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a ten minute walk from the station. TODs are 
designed to support the highest level of pedestrian 
and bicycle access and circulation. Parking and 
automobile oriented land uses are frequently 
limited in these areas. These areas can be created 
in ways that avoid highly urban character, and in 
many cities across the country, new TODs convey 
a quaint small town or neighborhood charm, 
making them highly desirable places to live, work, 
play and learn.

Transit-oriented development enhances and 
beneficially shapes the way a community changes 
over time through smart growth and well-planned 
land use and transportation synergy.  TOD 
can also bring significant economic benefits, 
revitalizing town centers and commercial districts 
that previously had lost a sense of place and 
connectivity within their communities.  

SR 305 corridor communities should proactively 
plan for the potential of high capacity transit 
along the route by identifying what types of 
transit- and pedestrian-oriented development 
are appropriate for their areas.  As part of 
local planning, the communities of Poulsbo, 
Suquamish, and Bainbridge Island, and Kitsap 
County should envision where TODs will be 
appropriate, the types of land uses that should 
be allowed and/or encouraged in these areas, 
and the general character that these TOD areas 
should convey – consistent with not only the local 

vision, but also the regional vision of a system 
of communities well-connected by high quality 
transit and transportation. 

Implementing the 
Bicycle and Pedestrian 
Network 
The provision of a functional, safe, and 
convenient bicycle and pedestrian network 
throughout the region not only will help to 
facilitate and encourage access to transit, it will 
also reduce reliance on automobile travel, helping 
to relieve congestion on area roadways, including 
the SR 305 corridor.  The need for a continuous, 
well-connected bicycle and pedestrian system 
that provides access to, from, and along the 
SR 305 corridor, as well as across the corridor, 
was reinforced many times by public workshop 
participants in this study process. 

Communities along the corridor should 
continue to work toward implementing the full 
compliment of bicycle and pedestrian travel 
ways and facilities envisioned for the SR 305 
corridor.  Recommendations and projects in the 
non-motorized transportation plans of the cities 
of Bainbridge Island and Poulsbo should be 
implemented, as well as bicycle and pedestrian 
recommendations and projects identified for the 
Suquamish community as part of plans completed 
by Kitsap County and the Suquamish Tribe. 

The creation of a continuous, separated multi-
use pathway the full length of Bainbridge Island, 
with segments that parallel the SR 305 corridor, 
is part of the non-motorized system envisioned 
in the region, as identified in the Bainbridge 
Island Non-Motorized Plan (see Section 3).  
Ongoing planning and design of transportation 
improvements and developments along within 
and adjacent to the SR 305 right-of-way should 
continue to implement this vision for the 
entire corridor and connecting neighborhoods/
communities. Proposed HCT station areas along 
the SR 305 areas in particular will benefit from 

These “live/work” units in Poulsbo are 
a good example of land uses found in 

transit-oriented developments. 
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pedestrian friendly developments where there 
is a mix of land uses and housing types within 
walking distance to the stations.  Fully connected 
sidewalks, bike lanes, accessibility ramps, highly 
visible cross walks, pedestrian signals, signs, 
lighting, and a full variety of pedestrian and 
bicycle amenities are the types of treatments that 
should continue to be developed as opportunities 
arise throughout the corridor, particularly in 
proximity to transit stations and stops.  The 
pedestrian and bicycle network should be able to 
seamlessly transition to the transit network.

Refer to the discussion earlier in this section 
related to specific pedestrian and bicycle access 
considerations related to transit station locations.

Transportation Demand 
Management
Transportation demand management (TDM) is 
a general term for strategies that result in more 
efficient use of transportation resources. There 
are many different types of TDM strategies with 
varying levels of effectiveness. Some strategies 
expand and improve the array of transportation 
options available to travelers (such as through 
transit systems, and bicycle and pedestrian 
facilities), while others provide incentive to choose 
more efficient travel patterns (such as carpooling 

and high-occupancy vehicle/HOV lanes). Other 
TDM strategies reduce the need for physical 
travel through mobility substitutes (such as 
telecommuting) or more efficient land use.

As congestion continues to increase along the 
SR 305 corridor in the coming years, it will be 
important to continue to improve transit service 
and capacity as the predominant TDM measure.  
Additionally, other types of TDM strategies 
should be considered and implemented, such as 
improving the bicycle and pedestrian network 
as discussed above, and a variety of other tools. 
For example, employers in Winslow and Poulsbo 
could be encouraged to incentivize transit, as 
well as carpooling/HOV use. Various other types 
of commute trip reduction strategies should be 
implemented as extensively as possible, such 
as flex time or staggered work hours. Parking 
management is another TDM strategy that can 
also help to reduce automobile use and traffic 
congestion.  

TDM strategies have been shown to result in 
many widespread public benefits, including not 
only environmental protection, but also improved 
physical fitness, safety, and health, and a wider 
range of travel choices and options to fit peoples’ 
diverse needs.

Access Management 
Recommendations

Background – Traditional 
Access Management
Access management is a set of techniques used 
to manage and control access to streets and 
highways. Good access management promotes 
safe and efficient use of the transportation 
network, and helps to ensure an appropriate 
balance between access and mobility. When used 
effectively, access management strategies can 
increase throughput capacity, reduce accident 
rates, and decrease travel time for motorists by 
minimizing or managing conflict points. 

The SR 305 corridor pedestrian and bicycle 
network should be able to seamlessly transition 

to and from transit.
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Conflict points along streets and highways can 
be reduced by limiting the number of driveways 
and median openings along the corridor and 
restricting certain turning movements. Each new 
driveway connected to a roadway reduces its 
carrying capacity and level of service. Managing 
conflict points involves ensuring adequate spacing 
between driveways and median openings. 

Access management strategies can also be used 
to improve or maintain mobility on a roadway; 
however, mobility needs must always be balanced 
with the need for access to adjacent properties. 
Preserving the capacity of existing roadways can 
help minimize or avoid the need for additional 
travel lanes, turning lanes, or other traffic control 
improvements.

Access management can be implemented with 
varying levels of control. In facilities with full 
control access management, access is provided 
only at grade-separated interchanges, such as on 
a freeway. On partial control facilities, priority 
is still given to through traffic, but some at 
grade intersections and driveways are permitted. 
Access may also be controlled by local statutes, 
zoning, various regulations (e.g. turning, parking, 
driveways), geometric design (e.g. raised medians, 
frontage/backage roads, grade separation), or 
right-of-way purchases/permits.

Well-designed access management strategies 
address:

Roadway facility classification•	

Intersection and interchange spacing•	

Driveway spacing•	

Traffic signal spacing•	

Median treatments and openings•	

Turning and auxiliary lanes•	

Street connections•	

Access Management in the 
SR 305 Corridor
In the SR 305 corridor, access management takes 
on additional importance because of the need for 
efficient bus transit service through the corridor 
and because the feasibility of the interim BRT 
alternative could be significantly impacted by 
additional intersections and driveways in the SR 
305 corridor.

Congestion in the SR 305 corridor is associated 
with intersections. Currently, there are a limited 
number of intersections between the Bainbridge 
Island ferry terminal and the Agate Passage bridge 
and virtually no driveways. Any new intersections 
along this roadway would add to bus route travel 
times, increasing operating costs for Kitsap Transit 
and discouraging ridership. (Corridor travel time 
is one of the benchmark evaluation measures for 
the alternatives.) As the transit agency improves 
transit service in this corridor, strategies such as 
queue-jump lanes and signal pre-emption will 
become necessary to maintaining transit levels of 
service. Virtually all of the costs associated with 
such measures are associated with intersections 
and increase as a direct function of the number of 
intersections.

Similarly, additional driveways in the SR 305 
corridor would cause additional queuing and 
delay for all vehicles in the traffic stream, 
including transit buses. Additional driveways 
add marginal costs to bus system operations and 
increase accident frequency, leading to increases 
in the episodic delays associated with crash 
“incidents.”

Finally, the feasibility of a center barrier-protected 
dedicated transit lane system (BRT FULL) as 
well as the practicality of bus pre-emption and 
queue-jump lanes at intersections (BRT LITE) 
would be negatively and significantly impacted 
by additional intersections and driveways in this 
corridor.

For these reasons, careful and stringent 
management of access management along SR 305, 
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especially between Winslow Way and the Agate 
Passage bridge are critically important elements in 
implementing the HCT vision for this corridor.

Access Management 
Implementation Challenges
Preventing the addition of intersections and 
driveways in the SR 305 corridor on Bainbridge 
Island will require concerted management by the 
Washington State Department of Transportation 
(WSDOT) and by the City of Bainbridge Island.

WSDOT staff has indicated that SR 305 is 
a “limited access” facility, which means that 
stringent standards are applied in consideration 
of proposed new intersections and driveways. 
However, WSDOT does not actually own the 
access rights along this corridor and under certain 
circumstances it can be difficult for a DOT to 
refuse access permits.  One of the situations that 
can arise is a request for a new access permit from 
a property owner with no alternative feasible 
means of access to their property other than SR 
305. It appears from parcel mapping that there are 
at least a few such instances in this corridor. 

The City should work proactively to prevent 
any increase in the parcelization of properties 
abutting SR 305, whether through changes in 
zoning or through a corridor overlay district 
and related measures. Once the subdivision of 
property abutting the highway has been allowed, 
WSDOT will have a much more difficult time 
controlling access. The City should adopt specific 
policies addressing this issue and develop some 
sort of cooperative management program with 
WSDOT to ensure that additional intersections 
and driveways are not permitted in the SR 305 
corridor between Winslow Way and the Agate 
Passage bridge. Similar access management 
measures should also be applied by other local 
jurisdictions, including the City of Poulsbo and 
Kitsap County.

Cost Estimates 
for Interim HCT 
Improvements

Planning level cost estimates were developed 
to reflect the costs for developing the BRT 
corridor. The estimated costs for developing the 
reversible transit lane and corridor-wide BRT 
intersection improvements are summarized in 
Table 6-5. The costs for a project of this size can 
vary considerably depending on desired features, 
safety and operational controls and mitigation 
requirements. The following estimate describes the 
costs associated of widening within the existing 
right-of-way, along with roadway and intersection 
upgrades. The estimate does not include the 
HOV lane construction within Poulsbo already 
underway, but does include signal improvements 
related to the BRT operation. Estimates in 
this section are order of magnitude and are all 
provided in 2007 dollars.

A number of key components drive the cost of 
bus rapid transit in the SR 305 corridor. These 
include:

Reversible, Center Transit Lanes•	  
The cost of a center transit lane includes 
expansion of the existing right-of-way between 
Winslow Way and the Agate Passage bridge by 
approximately 14’-18’ and re-striping of the 
roadway to include two general purpose travel 
lanes and a center transit lane. Because access 
to the HOV facility is limited, and only for 
transit vehicles, signage would also be required 
at all station locations. All intersection 
improvements associated with the transit 
lane is provided separately. The estimated 
cost per mile for a reversible transit lane is 
approximately $11,600,000/mile, assuming 
no additional ROW is required.

Intersection Improvements •	
This includes various intersection 
improvements that ensure transit speed 
and reliability. On Bainbridge Island, this 
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includes reconfiguration of the intersection to 
incorporate the center transit lane with station 
stops on the far side of each intersection. 
North of Agate Passage, different intersection 
treatments are recommended, including 
components such as queue jump lanes to get 
around congested intersections and/or transit 
signal priority. Specific costs by intersection 
are provided in the discussion below.

Stations •	
Station costs include an in-line platform that 
can accommodate approximately three transit 
vehicles, as well as passenger amenities such 
as shelters, benches, trash receptacles, etc. 
Stations are assumed to have similar facilities 
on both sides of the SR 305 corridor, unless 
located at a Park & Ride facility. For the 
purposes of this study, an estimated cost of 
$300,000 per stop is used. The Bainbridge 
Island ferry terminal and Poulsbo Transfer 
Center stations would be designed to handle 
higher volumes of buses, including local route 
vehicles.

Park & Ride •	
Costs associated with Park & Ride lots 
include only the cost per stall and do not 
include property acquisition costs. Based on 
costs of other Park & Ride facilities in the 
Puget Sound area and national averages, an 
estimated cost for a surface parking facility is 
$3,500 per stall, and approximately $20,000 
per stall for a structured facility.

Maintenance Facility •	
Depending on the type of vehicles selected 
for the HCT service, the number of vehicles 
required would be significantly higher 
than current Kitsap Transit operations. In 
addition, if larger vehicles are selected, the 
current maintenance/storage facility may 
need to be expanded or a new one built. 
Although maintenance facility costs can vary 
dramatically, it is estimated that a new facility 
would cost approximately $1,750,000.

Marketing / Signage / Startup Costs•	  
This one-time cost includes all necessary 

marketing, identity and signage related to 
HCT in the corridor. A high-level estimate of 
$200,000 is used for these items at this point 
in the study.

Table 6-5 includes a summary of all recommended 
HCT capital improvements at intersections in the 
SR 305 corridor. The technical analysis that led to 
these estimated costs is provided in Appendix C.

HCT Operating Plan

Operational 
Recommendations
As noted in Section 3, demand for high capacity 
transit service will largely be driven by ridership 
on the Seattle-Bainbridge Island ferry. Still, 
HCT service in the SR 305 corridor would also 
be available to transport North Kitsap residents 
to jobs and activities along the SR 305 corridor. 
As described in this section, HCT service would 
likely be very frequent during the commuter peak 
periods, but service would remain at high levels 
throughout the day, providing convenient linkages 
between stations at other times. Connecting 
local bus service can allow passengers outside 
of the immediate corridor to access the HCT 
service and efficiently complete longer north-
south trips. Local bus service would need to run 
all day to maximize these opportunities. Transit 
orientated development around HCT stations 
will increase the number of trips originating and/
or terminating within walking distance of SR 305 
stations and demand local and corridor service 
that is more regular that than provided to simply 
serve ferry oriented pulses. With these supporting 
investments and developments in place, HCT is 
able to: 

Serve non-ferry commuters, including Island •	
employees;

Provide non-commuter travel to other Kitsap •	
County service and employment areas;

Provide an intra-Island connection to •	
Neighborhood Service Centers, residential 
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Quantity Unit Unit Cost  
($ 2007) Cost

Basic Construction
Widening of SR 305 to include reversible 
center transit lane – with bike lanes (north 
of Winslow Way) *, **

5 MILE $3,693,900 $18,469,500

Widening of SR 305 to include reversible 
center transit lane – no bike lanes (south 
of Winslow Way)

0.22 MILE $3,139,500 $690,690

Additional Construction Items
Traffic signals † 6 EACH $250,000 $1,500,000
Traffic signal modifications 13 EACH $100,000 $1,300,000
Wetland mitigation 4.0 ACRE $200,000 $800,000
Retaining walls ‡ 21,120 SF $125 $2,640,000
Street illumination 5.1 MILE $300,000 $1,530,000

Engineering and Special Studies
Preliminary engineering 15% of contract amount $3,916,806
Construction engineering 10% of contract amount $2,611,204

Construction Contingency
30% of subtotal $9,792,015

Stations and Park & Ride
Platform and passenger amenities 9 EACH $300,000 $2,700,000
Park & Ride (surface) 2,470 STALL $3,500 $8,645,000
Park & Ride (structured) 2,470 STALL $20,000 $49,400,000
Marketing/start-up costs $200,000 $200,000
Maintenance facility 1 EACH $1,750,000 $1,750,000

Total Costs (with surface Park & Ride)

$55,727,065

Total Costs (with structured Park & Ride)

$96,482,065

Table 6-5 Estimated BRT Capital Costs ($2007)

*Assumes most right-of-way is available

** Reversible lanes approx. 5 miles; HOV lanes not part of this project;  
Includes widening from Agate Passage bridge to Suquamish Way intersection.
† Assumes 13 signals require 30% upgrade; add new signals at Koura and Hidden Cove

‡ 10% of corridor one-way length with average of 8 feet.
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areas, and/or feeder transit lines that serve 
these markets; and

Serve transit dependent access, including •	
addressing the access needs of youth, the 
elderly and disabled transit users.

Factors influencing demand for HCT services 
also include Park & Ride capacity constraints at 
the Bainbridge Island ferry terminal, as well as 
traffic conditions expected in the corridor. In the 
interim period (by 2020), no additional parking 
capacity is assumed at the ferry terminal, and 
traffic conditions in many parts of the corridor are 
expected to deteriorate. 

This interim (through 2020) operating plan is 
based on several key assumptions:

No additional parking is assumed for the •	
Bainbridge Island ferry terminal, thus 
the increase in ferry ridership must be 
accommodated by an increase in transit, 
bicycling or walking trips.

Kitsap Transit’s current transit mode split •	
among ferry passengers is 34 percent.

An estimated 80 percent of HCT ridership •	
would occur during the AM or PM peak 
periods (a total of 8 hours)

About three fourths (74 percent) of ferry •	
passengers who use transit in 2020 would 
utilize HCT in the SR 305 corridor. Among 
these passengers:

About 65 percent would travel beyond ––
Bainbridge Island

About 35 percent would remain on ––
Bainbridge Island

About a quarter (26 percent) of ferry •	
passengers who would use transit in 2020 
would use local routes on Bainbridge Island.

HCT passengers should be guaranteed a seat •	
for all trips. Assuming a seated capacity of 80 
for HCT vehicles (see Vehicles section), and 
an average occupancy of 90 percent (to ensure 
everyone gets a seat), each vehicle is estimated 
to carry 72 passengers.

Table 6-6 provides a summary of how ridership 
demand for HCT service in the SR 305 corridor 
was calculated. All current and projected ferry 
ridership figures are based on the Washington 
State Ferries Long-Range Strategic Plan.

As shown in Table 6-6, a minimum of 12 HCT 
vehicles are required to accommodate SR 305 
corridor demand at each ferry landing.1 This 
estimate accounts for demand for ferry users only, 
and does not include other local users. By 2020, 
it is estimated that at least one additional vehicle 
per ferry landing would be necessary throughout 
the day to accommodate other users in the SR 
305 corridor. These additional resources could 
also be distributed to accommodate higher loads 
on the shoulder of the peak periods, if necessary. 
Therefore, a total of 13 vehicles would be required 
to accommodate demand at each ferry landing 
during peak periods in the interim period  
(by 2020).

As noted earlier, approximately half of all HCT 
trips (49 percent) in the SR 305 corridor would 
travel north of Bainbridge Island. Therefore, 
approximately 520 HCT passengers would travel 
north of Bainbridge Island per ferry landing in 
the PM peak period, while the other 520 HCT 
passengers per ferry landing would remain on 
Bainbridge Island.

Based on these figures, the interim operating plan 
assumes a Long Line, Mid Line and Short Line 
configuration. Each of the lines are described 
below.

Long Line

The Long Line would travel the full corridor from 
the Bainbridge Island ferry terminal to the College 
Marketplace Park & Ride in Poulsbo. The Long 
Line would actually include two services:

Long Line (Limited Stops) •	
This line would operate only during the AM 

1	 This assumes the use of high capacity double-decker of 
articulated coaches for the HCT corridor service. The use 
traditional 40 foot transit coaches would require 10 additional 
vehicles.
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and PM peak periods. By 2020, two buses 
would meet every ferry landing during this 
period to accommodate demand. Estimated 
one-way, peak direction travel time would 
be 34 minutes. This line would make the 
following stops:

Bainbridge Island ferry terminal––

Day Road Park & Ride––

Suquamish Park & Ride––

Poulsbo Transfer Center––

College Marketplace Park & Ride ––

Long Line (All Stops) •	
This line would operate throughout the day, 
meeting each ferry landing. During off peak 
periods, only one bus would meet each ferry 
landing. By 2020, two buses would meet each 
ferry landing during peak periods. Estimated 
one-way travel time during peak periods in the 
peak direction of travel would be 39 minutes. 
Round-trip travel during peak periods would 
be about 81 minutes. Because this line would 
serve all stations along the corridor, additional 
time has been added to account for dwell 
times.

 

 

Existing (2003) Walk On Passengers and Transit Ridership
A Total Walk On Passengers (2003) – per ferry landing during the PM peak period* 648

B Existing Transit Ridership (2003) – per ferry landing during the PM peak period [A x 34 
percent (transit mode share)]

221

Projected (2020) Walk on Passengers and Transit Ridership
C Total Walk On Passengers (2020) – per ferry landing during the PM peak period** 1,532

D Additional Walk On Passengers (2003 - 2020) – per ferry landing during the PM peak 
period [C-A]

884

E Estimated Transit Ridership (2020) – per ferry landing during the PM peak period 
[B+D]***

1,105

Estimated HCT Ridership and Required Vehicles (2020)

F Estimated HCT Ridership (2020) – per ferry landing during the PM peak period
[E x 74 percent (percent of HCT users)]

818

G Estimated HCT Vehicles Required (2020) – per ferry landing during the PM peak period 
[F ÷ 72 (seats per vehicle)]

12

Table 6-6 Summary of SR 305 HCT Ridership Demand

* This figure is based on 3,045 total walk on passengers during the 4-hour PM peak period. This figure is then divided by 4.7 
ferry landings per 4-hour period to arrive at 648 passengers per ferry landing. Source: Washington State Ferries Long-Range 
Strategic Plan.
** This figure is based on approximately 7,200 walk on passengers during the 4-hour PM peak period. The figure is then divided 
by 4.7 ferry landings per 4-hour period to arrive at 1,532 passenger per ferry landing. Source: 2020 Currently-Planned Service, 
Washington State Ferries Long-Range Strategic Plan
*** Not all projected walk on passengers would necessarily ride transit. However, in the future, there likely will be less parking 
and Kiss and Ride capacity than under existing conditions.
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Mid Line

The Mid Line would travel from the Bainbridge 
Island ferry terminal to the Poulsbo Transfer 
Center, also stopping at Poulsbo Park & Ride 
facilities. This line would operate only during the 
AM and PM peak periods and serve the same five 
stations as the limited stop Long Line. Depending 
on the distribution of Park & Ride demand 
certain peak trips may travel direct to specific Park 
& Rides rather than making multiple stops. By 
2020, four Mid Line buses would meet each ferry 
landing during the peak periods. Estimated one-
way travel time would be 27 minutes.

Short Line

The Short Line would primarily serve Bainbridge 
Island and the Casino Park & Ride, with service 
from the Bainbridge Island ferry terminal to 
the Suquamish Road Park & Ride. This line 
would serve all five stops in this segment of the 
corridor, but may split runs to provide direct 
service where Park & Ride demand is sufficient 
to fill one or more coaches. By 2020, five Short 
Line buses would meet each ferry landing during 
peak periods. The estimated one-way travel time 
between the ferry terminal and Suquamish way 
would be 20 minutes.

Phasing
It should be noted that this operating plan does 
not need to be implemented immediately to 
accommodate the demand for service in the 
corridor over the next few years. However, it is 
assumed that during the interim period between 
now and 2020, HCT service levels should grow 
incrementally to accommodate demand. 

Vehicles
Unlike other transit technologies (such as light rail 
or commuter rail), Bus Rapid Transit mostly refers 
to an operational strategy and is not necessarily 
tied to a specific vehicle type. As discussed earlier 
in the report, BRT vehicles can range from 
standard 40-foot vehicles to advanced 60-foot 
articulated vehicles. 

When selecting BRT vehicles for this corridor, 
the only major constraint is the space required 
for boarding and unloading passengers at the 
Bainbridge Island ferry terminal. In order to 
minimize the space required at the ferry terminal, 
a smaller vehicle was considered desirable. 
However, from a capacity standpoint, many 
more small vehicles would be required to carry 
the projected number of HCT passengers in 
the corridor, potentially increasing operating 
costs associated with operator labor. In addition, 
because most trips in the corridor would be 
relatively long, and speeds will be higher than a 
local bus, it was assumed that all passengers using 
the HCT service would need to be seated (i.e., no 
standing passengers). Based on these constraints, 
two possible vehicle types were selected: a double-
decker bus and a 60-foot articulated coach.

Dimensions and capacity of these vehicles can 
vary by manufacturer; typical specifications for 
each type of vehicle is provided in Table 6-7 and 
Figure 6-4. For comparison purposes, typical 
specifications are also provided for standard transit 
vehicles.

Several major bus manufacturers produce 60-
foot articulated transit coaches, including North 
American Bus Industries (NABI), New Flyer and 
Van Hool. Depending on the configuration and 
propulsion system, these vehicles cost between 
$650,000 and $1.2 million each.

Several manufacturers make double-decker buses 
but they are not common in North America for 

A 60-foot, articulated vehicle
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regular transit operations.2 Manufacturers include 
Alexander Dennis (UK), VanHool (Belgium) 
and Wrightbus (UK). According to the American 
Public Transportation Association (APTA), the 
cost of a new double-decker bus is approximately 
$580,000 in 2007 dollars. This figure is confirmed 
by a recent purchase of Alexander Dennis double-
decker buses in Las Vegas that cost $584,000 each. 

2	 They are used by a handful of North American properties, 
including Victoria Transit in Victoria, BC and Citizens Area 
Transit in Las Vegas, NV. There is no reason this technology 
would not be appropriate for operations in Kitsap County. 
Most US agencies prefer articulated coaches because they 
allow more rapid boarding and alighting. However, limited 
stop spacing and a focus on point-to-point service in the 
SR 305 corridor limits the critical importance of high speed 
boarding and alighting. Double-decker coaches are more 
common in Europe where historic stations have limited 
footprints to accommodate articulated coaches.

Characteristic BRT Vehicle (Premium) Double-Decker Advanced Articulated 
BRT Vehicle

Width 8-9 feet 8-9 feet 8-9 feet
Height 9-10 feet 14 feet 9-11 feet
Estimated Overhead 
Clearance* 14 feet 18 feet 15 feet

Length 40 feet 40-45 feet 60 feet
Seated Capacity 36-40 80-100 passengers 60-80 passengers
Cost per Vehicle (Premium) $400,000 $600,000 $650,000-$1.2 million

Table 6-7 HCT Vehicle Characteristics

* Estimated overhead clearance heights - may vary based on local building codes and ventilation requirements.

For the purposes of this report, double-decker 
vehicle costs are rounded up to $600,000. 

It is assumed that all HCT vehicles will lower 
their floor in order to facilitate boarding and 
alighting of passengers, and include at least two 
doors. While boarding and alighting times may 
vary slightly between double-decker buses and 60-
foot articulated coaches, they are assumed to be 
comparable for the purposes of this study.

Figure 6-5 provides a map of the interim HCT 
operating concept. A summary of the interim 
operating plan characteristics is provided in Table 
6-8.

In 2006, Kitsap Transit operated approximately 
132,000 annual revenue service hours. Assuming 
existing services remain constant, the HCT service 
would result in a 25 percent increase in total 
resources. However, this increase would likely be 
lower as some existing services operating in the SR 
305 corridor would be replaced by HCT.

Based on the vehicle requirements shown in 
Table 6-9, a maximum of 21 vehicles are required 
to operate service in the SR 305 corridor 
for each ferry landing in the peak period. As 
per standard practice in the transit industry, 
additional vehicles are required for break-downs, 
maintenance and/or to accommodate higher 

Double-decker bus in Victoria, BC
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loads during extraordinary operating conditions. 
Assuming a standard 20 percent spare ratio, four 
additional vehicles are required, bringing the 
fleet requirement to 27. Based on a high estimate 
of $600,000 for a double-decker vehicle and 

 

Characteristic Long Line
(limited stop)

Long Line
(all stops) Mid Line Short Line Total

Estimated one-way running time 
(westbound, PM peak period) 34 39 28 19 -

Estimated round trip running time 
(PM peak period) 67 75 55 36 -

Approximate operating miles 13.9 13.9 11.3 7.2 -

Maximum vehicle requirement* 4 4 8 5 21

Table 6-9 Transit Travel Times and Fleet Requirement

* Assumes a seated capacity per vehicle of 72.

Characteristic Long Line
(limited stop)

Long Line
(all stops) Mid Line Short Line Total

Hours of operation AM and PM 
peak periods*

All times (5:00am 
– 12:00am)

AM and PM 
peak periods

AM and PM 
peak periods -

Buses per ferry landing 
– peak periods 2 2 4 5 13

Buses per ferry landing – 
off peak periods** - 1 - - 1

Total trips per peak period 10 10 20 25 65
Total daily trips 20 33 40 50 143
Estimated annual service 
hours 5,730 10,265 9,370 7,710 33,075

Estimated annual operating 
cost ($2007) † $664,680 $1,190,740 $1,086,920 $894,360 $3,836,700 

Table 6-8 Characteristics of the Interim HCT Operating Plan

* The AM and PM peak periods are four hours each, from 5:30 am – 9:30 am and from 3:00 pm – 7:00 pm.

** Off peak periods include all periods from 5:00 am – 12:00 am, excluding peak periods.

† Assumes $116 per service hour (2005, Kitsap Transit)

$650,000-$1.0 million for a 60-foot articulated 
coach, the cost of double-decker vehicles is 
approximately $16 million and 60-foot articulated 
coach will range between $16-32 million.
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9’-10’

40’

13’-14’

40’-45’

8-9’

8-9’

9’-11’

60’

13’-15’

8-9’

14’-15’

18’-19’

ESTIMATED
OVERHEAD
CLEARANCE1

SQUARE FEET REQUIREMENT
PER BAY1

COST PER
VEHICLE
(2007)

SEATED
CAPACITY

(PASSENGERS)

Premium BRT Transit Vehicle

WIDTHCHARACTERISTIC HEIGHT LENGTH

Double-Decker

Advanced Articulated BRT Vehicle

1Overhead Clearance heights estimated, may vary based on
 local building codes and ventilation requirements.

8-9 Feet 9-10 Feet 13-14 Feet 40 Feet 36-40 $400,000

8-9 Feet 14-15 Feet 18-19 Feet 40-45 Feet 80-100 $600,000

8-9 Feet 9-11 Feet 13-15 Feet 60 Feet 60-80 $650,000
to

$1.2 Million

Figure 6-4 Bus Transit Vehicle Characteristics Comparison
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Figure 6-5 Interim Operating Concepts (Estimated to be needed through at least 2020)
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