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This district is located north of Central Way and south of 4th Avenue, between Market Street and
3rd Street. Maximum building height should be three stories abutting Central Way and two stories
at 3rd and 4th Avenues. Structures which do not abut either of these streets should be allowed to
rise up to four stories.

Building height calculation should require terracing of building forms on sloped sites.

Where dramatic elevation changes exist in this district, an innovative method of calculating height
is appropriate. In order to encourage the terracing of building forms on the hillside, building height
should be calculated relative to the ground elevation above which the individual planes of the
structure lie. Additional bulk controls should apply to restrict the height within 100 feet of
noncommercial neighborhoods to the same height allowed in the adjacent zone. Heights on the
north side should step down to ease the transition to the core area and moderate the mass on top
of the hillside. '

Vehicular circulation to nonresidential portions of projects within this area should not occur on
primarily residential streets. In addition, design elements shouid be incorporated into
developments in this area which provide a transition to the residential area to the north.

The Image of the City: Urban Design Assets

Many of Downtown's urban design assets are mapped on the Master Plan (Figure C-4) or are
discussed explicitly in the text of the Height and Design Districts or the Downtown Design
Guidelines. The following text should read as an explanation and amplification of references made
in those two parts of the Downtown Plan.

Visual Landmarks
Lake Washington is a major landmark in Downtown Kirkland.

The most vivid landmark in Downtown Kirkland is Lake Washington. The lake provides a sense of
openness and orientation and is a prominent feature from two of the three main approaches to the
Downtown. Many residents and visitors to Kirkland form their irmpressions of the community from
these important vantage points. The preservation and enhancement of views from the eastern
(Central Way) and northern (Market Street) gateways is a high-priority policy objective.

Despite the prominence from these vantage points, the core area is not well oriented to capitalize
on its waterfront setting. The existing activity centers of the retail core and the lake are separated
by large surface parking lots. The City and property owners around Marina Park should
aggressively pursue opportunities to correct this deficiency by structuring the existing surface
parking below a public plaza. This open space amenity could redefine the downtown and become
the focal point of the community.

11

00125

.?.'w.ﬁ.d




qa)

0-3809

Other outstanding visual landmarks include the large green expanse of Peter Kirk Park, which
provides an open space relief to the densely developed Downtown core to the west. The library
and Senior Center building at the southeast edge of Peter Kirk Park, as well as the METRO transit
center at the western boundary of the park, are also well-known lacal landmarks.

The City Hall facility provides an important visual and civic landmark on the northern siope above
the Downtown. Marina Park and the pavilion structure situated there are also symbolic reference
points of community, recreational, and cultural activities.

There are a number of features in and nearby the Downtown area with historic significance which
add to its visual character and historic flavor. These landmarks include the historic buildings on
Market Street and the old ferry clock on Lake Street at Kirkland Avenue. These structures should
be recognized for their community and historic value, and their preservation and enhancement
should have a high priority. In contrast to the bland architecture of many of the buildings in the
Downtown constructed since the 1940's, some of the older structures help define the character of
the Downtown. The City will consider preserving this character through a process of inventorying
these structures and adopting historic protection regulations. New regulations could range from
protecting the character of designated historic buildings to protecting the actual structure. Some
form of preservation would provide continuity between the Downtown vision and its unigue past.

Public Views
Important Downtown views are from the northern, southern, and easiern gateways.

A number of dramatic views exist in the Downtown and its immediate vicinity due to the hills, the
valley, and the sloping land areas which form the bowl-like topography which characterizes the
City's center. One of the views most often associated with Downtown Kirkland is from the eastern
gateway, where Central Way meets 6th Street. From this vantage point, the hills north and south
of the core area form a frame for a sweeping view of Lake Washington in the distance and the
Olympic mountain range beyond.

Ancther striking view, identified in Figure C-4, is from the Market Street entry into Downtown. This
approach is met with a view of the lake, Marina Park and its pavilion, and the City's shoreline.

This view could be enhanced with redevelopment of the GTE site, where the existing massive
building substantially diminishes this broad territorial view.

Where the Kirkland Avenue and 2nd Avenue South rights-of-way cross Lake Street and continue to
Lake Washington, an unobstructed view of open water is visible to pedestrians and people traveling
in vehicles. These views are very valuable in maintaining the visual connection and perception of
public accessibility to the lake. These views should be kept free of obstruction.

Gateways

Topographic changes define gateways into the Downtown area.
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The gateways into Downtown Kirkland are very clear and convey a distinct sense of entry. Two of
the Downtown's three major gateways make use of a change in topography to provide a visual
entry into the area.

At the eastern boundary of the Downtown area, Central Way drops toward the lake, and the core
area comes clearly into view. This gateway could be enhanced by an entry sign, similar to one
located farther up the hill to the east, or some other distinctive structure or landscaping feature.
A second major gateway is the Downtown’s northern entrance where Market Street slopes
graduaily down toward Marina Park. The historic buildings at 7th Avenue begin to form the visual
impression of Downtown’s character and identity, and the landscaped median adds to the
boulevard feeling of this entryway. Some type of sign or other feature could be incorporated into
the improvements to the Waverly site.

At the Downtown's southern border, the curve of Lake Street at about 3rd Avenue South provides a
very clear gateway into the commercial core. 1t is at this point that the transition from residential
to retail uses is distinctly felt. Here, also, is an opportunity to enhance this sense of entry by
creation of literal gateposts, signs, or landscape materials.

Pathways
An extensive network of pedestrian pathways covers the Downtown area.

The size and scale of Downtown Kirkland make walking a convenient and attractive activity. An
extensive network of pedestrian pathways covers the Downtown area, linking residentiat,
recreational, and commerciai areas. Downtown Kirkland is a pedestrian precinct unlike virtually
any other in the region. It is almost European in its scale and quality.

The core of the shopping district, with its compact land uses, is particularly conducive to
pedestrian traffic. Both sides of Lake Street, Park Lane, and Kirkland Avenue are major pedestrian
routes. Many residents and visitors also traverse the land west of Lake Street to view and
participate in water-oriented activities available there,

The Downtown area's major east/west pedestrian route links the lake with Peter Kirk Park, the
Kirkland Parkplace shopping center, and areas to the east. For the most part, this route is a
visually clear pathway, with diversity and nearby destinations contributing to its appeal to the

pedestrian. Enhancement and improved definition of this important east-west pedestrian corridor
would help link Park Place with the rest of the shopping district.

Minor pedestrian routes link the residential areas north of Central Way and south of Kirkland
Avenue. These linkages need to be strengthened in order to accommodate the residential and
office populations walking from the Norkirk Neighborhood and core frames, respectively.
Additional improvements, such as brick paver crosswalks, pedestrian safety islands, and
signalization, are methods to strengthen these north-south linkages.

13

Nnvze




L@ }

0-3809

Enhancement of Downtown pedestrian routes should be a high-priority objective.

Enhancement of the Downtown area's pedestrian routes should be a high-priority policy and design
objective. For example, minor architectural features and attractive and informative signs should be
used to identify public pathways. Public and private efforts to make pedestrian walkways more
interesting, functional, convenient, and safe, should be strongly supported. Figure C-4 highlights a
number of projects proposed for this purpose. These projects are discussed in detail elsewhere in
this text.

D. Public Facilities
Open Space/Parks

Four major park sites are critical to the Downtown's feeling of openness and greenery. These
parks weave a noncommercial leisure-time thread into the fabric of the area and provide a valuable
amenity, enhancing Downtown's appeal as a destination, Each of the major approaches to the
Downtown is met with a park, with the Waverly site and Marina Park enhancing the northern entry,
and Peter Kirk Park and Dave Brink Park augmenting the eastern and southern approaches.
Physical improvements in and near these parks should strengthen their visual prominence and
prevent view obstruction.

Marina Park and Peter Kirk Park in particular are well-used by families and recreational groups.
Public facilities at these parks should continue to expand opportunities for residents, such as the
installation of permanent street furniture and play equipment for chiidren at Marina Park.

Pedestrian improvements should be made to improve connections between parks and nearby
facilities

Downtown projects which are not directly related to the parks should continue to locate adjacent to
the parks, and in some cases, should share access or parking. Impacts from projects, such as the
four boat dock at Marina Park and the METRO transit center at Peter Kirk Park, should be
minimized. Efforts to provide continuity between these facilities and the parks through the use of
consistent walkway materials, landscaping, and other pedestrian amenities, will help to reduce the
appearance of a separation of uses at these locations, ‘

The boat launch ramp which exists at Marina Park is an important amenity in the community, [t
should be retained until another more suitable location is found.

Other Public Facilities
City Halt and the Library/Senior Center facility add to the community atmosphere and civic

presence in the Downtown area. The plan for Downtown developed in 1877 recommended that
the City Hall facility be moved from its previous location in the core area to its present site
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overlooking the Downtown from the northern slope. In its new location, City Hall is close enough
to Downtown to contribute workers to the retail and restaurant trade, as well as to provide a
visually prominent and symbolic landmark when viewed from the Downtown.

Public efforts to assist the Downtown business district should be continued.

The City should help to foster economic vitality in the Downtown by working with the private sector
and by encouraging independent efforts toward economic development by the private sector. Such
assistance to the business community might include supporting efforts to establish local
improvement or business improvement districts. This could take the form of seed money for
preliminary studies and the dissemination of information.

Other public efforts to strengthen the Downtown business climate should include the continued
promotion of public projects such as the tour boat dock, in addition to continued support for
private projects such as the Lakeshore Plaza Boardwalk, which would help to implement public
policy goals. "

E. Circulation
Pedestrian
Pedestrian routes should have equal priority to vehicular routes in Downtown circulation.

Pedestrian amenities and routes should continue to be improved, and should be given equal
priority with that of vehicular routes for circulation within the Downtown. Modifications to the street
network and traffic patterns should not be allowed to disrupt Downtown pedestrian activity and
circulation.

To be a truly successful walking environment, the core area of the Downtown must be safe,
convenient, and pleasant for the pedestrian. Pedestrian safety would be increased greatly by
reducing opportunities for conflicts with cars. The reprogramming of crosswalk signals to favor the
pedestrian would discourage jaywalking and allow sufficient time for slower walkers to cross the
street.

Convenience to the pedestrian will be enhanced by improving the directness and ease of
pedestrian routes. “Shortcuts” between streets, or even between buildings, can link pedestrian
routes over large distances where vehicles cannot circulate. Coordinated public directory signs
and maps of walkways should be developed to clearly identify public pathways for the pedestrian.

A system of overhead coverings should be considered to improve the qualify of pedestrian
walkways yearround. : -

The pleasures of walking in the Downtown area would be enhanced by the installation of minor
public improvements, such as street furniture (benches, planters, fountains, sculptures, special
paving treatments), flower baskets, and coordinated banners and public art. The creation of a
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system of overhead coverings such as awnings, arcades, and marquees would provide protection
to the pedestrian during inclement weather, allowing for pedestrian activity year-round. All of these
features would add visual interest and vitality to the pedestrian environment.

Brick crosswalks have been installed at 3rd Street and Park Lane in conjunction with the METRO
transit center facility. The expansion of the use of brick for crosswalks throughout the Downtown
should be considered. In any case, additional restriping of crosswalks in the Downtown area
should be actively pursued.

The establishment and improvement of pedestrian pathways between activity centers should be a
high-priority policy objective. Major pedestrian routes within the Downtown area are identified in
Figure C-4. Major pathways include the extensive east-west “spine” or “Park Walk Promenade,”
which links the lake with points east of 6th Street and the shoreline public access trail.

The Downtown Master Plan also identifies other important pedestrian routes which provide north-
south pedestrian access. Improvements to these pathways should be promoted, particularly at the
intersection of 6th Street and Central Way. Elevated crosswalks should be considered among the
alternatives reviewed for pedestrian access across Central Way. Disadvantages to elevated
crosswalks which should'be considered are potential view blockage and the loss of on-street
pedestrian traffic.

The portion of the Park Walk Promenade spanning Peter Kirk Park was installed by the City during
renovation of the park facilities. The walk serves the Senior Center and library, as well as
commercial areas to the east and west. This walkway should be expanded upon when the
remaining land south of Kirkland Parkplace develops.

Figure C-4 illustrates pedestrian system improvements for the two major routes which are intended
to serve several purposes. These projects would improve the safety, convenience, and
attractiveness of foot traffic in the Downtown, provide shelter from the weather, and create a
unifying element highlighting the presence of a pedestrian linkage.

A large public plaza_should be constructed west of buildings on Lake Street to enhance the

- downtown'’s lake front setting (see Figure C4).
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The Lakeshore Plaza shown on the Downtown Master Plan envisions a large public plaza
constructed over structured parking. ldeally, the plaza would be developed through public/private
partnerships to provide a seamless connection between the downtown and the lake. The plaza
would be at the same grade as Lake Street and would provide visual and pedestrian access from a
series of at-grade pedestrian connections from Central Way and Lake Street.

The Park Walk Promenade identified on the Downtown Master Plan shouid consist of a series of
minor structures placed at prominent locations along the walkway in order to clearly identify the
pathway throughout its length, as well as to provide some protection during wet weather. The
plexiglas and metal “space frames"” used at Mercer Island's Luther Burbank Park and at the
Seattle Center are possibie design options for protective structures. The concrete and metal
gateway feature where Parkplace abuts Peter Kirk Park is a good model for visual markers along
the east-west pedestrian spine,

Vehlcular

Automobiles and public transit are the modes of transportationt which move people in and out of
the Downtown, and often between the core area and the frame. Within the Downtown, pedestrian
circulation should be given equal priority with vehicular circulation. A primary circulation goal
should be to emphasize pedestrian circulation within the Downtown, while facilitating vehicle
access into and out of the Downtown.

Alternate traffic routes should be considered,

Lake Street shoutd be designated to function as a major pedestrian pathway. The objectives for
land use and pedestrian circulation should be seriously considered during any plans for traffic and
roadway improvements on Lake Washington Boulevard. The goal to discourage commuter traffic
on the boulevard should not be viewed independently from the need to retain vehicle access for
tourists, shoppers, and employees to the Downtown.

State Street should continue to serve as a major vehicular route, bringing shoppers and workers
into the Downtown area. Sixth Street should be developed to accommodate additional vehicles.
Future plans for Lake Street and Lake Washington Boulevard may include the diversion of cars
from the Downtown area, and 6th Street would provide the most appropriate north/south
alternative route, The existence of commercial development on this street renders it more
appropriate than State Street to handle substantial commuter traffic.

The use of public transportation to the Downtfown should be encouraged.
Third Street has been designed for the pedestrian and public transit user, with the METRO transit
center located on this street. The use of public transpartation as an alternative for people who

work or shop in the Downtown should be encouraged. Increased use of this mode of
transportation would help to reduce traffic congestion and parking problems in the core area.
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The number of vehicular curb cuts in the Downtown area should be limited. Both traffic flow in the
streets and pedestrian flow on the sidewalks are disrupted where driveways occur. In the core
frame in particular, the placement of driveways should not encourage vehicles moving to and from
commercial areas to travel through residential districts.

Parking

The core area is a pedestrian-oriented district, and the maintenance and enhancement of this
quality should be a high priority. Nevertheless, it should be recognized that pedestrians most often
arrive in the core via an automobile which must be parked within easy waiking distance of shops
and services. To this end, as discussed elsewhere in this chapter, private projects which include a
substantial amount of surplus parking stalls in their projects should be encouraged to locate these
parking stalls in the core frame.

The Downtown area contains a variety of parking opportunities. Four public parking lots exist in
the Downtown area: at the west side of Peter Kirk Park, the street-end of Market Street at Marina -
Park, in Lakeshore Plaza, and at the intersection of Central Way and Lake Street. These lots are
shown on the Downtown Master Plan (Figure C-4).

Public parking to be a permitted use on privale properties north and south of the core area.

Other sites that would be appropriate for public parking include the north and south stope of the
Downtown as shown in Figure C-4. Public parking in these areas would help to serve core-area
businesses, while not detracting from the dense pattern of development critical to the pedestrian
environment there.

More intensive development of existing parking areas should be considered as a way to provide
more close-in public parking. Certain sites, such as the Market Street-End lot and the Peter Kirk
lot would adapt well to structured parking due to the topography in the immediate vicinity of these
lots. Structuring parking below Lakeshore Plaza could make more efficient use of the available

space and result in a dramatic increase in the number of stalls available.

The fee-in-ieu of parking alternative allows developers in the core area to contribute to a fund
instead of providing required parking on site. The City's authority to spend the monies in this fund
should be expanded to include the use of the funds on private property in conjunction with parking
facilities being provided by private developers.

Another option for off-site parking should be considered which would aliow developers to provide
the parking required for their projects elsewhere in the core area or core frame. This alternative
should include the construction of parking stalls in conjunction with another developer, if it can be
shown that the alternative parking location will be clearly available to the public and is easily
accessible to the core area.
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The City's parking management and enforcement program should be maintained. The program
should be evaluated periodically to assess its effectiveness, with revisions made when necessary.
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KU.G. South ROSE HiLl. NEIGHBORHOOD

Note: The South Rose Hill Neighborhood Plan had
its last major update in 1991, Therefore, references
in this chapter to goals, policies, or specific pages in
other chapters may be inaccurate if the other
chapters have since been updated.
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i 8 VISION STATEMENT

The South Rose Hill Neighborhood should continue
to retain its character as a stable residential
neighborhood. The neighborhood should be
enhanced to emphasize its human scale, pedestrian
orientation, and economic vitality. Strong emphasis
should be placed on providing pedestrian and bicycle
pathways. These nonmotorized corridors should
provide safe passageways for school, educational/
institutional uses as well as to the commercial
district. The expansion, upgrading, and acquisition
of park and recreation facilities (including “pocket
-parks”) will be necessary to make them more

accessible to the neighborhood and its residents. The

neighborhood does offer some limited options for
higher-density development at appropriate locations
to provide housing diversity.

The South Rose Hill Neighborhood is heavily
influenced by I-405 on the west and the 85th Street
commercial corridor to the north. This corridor is a
major entranceway to Kirkland and provides a view
of Lake Washington, Seattle, and the Olympic
mountains to the west. Retail and auto-oriented
commercial development will probably continue to
cluster around the interchange. While serving some
of the needs of both the South Rose Hill and North
Rose Hill Neighborhoods, the NE 85th Street
corridor also provides community and regional

commercial shopping and retail and personal services

(see Figure SRH-1). See the NE 85th Street Subarea
Plan for more information about the corridor,

Public services and facilities should be planned to
adequately meet the needs of existing and future
demands and strive to achieve a high level of service
for South Rose Hill. The traffic circulation system
should be designed so that traffic is equitably
distributed throughout the neighborhood and not

See e/wr@ﬂs on atlochpd Sheel

channeled to impact certain streets. Extension of the
sanitary sewer system into areas currently not served
should occur prior to further development.

As part of the NE 85th Street Subarea Plan, the north
boundary of the South Rose Hill Neighborhood has
been adjusted to the centerline of NE 85th Street.
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The South Rose Hill Neighborhood contains a small
wetland and stream associated with the Forbes Lake
drainage basin as shown in Figure SRH-2. They are
located in the northwest portion of this neighberhood,
Jjust south of NE 90th Street. These should be left in
their natural state and rehabilitated where possible
when new development occurs. The policies found
in the Natural Environment chapter should be
observed. In addition, setbacks should be provided,:
and natural greenbelt easements shonld be recorded
to preserve these sensitive areas.
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The South Rose Hill Neighborhood also contains
seismic hazards in its northwest quadrant due to soil
types and conditions as shown in Figure SRH-2. The
soils are saturated or sometimes flooded formations
of organic materials and fine-texwured alluvial
deposits, The policies found in the Natural
Environment chapter of this Plan should be
observed. In addition, recommendations of a
geotechnical engineering study should be followed
when new development is proposed.

Exhibit D
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3 LIVING ENVIRONMENT
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Except for the commercial corridor, the predominant
land use in the South Rose Hill Neighborhood is low-
density detached residential housing. The lack of
sanitary sewer service into the neighborhood will
likely slow the development rate. Outside of the
designated commercial district, future development
should remain predominantly low-density residential
at six dwelling units per acre with limited pockets of
medium-density development as a transition between
the two districts or at locations which have access to
transportation  corridors, transit service, and
commercial facilities (see Figure SRH-3),
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Based on these factors, opportunities for medium-
density development in the residential district of
South Rose Hill are limited to parcels around the
perimeter of the district.  Medium-density
development should include design standards that
ensure compatibility with the low-density single-
family development that dominates the character of
the residential core. Areas where muliifamily

development is appropriate are described below,
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Property adjoining NE 70th Street, and between the
alignment of 119th Avenue NE on the east and the
eastern boundary of the multifamily use on the west,
south of approximately NE 72nd Street if extended,
consists of large, further developable lots. Future
development of multifamily housing at 12 dwelling

units per acre is appropriate at this location due to its
proximity to the NE 70th Street park and ride, access
10 a secondary arterial and transit routes along NE
70th Street, and the existing multifamily and
institutional land uses to the east and west, In order
to reduce the impacts on adjoining single-family
areas to the north and to preserve existing significant
vegetation on the western slope and along the
northern boundary of this area, the following
standards should be followed:

(1)  Multifamily development should consist of
attached rather than stacked dwelling units,
This standard would allow duplex or
townhouse development,

(2) Horizontal facade setback modulation
between units should be incorporated into the
design of the units to dimimsh solid lines
adjoining NE 70rth Street,

(3)  Structures should be visually compatible with
adjoining single-family development.

(4)  Structures should be clustered to preserve
significant groupings of trees and provide
open space.

(5) Natural Greenbelt Protective Easements
should be established to perpetually retain the
significant trees adjoining the single-family
property to the north and along the slope
separating the Willow Run multifamily
development from the subject property.

(6)  The entire site should be developed as a whole
o ensure one access point along NE 70th
Street as far to the east as possible to avoid
turning movements and backups at the NE
70th Street park and ride, the intersection at
116th Avenue NE and NE 70th Street, and the
Willow Run apartments.
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