through Scottsdale

Section Start Date Open to Traffic
Loop 202 traffic interchange April 1998 October 1999
McDonald Dr to Thomas Rd April 1997 July 1998

90th St to McDonald Dr June 1997 May 1999
SheaBlvd to 90thSt December 1999
Pima Rd to Shea Blvd July 1998 February 2001
Cave Creek Rd to Scottsdale Rd November 1999 August 2001
Scottsdale Rd to Pima Rd September 2001 April 2002

Source: Arizona Department of Transportation

Today, Scottsdale is a vibrant and diverse city with a population of approximately 240,000 on
185 square miles of land. Through its evolution, the City has become a major center of business
activity while retaining its strong tourism and retail business sectors.

4.2 Scottsdale’s Place in the Region

The City of Scottsdale is located in the northeast quadrant of the Phoenix metropolitan
area. The southern end of the City is near the geographical center of the metropolitan area
population distribution. The northern end of the City abuts the Tonto National Forest. Much
of the southern portion is bordered by the Salt River Pima-Maricopa Indian Community
(SRPMIC) on the east (Figure 1-1). Another large part of the eastern edge of the City borders
the McDowell Mountain Regional Park. This limits the extent to which ongoing development
can occur on the outer edge of Scottsdale.

Geographically, the City of Scottsdale is long and narrow. The distance from the northern
boundary to the southern boundary is approximately 30 miles. In some areas, Scottsdale can be
as narrow as two miles from west to east.
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FIGURE 1-1:

N
Scottsdale has unique characteristics that setitapart from
other communities in the Phoenix metropolitan area.
Scottsdale is both a net importer of employment and a
regional retail center of activity. The City’s retail centers,
parks, employment centers, and libraries are heavily used
by both residents and nonresidents. Household sizes are
typically smaller than in other Valley communities and
household incomes are higher than most.

Scottsdale is also the major resort center of the
metropolitan area. Along with these resorts located
in the City, Scottsdale contains the core of specialty
shopping, art galleries, recreational facilities, and many
cultural and sporting events that attract and sustain the
local tourism industry. The high aesthetic quality of the
City’s physical environment is an important community
standard that helps maintain this industry.

4.3 Character of Scottsdale
For planning purposes, the City has been divided into

three generalized areas: southern, central, and northern
Scottsdale (Figure 1-2). Each area has its own unique
character which the Transportation Master Plan took
into consideration during the recommendations phase,
to ensure the recommendations were context-sensitive.

Scottsdale, Arizona and Neighboring Communities

It should be noted that the Master Plan examined
specific areas within each of these larger generalized areas in more depth. Central/Downtown
Scottsdale area, located in the southern planning area of Scottsdale; the Airpark area which is
located in central Scottsdale, and all of the northern area were included in specific circulation
studies. These studies are located in the main body of the Transportation Master Plan following
the modal elements.

Southern Area of Scottsdale

The general makeup of the southernmost section of Scottsdale consists of an array of
commercial and office land uses mixed into suburban-density residential neighborhoods. Most
of the infrastructure of the area was developed in the 1960s and 1970s. This area has been
incrementally revitalized with infill development helping to create a community that is both
rooted and progressive at the same time. The combination of smaller scale neighborhoods with
unique personality and the complex mixed-use areas such as SkySong create one of the most
diverse areas of the community.

Southern Scottsdale is also home to Downtown Scottsdale. Downtown is considered the
commercial, cultural, civic, and symbolic center of the City. The Central/Downtown Scottsdale
area circulation study examines the area between Thomas and McDonald roads, including
Downtown, in more depth.

SCOTTSDALE TRANSPORTATION MASTER PLAN



When looked at in a regional context, the southern area
of Scottsdale has excellent accessibility to surrounding i
communities and other areas of Scottsdale. It is bordered ra e i

by Phoenix, Tempe, and the SRPMIC. The Pima i ' b,
Freeway (Loop 101) located on the east and the Papago 4 !

Freeway (Loop 202) on the south makes it a convenient i :
location to live, work, and visit. The main north-south S T
corridors of this area are Scottsdale, Hayden, Miller, 1
and Pima roads. Important east-west connections are = 1
McDowell, Thomas, Indian School, Camelback, and - =
Indian Bend roads. There is also a strong bicycle and 1 i
pedestrian connection along the Indian Bend Wash that
connects in the south to Tempe Town Lake. ki
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Central Area of Scottsdale

The central section of Scottsdale includes the

community’s premier employment center (Scottsdale
Airpark), the Shea Boulevard corridor, and the i3
Central Arizona Project (CAP) Canal. The Airpark .

Area Circulation Study examines the area mainly

L

|
:
L el e = i

between Thunderbird Road and the Loop 101 and % = 1"—“—“""“""_.

from Scottsdale Road to the Loop 101 in more depth. x: i il

An estimated 2,500 business firms with over 50,000 r 1
employees (estimated as of December 2006) are located — -

in the Airpark making it the third largest employment . |

center in Arizona. Scottsdale Airpark is projected — -
to grow into Arizona’s largest center of employment : =
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)
=

by 2010. The area surrounding the Airpark has seen g =l
3 I city of ncoftudals, sipons

tremendous commercial growth in recent years. Most

recently, the area north of Frank Lloyd Wright Boulevard

up to the Loop 101 is quickly becoming a major core
and corridor of business activity. Shea Boulevard is a  FIGURE 1-2: ~ Generalized Planning Areas in
major regional east-west corridor through Scottsdale,

connecting Fountain Hills to the east with Phoenix to the west. Shea Boulevard is one of
the most popular access points to the area; many businesses have consolidated their efforts
along this road, especially near major cross streets such as Scottsdale Road and the Loop 101.
Central Scottsdale features some of the first master planned communities in the state such as
McCormick Ranch and Scottsdale Ranch and more recent master planned communities such

as DC Ranch and McDowell Mountain Ranch.

Central Scottsdale is also home to some of region’s biggest attractions including Taliesin West,
the desert home and studio of the late world-renowned architect Frank Lloyd Wright. The
Tournament Players Club (TPC) Princess golf course is home to the FBR Open PGA golf
tournament, and WestWorld, an important venue location for large scale events such as the
Barrett-Jackson Auto Auction and the Scottsdale Arabian Horse Show, are located in this area
of the City. The southern reaches of the McDowell Mountains are also located in the central
section of Scottsdale.

Scottsdale




Northern Area of Scottsdale

Northern Scottsdale is one of the least densely populated areas in the City but is currently the
most actively developing area of Scottsdale. Northern Scottsdale contains some of the most
rugged topography in Maricopa County with the McDowell Mountains along the eastern edge
of the City and the Continental Mountains to the north. This area is characterized by widely
scattered steep hills, boulder outcroppings, and native desert vegetation.

Rural desert character is predominant in this area. Retaining this character is both a desert
preservation and lifestyle goal of northern Scottsdale residents. Individuals move into this area
to experience the openness of the natural desert setting and the rustic feel of the developed
form. Residents currently living in these remote areas are generally willing to travel longer
distances for services. This is part of the lifestyle goal but needs to be balanced with air quality,
infrastructure, and development pattern issues that would encourage the provision of basic
services close to residential areas in order to reduce travel distances and to provide a better sense
of community and sustainability.

Scottsdale, Pima, and Cave Creek roads serve as the major north-south connections to and
through northern Scottsdale. Important east-west links are Pinnacle Peak, Happy Valley, Rio
Verde/Dynamite, and Lone Mountain roads, and Carefree Highway. The Loop 101 links

northern Scottsdale to the rest of the region.

4.4 Scottsdale Values and Vision

Itis important to integrate transportation planning with land use planning to develop an efficient
transportation system for the City. The community vision documented in the following plans
is built from a foundation of citizen-driven processes. These citizen participation processes,
encompassing thousands of work hours, have helped to define the future vision for the
community and have provided new tools with which to achieve that vision. The Transportation
Master Plan builds from these citizen processes in order to carry on the community vision.
Further discussion of the Transportation Master Plan vision and goals are in the Vision, Values,
and Goals section.

Scottsdale Shared Vision Report

In 1991, a process of “community visioning” was initiated to identify the most important and
significant beliefs and desires about the long-term future of the community. In December 1992,
the City Council adopted a report outlining Scottsdale’s Shared Vision. The Shared Vision
identified four mutually supportive dominant themes, which reflect Scottsdale’s special qualities
and are the foundation for Scottsdale’s long-term vitality. The four themes represent Scottsdale’s
core expression. They define the City of Scottsdale and present a vision of its emerging place in
the broader regional, national, and global economy.

Four Dominant Themes
Sonoran Desert

Resort Community
Arts and Culture
Health and Research
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CityShape 2020, Comprehensive Report

In order to ensure that the visions and goals from the adopted Shared Vision Report were
achieved, a comprehensive review of the General Plan called CityShape 2020, was begun in
late 1994. Completed in 1996, the recommendations from the CityShape 2020 process are the
basis for planning in Scottsdale today. The recommendations include a three level approach
to planning: citywide, character area, and neighborhood. CityShape 2020 also identified
an enhanced focus on “character and quality” in development and established six Guiding
Principles:

> Preserve Meaningful Open Space — The City of Scottsdale is committed to promoting the
acquisition, dedication, and setting aside of open space as a community amenity and in
support of the tourism industry in Scottsdale.

» Enhance Neighborhoods — Scottsdale’s residential and commercial neighborhoods are a major
defining element of this community. The quality of our experience as a Scottsdale citizen
is expressed first and foremost in the individual neighborhoods where we live, work,
and play. Scottsdale is committed to maintaining and enhancing our existing and future
neighborhoods. Development, revitalization, and redevelopment decisions, including
rezoning and infrastructure planning, must meet the needs of our neighborhoods in the
context of broader community goals.

> Seek Sustainability — Scottsdale is committed to the effective management of its finite and
renewable environmental, economic, social, and technological resources to ensure that they
serve future needs.

» Support Economic Vitality — Scottsdale is committed to the goal of supporting its existing
economic strengths by targeting new opportunities which can diversify our economic base,
providing for the fiscal health of the City, and forming partnerships with the community
which strengthen our ability to meet this goal.

» Advance Transportation — The transportation system must be the backbone of Scottsdale,
supporting its economy and serving and influencing its land use patterns in a positive way.

» Value Scottsdale’s Unique Lifestyle and Character — Scottsdale offers a superior and desirable
Sonoran Desert lifestyle for its citizens and visitors. The preservation of this unique
lifestyle and character will be achieved through a respect for our natural and man-made
environment, while providing for the needs of our citizens.

Future in Focus

In June 1999 a comprehensive community involvement process began as part of the update to
the Scottsdale General Plan.’The goals of this process were to create awareness and understanding
of the General Plan, engagement of all audiences and afhirm the community vision and values
identified in previous City visioning processes.

The process, called Future in Focus, took the vision created through Scottsdale Visioning and
the guiding principles of CityShape 2020 and used them to re-evaluate Scottsdale’s General
Plan, bring it up to date with the Growing Smarter and Growing Smarter Plus state legislation,
and make sure the overall direction for the City was still in line with the community’s goals
and visions. After the Future in Focus process was completed, the updated General Plan was
adopted by City Council in October 2001 and ratified through citizen vote in March 2002.



4.5 City of Scottsdale 2001 General Plan

'The General Plan is a statement of goals and policies that work as the primary tool for guiding
the future development of the City. It establishes an intent and direction for the future growth
and character of the community. A General Plan may include maps, diagrams, tables, and text
setting out community conditions, principles, goals, objectives, and strategies. It is not a specific
plan, but rather it is a guiding set of principles that provides a sense of order, coordination, and
quality to the City’s policies and actions aftecting its reinvestment and vitality.

'The policies in the General Plan are implemented and detailed through ordinances and ongoing
formal procedures of the City, such as the Zoning Ordinance, Subdivision Ordinance, Design
Guidelines and master plans such as the Transportation Master Plan. The intent of the General
Plan is implemented through recommendations from City Boards and Commissions and
decisions made by the City Council. Over time the General/ Plan is a living document that
is manifested by many specific decisions and events that cause it to respond to the changing
conditions, needs, and desires of the community. The General Plan serves as the foundation for
the creation of the Transportation Master Plan.

4.5.1 General Plan Elements

'The Scottsdale General Plan consists of twelve sections called “elements.” Each element promotes
the community vision by establishing policies, goals, and strategies. All twelve General Plan
elements are important because they each address issues that are fundamental to the current
and the future quality of life in Scottsdale. Coordination between and among all of the Genera/
Plan Elements is required to have a comprehensive policy document that speaks to the future
needs of the community. The General Plan strives to show the relationships between elements
and because of this all mention transportation issues in some form. Below is a summary of the
main objectives, goals and key programs within the General Plan elements.

Community Mobility Element

The Community Mobility Element’s policies concentrate on providing safe, efficient, and
accessible choices for the movement of people, goods, and information. This element speaks
most directly to the Transportation Master Plan. The Community Mobility Element is discussed
in greater detail in the Vision, Values, and Goals section of the Transportation Master Plan.

Land Use Element

'The Land Use Element establishes the general polices for the types and location of land uses
throughout the City. Now and in the future it is important that land use patterns are fostered
that help conserve natural resources, reduce dependence on the automobile, alleviate traffic
congestion, contribute to the character of the community, and adequately serve the needs of
the citizens. The Land Use Element states that Scottsdale values land use and transportation
planning that creates logical and efficient transportation options and patterns to help connect
people to jobs, services, and amenities.

Economic Vitality Element

'The Economic Vitality Element addresses policies to better evaluate decisions and encourage
economic development that will sustain the community. The policies of the Economic Vitality
Element are designed to support and enhance this sustainability.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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Neighborhoods Element

Scottsdale’svisionis to preserve, reinforce,and where appropriate, revitalize the core characteristics
and stability that define all of its neighborhoods, commercial, and residential. As Scottsdale
matures, the City must continue to look at preserving and enhancing its built environment.
'The preservation, revitalization, and redevelopment of, and reinvestment in Scottsdale’s mature
neighborhoods are critical to maintaining and strengthening the health, safety, prosperity, and
enjoyment of the community.

Growth Areas Element

'The Growth Areas Element approaches growth management from a perspective of identifying
those areas of the community that are most appropriate for development focus. Growth areas
are intended to discourage sprawl by focusing new development into targeted areas that are
most appropriate for integrating open spaces, natural resources, accommodating a variety of
land uses, and are oriented to multi-modal (transit, pedestrian, bicycling, as well as autos, etc.)
activity. This element states that Scottsdale values multi-modal solutions that will support
the diverse movement and circulation requirements of all socioeconomic components of our
community in ways that are efficient, affordable, and environmentally compatible.

Public Services and Facilities Element

The Public Services and Facilities Element provides broad guidance about the provision of
community services and physical facilities for the City of Scottsdale in keeping with governmental
roles of protecting the health, safety, and welfare of the community.

Preservation and Environmental Planning Element

'The Preservation and Environmental Planning Element translates the values and vision of the
community into a set of concrete goals to achieve an environmentally sustainable community.
This element infuses the importance of environmental sensitivity into the City’s planning
efforts. Some strategies mentioned in this element are promoting rideshare, carpooling, and
the use of non-auto travel modes. This element also discusses the importance of supporting the
completion of the bikeway system.

Character and Design Element

'The Character and Design Element emphasizes the importance of diverse character and unique
quality of design that Scottsdale residents and visitors value. Appropriate development in
Scottsdale will strike a balance that respects the natural desert settings, historically significant
resources and the surrounding neighborhood context, with the objectives and needs of future
generations. Art and aesthetic enhancement will continue to be essential components of the
community’s character and lifestyle.

Community Involvement Element

Through the guidelines contained in the Community Involvement Element, Scottsdale
demonstrates its commitment to encouraging early and meaningful citizen input in important
planning processes. Such participation helps the City resolve concerns early in the planning
process, and level the playing field for citizens, property owners, elected officials, other
stakeholders, and the development community. It also provides an opportunity for early input
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into the formation of City policy and regulations. The ultimate goal is to ensure a level of
dialogue that is mutually respectful, responsible, and civil.

Housing Element

Now and in the future, Scottsdale will need to focus attention on the revitalization and
preservation of the more mature residential neighborhoods, to seek creative infill development
strategies and to encourage a diversity of housing that accommodates a variety of income levels,
households, and socioeconomic needs.

Open Space and Recreation Element

'This element establishes a set of integrated visions, values, goals, and implementation strategies
that guide decision-making and lead toward the provision of a comprehensive open space
system and recreational plan. Furthermore, this element represents an important step in the
City’s continuing effort to enhance the public’s ability and opportunities to enjoy recreation
in Scottsdale. Key to this is establishing a network of parks, scenic corridors, paths, and trails
that will provide access to nature and urban open spaces, providing recreation opportunities,
ecological benefits, and a source of beauty for residents.

Cost of Development Element
'The City of Scottsdale has long held the philosophy that new development should “pay for itself”

and not burden existing residents and property owners with the provision of infrastructure,
public services, and facilities. The purpose of the Cost of Development Element is to identify
the fiscal impacts created by new development and determine how costs will be equitably
distributed.

4.5.2 General Plan Update 2011

As part of the 1998 and 2000 Growing Smart Acts, the General Plan must be updated every
ten years. The next update for the Scottsdale General Plan is set to occur in 2011. All plans and
policies will be reviewed and used as the basis for the General Plan update. Ultimately, the entire
Transportation Master Plan will be integral to the Transportation/Mobility Element in the 2011
General Plan.

4.6 Review of Prior Plans and Policies

Land use and transportation have an important relationship. Just as land use is often the basis
for transportation recommendations and mode choices, transportation can be used to shape
land use. The following are plans and policies that were consulted during the creation of the
Transportation Master Plan.

4.6.1 Community Area Planning

'The City of Scottsdale is forming a long-range planning program which will continue to address
“level two” of the planning process established in CityShape 2020. This planning process is
called Community Area Planning and the purpose is to focus on a specific area of the City

to develop more detailed goals and strategies, building oft of the broad goals discussed in the
General Plan.
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There are six proposed Community Areas for Scottsdale. From south to north, these areas are:
Southern Scottsdale Area, Downtown, Shea Corridor Area, Greater Airpark Area, McDowell
Vistas Area, and the Tonto Foothills Area. Each Community Area will have a long range plan
completed for it which will address issues and opportunities that the community identifies
during the public outreach process. All past policies and plans will be incorporated into the
new Community Area Plans. Information that has been developed in the Transportation Master
Plan will feed into these Community Area Plans. Ultimately, the six Community Area Plans
will then be used to update the General Plan in 2011.

4.6.2 Character Area Plans

Since CityShape 2020 and the recommendation of character planning, there have been two
new Character Area Plans adopted and the Downfown Plan was considered the prototype for a
Character Area Plan. The Desert and Dynamite Foothills Character Area Plans will eventually
become incorporated into the Tonto Foothills Community Area Plan but until that occurs, it
is important that these plans were reviewed and referenced for the Transportation Master Plan.
Detailed summaries of the Desert and Dynamite Foothills Character Area Plans are located in

the North Area Circulation Study.

Downtown Plan Update

Downtown will be the first Community Area to have a long range plan completed for it. The
plan is currently underway and will be completed in 2008. The scope of the update includes
a circulation policy document which will build from the recommendations in the Central/
Downtown Area Circulation Study of the Transportation Master Plan.

4.6.3 Scenic Roadways

Scenic Corridors, Buffered Roadways, and Desert Scenic Roadways are thoroughfares
designated by the City’s General Plan to incorporate scenic desert setbacks that provide a sense
of openness for the community. Scenic roadways also serve to link with vista corridors along
major washes and other significant open spaces. The setbacks serve to buffer adjacent land uses
from the adverse affects of traffic on the roadway. Scenic roadways are discussed in detail in the
North Area Circulation Study section of the Transportation Master Plan.

4.6.4 Streetscape Design Guidelines

Streetscape design guidelines are specific streetscape design enhancement guidelines for
landscape, hardscape, development walls, and public amenities (such as transit stop shelters and
street furniture). Specific streetscape design guidelines have been developed for:

» Shea Boulevard east of Frank Lloyd Wright Boulevard to the City boundary at
144th Street (approved by City Council in 1994).

» Frank Lloyd Wright Boulevard from Scottsdale Road to Shea Boulevard — applied to the
Boulevard ROW and the landscaped area between the ROW line up to, and including, the
development walls. Frank Lloyd Wright Boulevard is also designated as a buffered setback
roadway (approved by City Council in 1989 and revised in 1991).

» Via Linda east of the CAP Canal to the terminus near the 140th Street alignment
(approved by City Council in 1994).



4.6.5 Design Standards and Policies Manual (DS&PM), 2007

'The Design Standards and Policies Manual (DS&PM) presents clear and concise technical
requirements, policies, and processes to enable design professionals to prepare plans and reports
necessary for development of both public and private projects within the City.

'The manual consists of ten chapters that address the development process, site planning issues,
land divisions and dedications, grading and drainage, transportation, water systems, wastewater
systems, medians, parks and trails, public works and facilities, and native plants. The information
is presented in a sequence that parallels developing a raw tract of land, from site planning and
platting issues, to grading and drainage considerations.

'These guidelines clarify and supplement requirements in the Scottsdale Revised Code, including
the zoning and subdivision ordinances, floodplain and stormwater regulations, fire and building
codes, and other regulations for land development and construction within Scottsdale. The
intent is to assist homeowners, architects, developers, engineers, contractors, and others through
the development process.

4.6.6 Trails Master Plan, 2004

The Trails Master Plan and the Conceptual Trails Plan for the McDowell Sonoran Preserve
were prepared for the purpose of creating a citywide network of interconnected trails for use
by multiple non-motorized user groups. The Conceptual Trails Plan for the McDowell Sonoran
Preserve, accepted by the City Council in 1999, controls the provision of trails within the
boundary of the McDowell Sonoran Preserve. The Trails Master Plan, approved by the City
Council in 2004, guides the provision of trails throughout the City outside of the McDowell

Sonoran Preserve.

» The purpose of this study was to develop a vision and set goals and objectives to guide
development of a City-wide trails master plan that will be implemented through
expenditures of 2000 bond funds and beyond.

'The goal was to create a seamless network of unpaved trails that link neighborhoods to
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destinations including the McDowell Sonoran Preserve.

Trails are created so as to minimize disturbance to the natural environment.

Trails create close-to-home recreational opportunities.

Trails promote knowledge and understanding of the Sonoran Desert environment.
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The trail system provides opportunities for physical activity resulting in improved mental
and physical health.

The three primary trail user groups are hikers, bicyclists, and equestrians.

» Motorized vehicles are prohibited (per Ordinance 17-62) from using Scottsdale’s public
trails.

4.6.7 Streets Master Plan, 2003

'The Streets Master Plan built upon the policy groundwork developed in the 2001 General
Plan and further refined the direction given. It is mainly used to understand the future of the

v

transportation networks and provided consistent information and guidance in the transportation
planning decision making process. The Streets Master Plan determined the future roadway
network for Scottsdale and mapped out a strategy to keep the streets operating efficiently.
Strategies included building or widening streets, making existing streets work better, and
applying technology to improve traffic flow among many others.
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» The street classification map in this plan replaced the street plan map from the 1991
General Plan Circulation Element (The General Plan was consolidated into one document
and reprinted in 1999).

» Enhanced day-to-day decision-making by refining the broad street categories used in the
General Plan into specific street classifications.

» Users of the plan were provided a preview of what the Scottsdale street network might
look like at build-out.

» Explained how streets are classified and how the functional classifications of streets are
used to plan the City’s street network.

» The design guides for street cross sections in the plan did not set construction standards
but did dictate the general guidelines and definition of the street classification system.

» Cross-sections designed for rural and environmentally sensitive areas of the City
permitted flexibility in the application of street classifications.

» Explained the “expandable roadways” concept and how using it benefits street projects.

» Demonstrated how the street network can accommodate the needs of a multi-modal
transportation system.

4.6.8 Transit Plan, 2003

'The Transit Plan included the vision for the future alternative transportation networks in
the City of Scottsdale. The goal of this transit plan was to provide policy guidance in the
development of the citywide transit system. The plan includes strategies to keep Scottsdale
transit modes operating efficiently and effectively include policies, capital projects, operating
methods, service levels, and many different modes of travel. The vision for Scottsdale is to have
a transit system consisting of accessible mobility choices that support a diverse population,
improved air quality, greater safety, cost effectiveness, multiple mobility modes, and integration
with other valley transit systems.

» Explicitly tied transit implementation to customer demand, system performance, and
funding availability.

» Recommended changes to existing transit, including expanding service on the Scottsdale
Trolley to Sundays and for longer hours every day.

» Recommended 15 new transit services, both for areas with existing demand and those
likely to see growth in the future. Included in the recommendations is a second Scottsdale
Trolley route for Downtown and a neighborhood circulator in southern Scottsdale.

» Described programs designed to meet the special transit needs of senior citizens and
people with disabilities.

» Outlined operating procedures for route design, fare pricing, bus stop placement, and
other features.

» Established transit system performance standards.

» Provided guidelines for capital improvements and funding.

» Suggested methods of integrating transit into land use planning and street design.

4.6.9 Bicycle/Pedestrian Transportation Master Plan, 1994

'The Bicycle/Pedestrian Transportation Master Plan was created to help enhance the lifestyle of the
community, and meet its diverse needs, while promoting safety and efficiency in non-motorized
travel. It is a guide to assist in the integration of non-motorized modes of transportation into
City plans and policies. It outlines goals and objectives and provides recommendations for
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their implementation. The Bicycle/Pedestrian Transportation Plan was developed to support the
Community Mobility Element of the General Plan.

'The Bicycle/Pedestrian Plan Task Force identified deficiencies and projected needs by studying
the limitations of existing policies and facilities. Plan recommendations include four “action
programs” labeled as: Level I-Continue Current Program, Level-II Basic Action Program,
Level III-Intermediate Action Program, and Level IV-Optimum Program. Scottsdale needs
to integrate a high degree of bicycle and pedestrian requirements into all public and private
development plans in order to create a bicycle/pedestrian friendly community.

» Bicycle and Pedestrian Planning: Integration of bicycle and pedestrian requirements
into all public and private development plans is crucial to a bicycle/pedestrian friendly
community.

» Facility Design: Correctly designed components in a well-connected system will address
the needs of all types of cyclists, walkers, and other users, promote a variety of use,
encourage safety, and reduce potential liability.

» Safety, Education, and Enforcement: Good educational programs, appropriately designed
for different age groups and backed up by the enforcement of codes, will improve safety.
These should include bicyclists and motorists.

» Promotional Efforts: People should be encouraged to walk or ride their bikes to work,
participate in special events, and use non-motorized modes for short trips.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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1.0 INTRODUCTION

'The Transportation Master Plan is an implementation plan, subordinate to larger plans and their
statements of community values. In particular, the Transportation Master Plan is governed by

the City’s adopted General Plan.

The Scottsdale General Plan is the policy foundation for the Transportation Master Plan goals
and elements. The foundation of the General Plan is the community vision built from a series
of citizen-driven processes that formed and shaped that vision. A comprehensive review of the
Scottsdale General Plan called CityShape 2020 was intended to be an extensive educational
and community outreach process to reaffirm and improve the Scottsdale Genera/ Plan as an
expression of the Shared Vision (created through the Scottsdale Visioning process two years
earlier). As discussed in Chapter 1, Section 4.4, the recommendations from CityShape 2020
included six Guiding Principles, intended to highlight and organize in the General Plan the most
important goals of the community. One of these Guiding Principles (Advance Transportation)
specifically focuses on goals for transportation in Scottsdale.

Advance Transportation

The transportation system must be the backbone of the City, supporting its economy and
serving and influencing its land use patterns in a positive way. Scottsdale’s commitment to
transportation planning will be reflected in both development and redevelopment decisions.
Historically, Scottsdale has grown up with the automobile as the primary mode of transportation.
Although the automobile will likely remain the primary mode of transportation, Scottsdale
shall provide alternatives to diversify our City’s transportation system. The alternatives will
provide greater accessibility for residents and visitors, alleviate pollution and congestion, and
serve and influence land use patterns.

Strategies identified in CityShape 2020 for achieving these goals include:

» Maintain a continuous and integrated land use and transportation planning process to
ensure that development and infrastructure planning accurately reflect the travel demands
and complement each other;

» Provide for adequate transportation corridors by allocating enough land during the
planning process to allow for high occupancy vehicle (HOV) lanes, bike lanes, multi-use
paths, and transit facilities for future demands;

» Encourage land use patterns that reduce the amount of travel by the development of
neighborhoods where mixed-use centers and services are easily accessible from residences;

» Expand and enhance pedestrian, bicycle, and transit access by considering safe and inviting
access to shopping, offices, schools, etc. from multi use paths and transit facilities in all
development decisions; and

» Ensure that the physical location and design of our transportation corridors are
environmentally sensitive to our desert, mountains, scenic corridors, and neighborhoods.

One of the twelve inter-related elements of the General Plan is the Community Mobility
Element. The Community Mobility Element’s policies concentrate on providing safe, efficient,
and accessible choices for the movement of people, goods, and information.
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The Community Mobility Element strives to expand the field of mobility to fully integrate
non-automotive modes, such as public transit, cycling, walking, trip reduction strategies, and
telecommunications. It also recognizes the inter-relationships among transportation, land use,
and neighborhoods. To maintain mobility, land use and transportation policies must emphasize
work, live, and play relationships and more efficient and accessible/walkable transportation
options must be provided. There is also a strong recognition that different areas within the
City may have unique mobility needs requiring solutions that, while part of a larger system, are

designed for specific areas of the City.

The vision statement from the Community Mobility Element states: Scottsdale will be a
community that safely, conveniently, and efficiently moves people, goods, and information
by providing access and mobility choices. Scottsdale recognizes that there will be a diversity
of mobility systems to match the character and lifestyle of different areas of the community.
Mobility choices will provide alternatives to the automobile, increase accessibility, improve
air quality, enrich the community and its neighborhoods, and contribute to the community’s

quality of life.

'The Community Mobility Element also states the following values:

» Live, work, and play relationships in land use patterns that reduce the number and
distance of auto dependent trips and are supported by mobility networks (such as: mixed-
use projects or focused development near to non-automotive mobility systems);

» Mobility choices that reflect the community’s diverse needs and lifestyle in all areas of the
City, respect neighborhood dynamics, and reduce reliance on the automobile;

» Balance between regional, citywide, and neighborhood level transportation needs;

» Citywide and regional systems that minimize impacts on viewsheds, the natural
environment, and local neighborhoods;

» Maintenance of regional, citywide, and neighborhood connections/networks;

» Design of networks to move people goods, and information that meet the aesthetic
standards of Scottsdale and that enhance the pedestrian use of the City;

» Free flowing and safe movement within the various modes of transportation, including
aircraft, commercial vehicles, automobiles, pedestrians, equestrians, and cyclists;

» Transportation practices that support the community interests in maintaining economic
vitality, protecting natural resources, and preserving neighborhood life;

» Partnerships between citizens, businesses, system users, and the City to develop and
implement mobility solutions; and

» Use of technology to achieve a mobility system that meets community goals (safety,
efficiency, accessibility, alternatives and choice, reduction of travel time, reduction of traffic
congestions, improvement of air quality, etc.).

The goal statements which follow are intended to translate the themes of the General Plan into
goals for transportation.

1.1 Transportation Master Plan Goals

Goal:  Direct transportation policies, investments, and decisions in ways which support the community’s
adopted vision and values.

Scottsdale is a community of vision and values. That vision and those values are described in the
Community Vision and Community Values statements contained in the voter-approved
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Scottsdale General Plan. These statements set forth a shared vision and iterate intended practices
for how Scottsdale will seek to realize it. Transportation policies and investments can either
support or erode successful realization of this vision.

Goal:  Increase the range and convenience of transportation choices.

Scottsdale is a “community of choice”, a destination for both residents and visitors seeking
a high quality of life; quality of life is the primary reason residents and visitors choose this
destination. The transportation options each of us use will affect that quality of life, positively
or negatively.

Goal:  Direct transportation policies, investments, and decisions to design context-sensitive responses.

Scottsdale is a diverse place, a city made up of varied communities and landscapes. As the General
Plan is realized through public and private investment, that diversity will increase. While the
desert landscapes and low population densities in the largely residential areas of northern
Scottsdale will be preserved, other areas (particularly in and around the Airpark, Downtown,
and southern Scottsdale) will see significant changes in composition and density. It is important
that the transportation system acknowledge and support the character of these distinctive
areas.

Goal:  Coordinate transportation policies, investments, and decisions with neighboring communities and
the larger region, while effectively managing impacts of increasing demand for regional highway
travel.

Scottsdale is part of a large metropolitan areq, one which continues to grow in population, land area,
and vehicle miles traveled. Although Scottsdale has completed its territorial expansion through
annexations completed in the 1980s, significant growth in employment and residents is expected
over the next 20 years. In this context, the region’s growth will affect Scottsdale’s transportation
system by increasing demand for travel on the regional highway network, which will lead to
challenges in providing efficient direct access to and from Scottsdale, and increased regional
trips through Scottsdale, by assorted modes and routes. The larger region is also making a major
investment in transit systems, intended to provide greater mobility options and to influence
public and private investment.

Goal: a) Focus investments on improvements which add long-term value.
b)  Maintain the transportation system in ways which minimize life cycle cost.

Scottsdale is a capable steward of public assets and public funds, a city government that anticipates
trends with provisions to address future challenges, manages resources competently, and delivers
high quality public services. Scottsdale’s citizens expect that its public agencies will invest in the
transportation system in ways that support the community’s goals and values. They also expect
that the City will properly manage and maintain those assets.

These Transportation Master Plan Goals reflect the goals of the General Plan’s Community
Mobility Element, as well as a policy of sustainability. Specific criteria, intended to apply these
goals in more measurable ways and to evaluate transportation options, are listed following the
Community Mobility Element goals. Note that the goals shown in italics have been added to
the General Plan goals through the Transportation Master Plan process.



1.2 Adopted Community Mobility Element Goals
1.2.1 Regional Systems

» Protect the function and form of regional air and land corridors.

» Protect the physical integrity of regional networks to help reduce the number, length,

and frequency of automobile trips, to improve air quality, reduce traffic congestion, and

enhance quality of life and the environment.

Promote regional diversity and connectivity of mobility choices.

» Prioritize regional connections to safely, effectively, and efficiently move people, goods, and
information beyond the City boundaries.

» Enhance connectivity to regional transportation facilities; however, these systems need to respect

the City of Scottsdale General Plan.

v

1.2.2 Citywide Systems

» Relieve traffic congestion.

» Optimize the mobility of people, goods, and information for the expected buildout of the
City.

» Maintain Scottsdale’s high aesthetic values and environmental standards in the City’s
transportation system.

» Emphasize live, work, and play land use relationships to optimize the use of citywide
systems and reduce the strain on regional and local/neighborhood systems.

1.2.3 Local/Neighborhood Systems

» Protect neighborhoods from negative impacts of regional and citywide networks.

» Encourage a diversity of links between neighborhood systems, and with citywide and
regional systems.

» Provide opportunities for building “community” through neighborhood mobility.

» Recognize the diversity of neighborhoods throughout the City and their different mobility

needs.

1.2.4 Sustainability

» Use green’ technologies and processes when possible and practical.
» Reduce emissions that degrade air quality.
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2.0 GOALS AND EFFECTIVENESS MEASURES

'The goals and effectiveness measures shown in Table 2-1 provide guidelines to assist in effective
decision-making for the City’s transportation network, and also to assist in measuring system
effectiveness.

TABLE 2-1: Transportation Master Plan Guide For Decision-Making

Goal/Criterion Effectiveness Measures
what are we trying to accomplish? ~ how will we know if we are accomplishing it?
Mode Choice Increasing the transportation system’s non-automobile capacity, evaluated through

consideration of pedestrian and bicycle levels of service

Improving the availability of multiple travel modes at a given location

Ensuring accommodation of all modes on City streets

Managing regional impact Moving regional travel through Scottsdale
Connecting Scottsdale to the larger region while minimizing disruption to travel
within Scottsdale

Safety Reducing the number and severity of collisions

Preserving the ability to respond to large-scale emergencies

Maintaining adopted incident response time

Automobile access and convenience Maintaining acceptable level of service

Maintaining travel time reliability

Increasing, where possible, the availability of alternative routes

Pedestrian access and convenience Raising the pedestrian level of service to the appropriate level (depending on the
location)

Improving connectivity to transit and access to major destinations

Reducing conflicts with other modes

Universal Access Applying the principles of universal design

Bicycle access and convenience Reducing gaps in bicycle system

Improving the bicycle level of service

Reducing conflicts with other modes

Transit access and utilization Improving the transit level of service (headways, hours, capacity)

Improving the proximity and access to high-quality transit service

Ensuring, as practicable, minimized walk distance to transit sfops and major
desfinations

Ensuring accommodation of bicycles on transit vehicles

Equestrian access and convenience Improving the connectivity of trails

Reducing conflict with roadway system
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TABLE 2-1: Transportation Master Plan Guide For Decision-Making

Goal/Criterion Effectiveness Measures
what are we trying to accomplish? ~ how will we know if we are accomplishing it?
Downtown access Maintaining or increasing person-trip access to Downtown

Improving linkages to other locations/destinations within the City

Supporting planned redevelopment

Airpark access Maintaining or improving person-trip access fo the Airpark

Improving internal circulation

Reducing traffic congestion

Environmental Sustainability Reducing energy consumed for transportation per capita

Reducing auto trips andy/or vehicle miles traveled per capita

Reducing acreage of pavement and parking lots

Reducing the transportation air pollution emissions per capita

Neighborhood Preservation Supporting neighborhood character

Improving access fo transit, pedestrian, bicycle, and trail systems

Implementing, where appropriate, neighborhood traffic management measures

Preserving emergency access

Avoiding increases in local residential and local collector street volume

Minimizing negative impacts from truck traffic by effective truck policy and
enforcement

Cost/benefit Focusing on life cycle cost

Maximizing the ability to leverage other funding

Ensuring sound cost/benefit considerations in land acquisition decisions

Compatibility with McDowell Sonoran Increasing transit access to the McDowell Sonoran Preserve
Preserve Plan

Increasing non-motorized access to the McDowell Sonoran Preserve

Public Awareness Increasing awareness of transportation choices and consequences

Seeking opportunities fo promote transportation choices and change travel behavior

Economic Viability Maintaining workforce access

Maintaining visitor access and mobility

Maintaining freight mobility
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1.0 INTRODUCTION

The Scottsdale General Plan is the policy foundation for the Transportation Master Plan goals
and elements. The Transportation Master Plan is intended to be an implementation tool to
accomplish the goals and vision of the General Plan. The foundation of the General Plan is
the community vision built from a series of citizen-driven processes that formed and shaped
that vision. A comprehensive review of the Scottsdale General Plan called CityShape 2020
was completed in the late 1990s and the vision, themes, and principles were validated through
the General Plan update public participation process. CityShape 2020 was intended to be an
extensive educational and community outreach process to reaffirm and improve the Scottsdale
General Plan as an expression of the Shared Vision (created through the Scottsdale Visioning
process two years earlier). The recommendations from CityShape 2020 included Six Guiding
Principles, intended to highlight and organize in the General/ Plan the most important goals of
the community. One of these Guiding Principles (Advance Transportation) specifically focuses
on goals for transportation in Scottsdale:

The transportation system must be the backbone of the City, supporting its economy and serving and
influencing its land use patterns in a positive way. Scottsdale’s commitment to transportation planning
will be reflected in both development and redevelopment decisions. Historically, Scottsdale has grown
up with the automobile as the primary mode of transportation. Although the automobile will likely
remain the primary mode of transportation, Scottsdale shall provide alternatives to diversify the City’s
transportation system. The alternatives will provide greater accessibility for residents and visitors,
alleviate pollution and congestion, and serve and influence land use patterns.

Strategies identified in CityShape 2020 for achieving these goals include:

» Maintain a continuous and integrated land use and transportation planning process to
ensure that development and infrastructure planning accurately reflect the travel demands
and complement each other;

» Provide for adequate transportation corridors by allocating enough land during the
planning process to allow for HOV lanes, bike lanes, shared-use paths, and transit facilities
for future travel demands;

» Encourage land use patterns that reduce the amount of travel by the development of
neighborhoods where mixed-use centers and services are easily accessible from residences;

» Expand and enhance pedestrian, bicycle, and transit access by considering safe and inviting
access to shopping, offices, schools, etc. From multi use paths and transit facilities in all
development decisions; and

» Ensure that the physical location and design of our transportation corridors are
environmentally sensitive to our desert, mountains, scenic corridors, and neighborhoods.

One of the twelve interrelated elements of the General Plan is the Community Mobility
Element. The Community Mobility Element’s policies concentrate on providing safe, efficient,
and accessible choices for the movement of people, goods, and information.

'The introduction to the Community Mobility Element makes clear statements acknowledging
that the automobile is expected to remain an important way of travel in Scottsdale. The
Community Mobility Element strives to expand the field of mobility to fully integrate non-
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automotive modes, such as public transit, cycling, walking, trip reduction strategies, and
telecommunications. It also recognizes the inter relationships among transportation, land use,
and neighborhoods. To maintain mobility, land use and transportation policies must emphasize
work, live, and play relationships and more efficient and accessible/walkable transportation
options must be provided. To reduce traffic congestion and impact on the natural and built
environment, appropriate land use decisions must be sought which help reduce the length and
number of automobile trips (typically expressed as vehicle miles traveled or VMT). In addition,
mobility alternatives to the automobile that can be efficient, accessible, and comfortable, can
challenge the reliance on the automobile, and can further help reduce congestion and improve
safety on our streets.

There also is a strong recognition that different areas within the City may have unique mobility
needs requiring solutions that, while part of a larger system, are designed for specific areas of the
City. The policies of the Community Mobility Element are designed to recognize these unique
needs and find solutions for them. Those policies are further refined and defined through the
policies and goals of the Transportation Master Plan, especially through developing context-
sensitive design and transportation solutions to local issues.

The Policy Element of the Transportation Master Plan addresses general, citywide policies that
are not specific to a particular transportation mode, or confined to a specific area within the City.
While some of these policies will be reiterated in the modal elements or area circulation studies,
this document is intended to provide a global view of policies that will affect transportation and
transportation facilities throughout the community.

In addition to the Transportation Master Plan, other policies and programs are underway.
Information from the neighborhood traffic management program and local area infrastructure
plans will be included and referenced in the Transportation Master Plan Policy Element. The
Downtown Plan update is currently being coordinated by the Planning and Development
Services Department and will include updates to the Downtown land use and circulation
sections. This effort is anticipated to be complete in 2008.

2.0 COMPLETE STREETS

POLICY OBJECTIVES: To design, operate, and maintain Scottsdale's streets to promote safe and convenient
access and travel for all users: pedestrians, bicyclists, transit riders, and equestrians, as well as cars, trucks,
and buses.

Improve community quality of life in Scottsdale neighborhoods by implementing strategies that reduce the
negative impacts created by automobile traffic on neighborhood streets, as well as increase the pedestrian
and bicycle options for the neighborhood.

A complete street is one that is designed and operated to enable safe and comfortable access
for all users. Pedestrians, bicyclists, motorists, and transit riders of all ages and abilities are
able to safely move along and across a complete street. Various streets in the community are
currently without sidewalks or paths or have inadequate sidewalks; are too narrow to safely
share with bikes; may be intimidating to cross as a pedestrian; or are uninviting for transit users.
Incomplete streets are often less safe for multiple users than complete streets.

While the City’s current design guidelines are very consistent with the complete streets concept,
instituting a complete streets policy ensures that the entire ROW is designed and operated to
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enable safe access for all users. Ingredients that may be found on a complete street include:
sidewalks and/or paths, bike lanes, frequent crosswalks, wide shoulders, medians, bus pullouts,
special bus lanes, raised crosswalks, audible pedestrian signals, sidewalk bulb-outs, and more.

Complete streets policies recognize that there is a need for flexibility as all streets are different
and user needs will be balanced. All road projects should result in a complete street appropriate
to local context and needs. The following policies will apply to both new and retrofit projects,
including design, planning, maintenance, and operations, for the entire ROW.

2.1 Policies and Strategies
2.1.1  Multi-modal Approach

» Promote a multi-modal approach for all City of Scottsdale new and retrofit roadway
projects through formal adoption of a complete streets policy. A multi-modal approach
includes all users (pedestrians, bicyclists, transit vehicles and users, equestrians,
and motorists of all types) of all ages and abilities. This approach aims to create a
comprehensive, integrated, connected network. Understand that a universal “rule” on
all streets cannot be applied. For example, pedestrian and bicycle access on highways or
freeways is not generally encouraged.

» Provide facilities and amenities that are recognized as contributing to complete
streets, including: roadway and pedestrian-level street lighting; pedestrian and bicycle
safety improvements; access improvements in accordance with ADA; transit facilities
accommodation, including but not limited to, pedestrian access improvement to transit
stops; street trees and landscaping; and street furnishings that are sensitive to the local
context.

2.1.2  Systematic Implementation

» Implement policies and procedures with the construction, reconstruction, or other changes
of transportation facilities on arterial streets to support the creation of complete streets
including capital improvements and major maintenance.

» Revise the DS&PM where necessary to address equitable mobility. Ensure that the City
balances the needs of diverse users in public and private project review.

» Collect data to track the performance of complete streets.

2.1.3 Context-sensitive Design

The Federal Highway Administration (FHWA) defines context-sensitive design as an approach
to developing and redesigning transportation facilities that fit into the physical and human
environment while preserving the aesthetic, historic, community, and natural environmental
values.

» Design, operate, and maintain the transportation network to improve travel conditions for
bicyclists, pedestrians, transit, vehicles, and equestrians, in a manner consistent with and
supportive of the General Plan and Transportation Master Plan goals, and adapted to the
localized context within the different areas of the City as described in:

» 'The area plans for the North Area, Central/Downtown, and the Scottsdale Airpark
contained within those sections of the Transportation Master Plan; and

» Relevant provisions of adopted character area plans for neighborhoods or other
localized plans or standards.



2.1.4 Roadway Restriping

'This restriping guideline is intended to accommodate bicycle lanes on existing roadways, through
optimized use of existing rights-of-way, pavement and facilities. Detail of this guideline can be
found in the Bicycle Element.

» Adopt roadway restriping guidelines as part of the Bicycle Element of the Transportation
Master Plan which consider existing and forecasted motor vehicle traffic, existing
pavement and lane widths, American Association of State Highway and Transportation
Officials (AASHTO)’s A4 Policy on Geometric Design of Highways and Streets, AASHTO’s
Guide for the Planning, Design, and Operation of Pedestrian Facilities,and AASHTO’s Guide

for the Development of Bicycle Facilities.

3.0 TRANSPORTATION MODE CHOICE

Policy Objective: Provide and support increased transportation mode choices by improving access
to, and the function of, the pedestrian, bicycle, vehicle, and transit network in Scottsdale, thus
carrying out the mode choice goals in the Community Mobility Element of the General Plan
and in the Vision, Values, and Goals section of this Transportation Master Plan.

3.1 Policies and Strategies
3.1.1  Mode Split and Vehicle Miles Traveled Targets

Creating targets for transportation mode splits and/or annual VMT are methods used
throughout the nation to promote and support transportation options. In some urban areas, the
mode split is as much as 45 percent to 55 percent non-single occupant vehicle (non-SOV'). For
Scottsdale, a mode split for its most active areas (e.g., Downtown, Scottsdale Road/Loop 101)
could approach 25 percent by 2030. Strategies for achieving this mode split include: improving
bicycle, pedestrian, fixed-route transit and local circulator transit facilities and services; and
working within the General Plan Land Use Element to promote live, work, play, and pedestrian-
oriented development types. In time the combination of land uses and non-SOV facilities
should positively increase the percentage of trips using transit, walking, and biking as the mode
of choice.

» Adopt a non-SOV mode split target of 25 percent by 2030 in the City’s most developed
and active centers, such as Downtown. (Current citywide mode split during peak hours is
approximately 20 percent, including carpooling.)

» Adopt a target of a 10 percent reduction in annual VMT per capita by 2015 and a
20 percent reduction in VMT per capita by 2030.

» Support these targets by evaluating land use decisions for the ability to incorporate and
promote non-SOV facilities and mixed uses in development, per the General Plan and/or
Downtown Plan.

» Develop a transit network that improves transit accessibility from neighborhoods to fixed
route transit.

» Improve transit stops with seating, shade, bicycle storage, lighting, and more detailed route
information.

» Implement the Downtown Pedestrian Mobility Study recommendations.

» Complete the pedestrian and bicycle priority projects listed in the Bicycle and Pedestrian
Elements of the Transportation Master Plan.
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» During each five-year capital improvement program budget, dedicate a minimum of one-
third of available funding to projects that primarily serve transit, bicycle, and pedestrian
system enhancements. (Currently approximately 26 percent of the transportation capital
improvement program budget is available for transit, bicycle, and pedestrian system
enhancements)

3.1.2 Public Information

» Provide ongoing, relevant, and timely public information about transportation options
and choices (such as transit, bicycling, walking, car sharing, horseback riding, and
hiking) available to citizens and visitors of the City of Scottsdale. Make this information
available through available media including Web sites, City newsletters, public service
announcements, and other means. Specific modal information is contained in the Streets,
Bicycle, Transit, and Pedestrian elements.

» Collaborate with homeowner associations, schools, businesses, major employers, and
healthcare agencies to develop marketing strategies to promote the benefits of walking,
cycling, and transit.

» Continue to promote events such as the annual Walk/Bike to School and Cycle the Arts
events which encourage and promote the benefits of walking and cycling.

3.1.3 Transportation Management Associations

Scottsdale, although large in land area and generally low-density, contains several areas where,
due to concentration of employment (Airpark or Scottsdale Healthcare campuses) or a
combination of residential, employment, retail, and entertainment uses (Downtown, SkySong),
may benefit from a district-specific approach to transportation demand management, that is,
through the use of transportation management associations (TMAs).

One of the region’s first TMAs was formed in the late 1980s to serve Scottsdale area businesses,
using grant funding for staff resources. More recently, TMAs throughout the metropolitan area
were staffed by the regional public transportation authority’s regional Rideshare staft. Although
typically city-assisted, TMAs could be formed as independent nonprofit corporations. Other
organizations or entities, such as the Scottsdale area chamber or Airpark area business groups,
could serve as parent organizations for TMAs. Often, TMA membership is open to any
interested party in a given district or area, but should seek to include major employers.

'The goals of the TMA should be relevant to the problems of the district, such as maintaining
or improving employee access to the district, improving mode choice and mode split among
commuters, or reducing demand for parking. Typically, the goals of the TMA would be to
reduce congestion, improve employee recruitment/retention, and alleviate parking issues
through strategies that reduce reliance on SOV travel. A TMA could provide informational
materials and public information events, support localized shuttle service, organize car pools,
provide bike-to-work and walk-to-work incentives, Rideshare incentives, transit pass subsidies,
and regional/local advocacy.

» Support the formation of TMAs in areas of the City which have the need and capacity
for utilizing this tool. Assist interested citizens with technical support and start-up grants
from city, regional, or state funds.



4.0 TRANSPORTATION SYSTEM EFFICIENCY

POLICY OBJECTIVES: Improve the efficiency of transportation system operations by maximizing the use of
existing facilities, using enhanced technologies, calibrating system level of service measures to the local
environment, and promoting an emphasis on transportation mode choice, making person capacity of the
City's rights-of-way a measure of efficiency.

Guide the deployment and operation of advanced traffic management technology in an integrated fashion
while preserving regional relations, to create a sustainable Scottsdale advanced traffic management
system.

Transportation’s most essential function is to provide mobility for people and goods. Mobility
is the ease with which people can move through their community or region and is valuable
because it provides access to jobs, services, and shopping. The efficiency of a transportation
system can be determined through performance measures and analysis of traffic volumes and
other data. Transportation performance measures are used to: improve the efficiency of system
operations; to manage a given road or corridor; to prioritize funding of projects; and to measure
the achievement of transportation goals. One of the most frequent measurements of traffic
flow is level of service (LOS) of roadway segments or intersections for automobiles, bicycles,
pedestrians or transit. However, measurement of person capacity is a more balanced measure
which looks at the entire transportation network. In many cases, system capacity can be improved
by better using existing facilities rather than simply adding lanes. Improving signing, striping,
traffic control, technology, or sight distance should be considered in order to get the full benefits
from an existing facility before new or expanded facilities are implemented.

4.1 Policies and Strategies

4.1.1  Congestion and Congestion Management

Virtually everyone who has ever traveled on regional roadways in their own vehicle or on a
transit vehicle has had the experience of waiting in traffic. When asked what traffic congestion
is, people often have very differing views. To some it is waiting at a signal for more than one
cycle, for others it is inconsistent travel time, others say they don’t want to have to travel below
posted speed limits, and some say they have a problem walking across the street.

To define congestion broadly, congestion is the level at which transportation system performance
is not acceptable due to traffic interference. The level of acceptable performance can vary by the
type of transportation facility, by location, and by time of day. For instance, commuters typically
expect and are generally willing to accept a certain amount of traffic during morning and evening
“rush hours.” However, they may not be willing to accept that same level of performance in the

middle of the day.

Congestion management programs are frequently implemented by establishing LOS standards,
travel demand management policies, working with planning entities on long-term land use
analyses, identifying congested corridors, recommending multi-modal approaches, and capital
improvements programming.

Level of Service Standard

Level of service (LOS) is a term used to qualitatively describe the operating conditions of a
roadway based on factors such as speed, travel time, maneuverability, delay, and safety. Level
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of service is most frequently a measure of intersection efficiency, but can be used for roadway
segments as well. Sidewalk or pedestrian LOS is measured in square feet per pedestrian.
Transit LOS is measured in passengers per available seat. Traditionally, the LOS of a facility
is designated with a letter, A to F, with A representing the least amount of delay and F the
greatest. Each letter, A to F, includes a range of values rather than a single figure indicating
signal timing delay, capacity-to-demand ratios, or other measures of flow.

Congestion at a given location will vary throughout the day and is usually measured and
analyzed during peak travel times, when most congestion occurs. The vehicular LOS standard
adopted in the 2003 Streets Master Plan throughout the City of Scottsdale is LOS D. The
tollowing policies add measures of person capacity and modify the citywide service standard to
recognize the local area environment where lower vehicle LOS is preferred because of higher
person capacity or other factors.

» Vehicular LOS D or better should be maintained at all signalized intersections with the
exception of those intersections located within a designated core, a roadway with an urban
character designation, or mixed-use area where lower levels of service are acceptable if
other factors such as walkability, transit access, and aesthetic or right-of-way (ROW)
considerations are overriding.

» Mitigation measures and intersection improvements should be considered if LOS
conditions are not met.

» At non-signalized intersections with moderate traffic volumes, levels of service below D
may be appropriate. Where low volume locations intersect with high volume locations,
LOS F is not unusual, but should be considered for mitigation if alternative access is not
available.

» Continue to refine the City’s travel demand modeling capabilities to develop a measure of
person capacity versus the traditional tool of vehicular capacity.

Travel Time Reliability and Travel Time Index

Travel time is the time it takes a person (in a vehicle, on foot, or on a bicycle) to move from
the beginning to the end or between points of a corridor. Travel time is a function of both time
and distance and should be representative of a typical traveler’s experience in that corridor.
The reliability of a system is the percent of travel that takes no longer than the expected travel
time plus a certain acceptable delay or additional time. Travel time index is a term used in
the Texas Transportation Institute’s Biennial Urban Mobility Report and refers to the difference
between average peak-hour travel time in a corridor versus free-flow conditions. For the most
recent calculated year, 2005, the average travel time index for the country’s 13 very large urban
areas was 1.38, with the Phoenix area’s index calculated at 1.31. This means that a trip in the
Phoenix area that would take 20 minutes during off-peak conditions would take an average of
25 minutes during the peak period.

» Use the City’s intelligent transportation system (ITS) to measure travel time in specific
corridors and record consistency of trip and mitigate inconsistencies of travel in a given
corridor.

» In corridors where ITS equipment is not available, use the traffic demand model to
estimate the travel time index for corridors and develop mitigation strategies when the
index exceeds 1.25.

» Coordinate with our regional neighbors to maintain travel time indexes appropriate for
regional freeway facilities.



41.2 Access Management

Access management seeks to limit and consolidate access along major roadways at the same
time providing a street system and access to support businesses and residential development
along the roadway. The result is a corridor that functions safely and efficiently, as well as a more
attractive corridor.

Some aspects of access management can be addressed at the development review stage, in
response to a request for a development or connection permit. This may be accomplished
through the subdivision or site plan review process. Larger developments are often required to
submit a traffic impact assessment to assist the City in its review and access management can
be implemented at this time.

Benefits of access management include the following: improving safety for drivers accessing
properties or traveling in a through-travel lane; maximizing roadway capacity; reducing
congestion and delay; and making pedestrian and bicycle travel safer.

» Define acceptable levels of access for each roadway classification to preserve its function,
including criteria for the spacing of signalized and unsignalized access points.

» Apply appropriate geometric design criteria and traffic engineering analysis to each
allowable access point.

» Enforce existing access management regulations that address access spacing and design.

Existing Access Management Policies

The City of Scottsdale has a number of existing access management policies which were
incorporated in the 2003 Streets Master Plan. These include policies for Shea Boulevard, Via
Linda, Scottsdale Road, Pima Road, Dynamite Boulevard, and Frank Lloyd Wright Boulevard.
In addition to the specific access management policies for these streets, there are several other
policies which control access, including the expressway policy, parkway policy, arterial median
break policy, and the scenic corridor policy. These policies are all aimed at controlling the level
of access to and from major streets to improve overall traffic safety and capacity.

Shea Boulevard Policy (former Expressway Policy)

In January 1995, the Transportation Commission adopted this policy for Shea Boulevard east
of Pima Road (at this time the only designated expressway within Scottsdale). The expressway
classification was merged into the arterial classification in the 2003 Streets Master Plan; however,
this policy still applies as defined to Shea Boulevard. Deviation from this expressway policy
requires approval of the Transportation Commission.

Arterial Median Break Policy/Arterial policy

The arterial median break policy outlines the goal of mobility over access on all arterial
roadways. The arterial policy details drive separation from streets, number of drives, spacing
between private drives, exclusive side street access, side-street access location, residential access,
deceleration, traffic signals, intersection control, and access by alternative modes of transportation
for all major or minor arterial roadways identified by the Streets Master Plan. Deviation from
the arterial policy requires approval of the Scottsdale City Council. Dynamite Boulevard,
Frank Lloyd Wright Boulevard, Pima Road north of the Loop 101, and Scottsdale Road
north of Frank Lloyd Wright Boulevard are subject to the arterial policy, and deviation from
these specific policies requires approval of the City Council. Via Linda east of 90th Street to
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136th Street is also subject to the policy; however, deviation from this policy requires approval
of the Transportation Commission.

On August 21,2007 the City Council approved a new land divisions ordinance which authorized
the Development Review Board to adopt, review, and amend the DS&PM. On August 23,2007
the Development Review Board adopted the 2007 DS&PM. Access management direction is
provided in the DS&PM, making specific access policies redundant.

» Follow the DS&PM access guidelines for access management on Scottsdale’s streets.

» For consistency, consider transportation general manager or Transportation Commission
level of approval for deviation from all access management policies, including the arterial
policy or the Shea Boulevard policy. Appeals would be heard by the Transportation

Commission.

4.1.3 Intelligent Transportation Systems (ITS)

ITS can be defined as the integration of advanced communications technologies into the
transportation infrastructure and in some areas, vehicles. Its encompass a broad range of
wireless and wire line communications-based information and electronics traffic management
technologies, including traffic signals, computers, integrated software systems, graphics, video
walls, fiber optic cable, closed circuit TV cameras, variable message signs, ramp meters, and
vehicle detectors. Its is used to coordinate signals, integrate freeway and arterial operations,
improve traffic progression, reduce incident clearance times, improve bus progression, and
enhance special event traffic management.

'The City’s I'TS automates traffic signal control and roadway congestion response. Scottsdale I'T'S
devices are integrated with a central coordinated electronic traffic signal system in the City’s
traffic management center (TMC). The I'TS includes 46 pan-tilt-zoom cameras at intersections
allowing TMC personnel to view traffic conditions and make adjustments to approximately
285 signals remotely. Integrating I'TS devices with a centrally coordinated electronic traffic
signal system results in significant benefits to Scottsdale residents.

The City’s I'TS strategic plan was developed in 2003 and serves multiple purposes. It guides
the deployment, management, and operation of advanced traffic management technology in
Scottsdale and strives to improve safety and efficiency of roadways by using this technology. In
addition, the I'TS strategic plan serves as a tool for education and providing information to the
public. The objectives of the Scottsdale I'TS strategic plan are as follows:

» Hold travel time on City streets steady, and where possible, reduce travel time, even as
traffic volume increases due to growth;

» Reduce traffic incident delay;

» Communicate rapidly among the Police Department, emergency services, ADOT, Fire
Department, vehicle drivers, and TMC to enhance roadway safety; and

» Coordinate between adjacent municipalities and jurisdictions along arterials, crossing
borders and at interchanges with freeways.

ITS Benefits

An April 2003 “Indian School Road Corridor Intelligent Transportation System Evaluation”
conducted by a consultant for the City evaluated many of the benefits of I'TSs. The following
was found based upon the Indian School Road corridor study:
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» Travel time was reduced by 64 seconds per vehicle over a 3 mile area;

» The use of technology potentially doubles the TMC staff capability for output of basic
timing changes (from 50 to 100 as of the time of the report);

» 'The use of closed circuit TV cameras allows for the TMC staft to make additional real
time signal adjustments annually (400 at the time of the report); and

» 'The Scottsdale Police Department was documented as saving the equivalent of 30 traffic
control officers during events such as the Barrett-Jackson Classic Auto Auction and the

FBR Open.

Although ITSs are locally based, I'TS also has nationwide benefits, when used. The following
information is available through FHWA.

» Implementing advanced traffic surveillance and signal control systems reduces travel time
by 8 to 25 percent.

» Ramp meters and other freeway management systems reduce crashes by 24 to 50 percent
and increase highway capacity 8 to 22 percent at speeds 13 to 48 percent faster that
existing conditions.

» Incidents related to traffic congestion were reduced by 10 to 45 percent.

As technology continues to evolve, so will the need for more advanced operational plans.
Management of the City’s I'TS strategic plan requires coordination and partnerships with the
Transportation Department, Police and Fire departments, emergency services, and information
systems. When properly deployed and operated, I'TS decreases congestion common to high
traffic volumes, incidents, and special events.

The following I'TS policies should be adopted through the Transportation Master Plan:

» Continue to support the I'TS strategic plan and the objectives of the I'TS strategic
plan listed above, by ensuring adequate staffing, personnel training, operations and
maintenance, as well as timely equipment updates;

» Expand the use of I'TS for future transportation modes such as BRT corridors
programmed in the RTP (Proposition 400); and

» Explore additional uses of I'TS such as applications that show real-time traffic conditions
on the internet or real-time transit vehicle speed and estimated trip timing through
vehicle sensors.

4.1.4 Rights-of-Way Management
'The primary purpose of the City’s emerging Right-of-Way Management Program (RWMP)

is to effectively and efficiently manage and coordinate activities that occur within the public
ROW in a way that enhances safety, coordinates multiple activities, and preserves mobility.

'The following are examples of the type of activities that occur within in the ROW (excluding
public safety emergencies):

» ‘Transportation: personal vehicles; transit (public and private); commercial vehicles
(product and service delivery); bicycles; pedestrians; shared-use trails;

» Construction: capital projects; developer improvements; utilities;

» Maintenance (scheduled and unscheduled): street and sidewalk/path repair; utility
maintenance; and

» Special events.
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'The RWMP establishes a central point of coordination and management of the often competing
activities in the public ROW. This central point of contact will review and schedule activities
to avoid conflicts, and will attempt to consolidate similar activities that are scheduled to occur
in the same vicinity to avoid multiple lane closures and restrictions. The RWMP proposes
to include revisions to City code and ordinances, and introduce new policies and procedures
which will facilitate management of the ROW. Field inspections and enforcement of proposed
code will reduce unauthorized or ineffective closures and restrictions.

4.1.5 Traffic Control Devices

The way in which intersection travel is controlled is important to the efficiency of the
transportation system. There are many ways to control intersections to provide safe, efficient
movement of multi-modal trafhic including minor street yield, minor street stop, multi-way
stop, multi-way yield, roundabouts, traffic signals, and grade separations. Choosing these
differing alternatives must be done in accordance with the federal and state guidance and as
described in the Manual on Uniform Traffic Control Devices (IMUTCD). These decisions should
also consider new and developing ideas and guidelines, as well as best practices in planning and
engineering.

Difterent intersection traffic control options yield varying intersection capacity. For example,
side-street stop control typically has more capacity than a multi-way stop. A roundabout also
has greater capacity than a multi-way stop but may have less capacity than a side-street stop with
low side-street volume. Traffic signals also typically have more capacity than a multi-way stop,
and may or may not have more capacity than a roundabout of side-streets stop depending upon
the traffic patterns. Federal standards have been established for the installation of both multi-
way stops and for traffic signals. While roundabouts standards have not yet been established,
there are design tools which are used that can determine the capacity of a particular roundabout
design. In general a single lane roundabout can handle 20,000 to 25,000 vehicles per day (vpd)
with multiple lane roundabout capacity varying depending upon the design and the particular
traffic patterns.

4.1.6 Roadway Modification Guidelines

In order to address congestion issues, communities are often faced with the need to add
additional travel lane capacity to the transportation network. This need must also be weighed
against neighborhood impacts and community character or context issues. In Scottsdale, the
primary roadway network consists of two-lane collectors, four-lane collectors and arterials and
six-lane arterials. The City currently limits local roadway widths to six lanes, and this plan
proposes to continue this long-standing policy. One measure that is often used to assist in
making decisions regarding adding travel lanes is the volume to capacity ratio, which compares
average daily traffic lanes volumes to a predetermined standard.

Based on historic traffic volume trends it is recommended that:

» There should be no widening beyond six through travel lanes;

» Target average daily traffic volumes on two-lane collectors to no more than 8,000 vehicles
per lane per day using 2030 forecasted volumes;

» Target average daily traffic volumes on four-lane collectors to no more than 9,000 vehicles
per lane per day using 2030 forecasted volumes;
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» Target average daily traffic volumes on four-lane arterials to no more than 10,000 vehicles
per lane per day using 2030 forecasted volumes; and
» Use character type considerations for when roadways should be widened.
» Widening of roadways designated as rural in character would be considered when
forecasted volumes reach 90 percent of the target threshold.
» Widening of roadways designated as suburban in character would be considered when
forecasted volumes reach 100 percent of the target threshold.
» Widening of roadways designated as urban in character would be considered when
forecasted volumes reach 120 percent of the target threshold.
» Roadway widening will typically be limited to minimum 1-mile segments.
» To promote sustainability, consider the least impactful solutions for corridor capacity first.
'The priority for improvements to corridors reaching the target volume thresholds is:
» Improve use of existing facilities through the efficient implementation of cost effective
signing, striping, intersection control, and sight distance improvements
» Improve access to, and amenities at, transit stops, if transit service is available and
review quality of the service
Upgrade pedestrian facilities to at least minimum standards
Upgrade bicycle facilities to at least minimum standards
Consider adding transit service, if not currently available
Install ITS equipment, if none existing, and integrate with transit service

Add right-turn deceleration lanes to commercial and/or multi-family driveways
Add turn lanes at intersections
Add travel lanes

» Consider a minimum buffering distance from homes on roadways in order to enhance

4
4
4
4
» Increase access management
4
4
4

neighborhood preservation and livability when roadway widening may be necessary.
» Four-lane roadways may be considered for lane reductions when forecasted volumes
do not exceed a total of 12,000 vpd (3,000 vehicles per lane per day) and where lane

reductions will facilitate other transportation improvements.

5.0 TRANSPORTATION SAFETY

POLICY OBJECTIVES: Reduce injuries and deaths from transportation-related causes, protect neighborhood
livability, and support the function of commercial areas by prioritizing safety and livability through decreased
intersection conflict and improved speed limit policy; by enforcement of safety regulations; and through a
coordinated safety education campaign.

Increase the availability of Safe Routes to School for children in Scottsdale and the utilization of these routes
by an increasing number and percentage of students over time through the implementation of a citywide
Safe Routes to School program.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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5.1 Policies and Strategies

51.1 Enforcement

Providing traffic enforcement services and the enforcement of traffic laws and ordinances is a
responsibility shared by all law enforcement agencies. Among the primary objectives of this
function is encouraging motorists, pedestrians, and bicyclists to comply voluntarily with the
laws and ordinances.

Speeding reduces the time drivers have to avoid crashes and lengthens stopping distances,
increasing both the likelihood of crashing and the severity of the crashes that do occur. According
to the National Highway Traffic Safety Administration (NHTSA), speeding is one of the most
prevalent reported factors associated with crashes. Speeding is a factor in 31 percent of all fatal
crashes, killing an average of 1,000 Americans every month. In 2002, more than 13,000 people
died in speed related crashes. NHTSA estimates the economic cost to society of speed-related
crashes to be more than $40 billion each year.

The Scottsdale Police Department manages a street level photo enforcement program, and
managed a photo enforcement demonstration program on the section of the Loop 101 Freeway
in Scottsdale during 2006 and 2007. Fixed speed and red-light cameras are present at several
locations on city streets. The specific locations are listed on the City’s Web site and are
periodically revised.

Four photo enforcement vans are also stationed at varying locations throughout the community.
'The schedule and location of these vans are posted on the City’s Web site. Prioritize high
accident locations and school zones for traffic law enforcement.

» Use ITS and communicate rapidly among the Police Department, emergency services,
ADOQOT, Fire Department, vehicle drivers, and traffic management center to enhance
roadway safety and enforce traffic regulations.

» Coordinate traffic enforcement between adjacent municipalities and jurisdictions along
arterial, crossing borders and at interchanges with freeways.

5.1.2 Public Education and Awareness Programs

Trafficsafety education is an important corollary to enforcement activity. The extensive education/
public outreach component of the Loop 101 photo enforcement demonstration program was
thought to impact the number of photo enforcement detections during the program. Education
of motorists, bicyclists, and other users is conducted on a spot basis currently through brochures
or maps on such topics as the City’s bicycle network and effective use of roundabouts. A more
comprehensive program of safety education will target areas of concern based on safety analysis
and provide continuing outreach to residents/businesses/visitors regarding safety awareness.

» Provide targeted public information (e.g., brochures, web, public service announcements,
other media) about transportation safety topics and other transportation issues.

» Work with the City’s CityCable 11 programming to develop and maintain cable
information regarding the topics above (examples include driver behavior, sharing the
road, use of bicycle helmets, etc).

» Encourage more driver training and testing for those most likely to be involved in causing
accidents by working with ADOT, the governor’s office of highway safety, and other

transportation partners.



5.1.3 Engineering
Lagging Left-turn Arrows

'The City implemented lagging left-turn arrow operation in 1989. Lagging left-turn arrows
appear after the green indication for adjacent through traffic. For a study reported in the ITE
Journal, eight years of collision data for intersections with leading and lagging left-run arrow
operation were compared, using collision data from 1995 through 2002. The study considered
the City of Scottsdale with predominately lagging left-turn arrow operation and the city of Mesa
with predominately leading left-turn arrow operation. The collision experience was compared
at 13 intersections with lagging left-turn arrows and nine intersections with leading left-turn
arrows. Lagging left-turn arrows had a statistically significant lower collision rate than leading
left-turn arrows for all collisions, collisions involving left-turning vehicles, and only collisions
involving left-turning vehicles with opposing through vehicles.'

Modern Roundabouts

'The City of Scottsdale has constructed a number of circular intersections (e.g., roundabouts and
traffic circles) and is currently reviewing the safety record of these intersections. Preliminary
indications are that accidents have been reduced at these locations. The “modern roundabout”
has the following defining characteristics:

» Vehicles approaching must yield to traffic already in the circular portion of the roadway;
» Geometrics should encourage vehicular speeds of 15 to 25 mph around the circle;

» Splitter islands that slow and guide traffic into the circle;

» Splitter islands should provide pedestrian refuges; and

» Pedestrian crossing to the central island is not encouraged.

A modern roundabout can be a tool for providing safe and efficient intersection control, based
on safety history and increasing driver familiarity in the United States. The Insurance Institute
tor Highway Safety indicates that roundabouts are safer than traffic signals because the most
serious kinds of crashes at conventional intersections are virtually eliminated at roundabouts.
Crashes that do occur tend to be minor because speeds are slower. The U.S. Department of
Transportation states that “roundabouts are a proven safety solution that prevents and reduces
the severity of intersection crashes...”

The decision to install a roundabout should be made on a case by case basis in accordance
with FHWA’s MUTCD and established state and national guidelines. These guidelines are
still evolving and will continue to improve. In general, roundabout installation should be
prioritized at high accident locations, congested locations, and locations where geometry or
cost-effectiveness would favor installations.

» Continue to look for innovative engineering solutions that promote safety such as the
lagging left-turn arrow, roundabouts, and I'TS and technology solutions to reduce both the
frequency and severity of accidents.

» Consider implementing safety enhancements such as SRTS program (see Section 4.6) and
safety management and performance tracking through additional City staff.

1 Basha, Paul. ITE Jouymal (Institute of Transportation Engineers); August 2007.
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5.1.4 Collision Analysis and Collision Prevention

The City of Scottsdale publishes a bi-annual report, the traffic volume and collision rate data
report. The purpose of this report is to provide Scottsdale collision rate and traffic volume
information on major roadway segments and at major intersections within the City. This
information is used in a wide variety of traffic engineering studies and applications. The data
within the report is comprised of collision data and seasonally adjusted traffic volume data.
Collisions that occur on the Loop 101 Freeway or private property are not included in this
report.

The data from each bi-annual traffic volume and collision rate data report is summarized in
an executive summary report that graphs collision trends by type, level of injury, fatalities, and
number of collisions related to alcohol. This summary also documents how the population of
the City has changed over the same two-year period.

In addition to the executive summary report, the volume and collision rate information in the
traffic volume and collision rate data report is also used to prepare a list of the 20 high collision
intersection locations in the City of Scottsdale. The 20 high collision intersections are determined
by ranking all intersections based both on the total number of collisions and the collision rate.
The collision rate takes into account the vehicle volume present at each intersection.

Detailed reports of each collision type, including time of year and hour of the day that the
collisions occurred, are gathered for each one of the 20 high collision intersections. Traffic
engineering staff reviews this data to determine the collision trends present at the intersections
and identify improvements to address those trends. The analysis begins with the preparation of
collision diagrams for each of the top 20 intersection locations. These diagrams detail out the
exact location and type of each collision at these locations. Field observations are conducted at
each location to evaluate conditions including signing and striping, signal equipment, driveway
locations, sight visibility, etc. The list of possible improvements is separated by collision type
(e.g., rear-end, left turn, sideswipe, bicycle, pedestrian, etc.) as there are certain solutions for each
collision type. Specific improvements are recommended to address the high collision trends at
each of the 20 intersections. These improvements are often implemented as elements of larger
capital improvement projects or undertaken as individual site specific safety projects.

'The data from the bi-annual traffic volume and collision rate data report shows that over the
past decade the number of collisions per 1,000 residents has decreased. The number of collisions
has remained relatively constant while the population of the City has continued to increase
steadily.

» Continue to have the collision rate decrease by having the total number of collisions
remain relatively constant or decrease as the population of the City increases.
» Use collision analysis to help prioritize photo enforcement efforts.

5.1.5 Speed Limits

Arizona state traffic law allows local authorities within their respective jurisdictions to
determine and/or change the maximum speed limit for all arterial streets, as well as businesses
and residential districts, to a reasonable and safe speed based on engineering and traffic
investigations.” The maximum speed limit per state law is 65 mph and the minimum speed

2 ARSTitle 28, Article 6, Section 28-703



limit is 25 mph. Alleyways are set at 15 mph and school crossings may be set at 15 mph in
accordance with state law and ADOT’s Guide for Traffic Control in School Areas.

It is a widely accepted practice among traffic engineers to consider speed characteristics such as
the 85th percentile value and the 10-mph pace when determining a safe and reasonable speed.
(The 85th percentile speed is the speed at or below which 85 percent of the vehicles are moving.
'The 10-mph pace is the range of speed at which the greatest number of drivers are driving).
Speed limits are typically set for new roadways based on a roadway’s design and whether the
surrounding area is urban, suburban, or rural. Design speed is defined as the maximum safe
speed that can be maintained based on the geometric design features of the roadway. Speed
limits are typically set lower than design speeds to provide a margin of safety and to allow for
other operation characteristics that may influence safe speeds along the corridor.

In addition to evaluating speed data on existing roadways, speed studies investigate roadway
geometry, adjacent land use and development, roadway hazards, bicycle and pedestrian trafhic,
and accident history. These factors are outlined in the MUTCD, which is the national set of
standards for traffic control devices.

A speed limit study will help to determine the appropriate speed for a roadway or roadway
segment. The criteria below will help to evaluate the alteration or establishment of speed limits.
A speed limit study is not required to include all or should not be limited to these criteria. The
study should also include all relevant information pertaining to the segment(s) of roadway
being studied to determine the appropriate, legal, speed limit as determined by a qualified
professional civil or traffic engineer. All speed limit studies will be conducted in a manner
consistent with federal code, Arizona Revised Statutes (ARS), MUTCD, and should consider
additional City of Scottsdale policies.

Speed limit study criteria:

1. Characteristics of the road — design speed; classification; number of lanes; left and/or right-
turn lanes; condition of the pavement; bicycle lanes, shoulder conditions, curb, guardrail,
sidewalk, adjacent paths, adjacent walkways, lighting landscaping and/or vegetation;
signalization, sign, and pavement markings; curves and grade; sight distance.

2. Characteristics of vehicle travel speed — posted speed limit; mean, median, mode vehicle
travel speed; 85th percentile and 95th percentile vehicle travel speed; 10-mph pace speed;
historical speed limits resulting from prior studies; adjacent speed zones to study segment;
speed limit enforcement measures.

3. 'The local environment, roadside development — adjacent land use; adjacent schools; type,
frequency, and location of access points to adjacent land; public transportation activity;
designated transit stops.

4. Pedestrian and parking characteristics — location of crosswalks and pedestrian activity; child
pedestrian activity; roadside parking.

5. Collision characteristics (intersections and segments) — twelve month collision experience
including speed related crash experience; similar road segment twelve month collision
experience prior to and subsequent to speed limit alteration; additional pertinent collision
experience information including trends, and historic collision rate summaries.
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6. Additional pertinent information could also be considered such as costs of enforcement,
costs of engineering measures and their maintenance, delays to traffic, effect of the current
and proposed speed limits on local residents, and expected accident savings.

» Roadway design speeds should be no greater than 55 mph within the City of Scottsdale
allowing for maximum safety and to encourage drivers to adhere to the speed limit
proposed for the facility based on its function.

» Arterial roadways should facilitate through-travel and limit access to reduce conflicts and
improve safety. Design elements should not encourage speeds above 50 mph.

» Roadways classified as collector streets should balance access with through-travel and
incorporate design elements that encourage driver compliance with speeds of no more
than 40 mph.

» Neighborhood streets should prioritize access over through-travel and should incorporate
design elements that encourage driver compliance with speed limits between 25 and
30 mph.

» For specific enforcements of travel speeds, it is appropriate for travel speed statistics to
be determined for different time periods of the day and different days of the week. These
different sets of travel speed statistics can be utilized to concentrate enforcement to the
hours and days when travel speeds are most disparate and therefore most likely to result in
collisions.

5.1.6 Safe Routes to Schools

Promoting safe access to and from the schools in Scottsdale is of primary importance to the
City. The Transportation Department has taken several steps to improve the safety of children
and their parents around schools. A school crossing safety brochure was created and, at the
beginning of the 2005-2006 school year, hand delivered to each public school in Scottsdale that

has a designated school crossing.

The City also developed a school transportation safety audit program that is intended to
proactively identify potential transportation issues and improvements. The school audit
program was also intended to provide the schools a City of Scottsdale contact point to exchange
information and ideas to help resolve school related transportation issues. The City solicited
input from all public schools and their districts, and used the information received to identify
transportation safety aspects all of the public schools in Scottsdale. Transportation Department
staff conducted on-site observations of school drop off and dismissal during a typical school
day. Recommendations were provided to the school principal, school district Transportation
Department representative, City of Scottsdale Transportation Department staff (technicians,
planners, and engineers) and the school resource officers for their review. Implementation of
the recommendations was performed by the City if the project affected the public ROW, and

other recommendations were implemented by the districts.

'The goal of these activities was to provide a precursor to a comprehensive SRTS program.

Safe Routes to School Program

Many of us remember a time when walking and bicycling to school was a part of everyday life.
National research states that in 1969, about half of all students walked or bicycled to school.
Today, fewer than 15 percent of all school trips are made by walking or bicycling, one-quarter
are made on a school bus, and over half of all children arrive at school in private automobiles.
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This decline in walking and bicycling has had an adverse effect on traffic congestion and air
quality around schools, as well as pedestrian and bicycle safety. In addition, a growing body of
evidence has shown that children who lead sedentary lifestyles are at risk for a variety of health
problems such as obesity, diabetes, and cardiovascular disease. Safety issues are a big concern
for parents, who consistently cite traffic danger as a reason why their children are unable to
bicycle or walk to school. The purpose of the federal Safe Routes to School (SRTS) program
is to address these issues head on. At its heart, the SRTS program empowers communities to
make walking and bicycling to school a safe and routine activity. The program makes funding
available for a wide variety of programs and projects, from building safer street crossings to
establishing programs that encourage children and their parents to walk and bicycle safely to
school. Each state administers its own program and develops its own procedures to solicit and
select projects for funding. The program establishes two distinct types of funding opportunities:
infrastructure projects (engineering improvements) and non-infrastructure related activities
(such as education, enforcement and encouragement programs).

'The purposes of the SRT'Ss program are:

1. To enable and encourage children, including those with disabilities, to walk and bicycle to
school;

2. To make bicycling and walking to school a safer and more appealing transportation
alternative, thereby encouraging a healthy and active lifestyle from an early age; and

3. To facilitate the planning, development, and implementation of projects and activities that
will improve safety and reduce traffic, fuel consumption, and air pollution in the vicinity of
elementary schools.

In 2006, Scottsdale held its first Walk or Bike to School event, partnering with Grayhawk
elementary school. A parent’s organization worked with the City to advertise the event and
encourage participation. Approximately 700 of the 775 Grayhawk elementary school children

walked or biked to school on this day, making the event an unqualified success.

» To promote safety in and around schools, transportation projects will be prioritized which:
» Address an identified safety problem along a major school route;
» Relieve localized traffic congestion caused by children being driven to and from school;
» Complete a "gap" in the bicycle and pedestrian system along a major school route
» Maximize daily uses by students and others; and
» Demonstrate strong parental and community support.

» Establish an ongoing SRTS program in the City of Scottsdale.

6.0 SUSTAINABLE TRANSPORTATION/SUSTAINABILITY

Sustainable transportation meets the access needs of the current population while protecting
the environment, reducing dependence on non-renewable fuels, and accommodating planned,
responsible growth. Planning for sustainable transportation involves developing policies that
are appropriate for a given area, whether it is an urban area with good public transit or a rural
area more dependent on motor vehicles.

By “sustainable transportation” we mean a transportation system that:
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1. Allows the basic access needs of individuals to be met safely and in a manner consistent
with human and ecosystem health, and with equity within and between generations;

2. Is affordable, operates efficiently, offers choice of transportation mode, and supports a
vibrant economy; and

3. Limits emissions and waste, minimizes the use of land and the production of noise, and
minimizes the heat build-up due to pavement.

Local governments across the U.S. are taking a variety of energy efficiency and renewable
energy actions that can have multiple benefits including saving money, creating jobs, promoting
sustainable development, and reducing greenhouse gases and air pollution. Strategies for
increasing transportation sustainability include demand management, operations management,
pricing policies, vehicle technology improvements, clean fuels, and integrated land use and
transportation planning.

» Identify and incorporate site design features in non-residential development proposals
that will make them more accessible to those walking, cycling or taking public transit and
promote more sustainable modes of passenger transportation.

» Implement a program to install roundabouts at appropriate existing congested
intersections and planned new intersections. Studies have shown that roundabouts can
significantly reduce maintenance costs, fuel consumption, motorist delay, and vehicle
emissions, as well as improve safety for motorists and other users.

» Incorporate environmentally sensitive materials and technologies in transportation
projects/improvements and facilities, including the use of solar technology and recycled
materials.

» Use the City’s General Plan process as a tool to promote more sustainable local
transportation systems.

» Expand the use of fuel efficient, alternative fuel, or hybrid vehicles in the City’s fleet and
promote throughout the community.

» Promote and expand the use of car sharing by Scottsdale residents and businesses by
providing dedicated parking and other incentives.

» Recognize walking and biking as serious modes of transportation and create pedestrian
and bicycle friendly travel routes to potentially decrease the number of vehicles on the
road, leading to less congestion, air pollution, and greenhouse gas emissions.

» Create a local action plan for emission reductions by establishing a baseline calculation of
greenhouse gas emissions, establish targets to lower emissions, develop a local action plan
to reduce greenhouse gas emissions, and monitor, measure, and report performance to the
community at large.

» Incorporate opportunities for shading pavements and using “cooler” pavement
technologies to reduce localized “heat island” effects.

7.0 UNIVERSAL DESIGN/ADA COMPLIANCE

Universal design (also called inclusive design, accessible design or just accessibility) refers to
facility designs that accommodate the widest range of potential users, including people with
mobility and visual impairments (disabilities) and other special needs.
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Although universal design standards address the needs of people with disabilities, it is a
comprehensive concept that can benefit all users. For example, people who are carrying
packages or pushing a cart or stroller are not disabled, but their needs should be considered
in facility design. Increased walkway widths, low-floor buses, and smooth walking surfaces
improve convenience for all travelers, not just those with mobility impairments. Curb ramps are
important for people using handcarts, scooters, baby strollers, and bicycles, as well as wheelchair
users. Automatic door openers are another example of universal design features that can benefit
many types of users.

Universal design should be comprehensive, meaning that it results in seamless mobility options
from origin to destination for the greatest possible range of potential users. It should consider
all possible obstacles that may exist in buildings, transportation terminals, sidewalks, paths,
roads, and vehicles.

» Work with the Planning and Development Services Department to create programs
to educate planners, designers, and inspectors on incorporating universal design into
planning and transportation facility design and construction. Staff members that are
responsible for integrating accessibility features into their designs should seek additional
training on ADA requirements and emerging issues including the draft guidelines for
accessible public rights-of-way.

» Work with planning and development services to ensure that specifications to meet the
guidelines are included on design drawings.

» Identify special projects and funding to reduce barriers and upgrade facilities to meet new
accessibility standards.

» Develop multi-modal access guides, which include maps and other information on access
by people with disabilities to a particular destination, including availability of transit and
taxi services, and the quality of walking conditions.

» Maintain or improve the current Scottsdale bus stop design which provides for a 6-foot
deep bus stop and shelter to be located behind the sidewalk. Vertical shade elements
should be included in bus shelter design.

» Adopt the technical provisions for recreation trails in outdoor developed areas as proposed
in the final report of the regulatory negotiation committee on accessibility guidelines for
outdoor developed areas (http://www.Access-board.Gov/outdoor/outdoor-rec-rpt. Htm).
In this report, a trail is defined as a route that is designed, designated, or constructed
for recreational pedestrian use or provided as a pedestrian alternative to vehicular routes
within a transportation system.

» Each year a percentage of all shared-use paths should be assessed or reassessed for
accessibility, maintenance, and geographic information system (GIS) mapping using the
universal trail assessment process that records objective grades, cross slopes, tread width,
surface firmness and stability, and obstruction information.

» Trail access information should be placed at all access points on shared-use paths so that
hikers of all abilities have the opportunity to determine the conditions of any particular
section of a trail or shared-use path before they start to negotiate the route.

» Consider augmenting the Human Services Commission with a Disability Advisory
Committee to create a resource for planning and prioritization of pedestrian and universal
access improvements within Scottsdale.

» Develop a comprehensive information source to simplify the process for persons needing
to utilize transportation services such as Dial-a-Ride and Cab Connection.
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» The provision of shaded bus stops is a critical issue for persons with physical disabilities
and every attempt should be made to increase the number of shaded bus stops, including
shelters.

» Follow best practice planning and design for pedestrians with disabilities (revised draft
guidelines for accessible public rights-of-way) which recommend that marked crosswalks
be provided at all signalized intersections.

» Incorporate a walking speed of 3.5 feet per second or slower to calculate pedestrian
clearance time as recommended in the revised draft guidelines for accessible public rights-
of-way.

8.0 NEIGHBORHOOD TRAFFIC MANAGEMENT

The City is currently in the process of finalizing modifications to a neighborhood traffic
management program. This program is a comprehensive set of policies and procedures used by
the City in ongoing efforts to assist neighborhoods who identify impacts of speeding or cut-
through traffic. The draft neighborhood traffic management program has the following goals
which are supported through the Policy Element of the Transportation Master Plan:

» Minimize the negative impacts of traffic in neighborhoods through the ongoing
monitoring and improvement of the overall transportation system.
» Protect Scottsdale’s residential neighborhoods from "unwanted" traffic — defined as either:
» Excessive vehicle travel speeds or;
» Vehicles with an origin and destination outside the neighborhood or;
» Excessive vehicle traffic volumes.
» Balance the often conflicting needs of reducing traffic volumes and travel speeds, while
maintaining short emergency vehicle response times.
» Resolve the traffic concerns of a neighborhood without negatively aftecting other citizens
and neighborhoods.
» Ensure broad-based citizen participation as an essential element in the development of a
safe, effective neighborhood traffic management program.

9.0 FREIGHT MOBILITY/TRUCK ROUTES

Commercial truck vehicle traffic is a basic feature of community living. Grocery stores need
tood deliveries and businesses need their goods delivered or picked up. Most of Scottsdale’s
arterial streets have residential frontage, making the need for buffering solutions and mitigation
imperative. Currently, the City has several designated truck routes, but those designations do
not extend north of Indian Bend Road.

It is recommended that all major roadways are considered truck routes. All neighborhood/local
system routes will not be considered for truck route designations. Roadways will be considered
for truck routes based on the following:

» Connection to a regional freeway;

» Reasonable alternative routes for truck traffic;

» Historical usage by truck traffic;

» Zoning, land uses (commercial, residential, schools) along the route; and
» Noise mitigation measures such as rubberized pavement.
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In accordance with the provisions of Scottsdale City Code Article 3, Section 17-60 and
when signs are erected giving notice of the adopted truck routes, no persons shall operate any
commercial vehicle exceeding 10,000 pounds gross vehicle weight at any time upon any streets
or part of a street, except for the purpose of pick-up or delivery of materials or merchandise.

Operators of said commercial vehicles may leave an adopted truck route by the nearest route to
travel a distance no greater than 3/4 mile to complete deliveries and pick-ups. At the completion
of said delivery and/or pick-up, commercial vehicle operators must return immediately by the
nearest route, not to exceed 3/4 mile. However, such travel detours shall not entail crossing
another truck route.

» Major roadways will be considered routes for freight delivery with restrictions on the
hours of day when deliveries can be made to help mitigate adverse impacts of trucks to
residential areas.

» In Downtown and other designated urban character areas, trucks should not block travel
lanes especially during peak hours in the morning and evening.

10.0 ROADWAY NOISE MITIGATION

The City of Scottsdale does not provide noise mitigation on roadways that are not being
widened or realigned closer to residences. If it becomes necessary to widen a roadway, the City
uses ADOT policies for roadway noise levels and when mitigation should occur, excluding the
cost ceilings identified in ADOT policies. In addition, the City uses rubberized asphalt on new
and major resurfacing roadway paving projects, decreasing the levels of roadway noise on City
streets. Often, noise mitigation involves the installation of sound walls, which may conflict
with other City policies and practices in the northern area such as the scenic corridor design
guidelines, Environmentally Sensitive Lands Ordinance (ESLO), and the foothills overlay

zoning district.

» Use rubberized asphalt and other methods to minimize roadway noise.

» Prioritize noise mitigation alternatives to sound walls, such as berming or vegetation.
Avoid the use of sound walls where scenic corridor setbacks exist.

» Consider Transportation Commission and Council adoption of a modified version of the
ADOT noise mitigation policies (without the cost limitation for roadway mitigation) for
use in City roadway projects.

11.0 ROADWAY CONSTRUCTION IMPACTS

Roadway construction has a range of impacts on mobility for autos, pedestrians, bicyclists, and
transit users. The City works with contractors doing road construction to maintain through
travel and business access during construction. Construction barricading and scheduling is
required to be submitted to the City’s ROW manager. Through the master plan process there
has been some discussion about limiting construction to nighttime hours, to making sure that
weekend and special event travel is unimpeded, and ways to limit the duration of travel lane
closures. In addition, the City’s RWMP works to coordinate construction occurring within the

City’s rights-of-way.
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» Schedule arterial roadway construction so that parallel arterials will not be under
construction at the same time.
» During roadway construction avoid limiting through travel to one lane in either direction

if possible.

12.0 TRAFFIC INCIDENT MANAGEMENT

Traffic incident management should bring together several City departments to work
together to promote, develop, and sustain effective traffic incident management programs. The
Transportation Department will coordinate with police, fire, and municipal services to develop
a mechanism for achieving the following goals:

» Improved responder safety;
» Safe, quick clearance; and
» Prompt, reliable, interoperable communications.

Traffic incident management will achieve these goals through a series of strategies that will
improve operations and communications; provide multidisciplinary training; track performance
and progress; promote improved technologies; and provide increased driver awareness and
education.

Law enforcement agencies are first responders at traffic incident scenes, providing 24-hour
emergency response and operating under a paramilitary command structure. At most traffic
incidents, law enforcement officers act alone and are trained to make unilateral command
decisions.

Emergency medical services have evolved as primary care givers to individuals needing medical
care in emergencies. As with police, emergency medical personnel have a defined set of
priorities. They focus on providing patient care, crash victim rescue, and ensuring the safety of
their personnel.

Transportation agencies are secondary responders. That is, they are typically called to the
incident scene by first responders, usually law enforcement. Transportation agencies are rarely
connected directly to public safety emergency communications and dispatch systems.

Towing and recovery companies that respond to highway incidents are indispensable
components of all incident management programs. Even programs that include service patrols
with relocation capability depend heavily on towing and recovery service providers. Challenges
facing this industry are unique because they are not public agencies. As such, they must
remain profitable to retain a skilled work force, purchase and maintain expensive and complex
equipment, and to stay in business.

Traffic information service providers are primarily private sector companies that gather and
disseminate traffic condition information. These private providers are the primary source of
information for commercial radio traffic information broadcasts, the most common source of
traffic information for motorists. These companies also package specific information on a route
or time of day basis to paying clients who subscribe for the information. In recent years, many
Internet sites have been created to provide road condition and traffic information. A mixture of
public sector agencies and private information service providers maintains these sites.



» ‘The Transportation Department will coordinate with police, fire, municipal services,
and Communications and Public Affairs to develop a mechanism for achieving
improved responder safety; safe, quick clearance; and prompt, reliable, interoperable
communications.

13.0 LOCAL AREA INFRASTRUCTURE PLANS

Local area infrastructure plans have been drafted for some areas of the City outside of master
planned communities. The purpose of these plans is to guide local decisions for infrastructure
improvements (streets, water, trails, etc.) and related development, and to help coordinate the
efforts of various City departments in providing these necessary services. These plans have
not been approved or adopted by an official body, but serve as guides for City staff when
reviewing development proposals. The goals and policies of the local area infrastructure plans
will be adopted as part of the Transportation Master Plan. The maps displaying recommended
infrastructure will be appended to the Streets Element of the Transportation Master Plan and
adopted by reference. Significant public outreach will be required prior to finalizing the maps,
which will be revised when/if conditions change.

A set of goals and policies were developed for local area infrastructure plans to help guide the
need and location of planned service infrastructure and are based on the City of Scottsdale
General Plan and the City Council’s goals:

1. Coordinate infrastructure (streets, water, trails, etc.) so that they are not planned
independently of one another.

2. Create a neighborhood design that establishes a balance between accessibility and access
control and builds only the streets that are needed to serve each parcel.

3. Coordinate the location of utilities and public access improvements to reduce long-term
costs and minimize disruptions to neighborhoods.

4. Provide predictability for City budgeting and maintenance programs.

5. Provide consistency in decision making across the City while also allowing for the ability
to make informed site decisions that would alter the plans.

6. Increase public awareness about what may happen in their neighborhood regarding
infrastructure.

7. Provide property owners with consistent information as to the planned service infrastructure
as it relates to their property.

Additionally, specific goals and objectives were created for each infrastructure area including;
transportation, trails, water resources, and environmental. The transportation goals and objectives
are:

» Provide a safe and efficient transportation system;

» Maintain and improve traffic flow on the major street network;
» Protect neighborhoods from unwanted through traffic;

» Maintain existing/utilized street layout whenever possible; and
» Minimize the cost of the improvements.
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The following policy for local area infrastructure plans should be adopted through the
Transportation Master Plan.

» Implement local area infrastructure plans for areas of the City outside of subdivisions
or master planned communities to guide neighborhood infrastructure planning and
development, and to help coordinate the efforts of various City departments in providing
these necessary services.

14.0 PARKING

Parking management policies can contribute to sustainable transportation practices as well as
land use efficiencies and can make modal choice more convenient.

» Consider landscaping, design and potential for the use of first floor retail to make parking
structures more aesthetically pleasing and appropriate for locations in activity centers and
urban character areas.

» Work with the all Scottsdale area school districts to assist with parking issues as well as
pick-up and drop-off issues.

» Use I'TS and other technologies to help mitigate parking issues.

» Work with the Planning and Development Services Department regarding thresholds
for the inclusion of parking structures versus parking lots and the design and aesthetics of
each type of facility.

» Reinforce walkable, “park once” districts in Downtown and other urban character and
activity centers within the City, where multiple trip purposes can be accomplished with a
single automobile trip.

» Recognize that City funding for the construction of public parking garages will be
considered as a business support function and not a transportation enhancement.

15.0 PUBLIC ART AND TRANSPORTATION

POLICY OBJECTIVE: Reflect Scottsdale’s commitment to its public art program in the design and construction
of transportation improvements.

Although transportation projects frequently include artists as members of design teams and related public
art integration or stand alone components, there is no requirement to do so in the City’s ordinances. The
purpose of this set of policies/recommendations is to formalize current practice and assure its consistency
with other City projects/programs.

15.1 Policies and Strategies
15.1.2 Percentage of Transportation Project Budgets for Public Art

» Ensure that transportation projects incorporate public art elements that promote and
support the City’s and Scottsdale cultural council’s vision and mission.

» Implement a public art program in the City’s capital improvement program, dedicated
for transportation project. This transportation public art program would be supported
by dedication of up to two percent of the total eligible costs of all transportation
improvement projects to the selection, acquisition, fabrication, installation, and
maintenance of public art.



Transportation improvement project means any transportation project paid for wholly or in part
by City funds in which the City’s contribution equals $100,000 or more for the construction,
rehabilitation, remodeling, improvement or purchase for a public use of any street, sidewalk,
parking facility, bicycle or transit facility. Routine maintenance and repair does not constitute a
transportation improvement project.

16.0 MAINTENANCE AND LIFE CYCLE PLANNING

Maintenance of the City’s streets and alleyways is managed by the municipal services department.
The field services division of municipal services handles street resurfacing, alley maintenance,
and streetlight and traffic signal maintenance. Schedules of street resurfacing with preservative
seals, rubberized asphalt, slurry seal or hot mix asphalt are available on the City’s Web site. In

2005 a pavement condition inventory was completed and a map of results is also available on
the Web site.

To maintain the health, safety, and appearance of alleys, the City seeks resident cooperation to
keep the alleys in the best condition possible by following guidelines provided on the City’s
Web site for alley maintenance program schedules, construction debris disposal, and brush and
large object pick up schedules. The solid waste division and the revitalization program have
worked together to promote citizen/city partnerships to help maintain alleys in a neat and
sanitary condition.

Annually, the City:

» Treats the center portion of the alley for dust control;
» Removes vegetation from alley perimeters; and
» Treats alley surfaces to inhibit the return of vegetation.

'The adjacent property owners are asked to keep the alley behind their property free from litter
and debris; construction waste; landscaping granite

'The field services division applies dust control treatments to unpaved roadways when average
daily traffic counts exceed 100 vpd. The City works closely with Maricopa County to control
dust and particulate pollution through these treatments. Unpaved roads that were graded by the
county prior to their annexation by the City continue to be graded at approximately six week
intervals. Other unpaved roads are graded as needed.

Funding for roadway-related maintenance and operations is provided through the City’s share
of state Highway User Revenue Funds. Maintenance and operations of existing facilities should
continue to be the first priority for the use of Highway User Revenue Funds revenue.
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1.0 INTRODUCTION

The Streets Element of the Scottsdale Transportation Master Plan contains a summary of
existing streets policy and recommended streets policy, as well as new recommendations for
context-sensitive modifications to the City’s street functional classifications. Ultimately the
Streets Element serves to provide consistent information and guidance to provide an efficient
street network. Different strategies may be employed, such as building or widening streets,
making existing streets work better and applying technology to improve traffic flow. The Streets
Element and the Policy Element of the Transportation Master Plan bring overlap and consistent
policy guidance regarding a “complete streets” policy, context-sensitive design, mode split targets,

VMT per capita reduction goals, use of ITS, and other policies.

Scottsdale’s street network is the primary transportation system and serves a variety of modes and
vehicular types, including automobile, truck, transit, bicycles, and pedestrians. The street system
is largely built out with few major roadways anticipated to be added to the long range plan. This
does not mean, however, that all roadways are currently built to their ultimate configuration. The
emphasis in the Streets Element is to operate the system as safely and efficiently as possible. As
the street system ages, additional emphasis will be needed on maintenance and repair of street
sections that have reached the end of their expected life.

2.0 GOALS

The Vision, Values, and Goals section of the Transportation Master Plan identifies over-arching
goals (based on the General Plan Community Mobility Element goals and additional goals
regarding sustainability and regional coordination).

» Direct transportation policies, investments, and decisions in ways which support the
community’s adopted vision and values.

» Increase the range and convenience of transportation choices.

» Direct transportation policies, investments, and decisions to design context-sensitive
responses.

» Coordinate transportation policies, investments, and decisions with neighboring
communities and the larger region, while effectively managing impacts of increasing
demand for regional highway travel.

» Focus investments on improvements which add long-term value; and maintain the
transportation system in ways which minimize life cycle cost.

These goals reflect the goals of the Genera/ Plan Community Mobility Element, as well as a
policy of sustainability. Further description of these goals can be found in the Vision, Values,
and Goals section of the Master Plan. In addition, the following goals apply directly to the
Streets Element.

» Maintain and improve citywide traffic circulation by widening roadways where appropriate
and in concert with citywide goals of neighborhood protection; by using the I'TS and

access control to manage traffic flow; by identifying major intersections for improvements;
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and by continuing a program of capacity improvements as part of the CIP to respond
quickly to capacity restrictions.

» Provide a framework for the development of a transportation system for Scottsdale that
is based on the complete streets concept, where streets are designed and constructed in a
manner compatible with the surrounding land uses for use by all users.

» Encourage a mix of land uses that reduce overall auto use and are compatible with the
function of the adjacent street network.

» Protect neighborhoods from negative impacts of traffic.

» Develop and manage the street network in a manner that places reliance on improving the
efficiency of the existing system before expanding that system.

» Pursue development of a highly connected and continuous road system allowing for
convenient and efficient travel by all modes.

3.0 COMPLETE STREETS POLICY

'The Policy Element of the Transportation Master Plan includes the following policy objective
on complete streets:

POLICY OBJECTIVE: To design, operate, and maintain Scottsdale's streets to promote safe and convenient
access and travel for all users of all ages and abilities: pedestrians, bicyclists, transit vehicles and riders,
and equestrians, as well as cars and trucks.

A complete street is one that is designed and operated to enable safe and comfortable access
for all users. Pedestrians, bicyclists, motorists, and transit riders of all ages and abilities are
able to safely move along and across a complete street. Various streets in the community are
currently without sidewalks or paths or have inadequate sidewalks; are too narrow to safely
share with bikes; may be intimidating to cross as a pedestrian; or are uninviting for transit users.
Incomplete streets are often less safe for multiple users than complete streets.

While the City’s current design guidelines are very consistent with the complete streets concept,
instituting a complete streets policy ensures that the entire ROW is designed and operated to
enable safe access for all users. Ingredients that may be found on a complete street include:
sidewalks and/or paths, bike lanes, frequent crosswalks, wide shoulders, medians, bus pullouts,
special bus lanes, raised crosswalks, audible pedestrian signals, sidewalk bulb-outs, and more.

Complete streets policies recognize that there is a need for flexibility as all streets are different
and user needs will be balanced. All road projects should result in a complete street appropriate
to local context and needs. A complete street policy will apply to both new and retrofit projects,
including design, planning, maintenance, and operations for the entire ROW.

A complete streets policy:

» Specifies that ‘all users’ includes pedestrians, bicyclists, transit vehicles and users, and
motorists, of all ages and abilities;

» Aims to create a comprehensive, integrated, connected network;

» Recognizes the need for flexibility: that all streets are different and user needs will be

balanced;

Is adoptable by all agencies to cover all roads;

» Applies to both new and retrofit projects, including design, planning, maintenance, and
operations for the entire ROW;

v
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» Makes any exceptions specific and sets a clear procedure that requires high-level approval
of exceptions;

» Directs the use of the latest and best design standards;

» Directs that complete streets solutions fit in with context of the community; and

» Establishes performance standards with measurable outcomes.

'The following implementation strategies are included in the complete streets policy.

3.1 Context-sensitive Design

Design, operate, and maintain the transportation network to improve travel conditions for
bicyclists, pedestrians, transit, vehicles, equestrians, and freight, in a manner consistent with
and supportive of the General Plan and Transportation Master Plan goals, and adapted to the
localized context within the different areas of the City as described in:

» The area circulation plans for North, Airpark, and Central/Downtown Scottsdale
contained within those sections of the Transportation Master Plan; and

» Relevant provisions of adopted character area plans for neighborhoods or other localized
plans or standards.

3.2 Multi-modal Approach

A multi-modal approach includes all users (pedestrians, bicyclists, transit vehicles and users,
equestrian users, and motorists of all types) of all ages and abilities. This approach aims to
create a comprehensive, integrated, connected network. Understand that a universal “rule” on all
streets cannot be applied — for example, pedestrian and bicycle access on highways or freeways
is not generally encouraged.

» Provide facilities and amenities that are recognized as contributing to complete
streets, including: roadway and pedestrian-level street lighting; pedestrian and bicycle
safety improvements; access improvements in accordance with ADA; transit facilities
accommodation, including but not limited to pedestrian access improvement to transit
stops; street trees and landscaping; and street furnishings that are sensitive to the local
context.

3.3 Mode Split and Vehicle Miles Traveled Targets

Creating targets for transportation mode splits and/or annual VMT are methods used
throughout the nation to promote and support transportation options. In some urban areas, the
mode split is as much as 45 percent to 55 percent non-SOV. For Scottsdale, a mode split for
its most active areas (e.g., Downtown, Scottsdale Road/Loop 101) could approach 25 percent
by 2030. Strategies for achieving this mode split include: improving bicycle, pedestrian, fixed-
route transit and local circulator transit facilities and services; and working within the Genera/
Plan Land Use Element to promote live, work, play, and pedestrian-oriented development
types. In time, the combination of land uses and non-SOV facilities should positively increase
the percentage of trips using transit, walking, and biking as the mode of choice.

3.4 Systematic Implementation

Implement policies and procedures with the construction, reconstruction, or other changes of
transportation facilities on arterial streets to support the creation of complete streets, including
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roadway restriping that considers existing and forecasted motor vehicle trafhic, existing
pavement and lane widths, per A4 Policy on Geometric Design of Highways and Streets (published
by AASHTO), and desired bicycle accommodation. This restriping protocol is intended to
accommodate bicycle lanes on existing roadways, through optimized use of existing rights-of-
way.

More details on the provision of pedestrian, bicycle, and equestrian facilities within the
framework of complete streets, universal access, and context-sensitive design within the City
are presented in the Policy Element, Bicycle, and Pedestrian elements of the Transportation
Master Plan.

4.0 EXISTING STREET SYSTEM/FUNCTIONAL CLASSIFICATION

The street system is defined by a street functional classification, consisting of a hierarchy of
streets from the local streets to collector streets to arterial streets. These functional classes
establish a common understanding of the use of the street and its character, regulate access
from adjacent properties, and determine how the costs of new street construction are shared
between the City and surrounding properties.

'The functional classification system for the City of Scottsdale has evolved over the years into a
set of 20 classifications as shown in Table 4-1. However, only the major and minor arterial and
collector street type categories are identified on published maps. The character designations, such
as rural, suburban, and urban have been left to the discretion of the design review process.

TABLE 4-1: Functional Classification Categories
Street type Character
Major arterial a) rural

b) suburban
¢) urhan

a) rural/ESL
b) suburban
¢) urhan

a) rural/ESL
b) suburban

¢) urhan

)
a) rural/ESL with trails
b) rural/ESL
¢) suburban

d) urban

a) rural/ESL with trails
b) rural/ESL
¢) suburban
a) rural/ESL with trails
b) rural/ESL
¢) suburban

Minor arferial

Maior collector

Minor collector

Local collector

Local residential

Local commercial /industrial

SCOTTSDALE TRANSPORTATION MASTER PLAN
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4.1 Street Classifications and Character Definitions

Definitions for the current street classification and character definitions are provided below.

Major and Minor Arterials

Arterial streets with raised medians provide regional continuity and provide for long-distance
traffic movements. As defined by the General Plan Community Mobility Element, the regional
street level presents the relationships and coordination of systems that travel through and
beyond the City borders. The coordination of these regional networks is important to maintain
continuous and useful links between Scottsdale and its neighbors. Major arterials stress traffic
movement while minimizing local access. Minor arterials also stress traffic movement, but
moderate access is provided to abutting land uses. Access is controlled through frontage roads,
raised medians, or continuous left-turn lanes, as well as by the spacing and location of driveways
and intersections. Arterial roadways generally serve higher traffic volumes (25,000-55,000
average daily trips [ADT]) than collector streets.

Major and Minor Collectors

Collector streets serve citywide needs and provide for shorter distance traffic movements and
traffic movement between arterial and local streets. As defined by the Genera/ Plan Community
Mobility Element, the citywide level focuses on policies that efficiently move people, goods, and
information through and within our community. They provide connectivity between arterials
and local streets. Collectors serve medium traffic volumes (5,000-30,000 ADT) with balanced
emphasis on access to abutting commercial and residential land uses and mobility (travel

speeds).

Local Collectors, Residential, and Commercial /Industrial Streets

These streets serve local/neighborhood systems. As defined by the General Plan Community
Mobility Element, the local/neighborhood level seeks to develop choices based upon the
dynamics of local neighborhoods. Local systems include neighborhood streets, circulators
and shuttle bus systems, shared-use paths, and connections to paths, sidewalks, and traffic
calming strategies. Local streets serve lower traffic volumes (usually less than 5,000 ADT) with
precedence to direct access to abutting land uses over mobility (travel speeds), and are usually
designed to discourage high travel speeds.

Character Types

Urban areas are defined as the activity centers and mixed-use areas such as Downtown, where
pedestrian activity is likely to be the highest and alternative modes of transportation are more

likely.

Suburban areas are defined as areas where land uses are often auto-oriented and there is
separation between residential and commercial or employment uses.

Rural areas and environmentally sensitive lands (ESL) streets (described below) are defined as
desert or low density land uses areas.

ESL streets are constructed using standards that minimize the impact on the adjacent
topography and landscape. For ESL areas, the basic design vehicle for all non-arterial streets
is the single unit truck as defined in AASHTO’s 4 Policy on Geometric Design of Highways and
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Streets which serves as a policy guide for development of street design. Design of streets in ESL
areas includes mountable or ribbon curb, with bike lanes and 8-foot sidewalk or trail optional.

As stated above, the character designations, such as rural, suburban, and urban have been left to
the discretion of the design review process.

4.2 Scenic Roadway Designations

‘Throughout Scottsdale, roadways have been designated scenic roadways through the General Plan
since 1976, and have been further defined through scenic corridor design guidelines adopted by
the development review board in 2003. The General Plan Open Space and Recreation Element
map designates scenic corridors and buffered roadways.

Existing scenic corridors are:

» Scottsdale Road (north of the CAP Canal);
» Pima Road (north of the Loop 101 Freeway);
» Dynamite Boulevard;

» Shea Boulevard;

» Carefree Highway; and

» Cave Creek Road.

Existing buffered roadways include:
Via Linda;

Frank Lloyd Wright Boulevard;
Hayden Road through the Airpark;
‘Thompson Peak Parkway;

Happy Valley Road;

Lone Mountain Road;

Desert Mountain Parkway; and
Bell Road.

vVvVvvVvvVvVvyVyYVYY

The designation of Scottsdale’s scenic roadways (scenic corridors and buffered roadways) is
established as a hierarchy. Scenic corridors are the largest roadways, with regional connectivity
for both traffic and trails. The scenic setbacks of scenic corridors are also the largest, at 100 feet.
Buffered roadways are also major roadways, but smaller in scale (usually minor arterials or
major collectors), with citywide rather than regional traffic and trails. The setbacks of buffered
roadways are usually 40 to 50 feet. Buffered roadways do not currently have specific design
guidelines like the scenic corridor design guidelines.

‘Throughout 20022003, scenic corridor design guidelines were developed and taken through a
public process and hearing with the development review board for adoption. These guidelines
clearly identify the setbacks (100 feet with some exceptions) and design elements for scenic
corridors. The setback is measured from the back of planned ultimate ROW with some
exceptions. Development within the setback is limited to revegetation, non-vehicular travel
ways (e.g., shared-use paths, walks, and trails with a meandering alignment), regional drainage
structures, limited cross-access, and limited signs (as allowed by the sign ordinance). The scenic
setback may be used as Natural Area Open Space (NAOS) and counted as required open space.

No walls should be located within the scenic setback; walls abutting scenic corridors should be

SCOTTSDALE TRANSPORTATION MASTER PLAN
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low, meandering, and unobtrusive to enhance the visual open space aesthetic. The guidelines

were adopted by the Development Review Board in February 2003.
In October 2004, the City Council adopted a Genera/ Plan amendment to add Bell Road to the

buffered roadway designation and add a third level of scenic roadway designation called “desert
scenic roadway.” Desert scenic roadways apply to the one-mile and half-mile roads within
the City’s ESLO district (similar in area to the North area) that are not already designated
as a scenic corridor or buffered roadway. The setbacks of these roadways vary based on the
topography and specific site conditions and rely on the placement of required NAOS and zoning
setbacks to achieve the open space corridor along the roads. The City Council also adopted the
application of a 100-foot scenic buffer along streets within and adjacent to the recommended
study boundary of the McDowell Sonoran Preserve on undeveloped (as of October 4, 2005)

properties of 25 acres or larger.

These scenic roadways have an influence on roadways (especially in the northern area) and
provision of non-motorized transportation facilities due to the larger setbacks and design
considerations that acknowledge the unique topography and natural features of the desert
character northern area.

4.3 Existing Cross Sections

Figures 4-1 through 4-4 are graphical representations of the current cross section for each street
classification — Figure 4-1: Major Arterials, Figure 4-2: Minor Arterials, Figure 4-3: Major
Collectors, and Figure 4-4: Minor Collectors.

5.0 RECOMMENDED STREET SYSTEM/FUNCTIONAL CLASSIFICATION

The functional classification system that has been developed for the Scottsdale Transportation
Master Plan focuses on the four major roadway classifications: major arterial; minor arterial;
major collector; and minor collector (Figure 4-5).

This section details the recommended City of Scottsdale’s functional classification that has
resulted from work performed during the Transportation Master Plan process. Figure 4-5
presents the recommended functional classification system for all arterial and collector streets
in the City. Arterials and collectors are also designated as either major or minor. The number of
lanes ranges from two on a minor collector to six on a major arterial.
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FIGURE 4-1:  Major Arterials Typical Cross Sections
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Rural/ESL Character

Suburban Character

Urban Character

FIGURE 4-2:  Minor Arterials Typical Cross Sections
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FIGURE 4-3:  Major Collectors Typical Cross Sections

SCOTTSDALE TRANSPORTATION MASTER PLAN



Rural/ESL Character with Trails

Rural/ESL Character

Suburban Character

Urban Character

FIGURE 4-4:  Minor Collectors Typical Cross Sections

4 STREETS ELEMENT

£

PAGE 61



£

PAGE 62 SCOTTSDALE TRANSPORTATION MASTER PLAN



NV1d ¥31SYW NOILVLYOdSNYYL 31v¥ASLLODS

UoHDISSD[) [BUOLPUNY §98IIS PApUBLILINBY G-y TYNII4

Z LS00 ad waj
so W\ I * o

1O

add SdTTIEADW
%

ad THMOADOW

a4 SYWOHL
BSaN add NJO49sO

dd TOOHIS NYIANI
A ADVITIIWYD
Y IVIVdVYHD

i Alunwwon ueipuj o
edooliey-ewid J8A1Y }|eS

; ]
+

T
9

_ ' Ad AIVNOAOwW

® d4d AN39 NY 1A
Aajlep
asipeled
VAN L NAA 3d VIA
3 HONYE 334131900

15 H19€L

1SHLOU

15 HLOOL
®

ANT VA HS

| | ad SNLOVD

A9 ddIdIdNAHL
~ NAJAY H-AVMNITED

AT LTHDTAM AAOTT ANV

_u,qw_‘

dd AVAd FTOVNNIA

1 dd AATIVA AddVH

dd XvVWOr

AT ALIWVNA

d4d VII1IXId

BaLs |2a0T Xiuaoyd

LIECU M - 40]23[| 02 AaL A

dd NIVINNOW ANOT
UBCNGNS - 4033301020 JOLI

]
| |
||
1
]
|
|
_IIH.IIIII
[
|
1
1
1
1
1
| |
|

[EIN - 0323|020 ALy
- ‘

LIECU - 10123100 JOE | emmm—

dd TIVASLLODS »

AMH A3 TEVO

LIEQUNONS - 1012300 JOE |4
(£ - 101331020 Jolels

A AATAD AAVD

LIECU 7 - [ELEL 0L

LECLNONS - |ELRLY JaLA

dd VWId

(BN ~ [ELELY 0L

uen - [eLay Jofep d99l]a.1B)

49919 9AR)

LECLNONS - [ELapy 10lE p—

(I - (B J0lE omm

se|9 [euondund aining

puabay







Existing Typical Sections

Sidewalk (Trail
Optional in
Rural/ESL
Street Type Right-of-way Lanes Bike Lane Character)
Maijor arterial 150 b yes yes
Minor arterial 110 4 yes yes
Major collector varies 4 yes yes
Minor collector varies 2 yes yes
Minor collector with rural /ESL with trails varies 2 yes optional

These dimensions are stated for the roadway corridors themselves. At intersections, a larger
dimension may be necessary to accommodate turning lanes. This plan recommends that
additional ROW, up to 20 feet, be reserved at intersections to provide these intersection
enhancements.

The Transportation Master Plan recommends that all sidewalks and walkways shall provide
a minimum of 6 feet travel space to accommodate pedestrians using assistive devices. This
minimum width does not include additional space that may be required to accommodate
landscaping and site furnishings where appropriate. This is intended to ensure compatibility
with the recommendations of the Transportation Master Plan’s Pedestrian Element and the
universal design principles contained therein. The following listing incorporates the character
types of rural, suburban, and urban as well as the pedestrian route network identification from
the Pedestrian Element.

» Sidewalks and walkways must provide a minimum travel space of 6 feet for rural areas
identified on the pedestrian route network maps as low and medium low. A trail could
replace a sidewalk or walkway in rural areas identified on the pedestrian route network
maps as low.

» Sidewalks and walkways must provide a minimum travel space of 8 feet for suburban areas
identified as medium or medium high.

» Sidewalks and walkways must provide a minimum travel space of 10 feet for suburban
areas identified as high.

» Sidewalks and walkways must provide a minimum travel space of 10 feet for urban areas,
except in urban areas identified on the pedestrian route network maps as high, where a
minimum travel space of 12 feet must be provided.

For additional information see the Pedestrian Element of the Transportation Master Plan.

'The Transportation Master Plan recommends future functional classification include the
character designation in addition to the street classification.

Character Types

Urban areas are defined as the activity centers and mixed-use areas such as Downtown, where
pedestrian activity is likely to be the highest and alternative modes of transportation are more
likely. Urban character areas are designated in Downtown, in the Shea/92nd Street area, in the
Airpark area, and in the area surrounding One Scottsdale.
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Suburban areas are defined as areas where land uses are often auto-oriented and there is
separation between residential and commercial or employment uses. Generally, the suburban
designation is for roadways south of Pinnacle Peak Road.

Rural areas and ESL streets are defined as desert or low density land uses areas. Consideration
should be given to providing a specific “rural” cross section that includes larger rights-of-way
to be used to provide additional buffers, and accommodate trails and shared-use paths that
may require more horizontal space due to topography and environmental sensitivity of the
surrounding desert. Horseback riding, mountain biking,and hiking are generally the predominant
non-vehicular methods of transportation in rural areas. Generally the rural designation is for
roadways north of Pinnacle Peak Road.

Additional details for each segment of roadway in the City are presented in Appendix 4-A.

Recommendations for street geometrics of major arterials.

» Major arterials should have no greater than 55 mph design speeds (see the Policy
Element).

» Most major arterials are designed as divided roadways with six travel lanes in 150-foot
ROW.

» Rural major arterials design includes mountable or ribbon curb, 10-foot clear zone or
shoulder, 6-foot bike lane, and 8-foot sidewalk or an optional trail (see Trails Master Plan).

» Suburban major arterials design includes vertical curb, 6-foot bike lane, and 8-foot
sidewalk separated from curb.

» Urban major arterials design includes vertical curb, 6-foot bike lane, and 10-foot
minimum sidewalk, which can be located back of curb.

» Five-lane major arterials are to be constructed with 45 mph design speed, five lanes in one
direction and two lanes in other direction, divided roadway in 96-foot ROW 'Their design
includes vertical curb, 8-foot wide sidewalk separated from curb on one side of roadway.

Recommendations for street geometrics of minor arterials.

» Minor arterials should have no greater than 55 mph design speeds (see the Policy
Element).

» Most minor arterials are designed as divided roadways with four travel lanes in 110-foot
ROW.

» Rural minor arterials design includes mountable or ribbon curb, 10-foot clear zone or
shoulder, 6-foot bike lane, and 8-foot sidewalk or an optional trail (see Trails Master Plan).

» Suburban minor arterials design includes vertical curb, 6-foot bike lane, and 8-foot
sidewalk separated from curb.

» Urban minor arterials design includes vertical curb, 6-foot bike lane, and 10-foot
minimum sidewalk which can be located back of curb.

Recommendations for street geometrics of major collectors.

» Major collectors have 35—45 mph design speeds.

» Most major collectors are designed as divided roadways with four travel lanes in a 90- to
100-foot ROW.

» Design of rural major collectors includes mountable or ribbon curb, 4-foot bike lane, and
8-foot sidewalk or an optional trail (see 7rails Master Plan).

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» Suburban major collector design includes vertical curb, 6-foot bike lane, and 8-foot
sidewalk separated from curb with 3-foot clearance.

» Urban major collector design includes vertical curb, 6-foot bike lane, and 8-foot minimum
sidewalk which can be located back of curb.

Recommendations for street geometrics of minor collectors.

» Minor collectors should have no greater than 35 mph design speeds.

» Most minor collectors are designed with two travel lanes in a 70- to 80-foot ROW.

» Rural minor collector design includes roll or ribbon curb, 4-foot bike lane, and 8-foot
sidewalk. In some situations rural minor collectors may include an 8-foot trail with
10-foot clearance or shoulder on one side of the roadway and 8-foot sidewalk on the other
(see Trails Master Plan).

» Suburban minor collector design includes vertical curb, 6-foot bike lane, and 8-foot
sidewalk separated from curb.

» Urban minor collector design includes vertical curb, 4-foot minimum bike lane, and 8-foot
minimum sidewalk which can be located back of curb.

6.0 STREETS ELEMENT POLICIES

'The Transportation Master Plan includes a Policy Element that addresses policies on street-
related issues such as: speed limits, truck routes, I'TS, and access management. As these policies
are important to the management of the Streets Element, a brief summary of each policy is
included in this section. The Policy Element of the Transportation Master Plan contains a more
detailed discussion of transportation-supportive policy recommendations.

6.1 Freight Mobility/Truck Routes

Commercial truck vehicle traffic is a basic feature of community living. Grocery stores need
food deliveries and businesses need their goods delivered or picked up. Most of Scottsdale’s
arterial streets have residential frontage, making the need for buffering solutions and mitigation
imperative. Currently, the City has several designated truck routes, but those designations do
not extend north of Indian Bend Road.

It is recommended that all major roadways are considered truck routes. All neighborhood/local
system routes will not be considered for truck route designations. Roadways will be considered
for truck routes based on the following:

» Connection to a regional freeway;

» Reasonable alternative routes for truck traffic;

» Historical usage by truck traffic;

» Zoning, land uses (commercial, residential, schools) along the route; and
» Noise mitigation measures such as rubberized pavement.

In accordance with the provisions of Scottsdale City Code Article 3, Section 17-60 and
when signs are erected giving notice of the adopted truck routes, no persons shall operate any
commercial vehicle exceeding ten thousand (10,000) pounds gross vehicle weight at any time
upon any streets or part of a street, except for the purpose of pick-up or delivery of materials or
merchandise.
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Operators of said commercial vehicles may leave an adopted truck route by the nearest route to
travel a distance no greater than 3/4 mile to complete deliveries and pick-ups. At the completion
of said delivery and/or pick-up, commercial vehicle operators must return immediately by the
nearest route, not to exceed 3/4 mile. However, such travel detours shall not entail crossing
another truck route.

» Major roadways will be considered routes for freight delivery with restrictions on the
hours of day when deliveries can be made to help mitigate adverse impacts of trucks to
residential areas.

» In Downtown and other designated urban character areas, trucks should not block travel
lanes especially during peak hours in the morning and evening.

6.2 Intelligent Transportation Systems (ITS)

ITS can be defined as the integration of advanced communications technologies into the
transportation infrastructure and, in some areas, vehicles. I'TS encompass a broad range of
wireless and wire line communications-based information and electronics traffic management
technologies, including traffic signals, computers, integrated software systems, graphics, video
walls, fiber optic cable, closed circuit TV cameras, variable message signs, ramp meters, and
vehicle detectors. I'TS is used to coordinate signals, integrate freeway and arterial operations,
improve traffic progression, reduce incident clearance times, improve bus progression, and
enhance special event traffic management.

'The City of Scottsdale I'TS automates traffic signal control and roadway congestion response.
Scottsdale I'TS devices are integrated with a central coordinated electronic traffic signal system
in the City’s TMC. The ITS includes 46 pan-tilt-zoom cameras at intersections allowing
TMC personnel to view traffic conditions and make adjustments to approximately 285 signals
remotely. Integrating I'TS devices with a centrally coordinated electronic traffic signal system
results in significant benefits to residents of Scottsdale.

'The objectives of the Scottsdale I'TS strategic plan are as follows:

» Hold travel time on City streets steady, and where possible, reduce travel time, even as
traffic volume increases due to growth;

» Reduce traffic incident delay;

» Communicate rapidly among the Police Department, emergency services, ADOT, fire,
television and radio stations, vehicle drivers, and TMC to enhance roadway safety; and

» Coordinate between adjacent municipalities and jurisdictions along arterial, crossing
borders and at interchanges with freeways.

As technology continues to evolve, so will the need for more advanced operational plans.
Management of the City’s 2003 ITS strategic plan requires coordination and partnerships
with the Transportation Department, Police Department, emergency services, and information
systems. When properly deployed and operated, I'TS decreases congestion common to high
traffic volumes, incidents, and special events.

» Support the ITS strategic plan and the objectives of the ITS strategic plan listed above,
by ensuring adequate staffing, personnel training, operations and maintenance, as well as
timely equipment updates.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» It is recommended that the strategic plan prepared in 2003 be updated to reflect the
progress made since that date, and to guide the I'TS buildout to 2012.

» Expand the use of I'TS for future transportation modes such as BRT corridors
programmed in the RTP (Proposition 400).

» Explore additional uses of I'TS such as applications that show real-time traffic conditions
on the Internet or real-time transit vehicle speed and estimated trip timing through
vehicle sensors.

6.3 Speed Limits

Arizona state traffic law allows local authorities within their respective jurisdictions to determine
and/or change the maximum speed limit for all arterial streets as well as businesses and
residential districts to a reasonable and safe speed based on engineering and traffic investigations.
Speed limits are typically set for new roadways based on a roadway’s design and whether the
surrounding area is urban, suburban, or rural. Design speed is defined as the maximum safe
speed that can be maintained based on the geometric design features of the roadway. Speed
limits are typically set lower than design speeds to provide a margin of safety and to allow for
other operation characteristics that may influence safe speeds along the corridor.

A speed limit study helps to determine the appropriate speed for a roadway or roadway segment.
In addition to evaluating speed data on existing roadways, speed studies investigate roadway
geometry, adjacent land use and development, roadway hazards, bicycle and pedestrian trafhic,
and accident history. These factors are outlined in the MUTCD, which is the national set of
standards for traffic control devices.

» Roadway design speeds should be no greater than 55 mph within the City of Scottsdale
allowing for maximum safety and to encourage drivers to adhere to the speed limit
proposed for the facility based on its function.

» Arterial roadways should facilitate through-travel and limit access to reduce conflicts and
improve safety. Design elements should not encourage speeds above 50 mph.

» Roadways classified as collector streets should balance access with through-travel and
incorporate design elements that encourage driver compliance with speeds of no more
than 40 mph.

» Neighborhood streets should prioritize access over through-travel and should incorporate
design elements that encourage driver compliance with speed limits between 25 and 30 mph.

» For specific enforcements of travel speeds, it is appropriate for travel speed statistics to
be determined for different time periods of the day and different days of the week. These
different sets of travel speed statistics can be utilized to concentrate enforcement to the
hours and days when travel speeds are most disparate and therefore most likely to result in
collisions.

6.4 Access Management

Access management seeks to limit and consolidate access along major roadways at the same
time providing a street system and access to support businesses and residential development
along the roadway. The result is a corridor that functions safely and efficiently as well as a more
attractive corridor.
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Some aspects of access management can be addressed at the development review stage, in
response to a request for a development or connection permit. This may be accomplished
through the subdivision or site plan review process. Larger developments are often required to
submit a traffic impact assessment to assist the City in its review and access management can
be implemented at this time.

Benefits of access management include the following: improving safety for drivers accessing
properties or traveling in a through travel lane, reducing congestion and delay, and making
pedestrian and bicycle travel safer.

» Define acceptable levels of access for each roadway classification to preserve its function,
including criteria for the spacing of signalized and unsignalized access points.

» Apply appropriate geometric design criteria and traffic engineering analysis to each
allowable access point.

» Enforce existing access management regulations that address access spacing and design.

Appendix 4-B contains the current access management policies.

6.5 Roadway Modification Guidelines

In order to address congestion issues, communities are often faced with the need to add
additional travel lane capacity to the transportation network. This need must also be weighed
against neighborhood impacts and community character or context issues. In Scottsdale, the
primary roadway network consists of two-lane collectors, four-lane collectors and arterials and
six-lane arterials. The City currently limits local roadway widths to six lanes, and this plan
proposes to continue this long-standing policy. One measure that is often used to assist in
making decisions regarding adding travel lanes is the volume to capacity ratio, which compares
average daily traffic lanes volumes to a predetermined standard.

Based on historic traffic volume trends it is recommended that:

» Target average daily volumes for two-lane collectors be no more than 8,000 vehicles per
lane per day using 2030 forecasted volumes.
» Target average daily volumes for four-lane collectors and arterials be no more than 10,000
vehicles per lane per day using 2030 forecasted volumes.
» Widening of roadways designated as rural in character would be considered when
forecasted volumes reach 90 percent of the target threshold.
» Widening of roadways designated as suburban in character would be considered when
forecasted volumes reach 100 percent of the target threshold.
» Widening of roadways designated as urban in character would be considered when
forecasted volumes reach 120 percent of the target threshold.
» Roadway widening will typically be limited to minimum 1-mile segments.
» To promote sustainability, the priority for improvements to corridors reaching the target
volume thresholds is:
» Improve use of existing facilities through the efficient implementation of cost effective
signing, striping, intersection control, and sight distance improvements.
» Improve access to, and amenities at, transit stops, if transit service is available, and
review quality of the service.
» Upgrade pedestrian facilities.
» Upgrade bicycle facilities.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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Consider adding transit service, if not currently available.

Install ITS equipment, if none existing, and integrate with transit service.
Increase access management.

Add right-turn deceleration lanes to commercial and/or multi-family driveways.
Add turn lanes at intersections.

Add travel lanes.

» Consider a minimum buffering distance from homes on roadways in order to enhance

4
4
4
4
4
»

neighborhood preservation and livability when roadway widening may be necessary.
» Four-lane roadways may be considered for lane reductions when forecasted volumes do

not exceed a total of 12,000 vpd.

6.6 Roadway Noise Mitigation

'The City of Scottsdale does not provide noise mitigation on roadways that are not being widened
or realigned closer to residences. If it becomes necessary to widen a roadway, the City uses
ADOT policies for roadway noise levels and when mitigation should occur, excluding the cost
ceilings identified in the ADOT policies. In addition, the City uses rubberized asphalt on new
and major resurfacing roadway paving projects, decreasing the levels of roadway noise on City
streets. In areas where noise mitigation involves the installation of sound walls and these walls
conflict with other City policies and practices, particularly the scenic corridor design guidelines,
ESLO, and the foothills overlay zoning district, the City may adopt alternative measures such
as rubberized asphalt, berms, a combination of both, or alternatively, the consideration of a
modified version of the ADOT noise mitigation policies for use in City roadway projects, as
approved by the City’s Transportation Commission and Council.

It should also be noted that the decision to mitigate will be tempered by other considerations,
such as the financial feasibility and reasonableness of proposed noise walls and other mitigation,
including vehicle safety, aesthetics, security, drainage, and emergency vehicle access.

6.7 Roadway Construction Impacts

Roadway construction has a range of impacts on mobility for autos, pedestrians, bicyclists, and
transit users. The City works with contractors doing road construction to maintain through-
travel and business access during construction. Construction barricading and scheduling is
required to be submitted to the City’s ROW manager. Through the master plan process there
has been some discussion about limiting construction to nighttime hours, to making sure that
weekend and special event travel is unimpeded, and ways to limit the duration of travel lane
closures.

The City’s emerging RWMP establishes a central point of coordination and management of
the often competing activities in the public ROW. This central point of contact will review and
schedule activities to avoid conflicts, and will attempt to consolidate similar activities that are
scheduled to occur in the same vicinity to avoid multiple lane closures and restrictions. The
RWMP proposes to include revisions to City code and ordinances, and introduce new policies
and procedures which will facilitate management of the ROW. Field inspections and enforcement
of proposed code will reduce unauthorized or ineffective closures and restrictions.

» Schedule arterial roadway construction so that parallel arterials will not be under
construction at the same time.
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» Avoid limiting roadways to one through-lane of traffic in either direction during roadway
construction.

6.8 Traffic Signal Timing

'The Transportation Master Plan recognizes the need for a comprehensive review of traffic signal
timing policies. The City has signal timing plans for all major roadways and intersections for
varying times of day; these plans are subject to continuous review and update. At the master
plan level, it is recommended that revisions to the signal timing policy be made flexible to
mitigate peak-hour congestion, as a cost-feasible alternative to street widening, and also that
the signal timing policy accommodate pedestrian crossings, in general, on all streets within the

City limits.

6.9 Local Area Infrastructure Plans

Local area infrastructure plans have been drafted for some areas of the City outside of master
planned communities. The purpose of these plans is to guide local decisions for infrastructure
improvement (streets, water, trails, etc.) and related development, and to help coordinate the
efforts of various City departments in providing these necessary services. These plans have not
been approved or adopted by an official body, but serve as guides for City staff when reviewing
development proposals. The goals and policies of the local area infrastructure plans will be adopted
as part of the Transportation Master Plan. The maps displaying recommended infrastructure are
located in Appendix 4-C and adopted by reference. Significant public outreach will be required
prior to finalizing the maps, which will be revised when/if conditions change. Specific policy
guidance is provided in the Policy Element.

6.10 Street Cross Sections and Context-sensitive Design
The City’s DS&PM was updated in August 2007. The updates are consistent and compatible

with the policy recommendations resulting from the Transportation Master Plan, that all streets
be designed in context of adjacent land uses. Three representative samples of context-sensitive
urban, suburban, and rural sections included in the City’s DS&PM are shown on the following

page.
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City of Scottsdale August 2007 DS&PM
Urban Cross Section

City of Scottsdale August 2007 DS&PM
Suburban Cross Section

City of Scottsdale August 2007 DS&PM
Rural Cross Section
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The following three sections represent generalized interpretations of three basic context-
sensitive cross sections, developed by the Transportation Master Plan team, that are consistent
with the updated DS&PM sections above. These Transportation Master Plan sections show a
range of alternative applications for curb treatments, bicycle lanes, and sidewalks.

Transportation Master Plan Interpretation
Urban Cross Section

Transportation Master Plan Interpretation
Suburban Cross Section

Transportation Master Plan Interpretation
Rural Cross Section
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1.0 INTRODUCTION

The Transit Element is one component of the City of Scottsdale’s multi-modal Transportation
Master Plan, and was developed in support of the adopted City of Scottsdale General/ Plan with
public input throughout the planning process. The result of this effort will be an update of the
Scottsdale Transit Plan (February 2003), building on its concepts and further defining it. The
Transit Element will meet all applicable federal, state, and local laws and regulations and will
follow Federal Transit Administration (FTA) guidelines in determining transit service changes
and improvements.

1.1 Understanding

Much like other communities in the region, the City of Scottsdale is
experiencing rapid population growth. In parts of the City, growth and
redevelopment will continue to transform parts of the community from
a suburban to a more urban environment. With this change comes a
number of challenges, including the ability to provide transit service that
is integrated into a comprehensive multi-modal transportation system. The
goal of the Transit Element is to provide a transit network that balances
local and regional mobility needs with community character, while fitting

into an overall transportation system.

Route 81 in Scottsdale

Forecasted growth and development, decreased land availability to construct

new transportation corridors, and anticipated increases in transit-riding populations make
it evident that alternative transportation strategies are needed to provide a transportation
system that effectively serves the residents and employees of Scottsdale, as well as the many
travelers who pass through Scottsdale everyday. Fortunately, opportunities exist in the City of
Scottsdale to increase transit options. Voters in Maricopa County approved the RTP though
Proposition 400 in 2004, which extended the half-cent sales tax for transportation for 20 years
and includes a large number of transit service and facility improvements in Scottsdale.

'The purpose of the Transit Element is to develop information in sufficient detail so that citizens,
elected officials, City staff, and others can determine the appropriate level of transit investment
for the City of Scottsdale. Some of the major issues for transit that are addressed in the Transit
Element include:

» Utilizing information from previously completed transit and transportation studies;

» Targeting transit growth areas by analyzing ridership potential, capacity, infrastructure,
demographics, land use, and economic development;

» Ensuring compatibility with the regional transit system;

» Developing and evaluating transit service options while formulating an action plan for
implementation;

» Identifying funding sources and developing a funding plan for multiple planning horizons; and

» Creating a transit system that is sustainable.
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1.2 Vision, Goals, and Objectives

'The Vision, Values, and Goals section of the Transportation Master Plan identifies many over-
arching goals (based on the General Plan Community Mobility Element goals and additional
goals regarding sustainability and regional coordination). The following are directly applicable
to the Transit Element.

» Protect the function and form of regional air and land corridors.

» Protect the physical integrity of regional networks to help reduce the number, length, and
frequency of private automobile trips, to improve air quality, reduce traffic congestion, and
enhance quality of life and the environment.

» Promote regional diversity and connectivity of mobility choices.

» Prioritize regional connections to safely, effectively and efficiently, move people, goods, and
information beyond the City boundaries.

» Enhance connectivity to regional transportation facilities; however, these systems need to
respect the City of Scottsdale General Plan.

» Maintain Scottsdale’s high aesthetic values and environmental standards in the City’s
transportation system.

» Encourage a diversity of links between neighborhood systems, and with citywide and
regional systems.

» Recognize the diversity of neighborhoods throughout the City and their different mobility
needs.

» Use “green” technologies and processes when possible and practical.

» Reduce emissions that degrade air quality.

In addition to these broader goals, the vision, goals, and objectives for the Transit Element are
an extension of those from the City of Scottsdale Transportation Master Plan and the voter-
approved RTP, and are listed as follows:

Vision
» Provide a balanced, accessible, multi-modal transportation system for the City of

Scottsdale that gives Scottsdale residents and visitors choices in how to travel and that
supports the safe and efficient movement of people and goods.

Goal

» Improve accessibility, availability, efficiency, and viability of transit services for all users

within the City of Scottsdale.

Objectives

» Provide connections to local and regional destinations through a mix of transit services
that may include, but are not limited to, fixed route and express bus service, neighborhood
circulators, paratransit, and HCT.

» Expand the geographic coverage of transit service by developing a network of fixed route
bus service with connections to regional express bus service, regional local service, and
regional HCT.

» Offer increased bus frequency and a longer span of service throughout the day.

» Develop and implement a form of HCT along Scottsdale Road that connects to the
central Phoenix/East Valley LRT system.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» Develop local bus circulators to provide better connectivity between neighborhoods and
activity centers.

» Continue to meet the mobility requirements for persons with disabilities, as required by
ADA.

» Continue to offer a variety of alternate paratransit services for patrons who are elderly or
have a disability with the purpose of managing Dial-a-Ride costs.

» Develop safe, comfortable, and convenient transit facilities, such as transit centers and
park-and-ride lots that are served by local and regional transit services.

» Support the efforts of Valley Metro/Regional Public Transportation Authority (RPTA),
other jurisdictions, and other transit providers to expand service in the northeast valley.

» Provide pedestrian connections to complement new and existing transit services.

» Work with the Planning and Development Services Department to provide for a land
use mixture of activities and densities near existing and planned major transit routes and
facilities.

» Encourage partnerships between residents, businesses, system users, and the City in
developing, promoting, and implementing the transit system.

» Use technology to improve passenger convenience, system efficiency, and effectiveness.

» Develop service standards and levels to meet or exceed regional service standards and levels.

» Demand high standards from contractors providing service (e.g., passenger comfort,
customer service, and service reliability).

» Actively market transit services and educate consumers to increase ridership and fare
revenues.

» Support trip reduction programs.

2.0 TRANSIT BACKGROUND

'The Transit Element includes a review of prior and ongoing transportation studies, as well as an
overview of existing transit technologies that could be considered during the development and
evaluation of transit improvement options.

2.1 Review of Prior and Ongoing Studies

'The following is brief summary of some prior and ongoing transportation studies that relate to
the Transit Element.

MAG Regional Transportation Plan (RTP)

The MAG RTP was approved by voters in 2004 through Proposition 400 and extended
the regions half-cent sales tax for transportation. The RTP includes a number of transit
improvements programmed for the City of Scottsdale, including transit operating and facility
improvements. The improvements included in the RTP will provide the basis for much of the
transit service and capital expansion identified in the Transit Element. The most recent version
of the RTP is the draft 2007 update. The RTP plan may be viewed or downloaded at MAG’s
Web site at http://www.mag.maricopa.gov/detail.cms?item=7091.

Scottsdale Transit Plan (2003)

The Scottsdale Transit Plan (February 2003) was prepared by City staft and a working group
of residents and the business community and was adopted by the Scottsdale City Council in
2003. The document outlines the City’s vision for transit and provides specific transit operating
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and capital improvements. The Scottsdale 7ransiz Plan did not include a long-term regional
funding source for transit and focused more on policy direction than implementation. The
Scottsdale Transit Plan provides the basis for the Transit Element.

Valley Metro/RPTA Regional Transportation Plan Evaluation

Valley Metro/RPTA is responsible for the implementation and oversight of the operating and
capital components outlined in the Transit Element of the RTP. The RTP plan evaluation
includes a detailed financial analysis and operational feasibility analysis with recommendations
of the RTP Transit Element. A summary of the RTP plan evaluation as related to the City of
Scottsdale is included as Appendix 5-A.

Valley Metro/RPTA Express Bus Study

The Valley Metro/RPTA Express Bus Study is developing an operating plan for the regional
express bus improvements that will be implemented as part of the RTP. The study will provide
turther detail on express bus frequency, hours of service, stop locations, capital improvements,
and fleet needs.

MAG Transportation Improvement Program (TIP)

'The current MAG FY 2007-2011 TIP identifies highway and transit projects programmed for
construction throughout the region in the next five years. The most recent version of the TIP
incorporates the near term RTP improvements in the City of Scottsdale.

Scottsdale Capital Improvement Plan (CIP)

The current FY 2008-2012 Scottsdale CIP identifies capital projects programmed for
construction throughout the City in the next five years. The CIP is updated on an annual basis
and includes capital improvements from the RTP, as appropriate.

Scottsdale General Plan

'The Scottsdale General Plan was adopted by City Council in 2001 and ratified by the citizens
of Scottsdale in 2002. The General Plan is a statement of goals and policies that work as the
primary tool for guiding the future development of the City. The General Plan is divided into six
chapters which are based on the six guiding principles of the CityShape 2020 citizen participation
process: character and lifestyle, economic vitality, neighborhoods, open space, sustainability, and
transportation. The Community Mobility Element of the General Plan encourages multi-modal
transportation and provision of transportation options. One of those modal options is transit
which is defined and implemented through the Transit Element of the Transportation Master
Plan.

Scottsdale/Tempe North/South Transit Corridor Study

'The Scottsdale/Tempe North/South Transit Corridor Study (2003) was a transit major investment
study that recommended Scottsdale Road as the preferred HCT corridor. The Scottsdale City
Council approved Scottsdale Road as the corridor and recommended that BRT, LRT, and
modern streetcar be evaluated in future studies. The evaluation of these technologies is part of
the HCT component of the Transportation Master Plan and will be discussed further in that
section.

SCOTTSDALE TRANSPORTATION MASTER PLAN



MAG Park-and-Ride Study

The MAG Park-and-Ride Study (2001) identifies a regional system of park-and-rides to
support regional express bus service. The study identifies two regional park-and-rides along the
Loop 101 corridor in Scottsdale. The site selection for the proposed park-and-ride locations
(Shea Boulevard/Loop 101 and Scottsdale Road/Loop 101) is underway.

Phoenix Transit Plan (Transit 2000)

'The Phoenix Transit Plan was approved by Phoenix residents in March 2000. It included a 4/10
of a percent sales tax for 20 years that will result in improved fixed route and express bus service
as well as implementation of LRT. The Phoenix Transit Plan is relevant to Scottsdale because
many of the east/west routes within the City of Scottsdale connect to and are operated by the
city of Phoenix.

Tempe General Plan (2030) - Transportation Chapter

The Tempe General Plan was adopted by the Tempe City Council in December 2003. The
transportation chapter is designed to guide the further development of a citywide multi-modal
transportation system integrated with the City’s land use plans. The transit section of this
transportation chapter, with its goals of increasing available transit modes and services and
to facilitate connections among transportation modes, is relevant to Scottsdale because of the
north/south routes within the City of Scottsdale which connect to and are operated by the City
of Tempe.

2.2 Transit Technologies

A variety of transit technologies, which range from demand response service to HCT, are
incorporated into the transit improvement options for the Transit Element.

Fixed Route Bus

Fixed route bus service is the most common form of transit service in the
region. It uses standard size transit vehicles (usually 40-foot buses) and is
generally characterized by buses operating along the major arterial grid
network. The vehicles make frequent stops and may require passengers to
transfer in order to reach their destinations. Route 72 on Scottsdale Road is
an example of fixed route bus service.

Limited Stop/Express Bus

Express buses operate as commuter service during the peak-hour and usually Valley Metro bus

connect outlying areas with major activity centers. The routes typically serve
park-and-ride lots and may parallel fixed route service with fewer stops.
Vehicles may include additional amenities geared toward commuter travel,
such as reading lights and reclining seats. Route 510, which travels between
Scottsdale and downtown Phoenix, is an example of express bus service.

Neighborhood Circulators/Shuttles

Neighborhood circulators focus on serving a common geographic area with
frequent, all-day service. The vehicles are small and enable passengers to

connect to a wider transit network from residential neighborhoods and  (ity of Phoenix RAPID express bus
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Downtown Trolley
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activity centers. Shuttles provide shorter trips at higher frequencies and are
usually free or very low fare. The Downtown trolley and Giants shuttle are
examples of shuttle service. The Neighborhood Connector is an example of
a neighborhood circulator. These services are currently delivered utilizing
specialty themed vehicles (trolleys). Routes and schedules for circulators/
shuttles should be very easy to use and understand.

Paratransit

Paratransit provides flexible schedule, on-demand transportation for those
unable to access traditional fixed route service, such as seniors and passengers

with disabilities. ADA requires that complementary paratransit service be provided in all areas
within 3/4 mile of fixed route bus service. Extended service hours are usually provided for

individuals who qualify under ADA. The East Valley Dial-a-Ride, which provides shared ride,

door-to-door service, and Scottsdale’s Cab Connection program are examples of paratransit.

Portland Streetcar in Portland, OR

Bus Rapid Transit (BRT)

BRT is a form of higher capacity bus service which combines the advantages
of rail transit with the flexibility of buses. It uses a dedicated or shared
guideway to provide limited stop service in medium to heavy travel demand
corridors. Traffic signal priority is typically given to BRT vehicles as they
operate in designated bus or HOV lanes. Phoenix’s rapid bus service is the
closest to BRT in this region. A better example is the Orange Line in Los
Angeles, California.

Light Rail Transit (LRT)

LRT is electrically powered, high capacity transit service operating on a
fixed guideway. It typically operates on two sets of tracks within exclusive
or shared ROW and serves stations located approximately every mile. LRT
emphasizes speed and travel time savings and can operate using multiple
vehicles linked together to accommodate large passenger volumes. The
metro central Phoenix/East Valley LRT project is an example of LRT. The
20-mile LRT line connecting Phoenix, Tempe, and Mesa is scheduled to
open in 2008.

Modern Streetcar

Modern streetcar is also electrically powered, HCT service that operates
on a fixed-guideway. However, modern streetcar systems typically operate
at street level in mixed traffic in existing urban environments. Modern
streetcar is usually operated using a single vehicle and can operate safely in
high traffic and/or high pedestrian activity areas to link neighborhoods with
activity centers. Modern streetcar is distinguished from LRT by smaller,
lighter vehicles requiring less infrastructure and lower construction costs.
'The Portland Streetcar is an example of a modern streetcar system.
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3.0 EXISTING TRANSIT CONDITIONS

Existing transit service in the City of Scottsdale is characterized by fixed route bus service
operating on the arterial and collector grid system, along with limited express bus service,
neighborhood circulators, shuttles, and paratransit service. Most of the fixed bus routes in
Scottsdale connect to other jurisdictions, and all of the service is contracted to an outside
provider. The majority of transit service is focused on the southern and central portions of the
City, where the highest population and land use densities are located.

Since the adoption of the 2003 Transit Plan, the City of Scottsdale has made substantial
improvements to its fixed route bus service. Service and frequency improvements have been
implemented on a number of its routes, including Route 72 on Scottsdale Road. In addition, the
City implemented its second neighborhood circulator, known as the Neighborhood Connector,
in 2006. The following section documents existing transit conditions in Scottsdale.

3.1 Fixed Route and Express Bus Service

Existing fixed route bus service in the City of Scottsdale includes twelve fixed bus routes,
three express bus routes, two neighborhood circulators and two seasonal circulator services. In
general, fixed bus routes operate from 5 a.m. to midnight (earlier on some routes) on weekdays
and 7 a.m. to 10:00 p.m. (earlier on some routes) on weekends. Further detail is provided in

Table 5-1 and Figure 5-1 on the following pages.

TABLE 5-1: Existing Transit Service (as of July 2007)

Headway
Route Name Weekday (peak/off-peak) Saturday Sunday
Fixed Route Bus
17 McDowell Rd 30/30 30 30
Green Thomas Rd 20/30 30 30
4 Indian School Rd 15*/30 30 30
50 Camelback Rd 15/30/60 30/60 60
66 68th St 30/30 30 30
72 Scottsdale Rd 15/30 30 30
76 Miller Rd 30/30 30 60
81 Hayden Rd 15/30 60 60
84 Granife Reef Rd 60/60 60 60
106 Shea Blvd 30/60 30 60
114 Via Linda 60/60 60 60
154 Greenway Rd 30/30 30 60
170 Bell Rd 30/30 30 30
Express Bus
510 Scottsdale 2 trips (peak direction) /a n/a
512 Scottsdale 2 trips (peak direction) /a n/a
532 Mesa 4 trips (peak direction) /o /a

* Only west of Loloma Station
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TABLE 5-1: Existing Transit Service (as of July 2007)

Headway
Route Name Weekday (peak/off-peak) Saturday Sunday
572 Surprise/Scottsdale 4 trips (peak direction)/2 trips (non-peak /a n/a
direction)
Neighborhood Circulator
Trolley Downtown 10 10 10
Trolley Neighborhood 20 20 20

Source: Valley Metro/RPTA, 2006, City of Scottsdale 2007
* Only west of Loloma Station

Multiple service contractors operating under the name “Valley Metro” provide fixed route transit
service in Scottsdale. The Phoenix metropolitan area differs from most other metropolitan

areas in that transit service is funded by a combination of city and regional funds, and varies
significantly throughout the region. Table 5-2 describes the funding, contractor, and operator

by route in Scottsdale.

TABLE 5-2: Funding, Contractor, and Operator By Route
Route Name Funded By Contracted By

Operated By

Fixed Route Bus

17 McDowell Rd Phoenix/Scottsdale Phoenix Vieolia/Phoenix
Green Thomas Rd Phoenix/Scottsdale Phoenix Vieolia/Phoenix
i Indian School R Phoenix/Scottsdale Phoenix Vieolia/Phoenix
50 Camelback Rd Phoenix/Scottsdale/RPTA Phoenix Vieolia/Phoenix
66 68th St Scottsdale/Tempe Tempe Veolia/Tempe
72 Scottsdale Rd RPTA RPTA Vieolia/RPTA
76 Miller Rd Scottsdale/Tempe Tempe Veolia/Tempe
81 Hayden Rd Chandler/Scottsdale/Tempe/RPTA RPTA Veolia/RPTA
84 Granite Reef Rd Scottsdale RPTA Veolio/Tempe
106 Shea Blvd Phoenix/Scottsdale/Glendals/RPTA Phoenix Laidlaw

114 Via Linda Scottsdale RPTA Veolia/Tempe
170 Bell Rd Phoenix/Glendale/Scottsdale Phoenix Laidlaw

154 Greenway Rd Phoenix Phoenix Veolia/Phoenix
Express Bus

510 Scottsdale Scottsdale/Phoenix/RPTA Phoenix Veolia/RPTA
512 Scottsdale Fountain Hills/RPTA Phoenix Vieolia/RPTA
532 Mesa Mesa/Phoenix/RPTA Phoenix Vieolia/RPTA



TABLE 5-2: Funding, Contractor, and Operator By Route

Route Name Funded By Contracted By ~ Operated By
Neighborhood Circulator
OT Downfown trolley  Scottsdale Scottsdale Atypical
transportation
NC Neighborhood Scottsdale Scottsdale Atypical
Connector transportation

Source: Valley Metro/RPTA and City of Scottsdale, 2006.

3.1.1 Ridership Characteristics

Ridership data for existing routes within the City of Scottsdale is available from Valley Metro/
RPTA, which produces an annual ridership report. For the purposes of this Transit Element,
the FY 2005-2006 annual ridership report is being used along with the October 2006 monthly
ridership report. According to Valley Metro/RPTA, October is the month that best represents

average system-wide ridership conditions.

Ridership by Jurisdiction

Ridership data is identified by jurisdiction in the annual ridership report. According to this
report, total boardings in Scottsdale for FY 2005-2006 were 1,890,631. This marks a 5 percent
increase over the previous fiscal year (FY 2004-2005). Total revenue miles for FY 2005-2006
were 1,653,411 and boardings per mile were approximately 1.1. Table 5-3 shows annual
ridership totals in Scottsdale for the last six years.

TABLE 5-3: Total Annual Boardings

Fiscal Year Boardings Percent Change From Prior Year
20062007 1,994,651 +55

20052006 1,890,631 +5

20042005 1,797,264 +3

2003-2004 1,748,215 —4

2002-2003 1,832,419 +38

2001-2002 1,680,456

Note: FY 2003—2004 decrease in annual boardings was the result of a reduction in transit service.
Source: Valley Metro/RPTA, 2007.

Ridership by Individual Routes

The FY 2006-2007 annual ridership report describes the total annual boardings by individual
routes in Scottsdale (Table 5-4). According to this report, the routes with the highest annual
ridership in Scottsdale are routes 72 (Scottsdale Road), 81 (Hayden Road), 41 (Indian
School Road), and the Green Line (Thomas Road).
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TABLE 5-4: Total Annual Boardings By Route (not including connector service)

Route Description Annual Boardings
Fixed Route Bus
17 McDowell Rd 168,323
Green Thomas Rd 204,463
4 Indian School Rd 202,731
50 Camelback Rd 113,363
66 68th St 82,146
72 Scottsdale Rd 603,368
76 Miller Rd 103,836
81 Hayden Rd 284 643
84 Granite Reef Rd 26,279
106 Shea Blvd 72,097
114 Via Linda 28,962
170 Bell Rd 87,284
Express Bus
510 Scottsdale 10,197
512 Scottsdale 4,959
TOTAL 1,994,651

Note: Valley Metro/RPTA does not include route 532 as a Scottsdale route.
Source: Valley Metro/RPTA, 2007.

'The annual ridership report does not identify weekday performance characteristics by routes.
However, this information is available in the Valley Metro/RPTA monthly ridership report. For
this effort, the October 2006 monthly ridership report will be used since it is considered the best
month for reporting system-wide transit conditions. Table 5-5 describes the average weekday
boardings, revenue miles, and boardings per mile by route in Scottsdale for October 2006.

TABLE 5-5: Average Weekday Boardings By Route

Route Name Weekday Boardings ~ Revenue Miles  Boardings Per Mile
Fixed Route Bus

17 McDowell Rd 565 2147 2.6

Green Thomas Rd 697 2135 33

41 Indian School Rd 627 361.4 1.7

50 Camelback Rd 405 208.3 1.9

66 68th St 238 354.4 0.7

72 Scottsdale Rd 2,028 1,756.5 1.2

76 Miller Rd 373 670.3 0.6

81 Hayden Rd 999 1,642.6 0.6

84 Granite Reef Rd 84 200.9 04
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TABLE 5-5: Average Weekday Boardings By Route

Route Name Weekday Boardings ~ Revenue Miles ~ Boardings Per Mile
106 Shea Blvd 230 265.2 0.9

114 Via Linda 79 2434 0.3

170 Bell Rd 284 2264 1.3

Express Bus

510 Scottsdale 40 31.0 13

512 Scottsdale 22 46.8 05

Note: Valley Metro/RPTA does not include Route 532 as a Scottsdale route.
Source: Valley Metro/RPTA, 2006.

Trolley Ridership

Ridership data for the City of Scottsdale connector/trolley services is not collected or reported
in the Valley Metro/RPTA annual ridership report or monthly ridership report, but are collected
by Atypical Transportation which is the service contractor for the City’s trolley services. These
services include the Downtown trolley, Neighborhood Connector, resort trolley, and Giants
shuttle. According to the City of Scottsdale, there were over 225,000 annual connector and
trolley boardings for FY 2006-2007. With the new Neighborhood Connector service, this
represents a 100 percent increase over the previous fiscal year. The majority of the boardings
(164,084) occurred on the Downtown trolley which showed a 60 percent increase over the
previous fiscal year. Table 5-6 shows boardings for each of the circulator/trolley services in
Scottsdale.

TABLE 5-6: Total Annual Boardings By Connector/Trolley Service

Circulator Service Annual Boardings (FY 2006—2007)
Downtown trolley 164,084
Neighborhood Connector 95,505
Giants spring training shuttle Approximately 6,300
Resort shuttle 5,153
TOTAL 271,042

Bicycles and Transit

Each year in the Valley Metro system, more than 1.2 million “bike boardings” occur, indicating
there is significant bicycle usage of the bus network. All Valley Metro buses are equipped with
bike racks. Racks are located at the front of the bus and accommodate up to two bicycles.

3.2 Special Services

Special services are directed at two specific markets: seniors and persons with disabilities.
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Mobility training is a personalized training service provided to seniors and persons with
disabilities. This training matches an instructor with similar physical abilities to the user and
the training is accomplished on the bus routes the consumer is most likely to use. In addition,
Valley Metro provides group travel training through senior centers on routes leading to the
senior centers. Continued mobility training in all forms encourages citizens to utilize the fixed
route system.

Paratransit is a demand responsive transit service that does not follow a fixed route. There
are three types of paratransit service in the City of Scottsdale. The East Valley Dial-a-Ride
provides service for those unable to access regular transit service (passengers with disabilities
and seniors). ADA requires that complementary paratransit service be provided in all areas
within 3/4 mile of fixed route transit service. East Valley Dial-a-Ride provides ADA and non-
ADA service in Scottsdale every day (including holidays) from 4 a.m. to 1 a.m.

'The City of Scottsdale also provides non-traditional transit service through its Cab Connection
program.The Cab Connection program offers seniors and persons with disabilities an alternative
mode of transportation from Dial-a-Ride. (While important to the regional transportation
system, Dial-a-Ride can be expensive and result in lengthy trips for some passengers.) The
Cab Connection program ofters more flexibility than Dial-a-Ride, and operates at less cost
to the City. The program offers 20 cab vouchers per month per user. Vouchers are subsidized
by the City of Scottsdale at the rate of 80 percent up to a maximum of $10. All users must be
Scottsdale residents and have a disability, be on dialysis, or be age 65 or older.

3.3 Transit Facilities

Existing transit facilities range from on-street passenger facilities such as bus stops to large
facilities such as park-and-rides and transit centers. The City of Scottsdale has developed a new
standard for bus stop shelters and passenger amenities and has installed new shelters at various
locations throughout the City during the past few years. Existing park-and-rides within the
City of Scottsdale are joint-use facilities in which informal agreements have been established
for shared parking arrangements. Loloma Station in Downtown is the City’s transit center.
Further detail on these facilities is provided in Table 5-7.

TABLE 5-7: Existing Transit Facilities

Transit Facility Location Bus Routes Served

Park-and-rides

Chaparral Park Hayden Rd and Jackrabbit Rd, NE corner 81, 50

(ostco Butherus Dr and 83rd PI, NE corner 81,170

Dial Tech Center Scottsdale Rd and Butherus Dr, NE cormer 72

Miller Plaza Montecito Ave and Miller Rd, NW corner 50,76, 510

Trinity Church Hayden Rd and McCormick Pkwy, SE corner 81,510

Transit Center

Loloma Station Marshall Way and Second Street, NW corner 41, 66, 72, 76, Downtown trolley, Neighborhood
Connector

Source: Valley Metro/RPTA, 2006.



4.0 TRANSIT ISSUES AND POLICIES

'The Transit Element includes a discussion of transit issues and policies related to transit service
improvements.

4.1 Regional Service Standards

Service (or performance) standards are indicators or measures of the system that trigger further
analysis if the parameters are exceeded or are not met. Some standards are objective and are
based on industry experience, while others allow services to be compared relative to one another.
Generally speaking, the more objective standards are used for eftectiveness evaluations, while
relative objectives are used for efficient management objectives.

'The Transit Element will develop transit service improvements in Scottsdale to meet or exceed
regional service standards. Currently there is no regional service standard identified in the RTP.
However, there is an “unofhicial” service standard that is generally acknowledged to be the
tollowing:

Fixed route bus service

» Weekday: 15 minute frequency in the peak and 30 minute frequency in the off-peak from
5 a.m. to midnight
» Weekend: 30 minute frequency from 6 a.m. to midnight

Express bus service

» Weekday: 15 to 30 minute frequency in the peak

High capacity transit

» Weekday: 10 minute frequency in the peak and 20 minute frequency in the off-peak from
5am.to1am.
» Weekend: 20 minute frequency from 6 a.m. to midnight.

The regional service standards for bus and rail are currently being discussed through the
implementation of the RTP. To date, there is no document that explicitly describes the RTP
regional service standards in terms of frequency and hours of service by route.

4.2 Service Frequency Versus Service Coverage

Service frequency versus service coverage is an issue that balances the trade-offs between
providing higher quality service on a fewer number of streets (more frequency) versus lower
quality service on a wider range of streets (greater coverage). Most of the existing transit
service in Scottsdale is located on major arterials, with the highest concentration found in the
southern and central portions of the City where the highest population and land use densities
are located.

It is the approach of this Transit Element to focus on providing frequency before coverage. The
reasoning is as follows:

» Frequency has the opportunity to create more total ridership than coverage;
» Frequency has the opportunity to attract more new riders than coverage;

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» Frequency can be more cost-effective than coverage creating potentially less capital
investment. There is no funding source that is exclusively dedicated for transit in
Scottsdale so transit improvements need to be as cost-eftective as possible;

» Scottsdale’s north/south configuration and unique geography create obvious transit
corridors that need frequency improvements. These same geographic features provide
barriers to improving coverage elsewhere; and

» Frequency facilitates transfers better than coverage. It is easier to transfer between bus
routes if they are operating at a higher frequency.

4.3 Capital Policy

Capital investments directly affect passengers’ experience of transit and, as such, should be
implemented with the highest quality of experience in mind. The transit system should reflect
the high standards for which Scottsdale is known.

4.3.1 Bus Stop Spacing

Existing bus stop spacing in Scottsdale is inconsistent and generally ranges from 1/8 to
1/2 mile spacing on fixed bus routes. As transit improvements are made throughout the City,
bus stop spacing will become an issue that affects transit speed and reliability, as well as cost
effectiveness. For example, the existing Route 72 on Scottsdale Road has frequent bus stops,
often close together, and consequently, often suffers from poor schedule reliability. Many of
the bus stops on the Route 72 that are too close together could be combined. This problem is
compounded by locations where bus stops are located on both sides of the intersection in the
same travel direction.

It is recommended that 1/4 mile spacing be the standard for fixed bus routes, with shorter
spacing for neighborhood circulators and longer spacing for limited stop/express bus routes.
Quarter mile bus stop spacing is especially appropriate for fixed bus routes when providing
increased service frequency. Overall, standard bus stop spacing makes the system more user
triendly for riders and allows opportunities for the City to market or “brand” service along a
route. Exceptions to this spacing would be:

» Areas of greater demand and/or roadways corridors designated as urban on the street
classification map; and
» Areas predominantly used by seniors and persons with disabilities.

4.3.2 Bus Shelters

The City of Scottsdale uses a standard bus shelter kit that includes a bus shelter, seating, trash
receptacle, bicycle rack, and signs. Other amenities, including the provision of vertical shade
elements, should also be considered as technology and funding becomes available. The City has
implemented, with great success, a large number of these bus shelter kits over the past few years.
In addition, bus shelters that have unique features or design (often artist designed) have been
used in certain areas of the City, such as Downtown and Shea Boulevard. Bus shelters in the
City of Scottsdale are located based on bus frequency, ridership, bus operational requirements,
pedestrian safety, passenger comfort, and ROW availability. Maintenance at stops (such as
shelter cleaning or trash disposal) should be provided commensurate with the level of activity
occurring at the stop. It is recommended that the location of future bus shelters consider the
following:
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» Bus shelters be prioritized for the highest ridership bus stop locations, which are often
along the highest ridership bus routes at the one-mile arterial intersections;

» Southfacing bus shelters are a higher priority than northfacing bus shelters. Scottsdale
is a narrow city with transit connections primarily oriented to the west for east/west bus
routes;

» Shade is at a premium in the late afternoon. Creating shade in the afternoon is of more
importance than the morning, especially for north/south bus shelters. The existing bus
shelter kit does lack in the provision of shade for north/south bus routes in the afternoon;

» Shade and passenger comfort needs to be the highest priority in the design of future
bus shelters. Many of the artist designed bus shelters fall short in these areas; careful
design considerations must be given to shade and passenger comfort, as well as ADA
requirements for all bus shelters, including those not using the standard bus shelter design; and

» Enhanced bus shelters need to be considered for the Route 72 along Scottsdale Road
given existing and future service and ridership.

4.3.3 Bus Bays

Bus bays are pads that are cut into curb lanes that allow traffic to pass while buses are at a
bus stop. Existing bus bays are found throughout the City of Scottsdale, especially at major
arterial intersections. Bus bays do not increase the speed and reliability of transit, and instead
negatively impact transit travel times because buses are usually forced to wait until the entire
traffic queue has passed before re-entering the travel lane. Bus bays are often programmed as a
“transit” improvement, but in reality provide very little transit benefit. National trends in transit
planning advocate against the development of bus bays.

New bus pullouts are not recommended along roadways corridors designated as urban on the
street classification map. It is recommended that bus bays only be constructed at bus stops in
the City of Scottsdale under the following circumstances:

» The bus stop is a time point where the bus may dwell longer than normal to maintain
schedule;

» The bus stop is a high transfer location, where the bus may dwell longer than normal to
facilitate transfers between routes (especially if it is a timed transfer);

» The bus stop is a layover location where the bus dwells at the beginning or end of a bus
route;

» Safety concerns related to the location of the bus stop prohibit the bus from safely
dwelling in the traffic lane; or

» If LOS in suburban corridor segments of bus route is below D.

4.3.4 Bus Bulbs

Bus bulbs are the opposite of bus bays and refer to sections of sidewalk that extend from the
curb to the edge of the travel lane. Bus bulbs are typically found in urban areas and prioritize
transit travel time over vehicular travel time. Existing curb bulbs (installed as part of a streetscape
project) that function similar to bus bulbs are located in Downtown and serve the Downtown
trolley. It is recommended that bus bulbs be included as a standard design element at the
tollowing locations:

» Downtown and other “urban areas” where pedestrian concentrations are located;
» Roadways with on-street parking; and
» Scottsdale Road in conjunction with enhanced bus service.

SCOTTSDALE TRANSPORTATION MASTER PLAN



4.3.5 Park-and-Rides

The City of Scottsdale will be constructing regional park-and-ride facilities to serve freeway
express bus service. It is recommended that the City also continue to pursue joint use park-
and-rides in which informal agreements are established for shared parking arrangements. These
types of park-and-rides utilize existing parking capacity within the City and can serve fixed

route bus service and arterial express bus service.

4.4 Transit Priority Treatments

Transit priority treatments are intended to increase the speed and reliability of the existing transit
system through modest capital improvements. Transit priority treatments being considered in
the Transit Element that require further dialogue with the Transportation Commission and
community before finalizing include:

Transit Signal Priority

Transit signal priority is a technology that allows buses to communicate with an approaching
traffic signal via a transponder to provide additional green light time for the bus. Transit signal
priority can be used to increase the speed and reliability of transit in high demand corridors.
Scottsdale Road will be the first corridor considered for transit signal priority improvements (as
discussed in subsequent sections of the Transit Element). Other potential corridors for transit
signal priority are Thomas Road, Indian School Road, Shea Boulevard, and Bell Road/Frank
Lloyd Wright Boulevard.

Queue Jumps

Queue jumps allow buses or other forms of transit to bypass known congestion points by giving
transit exclusive ROW. It can be combined with transit signal priority to give green light time
to transit prior to general purpose traffic.

Business Access and Transit Lanes

Business access and transit lanes are restricted lanes that are reserved for transit as well as autos
making turns to access businesses. Business access and transit lanes usually exist in the right
curb lane but can also be designed to exist in the left median lane.

HOV Direct Access

HOV direct access connections allow express buses to enter/exit the center HOV lane on
freeways without having to weave through general purpose traffic and use the general purpose
ramps. HOV direct access should be considered at the Mountain View Road and Northsight
Boulevard/Thunderbird Road overpasses of the Loop 101 Freeway.

4.5 Travel Demand Management

An effective transit system includes a variety of strategies beyond buses and Dial-a-Ride. These
strategies encourage business and personal trip management and implement policies that
directly or indirectly influence travel choices. Strategies include:

» Encouraging the coordination of activities occurring through the Maricopa County trip
reduction program;

» Support ridesharing; and

» Promote incentives in companies aftected by the Maricopa County trip reduction program.



5.0 SHORT-TERM TRANSIT IMPROVEMENT OPTIONS

'The transitimprovement options for the Transit Elementare focused on three planning horizons:
short-term (5 year), mid-term (10 year), and long-term (20 year). The short-term (5 year) transit
improvement options are primarily focused on improving the level of bus service in Scottsdale
to match that of its neighboring jurisdictions. Currently, much of the fixed route bus service in
Scottsdale operates with less frequency and a shorter service span when compared to Phoenix
and Tempe because it lacks a funding source that is exclusively dedicated for transit other than
Proposition 400. However, service levels have improved since the City began allocating up to
50 percent of the 0.2 percent transportation privilege tax to transportation operations. The
short-term transit improvement options are described below.

5.1 Fixed Route Bus

'The fixed route bus improvements in the short-term planning horizon focus on completing the
grid of transit service within the City of Scottsdale. The goal is to meet the “unofficial” regional
standard of service, which is 15 minutes in the peak and 30 minutes in the off-peak from 4 a.m.
to midnight. Most of the fixed bus routes will meet this standard at the end of the 20 year
planning horizon.

'The short-term transit improvement option includes additional improvements to Route 72 but
also includes several of the east/west routes that operate in the southern part of the City. The
approach of the Transit Element is slightly different than the RTP in that it advances segments
of routes, rather than entire routes, in the short-term.

For example, transit improvements for Route 17 on McDowell Road are planned for the
second phase of the RTP. This improvement will increase the frequency of the entire length
of the route through Scottsdale to match the service frequency in Phoenix. However, another
approach is to partner with the city of Phoenix to increase the frequency between 44th Street
and Scottsdale Road in the short-term and leave the remainder of the route to be improved
in subsequent planning horizons. This approach will free up additional service hours that can
allow other east/west routes to add service frequency between Phoenix and Scottsdale Road in
the short-term. The major benefit to this approach is that Scottsdale Road is the major transfer
point for bus routes in Scottsdale. Improving multiple routes to Scottsdale Road will provide far
more benefit to transit riders than improving the frequency of a single east/west route through
the length of the City.

'The fixed bus routes identified in the short-term transit improvement option are described
below.

» Route 17 (McDowell Road): No route change will occur but service frequencies will be
improved to 15 minutes in the peak between 44th Street and Scottsdale Road (requires
participation from the city of Phoenix).

» Green line (Thomas Road): No route change will occur but service frequencies will be
improved to 10 minutes in the peak and 20 minutes in the off-peak, between 44th Street
and Scottsdale Road (requires participation from the city of Phoenix).
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» Route 50 (Camelback Road): Service frequencies will be improved to 15 minutes in the
peak and 30 minutes in the evening, from 5 a.m. to midnight, between 44th Street and
SCC in order to service evening classes (requires participation from the city of Phoenix).

» Route 66 (68th Street): This route will be modified to serve Scottsdale Fashion
Square via 68th Street and Camelback Road before returning to Loloma station via
Goldwater Boulevard.

» Route 72 (Scottsdale Road): This route has recently been extended north from its former
terminus at Princess Boulevard to the Loop 101. Service frequencies will be increased
to 15 minutes in the off-peak and the route will be further extended to Thompson Peak
Parkway to service Scottsdale Healthcare (requires participation from the City of Tempe).

» Route 84 (Granite Reef) and Route 114 (Via Linda): These routes should be further
analyzed to determine whether they should be combined into a single route (requires
participation from the SRPMIC), continue as realigned individual local routes, or be
replaced by local circulator service. Minimum service frequencies should be enhanced to
30 minutes minimum under any of the options.

» Route 106 (Shea Boulevard): No route change will occur but service frequencies will
be improved to 15 minutes in the peak and 30 minutes in the off-peak, from 5 a.m. to
midnight, between Paradise Valley Mall and 92nd Street (requires participation from the
city of Phoenix).

» Route 154 (Greenway Road): Service frequencies will be increased to 15 minutes in the
peak.

5.2 Express Bus

'The short-term transit improvement option includes additional trips on the existing express bus
routes in Scottsdale. Currently, routes 510 and 512 only provide two trips in the peak direction
whereas four trips are the minimum based on the unofficial regional planning standard of
30 minute express bus frequency. The existing boardings per trip on the routes 510 and 512
justify an increase in the number of trips.

'The short-term transit improvement option includes the new north Loop 101 express bus route
which is identified in the RTP for implementation in 2007. This is a two-way express bus route
operating between Surprise and the Airpark that will use the programmed HOV lanes on the
Loop 101. Eventually, this route will connect to the future Loop 101/Scottsdale Road park-
and-ride or to the east side of the Airpark.

'The short-term also includes the new east Loop 101 connector which is identified in the RTP
for implementation in 2009. This is a two-way express bus route operating between the Airpark
and Chandler that will use the programmed HOV lanes on the Loop 101. Similar to the north
Loop 101 connector, this route will eventually connect to the future Loop 101/Scottsdale Road
park-and-ride or to the east side of the Airpark.

5.3 Neighborhood Circulator

'The short-term planning horizon does not include major changes to the Downtown trolley
and Neighborhood Connector. Downtown trolley service was recently improved and the
Neighborhood Connector began service between Downtown and the Granite Reef Senior
Center in 2006. The Neighborhood Connector service will be extended in January 2008
following public input and recommendations. It is proposed that the Neighborhood Connector



Downtown Trolley sign

be extended to the future SkySong Transit Center upon its completion, which
will enable the Scottsdale neighborhood circulator to connect to Tempe’s
circulator service. Currently, the neighborhood circulator is using trolley
fleet identical to the Downtown trolley. The short-term planning horizon
proposes transitioning to a low-floor bus or trolley for the Neighborhood
Connector that better serves the needs of passengers. This transition would
occur as the existing trolley fleet reaches the end of its useful life. While the
existing trolleys are ADA accessible, they do not provide for level boarding
and are not as convenient as a low-floor bus.

5.4 Paratransit

The short-term transit improvement option includes the gradual expansion
of paratransit services available in Scottsdale through the East Valley Dial-
a-Ride. The East Valley Dial-a-Ride allows for a single service area and
provides services for ADA-certified passengers, seniors, and passengers
with disabilities. Dial-a-Ride service will need to be expanded as new fixed
route service is added in Scottsdale. ADA requires that complementary

paratransit service be provided in all areas within 3/4 mile of fixed route bus
service. It is not recommended that Scottsdale expand its Dial-a-Ride service area beyond what
is required by ADA. Additional paratransit service would be more effectively provided through
the expansion of the Cab Connection program.

5.5 Transit Facilities

The short-term transit improvement option includes two transit facilities as well as general
passenger facility improvements.

5.5.1 SkySong Transit Center

The short-term transit improvement option includes the future SkySong Transit Center at
Scottsdale Road and McDowell Road. This facility will provide a new hub for transit services
in the southern portion of the City and provide convenient transfers between routes 72
(Scottsdale Road), 17 (McDowell Road), 66 (68th Street), 76 (Miller Road), and the
Neighborhood Connector. The design of the transit
center is currently underway and will be developed to
include the following amenities:

v

Bus bays;

Bus loading platform;

Shelters and seating;

Variable message signs;
Bicycle and pedestrian access;
Bicycle storage;

Ticket sales and information;
Restrooms;

Landscaping and lighting; and

Opportunities for joint development or joint use.

VVVVVVYyYVYYVYY

An example of a shade structure at Loloma Station
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5.5.2 Mustang Transit Center and Park-and-Ride

The short-term transit improvement option also includes the new Mustang Transit Center and
Park-and-Ride, which is being planned near the Mustang Library and Scottsdale Healthcare-
Shea campus in the vicinity of Shea Boulevard and 90th Street. This facility will provide a new
hub for transit services in the central portion of the City, and provide convenient transfers
between routes 81 (Hayden Road), 106 (Shea Boulevard), 114 (Via Linda), 512 (Fountain Hills
express), and future express bus service on the Loop 101. The planning and site selection of the
transit center is currently underway and will be developed with a lower scale set of amenities to
the SkySong Transit Center. The park-and-ride is expected to have approximately 250 spaces.

5.5.3 Passenger Amenities

'The short-term planning horizon also focuses on improving passenger amenities at existing and
new bus stops. These improvements will include the new standard bus shelter and corresponding
passenger amenities (seating, trash receptacles, bicycle racks, and other amenities) that will
enhance the safety and comfort of transit patrons. Special consideration will be given to
improving passenger amenities at high transfer locations where multiple bus routes converge.
As service and ridership increase, new amenities such as electronic display boards and real-time
passenger information will be introduced.

5.6 Summary

The short-term transit improvement options for the Transit Element are summarized in

Table 5-8 and illustrated in Figure 5-2.

TABLE 5-8: Short-term Transit Improvement Options

Headway
Existing Short-term
Route Name Improvement (peak/off-peak)  (peak/off-peak)
Fixed Route Bus
17 McDowell Rd Increase service frequency between 30/30 15/30 to
44th St and Scottsdale Rd Scottsdale Rd.
Green Thomas Rd Increase service frequency between 20/30 10/20 to
44th St and Scottsdale Rd Scottsdale Rd
41 Indian School Rd  No change 15%/30 No change
50 Camelback Rd Increase service frequency and 15/30 15/30 1o
service span between 44th St and Scottsdale Rd
Scottsdale Rd
72 Scottsdale Rd Extend route to Thompson Peak 15/30/60 15/15
Parkway and increase service frequency
76 Miller Rd No change 30/30 No change
81 Hayden Rd No change 15/30 No change
84 Granite Reef Rd~ Extend route north on Pima Rd/92nd 60/60 30/30

S. to Via Linda and combine with
Route 114. Increase service frequency
and service span.
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TABLE 5-8: Short-term Transit Improvement Options

Headway
Existing Short-term
Route Name Improvement (peak/off-peak)  (peak/off-peak)
106 Shea Blvd Increase service frequency and service 30/60 15/30 to 92nd St
span between PV Mall and 92nd St
114 Via Linda Eliminated (replaced by Route 84 60/60 n/a
extension)
154 Greenway Rd Increase peak service frequency. 30/30 15/30
170 Bell Rd No change 30/30 No change
Express Bus
510 McCormick Ranch ~ Add two new trips 2 trips (peak 4 trips
direction)
512 Fountain Hills Add two new trips 2 trips (peak 4 trips
direction)
572 North Loop 101 New two-way route between Surprise 8 trips
and Airpark
TBD East Loop 101 New two-way route between Airpark 8 trips
and Chandler
Neighborhood Circulator
DT Downtown trolley ~ No change 10 No change
NC Neighborhood Extend route to serve SkySong Transit 20 No change
Connector Center

Source: HDR | SRBA, 2007
* only west of Loloma Station.

6.0 MID-TERM TRANSIT IMPROVEMENT OPTIONS

The mid-term (10 year) transit improvement options continue to focus on improving the
overall level of fixed route bus service in Scottsdale. In addition, the mid-term planning horizon

introduces substantial new express bus service in the Loop 101 Freeway corridor. The mid-term

transit improvement options are described below.

6.1 Fixed Route Bus

'The goal of the mid-term transit improvement option is to continue to improve transit service in
Scottsdale to meet the “unofficial” regional standard of service, which is 15 minutes in the peak

and 30 minutes in the off-peak from 5 a.m. to midnight. The mid-term transit improvement
option follows the same approach as the short-term, in that it advances segments of routes,

rather than entire routes.
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The fixed bus routes identified in the mid-term transit
improvement option are described below.

» Route 41 (Indian School Road): This route will be
extended to SCC from Granite Reef Road so that it
connects with Loop 101 express bus service.

» Route 66 (68th Street): No route change will occur
but service frequencies will be improved to 15 minutes
in the peak along the entire route in Scottsdale.

» Route 76 (Miller Road): No route change will
occur but service frequencies will be improved to

15 minutes in the peak.

» Route 170 (Bell Road/Frank Lloyd

Valley Metro buses at Loloma Station Wright Boulevard): Extend route to Shea Boulevard
via Frank Lloyd Wright Boulevard. Improve service

frequencies to 15 minutes in the peak.

6.2 Express Bus

The mid-term transit improvement option includes the addition of the Pima express bus route
which is identified in the RTP for implementation in 2013.This is a peak-hour, peak-direction-
only express route that operates in the same corridor as the east Loop 101 connector and will
use the programmed HOV lanes on the Loop 101. This route will connect the Airpark and
downtown Phoenix via downtown Tempe.

6.3 Enhanced Bus

The mid-term transit improvement option includes the addition of “enhanced” bus service
to the Scottsdale Road corridor between SkySong and Loop 101. Ideally, this service would
extend the entire length of the Scottsdale Road/Rural Road corridor from Tempe/Chandler.
Enhanced bus service will provide additional frequency, service span, and passenger amenities
and accommodate the following characteristics:

» Limited stops (major arterials and/or major destinations only);
» 10-minute peak-hour frequency (no schedule needed);

» Enhanced shelters with real-time passenger information;

» Unique branding (bus, shelters, signs); and

» Transit signal priority.

'The primary benefit of the enhanced bus service is that it will offer a faster peak-hour travel time
through the corridor by only stopping at major arterials and/or major destinations to increase
travel time and facilitate transfers. Existing travel times on the Route 72 (Scottsdale Road) are
slow due to frequent stop spacing.

Other potential enhanced bus corridors are Indian School Road, Shea Boulevard, and Bell Road/
Frank Lloyd Wright Boulevard. However, these three corridors would require a similar LOS in
Phoenix to warrant the investment.

SCOTTSDALE TRANSPORTATION MASTER PLAN



6.4 High Capacity Transit

The RTP includes funding for arterial BRT on Scottsdale Road in 2016. The design and
implementation of arterial BRT will be the subject of further regional study. In the interim,
BRT funding could be used for the enhanced bus routes described in the previous section. The
funding levels of the BRT is more akin to enhanced bus service.

6.5 Neighborhood Circulator

The mid-term planning horizon includes enhancements and expansions to the existing
neighborhood circulator.

Neighborhood circulators will be considered for use in non-grid areas and in areas where urban
development makes typical fixed route service cumbersome.

Potential areas of use include residential areas north and east of Downtown, Indian School
Park, McCormick Ranch, McDowell Mountain Ranch, Chaparral Park, DC Ranch, and in the
area of Shea Boulevard and 132nd Street. The specific routing has not been identified, and will
be dependent on a public involvement process similar to other trolley improvements.

Circulators will also be considered to replace fixed route service on routes that are deemed
easier and more cost effective to operate as circulators.

Another planning option includes the addition of a new Airpark circulator. The implementation
of this circulator will be dependent on a number of factors, including the consolidation of transit
services at a single location in the Airpark, the completion of the Loop 101/Scottsdale Road
park-and-ride, and the ability to connect Loop 101 express bus service with specific employment
and activity centers.

No changes are proposed to the Downtown trolley other than to make schedule and route
adjustments, as needed.

6.6 Paratransit

The mid-term transit improvement option includes the gradual expansion of paratransit
services available in Scottsdale through the East Valley Dial-a-Ride. The East Valley Dial-
a-Ride allows for a single service area and provides services for ADA-certified passengers,
seniors, and passengers with disabilities. Dial-a-Ride service will need to be expanded as new
fixed route service is added in Scottsdale. ADA requires that complementary paratransit service
be provided in all areas within 3/4 mile of fixed route bus service. It is not recommended that
Scottsdale expand the Dial-a-Ride service area beyond what is required by ADA. Additional
paratransit service would be more effectively be provided through the expansion of the Cab
Connection program.

6.7 Transit Facilities

The mid-term transit improvement option includes a second regional park-and-ride, three
HOV direct access connections in the Loop 101 corridor, and general passenger facility
improvements.



6.7.1 Loop 101/Scottsdale Road Park-and-Ride

'The Loop 101/Scottsdale Road park-and-ride will serve the north Loop 101 connector, east
Loop 101 connector, and Pima express bus routes. The preferred location for the park-and-
ride is between the Loop 101/Scottsdale Road and Loop 101/Hayden Road interchanges. The
park-and-ride will accommodate a minimum of 500 vehicles and will be developed to include
the following amenities:

» Parking spaces for transit riders and carpools (100 percent covered);
Bus loading platform;

Shelters and seating;

Variable message signs;

Drop-off zone (kiss-and-ride);

Bicycle and pedestrian access;

Bicycle storage;

Landscaping and lighting, and

VVvVvVvVVyVYVYYVYY

Opportunities for joint development or joint use.

6.7.2 Loop 101 HOV Direct Access (Scottsdale Road/Hayden Road)

The mid-term transit improvement option includes HOV direct access connections to
the Loop 101/Scottsdale Road park-and-ride as well as to the Airpark. HOV direct access
connections allow express buses to enter/exit the center HOV lane on freeways without having
to weave through general purpose traffic and use the general purpose ramps. These facilities add
travel time savings for transit/carpools in the peak and additional general purpose capacity in

the off-peak.

It is proposed that a full HOV direct access interchange be constructed in the median of the
Loop 101 at the half-mile point between Hayden Road and Scottsdale Road. As described
above, the preferred location for the park-and-ride is between the Loop 101/Scottsdale Road
and Loop 101/Hayden Road interchanges. This HOV facility will have the dual benefit of

serving as both an origin and a destination; an origin for park-and-ride users and a destination
for the Airpark, One Scottsdale, etc.

6.7.3 Loop 101 HOV Direct Access (Raintree Drive or Northsight Boulevard /Thunder-
bird Road)

A second full HOV direct access interchange is proposed in the median of the Loop 101 to
serve the Airpark directly. There are two potential options:

» Add a new HOV direct access connection to the existing Raintree Drive interchange with
median HOV ramp connections to the north and south; or

» Construct a new HOV direct access connection at Northsight Boulevard/
Thunderbird Road with ramps to the north and south.

Both of these options provide direct access to the Airpark on the west side of the Loop 101 at
this location.

6.7.4 Loop 101 HOV Direct Access (Scottsdale Community College)
A third full HOV direct access interchange is proposed in the median of the Loop 101 to

serve SCC. This location will allow Loop 101 express bus service to provide efficient transfer
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opportunities to Downtown from SCC without having to deviate from the Loop 101 corridor.
SCC will be served by routes 41, 50, 76, and 84 as well as the east Loop 101 connector and the
Pima Express. There are two potential options:

» Construct a new HOV direct access connection at Jackrabbit Road with ramps to the
north and south; or

» Construct a new HOV direct access connection at Camelback Road with ramps to the
north and south.

Both of these options provide direct access to SCC and Pima Road and will require participation

from the SRPMIC.

6.7.5 Passenger Amenities

Inaddition, the mid-term planning horizon continues to focus on improving passenger amenities
at existing and new bus stops. These improvements will include the new standard bus shelter
and corresponding passenger amenities (seating, trash receptacles, bicycle racks, and other
amenities) that will enhance the safety and comfort of transit patrons. Special consideration
will be given to improving passenger amenities at high transfer locations where multiple bus
routes converge. As service and ridership increase, new amenities such as electronic display
boards and real-time passenger information will be introduced.

6.8 Summary

'The mid-term transit improvement options for the Transit Element are summarized in Table 5-9
and illustrated in Figure 5-3.

TABLE 5-9: Mid-term Transit Improvement Options

Headway

Short-term Mid-term
Route Name Improvement (peak/off-peak) (peak/off-peak)
Fixed Route Bus
17 McDowell Rd No change 15/30 No change
Green Thomas Rd No change 10/20 No change
4 Indian School Rd Extend route to Scottsdale Community 15*/30 No change

College
50 Camelback Rd No change 15/30 No change
66 68th St Increase service frequency 30/30 15/30
72 Scottsdale Rd No change 15/15 No change
76 Miller Rd Increase service frequency 30/30 15/30
81 Hayden Rd No change 15/30 No change
84 Granite Reef Rd/Via  No change 30/30 No change
Linda

106 Shea Blvd No change 15/30 No change
154 Greenway Rd No change 15/30 No change
170 Bell Rd Extend route to Shea Blvd and increase 30/30 15/30

* only west of Loloma Station.

service frequency



suondq Juawanosdwy ysunij widl-piy  *€-G N9

£

E l_l.n __. L L Lok

W 14 S WOHL
eEay ad NdCas0
- ad TO0HIS NVIaNI
) - A VT ENY
45d dd T EVavYHD
S T
A3 TUNIWS D URTPWT . ;
__m_u_ pdODTIPH-PUTS I2ATH 3ITES N m 4 ITVNOIOW
A Pl K
A T ANFE NYIANI
I.-ui.l._@ il -
k. . o .m = 2 + faTTEA
p—— =) = = = m S TPEIES
o ¥ T v | Y : VAALLNEA 30 WIA
. B T 1 + U7 HONYY IRI18n0d
4 ! - ;
_IH-HIII .“ J_ﬂ.. IIIII Ill_l_l.__"l.l.”l' AATEVIES
I.ﬂ-.” 1|1l.-..|- “ -
i N . a9 S
- ..|.m " -
_.ill rll.l.l_ "
e — 1 n
& — STITH | *
«—]\ TREIUNO4 | : NIARVH-AVMNITED
T —
I
Ay — g
prsben UTEIUNON | UPICUOS
T TemOToN| T ToRoTSH

SCOTTSDALE TRANSPORTATION MASTER PLAN

PAGE 102



[
TABLE 5-9: Mid-term Transit Improvement Options

Headway
Short-term Mid-term

Route Name Improvement (peak/off-peak)  (peak/off-peak)
Express Bus
510 McCormick Ranch No change 4 trips No change
512 Fountain Hills No change 4 trips No change
572 North Loop 101 No change 8 trips No change
TBD East Loop 101 No change 8 trips No change
TBD Pima New peak-hour, peak direction route 8 frips

on Loop 101 between the Airpark and

downtown Phoenix
Enhanced Bus
TBD Scottsdale Rd. SkySong (or Tempe/Chandler) to 10 (peak only)

Loop 101
Neighborhood circulator
oT Downtown trolley No change 10 No change
NC Neighborhood Extend route to serve other areas 20 No change

(Connector

Source: HDR | SRBA, 2006
* only west of Loloma Station.

7.0 LONG-TERM TRANSIT IMPROVEMENT OPTIONS

The long-term (20 year) transit improvement options continue to focus on improving the
overall level of fixed route bus service in Scottsdale. In addition, the long-term planning horizon
includes HCT on Scottsdale Road. Some of these improvements are conceptual in nature and
will be refined in later years. The long-term transit improvement options are described below.

7.1 Fixed Route Bus

The goal of the long-term transit improvement option is to complete the transit network in
Scottsdale so that it meets or exceeds the regional standard of service, which is 15 minutes
in the peak and 30 minutes in the off-peak from 5 a.m. to midnight. The long-term transit
improvement option fills in the remainder of the gaps from the short- and mid-term options.

The fixed bus routes identified in the long-term transit improvement option are described
below.

» Route 17 (McDowell Road): No route change will occur but service frequencies will be
improved to 15 minutes in the peak between Scottsdale Road and Pima Road.

» Green line (Thomas Road): No route change will occur but service frequencies will
be improved to 10 minutes in the peak and 20 minutes in the off-peak between
Scottsdale Road and Pima Road.

» Route 41 (Indian School Road): No route change will occur but service frequencies will be
improved to 15 minutes between Scottsdale Road and Pima Road.
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» Route 50 (Camelback Road): No route change will occur but service frequencies will be
improved to 15 minutes in the peak between Scottsdale Road and SCC.

» Route 72 (Scottsdale Road): This route will be extended north from Loop 101 to
Carefree Highway.

» Route 76 (Miller Road): This route will be modified to serve Hayden Road between
McDonald Drive and future Airpark transit center.

» Route 81 (Hayden Road): Reroute to serve future Airpark transit center.

» Route 84 (Granite Reef/Via Linda): No route change will occur but service frequencies
will be improved to 15 minutes in the peak along the entire route.

» Route 106 (Shea Boulevard): No route change will occur but service frequencies will be
improved to 15 minutes in the peak between 92nd Street and Mayo Clinic Scottsdale.

» Route 138 (Thunderbird Road): This route will be extended from Paradise Valley Mall to
the Airpark.

» Route 170 (Bell Road): Reroute to serve future Airpark transit center.

1.2 Express Bus

'The long-term transit improvement option includes a new express bus route that will connect
SkySong with downtown Phoenix. It is proposed that this route operate all day in both
directions. The primary function of this route will be to complete the “triangle” of transit service
between Tempe, Phoenix, and Scottsdale that house Arizona State University’s (ASU) three
campuses (ASU main, ASU downtown Phoenix, and ASU SkySong). Phoenix and Tempe will
be connected by the metro central Phoenix/East Valley LRT line while Tempe and Scottsdale
will be connected by some form of HCT. The connection between Phoenix and Scottsdale is a
logical one and could best be served by an all-day, two-way express bus route. This route is not
identified in the RTP and is currently unfunded.

'The long-term transit improvement option also includes a new express route on Shea Boulevard
that will essentially replace the existing Route 512.The new route will be funded regionally and
offer a higher frequency of service than the existing Route 512.

7.3 Enhanced Bus

No major changes will occur to the enhanced bus service on Scottsdale Road in the long-term
transit improvement option. Enhanced bus service will continue to operate on Scottsdale Road
between SkySong (or points south if partnered with Tempe/Chandler) and Loop 101.
Enhanced bus service will provide additional frequency, service span, and passenger amenities
and accommodate the following characteristics:

» Limited stops (major arterials and/or major destinations only);
» 10-minute peak-hour frequency (no schedule needed);

» Enhanced shelters with real-time passenger information;

» Unique branding (bus, shelters, signs); and

» Transit signal priority.

Enhanced bus service will be overlaid on existing fixed route bus service and future HCT
service on Scottsdale Road. The introduction of HCT (as discussed in Section 6.4) does not
preclude the need for enhanced bus in the corridor, since they serve different trip lengths and
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travel markets. The need for peak-hour limited-stop bus service on Scottsdale Road will remain
given that the service limits will generally extend farther north and south than the HCT
investment.

7.4 High Capacity Transit (HCT)

The long-term transit improvement option could include the implementation of HCT in the
City of Scottsdale. The HCT technology for this corridor has yet to be determined and could
range from BRT to modern streetcar or LRT. It could also include a combination of technologies
throughout the corridor. Potential HCT alternatives will be the subject of further study.

A conceptual level of discussion regarding HCT is included in Section 8.0 of the Transit
Element. This discussion does not evaluate HCT alternatives, but rather discusses some of the
opportunities and constraints of HC'T alignments and technologies.

1.5 Neighborhood Circulator

The long-term planning horizon will monitor the existing Downtown trolley and the
Neighborhood Connectors and make schedule and route adjustments, as needed.

7.6 Paratransit

The long-term transit improvement option includes the gradual expansion of paratransit
services available in Scottsdale through the East Valley Dial-a-Ride. The East Valley Dial-
a-Ride allows for a single service area and provides services for ADA-certified passengers,
seniors, and passengers with disabilities. Dial-a-Ride service will need to be expanded as new
fixed route service is added in Scottsdale. ADA requires that complementary paratransit service
be provided in all areas within 3/4 mile of fixed route bus service. It is not recommended that
Scottsdale expand Dial-a-Ride service beyond what is required by ADA. Additional paratransit
service would be more effectively provided through the expansion of the Cab Connection
program.

7.7 Transit Facilities

'The long-term transit improvement option includes HCT infrastructure, a transit center, and
general passenger facility improvements.

7.7.1  Airpark Transit Center

The long-term transit improvement option includes the future Airpark transit center. This
facility will provide a new hub for transit services in the northern portion of the City, and
could provide convenient transfers between routes 72 (Scottsdale Road), 81 (Hayden Road),
138 (Thunderbird Road), 154 (Greenway Road), 170 (Bell Road), and the future Airpark
circulator, as well as express bus services. Potential site locations have yet to be determined but
it is anticipated the transit center will be developed to include the following amenities:

v

Bus bays;

Bus loading platform;
Shelters and seating;

Variable message signs;
Bicycle and pedestrian access;

vvvyVvwyy

Bicycle storage;
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» Ticket sales and information;
» Restrooms;
» Landscaping and lighting; and
» Opportunities for joint development or joint use.

1.1.2  Passenger Amenities

In addition, the long-term planning horizon continues to focus on improving passenger
amenities at existing and new bus stops. These improvements will include the new standard bus
shelter and corresponding passenger amenities (seating, trash receptacles, bicycle racks,and other
amenities) that will enhance the safety and comfort of transit patrons. Special consideration will
be given to improving passenger amenities at high transfer locations where multiple bus routes
converge. As service and ridership increase, new amenities such as electronic display boards and
real-time passenger information will be introduced.

7.8 Summary

The long-term transit improvement options for the Transit Element are summarized in

Table 5-10 and illustrated in Figure 5-4.

TABLE 5-10: Long-term Transit Improvement Options

Headway
Short/Mid-term  Long-term

Route Name Improvement (neak/off-peak) (peak/off-peak)

Fixed Route Bus

17 McDowell Rd Increase service frequency and 15/30 to 15/30 along entire
service span between Scottsdale and Scottsdale Rd route
Pima roads

Green Thomas Rd Increase service frequency and 10/20 to 10/20 along entire
service span between Scottsdale and Scottsdale Rd route
Pima roads

4 Indian School R~ Increase service frequency and 15/30 15/30 along entire
service span between Scottsdale and route
Pima roads

50 Camelback Rd Increase service frequency and service 15/30 1o 15/30 along entire
span between Scottsdale Rd and SCC Scottsdale Rd route

66 68th St No change 15/30 No change

72 Scottsdale Rd Extend route from Thompson Peak 15/15 No change
Pkwy to Carefree Hwy

76 Miller Rd Reroute to serve Hayden Rd between 15/30 No change
McDonald Dr and Airpark Transit Center

81 Hayden Rd Reroute to serve Airpark Transit Center 15/30 No change

84 Granite Reef Rd/ Increase service frequency 30/30 15/30

Via Linda

106 Shea Blvd Increase service frequency and service 15/30 15/30 along entire

span between 92nd St and Mayo Clinic route

SCOTTSDALE TRANSPORTATION MASTER PLAN
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TABLE 5-10: Long-term Transit Improvement Options

Headway
Short/Mid-term  Long-term
Route Name Improvement (peak/off-peak) (peak/off-peak)
138 Thunderbird Extend route from PV Mall to Airpark 15/30
154 Greenway No change
170 Bell Reroute to serve Airpark Transit Cenfer 15/30 No change
Express Bus
510 McCormick Ranch ~ No change 4 trips No change
512 Fountain Hills Eliminated and replaced by Shea/ 4 trips Eliminated
SR 51 express
572 North Loop 101 No change 12 trips No change
TBD East Loop 101 No change 8 frips No change
TBD Pima Airpark No change 8 trips No change
1BD Loop 202 New all-day, two-way route between 15/30
SkySong and downtown Phoenix
TBD Shea/SR 51 Replaces Route 512 8 trips
Enhanced Bus
TBD Scottsdale Road SkySong (or Tempe/Chandler) to 10 (peak only) No change
Loop 101
Neighborhood circulator
oT Downfown trolley ~ No change 10 No change
NC Neighborhood No change 20 No change
Connector
AC Airpark circulator — New Airpark circulator 10/20

Source: HDR | SRBA, 2006.
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8.0 HIGH CAPACITY TRANSIT

A feasibility study of potential HCT service in Scottsdale was prepared as one component of
the Transportation Master Plan. HCT options were evaluated for the Scottsdale Road corridor
to connect major activity centers, including Downtown, SkySong, downtown Tempe, and ASU.
The feasibility study was the first step in the transit planning process; subsequent planning
efforts will likely be based on this study and could follow the FTA Alternatives Analysis
process. The HCT Feasibility Study was not federally sponsored and was being initiated by the
City of Scottsdale only to identify recommendations for the Scottsdale Road HCT corridor.
Because Scottsdale Road was recommended as the preferred HCT corridor in the Scottsdale/
Tempe North/South Transit Corridor Study (2003), this study focuses on this corridor as a logical
evolution of the HCT planning process.

The HCT Feasibility Study examined HCT transit within the City of Scottsdale only. The
primary study area was bounded by Chaparral Road to the north, McKellips Road to the
south, and the City limits to the east and west (Figure 5-5). Potential HCT options north
of Chaparral Road were considered in the evaluation of the HCT alternatives and should be
examined in regional studies or as part of an F'TA Alternatives Analysis.

This HCT Feasibility Study analyzed mobility needs and identified and compared the costs,
benefits, and impacts of three HCT technology alternatives:

» Bus Rapid Transit;
» Light Rail Transit; and
» Modern Streetcar.

The study included input from the general public, project stakeholders, (e.g., adjacent

neighborhoods, business owners, etc.) and local, regional, state, and federal agencies.

8.1 Purpose and Need

8.1.1  What is the Transportation Problem?

From 2000-2003, the Scottsdale/Tempe North/South Transit Corridor Study examined the
teasibility of a HCT system to serve travel in selected north/south corridors in Scottsdale and
Tempe. Given anticipated travel demand on the Loop 101 Freeway and limited opportunities
to expand the existing roadway system, transit options represented the most feasible method
to serve the traveling public and increase person capacity in these corridors. The purpose of
the 2003 study was to identify improvements that could reduce existing and future trafhc
congestion, while improving mobility options in the study corridor. While there may be some
public perception that the HCT Feasibility Study section of the Transportation Master Plan is



FIGURE 5-5:  High Capacity Transit (HCT) Primary Study Area
Source: HDR | SRBA, 2006
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intended only to identify options to relieve traffic congestion, the purpose of this feasibility study
is also to provide a new mobility option that provides frequent, all day service to employment,
residential, commercial, retail, entertainment, educational, civic, and cultural activities in the
Scottsdale Road corridor. The Scottsdale Road fixed-route bus service (Route 72) is the City’s
strongest transit corridor. Using the Scottsdale Road corridor for HCT capitalizes on this route
with expanded service and ridership possibilities.

Scottsdale Road HCT Corridor

The HCT Feasibility Study evaluated alternatives for the Scottsdale Road corridor as
recommended by the Scottsdale City Council in their approval of the Scottsdale/Tempe North/
South Transit Corridor Study on February 25, 2003. The Council designated Scottsdale Road
as the primary corridor and recommended that BRT, LRT, and modern streetcar be evaluated in
future studies. At that time, the City Council also approved Loop 101 as a secondary corridor,
to serve commute activity. Proposition 400 (countywide transportation sales tax) funding was
provided for services in both corridors, but at a lower LOS than identified in the 2003 study
recommendations.

During the study period, some of the public discussion centered on whether the Loop 101
should be the preferred HCT corridor instead of Scottsdale Road. The primary reasons for the
selection of Scottsdale Road over Loop 101 include the following:

» The Loop 101 Freeway is planned and funded in the RTP as an express bus/BRT corridor,
which will provide peak-hour express service using HOV lanes during the times of day
when the freeway is most congested and be consistent with the types of trips generated
by the predominantly commercial land use in this corridor. Preliminary stops in or near
Scottsdale include SCC, Scottsdale Healthcare Shea campus, and the Scottsdale Airpark;

» Scottsdale Road is the City’s greatest activity corridor, with all-day and evening
employment, residential, commercial, retail, entertainment, educational, civic, and cultural
uses. MAG socioeconomic projections for 2030 indicate that these higher concentrations
of both population and employment will continue to follow the Scottsdale Road corridor
in the future;

» The Scottsdale/Rural Road corridor is identified as an HCT corridor in the MAG RTP
and is currently funded for enhanced transit services through Proposition 400 funds
available in 2014. This corridor extends the length of Scottsdale/Rural Road between
Shea Boulevard and Chandler Boulevard, through the cities of Scottsdale, Tempe, and
Chandler. Initial funding is proposed for BRT during peak hours;

» HCT in the Scottsdale Road corridor would provide transfer opportunities with most
major east/west bus routes in the region. If HCT were located on Loop 101 to serve
Scottsdale, additional transit investment (buses, shuttles, etc.) would be needed to connect
the Loop 101 corridor with these bus routes and Scottsdale Road activity centers and
places of employment;

» Loop 101 transit improvements, while helping meet regional mobility needs and
potentially providing an important transit connection to the Scottsdale Airpark, will be
placed outside of the City’s most populated and pedestrian-oriented core area. Transit
provided along the Loop 101 corridor misses a key regional destination/connection
opportunity between Downtown Scottsdale and downtown Tempe, and does not connect
the two major research centers at SkySong and ASU; and
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» Freeway widening for HOV lanes (beginning in 2007) and general purpose lanes
(beginning in 2014) will provide additional capacity for automobile travel on the
Loop 101. Widening Scottsdale Road to provide additional vehicular capacity would be
costly and require significant additional ROW, creating detrimental impacts to the City’s
character and Downtown.

Previous Transportation/Transit Initiatives

There has been a wide range of approaches to transportation initiatives in Maricopa County
and the City of Scottsdale over the past 20 years. In both 1989 and 1994, proposals to provide
regional transportation funding for transit were defeated by Maricopa County voters. At
this point, Valley cities began to seek transit funding on a city-by-city basis, with a few cities
being successful in this approach. Also in 1989, a 0.2 percent Transportation PrivilegeTax was
approved by Scottsdale voters. In 1997, voters rejected the City of Scottsdale “Transit Plus”
proposal, which included expanded fixed route bus service, express bus service, neighborhood
circulators, Dial-a-Ride service and capital infrastructure improvements.

The Scottsdale City Council allows up to 50 percent of the 0.2 percent Transportation Privilege
Tax to be utilized for operations such as transit service. The portion of the privilege tax not used
for operations can be used for various transportation capital improvements, including transit
infrastructure. The 0.2 percent privilege tax currently generates approximately $21 million per
year in Scottsdale.

The MAG RTP was approved by voters in 2004 through Proposition 400 which extended
the region’s half-cent sales tax for transportation. The RTP includes a number of transit
improvements programmed for the City of Scottsdale, including local bus, express bus, and
HCT improvements, as well as transit capital facility improvements. As more transit services are
provided through the RTP and Proposition 400, local funding will be freed up to put towards
other transit services as well as new routes that will be created through the RTP.

8.1.2 Statement of Purpose

'The purpose of the HCT Feasibility Study is to identify potential HCT alternatives for the
Scottsdale Road corridor. The overall long-range transportation goal is to provide an efficient,
appropriate, and integrated transit connection that offers convenient, accessible, and affordable
mobility within the study area and maximizes connectivity to the regional HCT and transit
system.

Goals and Objectives
Goal 1: Improve transportation mobility and capacity along the Scottsdale Road corridor.

Objectives

» Provide convenient access to major employment, commercial, retail, residential,
educational, recreational, medical, civic, and cultural activity centers along the
Scottsdale Road corridor.

» Provide a connection between Downtown Scottsdale and downtown Tempe, and between
the two major research centers at SkySong and ASU.

» Provide better connectivity between neighborhoods and activity centers.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» Provide improved access to an employee workforce for Scottsdale employers, and
convenient access for employees to their workplaces.

» Increase north/south travel capacity in and to Scottsdale.

» Provide future access to the regional HCT system.

» Improve access for students and transit-dependent populations.

Goal 2: Maximize the efficiency, effectiveness, and compatibility of the transit investment.

Objectives

» Provide expanded and reliable transit service, including increased frequency and a longer
span of service.

» Provide multi-modal (pedestrian, bicycle, bus, and automobile) access to the transportation
system.

v

Provide transit service that is user-friendly and attractive to daily users and occasional
users, such as visitors.

Develop safe, comfortable, and convenient transit facilities, such as stations and stops.
Ensure compatibility with existing transit services.

Attract new riders to the transit system.

vvyyvyy

Provide a sustainable transit investment that is consistent with the City’s environmental
policies.
» Promote travel demand management and parking management strategies.

Goal 3: Coordinate the transit investment with land use.

Objectives

» Ensure consistency with the General Plan.

» Ensure consistency with local and regional plans developed by the City of Scottsdale, and
partner jurisdictions.

» Accommodate a mixture of activities and densities per the General Plan.

» Support economic development and pedestrian/transit oriented development per the

General Plan.

Goal 4: Promote a transit investment that is environmentally sustainable and compatible with the built
environment.

Objectives

» Implement a project that minimizes adverse impacts during construction and operation.
» Minimize impacts on historic, archaeological, traditional cultural places, parklands, and
other sensitive uses.

Goal 5: Provide a transit investment that can be implemented within budget constraints.

Objectives

» Minimize capital costs.

» Provide opportunities for public-private partnerships.
» Minimize operating and maintenance costs.

» Maximize cost effectiveness.



Methodology

The HCT Feasibility Study has compiled project information in sufficient detail so that citizens,
stakeholder groups, local and federal agencies, elected officials, and other study participants can
make informed decisions on the HCT alternatives along the Scottsdale Road corridor and
about future steps to advance those alternatives into project development. This information will
include, but is not limited to, the following:

» Development of HCT alternatives;

» Evaluation of HCT alternatives using a variety of criteria, including rider benefits, land
use, economic development, traffic issues, populations served, environmental issues, design
issues, costs, and community support; and

» Definition of the supporting transit system that integrates with the HCT alternatives.

On February 6, 2007, in response to citizen petitions, the Scottsdale City Council voted to
allow a public vote on HCT in the event that rail transit is proposed.

On December 11, 2007, the City Council opted to join METRO to enable the City’s
participation in the north/south HCT study currently underway among METRO, Tempe, and
Chandler.

8.1.3  HCT Study Area Description

The following is a description of the study area’s existing conditions, including land use,
demographics, physical barriers and features, and transportation facilities and services.

Land Use

Existing land use in the study area includes two major activity centers, Downtown and SkySong,
along with local business districts, employment centers, entertainment venues, residential areas,
historic neighborhoods, resorts, community facilities, and other uses along the Scottsdale Road
corridor. The General Plan land use map for this area is included as Figure 5-6.

Downtown Scottsdale

Downtown Scottsdale ranks among the top major activity centers in the region. Downtown
includes a diverse range of employment, residential, commercial, retail, entertainment,
educational, civic, and cultural facilities.

» Mixed-Use — Downtown has experienced significant new and revitalization projects that
have either recently been built or are planned for construction during the next five years
(Figure 5-7). The nearly $3 billion in public and private investment includes a mix of
residential, retail, and office uses. Developments with more than $10 million in investment
include Scottsdale Waterfront, W Hotel, Main Street Plaza, Hotel Valley Ho, Third
Avenue Lofts, Galleria Corporate Center, Scottsdale Oasis, Scottsdale Healthcare Osborn,
Stetson Plaza/South Canal Bank Project, Main Street Residences, Portales Residential,
and Optima Camelview (Figure 5-7).

» Residential - Downtown includes a wide variety of residential units, including new
development and older single-family and multi-family residential. New residential and
mixed-use projects, including those listed above, are expected to result in 2,000-2,500
additional residential units in the near future.
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FIGURE 5-6:  Scottsdale General Plan Land Use Map
Source: City of Scottsdale, General Plan, Conceptual Land Use Map, 2005.

» Retail — The Downtown districts are known for their unique retail opportunities.
Scottsdale Fashion Square in the northwest quadrant of Downtown has approximately
1.8 million square feet of gross floor space including Nordstrom’s, Macy’s, and an
upcoming Barneys of New York. The Fifth Avenue Shops, Old Town, and the Arts
District provide upscale retail and art gallery shopping opportunities. The Scottsdale
Waterfront (Figure 5-8) is currently under construction and includes 1.1 million square
feet of mixed-use retail, office, and residential. These combined areas are regional trip
generators for tourists and residents.
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Downtown Scottsdale Redevelopment

Source: City of Scottsdale, 2006.

FIGURE 5-7:
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GOLDWATER BLVD

FIGURE 5-8:  Scottsdale Waterfront
Source: City of Scottsdale, 2006.
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» Civic —The Scottsdale Civic Center Mall lies in the southeast quadrant of Downtown
and includes the Scottsdale City Hall and City offices, the Civic Center Public Library,
cultural and museum space, open space, and event gathering space. The Civic Center Mall
area is bordered by restaurants, bars, and a hotel.

SkySong

SkySong (formerly called the ASU-Scottsdale Center for New Technology and Innovation), is
a 42 acre site located two miles south of Downtown at the southeast corner of McDowell Road
and Scottsdale Road (Figure 5-9). The initial phase of the center will be completed in summer
2008 and will include up to 300,000 square feet of research and office space with street level
retail, service facilities, and a 325-unit apartment complex. It is anticipated that the full build-
out of this site will include over 1 million square feet of research and office space, employment
for 4,000 people, and a total of $300 million in capital investment. Entertainment and retail at
SkySong are envisioned to keep the center active after 5 p.m. by providing unique live/work/
play opportunities. SkySong has the potential to serve as a southern anchor to Downtown
and support development in the approximately two-mile area between the southern boundary
of Downtown (Osborn Road) and SkySong (McDowell Road). The circulation impact of
SkySong is being evaluated as part of the traffic modeling process used for the Transportation
Master Plan. A transit center is planned and funded, with a combination of Federal grants and

local dollars, adjacent to SkySong.

Arizona State University (ASU) Tempe Campus and Downtown Tempe

While outside the City of Scottsdale and the primary study area, the ASU Tempe campus
and downtown Tempe are important future connections for the HCT alternatives in the
Scottsdale Road corridor. Both are located approximately two miles south of the study area,
with the ASU Tempe campus adjacent to Scottsdale/Rural Road and downtown Tempe
located approximately a half mile west. The ASU Tempe campus includes a planning area of
approximately 700 acres (Figure 5-10). ASU is an internationally recognized metropolitan
Research I University and the Tempe campus offers a wide range of degrees and programs.
Currently, there are approximately 51,000 students and 15,000 faculty/staff on the ASU Tempe
campus. Several thousand of these students and faculty/staff live in Scottsdale. downtown Tempe
includes 1.2 million square feet of office space with 7,500 employees and offers an entertainment
district that includes restaurants, bars, shopping, and major hotels. Like Downtown Scottsdale,
it is experiencing an influx of residential and mixed-use projects.

Historic Properties and Neighborhoods

Downtown includes seven significant historic structures that represent the early development
of the community from 1892 to 1933. Figure 5-11 shows the location of Scottsdale’s historic
properties. Six of these are located in the Old Town area on or near Main Street and Brown
Avenue. These Downtown Historic Register structures include a bank, post office, pool hall,
two schools, one church, and a blacksmith shop. Also on the Register is a territorial residence
built in 1892 on Hayden Road south of the Downtown. Six properties placed on the Scottsdale
Historic Register because of their importance to Scottsdale’s development as an arts and tourism
destination during the 1950s include two restaurants, one complex of art/retail buildings on
Fifth Avenue, one retail store, one resort hotel on the western edge of the Downtown, and
one motor court apartment of adobe construction. There are two residential neighborhoods
within the study area that have received historic preservation overlay zoning and that represent
postwar subdivision practices. They are Village Grove 1-6 and Town and Country Scottsdale.
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Source: Arizona State University, 2005.
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These two neighborhood historic districts are on either side of Scottsdale Road over one mile
south of the Downtown.

Population and Employment

Existing population and employment data is available by Maricopa County Traffic Analysis
Zone (TAZ) from MAG. According to MAG, the 2000 population (based on the 2000 Federal
Census) in the study area is approximately 65,000. The projected 2030 population in the study
area is 70,000, which represents a 9 percent increase. The 2000 employment is approximately
50,000 employees while the projected 2030 employment is 55,500, representing an 11 percent
increase. These population and employment growth rates are similar to trends occurring
throughout the more mature areas in the region, where land is for the most part developed and
the future population and employment growth will need to integrate into the existing built
environment.

Physical Constraints and Features

The City of Scottsdale is a narrow city with a north/south orientation that is constrained by
unique physical features and natural barriers. The study area is bounded on the west, south, and
east by the jurisdictional boundaries of the city of Phoenix, the town of Paradise Valley, the city
of Tempe, and the SRPMIC. In addition, the Loop 101, Indian Bend Wash, the Crosscut and
Arizona canals, Papago Park, Camelback Mountain, and the Salt River/Tempe Town Lake can
disrupt the existing roadway network and place additional strain on the major transportation
corridors.

Transportation Facilities - Roadways and Parking

Roadway Facilities

'The roadway facilities in or near the study area range from freeways to the arterial and collector
street grid network, as shown in Figure 5-12. Roadway options in Scottsdale have changed over
the last 10 years with the completion of the Loop 101 (Pima) freeway. The freeway is located
east of Scottsdale (and the study area) on the SRPMIC south of 92nd Street and in the city of
Scottsdale north of 92nd Street. Interchanges near the study area are located at one-mile intervals
at McKellips Road, McDowell Road, Thomas Road, Indian School Road, and Chaparral Road.
With the exception of Chaparral Road, these roads are all major or minor arterials in the study
area. Chaparral Road is a major collector roadway that is primarily residential in character and
narrows to two lanes for a quarter mile section between Miller Road and 78th Street. In May
2007, the City Council directed staff to remove the consideration of widening the narrowest
section of Chaparral Road from Transportation Master Plan deliberations.

Scottsdale Road, McDowell Road, and Hayden Road are the only continuous major arterials in
the study area. Pima Road currently operates as a continuous collector adjacent to the Loop 101.
Granite Reef Road, Miller Road, 68th Street, and 64th Street primarily operate as collectors
within the study area and are residential in character. Reflecting a mixture of commercial and
residential uses, 68th Street is primarily a residential collector that is a minor arterial between
Thomas Road and Indian School Road. Osborn Road and Oak Street operate as collector
streets as well, however, these roadways are not continuous, with Osborn Road converting to a
residential street east of Hayden Road and Oak Street diverting around El Dorado Park.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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FIGURE 5-12: Preliminary Functional Street Classification Map

Source: HOR, 2006.
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The roadway network also includes the Goldwater Boulevard and Drinkwater Boulevard
couplet, which is designed to provide an alternative to Scottsdale Road through Downtown.
Because Goldwater Boulevard is approximately a half-mile longer than Drinkwater Boulevard
and crosses Camelback Road, it functions more efficiently than Drinkwater Boulevard.
Scottsdale Road and Drinkwater Boulevard traffic merges one block south of Camelback Road
adding to congestion at the Camelback Road intersection. The southern transition of traffic
merge of Drinkwater Boulevard to Scottsdale Road is not at a signalized intersection, making
the travel option south (turning left onto Scottsdale Road from Drinkwater Boulevard) more
difficult. There appears to be excess capacity on both Scottsdale Road and the couplet in and
through Downtown.

Several major transportation facilities improvements are planned and/or programmed in
southern Scottsdale. Street projects to complete roadways with pedestrian improvements and/
or traffic capacity improvements include sections of Indian School, Camelback, McDonald
and Indian Bend roads. There are several streetscape projects to improve pedestrian and bicycle
amenities along existing roadways, including Scottsdale, McDowell, and Thomas roads. In
addition, shared-use bike path projects are programmed along the Crosscut Canal and Indian
Bend Wash paths. Pima Road has been identified in the RTP to be widened to function as a
minor arterial and a study is underway to complete roadway design south of 92nd Street. The
Loop 101 Freeway has been identified for planned improvements in the RTP that include one
general purpose and one HOV lane in each direction throughout Scottsdale.

Parking
Following are descriptions for existing parking conditions for Downtown and SkySong. The
ASU Tempe campus is also discussed given its relevance to the HCT Feasibility Study.

Downtown Scottsdale

'The City has commissioned various consulting groups and citizen committees over the years
to analyze parking in the Downtown. The most recent study was conducted in 2003 by Walker
Parking Consultants. In response to the various study recommendations, parking facilities have
been built over time. Today, Downtown parking is comprised of approximately 8,000 public
spaces and 30 public parking facilities. Seven of the facilities are public garages, four of which
were built within the last three years. Approximately 60 percent of the public spaces Downtown
are signed with three-hour time limits and are enforced with two parking enforcement personnel
sharing one full time equivalent position. Public parking Downtown is free during the day. The
City currently provides valet service only at one parking garage in the Northeast Quadrant
(north of Indian School Road, east of Scottsdale Road). The City allows valet services to operate
and a City license is required for each location served. In exchange for using 40 public curbside
spaces, valet companies add approximately 600 spaces to the parking supply by leasing private
spaces that would otherwise be closed to use at night.

SkySong

There will be approximately 4,000 parking spaces to serve 1.2 million square feet of development
at SkySong. Parking guidelines for the site include a desire to integrate with the community and
to preserve the pedestrian nature of the site. The parking will be made available through on-street
parking (particularly for retail establishments), surface parking lots, and parking structures. The
design guidelines call for parking management incentives and shared parking through mixing
of uses with difterent time of day needs. In addition, active promotion of alternative modes of
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transportation (transit, bicycles, and pedestrians) is encouraged to minimize the reliance on
automobiles. To accommodate future transit use and shuttles to SkySong, the City is developing
a transit center in the vicinity.

ASU Tempe Campus

The ASU Tempe campus has up to 60,000 people accessing the campus each day and currently
has 20,000 parking spaces. With a range of alternative transportation mode options, primarily
the use of bicycles, the current parking has been sufficient. However, the planned ASU Rio
Salado development of several existing large surface lots will result in the loss of approximately
25 percent of available parking. This significant parking reduction is expected to encourage
transit and pedestrian access to the campus. Because the ASU campus master plan calls for no
net increase in parking, ASU has recognized that a mix of innovative strategies will be required
to meet mobility demand. An ASU Parking and Transit Task Force has been formed and is in
the process of completing recommendations that include continuation of the one-year pilot
unlimited access student transit pass program, parking rate modifications, the maximum use
of existing bus and future LRT service, and the building of remote parking lots with shuttle
service or biking opportunities.

Transportation Facilities and Service - Transit

Existing transit service in the City of Scottsdale is characterized by fixed route bus service
operating on the arterial and collector grid system, along with express bus service, neighborhood
circulators, and paratransit. Almost all of the fixed bus routes in Scottsdale connect to other
jurisdictions and the service is contracted to an outside provider. The majority of transit service
is focused south of Frank Lloyd Wright Boulevard, where the highest population and land use

densities are located.

The City of Scottsdale has made recent improvements to its fixed route bus service. Service
and frequency improvements have been implemented on a number of its routes, including
Route 72 on Scottsdale Road. In addition, the City implemented its second circulator route,
known as the Neighborhood Connector, in 2006. The following section documents existing
transit conditions in Scottsdale.

Fixed Route and Express Bus Service

Existing fixed route bus service in the City of Scottsdale includes twelve fixed bus routes, three
express bus routes, and two neighborhood circulators. In general, fixed bus routes operate from
5 a.m. to midnight (earlier on some routes) on weekdays and 7 a.m. to 10:00 p.m. (earlier on
some routes) on weekends. Further detail is provided in Table 5-11 and Figure 5-13.



]
TABLE 5-11: Existing Transit Service (as of July 2007)

Headway

Route Name Weekday (Peak/Off-Peak)  Saturday Sunday
Fixed Route Bus
17 McDowell 30/30 30 30
Green Thomas 20/40 30 30
41 Indian School 15*/30 30 30
50 Camelback 15/60 30/60 60
66 68th Street 30/30 30 30
72 Scottsdale 15/30 30 30
76 Miller 30/30 30 60
81 Hayden 15/30 60 60
84 Granite Reef 60/60 60 60
106 Shea 30/60 30 60
114 Via Linda 60/60 60 60
154 Greenway 30/30 30 60
170 Bell 30/30 30 30
Express Bus
510 Scottsdale 2 trips (peak direction) n/a n/a
512 Scottsdale 2 trips (peak direction) /a /a
532 Mesa 4 rips (peak direction) /o /a
572 Surprise/Scottsdale 4 trips (peak dir./2 trips (non- /a /a

peak dir.)
Neighborhood Circulator
Trolley Downfown 10 10 10
Trolley Neighborhood 20 20 20

Source: Valley Metro/RPTA, City of Scottsdale 2007
*only west of Loloma Station

Multiple service providers that operate under the name “Valley Metro” operate fixed route transit
service in Scottsdale. The Phoenix metropolitan area differs from most other metropolitan
areas in that transit service is funded by a combination of city and regional funds and varies
significantly throughout the region. Generally, transit service is funded by the communities
where the route runs. Table 5-12 describes the funding, contractor, and operator by route in
Scottsdale.
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FIGURE 5-13: Existing Transit Routes
Source: Valley Metro/RPTA, 2006.
TABLE 5-12: Funding, Contractor, and Operator by Route
Route  Name Funded By Contracted By ~ Operated By
Fixed Route Bus
17 McDowell Phoenix/Scottsdale Phoenix Veolia/Phoenix
Green Thomas Phoenix/Scottsdale Phoenix Veolia/Phoenix
| Indian School Phoenix/Scottsdale Phoenix Veolia/Phoenix
50 Camelback Phoenix/Scottsdale/RPTA Phoenix Veolia/Phoenix
66 68™ Street Scottsdale/Tempe Tempe Veolia/Tempe
72 Scoftsdale Chandler/Scottsdale/Tempe/RPTA RPTA Veolia/RPTA
76 Miller Scottsdale/Tempe Tempe Vieolia/Tempe
81 Hayden Chandler/Scottsdale/Tempe/RPTA RPTA Vieolia/RPTA
84 Granife Reef Scottsdale RPTA Vieolia/Tempe
106 Shea Phoenix/Scottsdale/Glendale/ RPTA Phoenix Laidlaw
114 Via Linda Scottsdale RPTA Vieolia/Tempe
170 Bell Phoenix/Glendale/Scottsdale Phoenix Laidlaw
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TABLE 5-12: Funding, Contractor, and Operator by Route

Route  Name Funded By Contracted By ~ Operated By
Express Bus

510 Scoffsdale Scottsdale/Phoenix/RPTA Phoenix Vieolio/RPTA

512 Scoffsdale Scottsdale/Fountain Hills/RPTA Phoenix Vieolio/RPTA

532 Mesa Mesa/Phoenix/RPTA Phoenix Veolia/RPTA
Neighborhood Circulator

OT Downtown Trolley Scottsdale Scottsdale Atypical Transportation
NC Neighborhood Connector ~ Scottsdale Scottsdale Atypical Transportation

Source: Valley Metro/RPTA and City of Scottsdale, 2006.

Ridership Characteristics

Ridership data for existing routes within the City of Scottsdale is available from Valley Metro/
RPTA, which produces an Annual Ridership Report, and from the City. The FY 20062007
Annual Ridership Report is being used along with the October 2006 Monthly Ridership
Report. According to Valley Metro/RPTA, October is the month that best represents average

system-wide ridership conditions.

Ridership data is identified by jurisdiction in the Annual Ridership Report. According to this
report, total boardings in Scottsdale for FY 2006—-2007 were 1,994,651. This marks about a
5.5 percent increase over the previous fiscal year (FY 2005-2006). Total revenue miles for
FY 006-2007 were 2,050,357. Table 5-13 shows annual ridership totals in Scottsdale for the

last six years.

TABLE 5-13: Total Annual Boardings (not including the Connector service)

Fiscal Year Boardings Percent Change (%)
20062007 1,994,651 +55
2005-2006 1,890,631 +5
2004-2005 1,797,264 +3
2003-2004 1,748,215 -4
2002-2003 1,832,419 +8
2001-2002 1,680,456

Note: FY 2003—2004 decrease in annual boardings was the result of a reduction in transit service.
Source: Valley Metro/RPTA, 2006.

'The FY 20062007 Annual Ridership Report describes the total annual boardings by individual
routes in Scottsdale (Table 5-14). According to this report, the routes with the highest annual
ridership in Scottsdale are routes 72 (Scottsdale Road), 81 (Hayden Road), 41 (Indian
School Road), and the Green Line (Thomas Road).
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TABLE 5-14: Total Annual Boardings by Route (not including the Connector service)

Route Description Annual Boardings
Fixed Route Bus
17 McDowell 168,323
Green Thomas 204,463
4 Indian School 202,731
50 Camelback 113,363
66 68th Street 82,146
72 Scottsdale 603,368
76 Miller 103,836
81 Hayden 284 643
84 Granite Reef 26,279
106 Shea 72,097
114 Via Linda 28,962
170 Bell 87,284
Express Bus
510 Scottsdale 10,197
512 Scottsdale 4,959
Total 1,994,651

Note: Valley Metro/RPTA does not include Route 532 as a Scottsdale route.

Source: Valley Metro/RPTA, 2006.

Ridership data for the City of Scottsdale connector/trolley services are not collected or reported
in the Valley Metro/RPTA Annual Ridership Report or Monthly Ridership Report. These
services include the Downtown Trolley, Neighborhood Connector, Resort Trolley, and Giants
shuttle. According to the City of Scottsdale, there were over 255,000 annual connector and
trolley boardings for FY 2006-2007. With the new Neighborhood Connector service, this
represents a 100 percent increase over the previous fiscal year. The majority of the boardings
(161,116) still occur on the Downtown Trolley which showed a 60 percent increase over the

previous fiscal year. Table 5-15 shows boardings for each of the circulator/trolley services in

Scottsdale.

TABLE 5-15: Total Annual Boardings by Connector/Trolley Service

Circulator Service

Annual Boardings (FY 2006—2007)

Downtown Trolley 164,084
Neighborhood Connector 95,505

Giants Spring Training Shuttle Approximately 6,300
Resort Shuttle 5,153

Total 271,042

'The Annual Ridership Report does not identify weekday performance characteristics by routes.
However, this information is available in the Valley Metro/RPTA Monthly Ridership Report.
For this effort, the October 2006 Monthly Ridership Report will be used since October is
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considered the best month for reporting system-wide transit conditions. Table 5-16 describes

the average weekday boardings, revenue miles, and boardings per mile by route in Scottsdale
tor October 2006

TABLE 5-16: Average Weekday Boardings by Route

Boardings Per

Route Description Weekday Boardings Revenue Miles Mile
Fixed Route Bus

17 McDowell 565 2147 2.6
Green Thomas 697 2135 33
4 Indian School 627 361.4 17
50 Camelback 405 208.3 1.9
66 68th Street 238 3544 0.7
72 Scottsdale 2,028 1,756.5 1.2
76 Miller 373 670.3 0.6
81 Hayden 999 1,642.6 0.6
84 Granite Reef 84 200.9 04
106 Shea 230 265.2 0.9
114 Via Linda 79 2434 0.3
170 Bell 284 2264 1.3
Express Bus

510 Scottsdale 40 31.0 1.3
512 Scoftsdale 22 46.8 05

Note: Valley Metro/RPTA does not include Route 532 as a Scottsdale route.
Source: Valley Metro/RPTA, 2006.

Paratransit

Paratransit is demand responsive transit service that does not follow a fixed route. There are
two types of paratransit service in the City of Scottsdale. The East Valley Dial-a-Ride provides
service for those unable to access regular transit service (passengers with disabilities and seniors).
ADA requires that complementary paratransit service be provided in all areas within 3/4 mile
of fixed route transit service. East Valley Dial-a-Ride provides ADA and non-ADA service in
Scottsdale every day (including holidays) from 4 a.m. to 1 a.m.

In November 2000, the City of Scottsdale implemented Cab Connection, a voucher program
enabling seniors and people with disabilities the opportunity to control and manage their own
special service transportation. All participants must be Scottsdale residents and have a disability
or be age 65 or older. This program is offered in addition to traditional Dial-a-Ride service in
the southern portion of the City and as a basic LOS in the northern portion (Dial-a-Ride does
not operate north of the CAP Canal). In this program, after completing an application process,
participants are provided up to 20 vouchers per month (16 with specific destinations and four
left unspecified for participants to use for last minute or unplanned trips). Once in the program,
participants call participating taxicab companies and arrange trips on their own. The City pays

SCOTTSDALE TRANSPORTATION MASTER PLAN



I
80 percent of the cost of the cab up to a maximum of $10.00; participants pay the remainder.
At present there are over 3,500 enrollees.

With the increase in connector/trolley service over the last fiscal year, average Dial-a-Ride and
Cab Connection ridership has decreased by 27 percent between FY 2001 and FY 2007.

Transit Facilities

Existing transit facilities range from on-street passenger facilities such as bus stops to large
facilities such as park-and-rides and transit centers. The City of Scottsdale has developed a new
standard for bus stop shelters and passenger amenities and has installed new shelters at various
locations throughout the City during the past few years. Existing park-and-rides within the
City of Scottsdale are joint-use facilities in which informal agreements have been established
for shared parking arrangements. Loloma Station in Downtown is the City’s transit center.
Further detail on these facilities is provided in Table 5-17.

TABLE 5-17: Existing and Planned Transit Facilities

Transit Facility
Park-and-Rides

Location

Bus Routes Served

Chaparral Park Hayden and Jackrabbit, NE Corner 81,50
(ostco Butherus and 83 Place, NE Corner 81,170
Dial Tech Center Scottsdale and Butherus, NE Corner 72

Miller Plaza Montecito and Miller, NW Corner 50,76, 510
Trinity Church Hayden and McCormick Parkway, SE Corner 81,510
Mustang Library/SHC 90th Street and Shea area TBD

Loop 101/Scottsdale Rd TBD TBD
Airpark TBD TBD

Transit Center

Loloma Station Marshall and 2" Street, NW Corner 41, 66, 72, 76, Downtown Trolley,
Neighborhood Connector

SkySong Scottsdale and McDowell area TBD

Mustang Library/SHC 90th St and Shea Blvd area TBD

Note: Planned facilities are in blue

Source: Valley Metro/RPTA, 2006. City of Scottsdale, 2007

8.2 Need for the Proposed Action
The purpose and need for the HCT Feasibility Study is based on the following themes:

vVvvvVvyYVyYVYyYy

Connect major activity centers

Create a transit priority corridor

Address changes in travel patterns

Recognize geographic constraints

Provide alternatives to single occupant vehicles
Support revitalization

Create a sustainable transportation investment




Connect Major Activity Centers

The proposed HCT investment will link together existing and future major activity centers
along the Scottsdale Road corridor. Many of these major activity centers, including Downtown
Scottsdale, SkySong, downtown Tempe, and the ASU Tempe campus, are linked with trips
between them during all parts of the day. Long-term plans will include linking Downtown to
points north, including the resort corridor, Shea Boulevard/Scottsdale Road, and Scottsdale
Airpark.

Downtown Scottsdale

Downtown Scottsdale ranks among the top major activity centers in the region. The Downtown
area includes a diverse range of employment, residential, commercial, retail, educational, civic,
and cultural facilities. The proposed HCT alternatives serve a variety of major activity centers,
including Scottsdale Healthcare Osborn, Old Town, Fifth Avenue Shops, Scottsdale Arts
District, Scottsdale Fashion Square, Scottsdale Waterfront, Scottsdale Civic Center, Scottsdale
Center for the Performing Arts, Scottsdale Museum of Contemporary Art, Scottsdale Stadium,
and Loloma Transit Station. In addition, there is nearly three billion dollars in new public and
private investment planned or under construction. Much of this development is residential
development in the form of condos or townhomes.

SkySong

SkySong is an important revitalization effort in the Scottsdale Road and McDowell Road area.
This development will require a high level of transit service to provide a connection north to
Downtown and south to the ASU Tempe campus. SkySong will be a mixed-use research center
with 300,000 square feet of office space in Phase I and over 300 apartments. It is anticipated
that there will be 4,000 employees that will work at this location. Transit is anticipated to be
a key component of circulation to and from SkySong and the project master plan includes a
transit center and alternative transportation strategies.

ASU Tempe Campus and Downtown Tempe

The HCT investment is proposed to provide a connection between Downtown Scottsdale and
downtown Tempe and ASU. HCT will support connections to the ASU Tempe campus, which
currently includes 51,000 students and 15,000 faculty and staff. The ASU campus master plan
anticipates a 6 percent increase in enrollment for the ASU Tempe campus, with approximately
35 percent of the students living on campus. Several thousand ASU students, faculty, and staft
live in Scottsdale and commute to the ASU Tempe campus. The ASU campus master plan calls
for no net increase in parking and, therefore, an innovative mix of transit and other alternative
transportation strategies to accommodate university growth will be needed. Conversely, there
are many students, faculty, and staff that live in Tempe but travel to Scottsdale for entertainment,
shopping, and employment. Like Downtown Scottsdale, downtown Tempe is experiencing an
influx of residential and mixed-use projects.

Create a Transit Priority Corridor

'The HCT investment will serve as the transit priority corridor for Scottsdale. This corridor is
one of the most important corridors for transit in the region, as it has the highest ridership in
Scottsdale, it is the longest continuous transit corridor in Scottsdale, and it connects with most
major east/west bus routes in the regional transit system. The HCT transit priority corridor
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offers the benefit of providing direct access to origin/destinations within the Scottsdale Road
corridor, but also serving as a central spine through which east/west transit services connect.

The proposed HCT alternatives, as planned, would intersect with the METRO regional LRT

line and five of the top ten bus ridership routes in the region:

» Green Line (Thomas Road);

» Red Line (to be replaced by METRO Central Phoenix/East Valley LRT line);
» Route 41 (Indian School);

» Route 17 (McDowell); and

» Route 50 (Camelback).

'The implementation of the METRO regional LRT line, which is scheduled for completion
in 2008, will change the way transit trips are distributed throughout the region. Increased
emphasis will be placed on making connections to the system, including the proposed HCT
investment along the Scottsdale Road corridor.

The HCT investment will improve transit service in the corridor by providing increased service
hours (18 to 20 hours per day) with a higher frequency (at least 10 minute frequency during
the peak). These service characteristics will allow riders to access the system most of the day
at their convenience without detailed schedule planning. The improved service will link key
activity centers, businesses, and neighborhoods and provide an alternative for commute and
discretionary trips. The vehicles used by the HCT investment will be low-floor and have a
larger passenger capacity than existing bus service in the study area. This allows for increased
comfort by passengers as well as the ability to accommodate higher load factors from increased
patronage and special events. Transit stations will be uniform in design with regional stations
and as user-friendly as possible.

Address Changes in Travel Patterns

The HCT investment will address changes in travel patterns along the Scottsdale Road
corridor. Foremost among these changes is reinvestment including mixed-use development
in Downtown and at SkySong that will create the need to move more people between major
activity centers seven days a week, outside of peak commute hours. Current transit service
along Scottsdale Road has frequent stops and does not yet operate at a high enough capacity/
frequency, and extended hours are necessary to fully develop the market to employees, residents,
students, and visitors. These groups are all underserved markets that will see expanded use as
transit service improves in the corridor. The HCT investment can provide improved transit
service to existing riders and would attract new riders seeking the convenience, comfort, and
reliability of a new type of transit service.

Recognize Geographic Constraints

Scottsdale is a narrow city with a north/south orientation that is constrained by its surrounding
geographic features. Papago Park, Camelback Mountain, and the Crosscut and Arizona canals
limit transportation corridors to the west and the SRPMIC limits corridors to the east. In
addition, the Indian Bend Wash is a north/south linear park and flood control facility that runs
through the heart of the City. Most north/south roadways do not run contiguously through
the City because of geographic constraints. With few choices for north/south transportation
options, Scottsdale needs to maximize multi-modal capacity through one of its existing corridors.



R
Geographic constraints reinforce Scottsdale Road as the preferred HCT corridor because it is
the only uninterrupted major north/south arterial roadway in Scottsdale.

Provide an Alternative to Single Occupant Vehicles

Population and employment growth has increased travel demand in Scottsdale at many locations
on the arterial roadway network. Although the City has widened arterials and intersections
over the years, most streets are now built-out to their maximum cross section. The typical cross
section for a major arterial roadway in Scottsdale includes six travel lanes—three travel lanes in
each direction. The daily VMT has been forecasted to continue to increase on Scottsdale Road,
Hayden Road, and Pima Road over the next 25 years.

Historically, trafhic demand in Scottsdale was primarily found on north/south arterials. However,
with the completion of the Loop 101 Freeway there has been a shift to increased traffic demand
on the east/west streets that feed the Loop 101. The Loop 101 Freeway is often at capacity
in the peak hours in this section of the freeway. With the addition of an HOV lane and
another general purpose lane, volumes will remain the same in this section or increase slightly.
However, the congestion will extend farther north. As the Loop 101 continues to become more
congested, more traffic is diverted to arterial, collector, and local streets in Scottsdale. Over time,
the roadway system will balance itself again with as much traffic on the north/south roadways
as is on the east/west roadways.

Support Revitalization

The proposed HCT investment supports revitalization in Scottsdale. Downtown and the
McDowell Road corridor are areas identified as “growth areas” in the Scottsdale General Plan
Growth Areas Element. The policies outlined in the Growth Areas Element are designed to
identify areas of the community that will best accommodate future growth and allow increased
focus on creating or enhancing transportation systems and infrastructure coordinated with
development activity. Growth Areas are designed to accommodate a variety of land uses that
will benefit from improved access to transit and multi-modal transportation. A likely outgrowth
of the transit investment will be pedestrian- or transit oriented development, characterized
by mixed-use and a pedestrian-friendly environment near transit stations. The concentration
of residential and business activity around transit stations can translate into economic gains,
depending on the mode technology, resulting from increased accessibility and the introduction
of new types of development into the community.

'The General Plan supports mixed-use, multi-modal transportation systems, and pedestrian-
oriented development, in that the ideas of balanced land use and transportation choices that
conserve natural resources, contribute to the character of the community,and reduce dependence
on the automobile are actively fostered. The specific applicable General Plan Land Use and
Community Mobility Element goals and approaches are listed below and provide a foundation
supporting the implementation of the HCT investment.

General Plan Element Goals
Land Use Element Goal
» Develop land use patterns that are compatible with and support a variety of mobility
opportunities/choices and service patterns
» Integrate the pattern of land uses and mobility systems in ways that allow for shorter
and fewer automobile trips and greater choices for mobility
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» Encourage non-motorized (pedestrian and bicycle) access/circulation within and to
mixed-use centers to reduce reliance on the automobile

» Provide a balance of live, work, and play land uses and development intensities that
enable convenient non-automotive trips (pedestrian, cycling, and transit) where
environmentally and physically feasible

» Support the physical integration of residential uses with retail uses to provide
opportunities for pedestrian oriented development

» Ensure Scottsdale’s transportation choices respond to the land use patterns and local
neighborhood lifestyles

» Provide an interconnected open space system that is accessible to the public, including
pedestrian and equestrian links, recreation areas, and drainage ways

» Ensure that basic levels of environmental health and human services are provided for
all socioeconomic levels within the community

» Encourage that land uses with the highest intensity be located in areas conducive to
alternative modes of transportation

Community Mobility Element Goal
» Emphasize live, work, and play land use relationship to optimize the use of citywide
systems and reduce the strain on regional and local/neighborhood systems.

» Emphasize the relationship and balance of land uses within general areas of the City
to determine if an appropriate mixture exists that will reduce the demand on regional
and local systems.

» Encourage the development or redevelopment of areas that support a balance of live,
work, and play land use relationships and alternative modes of transportation that
reduce the reliance on the automobile.

» Encourage, where appropriate, mixed-use developments that physically incorporate
residential, shopping, and work environments within one area or project and place
strong emphasis on connectivity with non-motorized access (pedestrian-oriented
development).

» Encourage access to technology by supporting the expansion of telecommunications
services and choices throughout the City.

The HCT investment supports policies identified in the General Plan, which outline specific
ways that land use patterns should integrate with mobility options.

(reate a Sustainable Transportation Investment

'The HCT investment will provide multi-modal transportation options that are sustainable both
from an operating and environmental perspective. The HCT alternatives offer advantages over
existing transit service in the region and are more sustainable in the long term than roadway
capacity improvements. HCT alternatives (BRT, LRT, modern streetcar) have the ability to
move more people with smaller impact on the overall transportation system. This efficiency is
magnified when using HCT technologies that offer larger passenger capacities than traditional
fixed route bus service. In addition, all of the HCT alternatives being evaluated are powered by
“clean” technologies. LRT and modern streetcar are both electrically powered and BRT would
be powered by diesel-electric hybrid engines.



8.2.1 Purpose and Need Summary

The purpose of the HCT Feasibility Study is to identify potential HCT alternatives for the
Scottsdale Road corridor to serve major activity centers in the corridor. The HCT Feasibility
Study study area is between the Scottsdale/Tempe border and Chaparral Road, which includes
Downtown and SkySong, but also considers connectivity to downtown Tempe and ASU. The
HCT Feasibility Study analyzes mobility needs and identifies and compares the costs, benefits,
and impacts of three HCT technology alternatives: BRT, modern streetcar, and LRT.

While there may be some public perception that the HCT Feasibility Study section of the
Transportation Master Plan is intended only to identify options to relieve traffic congestion, the
purpose of this feasibility study is also to provide a new mobility option that provides frequent,
all-day service to employment, residential, commercial, retail, entertainment, educational, civic,
and cultural activities in the Scottsdale Road corridor. The Scottsdale Road fixed-route bus
service (Route 72) is the City’s strongest transit corridor. Using the Scottsdale Road corridor
for HCT capitalizes on this route with expanded service and ridership possibilities. Overall, the
purpose and need of the HCT Feasibility Study is based on the following:

» There is a significant need and benefit in connecting major activity centers in the
Scottsdale Road corridor;

» The transit system has an opportunity to capture more ridership through a solution that
consolidates and improves transit in a priority corridor;

» There is a change in travel patterns in the study area, as land use and transit opportunities
take a localized mixed-use arrangement and preference;

» The geographic constraints of Scottsdale limit the range of applicable transportation
solutions;

» Transportation demand continues to grow along with population and employment growth
in the Scottsdale Road corridor and study area; and

» The proposed HCT investment supports continued revitalization along the
Scottsdale Road corridor.

8.3 Evaluation Methodology

8.3.1 Evaluation Process

'The HCT Feasibility Study evaluation process (Figure 5-14) includes only a Tier 1 conceptual
screening at this time; the report recommends alternatives for Tier 2 detailed evaluation in a
subsequent phase which should include regional stakeholders/partners. The first phase (Tier 1)
includes a conceptual level evaluation that analyzes the advantages and disadvantages of the
HCT alternatives. The purpose of the Tier 1 evaluation is to determine which technology
alternatives and combinations would be the most feasible, and thereby narrow the range
of alternatives to be considered for more detailed analysis in Tier 2. The Tier 1 evaluation
criteria are qualitative in nature and seek to eliminate technology options that have fatal flaws,
do not meet project goals, or do not have public support. Since Scottsdale Road is already
designated as the HCT corridor, the evaluation methodology for Tier 1 does not consider
corridor alternatives. Alternatives may have minor alignment deviations that can be evaluated
quantitatively in Tier 2. The alternatives advancing from conceptual screening (Tier 1) will be
evaluated in more detail in a subsequent Tier 2 analysis.
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It should be noted that an essential component throughout the evaluation process is the public
involvement component for the HCT Feasibility Study. This aspect, integrated with the public
engagement plan of the Transportation Master Plan is necessary to gain an understanding of the
public’s perception of need, value, priority, and location of the possible transit investment. The
major groups to be targeted include: the general public; study area residents, businesses, and
property owners; agency staff; and elected officials. The engagement plan is designed to inform
and obtain representative input from all affected residents in the area, including Title VI and
environmental justice populations.

8.3.2 Tier 1 Conceptual Screening Evaluation

Tier 1 of the evaluation process analyzes the initial list of HCT alternatives being considered.
'The criteria developed for this portion of the process are qualitative in nature, and their purpose
is to eliminate alternatives that have fatal flaws, do not meet project goals, or do not have public
support. The Tier 1 criteria are focused on the evaluation of technologies, in the context of the
Scottsdale Road corridor.

Tier 1 Evaluation Criteria

Table 5-18 illustrates the criteria to be used in the Tier 1 analysis to evaluate potential HCT
technologies, including BRT, LRT, and modern streetcar. The HCT alternatives will be rated

“low”, “medium”, or “high” for each criterion, with “low” indicating sub-standard performance
and “high” meaning optimal performance.

TABLE 5-18: Tier 1 Evaluation Criteria

Criteria Measure

Mobility Ability to enhance mobility between major activity centers in the study area.

Travel times competitiveness Ability to offer transit investment that is competitive relative to existing travel times in the
study area.

Ridership potential Ability to attract new riders, based on experiences of peer Downtown/activity areas.

Capacity People carrying capacity of each technology.

Capital costs

Comparison of the capital investment needed for each technology.

Operation and maintenance costs

Comparison of operation and maintenance costs required for ongoing operation.

Cost effectiveness

Comparison of the cost effectiveness based on operating costs per passenger.

Ease of implementation

Ease of implementation, based on operational requirements, capital costs, construction
timeframe, and community support.

Consistency with local plans

Consistency with adopted local land use and transportation plans, local land use patterns,
and study goals.

Compafibility with existing transit
system

Ability to be integrated with the existing transit system.

Expandability

Ability to expand beyond the study area.

Community support

Community support for the technology/technologies.

Roadway Impact

Ability to co-exist with projected traffic volumes and multi-modal facilities (bike lanes,
sidewalks, efc.)
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8.3.3 Components of a Future Tier 2 Detailed Evaluation

Although Tier 2 evaluation will not be completed as part of this study, the HCT alternatives
advancing from this Tier 1 conceptual screening should be evaluated in more detail in a Tier 2
detailed evaluation. The Tier 2 evaluation is intended to recommend a preferred HCT alternative
that will be advanced into future phases of the project. The criteria for both Tier 1 and Tier 2
evaluations are established by the F'TA. While this study is not part of a Federal Alternatives
Analysis, in the future it will be helpful to have followed the process closely so as not to have to
duplicate effort in any future Alternatives Analysis. To demonstrate what will be incorporated
in a subsequent analysis phase, the Tier 2 evaluation criteria is provided in this document.

Tier 2 Evaluation Criteria

To meet federal requirements, the Tier 2 alternatives should be evaluated based on the following
criteria:

» Rider benefits;

Land use;

Economic development;
Traffic issues;
Populations served;
Environmental issues;
Design issues;

Costs; and

» Community support.

vVvVvvVvvVyYVYyYVYY

A ranking of “low”, “medium”, and “high” should be used to indicate the relative performance of
the alternative to the specific criteria. The specific method to be used to determine the ranking
within each category will be determined after the alternatives are developed. Table 5-19 lists
the individual evaluation criteria and summarizes the method in each should be measured. The
remainder of this section details the methodology for the evaluation criteria.

TABLE 5-19: Tier 2 Evaluation Criteria

Criteria Measure

Rider Benefits

Connectivity Number of major activity centers served in the study area.

Travel time savings Travel time through the study area compared to No-Build Alternative.

Ridership Amount of new riders attracted to the system.

Compatibility with existing transit system  Ability to be infegrated info the existing transit system.

Land Use

Proximity to major activity centers Number of major activity centers served in the study area.

Proximity to medium and high density Acreages of medium and high density residential areas within 1/2 mile of transit
residential areas stations.

Economic Development

Economic development Extent of opportunities for economic development based on proximity to areas
targeted for new development or infensification of existing development.

Transit oriented development Extent of opportunities for transit oriented development based on land use patterns
and plans along alignment.



TABLE 5-19: Tier 2 Evaluation Criteria

Criteria

Measure

Traffic Issues
Roadway capacity impacts

Number of infersections with diminished level of service.

Left-turn movements

Number of residential and commercial locations with diminished left-turn access.

Traffic signals

Number of new traffic signals required.

Parking spaces
Populations Served
Total population

Number of parking spaces eliminated.

Total population located within 1/2 mile of transit stations.

Total employment

Total employment located within 1/2 mile of transit stations.

Minority population

Total minority population located within 1/2 mile of transit stations.

Low-income population

Total low-income population located within 1/2 mile of transit stations.

Zero-car households
Environmental Issues

Property acquisitions

Total zero-car households located within 1/2 mile of transit stations.

Number of property acquisitions required.

Environmental justice

Estimated property acquisitions within areas of high concentration of minority and
low-income populations.

Historic resources

Number of potential historic resources along alignment.

Parklands or other Section 4(f) resources

Number of Section 4(f) resources along alignment.

Noise and vibration-sensifive uses

Number of sensitive uses within specified noise and vibration screening distances.

Endangered and threatened species

Existence of crifical habitat and endangered or threatened species along alignment.

Floodplains and riparian areas

Existence of floodplains or riparian areas along the alignment.

Contamination sites
Design Issues
Right-of-way

Number of potentially contaminated sites along the alignment.

Amount of right-of-way needed along alignment.

Utility conflicts

Proximity to major utilities and potential for conflicts requiring ufility relocation.

Operational constraints

Extent of operation constraints, such as difficult turning radii or grade changes.

Compatibility with existing transit system

Ability to be integrated into the existing transit system.

Expandability
Costs
Capital costs

Physical ability to extend the alternative beyond the minimum operable segment.

Estimated capital costs to construct the transit investment.

Operation and maintenance costs

Community Support

Community support

Estimated operation and maintenance costs required for ongoing operation.

Extent of community support for the transit alternative.

Rider Benefits

The rider benefits for each alternative should be evaluated based on connectivity, travel time

savings, ridership, and compatibility with the existing transit system. Connectivity involves the
ability to meet the primary goal of the HCT Feasibility Study, which is to connect major activity
centers in the corridor and to consolidate and improve transit service into a transit priority

corridor. Travel time through the study area will be evaluated to identify potential time savings

SCOTTSDALE TRANSPORTATION MASTER PLAN



|

compared to the No-Build Alternative. Ridership, and more specifically the ability to attract
new riders to the system, will also be estimated in comparison to the No-Build Alternative.
In addition, the compatibility of alternatives to the existing and future transit system will be
estimated from both the customer and City standpoint.

Land Use

Land use criteria should be used to evaluate the HCT alternatives proximity to major activity
centers, proximity to medium and high density residential areas, and consistency with local
plans. Each alternative’s proximity and ease of access to activity centers will be assessed. An
activity center is defined as a concentration of employment, retail, housing, and recreation
opportunities within a relatively small area. Examples in the study area include: Downtown,
SkySong, Scottsdale Healthcare Osborn campus, Scottsdale Fashion Square, and Scottsdale
Waterfront. The alternatives should be evaluated based on the number of activity centers that
they connect.

The effectiveness of a major transit investment is enhanced when there are a large number
of housing units within walking distance of the alignment. The alternatives will be ranked
according to the proximity to medium and high density residential, which is typically composed
of condominiums, townhouses, apartments, and houses on small lots. Those alternatives having
more acres of medium and high density residential uses near transit stations will be ranked
higher. Finally, the alternatives will be evaluated based on how well each addresses or conflicts
with the goals of local land use and transportation plans. Examples include the City of Scottsdale
General Plan and Downtown Plan.

Economic Development

Economic development criteria include the extent of opportunities for economic development
as well as pedestrian/transit oriented development. The economic development potential of
each alternative will be measured by the number of vacant land parcels available to develop,
amount of employment (location of major employers, future job creation, job growth), and
tuture land use shifts to business, office, commercial, and high density residential land uses.

Opportunities for pedestrian/transit oriented development, which is development characterized
by a mixed-use, high density, and pedestrian-friendly environment around transit stations, will
also be evaluated for each alternative. The concentration of residential and business activity
around transit stations can translate into economic gains resulting from increased accessibility
and the introduction of new types of development into the community.

Traffic Issues

The alternatives will be evaluated for traffic issues using the following criteria—roadway
capacity impacts, left-turn movements, traffic signals, and parking spaces. Roadway capacity
involves capacity at intersections, which should be analyzed by calculating the LOS at affected
intersections. The number of intersections with diminished LOS as a result of the alternative
should be estimated. The effect on left-turn access to residential and commercial properties
should be calculated by counting the number of existing driveways that would no longer have
full movement access because of potential conflicts with a fixed-guideway alternative. The
number of potential new traffic signals should also be estimated. In addition, the number of
parking spaces removed because of the alternative should be calculated.



Populations Served

The detailed evaluation criteria include an evaluation of populations served in the study area
around transit stations. More specifically, the criteria should be used to evaluate the total
population, total employment, minority population, low-income population, and zero-car
households within a half mile of proposed transit stations. It should be noted that Title VI
of the Civil Rights Act of 1964 and Executive Order 12898, Federal Actions to Address
Environmental Justice in Minority Populations and Low-Income Populations, require
consideration of minority and low-income populations in major transportation investments.
Information to evaluate overall population and employment should be obtained through
MAG, while information to evaluate minority population, low-income population, and zero-
car households should be obtained from the most recent Federal census.

Environmental Issues

Environmental issues for the alternatives should be evaluated based on the potential impacts
on the following—property acquisitions, environmental justice, historic resources, parklands
or other Section 4(f) resources, noise and vibration-sensitive uses, endangered and threatened
species, floodplains, and riparian areas. In addition, the potential for the alternative to be affected
by hazardous materials sites should be evaluated.

Property Acquisitions

'The extent of property acquisitions needed to accommodate each alternative should be estimated
based on the cross section of each alignment in relation to the existing street rights-of-way. The
additional properties required to accommodate the transit investment while still maintaining
acceptable traffic capacity should be estimated.

Environmental Justice

As discussed earlier, Title VI of the Civil Rights Act and Executive Order 12898 require
consideration of minority and low-income populations in major transportation investments.
In addition to considering potential benefits, they require evaluating if disproportionately high
adverse environmental effects on these populations could potentially occur. One potential
indicator is the extent of property acquisitions potentially affecting minorities and low-income
populations. This should be estimated based on the extent of property acquisitions within areas
with high concentrations of these populations.

Historic Resources

'The National Environmental Policy Act and Section 106 of the National Historic Preservation
Act of 1966, as amended, stipulate that federal agencies work to preserve not only natural
resources but also important historical and cultural aspects of our national heritage. Potential
historic resources should be identified for each alternative.

Section 4(f) Resources

Section 4(f) of the Department of Transportation Act of 1966, as amended, restricts the use of
any publicly-owned land in a park, recreation area, wildlife or waterfowl refuge, or land from
historical sites for transportation purposes unless there is no feasible and prudent alternative
to the use of such land, and the project includes all possible planning to minimize harm. Parks,
recreation areas, trails, and wildlife and waterfowl refuges adjacent to the alternatives should be

identified.
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Noise and Vibration Impacts

Sensitive land uses (e.g., residences, schools, recreation areas, active sports areas, libraries,
and hospitals) that are within regulated screening distances should be identified for each
alternative.

Endangered and Threatened Species

To aid in determination of impacts on threatened and endangered species, the U.S. Fish and
Wildlife Service Web site should be reviewed to determine the potential for threatened or
endangered species to occur within the project limits. The Arizona Game and Fish Department
should be contacted to request a check of the Heritage Management Database to determine
what species have been recorded within the vicinity of the project study area. In addition, critical
habitat in proximity of the alternatives should be identified based on information obtained
trom the U.S. Fish and Wildlife Service Arizona Ecological Services.

Floodplains and Riparian Areas

Floodplains and riparian areas within or adjacent to the alternatives should be identified
through Federal Emergency Management Agency data obtained from the Maricopa County
Flood Control District and from the State Lands Department.

Hazardous Materials

Sites along the corridor should be identified for potential contamination concerns. In addition,
current land use should be identified to determine if there is the potential for environmental
issues associated with property uses such as automobile repair and dry cleaning facilities.

Design Issues

'The alternatives should be evaluated for design issues based on the following criteria—available
ROW, utility conflicts, operational constraints, compatibility with existing transit system, and
expandability. The availability of ROW for each alternative should be estimated and compared,
with those requiring less acquisition of ROW ranking higher. Maps of major utilities should
also be reviewed in the vicinity of each alternative to determine if the alignment location could
conflict with existing major utilities. Those alternatives having the least impact on major utilities

should be preferred.

Operational constraints should be evaluated for each alternative and should include physical
considerations such as turning radii, grade changes, and operation in mixed-traffic flow. The
compatibility of the alternative with the existing transit system should also be evaluated,
including the physical integration between modes on streets and at transit stations. In addition,
the expandability of the alternative should be evaluated in terms of its ability to extend beyond
the study area and serve other areas in Scottsdale and the metropolitan region.

Costs

Capital costs and operation and maintenance costs should be evaluated for each alternative.
Capital costs should include construction costs and other fixed costs such as vehicle
procurement. Construction costs should be estimated based on the cross section of each mode
and the overall length of the alignment alternative. Construction costs should also consider the
cost of associated project elements such as transit stations, maintenance and storage facilities,
signalization and service equipment, and ROW costs. Operating and maintenance costs should
be estimated based on costs from peer systems throughout the country. Typical operating costs
include energy costs, labor costs, repair costs, and preventative maintenance costs.
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Community Support
Community support for each of the alternatives from various stakeholders in the study area,
including residents, employers, business owners, students, and others, should be evaluated. The
alternatives with the most public consensus should be ranked the highest.

8.4 Tier 1 Evaluation
8.4.1 H(T Technologies

The Tier 1 evaluation seeks to determine the best technology or mix of technologies within the
Scottsdale Road HCT corridor. Transit technology refers to the mode used for travel, such as
BRT, LRT, and modern streetcar.

Bus Rapid Transit

BRT is a form of advanced bus service which combines
the advantages of rail transit with the flexibility of
buses. It can operate in semi-exclusive ROW or in
mixed traffic on city arterials. Vehicles are usually diesel/
electric hybrids. BRT can use ITS technology, traffic
signal priority, rapid and convenient fare collection, and
integration with existing and future land use to optimize
bus system performance. By requiring dedicated ROW
only where congestion is encountered, BRT provides

maximum flexibility in using the existing roadway
network and serves a variety of travel patterns. However,
the level of transportation investment for BRT varies

Orange Line in Los Angeles, California

widely across the country. The following characteristics
are examples of what is the most realistic form of BRT that could be implemented in this region.
These characteristics are similar to the Orange Line BRT system in Los Angeles, California.

Vehicles

BRT vehicles are rubber tired vehicles approximately 60 feet long with a vehicle capacity of
approximately 80 passengers. BRT vehicles are articulated to allow for tight turns in urban
intersections. The vehicles are low-floor and ADA compliant, however some form of precision
docking is required to allow passengers to enter at the same height as the station platform;
otherwise the vehicles need to use a standard kneeling low-floor bus and ADA ramp.

Stations

BRT stations can vary in spacing, with stations every mile but closer together at major activity
centers. The station platforms typically include shelter canopies, benches, trash receptacles,
bicycle storage, and real-time transit information. BRT stations offer consistent amenities
along the route and can be designed so that they can be used by other bus service.

Signals

BRT systems can operate using traffic signal priority, allowing priority for green time to the
BRT vehicle. Traffic signal priority would be used at specific intersections along the alignment
to increase the speed and reliability of the BRT vehicle.
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Maintenance and Storage

A maintenance and storage facility is required to accommodate BRT fleet. This facility can be
a stand alone facility or the fleet could be maintained and stored at an existing Valley Metro
operating facility, depending on space availability.

Light Rail Transit
LRT is electrically powered, HCT service operating on

a fixed guideway. It operates on two sets of tracks within
exclusive or shared ROW and serves stations located
approximately every mile. LRT emphasizes speed and
travel time savings and can operate using multiple
vehicles linked together to accommodate large passenger
volumes. The METRO Central Phoenix/East Valley
LRT Project is an example of LRT. The 20-mile LRT
line connecting Phoenix, Tempe, and Mesa is scheduled
to open in late 2008.

Vehicles
LRT vehicles are electric rail cars approximately 93 feet  Simulation of Future METRO Central Phoenix/East Valley LRT
long with a vehicle capacity of approximately 150

passengers (450 passengers in a three car train). The vehicles can operate in both directions,

thereby eliminating the need to turn the train around at the end of the line. LRT vehicles are
articulated to allow for tight turns in urban intersections. The vehicles are low-floor and ADA
compliant, allowing passengers to enter at the same height as the station platform.

Stations

LRT stations are usually located every mile, with closer spacing at major activity centers. Stations
include platforms level with the LRT vehicle to facilitate boardings and alightings. The station
platforms typically include shelter canopies, benches, trash receptacles, bicycle storage, and real-
time transit information. LRT stations offer consistent amenities along the route.

Signals

LRT systems can operate using traffic signal priority, allowing priority for green time to the
LRT vehicle. Traffic signal priority would be used at specific intersections along the alignment
to increase the speed and reliability of LRT.

Trackwork

LRT technology requires two sets of tracks with trains operating in both directions in semi-
exclusive ROW. Track placement for LRT can serve stations located in the median or on the
curb side of the roadway. In areas where there is significant bicycle travel or curb cut access, curb
side track alignments are discouraged for safety reasons.

Power Substations

LRT requires traction power substations to provide consistent levels of electricity to power the
trains. A traction power substation is a small building that contains electrical equipment that
distributes electricity to the overhead wires, which powers the LRT vehicles.



Maintenance and Storage

A maintenance and storage facility is required to accommodate a LRT fleet. Efforts would be
made to use the maintenance and storage facility constructed for the METRO Central Phoenix/
East Valley LRT line. This would require an interlined track at some location to connect to the

METRO Central Phoenix/East Valley LRT mainline.

Modern Streetcar

Modern streetcar is an electrically powered, HCT
service that operates on a fixed-guideway. Modern
streetcar systems typically operate at street level in mixed
traffic in existing urban environments. Modern streetcar
can operate as a single vehicle or as part of multi-car
train and can operate safely in high traffic and/or high
pedestrian activity areas to link neighborhoods with
activity centers. The Portland Streetcar is an example of
a modern streetcar system.

Vehicles
' Modern streetcar vehicles are electric rail cars
Modern Streetcar in Portland, Oregon approximately 66 feet long with a vehicle capacity of

approximately 130 passengers. The vehicles can operate
in both directions, thereby eliminating the need to turn the train around at the end of the line.
Modern streetcars are articulated to allow for tight turns in urban intersections. The vehicles are
low-floor and ADA compliant, allowing passengers to enter at the same height as the station
platform.

Stations

Modern streetcar stations can vary in spacing from an eighth of a mile to a half-mile. Stations
include platforms level with the streetcar to facilitate boardings and alightings. The station
platforms typically include shelter canopies, benches, trash receptacles, bicycle storage, and real-
time transit information. Modern streetcar stations offer consistent amenities along the route
and can be designed so that they can be used by buses as well if bus doors are located on the
same side as the station platforms.

Signals

Modern streetcar systems can operate using traffic signal priority, allowing priority for green
time to the streetcar. Traffic signal priority would be used at specific intersections along the
alignment to increase the speed and reliability of the modern streetcar.

Trackwork

Modern streetcar technology requires two sets of tracks with trains operating in both directions
in shared travel lanes with automobiles or semi-exclusive ROW. Track placement for the modern
streetcar is primarily in the middle of the traffic lane, with stations located in the median or on
the curb side of the roadway.

Power Substations
Similar to LRT, modern streetcar requires traction power substations to provide consistent
levels of electricity to power the trains.
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Maintenance and Storage

A maintenance and storage facility is required to accommodate a modern streetcar fleet. Efforts
would be made to use the maintenance and storage facility constructed for the METRO
Central Phoenix/East Valley LRT line. This would require an interlined track at some location
to connect modern streetcar to the METRO Central Phoenix/East Valley LRT mainline. It
is more likely that modern streetcar would require the construction of a new maintenance and
storage facility.

HCT Technology Summary
A summary of the HCT technologies is provided in Table 5-20.

TABLE 5-20: HCT Technology Summary

LRT Modern Streetcar BRT
Operating Characteristics Semi-exclusive Mixed traffic and/or semi- Mixed traffic and/or semi-
exclusive exclusive
Power Electric powered (overhead)  Electric powered (overhead)  Diesel/electric hybrid
Vehicles 150 passengers per vehicle 130 passengers per vehicle 80 passengers per vehicle
Stations Larger station facilities Simple stations (comparable ~ Simple stations (comparable
to high end bus stop) to high end bus stop)
Maintenance and Storage Most likely uses METRO CP/ Most likely requires new Most likely uses an existing
EV LRT maintenance and facility Valley Metro operating facility
storage facility
Capital Cost/Construction $65-570 million per mile  $25-530 million permile ~ $10-S15 million per mile'

Source: HDR | SRBA, 2006.
" Depends on the design of the BRT system and associated capital facilities.

8.4.2 HCT Alternatives (Tier 1)

Initial HCT alternatives have been developed for Scottsdale Road between McKellips Road
and Chaparral Road. There is an assumption that each of the HCT alternatives would provide
a connection (via interline or transfer) to the METRO regional LRT line in Tempe. The HCT
alternatives will also consider the opportunity to extend north in Scottsdale in the future,
particularly to serve the Scottsdale Airpark, the City’s major employment center and a regional
travel demand generator.

The HCT alternatives evaluated in Tier 1 include:

» Al - LRT to McDowell (Median) (Figure 5-15)

» A2 - LRT to Chaparral (Median) (Figure 5-16

» B1 - Modern Streetcar to Chaparral (Left Lane) (Figure 5-17)

» B2 - Modern Streetcar to Chaparral (Left Lane/Curb Lane) (Figure 5-18)
» C1 - BRT to Chaparral (Left Lane/Curb Lane) (Figure 5-19)

» C2 - BRT to Chaparral (Curb Lane) (Figure 5-20)



FIGURE 5-15: A1 - LRT to McDowell (Median)
Source: HDR | SRBA, 2007.
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FIGURE 5-16: A2 - LRT to Chaparral (Median)
Source: HDR | SRBA, 2007.
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FIGURE 5-17: B - Modern Streetcar to Chaparral (Left Lane)
Source: HDR | SRBA, 2007.
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FIGURE 5-18: B2 - Modern Streetcar to Chaparral (Left Lane/Curb Lane)
Source: HDR | SRBA, 2007.
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g @O BRT (Curb Lane)

FIGURE 5-19: (1 - BRT to Chaparral (Left Lane/Curb Lane)
Source: HDR | SRBA, 2007.
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FIGURE 5-20: (2 - BRT to Chaparral (Curb Lane)
Source: HDR | SRBA, 2007.

5 TRANSIT ELEMENT PAGE 153




A1 - LRT to McDowell (Median)

The A1 HCT alternative includes LRT from McKellips Road at the Scottsdale/Tempe border
to McDowell Road adjacent to SkySong. Because LRT operates in semi-exclusive ROW, A1
requires a one-lane reduction in each direction on Scottsdale Road between McKellips Road
and McDowell Road. An LRT station would be located in the median of Scottsdale Road just
south of McDowell Road. This would be the only LRT station located in the City of Scottsdale.
BRT would continue north to Chaparral Road. The A1 HCT alternative is illustrated in
Figure 5-15.

A2 - LRT to Chaparral (Median)

The A2 HCT alternative includes LRT from McKellips Road at the Scottsdale/Tempe
border to Chaparral Road at the north end of Downtown. Because LRT operates in semi-
exclusive ROW, the A2 LRT alternative requires a one-lane reduction in each direction
on Scottsdale Road or on the couplet between McKellips Road and Chaparral Road. LRT
stations would be located in the median of the roadway in the vicinity of McDowell Road,
Thomas Road, Osborn Road, Indian School Road, Camelback Road, and Chaparral Road. The
A2 HCT alternative is illustrated in Figure 5-16.

B1 - Modern Streetcar to Chaparral (Left Lane)

The B1 HCT alternative includes modern streetcar from McKellips Road at the Scottsdale/
Tempe border to Chaparral Road at the north end of Downtown. Modern streetcar would
operate on tracks in mixed traffic in the left lane along Scottsdale Road. It would move into
semi-exclusive ROW at station locations outside the Downtown area. Modern streetcar stations
would be located in the median of the roadway in the vicinity of McDowell Road, Oak Street,
Thomas Road, 2nd Street, Indian School Road, Camelback Road, and Chaparral Road. The B1
HCT alternative is illustrated in Figure 5-17.

B2 - Modern Streetcar to Chaparral (Left Lane/Curh Lane)

'The B2 HCT alternative includes modern streetcar from McKellips Road at the Scottsdale/
Tempeborder to Chaparral Road at the north end of Downtown. Modern streetcar would operate
on tracks in mixed traffic in both the left lane and curb lane along Scottsdale Road. It would
move into semi-exclusive ROW at station locations outside the Downtown area. The B2 modern
streetcar alternative would operate in the left lane between McKellips Road and Downtown
(approximately Osborn Road). Once in Downtown, the B2 modern streetcar alternative would
transition to the curb lane through Downtown until Drinkwater Boulevard where it would
transition back to the left lane. This maneuver preserves left-turn movements in the Downtown
area. Modern streetcar stations would be located in the vicinity of McDowell Road, Oak Street,
Thomas Road, 2nd Street, Indian School Road, Camelback Road, and Chaparral Road. The B2
HCT alternative is illustrated in Figure 5-18.

(1 - BRT to Chaparral (Left Lane/Curh Lane)

The C1 HCT alternative includes BRT from McKellips Road at the Scottsdale/Tempe border
to Chaparral Road at the north end of Downtown. BRT would operate in mixed traffic in the
left lane and curb lane along Scottsdale Road. It would move into semi-exclusive ROW at
station locations outside the Downtown area. The C1 BRT alternative would operate in the
left lane between McKellips Road and Downtown (approximately Osborn Road). Once in
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Downtown, the C1 BRT alternative would transition to the curb lane through Downtown until
Drinkwater Boulevard where it would transition back to the left lane. This maneuver preserves
left-turn movements in the Downtown area. BRT stations would be located in the vicinity of
McDowell Road, Oak Street, Thomas Road, 2nd Street, Indian School Road, Camelback Road,
and Chaparral Road. The C1 HCT alternative is illustrated in Figure 5-19.

(2 - BRT to Chaparral (Curb Lane)

The C2 HCT alternative includes BRT from McKellips Road at the Scottsdale/Tempe
border to Chaparral Road at the north end of Downtown. BRT would operate in mixed
traffic in the curb lane along Scottsdale Road. BRT stations would be located in the vicinity of
McDowell Road, Oak Street, Thomas Road, 2nd Street, Indian School Road, Camelback Road,
and Chaparral Road. The C2 HCT alternative is illustrated in Figure 5-20.

8.4.3 Tier 1 Recommendations

'The following is a summary of the Tier 1 recommendations. Overall, the B1 Modern Streetcar
to Chaparral (Left Lane), B2 Modern Streetcar to Chaparral (Left Lane/Curb Lane), and C1
BRT to Chaparral (Left Lane/Curb Lane) HCT alternatives are recommended for further
analysis in Tier 2, as well as alternatives which consider LRT to McDowell (A1) and LRT to
Highland/Chaparral via Drinkwater or Goldwater (modified A2). It is also recommended that
the B1 and B2 modern streetcar alternatives be combined into a single alternative in Tier 2 with
a design option in Downtown. The remaining HCT alternatives will be eliminated from further
consideration. Table 5-21 summarizes the recommendations.

TABLE 5-21: Tier 1 Recommendations

Advance into Tier 2 Detailed Evaluation Eliminate from Further Consideration
AT — LRT to McDowell Rd (Median) A2 - LRT to Chaparral Rd (Median)'
A2 — LRT to Highland/Chaparral Rd via Drinkwater/Goldwater Blvds' (2 - BRT to Chaparral Rd (Curb Lane)

B1 - Moden Streetcar to Chaparral Rd (Left Lane)?
B2 - Modern Streetcar to Chaparral Rd (Left Lane/Curb Lane)?
(1 - BRT to Chaparral Rd (Left Lane/Curb Lane)?

Source: HDR | SRBA, 2006.

Vltis recommended that alternative A2 be modified to remove consideration of a Scottsdale Road alignment through Downtown, instead using Drinkwater or
Goldwater, and carried through into Tier 2 with a design option focusing on Drinkwater.

2|t is recommended that the B1 and B2 modern streetcar alternatives be combined into a single alternative in Tier 2 with a design option in Downfown.

3 Service standards for BRT in the Regional Transportation Plan have not been finalized for arterial corridors. Tier 2 analysis of C1 should reflect the results of a
regional study to define the arterial BRT system parameters.

The A1, modified A2, combined B1/B2, and C1 HCT alternatives (Figures 5-21 to 5-24)
are being advanced because they offer the best opportunity for HCT in the Scottsdale Road

corridor.
'The primary reasons include:

» Travel time savings by using semi-exclusive station locations along Scottsdale Road
outside of Downtown. These semi-exclusive stations will serve as “queue jumps” that will
allow the non-exclusive lane alternatives to bypass intersection congestion;

» Providing frequent, all-day access to major activity centers in the corridor;

» High ridership potential because of new service, travel time savings, regional connectivity,
and frequency/service span;
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FIGURE 5-21: LRT to McDowell (Median)
Source: HDR | SRBA, 2007.
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FIGURE 5-22: LRT to Highland/Chaparral (median) via Drinkwater
Source: HDR | SRBA, 2007.

[
.

5 TRANSIT ELEMENT PAGE 157




FIGURE 5-23: Modern Streetcar to Chaparral (Left Lane/Design Option through Downtown)
Source: HDR | SRBA, 2007.
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FIGURE 5-24: BRT to Chaparral (Left Lane/Curb Lane through Downtown)
Source: HDR | SRBA, 2007.
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» Reduced roadway impacts to Scottsdale Road, primarily at station locations, and use of
available capacity on Drinkwater/Goldwater boulevards; and
» Appropriate “scale” for the Scottsdale Road corridor.

The A2 LRT to Chaparral (Median) on Scottsdale Road through Downtown HCT alternative
is eliminated from further consideration. The primary reasons include:

» Unacceptable lane reductions and ROW impacts through Downtown on Scottsdale Road;
» Left turn restrictions in Downtown because of median operation; and
» Inappropriate “scale” for Downtown.

The C2 BRT to Chaparral (Curb Lane) HCT alternative is being eliminated from further
consideration. The primary reasons include:

» Does not offer travel time savings because of curb lane operation outside of Downtown;
and
» Very little distinction from existing Route 72 service on Scottsdale Road.

Based on the goals set forth in Scottsdale’s General Plan, the Scottsdale Road corridor is the
appropriate corridor in Scottsdale for high-capacity transit. Any of the three technology modes
could be made to fit in a way that works for the community from a design, functionality, and
livability standpoint. As development continues and more interest develops in alternative
modes, the need and appropriateness for high-capacity transit will also grow.

8.5 Recommended Further Analysis and Considerations

The HCT section of the Transportation Master Plan was designed to take the next steps in the
Scottsdale/Tempe Major Investment Study that was adopted in February 2003. At that time,
the City Council approved the Scottsdale Road corridor as the most appropriate corridor for
the first Scottsdale HC'T system, while identifying the need for regional commuter-oriented
service on Loop 101 using express bus/BRT technology. This report has detailed the background
information required for an alternatives analysis and provided a Tier 1 conceptual analysis
of alternatives. Recommended alternatives to move through the next phase are included in
Section 4.3 above.

Community and stakeholder discussion during the course of the Transportation Master Plan
included the desire for consideration of several additional issues: options for additional, high
frequency and amenity regional transit service along the Loop 101 corridor; an interest in
the results of implementation of the region’s first light rail corridor, the Central Phoenix/East
Valley line scheduled for opening in December 2008; regional consideration of updates to the
RTP to better integrate the current and proposed high capacity services (express, BRT, LRT,

and commuter rail); and current and proposed fixed route and circulator services.

To follow the FTA’s process, the next steps are to conduct a Tier 2 analysis and an Alternatives
Analysis for the alternatives resulting from the Tier 1 conceptual analysis. Care was taken during
the Tier 1 analysis to ensure that the findings could be incorporated into a future Alternatives
Analysis. It is recommended that an Alternatives Analysis should be undertaken after or as a
part of several regional studies that are underway or scheduled to occur within the next three
months, as described below. Studies underway or scheduled that affect the outcome of any future

Alternatives Analysis include: regional arterial BRT study (RPTA); regional freeway express/
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BRT study (RPTA); regional transit framework study (MAG); and Tempe south alternatives
analysis (Valley Metro Rail).

Within the RTP, Scottsdale is identified for inclusion in a high capacity corridor along
Scottsdale Road from McKellips Road to Shea Boulevard. The corridor overlays a two plus
mile light rail corridor within Tempe and extends south through the communities of Tempe
and Chandler to Chandler Boulevard, with a connection to the regional Central Phoenix/East
Valley light rail system in Tempe in the vicinity of the intersection of University Drive and
Rural Road. It is recommended that this designated regional HCT corridor be extended to the
Scottsdale Airpark to capture additional potential ridership at this employment center, which
generates high regional and local demand, and that the hours of operation and bus amenities
be expanded as necessary to provide high quality service. These modifications will be addressed
through the RTP amendment process and documented in the RPTA’s regional arterial BRT
study. Service standards and other features of arterial BRT in the Phoenix region are also
currently undefined and will be established in this study and will aftect the outcome of Tier 2
analysis for a BRT option in the Scottsdale Road corridor. RPTA’s regional freeway express/
BRT study performed analysis based on the current level of RTP funding and currently-planned
freeway lane configurations and did not examine improvements to the system based on need,;
updates to the RTP in the MAG regional transit framework study will address this and other
discrepancies in the data needed to evaluate Loop 101 transit options, including the provision
of HOV on- and oft-ramps.

In an effort to address connectivity among the various transit modes in the region, update the
system for current and planned growth in the region, and to prepare for potential opportunities
for statewide transit funding, MAG is beginning a regional transit framework study in
January 2008. Scottsdale has asked that the information on the Loop 101 and Scottsdale Road
corridors from this HCT feasibility study and prior efforts be integrated in the MAG study.

Since September 2007, METRO and its member cities of Tempe and Chandler have been
engaged in an Alternatives Analysis to determine the direction of Tempe’s light rail extension,
with a study area boundary from (north) Loop 202 to (south) Loop 202, and (east) Loop 101
to (west) I-10. On December 11, 2007, the City Council opted to join METRO to enable

the City’s participation in the Alternatives Analysis underway among METRO, Tempe, and
Chandler.

9.0 FUNDING SOURCES

Transit service in Scottsdale is funded with a combination of passenger fares and federal, state,
regional, and local funds. This section describes the existing and future funding sources for the
proposed transit improvements.

9.1 Existing and Future Funding Sources

The following is an overview of the existing financial resources potentially available to fund
transit operating and capital improvements in the City of Scottsdale. Included are federal, state,
regional, and local funding programs.



9.1.1 Federal Funding Sources

Federal funding for public transportation comes through the U.S. Department of Transportation
(USDOT). USDOT programs and funding for public transportation were established under
the Intermodal Surface Transportation Efficiency Act (ISTEA) of 1991, which established
authorizing levels and programs for transit and highways projects and institutionalized the
ability to shift funds from one program to another depending on local priorities. ISTEA expired
in 1997 and was replaced by the Transportation Equity Act of the 21st Century (TEA-21).
TEA-21, which was effective from 1998 to 2003, generally maintained previously established
programs and raised the overall level of funding. TEA-21 was reauthorized in August 2005 and
is known as the Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy For
Users (SAFETEA-LU).SAFETEA-LU authorizes the federal surface transportation programs
tor highways, highway safety, and transit for 2005 until 2009. SAFETEA-LU provides funding
for USDOT and its subsidiary agencies, the FTA and FHWA.

FTA Section 5307 Funds

The Federal Section 5307 formula program is allocated to urbanized areas over 50,000 in
population, according to a tiered formula based on size. F'TA has traditionally only awarded
grants to one recipient per urbanized area (in this case the city of Phoenix), leaving that recipient
to then pass funds through to other qualified users. The program is structured to provide total
flexibility to end-users regarding use of the funds for operations and capital facilities, except for
urbanized areas over 200,000 in population which cannot use funds for operating assistance. A
50 percent local match for operating assistance and a 20 percent local match for capital facility
assistance is required.

FTA Section 5309 Funds

Section 5309 is the primary federal funding program for capital investment in new transit
facilities and equipment. Unlike other FTA funding categories that allocate money on a
formula basis, Section 5309 funds are awarded on a discretionary basis for a particular project.
In practice, all Section 5309 funds are allocated to projects through earmarks in annual federal
appropriations legislation. The eligible federal share is 80 to 83 percent. The FTA encourages

applicants to develop a non-federal match to secure Section 5309 funds.

Section 5309 funds are authorized based on the results of alternatives analysis and preliminary
engineering that justify the project based on a variety of criteria. Funds are allocated by statute
categories, including “new starts” and “small starts.”

New Starts

As described in the F'TA guidance on new starts, the F'TA discretionary new starts program is
the federal government’s primary financial resource for supporting locally planned, implemented
and operated major transit investments. The new starts program funds new and extensions
to existing fixed guideway systems. These projects include commuter rail, heavy rail, LRT,
BRT, modern streetcar, and ferries. New starts projects, like all transportation investments in
metropolitan areas, must emerge from a regional, multi-modal transportation planning process

that has three phases: Phase I (alternatives analysis); Phase II (preliminary engineering); and
Phase III (final design).

New starts projects must undergo evaluation by F'TA throughout the entire project development
process. Based on these evaluations, F'TA makes decisions about moving projects forward, from

SCOTTSDALE TRANSPORTATION MASTER PLAN



|

preliminary engineering to final design, to annual funding recommendations to Congress, and
to the execution of a full funding grant agreement (FFGA). In the annual report on new starts,
FTA applies these evaluations to recommend funding for projects anticipated to be ready for an
FFGA before the end of the budget fiscal year, and to recommend funding for other meritorious
projects.

FTA evaluates the project justification and the local financial commitment according to the
following measures:

» Mobility improvements;

» Environmental benefits;

» Cost effectiveness;

» Operating efficiencies;

» Transit supportive land use and future patterns; and
» Local financing,.

Small Starts

Small starts is intended for smaller projects where the project must seek less than $75 million
in new start monies and have a total cost of no more than $250 million. According to the FTA
small starts interim guidance, F'TA intends to scale the planning and project development
analysis to the size and complexity of the proposed projects. To be eligible, a project must meet
the definition of "fixed guideway" for at least 50 percent of the project length during peak
period, or be a corridor-based bus project with the following minimum elements:

» ‘Transit stations;

» Traffic signal priority/pre-emption, to the extent, if any, that there are traffic signals in the
corridor;

» Low-floor buses or level boarding;

» Branding of the proposed service; and

» 10 minute peak/15 minute off-peak headways or better while operating at least 14 hours
per weekday (not required for commuter rail or ferries).

Congestion Mitigation and Air Quality (CMAQ) Funds

CMAQ _provides federal transportation funds to support state and local projects that reduce
transportation related air pollution. A portion of the funds are apportioned to the state of
Arizona annually based on a legislated formula and coordinated through MAG. CMAQ_
projects are selected for implementation from the approved regional TIP and are submitted to

FTA or FHWA, as appropriate, for final approval and authorization to proceed. The types of
projects eligible for CMAQ_funds include:

» Travel demand management strategies;
» ‘Transit improvements;

» Shared ride services;

» Traffic flow improvements; and

» Pedestrian and bicycle programs.

'The start-up of new transit services (e.g., new express bus routes or new shuttle service linking
major activity centers) is supported under the CMAQ program in an effort to tap new markets
for transit. While CMAQ cannot be a permanent source of funding for transit service, the goal
is to encourage experimentation to determine what new types of services are viable.



Surface Transportation Program (STP) Flexible Funding

FHWA STP funds are flexible funds that may be used by states and localities for transit and
highway projects. Under TEA-21, FHWA funds provided a substantial new source of funds for
transit projects. Since 1999, the state transportation board annually transferred $5 million of
TEA-21 STP funding to transit. However, there is no long-term commitment from the state
transportation board to maintain this funding source for transit. In order to compete for the
$5 million in STP funding, cities must use 100 percent of the funding for transit purposes and
the project must be included in the current MAG TIP.

9.1.2 State Funding Sources

Local Transportation Assistance Fund (LTAF)

Under present law, LTAF is funded from net state lottery proceeds at a flat $23 million per
year, with no provision for escalation. Funds are apportioned to cities and towns on the basis of
population as determined by the Arizona Department of Economic Security, though each city
is guaranteed a minimum apportionment of $10,000. Cities may use funds for either roadway
or transit purposes, with the exception that cities with a population greater than 300,000 in
Maricopa County must use the funds for transit purposes only. Cities that are members of
Valley Metro/RPTA with a population greater than 60,000 must commit at least one-third of
their LTAF funds to transit services while those with a population of less than 60,000 must
commit three-quarters of their LTAF funds to transit services.

9.1.3 Regional and Local Funding Sources
Proposition 400

Proposition 400 was approved by voters in Maricopa County in 2004 and extends the region’s
half cent sales tax for transportation. Proposition 400 will fund freeway, street, transit, and non-
motorized transportation improvements over the next 20 years. As previously described, there
are number of transit operating and capital improvements in the City of Scottsdale as part of

Proposition 400.

City of Scottsdale Transportation Sales Tax

'The City of Scottsdale currently funds transit services through a 2/10 sales tax for transportation.
This dedicated sales tax allows the City to fund transit and other transportation improvements
without the use of general funds. In the past, the 2/10 sales tax was able to fund both operating
and capital improvements. However, the revenue produced by this sales tax is unable to keep up
with operating and capital expenses throughout the City. In the future, it is possible that most
of the operating expenses (including transit) will be funded by the transportation sales tax while
capital improvements will be funded through bond.

Other Local Funding Options

While a sales tax increase is a standard tool for funding local transportation improvements,
other potential funding sources exist which are more speculative in nature (Table 5-22).
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TABLE 5-22: Local Funding Source Options

Category Funding Source
General faxes Sales tax Income tax
Property tax Payroll/head tax
Special taxes Fuel tax Parking tax
Auto registration fee (flat rate) Rental car tax
Auto license tax (value based) Hotel room occupancy tax
Driver’s license fax or fee Excise taxes (“sin”)
Utility excise tax Business license/fee
Growth related mechanisms Impact fees Tax increment financing
In-kind contributions
Public-private partnerships Turnkey/full service delivery Vendor financing
Joint development
Other mechanisms Special financing districts Advertising
Tax-exempt financing Congestion pricing

Source: HDR | SRBA, 2006

Many of the mechanisms for local funding are self-explanatory. Descriptions of some of the
less-common approaches are summarized below.

» Payroll/head tax: A flat rate assessment per employee within a jurisdiction.

» Parking tax: Assessment per parking space levied on commercial property owners to
discourage free parking and single-occupant behavior.

» Impact fees: Assessments on new development intended to offset the cost of new
infrastructure. They are often calculated as a fixed amount per residential unit or square
foot of commercial/industrial space.

» In-kind contributions: Alternatives to the impact fee, but typically assessed (negotiated) for
the same basic purpose, to fund new infrastructure.

» Turnkey/full service delivery: Involves full delegation of project development responsibilities
to a single design/build or design/build/operate entity, for a fixed price.

> Joint development: Involves co-location of public improvements (e.g., a transit station) and
private, for profit, development (e.g., a mixed-use development) in a coordinated manner
on the same site or on adjacent sites.

» Vendor financing: Involves the extension of credit by an equipment vendor, typically at
tavorable terms.

» Special financing districts: Funds specific activities or projects in a defined geographical area
that is typically smaller than the jurisdiction.

> Tax-exempt debt financing: Translates the federal tax exemption into lower interest cost and
is therefore an implicit federal subsidy.

» Congestion pricing: Involves a schedule of tolls on a presently “free” facility, or on an existing
toll road, with the objective of discouraging use during peak periods.



R
Those mechanisms that have historically received the greatest attention for funding transit
service and capital facility improvements include:

» County or city sales tax;

» Countywide fuel tax or other auto-related fees or assessments;

» Hotel room occupancy tax;

» Development fees, assessments, or other exactions; and

» General or special obligation bonds (property or sales tax based).

Of these, the sales tax, fuel tax, and the hotel occupancy tax offer the greatest potential revenue
yield, along with the greatest potential for acceptance by the public. However, the use of fuel
taxes is currently restricted to highway and roadway projects under Arizona law.
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1.0 INTRODUCTION

The purpose of the Bicycle Element of the Transportation Master Plan is to identify goals and
make recommendations for the implementation of those goals, which make bicycling a safe,
convenient, and more comfortable travel option. The Bicycle Element describes the City’s
existing bicycling conditions, makes prioritized recommendations for the identified potential
on-street bicycle network, provides other bicycle-related recommendations, and explores
potential expansions to the City’s off-street bicycle network.

1.1 Goals

The Vision, Values and Goals component of this Transportation Master Plan identifies many
over-arching goals. The recommendations contained in the Bicycle Element directly support
several of these goals, including the following:

» Direct transportation policies, investments, and decisions in ways which support the
community’s adopted vision and values;

» Increase the range and convenience of transportation choices;

» Focus investments on improvements which add long-term values;

» Maintain the transportation system in ways which minimize life cycle cost.

In addition to supporting these broader goals, three bicycle-specific goals have been identified:

» Provide a safe, connected, and convenient on-road bicycle network throughout the City of
Scottsdale;
» Expand the network of oft-street shared-use paths and trails within the City of Scottsdale;

» Achieve a Bicycle Friendly Community ranking of Gold from the League of American
Bicyclists (LAB).

Finally, the goals set forth in the City’s 1994 Bicycle/Pedestrian Transportation Plan apply and
should remain a guiding force in current and future bicycle-related planning initiatives. These
are:

1. Incorporate the needs of human-powered transportation into the policy-making, planning,
design, construction, and maintenance phases of all existing and new City policies, plans,
programs, projects, facilities, and operations.

2. Devise and adopt design guidelines and standards needed to implement a safe, functional,
convenient, accessible, and pleasurable walking and cycling environment for recreation and
transportation.

3. Develop and implement comprehensive and proactive safety, education, and enforcement
programs for all bicyclists, pedestrians, and motorists.

4. Employ comprehensive and proactive programs to promote cycling as a viable, economically
desirable form of transportation and recreation for both residents and visitors.

Through the process of achieving these goals, progress will be made toward the bicycle-related
effectiveness measures identified in the Transportation Master Plan: reducing gaps in the bicycle
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system; improving the citywide bicycle LOS; and reducing conflicts with other modes. Specific
measurable components of the network include:

1. Miles of bike lanes, routes, paved paths, and unpaved trails.

2. Percentage of arterial streets with bike lanes.

3. Number of grade-separated crossings.

4. Percentage of address locations within 0.25 and 0.5 miles of a path.

5. Percentage of traffic signals on bike routes that can be actuated by a bicyclist.

'The subsequent sections of the Bicycle Element describe the processes by which the identified
goals should be pursued.

1.2 History

Many previous planning efforts have included bicycle provisions. These processes have been
underway for several decades and steady progress has been achieved. Historical milestones and
previous documents with bicycle components include:

» 1965 and 1974 Scottsdale Town Enrichment Program Forum initiated the Indian Bend
Wiash project and a bicycle planning document for the Indian Bend Wash and connections
to it;

» 1971 Parks and Recreation Department study to determine public interest level in cycling
and an expanded path system;

» 1975 Bikeway Planning Criteria and Design Guidelines;

» 1978,1981, and 1991 General Plan Circulation Element including a Bikeways Plan with
some design standards;

» 1984 Design Procedures and Criteria: Section 8, Bikeways and Horse Trails;

» 1988 Scottsdale Bicycle Task Force Final Report;

> 1994 City of Scottsdale Bicycle Pedestrian Transportation Plan (adopted in January 1995);
and

» 2004 City of Scottsdale Trails Master Plan.

2.0 EXISTING BICYCLING CONDITIONS

'The City of Scottsdale currently maintains a wide network of on-street and off-street bicycle
facilities. This combined on- and off-street bicycle network is shown in the Existing Bicycle
Facilities Map (Figure 6-1) and described below. The mileage of each of the component parts
of the City’s existing bicycle network are as follows:

» Bike Lanes = 86 miles

» Paved Shoulders = 10 miles
» Bike Routes = 50 miles

» Paved Paths = 61 miles

» Unpaved Trails = 238 miles

A bike lane is a striped portion of a roadway with pavement markings and signs. It is for the
exclusive use of bicyclists but bicyclists are not required to ride in it. Cyclists may leave a bike
lane to pass other cyclists, avoid debris, and make left turns.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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FIGURE 6-1:  Existing Bicycle Facilities
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A paved shoulder is the roadway to the right side of an edge line. Shoulder widths of 5 feet or
more are suitable for bicycle travel. An edge line is used to mark the outside edge of the travel
lane for cars.

A bike route is any combination of paths, lanes, trails, or streets that are designated for bicycle
travel by mapping or signing. Bike routes are typically used to help cyclists identify preferential
travel routes.

A paved path is a shared-use facility not open to motorized devices. It can be used by pedestrians,
bicyclists, skaters, joggers, and other non-motorized users. An unpaved trail is a shared-use
facility for use by equestrians, pedestrians, bicyclists, and other non-motorized users.

Further definitions are listed in the Glossary of this Transportation Master Plan. Definitions
and specific design guidelines for bicycle facilities are listed in the DS&PM. Bicycle parking
requirements are included in the Scottsdale Revised Code, Appendix 6-B, Basic Zoning
Ordinance, Article IX.

'The on-street and off-street bicycle networks are not mutually exclusive and both are necessary.
Since homes, offices, and employment centers are located along streets, we should anticipate
that cyclists and pedestrians need to use those streets to reach their destinations. A commute-
to-work bicycle trip will typically begin on a residential street and end on an arterial street.
Many experienced cyclists prefer to bicycle on the streets where they can travel greater distances
in a shorter time.

The off-street network provides a more relaxed environment and fewer interactions with
motorized traffic, although path users must still watch for cars at driveways, street crossings,
and intersections. Paths like the Indian Bend Wash Path have grade-separated crossings at
many roadways and can provide uninterrupted travel for long distances. Paths are appropriate
locations for casual cyclists and children, as well as faster cyclists when few other users are
present. Since bicyclists share paths with pedestrians, runners, inline skaters, and dogs, they
must adjust their speeds to share the path or to safely pass other users. Many commuter cyclists
will use a path for part of their ride to work, combining the use of on-street and off-street
facilities to reach their destinations.

2.1 League of American Bicyclists Bicycle Friendly Community
Designation

In 2005 and 2007, Scottsdale was a recipient of a Silver Level Award from the LAB as a Bicycle
Friendly Community. This award recognizes municipalities that actively support cycling and
encourage residents to use bicycles as an alternative mode of transportation and for recreation.
Two year awards range from Honorable Mention, to Bronze, Silver, Gold, and Platinum. In
addition, many communities apply and receive no designation whatsoever. The process involves
a screening application followed by a more in-depth application for those communities that
qualify. A committee at LAB, using feedback from LAB members in the local community, scores
the application. In 2005, Scottsdale became the first community without a university to reach
the Silver level and in 2007 Scottsdale achieved Silver level again. Review and recommendations
from LAB provide insights into what Scottsdale could do to achieve a Gold level in a future
application. The 2007 application is included as Appendix 6-A.

SCOTTSDALE TRANSPORTATION MASTER PLAN



2.2 Bicycle Crash Analysis

An analysis was performed using complete City of Scottsdale crash data files. These files
contained data on the report number, date and time of the crash, crash location, injury severity,
date of birth, physical condition, violations, action, travel direction, and manner of collision.
Bicycle crashes were extracted from the overall database for review.

The reported bicycle-vehicle collisions from 1994 through 2004 were divided into total
collisions, injury collisions, and fatal collisions. The lowest number of bicycle-vehicle collisions
occurred in 2003 with 40 total collisions, 35 of which resulted in injury and one in a fatality.
The highest number of bicycle-vehicle collisions occurred in 1995 with a total of 88 crashes,
77 of which resulted in injury and one in a fatality. The majority of bicycle-vehicle collisions
resulted in injury.

In addition to the computerized crash dataset, 33 crash reports were reviewed in detail. The
crash reports were reviewed to determine root causes for the crashes, similar characteristics
among the crashes, and potential counter measures to prevent like crashes in the future. The
review of the crashes yielded a clear trend. Sixty-four percent of the crashes reviewed in detail
(21 of 33) involved motorists colliding with bicyclists riding against traffic on the sidewalk. An
additional 15 percent (5 of 33) involved motorists colliding with cyclists riding against traffic
on the roadway. In these crashes, motorists were most often exiting a side street or driveway
onto the main road and failed to scan to the right for any approaching bicyclists or pedestrians
coming from that direction. In one of these crashes, the cyclist crossed a side street against a
Don't Walk signal. This preponderance of crashes where cyclists rode against traffic illustrates
the potential hazards associated with riding where motorists are not scanning for conflicting
traffic.

The complete collision analysis and recommended countermeasures are included in Bicycle
Element Appendix 6-B. A summary of the recommended countermeasures follows.

2.2.1 Educational Countermeasures

Educational countermeasures will have the greatest effect if they are implemented across the
City, rather than solely on specific streets or at specific intersections. A broad application of
these campaigns, with greater saturation within the high crash areas is appropriate.

Riding Against Traffic

Riding against traffic, either on the sidewalk or on the roadway, appears to be common practice
in Scottsdale. As indicated above, 64 percent of the detailed crashes analyzed involved motorists
colliding with bicyclists riding against traffic on the sidewalk. An additional 15 percent (5 of 33)
involved motorists colliding with cyclists riding against traffic on the roadway. It is imperative
that cyclists who choose to ride on the sidewalk be aware of the hazards associated with this
practice. Driver and cyclist-targeted campaigns are recommended. Graphics would include
Scottsdale locations, demographics, and language. It is also important to target motorists with
these campaigns to make drivers aware that they need to scan for traffic on the sidewalk in
addition to looking where they expect to see other vehicles. These education campaigns must
be run concurrently to maximize the potential for reducing crashes.



Riding at Night Without Lights

Bicyclists operating at night without lights are nearly invisible to motorists. Informational
posters showing sight distances for various colors of clothing and illustrating the limitations
of reflectors may provide cyclists and pedestrians the information they need to make better
choices when choosing gaps to cross the road or when anticipating driver behavior at driveways
and intersections.

2.2.2. Enforcement Countermeasures

The effort to enforce the traffic laws as they relate to bicycle safety should be addressed in an
overall, coordinated, citywide or countywide bicycle enforcement campaign.

'The following behaviors should be targeted for enforcement:

» Riding against traffic on the roadway;

» Failure to yield to pedestrians and cyclists riding on the sidewalk;
» Riding at night without lights; and

» Violating traffic signals.

3.0 ON-STREET BICYCLE NETWORK

The City of Scottsdale’s street system provides the most direct access to nearly all destinations
in the City. This section provides a strategy for creating new bicycle facilities on the City’s
roadways to improve bicycling accommodation for the area’s cyclists. Since the City’s design
guidelines and cross sections for arterial and collector streets include bike lanes, sidewalks, and
trails, these facilities are typically included with new construction and major reconstruction
projects. Creating bike lanes on existing streets can often be challenging and expensive. One
of the most cost-effective ways to create new bicycle facilities is to restripe roadways to include
bike lanes.

3.1 Roadway Restriping Guidelines

This section outlines recommended guidelines for identifying potential locations for roadway
restriping to better accommodate bicyclists. These guidelines were used to recommend roadways
from the study network for restriping (see Section 3.3). On roadways where restriping is not a
viable option, widening the roadway, adding paved shoulders, or removing travel lanes could be
considered on a case by case basis (with the approval of the Traffic Engineering and Operations
Director). The guidelines take into account the effect of restriping on both the motor vehicle
and bicycle modes, using guidance from the following documents:

» A Policy on Geometric Design of Streets and Highways, AASHTO;
» Guide for the Development of Bicycle Facilities, AASHTO;

» Manual on Uniform Traffic Control Devices FHWA; and

» Highway Capacity Manual, Transportation Research Board.

Using the criteria and analysis techniques found in these referenced documents, candidate
projects for potential restriping can be identified and their benefits to bicyclists’ safety and
comfort can be measured for eventual prioritization.

SCOTTSDALE TRANSPORTATION MASTER PLAN



3.1.1  Applicability of Restripe Projects

One of the most cost-effective and easily implemented solutions for improving roadway bicycle
accommodation within existing curbed roadways is to identify roads with “surplus” pavement.
Restriping these roads to accommodate bicycles involves reduction of lane widths, or (in limited
cases after careful analysis) removal, of travel lanes to create space for striped paved shoulders or
designated bike lanes. Because delineated lateral space is the predominant factor in creating a
sense of safety and comfort for bicyclists, restriping can significantly improve a roadway’s level
of accommodating bicycling without the expenses associated with adding pavement to roads, or
completely reconstructing them. Restriping can often be done at the same time as slurry seals
or regular pavement maintenance.

'The type of cross section restriping that will be most generally applicable to Scottsdale roadways
is through targeted reductions in existing lane widths. This opportunity usually presents itself on
curbed multi-lane roadways where existing lanes are at least 12 feet wide. In many such cases,
enough width can be removed from existing lanes to create an effective space for bicyclists
without significantly affecting motor vehicle operations.

A primary concern associated with roadway restriping is the potential effect on motor vehicle
capacity and operations. As roadway lanes are narrowed, capacity has been shown to be
marginally reduced. In addition, roads with higher speeds and greater volumes of heavy vehicles
do not operate as well with lanes of less than 12-feet as low-speed, low-truck volume roads do.
There is an abundance of existing national guidance regarding appropriate lane widths for both
motor vehicles and bicyclists, outlined below.

3.1.2 Identifying Restripe Candidates

Restripe candidates are those roadways where posted speeds are 50 mph or less, no current bicycle
lane or paved shoulder exists, and where a paved shoulder or bike lane at least 3 feet wide can
be created while typically maintaining other travel lane widths of at least 11 feet (as approved
by the Traffic Engineering and Operations Director). There will be some roadway segments on
which one or both of these dimensions is able to be larger and a very few circumstances where
smaller lane widths may be considered. The minimum recommended lane widths are based on
the 2004 AASHTO 4 Policy on Geometric Design of Highways and Streets. The AASHTO policy
states in its foreword that its intent is to recommend a “range of values for critical dimensions.”
These ranges allow for flexibility, as the policy describes:

Minimum values are either given or implied by the lower value in a given range of
values. The larger values within the ranges will normally be used where the social,
economic, and environmental impacts are not critical (emphasis added).’

With regard to the width of lanes on Urban Arterials, the policy states:

Lane widths may vary from 10 to 12 feet. Lane widths of 10 feet may be used in
highly restricted areas having little or no truck traffic. Lane widths of 11 feet are
used quite extensively for urban arterial street designs. The 12-foot lane widths are

1 MSHTO Policy, 2004. xlii
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most desirable and should be used where practical, on higher speed, free flowing,
principal arterials.?

'The policy clarifies further,

Under interrupted-flow operating conditions at low speeds (45 mph or less), narrower
lane widths are normally adequate and have some advantages.?

A number of major roadways in Scottsdale have narrower than 12-foot lanes. They include
Scottsdale Road north of Indian Bend Road, Hayden Road north of McKellips Road,
Shea Boulevard east of 64th Street, Thomas Road, McDowell Road, and others.

When designating dimensions for the restriping of existing pavement cross sections to include
ridable shoulders, 2 minimum 3-foot wide shoulder is recommended. Where more than 3 feet
is available, the wider space is recommended, but three-foot shoulders have been shown to
provide a tangible sense of comfort to cyclists.* While the AASHTO Guide for the Development
of Bicycle Facilities (1999) expresses a preference for 4-foot wide shoulders, it also states, “...
where 4-foot width cannot be achieved, any additional shoulder width is better than none
at all.” In order for a restriped shoulder to be signed and marked as a bike lane in a location
with curb and gutter, the new space should provide a minimum of 5 feet between the face of
the curb and the bike lane stripe, at least 3 feet of which consist of a ridable surface. The City
currently increases the ridable surface in some locations by making the gutter pan flush with
the pavement. On open shoulder roadways, 4 feet of pavement is recommended to designate a
bike lane.?

An example of a restripe candidate is a six-through-lane roadway with a posted speed limit of
40 mph where all lanes are currently 12 feet wide. In this case, each lane could be reduced to
11 feet, thereby creating 3 feet of bicycle space in each direction of travel. Alternatives would be
to provide a lane width for two of the lanes of 10.5 feet to provide a 4-foot bike lane or to make
the outside lane wider and not stripe an edgeline. Each project must be carefully evaluated to
determine the best alternative and be approved by the Traffic Engineering and Operations
Director.

3.1.3 Evaluating Restripe Candidates

Once candidate roadways have been identified, the next step is to evaluate the level of
accommodation provided to both motorists and bicyclists before and after the potential
restriping occurs. Planning-level analysis tools for urbanized arterials are available that estimate
motor vehicle LOS based on certain readily available inputs, including the class and location
of the roadway, traffic volumes, number of lanes, and signal spacing. For the purpose of these
guidelines, the analysis should consider forecast traffic volumes.

According to the Highway Capacity Manual (HCM), a one-foot reduction in lane width can
cause, in some cases, up to a 3 percent reduction in capacity depending on signal spacing. Based
on the amount of width needed to create the desired bicycle facility, a corresponding reduction

2 AASHTO Policy, 2004. page 472

3 AASHTO Policy, 2004. page 473

4 Landis, Bruce W. et.al. “Real-Time Human Perceptions: Toward a Bicycle Level of Service” Transportation Research Record 1578, Transportation Research
Board, Washington DC 1997.

5 AASHTO Guide for the Development of Bicycle Facilities, 1999, pp. 22-23.

6 Highway Capacity Manual, Transportation Research Board. Washington, DC, 2000, p. 16-11.
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in capacity can be measured to determine whether desired motor vehicle LOS is still met. If
desired motor vehicle LOS is met, lane restriping should be pursued.

3.2 Bicycle Level of Service

'The Bicycle Level of Service Model, a bicycling conditions performance measure, is a “supply-
side” criterion or an objective measure of the bicycling conditions of a roadway. The Bicycle
LOS Model uses an evaluation of bicyclists’ perceived safety and comfort with respect to motor
vehicle traffic. This bicycling conditions performance measure or criterion is classified as the
LOS for bicyclists that currently exists within the roadway environment. With statistical analysis,
the Bicycle LOS Model can reflect the effect on bicycling suitability or “compatibility” due to
factors such as roadway width, bike lane widths and striping combinations, traffic volume (some
network segments within the City of Scottsdale were not evaluated because of the unavailability
of volume data), pavement surface condition, motor vehicle speed and type, and the presence
of on-street parking. Based on these data, a numerical bicycle LOS score is calculated and
converted to a readily understood pseudo-academic (A-F) scale, with A representing the most
compatible bicycling conditions and F representing the least compatible.

3.3 Facility Recommendations

Geometric and operational data were collected for the City’s identified potential bicycle facility
roadway segments. This data was used to produce an On-Street Bicycling Conditions Map
(Potential Network) (Figure 6-2), showing the results of a bicycle LOS analysis for the study
network (also shown in tabular format in Appendix 6-C). The restriping analysis was carried
out based on these data and the guidelines set forth above. Restriping is a viable option for
many of the evaluated segments. In cases where restriping would not be appropriate, alternative
options were evaluated, and a recommended improvement type was identified. (These alternative
options would be costlier than roadway restriping.) Each of the improvement types is defined
and discussed below and shown in Figure 6-3: On-Street Bicycle Facility Restripe Guide.

3.3.1 Restripe Candidates

Based on the lane widths set forth in the restriping guidelines, many segments included in
the evaluation have been deemed restripe candidates (Figure 6-3). Most of these roadways
have enough pavement width to reduce vehicle travel lane widths, thereby creating space for
a new bike lane or a paved shoulder. Additional restripe candidates were identified wherein
the general lane widths would be reduced to 10.5 or 10 feet. These candidate roadways, which
should be examined further only in cases where truck volumes are very low, are shown with
their secondary recommendation (described below) in Figure 6-3, in the event that restriping
is ultimately deemed infeasible. Two additional segments (Greenway-Hayden Loop south of
Frank Lloyd Wright Boulevard and 94th Street between Thunderbird Road and 100th Street) are
restripe candidates if one general use lane in each direction could be removed and an acceptable
motor vehicle LOS (based on forecast traffic volumes) will be maintained. These restriping
candidates should undergo additional review and analysis. Restriping roadways, where feasible,
is a relatively inexpensive solution for improving bicycling conditions and should be considered
before any other solutions. Seventy-six miles of potential restripe roadways have been identified
(see Appendix 6-C for a list of these segments). For the remaining roadways where restriping
is not a viable option, other alternatives have been explored; these alternatives are described in
the sections below.
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3.3.2 Paved Shoulders

There are many miles of roadway in Scottsdale that are not equipped with curbs and gutters.
Some of these roadways presently have low traffic volumes and are therefore already well suited
for bicycling, and others have been named as “restripe candidates” because there is available
width in the existing cross section to re-position the edge stripe. There are many of these open-
shoulder roads that have no more room to give from the travel lane to the shoulder. Bicycling
conditions on these roads could be improved, however, by the relatively inexpensive widening
of their paved shoulders. If shoulders are developed on these segments, they should extend to
a minimum of 5 feet beyond the existing outside lane edge striping. There are approximately
25 miles of roadway for which adding to the shoulder is the recommended strategy.

As these open-shouldered roads usually lie along undeveloped parcels (either at the margin of
present development patterns or in an infill situation), it is very important that the City pay close
attention to these segments over time. Given the continued growth expected in Scottsdale in
the coming decades, it is likely that many of these roadway segments will be widened and lined
with curbs. When this occurs it will be important to include adequate space for bicyclists in the
altered cross section as is currently required in the DS&PM. Improved bicycle accommodation
through the relatively simple act of broadening roadway shoulders will give the residents of
and visitors to Scottsdale and the East Valley the opportunity to reveal the demand for more
“complete” streets in the future.

3.3.3 Detailed Corridor Study

Many segments present minimal opportunity for improving bicycling conditions through either
of the strategies mentioned above. Any tangible improvement to these segments will require
extensive and detailed operational-level investigations of the constraints and opportunities
along these corridors. Individual corridor studies will be needed to verify the extent of available
rights-of-way as well as the design options which should be considered. There are approximately
26 miles of roadway that represent detailed corridor study segments.

3.3.4 Pedestrian/Bicycle Enhanced Street

There are no off-street corridors south of McDonald Drive that can easily be used for east-
west pathway connections. Several streets provide conditions that may allow for a significant
improvement to the pedestrian and bicycle facilities along them. These streets are primarily
half-mile collectors between the major arterials. They include: Roosevelt, Belleview, Oak,
Osborn, Chaparral, and Jackrabbit. No specific recommendations are being made at this time
but improvements could include wide sidewalks, bike lanes, shared-use paths, additional shade,
and traffic calming. A detailed plan for each street would be developed with significant input
from residents and businesses along each of the corridors.

3.4 Prioritization Procedure

An objective prioritization procedure helps ensure that resources are allocated in a way that
best serves the needs of the City’s residents and visitors. One of the leading ways to prioritize
candidate bicycle facility improvements is a neo-traditional Benefit-Cost Index. This is built
upon standard benefit-cost ratios used in infrastructure investment planning and programming.
It provides an indication of the relative value of improving a transportation facility with respect

SCOTTSDALE TRANSPORTATION MASTER PLAN



I
to other (candidate) transportation facilities. The results of a neo-traditional Benefit-Cost Index
provide the City with an effective and easily defensible ranking list of improvements.

To evaluate potential bicycle facility improvements in Scottsdale, two measures of benefits
have been incorporated into the analysis: the improvement to the roadway segment’s bicycling
conditions and the bicycling demand around the segment. For segments that have been
identified as restripe candidates, the first benefit is measured by comparing the existing bicycle
LOS score to the score resulting from the creation of a bike lane through the reallocation of
existing pavement. The same approach is used to measure the improvement gained through the
addition of paved shoulders. Measuring the potential improvement to bicycle conditions for
segments identified as either detailed corridor study or Pedestrian/Bicycle Enhanced Streets is
more challenging because the future outcome is less certain. In each case, an average assumed
bicycle LOS was used. Specifically, a score of 2.0 (B on the assessment scale) was used for each
segment. For detailed corridor study segments, it is assumed that any detailed study would
involve significant roadway reconfiguration, and would therefore likely include standard-width
bike lanes in the future scenario, leading to a better bicycle LOS. Pedestrian/Bicycle Enhanced
Street segments would require specific evaluation of facilities, opportunities, and substantial
public involvement in the design of these streets, but it could be assumed that the facilities

would be enhanced, also leading to a better bicycle LOS.
Bicycle LOS addresses the “supply side” of bicycling conditions by quantifying whether bicyclists

are accommodated. It does not, however, measure whether there is any demand for bicycling
in a particular area. To measure potential bicycle demand, the latent demand method was used.
Latent demand identifies how many people would likely use non-motorized modes to travel, if
effective accommodation were universally provided, based on the proximity (and mix) of origins
and destinations to study network segments (a more detailed explanation of the latent demand
method is included in the Pedestrian Element of this Transportation Master Plan). By combining
the improvement to bicycling conditions gained by making a facility improvement with the
potential for bicycling in a given area, a complete picture of the likely benefits emerges.

In a situation where all bicycle facility improvement types have the same cost or when
maintenance can implement improvements, those segments with the highest level of benefits
(significantly improved bicycling conditions and high latent demand) would have the highest
priority. However, the costs associated with the recommended improvements vary greatly.
Specifically, roadway restriping is a very cost-effective way to better accommodate bicyclists,
whereas constructing a sidepath or performing a detailed corridor study is much more costly.
The assumed per-mile construction costs (2007) of the facility recommendations, which are
based on costs estimated by communities throughout Arizona and the United States, are shown
below:

» Roadway restriping - $8,500/mile (less when completed with standard maintenance)
» Addition of paved shoulders - $200,000/mile
» Detailed corridor study and rebuilt street — up to $2,000,000/mile

The ranked prioritization list contained in Appendix 6-C is designed to indicate where the
City can get the most “bang for its buck.” The list is shown in descending order of benefit-cost,
such that the highest projects on the list should receive the most immediate consideration
when funding becomes available. Naturally, if funding for a particular project becomes available
through private development, or State or Federal sources, or if the project is a key “missing link”
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in the system, or can be accomplished through standard maintenance, that project should be
pursued regardless of its placement on the prioritization list.

To create a viable long-term on-street bicycle network in the City of Scottsdale, two approaches
are needed: retrofitting existing roadways and ensuring accommodation on future roadways. The
prioritized facility reccommendations above will help enable the City to retrofit existing roadways
to improve bicycling conditions. To ensure accommodation on future networks, policies that
ensure the inclusion of bicycle facilities are critical. Fortunately, many of these policies are
already in place. According to the standard cross sections contained in the DS&PM, bike lanes
are included in the design of all roadways classified as minor collector and above. One revision
to the major arterial cross section would be to provide 6-foot bicycle lanes excluding curb and
gutter on streets with speed limits of 50 mph or greater. A narrower bicycle lane would be
allowed in retrofit situations. In addition, the Policy Element of this plan includes a Complete
Streets Policy to further ensure that sufficient bicycle facilities will be provided.

4.0 OFF-STREET BICYCLE NETWORK

The off-street network consists of paved shared-use paths and unpaved shared-use trails. The
unpaved trails were most recently addressed in the 2004 Scottsdale 7rails Master Plan: On the
Right Trail. All paved and unpaved facilities are open to all non-motorized users. Typically,
equestrians avoid the paved paths, and roller bladers (in-line skaters) and cyclists on road bikes
avoid the unpaved trails.

Shared-use paths’ represent an important component of the overall bicycle network. They
provide opportunities for riding among user groups who are not comfortable riding in the
roadway (casual cyclists, children, families, and the elderly). There are two primary goals for
the network of shared-use paths (or off-street facilities) in the City of Scottsdale: circulation
and connectivity. The circulation goal is built on a vision of the network growing into a fully
circulating (looped) network of shared-use paths that connect various priority trip origin points
and destinations within the City, and also connect to major shared-use paths in neighboring
communities. The connectivity goal is to build “spur” facilities that provide access from
individual commercial districts or neighborhoods to the larger circulating system. The paths of
this circulating and connected network will be designed to accommodate the mix of bicyclists,
pedestrians, and other users who benefit from Scottsdale’s existing shared-use path network.
Circulation corridors and connectivity spurs have been selected based on their potential to
connect certain priority origins and destinations to this system.

4.1 Priority Connections

Priority Trip Origins to be connected to this system are derived from the character types
outlined in the City’s General Plan Character and Design Element, and will be refined through
the Streets Element of this Transportation Master Plan. These origins are the areas from which
a high number of residents and visitors could begin their travels on the system of shared-
use paths. They have been selected because their land use designations provide the density of
residents or concentration of visitors whose use of the network will provide an optimum return
on the investment in the network. The priority origin areas to be connected by this network
include:

7 Scottsdale’s City Code currently refers to such fucilities as “multiuse paths” (Chapter 17, Article IV, Division 3). However, the term “shared-use paths” has
become the national standard, as evidenced by its use in the AASHTO Guide for the Development of Bicycle Facilities. For consistency, it is therefore recom-
mended that the City adopt the use of “shared-use path.”
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» Urban Character Residential Areas;

» Suburban and Suburban Desert Character Residential Area; and
» Resort Corridor and Resort Village Character Areas.

Priority Trip Destinations to be connected to the system are similarly derived from the
character areas of the City of Scottsdale General Plan. These areas encompass Scottsdale’s retail,
entertainment, arts, and cultural districts. The priority destination areas include:

» Employment and Regional Cores;

» Tourism and Recreation Corridors;

» Downtown;

» Urban Character Areas;

» General Plan-indicated “Activity Centers”;

» Regional off-street bicycle facilities as they enter Scottsdale from neighboring
jurisdictions; and,

» McDowell Sonoran Preserve trailheads.

This system will consist of several fully circulating primary corridors, stretching the length and
breadth of the City, with “spur routes” connecting the primary loops into neighborhoods and
other districts. Development of future pathways on the circulation system can be evaluated
based on various factors, including:

» calculating how much connected mileage they contribute to the system;
» connecting a new priority origin character area to the network;

» connecting a new priority destination character area to the network; and
» closing a circulating loop within the larger existing system.

Spur routes can similarly be prioritized to connect the circulating system to local destinations
within individual neighborhoods or character areas. Such spur route priorities can include:

» improving access within a neighborhood to a school;

improving access within a neighborhood to a park;

connecting a school or park to the circulating system;

extending a connection from the circulating network into a retail district;

extending a connection from the circulating network into a Suburban or Suburban Desert
Character Area;

extending a connection from the circulating network into a Resort Corridor or Village; and
extending a connection from the circulating network into an Urban Character Area,
Downtown, or to a General Plan-indicated “Activity Center.”

vvyyvyy
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By concentrating the development of off-street bicycle facilities towards these parallel goals
of circulation and connectivity, the City of Scottsdale can strengthen its position as one of the
Southwest’s great places to live, work, and play.

4.2 Primary Path Corridors

4.2.1 Indian Bend Wash Path

'The Indian Bend Wash Path is the most popular and well-known shared-use path in Arizona.
It begins in Tempe at the Salt River and travels north in the Indian Bend Wash to Indian Bend
Road. At this point it follows several street and drainage corridors to the northeast and reaches

the CAP Canal at Horizon Park. Scottsdale’s section of the Indian Bend Wash Path (north
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of McKellips Road) is roughly 14 miles. There is an unfinished gap between Shea Boulevard
and Cactus Road that is currently under design. This path serves as the backbone of the City’s
off-street network. Nomenclature for the path is confusing north of Indian Bend Road. One
segment is called the Camelback Walk Path and another is referred to as the 96th Street Path.
'This entire corridor should be assigned one name with the likely choices being the Indian Bend

Wash Path or the Indian Bend Path.

4.2.2 Crosscut Canal Path/Arizona Canal Path

The Crosscut and Arizona canals are components of the Salt River Project canal system. The
Crosscut Canal flows from the Arizona Canal at Indian School Road and 64th Street south to
Canal Park at McKellips Road and College Avenue in Tempe. A paved path was constructed
from Oak Street to Papago Park in the 1970s and featured the Valley’s first grade-separated
bicycle/pedestrian tunnel under McDowell Road. The reconstruction of this path and the
tunnel approaches has just been completed and the next phase from Thomas Road to Indian
School Road is currently in design.

The Arizona Canal runs over 38 miles from Granite Reef Dam on the Salt River to the New
River in Peoria. Approximately 6 miles of the facility are located in Scottsdale. The Maricopa
County Board of Supervisors designated it as a segment of the Sun Circle Trail in 1964. All
the cities along the corridor have committed to maintain equestrian access along the route. The
segment from Pima Road to the Indian Bend Wash has a completed paved path and other
projects are in some phase of planning, design, or construction throughout the route within
Scottsdale.

The City recently completed the Draft Canal Corridor Study? to provide guidance for developing
the paved pathway along the Arizona and Crosscut canals. It identifies which bank the path
should be located on, the locations for potential pedestrian bridges, and other issues related to
the pathway and corridor development.

4.2.3 Central Arizona Project (CAP) Aqueduct Path

The CAP Aqueduct system was constructed by the Bureau of Reclamation (BOR) and is
operated by the Central Arizona Water Conservation District (CAWCD). The CAP is a
336-mile-long system of aqueducts, tunnels, pumping plants, and pipelines and is the largest
single source of renewable water supplies in the state of Arizona. The CAP is designed to bring
about 1.5 million acre-feet of Colorado River water per year to Pima, Pinal, and Maricopa
counties. This water delivery system reaches from Lake Havasu to south of Tucson. As part
of recreational planning for the CAP Aqueduct, BOR committed itself to maintain a 20-foot
recreation corridor throughout the project.

In April 2004, the Feasibility Study for a Multi-use Path along the CAP Aqueduct System® was
completed through the participation of the state of Arizona, BOR, Maricopa County, and the
cities of Mesa, Peoria, Phoenix, and Scottsdale. This study provides a detailed analysis of the
pathway corridor from the Waddell turnout in Peoria to the southern boundary of Mesa.

'The Scottsdale segment comprises approximately 9.2 miles of the total 53-mile study corridor
length and is primarily developed land along the existing adjoining properties to the Aqueduct

8 ity of Scottsdale, Draft Canal Corridor Study, 2007
9 Initiated by the Governor’s Arizona Bicycle Task Force in 1986. For copies contact Reed Kempton at the City of Scottsdale or any of the participating agencies.
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ROW. In general, along the south side of the Aqueduct within the Scottsdale segment, there is
one CAP check control structure within the CAWCD security fence to go around, six existing
major arterial roadway crossings (Scottsdale Road, Greenway-Hayden Loop, Thompson Peak
Parkway, Cactus Road, Via Linda, Shea Boulevard, and 124th Street), one highway/freeway
crossing (Loop 101), and an existing 1.1-mile retaining wall along the existing CAWCD
security fence line.

4.2.4 Power Line Path

The Power Line Path begins at WestWorld and follows the power line corridor northwest
to Scottsdale Road just north of Deer Valley Road. The segment between Thompson Peak
Parkway and Deer Valley Road already exists. Grade-separated crossings for the future path

were provided during major roadway construction of Pima and Hayden roads.

4.2.5 Pima Path

The Pima Path is a unique combination of bike routes and paths that provides nearly 9 miles
of bicycle facilities along a north/south corridor south of Shea Boulevard. By providing short
sections of pathways near the arterial intersections, Scottsdale was able to connect the residential
access roads parallel to Pima Road for use by bicyclists and pedestrians. A major section of this
corridor has just been rebuilt with a widened path and a new bridge over Via Linda. Sections
of the Pima Path also exist north of the Loop 101.

4.3 Shared-use Path Prioritization Criteria

Nearly 300 shared-use path segments have been identified as potential locations and prioritized
for future construction. The segments include both circulation corridors and spur corridors,
as defined in Section 4.1, as well as even shorter connections. Some of the proposed facilities
would be sidepaths (located within the ROW of an adjacent roadway), while others would
be independently aligned paths (located outside of any existing roadway ROW). Each of the
identified corridors has been prioritized based on three criteria: the potential demand in the
vicinity of the corridor, the existing bicycling conditions on parallel roadways, and the potential
for connections to the City’s existing bicycle network. These criteria are discussed in greater
detail below.

While this plan recommends sidepaths in some locations, it is important to note
that any sidepath project must be considered with a great deal of caution. While
sidepaths are popular with some cyclists and appear to many as an appropriate bicycle
facility alternative, crash statistics and operational challenges from across the United
States and around the world provide ample warning that, in many settings, they are
not. The AASHTO Guide for the Development of Bicycle Facilities identifies potential
problems associated sidepaths that should be considered when these facilities are

being designed."

4.3.1 Potential Demand

Higher priority should be given to paths that will likely attract a significant number of users and
that are located within urban, employment, and suburban Genera/ Plan-identified Character
Areas. This criterion is measured by the latent demand' immediately surrounding the corridor.

10 AASHTO Guide for the Development of Bicycle Facilities, 1999, pp. 33-35.
11 The theory and methodology of the latent demand analysis are explained in detail as part of the Pedestrian Element of this Plan.
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'The latent demand analysis was originally performed for on-road segments that are part of
the bicycle study network. In cases where a potential shared-use path corridor coincides with
an on-road study network segment, the demand score is simply applied. In all other cases,
potential demand for off-street corridors is estimated by interpolating the latent demand results
of the bounding on-street segments. Among other factors, the latent demand method takes
into account the proximity (hence connectivity) of a corridor to parks and schools. In addition,
the latent demand results have been found to coincide closely with the priority character areas.
As such, corridors with high levels of potential demand are also those that provide connections
to identified priority destination areas.

4.3.2 Existing Bicycling Conditions

Where on-road bicycling conditions are poor, shared-use paths can frequently offer travelers a
more comfortable way to reach their destinations. In these cases, a well-designed path (whether
a sidepath or otherwise) has greater potential for increased use because of the lack of viable
alternatives. The quality of existing conditions is measured by the bicycle LOS provided on the
nearest parallel collector/arterial route (or a combination of multiple routes, if appropriate).”? In
this prioritization analysis, those corridors with the worst parallel on-road bicycling conditions
receive the highest score for this criterion.

4.3.3 Connectivity fo the Existing Network

Although certain components of a potential corridor’s benefit to the transportation system’s
“connectivity” are covered by the latent demand criterion (e.g., connectivity to parks, schools,
and priority destinations), connectivity to the existing bicycle network is a separate issue.
Accordingly, this component of the prioritization addresses whether and to what degree
proposed path corridors would connect to existing bicycle facilities of various types. Specifically,
each corridor segment has been evaluated to see whether it would intersect with other shared-
use paths (4 points, if yes), bike lanes and paved shoulders (3 points), existing bike routes
(1.5 points), local streets (1.0 point), and future paths (0.5 points). Naturally, longer segments
have a greater potential to intersect other existing facilities; however, this situation is appropriate
because longer segments have a greater ability to provide long-distance connections and they
frequently are part of the important circulating network of potential paths.

4.3.4 Shared-use Path Prioritization Procedure Results

All potential paths received a score between 10 (high) and 0 (low) for each of the designated
criteria. The scores were then weighted based on the relative significance of the criteria
(50 percent for potential demand, 30 percent for existing bicycling conditions, and 20 percent
for connectivity to the existing network). The results were used to create three priority “tiers,”
with Tier I having a higher priority than Tier III. These are shown in tabular format in
Appendix 6-D (sorted by Path ID) and Appendix 6-E (sorted by Tier); both appendices are
included in this section. They are shown in graphical format in Figure 6-4. These tiers represent
the relative benefit"® of the paths and give the City an approximation of construction priorities,
keeping in mind that opportunities to construct specific paths should always be taken when
opportunity arises, regardless of the path’s placement in this prioritization analysis.

"

12 While levels of service were not calculated for on-road segments with existing bike lanes, such roadways are assumed to have an ideal (“A”) condition for this
analysis.

13 Unlike the on-road prioritization process, which incorporates a facility cost based on the various identified facility types, all paths are assumed to have the
same unit construction cost.
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4.4 Grade-separated Crossings

A grade-separated crossing is an underpass, overpass, or bridge that allows motorized and
nonmotorized traffic to avoid any interaction at street crossings or intersections. Grade-
separated crossings are encouraged where paths and trails intersect major streets.

Grade-separated crossings should be required on new construction where major roadways cross
a trail or path. When new drainage culverts are designed, the design should accommodate a
path and trail and should consider the needs of bicyclists, pedestrians, and equestrians.

4.5 At-grade Crossings

Where grade-separated crossings are not viable or necessary, at-grade crossings can be used.

4.5.1 Signalized At-grade Crossings

In the absence of a grade-separated crossing, a signalized crossing should be considered if
warranted. The MUTCD provides warrants for the installation of traffic signals. Any of the
warrants described in the MUTCD can be used for pathway/roadway intersections. When
using vehicular warrants, however, only bicyclists should be considered as volume on the path.
Alternatively, bicyclists can be counted as pedestrians for the application of the Pedestrian
Volumes warrant.

4.5.2 Unsignalized At-grade Crossings

In many locations and for many reasons, grade separation and/or signalization may not be
feasible or warranted. There are several specific treatments that can be incorporated at designated
crossings that will give path and trail users a greater sense of security, comfort, and convenience.
These treatments are considerably less costly than grade-separated crossings. Two primary
criteria are used to determine if a designated mid-block pathway crossing may be appropriate
at a given location:

» Roadway geometric characteristics:
> sight distance
b proximity to intersections
» Pathway user volumes converted to:
» pedestrian delay represented by the additional distance the pathway user is required to
travel to an intersection crossing.

If a designated mid-block pathway or trail crossing is therefore determined to be the appropriate
solution, specific intersection characteristics must be further evaluated to determine the
appropriate crossing treatment(s). The intersection characteristics include:

» the number of lanes

» presence of a median

» motor vehicle travel speed
» traffic volume

Streets with many lanes, higher traffic speeds, and higher traffic volumes would better
accommodate bicyclists and pedestrians with the use of a greater number of design treatments
such as:
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raised median

pedestrian refuge

ladder or continental style marked crosswalks
staggered crosswalks or Danish offsets
pedestrian crossing warning

advanced pedestrian crossing warning signs
yield to pedestrian signs

advance yield lines

appropriate pedestrian scale lighting
experimental treatments and devices

VVVVYVVVYYVYYVYY

4.6 Improving Existing Facilities

Scottsdale has a number of existing paths and bridges that were built prior to the Americans with
Disabilities Act and using a different set of guidelines than those in place today. These facilities
should be evaluated for widths, slope, cross slope, access ramps, and other accommodation
issues.

By 2009, the City shall complete an analysis regarding public restrooms in areas where
commercial facilities are not available for use by business patrons. Items to examine include
construction and maintenance costs as well as available alternatives.

5.0 EDUCATION, ENCOURAGEMENT, AND ENFORCEMENT

Education is an important element in increasing bicycling while improving safety. As discussed
in Section 2.2 Bicycle Crash Analysis, educational and enforcement countermeasures can be
effective in reducing the number and severity of bicycle/motorist crashes. Education goes
hand-in hand with encouragement to increase cycling; together they improve skills and raise
awareness. The greater the presence of bicyclists on the road, the more aware motorists will
become.

5.1 City of Scottsdale “Bike Map”

Scottsdale’s bike map provides guidelines for cyclists using on- and oft-street bicycle facilities,
along with information about existing bicycle facilities. The bike map is frequently updated
providing a regular opportunity to update safety and educational information. The following
information is on the current City of Scottsdale Bike Map (October 2006).

5.1.1 On-street Bikeways - Share the Road

» Ride defensively — prepare for the unexpected and plan alternative maneuvers to avoid
conflict. Rules alone do not always protect bicyclists from injury. Be alert. Be visible. Be
safe. Ride predictably.

» Obey traffic signals and signs — As a vehicle, bicycles must obey all the rules of the road.
Cyclists have the same privileges and duties as other traffic.

» Use appropriate lane — Avoid being in a right-turn-only lane if you plan to proceed
straight through. Move into the through lane early.

» Beware of car doors — Be wary of parked cars. Motorists can unexpectedly open doors. Be
sure your bike is a car door length away from parked cars.
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Use lights at night — Always use a strong white headlight, rear light, and red reflector at
night or when visibility is poor.
Scan the road behind — Look over your shoulder to check behind you regularly and use a
mirror to monitor traffic. Although bicycles have equal right to the road, be prepared to
maneuver for safety.
Ride on the right — Ride on the right with the flow of traffic. Never ride against traffic on
the road, in a bike lane, or on a sidewalk.
Turning left — two options — As a vehicle, signal your intentions in advance. Move to the
left-turn lane and complete the turn when safe. As a pedestrian, ride to the far crosswalk
and walk your bike across.
Use hand signals — Signal all turns and stops ahead of time. Check over your shoulder,
then make your turn/stop when safe to do so.
Make eye contact — Confirm that you are seen. Establish eye contact with motorists
to ensure that they know you are on the road. Share the road in a polite and courteous
manner.
One person per bike — Riding double is only permitted when carrying a child in an
approved carrier or when riding on a tandem bicycle.

5.1.2 Shared-use Paths

>

>

>

Keep to the right on paths — All path users must keep to the right except when passing or
turning left. Move off the path to the right when stopping.

Signal to others — Cyclists, when approaching others, sound your bell or horn early, then
pass safely on the left. Pedestrians, acknowledge with a wave when someone is overtaking.
Right of way — Cyclists and in line skaters must yield to pedestrians. Pedestrians always
have the right of way.

Control your pet — Scottsdale ordinances require pets to be leashed while on the path and
owners to clean up after their pets.

Earphone dangers — Keep the volume sufficiently low to be able to hear other path users
approaching.
Merge correctly — Look both ways. Yield to through traffic at intersections.

Respect nature — Do not disturb or feed wildlife. Keep to well established paths to protect
habitats. Do not collect plant or animal material.

Where to skate — Follow the same rules as cyclists. Ensure your stride does not cross the
center of the path.

Be visible — Outfit your bicycle with a headlight, rear light, and reflectors as you would for
riding on the road.

Flooded paths — Many of our paths are in flood channels. Do not enter when water is
present.

5.1.3 Sharing the Trail

>
>
>

v

Respect the land, stay on designated trails.

Avoid wet or muddy trails. Save them for future trips when they are dry.

When approaching horses, announce your presence, STOP, and ask if it is safe to pass, but
don’t make any sudden movement or noise that may cause a horse to spook.

Don'’t cut switchbacks, take shortcuts, or create new trails.

Keep to the right of the trail. Save the left for passing. Always announce your intentions
when passing.

SCOTTSDALE TRANSPORTATION MASTER PLAN



|

» Be aware of persons with disabilities and respectful of their needs. All users yield to
persons with disabilities.

» Downbhill traffic yields to uphill traffic. Listen for other trail users and stand off to the side
of the trail to allow uphill users to pass.

» Slow down when sharing the trail. Adjust your pace when approaching other users. Travel
at a speed appropriate for the conditions. Always travel at a speed that allows you to be in
control.

» When in a group, travel single file and don't block the trail. Allow room for other users.

» Keep pets under control and/or on a leash when on a trail.

5.1.4 Theft Prevention

Most bicycle thefts are due to unlocked or improperly locked bikes. Following these tips will
help prevent your bike from being stolen:

» Never leave your bike unlocked, not even for a few minutes.

» Always use a high quality U-lock, chain or cable.

» Always lock the frame and front wheel to either a rack or pole.

» For extra security, remove the front wheel and lock it with the frame and rear wheel.
» Register your bicycle with the Scottsdale police at www.ScottsdaleAZ.gov

5.2 Community Activities That Encourage/Promote Bicycling

Scottsdale has several programs and events in place to actively encourage or promote bicycling.
Our B.LK.E.S. program provides free bikes to City employees who agree to ride them to work.
Handlebar Helpers is a community “earn a bike” and apprentice program that recycles bikes
and trains young people in bike repair. Cycle the Arts and Bike to Work days promote and
celebrate cycling in Scottsdale. The following are current cycling promotions and recommended
additional methods to promote and encourage cycling.

5.2.1 Events
(ycle the Arts

Cycle the Arts is a uniquely Scottsdale annual family bike ride which tours part of Scottsdale’s
extensive public art collection with guides from the Scottsdale Cultural Council. The third
annual Cycle the Arts event will be held in 2008.

Bike to Work Day

Bike to work is an annual event with employees riding approximately 4 miles to City Hall with
elected Officials, Police Bike Unit members, and peers. Riders are eligible for prizes.

Safe Routes to School (Walk/Bike to School)

As an initial step towards a SRTS program, the City of Scottsdale encourages schools to
participate in the annual Walk/Bike to School Day. At the 2006 and 2007 Walk/Bike to School
Day events, coordinated with Grayhawk Elementary School, an estimated 75 percent of the
students participated. The event is a partnership among City departments, school districts
and parents, teachers, and school staff. The Pedestrian Element and Policy Element of the
Transportation Master Plan encourage additional resources dedicated to this program to expand
its scope and encourage more schools to participate citywide.



Bike Rodeos
The City of Scottsdale Police bike unit, working with Scottsdale Unified School District,

organizes several bike rodeos and safety presentations each year for school age children. An
average of ten schools participate each year. Safety presentations and a bike obstacle course
are provided for the students. Safety information brochures and booklets are distributed to all
participants

5.2.2 Educational/Promotional Opportunities
CityCable 11

There are several opportunities for educational and promotional announcements regarding
cycling on the City of Scottsdale cable television station:

» Chief of Police weekly television show on the City’s cable television show

» Public service announcement on Arizona’s 3-foot passing law

» Let’s Get Moving Transportation program discusses transportation related topics
including cycling

Instruction

Local bike clubs, organizations, and shops offer educational opportunities for adult cyclists with
instruction by LAB members available.

SCC annually holds a course called Mountain Biking the Southwest which covers basic skills
and techniques for mountain biking. The course includes bicycle maintenance techniques, trail
etiquette, and safety considerations.

Through the Scottsdale Unified School District parent/teacher handbook, information on school
guidelines for bicycle, roller blade, skateboard, and scooter use is provided to each student. The
school district requires a signature from parents for each student affirming students received

the handbook.

The City of Scottsdale Web page contains information on cycling, bicycling safety, bicycle
registration, the City’s Bike Map, and a Report a Problem feature which addresses routine
bicycling issues.

Additional information about Scottsdale’s current cycling activities and information are

contained in the LAB application in Appendix 6-A.

5.3 Enforcement

The Scottsdale Chief of Police has met personally with local bicycle advocates to discuss the
concerns of cyclists in the community. Police officers get traffic law training in the Police
Academy which includes bicycle laws. The City currently has nine officers and two sergeants
assigned to the Scottsdale Police Bike Unit and Downtown squads.

Bicycle law enforcement can take any of several forms — citations, written warnings, verbal
warnings, and positive reinforcement (to encourage and reward safe riding behavior).
Enforcement plays an important role in enhancing overall traffic safety — this applies to all
travel modes.
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It is recommended that the City continue to coordinate an effective bicycle law enforcement
program to enhance the safety of all users.

6.0 DETECTION OF BICYCLES AT TRAFFIC SIGNALS

This section addresses various issues related to detecting the presence of bicyclists at traffic
signals and is augmented by information found in Appendix 6-I. First, the general need for
such detection is established by citing relevant portions of the MUTCD. Then this section
discusses locations where detection strategies will need to be tailored to detect bicycles.

6.1 Background

'The detection of bicycles on the approaches of signalized intersections is an important provision
in a bicycle transportation network for multiple reasons. First, the MUTCD requires traffic
signals to be adjusted to consider the needs of bicycles." Of equal importance is the fact that
signals which cannot detect bicyclists impact both the safety of cyclists and the attitudes of
motorists.

The MUTCD states:
Standard:

At installations where visibility-limited signal faces are used, signal faces shall be
adjusted so bicyclists for whom the indications are intended can see the signal
indications. If the visibility-limited signal faces cannot be aimed to serve the bicyclist,
then separate signal faces shall be provided for the bicyclist.

On bikeways, signal timing and actuation shall be reviewed and adjusted to consider
the needs of bicyclists.

It is undoubtedly important for bicyclists riding on roadways to be able to see the traffic signals
for their approaches. This discussion, however, focuses on the second part of the MUTCD
standard, the requirement to review and adjust signal actuation in consideration of the needs
of bicyclists.

Non-responsive signals, at which cyclists cannot get a green signal, can cause unsafe behavior by
cyclists. Bicyclists can be frustrated by traffic signals which will not detect their bicycles. Non-
responsive signals can cause significant delays, and when delayed long enough bicyclists will
typically ride through the red signal. While this is not an illegal behavior®, it can contribute to
cyclists choosing to disregard other signals which might actually be responsive to their presence.
'This conditioned disregard for signals can lead to crashes. Signals which do not respond to the
presence of bicycles can also adversely affect motorists’ attitudes toward bicyclists as followers
of the rules of the road.

Traffic signals are usually installed because there are relatively high traffic volumes on both the
main road and side street. This means that throughout most of the day, and most of the week,
there is an adequate volume of motor vehicles on any particular approach to call the green signal.

14 MUTCD, Section 9D.02 Signal Operations for Bicycles, FHWA, Washington, D.C., 2003.

15 28-645. Traffic control signal legend. (ARS) -- C. The driver of a vehicle approaching an intersection that has an official traffic control signal that is inoperative
shall bring the vehicle to a complete stop before entering the intersection and may proceed with caution only when it is safe to do so. If two or more vehicles
approach an infersection from different streets or highways at approximately the sume time and the official traffic control signal for the intersection is inopera-
tive, the driver of each vehicle shall bring the vehicle to a complete stop before entering the intersection and the driver of the vehicle on the left shall yield the
right-of-way to the driver of the vehicle on the right.
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However, at some intersections, or during off-peak times (i.e., at night, in the early morning, on
weekends) this may not be the case. In these situations, the signal detection hardware should
be configured so that bicyclists can be detected. The following identifies situations where the
detection of bicyclists is an important consideration, how signal loops detect bicyclists, and how
signalized intersections can be improved to consider the needs of bicyclists.

6.2 Important Locations for Bicyclist Detection

Just as detection of motor vehicles is not necessary for all movement approaches to signalized
intersections, the same is true for the detection of bicycles. A discussion of which approaches
may or may not need to be able to detect bicycles is provided below.

Through Movements

Typically, signals along arterial roadways are programmed to “rest on green” for the arterial
roadway. This means that if the signal hardware does not detect a vehicle on a side street
approach, the signal facing the arterial roadway will remain green indefinitely. At other
roadway intersections, however, signals are programmed for “automatic recall,” which gives each
approach through movement a green signal every cycle, whether a vehicle is detected or not.
On arterial roadways employing either of these two approaches to signal timing, it is frequently
not necessary to be able to detect a bicycle (or any other vehicle) on some through movement
approaches for the purposes of providing a green signal. Automatic recall is not the norm for
travelers on non-arterial side streets. Consequently, if through-moving cyclists on a side street
are not detected by the signal hardware, they will not receive a green light and will then likely
treat the signal like a STOP sign type control. Therefore, on signalized intersections without
automatic recall, the signal hardware should be adjusted to detect cyclists.

Right-turn Movements

In right-turn lanes it may not be necessary to detect bicyclists; the ability to perform a right-
turn-on-red provides ample opportunity for bicyclists to turn. As was described earlier, during
those time periods when traffic volumes on the cross street are so high as to prevent a right-
turn-on-red, there is also likely to be detectable motor vehicle traffic on the approach the cyclist
is using, sufficient to call the green light for that approach. If, however, there is a prohibition
against right-turns-on-red, then the detection of bicyclists once again becomes an important
consideration.

Left-turn Movements

On roadways with automatic recall, it may not be necessary for hardware to be able to detect
bicyclists in left-turn lanes that have a permitted or protected/permitted operation. This is for
the same reasons as stated for the right-turn lanes: under low volume conditions, the permitted
left turn should provide adequate opportunities to turn and under higher volume conditions
motor vehicles will likely be present to call the signal.

In those left-turn lanes that provide for protected-only left turns the signal hardware should be
able to detect bicycles; the same is true for left-turn lanes on roadway approaches that are not
set up for automatic recall.

Figures 6-5 and 6-6 show those movements where the detection of bicycles is an important
consideration.

Additional detailed information regarding bicycle detection is located in Appendix 6-1.
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7.0 BICYCLE TRAVEL DEMAND MANAGEMENT

Significant portions of this Bicycle Element advance the accommodation of bicycling in
the transportation network’s public ROW. However advanced this initiative, confined to the
public rights-of-way, it is not enough for success in encouraging the use of the bicycle mode
or enhancement of the City’s aesthetic environment - it will fall short of its investment goals
unless it is coupled with changes in Scottsdale’s land use, “end of trip” provisions within the
destinations of bicycling trips, and transportation choice programs. A quarter century of
nationwide research, opinion and behavioral surveys, and Scottsdale’s very own experience
underscore this fact. Thus, bicycle mode encouragement, in the form of “end of trip” provisions,
is outlined herein.

'The two most common “end of trip” provisions cited in nationally prominent opinion surveys
as influencing the choice to bicycle for transportation are bicycle parking and the workplace
provision of locker/showers. In Scottsdale, the first is required in Scottsdale’s Zoning Code,
specifically Article IX, Sec. 9.103. Parking requirements, the second as an incentive in Sec. 9.104. Programs
and incentives to reduce parking requirements. Observation of codes throughout the Phoenix vicinity,
Arizona, and many metropolitan areas in the United States confirms that bicycle parking being
required along with land development is increasingly prevalent. Minimal change is needed in
Scottsdale’s codes with respect to required amounts of bicycle parking (one U-shaped rack for
every 20 auto spaces). However, workplace bicycle lockers, as well as change and/or shower
facilities, are not being constructed. It appears that the current incentives, which allow for up
to a 5 percent reduction, up to a maximum of 10 vehicular parking spaces, are insufficient.
Thus there are two options: increase (or change) the incentives or mandate the facilities. It is
recommended that by 2010 the City reassess the current incentives program and determine
whether additional incentives, or more extensive mandates, should be developed.

8.0 WAYFINDING

'The City of Scottsdale should develop a wayfinding plan for bicycle and pedestrian networks.
The existence of wayfinding signs on paths and trails is an important amenity to users. Signs
increase comfort, assist navigation, warn of approaching roadway crossings, and guide users
through diverse environments. Its purpose is to direct people and provide information about
destinations, directions, and/or distances. When applied on a regional level, wayfinding can link
communities and provide consistent visual indicators to direct bicyclists to their destinations
along the route of their choice. Wayfinding signs can achieve public objectives, such as
promotion of community’s attractions, education, mile marking, and directional guidance. A
good wayfinding system functions to achieve the following purposes:

» Help people find destinations from all travel modes
» Establish clear pathways through the use of signs, maps, and other landmarks
» Carry messages that are user-friendly and understandable

People are the single most important component in developing a wayfinding strategy. By
identifying user patterns and destinations, wayfinding users understand how the street or trail
system operates and how to move through spaces and get directed to their destinations. In
designing a wayfinding strategy or system, the following questions need to be considered:

» Where are the facility users going?
» What do the users or visitors want to see and hear?
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» Is the goal navigation, directional information, orientation, location information, or
interpretation?

» Who are the people who are going to use the wayfinding system?

» Is a clear message being sent by the signs?

There are three general objectives in a wayfinding signs system. When determining sign locations
and messages, achieving these objectives should guide the wayfinding plan.

1. Get people to the paths or trails.

Promote the trail system by linking people from the community to the neighborhoods. This
promotes the trail system as both a destination to enjoy and a transportation route.

2. Warn motorists that there may be pedestrians or bicycles on the roadway.

Use cautionary and safety messages to increase motorists’awareness of pedestrians and bicyclists.
Wialking and bicycling are an important component of the transportation system and should
be respected by other modes of transportation. However, since bicyclists are more vulnerable
to injury in a collision with an automobile, motorists should pay particular attention to their
presence and safety.

3. Inform people how to get around the network.

Guide bicyclists and pedestrians through the trail network, assisting their decision-making
ability at intersections and decision points. Show a route or trail’s role in larger network visually
through maps. Utilizing a sign hierarchy can emphasize certain types of messages.

Information on the latest wayfinding recommendations for bicycles from the National
Committee on Uniform Traffic Control Devices (NCUTCD) can be found in Appendix 6-G.
Details on their recommendation for mile markers for paths and trails are in Appendix 6-H.
Both documents have been approved by the NCUTCD and are expected to appear in the next
edition of the MUTCD. The most current versions should be used when they are available.

9.0 RECOMMENDATIONS

This section lists recommendations that will implement the goals and objectives of the Bicycle
Element of the Transportation Master Plan. Bicycle goals are found in Section 1.0.

9.1 Systematically Implement Bicycle Facility Projects.

Identify projects for the upcoming CIP cycle using the priorities and Tier I, Tier II, and Tier II1
rankings of potential on- and off-street facilities. Section 2.0 On-Street Bicycle Network and
Section 3.0 Oft-Street Bicycle Network detail the prioritization process and recommended
projects can be found in Appendices 6-C, 6-D, and 6-E.

» Fund and implement a continuous north/south path from the Salt River to the Tonto
National Forest.

» Fund and implement a continuous east/west path using the CAP Canal corridor.

» Pursue lane restriping for on-street facilities.

» Implement enhanced bicycle/pedestrian corridors for identified streets in Scottsdale

(Section 3.34).



9.2 Revise Terminology to Reflect National Norms.

Scottsdale’s City Code currently refers to off-street paved facilities as “multiuse paths
(Chapter 17, Article IV, Division 3). However, the term “shared-use paths” has become the
national standard, as evidenced by its use in the AASHTO Guide for the Development of Bicycle
Facilities. For consistency, it is recommended that the City adopt the use of the term “shared-
use path.”

»

9.3 Develop a Bicycle Facility Wayfinding Program.

9.4 Create and Maintain an Inventory of Bike Racks at City-owned

Facilities.
'The latest design guidelines for bike racks should be used. The City should inventory and replace

({3

noncompliant racks at city-owned facilities with inverted “u” style racks.

9.5 Develop a Bicycle Signal Recognition Implementation Program.

9.6 Evaluate the Existing Path Network for ADA Universal Design and
Issues.

9.7 Improve Plan Review and Site Development Processes to Incorporate
Bicycle Facilities and Accommodate the Needs of Bicyclists.

9.8 Continue to Improve Scottsdale’s Bicycle System Using the Following

Measures.

» Currently, 33 percent of City of Scottsdale streets with speed limits greater than or equal
to 30 mph have on-street bike lanes. By 2015, this percentage should be increased to
50 percent; by 2030 90 percent of Scottsdale’s streets with speed limits greater than or
equal to 30 mph should have on-street bike lanes.

» Currently, there are no traffic signals on designated bicycle facilities with bicycle actuation
in Scottsdale. By 2015, this percentage should be increased to 50 percent, and by 2030 all
traffic signals should include some form of bicycle actuation.

» Sixty percent of Scottsdale GIS addresses are within 1/2 mile of a shared-use path. By
2015, that percentage should increase to 75 percent, and by 2030 90 percent of Scottsdale
GIS addresses should be within 1/2 mile of a shared-use path.

9.9 Inventory Existing Trails and Trail Easements and Integrate Trails
Information Into the Shared-Use Path/Trail System.
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Appendix D: City of Scottsdale Path Prioritization Calculations by Path ID

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders  Routes Paths (max 10)
1 South Corp Yard Path ~ Miller Rd Indian Bend Wash 671 0.1 8 8 1 1 0 0 0 7.0 7.0 7.8 |
2 Granite Reef Path McKellips Rd Granite Reef Rd 1531 0.3 6 8 0 0 0 2 1 25 25 5.9 1l
3 Papago Path Granite Reef Rd Pima Path 2732 0.5 6 8 1 0 0 0 1 4.5 4.5 6.3 1l
4 Yavapai Path Yavapai Elementary School Indian Bend Wash 316 0.1 7 8 1 0 0 0 0 4.0 4.0 6.7 1l
5 Crosscut Connection Belleview St Crosscut Canal 798 0.2 8 8 1 0 0 1 0 5.0 5.0 7.4 |
6 Indian Bend Path McDowell Rd Eldorado Aquatic Center 2726 0.5 9 8 1 1 0 0 1 7.5 7.5 8.4 |
7 Indian Bend Path Eldorado Aquatic Center Indian Bend Wash 851 0.2 9 8 2 1 1 1 1 14.0 10.0 8.9 |
8 Elm Dr Connector Elm Dr Granite Reef Senior Center 146 0.0 5 8 0 0 0 1 0 1.0 1.0 5.1 1]
9 70th St Connection Virginia Ave Thomas Rd 1450 0.3 10 8 0 0 0 3 0 3.0 3.0 8.0 [
10 Thomas Rd Path 61st St 62nd St 342 0.1 9 8 0 0 0 2 0 2.0 2.0 7.3 |
11  Crosscut Connector 64th St Crosscut Canal 426 0.1 10 8 1 1 0 1 0 8.0 8.0 9.0 |
12 Thomas Bike Stop Thomas Rd Indian Bend Wash 832 0.2 10 6 1 0 0 1 0 5.0 5.0 7.8 |
13  Thomas Rd Gap Indian Bend Wash Thomas Rd 304 0.1 10 6 1 0 0 1 0 5.0 5.0 7.8 |
14  Thomas Rd Path Pima Park Pima Path 623 0.1 10 8 1 0 0 0 0 4.0 4.0 8.2 |
15  Paiute Path Avalon Dr Osborn Rd 1423 0.3 9 8 0 0 1 1 0 25 25 7.4 |
16  Earll Path 81st PI 82nd PI 111 0.0 9 6 0 0 0 2 0 2.0 2.0 6.7 1l
17  Osborn Path Osborn Rd Pima Rd 131 0.0 9 6 0 0 1 1 0 25 25 6.8 1l
18  Columbus Path Columbus Ave Granite Reef Rd 48 0.0 9 8 0 0 0 2 0 2.0 2.0 7.3 |
19  Civic Center Path Drinkwater Bl 75th St 666 0.1 9 6 0 0 1 2 0 35 35 7.0 |
20  2nd St Path 75th St Indian Bend Wash 1392 0.3 10 6 1 1 0 1 1 8.5 8.5 8.5 |
21 Main Street Path 78th St Indian Bend Wash 246 0.0 9 8 1 0 0 1 0 5.0 5.0 7.9 |
22 Indian School Path Bashas Market 81st St 135 0.0 10 2 0 1 0 1 0 4.0 4.0 6.4 1l
23 Crosscut Path Catalina Dr Thomas Rd 508 0.1 10 8 1 1 0 1 1 8.5 8.5 9.1 |
24 Crosscut Canal Path Thomas Rd Indian School Rd 3683 0.7 10 8 0 2 0 0 3 7.5 75 8.9 |
25  Arizona Canal Path 60th St 64th St 2765 0.5 10 8 0 1 0 1 3 55 55 8.5 |
26 Arizona Canal Path 64th St Goldwater Bl 4694 0.9 10 8 0 0 1 0 4 35 35 8.1 |
27  68th Street Bridge Lafayette Bl Indian School Rd 367 0.1 9 8 0 2 1 0 1 8.0 8.0 8.5 |
28  Arizona Canal Path Goldwater Bl Scottsdale Rd 2078 0.4 10 8 0 0 0 4 2 5.0 5.0 8.4 |
29  Arizona Canal Path Scottsdale Rd Chaparral Rd 3400 0.6 10 8 0 0 0 3 2 4.0 4.0 8.2 |
30  Arizona Canal Path Chaparral Rd McDonald Dr 5444 1.0 10 8 0 1 0 2 5 7.5 7.5 8.9 |
31  Miller Connection Arizona Canal Miller Rd 68 0.0 9 8 0 1 0 0 1 35 35 7.6 |
32 Jackrabbit Path Arizona Canal Miller Rd 170 0.0 9 8 0 1 0 0 1 35 35 7.6 |
33  Jackrabbit Bridge Arizona Canal at Jackrabbit Rd 181 0.0 9 8 1 1 1 0 2 9.5 9.5 8.8 |
34  San Miguel Path Arizona Canal 76th PI 132 0.0 9 8 0 0 0 1 1 15 1.5 7.2 |
35  Arizona Canal Path McDonald Rd Indian Bend Wash 4148 0.8 8 8 2 0 0 0 3 9.5 9.5 8.3 |
36  Lincoln Path Arizona Canal 78th St 501 0.1 6 8 1 0 1 0 1 6.0 6.0 6.6 1l
37  Lincoln Path Indian Bend Wash 79th St 822 0.2 7 8 2 0 0 1 0 9.0 9.0 7.7 |
38 Indian Bend Path Silverado Golf Course Indian Bend Rd 1661 0.3 6 8 2 0 0 1 1 9.5 9.5 7.3 |
39  Hayden Tunnel 2 Hayden Rd at Coolidge 141 0.0 10 8 1 0 0 0 1 4.5 4.5 8.3 |
40  Hayden Tunnel Hayden Rd at Chaparral 174 0.0 10 8 1 0 0 0 1 4.5 4.5 8.3 |
41  Indian Bend Path Chaparral Rd Jackrabbit Rd 2932 0.6 10 8 2 2 0 0 0 14.0 10.0 9.4 |
42  Vista Path Chaparral Park Vista Dr 52 0.0 9 8 1 0 0 1 0 5.0 5.0 7.9 [
43  Jackrabbit Path Indian Bend Path Jackrabbit Rd 113 0.0 9 8 0 0 1 1 0 25 25 7.4 |
44 Chaparral Path Chaparral Park Path McDonald 2224 0.4 10 8 1 0 0 1 1 55 55 8.5 |
45  Chaparral Path McDonald Dr Valley Vista Dr 632 0.1 8 8 0 0 0 2 2 3.0 3.0 7.0 |
46  Valley Vista Path Hayden Rd 82nd St 1223 0.2 8 8 0 0 0 3 2 4.0 4.0 7.2 |
47  82nd St Path Valley Vista Dr Redwing Rd 2544 0.5 8 8 1 0 1 4 1 10.0 10.0 8.4 |
48  Agua Linda Path Agua Linda Park Pima Path 217 0.0 7 8 1 0 0 0 0 4.0 4.0 6.7 1l
49 La Luna Connector Via de La Luna Pima Path 29 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
50  Joshua Tree Cnctr Joshua Tree Ln Pima Path 21 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
51 Sereno Connector Via de Sereno Pima Path 26 0.0 6 4 1 0 0 1 0 5.0 5.0 5.2 1]
52 Dorado Connector Via de Dorado Pima Path 49 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
53 Inner Circle Cnctr Inner Circle Pima Path 12 0.0 6 6 1 0 0 0 0 4.0 4.0 5.6 1]
54  Del Arbor Connector Via del Arbor Pima Path 54 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
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Appendix D: City of Scottsdale Path Prioritization Calculations by Path ID

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
55  Taz Norte Connector Via Taz Norte Pima Path 14 0.0 6 4 1 0 0 1 0 5.0 5.0 5.2 1]
56  McCormick Connector  Via de McCormick Pima Path 19 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
57  Commercio Connector Ranch Office Pima Path 30 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
58  Ranch Connector Ranch Office Park Pima Path 34 0.0 6 6 1 0 0 0 0 4.0 4.0 5.6 1]
59  Ranch Connector Ranch Office Park Pima Path 45 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
60  Ranch Connector Ranch Office Park Pima Path 19 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
61 Villa Vallarta Path Villa de Vallarta Pima Path 37 0.0 6 4 1 0 0 0 0 4.0 4.0 5.0 1]
62  Villa Royale Path Villa Royale Pima Path 32 0.0 6 4 1 0 0 0 0 4.0 4.0 5.0 1]
63  San Esteban Path San Esteban Dr Pima Path 78 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
64  87th Wy Connector 87th Wy Pima Path 219 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1]
65  San Rafael Connector ~ San Rafael Dr Pima Path 23 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
66  Rancho Antiqua Path2  Rancho Antigua Pima Path 27 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 1l
67  Rancho Antigua Path Rancho Antigua Pima Path 57 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 1l
68  Pima Path Mountain View Rd Crossing 84 0.0 6 6 2 0 0 0 0 8.0 8.0 6.4 1l
69  Sun Canyon Connector Sun Canyon Pima Path 43 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 I}
70  Casabella Connector Casabella Condominiums Pima Path 47 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 1l
71 Mustang Connector Mustang Tr Pima Path 49 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1]
72 Arizona Canal Path Hayden Rd 82nd St 1282 0.2 7 8 1 0 0 1 0 5.0 5.0 6.9 |
73 Arizona Canal Path Hayden Rest Stop Arizona Canal Path 70 0.0 7 8 1 0 0 0 0 4.0 4.0 6.7 1]
74  Indian Bend Rd Path Scottsdale Rd Hayden Rd 5107 1.0 6 8 1 0 0 2 3 7.5 7.5 6.9 |
75  IBW West Path Indian Bend Rd Scottsdale Rd 3752 0.7 5 8 0 1 0 1 2 5.0 5.0 5.9 1]
76  Scottsdale Rd Path Indian Bend Wash McCormick Py 1692 0.3 4 2 1 1 0 3 3 11.5 10.0 4.6 n
78 Indian Bend Path Hayden Rd Indian Bend Path 1178 0.2 5 4 2 0 0 2 1 10.5 10.0 5.7 1]
79  McCormick Py Path Scottsdale Rd Indian Bend Path 6023 11 5 4 1 1 0 3 4 12.0 10.0 5.7 1]
81  McCormick Path Via Bonita Doubletree Ranch Rd 922 0.2 5 6 1 0 0 4 0 8.0 8.0 5.9 1]
82  Viade Ventura Path Indian Bend Path Doubletree Ranch Rd 2387 0.5 5 6 2 0 0 1 0 9.0 9.0 6.1 1]
83  Paseo Path Via Paseo Del Norte Scottsdale McCormick Office Park 349 0.1 5 8 0 0 0 1 1 15 15 5.2 1]l
84  Paseo Path Paseo Path Via de Negocio 483 0.1 5 8 0 0 0 1 1 15 15 5.2 n
85  Ventura Path B 85th Wy 86th PI 329 0.1 6 8 0 0 0 2 0 2.0 2.0 5.8 1]
86  Ventura Path 85th Wy 86th PI 423 0.1 6 8 0 0 0 2 0 2.0 2.0 5.8 1]
87  Mountain View Path 68th Pl Scottsdale Rd 2521 0.5 5 6 0 0 0 2 1 25 25 4.8 1]
88  Mountain View Path Scottsdale Rd 78th St 4148 0.8 5 6 0 0 1 3 1 5.0 5.0 53 1]
89  Gainey Ranch Path Mountain View Rd Gold Dust Rd 2527 0.5 7 6 2 0 0 2 1 10.5 10.0 7.3 |
90  Gainey Ranch Path2 Mountain View Rd Gold Dust Rd 2330 0.4 7 8 1 0 0 2 2 7.0 7.0 7.3 |
91  Gold Dust Path West of Hayden Rd Arabian Tr 1147 0.2 7 6 1 0 1 1 1 7.0 7.0 6.7 Il
92  70th St Path Mountain View Rd Gold Dust Ave 1318 0.2 5 6 0 0 0 1 1 15 15 4.6 1]
93  Gold Dust Path 68th Wy 70th St 1253 0.2 5 4 0 0 0 2 2 3.0 3.0 4.3 I
94  68th Pl Path Gold Dust Ave Shea Bl 1452 0.3 5 2 0 0 0 4 2 5.0 5.0 4.1 I
95  68th Pl Path Shea Bl Cholla St 2875 0.5 6 2 0 0 1 4 4 7.5 7.5 5.1 I
96  Mescal Path 68th PI 68th PI 1577 0.3 6 1 0 0 0 2 2 3.0 3.0 3.9 1
97  Cholla Path 66th St 68th PI 1560 0.3 6 4 0 0 1 3 1 5.0 5.0 5.2 1
98  Gold Dust Gap Gold Dust Ave Gold Dust Ave 201 0.0 5 4 0 0 0 2 0 2.0 2.0 4.1 n
99  Mountain View Path Mountain View Rd Arabian Tr 2925 0.6 7 8 2 0 1 1 1 11.0 10.0 7.9 |
100 Irish Hunter Path Mountain View Path Arabian Tr 1371 0.3 6 6 1 0 1 3 1 9.0 9.0 6.6 1]
101  Arabian Path Irish Hunter Path Arabian Tr 710 0.1 6 8 0 0 1 0 2 25 25 5.9 1]
102  Arabian Path Arabian Tr Shea Bl 519 0.1 7 8 1 0 1 1 1 7.0 7.0 7.3 |
103  90th St Path Bella Vista Path Indian Bend Path 2707 0.5 7 8 1 0 0 3 1 7.5 7.5 7.4 |
104 Bella Vista Path 90th St 104th St 8690 1.6 7 8 0 0 0 0 4 2.0 2.0 6.3 1]
105 100 PI Connector Bella Vista Path 100th PI 52 0.0 5 4 0 0 0 1 1 15 15 4.0 1
106 Bella Vista Path 104th St 112th St 5309 1.0 6 8 0 0 0 0 4 2.0 2.0 5.8 1]
107 Bella Vista Path 112th St 122nd St 6447 1.2 6 8 0 0 0 0 3 15 15 5.7 1]
108 Bella Vista Path 122nd St CAP Aqueduct 4625 0.9 6 8 0 0 0 0 3 15 15 5.7 1]
109 Bella Vista Path CAP Aqueduct Shea Bl 10230 1.9 5 8 1 0 1 2 2 8.5 8.5 6.6 1]
110  96th St Path Bella Vista Path Mission Ln 777 0.1 5 6 0 0 0 1 1 15 15 4.6 n
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Appendix D: City of Scottsdale Path Prioritization Calculations by Path ID

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
111  104th St Path Bella Vista Path Mission Ln 581 0.1 5 8 0 0 0 1 2 2.0 2.0 5.3 1
112 104th St Path Mission Ln Via Linda 1748 0.3 6 8 0 1 0 2 2 6.0 6.0 6.6 1l
113 104th St Path Via Linda Scottsdale Ranch Park 180 0.0 6 8 0 0 0 1 2 2.0 2.0 5.8 1l
114  Sctsdl Ranch Path 104th St Path Scottsdale Ranch Path 79 0.0 6 8 1 0 0 0 1 4.5 45 6.3 1l
115 ViaLinda Path Mountain View Rd Lakeview Dr 3920 0.7 7 8 1 1 0 2 2 10.0 10.0 7.9 |
116  ScRanchPk 2 Tennis Courts Path 237 0.0 6 8 2 0 0 0 0 8.0 8.0 7.0 |
117  ScRanchPk 1 Path Lakeview Dr 349 0.1 5 8 1 0 0 1 0 5.0 5.0 5.9 1l
118 Lakeview Path Via Linda Laguna Elementary School 1734 0.3 7 8 1 0 0 1 3 6.5 6.5 7.2 |
119 Lakeview Path Laguna Elementary School Shea Bl 1709 0.3 6 8 1 0 0 4 1 8.5 8.5 7.1 |
120 Bella Vista Cnctr Bella Vista Path Bella Vista 435 0.1 5 8 0 0 0 1 1 15 1.5 5.2 1]
121 Palomino Path Bella Vista Path 117th Wy 5521 1.0 5 8 0 2 0 2 2 9.0 9.0 6.7 1l
122  Doubletree Path Power Line Path Doubletree Ranch Rd 130 0.0 5 8 0 0 0 1 1 15 1.5 5.2 1]
123  Power Line Path Bella Vista Path Shea Bl 6336 1.2 6 8 0 1 0 4 3 8.5 8.5 7.1 |
124  Powerline Path Shea Bl Cactus Rd 7064 1.3 5 8 1 0 0 11 3 16.5 10.0 6.9 |
125 CAP Path Bella Vista Path Shea 7953 15 6 8 0 0 1 3 4 6.5 6.5 6.7 1l
126 CAP Path Shea Bl Via Linda 4327 0.8 6 8 1 0 0 2 2 7.0 7.0 6.8 1]
127 CAP Path Via Linda Sweetwater Ave 9245 1.8 6 8 0 0 1 2 3 5.0 5.0 6.4 1]
128 CAP Path Sweetwater Ave Thompson Peak Py 8784 1.7 8 8 0 1 1 1 3 7.0 7.0 7.8 |
129 CAP Path Thompson Peak Py Loop 101 7011 1.3 9 8 1 1 0 1 3 9.5 9.5 8.8 |
130 CAP Path Loop 101 Hayden Rd 5177 1.0 5 8 0 2 0 0 2 7.0 7.0 6.3 1l
131 CAP Path Hayden Rd Scottsdale Rd 5417 1.0 5 8 0 2 0 0 2 7.0 7.0 6.3 1l
132 124th St Path CAP Aqueduct Cochise Dr 1681 0.3 6 8 0 0 1 2 2 45 4.5 6.3 1l
133  124th St Path Cochise Dr Lost Dog Trailhead 6616 1.3 6 2 0 0 1 10 3 13.0 10.0 5.6 1
134 Mt View Connector Camelback Walk Mountain View Rd 401 0.1 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
135 Shea Path 64th St Scottsdale Rd 5293 1.0 6 10 0 0 0 8 1 8.5 8.5 7.7 |
136 Shea Path Scottsdale Rd Hayden Rd 5263 1.0 5 10 1 0 0 5 2 10.0 10.0 7.5 |
137 Shea Path Hayden Rd Loop 101 4155 0.8 6 10 1 1 0 3 3 115 10.0 8.0 |
138 Shea Path Loop 101 96th St 5356 1.0 6 10 2 1 1 4 0 16.5 10.0 8.0 |
139 Shea Path 96th St 104th St 5313 1.0 7 8 1 2 1 1 2 135 10.0 7.9 |
140 Shea Path 104th St Frank Lloyd Wright Blvd 6569 1.2 6 8 0 2 1 3 2 115 10.0 7.4 |
141  Shea Path Frank Lloyd Wright BI 124th St 6614 1.3 6 8 1 1 1 3 3 13.0 10.0 7.4 |
142  Shea Path 124th St 136th St 8533 1.6 6 8 1 0 3 0 3 10.0 10.0 7.4 |
143  Arabian_Shea Path Arabian Tr Shea Bl 522 0.1 6 10 1 0 1 1 1 7.0 7.0 7.4 |
144  Shea Path 120th St 124th St 2634 0.5 6 8 1 0 1 2 2 8.5 8.5 7.1 |
145 Shea Path 124th St 132nd St 3623 0.7 6 8 0 0 1 2 3 5.0 5.0 6.4 1l
146  Shea Path 132nd St 140th St 6590 12 6 8 0 0 1 2 2 4.5 45 6.3 1l
147 Hayden Path Shea BI Cactus Rd 5719 11 7 8 0 1 0 4 2 8.0 8.0 7.5 |
148 Hayden Path Cactus Rd Thunderbird Rd 5324 1.0 7 8 0 2 1 3 2 115 10.0 7.9 |
149 Hayden Path Thunderbird Rd Frank Lloyd Wright Bl 9941 1.9 5 8 0 1 0 9 4 14.0 10.0 6.9 |
150 Professional Gap 85th PI Scottsdale Professional 82 0.0 6 4 0 0 0 1 0 1.0 1.0 4.4 1]
151 Pima Path Shea BI Cactus Rd 5462 1.0 7 8 1 0 0 7 2 12.0 10.0 7.9 |
152  Pima Path Cactus Rd Thunderbird Rd 5614 1.1 7 6 1 1 1 2 2 115 10.0 7.3 |
153 Pima Path Thunderbird Rd Frank Lloyd Wright Bl 6728 1.3 7 6 0 1 0 4 3 8.5 8.5 7.0 |
154  Pima Path Frank Lloyd Wright BI Bell Rd 6053 1.1 6 8 0 1 0 0 4 5.0 5.0 6.4 1l
155 Pima Path Loop 101 Power Line Path 3796 0.7 4 4 0 1 0 1 3 55 55 4.3 n
156 Pima Path Overlook Dr Los Gatos Dr 1649 0.3 3 2 1 0 0 1 2 6.0 6.0 33 1]
157 Pima Path Los Gatos Dr Happy Valley Rd 9027 1.7 1 8 0 2 0 2 2 9.0 9.0 4.7 1]
158 Pima Path Happy Valley Rd Jomax Rd 5190 1.0 1 6 0 1 0 0 2 4.0 4.0 3.1 1]
159 Pima Path Jomax Rd Dynamite BI 5192 1.0 1 6 0 2 0 0 2 7.0 7.0 3.7 n
160 Pima Path Dynamite BI Dixileta Dr 5354 1.0 1 6 0 1 0 0 2 4.0 4.0 3.1 n
161 Pima Path Dixileta Dr Lone Mountain Rd 5433 1.0 1 4 0 1 0 1 2 5.0 5.0 2.7 1]
162 Pima Path Lone Mountain Rd Westland Rd 8400 1.6 1 4 0 1 0 1 2 5.0 5.0 2.7 1]
163 Pima Path Westland Rd Stagecoach Rd 7880 15 1 4 0 2 0 0 2 7.0 7.0 3.1 1]
164 Indian Bend Path 92nd St Cactus Rd 6329 1.2 7 6 2 1 1 4 1 17.0 10.0 7.3 |
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165 Cholla Path 94th St 108th St 9034 1.7 7 2 1 2 1 5 2 17.5 10.0 6.1 1l
166 Cholla Path 108th St Cholla Park 3396 0.6 5 6 2 0 1 3 0 125 10.0 6.3 1l
167 Cactus Path 96th St 104th St 5304 1.0 7 6 1 2 1 3 2 15.5 10.0 7.3 |
168 Cactus Path 104th St Frank Lloyd Wright BI 4019 0.8 5 6 0 1 1 2 2 7.5 7.5 5.8 1l
169 Bent Tree Path 110th St Frank Lloyd Wright BI 1036 0.2 5 6 1 0 0 1 1 5.5 55 5.4 1
170 132nd St Path Shea BI Via Linda 3054 0.6 6 2 1 0 1 4 2 10.5 10.0 5.6 1
171  Mayo Path Shea Bl Cactus Rd 6224 1.2 6 2 0 1 0 5 2 9.0 9.0 5.4 1l
172  ViaLinda Path 124th St 136th St 7896 15 5 4 0 0 2 4 2 8.0 8.0 5.3 1l
173 VialLinda Path Hidden Hills 6884 1.3 5 4 0 0 1 0 1 2.0 2.0 4.1 1l
174  128th St Path Shea Bl Cactus Rd 5618 11 6 2 0 0 0 5 3 6.5 6.5 4.9 1
175 Cactus Path 124th St 128th St 2542 0.5 6 2 0 0 0 3 2 4.0 4.0 4.4 1
176  Scottsdale Rd Path Cactus Park Sweetwater Ave 1478 0.3 8 10 1 0 0 1 0 5.0 5.0 8.0 |
177  Sweetwater Path Scottsdale Rd 76th St 2568 0.5 8 2 0 0 0 3 2 4.0 4.0 5.4 1
178  76th St Path Sweetwater Ave Cotton Dr 1376 0.3 8 1 0 1 0 1 3 5.5 55 5.4 1
179  76th St Path Sutton Dr Thunderbird Rd 3906 0.7 7 6 0 0 0 4 2 5.0 5.0 6.3 1]
180 73rd St Path Sutton Dr Thunderbird Rd 1449 0.3 7 8 0 0 0 2 2 3.0 3.0 6.5 1]
181  Thunderbird Path Thunderbird Rd Redfield Rd 556 0.1 7 6 0 0 0 1 3 2.5 2.5 5.8 1]
182  Thunderbird Path Redfield Rd Thunderbird Rd 1466 0.3 7 6 0 0 0 2 2 3.0 3.0 5.9 1l
183  73rd St Path Thunderbird Rd Redfield Rd 1253 0.2 6 8 0 0 0 3 1 35 3.5 6.1 1l
184  Thunderbird Path 76th St Hayden Rd 2703 0.5 7 6 0 1 0 0 3 4.5 4.5 6.2 1l
185 Thunderbird Path Hayden Rd Loop 101 4987 0.9 6 2 0 3 1 2 3 14.0 10.0 5.6 1l
186  Northsight Path Thunderbird Rd Northsight Path 559 0.1 6 6 1 2 1 0 1 12.0 10.0 6.8 1l
187 Redfield Path Hayden Rd Northsight Park 2602 0.5 5 6 0 0 0 1 2 2.0 2.0 4.7 1l
188  82nd St Connector 82nd St Redfield Path 309 0.1 5 6 0 0 0 1 1 15 15 4.6 1
189 Redfield Path Northsight Park Gelding Dr 590 0.1 6 6 0 0 0 2 2 3.0 3.0 5.4 1]
190 Northsight Path Northsight Path Redfield Path 241 0.0 6 6 1 0 0 0 1 45 4.5 5.7 I}
191 76th St Path Greenway Rd CAP Aqueduct 3916 0.7 7 10 0 0 0 6 1 6.5 6.5 7.8 |
192  Northsight Path Hayden Rd CAP Aqueduct 2206 0.4 10 8 0 0 0 2 3 35 35 8.1 |
193 FLW Path 82nd St Northsight Path 1971 0.4 5 8 0 0 0 2 1 2.5 2.5 5.4 1
194 92nd St Path Cactus Rd Larkspur Dr 1311 0.2 7 6 0 0 0 1 1 15 15 5.6 1
195  Larkspur Path Larkspur Dr 93rd St 986 0.2 7 6 0 0 0 2 1 25 25 5.8 1}
196 92nd St Path Larkspur Dr Sweetwater Ave 1270 0.2 7 6 0 0 1 2 3 5.0 5.0 6.3 1}
197 92nd St Path Sweetwater Ave Raintree Dr 5251 1.0 9 8 0 1 2 6 2 13.0 10.0 8.9 |
198 92nd St Path Raintree Dr Frank Lloyd Wright BI 3149 0.6 9 8 0 1 1 3 2 8.5 8.5 8.6 |
199 100th St Path Frank Lloyd Wright BI Thompson Peak Py 2499 0.5 9 8 1 2 0 0 0 10.0 10.0 8.9 |
200 FLW Path Thunderbird Rd Redfield Path 485 0.1 9 8 0 0 0 1 2 2.0 2.0 7.3 |
201  Sweetwater Path 89th St 96th St 4514 0.9 7 4 2 1 1 6 2 19.5 10.0 6.7 1l
202  Sweetwater Path 96th St Frank Lloyd Wright 5944 1.1 7 4 1 2 1 6 2 18.5 10.0 6.7 1l
203  Presidio Path 96th St 97th St Path 1053 0.2 6 6 1 1 0 0 1 7.5 7.5 6.3 1l
204  97th St Path Sutton Dr Presidio Rd 435 0.1 7 6 0 0 0 2 2 3.0 3.0 59 1l
205 Presidio Path Sutton Dr 100th St 2018 0.4 7 6 0 1 0 2 2 6.0 6.0 6.5 1l
206  100th St Path Aztec Elementary School Frank Lloyd Wright 1559 0.3 7 8 0 1 0 1 2 5.0 5.0 6.9 |
207  100th St Path Thompson Peak Py Frank Lloyd Wright BI 5097 1.0 8 8 0 3 0 0 3 10.5 10.0 8.4 |
208 97th St Path Presidio Path Thunderbird Rd 1711 0.3 7 6 0 0 0 1 2 2.0 2.0 5.7 1l
209 Thunderbird Path 97th St Path Frank Lloyd Wright Bl 510 0.1 8 6 0 0 0 2 2 3.0 3.0 6.4 1l
210 Redfield Path Frank Lloyd Wright Bl 100th St 1328 0.3 8 8 0 1 0 2 2 6.0 6.0 7.6 |
211  FLW Path 100th St CAP Aqueduct 1520 0.3 7 8 0 1 0 0 2 4.0 4.0 6.7 1]
212 Desert Canyon Path WestWorld Desert Canyon Path 1578 0.3 9 2 1 1 0 0 1 7.5 7.5 6.6 1l
213 Desert Canyon Path Thompson Peak Py Desert Canyon Middle School 689 0.1 9 4 0 1 1 0 3 6.0 6.0 6.9 |
214 Desert Canyon Path Desert Canyon Path 102nd St 762 0.1 9 4 1 0 1 0 1 6.0 6.0 6.9 |
215 Ranch Park Path 102nd St Desert Canyon Path 2060 0.4 9 4 1 0 1 0 1 6.0 6.0 6.9 |
216  Scottsdale Rd Path CAP Aqueduct Loop 101 7627 1.4 4 8 0 0 0 4 4 6.0 6.0 5.6 n
217  Scottsdale Rd Path Loop 101 Thompson Peak Py 3801 0.7 4 8 1 1 0 1 2 9.0 9.0 6.2 I}
218 Scottsdale Rd Path Deer Valley Rd Pinnacle Peak Rd 5364 1.0 3 8 0 2 0 4 2 11.0 10.0 5.9 1l
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Appendix D: City of Scottsdale Path Prioritization Calculations by Path ID

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
219 Scottsdale Rd Path Pinnacle Peak Rd Happy Valley Rd 5257 1.0 2 8 0 0 0 4 2 5.0 5.0 4.4 1]
220 Scottsdale Rd Path Happy Valley Rd Jomax Rd 4939 0.9 1 8 0 2 0 0 2 7.0 7.0 4.3 1]
221 Scottsdale Rd Path Jomax Rd Dynamite Bl 5283 1.0 1 8 0 2 0 2 3 9.5 9.5 4.8 1]
222  Scottsdale Rd Path Dynamite BL Dixileta Rd 5271 1.0 1 8 0 0 0 5 2 6.0 6.0 4.1 1
223  Scottsdale Rd Path Dixileta Rd Lone Mountain Rd 5205 1.0 1 8 0 0 0 1 2 2.0 2.0 3.3 1]
224  Scottsdale Rd Path Lone Mountain Rd Carefree Hwy 10692 2.0 1 8 0 3 0 1 2 11.0 10.0 4.9 1]
225 Hayden Path CAP Aqueduct Copper Basin Park 4008 0.8 5 4 2 2 0 1 3 16.5 10.0 5.7 1l
226 Hayden Path Copper Basin Park Power Line Path 7693 1.5 5 4 1 1 0 3 4 12.0 10.0 5.7 1l
227 Bell Path Hayden Rd Copper Basin Park 602 0.1 5 4 1 1 0 0 1 7.5 7.5 5.2 1]
228 Bell Path Copper Basin Park Loop 101 3479 0.7 5 4 1 0 0 3 1 7.5 7.5 5.2 1]
229 Bell Path Loop 101 Power Line Path 2724 0.5 5 6 0 0 0 4 2 5.0 5.0 5.3 1
230 Bell Path Power Line Path Thompson Peak Py 6203 1.2 5 6 0 2 0 0 3 7.5 7.5 5.8 1l
231 82nd St Path Princess Dr Union Hills Dr 1885 0.4 5 4 2 1 0 4 1 155 10.0 5.7 1l
232 82nd St Path Union Hills Dr Loop 101 1371 0.3 5 4 0 0 0 2 3 3.5 35 4.4 1
233 Union Hills Path Scottsdale Rd Hayden Rd 5356 1.0 4 4 0 1 0 1 2 5.0 5.0 4.2 1]
234 Union Hills Path Hayden Rd Loop 101 2855 0.5 5 4 0 1 0 2 4 7.0 7.0 5.1 1
235  Union Hills Tunnel Loop 101 595 0.1 4 4 0 0 0 2 2 3.0 3.0 3.8 1
236  Union Hills Path Loop 101 Power Line Path 1387 0.3 4 4 0 0 0 1 2 2.0 2.0 3.6 1]
237 Loop 101 Path Hayden Rd Bell Rd 5399 1.0 5 8 0 3 0 1 4 12.0 10.0 6.9 |
238 Loop 101 Path Scottsdale Rd Hayden Rd 5374 1.0 5 8 0 1 0 1 1 4.5 4.5 5.8 1l
239 Loop 101 Path Hayden Rd Princess Dr 5798 1.1 5 8 0 2 0 0 3 7.5 7.5 6.4 1l
240 Loop 101 Path Scottsdale Rd Hayden Rd 5503 1.0 4 8 0 1 0 0 4 5.0 5.0 5.4 n
241 Pima Path CAP Aqueduct Bell Rd 3272 0.6 5 8 0 2 0 2 3 9.5 9.5 6.8 1]
242  WestWorld Path Loop 101 Power Line Path 4811 0.9 5 6 0 0 0 3 2 4.0 4.0 5.1 1]
243  Power Line Path WestWorld Pima Rd 7881 15 5 4 1 3 0 0 6 16.0 10.0 5.7 1]
244  Power Line Path Pima Rd Hayden Rd 7804 15 5 4 0 2 0 0 3 7.5 7.5 5.2 1]
245  Power Line Path Hayden Rd Thompson Peak Py 3018 0.6 5 4 1 2 0 0 0 10.0 10.0 5.7 1l
246  Powerline Path 74th St Scottsdale Rd 4077 0.8 4 4 1 1 1 3 2 125 10.0 5.2 n
247 Thompson Peak Path Hayden Rd Pima Rd 5893 1.1 5 4 2 2 0 1 1 15.5 10.0 5.7 1l
248  76th St Path Loop 101 Thompson Peak Py 6247 1.2 4 6 1 1 1 1 2 10.5 10.0 5.8 1l
249  Center Path Scottsdale Rd 76th St Path 1192 0.2 4 6 0 0 0 1 2 2.0 2.0 4.2 n
250  94th St Path Power Line Path Bell Rd 854 0.2 5 6 0 1 0 0 2 4.0 4.0 5.1 n
251 Thompson Peak Path Bell Path Desert Activity Center 1586 0.3 5 4 0 0 0 1 1 15 15 4.0 1]
252  Old Pima Path Power Line Path Hualapai Dr 4005 0.8 4 4 1 1 0 0 1 7.5 75 4.7 1]
253  Horizon Crossing Indian Bend Path Horizon Park 193 0.0 9 8 1 1 0 0 0 7.0 7.0 8.3 |
254 Reata Path Power Line Path Union Hills Dr 7924 15 4 6 0 2 0 0 3 7.5 7.5 5.3 1]
255 Reata Path Union Hills Dr Thompson Peak Py 7292 1.4 5 6 1 1 0 0 3 8.5 8.5 6.0 1l
256 Reata Path Thompson Peak Py Adobe Dr 5360 1.0 4 6 0 1 0 0 2 4.0 4.0 4.6 1]
257 Reata Path Adobe Dr Pinnacle Peak Rd 5257 1.0 3 6 0 1 0 0 2 4.0 4.0 4.1 1]
258 Reata Path Pinnacle Peak Rd Happy Valley Rd 5909 1.1 1 6 0 1 0 2 2 6.0 6.0 35 1]
259 Reata Path Happy Valley Rd Jomax Rd 6116 1.2 1 6 0 0 0 4 2 5.0 5.0 3.3 1]
260 Reata Path Jomax Rd Rio Verde Dr 6279 1.2 1 6 0 1 0 2 2 6.0 6.0 35 1]
261 Hualapai Path Ironwood Path Pima Acres Path 2487 0.5 3 1 1 0 0 0 1 4.5 4.5 2.7 1]
262 Pima Acres Path S of Hualapai Dr Diamond Rim Dr 1810 0.3 4 4 0 0 0 1 1 15 1.5 35 1]
263 Pima Acres Path Diamond Rim Dr Desert Camp Dr 1597 0.3 5 6 0 0 0 2 2 3.0 3.0 4.9 1]
264 Desert Camp Path Pima Acres Path Thompson Peak Py 2195 0.4 5 6 2 1 0 1 1 12.5 10.0 6.3 1l
265 94th St Connector Sierra Pinta Dr Desert Camp Dr 107 0.0 4 4 0 0 0 2 0 2.0 2.0 3.6 1]
266 DC Ranch Path Alma School Path Copper Ridge Middle School 377 0.1 4 4 1 0 0 0 1 4.5 4.5 4.1 1]
267 DC Ranch Path DC Ranch Path Thompson Peak Py 768 0.1 5 4 2 0 0 0 0 8.0 8.0 5.3 1]
268 Thompson Peak Path ~ Thompson Peak Path Wash Crossing 2772 0.5 5 4 1 1 0 0 1 7.5 7.5 5.2 1]
269 Deer Valley Path Existing sidewalk Miller Rd 1069 0.2 3 4 2 2 0 0 1 14.5 10.0 4.7 1]
270  Milller Path Deer Valley Rd Pinnacle Peak Rd 6322 1.2 3 2 2 1 0 5 1 16.5 10.0 4.1 1]
271 Miller Path Williams Dr Pinnacle Peak Rd 2731 0.5 3 4 0 0 0 2 3 35 35 3.4 1]
272 Miller Path Pinnacle Peak Rd Happy Valley Rd 5209 1.0 1 4 0 0 0 2 3 35 35 2.4 1]
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Appendix D: City of Scottsdale Path Prioritization Calculations by Path ID

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
273 Rawhide Path Scottsdale Rd Happy Valley Rd 7539 1.4 2 6 0 0 0 4 3 5.5 5.5 3.9 1]
274  Happy Valley Path Scottsdale Rd Alma School Rd 20704 3.9 1 6 0 3 0 5 6 17.0 10.0 4.3 1]
275 Rawhide Path Happy Valley Rd Jomax Rd 5222 1.0 1 2 0 1 0 1 1 4.5 4.5 2.0 1
276  Jomax Path Jomax Rd Alma School Rd 1421 0.3 1 2 0 0 0 2 2 3.0 3.0 1.7 1
277 Jomax Path Pinnacle Peak Py Alma School Rd 1317 0.2 1 2 0 1 0 1 2 5.0 5.0 2.1 1]
278  56th St Path Jomax Rd Dynamite BI 5320 1.0 1 1 0 0 0 4 2 5.0 5.0 1.8 1l
279  Pinnacle Vista Path 56th St 64th St 5254 1.0 1 1 0 1 0 2 2 6.0 6.0 2.0 1l
280  64th St Path Pinnacle Vista Dr Dynamite BI 2580 0.5 1 4 0 0 0 2 2 3.0 3.0 2.3 1
281 Dynamite Path 56th St Scottsdale Rd 10647 2.0 1 6 0 2 0 4 1 10.5 10.0 4.3 1
282  Dynamite Path Scottsdale Rd 80th St 5172 1.0 1 2 0 1 0 1 3 5.5 55 2.2 1
283  Dynamite Path 80th St Pima Rd 5389 1.0 1 2 0 1 0 1 3 5.5 55 2.2 n
284  Dynamite Path Pima Rd 97th PI 6190 1.2 1 10 0 2 0 2 2 9.0 9.0 5.3 1
285 Dynamite Path 97th PI Alma School Py 8978 1.7 1 10 0 0 0 4 2 5.0 5.0 4.5 1
286 Lone Mountain Path Scottsdale Rd Pima Rd 10360 2.0 1 4 0 2 0 1 2 8.0 8.0 3.3 1]
287 Dove Valley Path 56th St 60th St 2798 0.5 3 6 0 0 0 2 2 3.0 3.0 3.9 1
288  60th St Path Dove Valley Rd Carefree Hwy 5178 1.0 3 6 0 0 0 6 3 7.5 7.5 4.8 1
289  Border Path 60th St Scottsdale Rd 12678 2.4 1 8 0 1 0 2 2 6.0 6.0 4.1 1
290 Carefree Path 56th St Scottsdale Rd 10068 1.9 3 8 0 0 0 4 2 5.0 5.0 4.9 n
291 Westland Path Scottsdale Rd Hayden Rd 5378 1.0 1 2 0 1 0 3 2 7.0 7.0 25 1]
292  Westland Path Hayden Rd Pima Rd 5317 1.0 1 2 0 2 0 4 2 11.0 10.0 3.1 n
293  Westland Path Pima Rd 92nd PI 4830 0.9 1 2 0 2 0 2 3 9.5 9.5 3.0 n
294  Westland Path 92nd PI Stagecoach Rd 9050 1.7 1 2 0 1 0 6 1 9.5 9.5 3.0 1]
295 Stagecoach Path Pima Rd Lone Mountain Py 13116 25 1 4 0 1 0 7 3 115 10.0 3.7 1]
296 Lone Mountain Path Stagecoach Rd Cave Creek Rd 11089 21 1 4 0 1 0 6 2 10.0 10.0 3.7 1]
297 Cave Creek Path City Limits Lone Mountain Py 8631 1.6 1 4 0 3 0 2 2 12.0 10.0 3.7 1]
298 Cave Creek Path Lone Mountain Py 112th PI 7015 1.3 1 6 0 1 0 3 2 7.0 7.0 3.7 1]
299 Cave Creek Path 112th PI City Limits 6172 1.2 1 6 0 0 0 1 1 15 15 2.6 n
300 Camelback Path Camelback Rd Chaparral Rd 2651 0.5 10 8 2 0 0 2 0 10.0 10.0 9.4 |
301 Shea Path 142nd St City Limits 1342 0.3 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
302 IBW Osborn Bridge 213 0.0 10 6 2 0 0 1 0 9.0 9.0 8.6 |
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Appendix E: City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
41  Indian Bend Path Chaparral Rd Jackrabbit Rd 2932 0.6 10 8 2 2 0 0 0 14.0 10.0 9.4 |
300 Camelback Path Camelback Rd Chaparral Rd 2651 0.5 10 8 2 0 0 2 0 10.0 10.0 9.4 |
23 Crosscut Path Catalina Dr Thomas Rd 508 0.1 10 8 1 1 0 1 1 8.5 8.5 9.1 |
11 Crosscut Connector 64th St Crosscut Canal 426 0.1 10 8 1 1 0 1 0 8.0 8.0 9.0 |
7 Indian Bend Path Eldorado Aquatic Center Indian Bend Wash 851 0.2 9 8 2 1 1 1 1 14.0 10.0 8.9 |
24 Crosscut Canal Path Thomas Rd Indian School Rd 3683 0.7 10 8 0 2 0 0 3 7.5 75 8.9 |
30  Arizona Canal Path Chaparral Rd McDonald Dr 5444 1.0 10 8 0 1 0 2 5 7.5 7.5 8.9 |
197 92nd St Path Sweetwater Ave Raintree Dr 5251 1.0 9 8 0 1 2 6 2 13.0 10.0 8.9 |
199 100th St Path Frank Lloyd Wright Bl Thompson Peak Py 2499 0.5 9 8 1 2 0 0 0 10.0 10.0 8.9 |
33  Jackrabbit Bridge Arizona Canal at Jackrabbit Rd 181 0.0 9 8 1 1 1 0 2 9.5 9.5 8.8 |
129 CAP Path Thompson Peak Py Loop 101 7011 1.3 9 8 1 1 0 1 3 9.5 9.5 8.8 |
198 92nd St Path Raintree Dr Frank Lloyd Wright Bl 3149 0.6 9 8 0 1 1 3 2 8.5 8.5 8.6 |
302 IBW Osborn Bridge 213 0.0 10 6 2 0 0 1 0 9.0 9.0 8.6 |
20  2nd St Path 75th St Indian Bend Wash 1392 0.3 10 6 1 1 0 1 1 8.5 8.5 8.5 |
25  Arizona Canal Path 60th St 64th St 2765 0.5 10 8 0 1 0 1 3 55 55 8.5 |
27  68th Street Bridge Lafayette Bl Indian School Rd 367 0.1 9 8 0 2 1 0 1 8.0 8.0 8.5 |
44  Chaparral Path Chaparral Park Path McDonald 2224 0.4 10 8 1 0 0 1 1 55 55 8.5 |
6 Indian Bend Path McDowell Rd Eldorado Aquatic Center 2726 0.5 9 8 1 1 0 0 1 7.5 75 8.4 |
28  Arizona Canal Path Goldwater Bl Scottsdale Rd 2078 0.4 10 8 0 0 0 4 2 5.0 5.0 8.4 |
47 82nd St Path Valley Vista Dr Redwing Rd 2544 0.5 8 8 1 0 1 4 1 10.0 10.0 8.4 |
207  100th St Path Thompson Peak Py Frank Lloyd Wright Bl 5097 1.0 8 8 0 3 0 0 3 10.5 10.0 8.4 |
35  Arizona Canal Path McDonald Rd Indian Bend Wash 4148 0.8 8 8 2 0 0 0 3 9.5 9.5 8.3 |
39  Hayden Tunnel 2 Hayden Rd at Coolidge 141 0.0 10 8 1 0 0 0 1 4.5 4.5 8.3 |
40  Hayden Tunnel Hayden Rd at Chaparral 174 0.0 10 8 1 0 0 0 1 4.5 4.5 8.3 |
253  Horizon Crossing Indian Bend Path Horizon Park 193 0.0 9 8 1 1 0 0 0 7.0 7.0 8.3 |
14  Thomas Rd Path Pima Park Pima Path 623 0.1 10 8 1 0 0 0 0 4.0 4.0 8.2 |
29  Arizona Canal Path Scottsdale Rd Chaparral Rd 3400 0.6 10 8 0 0 0 3 2 4.0 4.0 8.2 |
26 Arizona Canal Path 64th St Goldwater Bl 4694 0.9 10 8 0 0 1 0 4 35 35 8.1 |
192  Northsight Path Hayden Rd CAP Aqueduct 2206 0.4 10 8 0 0 0 2 3 35 35 8.1 |
9 70th St Connection Virginia Ave Thomas Rd 1450 0.3 10 8 0 0 0 3 0 3.0 3.0 8.0 |
137 Shea Path Hayden Rd Loop 101 4155 0.8 6 10 1 1 0 3 3 11.5 10.0 8.0 |
138 Shea Path Loop 101 96th St 5356 1.0 6 10 2 1 1 4 0 16.5 10.0 8.0 |
176  Scottsdale Rd Path Cactus Park Sweetwater Ave 1478 0.3 8 10 1 0 0 1 0 5.0 5.0 8.0 |
21 Main Street Path 78th St Indian Bend Wash 246 0.0 9 8 1 0 0 1 0 5.0 5.0 7.9 |
42 Vista Path Chaparral Park Vista Dr 52 0.0 9 8 1 0 0 1 0 5.0 5.0 7.9 |
99 Mountain View Path Mountain View Rd Arabian Tr 2925 0.6 7 8 2 0 1 1 1 11.0 10.0 7.9 |
115 Via Linda Path Mountain View Rd Lakeview Dr 3920 0.7 7 8 1 1 0 2 2 10.0 10.0 7.9 |
139 Shea Path 96th St 104th St 5313 1.0 7 8 1 2 1 1 2 135 10.0 7.9 |
148 Hayden Path Cactus Rd Thunderbird Rd 5324 1.0 7 8 0 2 1 3 2 115 10.0 7.9 |
151 Pima Path Shea Bl Cactus Rd 5462 1.0 7 8 1 0 0 7 2 12.0 10.0 7.9 |
1 South Corp Yard Path ~ Miller Rd Indian Bend Wash 671 0.1 8 8 1 1 0 0 0 7.0 7.0 7.8 |
12 Thomas Bike Stop Thomas Rd Indian Bend Wash 832 0.2 10 6 1 0 0 1 0 5.0 5.0 7.8 |
13  Thomas Rd Gap Indian Bend Wash Thomas Rd 304 0.1 10 6 1 0 0 1 0 5.0 5.0 7.8 |
128 CAP Path Sweetwater Ave Thompson Peak Py 8784 1.7 8 8 0 1 1 1 3 7.0 7.0 7.8 |
191  76th St Path Greenway Rd CAP Aqueduct 3916 0.7 7 10 0 0 0 6 1 6.5 6.5 7.8 |
37 Lincoln Path Indian Bend Wash 79th St 822 0.2 7 8 2 0 0 1 0 9.0 9.0 7.7 |
135 Shea Path 64th St Scottsdale Rd 5293 1.0 6 10 0 0 0 8 1 8.5 8.5 7.7 |
31 Miller Connection Arizona Canal Miller Rd 68 0.0 9 8 0 1 0 0 1 35 3.5 7.6 |
32 Jackrabbit Path Arizona Canal Miller Rd 170 0.0 9 8 0 1 0 0 1 35 3.5 7.6 |
210 Redfield Path Frank Lloyd Wright BI 100th St 1328 0.3 8 8 0 1 0 2 2 6.0 6.0 7.6 |
136 Shea Path Scottsdale Rd Hayden Rd 5263 1.0 5 10 1 0 0 5 2 10.0 10.0 7.5 |
147 Hayden Path Shea Bl Cactus Rd 5719 11 7 8 0 1 0 4 2 8.0 8.0 7.5 |
5 Crosscut Connection Belleview St Crosscut Canal 798 0.2 8 8 1 0 0 1 0 5.0 5.0 7.4 |
15  Paiute Path Avalon Dr Osborn Rd 1423 0.3 9 8 0 0 1 1 0 25 25 7.4 |
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Appendix E: City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
43 Jackrabbit Path Indian Bend Path Jackrabbit Rd 113 0.0 9 8 0 0 1 1 0 25 25 7.4 |
103 90th St Path Bella Vista Path Indian Bend Path 2707 0.5 7 8 1 0 0 3 1 7.5 7.5 7.4 |
140 Shea Path 104th St Frank Lloyd Wright Blvd 6569 1.2 6 8 0 2 1 3 2 115 10.0 7.4 |
141  Shea Path Frank Lloyd Wright BI 124th St 6614 1.3 6 8 1 1 1 3 3 13.0 10.0 7.4 |
142  Shea Path 124th St 136th St 8533 1.6 6 8 1 0 3 0 3 10.0 10.0 7.4 |
143  Arabian_Shea Path Arabian Tr Shea Bl 522 0.1 6 10 1 0 1 1 1 7.0 7.0 7.4 |
10  Thomas Rd Path 61st St 62nd St 342 0.1 9 8 0 0 0 2 0 2.0 2.0 7.3 |
18  Columbus Path Columbus Ave Granite Reef Rd 48 0.0 9 8 0 0 0 2 0 2.0 2.0 7.3 |
38 Indian Bend Path Silverado Golf Course Indian Bend Rd 1661 0.3 6 8 2 0 0 1 1 9.5 9.5 7.3 |
89  Gainey Ranch Path Mountain View Rd Gold Dust Rd 2527 0.5 7 6 2 0 0 2 1 10.5 10.0 7.3 |
90  Gainey Ranch Path2 Mountain View Rd Gold Dust Rd 2330 0.4 7 8 1 0 0 2 2 7.0 7.0 7.3 |
102  Arabian Path Arabian Tr Shea Bl 519 0.1 7 8 1 0 1 1 1 7.0 7.0 7.3 |
152  Pima Path Cactus Rd Thunderbird Rd 5614 1.1 7 6 1 1 1 2 2 115 10.0 7.3 |
164 Indian Bend Path 92nd St Cactus Rd 6329 1.2 7 6 2 1 1 4 1 17.0 10.0 7.3 |
167 Cactus Path 96th St 104th St 5304 1.0 7 6 1 2 1 3 2 15.5 10.0 7.3 |
200 FLW Path Thunderbird Rd Redfield Path 485 0.1 9 8 0 0 0 1 2 2.0 2.0 7.3 |
34  San Miguel Path Arizona Canal 76th Pl 132 0.0 9 8 0 0 0 1 1 15 15 7.2 |
46  Valley Vista Path Hayden Rd 82nd St 1223 0.2 8 8 0 0 0 3 2 4.0 4.0 7.2 |
118 Lakeview Path Via Linda Laguna Elementary School 1734 0.3 7 8 1 0 0 1 3 6.5 6.5 7.2 |
119 Lakeview Path Laguna Elementary School Shea Bl 1709 0.3 6 8 1 0 0 4 1 8.5 8.5 7.1 |
123  Power Line Path Bella Vista Path Shea Bl 6336 1.2 6 8 0 1 0 4 3 8.5 8.5 7.1 |
144  Shea Path 120th St 124th St 2634 0.5 6 8 1 0 1 2 2 8.5 8.5 7.1 |
19  Civic Center Path Drinkwater Bl 75th St 666 0.1 9 6 0 0 1 2 0 3.5 35 7.0 |
45  Chaparral Path McDonald Dr Valley Vista Dr 632 0.1 8 8 0 0 0 2 2 3.0 3.0 7.0 |
116  ScRanchPk 2 Tennis Courts Path 237 0.0 6 8 2 0 0 0 0 8.0 8.0 7.0 |
153 Pima Path Thunderbird Rd Frank Lloyd Wright Bl 6728 1.3 7 6 0 1 0 4 3 8.5 8.5 7.0 |
72  Arizona Canal Path Hayden Rd 82nd St 1282 0.2 7 8 1 0 0 1 0 5.0 5.0 6.9 |
74 Indian Bend Rd Path Scottsdale Rd Hayden Rd 5107 1.0 6 8 1 0 0 2 3 7.5 7.5 6.9 |
124  Powerline Path Shea Bl Cactus Rd 7064 1.3 5 8 1 0 0 11 3 16.5 10.0 6.9 |
149 Hayden Path Thunderbird Rd Frank Lloyd Wright Bl 9941 1.9 5 8 0 1 0 9 4 14.0 10.0 6.9 |
206  100th St Path Aztec Elementary School Frank Lloyd Wright 1559 0.3 7 8 0 1 0 1 2 5.0 5.0 6.9 |
213 Desert Canyon Path Thompson Peak Py Desert Canyon Middle School 689 0.1 9 4 0 1 1 0 3 6.0 6.0 6.9 |
214 Desert Canyon Path Desert Canyon Path 102nd St 762 0.1 9 4 1 0 1 0 1 6.0 6.0 6.9 |
215 Ranch Park Path 102nd St Desert Canyon Path 2060 0.4 9 4 1 0 1 0 1 6.0 6.0 6.9 |
237 Loop 101 Path Hayden Rd Bell Rd 5399 1.0 5 8 0 3 0 1 4 12.0 10.0 6.9 |
17  Osborn Path Osborn Rd Pima Rd 131 0.0 9 6 0 0 1 1 0 2.5 25 6.8 ]
126 CAP Path Shea BI Via Linda 4327 0.8 6 8 1 0 0 2 2 7.0 7.0 6.8 ]
186  Northsight Path Thunderbird Rd Northsight Path 559 0.1 6 6 1 2 1 0 1 12.0 10.0 6.8 1l
241 Pima Path CAP Aqueduct Bell Rd 3272 0.6 5 8 0 2 0 2 3 9.5 9.5 6.8 ]
4 Yavapai Path Yavapai Elementary School Indian Bend Wash 316 0.1 7 8 1 0 0 0 0 4.0 4.0 6.7 1l
16  Earll Path 81st PI 82nd PI 111 0.0 9 6 0 0 0 2 0 2.0 2.0 6.7 ]
48  Agua Linda Path Agua Linda Park Pima Path 217 0.0 7 8 1 0 0 0 0 4.0 4.0 6.7 1l
73 Arizona Canal Path Hayden Rest Stop Arizona Canal Path 70 0.0 7 8 1 0 0 0 0 4.0 4.0 6.7 1l
91  Gold Dust Path West of Hayden Rd Arabian Tr 1147 0.2 7 6 1 0 1 1 1 7.0 7.0 6.7 1l
121  Palomino Path Bella Vista Path 117th Wy 5521 1.0 5 8 0 2 0 2 2 9.0 9.0 6.7 ]
125 CAP Path Bella Vista Path Shea 7953 15 6 8 0 0 1 3 4 6.5 6.5 6.7 1l
201  Sweetwater Path 89th St 96th St 4514 0.9 7 4 2 1 1 6 2 19.5 10.0 6.7 1l
202 Sweetwater Path 96th St Frank Lloyd Wright 5944 1.1 7 4 1 2 1 6 2 18.5 10.0 6.7 1l
211  FLW Path 100th St CAP Aqueduct 1520 0.3 7 8 0 1 0 0 2 4.0 4.0 6.7 l
36  Lincoln Path Arizona Canal 78th St 501 0.1 6 8 1 0 1 0 1 6.0 6.0 6.6 1l
100 Irish Hunter Path Mountain View Path Arabian Tr 1371 0.3 6 6 1 0 1 3 1 9.0 9.0 6.6 1l
109 Bella Vista Path CAP Aqueduct Shea BI 10230 1.9 5 8 1 0 1 2 2 8.5 8.5 6.6 1l
112 104th St Path Mission Ln Via Linda 1748 0.3 6 8 0 1 0 2 2 6.0 6.0 6.6 Il
212 Desert Canyon Path WestWorld Desert Canyon Path 1578 0.3 9 2 1 1 0 0 1 7.5 7.5 6.6 1l
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Appendix E:

City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
180 73rd St Path Sutton Dr Thunderbird Rd 1449 0.3 7 8 0 0 0 2 2 3.0 3.0 6.5 1l
205 Presidio Path Sutton Dr 100th St 2018 0.4 7 6 0 1 0 2 2 6.0 6.0 6.5 1l
22 Indian School Path Bashas Market 81st St 135 0.0 10 2 0 1 0 1 0 4.0 4.0 6.4 1l
50  Joshua Tree Cnctr Joshua Tree Ln Pima Path 21 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
52  Dorado Connector Via de Dorado Pima Path 49 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
64  87th Wy Connector 87th Wy Pima Path 219 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
65  San Rafael Connector ~ San Rafael Dr Pima Path 23 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
68  Pima Path Mountain View Rd Crossing 84 0.0 6 6 2 0 0 0 0 8.0 8.0 6.4 1l
69  Sun Canyon Connector Sun Canyon Pima Path 43 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
71  Mustang Connector Mustang Tr Pima Path 49 0.0 6 8 1 0 0 1 0 5.0 5.0 6.4 1l
127 CAP Path Via Linda Sweetwater Ave 9245 1.8 6 8 0 0 1 2 3 5.0 5.0 6.4 1l
145 Shea Path 124th St 132nd St 3623 0.7 6 8 0 0 1 2 3 5.0 5.0 6.4 1l
154  Pima Path Frank Lloyd Wright BI Bell Rd 6053 1.1 6 8 0 1 0 0 4 5.0 5.0 6.4 1l
209  Thunderbird Path 97th St Path Frank Lloyd Wright BI 510 0.1 8 6 0 0 0 2 2 3.0 3.0 6.4 1l
239 Loop 101 Path Hayden Rd Princess Dr 5798 1.1 5 8 0 2 0 0 3 7.5 7.5 6.4 1l
301 Shea Path 142nd St City Limits 1342 0.3 6 8 1 0 0 1 0 5.0 5.0 6.4 1]
3 Papago Path Granite Reef Rd Pima Path 2732 0.5 6 8 1 0 0 0 1 45 45 6.3 1l
104 Bella Vista Path 90th St 104th St 8690 1.6 7 8 0 0 0 0 4 2.0 2.0 6.3 1l
114  Sctsdl Ranch Path 104th St Path Scottsdale Ranch Path 79 0.0 6 8 1 0 0 0 1 45 45 6.3 1l
130 CAP Path Loop 101 Hayden Rd 5177 1.0 5 8 0 2 0 0 2 7.0 7.0 6.3 1l
131 CAP Path Hayden Rd Scottsdale Rd 5417 1.0 5 8 0 2 0 0 2 7.0 7.0 6.3 1l
132 124th St Path CAP Aqueduct Cochise Dr 1681 0.3 6 8 0 0 1 2 2 4.5 4.5 6.3 1l
146  Shea Path 132nd St 140th St 6590 1.2 6 8 0 0 1 2 2 4.5 4.5 6.3 1l
166 Cholla Path 108th St Cholla Park 3396 0.6 5 6 2 0 1 3 0 125 10.0 6.3 1l
179  76th St Path Sutton Dr Thunderbird Rd 3906 0.7 7 6 0 0 0 4 2 5.0 5.0 6.3 1l
196 92nd St Path Larkspur Dr Sweetwater Ave 1270 0.2 7 6 0 0 1 2 3 5.0 5.0 6.3 I}
203  Presidio Path 96th St 97th St Path 1053 0.2 6 6 1 1 0 0 1 7.5 7.5 6.3 1l
264 Desert Camp Path Pima Acres Path Thompson Peak Py 2195 0.4 5 6 2 1 0 1 1 12.5 10.0 6.3 1}
66  Rancho Antiqua Path2 Rancho Antigua Pima Path 27 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 1}
67  Rancho Antigua Path Rancho Antigua Pima Path 57 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 I}
70  Casabella Connector Casabella Condominiums Pima Path 47 0.0 6 8 1 0 0 0 0 4.0 4.0 6.2 1l
184  Thunderbird Path 76th St Hayden Rd 2703 0.5 7 6 0 1 0 0 3 4.5 4.5 6.2 1l
217  Scottsdale Rd Path Loop 101 Thompson Peak Py 3801 0.7 4 8 1 1 0 1 2 9.0 9.0 6.2 I}
82  Viade Ventura Path Indian Bend Path Doubletree Ranch Rd 2387 0.5 5 6 2 0 0 1 0 9.0 9.0 6.1 1l
165 Cholla Path 94th St 108th St 9034 1.7 7 2 1 2 1 5 2 175 10.0 6.1 1l
183  73rd St Path Thunderbird Rd Redfield Rd 1253 0.2 6 8 0 0 0 3 1 35 35 6.1 1l
255 Reata Path Union Hills Dr Thompson Peak Py 7292 14 5 6 1 1 0 0 3 8.5 8.5 6.0 I}
2 Granite Reef Path McKellips Rd Granite Reef Rd 1531 0.3 6 8 0 0 0 2 1 25 25 5.9 I}
75  IBW West Path Indian Bend Rd Scottsdale Rd 3752 0.7 5 8 0 1 0 1 2 5.0 5.0 5.9 1l
81  McCormick Path Via Bonita Doubletree Ranch Rd 922 0.2 5 6 1 0 0 4 0 8.0 8.0 5.9 1l
101  Arabian Path Irish Hunter Path Arabian Tr 710 0.1 6 8 0 0 1 0 2 25 25 5.9 1l
117  ScRanchPk 1 Path Lakeview Dr 349 0.1 5 8 1 0 0 1 0 5.0 5.0 5.9 1l
182  Thunderbird Path Redfield Rd Thunderbird Rd 1466 0.3 7 6 0 0 0 2 2 3.0 3.0 5.9 1l
204  97th St Path Sutton Dr Presidio Rd 435 0.1 7 6 0 0 0 2 2 3.0 3.0 5.9 1]
218 Scottsdale Rd Path Deer Valley Rd Pinnacle Peak Rd 5364 1.0 3 8 0 2 0 4 2 11.0 10.0 5.9 I}
49  LaLuna Connector Via de La Luna Pima Path 29 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
54  Del Arbor Connector Via del Arbor Pima Path 54 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
56  McCormick Connector  Via de McCormick Pima Path 19 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
57  Commercio Connector Ranch Office Pima Path 30 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1l
59  Ranch Connector Ranch Office Park Pima Path 45 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1]
60  Ranch Connector Ranch Office Park Pima Path 19 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1]
63  San Esteban Path San Esteban Dr Pima Path 78 0.0 6 6 1 0 0 1 0 5.0 5.0 5.8 1]
85  Ventura Path B 85th Wy 86th PI 329 0.1 6 8 0 0 0 2 0 2.0 2.0 5.8 1]
86  Ventura Path 85th Wy 86th PI 423 0.1 6 8 0 0 0 2 0 2.0 2.0 5.8 1]
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Appendix E: City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
106 Bella Vista Path 104th St 112th St 5309 1.0 6 8 0 0 0 0 4 2.0 2.0 5.8 1l
113 104th St Path Via Linda Scottsdale Ranch Park 180 0.0 6 8 0 0 0 1 2 2.0 2.0 5.8 1l
134 Mt View Connector Camelback Walk Mountain View Rd 401 0.1 6 6 1 0 0 1 0 5.0 5.0 5.8 l
168 Cactus Path 104th St Frank Lloyd Wright BI 4019 0.8 5 6 0 1 1 2 2 7.5 7.5 5.8 1l
181  Thunderbird Path Thunderbird Rd Redfield Rd 556 0.1 7 6 0 0 0 1 3 2.5 2.5 5.8 1l
195  Larkspur Path Larkspur Dr 93rd St 986 0.2 7 6 0 0 0 2 1 25 25 5.8 l
230 Bell Path Power Line Path Thompson Peak Py 6203 1.2 5 6 0 2 0 0 3 7.5 7.5 5.8 1l
238 Loop 101 Path Scottsdale Rd Hayden Rd 5374 1.0 5 8 0 1 0 1 1 4.5 4.5 5.8 1l
248  76th St Path Loop 101 Thompson Peak Py 6247 1.2 4 6 1 1 1 1 2 10.5 10.0 5.8 1l
78  Indian Bend Path Hayden Rd Indian Bend Path 1178 0.2 5 4 2 0 0 2 1 10.5 10.0 5.7 1l
79  McCormick Py Path Scottsdale Rd Indian Bend Path 6023 1.1 5 4 1 1 0 3 4 12.0 10.0 5.7 ]
107 Bella Vista Path 112th St 122nd St 6447 1.2 6 8 0 0 0 0 3 15 15 5.7 ]
108 Bella Vista Path 122nd St CAP Aqueduct 4625 0.9 6 8 0 0 0 0 3 15 15 5.7 1l
190 Northsight Path Northsight Path Redfield Path 241 0.0 6 6 1 0 0 0 1 4.5 45 5.7 1l
208  97th St Path Presidio Path Thunderbird Rd 1711 0.3 7 6 0 0 0 1 2 2.0 2.0 5.7 1l
225 Hayden Path CAP Aqueduct Copper Basin Park 4008 0.8 5 4 2 2 0 1 3 16.5 10.0 5.7 1l
226 Hayden Path Copper Basin Park Power Line Path 7693 1.5 5 4 1 1 0 3 4 12.0 10.0 5.7 1l
231 82nd St Path Princess Dr Union Hills Dr 1885 0.4 5 4 2 1 0 4 1 155 10.0 5.7 1l
243  Power Line Path WestWorld Pima Rd 7881 15 5 4 1 3 0 0 6 16.0 10.0 5.7 1l
245 Power Line Path Hayden Rd Thompson Peak Py 3018 0.6 5 4 1 2 0 0 0 10.0 10.0 5.7 1l
247 Thompson Peak Path  Hayden Rd Pima Rd 5893 1.1 5 4 2 2 0 1 1 155 10.0 5.7 1l
53  Inner Circle Cnctr Inner Circle Pima Path 12 0.0 6 6 1 0 0 0 0 4.0 4.0 5.6 1]
58  Ranch Connector Ranch Office Park Pima Path 34 0.0 6 6 1 0 0 0 0 4.0 4.0 5.6 1]
133  124th St Path Cochise Dr Lost Dog Trailhead 6616 1.3 6 2 0 0 1 10 3 13.0 10.0 5.6 n
170 132nd St Path Shea BI Via Linda 3054 0.6 6 2 1 0 1 4 2 10.5 10.0 5.6 n
185 Thunderbird Path Hayden Rd Loop 101 4987 0.9 6 2 0 3 1 2 3 14.0 10.0 5.6 n
194 92nd St Path Cactus Rd Larkspur Dr 1311 0.2 7 6 0 0 0 1 1 15 15 5.6 n
216  Scottsdale Rd Path CAP Aqueduct Loop 101 7627 1.4 4 8 0 0 0 4 4 6.0 6.0 5.6 n
169 Bent Tree Path 110th St Frank Lloyd Wright BI 1036 0.2 5 6 1 0 0 1 1 55 55 5.4 1
171  Mayo Path Shea BI Cactus Rd 6224 1.2 6 2 0 1 0 5 2 9.0 9.0 5.4 1
177  Sweetwater Path Scottsdale Rd 76th St 2568 0.5 8 2 0 0 0 3 2 4.0 4.0 5.4 1]
178  76th St Path Sweetwater Ave Cotton Dr 1376 0.3 8 1 0 1 0 1 3 5.5 55 5.4 n
189 Redfield Path Northsight Park Gelding Dr 590 0.1 6 6 0 0 0 2 2 3.0 3.0 5.4 1]
193 FLW Path 82nd St Northsight Path 1971 0.4 5 8 0 0 0 2 1 2.5 2.5 5.4 n
240 Loop 101 Path Scottsdale Rd Hayden Rd 5503 1.0 4 8 0 1 0 0 4 5.0 5.0 5.4 n
88  Mountain View Path Scottsdale Rd 78th St 4148 0.8 5 6 0 0 1 3 1 5.0 5.0 53 1]
111  104th St Path Bella Vista Path Mission Ln 581 0.1 5 8 0 0 0 1 2 2.0 2.0 5.3 n
172  VialLinda Path 124th St 136th St 7896 15 5 4 0 0 2 4 2 8.0 8.0 5.3 1
229 Bell Path Loop 101 Power Line Path 2724 0.5 5 6 0 0 0 4 2 5.0 5.0 5.3 n
254 Reata Path Power Line Path Union Hills Dr 7924 1.5 4 6 0 2 0 0 3 7.5 7.5 53 1]
267 DC Ranch Path DC Ranch Path Thompson Peak Py 768 0.1 5 4 2 0 0 0 0 8.0 8.0 53 1]
284  Dynamite Path Pima Rd 97th PI 6190 1.2 1 10 0 2 0 2 2 9.0 9.0 5.3 n
51  Sereno Connector Via de Sereno Pima Path 26 0.0 6 4 1 0 0 1 0 5.0 5.0 5.2 1]
55  Taz Norte Connector Via Taz Norte Pima Path 14 0.0 6 4 1 0 0 1 0 5.0 5.0 5.2 1]
83  Paseo Path Via Paseo Del Norte Scottsdale McCormick Office Park 349 0.1 5 8 0 0 0 1 1 15 15 5.2 1]
84  Paseo Path Paseo Path Via de Negocio 483 0.1 5 8 0 0 0 1 1 15 15 5.2 1]
97  Cholla Path 66th St 68th PI 1560 0.3 6 4 0 0 1 3 1 5.0 5.0 5.2 n
120 Bella Vista Cnctr Bella Vista Path Bella Vista 435 0.1 5 8 0 0 0 1 1 15 15 5.2 1]
122  Doubletree Path Power Line Path Doubletree Ranch Rd 130 0.0 5 8 0 0 0 1 1 15 15 5.2 1]
227 Bell Path Hayden Rd Copper Basin Park 602 0.1 5 4 1 1 0 0 1 7.5 7.5 5.2 1]
228 Bell Path Copper Basin Park Loop 101 3479 0.7 5 4 1 0 0 3 1 7.5 7.5 5.2 1]
244  Power Line Path Pima Rd Hayden Rd 7804 1.5 5 4 0 2 0 0 3 7.5 7.5 5.2 1]
246  Powerline Path 74th St Scottsdale Rd 4077 0.8 4 4 1 1 1 3 2 125 10.0 5.2 n
268 Thompson Peak Path  Thompson Peak Path Wash Crossing 2772 0.5 5 4 1 1 0 0 1 7.5 7.5 5.2 1]
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Appendix E: City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
8 Elm Dr Connector Elm Dr Granite Reef Senior Center 146 0.0 5 8 0 0 0 1 0 1.0 1.0 5.1 1]
95  68th Pl Path Shea BI Cholla St 2875 0.5 6 2 0 0 1 4 4 7.5 7.5 5.1 1
234 Union Hills Path Hayden Rd Loop 101 2855 0.5 5 4 0 1 0 2 4 7.0 7.0 5.1 1
242  WestWorld Path Loop 101 Power Line Path 4811 0.9 5 6 0 0 0 3 2 4.0 4.0 5.1 1]
250  94th St Path Power Line Path Bell Rd 854 0.2 5 6 0 1 0 0 2 4.0 4.0 5.1 1}
61  Villa Vallarta Path Villa de Vallarta Pima Path 37 0.0 6 4 1 0 0 0 0 4.0 4.0 5.0 1]
62  Villa Royale Path Villa Royale Pima Path 32 0.0 6 4 1 0 0 0 0 4.0 4.0 5.0 1]
174  128th St Path Shea Bl Cactus Rd 5618 11 6 2 0 0 0 5 3 6.5 6.5 4.9 1l
224  Scottsdale Rd Path Lone Mountain Rd Carefree Hwy 10692 2.0 1 8 0 3 0 1 2 11.0 10.0 4.9 1]
263 Pima Acres Path Diamond Rim Dr Desert Camp Dr 1597 0.3 5 6 0 0 0 2 2 3.0 3.0 4.9 1]
290 Carefree Path 56th St Scottsdale Rd 10068 1.9 3 8 0 0 0 4 2 5.0 5.0 4.9 1l
87  Mountain View Path 68th PI Scottsdale Rd 2521 0.5 5 6 0 0 0 2 1 2.5 2.5 4.8 1l
221 Scottsdale Rd Path Jomax Rd Dynamite Bl 5283 1.0 1 8 0 2 0 2 3 9.5 9.5 4.8 1]
288  60th St Path Dove Valley Rd Carefree Hwy 5178 1.0 3 6 0 0 0 6 3 7.5 7.5 4.8 1l
157 Pima Path Los Gatos Dr Happy Valley Rd 9027 1.7 1 8 0 2 0 2 2 9.0 9.0 4.7 1]
187 Redfield Path Hayden Rd Northsight Park 2602 0.5 5 6 0 0 0 1 2 2.0 2.0 4.7 1
252  Old Pima Path Power Line Path Hualapai Dr 4005 0.8 4 4 1 1 0 0 1 7.5 7.5 4.7 1]
269 Deer Valley Path Existing sidewalk Miller Rd 1069 0.2 3 4 2 2 0 0 1 145 10.0 4.7 1]
76  Scottsdale Rd Path Indian Bend Wash McCormick Py 1692 0.3 4 2 1 1 0 3 3 11.5 10.0 4.6 1]
92  70th St Path Mountain View Rd Gold Dust Ave 1318 0.2 5 6 0 0 0 1 1 15 15 4.6 1
110 96th St Path Bella Vista Path Mission Ln 777 0.1 5 6 0 0 0 1 1 15 15 4.6 1
188  82nd St Connector 82nd St Redfield Path 309 0.1 5 6 0 0 0 1 1 15 15 4.6 1
256 Reata Path Thompson Peak Py Adobe Dr 5360 1.0 4 6 0 1 0 0 2 4.0 4.0 4.6 1]
285 Dynamite Path 97th PI Alma School Py 8978 1.7 1 10 0 0 0 4 2 5.0 5.0 4.5 1l
150 Professional Gap 85th PI Scottsdale Professional 82 0.0 6 4 0 0 0 1 0 1.0 1.0 4.4 1]
175 Cactus Path 124th St 128th St 2542 0.5 6 2 0 0 0 3 2 4.0 4.0 4.4 1]
219 Scottsdale Rd Path Pinnacle Peak Rd Happy Valley Rd 5257 1.0 2 8 0 0 0 4 2 5.0 5.0 4.4 1]
232 82nd St Path Union Hills Dr Loop 101 1371 0.3 5 4 0 0 0 2 3 35 35 4.4 1
93  Gold Dust Path 68th Wy 70th St 1253 0.2 5 4 0 0 0 2 2 3.0 3.0 4.3 1]
155 Pima Path Loop 101 Power Line Path 3796 0.7 4 4 0 1 0 1 3 5.5 55 4.3 1]
220 Scottsdale Rd Path Happy Valley Rd Jomax Rd 4939 0.9 1 8 0 2 0 0 2 7.0 7.0 4.3 mn
274  Happy Valley Path Scottsdale Rd Alma School Rd 20704 3.9 1 6 0 3 0 5 6 17.0 10.0 4.3 1]
281 Dynamite Path 56th St Scottsdale Rd 10647 2.0 1 6 0 2 0 4 1 10.5 10.0 4.3 1
233  Union Hills Path Scottsdale Rd Hayden Rd 5356 1.0 4 4 0 1 0 1 2 5.0 5.0 4.2 1]
249  Center Path Scottsdale Rd 76th St Path 1192 0.2 4 6 0 0 0 1 2 2.0 2.0 4.2 1
94  68th Pl Path Gold Dust Ave Shea Bl 1452 0.3 5 2 0 0 0 4 2 5.0 5.0 4.1 1]
98  Gold Dust Gap Gold Dust Ave Gold Dust Ave 201 0.0 5 4 0 0 0 2 0 2.0 2.0 4.1 mn
173  ViaLinda Path Hidden Hills 6884 1.3 5 4 0 0 1 0 1 2.0 2.0 4.1 1
222  Scottsdale Rd Path Dynamite BL Dixileta Rd 5271 1.0 1 8 0 0 0 5 2 6.0 6.0 4.1 mn
257 Reata Path Adobe Dr Pinnacle Peak Rd 5257 1.0 3 6 0 1 0 0 2 4.0 4.0 4.1 1]
266 DC Ranch Path Alma School Path Copper Ridge Middle School 377 0.1 4 4 1 0 0 0 1 45 4.5 4.1 1]
270  Milller Path Deer Valley Rd Pinnacle Peak Rd 6322 1.2 3 2 2 1 0 5 1 16.5 10.0 4.1 1]
289 Border Path 60th St Scottsdale Rd 12678 2.4 1 8 0 1 0 2 2 6.0 6.0 4.1 1]
105 100 PI Connector Bella Vista Path 100th PI 52 0.0 5 4 0 0 0 1 1 15 15 4.0 1]
251 Thompson Peak Path  Bell Path Desert Activity Center 1586 0.3 5 4 0 0 0 1 1 15 15 4.0 n
96  Mescal Path 68th PI 68th PI 1577 0.3 6 1 0 0 0 2 2 3.0 3.0 3.9 1]
273 Rawhide Path Scottsdale Rd Happy Valley Rd 7539 14 2 6 0 0 0 4 3 55 55 3.9 n
287 Dove Valley Path 56th St 60th St 2798 0.5 3 6 0 0 0 2 2 3.0 3.0 3.9 1]
235  Union Hills Tunnel Loop 101 595 0.1 4 4 0 0 0 2 2 3.0 3.0 3.8 1]
159 Pima Path Jomax Rd Dynamite BI 5192 1.0 1 6 0 2 0 0 2 7.0 7.0 3.7 1]
295 Stagecoach Path Pima Rd Lone Mountain Py 13116 25 1 4 0 1 0 7 3 11.5 10.0 3.7 n
296 Lone Mountain Path Stagecoach Rd Cave Creek Rd 11089 2.1 1 4 0 1 0 6 2 10.0 10.0 37 n
297 Cave Creek Path City Limits Lone Mountain Py 8631 1.6 1 4 0 3 0 2 2 12.0 10.0 3.7 n
298 Cave Creek Path Lone Mountain Py 112th PI 7015 13 1 6 0 1 0 3 2 7.0 7.0 37 n
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Appendix E: City of Scottsdale Path Prioritization Calculations by Tier

Connection Connection Connection Connection Connection Connection Prioritization
Path Name From To Length Length Latent LOS Connection Bike Lanes or Bike Streets Future Total Score Score Tier
1D (ft) (mi) Demand SUPs Paved Shoulders Routes Paths (max 10)
236  Union Hills Path Loop 101 Power Line Path 1387 0.3 4 4 0 0 0 1 2 2.0 2.0 3.6 1]
265  94th St Connector Sierra Pinta Dr Desert Camp Dr 107 0.0 4 4 0 0 0 2 0 2.0 2.0 3.6 1]
258 Reata Path Pinnacle Peak Rd Happy Valley Rd 5909 1.1 1 6 0 1 0 2 2 6.0 6.0 35 1]
260 Reata Path Jomax Rd Rio Verde Dr 6279 1.2 1 6 0 1 0 2 2 6.0 6.0 35 1
262 Pima Acres Path S of Hualapai Dr Diamond Rim Dr 1810 0.3 4 4 0 0 0 1 1 15 1.5 35 1]
271  Miller Path Williams Dr Pinnacle Peak Rd 2731 0.5 3 4 0 0 0 2 3 35 35 34 1]
156 Pima Path Overlook Dr Los Gatos Dr 1649 0.3 3 2 1 0 0 1 2 6.0 6.0 3.3 1]
223  Scottsdale Rd Path Dixileta Rd Lone Mountain Rd 5205 1.0 1 8 0 0 0 1 2 2.0 2.0 3.3 1]
259 Reata Path Happy Valley Rd Jomax Rd 6116 1.2 1 6 0 0 0 4 2 5.0 5.0 3.3 1
286 Lone Mountain Path Scottsdale Rd Pima Rd 10360 2.0 1 4 0 2 0 1 2 8.0 8.0 33 1]
158 Pima Path Happy Valley Rd Jomax Rd 5190 1.0 1 6 0 1 0 0 2 4.0 4.0 3.1 1l
160 Pima Path Dynamite BI Dixileta Dr 5354 1.0 1 6 0 1 0 0 2 4.0 4.0 3.1 1
163 Pima Path Westland Rd Stagecoach Rd 7880 15 1 4 0 2 0 0 2 7.0 7.0 3.1 1]
292  Westland Path Hayden Rd Pima Rd 5317 1.0 1 2 0 2 0 4 2 11.0 10.0 3.1 1
293  Westland Path Pima Rd 92nd PI 4830 0.9 1 2 0 2 0 2 3 9.5 9.5 3.0 1l
294  Westland Path 92nd PI Stagecoach Rd 9050 1.7 1 2 0 1 0 6 1 9.5 9.5 3.0 1]
161 Pima Path Dixileta Dr Lone Mountain Rd 5433 1.0 1 4 0 1 0 1 2 5.0 5.0 2.7 1]
162 Pima Path Lone Mountain Rd Westland Rd 8400 1.6 1 4 0 1 0 1 2 5.0 5.0 2.7 1]
261 Hualapai Path Ironwood Path Pima Acres Path 2487 0.5 3 1 1 0 0 0 1 45 4.5 2.7 1]
299 Cave Creek Path 112th PI City Limits 6172 1.2 1 6 0 0 0 1 1 15 15 2.6 1]
291  Westland Path Scottsdale Rd Hayden Rd 5378 1.0 1 2 0 1 0 3 2 7.0 7.0 25 n
272 Miller Path Pinnacle Peak Rd Happy Valley Rd 5209 1.0 1 4 0 0 0 2 3 35 35 24 1]
280 64th St Path Pinnacle Vista Dr Dynamite BI 2580 0.5 1 4 0 0 0 2 2 3.0 3.0 2.3 1]
282  Dynamite Path Scottsdale Rd 80th St 5172 1.0 1 2 0 1 0 1 3 5.5 55 2.2 1]
283  Dynamite Path 80th St Pima Rd 5389 1.0 1 2 0 1 0 1 3 5.5 55 2.2 1]
277  Jomax Path Pinnacle Peak Py Alma School Rd 1317 0.2 1 2 0 1 0 1 2 5.0 5.0 21 n
275 Rawhide Path Happy Valley Rd Jomax Rd 5222 1.0 1 2 0 1 0 1 1 4.5 4.5 2.0 n
279  Pinnacle Vista Path 56th St 64th St 5254 1.0 1 1 0 1 0 2 2 6.0 6.0 2.0 1]
278  56th St Path Jomax Rd Dynamite BI 5320 1.0 1 1 0 0 0 4 2 5.0 5.0 1.8 1]
276  Jomax Path Jomax Rd Alma School Rd 1421 0.3 1 2 0 0 0 2 2 3.0 3.0 1.7 11]
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7 PEDESTRIAN ELEMENT






1.0 INTRODUCTION

The purpose of the Pedestrian Element is to encourage walking as a sustainable form of
transportation; to make walking a safer, more convenient and a more comfortable travel option;
and to provide policy guidance and standards regarding the type, quality, and locations of
pedestrian facilities throughout the City. This element is designed to be implemented through
the City of Scottsdale’s DS&PM, Standard Details for Public Works Construction (Standard
Details), and land use and zoning decisions of the City Council, Transportation Commission,
planning commission, and City transportation and planning staff.

'The Pedestrian Element has been divided into eight major sections: (1) goals and objectives for
the Pedestrian Element; (2) background of pedestrians and walking (3) an overview of existing
conditions including existing policies and documents; (4) discussion of future pedestrian
demand using a latent demand model; (5) opportunities to enhance and improve the comfort,
safety and convenience of walking; (6) a pedestrian route network based on the results of future
pedestrian demand; (7) design guidelines to ensure that pedestrian areas meet the needs of all
pedestrians; and (8) recommendations to implement the goals and objectives of the Pedestrian
Element.

2.0 GOALS AND OBJECTIVES

This section lists all goals and objectives for the Pedestrian Element of the Transportation Master
Plan. For purposes of this section, a goal is defined as a long-term vision to which programs,
activities, and actions are directed. An objective is a specific, measurable task that provides
progress toward achievement of a goal.

2.1 Pedestrian safety and security goal: Create a street environment that

is safe and secure for pedestrians.

» Objective 1: Develop and implement a SRTS program.

» Objective 2: Create and systematically implement design guidelines that enhance
pedestrian safety, including ways to enhance the abilities of pedestrians to cross roadways.

» Objective 3: Create a pedestrian safety action plan using recent guidance developed by
FHWA and ADOT.

» Objective 4: Consistently maintain existing pedestrian facilities so they remain clear of
debris, overgrown vegetation, and poor conditions (such as heaved or broken pavement),
responding to complaints and working with City crews and private homeowners.

» Objective 5: Establish patrols in areas with high pedestrian use and enforce traffic laws for
pedestrians and motorists.

2.2 Pedestrian access and connectivity goal: Create a street environment
that allows pedestrians to directly access key destinations by
walking.

» Objective 1: Create and systematically implement design guidelines that address key
pedestrian concerns of directness, capacity, and continuity.



T ——
» Objective 2: Connect pedestrian facilities to link to other pedestrian supportive facilities,
such as transit routes and shared-use paths.
» Objective 3: Design pedestrian facilities using universal design principles and the draft
guidelines for accessible public rights-of-way published by the public rights-of-way access

advisory committee of the access board.'

2.3 Streetscape and land use goal: Provide pedestrian amenities and
promote land uses that enhance public spaces, neighborhoods,
commercial, and employment areas — amenities that will entice

more people to walk.

» Objective 1: Create and systematically implement design guidelines that provide guidance
to enhance visual interest and identify the appropriate level of amenities that responds to
anticipated use by pedestrians as identified by the latent demand model.

» Objective 2: Encourage land use that increases pedestrian activity by providing residential
and neighborhood commercial and employment uses within close proximity.

» Objective 3: Require all development proposals to include a pedestrian circulation
element.

» Objective 4: Promote school site design that encourages non-motorized travel for students
and personnel by accommodating direct links between schools and neighborhoods in a
manner that minimizes exposure to vehicles.

2.4 Education and promotion goal: Educate citizens, community groups,
school children and parents, businesses, and developers on safety,
health, and civic aspects of walking.

» Objective 1: Develop and implement comprehensive and proactive pedestrian safety
programs for pedestrians and motorists.

» Objective 2: Promote pedestrian travel as an alternative to driving for short neighborhood
trips such as from home to schools, parks, libraries, retail centers, and civic spaces.

» Objective 3: Encourage and promote walking as a way to improve health and reduce
vehicle emissions.

» Objective 4: Sponsor educational opportunities to keep City staft and elected officials
informed of recent advances in pedestrian planning and facility design.

2.5 Implementation goal: Incorporate pedestrian needs into the
policy-making, planning, design, construction, and maintenance of
existing and new policies, plans, programs, projects, facilities, and

operations.

» Objective 1: Create and adopt design guidelines and standards that create a safe,
tunctional, convenient, accessible, and pleasurable walking environment.

» Objective 2: Continue to provide dedicated funding sources for pedestrian improvements.

» Objective 3: Construct appropriate pedestrian facilities in new development, and retrofit
existing areas to meet pedestrian needs.

1 Available from www.access-board.gov/prowac/draft hm.
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» Objective 4: Prioritize pedestrian improvements based on potential usage by the highest
number of pedestrians as identified by the latent demand model.

» Objective 5: Create and update a comprehensive pedestrian facilities inventory, including
existing sidewalks and accessibility features (such as curb cuts, accessible pedestrian signals,
etc.).

» Objective 6: Identify a staft person responsible for reviewing all development proposals
and site plans to ensure that all planning and design projects appropriately incorporate
pedestrian needs.

3.0 BACKGROUND
3.1 Benefits of Walking

Walking is the most basic form of transportation. All trips begin and end
with walking, even for those who use a vehicle for the majority of their trip.
Because it generally requires no special equipment, walking is the easiest
and most convenient transportation mode. According to the pedestrian and
bicycle information center,walking has a number of economic,environmental,
health, quality of life, and transportation benefits.?

Walking is one of the most affordable forms of transportation since no
special equipment is required beyond assistive devices for persons with
mobility impairments. Walking is ideal for short-distance trips and could
replace short-distance motor-vehicle trips. According to the 1995 national
personal transportation survey, approximately 40 percent of all trips are less
than two miles in length — which represents an approximately 30 minute
walk.

Walking is one of the oldest and most basic

Walking is an ideal form of exercise that can help contribute to improved
forms of transportation.

health and well-being. Regular exercise can help manage and reduce a wide
range of common diseases, such as heart disease, hypertension, obesity,
diabetes, and depression. Improving walking conditions helps to improve quality of life in
communities as well. The ability of people to walk safely and comfortably is a key factor in
community livability. Communities with higher livability are better able to attract businesses,
workers, and tourists.

Wialking can also help to meet congestion management goals as well. Some roadways carry more
traffic than they were designed to handle, resulting in wasted time and energy, pollution, and
driver frustration. Increased walking can help offset the costs of providing
new roads and parking.

3.2 What is a Pedestrian?

According to Arizona state law, a pedestrian is:

... Any person afoot. A person who uses an electric personal assistive
mobility device or a manual or motorized wheelchair is considered
a pedestrian unless the manual wheelchair qualifies as a bicycle.

(A.R.S.28-101)

2 Pedestian and Bicycle Information Center, www.walkinginfo.org. Pedestrians walk in Downtown (3rd Avenug)
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Pedestrians also include rollerskaters, in-line skaters, and skateboarders, as well as users of
“electric personal assistive mobility devices” which means a self-balancing two nontandem
wheeled device with an electric propulsion system that limits the maximum speed of the device
to 15 mph or less and that is designed to transport only one person” (A.R.S. 28-101). One

common brand of these types of devices is the Segway human transporter.

'The needs of pedestrians vary depending on their age, physical ability,and travel purpose. Children
generally require adult supervision and educational programs to increase their awareness of
traffic and safe walking behavior. Common age-related characteristics of pedestrians are shown

in Table 7-1.

TABLE 7-1: Common Pedestrian Characteristics By Age Group
Age 0104 Learning to walk.

Requires constant parental supervision.

Developing peripheral vision, depth perception.

Age 5109 Lower eye height; 1/3 narrower side vision than adults.

Not able to determine direction of sounds.

Have difficulty judging speed and distance.

Smaller (not as tall); drivers may not see them.

Have short attention span and will grow impatient if they have to wait foo long to cross the street.

Assume that if they see a vehicle, it can see them.

Do not understand complicated situations. If one vehicle slows or stop, they may assume that others will do
the same.

Age 910 12 Increasing independence, but still requiring adult supervision.

Poor depth perception.

Susceptible to darting out into traffic and intersection dash behavior.

(rash rates are highest for 5- to 9-year old males.
Age 1310 18 Sense of invulnerability.
Runs through intersections without looking first.

Age 1910 40 Active, fully aware of travel environment.
Age 41 to 65 Slowing of reflexes.
Age 65 + Street crossing difficulty.

Poor vision.

Difficulty hearing vehicles approaching from behind; reduced ability to detect and differentiate sounds.

Limited attention span, memory, and cognitive abilities.

Reduced endurance and tolerance for extreme temperature and environments.

Decreased range of joint motion, balance, and stability.

Excessive trust that drivers will obey traffic rules.

High fatality rate.

Sources: Washington State Bicycle Transportation and Pedestrian Walkways Plan, 1994, as cited in the pedestrian facilities guidebook, Washington state
Department of Transportation, September 1997, available at www.Wsdot. Wa.Gov/walk/designinfo.Htm; toolbox to address safety and operations on school
grounds and public streets adjacent to elementary and middle schools in lowa, lowa Department of Transportation, August 2006; designing sidewalks and
trails for access, FHWA, July 1999.
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Physical ability will vary with age, but also varies with the individual.®* For
example, medical conditions, such as cardiac disease and degenerative joint
disease, may limit a person’s ability to walk, and to move quickly out of the
path of an oncoming vehicle. Also, parents pushing children in strollers,
bicyclists walking with their bicycles, and adults carrying packages or other
items will likely not react as quickly to potential hazards due to inattention
and limited physical ability caused by taking care of another person. Tourists
and people walking in groups may be distracted. All of these pedestrians are
likely to walk more slowly and require more maneuvering space than other
pedestrians. Walking speeds of different types of pedestrians are shown in

Table 7-2.

TABLE 7-2: Pedestrian Walking Speeds
Pedestrian Type

Parents pushing children in strollers (the pedes-
trian is on Scottsdale Road) will like not react as
quickly to potential hazards, and require more
maneuvering space than other pedestrians.

Average Walking Speed, Feet Per Second

Average adult 4.00
Wheelchair user 3.55
Pedestrian with immobilized knee 3.50
Older/senior adult 2.80
Cane or crutch user 2.62
Below-knee amputee 2.46
Pedestrian with knee arthritis 2.46
Pedestrian with hip arthritis 2.24 10 3.66
Pedestrian with walker 2.07
Above-knee amputee 1.97

Source: FHWA course on bicycle and pedesrian transportation (for planners and designers),FHWA, Lesson 8, available at http://safety.FHWA.Dot.Gov/pedbike/

univeourse

People with disabilities* need a pedestrian environment free of barriers. An environment designed

with the principles of universal design helps to create pedestrian areas that function well for

people with disabilities (see Section 6.8 Design Facilities That Are Universally Accessible).

Pedestrian areas that are designed to be accessible to people with disabilities are generally safer
and more user-friendly for all pedestrians. The needs of a pedestrian with a disability will
depend on the type of disability, the level of impairment, and the capability of the individual. In
general, elements that are helpful to pedestrians with disabilities are listed in Table 7-3.

3 Designing Sidewalks and Trails for Access, FHWA, July 1999, available af www.fhwa.dot.gov/environment/bikeped/access-1.him
4 Designing Sidewalks and Trails for Access, FHWA, July 1999, available ot www.fhwa.dot.gov/environment/bikeped/access-1.htm. Also see Pedestrian and
Streetscape Guide, Georgia Department of Transportation, September 2003, page 15, available at www.walkable.org/download/Georgia_ped_streetscape

guide.pdf.
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TABLE 7-3: Elements Helpful For Pedestrians With Disabilities

Curb cuts and ramps

Tactile warnings

Easy-to-reach activation buttons

Audible warnings and message systems

Raised and braille letters for communication

Signal timing at lower than average walking speed

Maximum grade of 1:20 and cross slope of 1:50 (ramps can be 1:12)

Roadway crossing refuges

Reduced roadway crossing distances (bulb-outs and curb extensions)

Traffic calming

Handrails

Source: Pedestrian and Streetscape Guide, Georgia Department of Transportation, September 2003, page 15, available at www.
Walkable.Org/download/Georgia_ped_strestscape_guide. Pdf

Pedestrian areas that are designed to be acces- 3.3 What Is a Pedestrian Fa ciliiy?
sible to people with disabilities are generally

safer and more user-friendly for all pedestrians. Components of the pedestrian transportation system are generally referred
to as “pedestrian facilities.” Pedestrian facilities include sidewalks, curb
ramps, multiuse paths, multiuse trails, crosswalks, traffic calming features,
grade-separated crossings, and other elements that encourage pedestrian movement such as
landscaping, site furnishings and amenities, and public art. Pedestrian facilities also include
design strategies that help make walking safer, more convenient, and more comfortable.
Multiuse paths and multiuse trails are discussed in the Bicycle Element of the Transportation
Master Plan.

3.4 Measuring the Effectiveness of Pedestrian Facilities

The Kansas City Pedestrian Walkability Plan® summarizes key factors that affect pedestrian
mobility, including directness, capacity, continuity, street crossings, visual interest and amenities,
and security. The MAG Pedestrian Policies and Design Guidelines also describe common factors
found in successful pedestrian environments.® Effective pedestrian environments will include
the design elements discussed below.

3.4.1 Directness

National research has shown that distance (real or perceived) is the reason most cited as
determining whether people walk. In general, people will choose to walk approximately
10-15 minutes (about a 1/4 to 1/2-mile to a destination) if the route is comfortable and safe or
if the need is great.

If the sidewalk network is direct and minimizes travel time, a person is more likely to walk.
Features such as gated or walled communities can create barriers to nearby transit stops and
nearby commercial or entertainment areas. The land use mix and its density influences whether

5 Kansas City Walkability Plan, prepared for the City Planning and Development Department, Kansas City, Missouri, by LSA Associates, Inc. Adopted March 20,
2003. This document is available at http://www.kcmo.org/planning.nsf/plnpres/walkability .
6 Pedestrian Area Policies and Design Guidelines, Maricopa Association of Governments, 2005, available af www.mag.maricopa.gov.
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people walk. People are more likely to walk when a variety of destinations,
such as home, transit stops,schools, parks,commercial areas,and employment
are placed within close proximity.

While meandering sidewalks may have aesthetic appeal in some situations,
they generally add more distance to the pedestrian trip and greater challenges
for individuals with physical constraints. Highly meandering sidewalks
limit both the efficiency and the effectiveness of the pedestrian trip. People
generally want to use the most direct route and may not use a walkway if it
does not provide the most direct route.

3.4.2 Capacity
People will choose to walk if the walkway has sufficient capacity. The capacity

of a sidewalk will vary based on the number of pedestrians using it, the
speed of adjacent traffic, and the number and location of obstacles on the
sidewalk. The eftective walkway width is the portion of the sidewalk actually
used by pedestrians for walking. The walkway needs to be sufficiently wide
to account for pedestrians moving away from the curb, building walls, light
poles, window shopping, and street furnishings while traveling.

3.4.3 Continuity

Pedestrians require continuous routes, without gaps. Gaps in continuity can
be caused by missing sidewalk segments, providing a sidewalk on only one
side of the street, or overgrown vegetation.

Another aspect of continuity is the number of driveways along a walkway
since pedestrians must pause at each driveway crossing to look for turning
vehicles, and may have to wait or move around waiting vehicles. Minimizing
driveway crossings and consolidating driveways creates continuous
pedestrian routes.

3.4.4 Street Crossings

Pedestrians also often face difficulty at intersections where they must cross.
At intersections, where pedestrians interface with automobiles, special
attention is needed to provide for a safe pedestrian environment. As
streets get wider and carry more traffic, crossing conditions become more
challenging for pedestrians.

The ability of a pedestrian to safely cross the street is affected by’

» The number of lanes and widths of the lanes to cross;
» Presence of a raised median or refuge island,

» Presence of a marked crosswalk;

» Use of a pedestrian actuated signal or dedicated pedestrian crossing
phase;

Clear sight lines from motorists to pedestrians;

v

7 Kansas City Walkability Plan, prepared for the City Planning and Development Department, Kansas City, Missouri, by LSA
Associates, Inc. Adopted March 20, 2003, page 20. This document is available at http://www.kemo.org/planning.nst/plnpres/
walkability .

/ PEDESTRIAN ELEMENT

A direct pedestrian facility provides access to
nearby destinations, such as shopping. People
are more likely to walk when a variety of des-
tinations, such as home, transit stops, schools,
parks, commercial areas, and employment are
placed within close proximity.

Driveways along the pedestrian route limits
continuity (photo taken in Downtown).

oy s
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Special attention is needed where pedestrians
interface with automobiles at street crossings.
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» Ramps at corners that align with the crosswalks, in both directions;
» Street lighting.

3.4.5 Visual Interest and Amenifies

People will often choose to walk if the route is interesting. Many pedestrians,
especially tourists or visitors new to an area, will walk further than 1/2 mile
if the route is made interesting by other pedestrians, public art, landscaping,
storefronts with windows, attractive views and places to rest. Walkers looking

Public art creates visual interest for pedestrians. ~ for exercise are also more likely to walk further than 1/2 mile.

Pedestrians feel most comfortable in areas that have human scale in design
elements and are organized to meet their needs. The features next to the sidewalk can help create
a more comfortable traveling environment. Features to consider include the ratio of building
height to street; walkway width; frequency and height of windows, doorways or openings;
hardscape and landscape; and street furnishings, such as seating. Pedestrian environments
should be organized to provide clues about where conflicts with other roadway users may
occur, and where amenities like shade and benches are provided to help create a human scaled
environment.

On-street parking provides a buffer from traffic
for pedestrians (Scottsdale Road Downtown
Scottsdale).

3.4.6 Safety and Security

According to FHWA, “pedestrian crashes and the resulting injuries represent
a serious problem on our highways.” There are a number of risk factors that
influence pedestrian crash rates and severity, including:

» Wide roads (pedestrian crash rates are higher on roads with more thanf
our lanes);

» Higher speed, higher traffic volume roadways;

» Intersections with wider crossing distances, wide turning radii, multiple
turn lanes or confusing or complex traffic control;

» Drug/alcohol use by drivers and/or pedestrians;

» Lack of sidewalks.

» Older persons are more susceptible to injury and death; younger

children are more likely to be struck while darting into the street. ®

Information on pedestrian vehicle collisions in the City of Scottsdale is

provided in section 4.0 Existing Conditions and Appendix 7-C.

If people do not feel personally secure, even though the pedestrian route is considered safe from
traffic, they will not choose to walk. Pedestrians should be clearly visible to other pedestrians and
people participating in adjacent activities. Pedestrian areas should be well maintained to keep
them free of debris/litter. Separation from traffic, through landscaping, bike lanes or parking,
will help provide a more secure and comfortable walking environment. Providing pedestrian-
level lighting in areas used at night also enhances personal security.

8  How to Develop a Pedestrian Safety Action Plan, US Dept. of Transportation, FHWA. Publication No. FHWA-SA-05-12, February 2006, Page 1.
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4.0 EXISTING CONDITIONS

'This section provides an overview of existing policies and plans regarding pedestrians, collision
statistics, budgeted pedestrian improvements listed in the City’s adopted capital improvement
program, and a general discussion of existing pedestrian activity.

4.1 Existing Plans and Policies

Development of pedestrian policy and facilities has been facilitated through a wide range of
city, regional, and area plans, listed below and summarized in Appendix 7-B and the Existing
Conditions report, an appendix to the Transportation Master Plan.

1. City of Scottsdale Bicycle/Pedestrian Transportation Plan (January 1995)
2. City of Scottsdale General Plan Community Mobility Element (2001)

3. City of Scottsdale Downtown Plan and Downtown Urban Design and Architectural Guidelines
(1986, last updated in 2004)

4. City of Scottsdale Safe Routes to School Implementation Plan (2006)

5. MAG Pedestrian Policies and Design Guidelines (2005)

6. MAG Pedestrian Plan 2000 (December 1999)

7. City of Scottsdale and MAG Downtown Pedestrian Mobility Study (January 2007)
8. City of Scottsdale Downtown Circulation Study (2006)

9. City of Scottsdale DS&PM

10. Traffic Volume and Collision Rate Data Report (2006 — updated bi-annually)

4.2 Pedestrian-vehicle Collisions
Some of the common characteristics of pedestrian collisions include:’

» Driver and/or pedestrian inattention

» Struck by vehicle while crossing at an intersection (50 percent of all collisions)

» Struck by vehicle while crossing mid-block (33 percent of all collisions)

» Struck from behind while walking along the roadway in the same direction as traffic

(particularly in rural areas)

Motorist exceeding safe speed (contributes to most pedestrian deaths)

» Darting out into the street at mid-block (most common type of pedestrian collision for
children)

» Vehicles backing up (difficult to see children and others walking behind)

» Collisions in urban areas (80 percent of all collisions)

v

'The City of Scottsdale has complete crash data files which contain data on report number, date
and time of the crash, crash location (street names and distance and direction from intersection),
injury severity, manner of collision (head-on, rear-end, pedestrian, etc.), and other detailed
information. The pedestrian crashes were extracted and reviewed from this data.

9 Pedestrian and Bicycle Crash Types of the Early 1990s, Snyder et al., as cited in Pedestrian and Streetscape Guide, Georgia Department of Transportation,
September 2003, page 10, Table 6, available af www.walkable.org/download/Georgia_ped_sfrestscape_guide.pdf
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Compared to Maricopa County, Scottsdale’s pedestrian crash rate in January—December 2005
(crashes per 100,000 population) and pedestrian fatality rate in 2005 (fatalities per 100,000
population) are considerably lower (see Figure 7-1). Scottsdale’s pedestrian fatality rate is also
much lower than that of Phoenix, Mesa, Glendale, and Tempe, but higher than that of Chandler
and Gilbert.'""

'The lower pedestrian crash rates in Scottsdale compared to Maricopa County may be the result
of safer conditions for pedestrians in Scottsdale, and/or lower levels of pedestrian activity than
other communities.

Detailed information, graphics, and maps pertaining to pedestrian collisions are included in

Appendix 7-C.
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FIGURE7-1:  Pedestrian Crashes and Fatalities in Scottsdale and Surrounding Cities

4.3 Planned Pedestrian Improvements

'The projects listed in Table 7-4 list the pedestrian improvements contained in the City of
Scottsdale’s CIP FY 2008-2012. This list does not encompass all pedestrian or bicycle facility
improvements that are planned as many improvements also occur with transit projects and
in private developments. Figures in Appendix 7-D show planned bicycle and pedestrian
improvements anticipated to occur as part of the City’s CIP by planning area.

10 Pedestrian fatality data for Scottsdale and surrounding cities are in Traffic Safety Facts 2005, available online at www-nrd.nhtsa.dot.gov/pdf/nrd-30/NCSA/
TSFAnn/TSF2005.pdf. This document does not have data on the number of pedestrian crashes.
11 Maricopa County pedestrian crash data are available online at www.mag.maricopa.gov/archive/SafetyWebCrashData/PedCrashTrend99_05.htm
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TABLE 7-4: Planned Roadway, Bicycle, and Pedestrian Improvements

Estimated

Project/Street Project Description Completion
74th St, Belleview to Improve pedestrian environment; add on-street parking. 2007
McDowell Rd
Bell Rd, 94th Stto Thompson ~ Construct two travel lanes, landscaped median, bike lanes, sidewalks, 2007
Peak Pkwy and new wash crossing.
Cactus Rd, Pima Fwy to Frank ~ Construct four-lane major collector between Pima Fwy and 96th St 2009
Lloyd Wright Blvd and two-lane neighborhood collector between 96th St and Frank Lioyd

Wright Blvd. Entire corridor will include medians/center turn lanes,

bike lanes, curb and gutter, sidewalk, and shared-use non-paved trail.

A shared-use paved path will also be included between 96th St and

Frank Lloyd Wright Blvd.
Crosscut Canal shared-use path — Completion of the path system from the Tempe border to Indian 2008
system School Rd
Indian Bend Rd, Scottsdale Rd  Construct to four-lane minor arterial standards with landscaped 2008
to Hayden Rd median, turn lanes, bike lanes, curb and gutter, new all-weather

crossing of Indian Bend Wash, and sidewalk on south side. A new

shared-use path will be installed on north side to connect the Indian

Bend path system to McCormick Railroad Park. Additional turn lanes

will be constructed af the Scottsdale Rd and Hayden Rd infersections.
Indian Bend Wash shared-use ~ Redesign and widen the Indian Bend Wash multiuse path system to 2011
path system 1012 feet in areas where the path is currently 8 feet wide between

McDowell and Camelback roads. Improvements to existing grade-

separated crossings and improved connections from side streets will

also be considered.
Indian School Rd, Drinkwater ~ Construct driveway closures, new turn lanes, bus bays, and a 2008

Blvd to Pima Rd

landscaped median to maximize through capacity in the existing four
travel lanes, relocate and widen sidewalks, where feasible, and add
bike lanes.

McDonald Dr, Scottsdale Rd to
78th St

Reconfigure and add turn lanes af McDonald Dr/Scottsdale Rd and 2008
McDonald Dr/78th St. Enhance pedestrian features between the
Arizona Canal and Miller Rd/Cattle Track Rd

McDowell Rd, Scottsdale Rd to

Add bicycle lanes and enhance sidewalks; add landscaping, site 2010

Granite Reef Rd fumishings and pedestrian lighting.
Pima Rd, Deer Valley Rd to Design and construct a six-lane parkway cross section beginning 2009
Pinnacle Peak Pkwy approximately 1,400 feet north of Thompson Peak Pkwy, with

landscaped median, turn lanes, grade-separated path crossing, bike
lanes, sidewalks, curb and gutter, roadway drainage, infelligent
transportation system facilities, and noise mitigation.

Scottsdale Rd, Frank Lloyd
Wright Blvd to Thompson Peak

Pkwy

Design and construct a six-lane major arterial cross section with 2008
landscaped median, turn lanes, bike lanes, sidewalks, curb and gutter,

roadway drainage, and intelligent transportation system facilities.

Additional turn lanes at Frank Lloyd Wright Blvd and a new pedestrian

crossing of the Central Arizona Project canal will also be included.




TABLE 7-4: Planned Roadway, Bicycle, and Pedestrian Improvements

Estimated
Project/Street Project Description Completion
Scottsdale Rd, Thompson Peak  Design and construct a six-lane major arterial cross section with 2010
Pkwy to Pinnacle Peak Pkwy. landscaped median, turn lanes, bike lanes, sidewalks, curb and gutter,
roadway drainage, intelligent transportation system facilities, and a
new all-weather crossing of Rawhide Wash.
Scottsdale Rd between Roosevelt  Add bicycle lanes and widen sidewalks. Landscaping, shade, site 2009

Stto Earll Dr (Phase 1), and furishings, pedestrian lighting, and crosswalk treatments will also be

Earll Dr to and Chaparral Rd included.

(Phase 2)

Thomas Rd, 64th Stto Pima Rd  Add bicycle lanes and widen sidewalks; add landscaping, shade, and 2010
site furishings. Consider additional turn lanes af intersections.

4.3 Current Pedestrian Activity

There are three primary methods of assessing pedestrian
trip activity:

» Revealed demand;

» Evaluating potential trip generators or attractors; and
» Latent demand.”

Revealed demand identifies pedestrian activity by

counting existing pedestrians on roadways. However,
Pedestrians along Brown Avenue enjoy the actual pedestrian counts do not indicate the level of
activities of Old Town. demand for pedestrian travel for several reasons. First,

pedestrian travel is more sensitive to impediments

than automobile travel. For example, distance between
origins and destinations affects the choice to walk more than the choice to drive. In addition, the
conditions of the walking environment, such as whether a sidewalk exists, also affect whether a
walking trip is made and what route is used. Furthermore, depending on the purpose of the trip,
walking may also not be a reasonable choice when compared with driving. For these reasons,
existing pedestrian counts do not accurately reflect the amount of pedestrian travel that would
occur if there were not as many impediments to the selection of walking as a transportation
mode choice.

Despite its weaknesses as a methodology, revealed demand does help to determine current
pedestrian activity. Pedestrian counts for 2005, from the federal special census (the most recent
year for which statistics are available) show that 1.5 percent of the City’s population over
16 years of age walked as a sole means of transportation to work. Another 1.9 percent of the
City’s population over 16 years of age rode a bus or bicycled to work. Compared to the 2000
and 1990 census, people walking as their only mode of travel to work declined as a percent
of the total population. This decline is more than offset by an overall number of people using
public transit, and one could speculate that increased transit service throughout Scottsdale
from 1990 to 2005 enabled many people who walked and bicycled to work to shift to public

12 See Pedestrian Plan 2000 Technical Appendix, Maricopa Association of Governments, December 1999, available af www.mag.maricopa.gov.
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transit as their primary means of commuting. In addition, most of the recent
population growth in Scottsdale has occurred in the northern areas where
local employment is more limited.

Another way to determine pedestrian travel demand is to assess potential
trip starting points and destinations. This method has traditionally been the
most common method to estimate pedestrian travel demand. This method
of assessing demand also has weaknesses because it tends to focus only on
major pedestrian trip destinations, such as schools, parks, and retail centers.
Therefore, only a fraction of the potential pedestrian trips are considered.
In reality, since most pedestrian trips are relatively short in length, virtually
every residence and every destination in the community is a pedestrian
starting point or destination.

Pedestrian amenities make Downtown an
enjoyable walking environment.

The third method used to quantify pedestrian activity levels is latent demand. Latent demand
considers all potential trip starting points and destinations and identifies the amount of

pedestrian travel that could occur if there were no obstacles to pedestrian travel. Latent demand
methodology acknowledges that pedestrian trips decline with larger distances between starting

points and destinations, and that some types of trips are more likely to be made by pedestrians
than drivers. For example, people will generally walk further to work than to a restaurant, since

travel to work is perceived as more essential than a trip to a restaurant.

Latent demand is an emerging method to determine pedestrian activity levels. As such, this
Pedestrian Element uses latent pedestrian demand to help identify a planned pedestrian

facility network and prioritize infrastructure investments as discussed in other sections of the

Pedestrian Element.

4.4 Barriers to Pedestrian Travel

Section 3.4 Measuring the Effectiveness of Pedestrian Facilities, discussed
important features essential to creating a functional pedestrian environment.
These features include directness, capacity, continuity, visual interest
and amenities, and safety and security. In addition, roadway and traffic
conditions often present barriers to pedestrian movement. These barriers,
by increasing the perceived hazards of walking, discourage some individuals
from walking. Instead, they will use the automobile mode, contributing to
traffic, or not make the trip at all. Therefore, the actual number of people
walking in Scottsdale is likely less than the potential number. Additional
information on pedestrian latent demand is provided in Section 5.0 Future
Pedestrian Demand.

441 Lack of Sidewalk

'The provision of a sidewalk or other accessible walking surface is probably
the most important step in providing a safe and comfortable pedestrian
environment. Without a walkway, pedestrians may be forced to walk in the
roadway or choose not to walk. For roadways with destinations on both
sides of the roadway, sidewalks are important to provide on each side of the
roadway.

At Drinkwater Boulevard and Scottsdale Road,
there is no sidewalk for pedestrians. The provi-
sion of a sidewalk or other accessible walking
surface is the most important step in providing
a safe and comfortable pedestrian environ-
ment.
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A high volume of turning vehicles at intersec-
tions can make it difficult for pedestrians to
cross (Brown Avenue and First Avenue).

Pedestrians wait on a median for a gap in traf-
fic to complete crossing Scottsdale Road.

Wide roadways, such as Scottsdale Road, with
infrequent signalized crossing, can be a chal-
lenge for pedestrians.
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4.4.2 High Volume of Turning Vehicles

Another traffic condition that causes difficulty for pedestrians is a high
volume of turning vehicles, either at intersections or at driveways. Turning
motorists often do not look for, or yield to, pedestrians. Right-turn-on-red
motorists, for instance, scan to the left for gaps in traffic and often fail to
scan to the right for pedestrians crossing in front of them in the crosswalk.
At some intersections, a continuous stream of motorists turning right on
green means that pedestrians may find it difficult to cross even when they
have the walk signal (and motorists must yield the right of way). Excluding
crashes occurring on private property (for example, parking lots), 40 percent
of pedestrian crashes in Scottsdale from January 2005—October 2006

occurred at intersections.

4.4.3 Llack of Safe Mid-block Crossings

Another difficult situation for pedestrians is caused by the lack of safe mid-
block crossing locations. Pedestrians who are at a mid-block location and
want to cross the street have to choose between crossing mid-block or going
out of their way to cross at a signalized intersection. The further they are
from a signalized intersection (and the further out of their way they have
to go to reach the signalized intersection), the more likely it is that they
will cross mid-block. Depending on traffic speeds and volumes, adequate
gaps in traffic may be rare, or pedestrians may misjudge the adequacy of
gaps. Moreover, high traffic speeds and volumes will prove daunting to some
individuals. Rather than choosing between the inconvenience of going out
of their way to cross at a signalized intersection and attempting a mid-block
crossing, these individuals may decide not to walk at all. Excluding crashes
occurring on private property, 60 percent of pedestrian crashes in Scottsdale
from January 2005—October 2006 occurred at mid-block locations.

The relative exposure (how many crossings occur) of pedestrians at mid-
block locations as compared to signalized intersections cannot be determined
without an extensive pedestrian mapping study. Also unknown is the degree
to which pedestrian error, or possibly cognitive impairments, contributed to
the mid-block crash numbers. More detailed crash studies will be required
in the future to identify specific locations and roadway improvements
which may be appropriate for improving pedestrian mid-block crossing
conditions.

4.4.4 Wide Roadways

Another condition that makes pedestrian travel difficult is wide roadways.
At a signalized intersection, slower pedestrians may not be able to finish
crossing a roadway before traffic on that roadway gets the green light. At an
unsignalized intersection or a mid-block location, adequate gaps in traffic
may be rare, or pedestrians may misjudge the adequacy of gaps.

SCOTTSDALE TRANSPORTATION MASTER PLAN



4.4.5 Insufficient Sidewalk Width

Sidewalks serve two primary functions: to accommodate pedestrian travel
along the roadway and to provide access to adjoining land uses. Once these
basic functions are served, any additional ROW (sidewalk width) should
be used for activities or uses that complement the walking environment
or adjoining land use. Examples of these activities include sidewalk cafés,
information kiosks, and food and merchandise vendors. These activities
should be encouraged as vital components of an attractive, active street.
Active streets enhance the pedestrian environment and stimulate an area’s
economic vitality.

While the addition of these pedestrian walkway-based activities can
encourage additional pedestrian activity and enhance pedestrian areas, these
activities can also impede pedestrian mobility and access within the sidewalk
ROW. Communities with active streets that also appropriately accommodate
pedestrians generally address three areas when faced with a request to use
areas adjacent to sidewalks: adequate clear width for pedestrians, accessibility
for pedestrians with disabilities, and level of pedestrian safety and comfort

provided by the sidewalk width.

Additional information on recommendations related to this issue is provided
in Section 8.20 Sidewalk Cafés/Outdoor Dining.

/ PEDESTRIAN ELEMENT

Qutdoor dining can be an important component
of an active street environment, but must be
placed in appropriate locations so that pedes-
trian walkways are not blocked.

Retail activity can also limit pedestrian space.
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5.0 FUTURE PEDESTRIAN DEMAND

A latent demand model was prepared during the development of the Transportation Master
Plan to help identify future pedestrian travel demand. This forecast modeling provides a way to
estimate the latent, or potential, demand for pedestrian travel. Performing actual counts only
reveals how many people currently walk a given segment of sidewalk, path or trail, not how
many might walk that segment if the conditions were improved.

'The model provides guidance for recommendations for pedestrian improvements by indicating
the areas of highest demand for pedestrian facilities in 2020. This section documents the results
of the future latent pedestrian demand model in Scottsdale.

5.1 Forecast 2020 Pedestrian Latent Demand

The methodology and basis of this analysis are discussed in the Transportation Master Plan
latent demand technical report. Latent demand quantifies both ends of the walking trip and
considers all origins (i.e., single-family and multi-family residences) and destinations (i.e., work
places, shopping opportunities, parks, schools) in a study area for both existing and potential
trips. The latent demand model assumes that the trips produced at an origin and attracted to a
destination are directly proportional to 1) total trips generated at the origin, 2) total attractions
at the destination, 3) a calibrating term, and 4) a socioeconomic adjustment factor. This model
is based upon a theory similar to that used in roadway travel demand models. It is generally
based on an area’s proximity to schools/universities, parks/trails, and transit service, as well as
the mix of surrounding population and employment. The latent demand score compares all
roadways within Scottsdale to one another. Therefore, a roadway with a score of 10 will have the
highest possible number of pedestrians of all roadways in Scottsdale, assuming that obstacles to
pedestrian travel do not exist. A roadway with a latent demand score of 1 will have the lowest
number of pedestrians when compared with all other roadways in Scottsdale, again assuming
that obstacles to pedestrian travel do not exist. Detailed maps of the latent demand analysis
findings are in Appendix 7-E.

The results of the latent demand analysis show the highest areas of latent demand, with a latent
demand score of 10, are located predominantly in southern Scottsdale (Indian Bend Road south
to the Tempe border) including south of Chaparral Road along Scottsdale and Hayden roads
and Camelback, Indian School, Thomas, and McKellips roads for the entire breadth of the City.
These areas have a relatively high number of residences and employment destinations, as well as
schools, parks, trails/paths, and transit service. Hayden Road is adjacent to Indian Bend Wash,
and is proximate to a number of schools and higher density housing. Along Scottsdale, Indian
School, Thomas, and McKellips roads are areas of high commercial activity and population.

In the City north of Shea Boulevard and Loop 101 north to the City boundary, areas of high
future latent demand include: Thompson Peak Parkway, near McDowell Mountain Ranch,
south of Bell Road; and Frank Lloyd Wright Boulevard between Pima Road and Thompson
Peak Parkway. At build-out, the Thompson Peak Parkway area will include substantial
commercial development at the intersection of Bell Road and Thompson Peak Parkway, as well
as significant residential development. The Frank Lloyd Wright Boulevard area is currently an
active commercial and residential area that has not achieved full build-out.
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Central and northern Scottsdale generally have moderate latent demand, with scores ranging
from 5 to 8. Moderate areas of latent demand for pedestrian facilities are generally located along
Cactus Road and Shea Boulevard. However, there are areas of relatively high latent demand
identified by the analysis. They are Scottsdale Road from Shea Boulevard to Butherus (the
entrance to the Scottsdale Airpark), Hayden Road from Indian Bend Road through the Airpark,
and 90th Street from Shea Boulevard south to the SRPMIC. Shea Boulevard has substantial
retail and higher density developments, especially in the area around the Scottsdale Road
intersection where schools, retail, and multi-family housing are located. Shea Boulevard, east
of Loop 101, includes the Scottsdale Healthcare Shea campus, regional and neighborhood
shopping venues, and multi-family residential development. Cactus park, a 17-acre community
park is located at Cactus and Scottsdale roads, has high potential for social/recreational trips.
'The Hayden Road area includes substantial open spaces including the Mountain View Road
and Rotary parks, extensive residential development, and smaller areas of commercial and office
development.

6.0 OPPORTUNITIES

This chapter discusses some of the opportunities Scottsdale has for improving the pedestrian
environment. Overall, the City provides basic pedestrian facilities that generally foster a safe,
enjoyable pedestrian environment, including:

» Comfortable sidewalks along many streets;

» Traffic signals with pedestrian actuators at the intersections of arterial and collector streets;

» Landscaping that provides shade and protection from the elements in many cases;

» Convenient transit stops and transit shelters in many locations; and

» An extensive and connected path system that takes advantage of canals, greenbelts, and
other open space and recreation features.

Research done for the State of Washington Pedestrian Facilities Guidebook™ identified common
characteristics of pedestrian-friendly communities. These qualities are listed below and
summarized in Appendix 7-A.

v

Coordination between jurisdictions
Linkages to a variety of land uses/regional connectivity
Continuous systems/connectivity
Shortened-trips and convenient access
Continuous separation from traffic
Pedestrian supportive land use patterns
Well-functioning facilities

Designated space

Security and visibility

Automobile is not the only consideration
Neighborhood traffic calming

Accessible and appropriately located transit
Lively public spaces

Character

Scenic opportunities

Pedestrian furnishings

VVVVVVVVVVVVYVYVYVYYVYY
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Pedestrian Facilities Guidebook, Washington State Department of Transportation, September 1997, available at www.wsdot.wa.gov/walk/designinfo.htm
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» Street trees and landscaping
» Design requirements
» Proper maintenance

In some areas, such as Downtown, enhanced pedestrian facilities are provided
with the goal of encouraging walking. As the community approaches
build-out and some areas begin to redevelop, such as the SkySong project
at Scottsdale and McDowell roads, new activity, tourist, and employment
areas with the potential of attracting pedestrians will emerge. As these areas

develop and redevelop, it will be important to address the opportunities
This courtyard in Downtown along First Avenue  Jescribed in this section.

is an attractive waiting area for pedestrians in a
pedesrian-oriented disrict 6.1 Enhance Existing and Create New Special Pedestrian-

oriented Districts and Areas

Walking destinations are areas where people go to walk and explore, and get to by walking. Areas
such as Downtown should be designed so that walking is the predominant transportation mode.
Areas with more pedestrians require more extensive pedestrian facilities, including increased
sidewalk width, themed signs, site furnishings, decorative lighting, shade, and active streets that
encourage pedestrians to linger and explore. Creating pedestrian-friendly streets in these areas
is an opportunity. Elements of pedestrian-friendly streets are provided in Table 7-5.

TABLE 7-5: Elements of Pedestrian-friendly Streets
Interconnected streets with small blocks provide opportunities for pedestrian access, mobility, and safety.

Narrow strees, scaled for pedestrians, are less conducive to high vehicle speeds (street trees at the edges of the roadway create the
perception of a narrower roadway).

Traffic calming.

Median refuge islands and mid-block crossing treatments assist pedestrians crossing roadways.

Public spaces, places to interact and places to rest that are adjacent fo the pedestrian walkway enhance comfort and interest.

Awnings, covered building entrances and shade trees provide shelter from the sun and heat.

Landscaping can soften building edges and add softness to the built environment.

Pedestrian level lighting that illuminates the pedestrian walkway, without being harsh or intrusive, improves security.

Wide, smooth, continuous sidewalks that include elements for pedestrians with disabilities enhance mobility for all pedestrians.

Source: pedestrian and Streetscape guide, Georgia Department of Transportation, September 2003, page 29, available at www.Walkable.Org/download/Geor-
gia_ped_streetscape_guide.Pdf

'The latent demand analysis (see Section 5.0 Future Pedestrian Demand) shows that Downtown
will remain a popular area for walking. As areas of Downtown intensify and Downtown
expands to include distinct neighborhoods (i.e., Waterfront, Scottsdale corridor north of
Camelback Road, the Downtown core, and Scottsdale Road south of Indian School Road), the
demand for pedestrian facilities will also increase. This implies that a greater range of facilities
as well as facilities designed to handle a larger number of pedestrians will be necessary.

Recognizing that pedestrian facilities could be improved in Downtown, the City obtained a
grant from MAG in 2005 to measure pedestrian mobility in Downtown, and to determine
how and where to make improvements to that mobility. The study used measurable criteria
to create a substantial database for the evaluation of mobility. With this database, the City
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will identify where and what types of impediments E CAMELBACK RD
or problem areas exist that impede pedestrians’ ability N
to move around Downtown. This information will be 1
the basis for future capital improvement projects. The I‘.,
Downtown Pedestrian Mobility Study information can

be found in Appendix 7-J.

CENTER PT

M TOTH T

There are other important areas of the City emerging
as destinations for pedestrians. While Downtown
will remain an important tourist attraction, the latent
demand analysis indicates other areas are, or will become,
attractions for pedestrians, including the village center
at McDowell Mountain Ranch, One Scottsdale, and
the west side of the Scottsdale Airpark.

AAFTEMANS

In some of these areas, it may be appropriate to create
a pedestrian-oriented district. The City of Scottsdale
already has an existing pedestrian overlay district, which

E INDIAN SCHOOL RD

coincides with the Downtown boundary. The current
pedestrian overlay district includes provisions for

covered walkways, screened side yards on interior side
E 15T &T

M DRINKYWATER BL

lot line setbacks, and preservation of at least two-thirds

of each building’s frontage for “openings or clear glass \
windows providing views of merchandise displays,

building interiors, or courtyards.”"

The Downtown roadways shown in blue have been inventoried to assess
6.2 Provide Facilities That Enhance the quality of the pedestrian environment.

Neighborhood Safety and Connectivity

“Providing opportunities for building community through neighborhood mobility” is a goal
of the General Plan Community Mobility Element. Opportunities to promote neighborhood
mobility exist in the implementation of and enhancement to the City’s SRTS program and by
encouraging “back door access” from neighborhoods to nearby shopping centers. The goal is
for pedestrian destinations such as shopping centers to provided gates or openings into their
developments from the adjacent neighborhoods so that people are encouraged to walk rather
than drive for short trips to the store.

Within the City, pedestrian facilities are often spaced and designed around existing
automobile-based networks. Enhancing mid-block crossing opportunities along key corridors
of high future latent demand will enhance the overall accessibility of specific areas. Specific
opportunities to enhance mid-block crossings exist in areas where the density of pedestrian
origins (e.g., residential areas) and destinations (e.g., schools, parks, employment) is the highest.
Examples include portions of Frank Lloyd Wright Boulevard, Scottsdale Road south of Indian
School Road, near the Scottsdale Road and Shea Boulevard intersection, at 90th Street south
of Shea Boulevard, and on the west side of the Scottsdale Airpark.

14 City of Scottsdale Revised Code, Chapter 49, Appendix B, Article V, Section 5.3081, Pedestrian Overlay District.
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6.3 Provide Facilities That Serve Quick, Focused

Pedestrian Trips

As discussed in Section 3.1 Benefits of Walking, walking is ideal for short-
distance motor-vehicle trips. According to the 1995 national personal
transportation survey, approximately 40 percent of all trips are less than
two miles in length — which represents about a 30 minute walk. In addition,
increased transit patronage will generate additional demand for pedestrian
facilities. Transit use will likely first increase around high-activity areas, such

Employees in Downtown take an opportunity to
walk for a mid-morning coffee.

as employment, retail, and entertainment uses. There is an opportunity to
design these facilities to aid in direct and quick trips from transit stops
to nearby locations and within employment centers such as the Scottsdale
Airpark, as they will largely serve an audience with limited time and with
specific destinations. These pedestrian-oriented employment centers include the area around
the Scottsdale Healthcare campuses, the area at McDowell and Scottsdale roads around
SkySong, the Scottsdale Airpark, the area around Shea Boulevard and Scottsdale Road, and
the Scottsdale Road/Frank Lloyd Wright Boulevard corridor.

As long-term land uses in Scottsdale continue to change, clear corridors of pedestrian activity
are emerging, as shown in the latent demand analysis. With the exception of Hayden Road and
portions of Thompson Peak Parkway, these areas are concentrated around corridors that are
predominantly employment locations.

6.4 Provide Facilities That Reflect the Character of the Neighborhood

Quality design and application of facility and amenity standards will create comfortable and
attractive pedestrian spaces and will reinforce Scottsdale’s community character and vision. In
areas where many pedestrians are expected, such as Downtown, wide sidewalks and additional
facilities, such as shade and street furnishings, are expected. In areas where fewer pedestrians
are expected, a basic sidewalk character should be preserved to provide for mobility. Design
standards for sidewalks and other pedestrian facilities are provided in Section 8.0 Design
Guidelines.

'The City of Scottsdale General Plan contains a character and design element that discusses various
design standards in the context of Scottsdale’s collective vision/values and the community’s
character. One of the stated goals of this element is to “determine the

appropriateness of all development in terms of community goals, surrounding
area character,and the specific context of the surrounding neighborhood.”The
definition of surrounding areas/neighborhoods is based in the subdivision
of the City into four broad zones, which are further subdivided as well:
urban character types, suburban/suburban desert character types, rural/rural
desert character types, and ESL and native desert character types.

'The typical cross section drawings contained in Section 5-3 of the DS&PM
reflect three identified geographic character types. For each roadway

This paved path along Scottsdale Road between
Dove Valley Road and Carefree Highway
reflects this area’s character.

functional classification (e.g., minor arterial), a standard cross section is

provided for all appropriate area types (generally rural/ESL, suburban,
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and urban).” Street functional classifications in the Transportation Master Plan Streets Element
also include rural, suburban, and urban character designations.

Not surprisingly, the character types are also reflected in the latent demand analysis. Areas with
relatively high latent demand are generally more urban character areas, while relatively low
latent demand is typical in the designated rural/ESL areas. There are some exceptions to this
situation that result from the additional level of detail that the latent demand analysis provides.
For example, employment cores such as the area surrounding the Airpark are classified as having
an urban character type, but have only moderate levels of estimated latent demand. This occurs
because highly commercial/industrial areas can only possess high levels of pedestrian demand
if residential development is mixed in, thereby providing the opportunity for short home-based
walking trips. Also, some urban areas have higher latent demand than other urban areas. This
aspect of the latent demand analysis provides the opportunity to provide further stratification
within each of the area types.

6.5 Provide Facilities and Land Uses That Support a Growing Number of
Pedestrians Who Use Public Transportation

Historic transportation data demonstrate that while the number of people

who use walking as their sole mode of transportation to work is declining,
this decline is more than compensated for by the number of people using
public transportation. Pedestrians often arrive to transit stops by walking, and
are pedestrians again after de-boarding the transit vehicle. The opportunity
exists to encourage more pedestrians to use transit by providing a more
extensive range of amenities near transit stops.

6.6 Update and Enhance the Pedestrian Standards in the
DS&PM

The DS&PM includes recommendations and guidance to create a desirable

pedestrian environment. However, this guidance is currently broad and  pegestrians can lengthen their trip distance by
generalized and does not reflect the different areas and characteristics of  taking advantage of pubic transportation, such
the City. An opportunity exists to include specific standards for pedestrian  ag the bus service on Scottsdale Road.
facilities in the DS&PM. See Section 8.0 Design Guidelines for details.

6.7 Implement Safety Improvements in the Pedestrian Environment

Section 3.0 described barriers to pedestrian travel and that pedestrian facilities to improve these
conditions could reduce the number of pedestrian/vehicle collisions. A pedestrian safety action
plan specifically identifies the necessary steps to reduce the number of pedestrian crashes. A
pedestrian safety action plan includes: objectives, locations where improvements are needed,
selection of techniques to reduce crashes, implementation strategies, changes to planning and
design standards, and evaluation.'

15 Several roadways in Scottsdale have been designated as “Scenic Corridors”. These corridors are subject to an additional set of design guidelines.
16 How to Develop a Pedestrian Safety Action Plan - Draft, FHWA, August 2005. Chapter 7, Creating the Pedestrian Safety Action Plan.



Intersections can pose particular safety hazards for pedestrians. Traffic improvements such as

wider streets, adding turn lanes or travel lanes, and using traffic engineering solutions that

increase vehicular efficiency can decrease pedestrian safety.”

Crash data consistently show that collisions with pedestrians occur far more often

with turning vehicles than with straight-through traffic. Left-turning vehicles are

more often involved in pedestrian accidents than right-turning vehicles, partly

because drivers are not able to see pedestrians to the left as well...pedestrians

involved in crashes are more likely to be killed as vehicle speed increases. The
fatality rate for a pedestrian hit by a car at 20 mph is 5 percent. The fatality rate

rises to 80 percent when vehicle speed is increased to 40 mph...right-turn-on-red

contributes to pedestrian crashes because it creates reduced pedestrian opportunities

to cross intersections without having to confront turning vehicles.”

FHWA suggests an integrated approach when attempting to improve pedestrian safety by
including engineering, education, and enforcement professionals. Enforcement efforts should

focus on motorist compliance with pedestrian safety laws, pedestrian compliance to traffic

laws, and speed enforcement. Educational efforts need a dedication over an extended period

of time and should be comprehensive. Education campaigns should target both motorists and

pedestrians.”

Narrow and cluttered sidewalks can impede
pedestrian accessibility and mobility. Heav-
ily textured paving with gaps greater than
1/4-inch can create uneven and bumpy
surfaces (Scottsdale Road).

Traffic engineering solutions to improve pedestrian safety include assessing
(or reassessing) the adequacy of pedestrian signal timing (see Table 7-2:
Pedestrian Walking Speeds) and considering pedestrian-only phasing in
traffic signal cycles. Pedestrian push buttons should be accessible. Roadway
and traffic hazards should be identified and removed. Improvements
could include repair or restriping crosswalks, adding stop lines, improving
lighting, providing additional signs, and providing median refuge islands
(see section 8.10 Mid-block Crossings). Crosswalk improvements, such as
more visible pedestrian crosswalk striping or pedestrian crossing signs may
also be appropriate (see Section 8.9.1 Crosswalk Markings). In addition,
analysis of pedestrian collisions are completed for each year and this analysis
should be used to target high pedestrian collision locations for mitigation

proposals.

6.8 Design Facilities That Are Universally Accessible

Designing facilities that are universally accessible improves the environment
for all users. Accessibility should be considered at all locations and facilities.
Universal design of pedestrian facilities increases the independence of
anyone with mobility impairments.

Developed by the Center for Universal Design®, universal design is an
approach to designing pedestrian facilities that help to maximize their use

17 Pedestrian Safety at Intersections, FHWA, September 10, 2004, available at hitp;//safety.fhwa.dot. gov/intersections/interbriefing/03ped.him
18 Pedestrian Safety at Intersections, FHWA, September 10, 2004, available at hitp;//safety.fhwa.dot. gov/intersections/interbriefing/03ped.him
19 Pedestrian Safety at Intersections, FHWA, September 10, 2004, available at hitp;//safety.fhwa.dot. gov/intersections/interbriefing/03ped.hm

20

The Center for Universal Design (1997). The Principles of Universal Design, Version 2.0, Raleigh, NC: North Carolina State University. Disclaimer: The

Principals of Universal Design were conceived and developed by The Center for Universal Design at North Carolina State University. Use or application of the
Principles in any form by an individual or organization is separate and distinct from the Principles and does not constitute or imply acceptance or endorsement
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by the greatest number of people, emphasizing the value of designing for a person’s entire
lifespan and range of abilities. There are seven principles of universal design listed below. The
accompanying guidelines that comprise key design elements inherent in the principle are found

in Appendix 7-G.

» Principle One - equitable use — the design is useful and marketable to people with diverse
abilities.

» Principle Two - flexibility in use — the design accommodates a wide range of individual
preferences and abilities.

» Principle Three - simple and intuitive use — use of the design is easy to understand,
regardless of the user’s experience, knowledge, language skills, or current concentration
levels.

» Principle Four - perceptible information — the design communicates necessary
information effectively to the user, regardless of ambient conditions or the user’s sensory
abilities.

» Principle Five - tolerance for error — the design minimizes hazards and the adverse
consequences of accidental or unintended actions.

» Principle Six - low physical effort — the design can be used efficiently and comfortably and
with a minimum of fatigue.

» Principle Seven - size and space for approach and use — appropriate size and space is
provided for approach, reach, manipulation, and use regardless of user’s body size, posture,

or mobility.

6.9 Encourage Sidewalk Cafés in Appropriate Locations

Sidewalk cafés add to the vitality of an urban setting and are appropriate in areas where an
active street environment is desired. A vibrant street enhances the pedestrian experience by
creating interest and can also encourage passersby to pause and explore the area on a more
intimate scale. Encouraging visitors to lounge and explore can enhance commerce by creating
sales opportunities. Sidewalk cafés should be encouraged as a vital component of an attractive,
active street.

While the addition of sidewalk cafés can encourage additional pedestrian activity and Downtown
vitality, the presence of sidewalk cafés can also impede pedestrian access and mobility. The goal

should be to ensure a safe environment for pedestrians while encouraging the appropriate use
of the public ROW for sidewalk cafés.

Communities with active streets that also appropriately accommodate pedestrians generally
address three areas when faced with a request to use areas adjacent to sidewalks:

» Would an acceptable level of sidewalk capacity be maintained?
» Would accessibility be preserved for pedestrians with mobility impairments?

by The Center for Universal Design of the use or application.
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» Would the sidewalk continue to provide an acceptable level of pedestrian safety and
comfort?

These issues are discussed in further detail below.

6.9.1Sidewalk Capacity

Chapters 11 and 18 of the Transportation Research Board’s HCM address
the capacity of sidewalks and other pedestrian facilities. These chapters
present key concepts, define LOS criteria, and describe methodologies to
assess the capacity of pedestrian facilities.

'The following key concepts relate to pedestrian facility capacity:

»  Pedestrian speed — the average pedestrian walking speed, expressed in
units of feet per second (ft/s) or feet per minute (ft/min).

»  Pedestrian flow rate — the number of pedestrians passing a point per
unit of time, expressed as pedestrians per minute (p/min) or pedestrians
per 15 minutes (p/15 min). A “point” refers to a perpendicular line of sight
across the walkway.

»  Pedestrian unit flow rate — the flow rate per unit of effective walkway
width, expressed as pedestrians per minute per foot (p/min/ft).

»  Pedestrian space — the average area available to each pedestrian,
expressed as square feet per pedestrian (ft*/p).

Sidewalk capacity is reduced hy this outdoor
dining. Two person tables would accommodate
pedestrian access more easily.
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FIGURE7-2: Effective Walkway Width
(from Exhibit 3-4 of the AASHTO Design Guide for the Planning, Design, and Operation of Pedestrian Facilities)
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These concepts are interrelated—as volume increases and space decreases, speed decreases
because pedestrians have less space to choose their walking speed.

'The HCM defines pedestrian LOS criteria according to the amount of space per pedestrian and
the unit flow rate. The LOS is categorized as A through F. LOS A represents the least crowded
condition for pedestrians. As the number of pedestrians increases, the amount of space per
pedestrian decreases and it becomes more difficult to pass other pedestrians or to avoid conflicts
with crossing (i.e., perpendicular) pedestrians. LOS F is the most crowded condition. In some
locations, especially more urban character areas and activity centers, more congested pedestrian

LOS are desired.

Effective walkway width refers to the usable width of a walkway. While a sidewalk may be, for
example, 8 feet wide, pedestrians may not be able to use all of that width. Trees, utility poles,
newspaper boxes, and other street furniture may occupy part of the sidewalk. Pedestrians tend
to shy away from these obstructions as well as from fences and building faces. Figures 7-2
and 7-3 show that the effective walkway width may be considerably narrower than the total
walkway width.
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FIGURE 7-3:  Pedestrian Travelway Clear of Obstructions
(from Exhibit 3-5 of the AASHTO Design Guide for the Planning, Design, and Operation of Pedestrian Facilities)
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By their very nature, sidewalk cafés, kiosks, and vendors occupy part of the sidewalk and reduce
the effective width, thereby degrading the LOS. When evaluating requests for sidewalk cafés,

the potential impact on LOS as well as the desire for activating an area needs to be analyzed.

6.9.2 Accessibility For Pedestrians With Disabilities

A second consideration in determining appropriate locations for sidewalk cafés is that
accessibility needs to be preserved for pedestrians with disabilities. The City wishes to preserve
accessible routes along its sidewalks. Current adopted guidance requires a minimum clear width
of 3 feet?. However, this federal minimum is only for short distances: if an accessible route has
less than 5 feet of clear width, then passing spaces of at least 5 feet by 5 feet shall be provided
at intervals not to exceed 200 feet.” The U.S. Access board is considering the recommendation
that sidewalks have a minimum clear width of 4 feet, not including any attached curb. The
access board is also considering that where sidewalks are less than 5 feet in width, passing
spaces of 5 feet by 5 feet shall be provided at intervals of 200 feet maximum.” It is the City of
Scottsdale’s practice to use the best practice guidelines.

6.9.3 Pedestrian Safety and Comfort

When people around the U.S. are asked why they don't walk more frequently, they often
reply, “it’s not safe.” People universally report that they do not feel safe when they are walking
immediately next to traffic. They feel safer when they are not adjacent to traffic, or when there
is less trafhic, or when the traffic is traveling at slow speeds.

Section 5-8.000 of Scottsdale’s DS&PM indicates that “pedestrians like to be separated
from moving traffic with a buffer, such as on-street parking, landscaping, or bicycle lanes.” In
addition, Section 5-8.200 states that “in order to improve safety and encourage use, sidewalks
and shared-use paths should be placed away from the back of curb a minimum of 4 feet, with
8 feet desired, and sometimes greater distances based on available rights-of-way or easement.”
Furthermore, Section 5-3.300, part A states that “generally a minimum 8-foot sidewalk width is
required along all major streets (major collector classification or greater); a 6-foot wide sidewalk
width is required along all minor streets.” The buffer width recommendation acknowledges that
Scottsdale’s residents and visitors feel safer when they are not immediately next to traffic.

7.0 PROPOSED PEDESTRIAN ROUTE NETWORK

This chapter describes the proposed pedestrian route network in the City of Scottsdale. The
network includes common walking routes to schools, transit, recreation areas,and other pedestrian
destinations. The network identifies roadways most in need of pedestrian improvements based
on their potential to attract pedestrians, as identified in the latent demand analysis described
in Section 5.0 Future Pedestrian Demand. It is important to note that roadways not identified
in this network may also need pedestrian improvements and that all roadways in Scottsdale are
expected to have basic pedestrian facilities to provide for mobility of all residents, employees,
and visitors, consistent with each area’s character (context-sensitive design).

'The latent demand model has been used to identify pedestrian improvements for several
reasons.? First, the model includes all potential trip starting points and ending points. The
21 Americans with Disabilities Act Accessibility Guidelines (ADAAG), Section 4.3.3.

22 ADAAG, Section 4.3.4

23 Revised Draft Guidelines for Accessible Public Rights-of Way, Sections R301.3.1 and R301.3.2, available online at www.access-board.gov/prowac/draft.him
24 Pedestrian Plan 2000 Technical Appendix. Maricopa Association of Governments, December 1999.
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model also recognizes that whether a pedestrian trip is made depends on the purpose of the
trip. The model incorporates several different trip purposes, including work trips, shopping and
errands, trips to school, trips to parks and trailheads, and trips to trails/shared-use paths and
linear parks.

In addition, the latent demand model also considers the distance between the trip starting point
and the trip ending point. In general, people are willing to walk the furthest to get to work,
moderately to get to social or recreational trips, and the least for trips to school.

Finally, the latent demand model also accounts for trips that are made partially by walking, such
as a transit ride that begins and starts with a pedestrian trip, and for those trips made entirely
by walking, such as a walk to a nearby grocery store.

Figures 7-4 through 7-8 identify the proposed pedestrian route network for each planning zone
of the City, based on criteria shown in Table 7-6. The network has been divided into priorities
based upon where improvements will affect the largest number of potential pedestrians. The
identified network should not be interpreted to imply or mean that pedestrian facilities are
not needed in lower priority areas, or that budgeted projects should not be implemented with
pedestrian facilities in lower priority areas. Other factors such as key missing links in the
network must also be considered. Naturally, if funding for a particular project becomes available
through private development, or state or federal sources, of if the project is a key “missing link”
in the system, or could be accomplished through standard maintenance, that project should be
pursued regardless of its classification on the proposed pedestrian route network.

TABLE 7-6: Latent Demand Model Interpretation and the Proposed Pedestrian Route Network

Latent Demand Score Pedestrian Route Network Classification
10and 9 High

8and 7 Medium high

band 5 Medium

4and 3 Medium low

2and 1 Low

A latent demand score of 10 is the highest possible score when compared with all other
roadways in Scottsdale. The roadway with the score of 10 has the highest likelihood of attracting
pedestrians, if conditions are improved to encourage pedestrian travel. In contrast, a latent
demand score of 1 means that the roadway has the least likelihood of attracting pedestrians.
Additional information on the latent demand model is provided in Section 5.0 Future Pedestrian
Demand.

8.0 DESIGN GUIDELINES

This chapter outlines pedestrian planning, design, and engineering practices that provide safe
and comfortable pedestrian travel conditions and will be integrated into an updated pedestrian

chapter of the DS&PM.

These guidelines apply to typical situations encountered during project development. Unique
situations will require flexibility in design solutions. In some situations, the current standard
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may not be achievable due to geometric, environmental, ROW or other
constraints and flexible solutions will be determined by the project designers
using appropriate professional judgment. In these circumstances, variances
from the guidelines outlined in this section may be acceptable. However, a
facility should not typically be built to less than the guidelines described in

this section.

Furthermore, pedestrian facilities must be built in accordance with existing
federal and state standards, such as the MUTCD, requirements of ADA, and
various documents produced by AASHTO, including A Policy on Geometric
Design of Highways and Streets and Design Guide for the Planning, Design,
and Operation of Pedestrian Facilities. The City of Scottsdale has adopted
and integrated the revised draft guidelines for accessible public rights-of-
way, published on November 23, 2005 into planning, design, construction,
and reconstruction of transportation facilities. These guidelines provide the
best practice for planners and designers and should also be followed when
planning and designing pedestrian facilities.

8.1 Sidewalk Width (Pedestrian Access Route)

This sidewalk on Scottsdale Road south of
Doubletree Ranch Road is visually and function-
ally separate from vehicle paths, enhancing
pedestrian safety. A landscaped buffer between
the sidewalk and the curb adds shade, aesthetic
appeal, and additional comfort for pedestrians.

Safe pedestrian travel ways must be defined walkways, visually and functionally separate from

the path of vehicles.

Figures 7-4 through 7-8 identify the pedestrian route
network for planning zones of the City. All sidewalks
and walkways must provide a minimum of 6 feet of
travel space to accommodate pedestrians moving in both
directions, including pedestrians using assistive devices
(see Figure 7-9). This minimum width does not include
additional space that may be required to accommodate
landscaping and site furnishings.

All sidewalks and walkways adjacent to arterials must
provide a minimum travel space to accommodate
pedestrians, providing sufficient walking areas, not
including for example, landscaping or site furnishings.
The following listing incorporates the character types
of rural, suburban, and urban, as well as the pedestrian
route network identification:

» Sidewalks and walkways must provide a minimum
travel space of 6 feet for rural areas identified on the
pedestrian route network maps as low and medium
low. A trail could replace a sidewalk or walkway
in rural areas identified on the pedestrian route
network maps as low.

» Sidewalks and walkways must provide a minimum

travel space of 8 feet for suburban areas identified as  FIGURE7-9:  Sidewalks need to accommodate people walking

medium or medium high. together

(from MAG Pedestrian Policies and Design Guidelines).
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» Sidewalks and walkways must provide a minimum travel space of 10 feet for suburban
areas identified as high.
» Sidewalks and walkways must provide a minimum travel space of 10 feet for urban areas,
except in urban areas identified on the pedestrian route network maps as high, where a
minimum travel space of 12 feet must be provided.

A pedestrian access route is a part of the sidewalk that meets minimum accessibility requirements
and connects public streets and sidewalks to destinations. A pedestrian access route is not the
entire sidewalk; it is the portion of the sidewalk that allows for basic pedestrian movement
and circulation. The pedestrian access route may include sidewalks, street crossings, crosswalks,
grade-separated crossings (underpasses or overpasses) and other elements of the sidewalk that
provide mobility, including curb ramps, courtyards and landing areas. A pedestrian access route
must be continuous and clear of obstructions. The minimum width required for a pedestrian
access route is 4 feet, excluding the width of the curb.

While meandering sidewalks have aesthetic appeal, they tend to negate an efficient and
effective pedestrian travel environment. Meandering sidewalks should be limited to areas
where latent demand is low or where topography or site conditions require deviation from a
straight configuration. Minimum design speed for sidewalks/walkways should be comparable
to minimum design speed for paths.

8.2 Sidewalk Surface, Texture, and Slope

Sidewalks should be even. Sidewalks should not have bumpy or textured surfaces, or cracks or
indents greater than % inch in width or depth. The surface should be firm,
stable, slip-resistant, and sloped for drainage, but not more than a 12:1 slope
ratio. Cross slopes should not exceed two percent.

Sidewalks should contrast in color or tone from the surrounding area unless
there is a desired character in a specific area that precludes contrasting
color. In these situations, texture or materials should provide the contrast
as opposed to color. In the northern areas of Scottsdale, colored concrete
instead of grey or white is desired. The walkway can be a different material,
texture, or color to distinguish it from the vehicular traffic area.

Avoid overly textured sidewalks with cracks or Sidewalks in suburban and urban areas should be concrete. Alternative

indents greater than 1/4”.

surfacing of sidewalks are encouraged for parts of the community that
desire to have alternative surfaces, provided that those surfaces are firm
and stable. A universally accessible surface, as defined by the ADA, may
be composed of materials such as compacted earth, stabilized decomposed
granite, playground surfacing, asphalt, or brick.

Surfacing materials and construction methods are available that will provide
firm and stable surfacing, and measurement tools can objectively measure
outdoor surfaces for firmness and stability.

To provide accent paving that adds aesthetic value and character without
negatively impacting the accessibility of the sidewalk, use accent paving

Avoid placing multiple paving surfaces in the as edge treatments only, instead of for the entire surface of the sidewalk.

walkway.

PAGE 242

SCOTTSDALE TRANSPORTATION MASTER PLAN



I
These treatments should be reviewed by the City’s ADA coordinator or Transportation
Department general manager for appropriateness.

8.3 Clearances

While site furnishings, street vendors, and outdoor dining areas enhance variety and provide
interest to pedestrian areas, they should not be designed or located where they protrude into the
primary pedestrian route. Protrusions are hazardous, especially to pedestrians with low vision or
pedestrians walking in groups that may not be fully attentive to their surroundings.

Pedestrian space along the edge of the roadway can be divided into three zones: the building
frontage zone, the pedestrian zone, and the furnishings zone (see Figure 7-10). The building
frontage zone is the area where people enter and exit buildings next to the street and the area
where pedestrians may window shop or move more slowly. The building frontage zone could
be a pedestrian plaza or include outdoor dining. The width of the building zone varies in width
from 2 to 10 feet or more. The building frontage zone is absent in areas where the sidewalk is
not adjacent to buildings, such as non-urban areas.

'The pedestrian zone is the area where pedestrians travel and varies in width from a minimum

of 6 feet to 20 feet.

'The furnishings zone is directly adjacent to the street next to the pedestrian zone. This zone
includes utilities, street furniture, and landscaping. The width of this zone will vary from 2 feet
to 10 feet or more, depending on conditions such as availability of ROW and adjacent land
uses.

Specific clearance requirements include:

Cuyrp —+F——= Fedestrian | . Frontage

ONE i,\l ,__._r".,-_"-' + s
Furnifure, ——J}- Total

Zom¢ T

FIGURE 7-10: Pedestrian Space Along the Edge of the Roadway
(from MAG Pedestrian Policies and Design Guidelines)
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» A clear circulation path of at least 48 inches should be maintained at all times, free of
any obstacles or protruding objects (pedestrian access route). Note that 48 inches of clear
circulation is intended only for short distances and a minimum of 6 feet of clear pedestrian
travel area is required on all sidewalks and walking surfaces for pedestrians.

» Wall mounted objects shall not protrude more than 4 inches from a wall when located
between 27 inches and 7 feet above the walkway.

» Single-post mounted objects shall not overhang more than 4 inches per side of post when
located between 27 inches and 7 feet above the walkway.

» The lowest edge of an object mounted on multiple posts having a clear distance between
adjacent posts greater than 1 foot shall be no higher than 27 inches or no lower than
7 feet.

» Trees should be trimmed so that the branches are at least 7 feet above the walkway (see
the City of Scottsdale DS&PM for more information).

» The understory to trees, shrubs, and groundcovers should be free of thorny plants
within 2 feet of the edge of the walkway (see the City of Scottsdale DS&PM for more

information).

8.4 Building Facades

The building-height to openings-between-buildings ratio can help to make the pedestrian
environment more comfortable. To create a sense of human scale, the street and walkway
width should be directly proportional to the height of the buildings. In areas identified on the
pedestrian route network as high (see Figures 7-4 through 7-8), provide the following:

» The building-height to openings-between buildings ratio in pedestrian areas (including
walkways, sidewalks, trails, and plazas) adjacent to buildings should be as near to 1:1 as
teasible.

» On longer storefronts, provide windows every 10 feet to help create a human scale.

» Limit the length of individual storefronts to no greater than 60 feet to create human scale.

» Prohibit reflective glass next to public walkways to reduce glare and heat.

8.5 Driveway Crossings and Access Management

To the extent possible, driveway crossings should be minimized in areas classified as medium
high or high on the pedestrian route network maps. Streetscape projects on roadways classified
as medium high or high on the pedestrian route network (see Section 7.0) should integrate
access management approaches during the project development, planning, and design phase.

Each driveway crossing limits the connectivity of a pedestrian route. In addition, each driveway
is a potential point of conflict between pedestrians and turning vehicles (vehicles could be cars,
trucks or bicycles). Shared driveways and access management should be encouraged in these
areas to improve safety and connectivity. In addition, many of the techniques identified in
Section 8.9 Intersections may also help to remove conflicts between pedestrians and motorists
at driveway crossings.

Most collisions between pedestrians and motor vehicles occur at points of intersecting
movements, such as intersections and driveways. A large number of driveway cuts increases the
number of conflict points between pedestrians and vehicles. Table 7-7 lists access management
techniques and benefits of access management. In addition, access management can increase

SCOTTSDALE TRANSPORTATION MASTER PLAN
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the efficiency of operations of the roadway for vehicles, as well as improve the pedestrian travel
environment.

TABLE 7-7: Access Management Techniques and Benefits
Techniques
Reduce the number of existing driveways or consolidate driveways.

Provide raised or landscaped medians or concrete barriers o control turning movements in the street (accessible pedestrian crossing
opportunities should be included at appropriate locations within medians).

Benefits

The number of conflict points is reduced, particularly with the use of center medians to reduce the number of conflicts between left-
turning vehicles and pedestrians.

Pedestrian crossing opportunities are enhanced with an accessible raised median and fewer conflicts with turning cars.

It is easier to accommodate people with disabilities with the reduced need for special treatments af driveways.

Improved traffic flow may reduce the need for road-widening, allowing more space within the right-of-way for use by pedestrians,
bicylists, and enhancements. Fewer travel lanes at intersections will reduce pedestrian crossing distances, pedestrian crossing times
and vehicle wait times.

Source: Pedestrian and Streetscape Guide, Georgia Department of Transportation, September 2003, Table 41, page 113, available af www.Walkable.Org/
download/Georgia_ped_streetscape_guide.Pdf .

During the site design and redevelopment process, the quantity and frequency of driveway
access points and entrances to sites from streets to adjacent properties should be minimized
along key pedestrian routes. Sites can be designed to allow adjacent properties to share access.
Another option may be to separate pedestrian and vehicle access to the site. In addition,
emergency vehicle access should be designed to allow for quick access that minimizes conflict
with pedestrians.

Driveways that intersect sidewalks and walkways should be designed to minimize conflicts
between pedestrians and vehicles. If driveways are designed to be less wide, based on minimum
standards, they are easier for pedestrians to cross. Providing clear sight lines between the
pedestrian and the turning vehicle is also important. Pedestrians using wheelchairs or walkers
and pedestrians with strollers need a relatively flat walking surface. The side flares and cross
slopes of a driveway apron can cause tipping or a loss of balance. If possible, driveway crossings
should be placed outside the path of the sidewalk. When this is not possible, incorporate the
driveway into the walkway but provide a clear, level landing behind the driveway apron. For
more information, refer to the City of Scottsdale Supplements to MAG Specifications and Details
and the City’s DS&PM.

8.6 Curb Ramps

Ramps provide access between changes in elevation for people using mobility assistive devices,
and people pulling or pushing strollers, suitcases, or other items. Curb ramps are required
wherever a pedestrian route crosses a sidewalk/street transition; at intersections, medians, and
alleys; and where a public sidewalk ends and pedestrian travel continues on the roadway. Curb
ramps should be wholly contained within the crosswalk markings, if they exist. Ramps function
best when placed in the center of the crosswalk. Curb ramps should be flush with the street
surface, meeting with the surface at grade, without transitions or lips. Alterations in retrofit
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development areas shall follow guidelines for new construction unless technically infeasible as
determined by the Transportation Department.

The City is improving pedestrian access and safety by requiring the use of directional ramps
at all intersections. A directional ramp aligns in the direction of the crosswalk; two per corner
are needed. Per the City of Scottsdale Standard Details, directional ramps are preferred and
should be installed at all intersections where there is room for both the ramps and the required
4-foot landing area. Where there is not room for the full directional ramp treatment, diagonal
ramps with a minimum 8-foot width and 4-foot landing are acceptable; however, if there is not
room for the landing, a blended transition ramp should be used. Detectable warning devices
(truncated domes) should be installed in conjunction with these ramps to provide important
crossing information to pedestrians who are blind or visually impaired. Diagrams of curb ramp
design are included in Appendix 7-F.

8.7 Physical Separation From Traffic

Sidewalks should be separated from adjacent roadways with either vertical
or horizontal separation. Vertical separation can be curbs, bollards, parking
(parallel or perpendicular), or buildings. Horizontal separation can be an on-
street bike lane, a non-paved area (preferably landscaped), or landscaping in
tree grates or planters.

Separations that include landscaping to shade pedestrians that also provide

softening of the environment are encouraged.

This separated sidewalk includes landscaping on
both sides of the sidewalk to shade pedestrians
and provide a physical separation from traffic
(Scottsdale Road near Greenway-Hayden Loop).

To increase user comfort, sidewalks should be placed away from the back
of curb a minimum of 5 feet, with 8 feet desired, and sometimes greater
distances based on available rights-of-way or easement. On roadways with
transit routes, the sidewalk should be brought closer to the roadway at transit
stop locations to allow boarding and deboarding at transit stops.

A bicycle lane or parked cars (preferably parallel parked) also provide separation from traffic.
More information on bicycle lanes can be found in the Bicycle Element of the Transportation
Master Plan.

Vertical curbs shall be a 4-inch minimum height to inhibit cars from climbing curbs. Curbs do
not have to be connected to the walkway except at transit stops.

Bollards can be used as a vertical element to separate pedestrians from traffic. (See AASHTO
Roadside Design Guide for placement).

Buildings act as a vertical separation in situations where the pedestrian facility is completely,
or almost completely, separated from roadways by buildings, in areas such as plazas or pocket
parks.

8.8 Lighting

Pedestrian level lighting should be provided in all urban areas and in all suburban areas classified
as medium high or high in the pedestrian route network (see Section 7.0). Pedestrian level
lighting is appropriate in areas where there is pedestrian activity in early morning, evening, and
nighttime hours.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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If provided, a minimum of 1 foot candle of light from grade to 5 feet above the walking surface,
between sunset and sunrise, at vehicular intersections, changes in grade, and at crosswalks is
required. Provide points of illumination along the sidewalk or walkway so that users can move
comfortably between light to light. Selection of lighting fixtures that contributes to thematic
character is encouraged.

8.9 Intersections

Crossing wide roadways is a significant barrier to pedestrian movement (see Section 3.4.4 Street
Crossings). Safe intersection design requires that pedestrians have safe and comfortable access
while still meeting the needs of drivers. Basic principles that make intersections safer and more
comfortable for pedestrians are provided in Table 7-8.

TABLE 7-8: Principles of Intersection Design to Meet Pedestrian Needs
Intersections that work well for pedestrians are compact.

Eliminate free-flowing motor vehicle movements (such as free-right-tum movements), or slow vehicles as they turn through the
infersection.

All'legs of an intersection are available o pedestrian use (unless doing so creates a significant safety hazard, such as pedestrians
crossing in front of left-turning vehicles at a T infersection).

Pedestrians are able fo travel in a direct line across the intersection leg.

The direction of travel across the intersection is clearly defined for all pedestrians, including pedestrians with visual impairments.

Avoid increasing potential conflicts or the level of pedestrian exposure to motor vehicles, such as that at multiple and skewed
infersections.

Source: Pedestrian and Streetscape Guide, Georgia Department of Transportation, September 2003, page 121, available of www.Walkable.Org/download/
Georgia_ped_streetscape_guide.Pdf

8.9.1 Crosswalk Markings

Best practice planning and design for pedestrians with disabilities (revised draft guidelines
for accessible public rights-of-way) recommends that marked crosswalks be provided at all
signalized intersections. Crosswalks are part of the pedestrian access route. There are several
different types of crosswalk markings. Research has shown that all crosswalk markings are
equally effective, but some are more visible than others. Scottsdale typically uses the horizontal
bars marking pattern at stop-controlled intersections. Higher visibility crosswalk markings
are generally used at locations where greater motorist warning is required because a crossing
pedestrian may not be expected, and at locations where there are larger numbers of crossing
pedestrians. Advantages and disadvantages of major crosswalk marking types are provided in

Figure 7-11.

There has been some debate in recent years about the potential safety implications of providing
crosswalks at uncontrolled intersections (intersections without a traffic signal or stop sign).
Several studies regarding unmarked and marked crosswalks have been summarized in the
Pedestrian and Streetscape Guide.

According to the research, on smaller roadways with lighter traffic volumes, markings
do not decrease the pedestrian crash risk; conversely, on large-high-volume roadways,
the risk actually increases... the needs of pedestrians to safely cross streets cannot be
ignored and that engineering and roadway treatments should be used to minimize
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FIGURE 7-11: Advantages and Disadvantages of Crosswalk Marking Patterns
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the pedestrian crash risk... it is rarely appropriate to remove crosswalk markings from
multi-lane roadways with high average daily traffic. Instead, the markings should be
enhanced with appropriate additional pedestrian treatments such as signing, traffic
calming, signalization, or other countermeasures.

Mid-block crossings are discussed further, along with the preferred combination for different
roadway conditions, in Section 8.10 Mid-block Crossings.

8.9.2 Minimizing Crossing Distances at Intersections

Minimizing crossing distances for pedestrians at intersections helps to increase the safety of
slower-crossing pedestrians (see Table 7-2: Pedestrian Walking Speeds) and enhances the
comfort of all pedestrians. There are several tools that can be used to minimize the crossing
distances at intersections, including reducing the curb return radius, medians and center refuge
islands, and curb bulb-outs and extensions. These features, and their applicability in the City of
Scottsdale, are described below.

Reduced Curb Return Radius

Reducing the curb return radius reduces the crossing distance at intersections and requires
vehicles to slow as they turn, allowing vehicles to be more responsive to the presence of
pedestrians in the intersection.

In Scottsdale, the use of reduced curb return radius will be considered along urban segments of
the pedestrian route network or in suburban segments classified as high or medium high (see
Figures 7-4 through 7-8). A suggested corner radii “is as small as 10 to 15 feet where residential
streets intersect to 25 to 30 feet where arterial streets intersect.”

Even along corridors with extensive pedestrian use (or potential use), the need for shorter
pedestrian crossing distances and reduced vehicle turning speeds will need to be balanced with
the need to provide adequate curb turning radius lengths to accommodate the types of vehicles
that turn at the intersection. A radius that is too small may cause large vehicles, such as buses or
delivery trucks, to jump the curb, which can damage the curb and sidewalk, and can also cause
vehicles to enter the pedestrian waiting area at the intersection. Small curb radii may also force
large vehicles to enter opposing traffic.

Medians and Center Refuge Islands

Medians and refuge islands (Figure 7-12) atintersections
providewaitingareas for pedestrians crossing the roadway,
allowing pedestrians to cross in only one direction at a
time. Refuge islands are generally smaller than medians,
but either one can be used at an intersection.

Table 7-9 lists conditions where refuge islands at
intersections are beneficial for pedestrians.

Medians and refuge islands need to be large enough
to provide refuge for several pedestrians waiting
at once. They generally should be a minimum of

6 feet wide and preferably 8 feet wide or more

FIGURE 7-12: Median/Refuge Island at an Intersection
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where possible, face of curb to face of curb. These areas also need to be accessible, with
either curb ramps or at-grade cuts. Cut-throughs are generally easier to construct
and easier for pedestrians to negotiate than curb ramps, especially on small islands. ..
refuge islands should be raised to provide a vertical barrier between pedestrians and
motor vehicles...the use of medians and refuge islands at intersections also help to
provide added protection during left-turning movements. Pedestrian push buttons
should be mounted in the islands to provide pedestrians control over the signal
phases from their refuge position. Push button posts and other poles need to be
located out of the pedestrian travel way, but not inconveniently far from reach.

TABLE 7-9: Locations Where Refuge Islands Benefit Pedestrians

Wide, two-way unsignalized streets (four or more lanes) with high traffic volumes, high vehicle travel speeds and large pedestrian
volumes.

Roadways where children, pedestrians with disabilities, elderly pedestrians or other slower-moving pedestrians (including tourists)
cross regularly.

Streets where there is insufficient time for slower-moving pedestrians to cross in one cycle.

Minor access/local residential street where islands function both as traffic calming devices and street crossing aids.

Source: Pedestrian and Streetscape Guide, Georgia Department of Transportation, September 2003, page 132, available of www.Walkable.Org/download/
Georgia_ped_streetscape_guide.Pdf

Curb Bulb-outs and Extensions

Curb extensions, which are also referred to as bulb outs,
reduce the street crossing distances at intersections and
improve sight lines for pedestrians and drivers. Curb
extensions are appropriate only where there is on-street
parking. Curb extensions also help to slow turning traffic.
Extensions may not be appropriate on streets where
there are higher numbers of large turning vehicles, such

as transit vehicles or delivery vehicles.

In Scottsdale, curb extensions should be considered on
corridors where the segment is designated as urban or
where the pedestrian route network has a ranking of
high or medium high (see Figures 7-4 through 7-8)
and where the other criteria listed above are present.
Figure 7-13 shows a curb-extension.

Visibilrhy

8.9.3  Minimizing Pedestrian/Motor Vehicle Conflicts

FIGURE 7-13:  Curb Extension/Bulb-out ot Infersections
There are many ways to minimize conflicts between

pedestrians and motor vehicles at intersections, including
enhancing visibility and sight distance, restricting on-street parking, signalizing intersections,
grade separation, and regulating turning movements. Many of these techniques also help to
reduce conflicts at driveways (see Section 8.5 Driveway Crossings).
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Visibility and Sight Distance

Providing visibility at intersection corners is important so that drivers can see pedestrians.
Features such as signs,landscaping, and street furnishings can inhibit visibility, so care is needed in

locating these elements. See Chapter 5 of the City of Scottsdale DS&PM, Figure 5.3-26:5.3-27,

for intersection and driveway sight distance requirements.

On-street Parking Restriction

When cars are parked too close to pedestrian crossings, they may block the line of sight from
the driver and the pedestrian, which is an unsafe condition that leads to pedestrian/vehicle
collisions. Engineering judgment is required to determine the appropriate distance for parking
setbacks from pedestrian crossings.

'The ITE Design and Safety of Pedestrian Facilities Report recommends that parking be restricted
within 50 feet of all intersection crossings where the speed of travel on the street is 35 to
45 mph, and be restricted within 100 feet at intersections on streets where the speed of travel is

above 45 mph and at mid-block crossings (see Section 8.10 Mid-block Crossings.)

In some situations, the parking setback may be lessened, such as in a downtown area or
other areas where travel speeds are lower. Greater setbacks may be required near schools, at
unsignalized intersections, or on higher speed roadways.

Signalized Intersections

The needs of pedestrians are important to address at all intersections where traffic signals
are installed. Please refer to Section 8.11 Signal Timing and Pedestrian Actuated Signals,
Section 8.12 Pedestrian Count-down signals, and Section 8.14 Accessible Pedestrian Signals
for additional information.

Grade Separation

Grade separation is used when traffic conditions require pedestrians to be completely separated
from the roadway and may be considered in cases of heavy pedestrian or vehicle volumes.
Overpasses and tunnels or underpasses, if designed appropriately, can provide safe pedestrian
crossings. Design considerations to make them accessible for people with disabilities (with the
use of ramps or elevators) can be expensive and challenging. If using a grade-separated crossing
is inconvenient or adds distance to the pedestrian trip, pedestrians may not use them. Grade
separations work well when integrated with an overall pathway system, such as the Indian
Bend Wash, since they create a continuous path of travel and are convenient and comfortable
for pedestrians to use. Grade-separated crossings are also discussed in Section 8.10 Mid-block
Crossings.

Turning Movements

There are many approaches that can be considered to reduce turning movement conflicts at
intersections (see Table 7-10). Many of these approaches are discussed elsewhere in the design
guidelines section of this Pedestrian Element.
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TABLE 7-10: Options to Reducing Turning Movement Conflicts for Pedestrians at Intersections
Consider making intersections more compact, with small turning radii — this requires vehicles o turn more slowly, reducing conflict

for pedestrians.

Restrict left turns in some high-pedestrian use areas (such as Downfown) during certain hours when there are more pedestrians at
intersections. Alternatively, provide left-turn arrows for motorists after allowing pedestrians to cross at signalized infersections.

Shorten crossing distances (and exposure for the pedestrian) by using curb extensions or bulb-outs.

Provide medians and refuge islands at infersections, and appropriate mid-block crossings.

Ensure that pedestrian crossings have appropriate lighting.

Improve marking and visibility of crosswalks.

Use signs to remind motorists fo yield to pedestrians in crosswalks.

Source: from the ITE Design and Safety of Pedestrian Facilities Report, as cited in the Pedestrian and Streetscape Guide, Georgia Department of Transportation,
September 2003, Table 51, page 140, available at www.Walkable.Org/download/Georgia_ped_streetscape_guide.Pdf .

8.10 Mid-block Crossings

Given a choice between an inconvenient safe route and a convenient route that may be less safe,
many pedestrians will select the more convenient route. In the example shown in Figure 7-14,
transportation professionals would prefer that pedestrians use the traffic signal to cross the

roadways. However, since this route adds approximately 40 percent to the pedestrians’ crossing
distance (and hence, their delay), pedestrians will generally prefer to cross at the mid-block

location.

8.10.1 Guidelines for Installing Pedestrian Crossing Treatments

The MUTCD and professional engineering judgment can help identify the need for appropriate
crossing treatments. Some jurisdictions have adopted local standards and criteria to help identify
where crossing improvements are appropriate. The city of Kirkland, Washington, for example,
considers the following criteria in evaluating appropriateness of crossing treatments:

» Is the crossing on a route or roadway that is part of a school walking or bicycling route?
» Is the crossing an element of a bicycle or pedestrian route identified in the Transportation

Master Plan?

S

FIGURE 7-14: Safer (Solld Lme) vs Convenient (Dashed Line) Crossings
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» Does the crossing provide a connection to
significant retail?

» Does the crossing provide a connection to transit
service?

» Do people in the area require a longer time to
cross the street (does the area have a large population
of persons with disabilities, children, persons who
are elderly or tourists?) — See Table 7-2: Pedestrian
Walking Speeds.

» Would the improved crossing solve a safety
problem?

8.10.2  Existing Guidance for Mid-Block Crossings
Currently, the MUTCD provides several options for

mid-block crossings, including: crossing advance and
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crossing signs, in-pavement flashing lights, and signalized crossings. The MUTCD provides

specific guidance in the form of signal warrants for the application of mid-block traffic signals

for pedestrians. However, the guidance for use of signs and other treatments is in the form

of “when used, do the following.” In 1984, Axler created warrants for FHWA addressing the

provision of grade-separated crossings.”

Figure 7-15 shows the approximate pedestrian and motor vehicle volumes addressed by the
MUTCD signal and FHWA grade-separated crossing warrants. There is a significant range

of pedestrian volumes for which no substantial guidance is provided; for any pedestrian

volumes under 100 per hour (for four hours) more guidance is needed. Accordingly, guidance

for implementing traffic control at these numerous unsignalized pathway/arterial crossings is

needed.

'The crossing guidelines presented in this section answer four basic questions:

» Should a grade-separated crossing be provided? If not, then,

» Is a traffic signal warranted? If not, then,

» Is a designated mid-block crossing appropriate? If so, then,

» What specific measures should be installed?
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FIGURE 7-15: Range of Existing Guidance for Pedestrian Crossings

25 Mler, EA., Warrants for Pedestrian Over and Underpasses, Report No. FHWA/RD-84-082, U.S. Department of Transportation, Washington, DC, July 1984.
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Grade-separated Crossings

According to warrants developed by FHWA, a grade-separated pedestrian crossing is justified
if:

» There are at least 300 pedestrian crossings for four consecutive hours inside an urban area
with motor vehicle speeds greater than 40 mph;

» The motor vehicle volume during the same time period is greater than 10,000 (or the total
daily traffic volume is greater than 35,000); and

» The crossing site is at least 600 feet from the nearest controlled crossing.

If this warrant is met, a grade-separated crossing may be considered to accommodate
pedestrians.

Traffic Signals

The MUTCD provides warrants for the installation of traffic signals. Warrant 4, pedestrian
volumes, states that a signal for a mid-block or intersection crossing can be considered if an

engineering study finds both of the following:

» ‘The pedestrian volume crossing the major street at an intersection or mid-block location
during an average day is 100 or more for each of any four hours or 190 or more during any
one hour; and

» There are fewer than 60 gaps per hour in the traffic stream of adequate length to allow
pedestrians to cross during the same period when the pedestrian volume criterion
is satisfied. Where there is a divided street having a median of sufficient width for
pedestrians to wait, the requirement applies separately to each direction of vehicular traffic.

The MUTCD goes on to say that, in Section 4C.05, “The pedestrian volume signal warrant
shall not be applied at locations where the distance to the nearest traffic control signal along the
major street is less than 300 feet, unless the proposed traffic control signal will not restrict the
progressive movement of roadway traffic.”

A pedestrian volume signal warrant requires actual pedestrian and motor vehicle counts.
Additionally, to satisfy the pedestrian warrant the number of adequate gaps in the roadway
traffic stream must be counted. Unfortunately, determining the demand for a potential mid-
block crossing location is not something that can be done by counting the existing number
of individuals crossing the roadway. Some method using a surrogate site, or perhaps latent
demand, must be employed to estimate the number of users that would cross at a new signalized
crossing.

Designated Mid-block Crossings

At many mid-block crossing locations throughout the U.S., pedestrian volumes are not high
enough to satisfy the MUTCD’s pedestrian volume warrant for a traffic signal. To determine
it a mid-block crossing is appropriate, two criteria will be considered: roadway geometrics and
geometric pedestrian delay.

Roadway Geometrics
Roadway geometrics dictate if the mid-block crossing can be designed safely. Two primary
factors need to be considered: sight distance and proximity to intersections.

SCOTTSDALE TRANSPORTATION MASTER PLAN



'The sight distances available to motorists and pedestrians
must be adequate to allow for a safe crossing. A policy
on the geometric design of streets and highways states
that sight distance provided for motorists should be at
least equal to the stopping sight distance for the design
speed of the roadway. While motorists are required to
yield the right of way to pedestrians, pedestrians are
more comfortable crossing the street when they have
adequate sight distance for them to see far enough up
the approach roadway to identify an adequate gap in

traffic.

FIGURE 7-16: Functional Area of an Intersection (grey-toned shading)

The proximity to intersections is important because

of the complexity of motor vehicle movements on the

approach to intersections. Essentially, mid-block crossings should not be placed within the
functional area of an intersection. The functional area of an intersection (see Figure 7-16)
includes both the approaches to and departures from the intersection and the longitudinal
limits of the auxiliary lanes.

Pedestrian Volumes

Pedestrian volumes, the number of pedestrians needing to cross, are the next criterion in
determining where crossing treatments should be provided for mid-block locations. Combined
with the distance to the nearest intersection crossing, pedestrian volume can be used to determine
an overall geometric pedestrian delay resulting from the additional distance the pedestrian is
required to walk to use the intersection crossing. The proposed criteria for the consideration of
a mid-block crossing are as follows:

The total geometric pedestrian delay at a potential crossing location during an average day is:

» 15 minutes or more for each of any four hours; or
» More than 60 minutes during any one hour.

Figure 7-17 shows the calculated pedestrian-minutes of delay as a function of the volume of
pedestrians and the offset distance to the nearest intersection. The delay was based only upon the
offset to the intersection and does not include any delay associated with waiting at traffic signals.
For purposes of this example, 3.5 feet per second is the assumed walking speed of a pedestrian.
The chart shows, for example, that if there are ten pedestrians per hour and the offset to the
nearest intersection is 100 feet, the pedestrians will experience a total of ten minutes of delay. If
the offset is 200 feet, the pedestrians will experience a total of 20 minutes of delay (instead of
ten), because the pedestrians have to walk farther to and from the nearest intersection (200 feet
each way instead of 100 feet). If there are 20 pedestrians per hour and the offset is 100 feet, the
pedestrians will experience a total of 20 minutes of delay (instead of ten), because there are 20
pedestrians (instead of 10).

If the delay criteria are met (15 minutes or more for each of any four hours or more than
60 minutes during any one hour), a crossing could be considered at the mid-block location.

Ifit has been determined that a mid-block crossing is appropriate, the appropriate combinations
of traffic control devices to be used will need to be identified. Each situation is unique and will
need to be examined for efficiencies and safety.
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FIGURE 7-17: Geometric Pedestrian Delay as a Function of Number of Pedestrians and Offset to Nearest Intersection

8.11 Signal Timing and Pedestrian Actuated Signals

Signals are typically timed to efficiently move motorized vehicles. Pedestrians usually must
stop and wait to cross at every signalized intersection. In Scottsdale, pedestrian actuated signals
at intersections are commonplace and at major roadway intersections the pedestrian signal is
automatic. At other intersections however, often pedestrians must actuate the signal in order
to activate the pedestrian phase and have sufficient time to cross the street — even in areas
ranked as high on the pedestrian route network, where there are large numbers of pedestrians
(see Figures 7-4 through 7-8). In areas designated as urban corridors or in suburban areas
ranked as high or medium high on the pedestrian route network (see Figures 7-4 through 7-8),
pedestrians should not be required to actuate the signal to have sufficient time to cross the
intersection to enhance the comfort and safety of pedestrians in these areas.

Signals with excessively long waits may cause pedestrians to cross against the signal,
increasing the potential for pedestrian/motor vehicle conflicts. Research indicates
that many pedestrians stop watching for the light to change, and instead start looking
for gaps to cross streets when their delay exceeds 30 seconds.

Signals should be timed closer to the speed of slower pedestrians rather than the average speed
of all users. Table 7-2 identifies walking speeds for a variety of pedestrians ranging from an
average of 4.0 feet per second for the average pedestrian to 1.97 feet per second for an above-
the-knee amputee. The MAG Pedestrian Policies and Design Guidelines recommends using “a
walking speed of 3.0 (0.91m) feet per second or slower to calculate clearance time, based on the
walking speed of the elderly, children, and other slower users.” The I'TE manual Design and Safety

of Pedestrian Facilities also recommends the use of the 3.0 feet per second for signal timing. This
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Pedestrian Element of the Transportation Master Plan recommends signal
timing to allow walking speeds of 3.5 feet per second.

Pedestrian pushbuttons need to meet the revised draft guidelines foraccessible
public rights-of-way. Pedestrian push buttons should be a minimum of
2 inches across and need to contrast visually with the mounting surrounding
them. Pedestrian push buttons should be placed so that pedestrians can
reach them; unobstructed high reach should not exceed 48 inches.

8.12 Pedestrian Count-down Signals

The use of pedestrian count-down signals can help provide additional
information on the amount of time available to cross the roadway. The City
will consider installing countdown timers at intersections designated as
urban corridors or where pedestrians must cross four or more lanes, and will
prioritize requests according to the following criteria:

» High existing pedestrian volumes and/or latent demand results

Traffic volume, traffic speed, number of lanes crossed
High pedestrian crash locations
Number of citizens requesting the project

vvyyVvyy

Significant number of senior citizens, school-age children, pedestrians
with disabilities who would be served by the project
» Designated as urban corridors

These criteria are described in further detail below.

8.13.1 High Pedestrian Volumes/Latent Demand Results

The City will consider installing countdown timers at intersections with

high existing or potential pedestrian volumes to maximize the number of pedestrians who
benefit. The City will consider installing pedestrian countdown signals along all urban corridors
or suburban corridors with a ranking of medium, medium high or high on the pedestrian route
network identified in Figures 7-4 through 7-8. Figures in Appendix 7-E show the results of the
pedestrian latent demand analysis for Scottsdale by planning area, and reveal that areas with
relatively high latent demand are generally the urban character areas, while relatively low latent
demand is typical in the designated rural/ESL areas.

8.13.2 Traffic Volume, Traffic Speed, and Number of Lanes Crossed

Pedestrians often perceive that crossing wide intersections with high traffic volumes and speeds
is less safe than crossing smaller intersections with low traffic volumes and speeds. There are
several options to asses how safe pedestrians feel when crossing City intersections.

For example, a simple measure could be the product of the number of through-lanes and turn
lanes on each street approach: in a 2 x 2 intersection, both intersecting streets have two through-
lanes, with an intersection complexity product of 4. In a 2 x 4 intersection, one street has two
lanes and one street has four lanes. In order of increasing complexity, intersections may be
described as 2x 2,2 x 4,2 x 5 (with turn lanes), 4 x 4,4 x 6, and 6 x 6, for intersection complexity
products of 4, 8, 10,16, 24, and 36, respectively.

A more precise measure is FHWA's Pedestrian Intersection Safety Index.



8.13.3 High Pedestrian Crash Locations

A high number of pedestrian crashes may be a result of several factors. For example, there
may be a large number of pedestrians and a large number of vehicles. Other things being
equal, a location with many pedestrians and/or motor vehicles would be expected to have more
pedestrian crashes than a location with few pedestrians and/or motor vehicles.

Pedestrian crashes may also be caused by barriers to pedestrian movement, such as absence of a
sidewalk, the lack of pedestrian signals or lack of a mid-block crossing point. Some areas may
have more pedestrian crashes since they attract slower-moving or more vulnerable pedestrians.
For example, children going to and from school, intoxicated persons, and pedestrians who are
older or who have disabilities may need additional features to help improve the safety of the
walking environment.

Another cause of pedestrian crashes may be a feature of the characteristics of the intersection.
For example, there may be a large number of turning vehicles, a large number of right-turns-
on-red, a wide crossing, complex geometry or limited sight distance. Pedestrian count down
signals can be one tool used to improve pedestrian safety.

8.13.4 Number of Citizens Requesting the Project
‘The number of citizens requesting countdown timers at a specific intersection may be a surrogate
measure of actual pedestrian volume, latent demand, and perceived safety at that intersection.

8.13.5 Significant Number of Senior Citizens, School-Age Children, and Pedestrians With
Disabilities
Senior citizens, school-age children, and pedestrians with disabilities cross more slowly than the

general population (see Table 7-2: Pedestrian Walking Speeds) and therefore stand to benefit

from knowing how much time they have to finish their crossing.

A drawback to using numbers of pedestrians is that many intersections may have latent
demand that is not reflected in actual numbers of pedestrians because of barriers to pedestrian
movement.

8.14 Accessible Pedestrian Signals

An accessible pedestrian signal (APS) is “a device that communicates information about
pedestrian timing in non-visual format such as audible tones, verbal messages, and/or
vibrating surfaces”. APSs provide information to pedestrians about the existence and location
of a pedestrian push button, the direction of the crosswalk, and other information about the
intersection. Although used commonly throughout Europe, audible crossings have not been
widely used in the United States due to concerns about noise pollution and disagreement
among people who are blind about the need for and eftectiveness of audible signals.

Techniques used by people who are visually impaired will vary by the characteristics of the street
crossing and the individual’s level of vision. Changes in the travel environment over the past
two decades have affected the ability of people who are blind to use traditional street crossing
techniques. These changes include intersection design changes, driver behavior and technology
of autos, and signalization changes. For example, wider streets require more precise alignment
of crosswalks, and wide radius turns make alignment more difficult and increase crosswalk
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length. Vehicles have become quieter, making it more difficult for pedestrians who are visually
impaired to hear them. Intersection signalization has also become more complex, making it
more difficult for pedestrians who are visually impaired to recognize the pedestrian phase.

There are four major design types of devices that provide information on the Walk and Don’t
Walk cycles: (1) pedhead mounted; (2) push button integrated; (3) vibrotactile only; and (4)
receiver based. All products produce a sound, vibration, or both, during the walk interval.
Pedhead mounted is the most common type of device installed in this country. The push
button integrated device has a speaker mounted inside or in the vicinity of the pedhead. Push
button integrated APS systems have a speaker integrated into the push button housing, and
are commonly used in Europe and Australia. Vibrotactile-only devices have been installed in a
tew U.S. locations to respond to concerns about noise and misleading information provided by
pedhead-mounted signals. Receiver-based systems are still considered experimental.

It is the policy of the City of Scottsdale to apply the best practice guidelines to ensure the
accessibility of all public rights of way. According to recent research on APS:

Currently in the U.S., APS are typically installed upon request along a specific route
of travel for a particular individual or group of individuals who are blind or visually
impaired. Various states and municipalities have established policies on installation
of APS, some of which are not in accordance with ADA requirements.

Title IT of ADA requires municipalities and states to make their ‘programs’accessible.
Pedestrian circulation is considered a program, and APS may be necessary to provide
access to certain types of intersections. Some municipalities have considered the
addition of APS at intersections as part of their ADA transition plan.

Draft public rights-of-way accessibility guidelines were published on June 17,
2002 for comment. These draft guidelines require APS at all newly constructed or
reconstructed intersections where visual pedestrian signals are installed. (See U.S.
rules and regulations related to APS.)

Therefore, APS are to be installed with all new constructed, or reconstructed intersections where
pedestrian signals are installed.

City of Scottsdale should continue to monitor the development of this rapidly standardizing
technology to obtain the features that are desired beyond the basic APS requirements.
Walkinginfo.Org — pedestrian and bicycle information center (http://www.Walkinginfo.Org)

will continue to be a valuable source of information.

A preferred approach to APS is still under development. Pedestrian signal devices should comply
with PROWAC R-306 (http://www.Access-board. Gov/prowac/draft. Htm). Walkinginfo.
Org is currently working on the latest specifications for pedestrian signal devices, and the

MUTCD update scheduled to be published by FHWA in 2008, will contain the most recent
specifications.

8.15 Shade

Pedestrians in the Phoenix area seek protection from the sun from late spring through fall.
For other months of the year, when temperatures are cooler, pedestrians seek filtered or direct
sunlight to be comfortable. The most intense sunlight and temperature extreme occur from May



Shade is provided by trees in some areas of
Downtown. Note that the landscaping and
on-street parking also provide a huffer between
pedestrians and the roadway.

8.16 Seating

R ——
to September, from 12:00 noon to sunset. Shade cover can be provided by
either an architectural feature, such as a covered walkway or shelter, or the
canopy of a tree. In parts of Downtown, structured shade is a component
of the walking environment. Where structured shade is provided, providing
appropriate lighting will increase security of pedestrians during early
morning or late afternoon hours.

Another common method of providing shade is with trees. Continuous
shade is best achieved when trees are equally spaced. Concentrated shade is
most appropriate at gathering places or nodes such as transit stops. When
providing shade through awnings or canopies, follow requirements for
clearances identified in Section 8.3 Clearances.

Figures 7-4 through 7-8 identify the pedestrian route network for planning
zones of the City. The level of shade required varies with the pedestrian route
network map classifications, as shown in Table 7-11 on the next page.

Comfortable and frequent seating can help promote walking and create a comfortable pedestrian
environment. All benches or other seating surfaces must meet guidelines for accessibility,

including a seat surface between 17 and 19 inches above the walkway surface, a length of at
least 42 inches, a depth of 20 to 24 inches, and a back support. Figure 7-18 shows minimum

seating dimensions.

FIGURE 7-18: Minimum Seating Dimensions
(from MAG Pedestrian Policies and Design

Guidelines)

Seating and other furnishings should not protrude into the pedestrian route
of travel (see Section 8.3 Clearances). Benches should be placed to allow
a person in a wheelchair to have immediate adjacent access (3 foot radius
minimum). Seating opportunities can be either fixed or moveable and the
seating surface should not be so rough that it is uncomfortable to sit or can
damage skin or clothing. Seating opportunities should consider the intense
heat and sun of Arizona’s climate through appropriate placement, materials,
and sensitive designs that mitigate heat retention.

Figures 7-4 through 7-8 identify the pedestrian route network for planning
zones of the City. The number of seating opportunties varies with the
pedestrain route network map classifications as shown in Table 7-11.

TABLE 7-11: Shade and Seating Requirements

Pedestrian Seating Require-

Network Classifica- ment per 660 feet (1/8 mile)
tion Pedestrian Shade Requirement of Roadway Frontage
Low No shade requirement. No seating requirement.
Medium low No shade requirement. No seating requirement.
Medium 50 percent shade coverage in the heat-intense summer months 1

along pedestrian routes and at gathering places. Provide some
shade year-round on the walkway.
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TABLE 7-11: Shade and Seating Requirements

Medium high 60 percent shade (could be in areas with more elderly persons or 2
more persons with disabilities) confinuous coverage.

High Provide 75 percent shade or greater along the walkway. 2

8.17 Parking Lots

Conflicts with motor vehicles in parking lots can be a concern for pedestrians. Clarification of
the appropriate pedestrian path of travel is important to address in the site design process to
enhance safety and comfort.

Pedestrian access points should be clearly identified with striping, delineation
of walking zones, and provision of walkway medians and islands. Drop-off
and pick-up zones should be clearly identified and separate from the flow
of vehicles.

When possible, locate large parking lots to the rear or underneath the
building (instead of between the building and the street), with direct
connections to the pedestrian route and provisions for shade or trees.
Consider shared parking for multiple businesses (this may also help provide
a more continuous pedestrian route by limiting the number of driveways).

.
= Y

>

These design approaches are especially important in areas classified as high ~Separating destinations from nearby streets

or medium high on the pedestrian route maps (see Figures 7-4 through
7-8). access.

Provide off-street parking in landscaped lots with direct pedestrian access to building entries.
Access from the parking area to the building entrance should not exceed one-eighth of a mile.

8.18 Maintenance

Pedestrian surfaces that are clean, smooth, and level are important for all pedestrians, but
especially for pedestrians using wheelchairs, older adults, and children. Common maintenance
hazards for pedestrians include pavement heaving and cracking, separation of expansion joints,
or debris on sidewalks. The maintenance guidelines (Appendix 7-H) can help ensure effective
tunctioning of pedestrian facilities. Poorly maintained pedestrian facilities can create hazards for
pedestrians, liability risks for the City and property owners, and negatively impact community
image.

As mentioned in Section 8.2 Sidewalk Surface, Texture and Slope, sidewalks should be even,
and without heaving, cracks or indents greater than 1/4 inch in width or depth. Changes in
vertical elevation greater than % inch require correction or repair.

Adoption of a periodic inspection and maintenance program will help insure the appropriate
maintenance and repair of pedestrian facilities. In Scottsdale, citizens and others are able to
report potential sidewalk maintenance concerns through the City’s Web site. By clicking on
“report a problem” on the home page, Web users are directed to a place where they can report
damaged sidewalks or other problems. Requests submitted through the Web site are quickly
routed to appropriate staff for resolution. Pedestrian facility maintenance requirements are

listed in Appendix 7-H.
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8.19 Work Zone Safety

Construction activities can have a significant impact on pedestrians by disrupting sidewalks and
other curbside areas. Construction plans must specify how pedestrian facilities are kept open
and functioning, or identify an appropriate alternative that creates a convenient and accessible
option for all pedestrians, including pedestrians with mobility limitations. The removal of a
sidewalk, even for a short time, can effectively remove access to a building or transit stop for
a pedestrian using a wheelchair, a pedestrian pushing a stroller, or a delivery person using a
hand truck. When accessible elements of the pedestrian environment are removed, such as a
curb ramp, care must be taken to create a detour route that is not overly lengthy or circuitous.
Guidelines for pedestrian accommodation in work zones are located in Appendix 7-1.

8.20 Sidewalk Cafés/Outdoor Dining

Sidewalk cafés/outdoor dining can create a unique environment for relaxation, eating, and
exploration. A vibrant street helps to enhance the pedestrian experience by creating interest and
can also encourage passersby to pause and explore the area on a more intimate scale. Encouraging
visitors to lounge and explore can enhance commerce by creating sales opportunities. Sidewalk
cafés should be encouraged as a vital component of an attractive, active street.

While the addition of sidewalk cafés can encourage additional pedestrian activity and Downtown
redevelopment, the presence of sidewalk cafés can also impede pedestrian access and mobility.
'The goal of the guidance in this section is to ensure a safe environment for pedestrians while
encouraging the appropriate use of the public ROW for sidewalk cafés.

Due to the need to maintain pedestrian access and mobility, sidewalk cafés/outdoor dining are
not appropriate for all areas of the City. In general, outdoor dining:

» May be located within the public ROW only in conjunction with, and adjacent to, a
street-level establishment that serves food and/or beverages.

» Must have an approved license agreement for private use of the City’s public ROW.

» May need additional parking for sidewalk cafés larger than 500 square feet.

» Must have approved liquor license agreements for businesses serving liquor.

» Must have a minimum 6-foot pedestrian clearance, exclusive of obstructions and

landscaped areas, along sidewalks and walkways.

Other requirements are detailed in Appendix 7-K.

9.0 RECOMMENDATIONS

This section lists recommendations that will implement the goals and objectives of the
Pedestrian Element of the Transportation Master Plan. Pedestrian goals and objectives are listed
in Section 2.0 and goals are listed in Table 7-12. Each recommendation is equally important
and supports at least one goal and/or objective.

TABLE 7-12: Pedestrian Goals
Safety and security goal: Create a street environment that is safe and secure for pedestrians.

Pedestrian access and connectivity goal: Create a street environment that allows pedestrians to directly access key destinations by
walking.
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TABLE 7-12: Pedestrian Goals

Streetscape and land use goal: Provide pedestrian amenities and promote land uses that enhance public spaces, neighborhoods,
commercial, and employment areas — amenities that will entice more people to walk.

Education and promotion goal: Educate citizens, community groups, businesses, and developers on safety, health, and civic aspects
of walking.

Implementation goal: Incorporate pedestrian needs into the policy-making, planning, design, construction, and mainfenance of
existing and new policies, plans, programs, projects, facilities, and operations.

9.1 Implement a Comprehensive Safe Routes to School Program.

City staft has created a comprehensive SRT'S implementation plan to build upon safety audits
performed at many public schools in Scottsdale. Work should advance with the Scottsdale,
Cave Creek, and Paradise Valley unified school districts to implement SRTS programs for
all primary and secondary schools within the City. Approaches to be used should include
engineering, enforcement, encouragement, and education. The SRTS implementation plan is

provided in Appendix 7-L.

Estimated cost: Additional staff may be required to implement the program, and funding is
required for promotional and educational items.

9.2 Implement Design Guidelines in Section 8.0 and Update the
Pedestrian Chapter of the DS&PM With the Design Guidelines.

Section 8.0 Design Guidelines outlines pedestrian planning, design, and engineering practices
that will create safe and comfortable pedestrian travel conditions. The design guidelines account
for the needs of pedestrians for secure, direct, and continuous pedestrian facilities that have
sufficient capacity, visual interest, amenities, and comfortable street crossings. The guidelines
address all types of pedestrian facilities and other design strategies that help to make walking
safer, more convenient, and more comfortable.

'These design guidelines should be integrated into an updated pedestrian chapter of the DS&PM.
Good design is important for pedestrians because pedestrians are unlikely to use uncomfortable
facilities, or facilities that feel unsafe.

Estimated cost: This work can be included in current City staff workloads.

9.3 Create a Pedestrian Safety Action Plan.

A pedestrian safety action plan specifically identifies the necessary steps to reduce the number
of pedestrian crashes. A pedestrian safety action plan should include objectives, locations where
improvements are needed, specific techniques and tools to reduce crashes, and implementation
strategies. A pedestrian safety action plan should also identify changes to planning and design
standards that would enhance pedestrian safety, and evaluation measures to be sure that
pedestrian safety is being increased by the selected implementation strategies. Stakeholders,
including citizens, businesses and developers, community groups, elected officials, media, and
City staff, should be involved in the development and implementation of a pedestrian safety
action plan.



o
Data should be collected that helps identify and quantify pedestrian safety deficiencies, and
solutionsidentified to address the problems identified. Solutions could be for individual locations,
entire corridors, targeted areas or general problems that affect the entire City. Solutions will
likely need to be prioritized to fit within funding constraints.

Estimated cost: This work might be addressed by a staff effort, but consultant assistance could
enable quicker production and implementation of a pedestrian safety action plan.

9.4 Systematically Implement Pedestrian Improvements Based on the
Priorities Established in the Pedestrian Route Network Maps.

Section 7.0 outlines the pedestrian route network using the results of the latent demand
analysis. The network identifies roadways most in need of pedestrian improvements based on
their potential to entice pedestrians, as identified in the latent demand analysis described in
Section 5.0 Future Pedestrian Demand. It is important to note that roadways not identified in
this network may also need pedestrian improvements, and that all roadways in Scottsdale are
expected to have basic pedestrian facilities to provide for mobility of all residents, employees,
and visitors.

The pedestrian route network divides arterial and collector roadways in the City into five
categories based on the latent demand analysis: high, medium high, medium, medium low, and
low. While all roadways in Scottsdale are expected to have basic pedestrian facilities, a ranking
of “high” means that this corridor has a higher priority for investments in pedestrian facilities
than one ranked “medium high.” The pedestrian route network should be used to prioritize
investments in the City’s pedestrian network. The City should also continue its commitment
to providing dedicated funding sources through the annual capital budgeting process for
pedestrian improvements.

Estimated cost: This work may be addressed by a staff effort.

9.5 Improve Plan Review and Site Development Process to Better
Incorporate the Needs of Pedestrians.

Improving the plan review and site development process begins by assigning responsibility for
reviewing development proposals and site plans to a particular staff person. This person should
assume responsibility for assuring that planning and design projects appropriately incorporate
pedestrian needs. Educating City staff, elected officials, and members of City boards and
commissions about appropriate pedestrian design is also important to improving developments
to meet pedestrian needs.

Good site design for pedestrians will enhance safe and convenient access for pedestrians and
help to increase pedestrian travel. Pedestrian travel has a number of community benefits as
discussed in Section 3.0. Important considerations for pedestrian friendly site design include:

Delineated walkways through parking lots.

Connections to neighborhoods and surrounding areas.
Easy-to-identify building entrances.

Building frontages located along streets rather than across parking lots.
Convenient and safe access to transit and adjacent sidewalks.

vVvvVvyvVvyYvyy

Alignment of walkways for convenience and reduced travel distances.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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» Accessible routes of travel to and from the site, as well as throughout the site.

» No barriers (walls, ditches, landscaping, or roads without safe crossings) to pedestrian
travel.

Specific recommendations related to site design include:

» Require all developments, new or retrofit, to provide a site master plan showing direct
pedestrian routes of one-quarter-mile or less to adjacent arterial and/or collector streets
and to prepare a walkability index similar to that used by Kansas City, MO.

» Require all new commercial development to identify opportunities for direct pedestrian
access between retail and office buildings within the development and adjacent residential
areas. Retrofitting neighborhoods with back-door access should also be considered where
possible. In both cases, the Planning and Development Services Department would work
with the adjacent neighbors, property owners, or developers to achieve the desired result
(see Figure 7-19).

» Link transit stops, building entrances, waiting and drop-off zones, parking facilities, and
bicycle parking facilities to appropriately designed (see Section 8.0 Design Guidelines)
pedestrian facilities.

» To facilitate pedestrian linkages to transit, provide appropriately designed pedestrian
connections from public transportation stops to schools.

» Mix commercial, retail, and residential land uses because people are more likely to walk to
their workplace, entertainment venues, or destinations that provide basic necessities if they
are within one-half mile.

» Provide incentives for developments that encourage healthy communities, where people
can mingle, are flexible in site design, encourage a diversity of people (age, income, culture,
race), allow increased residential density, and encourage a range of housing products.

» Provide pedestrian facilities appropriate for areas classified as high or medium high in the
pedestrian route network shown in Figures 7-4 through 7-8 on all roadways with transit

routes.

Two Scottsdale retail centers provide pe-
destrian access to their sites from adjacent
neighborhoods so customers can walk to
their centers—'back door access’.

FIGURE 7-19: Back Door Access

/ PEDESTRIAN ELEMENT
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» Provide cross access between commercial developments.

» Follow other recommendations in Section 8.0 Design Guidelines to ensure an attractive
and comfortable pedestrian environment, including providing pedestrian access through
parking lots, limiting the number and frequency of driveway access points to minimize
interruption of the sidewalk, creating building facades that interest pedestrians, and other
amenities such as landscaping, seating areas, and distinctive character building elements.

9.6 Implement Pedestrian/Motorist Education and Encouragement
Programs.

Public education programs are a vital component of a comprehensive pedestrian transportation
program and aim to change behavior. Education is typically considered one of the five E’s
of a successful pedestrian program: engineering, education, enforcement, encouragement and
evaluation.

Education programs begin with the selection of a key message and the target audience. Target
audiences could include children, adults, new drivers, children walking to school, transit riders
or elderly persons. Identifying the target audience will also help identify the appropriate means
of communication, which could be media buys, printed materials, radio buys, or other means.

Some potential education topics for drivers include Arizona law regarding crosswalks, looking
for pedestrians before turning right on red, looking for pedestrians before turning left, or
watching for pedestrians when entering and exiting driveways.

Pedestrians could be educated on how to use crosswalks, how to use a pedestrian actuated
signal, the meaning of pedestrian signal indications, and other safe walking behaviors.

Other education efforts should target City staft and elected officials, along with members of
City boards and commissions, to keep them informed about recent advances and best practices
in pedestrian planning and facility design.

Additional educational efforts could be targeted toward encouraging people to walk in
particular areas, or to walk instead of using another travel mode. Educating people about the
health, economic, and environmental benefits of walking can help encourage more people to
walk. Promotional efforts can encourage people to walk as an alternative to driving for short
neighborhood trips, such as trips from home to school, shopping centers, nearby parks, libraries
and other civic spaces.

Another way to encourage people to walk is to sponsor community walking events, such as
walk/bike to school events, or walking events to benefit non-profit organizations. People who
participate in special events may be inspired by a positive walking experience to begin walking
on a more regular basis, or to try walking instead of driving.

Estimated cost: City staft working with Scottsdale Healthcare system and perhaps the Mayo
Clinic to promote the health benefits of walking would require staft time and effort.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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9.7 Create and Maintain a Comprehensive Pedestrian Facilities
Inventory.

Creating and maintaining a comprehensive pedestrian facilities inventory is an important first
step in creating an ADA transition plan as well as identifying the need for future pedestrian
capital projects. A pedestrian facilities inventory should include existing sidewalks and
accessibility features. The information gathered should be recorded electronically for inclusion
in a GIS layer within the City’s GIS. This will enable processing of the relevant data fields for
prioritization of construction, reconstruction, and maintenance according to the magnitude of
variation from relevant local, regional, and national standards.

Each year, 20 percent of all sidewalk pedestrian elements should be assessed or reassessed for
accessibility, maintenance, and GIS mapping using a sidewalk assessment process that records
objective grades, cross slopes, changes in grade or cross slope, clear space dimensions, surface
firmness and stability, and obstruction information. The inventory should begin with the
southern portion of the community, because employment and residential densities are greater,
infrastructure is older, and the pedestrian route network rankings are higher (see Figures 7-4
through 7-8).

Obstruction information collected should include areas where minimum clearance widths are
not met, vertical clearances, presence of protruding objects, changes in level, and presence of
detectable warnings. Sidewalk elements including sidewalk width, availability and type of curb
ramp, accessibility of driveway crossings, presence of roadway medians or pedestrian crossing
islands, pork chop islands, bus stops, and sidewalk furniture should all be assessed using specific
assessment forms. Photos of obstructions are also important and should be included in the
inventory. Generic assessment forms for the measurement of sidewalk elements have been

provided in Appendix 7-M.

'The actual measurement for each component of a sidewalk element should be recorded during
assessments, e.g., 7.8 percent slope, versus recording “meets or does not meet maximum
requirement of 8.3 percent slope.” Design standards can change and it is important to know
the actual conditions that exist. This also assists with planning priorities for reconstruction. For
example, a ramp with a maximum slope of 11.3 percent is going to be placed on higher priority
for reconstruction than one that has a maximum slope of 8.9 percent slope.

Local schools and universities can be used to recruit students to assist with sidewalk corridor
and element assessment. Students can be quickly trained to make these types of measurements
accurately and efficiently, and record the information. Cost factors to be considered would
include the staff time required to train and manage student interns that are tasked with
measuring sidewalk elements and corridors. Training should be provided to staff members and
interns who will be responsible for assessment of pedestrian environments on how to properly
perform sidewalk assessments.

Proper sidewalk assessment tools need to be purchased to enable accurate measurements to
be made. Detailed information about the assessment tools needed for a sidewalk assessment is

included in Appendix 7-M.

GIS layers should be created for recording detailed information on each sidewalk element.
There are currently layers for medians and for bus stops in Scottsdale. Fields can be added
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to record the detailed information related to sidewalk width, curb ramps, driveway crossings,
roadway medians, pork chop islands, bus stops, and sidewalk corridors. A high efficiency
sidewalk assessment chart can help to quickly record all of the information electronically into a
database for import in the GIS layer (see Appendix 7-M). Cost factors to be considered would
include a one-time cost to set up fields and layers in the City’s GIS; ongoing cost to import the
data into that system should be minimal, given that appropriate measuring tools are available.

It is also possible to check all sidewalk elements against the aerial photos in the Scottsdale
GIS. The information can be located in the field according to the nearest intersection and, if
available, using a handheld global positioning system unit. Once the information is in GIS, the
coordinates of any sidewalk element can be precisely referenced.

9.8 Update ADA Transition Plan for Pedestrian Facilities on Public
Rights-of-Way.
Since early 2007, the City of Scottsdale ADA team has been updating an ADA transition

plan for the City of Scottsdale. As a component of the larger team, the sidewalks and bus stops
workgroup is focused on public rights-of-way. The workgroup has two main goals:

» Create an ADA transition plan.
» Review and update the DS&PM and Standard Details so that new development is
constructed to meet ADA.

Major issues to be addressed by the workgroup include:

» Funding. Some areas of the community have mature infrastructure. Funding is needed
through the annual budget process to repair and replace aging infrastructure.

» Data collection and uniformity. There is existing data in a variety of formats. There is a
desire to have the data uniformly mapped and geocoded so that it can be analyzed and
displayed using GIS. Resources are needed for this task, as well as consideration of how
data will be maintained, updated, and revised.

» Pedestrian facilities inventory. The pedestrian facilities inventory could focus first on
arterial and collector roadways, and focus on areas with more employment and residential
density. Roadways with upcoming CIP projects do not need to be inventoried since they
will be built using current guidelines. Identifying needs on roadways with bus routes is
particularly important.

Several existing data sources have been identified to implement the workgroup’s goals,

including:

» Transit stops and bus routes. There is an existing inventory of transit stops, and City staff
is working to identify if these are ADA accessible. The inventory is occurring on a route-
by-route basis and is anticipated to be completed by the end of 2008.

» Sidewalk inventory south of Via de Ventura. The field services division created a sidewalk
inventory, begun in 2003, handwritten on quarter-section maps, of sidewalks. The
inventory identifies whether a sidewalk exists, but not its width, texture or other features.
Curb ramps and other pedestrian facilities are not inventoried in this area.

» Downtown Scottsdale Pedestrian Mobility Study. The Downtown Scottsdale Pedestrian
Mobility Study assessed and measured pedestrian mobility, and identified where future
improvements were needed in Downtown. Existing conditions were inventoried, mapped,

SCOTTSDALE TRANSPORTATION MASTER PLAN
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and analyzed throughout Downtown to assess the quality of the pedestrian environment

(see Appendix 7-]). All information has been mapped, but is not geocoded.

An ADA transition plan should include four major elements. The first element is a list of
barriers to accessibility, including their precise location and photos documenting the barrier.
'The second element is detailed information on how the barrier will be eliminated. For example,
if the barrier is an inaccessible transit stop, the steps for removing the barrier might include
purchasing additional ROW for the transit stop, or adding additional width to the transit
stop to allow boarding and deboarding of the transit vehicle. The third element is a reasonable
schedule for achieving compliance, including interim milestones for multi-year schedules.
Finally, the ADA transition plan should also assign responsibility for implementation of the

barrier-removal plan.

The transition plan should address access routes to municipal buildings from public transit,
since many people with disabilities use public transit. The transition plan should also include
access routes to public buildings from transit stops, routes of travel along transit routes and the
presence of curb cuts, ramps, or obstructions.

As part of the implementation of the ADA transition plan, 20 percent of facilities should be
reassessed each year after the preliminary assessment of all facilities. A formal input mechanism
for the disability community should also be created. The transition plan should be documented
in writing. The financial impact of one lawsuit can far outweigh the prevention of such a lawsuit
by performing assessments of existing facilities, creating input mechanisms for the disability
community to provide input into the pedestrian planning process, and by systematically
prioritizing and improving the accessibility of all pedestrian environments.

Estimated cost: Cost factors to be considered would include outside staft assistance needed to
draft the initial plan and ongoing staff time to complete assessments, coordinate community
input and planning, and to coordinate with other departments. Capital investments would also
be required.

9.9 Enhance Pedestrian Facilities in Downtown.

Downtown is one of the most acclaimed tourist areas in the state of Arizona with an eclectic mix
of Southwestern and contemporary art galleries, specialty retail, upscale dining, active nightlife,
and museum elements for residents and visitors. Downtown, generally bounded by Earll Drive
and Chaparral Road, and 68th Street to Miller Road, is known for its distinctive urban design
and architectural features. Although comforting features that encourage pedestrian travel, such
as shade, public art, aesthetically pleasing elements, vegetation, and seating are characteristic of
the area, Downtown was designed without the concepts of universal design in mind. As a result,
much of the area is not universally accessible.

New residential and mixed-use developments will create more of a 24-hour, 7 days a week
character in Downtown requiring the addition of more pedestrian-friendly features. New
destinations like the W hotel, expanding commercial and mixed-use areas such as the
Scottsdale Waterfront, and renovations to existing properties such as the Hotel Valley Ho and
Mondrian Hotel are being created. These areas will attract more pedestrians into and through
Downtown.
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In addition, all of the City’s current trolley services (Downtown trolley, neighborhood circulator,
Giants and resort shuttles) serve Downtown destinations, creating a connection between transit
services and higher pedestrian demand.

To address these issues, the City requested funding from MAG to measure pedestrian mobility
in Downtown, and to determine how and where to make improvements to that mobility.
The study assessed Downtown within its four established districts - Old Town, Main Street,
Fifth Avenue, and Marshall Way. Concurrently, the City’s Downtown group sponsored a
similar effort to assess mobility issues within the northeast quadrant, an emerging district east
of Scottsdale Road, south of Camelback, north of Goldwater Boulevard, and west of 75th Street
(see Appendix 7-] for a district map). While each established district has its distinct character,
the districts have begun to grow together and are within a comfortable walking distance of one
another, pointing to a need for a degree of connectivity and cohesion for the pedestrian clientele.
After discussion of all the individual district deficiencies, a set of the top three prioritized
improvements was formulated for each district (see Table 7-13).

TABLE 7-13: Top Three Prioritized Improvements For Downtown Districts
0ld Town
First Priority

(reate an accessible entrance to Brown Ave/Main St into Civic Center Mall (a temporary solution to this concern is already in place,
but a more permanent solution is desired).

Sidewalk reconstruction (increase sidewalk width; improve sidewalk surface/texture by smoothing surfaces, adding clearance and
ramps; modify curb heights).

Sidewalk surface renovation.

Expand western themed improvements.

Make all trolley stops accessible and comfortable.
Second Priority
Fix clearance issue on all streets, minimum 3 foot clearance.

Streetscape installation: Landscaping, pedestrian facilities.

Adjust covered walkway supports (for clearance) or modify design standards.

Replace thorny plants with friendlier vegetation.
Third Priority
Brown Ave: Fix slopes, update ramps, add landscaping and shade.

Add lighting and street amenities.

Upgrade lighting in pedestrian areas.

Improve sidewalk surfaces, ramps, and alleys.
Other suggestions
Main St: Fix surfaces, update ramps.

Buckboard Trail: Widen sidewalk; add shade, seating, and landscaping; and add additional amenities north of Indian School Rd to
connect to hotels.

Downtown (overall): Create/adopt guidelines for outdoor dining, sidewalk cafés, and other uses in public right-of-way.
Main Street Arts District

SCOTTSDALE TRANSPORTATION MASTER PLAN



TABLE 7-13: Top Three Prioritized Improvements For Downtown Districts
First Priority

Main St: Widen the sidewalk; fix slopes, curb height and surfaces; create a minimum 3-foot clearance and a confinuous path of
travel; update ramps; and enhance lighting.

Sidewalk reconstruction (increase sidewalk width; improve sidewalk surface/texture by smoothing surfaces, adding clearance and
ramps; modify curb heights).

Improve pedestrian/courtyard areas.

Fix curbs so they are a consistent height.
Second Priority

Marshall Way: Widen the sidewalk, fix iregular surfaces, consolidate materials, establish a minimum 3-foot clearance, create a
confinuous path of travel, update ramps, add lighting and seating, enhance theme, and add trees or structured shade.

Add landscaping.

Add public seating and improve streetscape (both public and private).
Third Priority
First Ave: Widen sidewalks, fix irregular surfaces, add more seating west of Scottsdale Rd, and add theme and landscaping.

Add amenities.

Upgrade lighting.
Marshall Way/Fifth Avenue Ars Districts
First Priority

Marshall Way: Widen the sidewalks, smooth irregular sidewalk surfaces, lower the curb height, update ramps, enhance signals to
include pedestrian countdown signals, and consolidate driveways where possible.

Sidewalk reconstruction (increase sidewalk width; improve sidewalk surface/texture by smoothing surfaces, adding clearance and
ramps; modify curb heights).

Redesign the southeast corner of 3rd Ave/Marshall Way to improve accessibility for patrons and pedestrians.
Second Priority

Fifth Ave/Stetson Dr: Widen the sidewalks, smooth irregular sidewalk surfaces, update ramps, improve clearances and doors (doors
open outward into pedestrian walking area), and enhance lighting.

Add seating.

Improve lighting and add special lighting for art areas.

Third Priority

Third Ave: Enhance this roadway as a pedestrian corridor by widening the sidewalk, updating ramps, enhancing lighting, and
adding landscape character.

Add landscape and amenities.

Repait/replace curbs and building entries where steps intrude into the pedestrian walking area.
Other Suggestions

Sixth Ave: Upgrade this street so it is comparable to other streets in the district (widen the sidewalk, update ramps, enhance
lighting, and add landscape character); consider partial or full closure to vehicles at certain times.




TABLE 7-13: Top Three Prioritized Improvements For Downtown Districts
Craftsman Court: Consider partial or full closure to vehicles part or all day.

Arts District: Enhance all features associated with art.
Sixth Ave/Scottsdale Rd: Evaluate need for traffic signal.
Northeast Quadrant

First Priority
(reate urban design guidelines for the entire district; add open space areas.

Sidewalk reconstruction (increase sidewalk width; improve sidewalk surface/fexture by smoothing surfaces, adding clearance and
ramps; modify curb heights).

Complete a plan for the area.

Improve lighting.
Second Priority

This area needs character defining elements (art, landscape, furnishings, seating, etc.). Widen the sidewalks, fix diverse sidewalk
textures, and update ramps.

Add shade (trees and structures).

Improve lighting with standard and special fixtures.

Design a streetscape theme for district.
Third Priority
Enhance lighting.

Add amenities (restrooms!).

Improved, more visible street crossings for nighttime safety of pedestrians and drivers are needed.

Add pedestrian countdown fimers in this area.

Source: City of Scottsdale Downtown Pedestrian Mobility Study, Maricopa Association of Governments and City of Scottsdale, January 2007.

In addition to those concerns listed in Table 7-12, additional specific recommendations for
Downtown include:

» Update all roadways in Downtown to meet design standards appropriate for areas ranked
as high on the pedestrian route network maps. All roadways in Downtown are ranked as
high in Figure 7-4.

» As infill and/or redevelopment occurs, reconfigure Scottsdale Road to accommodate
minimum 10-foot sidewalks, landscaping, and parallel parking. Provide two through travel
lanes in each direction from Chaparral Road to Earll Drive.

» Reconfigure couplet transitions on Scottsdale Road to accommodate pedestrian and
bicycle travel. Possible pedestrian crossing enhancements and bicycle through lanes and
crossing movements need to be further evaluated at the Scottsdale/Drinkwater and
Scottsdale/Goldwater intersections, and have been explored as part of the Scottsdale Road
Streetscape project. This is an area of special study that will continue to be evaluated and
addressed as part of the design development of Scottsdale Road improvements.

» Enhance the Camelback/Scottsdale intersection, especially the southeast corner. Provide
pedestrian enhancements on the bridge located on the east side of the intersection of
Camelback and Scottsdale roads. These enhancements should include minimum 8-foot
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sidewalks on both sides of the street and pedestrian enhancements including shade and
wayfinding. A mid-block crossing at the south side of the bridge should be evaluated.

» Provide pedestrian activated signals and pedestrian countdown signals throughout
Downtown.

» Assess additional mid-block crossings in Downtown, preferably at a maximum distance of
one-quarter mile spacing along all major east-west arterials (see Section 8.10 Mid-block
Crossings).

» Improve connections and wayfinding to, and through, prominent recreation areas such as
the Arizona Canal and the Indian Bend Wash.

9.10 Enhance Pedestrian Facilities in the Scottsdale Airpark to Facilitate
Quick, Focused Trips.

» Create pedestrian linkages to connect retail uses at the intersection of Frank Lloyd
Wright Boulevard and Scottsdale Road to other substantial retail and employment uses
within the Airpark.

» Install appropriately designed, enhanced pedestrian facilities along 73rd Street between
Redfield Road and Paradise Lane.

» Add appropriate designed pedestrian facilities to 76th and 78th streets and Paradise Lane.

9.11 Incorporate the Standards in Revised Draft Guidelines for Accessible
Public Rights-of-Way in All Alterations and Additions to Existing

Facilities.
According to the revised draft guidelines for accessible public rights-of-way:

Alterations include, but are not limited to, renovation, rehabilitation, reconstruction,
historic restoration, resurfacing of circulation paths or vehicular ways, or changes or
rearrangement of structural parts or elements of a facility. The U.S. Department of
Justice Title IT regulation at 28 CFR 35.151(E) requires that curb ramps be installed
whenever pedestrian walkways on sidewalks and across streets are newly constructed
or altered. A 1993 case, Kinney v. Yerusalim, 9 £.3d 1067 (3d cir. 1993), Cert. Denied,
511 U.S. 1033 (1994), held that resurfacing of a street constitutes an alteration that
requires the installation of curb ramps (for text see http://www.Ada.Gov/deldot.
Htm). Pavement patching and liquid-applied sealing, lane restriping, and short-
term maintenance activities are not alterations.

Any alteration of a roadway or pedestrian facility must meet the requirements listed above.

9.12 Enhance City Web Site Information.

The City’s Web site https://www.Scottsdaleaz.Gov/servicerequest/should be enhanced to
include additional categories for which a resident may provide input regarding a request for
improvement of a given pedestrian design element. One additional major heading should be
included for an accessibility improvement or design service request. The sub elements to this
heading should include: sidewalk environments, shared-use path environments, crosswalk
environments, bus stops, stairways, and street furniture. In addition, elevators and lifts should
be included in the maintenance section that is already on the Web site. Additional information
should be added to the Web site to explain the accessibility review process that will occur. It
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may be beneficial to consult other cities’ Web sites to get an idea of how other cities are doing
this as well.

Always use person first language to reference pedestrians with cognitive, mobility, hearing or
vision impairments or disabilities in all publications within the Scottsdale Web site.

Reference to “disabled persons” uses the term “disabled” as an adjective, indicating that the
individual is disabled as a person rather than a “person” first that may have a disability or
impairment that affects their mobility. Use of the terms “handicapped”, “disabled” and “the
physically disabled” should be avoided all together. Use of the term “disability” in person first
language is acceptable as in “persons with cognitive or physical disabilities”. The world health
organization has redefined the terminology regarding disability. The term “disabled” defines
a person’s lack of ability to participate in one or more social functions in a normal manner.
Hopefully through good universal design within the City, more people will be able to participate
in all community activities. So the term “impairment” is preferred as in “resources for citizens
with cognitive, sensory, and physical impairments”.

Replace “blind” with “persons with visual impairments.”
Replace “deaf” with “persons with hearing impairments.”

Replace “developmentally disabled” with “persons with a cognitive impairment or citizens with
cognitive disabilities.”

SCOTTSDALE TRANSPORTATION MASTER PLAN
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1.0 INTRODUCTION

'This report, the North Area Circulation Study, documents an analysis of potential transportation
improvements to effectively manage traffic circulation and future demand in Scottsdale’s
predominantly rural, low density northern area. The purpose of this work is to develop and
recommend strategic solutions that will maximize safety, travel options, and efficiency, and that
will ensure transportation solutions in concert with the environmental sensitivity and aesthetic
guidelines of the area. There is a diversity of viewpoints and “visions” for the North Area’s
transportation future: some residents would like to see speed limits on some streets increased,
while others would like to see speed limits decreased. Noise is becoming an increasingly
important issue to residents, as is access to Downtown, as well as design aesthetics. Residents
of the northern area also recognize that there are trade-offs regarding access and maintaining
a rural environment. The recommendations developed in this report are based on analyses that
combine community, land use, economic, environmental, and traffic considerations, and will be
incorporated into the elements of the Scottsdale Transportation Master Plan.

'The study area boundary for what is referred to as the North Area is: the City’s municipal
boundary north of the CAP Canal and the Loop 101 Freeway. Abutting this area is the city
of Phoenix to the west; the towns of Cave Creek and Carefree, and the Tonto National Forest
to the north; the Maricopa County McDowell Mountain Regional Park, Maricopa County
lands, and the Tonto National Forest to the east; and SRPMIC to the south. The study area
encompasses approximately 134 square miles, which accounts for approximately 70 percent of
the City’s entire land area (Figure 8-1). In general, this study area is coordinated with lands that
are subject to the ESLO zoning overlay district.

2.0 NORTHERN SCOTTSDALE BACKGROUND

2.1 Scenic and Desert Preservation

The City of Scottsdale annexed much of this area from Maricopa County in the early to
mid-980s, with a goal to minimize development and preserve the rural and equestrian character,
consistent with the Sonoran Desert. In many respects, this goal has been achieved. For example,
Scottsdale Road, north of Happy Valley Road, was designated by Maricopa County in the
early 1960s as the Desert Foothills Scenic Drive. Today this 17-mile route runs through four
municipalities — Scottsdale, Cave Creek, Carefree, and Phoenix. Residents have created plant
identification signs and entry monuments to welcome visitors and residents alike to the “most
beautiful desert in the world.” This roadway has retained its status as a preeminent scenic
corridor for more than four decades, and it is expected that this status will be maintained well
into the future. Other scenic roadways will be discussed in more detail later in this report.

'The 13,423-acre! McDowell Sonoran Preserve (within Scottsdale; 860 acres in Fountain Hills
is also protected), deemed a natural preservation area through past City Council action and
community support, serves as a natural buffer from development encroachment. An additional
13,000+/- acres of State Trust Land within the Recommended Study Boundary of the McDowell

Sonoran Preserve was reclassified as suitable for preservation by the State Land Commissioner

1 Asof March 2007; http://www.scottsdaleaz.gov/preserve.asp
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in 2001. The total land area desired for the McDowell Sonoran Preserve is 36,400 acres, or
approximately one third of the City’s entire land area.

2.2 Development Patterns and Planning

'The City has grown from south to north, with distinctly different development patterns and
characteristics between southern, central, and northern Scottsdale. These differences require
transportation improvement responses tailored to the needs of each area.

Northern Scottsdale’s land use is predominantly low density, single-family residential, with
limited commercial centers. Newer residential development, such as DC Ranch, ranges from
three units to the acre to less than one unit per acre, and offers extensive trails and paths within
each project. Older subdivisions are predominantly large lot, single family developments. Other
development includes metes and bounds lots, usually one acre or larger and often accessed
by unpaved roads. Commercial development is predominantly located at arterial intersections,
such as the Scottsdale Road/Carefree Highway,

Scottsdale Road/Dove Valley Road, Scottsdale Road/
Pinnacle Peak Road, and Pima Road/Pinnacle Peak
Road intersections.

Key destinations within northern Scottsdale include, but
are not limited to the following (Figure 8-2 — reference Cave Creek

. . Carelrea
numbers in parenthesis):

» Shopping opportunities at: El Pedregal, The
Summit, Scottsdale and Pinnacle Peak roads, Pima ~ [**¥" ¢8RS
and Pinnacle Peak roads, and Market Street in CANIVREE A
DC Ranch (identified by red star on map); .-:1
Resort facilities at the Boulders (1), the Four Lo b 151-?
Seasons (3), and Princess (6) resorts ;
Heard Museum North (2) i g ' 1
Scottsdale Healthcare Thompson Peak Hospital (4); [ s ! B !
One Scottsdale (planned) (5); e A sk ] .J e
WestWorld (7); AR VALLIY B0 &
McDowell Mountain Ranch Aquatic and Fitness BNACLE PEAK RID
Center and Arabian Library (8); -y
Mayo Clinic (9); o
McDowell Sonoran Preserve (10); _ %’1‘{- 3
» Cave Creek Unified and Scottsdale Unified School H‘-‘t’y"u T AT
District schools (identified by school symbol); bk Lo pacant |- | ':.,I"-t_ ¥
» Parks and trail facilities; Pl Iy 4
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Desert Highlands, Scottsdale Mountain, Winfield, Whisper Rock, Legend Trail, Grayhawk,
and Desert Mountain. (Figure 8-3)

2.3 The General Plan and Character Area Plans

‘Throughout the Scottsdale General Plan, an acknowledgement of the diversity of the City is
apparent. Different types of land uses, transportation facilities, designated growth areas and
activity centers, and character are supported through the goals and policies of the General Plan.
When looking at the transportation system, the General Plan discusses goals of neighborhood
mobility in terms of local character and the needs and lifestyle of the area. For example, in much
of the North Area the equestrian lifestyle is celebrated and maintained through equestrian
facilities, both commercial and residential, and trails for riding. Throughout the Transportation

Master Plan, context-sensitive design will be encouraged, and its application will be apparent
in the North Area.

Character Area Plans were developed following the CityShape 2020 process (1996) which
addressed citywide planning issues, development of character areas and neighborhood plans
as part of the three-level General Plan. Character areas were intended to help guide future
development patterns throughout Scottsdale by defining, maintaining, or enhancing a desired
“character” for each area. Two of the adopted character areas, Desert Foothills and Dynamite
Foothills, are located in the North Area (Figure 8-4).

'The Scottsdale City Council adopted the Desert Foothills Character Area Plan in July 1999, and
the Dynamite Foothills Character Area Plan in March 2000. Both of the Character Area Plans
contain guidelines regarding the design of public roadways (scenic corridors, collector streets,
and local streets), shared-use trails and paths, and public school roadways. The implementation
of the Desert Foothills Character Area Plan included the establishment of a zoning overlay
district that was applied to the Desert Foothills area in March 2003.

2.3.1 General Plan Amendment, October 2002
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In October 2002, the City Council approved a major
General Plan amendment for approximately 16,600 acres
of State Trust Lands within the Recommended Study
Boundaryofthe McDowell Sonoran Preserve. The project
area included State Trust Lands that were the subject
of the City’s Arizona Preserve Initiative application
in 1998 and the State Land Commissioner’s decision
regarding that application in 2001. The 16,600 acres are
located generally between Scottsdale Road on the west,
136th Street on the east, Stagecoach Pass on the north,
and Happy Valley Road on the south (see map to the
left). In 2001, the State Land Commissioner responded
to the City’s application by reclassifying 13,021 of the
approximately 16,600 acres (in light blue on map) as land

“suitable for conservation purposes,” and identified the

™ State Trust Land Classified as Open Sgace remaining 3,543 acres (in purple on the map) as State
LR at O T Trust Land that can potentially be developed. Through

General Plan Amendment, October 2002

the General Plan amendment, a little over 6,200 dwelling
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units were approved for the planning area that could be developed. The previous General Plan
would have allowed approximately 7,850 dwelling units. Exact zoning and dwelling unit count
will be determined through any future rezoning and was beyond the scope of this General Plan
amendment. Through this General Plan amendment, Lone Mountain Parkway through the
McDowell Sonoran Preserve (from Pima northeast to Stagecoach Pass) was removed from
General Plan base maps, indicating the Council’s desire to remove roads from the McDowell
Sonoran Preserve other than those roads designated for McDowell Sonoran Preserve access.

2.3.2 Desert Foothills Character Area Plan (1999) Summary

'The Desert Foothills character area is approximately 8 square miles, generally located between
Dixileta Drive to the north, Jomax Road to the south, the City’s western boundary, and 96th
Street to the east. Goals for this area are:

1. Preserve the natural, visual qualities of the lush upper Sonoran Desert by using desert-
sensitive building techniques that retain and blend with the natural desert character of the
area.

2. Promote connected areas of desert open space and trails through visual and functional
linkages within and between local neighborhoods and a regional open space network.

3. Identify and celebrate the rural desert character experienced in the Desert Foothills study
area that will result in or maintain a unique desert community distinguished from other
parts of Scottsdale and the metropolitan area.

During the process of creating the Desert Foothills Character Area Plan, residents, property
owners, and local interests consistently stated their desire to maintain the rustic, rural qualities
in the area while preserving the dominance of the lush upper Sonoran Desert. The residents
and property owners stated they must be the “caretakers” of this desert to ensure that it can be
enjoyed by future generations.

The Design Guidelines and the Foothills Overlay (discussed in the following Section 2.4.2
Foothills Overlay) illustrate building alternatives in the Desert Foothills area that preserve
the dominance of the natural desert setting and maintain a low scale, openness to the

neighborhoods.

2.3.3 Dynamite Foothills Character Area Plan (2000) Summary

The Dynamite Foothills area is located in northeast Scottsdale between the McDowell
Mountains and the Lone Mountain Road alignment, and east of 112th Street to the City
boundary primarily at 136th Street. The area contains desert vistas, broad open spaces, and
an attractive desert environment. It remains primarily undeveloped. A portion of the area is
included in the Recommended Study Boundary of the McDowell Sonoran Preserve. Because
of the Dynamite Foothills’remote location, its isolation from urban centers of the Valley, and its
environmental features and constraints, the vision for this area is that of a rural desert character.
Key to maintaining and achieving this vision is the element of openness, through undisturbed
desert, minimal impact of development, open view corridors, low buildings heights, and
maintaining natural desert vegetation. Guidelines for the Dynamite Foothills focus on these
elements of openness. Goals for the Dynamite Foothills character area are:

1. Preserve the existing rural desert character for the Dynamite Foothills which will result in
a unique desert community distinguished from other parts of Scottsdale and the valley.
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2. Recognize the topographic diversity of the Dynamite Foothills area and provide guidelines

tor balancing the relationship of different types of development to the unique environmental
nature of the area.

3. Promote open space in accordance with the CityShape 2020 Guiding Principles and the
recommendations of the Desert Preservation Task Force, and support the efforts of the
McDowell Sonoran Preserve Commission to provide open space.

'The Design Guidelines for the Dynamite Foothills Character Area illustrate building alternatives
that preserve the natural desert setting and a feeling of openness.

2.3.4 Local Area Master Plans - Local Area Infrastructure Plans

In addition to the Character Area Plans developed for sections of the North Area, local
area infrastructure plans have been drafted for some areas of the City outside of master
planned communities. The purpose of these plans is to guide local decisions for infrastructure
improvement (streets, water, trails, etc.) and related development, and to help coordinate the
efforts of various City departments (Transportation, Water Resources, Emergency Services,
Preservation, Planning) in providing these necessary services. These plans have not been
approved or adopted by an official body, but serve as guides for City staff when reviewing
development proposals.

A set of goals were developed for local area infrastructure plans to help guide the need and
location of planned service infrastructure and are based on the City of Scottsdale General Plan
and the City Council’s goals:

» Coordinate infrastructure (streets, water, trails, etc.) so that they are not planned
independently of one another.

» Create a neighborhood design that establishes a balance between accessibility and access
control and builds only the streets that are needed to serve each parcel.

» Coordinate the location of utilities and public access improvements to reduce long-term
costs and minimize disruptions to neighborhoods.

» Provide predictability for City budgeting and maintenance programs.

» Provide consistency in decision making across the City while also allowing for the ability
to make informed site decisions that would alter the plans.

» Increase public awareness about what may happen in their neighborhood regarding
infrastructure.

» Provide property owners with consistent information regarding planned service
infrastructure as it relates to their property.

Additionally, specific goals and objectives were created for each infrastructure area including
transportation, trails, water resources, and environmental. The transportation goals and objectives
are:

Transportation local area infrastructure goals:

» Provide a safe and efficient transportation system;

» Maintain and improve traffic flow on the major street network;
» Protect neighborhoods from unwanted through traffic;

» Maintain existing/utilized street layout whenever possible; and
» Minimize the cost of the infrastructure/street improvements.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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Transportation Objectives and Policies

a) Provide at a minimum, one City-maintained access to each lot that meets City emergency
access standards. (Goal A, C, D).

b) Reduce the number of access points along the arterial street system to improve safety and

increase capacity. (Goal A, B).

¢) Promote a local circulation system that creates connections from local streets to collector
streets that have controlled access to the arterials. (Goal A, B, C).

d) Limit direct residential access to arterial and collector streets to reduce the negative effects

of through traffic to the residents. (Goal A, B, C).

e) Provide short residential streets that do not provide convenient cut through routes for

through traffic. (Goal A, C)

f) Use the existing roads, ROW, and Government Land Office patent easements locations, as
well as minimize new roads wherever feasible. (Goal D, E)

g) Coordinate streets with existing and planned infrastructure such as water lines, sewer lines,

utility lines and trails. (Goal D, E)
h) Avoid street crossings of large washes. (Goal A, D, E)

i) Provide the minimum amount of disturbance to the natural desert and the neighborhood.

(Goal B,C, D)

j) In the event of changes to local area infrastructure plan maps or when requests for ROW
abandonment occur, the City should maintain existing dedicated street ROW unless alternative
street easements have been secured to maintain local circulation needs. (Goal A,D,E)

The general goals and specific transportation goals are also included in the Policy Element of
the Transportation Master Plan and the goals and policies of the local area infrastructure plans
will be adopted as part of the Transportation Master Plan. The maps displaying recommended
infrastructure will be appended to the Streets Element of the Transportation Master Plan and
adopted by reference. Significant public outreach will be required prior to finalizing the maps,
which will be revised when/if conditions change.

2.4 City Zoning Ordinances and Development Regulations

In the developed portions of northern Scottsdale, the City zoning ordinances and development
regulations, such as the ESLO, are more stringent than the ordinances and regulations from
when this area was the jurisdiction of Maricopa County. These requirements have resulted in
minimal commercial development and primarily large acreage residential property. It is likely
that this land would have developed with a greater intensity had the land remained within the
jurisdiction of Maricopa County which had an overall zoning category of one dwelling unit per
acre. Soon after annexation, the City rezoned a large area of the newly annexed lands to 2-, 3-,
and 5-acre lot zoning districts. One of the contrasts in this portion of Scottsdale occurs along
Scottsdale Road. Generally, west of Scottsdale Road is the jurisdiction of the city of Phoenix
and east of Scottsdale Road is the jurisdiction of the City of Scottsdale. The Phoenix side of
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Scottsdale Road is planned to develop greater intensity than the Scottsdale side (development
to date in Phoenix is outside of the North Area).

2.4.1 Environmentally Sensitive Lands Ordinance (ESLO)

The ESLO is a set of zoning regulations adopted by the City Council in 1991 (amended in 2001,
2003, and 2004) to guide development throughout the 134 square miles of desert and mountain
areas of Scottsdale. These areas are located north and east of the CAP Canal. The intent and
purpose of the ESLO is to identify and protect ESL in the City and to promote public health
and safety by controlling development on these lands. The ordinance requires that a percentage
of each property be permanently preserved as NAOS and that specific environmental features,
including vegetation, washes, mountain ridges and peaks, are protected from inappropriate
development.

2.4.2 Foothills Overlay (F-0)

'The Foothills Overlay (F-O) zoning district provides a means to recognize and preserve the rural
desert character in the low density unsubdivided and undeveloped lands of the Desert Foothills
area (generally between Dixileta Drive to the north, Jomax Road to the south, 56th Street to the
west, and 96th Street to the east). The F-O overlay defines additional standards over and above
the base zoning that help to result in minimum visual impact of development and furthers the
purposes of the ESLO as it relates to preservation of the desert and blending the built form
into the desert environment.

2.5 Population

Although northern Scottsdale’s population is projected to increase 150 percent from
approximately 45,500 people in 2000 to 113,000 people in 2030, and increased densities are
anticipated from .51 persons per developed residential acre in 2000 to a projected 1.27 persons
per developed residential acre in 2030, the northern area will still be Scottsdale’s least populated
area, consisting of smaller households than other sections of the City (Figure 8-5). According
to the 2000 Federal Decennial Census, approximately 22 percent of the City’s total population,
19 percent of total households, and 12 percent of the City’s employment were in the North
Area. The community demographics, coupled with the low-density land use patterns imply an
area that is less likely to be transit-dependent. Detailed discussion on demographics is contained
in the Transportation Master Plan Existing Conditions Report.

2.6 Scenic Roadway Designations

Throughout the northern area of Scottsdale, roadways have been designated scenic roadways
through the General Plan since 1976, and have been further defined through Scenic Corridor
Design Guidelines adopted by the Development Review Board in 2003. The General Plan Open
Space and Recreation Element map designates Scenic Corridors and Buftered Roadways.

Existing Scenic Corridors are:

Scottsdale Road (north of the CAP Canal)
Pima Road (north of the Loop 101 Freeway)
Dynamite Boulevard

Shea Boulevard

Carefree Highway
Cave Creek Road

vVvvyyvyyvyy
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Existing Buffered Roadways include:

Via Linda

Frank Lloyd Wright Boulevard
Hayden Road through the Airpark
Thompson Peak Parkway

Happy Valley Road

Lone Mountain Road

Desert Mountain Parkway

Bell Road

vVVvVVVYVYyYVYYVYY

The designation of Scottsdale’s scenic roadways (Scenic Corridors and Buffered Roadways) is
established as a hierarchy. Scenic Corridors are the largest roadways, with regional connectivity
for both traffic and trails. The scenic setbacks of Scenic Corridors are also the largest, at 100 feet.
Buffered Roadways are also major roadways, but smaller in scale (usually minor arterials or
major collectors), with citywide rather than regional traffic and trails. The setbacks of Buffered
Roadways are usually 40 to 50 feet. Buftfered Roadways do not currently have specific design
guidelines like the Scenic Corridor Design Guidelines.

Throughout 2002-2003, Scenic Corridor Design Guidelines were developed and taken
through a public process and hearing with the Development Review Board for adoption. These
guidelines clearly identify the setbacks (100 feet with some exceptions) and design elements for
Scenic Corridors. The setback is measured from the back of planned ultimate ROW with some
exceptions. Development within the setback is limited to revegetation, non-vehicular travel
ways (e.g., shared-use paths, walks, and trails with a meandering alignment), regional drainage
structures, limited cross-access, and limited signs (as allowed by the sign ordinance). The scenic
setback may be used as NAOS and counted as required open space. No walls should be located
within the scenic setback; walls abutting Scenic Corridors should be low, meandering, and
unobtrusive to enhance the visual open space aesthetic. The guidelines were adopted by the

Development Review Board in February 2003.

In October 2004, the City Council adopted a Genera/ Plan amendment to add Bell Road to the
Buffered Roadway designation and add a third level of scenic roadway designation called “Desert
Scenic Roadway.” Desert Scenic Roadways apply to the one-mile and half-mile roads within
the City’s ESLO district (similar in area to the North Area) that are not already designated
as a Scenic Corridor or Buffered Roadway. The setbacks of these roadways vary based on the
topography and specific site conditions and rely on the placement of required NAOS and zoning
setbacks to achieve the open space corridor along the roads. The City Council also adopted the
application of a 100-foot scenic buffer along streets within and adjacent to the Recommended
Study Boundary of the McDowell Sonoran Preserve on undeveloped (as of October 4, 2005)

properties of 25 acres or larger.

These scenic roadways have an influence on northern area roadways and provision of non-
motorized transportation facilities due to the larger setbacks and design considerations that
acknowledge the unique topography and natural features of the desert character northern
area.

SCOTTSDALE TRANSPORTATION MASTER PLAN



2.7 The Great Sonoran Desert Design Concepts

In October 1996, a group of citizens presented to the City a set of principles and guidelines for
planning, landscaping, architectural design, and lighting called The Great Sonoran. These desert
design concepts were proposed to achieve minimum visual impact of the built environment on
the natural desert setting. The City worked to incorporate these ideas into existing efforts to
enhance and elevate desert and mountain preservation, such as the ESLO and the Foothills

Overlay.

3.0 EXISTING AND FUTURE CONDITIONS

3.1 Streets and Circulation

'The City of Scottsdale currently classifies roadways as major or minor arterials, major or minor
collectors, and local streets (collector, residential, and commercial/industrial). This system does
not identify roadways more specifically than these general classifications. The Streess Master
Plan Street Classification Map, adopted in 2003, shows the roadways that are classified major
or minor collectors, major or minor arterials, and freeways. The DS&PM identifies sub-
classifications of rural, suburban, and urban, but does not indicate the location of these sub-
classifications. The following discussion will focus on the general classifications of arterial and
collector streets in the North Area of Scottsdale, the characteristics of which are outlined in

Table 8-1.

TABLE 8-1: Functional Classification Characteristics
Existing Typical Section
Sidewalk (Trail optional

Street Type Right-of-Way Lanes Bike Lane in Rural/ESL character)
Major Arterial 150’ 6 Yes Yes

Minor Arterial 110 4 Yes Yes

Major Collector Varies 4 Yes Yes

Minor Collector Varies 2 Yes Yes

Minor Collector with Rural /ESL with Trails Varies 2 Yes Optional

Maijor Arterials

» Serve regional needs
» Travel through and beyond the City borders
» Provide continuous links between Scottsdale and its neighbors

» Serve larger traffic volumes (35,000- 50,000 ADT)

» Limit access to abutting land uses

Minor Arterials and Major Collectors

» Serve citywide needs

» Efficiently move people within the community

» Provide connectivity between regional and citywide streets
» Serve medium traffic volumes (5,000—35,000 ADT)

» Balance emphasis on access to abutting land uses and mobility



Minor Collectors

» Serve citywide and local/neighborhood needs

» Efficiently move people within the community

» Provide connectivity between citywide and local streets

» Balance emphasis on access to abutting land uses and mobility

The DS&PM includes cross sections for each of the sub-classifications of urban, suburban, and
rural for each of classifications, with these three sub-classifications defined as follows:

» Urban Areas: downtown, commercial, and industrial

» Suburban Areas: land uses have been generally designed as auto-oriented and distinct
from different land uses

» Rural Areas: lower density/intensity areas of the community

'The appropriate sub-classification is currently left up to the development review process.

One of the biggest transportation challenges in the North Area is to “right-size” the roadway
network. This is a challenge in other parts of Scottsdale too; but in northern Scottsdale it means
making sure major streets, especially Pima and Scottsdale roads and Dynamite Boulevard,
carry a functional classification that matches future travel demand. Nearly all of the roadway
system north of the Loop 101 Freeway to Pinnacle Peak Road is planned to be improved by
2010. Therefore, what happens to the major north/south streets, north of Pinnacle Peak, is a
main focus of the North Area Circulation Study. Long-term projections for land use and travel
demand in northern Scottsdale have been updated since the current functional classifications
were assigned in the 2003 Streets Master Plan. Therefore a review of the classifications for road
segments north of Pinnacle Peak needs to be made. This review will rely to a great degree on
the 2030 traffic volume forecasts produced by Scottsdale’s recently developed travel demand
model.

The two major north/south roadways in northern Scottsdale are Scottsdale Road and
Pima Road. Both Scottsdale and Pima roads north of Loop 101 were constructed prior to the
area’s annexation by the City of Scottsdale in the mid-1980s. Both roads, initially constructed
with one lane in each direction, were widened to two lanes per direction in the late 1980s
and early 1990s (except for the portion of Pima Road north of Dynamite Boulevard). Today
Scottsdale Road is a four-lane undivided roadway from the Loop 101 to Deer Valley Road.
From Deer Valley to Dixileta Drive a two-way left-turn lane is added; and from Ashler Hills
Drive to Carefree Highway it is divided by a landscaped median. Pima Road was realigned and
widened to six lanes from the Loop 101 to south of Deer Valley Road in the winter of 2007. It
is a four lane road, with a two-way left turn lane in some places, from Pinnacle Peak Road to
Dynamite Boulevard; north of Dynamite it is still a two-lane road.

Atone time Thompson Peak Parkway and Alma School Parkway were considered possible north/
south alternatives to Scottsdale and Pima roads. Thompson Peak’s curvilinear alignment was
developed as an adaptation to local development patterns and to local topography, specifically
the McDowell Sonoran Preserve. This roadway alignment serves the residents of DC Ranch,
Windgate Ranch, and McDowell Mountain Ranch well, but it does not work as a through route
that could reduce the traffic demand on Scottsdale and Pima roads. Alma School Parkway runs
parallel to Pima Road from Happy Valley Road to Dynamite Boulevard. Just like Thompson

Peak it serves local developments but cannot work as a through route because of Preserve land on
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both the north and south. Before the McDowell Sonoran Preserve was established Thompson
Peak Parkway and Alma School Parkway might have been connected to provide a north/south
connection to the east of Pima Road from Shea Boulevard to Dynamite Boulevard. However,
such an alignment would have required construction through the foothills of the McDowell
Mountains, which is a scenario the City has historically rejected in favor of preservation.

During a 2002 General Plan amendment process for the approximately 16,600 acres of State
Trust Lands, General Plan base maps were revised to remove the Lone Mountain Road extension
east of Pima Road. The entire 16,600 +/- acres of this amendment is included within the City’s
Recommended Study Boundary of the McDowell Sonoran Preserve, which identifies lands
the City intends to acquire for permanent open space in the McDowell Sonoran Preserve.
The removal of this roadway through the McDowell Sonoran Preserve area was not a General
Plan Community Mobility Element amendment; however, it was removed from all Genera/
Plan base maps with the approval of the amendment. Community desire to restrict or prohibit
roadways through or abutting the McDowell Sonoran Preserve is an additional consideration
for streets in the northern area.

'The overall traffic patterns in the North Area are firmly established: traffic flows south toward the
Loop 101 during the morning peak and flows north, away from the freeway, in the afternoon.
There are localized exceptions to this pattern, mostly around school sites and commercial
locations; and the regional east-west streets (Dynamite Boulevard/Rio Verde Drive, Pinnacle
Peak Road and Carefree Highway) carry traffic across to Phoenix and unincorporated Maricopa
County. But for the most part, on a typical weekday, drivers use local streets to get to east-
west collectors and minor arterials (Thompson Peak Parkway, Happy Valley Road, Jomax Road,
Dixileta Drive, etc.) that connect them to the major north/south roads (Scottsdale Road,
Pima Road and to a lesser extent Hayden Road), to access the freeway.

'This general flow of traffic helps explain the high traffic counts on road segments as they approach
the Loop 101 corridor and it also helps determine the order in which roadway improvements
are done in the North Area, where roadway segments close to the freeway are improved first.
For example, Thompson Peak Parkway, Bell Road to Union Hills Drive, was completed in
fall 2006; the realigned Pima Road from the freeway to south of Deer Valley was widened to
six lanes in early 2007; and Scottsdale Road north of the freeway will be widened to six lanes
by summer 2008. Planned improvements on segments farther from the freeway, on the other
hand, are not scheduled until 2010 or later. A listing of currently planned projects follows in
Section 4.0 Planned Improvements.

3.1.1  Future Roadway and Land Use Conditions

Most of the developable land in the North Area, both residential and commercial, is already
built out or will be in the foreseeable future — 10 to 20 years. Large mixed-use developments
like One Scottsdale will be located on State Trust lands along the north side of the Loop 101
from Scottsdale Road to Bell Road. Relatively small retail and office developments will occur
at a limited number of locations. Any new master planned communities are likely to be smaller
than existing ones and the metes and bounds areas, such Desert Foothills and Whisper Rock,
have limited potential for increased density, but will likely build low-density residential.



3.1.2 Existing and Forecast Traffic Volumes
In the spring and summer of 2007, the City of Scottsdale developed a stand-alone sub-regional

travel demand model. The model was programmed with a base year (baseline) of 2006 and
a forecast year of 2030; the model used the latest socioeconomic projections from MAG to
estimate growth in population and employment. Those socioeconomic projections included the
most up-to-date estimates on the Desert Ridge areas in the city of Phoenix and the employment
growth planned for the SRPMIC. In order to reflect voter and Council approved policies, the
model assumed that no development will take place within the Recommended Study Boundary
of the McDowell Sonoran Preserve.

Table 8-2 lists current and projected traffic volumes for some of the major roadways in the
North Area. A complete listing of all street segments can be found in Appendix 4-A.

TABLE 8-2: Existing and Future Traffic Forecasts on Selected Streets in the North Area

Location
2006 daily trips
Street Name From To (as modeled) 2030 projections
Scottsdale Rd Loop 101 Thompson Peak Pkwy 48,400 62,200
Thompson Peak Pkwy ~ Deer Valley Rd 32,000 58,600
Deer Valley Rd Pinnacle Peak Rd 28,800 51,400
Pinnacle Peak Rd Happy Valley Rd 29,700 43,500
Happy Valley Rd Jomax Rd 29,000 43,300
Jomax Rd Dynamite Blvd 26,000 43,200
Dynamite Blvd Dixileta Dr 25,200 39,400
Dixileta Dr Lone Mountain Rd 24,100 34,200
Lone Mountain Rd Carefree Hwy 22,400 26,900
Pima Rd Princess Dr Thompson Peak Pkwy 34,900 45,800
Thompson Peak Pkwy ~ Pinnacle Peak Rd 39700 60,500
Pinnacle Peak Rd Happy Valley Rd 33,600 55,900
Happy Valley Rd Jomax Rd 18,800 30,700
Jomax Rd Dynamite Blvd 18,500 31,900
Dynamite Blvd Lone Mountain Rd 13,200 26,200
Lone Mountain Rd Stagecoach Pass 10,300 19,400
Dynamite Blvd 56th St 64th St 8,400 24,500
64th St Scottsdale Rd 8,700 25,300
Scottsdale Rd Pima Rd 7,800 20,300
Pima Rd Alma School Rd 13,300 30,300
Alma School Rd 136th St 7,100 26,,200
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TABLE 8-2: Existing and Future Traffic Forecasts on Selected Streets in the North Area

Location
2006 daily trips

Street Name From To (as modeled) 2030 projections
Pinnacle Peak Rd Scoftsdale Rd Pima Rd 12,500 21,500

Pima Rd East of Pima Rd 9,000 9,900
Carefree Hwy 56th St Scottsdale Rd 13,000 26,2900
Shea Blvd 110th St 120th St 39,600 51,800

120th St ity limits 38,800 50,600

3.2 Equestrian and Shared-use Trails and Paths

Equestrian and shared-use trails contribute to the overall quality and character of life in
Scottsdale and provide avenues of appreciation of Scottsdale’s natural and cultural resources.
Equestrian activity is enjoyed by many residents in the northern area. There are a variety of
equestrian facilities, both at residential and commercial scales. Functional connections exist
and are desired to be maintained through shared-use trails that provide access to a multitude of
non-motorized user groups. These links informally connect local neighborhoods to a regional
shared-use trail system and other destinations such as the McDowell Sonoran Preserve.

The City adopted a Trails Master Plan in February 2004 which outlines the development and
prioritization of a citywide trails network. An inventory of existing and planned trails was
mapped to help identify gaps in the trails system and to identify projects and expenditures that
maximize the function of the overall system. The trails were analyzed and ranked using different
attributes such as use/demand, linkages, safety, etc. Following the assessment of trails, and using
public input and firsthand knowledge of the trails, the final trail system plan was produced (see
Figure 8-6).

Equestrian connections within the City of Scottsdale, (except for roadway crossings) are off-
street, in many instances they are provided adjacent to the street and within the public ROW
or scenic corridor. While these oft-street trails are not specifically designated for equestrian use
only, all unpaved trails in the City’s Trails Master Plan are designed to accommodate equestrian
uses. The McDowell Sonoran Preserve provides extensive opportunities for riding as do several

designated trails throughout the City.

As part of the Trails Master Plan, focus groups identified key areas of interest. These include
requests for trail crossings of Dynamite, Pima and Scottsdale roads, comments that equestrian
access is lost when roads are paved and no unpaved path is provided in its place, and an
interest in using trails without having to cross major streets at grade. To address some of these
concerns, the Trails Master Plan recommends equestrian signals and grade-separated crossings
throughout the North Area. Through the Transportation Master Plan review of the Trails Master
Plan, it is recommended that equestrian push buttons at existing traffic signals be installed
where feasible.

Also relevant to the North Area are key trail corridors identified in the 7rails Master Plan. These
key corridors are important as they may ultimately affect the roadway cross sections designed
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FIGURE 8-6:  Trail System, Trail Network




b
I
for the North Area. Dynamite Boulevard, Jomax, Scottsdale and Pima roads throughout the
North Area are identified as those transportation corridors that also have the highest suitability
for trails (Figure 8-7). Other roadways, including Cave Creek, Pinnacle Peak, Deer Valley and
Happy Valley roads, are identified as corridors that are moderately suited for trails.

Since the adoption of the Trails Master Plan, the City has been tracking the progress of trail
development. Figure 8-8 shows the improvement status of trails in the area north of Happy
Valley Road. The blue lines indicate existing trails, the orange lines indicate those trails that are
soon to be improved, and the yellow lines indicate unimproved trails.

As new communities are constructed, equestrian and other non-motorized trails are often
provided as part of master development plans. Once constructed, these additional trails will
enhance connectivity between the City’s McDowell
Sonoran Preserve and equestrian communities.

City-operated equestrian facilities are currently available
at:

» Mescal Park, at 11015 N. 68th Place, 1/4 mile
north of 68th Place and Shea Boulevard; is a
10-acre park with an equestrian arena. There is also
a trail for hikers and horseback riders. This facility
is located outside of the North Area.

» Stonegate Park. 9555 N. 120th Street, southeast of
Mountain View Road and 120th Street; a 23-acre
facility with two equestrian arenas and a round pen

area.
Stonegate Park Corral

FIGURE 8-8:  Trail System, Trail Improvement
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In addition to these facilities, City park-related trailheads and/or trails can be found at:

» Pinnacle Peak Park at 26802 N. 102nd Way (one mile south of Dynamite and Alma
School);

» Rio Montana Park at 11180 N. 132nd Street (southwest of Via Linda and 130th Street)
(trailhead to wash only);

and are planned for:

» DC Ranch Community Park;
» DC Ranch Neighborhood Park; and
» Troon North Park.

3.3 Access to the McDowell Sonoran Preserve

Designated points of entry into the McDowell Sonoran Preserve are discussed in the City’s
Preserve Access Area Design and Site Standards manual. The future access areas will make it
possible for Scottsdale residents and visitors to experience the McDowell Sonoran Preserve
through hiking, horseback riding, biking, nature studies, bird watching, scenic viewing,
picnicking, rock climbing and more. Access areas of differing size and level of amenities
are located at strategic and appropriate points in the McDowell Sonoran Preserve (on the
periphery) for users’ convenience.

Currently, two access areas are open for public use:

» Sunrise Trailhead is located at 144th Street and Via Linda. There is an upper parking lot
and a lower parking lot.

» Lost Dog Wash Access Area was the first major access area to be created. It is located
north of Via Linda off of 124th Street. Lost Dog Wash contains a full compliment of

amenities for users.

There are also additional parking areas outside of but near the McDowell Sonoran Preserve that
connect by way of trails to the McDowell Sonoran Preserve trail system. A number of access
areas are also planned on State Trust Land that the City has not yet acquired. Access to State
Trust Land is restricted to individuals with permits.

3.4 Pedestrian
North of Frank Lloyd Wright Boulevard and the CAP Canal, the pedestrian environment

along Scottsdale Road, Pima Road, and Hayden Road becomes more “recreation-oriented”
or informal, with meandering, unpaved paths instead of paved sidewalks, set back from the
roadway within desert landscaped setbacks adjacent to developed areas, and no sidewalk within
undeveloped areas.

Actual pedestrian counts within the North Area are not available. However, anecdotal reports
from residents indicate that as the area has developed with more projects that include design
elements such as extensive setbacks and landscaping that convey a rural flavor, the potential for
meaningful pedestrian activity has increased.

For the Transportation Master Plan, a pedestrian latent demand study was conducted along
arterial streets in Scottsdale (Figure 8-9). The study shows areas where high concentrations
of uses could potentially generate high levels of pedestrian activity, given an appropriate
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FIGURE 8-9:  Pedestrian Latent Demand in Northern Scottsdale
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walking environment. The latent demand study indicates that for the North Area the areas
along Scottsdale Road, and Thompson Peak Parkway south of Bell Road offer some of the
most significant opportunities, on par with areas in Downtown, to encourage pedestrian
activity within the City. These areas are the focus of intense commercial and denser residential
development.

Areas generally north of Thompson Peak Parkway are shown as areas of lowest pedestrian
demand within the City. This finding is commensurate with generalized low density and low
intensity land uses within the North Area.

3.4.1 Future Pedestrian Conditions

In addition to the latent demand study, existing and planned commercial and residential
development at several northern area intersections (Pinnacle Peak and Pima roads, and
Scottsdale Road and Westland Drive) and select road segments (Dove Valley Road to Ashler
Hills Drive, Dixileta Drive, Dynamite Boulevard, Pinnacle Peak Road, and Thompson
Peak Parkway) could support localized pedestrian activity. The primary pedestrian activities in
these areas will likely be local trips from immediately adjacent residential areas as well as trips
between commercial developments at each corner of the intersection. In addition, future parks
(DC Ranch Community Park, DC Ranch Neighborhood Park, Troon North Park, Desert
Mountain Park, and Whisper Rock Park) and schools may show increased pedestrian demand.
Continued recreational walking and hiking to and within the McDowell Sonoran Preserve is
not specifically noted in a latent demand study for pedestrians, but is a significant activity in

the North Area.

3.5 Bicycling

The City of Scottsdale currently maintains a wide network of on-street (designated bike
lanes and bike routes) and off-street (shared-use paths) bicycle facilities. The City also has an
extensive system of unpaved trails that provide cyclist mobility. Bicycle facilities in the North
Area consist primarily of bike lanes usually on major roadways and shared-use paths. There are
paved pathways in the major subdivisions of DC Ranch, Grayhawk, and McDowell Mountain

Ranch but they do not connect to each other or to the main path network south of the CAP
Canal.

The extent of bicycle facilities citywide is shown in the Existing Bicycle Facilities Map
(Figure 8-10). The mileages of the component parts of the City’s entire existing bicycle network
are as follows:

» Bike Lanes = 86 miles

» Paved Shoulders = 10 miles
» Bike Routes = 50 miles

» Paved Paths = 61 miles

» Unpaved Trails = 268 miles

'The City’s DS&PM and Standard Details contain extensive bicycle facility guidelines, including
the provision of bicycle lanes on major arterials, minor arterials, major collectors, minor
collectors, and certain special neighborhood and rural streets. Regarding Scottsdale’s oft-street
bicycle system, all new shared-use paths must have a minimum width of 10 to 12 feet. In
addition, the City’s zoning ordinance requires bicycle parking at all businesses within 50 feet
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of the building entrance, except in Downtown areas where less than 40 spaces are required.
'The quantity of bicycle parking is based on the number of vehicle spaces required. The City has
recently updated its bicycle map, which shows the City’s current bicycle facility network as well
as other pertinent bike-related information. The MAG Regional Bikeway Master Plan, which
will be approved soon, will set regional goals and provide bicycle program, policy, and guideline
recommendations for local member jurisdictions, including Scottsdale.

3.5.1 Future Bicycling Needs

The idea of providing multi-modal choice through an accessible transportation network
encourages bicycling as a mode of transportation. It should be easy and comfortable to bicycle
from home to work, school, shopping, trailheads, and other activity centers, accessing many
destinations by bicycle. This can be accommodated with a seamless network of streets, paths, and
trails. Where they do not already exist, bicycle lanes or paved shoulders should be added over
time to all major and minor arterial and collector streets. Paved and unpaved paths and trails
should be built along wash and power line corridors. Existing facilities north of the CAP Canal
should be connected to each other and to the existing facilities south of the CAP Canal. These

connections will be identified further in the Bicycle Element of the Transportation Master
Plan.

4.0 PLANNED IMPROVEMENTS

4.1 Capital Improvements Plan

Transportation related capital improvement projects are identified by the City based on the
extent to which they meet the City Council’s goal of providing for the safe, efficient, and
affordable movement of people and goods throughout the City. Planned transportation projects
meet the desired outcome of providing multi-modal options, and therefore include, but are not
limited to, roads, noise mitigation where needed, transit, bicycle, and pedestrian improvements.
Northern Scottsdale roadway and intersection programmed projects for fiscal years 2008
through 2012 are shown in Table 8-3. Many of these projects are currently underway or will be
underway soon.

TABLE 8-3: Planned Roadway, Pedestrian, and Bicycle Improvements

Project/Street Project Description

S0501 Construct the remaining two travel lanes, a landscaped median, bicycle lanes,
Bell Road — 94th St to Thompson Peak Pkwy  sidewalks, and a new wash crossing.

$0601 Construct a westbound frontage road on the north side of Pima Fwy between the
Freeway Frontage Rd north Hayden Rd to Hayden Rd and Pima/Princess freeway interchanges. The project will include two
Pima Rd travel lanes, a bicycle lane, a sidewalk, street lights, and drainage improvements.
NEWB3 Construct an eastbound frontage road on the south side of Pima Fwy between the
Freeway Frontage Rd south Hayden Rd fo Hayden Rd and Pima/Princess freeway inferchanges. The project will include two
Pima Rd travel lanes, a bicycle lane, a sidewalk, street lights, and drainage improvements.
(see note RE this project on page 32)

$0602 Design and construct a six-lane parkway cross section with landscaped median,
Pima Rd — Deer Valley Rd fo Pinnacle turn lanes, grade-separated path crossing, bicycle lanes, sidewalks, curb and
Peak Rd qutter, rondway drainage, intelligent transportation system facilities, and noise

mifigation.
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TABLE 8-3: Planned Roadway, Pedestrian, and Bicycle Improvements

Project/Street Project Description

$2104 Design and construct to four-lane minor arterial standards with landscaped

Pinnacle Peak Rd — Miller Rd to Pima Rd median, turn lanes, bicycle lanes, curb and gutter, sidewalks. Additional turn lanes
will be constructed at the Pima Rd infersection.

$7005 Design and construct a six-lane major arterial cross section with landscaped

Scottsdale Rd — Frank Lloyd Wright Blvd to -~ median, turn lanes, bicycle lanes, sidewalks, curb and gutter, roadway drainage,

Thompson Peak Pkwy and intelligent transportation system facilities. Additional turn lanes at Frank Lloyd

Wright Blvd and a new pedestrian crossing of the Central Arizona Project Canal will
also be included.

$0311 Design and construct a six-lane major arterial cross section with landscaped

Scottsdale Rd — Thompson Peak Pkwy to median, turn lanes, bicycle lanes, sidewalks, curb and gutter, roadway drainage,

Pinnacle Peak Rd intelligent transportation system facilities, and a new all-weather crossing of
Rawhide Wash.

$0404 Design and construct a four-lane roadway with landscaped medians, turn lanes,

Center Dr - Scottsdale Rd to Hayden Rd wider outside lanes and curb and gutter, and roadway drainage from the One

(One Scottsdale) Scottsdale development boundary to Hayden Rd. Sidewalks are planned to be
installed by future developments.

$0405 Design and construct a frontage road of two westbound lanes, with roadway

Pima Fwy north Frontage Rd — Scottsdale Rd  drainage, on the north side of the Pima Freeway from the Scottsdale Road freeway

to Hayden Rd (One Scottsdale) off-ramp to the Hayden Road freeway on-ramp.

19902 Complete site selection and environmental clearance process to meet federal grant

Loop 107 Park-and-Ride Lot requirements. Once location is identified, purchase, design and construct park-and-
ride lot.

Source: City of Scottsdale Capital Improvement Program FY 2006-2012.

4.2 Other Planned Improvements

In addition to capital improvement projects, the City does intersection modifications and
smaller roadway projects. These projects may include turning lanes at intersections, installation
of curbs, deceleration lanes, removal of bumps or dips in the roadway, and other intersection
modifications to improve traffic flow. These improvements are mainly identified by City staff,
but are often requested by citizens. The North Area has approximately 20 such requests in the
tuture work program.

5.0 OPPORTUNITIES/RECOMMENDATIONS

5.1 Street Classification

One of the goals of the Transportation Master Plan is to define each segment of roadway at an
appropriate street functional classification and sub-classification. In the spring and summer of
2007, the City of Scottsdale developed a stand-alone sub-regional travel demand model. The
model was programmed with a base year (baseline) of 2006 and a forecast year of 2030; the
model used the latest socioeconomic projections from MAG to estimate growth in population
and employment. Based on this travel demand modeling effort, future roadway classification
has been determined through 2030. The recommended future classification, which is shown in
Figure 8-11 (map and information included in the Streets Element of the Transportation Master
Plan), includes the recommended sub-classification of urban, suburban, and rural for streets in

SCOTTSDALE TRANSPORTATION MASTER PLAN
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the northern area. A complete table of each street segment, current classification and number
of lanes, recommended classification, and number of lanes, as well as the sub-classification for
each street segment, can be found in Appendix 4-A.

All roadways north of Pinnacle Peak Road are designated as “rural”in character and those south
of Pinnacle Peak Road are, for the most part, designated as “suburban” in character. Segments
of Scottsdale Road (Loop 101 to Thompson Peak Parkway), Hayden Road (Loop 101 to
Thompson Peak Parkway), Center Drive (Scottsdale Road to Loop 101),and Union Hills Drive

(Scottsdale Road to Hayden Road) are designated as “urban” in character.

Currently, four roadways, Scottsdale Road, Hayden Road, Pima Road,and Dynamite Boulevard,
are designated as six-lane major arterials for some of their length in northern Scottsdale. Each
of these roadways is discussed briefly below.

Scoftsdale Road

Scottsdale Road is a major arterial consisting of six through-lanes south of Frank Lloyd
Wright Boulevard and four through-lanes currently north of Frank Lloyd Wright. Widening
of the roadway from Frank Lloyd Wright Boulevard to Pinnacle Peak Road to a six-lane cross
section with landscaped median, turn lanes, bicycle lanes, sidewalks, a pedestrian crossing of
the CAP Canal, roadway drainage, and I'TS facilities is included in the FY 2008-2012 Capital
Improvement Program. The proposed classification of Scottsdale Road in the northern area of
Scottsdale is a six-lane major arterial-urban from Loop 101 to Thompson Peak Parkway, a six-
lane major arterial-suburban from Thompson Peak Parkway to Pinnacle Peak Road, a six-lane
major arterial-rural from Pinnacle Peak Road to Happy Valley Road, and a four-lane minor
arterial-rural from Happy Valley Road to the City’s northern boundary with ROW preserved
at 150 feet throughout.

Hayden (Hayden-Miller) Road

Hayden (Hayden-Miller) Road is a four-lane roadway from Loop 101 to Pinnacle Peak Road
and is partially built to four lanes south of Happy Valley Road. There has been discussion
over the years to extend Hayden-Miller Road north as a continuous corridor from Pinnacle
Peak Road to Dynamite Boulevard. As there are limited north-south corridors in northern
Scottsdale, it is recommended that Hayden-Miller Road be extended as a minor collector-rural
to Dynamite Boulevard. The recommended classification is a six-lane major arterial-urban from
Loop 101 to Center Drive, a four-lane minor arterial-suburban from Center Drive to Pinnacle
Peak Road, and a two-lane minor collector-rural to Dynamite Boulevard. Care will need to
be given to specific alignment options of this roadway adjacent to the Recommended Study
Boundary of the McDowell Sonoran Preserve. Continuing north of Dynamite Boulevard with
the Hayden or Hayden-Miller roadway is not recommended because of the topography and
the existing low densities in this area. Parallel to Hayden/Miller Road along the Hayden Road
alignment, Hayden Road currently is classified as a minor collector. Given the projected volumes
of this roadway segment, Hayden Road in this location should be designated a local collector
and removed from the functional classification map.

Pima Road

Pima Road is currently programmed for widening to a six-lane roadway with landscaped
median, turn lanes, grade-separated path crossing, bicycle lanes, sidewalks, roadway drainage,
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ITS facilities, and noise mitigation in the FY 2007-2012 Capital Improvement Program
between Loop 101 and Pinnacle Peak Road. The recommended classification on Pima Road
is a six-lane major arterial-suburban for Loop 101 to Pinnacle Peak Road, a six-lane major
arterial-rural north to Happy Valley Road, and a four-lane minor arterial-rural north from
Happy Valley Road to Stagecoach Pass.

Pima Road/Loop 101 Interchange

Pima Road/Loop 101 Interchange currently has a diamond interchange. At this interchange,
Loop 101 curves from an east/west direction to a north/south direction and has frontage roads
with a forced merge between the frontage road and the westbound off-ramp on the approach
to the diamond interchange. The City is working with ADOT to examine feasibility of options
to restore the original design concept for the interchange.

Dynamite Boulevard

Dynamite Boulevard is currently two lanes from 56th Street to Pima Road and four lanes from
Pima Road to 118th Street. The recommended functional classification is a four-lane minor
arterial-rural from 56th Street east to the City limits.

5.1.1 Street Classification Summary Recommendations

Communities are often faced with the need to add additional travel lane capacity to the
transportation network to address congestion issues. This need must be weighed against
neighborhood impacts and community character or context issues. In Scottsdale, the primary
roadway network consists of two-lane collectors, four-lane collectors and arterials, and six-lane
arterials. The City currently limits local roadway widths to six lanes, and this plan proposes to
continue this long-standing policy. One measure that is often used to assist in making decisions
regarding adding travel lanes is the volume to capacity ratio, which compares average daily
traffic lane volumes to a predetermined standard. As discussed in the Policy Element of the
Transportation Master Plan, volumes of 8,000 vehicles per lane per day for two-lane roads and
10,000 vehicles per lane per day for four-lane roads will provide guidance on the threshold for
roadway widening. These planning volumes are further adjusted based on adjacent land use,
to consider widening of roadways designated as rural in character when forecasted volumes
reach 90 percent of the target threshold and widening of roadways designated as suburban
in character would be considered when forecasted volumes reach 100 percent of the target
threshold. Widening of roadways designated as urban in character would be considered when
forecasted volumes reach 120 percent of the target threshold. Roadway widening will typically
be limited to minimum 1-mile segments.

Considering the forecast volumes and general capacity guidelines listed above, the following
North Area roadways* should maintain the current street classifications from the 2003 Szreets
Master Plan:

» Pima Road from Loop 101 to Happy Valley Road - major arterial

» Hayden Road from Center Drive to Thompson Peak Parkway — minor arterial

» Pinnacle Peak Road from Scottsdale Road to existing four-lane section near Pima Road
- minor arterial

» Via Linda between 120th Street and 132nd Street — major collector
» 124th Street north of Shea Boulevard — major collector
» 124th Street south of Shea Boulevard — minor collector
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» Jomax Road between 56th Street and Pima Road — minor collector
» Dixileta Drive from 66th Street to Pima Road — minor collector
» Westland Drive between Scottsdale and Pima roads — minor arterial**
» 132nd Street between Shea Boulevard and Via Linda — major collector™

*Not all roadways are listed.
*“*These corridors were built prior to the McDowell Sonoran Preserve designation within the City and present a possible opportunity for “right-sizing” or reducing the
size in the future.

The following North Area roadways should be revised from their current street classifications
trom the 2003 Streets Master Plan. There should be some consideration given to maintaining
the required current ROW for these roadway segments to enable provision of drainage
and additional non-motorized transportation facilities, such as trails, shared-use paths, and
pedestrian walkways in a way more in character with the surrounding desert.

» Scottsdale Road north of Happy Valley Road — minor arterial

Pima Road north of Happy Valley Road — minor arterial

Dynamite Boulevard from 56th Street to 136th Street — minor arterial

118th Street south of Dynamite Boulevard — minor collector (with phased construction)
Lone Mountain Road from Scottsdale Road to Pima Road — minor collector (Lone
Mountain Road is designated a Buffered Roadway and this designation would not be
revised)

Jomax Road from Alma School Road to 118th Street — minor collector

Stagecoach Pass — minor collector.

Lone Mountain Parkway from Cave Creek Road to Stagecoach Pass — minor collector
Cave Creek Road east of Lone Mountain Parkway — minor collector

Hayden-Miller from Pinnacle Peak Road to Dynamite Boulevard — minor collector
Hayden Road from Pinnacle Peak Road to Happy Valley Road — local collector
Happy Valley Road from Scottsdale Road to Pima Road — major collector

92nd Street south of Happy Valley Road —local collector

Williams Drive east of Hayden Road — minor collector

‘Thompson Peak Parkway from the CAP Canal bridge to Bell Road — minor arterial
Via Linda east of 132nd Street — minor collector.

136th Street from Shea Boulevard to Via Linda Road — minor collector

vvyyVvyy
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In addition, it appears that the roadway system will have enough capacity to defer or delete
capital improvements project NEWB3, to provide an eastbound frontage road on the south
side of the Loop 101, between Hayden and Pima roads.

5.2 Transportation Corridor Rights-of-Way

An item for further discussion is the possibility of creating a specific “rural” cross section
that includes larger rights-of-way to be used to provide additional buffers, and accommodate
trails and shared-use paths that may require more horizontal space due to topography and
environmental sensitivity of the surrounding desert.

The 2030 traffic volumes for the northern portions of Scottsdale and Pima roads and all of
Dynamite Boulevard are not anticipated to require six-lane roadways; however, additional
ROW in a “rural” cross section could provide flexibility for drainage, additional travel lanes, and
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alternative transportation modes should such measures prove necessary in the future. Where
existing ROW accommodates a wider cross section, this ROW should be retained.

5.3 Bicycle and Pedestrian Facilities

A comprehensive list of proposed facilities is included in the Bicycle Element and Pedestrian
Element of the Transportation Master Plan. Special care will be taken to identify bicycle
connections from bike lanes to shared-use paths and trails; to promote pedestrian level lighting;
and to make connections from the bike lane and shared-use path system in the North Area to
the bicycle and pedestrian systems south of the CAP Canal.

Within the northern area, over 40 miles of roadways have been identified as potential locations
for on-street bicycle facilities. This mileage includes locations where paved shoulders could be
added and locations where restriping the existing roadway can be performed to include bike
lanes. In addition, more than 20 unique shared-use path corridors have been identified in this
part of the City. The roadways and shared-use path corridors collectively comprise approximately
60 miles of facilities and make numerous connections to the existing bicycle network. Potential
paths have been identified along Scottsdale Road, Pima Road, Cave Creek Road, Dynamite
Boulevard, and Via Linda.

By 2009, the City should complete an analysis regarding public restrooms for path/trail users
in areas where commercial facilities are not available for use by business patrons. Items to
examine include construction and maintenance costs, security needs, as well as other available
alternatives. Restroom facilities are currently provided at most City parks.

5.4 Additional Issues and Preliminary Recommendations

A number of issues have been raised during community discussions on the northern area of
Scottsdale. These issues and preliminary recommendations are discussed below.

5.4.1 Wildlife Crossings

'The low densities and desert environment in northern Scottsdale provide wildlife habitat to
many desert wildlife species. To enhance driver awareness of possible wildlife crossing the major
roadways, “watch for animals” signs should be placed next to wash corridors.

5.4.2 Managing Event Traffic

WestWorld is a large event center located east of Loop 101 and south of Bell Road. (‘The general
location of WestWorld is shown in Figure 8-2.) This facility hosts large events including the
Barrett-Jackson Auto Auction, the Arabian Horse Show, the Parada del Sol Rodeo, and the
McDowell Mountain Music Fest. These events generate daily attendance of 10,000 or more.
Each event varies as to duration, days of the week, hours of operation, and degree of traffic
management. Weekly events generating 1,000 to 5,000 daily attendees occur from October
through June. In addition to WestWorld, the Scottsdale Princess TPC golf course is home to
the FBR Open in January each year drawing hundreds of thousands of people during the week
to the area. A traflic operations plan is developed for each large event to accommodate peak
traffic demand for the duration, day of week, and time of day variables.

‘Through Proposition 400, the Cityis planning a park-and-ride in the vicinity of Scottsdale Road/
Loop 101. Using this facility to accommodate small events periodically could help alleviate
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parking needs as well as provide another option for events not suited to other event facilities in
this area of Scottsdale.

5.4.3 Emergency Access

Pima and Scottsdale roads are the only two north-south streets that provide continuous service
trom Loop 101 to the northern City limits of Scottsdale. Thompson Peak Parkway provides
a third north-south route east of Pima Road for the southern two miles, but does not extend
farther north. Hayden-Miller Road provides a fourth option south of Pinnacle Peak Road.
Currently, Tatum Boulevard and Cave Creek Road are the nearest options to the west. Located
in the city of Phoenix, they are three to four miles west of Scottsdale Road. As the city of
Phoenix builds out, 56th Street and 64th Street will be extended to the north.

'The north-south access issue is that when either Pima or Scottsdale Road is closed north of
Pinnacle Peak Road for any reason, all traffic is funneled to the other. It is recommended
that additional north/south options, such as the extension of Hayden-Miller Road to
Dynamite Boulevard, be examined to provide another north/south alternative. Consideration
should be given to making the connecting east/west routes one way during an emergency.
'These details will be coordinated with the City’s Emergency Services Division. Until additional
options are constructed, travelers will need to travel to Tatum Boulevard or Cave Creek Road
turther to the west in order to travel north or south in the event of an emergency.

It is critical that emergency services are able to locate homes and it is recommended that house
or lot numbers are highly visible.

5.4.4 Circulation Plans to Connect Developments

Northern Scottsdale has a number of communities with perimeter walls whose only access
is to adjoining major streets, with no access provided between developments. This tends to
force all traffic onto major roadways like Scottsdale or Pima roads. For the most part, these
developments are built out and, unless homes are purchased and demolished, the opportunity
tor providing vehicular connections or access between developments is past.

To support walking as an alternative mode of transportation for short trips, direct pedestrian
access between residential subdivisions to arterial streets should be provided at no farther than
Y mile intervals. This will provide direct pedestrian access to paths, trails, and sidewalk facilities
developed along Scottsdale, Pima and Hayden roads as well as other key east-west arterial roads
such as Lone Mountain Road, Dynamite Boulevard, Dixileta Drive, Happy Valley Road, and
Pinnacle Peak Road.

To support local connections to neighborhood services, “back door” pedestrian access between
retail commercial and other development should be provided. Back door access can be provided
by way of a local street from an adjacent subdivision, as is further described in the Pedestrian
Element of the Transportation Master Plan. Oftentimes a gate,locked after hours, is provided and
contributes to safety. In the northern area, there is back door access from some of the residential
subdivisions in Terravita to the commercial center at Scottsdale Road and Carefree Highway.
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To prevent the lack of residential-to-commercial pedestrian access from occurring with new
development, the City, during the plan review/approval process, should require that access is
provided.

5.4.5 Access to Lands Within the Recommended Study Boundary of the McDowell Sonoran

Preserve

The City of Scottsdale intends to acquire all of the lands within the Recommended Study
Boundary of the McDowell Sonoran Preserve for mountain and desert preservation and open
space. To date, most of the lands within the original boundary have been dedicated or purchased
by the City. North of Dynamite Boulevard is State Trust land, the majority of which was
designated as “suitable for conservation purposes” by the State Land Commissioner in 2001.
Some 1,100 acres of this land was designated as suitable for conservation, however it was not
deed restricted. In the General Plan amendment that indicated land uses for these areas, these
acres, while within the Recommended Study Boundary of the McDowell Sonoran Preserve,
were shown on the General Plan with very low residential densities (5-acre lots).

If these State Trust Lands are not acquired for the McDowell Sonoran Preserve and develop
in this area, 118th and 136th streets should be extended to accommodate traffic generated by
the new development. It is recommended that 90 feet of ROW be reserved and, depending
upon the traffic impact and mitigation analyses for specific projects, the roadways should be
developed as either major or minor collectors. North to Dixileta Drive,118th Street should be
designed with an unpaved shared-use path.

Additionally, Dixileta Drive and Dynamite Boulevard should be developed to include a primary
trail and access into the McDowell Sonoran Preserve.

5.4.6 Connectivity Across Dynamite Boulevard

In 1997, a Desert Open Space System Plan was created which included ideas of a grade-
separated crossing to connect the McDowell Sonoran Preserve north and south of Dynamite
Boulevard. At their July 5, 2007 meeting, the McDowell Sonoran Preserve Commission
recommended that the community keep open the option of utilizing an appropriate mechanism
to maintain connectivity (for wildlife and trails) between the divided sections of the McDowell
Sonoran Preserve.

5.4.7 Via Linda Connection to Fountain Hills

In April 2000, the City Council approved a General Plan amendment deleting Via Linda as
a major collector street from 136th Street to Eagle Ridge Drive (148th alignment). A non-
vehicular easement was reserved at this time. During Transportation Master Plan discussions, the
robustness of the roadway network throughout Scottsdale has been raised and the extension of
Via Linda to Fountain Hills was reexamined. This extension would require a circuitous, switch-
back route and would penetrate low density developments in both Scottsdale and Fountain
Hills. Because of the vertical and horizontal alignment constraints, such a roadway would not
provide a feasible alternative to Shea Boulevard, thus it is recommended that the concept be
deleted from further consideration.



5.4.8 Roadway Lighting

Roadway lighting in northern Scottsdale should be kept to a minimum, with only major
intersections illuminated for safety. Raised pavement markers should be used to delineate
the center line and edge of pavement between intersections in lieu of lighting. To maintain
dark skies in the North Area, pedestrian lighting (poles no greater than 15 feet in height and
directed downward with no greater than 0.5 footcandles) may be more appropriate than street
level lighting.

Each major intersection considered for lighting should be the subject of a lighting study, with
the following factors considered to reduce the impact on the surrounding land:

» Reducing the pole height;

» Using lower wattage bulbs;

» Shielding the backside to reduce trespass lighting; and

» Use and benefits of pedestrian and ground focused lighting.

5.4.9 Design Aesthetics

Streets in northern Scottsdale should be constructed to respect the environmentally sensitive
nature of the area, with gravel shoulders and shared-use paths where appropriate. The two
adopted Character Area plans, Desert and Dynamite Foothills, provide specific guidelines about
aesthetics, ensuring that the built environment blends with the natural setting and minimizes
impacts. In addition, the Scenic Corridor Design Guidelines provide aesthetic guidelines
specifically for Scenic Corridors throughout the City, including Scottsdale Road, Pima Road,
Dynamite Boulevard, Carefree Highway, and Cave Creek Road in northern Scottsdale.

5.4.10 Sidewalk Requirements/ADA Compliance

To encourage a consistent low intensity, rural environment at roadway crossings, the DS&PM
should be revised to provide a North Area arterial intersection cross section that provides
key elements of universal access. The following drawings show preliminary ideas of what this
crossing may entail (see Figures 8-12 and 8-13).

'The texture and location of stabilized decomposed granite paths should be carefully considered.
In some cases, it may not be desirable for paths/sidewalks that go to work, school, recreation
or commercial destinations. It may be more appropriate for areas of rougher terrain e.g., Lost

Dog Wash trailhead.

5.4.11 Equestrian Trail Planning

In addition to the guidelines and trail planning of the 7rails Master Plan, it is recommended
that when new drainage culverts are designed, they be considered for accommodation of a
horseback rider.

As an update to the Trails Master Plan, it is recommended that an inventory of existing trails
facilities and easements be conducted to coordinate with future updates of the Trails Master
Plan and trails policy for the City.

Note:
Appendices including travel demand forecasts and recommended future functional classification

have been included in the Street Element of the Transportation Master Plan rather than
remaining in the North Area Circulation Study.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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9 AIRPARK CIRCULATION STUDY %"






1.0 INTRODUCTION

Scottsdale Airpark is the preeminent employment center in Scottsdale and the third largest in
the Phoenix metropolitan area. Access to the Airpark’s multiple commercial and employment
centers, as well as traffic congestion at key locations throughout the Airpark and immediate
vicinity, are the major transportation concerns. The purpose of this circulation study is to identify
and analyze potential transportation solutions for through and destination traffic at Scottsdale
Airpark. Primary considerations for this area are:

» ‘Through, destination, and local traffic circulation;

» Forecasted traffic volumes along the major streets surrounding and through the Airpark;

» Functionality of transit services connecting to, and circulating throughout, the Airpark; and

» Possible intersection enhancements at Scottsdale Road and Frank Lloyd Wright
Boulevard, Hayden Road and Frank Lloyd Wright Boulevard, Pima Road and Frank
Lloyd Wright Boulevard in particular.

'The primary focus area of the Airpark study area is generally bounded by the Scottsdale/Phoenix
jurisdictional boundary on the west and the CAP Canal on the north; the Loop 101 on the east
and approximately the Thunderbird Road alignment on the south. Connections on the east-
west portion of the Loop 101 (between Scottsdale and Pima/Princess) are being examined,
however, the circulation of the area north of the CAP Canal is not being examined in this study
(Figure 9-1 and Figure 9-2). The Airpark is also adjacent to two planned development areas:
the Scottsdale Road corridor, with the One Scottsdale project, and the substantial continued
development of the city of Phoenix Desert Ridge area and the Kierland development.

'The Vision, Values, and Goals component of the Transportation Master Plan identifies many
over-arching goals (based on the General Plan Community Mobility Element goals and
additional goals regarding sustainability and regional coordination). The following are directly
applicable to the Airpark study area:

» Protect the function and form of regional air and land corridors;

» Protect the physical integrity of regional networks to help reduce the number, length,
and frequency of automobile trips, to improve air quality, reduce traffic congestion, and
enhance quality of life;

» Promote regional diversity and connectivity of mobility choices;

» Prioritize safe and effective regional transportation connections beyond the City
boundaries;

» Enhance connectivity to regional transportation facilities;

» Relieve traffic congestion;

» Optimize the mobility of people, goods, and information for the expected buildout of the
City;

» Maintain Scottsdale’s high aesthetic values and environmental standards in the City’s
transportation system;

» Emphasize live, work, and play land use relationships to optimize the use of citywide
systems and reduce the strain on regional and local/neighborhood systems; and

» Protect neighborhoods from negative impacts of regional and citywide networks.
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In addition to these broader goals, Airpark specific goals are as follows:

» Improve arterial flow on streets around the Airpark through capacity and operational
improvements of streets bordering the Airpark;

» Create facilities that encourage internal bicycle and pedestrian trips;

» Create bicycle and pedestrian facilities that complement parallel improvements to the
transit system;

» Acknowledge the value of private enterprise in the Airpark and minimize unwanted
roadway impacts;

» Provide direct freeway access from Loop 101 to the Airpark/Airport if at all possible,
working with ADOT, through interchanges on Loop 101 with Northsight Boulevard and
Hayden Road;

» Create transit improvements which include new bus service and potentially HCT; and

» Create Transportation Demand Management (TDM) measures to address access and
circulation concerns for the Airpark area.

1.1 Scottsdale Airpark Background

Scottsdale Airpark was established in 1966. Today, it is an employment and business center
that houses approximately 110 business categories (e.g., accounting, auto, publishing, etc.) in
a variety of building types, such as commercial office buildings, warehouses, aircraft hangars,
retail stores, and hotels. Some areas within the Airpark are redeveloping from office/warehouse
and light manufacturing space to showrooms and retail venues.

Located on approximately 2,900 acres of privately owned land just south and west of Loop 101
and 7 miles north of Scottsdale’s Downtown area, the Airpark houses approximately 2,550
businesses and is headquarters to more than 30 national and regional corporations®. In addition,
construction of approximately 1.6 million square feet of new office space has either been
completed, or is under development.

Scottsdale Airpark is a major economic asset that contributes between $2.5 billion and
$3 billion annually to the local economy?, and in Maricopa County, ranks third in employment
areas after Phoenix Sky Harbor International Airport and Downtown Phoenix!. Employment
in the Airpark has been growing by about 3,000 employees per year since 2002, and has more
than tripled since 1995, increasing from approximately 14,000 to over 50,000 workers as of
December 2006. According to the most recent statistics and studies, current growth rates are
being realized about four years earlier than originally anticipated. Should these growth trends
continue, the Airpark could become the largest employment center in the Metro-Phoenix area.
Continued efficient access to businesses located in the Airpark is critical to ensure vitality and
sustainable growth. Another factor of note is that the majority of the Airpark’s employees
commute from areas east and west of Scottsdale, presenting additional transportation issues for

the Airpark®.

The Airpark area is also near other popular destinations such as hotels/resorts, shopping areas,
and golf courses. It is within a mile of WestWorld, a special event and tourist attraction that is
home to the Barrett-Jackson Classic Car Auction and the Scottsdale Arabian Horse Show. The

Scottsdale Airpark 2010 Report, December 2006

November 2003

Scottsdale Development Update March 22, 2006 (A weekly newsletter from the City of Scottsdale)
Scottsdale Airpark 2010 Report, December 2006
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TPC Princess golf course, located north of the CAP Canal, is home to the FBR Open,a PGA
golf tournament held in January each year.

1.2 Scottsdale Airport

'The Scottsdale Airport was first developed in the remote desert north of Downtown in 1942
as Thunderbird Airfield II, when it was used by the Army Air Corps as a basic training facility
tor World War 1II pilots. The civilian-operated airfield provided initial flight training to 5,500
aviation cadets for World War II service. Closed in 1944, it was turned over to Arizona State
College (now ASU) for use as a vocational school for veterans. In 1953, when Arizona State
College no longer needed the facility, the Arizona Conference of the Seventh-Day Adventists
took over the buildings and field for its Thunderbird Adventists Academy high school and
missionary pilot training. When Scottsdale’s first General Plan was drafted in the 1960s, it
included land use designations for the Airport and a surrounding industrial park, both seen
as potential economic engines for the City. The City of Scottsdale acquired the Airport in
September 1966 and continues to manage its operations. The Scottsdale Airport opened in
June 1967%4.In 2004, there were more than 450 aircraft based at Scottsdale Airport, from single
engine recreational planes to corporate jets. In 2006, the Airport accommodated approximately
200,000 general aviation flights and approximately 6,000 passengers, making it one of the

busiest single runway facilities in the nation and the busiest corporate jet facility in the state®’.

One of the most significant aspects of the Scottsdale Airport is the major economic stimulus
that it provides to the City of Scottsdale and northeast Valley. The facilities of the Airport
and the quality of life and amenities of the Scottsdale area have attracted a large number of
businesses that locate on or near the Airport. These same facilities and amenities draw general
aviation and corporate business travelers from all over the country to visit Scottsdale for business
and recreational purposes. The Scottsdale Airport is an ideal choice for vacationers and business
travelers because it is near some of the City’s annual signature events such as the Barrett-Jackson
Classic Car Auction, the FBR Open PGA golf tournament, and the Scottsdale Arabian Horse
Show. Based on the Economic Impact of the Scottsdale Airport/Airpark Report, the total value-
added of all economic activity at Scottsdale Airport is approximately $63 million annually
in direct revenues; adding indirect and induced impacts increases that figure to $182 million.
This impact comes from a variety of aviation-related activities including charter flight schools,
general aviation activities, as well as travel and tourism. These aviation activities create “spin-
oft” impacts by providing jobs and support structure for other non-aviation business around the
community and the state’?.

'The following plans, listed below in chronological order, have been developed to accommodate
anticipated growth at the Scottsdale Airport:

» Scottsdale Airport Master Plan, 1974,

» Master Plan Update, 1976;

» Airport Master Plan and Noise Compatibility Program, 1985;
» Scottsdale Airport Economic Impact Study, 1992;

» Circulation Study for Scottsdale Airport, July 1993

» Scottsdale Airport Master Plan, 1997,

6 Fudala, Joan; Scottsdale Airpark News, April 2007

7 www.scottsdaleaz.gov/airport/pdffiles/AirportFacts 102205.pdf

8 www.scottsdaleaz.gov/airport/pdffiles/AirportFacts 102205.pdf
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FAR Part 150 Noise Compatibility Study, 1997,
Scottsdale Airport Tunnel Feasibility Study, 1998;
Scottsdale Airport Economic Impact Study, 1998,
Traffic and Feasibility Report for Airport Tunnel Study, 1999;
Analysis and Forecast of the Economic Base of Scottsdale, with particular Emphasis on the
Hospitality Sector and the Combined Airpark/Sonoran Regional Core Character Areas, 1999,
Development Parcel/Third Street Realignment at Thunderbird Road — Design Concept Report,
May 2003;
» Scottsdale Airport Economic Impact Study, 2004;
» FAR Part 150 Noise Compatibility update, 2006; and
» SRI101L South Frontage Road and Pima Interchange Connector Ramps- Engineering

Feasibility Report, February 2007.

vvvyyVvyy

v

Note: 'The Scottsdale Airport Master Plan, 1997 plan update got underway in mid-2007,
tunded through a grant from the ADOT.

1.3 Airpark Area Prior and Ongoing Study

This section summarizes plans that have been developed to guide Airpark growth and
development. It should be noted that some of these plans have been formally adopted; others
have been developed for future reference; and some are pending formal adoption. The following
documents were reviewed during the development of preliminary transportation improvement
concepts.

1.3.1 Scottsdale 2001 General Plan

The Airpark is designated as a Growth Area in the City of Scottsdale 2001 General Plan.
Growth areas are defined as areas of the community that are most appropriate for development
focus, that would best accommodate future growth, and facilitate enhanced transportation
systems and infrastructure coordinated with development activity. The City can concentrate
on improvements in these growth areas that will support planned concentration of a variety
of uses (mixed uses) and are oriented to multi-modal (transit, pedestrian, bicycling, autos, etc.)
activity.

1.3.2 1999 Economic Forecast and Analysis Report

The 1999 Economic Forecast and Analysis Report addressed the Airpark’s continued economic
growth®®. The purpose of the study was to define future public infrastructure needs, in anticipation
of future development, to facilitate the City’s long-term capital improvements planning.

The growth projections in this report, based on a 1989-1995 shift-share analysis, forecast
approximately 52,000 employees in 2020. It is expected, however, that this forecast will most
likely be realized by 2010 (ten years earlier). This analysis predicted a shift from lower intensity
mixed-use warehouse to higher density office buildings and, indeed, this shift appears to be
taking place in the Airpark. The report also indicates that this shift should be encouraged to
promote Airpark employment growth and sustainability and indicates that it is important to
integrate supporting retail services as well as transportation demand management measures
(bike routes, car pooling, shuttle routes, etc).

9 Analysis and Forecast of the Economic Base of Scottsdale, Gruen Gruen + Associates, June 1999
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'The 1999 Economic Forecast and Analysis Report also concluded that Scottsdale was growing
slightly faster in employment than in residential growth; this trend also continues today.
Between 2000 and 2005, Scottsdale grew by a rate of 11.7 percent in population and 34 percent
in employment growth9,". This demonstrates that Scottsdale is attracting a workforce that
extends beyond its jurisdictional boundaries. A survey conducted of Airpark businesses, within
the context of the Report, found that 49 percent of employees lived in Phoenix, 31 percent
lived in Scottsdale, and 5 percent in both Glendale and Mesa. The primary commute pattern of
employees to the Airpark was east-west, not north-south. (This study was completed before the
completion of the Loop 101 Freeway.) In that survey, 60 percent of business owners surveyed
indicated that their reason for locating in the Airpark was “owners/top management resides
there”; 27 percent cited “proximity to customer base.” The remaining reasons cited in favor
of the Airpark location were “accessibility to the Scottsdale Airport” (8 percent), “close to
desirable labor base” (2 percent), and “accessibility to Pima Freeway (Loop 101)” (2 percent).
Additionally, the Report points to Scottsdale’s successful hospitality industry as another factor
of Airpark success, and reiterates the strong positive role that quality of life elements evident
in Scottsdale — such as proximity to shopping, restaurants, entertainment, cultural venues, and
recreation — play in attracting businesses and investors.

1.3.3 Scottsdale Airpark White Paper, December 2003

Scottsdale Airpark was established in 1966 and developed to its current success through
40 years of supporting land use programs and policies implemented by the City of Scottsdale.
The Scottsdale Airpark White Paper, although not currently adopted, identifies key issues
and strategies, summarized below, to ensure continued Airpark expansion and economic
vitality'®".

Key Issue #5 Traffic and Circulation

» The Airpark draws employment regionally.

» Ample capacity and connection are vital to sustainable economic growth. Efficient
accessibility is an important factor to attract new businesses to the Airpark.

» The Airport, CAP Canal, and Loop 101 are barriers to the local street network and impact
local street connectivity, causing traffic congestion. The primary mode of transportation to
the Airpark is private automobile which compounds local roadway congestion. Congestion
on the Airpark’s internal roadway system is increasing, and more importantly, has spread
beyond the usual peak-hour demand.

» Support of Airpark business and property owners is critical to the success of any proposed
transportation strategies.

Strategies

» Good connections from the regional bus system to the Airpark are necessary.

» High capacity express bus service should be provided to this area.

» Multiple connections to the region’s major arterial street network should be provided and
enhanced.

» Accessibility to Pima Freeway (Loop 101) needs to be protected and enhanced where
possible.

10 City of Scottsdale Demographic Trends Analysis, October 2005
11 Scottsdale Airpark White Paper, December 2004
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» Consider and work toward the installation of additional street connections across and
around the existing barriers wherever feasible.

» Improve the capacity of these few links across and around the district.

» Create a local transit service that serves the internal needs of the business center and
connects to nearby residential concentrations.

» Provide facilities that enable and encourage bicycling and walking as viable and safe means
of travel within this area.

» Encourage all development projects to create strong pedestrian connections to sidewalks
from their entries and provide adequate bicycle parking.

» Provide amenities that make the use of alternative modes of transportation comfortable
such as shade, lighting, information kiosks, and seating.

» Encourage local business to take advantage of the many ways in which transportation
demand can be managed, including car and van pooling, staggered work and lunch hours,
telecommuting, etc.

» Encourage larger properties and developments to incorporate on-site shuttles and other
services that reduce the need for auto use.

» Discourage over-sized parking facilities and encourage joint parking where nearby land
uses have different peak demands for parking.

» Enhance the existing street system wherever possible with right-turn lanes, double left-
turn lanes, and other intersection capacity improvements.

» Allow for greater mix of on-site uses in certain areas so that there is less need for
employees to get in their cars and drive to dining or services used during the workday.

Key lssue #6 Airport Tunnel

» A tunnel has been under consideration for several years to connect Raintree and Butherus
drives, and thereby enhance circulation to sites along these streets.

Strategies

» A corridor land use study should be conducted in order to determine an overall strategy
for either changing or keeping the existing land uses within it.

» Any roadway planning for this project should anticipate the increased access desires of
property owners and tenants along the route.

1.3.4  Economic Vitality Airpark Area Study
'The City of Scottsdale Economic Vitality Department undertook an evaluation of the economic
vitality of the Airpark area in 2006.

1.3.5 Greater Airpark Area Planning Study

The City of Scottsdale Advance Planning Division has defined the Greater Airpark as a
planning area for further study, building off the 2003 Scottsdale Airpark White Paper and
addressing issues including land use mix, revitalization of aging infrastructure and buildings,
and area character.

SCOTTSDALE TRANSPORTATION MASTER PLAN



2.0 EXISTING CONDITIONS

2.1 Traffic and Circulation

The traffic analysis presented in this report is based upon traffic forecasts prepared by MAG
and the City of Scottsdale. The current MAG model uses data developed in 2005 and was based
upon the U.S. Census 2005 which were updated from previous projections and approved in
late May/early June 2007. In the spring and summer of 2007, the City of Scottsdale developed
a stand-alone sub-regional travel demand model. The model was programmed with a base
year (baseline) of 2006 and a forecast year of 2030. The model used the latest socioeconomic
projections from MAG to estimate growth in population and employment. In addition, to the
MAG data, traffic counts are compiled in Scottsdale every other year. The most recent available
information are the 2006 traffic counts.

Scottsdale Airpark contains a network of streets serving the over 2,500 businesses of the Airpark.
Access to the Airpark is provided by Loop 101 and the arterial streets of Scottsdale Road on
the west, Frank Lloyd Wright Boulevard on the north, and Hayden Road on the east. All of
these streets serve citywide and regional traffic. Traffic volumes peak at over 50,000 vpd on
Scottsdale Road, between Cactus Road and Thunderbird Road, and 47,000 vpd on Frank Lloyd
Wright Boulevard, between Hayden Road and Loop 101.

'The change in traffic volumes on arterial streets from 1996 to 2004 is shown in Figure 9-3.
Loop 101 was opened to traffic in Scottsdale between July 1998 and April 2002, so the volume
changes are impacted by the opening of this freeway. Typically, volumes on arterial streets that
are parallel to a new freeway will drop and then gradually increase back to pre-freeway levels.
The largest increase in traffic in the Airpark study area, over 50 percent, is on Scottsdale Road,
from Paradise Lane to north of Loop 101, and on Frank Lloyd Wright Boulevard, from
Hayden Road to Loop 101.The increase is due to growth in the area as well as interchange access
to the freeway. A decrease in traffic over the eight-year period was realized on Redfield Road,
from Hayden Road to 76th Street, and on Hayden Road, from Raintree Drive south.

Scottsdale Road is a regional facility and is an essential direct link between northern Scottsdale
and central/southern Scottsdale. Scottsdale Road and Loop 101 are the only continuous north-
south roadways in the vicinity of the Airpark. Consequently, Scottsdale Road is critical to traffic
circulation in and around the Airpark.

On-street parking and inadequate parking for business use and employees are issues in some
places in the Airpark. In locations where shift work is taking place there can be inadequate
parking for both the shift that hasn’t left yet and the shift that hasn’t started yet. When there is
a lack of room for parallel on—street parking, drivers often park head-in, which can block truck
access to other businesses in the surrounding area. In some places of the Airpark, delivery trucks
while unloading goods and/or waiting for the next cargo to be loaded, will park on-street causing
concern about remaining available parking and aesthetics. A solution under consideration for
the Airpark is to select key roads that are necessary for circulation and identifying those as no
parking areas, allowing parking on alternative roads within the Airpark.

2.1.1  Transit

Existing transit service to the Airpark is characterized by four fixed-route bus lines operating
on the arterial grid system. These bus routes operate from 5 a.m. to midnight on weekdays
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with 15 (peak) to 30 (off-peak) minute headways on the Scottsdale Road and Hayden Road
routes, and 30 minute headways both peak and oft-peak on the Bell Road/Frank Lloyd Wright
Boulevard route. Service is provided at 30 minute headways all day on Saturday and Sunday on
the Scottsdale Road and Bell Road/Frank Lloyd Wright Boulevard routes, and with 60 minute
headways on the Hayden Road route (Table 9-1).

TABLE 9-1: Existing Transit Services

Existing Weekday

Headway Year RTP Funding
Route  Name Origin/Destination (peak\off-peak) Begins
Supergrid
72 Scottsdale/Rural Rd Loop 107 (July 2007) to Chandler 15 minutes\ July 2006

Fashion Center 30 minutes

81 Hayden Rd/McClintock Dr~ Bell Rd to Dobson Rd and Frye Rd 15 minutes\ July 2014

30 minutes
170 Bell Rd Hayden Rd to Arrowhead Towne Center 30 minutes July 2018
154 Greenway Rd Greenway — 51st Ave to Scottsdale 30 minutes

Airport
Source: HDR | SRBA and TTI RTP Evaluation Reports |, Il and 11, 2007

2.1.2 Pedestrian and Bicycle Facilities

The Airpark was initially developed as a low-density industrial employment center, and was
not designed to readily accommodate pedestrian and bicycle travel. Today, the Airpark is
characterized by wide vehicular roadways with narrow sidewalks and no bike lanes. However, the
emergence of the Airpark as a major employment center has increased the need for pedestrian
and bicycle facilities, especially given the shift from low-density industrial employment to
higher density office and commercial development. This shift has resulted in a variety of trip
generators that need improved pedestrian and bicycle access. For example, recent developments
near the Airpark, such as Kierland Commons, have site layouts that emphasize and encourage
internal pedestrian circulation. However, it still remains difficult to access these sites if walking
to and from another location. Additionally, the General Plan Land Use Map and Character
Types Map include areas of urban and mixed-use land uses, primarily to the north and east of
the Airpark, to support Airpark employees. These land use categories include single family and
multi-family housing that have the potential for providing future transportation options such
as a neighborhood circulator, transit or bike routes connecting to, and circulating through, the
Airpark. An example of such a project is a 32-acre mixed-use development located between the
Greenway-Hayden Loop, Butherus Drive, and Scottsdale Road, called Scottsdale Quarter. This
approved project is expected to offer housing, office, and retail opportunities, and a site plan has
been approved by the City.

3.0 FUTURE CONDITIONS
3.1 Traffic and Circulation

Forecasted 2030 traffic volumes from the Scottsdale area travel demand model indicate that
traffic volumes are expected to closely match proposed roadway capacity for the majority of
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major roads in and around Scottsdale Airpark. The greatest anticipated problem areas are:
Scottsdale Road from Thunderbird Road to Loop 101, and Frank Lloyd Wright Boulevard
from Hayden Road to Loop 101. Some segments of Airpark area roadways may be able to
expand capacity through roadway improvements such as I'TS, access management, expanded
transit services, intersection improvements, and other measures.

With the implementation of all projects envisioned within the current CIP or in this proposed
City of Scottsdale Transportation Master Plan, Scottsdale Road will still remain the only
continuous north-south arterial roadway near the Airpark. The traffic forecast shows continued
growth, with traffic volumes on Scottsdale Road increasing from approximately 47,000 vpd in
2006 to as high as 52,900-62,200 vpd between Frank Lloyd Wright Boulevard and Thompson
Peak Parkway in 2030. Daily volumes on Frank Lloyd Boulevard are also expected to climb
trom 47,000 vpd near the Hayden Road/Loop 101 area to nearly 50,800 vpd.

4.0 PLANNED IMPROVEMENTS
4.1 City of Scottsdale Capital Improvement Plan (CIP)

Capital improvement projects are identified by the City based on the extent to which they meet
the City Council’s goal of providing for the safe, efficient, and affordable movement of people
and goods throughout the City. Planned transportation projects meet the desired outcome
of providing multi-modal options and, therefore, include, but are not limited to, Airpark
roads, transit, bicycle, and pedestrian improvements. Table 9-2 contains a listing of roadway
improvement projects planned for the Scottsdale Airpark area for fiscal years 2008 through
2012.

TABLE 9-2: Capital Improvement Plan (Airpark area)

Estimated

Project/Street Project Description Completion
$0304 Construct a series of localized turn lane improvements and access control 2009
Frank Lloyd Wright Blvd — Scottsdale  modifications, including median modifications, throughout the corridor.
Rd to Shea Blvd
$0317 Build additional turn lanes at Scottsdale Rd and Hayden Rd, and realign 2008
Thunderbird Rd/Redfield Rd — 731d St to the east.
Scottsdale Rd to Hayden Rd
$0601 Construct a westhound frontage road on the north side of Loop 101 2009
Loop 101 Frontage Rd between the Hayden Rd and Pima Rd/Princess Dr freeway interchanges.
north Hayden Rd to Pima Rd The project will include two travel lanes, a bicycle lane, a sidewalk, street

lights, and drainage improvements.
NEWB3 Construct an easthound frontage road on the south side of Loop 101 2010
Freeway Frontage Rd south Hayden  between the Hayden Rd and Pima Rd/Princess Dr freeway interchanges.
Rd o Pima Rd The project will include two travel lanes, a bicycle lane, a sidewalk, street

lights, and drainage

SCOTTSDALE TRANSPORTATION MASTER PLAN



TABLE 9-2: Capital Improvement Plan (Airpark area)

Estimated

Project/Street Project Description Completion
$7005 Design and construct a six-lane major arterial cross section with 2008
Scottsdale Rd — Frank Lloyd Wright  landscaped median, tun lanes, bicycle lanes, sidewalks, curb and
Blvd to Thompson Peak Pkwy gutter, roadway drainage, and intelligent transportation system facilities.

Additional turn lanes at Frank Lloyd Wright Blvd and a new pedestrian

crossing of the Central Arizona Project Canal will also be included.
$0405 Design and construct a frontage road of two westhound lanes, including 2007
Loop 101 — North Frontage Rd bike lanes, with roadway drainage, on the north side of Loop 101,

from the Scottsdale Rd freeway off-ramp to the Hayden Road freeway

on-ramp.
19902 Complete site selection and environmental clearance process fo mest 2009
Loop 101 Park-and-Ride Lot federal grant requirements. Once location is identified, purchase, design,

and construct park-and-ride lot.

Although not programmed for construction in the current CIP, an Airport tunnel concept is
included in the MAG RTP. There have been two studies prepared for the City of Scottsdale
regarding the Scottsdale Airport Tunnel. The Airport Area: East/West Corridor Feasibility Study
(October 16, 1991) concluded that none of the three east/west alternatives studied appeared
to be cost effective and suggested improving the existing transportation system to eliminate
the volume/capacity deficiencies; however, the concept of a tunnel continued to have support
so an additional study was developed. The Traffic and Feasibility Report for the Airport Tunnel
Study (November 23, 1999) evaluated “how” to construct the tunnel, not if it was justified. It
analyzed two east/west alignments connecting Butherus Drive west of the Scottsdale Airport
to Raintree Drive east of the Airport. The northern alignment provides a direct connection
between these streets and the southern alignment followed the existing roadway alignments.

The RTP includes $64.5 million (2006 dollars) for the construction of a tunnel underneath the
Scottsdale Airport. Scottsdale would have to provide 30 percent matching funds, $19.4 million,
in order to receive the $64.5 million in regional funding. Thus, there is nearly $84 million
potentially available for tunnel construction or other improvements if they can be shown to
provide greater circulation benefits.

In addition to the Capital Improvement Program for Scottsdale roads, transit, bicycle, and

pedestrian projects, the Scottsdale Airport also has a capital improvement program, as shown
in Table 9-3.



TABLE 9-3: Capital Improvement Program (Scottsdale Airport)

Estimate
Comple-

Project Project Description/Status tion
Taxiway Connecior Construction Qut to bid
Perimeter Rd Construction Design
Design and Construct Greenway Conneciors Design
Airport Terminal Area Renovations Re-bidding the parking lot
Airport Security Fencing Re-bidding with parking lot
Airport Parking Lot Lighting Upgrades Re-bidding with parking lot
Airport Security Lighting (Main Aprons) Designed/pre-bid phase
Airport Security System Improvements Procurement
Airport Master Plan Update Underway in March 2007
Washrack/Pollution Control Expansion Design
Airport Pavement Preservation Phase 1 of 3 completed
Runway Safety Enhancements Phase 1 (new project) 2007
Terminal Area Parking and Roadway Improvements Increase parking spaces and improve vehicular traffic
(amended project) circulation. Includes landscaping. 2008
Install Apron Lighting (amended project) Installation of twelve new overhead light poles to

increase main apron safety and security 2008
Rotating Beacon Upgrade (amended project) Raise height of beacon to increase visibility (from 65 feet

to approximately 90 feet); replace aging light unit. 2008
Runway Safety Enhancement Phase 2 (new project)

2008

Airport Maintenance Facility (amended project) Develop suitable sforage and workspace for maintenance

staff and vehicles. 2008
Pavement Reconstruction - Aircraft Parking Aprons Replace deteriorated pavement; increase weight capacity
(amended project) to accommodate jets 2011
Airpark Taxilanes 1 and 2 Reconstruction (new project)  Replace deteriorated pavement 2009

4.2 Planned (Programmed) Transit Improvements

Planned (programmed) transit service in the Airpark consists of the transit improvements
identified in the RTP. The RTP was approved by voters in November 2004 through
Proposition 400 and extends the regional half-cent sales tax for transportation for 20 years. The
planned transit service in the Airpark in the RTP is provided in Table 9-4. In some cases the
routes and operations are the same as existing service, but funding through the RTP will replace
or augment City of Scottsdale funding for transit, potentially enabling the City to use funds
for other services or routes. The North Loop 101 Connector and the East Loop 101 Connector
(express or limited stop bus service) may help to address future commuter needs. In addition,
through the RTP the City has a HCT service in the form of BRT for the Scottsdale Road
corridor up to Shea Boulevard programmed for 2014.
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TABLE 9-4: Planned Transit Service

Planned Weekday
Headway Year RTP Funding
Route  Name Origin/Destination (peak\off-peak) Begins
Supergrid
72 Scottsdale/Rural Rd Loop 101 (July 2007) to 10 minutes\ July 2006
Chandler Fashion Center 15 minutes\
30 minutes
81 Hayden Rd/McClintock Dr Bell Rd to Chandler Fashion 15 minutes\ July 2014
Center 30 minutes
138 Thunderbird Rd Litchfield Rd to Scottsdale 30 minutes July 2019
Airpark
170 Bell Rd Hayden Rd to Arrowhead 15 minutes\ July 2018
Towne Center 30 minutes
Express Bus/Bus Rapid Transit
TBD Scottsdale Rd Bus Rapid Chandler Fashion Center to TBD July 2014
Transit Shea Blvd (recommended
in Transit Element of
Transportation Master Plan to
extend fo Airpark area)
TBD North Loop 101 Connector Surprise Park-and-Ride to 12 daily trips July 2007
Scottsdale Airpark
TBD East Loop 101 Connector Chandler Park-and-Ride 8 daily trips July 2008 (pending the
(Loop 202 and Germann Rd) completion of HOV lanes
to Scottsdale Airpark on the Loop 101)
TBD Pima Express Tempe (BD and Phoenix (BD 8 daily trips July 2012
to Scottsdale Airpark
TBD Anthem Express Scottsdale Airpark to Anthem 10 daily trips July 2017

(I-17 and Anthem Way)

Source: HDR | SRBA and TTI RTP Evaluation Reports |, Il and II, 2007

5.0 OPPORTUNITIES/RECOMMENDATIONS

5.1 Internal Circulation

Recommendations to facilitate internal circulation over the long-term Transportation Master Plan

horizon include an effective multi-component parking management strategy, implementation

of a Transportation Demand Management (TDM) Program, and the designation of certain
streets internal to the Airpark that would facilitate travel of non-motorized modes, that is,

pedestrians and cyclists.

5.1.1  Parking Management and Travel Demand Strategies

'The implementation of a sustainable parking management strategy is recommended for the

Airpark area, as it continues to establish itself as a regionally significant employment generator,
with expected increased densities in office and commercial space. A long-range strategy
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designed to effectively manage existing and future parking supply is recommended. A parking
management program may consist of the following basic components: increase the effective
supply of short-term parking; reduce overall demand for parking in the Airpark area; and
implement TDM incentives. Currently, there are issues with loading and delivery to businesses
in the Airpark as well as the availability of on-street parking in some locations.

The effective supply of short-term parking could be increased by implementation of shared
parking solutions into the development approval process. Shared parking is a concept that
recognizes the fact that different land uses attract customers, workers, and visitors at different
times throughout the day. Airpark commercial property developers could benefit not only from
lower construction costs, but also from maximizing the benefits of the emerging commercial
character where workers and visitors park together in shared facilities thereby reducing reliance
on connections to scattered facilities. Shared parking strategies include:

» Limiting reserved parking for individuals and groups; and

» Encouraging parking requirements that take into account the peak-demand land uses
in the surrounding area and encourage common parking facilities to be located near one
another.

Overall demand for parking in the Airpark area could be reduced through encouragement of
remote sites for long-term users, local area transit circulators, and pedestrian enhancements to
improve access to and from such facilities. Demand reduction tactics may include the following
measures:

» Reinforce walkable, “park-once” districts in the Airpark area where multiple trip purposes
can be accomplished with a single automobile trip (that is, home-to-work trips, mid-day
lunch and other short internal area trips); and

» Reinforce pedestrian-scale, context-appropriate streetscape enhancements in each
identified “park-once” district.

Travel Demand Management incentives can be implemented that encourage alternative travel
modes through development approval incentives for developers agreeing to implement TDM
programs, and increased capacity for compact cars, bicycles, and motor bikes.

Many urban and suburban employment centers are successfully managing their parking
problems by reducing demand and by encouraging the use of readily available alternatives to
the typical commute by single-occupant vehicle. Such demand reduction polices may include
employer transit contributions and flexible work schedules. While policies of these types are
almost always initiated by local government, their success depends upon strong commitment
and partnership with the local business community.

Changes to land development regulations may be developed to support TDM programs. Credits
may be allowed for building owners and developers for the provision of bicycle lockers and
other related amenities, and floor-area ratio bonuses may be applied for projects that provide
lower parking ratios, or for developments that participate in a local area parking management
program. The Bicycle Element of the Transportation Master Plan recommends that by 2010
the City reassess the current bicycle incentives program and determine whether additional
incentives, or more extensive mandates, should be developed.
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'The location and design of existing and future parking facilities may be managed in a manner that
accommodates multiple trip purposes with a single parking space, through the establishment of
“park-once” districts at appropriate points throughout the Airpark. These “park once” districts
would be located and sized in a manner to maximize the number of pedestrian trip-making
opportunities associated with a single parking event.

5.2 Circulation Options

Regional access to the Scottsdale Airport and Airpark is extremely important to support the
expectations that the Airpark will likely become the largest employment center in the Valley.
Opportunities for potential improvements have been identified and has been evaluated based
on its ability to meet the Transportation Master Plan Goals and relevant technical criteria
established by the Scottsdale Transportation Commission.

Airpark area circulation options.

» Tunnel under the Airport runway

» Add a ring road to provide additional Airpark area circulation with the southern
connection of Thunderbird/Redfield Road to Raintree Drive; the northern
connection of a frontage road on the south side of Frank Lloyd Wright Boulevard
from Northsight Boulevard to Greenway/Hayden Loop; and using Hayden/
Northsight Boulevard on the east side; and 73rd Street on the west.

» Improve traffic flow on the east side of the Airport through Raintree Drive modifications
in the vicinity of Loop 101

» Improve east/west traffic flow on the west side of the Airport through Paradise Lane
modifications

» Greenway/Hayden Loop/Frank Lloyd Wright Boulevard intersection modifications

» Frank Lloyd Wright Boulevard modifications

» Hayden Road/Northsight Boulevard modifications

5.2.1 Tunnel Under the Airport Runway

The Scottsdale Airport runway inhibits roadway connections especially for east-west traffic,
but north-south traffic as well. The City has examined the potential to construct a tunnel
with two previous studies: The Airport Area - East/West Corridor Feasibility Study (October
16, 1991) and the Traffic and Feasibility Report for the Airport Tunnel Study (November 23,
1999). 'The Airport Area - East/West Corridor Feasibility Study recommended improvements to
the existing transportation system to eliminate the volume/capacity deficiencies, and concluded
that tunnel alternatives appeared not to be cost effective given available resources. The Traffic
and Feasibility Report evaluated potential tunnel construction methods, but did not address
financial feasibility of the tunnel concept. This report analyzed two east-west alignments that
would connect Butherus Drive west of the Scottsdale Airport to Raintree Drive east of the
Airport. The RTP approved by the voters in 2004 includes approximately $65 million (in 2006
dollars) for the construction of a tunnel under the Scottsdale Airport. The City would have
to provide 30 percent matching funds or approximately $20 million to receive the regional
tunding, providing approximately $85 million for tunnel construction.

Considerations: While a tunnel would likely improve circulation within the Airpark and would
provide connections for people on the east side of the Airport to Phoenix destinations, the
construction and operating costs would be high. There may be Homeland Security issues with
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a tunnel that have become more critical since 9/11. Tunnel construction would impact Airport
operations. The preferred location of the tunnel (Butherus to Raintree) may not be feasible, and
moving the location reduces the positive impacts of this connection.

'The Transportation Commission recommended removing this option from consideration at

their June 21, 2007 meeting

5.2.2 Add a Ring Road to Provide Additional Airpark Area Circulation

Thunderbird Road currently curves north to connect to Redfield Road just east of the Scottsdale/
‘Thunderbird roads intersection. The section line alignment of Thunderbird Road is a residential
or minor collector level street from 76th Street to 87th Street. Plans are in the design stages
for a realignment of 73rd Street to the east with a signal at Thunderbird Road as part of CIP
Project S0317. Northsight Boulevard is a private road west of Hayden Road and has a number
of sharp turns which could be smoothed to allow for better traffic flow. The ring road concept
would include:

» Building of a frontage road south of Frank Lloyd Wright Boulevard, just north of the
Airport runway, connecting Northsight Boulevard to Greenway-Hayden Loop.

» Enhancements to 73rd Street to provide bicycle and pedestrian facilities and potentially
on-street parking and enhancing the connections to the frontage road on the north end of
73rd Street.

» An enhanced connection from Thunderbird Road to Raintree Drive either by widening
Redfield Road between Scottsdale and Hayden roads to four lanes of travel, or by
maintaining the option of building a new road (Thunderbird-Raintree Loop) connecting
Raintree Drive to the Scottsdale/Thunderbird Road intersection, as Airpark properties
redevelop. This new road could be either east or west of Hayden Road, but is designed to
become a new east/west connector to get around the Airport.

» Enhanced turning movements on Thunderbird/Redfield Road to make traffic flow more
easily and smoothly.

» Potentially widening Hayden Road between Redfield Road and Raintree Drive to
accommodate additional traffic flow.

» Realignment of Northsight Boulevard to allow for smooth transition from Hayden Road
to the Frank Lloyd Wright/Airport frontage road.

5.2.3 Additional Roadway Improvements for Airpark Circulation

» Realign 76th Street into 76th Place at Redfield Road, marking by an offset, signalized
intersection or could be accomplished by building a skewed intersection.

» Potential widening of Raintree Drive to six-lanes to accommodated additional traffic flow.

» Modification of the four-way stop sign traffic control along Paradise Lane to two-way
stops or other traffic control measure such as roundabouts to enhance traffic flow east/west
along Paradise Lane, providing an alternative to Frank Lloyd Wright Boulevard.

» Potential right-turn arrows or other intersection modifications at Greenway-Hayden Loop
and Frank Lloyd Wright Boulevard intersection modifications.

» Advance storage lanes for westbound left turns to Hayden Road and eastbound and
westbound left turns to Loop 101 on-ramps at Frank Lloyd Wright Boulevard.

» Advance storage lane for eastbound right turns from Frank Lloyd Wright to the
southbound Loop 101 on-ramp.
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» Dual side by side left-turn storage between the Hayden Road and Loop 101 traffic signals
on Frank Lloyd Wright.

» Access road south of the CAP Canal from approximately 600 feet west of Hayden Road
to the southbound Loop 101 frontage road with a simple “I"” intersection on Frank Lloyd
Wiright Boulevard.

5.2.4 Loop 101 Freeway Connections
In addition to internal Airpark circulation, some recommendations involve the roadway and
freeway system external to the Airpark area. The following are some preliminary recommendations

that need to be worked out with ADOT.

» Northsight Boulevard/Thunderbird Road to Loop 101 - HOV connections;
» Hayden Road to Loop 101 - potential HOV connection; and
» Miller Road to Loop 101 - enhanced interchange.

With the freeway express bus services to be provided through Proposition 400 in 2007 and
2008, enhancing the connections into the Airpark will benefit area employers and commuters.
'The East Loop 101 express bus connector is scheduled to begin service following the completion
of construction of the HOV lanes on the Loop 101 in summer of 2008. Coordinating HOV
interchanges at Northsight Boulevard/Thunderbird Road could enhance the service of this
express bus system which terminates at the Scottsdale Airpark.

All of these options would need to be discussed and partnered with ADO'T to accomplish.

5.2.5 Bicycle/Pedestrian Improvements for the Airpark Area
Direct connection to Frank Lloyd Wright Boulevard for the CAP Canal path (per the
recommendations of the CAP Feasibility Study).

» Future potential grade separation for the CAP Canal path where it meets the Loop 101
Freeway.
» Initial bicycle facility improvements focusing on:
» Greenway-Hayden Loop
Redfield Road
73rd Street
Hayden Road
Raintree Drive
» Northsight Boulevard
» Primary pedestrian routes:
» 73rd Street
» 76th Street
b 78th Street

4
4
4
4

Roadway, freeway interchanges, bicycle and pedestrian improvements are shown in

Figure 9-4.



5.2.6 Transit Options

» Service frequency and hours of service improvements on local bus routes.

» Use potential future HOV direct access to serve Airpark from East Loop 101 connector
and the Surprise/Scottsdale Loop 101 Connector.

» Connect local and express bus service to park-and-ride located in the vicinity of
Scottsdale Road/Loop 101.

» Enhance Scottsdale Road bus service with limited-stop service (extend the
Proposition 400 BRT program from Shea Boulevard to the Airpark or Loop 101). Provide
10 minute peak-hour frequency and enhanced shelters.

» Examine the feasibility of an Airpark Area Circulator, partnering with the business
community.

» Examine the feasibility of an Airpark transit center.

5.2.7 Transportation Demand Management Options

» Establish a citywide transportation travel demand program per the Policy Element of the
Tmmportaz‘ion Master Plan.

SCOTTSDALE TRANSPORTATION MASTER PLAN
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FIGURE 9-4:  Airpark Area Roadway System Modifications

9 AIRPARK CIRCULATION STUDY PAGE 331



rEN

PAGE LEFT BLANK

PAGE 332 SCOTTSDALE TRANSPORTATION MASTER PLAN



& AQNLS NOLLVINJAYID 31va5110)5 NMOLNMOAQ/TVYLINI) Ol

SCOTTSDALE TRANSPORTATION MASTER PLAN






1.0 INTRODUCTION

'The Transportation Master Plan was initiated in November 2005 with Council approval of a
contract with HDR Engineering, Inc. The scope of this project includes an examination of the
Central/Downtown area of Scottsdale to address Downtown area transportation issues such as
Chaparral Road, nighttime and daytime congestion, and ways to encourage non-automotive
travel.

'The Central/Downtown Circulation Area encompasses the most mature and most dense core
of the City of Scottsdale, its traditional Downtown and adjacent areas (Figure 10-1). The study
area is bounded by 64th Street on the west, McDonald Drive on the north, Loop 101 on the
east, and Thomas Road on the south. It is located between the Scottsdale/Phoenix/Paradise
Valley jurisdictional boundary on the west, and the Scottsdale/SRPMIC boundary to the east.
Scottsdale’s Downtown boundary is typically defined as 68th Street on the west, Chaparral Road
on the north, Miller Road on the east, and Earll Drive on the south.

The Master Plan area study was designed to provide objective data regarding existing and
projected access and travel demand to and from, around, and through Downtown, and options
to address future demand. To provide the most accurate data and projections, the project team
has worked closely with MAG regarding their socioeconomic projections and the transportation
modeling based on those projections. In January 2007, MAG began transferring their modeling
system to n